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The purpose of the project was to develop and evaluate roadway alter- 
nates to provide safe and efficient access to the Shady Grove Metro Station. 
The Selected Alternate, Alternate 3 Modified, would provide improved inter- 
state access from Interstate 270 and areas to the north and west to the 
Metro Station.  The project is included in the plans for the area as 
designated in the Shady Grove Sector Plan. 

Environmental impacts associated with the selected alternate include 
Right of Way acquisition and homes and businesses, minor floodplain involve- 
ment, and in some areas Federal Design Noise Levels are exceeded.   All 
of the impacts will be adequately mitigated.  Proposed mitigation measures 
are described in the document. 
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1.    ACTION 

Federal Highway Administration 
Administrative Action Environmental Statement 

( ) Draft 
( ) Section 4(f) Evaluation 

(X) Final 

2.    CONTACTS 

The  following  persons   may be contacted for additional information concerning this 
document: 

Mr. Roy Gingrich, District Engineer 
Federal Highway Administration 
The Rotunda - Suite 220 
711 East 40th Street 
Baltimore, Maryland    21211 
Tel: (301) 962-4011 
7:45 am - 4:15 pm 

Mr. William F. Schneider, 3r., Chief 
Bureau of Project Planning 
Maryland State Highway Administration 
707 N. Calvert Street 
Baltimore, Maryland    21201 
Tel: (301) 659-1130 
8:15 am - 4:15 pm 

3.    DESCRIPTION OF SELECTED ACTION 

The selected action is construction of an Interstate highway (1-370) in Montgomery 
County, Maryland, in the vicinity of the Cities of Rockville and Gaithersburg. 1-370 
will provide access from the 1-270 corridor to the northern terminal station for the 
Washington Metropolitan Area Transit Authority's Shady Grove Route (formerly the 
Rockville Route). The action is consistent with state planning for multi-modal 
transportation facilities, and it helps insure maximum use of the public investment in 
the area's Metro rail transit system. 1-370 will also encourage an increased number 
of person-trips using Metro instead of private automobiles on 1-270, thus relieving 
traffic congestion at the I-270/Shady Grove Road interchange. 

The Selected Alternate, 3E Modified, would provide an interstate highway along 
new alignment from the 1-270 corridor to the Shady Grove Metro Station. The 
alignment extends 3.4 miles from its western end at Fields Road to its eastern 
connection with the Metro Station's access road. An interchange with 1-270 is 
proposed about one mile north of Shady Grove Road. 

Other than planned and programmed transportation improvements, no subsequent 
Federal actions are required in the area as a result of the implementation of this 
project. 

4.    ALTERNATES CONSIDERED 

A preliminary set of alternates was reduced through a series of agency reviews and 
public meetings to six alternates studied in detail. 

o Alternate 1 - No-Build. This alternate would make no additional 
improvements to existing facilities in the vicinity of the Metro Station beyond 
those reasonably expected otherwise to be in place by the design year, 2006. 
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o Alternates 2C and 2D. These alternates would provide added capacity by 
upgrading Shady Grove Road and improving intersection geometries. The 
configuration of the interchange at 1-270 and Shady Grove Road differs 
slightly between the two Alternates. A grade-separated interchange is 
provided at the existing intersection of MD 355 and Shady Grove Road. 

o Alternate 3C. This alternate provides a limited-access interstate facility on 
new location from 1-270 to the Metro Access Road, with a connector to 
Fields Road. A modified cloverleaf interchange is provided at 1-270 with 
other interchanges at MD 355 and at Shady Grove Road near the Metro 
Station. Also included as part of this alternate would be construction of a 
ramp in the southwest quadrant of the I-270/Shady Grove Road interchange. 
This alternate would accommodate traffic generated by presently adopted and 
approved master plans. 

o Alternate 3D. This alternate proposes a limited-access interstate facility on 
new location from 1-270 to the Metro Access Road with a connector to Fields 
Road. It provides an interchange at 1-270 with a directional ramp 
configuration. Other interchanges are provided at MD 355 and at Shady 
Grove Road near the Metro Station. A ramp in the southwest quadrant of 
the I-270/Shady Grove Road interchange is also part of Alternate 3D. This 
Alternate would accommodate traffic generated by intensified land use west 
of 1-270 as proposed in the Staff Draft Gaithersburg Vicinity Master Plan 
dated November 1981. 

o Alternate 3E. This Alternate is identical to Alternate 3D, except it has a 
different alignment through the Rosemont Park/Comprint Court area. The 
alignment is shifted westward to avoid Rosemont Park and a nearby apartment 
building by passing closer to Comprint Court. Alternate 3C also follows 
Alternate 3Els shifted alignment through the Rosemont Park/Comprint Court 
area. 

o Alternate 3E Modified (Selected Alternate). This Alternate is identical to 
3E, including the avoidance of Rosemont Park, but the I-270/I-370 interchange 
is shifted southward to avoid Muddy Branch and Summit Hall parks, and 
includes an interlaced collector-distributor road system. The alternate was 
also modified in the vicinity of the Redland Station Community to move the 
alignment further away from the community and to reduce the effects on Mill 
Creek. Because Alternate 3E and 3E Modified are identical except for these 
changes, Alternate 3E will not be discussed as a separate alternate in this 
document. 

5.    ENVIRONMENTAL CONSEQUENCES AND MITIGATING MEASURES 

The Selected Alternate, 3E Modified, would significantly benefit the transportation 
system in the vicinity of the proposed Shady Grove Metro Station and provide at 
least partial relief to the already congested Shady Grove Road between 1-270 and MD 
355. Alternate 3E Modified, the construction of 1-370, will accommodate total 
projected design year traffic along this section of Shady Grove Road. It will also 
provide direct Interstate highway access between the soon-to-be-opened Metro Station 
and 1-270 and is, therefore, a critical part of the master planning which provides for 
the development of large tracts of vacant land in the area. The Washingtonian 
Country Club site (Washingtonian Tract) is considered one of the most desirable 
locations for future development in the study area by Montgomery County. 
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Alternate 3E Modified has been developed in coordination with the Staff Draft 
Gaithersburg Vicinity Master Plan, and projected development in the study area 
can be accommodated in accordance with the County's Adequate Public Facilities 
Ordinance. The situation under any alternate other than the new alignment would 
require substantial revisions to proposed land use plans in the study area. Tax 
revenues under Alternate 3E Modified are expected to increase by $9.7 million 
annually. Alternate 3E Modified will cause the dislocation of 36 area businesses, 
potentially affecting some 184 jobs. Residential displacement under this alternate, 
however, is relatively modest, affecting 10 families (30 people), some of whom may 
need housing of last resort. 

Alternate 3E Modified will have some impacts on topography and natural systems 
because it involves construction on new location. Some remaining woodland and 
farmland in the area will be converted to impervious paved areas and vegetated 
embankments. The Selected Alternate will require about 700 feet of stream 
relocation and culvert in the headwaters of Mill Creek. Appropriate sediment and 
erosion control measures of the Maryland State Highway Administration and the U. S. 
Soil Conservation Service will be stringently applied to protect terrestrial and aquatic 
habitats. The Selected Alternate will not adversely affect air quality. However, 
FHWA Design Noise Levels will be exceeded at seven sites. Abatement measures, 
including sound barriers, are being considered at three of the sites. Requests for 
exceptions to design noise levels will be sought for the other four sites. 

There are no known rare or endangered species of plant or animal life in the study 
area that would be affected by the proposed action nor any significant historic sites. 
However, with regard to archeological sites, it is recommended that construction be 
kept within the proposed project right-of-way in order to minimize disturbance near 
the sites of two turn-of-the-century farmhouses. The right-of-way through this area 
will be fenced. 

6.    AREAS OF CONTROVERSY AND UNRESOLVED ISSUES 

The first potential area of controversy involves the perceived traffic impacts 
associated with the provision of access to Fields Road, thereby increasing the 
attractiveness of the Washingtonian Country Club property for future development. 
The City of Rockville has expressed concern regarding the potential over-development 
of the Shady Grove area resulting in increased traffic, access and circulation 
problems. Although in full support of 1-370 as a direct link from 1-270 to the Shady 
Grove Metro Station, the City contends that the amount of office/commercial space 
proposed in the Washingtonian Tract would overburden the existing and future traffic 
circulation system and would impose additional inconvenience to the employees 
already located in the study area. In contrast to the City of Rockville's position, 
Montgomery County feels the access from 1-370 to Fields Road is important to the 
future development of the County. It is the County's position that the proposed 
connection of 1-370 to Fields Road would improve local traffic circulation and local 
access to both the Interstate and Metro systems. 

The second controversy is the potential for adverse effects on the integrity of the 
Washington Grove historic district. Elected officials and some residents of 
Washington Grove felt that the proximity of 1-370 would affect the town's historic 
character. 

The Maryland State Highway Administration and the Federal Highway Administration 
have identified  no significant unresolved  issues to affect  the approval  of   the  FEIS. 
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Minor local issues may materialize during later phases and will be promptly addressed.       \\) 
The necessary permits, such as  for  water  quality,  will  be  obtained  through  the        ' 
subsequent permit application and coordination process. 

7.    SUMMARY OF IMPACTS 

The summary (Table S-l) represents a comprehensive comparison of the significant 
impacts associated with each alternate studied expressed in terms of the objectives to 
be achieved by the proposed project. 

The impacts included in this analysis are summarized in monetary and non-monetary 
terms. This differs from a cost/benefit analysis where all impacts are expressed in 
dollar values. Where dollar values are given, only costs that are a direct result of 
studied improvements are considered.    All costs are expressed in 1981-82 dollars. 
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TABLE S-l 

SUMMARY OF  IMPACTS 

OBJECTIVES 

Make  Efficient Use of  Existing 
Transportation  Facilities 

Number of Intersections 
Exceeding Design Capacity 

Effect on Emergency Vehicle 
Access 

Consistency with Energy 
Conservation Goals 

Provide Improved Transit 
Accessibility 

Traffic Delay In Vehicle 
Hours 

Develop a Transportation System 
Which  Supports Local Land 
Use Plans 

Percent of  Projected Land 
Use Accommodated 
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Table S-l, continued 

OBJECTIVES 

Protect Natural/Cultural 
Resources 

Acres of  Prime Agricultural 
Land Lost 

Number of Stream  Relocations 

Linear Feet of Stream 
Relocation 

Acres of  Flood Plain 
Encroachment 

Flood Hazard 

Number of  Wetlands Affected 

Effect on Water Quality 

Length of Stream Habitat 
Disrupted (feet) 

Aquatic Habitats Lost 
(linear feet) 

Terrestrial Habitats 
Disruption (acres lost) 

Threatened and Endangered 
Species Affected 

Number of Historic Sites 
Affected 

Alt.  1 

high 

0 

0 

none 

none 

none 

Alt. 3E 

moderate 

12 

1 

1,500 

negligible 

none 

minor 

1300 

100 

51* 

Alt. 2C 

high 

0 

0 

none 

none 

negligible 

Alt. 2D 

high 

0 

0 

none 

none 

negligible 

Alt. 3C 

moderate 

12 

1 

1,500 

7 

negligible 

none 

minor 

1300 

100 

56 

Alt.  3D Alt.  3E  Mod. 
(Selec.  Alt.) 

low 

12 

2 

2,400 

3 

negligible 

none 

minor 

2240 

480 

57 

moderate 

12 

1 
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minor 
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60 

54 
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Table S-l, continued 

OBJECTIVES 

Number of  Archeological 
Sites Affected 

Number of Acres of  Parkland 
Required 

Preserve Existing Public Invest- 
ment in Parkland 

Access to Community 
Facilities 

Minimize  Residential and 
Business Displacements 

Total Number of  Residences 
Displaced 

Total Njmber of  Minority 
Residences Displaced 

Total Number of Businesses 
Displaced 

Ensure Acceptable Air  Quality 
and Noise  Levels 

Number of Sites Where 
CO Concentrations 
Exceed Standards 

Number of Sites Exceeding 
Design Noise Levels w/o 
Recommended Barriers 

Number of Barriers 
Recommended 

Number of  Sites Exceeding 
Design Noise Level 
with Recommended 
Barriers in Place 

Alt.  1 

high 

low 

0 

0 

0 

low 

0 

N/A 

Alt. 3E 

0.8 

moderate 

high 

10 

5 

36 

moc'erate 

0 

7 

Alt.  2C 

high 

moderate 

high 

0 

4 

Alt. 2D 

high 

moderate 

5 

0 

high 

0 

it 

Alt. 3C 

2.0 

moderate 

high 

10 

5 

36 

moderate 

Alt. 3D 

5.0 

low 

moderate 

<*6 

5 

2 

moderate 

0 

7 

Alt.  3E  Mod. 
(Selec. Alt.) 

high 

high 

10 

5 

36 

moderate 

0 

7 
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Table S-l, continued 

OBJECTIVES Alt.  I Alt. 3E Alt.   2C Alt.  2D Alt. 3C Alt. 3D Alt.  3E  Mod. 
(Selec. Alt.) 

1981-82 Facility Investment 
Costs} 

Construction 
Right-of-Way 
Development 

Total 

0 
0 
0 
0 

$100,588,000 
$ 28,435,000 
$    5,412,000 
$134,435,000 

$18,776,000 
$ 4,928,000 
$ 1,151,000 
$24,855,000 

$19,642,000 
$ 3,489,000 
$ 1,364,000 
$24,495,000 

$74,997,000 
$26,325,000 
$ 4,168,000 

$105,490,000 

$ 98,566,000 
$ 26,350,000 
$    5,298,000 
$130,214,000 

$ 96,928,000 
$ 31,244,000 
$    6,143,000 
$134,315,000 

User Costs 

Annual Vehicle Operating 
Cost on  Major Roadway Links 

Annual Vehicle Delay Cost 
on Shady Grove Road 

$11,500,000 

$  2,8t0,000 

$18,800,000 

$      230,000 

$12,200,000 

$      640,000 

$12,200,000 

$      640,000 

$16,200,000 

$       190,000 

$18,800,000 

$      230,000 

$18,800,000 

$       230,000 

Economic Development  Potential 

Additional, Annual Real 
Property Tax  Receipts 

Total Development Potential 
(New Building Construction 
Cost) 

$300,000 

$14,500,000 

$9,700,000 

$514,60D.:00 

$3,300,000 

$145,000,000 

$3,300,000 

$145,000,000 

$7,800,000 

$356,600,000 

$9,700,000 

$514,600,000 

$9,700,000 

$514,600,000 
Potential  Employment Growth 

(Number of New Employees) 1,200 38,200 13,000 13,000 30,500 38,200 38,200 

1      Based on  1981-82 costs.    All costs updated in June  1982. 
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I.    PURPOSE AND NEED 



A.    PROJECT LOCATION/DESCRIPTION 

1. MONTGOMERY COUNTY OVERVIEW 

Montgomery County is situated in central Maryland just north of Washington, D.C. 
(see Figure 1-1). The County, a rapidly developing suburb of the Washington 
metropolitan area, has a relatively affluent populace and is composed primarily of 
residential subdivisions expanding northward into an agricultural countryside. Major 
employers consist of Federal agencies and their associate service industries, research 
and development organizations, retail establishments, and other light industries. The 
densest population centers in the county are primarily located further to the south 
but also stretch northward along the 1-270 corridor to include Rockville and 
Gaithersburg and vicinity. The county enjoys a relatively mild, modified continental- 
type temperate climate with moderate rainfall and mild winters. 

2. INTERSTATE 370 STUDY AREA 

The study area for Interstate 370 (1-370) lies within the center of the 1-270 corridor 
and is depicted in Figure 1-2. It extends northward to include part of the City of 
Gaithersburg, westward to existing MD 28, eastward to the Mill Creek watershed, and 
southward to include proposed Gude Drive and the northern part of the City of 
Rockville. 1-270 and MD 355 presently are the major north-south transportation links 
in the area, but these will be supplemented by the completion and scheduled opening 
of the Shady Grove Route of the Washington Metropolitan Area Transit Authority's 
(WMATA) Metrorail transit system in 1984. Shady Grove Road, which connects to 
both 1-270 and MD 355, serves east-west transportation and is presently the major 
existing access to the Shady Grove Metro Station. 

The economic base of the area is primarily composed of suburban corporate offices, 
research and development facilities, and government agencies. There is still a 
substantial amount of open space as evidenced by farmland and a golf course. More 
intensive development of these largely vacant lands is planned for under the Staff 
Draft Gaithersburg Vicinity Master Plan, which is currently scheduled for public 
hearings before the Montgomery County Planning Board. 

Residential development has occurred in a scattered pattern about the edges of the 
study area. Several subdivisions are in close proximity to the proposed alignment 
options and have affected location and design considerations. 

3. DESCRIPTION OF SELECTED ACTION 

1-370 will provide access from the 1-270 corridor to the northern terminal station for 
the Metro's Shady Grove Route. Improved Metro Station access is expected to 
increase use of the public transportation system while improving the operating 
efficiency of existing interstate facilities. Another important function of 1-370 will 
be to provide additional roadway capacity in an area already experiencing severe 
traffic congestion and in which significant additional development is anticipated. If 
such development were to occur without adequate highway facilities, access to the 
Metro station would be restricted. 

The Selected Alternate, 3E Modified, will provide an interstate highway along new 
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alignment from 1-270 to the Shady Grove Metro Station with access provided to 
Fields Road west of 1-270. The alignment covers a distance of 3A miles, and the 
interchange with 1-270 is proposed to be about one mile north of Shady Grove Road. 
The connection between 1-270 and Fields Road will only be made concurrent with or 
following upgrading of Fields Road to a four-lane urban arterial and will be designed 
to be adequate to serve travel demand at the time of opening. If increased 
development occurs on land adjacent to the connection following initial construction, 
improvements will be made to provide access from this development, which will 
ensure that the connection will operate at an acceptable level of service. Such 
improvements will be made as a separate action, since the design and location of 
these improvements need to be compatible with the development. Other interchanges 
are proposed at MD 355 and at Shady Grove Road near the Metro Station. 
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B.    BASIS FOR SELECTED ACTION 

1.    TRAFFIC AND OPERATING CONDITIONS 

The 1-370 study area is located in an area of rapid growth. Roads in the vicinity of 
the Shady Grove Metro Station are already heavily loaded, while large parcels of land 
have yet to be developed. Traffic patterns in the area are dominated by 1-270 and 
development along the 1-270 corridor. 1-270 is paralleled by MD 355, both serving 
predominantly radial traffic demands of the Washington metropolitan area. Major 
facilities serving east-west movements are limited to Shady Grove Road. Other roads 
in the area highway network are generally two-lane facilities with grades, curves, and 
widths restrictive to present day traffic use. The study area highway network and 
Shady Grove Metro Station are shown in Figure 1-3. 

The Shady Grove Station will be the terminal station of the Shady Grove Route 
(formerly the Rockville Route or Metro "A" Route) which is scheduled to open in 
1984. Originally, this route was designed to terminate at the Rockville Station. 
However, parking space and access problems in the Rockville Station vicinity led to 
extension of the line to Shady Grove, where parking and access conditions were 
considered more favorable. The Shady Grove Metro Station facilities are presently 
under construction and are located parallel to the B&O railroad tracks just north of 
Fields Road. Over 2,000 parking spaces are planned for the eastern lot and nearly 
1,000 on the western side of the station site. Bus feeder and "Kiss-n-Ride" facilities 
are also under construction, as well as storage and inspection yards. 

Passengers using the Shady Grove Station will be drawn principally from areas west 
of 1-270 and north of Montgomery Village but will also include those outside the area 
who have work trip destinations at study area employers. The station has 3000 
parking spaces that are projected to be fully utilized, and substantial feeder bus and 
"kiss-n-ride" trips are also expected. Access to the station will be primarily along I- 
270, MD 355, MD 115, and Shady Grove Road. The proposed 1-370 Metro station 
connector has been considered a vital part of access in all previous planning for the 
Metro station. 

1-370 is proposed to provide a high level of vehicular access to the Shady Grove 
Metro station and encourage the removal of vehicular trips from 1-270 in favor of 
person trips on Metro. It will directly link Fields Road, 1-270, and MD 355 with the 
station via a fully access-controlled roadway built to Interstate standards. Without I- 
370, access to the station would be along portions of Shady Grove Road which even 
now are heavily congested, and use of Metro would likely be discouraged as a result. 
Among the worst bottlenecks in Montgomery County are the intersections of Shady 
Grove Road with 1-270, Gaither Road, and MD 355. The section of Shady Grove 
Road between 1-270 and MD 355, including the intersection with Gaither Road, is 
particularly congested. 

Anticipated commercial developments in the area will greatly increase traffic 
demands. In the four years between 1976 and 1980, total traffic approaching the 
intersection of MD 355 and Shady Grove Road has grown by 37 percent. During the 
same period traffic volume on Shady Grove Road east of MD 355 has more than 
doubled. By 1986, traffic along Shady Grove Road between 1-270 and the Metro 
Access Road is forecast to increase by another one-third without 1-370. By 2006, if 
projected land use development occurs without 1-370, traffic demand along this 
section would double compared to 1980 levels. 
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As indicated in Section III, the forecast traffic demand levels could result in a 
complete breakdown of Shady Grove Road between Research Boulevard and Maryland 
355. The costs of delay at intersections along this section of Shady Grove Road 
were estimated as part of this study to be approximately $10 million annually if 
these conditions are allowed to occur (see Section III). No doubt, as traffic 
conditions worsen (even with planned upgrading of Shady Grove Road), private market 
forces would most likely respond by curtailing the level of development. Thus, actual 
increases in traffic volumes would be affected accordingly. These anticipated results 
highlight the need for improved traffic facilities in the area, not only to serve Metro 
traffic, but also to facilitate the economic development anticipated within the area. 

The Fields Road/Muddy Branch area is expected to generate a substantial number of 
additional trips to and from the Metro station, and Fields Road itself will be 
upgraded to a four-lane, urban arterial roadway by the County within the expected 
construction timetable for 1-370. Traffic projections indicate that the design year 
(2006) average daily traffic for 1-370 with the western connection to Fields Road 
would be 70,000 while 1-370 without this connection would only be 50,000. Without 
the connection to Fields Road, future Interstate and Metro-bound traffic originating 
west of 1-270 would be forced to use surrounding routes, e.g., Fields Road to Shady 
Grove Road via Omega Drive or Fields Road to the I-270/MD 124 interchange via 
Muddy Branch Road, MD 28, and MD 124. These other routes are not proposed to 
accommodate this additional traffic and neither are the other interchanges with 1-270 
(at MD 28, MD 124, and Shady Grove Road). These three interchanges with 1-270 are 
currently breaking down with today's traffic levels. The connection to Fields Road 
would provide direct access to the Metro Station and divert this additional traffic 
from the local street network. In the case of the I-270/Shady Grove Road 
interchange in particular, the 1-370 connection to Fields Road would significantly 
reduce projected traffic using this interchange at the time of opening through the 
design year 2006 to a volume less than existing volumes. Furthermore, the existing 
ramp connections to Fields Road at this interchange could be eliminated, reducing 
congestion below that experienced with existing traffic volumes. 

2.    COMMUNITY AND ECONOMIC DEVELOPMENT 

'During the past two decades, metropolitan Washington and Montgomery County in 
particular have experienced rapid economic growth. The location, pace, and extent of 
development that has taken place in Montgomery County have been guided by locally 
adopted land use plans and by strong legislative ordinances and policies such as the 
provision of adequate public facilities. Today, the County represents a strong market 
for commercial and industrial investment opportunities, as well as housing and new 
residential construction. 

Based on projections prepared by the Metropolitan Washington Council of Governments 
and the Montgomery County staff of the Maryland-National Capital Park and Planning 
Commission, this economic expansion in Montgomery County is expected to continue 
over the next two decades, though at a somewhat diminished rate. According to 
these long-range projections, employment in Montgomery County will exceed one-half 
million (524,000) by the year 2006. If realized, this would represent virtually a 
doubling of total 1978 employment of 270,500. Much of this growth is expected to 
occur in a significant northward thrust along the 1-270 corridor. 

Over the past decade, the 1-270 corridor has emerged as an important center for 
suburban corporate office space and research and development facilities. 
Complementary  business  services, clients and customers, retail facilities, and lodging 
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accommodations are nearby, further enhancing its appeal. 

The 1-370 study area includes the most intensively developed commercial areas in the 
1-270 corridor. In 1980, just over 14,000 persons worked in the area which now 
contains approximately 4.7 million square feet of commercial space. More than half 
of the office, manufacturing, and warehousing space in the 1-270 corridor is located 
in the study area.    This also includes about 15 percent of all retail space. 

The rate of development within the study area has increased over the past two years. 
Almost 1.2 million square feet of space were completed during the 18-month period 
ending 3une 1981.    Three-quarters of this development has been office space. 

Projects currently underway — those under construction by early 1982 — include over 
one million square feet of space, about three-fourths of which will be office-related 
and the remainder, multi-functional research and development and retail-oriented. No 
new manufacturing or major freestanding warehouse facilities are currently under 
construction within the study area. A minimum of 6.2 million square feet of 
additional space has been identified in projects under consideration for development 
after 1983.    More than half of this space is proposed for office use. 

Additional development within the study area will undoubtedly occur. A variety of 
sites have high development potential. Foremost among these is the 218-acre 
Washingtonian Country Club tract fronting 1-270. Further expansion of the 288-acre 
Montgomery County Medical Center is also anticipated. 

Employment is expected to at least triple by the year 2006, reflecting the highly 
appealing locational, attributes and the concurrent pace of development activity. By 
that time, actual employment levels could very well exceed "official projections." 
Upwards of 50,000 persons conceivably could be employed at study area locations. 

The central portion of the study area, between 1-270 and the B&O Railroad tracks, 
currently accounts for about 70 percent of total employment. Employment is 
projected to increase by approximately 13,000 in that segment. The zones adjacent 
to Shady Grove Road will account for much of this anticipated growth. In contrast, 
growth in employment in the northeast segment of the study area, farthest away 
from highway access, is expected to be relatively modest. 

The segment of the study area lying to the southwest of 1-270 is today relatively 
undeveloped. However, it represents the largest single concentration of vacant land 
available for private development within the study area. Under official projections, 
employment is forecast to nearly quadruple (to just over 13,000) over current levels. 
These projections, however, assume only partial development of the area, in part due 
to accessibility constraints. The potential for even greater intensity of development 
exists, specifically on the Washingtonian Tract, and upwards of 13,500 additional new 
jobs could be generated. 

As stated above, both long-range and specific projects under development within the 
study area would exceed the growth anticipated in official projections. The projected 
addition of nearly 25,000 jobs in the study area alone would account for 
approximately ten percent of total employment growth in Montgomery County over 
the 26-year forecast period. 

As a result of this projected development, if the 1-370 project is not undertaken, 
projected traffic volumes on Shady Grove Road would far exceed capacity. Already, 
traffic congestion in the area is a major concern to developers and employers alike. 
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If no further improvements beyond the widening of Shady Grove Road to six lanes are 
made, it is doubtful that the private sector will undertake all the projects now being 
considered or those required to fulfill or exceed anticipated employment levels by the 
year 2006. 

3.    DEFICIENCIES IN EXISTING FACILITIES 

Traffic conditions and deficiencies in the study area have been researched in recent 
years and reported in the following documents: 

(1) Metro Station Access Study, Access Recommendations; Nicholson Lane, 
Twinbrook, Rockville, and Shady Grove Metro Stations. Prepared for MDOT 
by JHK & Associates, March 1977. 

(2) Sector Plan for the Shady Grove Transit Station Area. Publication No. 
3802772506, M-NCPPC and Montgomery County Planning Board, April 1977. 

(3) Intersection Peak Hour Level of Service Inventory (as of June 1980), 
Transportation Planning Division/MCPD and M-NCPPC, January 28, 1981. 

All three sources indicate that intersections along Shady Grove Road are the most 
critical traffic deficiencies in the vicinity of the Shady Grove Metro Station. 

Based on the level of service (LOS) inventory cited above, the following intersections 
are currently operating at less than desirable levels during peak hours: 

(1) Shady Grove Road and 1-270 (LOS D) 
(2) Shady Grove Road and Choke Cherry Road (LOS D) 
(3) Shady Grove Road and Gaither Road (LOS D) 
(4) Shady Grove Road and MD 355 (LOS F) 

Level of service (LOS) is a term that describes traffic operating conditions and varies 
primarily with traffic volume and number of lanes. It is a measure of such factors 
as speed, traffic interruptions or restrictions, and freedom to maneuver. Six levels of 
service, designated A through F, from best to worst, have been established to identify 
traffic operation (Highway Capacity Manual, 1965). Level of service A represents a 
condition of relatively free flow (low volumes and higher speeds). Levels B and C 
describe conditions involving stable flow but increasing restrictions on operating 
speeds and maneuvering. Level of service D approaches unstable flow (tolerable 
delays in case of urban streets), while level of service E represents unstable flow 
with sometimes intolerable delays. At level of service E, volumes are at or near the 
capacity of the highway. Level of service F represents conditions below capacity, in 
which there are operational breakdowns with forced flow. 

At present rates of traffic growth, all of the above intersections will soon be 
operating at LOS F unless improvements are made. The scheduled widening of Shady 
Grove Road between 1-270 and MD 355, from four lanes to six lanes, will provide 
only temporary relief. Similarly, the effect of proposed improvements to the 
interchange between 1-270 and Shady Grove Road will be temporary. 

Other traffic improvements scheduled for the area, such as the widening of 1-270, the 
extension of Gaither Road to Fields Road, and the upgrading of Fields Road between 
Gaither and Redland Roads, also will improve station access and general traffic 
conditions.    However, unless a major increase in traffic capacity is provided for east- 
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west movement, traffic congestion along Shady Grove Road will inevitably worsen, 
Metro station access will deteriorate, and economic development potential may be 
jeopardized. 

ft.    BENEFITS TO STATE, REGION, AND COMMUNITY 

Benefits from project implementation can be perceived for a broad area. There are 
direct benefits to the local communities and the entire 1-270 corridor. These benefits 
are also extended to the Federal agencies located within the 1-270 corridor. 

The primary goal and benefit to be derived from constructing 1-370 is to increase 
access to the Shady Grove Metrorail Station, which is scheduled to open in 198ft. 
This is the northernmost station for the Shady Grove Route and will provide service 
to the study area and the region northward. Currently, access to the station site is 
along Shady Grove Road, which experiences periods of heavy congestion. Without 
improved access, utilization of the Metro station would not reach its full potential, 
and the substantial public investment in the Metrorail system would not be 
maximized. 

The 1-270 corridor is one of the predominant growth locations in Maryland. Over the 
past decade the area has emerged as an important center for Federal agencies, along 
with private research and development facilities and suburban office space. Planning 
agencies have targeted the area as the prime activity corridor in Montgomery County. 
Under their "Wedges and Corridors" plan, growth is to be centralized in this area in 
order to preserve the natural character of other parts of the County. All of the 
build alternates are in general conformance with this plan and help promote the 
concept of contained development, but only the alternates on new location allow full 
implementation of the current general plan. The No-Build Alternate would require 
constraint of development to levels only slightly above existing conditions which would 
also adversely affect the implementation of the Staff Draft Gaithersburg Vicinity 
Master Plan. 

Furthermore, the Selected Alternate is considered essential to the implementation 
of area land use plans as well as a cornerstone to other improvements in the area's 
roadway system. Based on Montgomery County's current six-year Capital 
Improvements Plan, the county has programmed approximately $ft0 million for 
extensive improvements to the local road system in the area in order to alleviate 
current traffic congestion and support anticipated development. This commitment to 
local road improvements includes construction of the Great Seneca Highway, Omega 
Drive, and Key West Avenue, the extension of Gaither Road, and substantial 
reconstruction of Fields Road, Shady Grove Road, and Muddy Branch Road (see Figure 
1-3). All of these projects are interrelated elements of the regional transportation 
system which includes 1-370 and the Shady Grove Metro Station. Thus, the proposed 
action is necessary if the County is to receive the full traffic service and 
development benefits from its ^substantial capital investment in local road 
improvements. 

Local communities gain directly from improved transportation access within the study 
area. Easing traffic congestion will improve the quality of life in the study area 
while reducing the number of accidents and increasing access for emergency vehicles. 
Improved Metro station access has the potential to increase employment opportunities 
for the area's labor force by providing a direct link to major regional employment 
centers. Planned development expected to occur as a result of transportation 
improvements will add significantly to the tax base of area municipalities as well as 
provide social benefits from added employment. 
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C. HISTORICAL BACKGROUND/PLANNING 

1.    PREVIOUS PLANNING STUDIES 

Consistent with goals, guidelines, and concepts as originally outlined and adopted in 
the 1964 Maryland-National Capital Park and Planning Commission's On Wedges and 
Corridors, A General Plan for the Maryland-Washington Regional District, the 
largest and most complex of four urban development corridors identified for the 
region lies alongside Interstate Route 270 (1-270) in northern Montgomery County. As 
noted in the 1971 Gaithersburg Vicinity Master Plan, the City of Rockville is the 
first established Corridor City in this large development area. Gaithersburg and 
Germantown are planned for subsequent development along this corridor. 

1-270 has long served as the spine of the corridor circulation pattern. It has tied 
together and supported various land uses and has encouraged interaction among them. 
Today, I-270's capacity has been outstripped by traffic growth, and frequently the 
highway cannot handle peak travel demand in the vicinity of Gaithersburg and 
Rockville. 

In 1968, when the Washington Metropolitan Area Transit Authority first approved the 
Metro Adopted Regional System, it placed the terminal station for its "A" route in 
downtown Rockville, Maryland. Later, the constrained nature of the Rockville site 
was shown to limit the number of available surface parking spaces and the 
surrounding street network was determined inadequate to handle the traffic forecast 
for the Metro facility. Montgomery County subsequently identified a terminal at 
Shady Grove Road as the preferred extension in lieu of the Rockville site. This new 
station benefited from lower construction cost, less community impact, right-of-way 
availability, and more convenient station access. 

In 1971, the proposed extension of rail rapid transit was seen as the key to the 
planning and development of the Gaithersburg corridor city, and a transit station was 
recommended near Shady Grove Road, convenient for park-and-ride patrons. Efforts 
were undertaken to develop implementable alternates toward this end. 

The principal access-related advantage of a Metro station at the Shady Grove site 
was its proximity to Shady Grove Road, which serves as a major east-west 
transportation link in the area. However, a Metro Access Study later indicated that 
Shady Grove Road could not adequately serve the Montgomery County Service Park 
and the Metro station (see location of Service Park in Figure 1-4). Furthermore, 
planned development for vacant land adjacent to the site might serve to place even 
more traffic demands on Shady Grove Road. 

The Montgomery County Council in 1973 resolved that a direct Interstate connection 
between the Shady Grove Metro Station and the corridor expressway system (1-270) be 
requested to solve the forecast Metro station access problem. Subsequently, the 
Maryland Department of Transportation requested the U. S. Department of 
Transportation to fund the extension of Metro from Rockville to Shady Grove and, as 
the vital link, 1-370, connecting 1-270 to the Shady Grove Metro Station Access Road. 
This request was granted in late 1975. 

The Maryland-National Capital Park and Planning Commission, in cooperation with the 
City of Gaithersburg, developed the Shady Grove Sector Plan in 1977, which noted 
that  the  1-370 connector  was critical to the Metro extension and to the subsequent 
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growth in development forecast for the Montgomery County area. Additional funding 
provided through the transfer of funds from the Highway Trust Fund was felt 
essential if the Metro extension was to be completed. 

In 1978, the Maryland Department of Transportation, Division of Systems Planning and 
Development ranked the roadway link connecting 1-270 to the Shady Grove Metro 
Access Road to be of "highest priority". The connector between 1-270 and the Shady 
Grove Road Metro Station was identified as a logical and essential addition to the 
Interstate System with utility independent of other regional transportation systems 
studies underway or planned for the future. 

Such an improvement would provide direct access from the regional transportation 
system to a terminal station of the regional rapid rail transit system (Metro) and 
accommodate the planned development of the Montgomery County Service Park. The 
1-370 project would serve the vital function of providing direct and convenient access 
to the Metro Station and the Montgomery County employment center from a broad 
market area. 

2.    THE SHADY GROVE SECTOR PLAN 

The Sector Plan for the Shady Grove Transit Station Area, adopted in April 
1977, was the first area plan to identify specifically the need for an interstate access 
road that would link 1-270 to the Shady Grove Metro Station. Developed as a policy 
guide for anticipated development within the Shady Grove transit station area, the 
plan provides recommendations for achieving high-speed access to the transit station, 
including the construction of a limited-access connector (1-370). Successful 
implementation of the Shady Grove Sector Plan is predicated on the construction of 
1-370 and the project is listed among transportation improvements of "highest priority" 
in the Plan's Capital Improvements Program recommendations. 

As envisioned in the Shady Grove Sector Plan, 1-370 would provide direct access to 
the Metro Station without interfering with local traffic circulation patterns. With 
approximately 22,000 people forecast to use the Shady Grove Station in each 24-hour 
period, this proposed addition to the transportation system allows a significant amount 
of traffic to bypass the Maryland 355/Shady Grove Road intersection, thus alleviating 
a chronic traffic problem. It encourages additional vehicle diversion to the station, 
along with a rapid turn-around for feeder buses from and to 1-270. In summary, the 
Plan states that 1-370 provides the most feasible and desirable means of 
accommodating project travel demands while realizing the full advantage and potential 
of the Metrorail system. 

The adoption of the Shady Grove Sector Plan, which amended a portion of the 
foregoing Master Plan for the Gaithersburg Vicinity Planning Area (M-NCPPC, 
1971) and the Master Plan for the Rock Creek Planning Area (M-NCPPC, 1967), 
signaled that the County placed a high priority on development in the Shady Grove 
area. Substantial regional public facilities located at Shady Grove (see Figure 1-4) 
significantly committed the area to develop as a major public service activity center, 
serving the transportation, industrial, and warehousing needs of the County. 

The 1971 Gaithersburg Vicinity Master Plan is currently being updated by the 
Montgomery County Planning Board. The Staff Draft of the Plan, published in 
November 1981, makes no land use or zoning recommendations for the area included 
in the Shady Grove Sector Plan. It does, however, reinforce the basic concept of the 
Shady Grove Sector Plan by basing the development of the Staff Draft Plan on 
assumptions  that:   (1)  the Shady Grove area develop into a major employment and 
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35 
housing center; and (2) 1-370 be built to provide improved access to the Shady Grove 
Metrorail Station. 

3.    CURRENT PR03ECT PLANNING STUDIES 

Study efforts for 1-370 were initiated with meetings of the Project Study/Management 
Team, the Interagency Task Force, and the Traffic Task Force in March through June 
1979 (see Section 6.A for members of these groups and their responsibilities). Six 
Project Initiation Workshops were held in October and November 1979 in an attempt 
to raise thoughtful citizen interaction, and considerable support for 1-370 was 
evidenced. 

An Alternates Public Meeting was held in March 1980, as part of the public 
involvement process.   The Project Planning Study was refined at this time to: 

1) Develop and evaluate roadway alternates to provide safe and efficient access 
to the Shady Grove Metro Station; and 

2) Provide  additional  roadway  capacity  for  an  area  in  which  significant 
additional development is planned (per the Shady Grove Sector Plan). 

Subsequent to the distribution of the Draft Environmental Impact Statement (DEIS), a 
Location/Design Public Hearing for 1-370 was held. All comments received on the 
DEIS plus oral and written statements received as a result of the Hearing were 
considered prior to selection of Alternate 3E Modified by the Maryland State 
Highway Administration. 

This Final Environmental Impact Statement (FEIS) addresses the environmental effects 
of the Selected Alternate and substantive comments received on the DEIS. 

Once the Federal Highway Administration grants location and design approval, the I- 
370 project will proceed to detailed design. Funds for detailed design have already 
been committed by Maryland SHA. It is anticipated that the project will be 
completed by the mid-mO's, dependent upon the availability of funding and assuming 
no unusual delays are encountered. 

4.    RELATIONSHIP TO PROPOSED INTERCOUNTY CONNECTOR 

While the alignment for the selected action may be utilized by one of the four 
alternates under consideration as part of the proposed Intercounty Connector (ICC), 
the ICC is still the subject of an ongoing major Project Planning Study which includes 
a no-action alternate (see Appendix D). The corridor for 1-370 is part of the ICC 
Master Plan corridor. However, the selected alignment for 1-370 has been slightly 
shifted from the ICC master plan corridor to reduce environmental impacts. 1-370 
was selected as a separate project because of its demonstrated utility in providing 
improved access to the Shady Grove Metro Station and surrounding area entirely 
independent of its possible future incorporation as part of the proposed ICC. 
Furthermore, any ICC alternate which utilizes 1-370 will be judged on its own merit 
without prejudice based on the implementation of this proposed action. It should be 
noted that the major purpose of the ICC study is to analyze fully existing and 
projected east-west transportation problems in Montgomery and Prince George's 
Counties and to consider alternatives for making improvements to solve problems. At 
the present time existing funding constraints limit the magnitude of any east-west 
transportation  improvements  in  the  next  ten  years.     The  future  possibility  of 
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constructing all or portions of any ICC alternate would most likely depend on the 
ability of the Counties to continue to reserve land for future highway construction 
and the availability of funds for construction of the project. None of these 
circumstances related to the ICC should influence the implementation of the 1-370 
proposed action. 
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II.    ALTERNATES INCLUDING THE SELECTED ACTION 
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A.    PRELIMINARY ALTERNATES 

1. GENERAL 

The selected action involves construction of an Interstate highway facility to provide 
a direct connection from 1-270 to the northern terminal station of Metrorail. 
Concentrated development is planned for the study area, and the selected action will 
also accommodate traffic from this expected development. A preliminary set of 
alternates was developed in an attempt to meet these two goals. An iterative 
process of reviews and public interaction as described in the Maryland Action Plan 
was used to reduce the number of alternates to the set presented at the Alternates 
Public Meeting. Subsequently the alternates were further refined into the set studied 
in detail and presented in the Draft Environmental Impact Statement and this Final 
Environmental Impact Statement. 

2. PRELIMINARY ALTERNATE SET 

A number of preliminary alternates with a resultant wide range of possible impacts 
and benefits were developed. These may be placed into three categories: 1) 
operational modifications; 2) upgrading existing roads; and 3) construction along new 
alignments. 0 

a. Operational Modifications 

o No-Build. This alternate included the existing and proposed transportation 
facilities expected to be completed by 2006. As well as being a possible 
selected alternate, this alternate is used as a comparative base for all other 
alternates. Many of the proposed facilities included in the no-build network 
are undergoing independent study, and their assumed configuration is based on 
the currently favored design/location alternate. This alternate was updated 
and included for detailed study. 

o Transportation System Management (TSM). This alternate considered such 
improvements to the Shady Grove Road corridor as relatively minor pavement 
modifications, coordinated traffic signals, preferential treatments for high 
occupancy vehicles (HOV), increased public transit, and promotion of ride 
sharing. It was soon discovered that traffic growth in the study area was 
forecast to increase beyond a level which could reasonably be accommodated 
by TSM measures alone. However, TSM improvements are incorporated as a 
portion of those alternates selected for detailed study. In addition, TSM 
measures have been identified at the I-270/Shady Grove Road interchange by a 
separate study and will likely be implemented prior to the 1-370 study's 
Selected Alternate. 

b. Upgrading Existing Roads 

This category of alternates incorporated physical roadway improvements in addition to 
those already included in the No-Build network and could be considered major TSM 
improvements. 

o Shady Grove Road. Improvements studied included parallel service roads, 
additional lanes, grade-separated intersections, and widened approaches to 
intersections. 
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o Rockville Pike (MD 355). Various interchange configurations at the 
intersection of MD 355 and Shady Grove Road were studied. 

o Other Roadways. Alternates were considered which made improvements to 
the secondary roads in the study area as well as those major facilities already 
mentioned. Access to 1-270 from the proposed Gude Drive extension and also 
from an extended Gaither Road were investigated as a means of relieving 
congestion on Shady Grove Road. A route to the Metro Station via an 
improved Fields/Redland Road was included with these preliminary alternates. 

Alternates which involve improvements to Shady Grove Road, MD 355, and 1-270 have 
been retained for further study. The proposed connections of Gude Drive and Gaither 
Road to 1-270 were dropped since those additional access points did not conform to 
Federal Interstate criteria and also created severe problems with trafiic weaving 
movements along 1-270. The use of Fields/Redland Road as a main route for traffic 
to the Metro Station was eliminated because of a conflict with the parking and 
circulation patterns for the proposed Metro Station. A plan for an interchange at 
Shady Grove Road and Gaither Road was studied but was discarded since during 
construction it would have required either closing Shady Grove Road or removing 
adjacent buildings for a detour; neither solution was considered acceptable. 

c.     Construct New Alignments 

o Shady Grove Road Viaduct. An alignment constructed above Shady Grove 
Road on bridges was considered. Under such an alternate, Shady Grove Road 
in its present form would have remained in operation for local traffic. 
Through traffic would have been diverted to the overhead lanes. This 
overhead alignment was eventually eliminated for several reasons. 
Construction costs were high due to the extensive use of bridges and to the 
added design complexity at interchanges. Adverse noise and visual impacts 
would have been greater than for any of the at-grade alignments under 
consideration. Steep grades would have been required in order to provide 
access to the elevated alignment. During construction this alternate would 
have required extensive detouring of traffic, and local access would have been 
severely impaired. 

o Southern Alignment. Another alignment for 1-370 was investigated which 
followed a more southerly route. This alternate began at the I-270/Shady 
Grove Road Interchange. It crossed existing farm land south of Shady Grove 
Road in a direct path eastward to the Metro station. The Southern alignment 
was dropped from further study since its limited-access alignment conflicted 
with area master plans. In addition, this alignment was inconsistent with 
planned circulation patterns for the Metro Station; it connected to the smaller 
western parking area rather than the planned connection to the larger eastern 
parking area. Connecting three major roadways near 1-270 and Shady Grove 
Road would have required restrictions on some traffic movements and would 
have required a complex ramp configuration to be constructed within an area 
restricted by existing development. 

o Intercounty Connector Alignment (Master Plan Alignment). Most of the new 
alignments developed for preliminary investigation fell within the corridor for 
the Intercounty Connector, which is presently undergoing separate study (see 
Appendix D). This alignment has been historically established and displayed in 
area master plans and street maps. Some of the right-of-way is already 
reserved or purchased and forms a band from  1-270  north  of  Shady  Grove 
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Road to the Metro station.    Alternates were developed with varied end points, 
typical sections, and interchange configurations. 

The original alternate set maintained an Interstate facility along the Master Plan 
Alignment which did not provide access to MD 355. Preliminary traffic evaluation 
revealed that forecast congestion along existing roads was not relieved and 1-370 was 
underutilized. While this provided excellent service to Metro-bound traffic, it 
resulted in an unfavorable balance of costs and user benefits. The alternates retained 
for detailed study strive to improve congestion on the local road network as well as 
to service Metro-bound traffic. 

Another of the alternates along the Master Plan Alignment involved connecting to 
Shady Grove Road near the B&O Railroad east of MD 355. This alternate was 
eliminated since it was not compatible with an eastward extension under the 
Intercounty Connector project. 

3.    ALTERNATES PRESENTED AT ALTERNATES PUBLIC MEETING 

o Alternate 1 - No-Build. The No-Build Alternate was the same as previously 
described but was updated to reflect changes to the facilities programmed by 
others. At this stage, the no-build network did not include widening of Shady 
Grove Road to six lanes; this improvement is included in the no-build network 
as later defined for detailed study. 

o Alternate 2 - Major Improvements to Existing Roads. This alternate proposed 
major improvements to Shady Grove Road, including a reconstructed 
interchange with 1-270, widening between 1-270 and MD 355, and major 
improvements to its intersection with MD 355. At MD 355 two options were 
presented: a reconstructed, at-grade intersection (Alternate 2); or a grade 
separation of the two roads (Alternate 2A). 

The interchange of 1-270 and Shady Grove Road was to be reconstructed as a 
three-level interchange and would have provided direct through movements on 
Shady Grove Road. This was accomplished almost completely within the 
existing available right-of-way. Shady Grove Road was to be developed to six 
lanes via construction of new lanes in the median. 

The proposed at-grade reconstruction of the intersection at MD 355 (Alternate 
2) consisted of separating the east and westbound lanes of Shady Grove Road 
by about 300 feet. The grade separation (Alternate 2A) consisted of a 
standard diamond-type interchange with all turning movements provided. 
Shady Grove Road was raised (elevated) over MD 355. 

East of MD 355, access to the transit station would be via present Shady 
Grove Road and the Metro Station Access Road. 

o Alternate 3 - Interstate Facility. This alternate consisted of approximately 3 
miles of an Interstate-type, four-lane facility from 1-270 to the Shady Grove 
Metro Access Road. It would be located in the right-of-way previously 
reserved by Montgomery County as part of its master planning efforts. 
Studies for this alternate included consideration of priority lanes for buses and 
other high occupancy vehicles. 

Three interchanges were provided: at 1-270, at MD 355, and at Shady Grove 
Road near  the  Metro Station  Access  Road.     Two  options  were  indicated  for 
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the MD 355 interchange: construction either over or under MD 355. 

The three basic alternates presented at the Alternates Public Meeting have been 
retained for detailed study but with modifications described in the next section. 
Most of the proposed interchanges have been altered to reflect changes in traffic 
forecasts.    General alignments and types of facilities remain basically the same. 

4.    MODIFICATIONS  EVALUATED  SINCE  THE  DRAFT  ENVIRONMENTAL   IMPACT 
STATEMENT 

o Citizen's "Alternate 4" - This modification was presented by the Town of 
Washington Grove at the Public Hearing on March 30, 1982. The basic idea 
of this scheme was to keep Shady Grove Road as the major connection to the 
Metro Station Access Road. The 1-370 connection or interchange with Shady 
Grove Road would fall between MD 355 and the B&O Railroad. Only one 
circular ramp loop would be constructed for eastbound 1-370 off-movement to 
northbound MD 355.    This would be a modification of the full-build alternates. 

o Alternate 3E Modified - As a result of the concerns and suggestions at the 
Public Hearing, several modifications and refinements were deemed worthy of 
detailed analysis. Basically, the modifications investigated included: 1) shifting 
the I-370/I-270 interchange southward to eliminate the 4(f) involvement in the 
parkland; 2) determining if 1-370 should pass over or under MD 355; 3) adding 
a ramp (Ramp N) between westbound 1-370 and northbound MD 355; 4) 
realigning the curve at the eastern end in order to eliminate the channel 
relocation in the main water course of Mill Creek and move further away 
from the Redland Station community; 5) changing Ramp 3 at MD 355 to 
underpass 1-370. These modifications are not considered a substantial change 
from those presented in the DEIS. 
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B.    ALTERNATES DEVELOPED FOR DETAILED STUDY 

1.    DESCRIPTION OF ALTERNATES 

Six alternates were developed for detailed study from the preliminary concepts 
presented at the Alternates Public Meeting. They retain the numerical designations 
based on those concepts. Each alternate provides services from the 1-270 corridor to 
the Metrorail Station.    The alternates for detailed study are as follows: 

1) Alternate 1 

2) Alternate 2C 

3) Alternate 2D 

4) Alternate 3C 

5) Alternate 3D 

6) Alternate 3E 

- No-Build 

- Widen Shady Grove Road with partial cloverleaf at 1-270 
and a grade separation at MD 355. 

- Identical to Alternate 2C except with a directional ramp 
at 1-270 for southbound traffic. 

- 1-370 on new alignment from Fields Road to the Metrorail 
Station with a cloverleaf type interchange at 1-270 and a 
four to six-lane mainline configuration. 

- 1-370 on new alignment from Fields Road to the Metrorail 
Station with an interchange having directional ramps at I- 
270 and a four to six-lane basic mainline configuration. 

- 1-370 as in Alternate 3D except a shifted alignment at 
Rosemont Park. 

Two modifications to the full-build alternates were studied after public meetings and 
consideration of comments: 

o      Citizen's 
"Alternate 4" 

o     Alternate 3E 
Modified 

1-370 connected to Shady Grove Road west of the B«5cO 
Railroad. 

(Selected Alternate) 1-370/1-270 interchange shifted 
south, 1-370 over MD 355, a ramp added, and eastern 
curve flattened. 

a.    Alternate 1 - No Build 

This alternate includes all existing and proposed transportation facilities which could 
reasonably be expected to be constructed prior to the design year. It does not 
include projects which would be implemented as a direct result of this study. Two 
versions of the no-build network were identified, one for each of the analysis years 
of 1986 (estimated year of completion) and 2006 (design year). Proposed projects 
included in the no-build networks are listed in Table II-1 and shown in Figure II-1. 
Major features of the proposed no-build network are highlighted below. 

o    1-270 widened to eight lanes 

o   Shady Grove Road widened to six lanes 
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TABLE II-l 
ALTERNATE  1 - NO BUILD 

PROPOSED PROJECTS IN BASE NETWORK 

to 
to 

PROJECT 

Metro Shady Grove Route 
Metro Access Road 
1-270 
I-270/Shady Grove Road 
Interchange Improvements 

I-270/Diamond Avenue 
(MD 117) Interchange 

Frederick Avenue (MD 355) 
Frederick Avenue (MD 355) 
Suburban Blvd. (MD  115 Reloc) 
Key West Avenue (MD 28 Reloc) 
Key West Avenue (MD 28 Reloc) 
Key West Avenue/MD 28 
Great Seneca Highway 
Shady Grove Road 
Gude Drive 
Gude Drive 
Gude Drive 
Research Boulevard Extended 
Redland-Fields Road 
Fields Road West 
Redland Road 
Piccard Drive 
Crabb's Branch Way 
Gaither Road Extended 
Muddy Branch Road 
Omega Drive 
Diamond Back Drive 
Clopper Road/Diamond Avenue 

FROM TO 
Total Through Lanes 

Existing      1986    2006 

Dupont Circle Shady Grove Station _ X X 

Shady Grove Road Shady Grove Station - t* 4 
Spur Germantown Road (MD 118) 6 6 

X 

8 

X 

Shady Grove Road Summit Avenue 2/4 
X 

6 
X 

6 
Summit Avenue Chestnut Street 2 2 6 
Montgomery Village Avenue Shady Grove Road - 2 4 
Existing MD 28 Shady Groave Road - - 4 
Shady Grove Road Great Seneca Highway - 2 4 
Great Seneca Highway Quince Orchard Road 0/2 0/2 H 
MD 28 Middlebrook Road (MD 118) - 2 k 
Key West Briardale Road 4 6 6 
Hungerford Drive (MD 355) Norbeck Road (MD 28) 2 4 4 
Hungerford Drive (MD 355) Piccard Drive - 2 4 
Piccard Drive Research Boulevard - 4 

4 
4 

4 
4 
4 Piccard Drive Crabb's Branch Way 2 

Shady Grove Road Muddy Branch Road 2 2 4 
Needwood Road Eastern Arterial (MD  115) 2 2 3 
Fields Road East Gude Drive 2 4 4 
Derwood Road Gude Drive - 4 4 
_ Redland-Fields Road - 4 4 
MD 28 West Diamond Avenue 2 2 4 
Fields Road West MD 28 Relocated _ 4 4 
Shady Grove Road MD 28 Relocated _ _ 4 
Quince Orchard Road Frederick Avenue (MD 355) 2 2 4 

(MD  124) 
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V 15 
o New bridge across 1-270 for westbound Shady Grove Road 

o Improvements to the I-270/Shady Grove Road Interchange 

o Gude Drive extended across 1-270 as two lanes 

o Great Seneca Highway constructed as four lanes 

o Metrorail completed to Shady Grove Station 

b. Alternate 2C 

This alternate consists of increasing capacity along Shady Grove Road in order to 
improve access to the Metro Station (Figure II-2). An interchange is added at MD 
355, and the interchange at 1-270 is reconstructed. Other intersections along Shady 
Grove Road are improved by widening the pavement and adding traffic signals. 
Traffic signals would be sequenced to coordinate vehicle flow. 

Pavement widening along Shady Grove Road from 1-270 to Comprint Court involves 
adding to the outer edges and on the median as required to accommodate one 
additional travel lane in each direction (for a total of eight lanes). Median width is 
reduced to a minimum of four feet. The segment from Comprint Court to the grade 
separation at MD 355 requires only six through lanes (three in each direction). 

Some additional right-of-way is required. The width varies, but in most cases does 
not exceed 12 feet. Additional right-of-way is restricted to the south side of Shady 
Grove Road. 

A tight, urban, diamond interchange is proposed for the intersection of Shady Grove 
Road and MD 355. Through traffic on MD 355 is raised above the existing 
intersection. Ramps connected to MD 355 intersect Shady Grove Road at the 
existing pavement grade. All turns at the interchange and through traffic on Shady 
Grove Road are controlled by traffic signals at the existing pavement level. 

The interchange at 1-270 and Shady Grove Road is shown in Figure II-2. Left turns 
from northbound 1-270 to westbound Shady Grove Road and from southbound 1-270 to 
eastbound Shady Grove Road are through signalized intersections. Other movements 
are handled by partial-cloverleaf ramp configurations. The planned and existing 
bridges over 1-270 must be widened to accommodate additional lanes. These bridges 
must also be modified to allow new ramps to be constructed between the piers and 
the abutments below the bridges. 

c. Alternate 2D 

Alternate 2D is identical to Alternate 2C except for the interchange at 1-270 and 
Shady Grove Road. In Alternate 2C the movement from westbound Shady Grove 
Road to southbound 1-270 is accomplished by a circular loop ramp. In Alternate 2D 
(Figure II-3) this same movement is accomplished by a directional ramp. This change 
in ramp geometry allows a more compact interchange and requires less right-of-way 
than Alternate 2C. Also, the future bridge to be constructed for Shady Grove Road 
over 1-270 does not require additional widening as part of Alternate 2D. 
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d. Alternate 3C 

A roadway along new alignment is proposed for this Alternate as shown in Figure II- 
4. The western limit of the alignment begins with an at-grade intersection at Fields 
Road. The roadway follows the alignment planned for the Intercounty Connector with 
one exception; in the Rosemont Park/Comprint Court area Alternate 3C is shifted 
about 250 feet westward to avoid Rosemont Park and an apartment building. The 
eastern end of the alignment connects to the Metro Access Road near Shady Grove 
Road. 

A six-lane typical section to Interstate standards would be used from 1-270 to MD 
355, continuing as four lanes to the Metrorail station. The typical section from the 
1-270 interchange westward to Fields Road would have a curbed section similar to an 
urban arterial street. 1-370 would have a design speed of 65 mph through most of its 
length with transitions to lesser speeds at the eastern and western ends. 

A new interchange at 1-270 would have a modified cloverleaf ramp configuration. A 
partial interchange is proposed at MD 355; no provisions are made for exits from 
westbound 1-370 or for eastbound entrances to 1-370. Near the Metro station, ramps 
are provided for access to Shady Grove Road. Grade separations without connections 
are provided at Oakmont Avenue and Crabb's Branch Way. The intersection of MD 
355 and Shady Grove Road is widened for increased capacity. At Shady Grove Road, 
a ramp is added to allow access to southbound 1-270 from the west. 

The vertical alignment begins at grade with Fields Road, then bridges over the 
stream west of 1-270. The mainline profile continues over 1-270 and under MD 355, 
then rises above Oakmont Avenue, the Baltimore and Ohio Railroad, and proposed 
Crabb's Branch Way.    1-370 passes under Shady Grove Road near the Metro Station. 

Bridges are required whenever 1-370 or its proposed interchange ramps cross other 
roadways. The stream west of 1-270 is bridged, and the ramp in the north-east 
quadrant of the 1-270 interchange bridges Muddy Branch near Summit Hall Park. 

Retaining walls, varying from 20 to 30 feet high, are used to protect properties 
adjacent to widened 1-270 north of the 1-370 interchange. Near Summit Hall Park, a 
wall up to 20 feet high is used to keep the fill slope from encroaching upon the 
channel of Muddy Branch. Walls up to 52 feet high are used where 1-370 is adjacent 
to Shady Grove Road near MD 355. The apartment building near Rosemont Park is 
protected by a 20 foot high retaining wall. 

e. Alternate 3D 

The alignment proposed for Alternate 3D is shown in Figure II-5. Alternate 3D 
follows the alignment planned for the Intercounty Connector. It passes through 
Rosemont Park instead of having the more westward alignment of Alternate 3C. This 
tighter horizontal alignment reduces the design speed to 60 mph. 

From Fields Road to the 1-270 interchange a six-lane curbed typical section is 
proposed. A six-lane, interstate facility would be constructed from 1-270 to MD 355. 
Two lanes are dropped at MD 355, and 1-370 continues as a four-lane, Interstate 
facility until connecting with the Metro Access Road. 

Interchanges and grade separations occur with the same roadways as Alternate 3C, 
except the interchange at 1-270 is substantially different. With Alternate 3D, all the 
ramps at 1-270, except one, have a directional configuration. The single exception is 
the ramp carrying traffic from west of 1-270 onto northbound 1-270; this ramp has a 
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recalculated. Costs for "over" and "under" were too close to make a choice on the 
basis of cost alone. It was decided, however, to take 1-370 over MD 355 because it 
simplified Ramp J bridge structure although requiring some additional Ramp N earth 
excavation. In addition, construction of the over option would cause far less traffic 
disruption on MD 355 than the under. 

The flattening of the eastern curve, using a series of compound curves, removed the 
need for rechanneling the main watercourse of Mill Creek and moved the alignment 
further from Redland Station, but will require rechanneling and culvert for an already 
affected small tributary. Two of the three natural springs in the Mill Creek 
floodplain will remain untouched, but the third will require enclosure. This new 
alignment no longer makes the noise barrier in the area cost-effective, and an 
exception to Federal Design Noise Levels will be requested. 

2.    BASIS FOR SELECTION 

a. Criteria 

The factors presented in Table II-2, Costs, and Table II-3, Comparison of Impacts, 
were all considered in selecting an alternate. The most critical, and the basic 
justification for the proposed action at its inception, was the ability of the selected 
alternate to handle projected traffic levels adequately. This first criterion being met, 
levels of impact for the tabulated areas of concern were considered. Some of the 
important areas were parkland involvement, residential and business displacement, and 
stream relocations. At the last level of analysis, costs, construction risk factors, and 
traffic safety during construction were analyzed. 

b. Evaluation of Alternates 

Alternate 1, No-Build, was not selected because of its inability to handle projected 
traffic, causing total breakdown during peak hours. In addition, this congestion would 
have constrained development as planned by county and local governments. The low 
cost and level of other impacts were outweighed by these considerations. 

Alternates 2C and 2D, which upgrade existing roads, cost far less than any of the 
other build alternates, and had fewer environmental and socioeconomic impacts. 
However, they failed to accommodate projected traffic and constrain economic growth 
in the region. As for Alternate 1, these problems weighed against the acceptability 
of either 2C or 2D. 

The remaining alternates, 3C, 3D, 3E, and 3E Modified, have the needed capability 
to handle most or all projected traffic, but differ from each other in other aspects. 
Table II-2 shows that all are more costly than 1, 2C, or 2D, but these costs are 
justified because of traffic service needs, including access to Metro, and conformity 
with local and regional master plans. They would also provide for increased 
development and tax revenues. As shown in Table II-3, each full-scale alternate 
differs from the others. Alternate 3D was rejected due parkland involvement at the 
1-270/1-370 interchange and Rosemont Park stream relocations in the park, and the 
displacement of 108 more people than the other alternates. Alternates 3C and 3E 
(unmodified) avoided Rosemont Park and the apartment building, but required parkland 
at the 1-270 interchange and involved stream relocation at the eastern terminus. 
Additionally, 3C was unable to handle the full projected traffic load. 

Alternate 3E Modified, although the most costly initially, was selected because it 
best satisfies projected traffic demands and planned development.     Furthermore,   it 
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two-lane, loop configuration. The 1-270 interchange includes collector/distributor 
(C/D) roads along both sides of 1-270 as shown in the typical cross sections. These 
C/D ramps service all turning traffic and simplify through movements on 1-270. 

Vertical alignment is similar to that described above for Alternate 3C. 

Alternate 3D requires bridges and retaining walls as described for Alternate 3C 
except at the 1-270 interchange. The directional interchange at 1-270 requires bridges 
to provide vertical separation of the turning movements. Retaining walls are required 
northward along 1-270 to allow the C/D roads to be constructed within existing right- 
of-way. No retaining wall would be required at the apartment building at Rosemont 
Park, since the building would be displaced by right-of-way for Alternate 3D. 

f. Citizen's "Alternate 4" 

The suggested connection/interchange of 1-370 and Shady Grove Road from the 
Washington Grove representatives was detailed into a geometric plan and a traffic 
assignment was forecasted on this network. The system exceeded LOS F (failure) on 
Shady Grove Road between the B&O Railroad and the Metro Access Road. A cost 
estimate indicated that the bridge structures involved in Alternate * were very 
expensive. This Alternate was not considered reasonable under the following criteria. 
It would not satisfy projected traffic demands, but would instead increase existing 
problems, and would not provide the desired level of safe and convenient access to 
the Shady Grove Metro Station. The design would not conform to minimum interstate 
highway standards; conformity would require revisions which would increase impacts 
on homes, apartments, a community center, and parks. The proposed modification 
would eliminate two apartment buildings and require relocation of the residents. For 
these reasons, "Alternate 4" was not a reasonable alternative. 

g. Alternate 3E Modified (Selected Alternate) 

The refinement and detailed analysis of Alternate 3E as presented at the March 30, 
1982 Public Hearing underwent several modifications for further analysis. These 
modifications were: 1) shift the I-370/I-270 interchange southward to eliminate the 
impacts on Muddy Branch and Summit Hall parks; 2) determine that 1-370 should 
bridge MD 355; 3) add Ramp N between westbound 1-370 and northbound MD 355; 4) 
realign the eastern curve to eliminate rechanneling Mill Creek; 5) change Ramp 3 to 
underpass 1-370 at MD 355. The original modification to Alternate 3, to develop 
Alternate 3E, was to realign the route westward in the Rosemont Park/Comprint 
Court area. This shifted alignment avoids Rosemont Park and a nearby apartment 
building, but affects commercial development on the eastern side of Comprint Court. 
A curbed four-lane divided highway with continuous acceleration/deceleration lanes in 
each direction is used west of 1-270, and an Interstate typical section with four lanes 
with acceleration/deceleration lanes is used from 1-270 to the Metro Access Road. 
Directional ramps are used at the I-270/I-370 interchange, with an interlaced 
collector-distributor road system along 1-270 between Shady Grove Road and the 
proposed interchange. The interlacing of the C-D roads along 1-270 enables 
elimination of critical weave sections in both directions between the Shady Grove 
Road and 1-370 interchanges. The southward shift of the I-270/I-370 interchange 
allows the elimination of parkland encroachment. These changes are all shown in 
Figure II-6, with typical sections in Figures II-7 (1-370) and II-8 (Extension to Fields 
Road). 

Detailed engineering analysis was made of the choice between 1-370 crossing over or 
under MD 355. This analysis included refinement of the length, height, and structural 
detail   of   retaining   walls   and  bridge  structures,   and  project  earthwork  was 
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Figure 11-5 
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TABLE H-2 

Preliminary Capital Cost Summary 
(In Thousands of Dollars) 

Alternate Construction1 RiRh1 :-of-Way2 Other3 
Total 

1 0 0 0 3 

2C 18,776 *, 928 1,151 24 ,855 

2D 19,642 3, 489 1,364 24 ,495 

3C 74,997 26, 325 4,168 105 ,490 

3D 98,566 26, 350 5,298 130 214 

3E 100,588 28, 435 5,412 134, 435 

3E Mod.* 96,928 31, 244 6,143 134, 315 

1. Based  on   1981-82  costs;  includes  cost   for   construction   engineering, 
administration, and overhead.    All cost estimates updated in June 1982. 

2. Includes relocation costs, administration, and overhead. 

3. Includes  costs  for  project  planning  and preliminary engineering with their 
resultant administration and overhead. 

4. Selected Alternate. 

UD 
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TABLE II-3 

COMPARISON OF IMPACTS BY ALTERNATE 

I Alternate  1 

to 
I 

Alternate 2C 

Alternate 2D 

Alternate 3C 

Alternate 3D 

Alternate 3E 
Modified 

(Selected 
Alternate) 

SOCIOECONOMICS 

ffl 0) 
•H tf 
J-> 0) 
C o 
(1) 

Tt ^ 
-H a. m 03 

8 families, 
2<> people 

8 families, 
24 people 

10 families, 
30 people 

46 families, 
138 people 

10 families, 
30 people 

some difficulty 
due to traffic 
congestion 

some difficulty 
due to traffic 
congestion 

some difficulty 
due to traffic 
congestion 

no impairment 

physical barrier 
created in 
Rosemont Park 

no impairment 

O    0) 

5-a 

O "O 
B   O 
B   C 
o c 

3 % 

34 % 

34 % 

80 % 

100 % 

100 % 

m 0) & o 
at CO 
c f-i 

0) m 
-1 •H 

CO Q 

1 gas 
station 

36 

36 

TRANSPORTATION" 

to 
C   0) 

•H   3 
c 

m  > 
o o; 
u 
o  X 
c  « 
M H 

$300,000 

$3,300,000 

$3,300,000 

$7,800,000 

$9,700,000 

$9,700,000 

» U D O 01 
JJ CC > 
C OJ I ^ o 
-I >- C VJ 
to o -^ tp 
U C i-l J 
AJ b0«- >* 
to -H i-J ^H 13 
C CO to tt] cd 
O 01 u o jr 
U O H i-t W 

24 % 
constraint 

12 % 
constraint 

12 % 
constraint 

to  0> 
u > 

2,630 

590 

590 

180 

220 

220 

03    10  t/D 
U    Oi  O 

»w   13  TH 
O    0)    U 

03   10 

AIR 
QUALITY 

o « ^ u c  to 
C   T3 

4J C U 
•H O X 
o-i O  W 

N'OISE 

i-i -f   c 

no 
distur- 
bance 

no 

distur- 
bance 

no 
distur- 
bance 

no 
distur- 
bance 

no 
distur- 
bance 

no 
distur- 
bance 



TABLE II-3 

COMPARISON OF IMPACTS BY ALTERNATE (cont.) 

I   Alternate 1 

CO 
I 

Alternate 2C 

Alternate 2D 

Alternate 3C 

Alternate 3D 

Alternate 3E 
Modified 

(Selected Alt.) 

NATURAL RESOURCES 

no 
distur- 
bance 

minimal 

minimal 

loss of 
open space, 
woodland 

loss of 
open space, 
woodland 

loss of 
open space, 
woodland 

a o 
H 

negligible 

negligible 

alterations 
for roadway 

alterations 
for roadway 

alterations 
for roadway 

some 
erosion 

some 
erosion 

cut & fill 
exposure, 

cut & fill 
exposure, 

cut & fill 
exposure, 
erosion 

negli- 
gible 

negli- 
gible 

negli- 
gible 

no 
change 

negli- 
gible 

negli- 
gible 

construction, 
road runoff 

construction, 
road runoff 

construction, 
road runoff 

4-1     O 

1 relocation, 
several culvert 
crossings 

2 relocations, 
several culvert 
crossings 

1  relocation, 
several culvert 
crossings 

negli- 
gible 

negli- 
gible 

negli- 
gible 

U XI 
to  CO 
H as 

open fields, 
woodlands 
lost to 
rdwy const. 

open fields, 
woodlands 
lost to 
rdwy const. 

open fields, 
woodlands 
lost to 
rdwy const. 

cr co 
< X 

u -u at 
E-* w en 

alteration 
from stream 
relocation, 
culvert 

alteration 
from stream 
relocation, 
culvert 

alteration 
from stream 
relocation, 
culvert 

v* 



& 

avoids all possible park involvements and minimizes stream relocation and culverting. 
The one remaining choice, whether to go over or under MD 355 at its intersection 
with 1-370, was decided in favor of the over option, because costs were roughly equal 
and the over option involved less risk to construct and caused fewer problems with 
traffic maintenance. 
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III.    AFFECTED ENVIRONMENT 



{fi 

A.    SOCIAL, ECONOMIC, AND LAND USE PLANNING 

1.    SOCIAL/DEMOGRAPHIC CHARACTERISTICS 

The proposed 1-370 project is centered in the fast-growing industrial and residential 
corridor between Gaithersburg and Rockville. The social and demographic 
characteristics of the affected environment continue to reflect the rapid rate of 
economic growth in both industry and housing over the past two decades. Figure III-l 
(Neighborhoods/Communities) gives an overview of the social elements and the census 
tract boundaries in the 1-370 study area. Major social/demographic characteristics of 
the area are highlighted below. 

a. Settlement Pattern 

Prior to the 1950,s the area was characterized by gently rolling hills, farmlands, 
widely dispersed houses, and open spaces and was considered largely outside of the 
Washington metropolitan area. In the \950,s suburbanization began and has continued 
to the present. Ninety percent of the existing houses in the area were built since 
1950 and over 50 percent since 1965 (M-NCPPC, April 1977). In addition, the area 
has attracted research-oriented firms and federal agencies such as the Bureau of 
Standards. 

In response to continued development pressures, Interstate 270 was developed 
paralleling the older MD 355. Each of these two highway development corridors 
contains extensive commercial and industrial activities. Within the area these 
corridors are linked by Shady Grove Road, which is itself an activity corridor with 
extensive industrial and commercial uses along either side. Around the corridors new 
residential subdivisions such as Shady Grove Village, Townes of Warther, Redland 
Station, and Parkside Estates have filled in the development mosaic. The remaining 
pockets of agricultural land and open space presently wait for a more favorable 
financial/political climate before residential and commercial development in the area 
will be completed. 

b. Population 

Six percent of Montgomery County's 1980 population, including people residing within 
the corporate limits of Rockville, Gaithersburg and the town of Washington Grove, 
lives in the project vicinity. A detailed breakdown of 1980 population in this general 
vicinity is shown in Table III-l. Half of the population, approximately 17,000 persons, 
lives in the immediate vicinity (1980 Census Tracts 7.04, 7.05,. 7.11, and 8.01 as 
indicated in Table III-l and Figure III-l). In addition, the day-time population 
includes in excess of 5,000 workers (M-NCPPC,  1977). 

Table III-2 shows the change in population for various census tracts in the area 
between 1970 and 1980. The two fastest growing areas during the period, Brighton 
and Muddy Branch, are within the corporate limits of Gaithersburg. They correspond 
to census tracts 7.05 and 8.01 shown in Figure III-l. 
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TABLE III-l 

Population in General Vicinity of 1-370 Study Area 
Preliminary 1980 Census of Population for Selected Census Tracts 

Montgomery County, Including the City of Rockville,  City of Gaithersbure 
and Town of Washington Grove, Maryland 

Census Tract/Area Name 

7.0* Montgomery County 
Gaithersburg 
Remainder 

7.05 Montgomery County 
Gaithersburg 
Rockville 

i Remainder 
S         7.10 

'           7.11 
Montgomery County 
Montgomery County 

Washington Grove 
Remainder 

8.01 Montgomery County 
Gaithersburg 
Remainder 

10.03 Montgomery County 
Rockville 
Remainder 

10.0* Montgomery County 
Rockville 
Remainder 

12.08 Montgomery County 
Rockville 
Remainder 

Total 

2,335 
1,680 

655 
5,133 
*,735 

398 
3,008 
4,292 

527 
3,765 
*,7*0 
*,384 

356 
5,305 

11 
135 

6,02* 
3,255 
2,51* 

255 
2,332 

5* 
2,278 

White 

2,223 
1,606 

617 
*,612 
*,239 

373 
2,790 
2,876 

516 
2,360 
3,862 
3,511 

351 
*,890 

11 
133 

5,*12 
2,863 
2,302 

2*7 
2,160 

3* 
2,126 

Black      Indian/Eskimo 

28 
17 
11 

191 
176 

16 
131 

1,211 
3 

1,208 
517 
517 

113 

2 
2*5 
169 
75 

1 
62 
19 
*9 

7 
7 

17 
17 

1 
6 

6 
19 
19 

VICINITY TOTAL 33,169       28,825       2,*98 

* 
3 
1 

2 
1 
1 

60 

Asian Other Spanish 

6* 13 58 
6* 6 38 
20 7 20 

268 ** 101 
259 ** 95 

9 I 6 
67 19 6* 

1*5 56 98 
6 2 15 

139 5* 83 
279 63 195 
277 60 185 

2 3 10 
269 29 291 

268 95 221 
156 6* 1*2 
105 31 78 

7 _ 1 
53 15 *0 

- - 1 
53 15 39 

*13 33*        J 1.068 

SOURCE: Maryland, Department of State Planning, Memorandum to Planning Directors, March 18, 1981. 



TABLE III-2 

1970-1980 Census of Population, Change for Selected Census Tracts: 
Montgomery County, Cities of Rockville and Gaithersburg, Maryland 

1970 1980 70-80 
Census Tract Census Census Change 

7.04 2,881 2,335 -19 % 
7.05 2,719 5,133 89 % 
8.01 672 4,740 605 % 

10.03 831 5,305 538 % 
10.04 6,556 6,024 -8 % 
12.08 1,349 2,332 73 % 

Source:     Maryland, Department  of  State  Planning,   Memorandum   to 
Planning Directors, March 18, 1981 

The M-NCPPC, Information Bulletin, No. 18, Area, 
Population and Housing Counts, 1970-1975 for Election 
Districts and Census Tracts, Montgomery County, Maryland, 
January 1976. 

Development allowed a six-fold increase in Muddy Branch's population, and Brighton's 
increased 90%. This growth largely caused transportation problems. The rapid 
expansion during 1970-1980 in the Muddy Branch area is predicted into the SO's at the 
same rate, further intensifying traffic pressures on the road network. 

Census tract 7.04 was the only area with a significant loss in population over the last 
decade. As shown in Table III-2, population in this tract declined by 546 persons, 19 
percent between 1970 and 1980. One factor contributing to the decline may be the 
prevalence of older, single-family homes in the Deer Park area. Most of Deer Park's 
housing stock was constructed in the 1950's and occupied by families with children. 
Today, many Deer Park homes are occupied by couples whose children have grown 
and moved away, lowering the average number of persons per household. Census 
tract 10.04 also experienced a modest loss in population (8%) fromm  1970 to 1980. 

The City of Gaithersburg was the fastest growing incorporated city in the Washington 
metropolitan area during the 1970's, from 8,344 persons in 1970 to 26,424 in 1980. 
The growth rate was 216 percent compared to only 10.8 percent for the County. The 
City of Rockville increased slightly to 43,811 persons, 2.5 percent. These increases 
are significant when compared with other cities in the region which generally 
experienced modest losses in population. Most of the population increase in the study 
area was due to the in-migration of new residents. 

c.     Households 

Consistent with national, state and regional trends, population growth in the study 
area has been outstripped by the rate of growth in the number of households. The 
reasons for the higher rate of household growth is the decline in the average number 
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of people per housing unit and reflects continued trends of lower birth rates, more 
two-worker households and increases in the singles population. This trend is expected 
to continue according to COG Cooperative Forecasts, which project an increase in the 
number of households in the Gaithersburg area from 21,190 in 1980 to 33,160 by the 
year 2,000, an increase of 56 percent. This figure compares with a projected 
increase in population of only 40 percent over the same period. 

d. Density 

The study area represents typical bedroom community densities with a few exceptions. 
Washingtonian Tower, a multi-family building located immediately west of 1-270 near 
Fields Road, and Rosedale Garden Apartments, located in the northwest quadrant of 
the Shady Grove Road and MD 355 intersection, are among the few high-density 
exceptions in the general vicinity. Average dwelling units per acre are 33-43 for the 
high-rise and 12-21 for the garden apartments. Other single-family detached units 
range from two-and-a-half to four dwelling units per acre and townhouses 12-14 units 
per acre. Average population per household in the 1-270 corridor is slightly over the 
county density of 3.07, with 3.16 persons per household (M-NCPPC, January 1976). 
This figure is expected to decline to 2.59 persons per household by the year 2000 
(MWCOG, 1979). 

e. Income and Age Distribution 

Families living in the area generally own their homes and can be characterized as 
white, relatively young, middle-income families with children. The tendency has been 
for new arrivals to have lower median age and family income than the comparable 
Montgomery County medians. There are no low-income areas in the study area, and 
the incidence of poverty (as a percentage of families with incomes below the poverty 
level) is less than the county level. 

f. Housing 

The predominance of younger households in the study area reflects the unique 
characteristics of the housing stock in the Gaithersburg area. In 1980, the 
Gaithersburg area contained 20,110 dwelling units of which 51 percent were multi- 
family (garden apartments and high-rise apartments). This is substantially higher than 
the 33 percent County share of multi-family units. Townhouse development has also 
flourished, particularly in the Muddy Branch area where 35 percent of the townhouses 
were found in 1976. 

The housing stock for Muddy Branch and Brighton is approximately 3,600 units in 
place and is of three types: apartments (60 percent), townhouses (24 percent), and 
single family (16 percent). Average price of housing in 1979 ranged from $60,000 to 
$67,000.    Average rentals for the same year ranged from $295 to $340. 

A City of Gaithersburg survey indicated a low, 3 percent overall apartment vacancy 
rate. Approximately 70 percent of those landlords reporting revealed no vacancies. 
The remaining 30 percent reported vacancies of one to five percent. The vacancies 
appear more frequently in the larger, higher rent, newer complexes. No permits for 
new apartment construction have been issued by Gaithersburg since 1974 (City of 
Gaithersburg, Planning Department, July 1980). 

The housing market trend in the area is more townhouse development; of 
approximately 2,000 new units under review or construction in Gaithersburg, 77 
percent are townhouse units. 
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g.     Ethnic Characteristics 

The populace is predominantly white, especially in older neighborhoods. New arrivals 
include some blacks, and peoples of Indian/Eskimo, Asian, and Spanish origins who are 
being assimilated in the new subdivisions. There are no ethnic concentrations in the 
area, and the percentage of ethnic groups for the area is somewhat lower than the 
average county composition for these groups. 

h.    Neighborhoods/Social Units 

The Shady Grove area has attracted families from elsewhere in Montgomery County 
closer to the District of Columbia and other more urban areas because of low 
density, abundance of open space, and community services. However, migration to 
the Shady Grove area has resulted in a decrease in open space. Residents are 
increasingly concerned about the impact of newcomers on space and services, the 
adequacy of the road system, and community identity (M-NCPPC, April 1977). In 
response to similar concerns, older communities, such as Washington Grove, and 
Walnut Hill, Rosemont and other subdivisions, have organized citizens' associations. 

2.    COMMUNITY FACILITIES 

This section reviews community facilities which are most likely to be affected by the 
proposed project. In the paragraphs which follow, facilities depicted in Figure III-2 
are reviewed. 

a. Churches 

Among various churches scattered throughout the area, two are close to the proposed 
project. Both are approximately 3,000 feet north of Shady Grove Road on MD 355. 
Gaithersburg Presbyterian Church sits on the north side of Rosemont Drive and 
Epworth Methodist Church on the south side adjacent to the Rosemont subdivision 
across from Walnut Hill. 

b. Schools 

Many of the subdivisions in the area include an elementary school and a neighborhood 
park in accordance with the county planning principles for school siting. The schools 
are presently operating at near capacity in contrast with more urbanized areas of the 
county where many of the schools are facing closings. Rosemont and Summit Hall 
Elementary Schools are the two schools closest to the proposed project. Both are in 
Gaithersburg east of 1-270. Primary access to Summit Hall School is via Deer Park 
Road, a collector road which ties into Muddy Branch road to the north and MD 355 
to the east. Rosemont School, the closer one to the proposed project, is serviced by 
South Westland Drive, linking to MD 355 approximately 3,000 feet north of Shady 
Grove Road. Rosemont Elementary is expected to operate at 95 percent of its 
capacity (285-350 pupils) in the coming year. According to Rosemont School officials, 
only about 20 students come from the south on MD 355. 

c. Parks and Open Space 

It has been county policy to utilize stream valleys, wetlands, and floodplains as open 
spaces and for recreational purposes. Three such areas along the tributaries of 
Muddy Branch in Gaithersburg are likely to be affected by the proposed project. The 
affected areas include portions of Muddy Branch Park, Rosemont Park and Summit 
Hall Park. 
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Muddy Branch Park lies south of the Brighton West development in Gaithersburg; 
Rosemont Park is located between the Rosemont subdivision, the Rosedale Apartments 
and the industrial park west of Shady Grove Road. Summit Hall Park lies south of 
the Summit Hall Elementary School with access from Summit Hill Road and Deer 
Park Road. Collectively, these areas provide over 100 acres of public parkland, most 
of which is developed for recreational use. With the exception of Muddy Branch 
Park, which is mostly wooded, park facilities are extensively used by city and county 
residents and schoolchildren. 

In addition to the parks, the privately-owned Washingtonian Country Club Golf Course 
is in close proximity to the proposed project. However, the golf club is being 
considered for extensive commercial development which would foreclose its 
recreational use. 

d. Emergency Services 

Fire and rescue services for the area are provided by the Gaithersburg-Washington 
Grove Volunteer Fire Department through its new fire station, No. 29, located at the 
intersection of Montgomery Village Avenue and Russell Avenue. 

e. Law Enforcement 

The study area is served by Montgomery County Police patrols on an areawide 
response basis in contrast with the traditional urban precinct system. Administrative 
facilities are located off of MD 28 (Darnestown Road) immediately south of the area. 
Supplemental police protection is provided by Rockville and Gaithersburg within their 
city limits. 

f. Medical Facilities 

The Montgomery County Medical Center, which serves as a central site for the Shady 
Grove Hospital (otherwise known as the Shady Grove Adventist Hospital), the Regional 
Institute for Children and Adolescents, the Mental Health Center, the Psychiatric 
Institute, and various leased private doctors' offices, is the medical complex serving 
the study area's local medical needs. The center is located between 1-270 and MD 28 
to the north of Shady Grove Road. 

g. Community Transportation Services 

Outside of the actual highway and street network, the study area is served by 
County-operated buses, private commuter buses and vanpools, and commuter rail 
service. 

The Montgomery County Department of Transportation's ride-on bus system also 
operates nine buses for the Department of Human Services under an advance 
reservation system to serve elderly, handicapped, and low-income people. Other 
public and private organizations also provide similar transportation services to 
selected segments of the area population. 

In addition, a number of private employers, including Vitro Labs, Bechtel Corporation, 
and the National Geographic Society run van-pool programs or subsidize commuter bus 
service for their employees. 

Finally, the B&O Railroad and AMTRAK operate commuter rail service which stops in 
Gaithersburg, Washington Grove, and Rockville on its way between West Virginia and 
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the District of Columbia. Once the Metro rail line to Shady Grove opens in late 
1983, these commuter rail services will offer transfer capabilities in Rockville. 

h.     Water and Sewerage Systems 

Washington Suburban Sanitary Commission (WSSC) has two major surface water intakes 
outside the study area which provide water to Montgomery County. About 14 percent 
of the City of Rockville's population, the City of Gaithersburg and the remaining 
lands under the jurisdiction of Montgomery County in the area form a part of this 
system. Approximately 86 percent of Rockville's population is serviced by the city's 
system, which includes a treatment plant near the Potomac River. The Rockville 
system interconnects with the WSSC system. 

Most of the Gaithersburg area is currently served or programmed for service within 
the next two years. Sewer and water service priorities are established by the 
Montgomery County Council through the Comprehensive 10-Year Water Supply and 
Sewage System Plan. 

i.     Gas, Power, and Telephone 

Other community-wide services are provided by the Washington Gas Light Company 
for gas; the Potomac Electric Power Company (PEPCO) for electrical energy; and the 
Chesapeake and Potomac Telephone Company of Maryland for telephone services. 

3.    ECONOMIC SETTING 

a. The Metropolitan Washington Context 

The federal establishment (including firms doing business with the government) is, by 
and large, the basic industry of the metropolitan Washington economy and provides 
the keystone economic function that manufacturing normally provides in other cities. 
Manufacturing activity, in fact, accounted for only three percent of Washington's total 
metropolitan employment in 1978. 

Adjoining the District of Columbia, Montgomery County is an integral suburban 
component of the metropolitan economy, the nearly 300,000 jobs there accounting for 
20 percent of total metropolitan employment. Federal agencies are only 15 percent 
of total. Research and development operations, consulting firms, and others serving 
the federal establishment are important to the employment base, but the bulk of it is 
in retail and service establishments catering to the nearly 600,000 persons residing 
there. 

By the year 2000, the metropolitan economy is expected to add another 750,000 jobs 
to its employment base. Montgomery County itself is projected to account for just 
over 20 percent of total metropolitan employment growth. 

b. The 1-270 Corridor 

In 1978, the 1-270 corridor had 36,600 employees, 14 percent of the Montgomery 
County total. Employment is expected to increase in this corridor between now and 
the design year, reaching a total of nearly 120,000. 

The 1-270 corridor, an important center for suburban corporate office space and 
research and development facilities, is one of the most highly competitive and 
desirable  locations  for  high  technology  firms  in  the  Washington   metropolitan   area. 
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Complementary business services, clients and customers, retail facilities, and lodging 
accommodations serve area firms and their employees. 

According to a market analysis prepared by the Maryland-National Capital Park and 
Planning Commission in November 1980, the 1-270 corridor included 8.2 million square 
feet of office, manufacturing, warehousing, and retail commercial space. 

Based on its analysis of vacant land, zoning requirements and permissible building 
envelopes, the M-NCPPC estimated that the 1-270 corridor would accommodate an 
additional 13.9 million square feet of space in these uses. Given recent market 
trends and developer intentions, as much as 3.5 to 6.3 million square feet should be 
built over the 1978-88 decade. 

c.     The 1-370 Study Area 

The study area encompasses much of the 1-270 corridor and includes intensive 
commercial development in the Shady Grove Road vicinity. Portions of the cities of 
Rockville and Gaithersburg are also included. 

Development Activity 

The 1-370 study area contains approximately 4.7 million square feet of space devoted 
to commercial uses, nearly half of the office, manufacturing and warehousing and 
about 15 percent of the retail space in the 1-270 corridor. As the area has become 
increasingly attractive to technology-oriented firms, new light industry and 
warehousing development, once prominent, has, by and large, been priced out of the 
area. Currently, just over half the commercial space is in office use. Manufacturing 
and warehousing space accounts for about one-fourth. The remaining space is in 
research and development and retail use. The rate of development within the study 
area has increased over the past two years. Almost 1.2 million square feet of space 
have been completed since early 1980, three-quarters of it office-related and much of 
it speculatively built. Projects under construction or expected to break ground by the 
end of 1982 include over one million additional square feet of space. About three- 
fourths will be office-related, with the remainder multi-functional research and 
development or retail-oriented. No new manufacturing or major freestanding 
warehouse facilities construction is underway or anticipated. 

Major long-term development projects are now under consideration, and at least 6.2 
million square feet of space have been identified in projects likely to be developed 
after 1983, two-thirds for office use and over one-fourth for research and 
development. Most of the remaining development will be devoted for retailing and 
service uses. 

Employment 

In 1980 over 14,000 persons were employed at the office, research and development, 
warehousing, and retail facilities, and employment is projected to increase almost 
three-fold by 2006. By that year, according to official projections, over 39,000 
persons are expected to be employed in the area. If zoning changes with 
accompanying roadway improvements are made as recommended by the Staff Draft 
Gaithersburg Vicinity Master Plan, a minimum of 13,500 could be added to this 
figure. 

The central portion of the study area between 1-270 and the B&O Railroad tracks 
accounts for about 70 percent of total employment, and employment is expected to 
increase   by   13,000   in   this   portion.     In  comparison,  employment  to  the northeast, 
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farthest from highway access, will experience modest growth. 

The largely undeveloped portion of the study area southwest of 1-270 has the capacity 
to accommodate substantial employment growth. An increase of at least 9,800 jobs 
over current employment levels is expected. With the construction of an 1-370 
facility to Fields Road, development opportunities can support employment levels at 
double this figure. 

Fiscal Implications 

Clearly, the capacity of each alternate to accommodate daily trips, especially of area 
employees, affects the overall level of study area employment and correspondingly the 
intensity of development. Under restrictions imposed by the County's Adequate Public 
Facilities Ordinance, overall development thresholds are keyed to the staging of major 
public facility and reading improvements. Among those programmed is the 
construction of the 1-370 connector. If this roadway improvement is not undertaken, 
permitted development levels have to be adjusted accordingly. 

The level of future development will carry substantial fiscal implications. About 10 
million square feet of commercial space could be accommodated in the study area by 
2006 if market forces were unimpeded by development controls. In constant 1981 
dollar values, this would represent nearly $450 million worth of new construction. 

At current property tax assessment ratios, over $280 million in land and improvement 
value would be added to the property tax rolls at full development. Approximately 
20 percent of the employment growth and development activity is expected to occur 
within the Rockville city limits, under five percent within the City of Gaithersburg, 
and the remainder in unincorporated sections of Montgomery County. Based on 
constant 1981 dollar values and tax rates, anticipated development would generate 
$9.7 million in annual tax revenues in the three jurisdictions. Incorporated 
Washington Grove is not expected to be further developed. 

4.    LAND USE PLANNING 

a.     Planning Process 

Rockville, Gaithersburg, and Washington Grove guide development within their 
respective municipal boundaries through master plans. Areas outside cities and 
maximum expansion limits are under the jurisdiction of Montgomery County. The 
Maryland-National Capital Park and Planning Commission's (M-NCPPC) staff performs 
the planning functions for the county. Municipal and county-level planning functions 
are conducted autonomously, but often with informal interaction and coordination 
between municipal and county planning staffs. Table III-3 summarizes the status of 
municipal-and-county-level planning efforts in the study area. 

The M-NCPPC is a bi-county (Montgomery County and Prince George's County) 
agency created by the General Assembly of Maryland in 1927. The commission 
operates in Montgomery County through a planning board, appointed by and 
responsible to the county government. The Planning Board has responsibility for the 
administration of subdivision regulations and general administration of parks. 

Municipal and county-level planning bodies operating within the Washington 
metropolitan area are required to coordinate with other metropolitan planning 
agencies, seeking regionwide consensus to solve major area problems. 
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The Metropolitan Washington Council of Governments (COG), the metropolitan-wide 
governmental organization concerned with all aspects of metropolitan development was 
formed in 1957 by the major cities and counties in the metropolitan area. COG 
coordinates solutions to such regional problems as energy, traffic congestion, 
inadequate housing, air and water pollution, water supply, and land use. In addition 
COG is the regional planning agency for transportation, waste treatment and water 
quality planning for the metropolitan area. As a part of its functions COG supplies 
localities with population and traffic forecasts. 

The Washington Suburban Sanitary Commission (WSSC) works informally with the 
Water Resources Planning Board and has responsibility for design, development, 
maintenance, and operation of public water supply and sanitary sewerage systems for 
rJ,£ ^fe;rmle ar^a' embracinS most of Montgomery and Prince Georges 
Counties.    Montgomery County is responsible for preparing a comprehensive water and 
SMT/0

age P n in co,?sultation with the WSSC. The plan guides development in 
Montgomery County by providing carrying capacities for each service area, facilkating 
review of land development applications. "nauug 

knthlIerwmKtr0rIitao a8enCy With transPortation Panning responsibilities in the area 
is the Washington Metropolitan Area Transit Authority (WMATA). Created bv 
interstate  compact  in   1966,   this  agency  is  charged  with  planning,   developing 

2£ T8^ ^ finanCin8 the rapid rail and bus tran^ system *or the WaIhingto8n 
nLn    ,The.M°ntgomer

iy County Council requested the WMATA to prepare construction 
P fnninar * ^^ statio? aI Shady Grove and directed the Montgomery County 
Planning  Board to prepare the Sector Plan for the Shady Grove Transit Station 

Interaction between water resources planning and comprehensive land use planning at 
the county level occurs through implementation of local ordinances and policies.     To 

usToLnm, tLWrtfr
t

SupPly ^ SeWera8e SyStem Plan supPorts comprehensive land 
nrnvSfw n^ I f•?** maintains a policy that water and sewer service are to be 
provided only to developments conforming to an adopted and approved master plan or 
S'TubdMsion of STE r

the .Joun^ Adequate Public Facilities Ordinance limits 
tne subdivision of land by considering adequacy of water and sewerage service. A 
subdivision's impact on public roadways must be shown by the developer? 

b. Relationship of Planning Process to Proposed 1-370 

Four of the plans guiding development in the 1-370 study area are currently 
undergoing review These are the Rockville and Gaithersburg master pans and two 
fn'thi! "rn ^Tf ^ ?e M^^National Capital Park and Planning' Commiss on! 
proposed 1370 al^Vn^ t^nsPortation ^ment of each of these plans supports the 
^mm/rl Jl ,K 

aIl8n
+
men* an

1
d encourages greater use of public transit.     Table  III-3 

r pr^d^oject5 ^  Planning ^^^ ^ the StUdy — and their relationshiP *> 

c. Existing Land Use 

MSSJ rTntr^PnMv 7" in F
1i
8Ure II1-3 Centers around Public duties: the County 

letter ncludl/'th. ih ^r• TZinin& c
Academy> and the County Service Park. The 

tacant narctu SjJShady+
Grove ^tro S^•- To the north of the Metro Station, 

MD 355 fnt?rcJt 
eMStlu8 roadways in the vicinity of the Shady Grove Road and 

^facent to th. Northwest of this intersection, Rosedale Garden Apartments are 
adjacent to the project right-of-way. The general area north of Shady Grove Road 
both east and west of MD 355 is characterized by single family residences wUh 
local-serving commercial establishments fronting MD 355. residences with 
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TABLE III-3 
STATUS OF MASTER PLANS 

i 
Cn 
-•3 

I 

Jurisdictions 
or Planning Districts 

Regional Plans 

1.    MNCPPC: 
...On Wedges and Corridors, 
Updated General Plan for 
the Maryland-Washington 
Regional District in 
Montgomery County. 

Date 
Adopted 

196* 

Review 
Status 

Periodically 
amended by 
area plans. 

City Plans 

2. Rockville: 
Plan 

Proposed Land Use 

3.    Gaithersburg: Master Plan 

Planning Area Plans 

4.    MNCPPC: 
Master Plan for Gaithersburg 
Vicinity, Planning Area #20 

1973 Review underway. 

197* Review underway. 

1971 Review underway 
(amended) 
(see below). 

Sector Plan for the 
Shady Grove Transit 

1977 Review underway. 

General 
Description 

Radial Corridor Plan 
Delineates corridors 
of development and 
wedges of open space. 
(Policy Plan). 

A General Land Use Plan: 
based on neighborhood 
unit concept. 

A General Land Use Plan: 
with an urban core to 
the south of Montgomery 
Village. 

A General Zoning and 
Highway Plan: continues 
the land use and zoning 
recommendations of the 
1971 Gaithersburg Vicinity 
Master Plan which advo- 
cates large tract residen- 
tial and industrial develop- 
ment with open spaces. 

A Sector Plan: Amends 
the above plan, focuses 
on the integration of 
Metro with the expected 
service development. 

Transportation 

Major thoroughfares and 
transit to support the 
major activity centers. 
Emphasizes use of 
public transit. 

Proposes an interchange 
at 1-270 and Shady 
Grove Road intersection. 
Shows an alignment for an 
Interstate type connector. 

Suggests the Metro Station 
and a preliminary network 
development along the 
heavily used thorough- 
fares in a radial form. 

Shows a general alignment 
for a freeway along the 
proposed 1-370 alignment 
with interchanges.    Indi- 
cates another interchange 
at Shady Grove Road and 
1-270 intersection. 

Shows 1-370 connecting 
with Metro access road. 



On the southern edge of Shady Grove Road between MD 355 and 1-270, the Danac 
Technological Park contains various industries such as Hewlett-Packard, Kodak, and 
Danac's own operations. Across from Danac Park on the north side of Shady Grove 
Road are Bechtel, Shady Grove Shopping Center, various light industrial/wholesale 
concerns and ancillary uses such as warehousing and restaurants. The area southwest 
of the intersection of Shady Grove Road and 1-270 contains several scattered low- 
density, single-family, detached homes. Within view of these homes on the north side 
of Shady Grove Road is the former Shady Grove Music Fair site and a gasoline 
service station. 

West of 1-270 and north of Fields Road is the 97-room Quality Inn and restaurant. 
Adjacent to 1-270 and the City of Gaithersburg limits is the Washingtonian Country 
Club (including the 205-unit Washingtonian Towers Condominium), an important 
proposed development site. Another is the County Medical Center complex west of 
1-270 and north of the Shady Grove Road, MD 28 intersection. The area west of the 
Washingtonian Country Club bounded by Decoverly Hall Road is predominantly vacant 
and farmland except for several, scattered, single-family homes. Substantial medium- 
density residential development is taking place in the area east of Muddy Branch 
Road and the City of Gaithersburg. 

d.    Future Land Use 

As shown in Figure III-4, proposed land use plans call for extensive development 
(especially commercial and industrial uses) within the study area. As outlined in staff 
planning drafts undergoing review, the key to increased commercial and industrial 
activity in the study area is the development of two parcels, the Washingtonian Tract 
and the County Medical Center. Staff drafts recommend that both areas be rezoned 
to the proposed Mixed Planned Development Zone which would allow employment and 
commercial uses on large tracts. The Washingtonian Tract is proposed as a high 
technology office complex while the Medical Center would accommodate medically 
related commercial, office and industrial developments and multi-family housing. 

The general pattern of future land use is not likely to change substantially from that 
shown in Figure III-4 if adequate transportation facilities are developed in the area. 
However, if the proposed 1-370 Metro Access Highway or any other master-planned 
roads are not built, significant changes in current land use plans might become 
necessary and economic development in accordance with land use plans reduced. 

*)* 
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B.    TRANSPORTATION 

1.    TRANSPORTATION FACILITIES 

a. Existing Facilities 

The study area is within a transportation corridor radiating to the northwest from I- 
495, the Capital Beltway around Washington. 1-270, a six-lane interstate facility, and 
MD 355, a six-lane divided roadway, are the major radial highways serving the 
corridor. The B&O railroad provides commuter rail service at Gaithersburg. 
(Metrorail is under construction and scheduled to provide service to the Shady Grove 
Station by 1984.) Shady Grove Road is the only major arterial serving east to west 
traffic through the area. Most other roadways are two lane facilities used for local 
access. 

b. Planned Facilities 

An extensive network of roadway improvements is programmed for the 1-370 area. 
Other transportation improvements studied or being studied are presented in Table HI- 
4. Several are not included as part of this study's No-Build network as previously 
presented. The No-Build network is based on results of these studies and also 
forecasts other actions to 2006. 

Some planned and programmed projects of importance to the 1-370 study are outlined 
below. 

o Shady Grove Road. The County plans to widen this roadway from the current 
four lanes to six lanes from west of 1-270 east to Briardale Road. Widening 
from 1-270 west to MD 28 and improvements at the Research Boulevard 
intersection are under consideration. 

o MD 355. This roadway is being improved in stages to a six-lane divided 
section. The bridge on MD 355 over the B&O railroad in Gaithersburg is to 
be replaced. 

o The Great Seneca Highway. This proposed roadway is an element of the 
County's comprehensive highway plan. It would be a major radial and would 
provide access to Germantown, Quince Orchard, the "ureau of Standards, and 
western Rockville. It would be a western parallel arterial facility apart from 
and in support of the 1-270 Corridor. 

o    Intercounty Connector (see Appendix D). 

o MD 115. Relocation of MD 115 would provide an eastern parallel 4 to 6 lane 
arterial to support the 1-270 corridor. 

o Fields Road (west of 1-270). This roadway would be improved to a four-lane 
arterial on improved alignment. The southern portion would be relocated to 
tie into proposed Omega Drive instead of directly to Shady Grove Road. 
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TABLE III-* 
STATUS OF SELECTED MAJOR ROAD IMPROVEMENTS 

Under        Programmed^ 
County Projects Construction     Completion    Planned2 

Great Seneca Highway: Middlebrook Road to MD 28 
Fields Road: Piccard Drive to MD 355 
Fields Road-Redland Road: West of B&O Railroad to X 

Needwood Road (bridge over railroad under construction) 
Fields Road: Shady Grove Road to Muddy Branch Road 
Gaither Road: End of existing paving, east of Shady Grove 

Road to Fields Road 
Gaither Road: Fields Road to Gude Drive 
Shady Grove Road:    1-270 to Briardale Road 
Shady Grove Road: Second bridge over 1-270 
Muddy Branch Road: MD 28 to MD  124 
MD 115 Relocated (Eastern Arterial): Shady Grove Road 

to Montgomery Village Avenue 
Crabbs Branch Way: End of existing paving south of FY 83 

Shady Grove Road to Redland Road 
Crabbs Branch Way: Redland Road to Gude Drive 
Longdraft Road:    Quince Orchard Road to Clopper FY 86 

Road (portion of project through Great Seneca 
Park completed) 

Gude Drive:    Research Boulevard to MD 355 (County FY 85 
participation with City of Rockville) 

Gude Drive: MD 355 to Southlawn Lane FY 87 
(adding the southerly 2 lanes) 

Key West Avenue: Shady Grove Road to existing Route 28 X FY 83 
Omega Drive:    Fields Road to Key West Avenue FY 85 
Research Boulevard:    Connection between existing FY 85 

northern and southern sections (by City of Rockville) 
I-270/Shady Grove Road Improvements FY 87 

FY 87+ 
FY 85 
FY 83 

FY 87 
FY 85 

X 
FY 83 
FY 83 
FY 87+ 
FY 87 



TABLE HI-* (Continued) 

STATUS OF SELECTED MAJOR ROAD IMPROVEMENTS 

City of Gaithersburg Projects 

Muddy Branch Road:    Street reconstruction 
(participation with Montgomery County) 

Railroad Street Crossing: Improvement program - 
South Summit Avenue and Chestnut Street 

Clopper Road Widening and Firstfield Road completion 
from Longraft to Quince Orchard Road 

Chestnut Street: Storm drainage improvements 

Under Programmed     Project 
Construction    Completion3    Planning 

(Completed) 

X 

FY 87 

FY 82 

CO 

State Projects 

MD 355: Shady Grove Road to South Summit Avenue 
MD 355: Chestnut Street to Oden'hal Road 
MD 355: South Summit Avenue to Chestnut Street 
1-270 Improvements: Great Seneca Park to City of Rockville 
Quince Orchard Road (MD  124): MD 28 to MD  117 

(County and developer participation) 
1-370: Fields Road to Metro access road (this study) 
Intercounty Connector: 
MD  115 Relocated (Eastern Arterial): Norbeck Road 

to Montgomery Village Avenue 
I-270/MD  124 Interchange 
MD 28: 1-270 to PEPCO right-of-way 

Under Programmed     Project 
Construction    Completion^    Planning 

X 
X 

FY 82 
FY 86 
FY 86 

FY 82 

X 

X 
X 
X 

FY 87 

1 
2 
3 
4 

Programmed in the Adopted Montgomery County FY 82-87 Capital Improvements Program 
Shown on area Masterplans but not yet funded or in Project Planning. 
Programmed in the City of Gaithersburg FY 82-87 Capital Improvements Budget. 
Programmed in the 1981-1986 State Consolidated Transportation Program 
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2. TRAFFIC VOLUMES 

Projected traffic volumes in the area for 1986 and 2006 are shown in Figure III-5. 
For comparison, 1980 volumes are also shown. All traffic volumes are Average Daily 
Traffic (ADT) with both directions combined. The forecasts assume full land use 
development up to the level projected for 2006, but do not reflect the construction 
of 1-370. These forecasts indicate the traffic demand levels associated with the 
assumed land use development if 1-370 is not constructed. 

As can be seen, forecast growth is considerable for radial traffic and along Shady 
Grove Road. For 2006 the maximum traffic demand on Shady Grove Road is 
projected to be 85,000 ADT, a level comparable to that now carried by 1-270. The 
total ADT through the intersection of MD 355 and Shady Grove Road is projected at 
120,500 vehicles for 2006 compared to 66,100 vehicles in 1980. A sizeable portion of 
this growth is directly attributable to Metro Station traffic, but a majority of the 
growth is from projected land use development in the area. 

3. TRAFFIC OPERATIONS 

Traffic operating conditions along Shady Grove Road under the forecast traffic 
demands are summarized in Table III-5. A complete breakdown of traffic movement 
during morning and evening peak hours is indicated. Every intersection along Shady 
Grove Road from 1-270 to MD 355 would be operating at or very near level-of- 
service "F", indicating long queues at traffic signals and long delays. In fact, the 
volume of traffic movement forecast for these peak hours exceeds roadway 
intersection capacities. At such demand levels, queues would build up continuously 
and expand the duration of the peak traffic period. 

The percent saturation figures in Table HI-5 indicate the extent to which traffic 
demands exceed available intersection capacity. A 100 percent saturation level 
represents the maximum utilization of intersection capacity during an hour; no further 
traffic could be accommodated. Queues would develop and continue to lengthen until 
approach volumes fell below the saturation level demand rate. 

The vehicle delay figures included in Table III-5 indicate the impact of oversaturated 
conditions. The average delay per vehicle ranges from 3 minutes to 30 minutes for 
the intersections analyzed. The total peak-hour delay over all the intersections is 
estimated at 9,235 vehicle-hours each day. At an average occupancy of 1.2 persons 
per vehicle and a value of time of $3.00 per hour, the annual cost of delay 
(annualization factor equals 300) would be ten million dollars. Conditions would be 
intolerable and undoubtedly would result in a curtailment of development. 

These results made it necessary to constrain traffic to levels which could be 
reasonably accommodated by the area highway network as it is projected to exist in 
the design year (2006). This implies a corresponding reduction in projected land use 
development. In the later sections of this report dealing with alternative system 
traffic forecasts, traffic for each alternate is constrained to the level which can be 
accommodated by the roadway system associated with that alternate. 

-64- 



Key 
(Traffic 

Year) 
2006 
1986 
1980 

Traffic forecasts based on unconstrained land use development 

tf> 

Average Daily Traffic 

Without 1-370 

INTERSTATE  370 

No Scale (5 
-65- Figure III - 5 



TABLE III-5 

TRAFFIC OPERATING CONDITIONS ON  SHADY GROVE ROAD 
YEAR  2006 WITHOUT I-3701 

Intersection With 
Level of 

A.M. 
Service 

P.M. 

1-270 Southbound 
(Fields Road west) 

E/F F 

05 

1-270 Northbound 
(Fields Road east) 

E/F F 

Choke Cherry Road F F 

Gaither Road F F 

MD  355 F F 

TOTAL 

Percent Saturation 
A.M.        P.M. 

99 

101 

125 

125 

Hours of Delay2 

A.M.    P.M. 

119 

129 

429 

570 

Delay/Vehicle3 

A.M.      P.M. 

11 

111 116 319 476 6 8 

165 180 1599 2720 20 30 

163 152 1354 1520 19 12 

9235 

2 

3 

Traffic forecasts based on full land use development currently planned for Year 2006.    See Table IV-5 for level 
of service and delay under each alternate. 

Vehicle-hours of delay during the a.m. peak one hour and p.m. peak one hour only. 

Average delay per vehicle in minutes over all vehicles, on all intersection approaches. 

cA 
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C.    NATURAL ENVIRONMENT 

1.    TOPOGRAPHY, GEOLOGY, AND SOILS 

a. Location 

The study area (Figure 1-2) includes approximately ten square miles in the center of 
Montgomery County and lies within the Piedmont Plateau of central Maryland. This 
physiographic province is characterized by upland areas which separate the Atlantic 
Coastal Plain to the southeast from the Triassic Lowlands and the Blue Ridge 
Mountains to the west and north. 

b. Topography 

The area contains gently undulating terrain with a few stream-cut ravines. Ground 
elevations are generally 400 to 500 feet above sea level. Overall relief varies from 
under 350 feet in the Muddy Branch stream valley to 557 feet south of the 
intersection of MD 355 and Shady Grove Road. Slopes are typically between three 
and ten percent; a few locations along Muddy Branch exceed 15 percent. 

c. Drainage 

The area is in the Potomac River watershed and contains parts of the headwaters of 
four drainage basins: Muddy Branch, Rock Creek, Watts Branch, and Seneca Creek 
(Figure III-6). The streams flow away from this elevated area in all directions, but 
eventually discharge into the Potomac River to the south. 

Natural topography and drainage have been modified by construction of existing roads 
and railroads and by extensive commercial and residential development. 

d. Geology 

The Maryland Piedmont is underlain by closely folded rocks of sedimentary origin 
which have been metamorphosed and intruded by igneous materials. 

The study area is underlain by the upper peltic schist of the western Wissahickon 
formation of late Precambrian Age. The rocks are medium grained, banded or 
laminated, quartz-rich phyllite and schists with magnetite, quartz veins, sandstones 
and conglomerate beds composed of muscovite, chlorite, albite, and quartz. 

The structure forms a broad band, five to nine miles wide, which generally trends 
toward the northwest. The width of the band and the prevalence of steeply dipping 
beds suggest a stratigraphy thousands of feet thick. 

The bedrock is covered by varying thicknesses of unconsolidated materials, including 
saprolite (bedrock weathered or decomposed in place), alluvial stream deposits, and 
artificial fill. This overburden ranges in thickness from zero to more than 50 feet. 
Bedrock is within 20 feet or less of the surface over much of the northern portion of 
the area. 

Large chunks and boulders of quartz are abundant on sideslopes associated with 
drainageways. Quartz is much more resistant to weathering than the surrounding 
schist.    Several rock outcrops occur within the 1-370 corridor along the stream which 
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drains the Washingtonian County Club. 

e. Soils 

The study area contains upland soils (silt loams) of the Glenelg-Manor-Chester 
association, consisting of well-drained, silty, micaceous soils, moderately deep to deep 
and usually strongly sloping. The less sloping, poorly drained soils of the Worsham 
silt loam series occur in depressions and drainageways. Soils adjacent to springs are 
gleyed, indicating that the soil is saturated most of the time. Saturated soils are 
soft and plastic and could require subsurface drainage. 

The soils are moderately to severely eroded. The degree of erosion is determined by 
the physical characteristics of the soil, the density and type of vegetative cover, and 
the length and degree of slope. 

Soils in this area are among the best agricultural lands in the County. They are also 
well-suited for suburban development. Construction, grading, and landscaping 
activities have completely disturbed the original soil profiles in many locations. 

f. Prime Farmland 

Prime farmland located in and adjacent to the proposed 1-370 corridor includes three 
soils: Glenelg Silt Loam, 3-8% slopes, moderately eroded; Glenville Silt Loam, 0-3% 
slopes; and Manor Silt Loam, 3-8% slopes, severely eroded. Nearly all of these soils 
have been withdrawn from farming and are occupied by urban developments. The 
only remaining prime land being farmed is on Manor Silt Loam located at the 
intersection of Shady Grove Road and MD 355. This 16-acre parcel of prime 
farmland has 400 feet adjacent to both sides of MD 355 and 1,000 feet running along 
the northwest side of Shady Grove Road. Because of its desirable location at the 
intersection of Shady Grove Road and MD 355, this area would likely be opened for 
other development should 1-370 not be built. 

g. Mineral Resources 

The study area contains no known metallic or fossil fuel deposits. A quarry is 
located in a deposit of dike diabase and serpentinite one mile southwest of Hunting 
Hill. It produces large quantities of crushed stone used as binder-filler for asphalt 
paving, as base course for highway construction, and for concrete aggregate. 

2.    WATER RESOURCES 

a.    Surface Waters 

The study area contains headwaters and tributaries of the following surface waters 
(Figure III-6): 

o      Muddy  Branch  drains   55  percent  of the area and flows southwest to the 
Potomac River. 

o      Mill  Creek  and  Crabbs  Branch  drain  26  percent of  the area and flow east 
into Rock Creek. 

o      Watts Branch drains 19 percent of the area and flows south to the Potomac. 

o     Long Draught Branch and Whetstone Run drain less than  1   percent  of  the 
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area and flow north and west to Great Seneca Creek. 

Watercourses vary in size from intermittent rivulets in ditches less than one foot 
across to the main channel of Muddy Branch, which is 15 to 20 feet wide and several 
feet deep where it exits the study area. Muddy Branch is carried under 1-270 in a 
corrugated metal pipe ten feet in diameter. Channel cross-sections for most 
tributaries are 4 to 8 feet wide and from 1 to 6 feet deep depending on the extent 
of erosion. 

A chain of small decorative lakes occurs along tributaries of Muddy Branch on the 
grounds of the Washingtonian Country Club and the National Bureau of Standards. 
Three recreational lakes, Halcyon, Elysium, and Varuna, are artificial impoundments 
near but not on the main stem of Muddy Branch. None of the lakes are greater than 
six acres in size. 

The project would not affect the 260 acre impoundment for emergency water supply 
and recreation which the Washington Suburban Sanitary Commission (WSSC) and 
Montgomery County are planning to build on Little Seneca Creek about eight miles 
northwest of the study area. Any stream-carried sediment which originates in the 
Muddy Branch watershed, however, would enter the Potomac River about three miles 
upstream of the intake for the 2*0 mgd water treatment plant which serves 
Montgomery and Prince George's counties. 

Based on flow records for stream gages nearest the study area, average flow ranges 
from 4.2 cfs (Watts Branch at Rockville) to 62.3 cfs (Rock Creek at Sherrill Drive). 
Average runoff for the watersheds ranges from 11.13 to 15.42 inches/year. For most 
of the stations examined, maximum discharge occurred during Hurricane Agnes on 
Dune 22, 1972. • 

b. Groundwater 

The water table in the study area is generally 10 to 35 feet below the surface. In 
stream valleys and marshes it may intersect the surface, while in small interstream 
areas on either side of 1-270 it may be deeper than 35 feet (Richardson, 1976). The 
source of groundwater is chiefly local precipitation and infiltration. Analysis of the 
hydrologic cycle for the Maryland Piedmont indicates that effective groundwater 
recharge is about 11 inches/year. Much of the groundwater is stored in the 
weathered zone. 

In the crystalline schist bedrock, groundwater occurrence is highly variable, depending 
on the presence and location of joints, fractures, and other crevices. Most wells are 
drilled for domestic use. Mean yield is about 9 gpm. (Nutter and Otton, 1969). 
Some small springs are associated with the drainageways. 

c. Water Quality 

The Montgomery County Department of Environmental Protection (DEP) has a 
comprehensive water sampling program which measures standard water quality 
parameters for surface waters throughout the county. Typical data for streams which 
originate in the study area are given in Table III-6. Fairly high fecal and total 
coliform counts are thought to result from animal wastes and stormwater runoff. 
Much of the turbidity is caused by water transport of colloidal clay and silt particles. 

Each year DEP calculates a Water Quality Index (WQI) to describe the overall water 
quality of each stream based on physical, chemical, and microbiological 
characteristics.     The WQI is a single number ranging from  0 (worst) to  100 (ideal 
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TABLE III-6 

TYPICAL WATER QUALITY DATA FOR STREAMS IN THE STUDY AREA1 

'W 

Water Quality Parameter 

Temperature (0C) 
Dissolved oxygen (mg/1) 
PH 
BOD, 5-day (mg/1) 
Nitrate and nitrite (mg/1) 
Total phosphate (mg/1) 
Turbidity 
Total coliforms (MPN/100 ml) 
Fecal coliforms (MPN/100 ml) 
Total residue (mg/1) 
WQI 

Rating 

Minimum Mean Maximum 

0 9.7 -  13.6 27 
6.3 9.7 -  10.7 14.0 
6.1 6.8 - 7.1 7.7 
0.1 1.5 -  1.9 8.1 
0.* 1.5 - 3.0 9.4 
0.03 0.2 - 0.5 2.9 
0.8 4.7 - 50.7 260 
30 772 - 4725 240,000 
30 79 - 462 46,000 
51 94 - 254 1816 

60.4 68.8 74.4 

permissible permissible good 

1. Includes  Muddy Branch,  Watts Branch,  Crabbs Branch,  Mill   Creek,   Upper   Rock 
Creek, North Branch, Whetstone Run, and Long Draught Branch 

2. Source:     Montgomery   County   Department  of   Environmental   Conservation, 
December 1981.    "Water Quality of Streams in Montgomery County, Maryland." 
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water quality) based on the weighted influence of nine key indicators which are 
widely recognized as being the most influential on water quality. For streams in the 
study area the WQI has been between 60 and 75 in recent years, and water quality 
has been judged permissible to good according to DEP's descriptive rating 
(Montgomery County Department of Environmental Protection, December 1981). 

The Maryland Water Resources Administration has classified all surface waters of the 
State into four categories to be protected for the following uses: 

Class I Water contact recreation, for fish, other aquatic 
life, and wildlife 

Class II Additional protection for shellfish harvesting 
Class HI        Natural trout waters 
Class IV Recreational trout waters 

All streams in the study area are designated as Class I. Rock Creek and all its 
tributaries above Route 28 (Darnestown Road - Norbeck Road) have the additional 
protection of Class IV waters. 

Groundwater contains dissolved gases and mineral salts introduced from the 
atmosphere during precipitation and from the rocks through which the water passes. 
The mineral content of groundwater is likely to be less at shallow depths than at 
greater depths where circulation is retarded by bedrock. Groundwater in the study 
area is generally potable and satisfactory for most uses. 

d. Floodplains 

Montgomery County has prepared floodplain information maps for the main stems of 
Muddy Branch, Watts Branch, Rock Creek, Seneca Creek, and many of their 
tributaries. Fifty- and 100-year flood data are based on ultimate land use as defined 
in area master plans. Figure III-6 shows the approximate boundaries of the 100-year 
base flood for stream segments where this information is available. 

The Flood Insurance Administration of the U.S. Department of Housing and Urban 
Development has prepared Flood Insurance Rate maps identifying 100- and 500-year 
flood boundaries based principally on existing land uses. In the study area this 
information is available only for Crabbs Branch below Redland Road. 

Defined floodplains along Muddy Branch and Mill Creek may be affected by the 
project. Similar floodplains also exist along Crabbs Branch in the vicinity of the 
Metro Storage and Inspection Yard. 

e. Water Uses 

Surface waters are not used for water supply or wastewater disposal in the study 
area. The WSSC serves the area with potable water from the Potomac Water 
Filtration Plant and removes wastewater with interceptors and force mains for 
treatment elsewhere. 

Isolated buildings obtain water from wells and discharge into septic systems. Some 
groundwater is also used for irrigation, stock watering, and space cooling. Streams 
are generally too small and water quality too poor for any permanent uses other than 
for wildlife and vegetation and for stream valley parks. Small lakes are used for 
decorative and recreational purposes. 
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3.    TERRESTRIAL AND AQUATIC HABITATS 

The entire study area has been disturbed by lumbering, agriculture, and urbanization, 
and no original forest remains. Patches of woodland and abandoned fields in the 
overall area range in age from several to over 100 years, but even the older woods 
have been disturbed by recent lumbering. In the immediate vicinity of the alternates 
under consideration, the land along existing routes is intensively developed and now 
lacks areas of significant biological interest. However, within the new highway 
corridor proposed for 1-370 are four natural areas of ecological interest containing 
vegetation ranging from recently abandoned open fields to mature oak-hickory-tulip 
poplar forest (Figure III-7). 

In addition, much of the actual route involves floodplains and small springs which 
feed Muddy Branch and Mill Creek. Field and literature surveys indicate that these 
streams, being in rapidly urbanizing areas, are already affected by construction and 
storm runoff, with attendant siltation and bank destabilization. They do not have any 
significant wildlife populations due to their small size and existing degraded 
conditions. 

West of 1-270 and south of the Brighton West development (area 1) is a 65-acre 
mosaic of young woods invading abandoned fields and older woods of either red oak- 
white oak-hickory or steeper uplands of mixed tulip poplar-oak woods, with sycamore- 
red maple-ash on moister sites. The young woods are Virginia pine, dogwood, red 
maple, tulip poplar, black cherry, and red cedar mixed with brambles, aster, 
goldenrod, sumac, and other mature open field species. 

With the exception of the low areas along the streams, which are young mixed tulip 
poplar-oak-ash, much of the 63-acre area east of 1-270 and south Muddy Branch (area 
2) is recently abandoned farmland now covered with perennial herbs, such as 
goldenrod, aster, and tickseed, and patches of blackberry, with invading shoots and 
young trees. 

Three springs forming a tributary to Muddy Branch rise on or are adjacent to 
Rosemont Park, which occupies the floodplain and nearby uplands north of Comprint 
Court (area 3). The portion of this 12-acre area involved in the proposed project 
corridor extends northwestward from the southernmost corner of the park and is 
characterized by uplands ranging from young woods dominated by black locust to 
mature mixed oak-hickory tulip poplar with well-developed secondary tree, shrub, and 
perennial herb layers. The moister portions, especially toward the northwest, support 
red maple-tulip poplar woods, with abundant ferns and skunk cabbage, indicating 
permanently wet soil. 

The small Muddy Branch tributaries are already deteriorated, with considerable bank 
destabilization and increased erosion evident, as expected due to the closeness of 
surrounding urbanized and paved areas. The stream in Rosemont Park also contains 
considerable quantities of trash. Although no water quality data are available, the 
closeness of roadways and parking lots upslope indicate a high probability of urban 
runoff pollution. 

The largest (approximately 170 acres) undeveloped wooded area is north of Shady 
Grove Road between the Giant Food facility at Crabbs Branch Way and the Briardale 
Road development (area 4). This is a mixture of abandoned farmland reverting to 
shrubs, regenerating young hardwood forest, upland mixed oak-hickory-tulip poplar 
forest, and streambank forest of oak, tulip poplar, red maple, and elm. There are 
three springs in the area feeding into the headwaters of Mill Creek, which also 
traverses  the  older  wooded  part  of  the  track.     Due  to  the  lesser  degree  of 
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urbanization, the headwaters are not as heavily impacted as the Muddy Branch areas 
are. The small stream to the north of the Giant Food facility is the most affected, 
being filled with brush and recurring runoff from the facility. The other two streams 
and the reach below their joining show few signs of streambank destabilization, being 
well-vegetated. However, according to the Rock Creek Stormwater and Water 
Quality Management Study, water quality a short distance downstream is already 
somewhat degraded, being marginal for a warm-water fishery as much as 25% of the 
time. This probably holds true for the upstream reaches, although to a lesser degree 
No on-site data are available. 

The  other  parcels  proposed  for  1-370  right-of-way are farmland, golf course, or 
developed land and are consequently not further considered here. 

The four identified areas in Figure III-7 are the last areas of undeveloped or 
unfarmed open space in the vicinity of Shady Grove Road and 1-270. They have 
vegetation ranging from open field through regenerating woods to mature woods, both 
upland and stream valley. This vegetative diversity provides habitats for a wide 
variety of smaller wildlife and still supports a few white-tail deer. The common and 
typical animal species expected will not be presented here, as they are found in any 
suitable habitat and are generally treated in the following references: mammals, 
Paradise 1969; birds, Stewart and Robbins, 1958; reptiles and amphibians; Harris, 1975. 
Consultations with the U.S. Fish and Wildlife Service, local wildlife biologists and the 
Maryland Natural Heritage Program (see letters in Appendix C) have indicated no 
federal or state threatened or endangered species present. There are no unique 
habitats present in the proposed 1-370 corridor. However, there is a swampy area to 
the north of the terminus of Industrial Drive. The primary value of these identified 
areas is due to the scarcity of any undeveloped land in the immediate vicinity of the 
proposed project. The larger regional parks (such as Rock Creek Park) preserve 
greater areas of similar habitat and thereby support larger populations of plants and 
animals in the area. 
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D.    AIR QUALITY 

Regarding most air pollutants for which national or state air quality standards have 
been established, the air quality of the study area can be characterized as generally 
acceptable. 

While carbon monoxide levels in the Washington area continue to exceed national 
standards, no air quality alert due to carbon monoxide has been declared in the study 
area since January 1973. Carbon monoxide data for recent years from established air 
quality monitoring stations in the general vicinity within Montgomery County are 
shown in Table III-7 along with two more remote sites in Prince Georges County. 
These data were obtained from annual published reports of the Maryland Department 
of Health and Mental Hygiene and indicate a trend of decreasing concentrations. 

The Maryland State Implementation Plan (SIP) includes several basic strategies for the 
attainment and maintenance of ambient CO air quality standards within the National 
Capital Interstate Air Quality Control Region (AQCR). These include: 1) the 
continued construction of the transit system in the metropolitan Washington area, 2) 
the continued reduction of vehicular emissions as a result of the Federal Motor 
Vehicle Control Program, 3) the implementation of an inspection and maintenance 
program for motor vehicles in the Maryland portion of the National Capital Interstate 
AQCR, and 4) the further analysis and implementation of alternative transportation 
control measures to reduce pollution from the overall regional transportation system. 

•<\li 
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TABLE HI-7 

ANNUAL CARBON MONOXIDE CONCENTRATION DATA 
AT NEARBY MONITORING SITES 

MONTGOMERY AND PRINCE GEORGE*5 COUNTIES 
(mg/m3) 

Arithmetic 
Mean 

Maximum 
1-Hour 

Average 

2nd Highest 
1-Hour 

Average 

Maximum 
8-Hour 

Average 

2nd Highest 
8-Hour 

Average 

Number of  Days 
with 8-Hour 

Average 
Greater Than 

IQ 

I 

I 
AIRMON 5 
(Silver Spring) 

75 76 77 78 79        75 76 77 78 79        75 76 77 78 79 

2 1  1  1  -   33 19 19 18 22 19 19 16 - 

75 76 77 78 79 

15 15 15 11 - 

75 76 77 78 79   75 76 77 78 79 

1* 11 13 10 - 9 4 3 1 

AIRMON 6 
(Bethesda) 

0    1110        19 35 17  17  15        18 33 16  17  12        18 25  11  12    9        16 1* 10 11    8 t    2    1    2    0 

Environmental 
Lab 

(Gaithersburg) 

2    4    2- 34 52 It    -    -        26 40 13    -    -        11  19    8    -    - 11  18    8 2 31    0 

EPA Air Quality Standard:      1-hour average 40 mg/nri^ = 35 ppm 
8-hour average 10 mg/m^ = 9 ppm 

Source:     State of Maryland, Department of Health and Mental Hygiene 
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E.    NOISE 

Within the study area, there is a dense network of busy streets, intermingled railroad 
lines, and commercial and light industrial development, all of which are contributors 
to the existing noise profile of the area surrounding the proposed action. Traffic 
movements, primary contributors to ambient noise in the study area, are usually 
measured in A-weighted decibels (dBA), a scale of noise levels which corresponds 
most nearly to the frequency response characteristics of the average human ear. 
Ambient LJQ noise levels measured adjacent to heavily traveled streets ranged 
approximately from 60 to 76 dBA, while ambient levels measured in residential areas 
somewhat removed from heavily traveled streets averaged approximately 50 dBA. 
More information on the ambient noise survey conducted as part of this study is 
contained in Section IV. 
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F.    CULTURAL RESOURCES 

1.    HISTORICAL AND ARCHEOLOGICAL RESOURCES 

Reconnaissance and field reviews and consultations with the Maryland Historic Trust 
(MHT) and the Montgomery County historians for M-NCPPC have identified five 
historical sites of possible local importance, three of which are on the MHT inventory 
(see letter in Appendix C). These properties, whose locations are shown on Figure 
III-8, are the Heather-Crown farm (MHT 20/16), the England/Crown farm (MHT 
20/17), Gaither House (MHT 20/15), Aschenbach House, and Peters House (MHT 
20/ H). None of these are eligible for listing on the National Register of Historic 
Sites. In addition, the Peters House, due to extensive alterations, is no longer 
considered of local significance. The Town of Washington Grove (MHT 21/5), listed in 
the National Register, is in the northeast corner of the study area. 

An archeological survey conducted by the Maryland Geological Survey revealed three 
sites in the area, all dating roughly from the turn of the century. The State Historic 
Preservation Officer determined that these sites were not significant (see letter dated 
16 December 1981 in Appendix C). 

2.    AESTHETICS 

Within the 1-370 vicinity, three major aesthetic elements significantly contribute to 
the visual quality of the affected environment. These are the stands of mature 
woodlands, open fields, and topographic relief. Most of the areas where these natural 
conditions occur are surrounded by suburban interstate highway and commercial, 
office, or residential development. These aesthetic elements acquire new value when 
preserved in the context of development. They are the only remaining elements of 
the past rural agrarian image. Stands of woodland vegetation set in a mixed-use 
environment visually separate land uses by blocking buildings, surrounding and 
containing open lands, creating enclosed areas, and providing visual relief from the 
angular image of the built environment. Open agricultural fields provide a visual 
contrast to the massing, density and texture of the built environment. Existing 
preserved landforms contribute to the natural character of the environment with their 
unique ground plane character. 
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IV.    ENVIRONMENTAL CONSEQUENCES 



0^ 
A.    SOCIAL AND ECONOMIC 

1.    SOCIAL 

a.    Residential Displacement and Relocation Availability 

Table IV-1 summarizes the residential displacement which would result from each 
alternate for the proposed project. The information contained in this table is based 
on preliminary relocation studies conducted by SHA. The preliminary relocation 
report is available for examination at the offices of the State Highway 
Administration, 707 North Calvert Street, Baltimore, Maryland. An analysis of the 
probable residential displacement that would be caused by the proposed alternates has 
been made by the State Highway Administration, Bureau of Relocation Assistance 
Relocation of any families and individuals displaced by the proposed project would be 
accomplished in accordance with the Uniform Relocation Assistance and Land 
Acquisition Policies Act of 1970 (P.L. 91-W6). A summary of the Relocation 
Assistance Program of the State of Maryland is given in Appendix B. 

Alternate 1 - No Build 

This alternate would not have involved any residential displacement since no new 
construction would occur with the selection of the No-Build Alternate for this study. 

Alternates 2C and 2D 

Either alternate would have displaced eight families scattered over a ten acre area 
just south of the I-270/Shady Grove Road interchange. The average family is three 
persons, and the total number of affected persons is 24, of which 15 are members of 
a*nlLn0r•1?r £.rouP- These 15 members comprise 5 families, all of whom are employees 
of the Washingtonian Motel and are renting housing from that motel. The remaining 
3 families are homeowners.    No elderly or handicapped individuals were identified. 

Values of the houses which would have been acquired and monthly rents paid for such 
units range from $30,000 to $60,000 and from $300 to $600 as estimated by the 
Bureau of Relocation Assistance. The rental price range was inferred based on one 
percent of the estimated housing value. A $600 rent for the type of units in 
question is likely to be high relative to comparable rental units in this housing 
market within the study area. Preliminary relocation assistance costs for displaced 
residents are estimated to be $168,750. 

Selected Alternate 3E Modified and Alternate 3C 

Alternate 3E Modified will result in the displacement of 30 persons. Due to the 
proposed upgrading of the Shady Grove Road/I-270 interchange, Alternate 3E 
Modified will displace the same eight families displaced under Alternates 2C and 2D. 
Alternate 3E Modified will additionally displace two families who own their homes 
Ss^Sn^Jnnnn* ^P ^ The estimated value of these two houses ranges from 
;>-o,uuu to >60,000. No additional members of minority groups will be affected, nor 
will any known elderly or handicapped individuals. Preliminary relocation assistance 
costs  for  displaced   residents   are   estimated   to   be   $362,500.      Relocation 
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TABLE IV-1 
SUMMARY OF RESIDENTIAL DISPLACEMENT/RELOCATION 

AVAILABILITY 

l&b 

Residential Displacement By Alternate 

ALTERNATES 

No Build 2C and 2D 
3C and Selec. 
Alt. 3E Mod. 3D 

NUMBER OF FAMILIES 0 8 10 46 

Renter na* 5 5 41 

Owner na 3 5 5 

NUMBER OF PERSONS na 2* 30 138 

NUMBER OF UNITS na 8 10 46 

Age na 11-30 yrs 11-30 yrs 11-30 yrs 

Bedrooms na 3 3 2-4 

Estimated Rental Values, 
Single Family na $300-600 $300-600 $300-600 

Estimated Rental Values, 
Apartments na $200-260 $200-260 $200-260 

Estimated Fair Market Value, 
Single Family Dwellings na $30,000 - 

60,000 
$25,000 - 

60,000 
$25,000 - 

60,000 

Relocation Housing Availability 

HOUSES FOR SALE 10 

Age 
No. of Bedrooms 
Price 

UNITS FOR RENT 

Eight (d 0-10 yrs.; 2 @ 11-30 yrs. 
Seven w/3: Three w/4 and up 
$60,000 and up 

38 

Bedrooms 
Rent 

Five w/2; 27 w/3; Six w/4 and up 
$300 and up per month 

Source:     State Highway Administration  of  the  Department  of  Transportation  of 
Maryland, Bureau of Relocation Assistance:    Preliminary Relocation Report. 

* na:    not applicable 
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time is estimated at one and one-half years if Maryland has title to the land. The 
effects of Alternate 3C are identical to 3E Modified. 

Alternate 3D 

Alternate 3D had the most significant residential impact, displacing 138 persons: 10 
families or 30 persons in single-family detached dwellings and another 108 persons in 
a single, 36-unit apartment building. Renters number 123, and the remaining 15 are 
homeowners. 

Rents at the affected Rosedale Apartments range from $200 plus utilities for a one 
bedroom apartment to $265 for a three bedroom unit according to a July 1981 survey 
of rental properties conducted by the Gaithersburg Code Enforcement Department. 
Values for owner-occupied houses range from $25,000 - $60,000. Additional rental 
values and displacee characteristics remain the same as for Alternates 2C, 2D, 3C 
and 3E Modified. Preliminary relocation assistance costs for displaced residents 
under Alternate 3D are estimated to be $737,500. 

Housing Availability 

Findings of the relocation report indicated that sufficient housing exists on the open 
market for the owner-occupants, but the rental market is somewhat restricted, with 
limited numbers of dwellings available and high monthly rents. In the event that 
tenants displaced are paying below market rents for their units, last resort housing 
will be provided if necessary to provide adequate decent, safe and sanitary housing. 
Housing of last resort is likely to be necessary for the residents of the rental houses 
at the I-270/Shady Grove Road interchange unless the rental market in the area 
changes substantially. 

The need for the development of additional housing opportunities in the Gaithersburg 
area has been recognized as a key County objective. As the fastest growing area in 
Montgomery County and the Washington metropolitan area, Gaithersburg represents an 
important resource for increasing the County's housing stock and providing affordable 
family housing for the area's growing young population. 

Currently, the Gaithersburg area has ample reserves of vacant land suitable for future 
residential development. The eventual development of thest lands is, however, 
jeopardized by traffic generated by existing land uses. The development of the Staff 
Draft Gaithersburg Vicinity Master Plan indicates that the study area will 
continue to experience severe traffic congestion unless 1-370 and other master-planned 
roads are built. If the Gaithersburg area is to achieve its full potential as a housing 
resource for Montgomery County, potential locations for future residential 
development must have good access by private vehicle and public transportation to 
employment opportunities. 

b.     Access to Community Facilities 

The study area is served by numerous neighborhood-oriented public facilities such as 
schools, parks, churches and playfields, none of which would experience any drastic 
accessibility problem under the proposed alternates. In a few instances temporary 
inconvenience would be felt during the construction stage at selected locations. 
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66 
Alternate 1 - No-Build 

Since the existing transportation system is already overburdened by the present 
traffic, the continuation of this problem with no improvements beyond those currently 
proposed would have had an aggravating effect on accessibility to community 
facilities within the study area. 

Alternates 2C and 2D 

Drastic accessibility problems were not expected under either of these alternates. 
Construction activities may have caused temporary inconvenience to the attendants of 
Epworth Methodist Church on Frederick Avenue to the north of Shady Grove Road, 
but these construction activities were not expected to conflict with regular church 
hours and it is likely that any inconvenience to this group would have been minimal. 
Casey Barns Community Center, south of the Epworth Church, would have 
experienced minimal inconvenience due to construction activities. 

Alternates 3C and 3D 

Alternates 3C and 3D would have taken publicly-owned park land from Summit Hall 
and Muddy Branch parks, and 3D would have used a portion of Rosemont Park, all 
4(f) involvements. Alternate 3D also involved relocating a stream in Rosemont Park, 
separating Rosemont Park into two parcels. No existing recreational facilities in 
these parks would have been affected by the taking of land under Alternate 3C or 
3D. 

Alternate 3E Modified (Selected Alternate) 

This alternate has been shifted so as not to involve any parkland, so there is no 4(f) 
involvement.    No other community facilities would be affected. 

c. Disruption of Neighborhoods/Communities 

Several neighborhoods were identified in Section III and depicted in Figure IH-l. 
These include the subdivision of Rosemont, Walnut Hill, and Shady Grove Village, and 
the Town of Washington Grove. The Selected Alternate does not traverse any of 
these identified neighborhoods or cut through their current circulation pattern. No 
change in the lifestyles of study area residents is anticipated. However, some 
informal pedestrian paths from Rosemont through the park and private property to 
businesses may be interrupted. 

d. Effects of Minority and Other Special Groups 

The preliminary 1980 Census of the Population indicated that the majority of 
residential displacements would occur in Census Tract 10.03. Screening of the study 
area's inhabitants (see Section III) did not reveal any considerable concentration of 
special groups, such as minorities, elderly, families with only male or female head or 
without any family head, low and moderate-income families, handicapped, or others in 
the vicinity of proposed alternates. However, in Tract 10.03, 15 of the 24 persons in 
eight households displaced by the Shady Grove Road upgrading are members of 
minority groups. No facilities serving special groups such as nursing homes, day care 
centers, or halfway homes were found in the affected areas. 
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e.    Summary  of  the  Equal  Opportunity  Program   of the Maryland State Highway 
Administration 

It is the policy of the Maryland State Highway Administration to ensure compliance 
with the provisions of Title VI of the Civil Rights Act of 1964 and related civil 
rights laws and regulations which prohibit discrimination on the grounds of race, 
color, national origin, sex, age, religion, or physical or mental handicap in all State 
Highway program projects funded in whole or in part by the Federal Highway 
Administration. The State Highway Administration will not discriminate in highway 
planning, highway design, highway construction, the acquisition of right-of-way, or the 
ilrvri

Sc0n
f
0f^relClCatu0n advi

1
sory. assistance. This policy has been incorporated into all 

levels of the highway planning process in order that proper consideration may be 
given to the social, economic, and environmental effects  of  all  highway  projects. 

f 1    JlSC![m}nct0ry  aCtions should  be  Pressed  to the Equal Opportunity Section 
of the Maryland State Highway Administration for investigation. 

2.    LAND USE/PLANNING 

a.     Relationship to Plans, Policies and Controls 

The study area is being developed according to policies set forth in the following 
plans: the Montgomery County General Plan ("On Wedges and Corridors"); the 
Rockville Master Plan; the Gaithersburg Master Plan; and the Sector PlaA for 
the Shady Grove Transit Area Station (which amended portions of the 
Gaithersburg   Vicinity  Master Plan).     In addition,  the Staff  Draft Gaithersburg 

r^nl^^^DD^",355^65 I"370 Wil1 be built- StaSinS Policies of Montgomery County  (M-NCPPC) play an important role in the implementation of these plans in 
that the physical development of the area must consider public facilities  to  insure 
that proposed development can be adequately served.     These policies are outlined in 
the County's Adequate Public Facilities (APF) Ordinance.    Public facilities covered by 
the  ordinance  include  water,   sewerage,   and  transportation systems (which allow 
services to  be  maintained in  accordance  with  the  contemplated  future  character  of 
the  study  area).     This  approach provides the underlying principle for an array of 
complex decisions concerning the physical development of the study area. 

Transportation improvements associated with the construction of 1-370 are consistent 
with County land use and development plans and do not impair the viability of 
central city areas. The proposed improvements seek the provision of improved access 
to major urban employment and retail centers by interconnecting the region's mass 
transportation system. Improved accessibility would be achieved by providing a link 
between significant growth areas in Montgomery County and the Shady Grove Metro 
Station. 

Consistent with federal, state, regional and local policies, the proposed improvements 
make optimal use of existing public investment and increase accessibility between 
central city areas and major suburban jurisdictions in the Washington metropolitan 
area. The importance of developing an effective transportation link between 
Washington, D.C. and the surrounding suburban jurisdictions is addressed by the 
Metropolitan Washington Council of Governments (COG) in its Metropolitan Policy 
Guide. The Policy Guide, adopted by member local jurisdictions (including the 
District of Columbia) in December 1980, evolved from several historical planning 
efforts and documents, from the Year 2000 Plan through the 1977 Metropolitan 
Growth Policy Statement. It provides the framework for implementing the growth 
policy and related policies and plans for transportation, housing, economic 
development, water resources and other functions.    With regard to transportation, the 
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Policy Guide encourages planned development in Metro station areas, thereby 
enhancing housing and employment opportunities for the disadvantaged. 
Complementary economic development policies specifically address the importance of 
linking unemployed persons in the central city with job opportunities in the suburbs 
through the development of an extensive rapid rail and related access system. 

Transportation improvements associated with the Selected Alternate will result in a 
reduction in the quantity of fuel consumed per vehicle trip compared to the No-Build 
based on improved level of service (LOS) in the study area. Currently oversaturated 
conditions along Shady Grove Road, particularly at Gaither Road and MD 355, have 
resulted in significant traffic congestion and increased energy consumption due to 
delays. Alternate 1 provides the poorest LOS with a total delay in vehicle hours 
along Shady Grove Road of 2,628. Alternates 2C and 2D provide a better LOS and a 
total delay of 588 vehicle hours. Alternates 3C, 3D, and 3E Modified improve the 
delay time to approximately 200 vehicle hours, provide the best LOS along Shady 
Grove Road, and introduce more economical and efficient travel speeds. 

The alternates provide various transportation services from 1-270 to the Metrorail 
Station, establishing a range of holding capacities for development in the_area. 
Alternates were developed from the concepts presented at the Alternates Public 
Meeting (March 1980) and represent the following future states: (1) No-Build; U) 
Upgraded Shady Grove Road and; (3) 1-370 on new alignment from Fields Road and 1- 
270 to Metrorail Station. Their relationship to the plans are assessed for the target 
year 2006. More detailed discussion relating expected roadway capacities under each 
alternate to the accommodation of planned land use development in the study area is 
contained in Section IV.3. 

Alternate 1 - No-Build 

Under this alternate, even with the programmed improvements to the existing 
transportation system, the targeted development of employment centers could have 
accommodated only an additional 1,180 workers. Accordingly, the amount of land 
absorption fell short of the ultimate development suggested in the adopted plans by 
95 percent, i.e., only five percent of planned development could have been 
accommodated. 

Alternates 2C and 2D 

These alternates in comparison with Alternate 1 could have facilitated incrementally 
more land utilization for employment centers by introducing interchange 
improvements. Only half of the ultimate development suggested in the plans likely 
would have been implemented. 

Alternates 3C. 3D and Selected Alternate 3E Modified 

A new roadway constructed to interstate standards will provide opportunities for full 
employment and residential growth as anticipated in adopted master plans for the 
Shady Grove area. Construction of 1-370 will allow a doubling of design year 
roadway capacities in comparison with Alternates 2C and 2D. Also, Alternate 3E 
Modified will have sufficient roadway capacity to accommodate all additional 
projected future development anticipated under the Staff Draft Gaithersburg 
Vicinity Master Plan. 

The Selected Alternate on new location is in conformance with the intent of 
adopted area master plans because it will provide an adequate transportation link 
between 1-270 and the Shady Grove Metrorail Station.    As discussed in Section I.C., it 
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will serve proposed employment activities and other land development in the Shady 
Grove study area. In contrast, the No-Build Alternate would have placed limitations 
on  future  development  envisioned in all adopted and proposed plans for the study 

\& 

area. 

Si iSf r £ I va y GrOVe SeCt0r PIan in 1977 (which amended Portions of the 1971  Gaithersburg Vicinity Master Plan) outlined the County's commitment to the 
development of the Shady Grove area as a major County housing and employment 
center. Currently proposed revisions to the Gaithersburg Vicinity Master Plan 
recommend an increase in the level of development in the 1-370 study area while 
£ thf S T ^ or

c
zoninS recommendations for the 4.5 square mile area included 

in the Shady Grove Sector Plan. These revisions are outlined in the M-NCPPC 
Preliminary Staff Draft Plan which represents a comprehensive amendment to the 
1971 Gaithersburg Vicinity Master Plan (Planning Area 20) and a portion of the 
area covered by the 1968 Rock Creek Master Plan (Planning Area 22). Specifically, 
the new Draft Plan recommends more intensive development of the Washingtonian 
Tract, adjacent to the 1-270 corridor. 

Alternate 3E Modified will allow full implementation of the currently proposed 
Staff Draft Gaithersburg Vicinity Master Plan. The alternate will accommodate 
100 percent of the proposed growth in the Shady Grove study area, including intensive 
development m the Washingtonian Tract. In contrast, the others would not fully 
accommodate the level of future development proposed in M-NCPPC's Staff Draft 
Gaithersburg Vicinity  Master Plan.     While it is recognized that  this  staff  draft 
?nn»1S^-?r?ntI.y er reView' {t has local suPPort* and the final design of Alternate 
3E Modified will be consistent with the Gaithersburg Vicinity Master Plan as 
ultimately adopted. Alternate 3E Modified allows implementation of the basic 
Corridor City concept presented in the "On Wedges and Corridors" Plan by 
accommodating more intensive use of land in an area recommended for development 
as a residential and commercial center and by facilitating opportunities for the 
utilization of all modes of transportation. 

3.    ECONOMIC 

a.    Business Displacement and Relocation 

Relocation assistance payments will be made, including moving expenses, for all 
businesses displaced. Estimated costs, of course, are preliminary as conditions may 
differ at the time of settlement. 

Alternate 2C would have required displacement and relocation of only one business 
establishment, a gasoline service station, and result in the loss of parking area and 
relocation of pump islands and underground storage tanks. Estimated costs of these 
improvements were $60,000 for the service station structure and $45,000 for the loss 
of pumps, storage tanks and parking. Preliminary relocation assistance costs for this 
business under Alternate 2C were estimated to be $18,750. 

Alternate 2D would have resulted in displacement of pumping and underground storage 
facilities and loss of parking space at the gasoline station. Costs associated with 
relocating these improvements were estimated at $45,000. 

Alternate 3D would have required the taking of two existing business establishments. 
Two warehouses, six small outbuildings and offices operated by a distributing company 
and located on Oakmont Road above Shady Grove Road would have been within the 
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highway right-of-way. The other business displaced was a combination professional 
office/residence located on MD 355 just north of Shady Grove Road. The total cost 
of these improvements was estimated at $340,000. Preliminary relocation assistance 
costs for this business were estimated to be $135,000. 

Under Alternate 3E Modified and 3C, which avoid Rosemont Park as well as the 
Rosedale apartment building in the City of Gaithersburg, several other businesses will 
be taken in addition to those cited for Alternate 3D. These include: a Burger King 
restaurant with a preliminary structure cost of $100,000; National Tire Wholesale with 
structure costs of approximately $900,000; and a one-story office building with 
estimated improvement costs of $900,000. Preliminary relocation assistance payments 
for these establishments are tentatively placed at $703,750. Relocation time would 
be one to one and one-half years if the State takes title, two to three years "title 
is not obtained before relocation assistance begins. A total of 36 businesses with 18* 
employees (*0 of whom are minority) will have to be relocated under Alternate 3E 
Modified. There are no known minority-owned businesses or non-profit organizations 
involved. 

b.    Effects on Business Development/Employment 

According to the traffic analysis undertaken as a part of this study, the traffic 
capacity on the "critical link" of Shady Grove Road will not be adequate to 
accommodate projected traffic volumes unless 1-370 is constructed. The constraint of 
traffic inherent in any of the other alternates would have significant implications for 
development activity and employment growth in the study area. 

Traffic Capacity Constraints 

Based on current traffic studies, Alternates 3C, 3D, and 3E Modified will divert 
substantial traffic volumes from Shady Grove Road; projected average daily traffic 
(ADT) on the critical link will be about the same as it is today. If the 1-370 project 
is not undertaken, however, projected traffic volumes on Shady Grove Road would far 
exceed its expected capacity. 

If no further improvements beyond the widening of Shady Grove Road to six lanes are 
made, it is doubtful that the private sector will undertake all the projects now being 
considered or those required to fulfill the study area employment projection for the 
year 2006. Whatever the private sector response, however, public sector growth 
policy rather than market dynamics is likely to be the decisive element in study area 
development activity and realization of the employment projections. 

In an effort to resolve difficulties in implementing the county's Adequate Public 
Facilities Ordinance on a project-by-project basis, the Maryland-National Capital Park 
and Planning Commission has adopted overall development thresholds keyed to the 
staging of major public facility and roadway improvements in the various policy areas 
of the County. In the Gaithersburg policy area, of which the 1-370 Study Area is a 
part, M-NCPPC will now permit commercial development accommodating an additional 
14,000 employees. This is based on roadway improvements included in current county 
and state capital improvement programs. 

In this analysis of economic impacts of the alternates, it has been assumed that ADT 
on the critical link of Shady Grove Road would not exceed 110 percent of the 
roadway design capacity (LOS E). The implications for traffic volumes under the 
various alternates are shown in Table IV-2. 
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TABLE IV-2 

Projected Average Daily Traffic (ADT) 
in the Year 2006 on the Critical Link 
of Shady Grove Road, 1-370 Alternates 

Alternate ADT 

1 Unconstrained No-Build 85,000 
1 Constrained No-Build 65,000 
2 Eight-Lane Shady Grove Rd. 75,000 
3 1-370 to Fields Road 42,000 

Source:       Maryland State Highway Administration 

As illustrated, constrained ADT on the  critical  link  of  Shady  Grove  Road  would 

IZITH t n0K,m?re than 65'00u0 vehicles; Similarly, if Shady Grove Road were 
widened to eight lanes, a somewhat higher (75,000 vehicles) ADT would be allowed. 
Under both of these alternates, development limits in the study area would have to 
be imposed as overall unconstrained level of 85,000 ADT would exceed the maximum 
number of vehicles that could be physically accommodated by an eight-lane Shady 
Grove Road. If the Washingtonian Tract were to be fully developed without the 
benefit of 1-370, this hypothetical figure would increase even more. 

Overall county development thresholds keyed to the staging of major public facility 
area roadway improvements have been adopted and construction of 1-370 is of major 
importance on this listing of county and state improvements. If this roadway 
improvement is not undertaken, development thresholds and permitted development 
activity will presumably be adjusted downward accordingly. Therefore, based on the 
principal sources of projected traffic on the critical link, this study concluded that 
constraint of employment-related development would be the only reasonable approach 
to meeting the traffic capacity constraints on Shady Grove Road that would exist 
under Alternates 1, 2C, and 2D. 

While construction of Alternates 3C, 3D or 3E Modified will alleviate traffic 
congestion on the critical link of Shady Grove Road, carrying capacities differ 
substantially. Each would provide direct highway access to the southwest of 1-270, 
and thus is critical in effecting development potentials of large tracts of vacant land 
in particular, the Washingtonian Golf Course site. The site, subject to recommended 
zoning changes, has the capacity to hold up to 3A million square feet of building 
space. Most of this (about 2.5 million square feet) would likely be devoted to office 
use, with complementary R&D, commercial, retail and lodging facilities. Proposals to 
date have projected a 10 to 15 year build-out, well within the end of the study 
period for 1-370 planning (2006). At full development, generated real property tax 
revenue is projected at $3A million per year in constant 1981 dollars. 

Under Alternates 3D and 3E Modified, all of this projected development can be 
accommodated in accordance with the County's Adequate Public Facilities Ordinance. 
Under Alternate 3C, however, development clearly would have to have been scaled 
down.    At minimally acceptable levels of traffic congestion (LOS D), an estimated 43 
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percent of total development could have been accommodated. Employment and tax 
revenue would have been affected accordingly. In comparison, at severely congested 
traffic levels (LOS E), 86 percent of development hypothetically could be serviced. 
Table IV-3 below summarizes the two economic and fiscal consequences of the 
alternates on development of the Washingtonian Tract vicinity. 

TABLE IV-3 

Critical Traffic Capacities on 1-370 
And Their Projected Impacts on Washingtonian Tract 

Development, Under Alternates 3C and 3D/3E Modified 

Alt. 3D/3E 

Level of Service 

ADT between 1-270 and 
Fields Road 

Permissible Sq. Footage 
Market Value of Improvements 

and Land 
Assessed Value 
Property Tax Revenue 
Projected Employment 

Alt. 3C Modified* Difference 

(000) (000) (000) 

LOS D LOS C' — 

25 
1,462 

75 
3,400 

50 
1,938 

$96,545 
$45,183 

$1,451 
5,800 

$224,524 
$105,077 

$3,374 
13,500 

$127,979 
$59,894 
$1,923 

7,700 

*    Selected Alternate 

Note:        Dollar amounts expressed in constant 1981 dollars. 
Source:     Hammer, Siler, George Associates 

Development Impacts 

To keep within traffic capacity constraints on Shady Grove Road, employment in the 
study area could account for no more than 16,700 of projected ADT under the No- 
Build Alternate (65,000). When existing 1980 employment levels and trip generation 
factors are taken into account, additional development accommodating only 1,180 new 
employees could take place. This is a small fraction of projected employment growth 
to the year 2006. Under Alternates 2C and 2D (widening of Shady Grove Road to 
eight lanes), 26,700 in employment-related ADT could have been accommodated, only 
a third of the projected employment growth. 

The implications of this analysis are clear. Under Alternate 1, only three percent of 
the commercial real estate development expected over the next 26 years could have 
been permitted. In contrast to the 9.8 million square feet of maximum anticipated 
space, only 300,000 square feet would have been permitted. Under Alternates 2C or 
2D,   the  situation   was  somewhat better, but only  3.3 million square feet of space 
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could have been accommodated. In this case, only a third of the development 
expected under official projections would have occurred. Under Alternate 3C, over 
80 percent could have been accommodated at LOS D. If LOS E conditions (absolute 
roadway capacity) were allowed on 1-370 and 1-270, fully 95 percent of total 
development could have been handled. Alternate 3E Modified and 3D will have 
sufficient capacity to accommodate total potential development. Assuming that 
three-fourths of the space projected for development in the study area will be 
conventional office space and the remainder research and development, 
retail/commercial, and hotel facilities, the total development potential (value of new 
buildings construction) for each alternate would be as follows: Alternate 1, $4.5 
million; Alternates 2C and 2D. $145.0 millionj Alternate 3C, $386.6 million: and 
Alternates 3D and 3E Modified, $514.6 million. ' 

c    Effects on Tax Base 

Property Tax Rolls 

Development activity and assessed values that will accrue to the cities of 
Gaithersburg and Rockville have been estimated. Assuming that the City of Rockville 
would annex areas immediately adjacent to present municipal boundaries (specifically 
the area west of an extended Gaither Road and the area west of Research Boulevard 
to bhady Grove Road), approximately 20 percent of the employment growth and 
development activity is expected to occur within the Rockville city limits. Just 
under five percent is expected to be within the City of Gaithersburg. 

The full-scale, unconstrained development activity expected under Alternate 3E 
Modified or 3D will contribute materially to the real property tax base of area 
jurisdictions. At current property tax assessment ratios, over $280 million in land 
and improvement value would be added to the property tax rolls. This amount is 
equivalent to 6.5 percent of the current assessed valuation in the county as a whole. 
In Rockville, the addition of $55 million in assessed value is equivalent to nearly 
eight percent of the City's current valuations. In Gaithersburg, the $13 million 
addition is equivalent to three percent of its current total assessment of $414 million. 

Based on interviews with a sample of study area firms conducted as part of this 
study, if development were constrained in the study area under Alternates 1, 2C, or 
2D, it seems likely that 60 to 70 percent of it would occur elsewhere in the county. 
Much of it would probably shift northward to other locations in the 1-270 corridor. 
Some may also be transferable to the growing U.S. 29 corridor to the east. Since 
Rockville and Gaithersburg are largely developed at present, it is doubtful that all 
projects precluded from locating in the 1-370 study area would be transferable to 
other locations in these cities and their property tax rolls would suffer accordingly. 

Fiscal Effects 

At current tax rates, projected unconstrained development in the study area under 
Alternate 3E Modified and 3D will generate approximately $9.7 million annually in 
property tax revenues. From all new commercial properties in the study area, 
Montgomery County will realize $6.4 million in annual revenues. Just under $600,000 
will be available to the State of Maryland, and approximately $2.1 million will be 
collected by special service taxing areas of the County. The City of Rockville will 
collect approximately $500,000 from the new properties located within its boundaries, 
and approximately $70,000 will accrue to the City of Gaithersburg. 

The fiscal implications of constrained development would be directly proportional. 
Under Alternate 1, development activity in the study area would have generated only 
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$300,000 in annual real property tax revenues. Under Alternates 2C and 2D, the 
comparable figure was $3.5 million. Under Alternate 3C, development would have 
been constrained to a far lesser degree. Nonetheless, total annual tax revenue would 
still be one to two million dollars less than under Alternates 3D or 3E Modified. 
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B.    TRANSPORTATION 

1.    DESIGN YEAR TRAFFIC 

2006 design year average daily traffic (ADT) forecasts for Alternates 1, 2C, 2D, 3C, 
3D and 3E Modified are presented in Figures IV-1 through IV-4. As indicated in 
Section III, these forecasts reflect traffic constraints where necessary to bring traffic 
demand and traffic capacity into a reasonable balance. (See discussions above under 
Section IV.A.3. ECONOMIC.) The critical roadway section necessitating traffic 
constraint is Shady Grove Road between 1-270 and Gaither Road, in particular the 
intersection of Gaither Road and Shady Grove Road. The degree of constraint in this 
segment for each alternate was as follows: 

o    Alternate 1 - 20,000 vehicles per day, or 24 percent 
o    Alternates 2C and 2D - 10,000 vehicles per day, or 12 percent 
o    Alternate 3C - No constraint 
o    Alternates  3D  and  3E  Modified - No constraint, plus intense development of 

Washingtonian Tract 

In Alternates 1, 3C, 3D and 3E Modified Shady Grove Road is assumed to be six 
lanes wide, and in Alternates 2C and 2D it is further widened to eight lanes. 

Alternate system traffic forecasts for 2006 along Shady Grove Road are presented in 
Figure IV-5. Traffic volumes for 1980 are also included for comparison. Over the 
critical section of Shady Grove Road, Alternates 2C and 2D exhibited the greatest 
traffic demand and capacity. Both traffic volume and capacity would have doubled 
on this section under the design assumptions for Alternates 2C and 2D. Under the 
no-build (Alternate 1) assumptions, traffic volume and capacity would both have 
increased by approximately 50 percent. Traffic volumes for Alternate 3E Modified, 
as well as 3C and 3D, will be somewhat lower than 1980 levels due to the diversion 
of traffic to 1-370. Traffic on Shady Grove Road west of 1-270 shows relatively 
little variation among the alternates but also exhibits a much higher rate of increase 
due to the pattern of projected development. Between Gaither Road and the Metro 
Access Road, volumes are much lower for Alternates 3C, 3D and 3E Modified than 
for Alternates 1, 2C and 2D. 

Beyond Shady Grove Road, other significant differences in forecast traffic among the 
alternates are limited to 1-270 and MD 355. The addition of 1-370 to the highway 
network with interchanges at 1-270 and MD 355 concentrates more traffic on these 
other two major facilities. An additional 15,000 to 20,000 vehicles per day, compared 
to the No-Build, were attracted to 1-270 under Alternate 3C. In addition, 
approximately 5,000 vehicles per day were attracted to MD 355 north of its 
interchange with 1-370. Alternate 3E Modified and 3D result in approximately 
20,000 more vehicles per day than Alternative 3C on 1-270 and 10,000 more on 1-370 
east of 1-270. Approximately 45,000 vehicles per day more will use the portion of I- 
370 between its terminus at Fields Road and its connection with 1-270. This is due 
to assumptions of increased land-use development in the Fields Road area 
accommodated by Alternates 3D and 3E Modified. 

Alternates 3C, 3D and 3E Modified also experience higher traffic because the land- 
use development and its resultant traffic are unconstrained compared to Alternates 1, 
2C and 2D. The unconstrained land use projections are reflected in the overall 
evaluation of the alternates. 
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ADT's are given in 
the following sequence: 
ALTS. 3D,3E Modified (2006) 
ALT. 3C   (2006) 

^ALTS.2C,2D   (2006) 
^CALT.   1   (2006) 

Existing  (1980) 

>|CTraffie forecasts based on constrained land uso development 

Alternate System Traffic 

on Shady Grove Road 
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2.    CAPACITY AND LEVEL OF SERVICE 

The major differences in capacity and level of service among the alternates are 
concentrated along Shady Grove Road. Comparative intersection volumes and 
capacities along Shady Grove Road are summarized in Table IV-*. The comparative 
measure shown is percent saturation, discussed earlier in Section III. 

Even after traffic constraints have been applied, Alternate 1 exhibited heavily 
oversaturated conditions along Shady Grove Road at Gaither Road and MD 355.    The 

Ga her Rn^H In IHT^ ^ TCh lower levels of Percent saturation except at Gaither Road and Shady Grove Road,  where no improvement relative to Alternate  1 

Tori traJtUnde
t
rHAlternatKeS 2C ^ 2D- However'both these alternates would carry more traffic in this area than would Alternate 1. y 

Comparative  LOS  ratings  and  delay   measures  are  summarized  in  Table  IV-5 
Alternate  1  provided the poorest LOS and  highest  delay,  even  though its associated 

^1 n,0reCaStS/efle.Ct-SKUbStantial reStraint'    Alterna^ 2C and 2D hS reasonably 
thlt  t?LevCePt at- Gait]i% Road-     H0WeVer'  these a^rnates ^ere constrained  in 
ed.r. IrJ r f^1?? ,abllAty-     Due t0 I-370'  Al^rnates  3C,  3D and 3E  Modified 

reduce traffic along Shady Grove Road to below   1980  levels.     This  coupled  with 
*•gr?Ti!"6d

l+
Capacity ^creasing improvements combine to yield the best service of 

any of the alternates. 

tAhne0^rrat1nrnf0fTC907nnCerVn evaluating the traffic Performance of the alternates is 
the operation of 1-270. Weaving movements related to entering and exiting traffic 
and the operation of interchanges have been analyzed from a capacity and level of 
service standpoint. The addition of a new interchange with 1-270 introduces heavy 
weaving movements along 1-270 between the 1-370 and Shady Grove Road 
interchanges. The close proximity of these interchanges contributes to potential 
iMeaJ?gu dlf

J
flculties- Level of service analyses for Alternates 3C, 3D, and 3E 

Modified indicate this section of 1-270 likely will operate at LOS E during the peak 
hours (southbound in the am peak and northbound in the pm peak). Weaving conflicts 
are completely eliminated by interlacing the entrance and exit ramps between the 
two interchanges. On northbound and southbound 1-270, traffic exiting at the 
downstream interchange is taken off the freeway upstream of the traffic entering 
onto the freeway. Ramps are grade separated where they cross. This configuration 
provides for LOS C operation on 1-270 between Shady Grove Road and 1-370 during 
peak hours. 5 

Two ramps in Alternate 1 would have operated below desirable levels, the on-ramp 
carrying westbound traffic from Shady Grove Road to southbound 1-270 (LOS D/E) and 
the off-ramp carrying northbound 1-270 traffic to Shady Grove Road (LOS E) 
Alternates 2C and 2D also exhibited two ramps at below desirable level of service' 
the on-ramp carrying westbound Shady Grove Road traffic to northbound 1-270 (LOS 
E; and the off-ramp carrying northbound 1-270 traffic to Shady Grove Road (LOS 
t/F). No ramps at Shady Grove Road under Alternates 3C, 3D, and 3E Modified are 
expected to operate below LOS D under the traffic volumes projected. 

The design of Alternates 3D and 3E Modified is a direct result of the higher traffic 
volumes occasioned by the more intense development now envisioned in the Fields 
Road/I-370 vicinity. None of the other Alternates fully accommodate this higher 
traffic. In particular, Alternates 1, 2C and 2D were already constrained below the 
base level of development. Alternate 3C accommodated the base level of 
development without the need for constraint but would have suffered widespread LOS 
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TABLE IV-* 
l*\ 

PERCENT SATURATION2 AT SHADY GROVE ROAD INTERSECTIONS 
BY ALTERNATE 

Alts. 3D & 
3E Modified 

Shady Grove Road Alt. U Alts. 2C & 2Dl Alt. 3C (Selec. Alt.) 
Intersection With: A.M. P.M. A.M. P.M. A.M. P.M. A.M.     P.M. 

1-270 Southbound 81 103 83 85 45 53 46         54 
1-270 Northbound 87 85 76 79 59 62 59         62 
Choke Cherry Road 9* 92 8* 82 71 57 72         58 
Gaither Road 105 103 101 111 90 80 90         81 
MD 355 

Foreca 

130 

sts 

78 82 72 91 83         94 

1    Constrained Traffic 
2    Correlation between i percer it saturation and Level of Service is as follows: 

LOS Percent Saturation 

A Less Than 63 
B 63-72 
C 72-81 
D 81-91 
E 91-100 
F More Than 100 

TABLE IV-5 

LEVEL OF SERVICE AND DELAY 
AT SHADY GROVE ROAD INTERSECTIONS BY ALTERNATE 

Alts. 3D & 
3E Modified 

Shady Grove Road Alt. H Alts. 2C & 2D1 Alt. 3C (Selec. Alt.) 
Intersection With: LOSl Delay LOS      Delay LOS Delay LOS    Delay 

1-270 Southbound D/F 168 D/D 55 A/A 8 A/A            8 
1-270 Northbound D/D 60 C/C 37 A/A 13 A/A          13 
Choke Cherry Road E/E 160 D/D 45 B/A 13 C/A           14 
Gaither Road F/F 357 F/F 411 D/C 70 D/C           72 
MD 355 F/F 1883 C/D 40 B/D 76 D/E         109 

Total Delay 2628 588 180 216 

1 Level of Service - A.M./P.M. 
2 Delay in vehicle hours, a.m. and p.m. peak one hour combined 
3 Constrained traffic forecasts 
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F operation along 1-270 and 1-370 under the traffic levels of Alternates 3D and 3E 
Modified. 

|fr 
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0 
C.    NATURAL ENVIRONMENT 

1.    EFFECTS ON TOPOGRAPHY, GEOLOGY, AND SOILS 

Construction of roadways and interchanges will require modifications to existing 
terrain in order to achieve necessary grades, suitable drainage, grade separations, and 
compatibility with surrounding land uses. 

Alternates 2C and 2D would have had little impact on topography, geology, and soils 
since they involved widening of existing Shady Grove Road and modifications to 
existing interchanges. These improvements would largely have occurred along the 
ridge separating the Muddy Branch and Watts Branch and Rock Creek drainage basins. 
Elevation changes and design of drainage structures might have moved small areas 
within the interchanges from one drainage basin to another, but the overall impact 
was considered insignificant. 

Alternate 3E Modified, along with 3C and 3D, will involve some changes in 
topography along the 3.4 miles of new alignment, especially where the proposed 
roadway crosses over 1-270, under/over MD 355, over the B&O Railroad, and under 
Shady Grove Road. Alternate 3C would have needed 1 million cubic yards of cut and 
1.5 million of borrow and Alternate 3D, 1.3 million of cut and 2.8 million of borrow. 
Alternate 3E Modified will need 0.9 million of cut and 3.4 million of borrow. 
Maximum depth of cut will be about 58 feet for 3C and 3D and 39 feet for 3E 
Modified, while maximum height of fill will be about 61 feet. Less than 200 acres 
will be disturbed. Borrow material required will be obtained from borrow sites 
chosen by the contractor and approved by Maryland State Highway Administration in 
accordance with Maryland standard specifications. 

Modification of surface features will include excavation for roadway, drainage 
features, and bridge footings and fill to elevate 1-370 and the interchange ramps. 
The I-270/I-370 interchange will involve construction of an overpass and ramps and 
crossing a small tributary to Muddy Branch. The I-370/MD 355 interchange will 
involve bridge footings and fill to carry 1-370 over MD 355. Fill sections will be 
used to cross over Oakmont Avenue, the B&O railroad, Crabbs Branch Way, and 
portions of Mill Creek. Another cut section will be used where 1-370 will cross under 
Shady Grove Road. 

Roads form barriers to natural drainage because of the need to remove water from 
the pavement and keep it out of the base material. Landscaping and drainage 
structures, such as berms, swales, ditches, culverts, and bridges will be designed to 
replace the natural drainage to provide for new conditions imposed by the presence of 
the new highway within the drainage basin. Stream relocations are discussed in 
Section 3 following. 

Because of shallow bedrock in the area, some rock excavation may be required for 
roadway cuts and drainage and to expose unweathered rock for bridge footings. The 
location and extent of such rock excavation will be determined during the 
development of final roadway plans and profiles following detailed soil borings and 
analysis. No unique or otherwise significant geologic features would be adversely 
affected by any of the alternates. 

Natural soil erosion due to water and wind can be accelerated by highway 
construction without control measures when vegetative cover is removed and runoff is 
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1*1 
concentrated by new drainage patterns. Appropriate erosion and sediment control and 
stormwater management measures will be stringently employed, as required by the 
State Highway Administration and the Maryland Water Resources Administration. 
Topsoil will be stockpiled for use in revegetating median strips, shoulders, and 
embankments. Fugitive dust will be controlled by revegetation and by use of water 
or hygroscopic chemicals on unpaved roads during dry weather construction. 

Twelve acres of active prime farmland will be converted to roadway use by any of 
the 1-370 alternates on new location. Master planning anticipates development of the 
entire area, and most of the affected land is currently in reservation for highway 
use. The loss of farmland is not expected to impair future agricultural production in 
the region. No farms will be displaced or severed. The production of corn near the 
intersection of MD 355 and Shady Grove Road is already scheduled to cease in the 
near future due to development pressures. Soil erosion and nutrient runoff from 
vegetated highway embankments are expected to be less than that from the active 
agricultural land under conventional tillage in the area. 

2.    EFFECTS ON WATER RESOURCES AND WATER QUALITY 

In general, highway improvements and other features of urbanization have adverse 
effects on water resources, including less infiltration and stream base flow, more 
surface flow, higher stream peak flow, and shortened lag time. Corresponding 
impacts on water quality include increase in erosion, sedimentation, water 
contamination, and thermal pollution. 

a.     Water Resources 

The major effects on water resources derive from increased impervious area and 
resulting runoff. For the Shady Grove sector planning area, impervious areas, based 
on values for acres in various zoning categories (Montgomery County DEP, 1979; M- 
NCPPC, 1977), are 42 percent for existing development and 57 percent for planned 
growth. Assuming that ultimate development in the study area will result in 60% 
imperviousness, 3840 acres would be rendered 100% impervious. The right-of-way 
areas disturbed during construction of roadway, including pavement and shoulders, for 
each alternate are as follows: 

Disturbed Impervious Portion of 
Alternate Area (acres) Area (acres) Impervious 3840 acres 

2C 53 16 30 % 0.4 % 
2D 28 12 43 % 0.3 % 
3C 212 62 29 % 1.6 % 
3D 228 83 36 % 2.2 % 

3E Mod 228 84 37 % 2.2 % 
(Selec. Alt.) 

This comparison shows that the change in runoff characteristics due to any of the 
alternates would be small compared to changes caused by other types of development 
within the study area. Imperviousness within the 1-370 right-of-way would be about 
37 percent, compared to the approximately 60 percent projected for ultimate 
development in the planning sector. Alternate 3E Modified will add the most 
impervious area, but the increase is only 2.2%. Thus the effect of 1-370 on 
groundwater recharge and runoff volume should not be significant compared to 
expected development in the area. Alternates 2C and 2D would have had little 
effect, if any, on recharge or runoff. 
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Alternate Construction Yield (Percent) 

1 0 
2C 1460 (5.6%) 
2D 800 (3.0%) 
3C 4960 (18.9%) 
3D 5460 (20.8%) 
3E Mod. 5460 (20.8%) 

b.    Water Quality 

Many of the soils in the study area are highly erodible. Siltation and sedimentation, 
especially during construction, could cause physical damage such as clogging of 
ditches and conduits and alteration of stream channels. Small waterways, such as the 
upper reaches of streams in this area, are more susceptible to impacts associated 
with erosion and silting because of their shallow cross-sections and variable flows. 
The existing streams already show signs of such impacts. 

To estimate increases in sediment yield due to the various alternates, estimates were 
made of present yields for the four affected watersheds, Muddy Branch, Watts 
Branch, Mill Creek, and Crabbs Branch, yields from construction, and yields from 
operation, and percentages of total yield calculated (HDR, 1982: Technical Report, I- 
370 Water Resources). The results are as follows, assuming a present yield of 26,300 
tons/year: 

Operation Yield (Percent) 

0 
21 (0.1%) 
12 (0.1%) 
73 (0.3%) 
81 (0.3%) 
81 (0.3%) 

Yields are clearly highest during construction and fall off to negligible levels for all 
alternates during operation. Alternate 3E Modified gives the highest construction 
yield, and this would be a 21% increase over existing land use overall, presuming no 
further disturbance. Breakdown of these effects by watershed shows Crabbs Branch 
receiving a 30 percent increase for 1-370, Mill Creek 20 percent, Muddy Branch 27 
percent, and Watts Branch 5 percent during construction. During road use, these 
values all fall to less than 1 percent (HDR 1982). During construction localized 
streambank erosion and channel widening may occur in the upper reaches of the 
affected watersheds, especially where bridge footings and relocation are necessary, as 
well as short-term increases in sediment loads during storms. These effects should be 
reduced further downstream, and after revegetation of cut and fill slopes and 
institution of runoff mitigation measures, the effects should be reduced to levels 
slightly above existing. 

An estimated 600 tons (485 cubic yards) of sediment will enter Lake Needwood from 
Mill Creek during construction of 1-370, an additional 6 percent. Given a trap 
efficiency of 85% (HDR, 1982), 411 cubic yards will be retained, a small value 
compared to the lake's storage capacity of 550,000 cubic yards and the 100,000 cubic 
yards dredged to date. This 6 percent increase is not expected to affect the marsh 
at the head of the lake significantly, if at all. 

Although construction may introduce some pollutants, highway use during operation is 
more likely to cause problems. Highway use results in the accumulation of potential 
water pollutants, including: vehicular oil, grease, gasoline, and solvents; wear particles 
from clutches, brake linings, and tires; exhaust emissions, which collect on the 
surfaces of pavement and nearby vegetation; roadside litter and debris; de-icing 
compounds and abrasives applied to roadway surfaces; and materials used for right-of- 
way maintenance, such as defoliants, pesticides, and fertilizers. These can cause 
problems such as dissolved oxygen depletion, pathogen introductions, increases in 
nutrients and suspended solids, and toxicity. 
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Materials Increase (Decrease) Over 
(tons/year) Existing No-Build 

370 0 % (46 96) 
677 83 % 0 % 
704 91 % 4 % 
785 113 % 16 % 
927 151 % 37 % 

Calculation of deposition rates of roadway materials can give an estimate of 
maximum potential pollutant loadings, although it is unlikely that all deposited 
materials wash into local watercourses. Shaheen (1975) measured deposition rate of 
hnJ^ TTfS at eiShVites in the Washington area. Statistical correlation 

showed that deposition of many materials was proportional to axle-mileaee while 
other materials accumulated relative to time since last rainfall. m"eage, wnue 

Since land use, roadways, and traffic in the 1-370 study area are generally similar to 
^J*?^91^ ^T' hiS mileag-proportional deposition rafes we re SEftiS 
frnT8

th 
da

h
1!yh

trafflc (ADT and tra«* composition data to estimate annual deposition 
from the highway system in the study area for 1980 and for each of the four 
alternates under study for the year 2006.    The results are as follows? 

Highway System 

Existing (1980) 
Alternate 1 (2006-No Build) 
Alternate 2C & 2D (2006) 
Alternate 3C (2006) 
Alternate 3D & 3E Mod. (2006) 

bvnT5l%dTn?ift
I
iH!1hiSMhT%7enPJCt^^0 in

T
CreaSe by 83% for the no-build alternate, and 

J iyi fu^-b^d 1-370 by 2006.    This means that 1-370 will produce an excess 
of 37% more deposited materials than the no-build. Partitioning the high value of 
927 tons among watersheds by proportion of mileage of roadway shows Mill Creek 
receiving 40%, Crabbs Branch 19%, Watts Branch 28%, and Muddy Branch 49%. Thus 
the Rock Creek watershed and Lake Needwood would receive the smallest proportion 
of deposited materials. 

Shaheen (1975) also analyzed the deposited materials, and found that of 16 categories 

if*? a9C£0UnteTdKf0r 81%' VOlatile SoIids 5-1%> COD 5A%> ferrous metals 5.3%, and 
leaa i.^^b. This sort of composition breakdown renders analysis of effects 
problematical due to the large "other" fraction and the lack of understanding about 
the mobility of the various components. Many of these, however, are solid particles 
or are water soluble, and can be transported in runoff. 

Although the constituents of highway runoff could have adverse impacts on water 
quality and aquatic organisms, these impacts were not further quantified because 
water quality monitoring and modeling were determined to be inappropriate due to 
low sensitivity of the models to small changes in a watershed such as those resulting 
trom construction and operation of the proposed action. The various pollutants 
potentially introduced by the proposed project are already entering the streams from 
existing roads, so the effects of additional amounts of these would be difficult to 
analyze. 

During construction, removal of trees shading Muddy Branch and Mill Creek 
headwaters may result in elevated water temperatures during summer. Alternates 3C 
fr(lI.i

D
J

woul<!J
haYe resulted in the most loss of shading for stream relocation, 3E 

Modified considerably less, and the others none. Although there is an obvious 
relationship of length of stream exposed and potential for temperature elevation, too 
many variables enter in to make a quantitative analysis possible. 

Final design for the proposed improvements will include plans for grading, erosion and 
sediment control, and stormwater management, in accordance with state and federal 
laws  and  regulations.     Measures to  minimize or eliminate erosion and sedimentation 
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during road construction and later use include provisions for drainage, retaining walls, 
cribbing, vegetation restoration, rip rap, sedimentation basins, filter fabric fences, and 
other protective devices. Retention/detention basins can also be used for sediment 
control and stormwater management. These also retain particulate deposited 
materials. They will require review and approval by the Maryland State Water 
Resources Administration (WRA) and Office of Environmental Programs (OEP). 

A sediment and erosion control program was adopted by the State Highway 
Administration in 1970. It incorporates the standards and specifications of the Soil 
Conservation Service and specifies procedures and controls to be used on highway 
construction projects. These procedures and controls will be stringently applied to 
limit the generation and transport of silt. This will be particularly important where 
construction will be required on steeply sloping stream valleys or in areas of soil 
having a high erosion potential.    This plan would include the following: 

o Staging of construction activities to stabilize ditches permanently at the top 
of cuts and at the foot of fill slopes prior to excavation and formation of 
embankments. 

o Seeding, sodding, or otherwise stabilizing slopes as soon as practicable to 
minimize the area exposed at any time. 

o Timed placement of sediment traps, temporary slope drains, and other control 
measures. 

Numerous variables affect the quantity of pollutants which are washed into streams; 
however, impacts will be reduced by controlling the application of maintenance and 
de-icing materials, periodic pavement sweeping, litter control, use of grassy drainage 
ditches, stormwater detention ponds, and other methods of slowing the flow of 
stormwater runoff, as discussed above. 

Since the alignment will pass through areas of varying slope, soil erodibility, stream 
size, and vegetation associations, specific control measures could best be defined 
after design features have been considered. However, with the application of 
available erosion control technology, no significant impact to surface water quality is 
generally anticipated. 

3.    STREAM MODIFICATION AND IMPOUNDMENT IMPACTS 

Alternates 2C and 2D would not have resulted in any stream impoundments, diversion, 
or channel modifications. They were located on a ridge which separates drainage 
basins, not near watercourses. 

Alternate 3E Modified will not create or impact impoundments, but will involve, in 
the headwaters of Mill Creek, a stream relocation and the enclosure of a spring and 
225 feet of its outlet. This also holds for 3C and 3D. As shown in Figure IV-6, top, 
Alternates 3C and 3D required relocating approximately 1200 feet of Mill Creek 
channel and adding 300 feet in a culvert under 1-370. The total length of the new 
stream channel created will approximately equal the old removed channel; of open 
channel length, only 100 feet would be lost. Alternate 3E Modified, by being 
placed closer to the shopping center, avoids Mill Creek, but relocates 500 feet of 
open channel and adds 200 feet of culvert to a minor tributary already badly 
damaged due to lack of proper mitigation measures during recent construction of the 
shopping center. Only 60 feet of open channel are lost, and the new channel exceeds 
the old by 140 feet. 
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Alternate 3D would also have involved a stream relocation for a tributary of Muddy 
Branch (see Figure IV-6). Approximately 940 feet of stream channel would have been 
lost and 900 feet created, for a net loss of 40 feet. Of the replacement channel, 
about 340 feet would have been located in culvert under the proposed 1-370 
embankment, such that the total open channel lost was approximately 380 feet. 

Based on consultations with representatives of the U.S. Fish and Wildlife Service and 
Maryland DNR, the channel modifications are not considered significant because the 
distances are relatively short, the streams drain small areas (less than 200 acres), the 
channels are narrow (less than 10 feet), and portions of the stream beds have already 
been altered by erosion, grading, and/or sewer construction. Since these 
consultations, stream relocation has been reduced considerably by the selected action. 

There is no practicable alternative which would avoid some channel change at Mill 
Creek headwaters. 1-370 geometries must avoid the nearby shopping center to the 
south yet provide the necessary curve to meet the Metro Access Road. Alternate 
3E Modified is a practicable alternative to avoid the Alternate 3D stream relocation 
at the tributary to Muddy Branch. Alternate 3E Modified also avoids Mill Creek 
and requires shorter relocation of an already damaged minor tributary behind the 
shopping center parking lot. Mitigation measures being incorporated in the Selected 
Alternate include reducing the width of the median strip and moving the roadway 
eastward, away from the main stream channel. 

Construction of the proposed channel modifications will result in short-term changes 
in stream environment which include the removal of streambank vegetation, the 
creation of a more uniform and unstable substrate, and the creation of a higher 
potential for stream erosion. While increases in stream turbidity during construction 
will result in a temporary adverse impact to stream biota, long-term adverse impacts 
will derive from loss of stream habitat. In Alternate 3D about 380 feet of existing 
stream bed would have been lost, thereby reducing the number of benthic 
invertebrates available as food sources for higher trophic-level organisms. 

In Alternates 3C and 3D, the Mill Creek area would have lost approximately 60 to 
100 feet of existing streambed length. The overall relocation channel for 3C and 3D 
was 200 feet longer than the existing streambeds, but 300 feet of this were culvert. 
Similarly, for Alternate 3E Modified (Figure IV-7), the new length adds 140 feet, 
but 200 feet are in culvert, so the open channel is shortened by 60 feet. This would 
be a minimal reduction in potential habitat, but the new streambeds are potentially 
more hydraulically efficient than the existing streams. 

Relocated stream segments will be constructed in the dry and will have a substrate 
of similar composition to the existing channel. Highway fill slopes adjacent to any 
new stream channel will be stabilized and revegetated immediately during 
construction. Energy dissipators will also be incorporated into the highway design so 
as to diminish direct water discharges into the creek. This is of some concern, as 
Mill Creek is a tributary of Rock Creek, already heavily impacted by urbanization. 
Riprap and other measures will be used to reduce the hydraulic efficiency of the 
relocated streambeds. In the case of the relocated tributary of Mill Creek, this 
should help mitigate potential downstream erosion and the resultant increase in 
siltation at Lake Needwood. 
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4. EFFECTS ON WETLANDS 

Pursuant to Executive Order 11990, Protection of Wetlands, wetland areas potentially 
affected by the proposed project were identified in area 2 (see Figure III-7), 
downstream from Rosemont Park where extensive swamp land covers much of the 
stream floodplain. The vegetation is red maple and tulip poplar, with an herbaceous 
understory of skunk cabbage, violets, jewelweed, and swamp ferns. While it could be 
indirectly affected by siltation from construction activities, especially under Alternate 
3D, use of standard erosion control practices should minimize any adverse effect on 
the wetlands.    None of the alternates would require any land from this wetland. 

5. FLOOD HAZARD EVALUATION 

Alternates 2C, 2D, and the No-Build would not have encroached on any floodplains 
since improvements proposed under these alternates were located on the ridge 
separating drainage basins. 

The right-of-way for Alternates 3C and 3D involved two identified 100-year 
floodplains (Figure III-6): one at Mill Creek north of Shady Grove Road, and another 
at Muddy Branch east of 1-270. Approximately two acres of the Mill Creek 
floodplain are within the limits of construction just north of Shady Grove Road near 
the proposed Metro access road. As described in Section IV.C.3., this involvement is 
not considered significant because the stream drains less than 200 acres at this point, 
and it is at the upper limit of the floodplain study. Alternate 3E Modified 
encroaches on the Muddy Branch floodplain, but not Mill Creek. 

Approximately five acres of the Muddy Branch floodplain were within the limits of 
construction for Alternate 3C just east of 1-270. The proposed highway will encroach 
upon less than one-and-one-half acres within the floodplain limits for Alternate 3E 
Modified and 3D. For Alternate 3E Modified, the radius of the horizontal curve 
has already been reduced in this area to remove the project from the floodway as 
much as possible, and a retaining wall is planned to keep additional fill out of the 
stream channel next to the northeast ramp of the interchange. This encroachment 
occurs principally because existing 1-270 creates ponding in the area under flood 
conditions, and the floodplain is thus wider here than it might otherwise be. The 
flood elevation drops 20 feet between the east and west sides of 1-270. The 
encroachment is not considered a significant flood hazard because it will have little 
if any effect on flood velocity or flood-stage elevation. 

Neither of the above encroachments will adversely affect natural and beneficial 
floodplain values. Compared to existing conditions, such characteristics as flood 
storage capacity, natural filtering, and floodplain vegetation will remain essentially 
unchanged with any of the 1-370 alternates on new location in place. Likewise, the 
proposed project is not expected to generate any new pressures for development 
within these two floodplains. To the contrary, the new 1-370 is considered to support 
compatible stream valley uses since the limited access feature of the proposed 
roadway will prevent curb cuts on both sides of the facility, and it will provide a 
partially undisturbed and vegetated buffer between the floodplain and nearby 
commercial and industrial development along part of its length. In accordance with 
FHPM 6-7-3-2, a floodplain finding is not required for any of the build alternates.. 
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6.    EFFECTS ON TERRESTRIAL AND AQUATIC HABITATS 

Because Alternates 2C, 2D,. and the No-Build would have had no identifiable effects 
on ^e four natural areas of interest (see Figure III-7), only the effects of Alternates 
JC, 3D, or Jt Modified on each of the areas are discussed here. 

a.    Area 1 

Some of this 65-acre area, which includes some of Muddy Branch Park, would have 
been occupied by part of the interchange of 1-370 and 1-270 for Alternates 3C and 

V ^lternate 3C would have used roughly 1* acres; Alternate 3D would have taken 
a slightly smaller area. Alternate 3E Modified will avoid Muddy Branch Park but 
its right-of-way will cut off a small tract to the southeast. Most of this land' is a 
mosaic of regenerating woodland and upland mixed oak-tulip poplar woods, with a 
narrow stream valley, which will be bridged by an interchange ramp. 

Effects on terrestrial biota, mostly typical species such as Fowler's toad, cottontails, 
gray squirrels, raccoons, voles, and common songbirds, will result primarily from loss 
of habitat, which leads to local population reduction at least proportional to area 
lost. As the small area cut off from the main portion is primarily regenerating old 
fields, the effect on animals requiring large territories, such as deer, is not expected 
to be significant. 

With regard to aquatic biota, there is potential for siltation and pollution runoff into 
the Muddy Branch tributary during construction from the large area cleared for 
construction of the interchange and from the steep slopes on both sides of the 
stream. This effect, discussed in more detail in part e below, should be reduced 
after construction. 

b. Area 2 

Of this 63-acre area, about 25 acres will be dedicated to right-of-way for under all 
three full-build alternates. Most of this is open field with some invading shrubs and 
young trees, adjacent to active farmland and commercial development. The 
mterchange will take up most of the old field and young woods adjacent to 1-270. 
The northwestern portion of this is wooded, mostly in oak and tulip poplar, and is 
continuous with the Summit Hall park area. As in the other areas, the primary 
effect is terrestrial habitat loss. 

A small tributary to Muddy Branch, presently surrounded by young tulip poplar-red 
maple-lowland oak woods, will be disturbed when the area is cleared for construction. 
This may result in increased silt load and runoff entering Muddy Branch, with effects 
on aquatic biota as described for area 1. However, the roadway in this instance is a 
greater distance from aquatic habitats and the effects should not be as noticeable. 

c. Area 3 

This 11.5-acre area (Rosemont Park) contiguous to area 2 would have lost 3 acres to 
right-of-way for Alternate 3D only; 3C and 3E Modified avoid the park. The right- 
of-way for Alternate 3D would have divided the park, isolating the western arm and 
requiring stream bed relocation. The primary upland terrestrial habitat lost is mature 
mixed oak-hickory-tulip poplar woods, with small wet areas in the narrow stream 
floodplain. The 940 feet of stream to be relocated (see Section IV.C.3 above) would 
have been completely changed. Construction of the roadway and a new stream 
channel would likely have caused some siltation in downstream aquatic habitats. 
After   construction,  siltation  would  have been  reduced  and eliminated over the long 
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term. For Alternate 3E Modified, the only effects expected would be indirect, 
such as runoff from areas cleared for construction. 

d. Area * 

This, the single largest tract of undeveloped land in the study area (170 acres), would 
have lost approximately 17 acres to highway right-of-way under Alternates 3C and 3D 
and will lose approximately 14 acres in 3E Modified. The alignment will split the 
parcel, removing mature upland mixed oak-tulip poplar woods, separating the segment 
adjacent to the shopping center east of Crabbs Branch Way from the rest of the 
area, reducing the wooded terrestrial habitat acreage and requiring a spring and 225 
feet of outlet to be enclosed. The alignment for 3C and 3D also required relocating 
1200 feet of the main channel of Mill Creek and placing a culvert over the western 
tributary. For 3E Modified, 500 feet of a minor tributary will be relocated and a 
culvert placed over 200 feet of it. These stream relocations are discussed in more 
detail in Section IV.C.3 above. Potential effects from relocation are loss of aquatic 
habitat on-site and temporary degradation of aquatic habitat downstream from 
increased siltation through construction activities. The relocated channel can, with 
suggested mitigation measures (see Section IV,C.3.), return to nearly its original state. 

e. Overview 

In general, all the areas will be similarly affected by road construction and use. 
Both terrestrial and aquatic habitats will be lost, accompanied by at least 
proportional reduction in animal populations utilizing those habitats, with greater loss 
for those terrestrial species whose territories are fragmented. Habitats directly 
affected include upland oak-hickory-tulip poplar woods, streambank associations, open 
fields, regenerating woods, and muddy and gravelly stream bottoms with associated 
animals. This area lost to construction must be considered as an unavoidable impact, 
since existing land use constrains the routing of the proposed alignment for any new 
location alternate. 

Indirect effects are more difficult to assess. For terrestrial organisms, the additional 
disturbance from construction and road use would be minor compared to habitat loss, 
as the urbanization of the area already causes similar disturbance. The potential 
effects on aquatic organisms downstream from the area are more apparent. 
Construction, stream relocation, and roadway use can be expected to add sediment 
and roadway pollutants to adjacent aquatic systems. Of concern here is the marsh at 
the head of Lake Needwood. The decrease in permeability might increase the 
intensity of floods, increasing scour and dislodging benthic organisms. The 
rechannelled stream areas would, for a time, be exposed to summer sun, increasing 
water temperature and affecting the cool-water species normally found in the higher- 
order streams in the region. However, the expected effects on water quality due to 
the project are not expected to add significantly to the existing pollutant and 
sediment loads. The marsh at Lake Needwood in fact owes its existence to 
sedimentation from urbanization of the Rock Creek watershed. The aquatic animals 
and plants in the area are already exposed to the expected disturbances, and species 
intolerant of these are probably already gone. The shortness of the stream 
relocations and their locations close to headwaters should minimize the volume of 
water subject to temperature elevations. Thus, although some indirect effects can be 
expected, they should be minor, as the same disturbances already exist to a greater 
degree in the area. In addition, the lack of detailed information on the existing 
stream biota would make detection of any change (short of extirpation of the whole 
species assemblage) difficult. 

Mitigations are possible at the interchanges, where the land cleared for construction 
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but not used for the roadway could be allowed to revert to native vegetation 
providing some habitat for small terrestrial animals. ' 

Increased  erosion  from  land  clearing  and  introduction  of  pollutants  from road 

SSJlS ^n T86, 21^. e s5tisfactoriIy •tigated by using mitigation techniques 
specified as part of SHA's sediment and erosion control program, thereby minimizing 
streambed habitat alteration and streambank erosion. These methods have been 
reviewed and approved by the Maryland Department of Natural Resources. 

The major impact associated with Alternate 3E Modified, as well as 3C and 3D, 
will be loss of undeveloped land. Alternate 3D would in addition have removed 
wooded land from Rosemont Park and necessitate stream relocation. All three of 
these Alternates will remove woodland and affect the headwaters of Mill Creek in 
Area 4. The areas impacted have no unique biological features and, compared to the 
existing parklands to the east and west, are small in size and low in both habitat and 
species diversity. The essential value of these areas lies in their being the last 
undeveloped parcels in an immediate area which is rapidly urbanizing. 

7.    EFFECTS ON THREATENED AND ENDANGERED SPECIES 

Consultations with U.S. Fish and Wildlife Service personnel in Annapolis and the 
Maryland Department of Natural Resources indicated the absence of federal or state 
^f^In"^' <;ndanSei:ed> or otherwise categorized species in the study area. In 
addition, the types and degree of disturbance of existing habitats in the area renders 
the  presence  of  federal or state listed species unlikely, except for rare migrating 
Dere^nt) ^v h"^6 (Halia?tu,s leucocephalus) or peregrine falcon (Falco 
peregrinus), on which the proposed alternates would have no effect. (See letteTm 
Appendix C.) 

-113- 



tf> 

D.    AIR QUALITY ANALYSIS 

1.    ANALYSIS 0B3ECTIVES, METHODOLOGY, AND RESULTS 

The objective of the air quality analysis was to evaluate the impact of each alternate 
on ambient air quality in the vicinity of the proposed project. In order to evaluate 
the air quality impact of each of the five build alternates and the No-Build 
Alternate, a microscale carbon monoxide (CO) pollution diffusion analysis was 
conducted using the third generation California Line Source Dispersion Model, CALINE 
3. This microscale analysis consisted of projections of one-hour and eight-hour CO 
concentrations at sensitive receptor sites under worst-case meteorological conditions 
for each alternate under consideration for the design year (2006) and for the 
estimated year of completion (1986). A similar set of projections was also made for 
comparison purposes for the base year (1980) using the existing roadway network. 
The primary objective of this analysis was to ascertain whether Federal or State 
ambient air quality standards for CO will be violated in the future should the project 
be built. A determination of the relative air quality impact of the various alternates 
under consideration was also made. 

a.     Analysis Inputs 

Input variables to the microscale analysis included existing background CO 
concentrations, facility design characteristics, traffic data, vehicular emission factors, 
and worst-case meteorological conditions. A summary of the analysis inputs is given 
below. More detailed information concerning these inputs is contained in the 1-370 
Air Quality Analysis technical report (Air Quality Analysis, 1-370 Project Planning 
Study, January 1982). 

Background CO Concentrations 

In order to calculate the total concentration of carbon monoxide, which occurs at a 
particular receptor site during worst-case meteorological conditions, the background 
CO concentrations are considered in addition to the levels directly attributable to the 
facility under consideration. The background concentration resulting from area-wide 
emissions from both mobile and stationary sources was assumed to be 1.1 ppm for the 
eight-hour period in each analysis year and 3.7 and 3.8 ppm for the one-hour period 
in the years 1986 and 2006, respectively. 

Traffic Data 

The traffic data utilized in this analysis were derived from traffic models developed 
by the Metropolitan Washington Council of Governments, land use projections 
contained in the "Cooperative Forecasting Round II Summary Report - 1979" by 
MWCOG, and from data supplied by the Bureau of Highway Statistics of the Maryland 
State Highway Administration. All design-hour volumes were based on the afternoon 
peak hourly traffic whereas the eight-hour average volumes were derived from the 
peak eight-hour traffic volumes forecast to occur between the hours of 11 a.m. and 7 
p.m. Vehicle speeds used in calculating CO concentrations under each analysis 
condition were based on the capacity of each roadway link considered, the applicable 
speed limit where appropriate, and external influences on speed through the link from 
immediately adjacent links. Based on the average green time given each movement 
at a typical signalized intersection, an average vehicle speed of 5 mph was calculated 
and assumed for intersections where traffic queues form during the peak hour. 
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Emission Factors 

The composite emission factors used in this analysis were derived from the 
Environmental Protection Agency's Mobile Source Emission Factors, March 1978, which 
incorporates the statutory timetables for new vehicle emission standards prescribed in 
the Amendments to the Clean Air Act, August 1977, and were calculated using EPA's 
MOBILE 1 computer program. An ambient air temperature of 20o F was assumed in 
calculating the emission factors for the one-hour analysis, and 39o F was assumed for 
the eight-hour analysis in order to approximate realistic worst-case results for each 
analysis case. Credit for Maryland's vehicle inspection and maintenance (I/M) 
programs beginning in 1983 was incorporated into the emission factor calculations. 

Meteorological Data 

Meteorological variables used in this analysis were selected to reflect realistic worst- 
case conditions.    The variables used can be summarized as follows: 

Variable 8-hour Period 1-hour Period 

Wind speed 2 meters/second 1 meter/second 
(11 a.m. - 5 p.m.) 

1 meter/second 
(5 p.m. - 7 p.m.) 

Stability Class D (11 a.m. - 5 p.m.) F 
F (5 p.m. - 7 p.m.) 

Vertical Mixing 1000 meters 1000 meters 
Height 

The wind direction utilized as part of this analysis was selected in order to produce 
the maximum CO concentration at any given receptor. Wind directions varied for 
each receptor and were selected through a systematic scan of CO concentrations 
associated with different wind directions. 

b.    Analysis at Sensitive Receptors 

Site selection 

Site selection of sensitive receptors was made on the basis of proximity to the 
roadway, type of adjacent land use, the presence of other CO augmenting factors, 
and changes in traffic patterns on the roadway network. Several "worst-case" edge 
of right-of-way receptors were included in order to assess CO concentrations 
immediately adjacent to project right-of-way. The 23 sensitive receptors used in this 
analysis are shown in Figure IV-8. 

Results of Microscale Analysis 

The results of the calculation of CO concentrations at each of the identified sensitive 
receptor sites for the various alternates and analysis conditions are shown in Table 
IV-6. The values in this table consist of predicted CO concentrations attributable to 
traffic on various roadway links plus projected background levels. Analysis of the 
No-Build Alternate using base year (1980) traffic and emission factors was performed 
for comparison purposes. A review of the resulting concentrations show that no 
violation of the one-hour or eight-hour National Ambient Air Quality Standards 
(NAAQS) for CO will occur under any alternate (including the No-Build Alternate). 
The NAAQS (and the State Standards) for CO are 35 ppm for the maximum one-hour 
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TABLE IV-6 

CO CONCENTRATIONS FOR WORST CASE 
METEOROLOGICAL CONDITIONS 

CO Concentration in ppm 
3E Modified - Selected Alternate 

Site  Alternate 

00 OONCENTRATION in ppm 

1980        1986 

1 - HR  8 - HR 

1          No-Build 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Hod. 

'   2           No-Bi 
^              Alt. 

Liild 
2C 

"F               Alt. 2D 
'                  Alt. 3C 

Alt. 3D 
Alt. 3E Mod. 

3          No-B uild 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Mod. 

4          No-Build 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Mod. 

5          No-B uild 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Mod. 

6          No-E luild 
Alt. .  2C 
Alt. .  2D 
Alt. .   3C 
Alt. .   3D 
Alt. .  3E Mod. 

8.8 

11.7 

21.1 

16.8 

24.1 

1.5 

1.7 

2.3 

2.0 

2.2 

19.1 1.8 

2006 

1   - HR 8 - HR 1   - HR 8 - HR 

5.9 1.3 5.4 1.3 
4.5 1.3 4.4 1.2 
4.5 1.3 4.4 1.2 
5.3 1.3 4.7 1.2 
5.3 1.3 4.8 1.2 
5.3 1.3 4.8 1.2 

6.9 1.4 6.5 1.3 
4.8 1.4 4.6 1.3 
4.8 1.4 4.6 1.3 
5.9 1.3 4.8 1.2 
5.9 1.3 5.0 1.2 
5.9 1.3 5.1 1.2 

10.8 1.7 8.4 1.6 
5.7 1.6 5.2 1.4 
5.7 1.6 5.2 1.4 
7.9 1.4 5.7 1.3 
7.9 1.4 6.1 1.3 
7.9 1.4 6.1 1.4 

9.0 1.6 7.2 1.5 
5.3 1.5 5.2 1.3 
5.3 1.5 5.2 1.3 
5.5 2.0 6.4. 1.6 
9.0 2.1 7.5 1.7 
9.0 2.1 7.2 1.6 

12.8 1.8 8.2 1.6 
5.6 r.e 4.9 1.3 
5.6 1.6 4.9 1.3 

12.2 1.4 7.9 1.3 
12.2 1.4 8.2 1.3 
12.2 1.4 7.7 1.3 

10.5 1.5 7.2 1.4 
5.2 1.4 5.0 1.3 
5.2 1.4 5.0 1.3 
9.9 1.5 7.1 1.3 

10.1 1.4 7.5 1.3 
10.1 1.4 7.5 1.3 

Site  Alternate 

10 

11 

12 

No-B uild 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Mod. 

No-B uild 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Mod. 

No-B uild 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 

Alt. 3E Mod. 

No-B uild 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Mod. 

No-B uild 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Mod. 

No-B uild 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Mod. 

1980 

12.5 

10.8 

12.3 

16.8 

26.8 

13.6 

1.8 

1.5 

1.5 

2.4 

2.3 

3.5 

1986 2006 

1  - HR 8 - HR 1  - HR 8 - HR 

7.3 1.4 5.6 1.3 
5.2 1.5 5.1 1.3 
5.2 1.5 5.1 1.3 
7.2 1.8 5.7 1.5 
6.9 1.5 5.7 1.3 
6.9 1.5 6.1 1.6 

6.6 1.3 5.3 1.2 
4.6 1.3 4.7 1.3 
4.6 1.3 4.7 1.3 
5.6 1.3 4.9 1.2 
5.6 1.3 4.9 1.3 
5.6 1.3 4.9 1.3 

7.3 1.3 5.6 1.2 
4.5 1.3 4.5 1.2 
4.5 1.3 4.5 1.2 
6.8 1.3 5.4 1.2 
7.0 1.3 5.7 1.2 
7.0 1.3 5.7 1.2 

8.8 1.8 6.4 1.6 
6.3 1.8 5.8 1.5 
6.3 1.8 5.8 1.5 
6.6 1.5 5.1   ;. 1.3 
6.7 1.5 5.3 1.4 
6.7 1.5 5.3 1.4 

12.6 1.7 9.7 1.4 
5.9 1.7 5.3 1.5 
5.9 1.7 5.3 1.5 
7.0 1.5 5.2 1.3 
7.6 1.5 5.8 1.3 
7.6 1.5 5.8 1.3 

7.8 2.2 8.1 1.7 
7.2 2.1 6.8 1.7 
7.1 2.1 6.8 1.7 
6.0 1.8 5.1 1.5 
6.0 1.8 6.3 1.6 
6.0 1.8 6.3 1.6 



TABLE IV-6,  Cont. 

1980 1986 2006 

Site  Alternate 

13 

14 

±15 

16 

17 

18 

No-Build 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt. 3E Mod. 

N'o-Bui Id 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt.  3E Mod. 

No-Build 

15.5 3.3 

14.6 3.2 

10.8 2.3 
Alt. 
Alt. 
Alt. 
Alt. 
Alt. 

2C 
2D 
3C 
3D 
3E Mod. 

No-Build 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt.  3E Mod. 

No-Build 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt.  3E Mod. 

No-Build 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt.  3E Mod. 

10.6 1.5 

8.1 1.9 

8.7 2.0 

1   - HR 8 - HR 1   - HR 8 - HR 

8.5 2.0 6.9 1.7 
6.8 2.0 5.7 1.8 
6.7 1.9 5.7 1.8 
6.1 1.7 5.4 1.4 
6.1 1.7 7.0 1.5 
6.1 1.7 7.0 1.5 

8.0 2.1 7.4 1.8 
6.9 2.0 5.9 1.8 
6.9 2.0 5.9 1.8 
6.0 1.7 5.1 1.6 
6.1 1.8 6.7 1.5 
6.1 1.8 6.7 1.5 

5.7 1.6 5.4 1.4 
5.6 1.6 5.2 1.4 
5.6 1.6 5.2 1.4 
5.4 1.6 4.9 1.3 
5.3 1.6 5.8 1.4 
5.3 1.6 5.8 1.4 

6.5 1.3 5.2 1.3 
4.7 1.3 4.8 1.3 
4.7 1.3 4.8 1.3 
5.6 1.3 4.8 1.3 
5.8 1.3 5.1 1.3 
5.8 1.3 4.9 1.3 

5.3 1.4 4.9 1.3 
5.0 1.4 4.7 1.3 
5.0 1.4 4.7 1.3 
5.1 1.4 4.8 1.3 
5.2 1.4 5.5 1.3 
5.2 1.4 5.5 1.3 

5.5 1.4 5.1 1.3 
5.2 1.5 4.9 1.3 
5.2 1.5 4.9 1.4 . 
5.0 1.5 4.7 1.5 
5.0 1.6 5.7 1.5 
5.0 1.6 5.7 1.5 

1980 1986 2006 

Site     Alternate 

19 

20 

22 

23 

24 

No-Build 
Alt. 2C 
Alt. 2D 
Alt. 3C 
Alt. 3D 
Alt.  3E Mod. 

No-Build 
Alt. 2C 
Alt. 2D 
Alt. 
Alt. 

3C 
3D 

Alt.  3E Mod. 

No-Build 
Alt.  3C 
Alt.  3D 
Alt.  3E Mod. 

No-Build 
Alt.  3C 
Alt.   3D 
Alt.  3E Mod. 

No-Build 
Alt.  3C 
Alt.   3D 
Alt.  3E Mod. 

8.5 1.8 

8.8 1.8 

7.2 1.4 

1   - HR 8 - HR 1   - HR 8  - HR 

5.6 1.4 4.8 1.3 
4.8 1.4 4.5 1.3 
4.8 1.4 4.5 1.3 
5.1 1.4 4.6 1.3 
5.1 1.5 5.0 1.4 
5.1 1.5 5.0 1.4 

5.6 1.4 4.8 1.3 
4.9 1.4 4.5 1.3 
4.9 1.4 4.7 1.4 
5.0 1.5 4.7 1.4 
5.0 1.4 4.9 1.4 
5.0 1.4 4.9 1.4 

5.1 1.2 4.6 1.2 
4.5 1.3 4.3 1.3 
4.5 1.2 4.9 1.4 
4.5 1.2 4.9 1.4 

5.8 1.6 4.8 1.6 
5.8 1.7 5.1 1.4 
6.1 1.6 5.6 1.6 
6.1 1.6 5.6 1.6 

4.8 1.8 5.2 1.5 
5.7 1.8 4.8 1.4 
5.4 1.4 5.4 1.4 
5.4 1.4 5.4 1.4 

NOTE: VdluL-s include Inn kyround concentrations; 

1-HR standard is 35ppm and 8-IIR standard is 9ppm. 
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concentration and 9 ppm for the maximum 8-hour concentration. 

Furthermore, in almost every case for a given analysis year, the projected CO 
concentrations at the selected sensitive receptors under any build alternate are equal 
to or less than the corresponding CO concentrations for the No-Build Alternate. 

For most receptors, Alternates 2C and 2D would have resulted in slightly lower CO 
concentrations under any analysis conditions than would Alternate 3C, 3D, or 3E 
Modified. This primarily results from the fact that total projected traffic volumes 
for Alternates 2C and 2D were capacity-constrained. Although traffic projections for 
the No-Build Alternate were also capacity-constrained, the amount of congestion and 
vehicular queuing projected for this alternate overrode any air quality improvements 
gained through reduced traffic volumes. This traffic situation will be alleviated under 
the Selected Alternate, and the associated projected CO concentrations at receptor 
sites, especially those along Shady Grove Road and MD 355, will be reduced. 

2. IMPACT OF CONSTRUCTION ACTIVITIES 

The construction phase of the proposed project has a potential impact on ambient air 
quality through such means as fugitive dust from grading operations, materials 
handling, and burning of land-clearing debris. The State Highway Administration has 
addressed this possibility by establishing Specifications for Materials. Highways. 
Bridges and Incidental Structures which delineates procedures to be followed by 
contractors involved in State work. The Maryland Bureau of Air Quality and Noise 
Control has determined that the Specifications satisfy the requirements of the 
Regulations Governing the Control of Air Pollution in the State of Maryland. 

3. CONFORMITY WITH REGIONAL AIR QUALITY PLANNING 

The project is in an air quality nonattainment area which has transportation control 
measures in the State Implementation Plan (SIP). This project conforms with the SIP 
since it comes from a conforming transportation improvement program. The 1-370 
project is included in the regional transportation plan and Transportation Improvement 
Program for the Washington Metropolitan urbanized area and is programmed for 
federal-aid highway funding. Accordingly, it is subjected to this federal review and 
project development process, and the project's conformity with regional air quality 
planning was addressed prior to undertaking current project planning studies. 

Since pollutants that have regional impacts, such as hydrocarbons and oxides of 
nitrogen (precursers of photochemical oxidants), are addressed through this regional 
planning process, only carbon monoxide emissions, a more localized pollutant, are 
addressed quantitatively in this analysis. 

The results of the carbon monoxide air quality analysis presented herein indicate that, 
for most of the receptor sites analyzed, the Selected Alternate will result in either 
no change or a slight decrease in projected CO concentrations as opposed to expected 
CO concentrations under the No-Build Alternate for the completion year (1986) and 
the design year (2006). Projected CO concentrations will not exceed applicable 
standards. The Selected Alternate will conform to the Maryland State 
Implementation Plan for the attainment and maintenance of ambient CO air quality 
standards within the National Capital Interstate Air Quality Control Region (AQCR) 
of which the study area is a part. 
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E.    NOISE IMPACT ANALYSIS 

1. DESIGN NOISE LEVEL CRITERIA 

The introduction of a major new transportation facility into the study area is likely 
to add a significant source of noise to the existing profile. In addition to the 
magnitude of a given sound, variation with time influences impacts. 

The Federal Highway Administration (FHWA) has recommended Design Noise Levels 
for Federal-aid highway projects in terms of the sound level that is exceeded 10 
percent of the time (called the L | Q level). The FHWA Design Noise Levels define 
the upper limits of acceptable LJQ levels for different exterior land uses and 
activities and for certain interior uses. These Design Noise Levels are identified in 
Table IV-7. For most common land uses such as schools, residences, churches, 
libraries, hospitals, and parks, the exterior L]o Design Noise Level is 70 dBA. 

To assess the probable environmental impacts of the alternates, existing ambient noise 
levels and projected noise levels due to the highway are compared to FHWA Design 
Noise Levels for the appropriate land use activity. 

The Design Noise Levels values are to be applied at those points within the sphere of 
human activity (at approximate ear-level height) where outdoor activities occur. The 
values do not apply to an entire tract upon which the activity is based, but only to 
that portion in which the activity occurs. 

The interior Design Noise Level in Category E applies to indoor activities for those 
situations where no exterior noise sensitive land use or activity is identified. 

Design Noise Levels are also used to determine the need for abatement measures for 
traffic-generated noise for developed land uses and activities in existence at the time 
of location approval. Exceptions to the Design Noise Levels may be granted on 
certain types of highway improvements or portions thereof when conditions outlined in 
the federal guidelines are met. 

2. AMBIENT NOISE SURVEY 

a.     Noise Sensitive Areas 

Seventeen noise sensitive sites in the project area (see Figure IV-9) were analyzed. 
Following is a brief description of these: 

o Site 1: Residential townhouses (Redlands Station) on Briardale Terrace 600 
feet north of Shady Grove Road. Complex includes 70 attached, 2-story 
units of frame construction with air conditioning. 

o Site 3: Residential use (Peters House) 150 feet north of Shady Grove Road 
on elevated site approximately 1400 feet east of MD 355. This is a single- 
family, 2-story dwelling of frame construction. Based on recent 
determinations by the Maryland Historic Trust and Montgomery County this 
structure and site are not considered significant. 

o     Site 4; Residential area (Rosedale Apartments) on O'Neill Road 100 feet west 
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TABLE IV-7 

DESIGN NOISE LEVELS & LAND USE RELATIONSHIPS 
SPECIFIED IN FHPM 7-7-3 

t)X 

Land Use 
Category 

Design Noise 
Level - Lm Description of Land Use Category 

60 dBA 
(Exterior) 

B 

D 

70 dBA 
(Exterior) 

75 dBA 
(Exterior) 

None 
Prescribed 

55 dBA 
(Interior) 

Tracts of land in which serenity and quiet 
are of extraordinary significance and serve 
an important public need, and where the 
preservation of those qualities is essential 
if the area is to continue to serve its 
intended purpose.    Such areas could include 
amphitheaters, particular parks or portions 
of parks, or open spaces which are dedicated 
or recognized by appropriate local officials 
for activities requiring special qualities 
of serenity and quiet. 

Residences, motels, hotels, public meeting 
rooms, schools, churches, libraries, hos- 
pitals, picnic areas, recreation areas, 
playgrounds, active sports areas, and parks. 

Developed lands, properties or activities 
not included in categories A and B above. 

Land which is undeveloped on the date of 
public knowledge of the project, and for 
which no known future development is 
planned. 

Residences, motels, hotels, public meeting 
rooms, schools, churches, libraries, 
hospitals and auditoriums. 

See paragraph 1(c) of Appendix B of FHPM 7-7-3 for method of application. 
Partial quotation from paragraph 1(c): "The interior design noise level in 
Category E applies to indoor activities for those situations where no exterior 
noise sensitive land use or activity is identified." 
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of MD 355 and 800 feet north of Shady Grove Road. Complex includes 200 
dwelling units in six low-rise buildings of brick construction with air 
conditioning. 

Site 5: Residential area (Rosedale Apartments) on O'Neill Road 500 feet west 
of MD 355 and 800 feet north of Shady Grove Road. (Part of same complex 
as Site t.) 

Site 6/6A: Residential area (Rosedale Apartments) on O'Neill Road 1000 feet 
west of MD 355 and 1000 feet north of Shady Grove Road. (Part of same 
complex as Sites * and 5.)   Site 6A would be displaced under Alternate 3D. 

Site 7; Residential area/park (Rosemont) on Edgewood Drive 1500 feet north 
of Shady Grove Road. Most of the single family homes in this subdivision 
are of brick and frame construction and most are air conditioned. The 
adjacent City of Gaithersburg Park follows the stream valley and has no 
developed recreation facilities with the exception of the Casey Barns 
Community Center adjacent to MD 355. 

Site 8: School (Rosemont Elementary School) on Alden Avenue 700 feet west 
of MD 355. School is two stories high, brick construction, and not air 
conditioned. 

Site 9; Residential use at the north end of Gaither Road 500 feet east of 
1-270.    This is a single-family, 2-story dwelling of frame construction. 

Site 10; Park (Summit Hall Park) off Summit Hall Road 700 feet east of I- 
270. This City of Gaithersburg Park hals developed recreation facilities 
including tennis courts, play equipment, basketball courts, and a softbalf 
field.  

Site 11: Motel (Washingtonian) on Fields Road and 150 feet west of 1-270 
at its closest point. The one-story motel is of masonry construction and air 
conditioned. 

Site 12: Residential uses 100 feet south of Shady Grove Road and 600 feet 
west of 1-270. These are single-family homes of masonry and frame 
construction. 

Site 15: Residential (Courts of Watch Hill) 400 feet north of the western 
terminus ol the proposed 1-370 at Fields Road. These homes are of frame 
construction and air conditioned. 

Site 16: Residential townhouses (Brighton Village) 75 feet west of 1-270 (at 
its closest point) between the proposed 1-370 alignment and Muddy Branch 
Road. These townhouses are of masonry construction and are air 
conditioned. 

Site 17: Residential apartments (Fireside Condominiums) 100 feet east of I- 
270 and 1000 feet north of Summit Hall Park. These garden-style 
apartments are of masonry construction, three stories, and air conditioned. 

|* 
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V 

I RESIDENTIAL BRIARDALE TERRACE 
3 PETERS HOUSE 
4 ROSEDALE APARTMENTS C 
5 ROSEDALE APARTMENTS D 
6 ROSEDALE APARTMENTS E 
6A ROSEDALE APARTMENTS F 
7 RESIDENTIAL/PARK 

ROSEMONT SUBDIVISION 
8 ROSEMONT ELEM. SCHOOL 
9 RESIDENTIAL GAITHER ROAD 
10 SUMMIT HALL PARK 
II WASHINGTONIAN MOTEL 
12 RESIDENTIAL SHADY GROVE ROAD 
15 RESIDENTIAL/COURTS OF WATCH HILL 
16 APARTMENTS WEST SIDE DRIVE 
17 RESIDENTIAL DEER PARK COURT 0 Noise Sensitive Areas 
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b. Selection of Noise Monitoring Sites 

All natural and man-made noises in a given area contribute to ambient noise levels, 
which differ depending upon the time of day, day of the week, traffic characteristics 
on nearby roadways, and the presence or absence of other major noise sources. Since 
it was neither necessary nor desirable to measure ambient noise levels at every 
individual developed tract of land along each alternate, nine representative monitoring 
sites were selected for establishing the existing noise environment. In a few areas 
where existing levels were primarily attributable to 1-270 traffic, it was determined 
that estimates of existing noise levels using the FHWA Model and base year LOS C 
hourly volumes would be a better indicator of worst-case existing noise conditions 
than limited measurements. 

c. Results 

As shown in Table IV-8 the ambient noise levels as recorded in the field monitoring 
program represent a generalized view of existing noise levels in the study area. It 
should be recognized that variations in total traffic volume, total truck volume and 
traffic speed on nearby roadways may cause fluctuations of several decibels in 
ambient noise levels at any given site. Therefore, the values shown are intended to 
be representative of the worst-case ambient noise conditions at each site. 

3.    PREDICTED NOISE LEVELS 

a. Prediction Methodology 

Noise levels were predicted for each alternate using the FHWA Level 2 Highway 
Traffic Noise Prediction Model, STAMINA 1.0. The FHWA model utilizes 
experimentally and statistically determined, speed-dependent, reference noise emission 
levels for three classes of vehicles (autos, medium duty trucks, and heavy duty 
trucks) and applies a series of adjustments to each reference level to arrive at the 
composite predicted A-weighted sound level from all three vehicle classes. The 
adjustments account for variations in traffic flow, for varying distances from the 
roadway, for finite length roadways and for shielding (topographic or man-made) 
between the roadway (source) and receivers. 

b. Traffic Parameters 

The traffic data utilized in this analysis were derived from traffic models developed 
by the Metropolitan Washington Council of Governments, land use projections 
contained in the "Cooperative Forecasting Round II Summary Report - 1979" by 
MWCOG, and from data supplied by the Bureau of Highway Statistics of the Maryland 
State Highway Administration. Traffic volumes and speeds associated with LOS C 
conditions as defined in the 1965 edition of the "Highway Capacity Manual" were the 
basis for noise level predictions. This traffic condition (LOS C) has been shown to 
produce the highest noise level and, thus, represents the worst-case situation. 

c. Prediction Results 

Table IV-8 presents the results of the noise prediction modeling for each noise 
sensitive area for each alternate. The predicted L-JQ noise levels shown are for the 
design year, 2006. Also shown is the land use category at each area, the existing 
L-|o noise level, and the applicable FHWA Design Noise Level. 
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TABLE IV-8 
PR03ECT NOISE LEVELS AT IDENTIFIED NOISE SENSITIVE AREAS 

No. 
(See Fig. IV-8) Location Land Use* 

2006 
Ambient (dBA) 

Noise Level        Predicted Design Year L^Q Noise Levels 
JklQL 3C 3D       3E M.       2C 2D 1 

1 

3 

5 

7 

8 

9 

10 

11 

12 

15 

16 

17 

Briardale Terrace 

Shady Grove Road 

O'Neill Road 

O'Neill Road 

O'Neill Road 

O'Neill Road 

Edgewood Drive 

Alden Avenue 

Gaither Road 

Summit Hall Road 

Fields Road 

Shady Grove Road 

Fields Road/I-270 

West Side Drive 

Deer Park Place 

Residential 53 

Residential 65 

Residential 69 

Residential 62 

Residential . 58 

Residential 58 

Residential/Park 51 

School 51 

Residential (69) 

Park (64)3 

Motel (76) 

Residential (73) 

Residential 65 

Residential 72 

Residential 66 

70 

NA 

72 

66 

73 

75 

68 

64 

69 

71 

78 

73 

70 

77 

71 

70 

NA 

72 

69 

77 

NA 

75 

67 

69 

70 

79 

77 

70 

78 

72 

67 

NA 

72 

68 

74 

81 

69 

66 

69 

70 

79 

77 

70 

78 

72 

63 

74 

75 

65 

66 

NA 

61 

62 

68 

66 

79 

74 

NA 

NA 

NA 

63 

74 

75 

65 

66 

NA 

61 

62 

68 

66 

78 

75 

NA 

NA 

NA 

63 

73 

73 

63 

64 

NA 

59 

60 

69 

65 

78 

74 

NA 

NA 

NA 

* Selected Alternate (3E Modified) 

1 
2 
3 

FHWA Lio Design Noise Level 70 dBA applies to all sites. 
(Figures) are noise levels predicted using 1980 base year level-of-service C volumes and speeds. 
Low   traffic   volume   on   1-270 during  period  of   measurement causes  listed Lio to be  abnormally  low and 
therefore not representative of actual worst-case conditions at this location. 
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*.    NOISE IMPACT ASSESSMENT 

The determination of environmental noise impact is based on the relationship between 
the predicted noise levels, the established Design Noise Levels and the ambient noise 
levels at each noise sensitive area (NSA). The applicable design levels are included 
in the Federal Highway Administrator's Design Noise Level/Land Use Relationships 
(see  Table  IV-7)  published in FHPM  7-7-3.    Apart from the relationship to FHWA 
Design Noise Levels, the degree or amount of change in predicted L10 noise levels 
from existing levels was also considered and attenuation measures analyzed. 

All of the noise sensitive areas analyzed fall into FHWA land use category B, which 
has a design noise level of 70 dBA. With the exception of sites 11, 12, and 16, the 
existing noise level at each of the noise areas is below 70 dBA. Sites 11 and 12 are 
located adjacent to the I-270/Shady Grove Road interchange and have existing noise 
levels of 76 dBA and 73 dBA, respectively; site 16, adjacent to 1-370 south of Muddy 
Branch Road, has an existing noise level of 72 dBA. 

a. No-Build Alternate 

Under the No-Build Alternate, no major improvements will have been made to 
existing roadways in the study area other than those already planned. However, one 
of these planned improvements is the expansion of Shady Grove Road between 1-270 
and MD 355 to three lanes in each direction, and noise predictions for the No-Build 
Alternate incorporate this expected improvement. A total of four NSA's would have 
experienced future noise levels in excess of Design Noise Levels (Sites 3, 4, 11, and 
12). In general, the impact of noise under the No-Build Alternate would have been 
negligible or minor. At the four specific noise sensitive areas (NSA's) where Design 
Noise Levels would have been exceeded, the No-Build Alternate would have provided 
little or no improvement in expected design year noise levels over the other proposed 
alternates. 

b. Alternates 2C and 2D 

These alternates would have caused predicted L10 ^els at four NSA's to be in 
excess of Design Noise Levels (the same sites as were identified under the No-Build 
Alternate). Predicted noise levels at all NSA's were identical for both these 
Alternates except at sites 11 and 12. Here, the different ramp configuration on the 
west side of 1-270 caused Alternate 2C to have a 1 dBA higher predicted level at 
site 11 (79 vs. 78), while Alternate 2D would have had a 1 dBA higher level at site 
12 (75 vs. 7it). In general, noise impact under Alternates 2C and 2D would have been 
lower than that for Alternates 3C, 3D, or 3E Modified because the facility to be 
constructed on new location under these Alternates would have resulted in 
substantially greater impact at certain noise sensitive areas. 

c. Alternates 3C, 3D, and 3E Modified 

Alternates 3C and 3D will result in predicted noise levels greater than Design Noise 
Levels at nine noise sensitive areas (4, 6, 6A, 7, 10, 11, 12, 16, and 17). Alternate 
3E Modified will cause predicted noise levels at seven noise sensitive areas (4, 6, 6A. 
11,   12,   16,   17). 
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5. CONSTRUCTION IMPACTS 

Noise impacts will also occur during the construction phase of this project, and areas 
around the construction site will experience this in varied periods and degrees. The 
project will probably employ the following pieces of equipment which are likely 
sources of construction noise: 

Bulldozers and earthmovers 
Graders 
Front-end loaders 
Dump and other heavy trucks 
Compressors 

Generally, construction activity will not occur after 5:00 p.m. or before 7:00 a.m. on 
weekdays, and will likely be limited to weekdays only. Therefore, in the critical 
time during which evening outdoor recreation and nocturnal rest periods occur, 
construction noise will not normally be present. Limiting construction activity to 
non-critical time periods will minimize noise impact on surrounding areas. 

Maintenance of construction equipment will be regular and thorough to minimize noise 
emissions due to inefficiently tuned engines, poorly lubricated moving parts, or 
ineffective muffling systems. 

6. OPPORTUNITIES FOR MITIGATION 

Three fundamental measures are commonly employed to abate and/or control highway 
generated noise and thus moderate the effects of noise on adjacent land uses and 
activities: (1) the attenuation of noise along its transmission path; (2) attenuation at 
the receptor, and (3) traffic control measures. 

The control of highway-generated noise along its propagation path can take several 
forms. Shielding of noise sensitive areas can be accomplished by the construction of 
sound barriers, by depressing the roadway below grade, or by a combination of the 
two. An earth berm-type barrier may be the most cost effective form for providing 
noise abatement along highways, dependent on land availability and the cost of 
suitable fill material. Because of the high cost of fill material and additional right- 
of-way, reflective wall-type barriers would be the most cost effective method of 
providing noise abatement for the 1-370 project. 

The second noise abatement measure, abatement at the receptor, is applicable only to 
interior noise levels. Where noise sensitive activities are within a publicly-owned 
building and where other abatement measures appear impractical, it may be desirable 
to apply noise abatement to individual buildings. 

Finally, traffic control measures most applicable to the abatement of noise impact 
restrict truck traffic since trucks are a major contributor to highway generated noise. 
While prohibiting trucks from using the proposed 1-370 may reduce projected noise 
impact at certain NSA's, it would likely increase projected noise levels at other 
NSA's, as the truck traffic would be diverted to other roadways, especially Shady 
Grove Road. Because of this and the potential for adverse economic effects if truck 
use of 1-370 were restricted, this noise abatement measure was not given further 
consideration. 

In those cases where feasible engineering methods are not available or where the cost 
of employing noise abatement measures exceeds the benefits that would  be  gained, 

-128- 

^ 



exceptions to design noise levels will be requested. 

The Selected Alternate, 3E Modified, will cause noise impacts exceeding design 
levels at seven NSA's (*, 6, 6A, 11, 12, 16, 17). The Maryland State Highway 
Administration is considering three noise barriers to effect this reduction, as indicated 
in Table IV-9. Exceptions to exterior Design Noise Levels will be sought for sites 11, 
12, 16, and 17 because providing adequate noise mitigation is not practical. A wall- 
type barrier was determined to be the most effective mitigation measure and is likely 
to be incorporated into the design of the project at Noise Sensitive Areas 4, 6, and 
6A. This barrier will also benefit sites 7 and 8 (see Table IV-9). Information 
obtained from affected property owners, additional noise and cost effective analysis, 
and aesthetics will be key factors in determining if noise barriers will be incorporated 
into the project. 

rf 
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TABLE IV-9 

MITIGATION OF NOISE IMPACTS FOR SELECTED ALTERNATE1 

Site Alternate Impact Noise Reduction Measures 

o • 

3E Modified 

3E Modified 

3E Modified 

6,7      3E Mod./Site 6 
/Site 7 

Predicted LIQ = 67 dBA; 
14 dBA above ambient 
level 

Predicted LIQ = 73 dBA 
NSA has been sold for 
commercial development 

Predicted LIQ =72 dBA 

Predicted LIQ = 74 dBA 
Predicted LJQ = 69 dBA 

/8 

'Z ^ ia -L 

->G6 
c^6 

V:\ "WO 

^} 

Noise barrier considered, determined not to be cost 
effective.    Predicted noise levels below design levels. 

Under projected land use activity, predicted LJQ noise 
levels are below design noise levels (75 dBA). 

Current Noise Levels: 69 dBA.    Impractical to design effec- 
tive noise barrier which does not impede access to MD 355, 
the dominant noise source.    Considering the low level of 
noise attenuation possible, such a barrier is not cost 
effective.    One 36-unit apartment building affected. 

Recommend a 12-foot-high reflective wall constructed along WB 
1-370.    This wall would extend 2200 feet westward from the 
point where the feeder ramp from southbound MD 355 ties into 
WB 1-370.    Recommend a 15-foot high reflective wall constructed 
along the feeder ramp from SB MD 355.    This wall would extend 
700 feet eastward from the above 12-foot-high wall.    Recommend 
a 10-foot-high reflective wall constructed along WB 1-370 
extending 950 feet between the point where the feeder ramp from 
SB MD 355 ties into WB 1-370 and the bridge parapet for the 
structure across MD 355.    Predicted noise reduction of 8 dBA 
to 66 dBA at Site 6 and of 7 dBA to 62 dBA at Site 7.    Esti- 
mated construction cost is $760,000.    Noise levels would be 
reduced at Rosemont Park, approximately 20 houses, one elemen- 
tary school, and three 36-unit apartment buildings. 
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Table IV-9 (continued) 

^ 

Site  -       Alternate Impact Noise Reduction Measures 

6A       3E Modified 

S 3E Modified 

11        3E Modified 
i 

I 

12        3E Modified 

Predicted LIQ = 81 dBA 

Predicted LIQ = 66 dBA. 
Does not exceed design 
noise level; predicted 
noise level  15 dBA 
above ambient level. 

Predicted LIQ = 79 dBA 
Ambient noise level = 76 

dBA. 

Predicted LIQ = 7* dBA. 
Ambient noise level = 73 

dBA. 

Measures recommended for Sites 6 and 7 would reduce pre- 
dicted noise levels 13 dBA which would be below exterior 
Design Noise Level of 70 dBA. 

Noise impact avoided if measures recommended for sites 6 
and 7 are implemented. Without these measures a significant 
noise impact will exist at this site.    The recommended 
measures would reduce projected noise at the school to 
61-62 dBA. 

Commercial building is both air conditioned and constructed 
of masonry and has outside activity.    Interior design 
noise levels of 55 dBA will be met.    Expected interior 
noise level of 53-54 dBA.    Existing ambient noise level 
exceeds Design Noise Level. 

Eight of nine houses would be displaced by right-of-way. 
Remaining house not likely to stay residential, as this area 
is zoned for commercial.    Predicted noise levels fall within 
interior Design Noise Levels.    It is not possible to provide 
a cost-effective noise barrier for this one residence because 
of multiple noise sources. 
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Table IV-9 (continued) 

Site Alternate Impact Noise Reduction Measures 

16        3E Modified Predicted LIQ = 78 
Ambient noise level 

dBA. 
= 72 

^      17        3E Modified Predicted LJO = 72 dBA 
Ambient noise level = 66 

dBA 

Current ambient noise levels exceed DNL's.    To achieve the 
necessary 8 dBA noise level reduction would require a 14-foot 
high reflective barrier with an estimated construction cost 
of $160,000.    Such a barrier would create an adverse visual 
intrusion and would offer protection to only a few housing 
units that are not already protected by existing topography. 
This barrier is not considered cost-effective.    These town- 
houses are both air conditioned and constructed of masonry, 
and interior design noise levels of 55 dBA could be met. 
Expected interior noise level would be 52-53 dBA.    There are 
no exterior use areas located between the apartments and the 
highway. 

Predicted noise levels at this site are marginally in excess 
of Design Noise Levels. While a 3-foot high and 800-foot long 
reflective barrier would provide the necessary  1-2 dBA reduc- 
tion the $38,000 estimated construction cost would provide 
only limited protection to a few first floor condominiums 
and would create an adverse visual intrusion.    Such a barrier 
is not considered cost effective.    Furthermore, these condo- 
miniums are both air conditioned and constructed of masonry 
and interior design noise levels of 55 dBA could be met. 
Expected interior noise levels would be 52-53 dBA.    Current 
exterior uses (swimming pool, tennis courts) are subjected 
to noise levels of 66 dBA or greater.    Increase in ambient 
noise over current levels would be only marginally percep- 
tible. 

Additional discussion of noise mitigation measures is contained in the noise technical 
report prepared as part of this study. 

A 



F.    IMPACT ON PROPERTIES AND SITES OF HISTORICAL 
AND CULTURAL SIGNIFICANCE 

\& 

The Washington Grove Historic District, which is listed on the National Register, is 
located approximately one-third mile north of the proposed 1-370 alignment and would 
not be affected by any of the alternates under consideration (see letter from State 
Historic Preservation Officer dated 7 June 1982 in Appendix C). No other sites 
listed or eligible for the National Register of Historic Sites are in the immediate 
vicinity of the alternates; thus there is no effect to be considered. 

None of the three archeological sites in the study area were considered of National 
Register quality (see letter from State Historic Preservation Officer, 16 December 
1981, in Appendix C). However, to avoid disturbance to these sites, construction will 
be kept within the right-of-way at these locations. Protective fencing will be 
erected. 
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G.    VISUAL IMPACTS 

Alternate 1, the No-Build Alternate, would have had no effect on visual and scenic 
resources. 

Alternates 2C and 2D would not have caused a significant adverse impact on the 
visual environment. While the proposed Maryland Route 35.5 overpass of Shady Grove 
Road and the interchange at 1-270 will have a physical impact, neither change will 
significantly affect the visual aesthetic, or physical characteristics of the surrounding 
commercial and office communities. 

Alternate 3E Modified will be developed on new location. Some visual impacts will 
result from the loss of vegetation, woodlands, and open space, modifications to 
topography, alterations to streams and the introduction of retaining walls, bridges, and 
sound barriers. Much of the existing undeveloped area has already been proposed for 
future development. Visual impacts in the vicinity of I-370/Maryland Route 355 will 
be similar to those of Alternates 2C and 2D. For parklands, apartments, and other 
areas sensitive to visual intrusion, landscaping will be implemented to minimize 
impacts. 

Suggested Mitigation Measures 

Where the proposed roadway is visible from neighboring residences, existing vegetation 
will be preserved as much as possible. In disturbed areas, and additional areas within 
the right-of-way, some landscaping will be introduced as a screen between residences 
and the roadway or retaining walls. Vegetation cleared during construction will be 
seeded. The design and landscaping of potential noise barriers will be coordinated 
with affected property owners. 

\^ 
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H.    SECTION <Kf) CONSIDERATIONS 

Section 4(f) of the Department of Transportation Act, as amended by Section 18 of 
the Federal Aid Highway Act of 1968, states that utilizing land from a significant 
pubhcly-owned park, recreation area, wildlife refuge, or any significant historic site 
for a federally funded transportation project is permissible only if there is no feasible 
and prudent alternative and if all possible planning to minimize harm is included as 
part of the project. The selected alternate, 3E Modified, avoids involvement with 
parklands by moving the I-270/I-370 interchange southward to avoid Muddy Branch and 
Summit Hall parks and by shifting the roadway southwest to avoid Rosemont Park 
(Figure IV-10). 
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V.    DISTRIBUTION OF DEIS 



A.    FEDERAL AGENCIES 
$> 

Those marked with an asterisk (*) commented on  the DEIS, 
where appropriate, responses are presented in Chapter VI. 

These comments and, 

Environmental Impact Statement 
Coordinator 

Environmental Protection Agency 
Curtis Building - 6th Floor 
Sixth and Walnut Streets 
Philadelphia, Pennsylvania    19106 

Mr. Bruce Blanchard 
Director 
Office of Environmental Project Review 
U. S. Department of the Interior 
18th and C Streets, N.W. 
Washington, D.C.    20247 

Mr. Thomas 3. Gola 
Dept. of Housing and Urban Development 
Curtis Building 
Sixth and Walnut Street 
Philadelphia, Pennsylvania    19106 

Regional Director 
National Marine Fisheries Services 
Federal Building 
14 Elm Street 
Gloucester, Massachusetts    01930 

Mr. Gerald R. Calhoun 
State Conservationist 
Soil Conservation Service 
Room 522 
4321 Hartwick Avenue 
College Park, Maryland    20740 

Baltimore District 
Corps of Engineers 
Box 1715 
Baltimore, Maryland    21201 
ATTENTION: NABOL - E 

Mr. Frantz K. Gimmler 
Region III Director 
Urban Mass Transportation Admin. 
Suite 1010 
434 Walnut Street 
Philadelphia, Pennsylvania    19106 

Mr. Charles Custard 
Director 
Office of Environmental Affairs 
Health and Human Services 
200 Independence Avenue, S.W. 
Room 537-F 
Washington, D.C.    20201 

Office of the Secretary 
U.S. Department of Agriculture 
Washington, D.C.    20250 

Mr. John Brucker 
Regional Director 
Federal Energy Management Agency 
Curtis Building 
Sixth and Walnut Streets 
Philadelphia, Pennsylvania 19106 

Mr. Robert W. Harris 
Chief, Transportation Planning 
National Capital Planning 

Commission 
1325 G Street, N.W. 
Washington, D.C.    20576 

Assistant Director for Planning 
Management and Demonstration 

Urban Mass Transit Administration 
400 Seventh Street, S.W. 
Washington, D.C.    20590 

Director 
Office of Economic Opportunity 
1200  19th Street, N.W. 
Washington, D.C.    20506 

Director 
Division of NEPA Affairs 
U. S. Department of Energy 
1000 Independence Avenue, S.W. 
Room 4G-064 
Washington, D.C.    20230 

Office of the Secretary 
U.S. Department of Transportation 
Washington, D.C. 
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B.    ELECTED OFFICIALS 

>vThe Honorable Bruce Goldensohn 
Mayor 
City of Gaithersburg 
31 South Summit Avenue 
Gaithersburg, Maryland    20760 

"The Honorable William E. Hanna, Jr. 
Mayor 
City of Rockville 
111 Maryland Avenue 
Rockville, Maryland    20850 

* The Honorable Robert Evans 
Mayor 
Washington Grove 
317 Brown Street 
Washington Grove, Maryland 

The Honorable Charles W. Gilchrist 
Montgomery County Executive 
County Office Building 
100 Maryland Avenue 
Rockville, Maryland   20850 

C. LOCAL GOVERNMENT AGENCIES 

Mr. David Robbins 
Director 
Montgomery County Department 

of Recreation 
12210 Bushey Drive 
Silver Spring, Maryland    20901 

*Mr. John J. Clark 
Director 
Montgomery County Department 

of Transportation 
Executive Building 
101 Monroe Street 
Rockville, Maryland    20850 

Ms. Sarah T. Underwood 
Director 
Montgomery County Department 

of Housing and Community 
Development 

101 Maryland Avenue 
Rockville, Maryland    20850 

*Mr. Walter A. Scheiber 
Executive Director 
Metropolitan Washington Council 

of Governments 
1875 Eye Street, N.W. 
Washington, D.C.    20006 

* Mr. Norman Christeller 
Chairman 
Montgomery County Planning 

Board 
Maryland National Capital Park 

& Planning Commission 
8787 Georgia Avenue 
Silver Spring, Maryland    2090* 

D.    MARYLAND DEPARTMENT OF TRANSPORTATION 

Director 
Division of Public Affairs 
Maryland Department of Transportation 
P. O. Box 8755 
BWI Airport 
Baltimore, Maryland    21240 

* Mr. Clyde E. Pyers, Direct 
Office of Transportation Planning 
Maryland Department of Transportation 
P. O. Box 8755 
BWI Airport 
Baltimore, Maryland    212*0 

* Mr. Larry Saben 
Washington Regional Office - DOT 
8720 Georgia Avenue, Suite 90* 
Silver Spring, Maryland    20910 
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E.    STATE CLEARINGHOUSE 

Local Governments 
Department of State Planning 
Department of Natural Resources 
Department of Budget & Fiscal Planning 
Department of General Services 
Department of Economic & Community Development 
Department of Education 
Department of Health & Mental Hygiene 
Interagency Committee for School Construction 
Maryland Environmental Trust 
Maryland Geological Survey 
Department of Public Safety & Correctional Services 
Maryland Historical Trust 
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VI.    COMMENTS AND COORDINATION 
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A.    COORDINATION 

Throughout the conduct of the 1-370 Project Planning Study every effort has been 
made to keep abreast of the opinions and suggestions of private citizens and 
organizations and to keep lines of communication open to governmental agencies. A 
citizen participation process was built upon the existing Maryland Action Plan that 
actively sought consultation with city, county, regional, state, and federal agencies in 
order to insure that the concerns of all interested parties were considered at points 
in the study where the input would be meaningful. 

1.    CITIZEN PARTICIPATION 

a. Public Meetings 

A principal method for informing the general public of the progress and findings of 
the study was through informal public meetings which provided a forum for interested 
citizens to review the progress of the study and to provide input and direction. 
Local newspapers available to all citizens carried Public Notices advertising the 
meetings. 

On October 2, 3, 4, 8, and 11, 1979, Public Initiation Workshops were held (at 
Kennedy High School, Point Branch High School, and Magruder High School in 
Montgomery County and High Point High School in Prince George's County) to 
acquaint the public with project history, the study process outline, the scope of work, 
and schedule of activities. Informational brochures were handed out, and citizens had 
the opportunity to identify their areas of concern on maps during workshop type 
sessions. To increase the interaction with the community and the exchange of ideas, 
concerns, and issues, citizens worked together around tables with citizen facilitators 
assisting the discussion and recording the proceedings. State Highway Administration 
and study consultant staff were available to answer questions. Those attending 
indicated support for some type of transportation improvements in the Shady Grove 
Road corridor. 

On March 11, 1980, an Alternates Public Meeting was held in the Gaithersburg High 
School to acquaint the public with the Alternates developed to date. Once again, 
local newspapers available to all citizens carried Public Notices inviting interested 
citizens to attend and express their views regarding proposed 1-370 Alternates. A 
brochure describing the Alternates was mailed to all persons on the project mailing 
list. Brochures and forms for written comments were also made available at the 
meeting. 

As at the first sessions, the Project Planning Team explained the engineering, 
economic, social, and environmental aspects of the alternates developed to date, and 
citizens in small groups reviewed the proposed plans and identified their areas of 
concern. As a result of this session, planning studies for all the proposed Alternates 
were continued with incorporation of points raised by the Montgomery County 
Planning Staff (see letter dated  15 April  1980 in Appendix C.) 

b. Citizen Advisory Committee 

In addition to these public meetings, groups and organizations with special interests 
that  might be affected by  the proposed   project   were   consulted.      A   Montgomery 
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County Council-appointed, 15-member Citizen Advisory Committee (CAC) met 
approximately monthly early in the study to provide input. Members included 
representatives of the City of Rockville, City of Gaithersburg, Town of Washington 
Grove, Montgomery County Chamber of Commerce, Suburban Maryland Home Builders 
Association, League of Women Voters, White Oak Civic Coalition, Montgomery County 
Civic Federation, Allied Civic Group, Inc., Allenwood-Gayfields-Willson Hills Civic 
Association, Layhill Civic Association, Inc., Luxmanor Citizens Association, Northern 
Bethesda Congress, Parkside Civic Association and Sycamore Acres Civic Association. 

Others, including the Gaithersburg Chamber of Commerce, the Nature Conservancy, 
and members of Congress and state legislatures contributed to the exchange of 
information during the course of the study. 

2.    GOVERNMENT AGENCY INVOLVEMENT 

Basic data collection efforts included contacts with a number of local, state, and 
federal agencies early in the study process and continued throughout the effort. 
Contacts were made through two formal groups, the Interagency Task Force and the 
Traffic Task Force, and on an individual agency basis. 

a. Interagency Task Force 

The Interagency Task Force consisted of members representing federal, state, regional 
and local agencies with a need for general information about the project and who 
could provide valuable feedback about the potential implications of the study. The 
agencies represented on the Task Force were the Maryland State Highway 
Administration, Federal Highway Administration, the Maryland Historic Trust, the 
Water Resources Administration of the Maryland Department of Natural Resources, 
the Department of State Planning, the Metropolitan Washington Regional Planning 
Office of the Maryland Department of Transportation^ the Metropolitan Washington 
Council of Governments, the Maryland-National Capital Park and Planning Commission 
(Montgomery County), the Washington Suburban Sanitary Commission, the Office of 
the Montgomery County Executive and the Montgomery County Council. 

b. Traffic Task Force 

A second formal group was organized to advise on traffic forecasting methods. This 
group included representatives of the Maryland State Highway Administration, the 
Maryland-National Capital Park and Planning Commission (Montgomery County), the 
Metropolitan Washington Regional Planning Office of the Maryland Department of 
Transportation, the Metropolitan Washington Council of Governments, the Montgomery 
County Department of Transportation, and the study consultants. 

The Traffic Task Force met approximately monthly and reviewed previous traffic 
assignments by COG, approved new assignments, reviewed the alternate networks to 
be coded, and made technical evaluation. 

From October 1981 to January 1982 representative study team members met weekly 
to facilitate revision of the 1-370 Preliminary-Draft Environmental Document and 
preparation of the Draft Environmental Impact Statement. Engineering and 
environmental analyses carried out for the updated Alternates were reviewed. 
Potential delays were identified and actions were taken to mitigate potential 
problems. 
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c.     Individual Agency Coordination 

Information concerning the proposed action was solicited from specific agencies with 
responsibility for transportation project environmental impacts. Initial briefing 
sessions introduced 1-370 study tasks to area municipalities and agencies. On 
September 1*, 1981, the Gaithersburg City Council and Planning Board were briefed 
on the status of 1-370 study efforts and on 4(f) procedures. As part of the 
continuing cooperative study, members of the consultant team met individually with 
City staff. In addition, the Maryland State Highway Administration reviewed the I- 
370 Project with key federal agencies, including the Environmental Protection Agency 
and the Department of Interior, at the regularly scheduled quarterly coordination 
meeting on February 3,  1982. 

\iA 
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B.    COMMENTS 

1.    PUBLIC HEARING COMMENTS 

a. Introduction 

A combined Location/Design Public Hearing for this project was held on 30 March 
1982 at Gaithersburg High School in Montgomery County. Mr. Eugene Camponeschi, 
District Engineer, State Highway Administration, presided. Representatives of SHA's 
Bureau of Project Planning described the study process and the alternatives under 
consideration and gave an environmental overview of the study area. Representatives 
of the State Highway Administration explained the right-of-way acquisition process 
and the relocation assistance program. Persons attending the Public Hearing were 
provided a copy of the "Combined Location/Design Public Hearing - Interstate Route 
370" brochure, which summarized features of the alternates. The Draft 
Environmental Impact Statement and a public information display were available for 
review prior to and at the hearing. 

Official transcripts were prepared of the Location/Design Public Hearing. The 
hearing record contains the remarks of 27 speakers, along with several written 
statements. Representatives of eight local governments, four private sector firms, 
nine civic and home associations, and six individual citizens were heard. Copies of 
the transcripts are available for review at the Maryland State Highway 
Administration. 

b. Summary of Comments 

A summary of the major public comments recorded at the Location/Design Public 
Hearing is presented below. Comments are grouped into four major categories: local 
jurisdiction/agency comments, private sector comments, civic association comments, 
and individual citizen comments. Responses to local jurisdiction/agency comments are 
contained in the Agency Comments section. Responses to major public hearing 
comments are addressed in the following section, Public Comments and Responses. 

o Local Jurisdiction/Agency Comments - With the exception of the Town of 
Washington Grove, its Planning Commission, and Heritage Committee, support 
for proposed 1-370 by localities in the project study area was unanimous and 
generally strong. The strongest support came from the office of the 
Montgomery County Executive, the M-MNCPPC, and the Montgomery County 
Economic Advisory Council. The City of Gaithersburg and the City of 
Rockville supported the project, although each raised particular concerns and 
suggested alignment modifications and mitigation measures. 

Overall, jurisdictions in support of 1-370 agreed that the project is justified 
for four major reasons: traffic congestion, economic development potential, 
Metro access, and consistency with prior planning. The Town of Washington 
Grove, which opposes the project, agreed that traffic congestion must be 
alleviated in the study area, but rejected the remaining three reasons for 
project support cited by other jurisdictions. Based on environmental and fiscal 
concerns, the Washington Grove Planning Commission asked the SHA to 
consider a modification of the full-build alternates, referred to as Citizens' 
"Alternate 4". The resulting alignment would use the existing Shady Grove 
Road between Oakmont Avenue and the Metro Access Road. 
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o Private Sector Comments - Area businesses expressed support for 1-370, and in 
particular, Alternate 3E. The major reason for project support was traffic 
congestion in the Shady Grove area. Three firms testified that delay and 
aggravation experienced by their employees traveling to and from work have 
led some employers to consider leaving the Shady Grove area and perhaps 
Montgomery County. Other reasons cited for support of 1-370 included 
increased economic development potential, greater utilization of Metro, and 
increased transportation safety. 

o Civic Association Comments - Speakers representing nine area civic 
associations testified. These organizations were opposed to the construction 
of 1-370. At least two civic associations, Redland Station Homes Association 
and Deer Park Place Homeowners Association, supported "Alternate 4" 
proposed by the Washington Grove Planning Commission. Others supported 
Alternates 2C and/or 2D as the best solution to current traffic congestion 
problems. 

Civic association comments focused on six major areas of concern: impacts 
of the project on water quality, woodland, animal habitats, and the quality of 
life in the study area; the potential for increased flood hazard; relationship of 
the project to the Intercounty Connector (ICC) and Outer Beltway projects; 
combined air and noise impacts of 1-370 and Montgomery County's proposed 
trash incinerator; validity of the growth projections used in the DEIS; and 
project costs and benefits. Responses to these major areas of concern are 
addressed in detail in the following section. 

c.     Written Comments Received 

In addition to public hearing testimony, 33 written comments were received by the 
Maryland State Highway Administration prior to the closing of the public record on 
16 April 1982. Fifteen were question/comment forms and 18 letters. Major 
comments received by mail were sent a detailed written response by the Maryland 
SHA. 

2.    PUBLIC COMMENTS AND RESPONSES 

Substantive comments and suggestions received in statements and letters as part of 
the public participation process are briefly summarized below. A response to each 
comment is provided. The individual comments used for compilation are presented in 
Table VI-1. 

Comment: Adoption of any of the three alternates on new alignment (Alternate 3C, 
3D or 3E), and specifically that portion of the proposed alignment under these 
alternates which runs from Oakmont Avenue and curves behind the Grove Shopping 
Center near Redland Station, would destroy an area of prime woodland and animal 
habitat.    Woodlands would also be lost in and about Summit Hall Park. 

Raised by: Richard Lewis and representatives of the Redland Station Home 
Association and the Deer Park Place Citizen's Association. 

Response: Woodland areas in the 1-370 study area have been disturbed by lumbering, 
agriculture, and urbanization, and no original forest remains. Patches of woodland do 
exist and range in age from several to 100 years. The woodland area between the 
Grove Shopping Center and Redland Station does represent the last area of mature 
woods outside parks.     The woods,   however,   have  no  unique  features  and  do  not 
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TABLE VI-1 

1-370 PUBLIC HEARING TESTIMONY AND COMMENTS RECEIVED BY  MAIL 

Public Hearing Testimony 

Commentor's Name 

1.  Mr. Tom Stone 

Agency/Organization 
Representing 

Alternates 
Supported 

Office of the Montgomery       3C, 3D and/or 
County Executive 3E 

2.  Hon. Bruce Goidensohn City of Gaithersburg 3E 

3. Mr. Robert Weirich City of Rockville 3C, 3D and/or 
3E 

Major Comments 

Reasons for support of 1-370: 
- improve Metro access 
- relieve traffic congestion 

Areas of concern: 
- adverse impacts on area streams 

Reasons for support of 1-370: 
- improve Metro access 
- relieve traffic congestion 

Areas of concern: 
- adverse community impacts, particu- 

larly noise and visual 
- adverse impacts to streams and 

natural habitats 
- relationship of 1-370 to an Outer 

Beltway concept 

Suggestions: 
- shift I-370/I-270 interchange slightly 

to south to avoid park impacts 
- modify Alternate 3E to include an 

additional ramp from westbound 
1-370 to access northbound MD 355 

- extend project limits to eliminate 
the gap between developer-required 
improvements to Fields Road and 
1-370 - related improvements 

Reasons for support of 1-370: 
- reduce traffic congestion 
- increase economic development 

potential 
- implement area master plans 

Areas of concern: 
- staging of Fields Road connection 

t.  Hon. Robert Evans Town of Washington 
Grove 

Proposed Cit- 
izen's "Alt. 4" 

See detailed response to comments in 
Agency Comments section. 

5.  Mr. Norman 
Christeller 

Maryland National 
Capital Park and 
Planning Commission 

3E Reasons for support of 1-370: 
- ensure consistency with current 

and prior planning 
- increase economic development 

potential 
- implement County mass transit and 

highway plans 

Areas of concern: 
- adequate protection of Lake 

Needwood Watershed 
- need for maximizing buffer woods 

near Redland Station 

Suggestions: 
- expedite approval of 1-370 to mini- 

mize delay in implementation of 
transportation plans and to accom- 
modate Metro opening 

6.  Mr. Charles Challstrom Washington Grove 
Planning Commission 

Proposed Cit- 
izen's "Alt. t" 

See detailed response to comments in 
Agency Comments section. 

7.  Ms. Carole Huberman 
(also submitted 
written comments) 

Washington Grove 
Heritage Committee 

2C, 2D, and/or 
Proposed Cit- 
izen's "Alt. V< 

See detailed response to comments in 
Agency Comments section. 
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Commentor's Name 

8.  Mr. 3ohn Carmen 

Agency/Organization 
Representing 

Suburban Maryland 
Home Builders 

Alternates 
Supported 

3E 

|# 
Major Comments 

Reasons for support of 1-370: 
- relieve traffic congestion 
- improve transportation safety 
- improve Metro access 
- increase economic development 

potential 

9.  Mr. Richard Lewis Self 
(Redland Station 
resident) 

2C and/or 2D 

10.  Mr. W. K. Benson Needwood Civic Assoc. Substantially 
revised 1-370 

11.  Mr. Ronald Lyons Deer Park Place 
Homeowners Assoc. 

Proposed Cit- 
izen's "Alt. V 

12.  Mr. Charles Beranek 
(also submitted 
written comments) 

Self No-Build, 
(Winter's Run 2C and/or 
Subdivision, Rock- 2D 
ville resident) 

Reasons for non-support of 1-370: 
- adverse environmental impacts in 

the easternmost portion of 
proposed 1-370 

Areas of concern: 
- adverse impacts to streams and 

wildlife 
- adverse neighborhood impacts 
- adverse water quality impacts, 

including sedimentation problems 
- elimination of several old founda- 

tion remains 
- loss of mature woodlands 

Reasons for non-support of 1-370: 
- possible connection of 1-370 to a 

future Outer Beltway 

Suggestions: 
- provide a limited interchange 

at 1-270 
- limit access between 1-370 and 

MD 355, Oakmont Avenue and 
Crabbs Branch Way 

- provide a limited interchange 
with Shady Grove Road east of the 
Metro Station 

- institute reversible one-way lanes 
during peak hours 

Reasons for non-support of 1-370: 
- adverse environmental impacts on 

Deer Park Place 

Areas of concern: 
- loss of woodland 
- noise pollution 
- aesthetics 

Suggestions: 
- shift Ramp D on Alternate 3E 

further south 

Reasons for non-support of 1-370: 
- possible connection of 1-370 to the 

ICC and Outer Beltway 
- adverse environmental impacts 

associated with construction 

Areas of concern: 
- adverse impacts on flood plains 

and increased flash flood potential 
- adverse impacts on Lake Needwood 

and the Upper Rock Creek Drain- 
age Basin 

- lack of a full engineering evalua- 
tion of adverse impacts on streams 

13.   Dr. Robert Teunis Self 
(Gaithersburg 
resident) 

No-Build or 
2C and/or 2D 

Reasons for non-support of 1-370: 
- disrupt use of private property 

Areas of concern: 
- loss of street access to home, 

office and family farm 

Suggestions: 
- rezone farm to minimize economic 

loss 
- construct a local street paral- 

leling MD 355 to minimize 
economic loss to home and office 
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Commentor's Name 

U.  Mr. Robert Metz 

Agency /Organization 
Representing 

Eig Enterprises 

Alternates 
Supported 

3E 

Major Comments 

Reasons for support of 1-370: 
- ensure appropriate development of 

the Washingtonian property 
- increase employment and economic 

development benefits 
- implement area master plans 
- relieve traffic congestion 
- improve Metro access 

15.  Mr. Tom Reutershan 
(also submitted 
written comments) 

Redland Station Homes 
Association 

Proposed Citi- 
zen's "Alt. ft" 

16.  Mr. James Bailey Greater Colesville 
Citizens Assocation 

No-Build, 
2C and/or 
2D 

17.  Mr. Frank Vrataric Sycamore Acres 
Citizens Association 

No-Build, 
2C and/or 
2D 

Reasons for non-support of 1-370: 
- adverse community and environmental 

impacts 

Areas of concern: 
- project costs 
- economic loss to homeowners closest 

to proposed 1-370 alignment 
- lack of consideration of citizen 

opinion 
- destruction of prime woodland and 

animal habitats 
- damage to three natural springs 
- stream relocation at Mill Creek 
- long and indirect routes to the 

Metro station from 1-270 
- possible connection of 1-370 to 

a future Outer Beltway 

Reasons for non-support of 1-370: 
- negative benefit/cost 

Areas of concern: 
- economic dependence of 1-370 on ICC 

Suggestions: 
- modify the DEIS to include analysis 

of entire Intercounty Connector 
project 

Reasons for non-support of 1-370: 
- failure of 1-370 to accomplish the 

stated goals of the DEIS 

Areas of concern: 
- transportation safety 
- low usership 

IS.  Mr. Bruce Hendrickson Self 
(Gaithersburg 
resident) 

2C Reasons for non-support of 1-370: 
- negative cost/benefit 

Areas of concern: 
- proper use of taxpayer's dollars 

Suggestions: 
- Use 1-370 funds for improvements 

to existing roads 

19.  Mr. John Tarpe Montgomery County 
Civic Federation 

2C and/or 2D Reasons for non-support of 1-370: 
- negative cost/benefit 

Areas of concern: 
- relationship of 1-370 to ICC and 

an Outer Beltway concept 

Suggestions: 
- Construct 2C or 2D with a full 

service interchange at 1-270 and 
Shady Grove Road 

20.  Mr. Ronald Jensen Westsat, Inc. 3C,  3D Reasons for support of 1-370: 
and/or 3E - relieve traffic congestion 

- improve quality of life for 
employees 

- decrease business costs associated 
with vehicle delay 
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Commentor's Name 

21.   Vlr. Waiter Petzold 

Agency/Organization 
Representing 

Montgomery County 
Chamber of Commerce 

Alternates 
Supported 

3C, 3D, 3E 

|1» 

22.  Mr. 3ames Hardin Mill Creek Town Civic 
Association 

2C or 2D 

Major Comments 

Reasons for support of 1-370: 
- implement adopted master plans, 

particularly the Shady Grove 
Sector Plan 

- encourage business retention 
- improve Metro access 
- accommodate future growth 
- support housing and economic 

development 

Reasons for non-support of 1-370: 
- negative cost/benefit 
- provides excess roadway capacity 

to Metro 

Areas of concern: 
- aesthetics 
- efficiency 

Suggestions: 
- upgrade commuter rail service 

23.   Mr. Roger Seifert Shady Grove III 
Community Assoc. 

Proposed Cit- Reasons for non-support of 1-370: 
izen's "Alt.*" - negative cost/benefit 

- encourages high density develop- 
ment of the Washingtonian Property 

Areas of concern: 
- increase in commercial development 
- adverse impacts on Muddy Branch 

Park 
- noise impacts at Fields Road 

Suggestions: 
- add more ride-on buses to the west 

to carry people to Metro 

2t.  Mr. ]ohn Tilley Self 
(Gaithersburg 
resident) 

2C or 2D Reasons for non-support of 1-370: 
- negative cost/benefit 
- adverse community impacts 

Areas of concern: 
- adverse noise and visual impacts 

to Rosemont Village 
- disruption of private property 
- decline in property values 

25.  Mr. William Anderson Rosemont Citizen's 
Association 

2C and/or 2D Reasons for non-support of 1-370: 
w/ modifica. - negative cost/benefit 

- fails to achieve stated project 
objectives 

26.   Mr. Waiter Kaplan Deer Park Citizen's 
Association 

2C or 2D Reasons tor non-support of 1-370: 
- negative cost/benefit 

Areas of concern: 
- level of development planned for 

the Shady Grove area 

Suggestions: 
- redesign 1-370/1-270 interchange to 

eliminate stops 

27.   Mr. Walter Almeda Montgomery County 
Economic Advisory 
Council 

3C, 3D or 3E Reasons for support of 1-370: 
- sustain economic vitality 
- maintain quality of life 
- encourage future development 

consistent with master plans 
- relieve traffic congestion 
- retain area businesses 
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Comments Received by Mail 

Commentor's Name 
Agency/Organization 

Representing 
Alternates 
Supported Major Comments 

1.  Mr. R. A. Nestor 
Letter dated 2/22/82 

Self 
(Derwood resident) 

3C,  3D, 
and/or 3E 

Reasons for support of 1-370: 
- relieve traffic congestion 

Mr. Robert H. Metz 
and 

Mr. William Kominers 
Linowes and Blocher 
Letter dated 2/25/82 

Washingtonian Tract 
property owners 

3C, 3D Reasons for support of 1-370: 
and/or 3E - increase Metro use 

- increase economic development 
potential 

- improve convenience 

Suggestions: 
- expedite 1-370 project 

Mr. Robert L. Hails 
Letter dated 2/25/82 

Self 
(Olney resident) 

3E Reasons for support of 1-370: 
- relieve traffic congestion 

*.  Ms. Carole Huberman 
Letter dated 3/1/82 
(also testified at 
Public Hearing) 

Washington Grove 
Heritage Committee 

No-Build Areas of concern: 
2C and/or - adverse air quality and noise 
2D impacts of combined 1-370 and 

Montgomery County's proposed 
trash incinerator 

Requests: 
- copy of field logs recording 

measured noise levels in areas 
adjacent to Shady Grove Road 

Mr. ic Mrs. 3ohn H. 
Scanlin 

Q/C form received 
3/6/82 

Self 
(Rockville resident) 

3C Reasons for support of 1-370: 
- provide safe transportation network 

Areas of concern: 
- safety of the Figure 6 interchange 

for Alternates 3D and 3E 

Mr. Tom Reutershan 
Letter dated 3/12/82 
(also testified at 
Public Hearing) 

Redland Station Homes 
Association 

Proposed Cit- Areas of concern: 
izen's "Alt. ft" - lack of detail and inaccuracies 

in public notice and information 
display materials 

- failure to adequately explore all 
appropriate alternatives, including 
the Washington Grove Planning 
Commission's proposed alternate 

- reference to a "preferred alter- 
nate" in project materials 

- timing and method of public avail- 
ability of DEIS 

Suggestions: 
- delay Public Hearing on proposed 

1-370 for at least 30 days 
- correct all maps used in all public 

notices and related materials 
- provide evidence of consideration 

of alternative alignments 
- delete reference to a "preferred 

alternate" 
- provide copies of DEIS individually 

to all communities and landowners 
adjacent to the project 

7.   Mr. William H.  McCullen 
Letter dated 3/12/82 

1-270 Corridor 
Employers Group 
(Comprised of 80 
employers with 
approximately 
ftO.OOO employees) 

3C,  3D Reasons for support of 1-370: 
and/or 3E - relieve traffic congestion 

- increase economic development 
potential 

- expand and retain existing 
businesses 
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Commentor's Name 

Agency/Organization 
Representing 

Alternates 
Supported Major Comments 

S.  Mr. John Clark 
Q/A form dated 3/20/82 

Self 
(Damascus 
resident) 

3C w/ modi- Reasons for support of 1-370: 
fications - increase cost effectiveness 

- minimize impacts to affected 
properties 

- relieve traffic congestion and 
vehicle delay 

Suggestions: 
- construct cloverleaf ramps to and 

from westbound Shady Grove Road 

9.  Dr. Leon Transeau 
Q/A form dated 3/2»/82 

Self 
(Rockville 
resident) 

Not stated Areas of concern: 
- time and money spent on highway 

studies 

10.  Mr. Lawrence Courtney 
Q/A form dated 3/24/82 

Self 
(Gaithersburg 
resident) 

3E Reasons for support of 1-370: 
- accommodate growth 

Suggestions: 
- expedite project 

11.  Mr. & Mrs. R. Blood 
Letter dated 3/25/82 

Self 
(Derwood resident) 

No-Build, 2C Reasons for non-support of 1-370: 
and/or 2D - adverse impacts on Redland Station 

and surrounding neighborhoods 

Areas of concern: 
- destruction of quality of life 
- destruction of wildlife and free- 

flowing springs 
- potential flooding 
- diversion of sales and other income 

from area merchants 
- project costs 
- joint impacts of 1-370 and 

proposed incinerator 

12.  Mr. David Doernberg 
Q/C form dated 
3/30/82 

Self 
(Silver Spring 
resident) 

Not stated Areas of concern: 
- Alternate  1 provides no median- 

strip or barrier 

13.  Mr. Donald E. Jackson 
Q/C form dated 
3/30/82 

Self 
(Gaithersburg 
resident) 

Not stated Areas of concern: 
- extent of visual and noise 

mitigations in residential areas 

1*.  Mr. Joseph Doane 
Q/C form dated 
3/30/82 

Self 
(Potomac resident) 

2C and/or Reasons for non-support of 1-370: 
2D w/ modi- - provides excess roadway 
fications capacity 

Areas of concern: 
- adverse impacts in parklands 
- adverse impacts on commercial 

properties 

Suggestions: 
- modify the I-270/I-370 interchange 

15.   Mr. N. Wayne Elgin 
Letter dated 3/30/82 

Self 
(Washington Grove 
resident) 

3C,  3D, or Reasons for support of 1-370: 
3E - facilitate growth 

- relieve traffic congestion 

16.   Mr. William Randolph 
Letter received 
3/31/82 

Self 
(Gaithersburg 
resident) 

No-Build, Reasons for non-support of 1-370: 
2C and/or - adverse impacts to residen. areas 
2D - failure to relieve traffic congest. 

- relationship of 1-370 to an 
Outer Beltway concept 

- project costs 
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Commentor's Name 
Agency/Organization 

Representing 
Alternates 
Supported 

^ 
Major Comments 

17.   Mr.  Richard Lurix 
Q/C form dated <t/l/82 

Self 
(Gaithersburg 
resident) 

2C and/or Reasons for non-support of 1-370: 
2D - excessive land takes for R.O.W. 

- project costs 

Areas of concern: 
- adverse neighborhood impacts 
- adverse impacts on parklands 
- adverse impacts on wildlife 

IS.  Mr. Walter Petzold 
Q/C form dated t/1/82 

Self 
(Rockville 
resident) 

3C, 3D Reasons for support of 1-370: 
and/or 3E - relieve traffic congestion 

- improve Metro access 

Areas of concern: 
- justification for a western 

connection to Fields Road 
- excessive interchange costs 
- adverse impacts on adjacent 

development 

19.  Ms. Barbara Garrad 
Q/C form dated 
1/2/82 

Self 
(Mt. Airy resident) 

Not stated Areas of concern: 
- traffic problems along Shady Grove 

Road 

20.   Mr. Reed S. Snyder 
Q/C form dated it/2/82 

21.   Mr. Stephen Peterson 
Q/C form dated 4/3/82 

Self 
(Gaithersburg 
resident) 

No-Build 

Self 
(Gaithersburg 
resident) 

3E 

Reasons for non-support of 1-370: 
- adverse impacts to home and 

neighborhood 

Areas of concern: 
- proximity of construction to home 
- adverse impacts on parklands 

Reasons for support of 1-370: 
- relieve traffic congestion 
- improve Metro access 

Areas of concern: 
- adverse noise impacts on residen- 

tial areas 

22. Mr. Gushing Daniel 
Letter dated */5/82 

Daniel, Daniel, <!c 
Daniel 

An interstate Reasons for support of 1-370: 
facility - improve Metro access 

- ensure ease of travel for area 
employees and residents 

Suggestions: 
- build 1-370 within the existing 

Shady Grove Road right-of-way 

23.  Mr. G. L. Cornell 
Letter dated 1/7/82 

G. L. Cornell Co. 3C, 3D Reasons for support of 1-370: 
and/or 3E - relieve traffic congestion 

2». Mr.  Day Alfandre Self 
Q/C form dated (Rockville 
(J/8/82 resident) 

3E Reasons for support of 1-370: 
- increase economic development 

potential 
- implement adopted master plans 
- improve Metro access 

25.   Mr.  Charles Haughney Self 
Q/C form received (Rockville 
<t/8/82 resident) 

2C or 2D 
w/ modi- 
fications 

Reasons for non-support of 1-370: 
-adverse growth-induced impacts 

Areas of concern: 
- relationship of 1-370 to the 

Intercounty Connector 
- adverse noise impacts 

26.   Mr.  Lee Miller 
Q/C form dated 
«/9/82 

Self 
(Gaithersburg 
resident) 

3E Reasons for support of 1-370: 
- improve Metro access 
- relieve traffic congestion 
- implement area master plans 
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Commentor's Name 

Agency/Organization 
Representing 

Alternates 
Supported Major Comments 

27.   Mr. William  L. 
Sullivan,  ]r. 

Letter dated 4/10/82 

Self 
(Rockville 
resident) 

No-Build, Reasons for non-support oi 1-370: 
2C, and/cr - failure to relieve traffic conges- 
20 tion 

- negative cost/benefit 

28.  Mr. William M. Canby 
Letter dated 4/11/82 

Mr. John Gogarty 
(Local property 
owner) 

3E Reasons for support of [-370: 
- relieve traffic congestion 
- implement planning recommendations 

29.  Mr. Richard L. Weaver 
Letter dated 4/12/82 

Hewlett-Packard Co. 3C, 3D Reasons for support of l-VO: 
and/or 3E - relieve traffic congestion 

- retain and attract businesses 
- accommodate increased growth 

30.  Mr. Richard 3. Pavtin 
Letter dated 4/13/82 

Treatment Center, 
Montgomery Co. Soc. 
for Crippled 
Children and Adults 

3C, 3D Reasons for support of 1-370: 
and/or 3E - improve Metro access for the 

handicapped 
- accommodate existing and planned 

development 

31.   Mr. Alton D. Fryer 
Letter dated 4/14/82 

Spaulding and Slye 3E Reasons for support of 1-370: 
- relieve traffic congestion 
- encourage future development 

32.  Mr. Murray Kaplin 
Letter dated 4/14/82 

Forty-two (42) 
employees of 
Hewlett-Packard Co. 

3C, 3D Reasons for support of 1-370: 
and/or 3E - improve Metro access 

33.  Mr. 3ames C. Nance 
Letter dated 4/14/82 

Bionetics 3C, 3D Reasons for support of 1-370: 
and/or 3E - relieve traffic congestion 

- increase industrial tax base 
- attract new development 

34.  Mr. C. R. Zimmerman 
Letter dated 4/15/82 

Bechtel Power Corp. 3C,  3D Reasons for support of 1-370: 
and/or 3E - relieve traffic congestion 

Suggestions: 
- construct a northbound ramp onto 

1-270 from the right westbound 
lanes of Shady Grove Road 

35. Mr. Dean R. Ebner Self No-Build, 
Letter dated 4/15/82 (Gaithersburg 2C, and/or 

resident) 2D 

Reasons for non-support of  1-370: 
- failure to relieve traffic 

congestion 

Suggestions: 
- widen existing roadways or 

consider construction of the Inter- 
county Connector 

36.   Mr.  Milton F. Johnson 
Letter dated 4/15/82 

Kodak Processing 
Lab, Inc. 

3C, 3D 
and/or 3E 

Reasons for support of 1-370: 
- relieve traffic congestion 

37.   Mr. Nolan Goldberg 
Letter dated 4/16/82 

Calculon Corp. 3C,  3D 
and/or 3E 

Reasons for support of 1-370: 
- retain area personnel 

38. Mr. Louis Cohen 
Letter dated 4/21/82 

Knollwood Develop- 
ment Corporation 

3E Reasons for support of 1-370: 
- facilitate residential and 

commercial development 

39. Mr. David Wise 
Letter dated 4/23/82 

Design-Tech 3E Reasons for support of 1-370: 
- increase economic development 

potential 
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Commentor's Name 

Agency/Organization 
Representing 

Alternates 
Supported Major Comments 

tO.  Ms. Diane Szafoni 
Letter dated t/26/82 

Self 
(Urbana, 111. 
resident) 

2C and/or 2D Reasons for non-support of 1-370: 
- adverse environmental impacts 

Areas of concern: 
- adverse noise, air quality and 

water quality impacts 
- accuracy of growth projections 

»1.  Mr. Charles Beranek 
Letter dated 1/27/82 
(also testified at 
Public Hearing) 

Self 
(Rockville 
resident) 

No-Build, 
2C, and/or 
2D 

See earlier public hearing comments, 
page 5. 

12.  Mr. Charles P. Gilmore Self 
Q/A form dated (Rockville 
1/27/82 resident) 

3E Reasons for support of 1-370: 
- increase economic development 

potential 
- assure consistency with local land 

use plans 

13.  Mr. Roger M. Williams 
Q/C form dated 
1/30/82 

Self 2C and/or 2D Reasons for non-support of 1-370: 
(Gaithersburg - design traffic capacities exceed 
resident) projected Metro station traffic 

- project costs 

Areas of concern: 
- adverse impacts on wildlife in the 

Washington Industrial Park area 
- disruption of foot travel through 

the Washington Industrial Park 
area 

Mr. William Canby 
Letter dated 1/30/82 

Decoverly Investors 3E Reasons for support of 1-370: 
- relieve traffic congestion 
- fulfill planning recommendations 

15. Mr. Sydney Fishman 
Letter dated 5/30/82 

Dorsid Enterprises 3D Reasons for support of 1-370: 
- relieve traffic congestion 

Areas of concern: 
- displacement of businesses at 

9011 Comprint Court 
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support any significant wildlife populations due to their small size and existing 
degraded conditions. It should also be noted that the woods in question, being in 
private ownership, are not protected and are zoned for residential or light industrial 
development. Adverse impacts on woodlands in Summit Hall Park have been avoided 
by shifting the 1-270/1-370 interchange further south, preserving the wooded area and 
offering a visual screen between residential areas and the proposed project. 

Comment: The Draft Environmental Impact Statement (DEIS) does not adequately 
explore the impact on streams and creeks in the area of the proposed project from 
the standpoint of runoff (imperviousness) and the potential for flash flooding. High 
imperviousness caused by both 1-370 and coincident development will result in a flood 
potential similar to the 1972 Hurricane Agnes. Available flood data for Mill Creek 
were absent from the DEIS. 

Raised by; Mr. Charles Beranek, resident of Winter's Run Subdivision, and the 
Redland Station Home Association. 

Response; Much of the flood related data referenced in the DEIS was obtained from 
Maryland National Capital Park and Planning Commission (M-NCPPC) sources; these 
represent the best available data at the time of production of the DEIS. Additional 
data from the Federal Emergency Management Agency (FEMA) have since become 
available, and the same conclusions were reached. The 60 percent imperviousness 
data relates to the ultimate development of the area in conformance with area 
master plans. The impact of this ultimate development has been hydraulically 
modelled as a basis for M-NCPPC's floodplain maps. It is noted that the 
imperviousness within the 1-370 right-of-way is about 40 percent; this is less than the 
60 percent for the ultimate surrounding area. 

Selection of a 100-year storm is based on a statistical analysis of past rainfall, 
including Hurricane Agnes, and is not statistically related to land use or changes in 
imperviousness. Changes in land use and imperviousness do influence the ability of 
the drainage basin and channel to transport rainfall and thereby can affect flood 
stages. Flood hazard impacts for Alternate 3E Modified have been analyzed in 
conformance with applicable regulations and Maryland DNR design criteria and are 
discussed in Section IV.C.5. 

Comment; Adoption of Alternate 3E will destroy the residential quality of area 
neighborhoods which have already been severely impacted by development along Shady 
Grove Road and in the 1-270 corridor generally. Air and noise impacts associated 
with the proposed project would be significant. 

Raised by; The City of Gaithersburg, the Town of Washington Grove, the Washington 
Grove Heritage Committee, the Redland Station Homes Association, the Deer Park 
Place Citizen's Association, and individual citizens. 

Response; Project impacts on local communities were considered as documented in 
this FEIS. All reasonable efforts will be made to minimize impacts to local residents 
and the existing natural environment. Measures to mitigate noise, air, and visual 
impacts in affected residential areas will be further developed during the detailed 
design phase of the project. Noise mitigation measures will be developed in 
consultation with community residents. 
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Comment: The alternative preferred by the State was once part of the alignment for 
the Intercounty Connector and the Outer Beltway. Construction of Alternate 3E 
would be the first step in the revival of these two widely opposed projects* 

Raised by: The City of Gaithersburg, Redland Station Homes Association, the 
Montgomery County Civic Association, and individual citizens. 

Response: The Outer Beltway is no longer considered a viable project and has been 
dropped from all State highway plans and programs. However, that portion of the 
originally proposed Outer Beltway between 1-270 and the Baltimore-Washington 
Parkway has been redesignated as the Intercounty Connector (ICC) and is under study 
at this time. The major purpose of the ICC study is to analyze existing and 
projected east-west transportation problems in this area and, based on these analyses, 
decide whether and how to alleviate these problems. The ICC studies will not 
influence decisions made regarding the 1-370 project since each of these projects must 
stand on its own merits. An Environmental Impact Statement assessing the potential 
beneficial and adverse affects of the Intercounty Connector is being prepared. Refer 
to Appendix D and the Project Need Section for more information on the relationship 
of the ICC to the 1-370 project. 

Comment: The DEIS discusses increased revenues to the County and State as a 
result of the construction of 1-370. Revenues resulting from new construction, new 
business, new employees, and increased real estate values are among the cost benefits 
mentioned. However, when project benefits are matched against the costs: of project 
development, the result is a negative benefit/cost for 1-370. 

Raised by: The Greater Colesville Citizen's Association, the Town of Washington 
Grove, the Mill Creek Town Civic Association, and individual citizens. 

Response: Cost-revenue estimates presented in the DEIS are based on a 20-year 
build-out schedule commencing in 1986 and continuing to 2006. Benefits are stated in 
annualized revenue increments from new construction and annualized vehicle delay 
costs over the 20-year project period. These savings must be balanced against the 
annualized costs of supporting the estimated $114 million cost of construction, of 
which 10 percent is state and local cost. 

End state commercial/industrial tax benefits and vehicle time-delay cost savings 
represent an annual revenue increase in 1981 dollars of $5,890,000 to the State and 
County. This sum, expressed in 20 equal annual payments (plus a final payment of 
$5.9 million) over the useful life of the project, equals total benefits of $59.7 million. 
Measured against total principal and interest costs to the State of only $23.4 million 
over the 20-year period, this represents a reasonable cost equivalent even though no 
State debt retirement costs will be incurred as a result of this project. 

Based on the 20 year scenario for realizing the full economic benefits of 1-370, this 
project more than justifies its costs. Not considered in this analysis are time 
savings, utilization costs, increased ridership, and economics of scale associated with 
the capital expenditure made for the Shady Grove Metro Line. If these 
considerations were defined in dollar amounts and computed in the above cost 
effectiveness equation, they would further support the construction of 1-370. 
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Comment: The proposed traffic flow levels presented in the DEIS reflect a decade 
of increased growth in the area. However, this level of growth may not be realized, 
thereby increasing the possibility of exaggerated future traffic levels and falsifying 
the assumption that 1-370, and in particular the Fields Road extension, is essential to 
maintain the area's future traffic levels. 

Raised by: The Shady Grove Community Association, the Town of Washington Grove, 
and Diane Szafoni. 

Response: Traffic projections were based on existing and proposed local master plans. 
The Shady Grove area is anticipated to grow at a more rapid rate than most other 
areas of Montgomery County. This is due to commercial/industrial and dense 
residential zoning and the soon-to-be-opened Shady Grove Metro Station. The 
importance of the Fields Road extension in maintaining future traffic levels from the 
time of opening to the design year in the study area is discussed in the Project 
Needs Section. 

Comment The alternate preferred by the State would have a negative impact on 
water quality in the study area. Increases in sedimentation would be particularly 
acute in Lake Needwood, which is now regularly dredged to control sedimentation. 

Raised by:    Charles Beranek and Richard Lewis. 

Response: Deposition of roadway materials contributing to highway runoff is 
projected to be 927 tons/year under Alternate 3E Modified, once completed. 
Although the constituents of highway runoff could have adverse impact on water 
quality and aquatic organisms, the measurement of these impacts were found to be 
beyond the sensitivity of existing water quality computer models. In addition, annual 
sedimentation is expected to be 87 tons. 

It is estimated that 600 tons of sediment would enter Lake Needwood from Mill 
Creek during construction of Alternate 3E Modified, with significantly lesser amounts 
during operation. With a trap efficiency of 85%, about 510 yd3 (1.2^T/yd3) would be 
retained in the lake. This is insignificant compared to the sediment storage capacity 
of Lake Needwood (550,147 yd3) and the 100,000 yd3 which M-NCPPC has dredged 
from the lake to date. Impacts to the marsh at the north end of Lake Needwood, 
considered to be an environmentally sensitive area, are expected to be insignificant. 

Comment: The sections of the DEIS dealing with air quality and noise impacts should 
consider the joint impact of noise levels and emissions generated by 1-370 and 
Montgomery County's proposed incinerator (Mass Burn Facility) at Shady Grove Road 
at MD 355. 

Raised by:    Individual citizens and the Washington Grove Heritage Committee. 

Response: The traffic parameters used for both the air and noise analyses for 1-370 
corridor projected truck traffic along nearby roadways to include that portion 
associated with the operation of the proposed transfer station. Regarding the possible 
icing and fumigation of 1-370, a study by MITRE Corporation for Montgomery County 
concluded that any such potential problems would be restricted to the incinerator site 
itself and would not extend to 1-370. 
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Comment: The State should study an alternative endorsed by the Washington Grove 
Planning Commission, tentatively labeled "Alternate 4" which would eliminate the 
curve in that portion of the 1-370 alignment running behind the Grove Shopping 
Center by joining 1-370 with Shady Grove Road at Oakmont Avenue. Elimination of 
this curve would avoid the destruction of prime wildlife habitat and natural springs 
which constitute part of the headwaters of Rock Creek. 

Raised by: The Washington Grove Planning Commission, the Town of Washington 
Grove, and the Redland Station Homes Association. 

Response: An analysis of the proposed 1-370 "Alternate 4" revision indicates that it 
would increase rather than decrease existing traffic problems at the Maryland 
355/Shady Grove Road intersection and at Crabbs Branch Way. Also, this proposed 
plan would displace two apartment buildings which would require the relocation of up 
to 72 families. This plan would not conform to minimum interstate highway design 
standards since the proposed ramps are too sharp and are spaced too close together. 
If the recommended plan were revised to conform to current minimum interstate 
highway design standards, it would result in additional impacts to other apartment 
buildings, homes, a community center, and parklands. Finally, the proposed 1-370 
"Alternate V revision would not provide the desired level of safe and convenient 
access to the Shady Grove Metro Station because Metro-bound traffic would leave a 
controlled access interstate highway, merge with local traffic, and pass through a 
signalized intersection before entering the Metro parking lot. This would increase 
travel times, increase the likelihood of accidents, and discourage some Metrorail use. 

Comment: The  State  is proposing a 3A mile interstate highway costing over $33 
million  per mile,   whose  primary  purpose  is  to  fill  a  3,000-car   parking   lot. 
Considering its  high  cost  and  the  relatively few commuters benefiting from  its 
construction, 1-370 is not justified. 

Raised by: Town of Washington Grove, Sycamore Acres Citizens Association, 
Montgomery County Civic Association, Mill Creek Town Civic Association, Rosemont 
Citizens Association, and Deer Park Citizens Association. 

Response: The construction of 1-370 between 1-270 and the Metro Access Road is a 
vital component in the Metro access system. In addition to serving park and ride 
trips, 1-370 will be used by Metrorail patrons who "kiss and ride" and use buses to 
reach the station. Beyond its objective of providing Metro access, 1-370 will reduce 
traffic congestion in the Shady Grove area and increase local and state tax revenues 
and employment opportunities. 

Comment: Maryland SHA should consider an alternative which provides a limited 
interchange at 1-270 at the Alternate 3 locations, an overpass for 1-370 over MD 355 
with no exits or intersections with Oakmont Avenue or Crabbs Branch Way, and a 
limited interchange with Shady Grove Road east of the Metro Station. As a result of 
these modifications, the proposed 1-370 Metro Access Road could be limited to only 
two lanes, one-way in from 6:00 a.m. to 9:00 a.m. and one way out from 4:00 p.m. 
to 7:00 p.m., with two ways at other times. 

Raised by:    The Needwood Civic Association. 

Response:     This alternative was studied but  was  not considered  reasonable  since it 
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would not adequately serve traffic demand. 

3.    DRAFT EIS AGENCY COMMENTS 

The agencies (federal, state, regional and local) from whom Draft EIS comments were 
solicited and received are reproduced on the following pages and arranged 
chronologically by level of government. Nineteen letters were received. Each 
substantive comment in each letter is identified by a comment number in the right 
margin of the letter, and responses are correspondingly numbered and set forth to the 
page at right or following the letter. The responses are either complete in 
themselves or provide appropriate reference to material contained elsewhere in the 
document. 
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I ^SlS^ '       UNITED STATES ENVIRONMENTAL PROTECTION AGENCY 

'••.wo^ REGION III 
6TM AND WALNUT STREETS 

HAR1C J982 PHILADELPHIA. PENNSYLVANIA    19106 Environmental Protection Agency (3/10/82) 

BESPONSES 

Mr. Wllllan F. Schneider, Jr., Chief 
Bureau of Project Planning (Boon 310) 
Maryland State Highway Administration 
707 North Calvert Street 
Baltimore, Maryland 21201 

Re:  1-370 from 1-270 to Metro Station at Shady Grove Road, Montgomery 
County, Maryland 

Dear Mr. Schneider: 

We have reviewed the draft Environmental Impact Statement for the above- 
proposed project and have classified it as L0-2 in EPA's Reference Cate- 
gory. We have enclosed a copy of the Definition of Codes for the General 

! Nature of EPA Comments to provide a more detailed description of this rating. 
l-» 
OT While we have no specific concerns over the air and noise Impacts resulting 
'j3 from the facility, we do have some concern with the proposed 1200 ft. chan- 

nel relocation of Mill Creek. 

The EIS has adequately demonstrated that this channel relocation is unavoid- 
able if alternative 3C, 3D, or 3E is selected.  However, the EIS has not 
demonstrated that adequate consideration has been given to mitigating the 
adverse impacts that may result from this stream relocation. We believe 
that the relocated channel should be designed with the appropriate features 
which will enhance Its recovery, i.e. - meanders, riffles, pools, shading, 
etc.  The draft EIS has indicated that mitigation measures to minimize the 
Impacts of the relocation will be included into the design of the new chan- 
nel, but It has not given specific details of the mitigation measures that 
will be used.  The final EIS should provide this Information. 

We hope that these comments will assist you in meeting your NEPA responBl- 
bilities.  If you have any questions, or if we can be of further assistance, 
please cop*dt} us at any time. 

I) 
1) The need to relocate 1200 feet of Mill Creek has been re-evaluated, and this 

section of the selected alternate has been redesigned to eliminate the 
relocation of Mill Creek and limit relocation effects to a 500-foot portion of 
a minor tributary. 

2) 

2) Appropriate measures will be incorporated into the final design for the 
selected alternate in accordance with SHA's adopted erosion and sediment 
control procedures. Such measures are subject to approval by Maryland DNR 
prior to construction and to monitoring by DNR during construction. 

Blbko 
eglonal Administrator 

Enclosure 
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DEPARTMENT OF THE ARMY 
lALTIMORe   OtSTRICT.   CORPS   OF   ENGINEERS 

P O.   BOX    1715 

BALTIMORE.   MARVLANO   21203 

At'PLV TO ATTENTIO 

NABPL-E 
18 MAR 1982 

Mr. Ma F.  Schneider, Jr. 
Chief 
Bureau of Project Planning (Room 310) 
State Highway Admlaistratlon 
707 North Calvert Street 
Baltimore, Maryland 21201 

Dear Mr. Schneider: 

(jilhls letter Is in response to your Draft Environmental Impact Statement, 
OInteratate Route 370, dated 25 February 1982.  Comments are directed towards the 
^six alternatives under consideration for the proposed construction which will 

extend from Interstate 270 to the Shady Grove Metro Station Access Road. 

This agency's areas of concern are flood control hazard potentials, permit 
requirements under Section 404 of the Clean Water Act, Sections 9, 10, and 13 of 
the River and Harbor Act of 1899, and other direct and indirect impacts on Corps 
of Engineers' existing and/or proposed projects. 

The Flood Plain Management Services Program is the Corps' means of using its 
technical expertise In floodplain management matters to help those outside the 
Corps, both Federal and non-Federal, to deal with floods and floodplain related 
matters.  Section 206 of the Flood Control Act of 1960, as amended, provides the 
authority for this program. The subject DEIS provides sufficient floodplain 
related Information concerning the project and potential adverse impacts from 
encroachments on the floodplalns. 

The discharge of fill material for stream crossings and relocations aasoclated 
with the varioua alternatives for this project is authorized under the 
provisions of a Department of the Army Nationwide permit (33 CFR 323.4-2), as 
published on 19 July 1977 in the Federal Register.  Further information 
regarding the Clean Water Act Section 404 as it relates to your project can be 
obtained by contacting Walt Washington of our Operations Division at (301) 
962-3477. 

It has been determined that there are no existing and/or proposed Corps' 
projects within the proposed construction locale which would become adversely 
impacted due to construction. 

NABUL-E 
Mr. Wm F.   Schneider, Jr. I »   IK, *'' mat 

The Baltimore District appreciates the opportunity to comment on your DEIS and 
is looking forward to the review of the final statement.  If we can be of 
further assistance, pleaae do not hesitate to contact either Mr. Rick Popino or 
Mr. Larry Lower of my staff at (301) 962-2558. 

Sincerely, 

HAROLD L.   NELSON 
Chief, Planning Division 

Baltimore District Corps of Engineers (3/18/82) 

RESPONSE 

No response required. 
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March 24,  1982 

434 Walnut Street 
Suite 1010 

>. PA 19106 

Mr. William F. Schneider, Jr., Chief 
Bureau of Project Planning, Room 310 
State Highway Administration 
707 North Calvert Street 
Baltimore, Maryland  21201 

I Dear Mr. Schneider: 

3-370 
RE: Draft Environmental Impact 

Statement (EIS)/4(F) Evaluation 
1-270 to Metro Station at 
Shady Grove Road 

I^UMTA has received the Draft EIS and has no conments. 

Please note, however, that future docun^nts should be forwarded to: 

Peter N. Stowell 
Regional Administrator 
Urban Mass Transportation Administration 
434 Walnut Street, Suite 1010 
Philadelphia, Pennsylvania  19106 

Sincerely, 

Sheldon A. Kinbar 
Director, Office of Planning Assistance 

<*.'• A,. 

Urban Mass Transportation Administration (3/24/82) 

RESPONSE 

No response required. 



Ossy UNITED STATES ENVIRONMENTAL PROTECTION AGENCY 
REGION III 

6TH AND WALNUT STREETS 
PHILADELPHIA. PENNSYLVANIA    19106 

MAR 24 1382 

Mr. Louis II. Ege, Jr., Acting Chief 
Environmental Management 
Bureau of Project Planning (Room 310) 
State Highway Administration 
707 N. Calvert Street 
Baltimore, Maryland 21202 

Re:  1-370, 1-270 to Shady Grove Metro Access Road, Montgomery County, MD 

Dear Mr. Ege: 

I We reviewed the Draft Air Quality Analysis for the above referenced project. 
^ Based upon this review, we have no objection to the project from an air 
^n quality standpoint. 

I 
If you have any questions, or if we can be of further assistance, please 
contact us. 

Sincerely yours. 

/John R. Pomponlo, Chief 
EIS & Wetlands Review Sect! 

Environmental Protection Agency (3/24/82) 

RESPONSE 

No response required. 

<*£ 



© 
US. Department of 
Transpoftatton 

Office of (he Secretary 
of Tronspoftation 

Subiecl:    Draft Environmental Impact Statementi     Highway Dais: 
Project,  Section 4(f)  Statement, 1-370, Montgcmery 
County, Maryland,  FHWA-MD-E1S-82-01-D 

r      UC 
R^Fiew,   P-3 

MAR 28 19© 

Fiom:    Joseph Canny, Deputy Director 
for Environment and Policy 

To     Chief,  Environmental Programs Division 
Federal  Highway Administration,   FUWA/HEV-10 

Ke appreciate  the opportunity to review and ccnment on this draft environ- 
mental impact statement.    We have no specific coranents to offer on the 
statement. 

^We would appreciate receiving a copy of the final environmental impact 
gj statement. 
Oi 

V Z  I'M   6?. I)J7 li't 

MS P.O.T. Office of the Secretary (3/28/82) 

RESPONSES 

No response required. 

<& 



UNITED STATES DEPARTMENT OF COMMERCE 
National Oceanic and Atmospheric Administration 
NATIONAL MARINE FISHERIES SERVICE 

Services Division 
Habitat Protection Branch 
7 Pleasant Street 
Gloucester, Massachusetts    01930-3799 

MAR 3 0 1982 
Mr. Wm. F. Schneider, Jr., Chief 
Bureau of Project Planning (Room 310) 
State Highway Administration 
707 North Calvert Street 
Baltimore, Maryland    21201 

Dear Mr. Schneider: 

NOAA National Marine Fisheries Service (3/30/82) 

RESPONSE 

No response required. 

The National Marine Fisheries Service has reviewed the Draft Environ- 
mental  Impact Statement/4(F) Evaluation for 1-270 to Metro Station at 
Shady Grove Road, Montgomery County, Maryland.    The proposed action should 
not affect resources for which we bear responsibility.    We,  therefore, 
have no comments. 

Sincerely, 

O&zt&J^ 
Ruth 0. Rehfus 
Branch Chief 

kSr 
«o 



Federal Emergency Management Agency 
Region 111 6th & Walnut Streets  Philadelphia, Pennsylvania 19106 

Mr. Ray Gingrich, District Engineer 
Federal Highway Administration 
Itie Rotunda - Suite 220 
711 East 40th Street 
Baltimore, Maryland    21211 

Dear Mr. Gingrich: 

MW 3 i 1992 

RE:    Draft EIS 
Gaithersburg, MD 

Federal Emergency Management Agency (3/31/82) 

RESPONSES 

OC 
I 

We have received and reviewed the Draft Environmental Impact Statement (EIS) 
prepared for proposed Interstate 1-370 located in Gaithersburg, Montgomery 
(Yumty, Maryland. 

Based upon our review of the Draft EIS and as is indicated on page 109 of the 
report, the proposed developnent encroaches upon the floodway and flood fringe 
districts of the 100-year flood plain. Tt>e City of Gaithersburg, Montgomery 
County, Maryland is currently under study by the Federal Qrergency Management 
Agency (FEMA). A detailed engineering Flood Insurance Study (FIS) report and 
related maps dated February 4, 1982 and prepared by the Maryland Soil 
Conservation Service (SCS) the Environmental Protection Department of 
Montgomery County, anong others under contract to FEMA, delineates the 
boundaries and floodway district of the 100-year floodplain, provides profiles 
and 100-year base flood elevations (BFEs) for the Muddy Branch and 
Tributaries. The 100-year flood elevations as contained in the (FIS) report 
are based upon existing topography and development. Please identify and 
provide the exact location and elevation of the site prior to the proposed 
development and after the development is to be undertaken. A retaining wall 
and/or bridge may affect the flood carrying capacity of the floodway and lower 
or increase flood elevations; the encroachment may: 

(1) cause a rise in flood heights 
(2) change the BFE information in the FIS report 

Therefore, we find the Flood Hazard Evaluation Section of the EIS report 
inconclusive in the assessment that "... no significant flood hazard would 
exist ..." as a result of the proposed project. In conclusion, we request 
that a more detailed technical analysis be forwarded to us for further review. 

We appreciated the opportunity to have reviewed the draft EIS and your 
interest in the National Flood Insurance Program (NFIP). 

If you need further clarification of the requested information, please feel 
free to call us at (215) 597-9581. 

1) 

The February 4, 1982, Flood Insurance Study report for Gaithersburg, 
Maryland, has been reviewed,and the floodplain information showed the same 
results as the analysis of flood impact contained in the DF.IS. The Maryland 
SHA has maintained close coordination with Montgomery County throughout 
the conduct of this study and will continue to incorporate the best available 
information during the detailed design phase of the project to insure that 
additional potential flood hazards as a result of the 1-370 project at Muddy 
Branch are minimized. 

2) The technical analysis related to the flood hazard evaluation was conducted 
in accordance with applicable FHWA regulations (FHPM 6-7-3-2). FEMA will 
be provided with any additional technical floodplain information as it is 
refined as part of final design. 

William F. Schneider, Jr. 
Margie Whilden 

e^* 



United Stales Soil 
Department ol Conservation 
Agriculture Service 

4321 Hartwick Road 
College Park, Maryland 
20740 

April 14, 1982 
USDA Soil  Conservation Service (4/14/88) 

RESPONSES 

Mr. William F. Schneider, Jr. 
Chief, Bureau of Project Planning 
State Highway Administration 
707 North Calvert Street, Room 310 
Baltimore, Maryland 21201 

Dear Mr. Schneider: 

The following comments are offered in regard to the draft environmental impact 
statement for Interstate Route 370 in Montgomery County, Maryland. 

On page 70 under Prime Farmland, the statement is made that because of its 
desirable location if the 16 acres of prime farmland were not used for 1-370 
,the area would likely be opened for other development. Page 104 states- 

I 

v6 

Twelve acres of active prime farmland will be converted to roadway 
use by any of the 1-370 alternates on new location.  This is not 
considered significant because master planning anticipates development 
of the entire area...." 

1)  The parcel addressed consists of 16 acres, 12 acres of which is prime 
farmland. This parcel is currently in corn production. 

1) 

The Soil Conservation Service takes strong objection to this type of justi- 
fication (gx  adverse environmental impacts.  Instead of explaining away impacts 
by stating,they would occur regardless of the planned work, the environmental 
impact statement (EIS) should clearly state what losses of prime farmland will 
occur as * result of the planned action. Consequences of these losses, such as 
agricultural production foregone and displacement of farm operators, should also 
be detailed. 

The draft: £13 also states on page 104: 

"Regardless of the alternate selected for implementation, appropriate 
erosion and sediment control and stormwater management measures will 
be stringently employed, as required by ... the U. S. Soil Conservation 
Service." 

The statement is incorrect and "the U. S. Soil Conservation Service" should be 
deleted from the sentence. 

If we can be of any further assistance, please contact our office. 

Sincerely, 

2) 2) Based on crop yields from the Montgomery County, Maryland SCS Soil 
Survey, it is estimated that 650 bu/yr. of corn production would be lost from 
the 12 acres of prime farmland. While this parcel will no longer be used for 
crop production following highway construction, no farm operators will be 
displaced. "This is not considered significant because" has been deleted in 
the Final EIS. 

3) 

3)      "U.S. Soil Conservation Service" has been deleted in the Final EIS. 

®a^/® 
GERALD R. CALHOUN 
State Conservationist 

cc:  P. C. Myers, Chief, SCS, Washington, D. 
R. R. Brush, DC, Rockville, Maryland 

The Sot Conattvttnn Service 
ii an agency of th» 

^2?    Dapartamnt ot Agriculture 
SCS- AS-1 
10-79 



DEPARTMENT OF HOUSING AND URBAN DEVELOPMENT 
PHILADELPHIA REGIONAL OFFICE 

CURTIS BUILDING. SIXTH AND WALNUT STREETS 

PHILADELPHIA. PENNSYLVANIA   19106 

i Be HL *   RE *£ «•   To 

APR 3 C 1982 

Mr. William F.   Schneider, Jr. 
Chief 
Bureau of Project Planning 
State Highway Administration 
707 North Calvert Street 
Baltimore, Maryland  21201 

Dear Mr. Schneider: 

In response to your request we have completed our review of the Draft 
Environmental Impact Statement for 1-370 from 1-270 to the Shady Grove 
Metro Station Access Road in Montgomery County and offer the following 
fomments. 
I-' 

^   1.  In addition to providing access from the 1-270 corridor to the 
I       Shady Grove Metro Station, 1-370 is intended to facilitate an 

expansion of commercial and industrial development in the area. 
The preferred alternative (3E), which is the most expensive, is 
identified in Table 5-1 as offering the potential for generating 
38,200 new employees.  On p. 94, the discussion of fiscal effects 
indicates that the preferred alternative would generate approximately 
$9.7 million in additional property tax revenue.  While this figure 
is not disputed, it conveys a mislmpression of the actual fiscal 
benefit by ignoring post-development costs.  As the most expensive 
alternative it seems reasonable to expect that debt retirement and 
ongoing highway malnteuance, at the very least, are off-setting costs 

_ which should be considered If economic benefits are cited as part 
of the project analysis.  It Is recommended, therefore, that for 

^•purposes of an objective treatment, post-development costs should 
>Uso be determined so that fiscal gains can be expressed In net 
tinns In the Final EIS, and thereby provide a better basis for 
selecting among alternatives. 

Closely related to the point raised In the preceding conoent is the 
fact that despite contributing to a very substantial amount of 
commercial and industrial development, no attention (except for that 
related to transportation) is given In the DEIS to the Indirect 

co 

Dpartment of Housing and Urban Development (4/30/82) 
RESPONSES 

1) No state debt retirement costs will be incurred as a result of this 
project. Routine annual maintenance will cost $8500. To pay for the 
necessary resurfacing every ten years, $136,000 (in current dollars) 
will be invested in a sinking fund yearly for nine years at 10% 
interest. Not considered in any of these analyses are time savings, 
utilization costs, increased ridership and economics of scale 
associated with the capital expenditure made for the Shady Grove 
Metro Line. If these considerations were defined in dollar amounts 
and considered in the above cost benefit analysis, they would further 
support the construction of 1-370. Also it should noted that many of 
the additional facilities normally needed to support development in 
the area are already present, and public investment in these facilities 
would be jeopardized without 1-370. 

es^O 



consequences of this stimulated growth upon infrastructure 
public services and facilities.  An analysis of these indirect 
impacts of 1-370 should be included in the Final EIS, including 
as well the additional cost, if any, of providing the facilities 
and services that may be required by the many new industrial and 
commercial establishments and whatever additional growth thev' 
foster. ' 

2) 

Thank you for the opportunity to comment. 
2) 

I 

I 

Department of Housing and Urban Development (cont'd.) 

RESPONSES 

The Montgomery County Government has promoted an active planning 
process in the 1-270 corridor area that dates from the early igeo's. These 
plans have consistently promoted this area for intensive commercial, 
employment and residential development centers conveniently located to 
both highway access and mass rail transit access. As part of this planning 

process, the Planning Board has evaluated and documented the fiscal 
impact of particular mixes of uses and densities, and the results of these 
studies are available for public review. These existing studies adequately 
address the issue of the cost of community services to provide for 
projected development. In the past, Montgomery County has provided a 
basic service structure in anticipation of significant future development. 
Most of the capital costs of these services, such as sewer lines and school 
buildings, have been paid, and these facilities are in place, necessitating 
only marginal increases in operating costs to serve new growth. However, 
there would be substantial adverse impact on prior investment in facilities 
and planning effort if 1-370 is not implemented. 



United States Department of the Interior 
OFFICE OF THE SECRETARY 

WASHINGTON, DC.   20240 

In Reply Refer To: 
ER 82/399 

MAY  1 0 -.982 

MAY 155? 

Department of Interior (5/10/82) 
RESPONSES 

BiMf.j mr.t OF 
tmm s l>jftiHi.:A.i,' iHcwumt 

Mr. Emll Elinaky 
Division Administrator 
Federal Highway Administration 
711 West 10th Street 
Baltimore. Maryland 21201 

Dear Hr. Elinaky: 

This is In response to the request for the Department of the Interior's 
I comments on the draft environmental/Section 1(f) statement for 1-370 
'-'(from 1-270 to the Shady Grove Metro Station). Montgomery County, 

^Maryland. 
I    oo 
SECTipN 1(f) STATEMENT COMMENTS 

We concur that there is no feasible and prudent alternative to the use 
of dukdy Branch Park and Summit Hall Park for the proposed project, 
undejj preferred Alternative 3E. We also concur that all possible plan- 
nlng5>as beeq done to minimize harm, as described on page 150 of the 
stat^ent. The final measures to minimize harm should be coordinated 
with^fend approved by the Gaithersburg Parks Department, and evidence to 
that effect should be documented in the final Section 1(f) statement. 
We also recommend that the proposed bike trail from Casey Barns In 
Rosemont Park through to Summit Hall Park be developed at highway 
expense.  In addition, we recommend that serious consideration be given 
to developing a commuter bike trail along the proposed highway right-of- 
way. 

ENVIRONHENTJU. STATEMENT COMMENTS 

We believe that the discussion of natural areas (p. 109) falls to fairly 
evaluate the remnant tracts.  In this particular area, we would concur 
that the wildlife habitats are not unique, outstanding or spectacular. 
However, they are the only areas for what little wildlife remains and as 
such represent the best areas available. For people living In the 
vicinity, these areas provide a pleasant buffer where some wild animals 
can be seen and the built environment excluded. 

1) 

1) 

2) 

2) 

Following the public hearing, the interchange at 1-270 for the selected 
action was re-evaluated and subsequently redesigned to eliminate entirely 
any Section 4(0 involvement with either the Muddy Branch Park or Summit 
Hall Park. Due to cost and right-of-way limitations, a bicycle trail was not 
considered practical as part of this project. 

These natural areas do represent the best habitat available in the 
immediate vicinity as was stated on page 111 of the Draft EIS However, 
the only one of these areas directly affected by the proposed project is 
privately owned, zoned for residential or light industry, and is not slated 
for park acquisition. If 1-370 is not built, this area would likely be 
developed and would, thus, be lost regardless. 



Mr. Emil Ellnsky 2 

The statement does not indicate that a Section 101 permit will be 
required from the Corps of Engineers for stream channelization. Being 
headwater streams, permits may not be needed. However, if permits are 
needed, the U.S. Fish and Wildlife Service (FWS) Informs us that they 
would not comment favorably on the permit applications since no 
mitigation plan has been provided. A mitigation plan should be 
developed and Included in the final statement if one of the number 3 
alternatives is selected. The FWS suggests, as a minimum, a plan for 
meandered channel, pool-riffle placement, a vegetation scheme for the 
banks and adjacent areas, and a storm water management plan. 

The statement indicates that application of available erosion control 
technology will prevent water quality degradation. It is the FWS's 
experience that rarely, if ever, do the contractors install or the 
Inspectors require even the most basic or rudimentary controls. 
Deposition of silt into streams and wetlands is extensive and the 
impacts are long-lived. The FWS, therefore, urges that erosion control 
measures be specified in detail in the final statement'and that 
appropriate assurances be given that such measures will be Implemented. 

^ For technical assistance regarding the above fish and wildlife issues, 
C^ please contact the Area Manager, Delmarva Area Office, U.S. Fish and 

I Wildlife Service, 1825 Virginia Street, Annapolis, Maryland 21101 
(Phone: FTS 922-4197 or Commercial 301-269-6324). 

SUMMARY COMMENTS 

3)- 
Department of Interior (cont'd.) 

RESPONSES 

3) As the drainage area for this stream is substantially under five square 
miles, no individual Section 404 permit will be required from the Corps of 
fcngmeers. In addition, this area of the alignment for the selected action 
has been redesigned to substantially reduce the need for stream 
channelization. 

4) Effective erosion control measures can only be specified in detail as part 
or the development of detailed design for the selected action. This effort 
will not be initiated until after the circulation of the FEIS. However, the 
SHA has committed itself to its adopted sediment and erosion control 
program wherein detailed plans for grading, erosion and sediment control, 
and storm water management wiU be developed by SHA, reviewed and 
approved by Maryland DNR, implemented as part of construction, and 
monitored by DNR. These specific measures will be set forth in the 
construction documents. 

Contingent upon a firm commitment to Implement the measures to minimize 
harm to Section 4(f) lands,  as discussed above,  the Department of the 
Interior would have no objection to Section 4(f) approval of this 
project. 

We appreciate the opportunity to provide these comments. 

Sincerely, 

''Bruce Blanchard, Director 
Environmental Project Review 

y 
Mr. Hal Kassoff 
Director 
Maryland Department of Transportation 
P.O. Box 717 
707 North Calvert Street 
Baltimore, Maryland 21203 

"P 



TMOHAS  C.  ANOMKW* 
•MtCCTO* 

STATi Of MAHYIANO 

OSPABTMENT Of NATURAL RESOUHCES 

WATER RESOURCES ADMINISTRATION 
TAWES STATE OFFICE BUIIOMG 

ANNAPOUS. MABYLANO 2U01 

(301)269-3846 

Maryland DWR Water Resources Administration (4/5/82) 

RESPO NSBS 

MOORflNDUM 
fipcil 5, 1982 

TO: 

VIA: 

FPOM: 

Janes W. MoCotmctuglihay 
Director, State Clearin^icuse 

Michael J. Nelscm 
Departaent of Natural Rescxirces 

Karen L. Pushkar 
Water Resources tratlon 

SUBJ: State Clearinghouse Control Number 82-3-374 
Draft EIS - 1-370 from 1-270 to Shady Grove 
Metro Station (Montgcnery County) 

Ttie above referenced project has been revifiwed by the 
Department of Natural Fesources and the following coments are 
submitted for your use. 

WMER RESOUBCES ACMINISTRKnON 

--A2C- 
A2D 

c - 3C _ 
3E 

d - 3D -.3 stream.relocations^ 

2 stream relocations 

1) Appropriate measures will be incorporated into the final design for tlie 
selected alternate in accordance with SHA's adopted erosion and sediment 
control procedures. Such measures are subject to approval by Maryland DNR 
prior to construction and to monitoring by DNR during construction. 

2)      The necessary permits will be obtained during the development of final design 
for the selected alternate. 

- would x^iie[mm^^^r?^^wm^^^^^^^ 
- • c6fe "off: Mairyland1^ie^^feTOHit^P«f^l»n^tjBPWH*^."^." • uooe or nary-i-diKJ -JJ^-I-T^^^^'^r-z^^r^Tj^rr^ i~"^r~. -.   -.-.^"-^ -.r -   v.^ 

' -l'.'-'"I-i"i-„' opntroC.and atbs^^t^^&^ei^^-^^^^;^•;'•}ji^S-J'-lciI" ':':. >~ •.'-i -n^i^KSH 

TH for Deaf - Baitf»^26#lW9.^s1^toh^lfetrpr.5fi5rM5Q,: 

^O2* 



MEMORANDCM April 5,  1982 

CAPITAL PROGRflMS ADMINISTRATION 

I 

1. Stream Relocation - Muddy Branch enters the Potonac 
River in Montgomery County. This stretch of the Potonac is 
designated as one of Maryland's Scenic Rivers, the preferred 
alternative will result in a net loss of 380 feet of natural 
stream channel from a tributary of Middy Branch. Although this 
section of the stream is approximately five miles fran the 
Potomac, I rrust emphasize the lnportance of minimizing damage 
to water quality and natural habitats during the relocation 
stage. 

2. Sedimentation - Approximately 75% of the sedlnenta- 
tion caused by construction will enter tributaries that eventually 
enter the Potomac River in Mcntganery County. Strict coherence to 
sedlinent control egulations mist be maintained in order to minimize 
adverse environmental inpacts. 

WnDLIFE ADMINISTRAinON 

1. Effort should be made to replicate stream substrate of 
the prcposed relocated section (1500 feet) of Mill Creek to protect 
its designated trout stream potential. The use of native materials 
fran the original streambed should be considered. 

3) 

4) 

Myyland DNR  Water Resources Administration (cont'd.) 

RESPONSES 

3)      neTloss'oT iTlfJ'T t*"0^ affected * Alternate 3E Modified.  The 

4)      See response to 1) above. 

5) 

5) center Irking lot    ^       ^ y •odified mi"^ tributary behind the shopping 

KLP 



fyfode c^ tMavtykvnd 

REGIONAL INSTITUTE FOR CHILDREN ^D ADOLESCggTS^ ROCKV1ULE 
,5000 BROSCHART ROAD     .     ROCKV1LLE.  MARYLAND 20850     .     A-tod^^Sl- 6824 

April 12, 1982 

Mr. F. Bryan Gatch 
Administrative Officer 
State Clearinghouse 
Department of State Planning 
301 West Preston Street 
Baltimore, HD 21201 

Dear Mr. Gatch: 

CLEARINGHOUSE  «   82-3-37* DRAFT  EIS MOMTGOMERY COUNTY 

. I have reviewed the draft environmental statement,  and the proposed 
^locations of 1-370 would appear not to have any direct  impact on our pto- 
Sgram.     I do have concern about the proposed artenals  that would feed  into 
??he system,   i.e.. Great Seneca Highway and Key West Avenue.    The  location 

o^MS^kvili;  in relation to these two roads would appear  to present 
both a safety and a noise problem.    Both of these roads would *P£«"ntly 
„rry a significant load of traffic to the Shady Grove Metro and to the 
"370 proposed route.    To the best of my knowledge, considerations have 
not been made either by the county and/or state Departments of 
Transportation to erect safety and/or noise barriers. 

Regional Institute  for  Children and Adolescents -   RockviUe  (4/12/82) 
BBSPONSBS 

The property in question is too far removed from 1-370 for any direct noise 
impacts. However, any impacts resulting from the Great Seneca Highway 
will be addressed as part of the Draft EIS for that project. 

1) 

Thank you for the opportunity to ccranent on the proposal, 
have any. questions, please feel free to contact me.   . - 

:  'V'"  ''".y'        " - ..*_      . sincerely. 

If you 

A~v-V 
George B. Warner 
Associate Administrator 

GBWsjaf 

cc: Betsy Barnard 
Irv Klein 

DEPARTMENT OF HEALTH AND MENTAL HYGIENE 

O^ 



MARYLAND 

DEPARTMENT OF STATE PLANNING 

301 W. PRESTON STREET 
BALTIMORE. MARYLAND 21201 

HARRY HUGHES 
GOVERNOR 

CONSTANCE L1EDER 
SECRETARY 

April   27,   1982 

Mr. Hal Kassoff, Director 
Office of Planning and Preliminary 

Engineering 
Department of Transportation 
State Highway Administration 
P.O. Box 717, 707 North Calvert St. 
Baltimore, Maryland  21203=0717 

RECEIVED 
JPS   0~  IS82 

SUBJECT:  ENVIRONMENTAL IMPACT STATEMENT (EIS) REVIEW 

Applicant:  State Highway Administration 

Project:  Draft EIS - 1-370 from 1-270 to Metro Station at 
Shady Grove Road (Montgomery County) 
Contract #M248-000-312 FAP #1-370-1(1)0 

State Clearinghouse Control Number:  82-3-374 

State Clearinghouse Contact:  James McConnaughhay (383-7875) 

Dear Mr. Kassoff: 

nAras t HUM jjr isaam 

-•a 

The State Clearinghouse has reviewed the above statement.  In accordance with the 
procedures established by the Office of Management and Budget Circular A-95, the 
State Clearinghouse received comments from the following: 

Department of Agriculture. Department of Public Safety and Correctional Services 
Department of Budget and Fiscal Planning, Office of Environmental Programs ' 
Interagency Committee for Public School Coi^tTuction, Department of Ce^TIl Servi.es 
Department of Education and our staff noted that the project appears to cover ' 
those areas of interest to their agencies. 

Department of Economic and Community Development advised that their Historical 
Trust section is coordinating with the applicant regarding compliance with 
the National Historic Preservation Act. 

Department of Natural Resources listed (copy attached) the alternates in the 
order of their agency's preference and provided information in the requirements 
for sediment control and stormwater management, waterway construction permits 
and measures necessary to minimize damage to water quality and natural habitats 

Department of Health and Mental Hygiene - Office of Planning provided co 
Icopy attached; trom the Kegional Institute tor Children and Adolescents 
regarding potential safety and r 
from the proposed road project. 

comments 
„.....,- ^^nts - Rockville 
regarding potential safety and noise problems for their facility resulting 

1) 

Mr. Hal Kassoff 
April 27, 1982 
Page Two 

Montgomery County verbally advised that the project is basically in conformance 
with their plans, but requested that the applicant maintain close coordination with 
the County s Department of Environmental Protection in order to insure that the 
proposed mitigating measures for water quality are sufficient.  Also  the 
anticipated noise levels imports near site 16 - the Brighton East and West 
Townhouses - appear to be undesirable.  Written comments form 
be forwarded. 

rm the County will 

James W^McConnaughhay 
Director, State Clearinghouse 

The comments made in this review should be considered and addressed in the 
development of the Final EIS for the proposal.  Your agency's attention to the 
A-J5 review process is appreciated and we look forward to continued cooperation 
with your agency. 

cc:  Thomas Schmidt 
David Ricker 
H.E. Sinks 
William Foy 
Earl Seboda 
Betsy Barnard 
George Warner 
Irvin Klein 
Nancy King 
Lowell Frederick 
Clyde Pyers 
Herbert Sachs 
Max Eisenberg 
Jeff Bresee 
Walter Scheiber 
Reginald Griffith 

JMc:BG:pm 

Sincerely, 

Maryland Department of State  Planning (4/27/82) 

RESPONSES 

TELEPHONE:  301-383-jeoS- 
OFFICE  OF  STATE  CLEARINGHOUSE 

1)      Separate  responses  to  these  comments  are  provided  with  the  following 
individual letters from each of these agencies. 



lH-IUKTtMW 

Maryland Historical Trust 

Maryland Historical Trust (4/28/82) 

RESPONSES 

April   28,   1982 

Mr. William F. Schneider, Jr., Chief 
Bureau of Project Planning 
State Highway Administration 
707 North Calvert Street, Room 310 
Baltimore, Maryland   21202 

Dear Mr. Schneider: 

1) Construction activities for the selected alternate will be monitored by 
archeologist from the Division of Archeology in order to insure that MHT 
interests are protected. A copy of MHTs letter of December 16, 1981 is 
included in Appendix C of this document. 

-a 
00 

One of our archeologists, Dr. Pheriba Stacy, has reviewed 
the draft EIS for Interstate 370, and the following letter 
includes her comments: 

If a "build" alternate is selected, the Final Environmental 
Impact Statement should include a copy of my letter (enclosed) 
of December 16, 1981, to Louis H. Ege at the State Highway 
Administration.  The letter states that additional archeological 
work for the project is unneccessary, except for the limited 
monitoring program recommended.  The final EIS should be modi- 
fied to include provisions for monitoring by an archeologist. 

Thank you for the opportunity to comment on the draft ETS 
for Interstate 1-370. 

1) 

Sincerely, 

j/SV.   Rodney Little 
Director/State Historic 
Preservation Officer 

JRL/WEC/VPS/mf 

cc:  Mr. Dennis Curry 
Ms. Rita Suffness 
Mr. Ronald Anzalone 

Enclosure 

Shaw House. 21 Slate Circle. Aniupolls. Maryland 21401    (30l)26<)-2212. 269-2438 
Department of Economic and Community Development 

^ 



/fon^pmery Qyunty Gbvemment 

April  14, 1982 

Mr.   Hal  Kassoff, Director 
Office of Planning and 
Preliminary Engineering 
State Highway Administration 
707 North Calvert Street 
BaltimohiMarvlSnd 21203 Itimoj-e/HarylSn 

ar fJpJi Litofii.. Dear 

Attached is a memorandum containing technical comments from our Traffic 
Engineering Division relative to the 1-370 Draft Environmental Impact State- 
ment (DEIS). In addition, we have the following transportation remarks 
about what we feel to be an extensive and comprehensive analysis of a very 
significant transportation project. 

1. In Table III-4, we suggest that the cost of the capital projects 
listed be included. In particular, we wish to point out the 
considerable Montgomery County investment which has been pro- 
grammed to upgrade the existing transportation network in the 
Shady Grove area as outlined on p. 63 of the DEIS. 

2. We assume that the frontage road shown for Alternate 3D to 
service local businesses on the north side of Shady Grove Road 
opposite Choke Cherry Road should be included on Figure 11-11 
which depicts preferred Alternate 3E. 

3. The development impacts associated with the various improvement 
Alternatives as described on pages 92 and 93 we found somewhat 
difficult to follow. Understandably some of this difficulty 
results from the difficult task of comparing impacts under 
currently-adopted land use as well as that proposed in the 
Staff Draft Gaithersburg Master Plan. Given the vital impli- 
cations of the various Alternatives, however, we suggest that 
this section be reviewed for clarity. 

4. We suggest that the land use associated with all Alternatives 
in Table IV-B be indicated, along with the LOS and Delay which 
would result at the locations listed. 

R j?' 

2) 

r-i 13*2 

Ocpartmcnl of Transportation. Office of Transportation PlannP^SINB S PJUIM: .«•'•'' I'1""1 

ExccutKc Office nnikllna 101 Moimic StircL Kockvillc. Maryland 20n5O. 301/251^145. TTY 279-7o8i— 

Montgomery County. J. J. Clark. Director. Office of Transportation  Planning (4/14/82) 

RESPONSES 

1) Montgomery County has programmed transportation network improvements 
in the Shady Grove Area which are projected to cost $40 million. This is 
discussed in Section I of the FEIS in lieu of making extensive additions to 
Table III-4. 

2) The frontage road is included within the No-Build Alternate and is therefore 
considered as part of all alternates. The figures have been revised to reflect 
this. 

3) The pages in question have been reviewed for clarity and revised. 

An additional footnote has been added to Table IV-5 to indicate the land use 
assumptions for each of the alternates presented. LOS and delay are 
presented as separate and distinct transportation descriptors in the text. 



Mr. Hal  Kassoff 
April 14, 1982 
Page Two Montgomery County. J. J. Clark, Direetor. Office of Transportation  Planning (cont'd.) 

RES PONSES 

As a general observation, we note the considerable variance in the 
development levels each of the study Alternates could support, along with 
the corresponding fiscal implications. We think it important to point 
out that expanding existing roadways to service the recommended develop- 
ment associated with Alternates 3D or 3E could well result in extensive 
impacts to the existing land use activity and development/circulation 
system. 

5) 

Thank you for the opportunity to 
the 1-370 Draft Environmental  Impact 

oo 
o 

I 

JJC:bka 

Attachment 

5) According to Council on Environmental Quality (CEQ) NEPA regulations 
the EIS must consider all reasonable alternatives to the proposed action. 
Those alternates analyzed within the 1-370 DEIS are fully consistent with 
CEQ regulations. Expanding Alternates 2C or 2D to provide the same level 
of traffic capacity and service as Alternates 3D or 3E Modified would 
result in numerous significant adverse impacts. Such an alternate was not 
considered reasonable and was eliminated early in the project planning 
process. 

ortation comments on 



TO: 

VIA: 

FROM: 

MEMORANDUM 

John J. Clark, Director       iwr~ 
Of rice of Transportation fl^npFng 

Ronald C. Welke, Chief     ft i 
Division of Traffic Engi feerin^ i [v 

Raymond S. Trout, Chief 
Traffic Planning * Survey Sectio 

SUBJECT: 1-370 - Environmental Impact Statement (EIS) 

OFPT. OF TRANSPOHTATION 

'.'•';   APR   5   1982 

•   :.    ,1   . • .      " <• li-ll V   MO 
•   '  • ••..   '    "ING 

April  1,  1982 

Montgomery County.  Memorandum  from  R. S. Trout (4/1/82) 

RESPONSES 

I 

oo 

i 

In response to your memorandum of March ?, 1982, we have reviewed the 
subject draft E.I.S. and offer the following comments as referenced to the 
report. 

SECTION II B: Aternatlves Developed for Detailed Study 

Table II-l and figure II-l should reflect pending recommendations to 
provide both developer and capital improvements to Shady Grove Road from 
Fields Road to Key West Avenue. 

The discussions and pictorial (figure 11-3) relative to Alternates 2C and 
2D raise several questions as to the effectiveness of several iuprovements to 
Shady Grove Road. These are: 

1. The left turn traffic both north and southbound at Choke Cherry Road 
is shown as sharing a lane with through traffic.  This is unworkable 
given the volume of turning traffic and thus may negate the magnitude 
of benefit from the proposed physical improvements. 

^ 2. The double left movement shown at Gaither Road (northbound) is into 
only one lane westbound on Gait.her Road. This is not acceptable. 

3. The new northbound lane on Shady Grove Road at Gaither Road will 
function as a right turn storage lane into Gaither Road (a benefit); 
however, through traffic will be unlikely to use this lane due to its 
discontinuance north of Conprint Court. 

1) 

2) 

3) 

1)      This correction has been made in Table II-l. 

2) Capacity nnalyses indicate that the configuration shown in the DEIS is 
workable. However, neither Alternate 2C nor 2D was selected for the 
proposed action. 

3) Existing development makes widening of Gaither Road to accommodate a 
double left turn lane undesirable. However, neither Alternate 2C nor 2D 
was selected for the proposed action. 

4) The right turn volume at Gaither Road will discourage use of the curb lane 
for through traffic. This is indeed a benefit. Through traffic should not be 
adversely affected, as there would be sufficient gaps in traffic flow to 
allow through traffic to merge from four to three lanes. 

5)       These have been added to Table III-4, County Projects. 

SECTION 1II-B:    Affected Environment - Transportation 

Again,   reference  should be made  to  the   improvements  now  being considered 
to Shady Grove Road between Fields Road and Key West Avenue.     The outline of 
projects   of  particular   importance   to   the   1-370   study"   should   include   the 

following: 

5) 

2g. 
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John J. Clark 
Page Two 
April 1, 1982 

1. Fields Road east of 1-270 
2. Gaither Road south of Shady Grove Rnad 
3. Gude Drive (City of Rockville) 

These projects all have the effect of reducing traffic volume on Shady Grove 
Road. 

We have reviewed the 1980 traffic volumes shown on figure III-5 and found 
significant discrepancies. For instance, Shady Grove Road volumes between 
Research Boulevard and Md. 355 are consistently high. See the following table: 

Montgomery County,  Memo from  R. 8. Trout (cont'd.) 

RESPONSES 
5) 

1980 flOT SHADY GROVE ROAD 

FROM 

Research Blvd. 
1-270 
Choke Cherry Rd. 
Gaither Rd. 

TO 

1-270 
Choke Cherry Rd. 
Gaither Rd. 
Md.   355 

EIS 

20,600(+6.7X) 
45,000(+5.5X) 
42>500(+18.4») 
40,400U11.8%) 

Mont.  Co. 

19,300 
42,650 
35,900 
36,150 

Also,  inconsistent variation in side street volumes is noted. 

LOCATION EIS Mont. Co 

Research Blvd. 12,600(+54.5%) 8,150 
1-270 (W) 81,000(+5.556) 76,800 
I-270(E) 90,000(-5.3%) 95,000 
Gaither Rd.(N) 10,5O0(-17.:55IS) 12,700 
Md. 355 (W) 37,800U2.7%) 36,800 
Md. 355 (E) 34,000(-1.8K) 35,700 

6) The traffic analyses in the DEIS were based on 24-hour traffic counts 
conducted by the State Highway Administration. The differences shown 
can be accounted for largely by normal daily variations in traffic. Note 
that these variations do not affect the overall findings of the study. 

ft) 

We have not reviewed ttw projected volumes for the years 1986 and 2006; 
however, the findings of the study are consistent with other reports and 
projections based on land use and traffic growth patterns. 

SECTION 1V-B:    Environmental Consequences - Transportation 

Although we are not capable of doing a thorough analysis of the 2006 trip 
assignments to the various alternative systems (shown in figures IV-1 to 
IV-4), we question the lack of the link of Omega Drive between Research 
Boulevard and Key West Avenue. This link is inportant in the overall 
distribution of traffic south of 1-270 and ma£ be related to the drop In 
volume indicated on Shady Grove Road south of Research Boulevard in all the 
alternatives. 

7) Graphic depiction of the Omega Drive link between Research Boulevard 
and Key West Avenue was left off DEIS figures. This has been corrected in 
the FEIS. 

7) 



John J. Clark 
Page Three 
April 1, 1982 

In conclusion, we concur that alternates 3D and 3E offer the most 
desirable traffic service for the projected year 20O6 dewtapaient? •te 
difference between t^se alternatives relates to non-traffic issJs We wilt 
be glad to participate in future discussions regarding this project or the 
EIS. Thank you for the opportunity to provide this itput.    ^"J"-1 or lne 

RCW:RST:nijo 
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3/25/82 
Item #10 

THE   MARYLAND-NATIONAL    CAPITAL    PARK   AND    PLANNING    COMMISSION 
B797 Georgia Areiwe • Silver Spring Maryland 20910-3760 

March  22,   1982 

MEMORANDUM 

TO:      Montgomery County Planning Board 

FROM:     Montgomery County Planning Staff 

SUBJECT:  Review of Draft Environmental Impact Statement for 1-370 
from 1-270 to the Shady Grove Metro Station 

-e- 
I 

Recommendation: 

Planning staff has participated in the study and reviewed 
the draft Environmental Impact Statement for Interstate Route 370. 
We are recommending that Alternative 3E, the preferred alternative, 
be selected by the Maryland Department of Transportation for final 
design and implementation.  This alternative best satisfies the 
long term planning benefits for highway access and capacity while 
minimizing and mitigating what could be considered as negative 
impacts.  This alternative is a modified alignment of the master 
plan alignment. 

Discussion: 

The Planning Board staff has reviewed the document prepared 
by the State's consultant on this project.  We are pleased to see 
progress at last concerning this very crucial project.  In reviewinq 
the detailed studies performed by the consultant and by weighino 
the alternatives outlined in this report, it is easy to get lost 
in the many small-scale assumptions and analyses that have been made. 
The Planning Board staff feels that there are several major basic 
facts that the community must keep in mind and wants to focus 
attention on, which are: 

1. The existing conditions along Shady Grove Road and the 
1-270/Shady Grove Interchange are undesirable.  They 
are undesirable not only from the aspect of technical 
analysis such as level of service, but from the discom- 
fort and chaos that they cause the average commuter on 
an almost daily basis.  It is clear, and it cannot be 
overlooked by anybody, that the traffic situation in this 
section of Montgomery County is beyond the capacity of 
the existing roads to handle.  It should also be recog- 
nized that the widening of Shady Grove Road to six lanes 
and the construction of a parallel bridge at Shady Grove 
Road and 1-270 will reduce but not eliminate the congestion 
caused by the current development.  The completion of 
approved development in the area will further increase 
the level of congestion. 

- 2 - 

2. Another finding that the consultant's report and 
which we had previously reached, is that the small 
scale improvement alternative, such as the further 
widening of Shady Grove Road to eight lanes, simply 
cannot work.  They do not work from a capacity point 
of view and they do not work at individual inter- 
sections.  This conclusion was made by the Planning 
Board and County Council in 1976 at the time the 
Shady Grove Sector Plan was being prepared.  It has 
been reaffirmed by the consultants in this separate 
review process. 

3. Many decisions have been made based upon the under- 
standing that a road providing the function of 1-370 
would ultimately be built.  The community must remember 
that this project is not new and goes back to the early 
60's.  Some of the important projects and developments 
which were predicated on the existence of 1-370 are: 
a) the Shady Grove Metro Station with its parking lots 
accommodating 3,000 cars and its proposed bus connection 
system; b) the County Service Park which includes sev- 
eral major County maintenance facilities; c) the Energy 
Resource Recovery Facility which will be the central 
trash collection point in the County; and d) the proposed 
developments of numerous individual and community facili- 
ties up and down the 1-270 Corridor.  Simply put, 1-370 
has been viewed as the central rung in the ladder of the 
1-270 Corridor.  Without it, stress on the other parts 
of the ladder will become severe. 

4. If this project is not built, many future development 
proposals important for the implementation of the 
County's land use plans and its economic development 
program will never be able to be developed or will be 
significantly reduced in scope.  Such proposals include 
the expanded County Medical Center; the development of 
the Washingtonian property; the development of the King 
Farm; the development of the DANAC property in the Shady 
Grove West Opportunity area and the development of the 
Thomas Farm which is within the City of Rockville's 
maximum expansion limits. 

The overall report by Henningson, Durham and Richardson, 
specifically the special analysis done by Hammer, Siler, George 
Associates, points out that several proposals for reduced road 
construction will severely limit development opportunities in the 
1-270 Corridor and by severely, we mean severely.  According to the 
report only half of the projected employment growth between 1980 
and 2000 would be permitted.  Under the no-build alternative, less 
than 5% of the projected growth to the year 2000 could be reasonably 
accommodated.  The consultant's report further discusses the tax 
revenues to be derived from development enabled to proceed due to 
the traffic capacity provided by this project.  They are substantial 
for both the County and the State. 
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Of course there are several additional studies that must 
be undertaken.  These studies center around the need for additional 
environmental and design analyses.  The attached memorandum describe 
those environmental and design concerns.  However, it should not 
be lost that this project has been described as crucial by several 
master plans for the area.  Because of z.he  great need for this 
transportation facility we have urged the County, State and Federal 
Government to move on this project as expeditiously as is humanly 
possible.  We had hoped that this project would be in place by 
the time Metro opens in 1984.  This obviously is not possible.  We 
are glad that the State is now taking action to bring a better 
sense of balance to the State and County transportation system in 
this vital section of the County and the State. 

The Maryland-National Capital Park and Planning Commission (3/22/82) 

RESPONSES 

See response to comments in attached memorandum on following pages. 

Attachment 
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TH£ MARYU'<[K(AT1Cr<AL CAPITAL ?A^K ^(0 PUNNING COMMISSION 

M-HCPPC. Memorandum from John Gam (3/28/82) 
RESPONSES 

Match 22,  1982 

TO: 

VIA: 

FROM: 

SUBJECT: 

Robert Winlck, Chief, Transportation Division 

9*/. Jorge A. Valladares, Chief 
Environnental Planning Division 

John Galli, Planning Technician/*?<" 

Review of Draft Environmental Inpact Statement for 1-370 

Staff have carefully reviewed the above-referenced draft. While this study 
is superior to its predecessor in acknowledging oany of tlie negative environmental 
inpacts associated with this type of project, it does leave several imjportant 
questions/concerns unaddressed. Specifically, we contend that the following 
concerns could and should have been addressed in far greater detail: 

)_ 1. Regarding water quality, the study states, on page 104, that "considering 
00 the present condition of the streams, no significant overall adverse impacts are 
0 expected due to the new road". This is a misleading assumption in that no inter 
1 quality modelling was done, and that many water quality parameters that would 

or could be affected were never tested by DEP.  Ve recommend that the language 
in the study be modified to reflect this fact, or that detailed water quality 
analyses be performed by the consultant; 

2. The study did not attempt to estimate the.potential soil logs/imgact on 
each of the affected watersheds. As 1.5 x 10 yds of cut, 1.0 x 10 yds of fill, 
etc... will be required in the project, the potential soil loss in tons/ac./yr./ 
watershed could be exceedingly high. This impact on the stream systems needs far 
more quantification. 

v    3. The study has downplayed many of the potentially negative irpacts to the 
natural stream systems. For an example, the study has only superficially addressed 
potential impacts on the Mill Creek stream system and on Lake Needwood; i.e., more 
runoff, more sediment, more pollutants, loss of stream habitat, etc... impacting . 
these systems. Additionally, the study did not identify the marsh at the head of 
Lake Needwood as a potentially sensitive area (Rock Creek Flora and Fauna and Rock 
Creek Functional Master Plan studies); 

*. Regarding Redland Road, the study did not address the potential for 
Increased flood impacts (Rock Creek Functional Master Plan indicates 10-r50X 
probability of flooding under existing land use, SOX probability for ultimate); and 

5. The study only superficially addressed what the Impacts associated with^ 
more hydraulically efficient channels and more runoff would have on the downstrea* 
channel networks/ecosystems. 

1) 

3) 

4) 

5) 

1) Although the constitutents of highway runoff could have adverse impacts on 
water quality and aquatic organisms, these impacts were not further 
quantified because water quality monitoring and modeling were determined 
to be inappropriate to this study. Computer models which were investigated 
were not appropriate due to low sensitivity of the models to small changes in 
a watershed such as those resulting from construction and operation of the 
proposed action. The Water Quality section of Chapter IV of the FEIS has 
been revised to provide more detail regarding potential water quality 
impacts. 

2) The Water Quality section of Chapter IV of the FEIS has been revised to 
provide more quantification of potential soil loss impact. The results of this 
analysis indicate that during construction of the selected alternate, localized 
stream bank erosion and channel widening in the upper reaches of Muddy 
Branch, Mill Creek, and Crabbs Branch may occur as well as temporary 
increases in suspended solids during and immediately following storm events. 
However, once in place, increased soil loss impacts from the selected 
alternate are not expected to be significant. 

3) It is estimated that 600 tons of sediment would enter Lake Needwood from 
Mill Creek during construction jof Altern^e 3 E Modified. With a trap 
efficiency of 85%, about 510 yd (1.24T/yd ) would be retained in the lake. 
This is insignificant compared to the sediment storage capacity of Lake 
Needwood (550,147 yd ) and the 100,000 yd which M-NCPPC has dredged 
from the lake to date. 

Given that the sediment load will not be significantly increased by either 
construction or road-use, the additional effects on the biota would probably 
be minimal. The marsh at the head of Lake Needwood exists because of the 
lake's function as a sediment trap. Adding a small amount of sediment is not 
likely to affect the marsh significantly. It is significant to note that the 
selected alternate has been realigned to avoid the 1400-foot channel change 
in Mill Creek. 

5^ 



Memorandum to Robert Winick 
M^rch 22, 1982 
Page 2 

Furtheraore, staff will expect, when detailed project plans have been 
developed, that the preceding concerns be addressed by fully quantifiable 
analyses.  Should you have any questions, please feel free to contact us. 

FJG:JAV:el 

K. Baig 
E. Ferber 

00 
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M-NCPPC.  Memo from John Galli (cont'd,) 

RESPONSES 

4) 

5) 

Figure in-6 shows the 100-year floodplain for Crabbs Branch at Redland 
Road. Mill Creek crosses Redland Road downstream from the study area 
Alternates 3C 3D, and 3E Modified could potentially increase the 
probability of flooding under existing land use for either of these locations. 
. ,t„lne^eaSe IS already included in the 50% probability, however, because the 
1-370 alignment is included in the County's Master Plan for ultimate 
development. Storm water runoff to Crabbs Branch above Redland Road will 
occur principally from the large parking lots for the Shady Grove Metro 
station, rather than from the relatively pervious, more distant 1-370 right-of- 

Page 105 notes that imperviousness within the 1-370 right-of-way would be 
about 37 percent compared to about 60 percent for ultimate development in 
the rest of the planning sector. Although 1-370 could increase runoff over 
existing conditions, it would have less impact compared to other likely uses 
tor the right-of-way. As concerns increased hydraulic efficiency, redesign 
avoids the channel change in the main branch of Mill Creek and requires 
re ocation of a far shorter stretch on a minor tributary. Design of the 
relocated channel will mimic the natural streambed 



NATIONAL CAPITAL PLANNING COMMISSION 

13JJ G STREET NW. 

WASHINGTON, D.C   J0J7« 

IN REPLY REFER TO: 
NCPC File No. 1993 

APR   /1382 

Mr. R.   A.   Bamhart 
Admlniscracor 
Federal Highway AdminiBtracion 
400 Seventh Street, S.W. 
Washington, D.C.  20590 

Dear Mr. Bamhart: 

The National Capital Planning Commision, at its meeting on April"!, 1982, 
^approved the enclosed report to the Federal Highway Administration and the 
OoMaryland Department of Transportation on the Draft Environmental Impact 
OOStatement on Interstate Route 370 from 1-270 to the Shady Grove.Metro 

Station Access Road, Montgomery County, Maryland. 

Sincerely, 

Reginald W. Griffith 
Executive Director 

Enclosure 

cc:    William F.  Schneider,  Jr. 

NATIONAL CAPITAL PLANNING COMMISSION 
ISIJ "c mtErr tnr. 

WASHINGTON. D.C    20J7« 

NCPC File No. 1993 

1-370 FROM 1-270 TO THE SHADY GROVE METRO STATION 
ACCESS ROAD, MONTGOMERY COUNTY, MARYLAND - 

DRAFT ENVIRONMENTAL IMPACT STATEMENT 

Report to the Federal Highway Administration 
and the Maryland Department of Transportation 

April 1, 1982 

The Commission comments to the Federal Highway Administration and'the 

Maryland Department of Transportation on the Draft Environmental Impact 

Statement on Interstate Route 370 from 1-270 to the Shady Grove Metro 

Station Access Road, dated February 23, 1982, prepared and submitted by the 

Maryland Department of Transportation as follows: 

The construction of 1-370 in accordance with any of the alternatives 

covered in the Draft Environmental Impact Statement would not involve or affjgtt 

any Federal properties or facilities and would not have a negative impact on' 

the Federal establishment or other Federal interests in the National Capital 

Region. 

BACKGROUND AND STAFF EVALUATION 

Project Description 

The Maryland Department of Transportation has circulated a Draft Environmental 
Impact Statement on the proposed construction of a roadway, to be called 
Interstate Route 370, connecting 1-270 to the Shady Grove Metro Station now 
under construction in Montgomery County, Maryland.  The new highway would 
extend 3.4 miles from its western end at Fields Road to its eastern 
connection with the Metro Stations access road.  It would have a major 
Interchange with 1-270 about one mile north of Shady Grove Road. 

•*£ 
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The DEIS ev^uates six alternatives: a no-build, two that vould improve 
Shady Gro-    ;d and its interchange with 1-270. and three on new alignments 
north of     Grove Road. The preferred alignment, called "3E" in the DEIS 
J" '.K „ • -'°±t:ed access fo«r-to six lane highway extending from Fields Road 
to the Metro Station access road east of Maryland Route 355.  It would have 

"!! J"^!?"-*!?'^"^0"*1 rampS at 1~270'  and 8rade sePa""^ interchanges 
at Rockville Pike QM  355) and Shady Grove Road where it would connect directly 
into the Metro Station access road. 

Other similar "build" alternates on new alignment are identified as 3C and 3D 
Alternate 3C would have the same alignment as 3E, but would have a clovprleaf 
interchange at 1-270.  Alternate 3D would have the same interchange at 1-270 
as 3E, but would have a different alignment west of Rockville Pike where it 
would Invade more of Rosemont Park and displace more residences but fewer 
businesses. 

The alternates 2C and 2D, which would improve Shady Grove Road and grade 
separate the Rockville Pike intersection, are similar except for the design of 
the 1-270 interchange. The no-build alternate would include only routine 
maintenance and scheduled improvements to local roads. This would include 
widening Shady Grove Road to six lanes and improvements to its interchange 
with 1-270, scheduled for FT 1983. 

Projected capital costs for the project are '$21.3 and $24.0 million for 
Alternates 2C and 2D, and $90.3, $109.7 and $1H.1 million for 3C, 3D and 3E 
respectively. *        * 

The Maryland Department of Transportation has scheduled a location/design 
hearing on the project for March 30, 1982. 

Environmental Impact 

The alignment of the preferred alternate, 3E, would displace 10 families and 
36 businesses, compared to 46 families and two businesses for Alternate 3D. 
3D has a more severe impact,on parkland, particularly Rosemont Park, a City 
of Gaithersburg facility. None of the alternatives would affect historic 
properties or archeological sites. 

All of the new alignments, 3C, 3D and 3E would require stream relocation, and 
some streams will be placed In culverts. These would result in the loss of 
about 100 feet of open channel length. 

Based on consultations with representatives of the U.S. Fish and Wildlife 
Service and Maryland DNR, the channel modifications are not considered 
significant because the distances are relatively short, the streams drain 
small areas (less than 200 acres), the channels are narrow (less than 10 feet), 
and portions; of the stream beds have already been altered by erosion, grading, 
and/or sewer construction 

In consultations with representatives of the U.S. Fish and Wildlife Service 
regional office in Annapolis, Maryland, concerning the proposed 1-370 Alter- 
nates and possible channel modifications, no particular concern was expressed 
regarding potential adverse biological effects to streams in the study area. 

Analysis of noise impacts gives locations where mitigation measures: are needed 
to protect adjacent properties. Where feasible, noise walls will be included 
in the project. This would result in four sites having noise levels exceeding 
Federal design level* for the preferred 3E alternative. This is the same 
Impact that would be found in all of the alternates, including the no-build. 

None of the alternates would exceed standards for air quality CO concentrations. 

Federal Interest Evaluation 

There are no Federal properties affected by any of the alternates described 
in the DEIS, nor is there any wetland or floodplain involvement which would be 
contrary to Executive Order 11990, or to the Environmental Element of the 
Comprehensive Plan, Section 328.00, Environmentally Sensitive Areas. 

The construction of 1-370 could have a positive impact on efficiency of 
Federal employee travel by enhancing access to the Shady Grove Metro Station 
and thence to Federal Employment sites in Montgomery County and the District 
of Columbia for those employees who reside in Upper Montgomery County and 
beyond.  It also would provide an opportunity for improved access to the 
National Bureau of Standards by way of 1-370, Fields Road and Muddy Branch 
Road for those employees who live south of the site.  Such an access, if 
provided by a shuttle.bus route, could reduce the pressure on 1-270 and the 
interchanges to the north which now serve the National Bureau of Standards. 

National Capital Planning Commission (4/7/82) 

RESPONSE 

No response required. 



metropolitan Washington 
COUNCIL OP GOVERNMENTS 
1875 Eye Street. N.W.. Suite 200. Washington. D.C. 20006 223-6800 

May 2.1,   1982 

COG  123 

A-95 METROPOLITAN CLEARINGHOUSE MEMORANDUM 
DATE: 

TO: Mr. Roy ainqrich. District Engineer 
Federal Highway flchiinistration 
ITie itotunda - Suite 220 
711 East •lOth Street 
Baltimore, Maryland 21211 

SUBJECT:  PROJECT NOTIFICATION AND REVIEW FOR 

PROJECT: Draft Environmental Statement—1-370 fran COG NO.:   82-02-013 
1-270 to Shady Grove Metro Station—Montgomery County/Rockville/Gaithersburg 

APPLICANT: U.S. Department of Transportation/Maryland Department of Transportation 

The project title, COG number, and applicant's name should be used in all correspon- 
dence with COG concerning this project. Correspondence should be addressed to Mr. 
Walter A. Scheiber, Executive Director.  The staff may be reached by telephone at 
223-6800.  

^    FINAL DISPOSITION 

Q    We have concluded review of the above item and have determined that its nature 
I   j  | does not warrant metropolitan comments.  A copy of this memorandum and any 
—  attachments should accompany your application to indicate that the Metropolitan 

Clearinghouse review has been completed. 

A copy of the above item has been sent to   
for review and comment, with direct response to be made by   • 

• 

0 

Copies of any local agency comments which you receive should also accompany your 
application to the Federal agency. 

We have concluded review of the above item and have determined that it is in 
general accord with the metropolitan planning process and COG-'s adopted policies. 
A copy of this memorandum and any attachments should accompany your application 
to indicate that the Metropolitan Clearinghouse review has been completed. 

We have concluded review of the above item and submit herewith, the attached 
Metropolitan Clearinghouse Review Comments.  A copy of this memorandum and the at- 
tached comments should accompany your application when submitted to the Federal 
agency to indicate that the Metropolitan Clearinghouse review has been completed. 

EXECUTIVE DIRECTOR 

WE APPRECIATE YOUR COOPERATION 

Clearinghouse review comments will be valid for a period of two years from the date 
of this A-95 Metropolitan Clearinghouse Memorandum.  All projects not submitted to the 
Federal funding agency within that period must be resubmitted to the Clearinghouse for 
update of the review comments before formal application is made to the Federal Government. 

metropolitan  Washington 
COUNCIL OF GOVERNMENTS 
1875 Eye Street. N.W.. Suite 200. Washington. D.C. 20006 223-6800 

May   20,    1982 

METROPOLITflH CLEARINGHOUSE REVIEW COMMENTS 

COG PROJECT NUMBER: 

PROJECT NAME: 

APPLICANT: 

FEDERAL AGENCY: 

FEDERAL PROGRAM: 

PROJECT DESCRIPTION: 

82-02-013 

Draft Environmental Impact Statement (D-EIS) 
Section 4(F) Evaluation Interstate Route 370 
From 1-370 to Shady Grove Metro Station 
Access Road, Montgomery County, Maryland 

U.S. Department of Transportation; Federal 
Highway Administration; and the Maryland 
Department of Transportation, State Highway 
Administration (SHA) 

U.S. DOT/FHWA 

Submitted Pursuant to 42 U.S.C. 4332(2) (C), 
23 U.S.C. 128(a) 

The D-EIS and Section (4) Evaluation has been prepared in support 
of an intended action to construct an Interstate Highway (1-370) in 
Montgomery County between the vicinity of 1-270 north of Shady Grove 
Road Interchange and the Shady Grove Metrorail Station. 

The SHA's preferred alternate would follow a general alignment 
from the 1-270 corridor easterly about 3.4 miles to the intersection 
of the Metro Station access road and Shady Grove Road.  The Shady 
Grove A-Route terminal station has been designed to accommodate the 
automobile as the principal major access/egress mode. 

The project would extend from Fields Road easterly across 1-270 
(interchange) to the Metro Access Road (see Figure 1-2). 

As a result of the project planning phase of the corridor stvidy, 
six (6) alternates have been studied in some detail.  These are 
summarized as follows: 

Alternate 1 No Build. 

• Alternates 2C and 2D - Upgrading to provide additional 
capacity to existing Shady Grove Road. 

• Alternate 3C - Limited access new facility of 4-6 lanes 
between Field's Road and Metro Access Road. 
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• Alternate 3D - Limited access new facility of 4-6 lanes 
as shown above but with directional ramp interchange at 

* Alternate 3E - Same as 3D except alignment shifted 
slightly to avoid parkland and apartment buildings. 

The D-EIS states that Alternate 3E is the SHA's preferred 

ri^S3!* ^ ^ proPosed ^tic."-  No final decision, however, with 
regard to selecting an alternate will be made until after the public 
hearing.  A summary of the D-EIS has been attached to these draft 
comments. 

RELATIONSHIP TO METROPOLITAN PLANNING PROCESS: 

STAFF COMMENTS: 

TRANSPORTATION 

The corridor is included in the Long Range Element of the TPB 
Transportation Plan as amended May 21, 1980.  The corridor deficiency 
is identified as being "Currently Under Study". 

The proposed corridor improvement developed through the corridor 
study is also included in the adopted TPB Transportation Improvement 
Program (TIP) for FY 82-86.  The annual element for FY 82 indicates 
preliminary engineering expenditures only. 

Finally, the project is contained in the "1987 Base Case Network" 
of the TPB indicating that it is in conformance with the Maryland 
State Implementation Plan for achieving air quality standards  it 
also is m conformance because it has been included in a conforming 
TIP.  Furthermore, for all alternatives under consideration  the 
projected CO concentration at the selected sensitive receptors is 
equal to or less than the corresponding CO concentration for the 
No-Build Alternate. 

The project is intended to provide direct access from 1-270 to 
the Shady Grove Metrorail Station.  The improved access will increase 
use of the Metrorail System.  The roadway improvement will also 
provide increased roadway capacity in an area already experiencing 
severe congestion.  This is an area in which significant additional 
development is anticipated.  If such development were to occur without 
adequate lughway facilities, access to the Metro Station, particularly 
..rom the north and west, would be greatly restricted. 

The D-EIS indicates that total traffic on Shady Grove Road 
approaching the intersection of Md. 355 (Rockville Pike) has grown 
by 37 percent between 1976 and 1980.  Without the proposed 1-370 
parallel to Shady Grove Road, traffic on this arterial would increase 
by over one-third by 1986.  By 2006 (the design year), proposed land 
use development would result in a doubling of traffic on Shady Grove 

^ 
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Road compared  to  1980.     Even with  arterial   improvements  suggested 
in   Alternates   2C  and  2D,   Level   of  Service   "F"  conditions  could  result 
at   the   Shady  Grove   Road  and  Gaither   Road   intersection. 

The primary goal   in constructing  1-370  as  stated  in  the  D-EIS 
introduction  is  to  increase  access  to  the  Shady Grove  Metrorail 
Station.     In  fact,   a principal  reason  for  modifying  the  original  1968 
Adopted Regional  System A-Route  alignment was based on  the   infeasibil- 
ity of providing good vehicular  access  to a proposed Rockville  terminal 
station. 

Current  access  to  the  Shady  Grove  site   is  via  Shady Grove  Road 
which  now experiences heavy congestion.     It would be  desirable  if 
the  Final  EIS could provide  appropriate  analysis regarding  the  amount 
and proportion of  traffic on each major  segment of the corridor  that 
is accessing or egressing  the Metrorail  Station.     This would provide 
the   support  toward  achieving  the  stated  objective  of  the  project. 
The  iroprotance  of  improving  vehicular  access  to Metrorail  terminal 
stations cannot be  emphasized enough.     Without  this  access,   Metrorail 
would   fail   to  develop   its   full   potential   and   the   substantial   public 
investment   in   the   system would  not   be  maximized. 

Another  point  deserving  of  comment   is   that  according   to   the 
D-EIS,   only  Alternates   3D  and   3E  would  permit   the   full  potential   land 
use  development   in   the   study  area   to  be   realized.      The   "Staff  Draft 
Gaithersburg Vicinity Master  Plan"  envisioned an  1-370  highway 
facility  to  support  the  intended corridor  development  in  accordance 
with  the  County's Adequate  Public  Facilities Ordnance.     If  the   1-370 
facility  is  not  implemented,   then  the  development  levels  now pro- 
posed   in  the  study corridor would be  severely restricted. 

The   issue of  development  near planned Metrorail  Stations  is 
addressed on a  regional  scale  in COG's Metropolitan  Policy Guide, 
adopted by member  jurisdictiona  in December  1980.     This document 
relates  transportation,   housing,   economic  development,   and water 
resource policies  into a cohesive policy guide.     The  guide  encouraged 
planned  development  around most  Metro  Stations.     The   D-EIS  provides 
ample   justification   from an economic point of   view  for  allowing 
maximum development   to  occur  particularly  on   the   Washingtonian  Country 
Club property. 

Finally,   the  Cost  Effectiveness   Summary  Table   S-l   (see   attachment) 
indicates  the  desirability of  implementing either  Alternates  3C,   3D, 
or   3E   (preferred)   as the buildalternatives.     They  scored very high 
in  terms of  satisfying  three   transportation  objectives  as  follows: 

(1) Make More Efficient Use of  Existing 
Transportation  Facilities, 

(2) Provide  Improved Transit Accessibility,   and 
(3) Develop a Transportation  System which 

Supports Local  Land Use  Plans. 

Metropolitan Washington Council of Governments (4/26/82) 

RESPONSES 

Of the traffic destined to the Shady Grove Metrorail Station it is estimated 
that approximately one-half would use Interstate 370 to access the station. 
Of the remaining 50 percent, approximately 20 percent would access the 
station from the east along Shady Grove Road, 20 percent would access the 
station from the north via Maryland Route 355 and the remaining 10 
percent would access the station via other local roadways in the area. If 
Interstate 370 is not constructed, traffic accessing the Metrorail station 
from the west and north along the Interstate 270 corridor would have to 
use overburdened Shady Grove Road instead, thus making access far more 
difficult for a majority of potential users of the station. 

*y^ 
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From a coat-effectiveneas standpoint, however, the most signifi- 
cant benefxt accrues under Alternates 3D and 3E.  They produce sub- 
stantial economic development potential benefits over any of the 
other alternates. * 

in summary, the 1-370 project is consistent with TPB regional 
transportation plans and programs as well as the adopted COG Metro- 
politan Policy Guide.  The build alternatives all appear cost- 
effective based on the economic analysis provided in Summary Table 

In helping to improve access to Metrorail, the project meets 
one of the principal transportation planning objectives of the 
Transportation Planning Board (TPB). 

AIR QUALITY 

in  len^h  ^T?!^0i%ofO^Osh\%UC^°eeOLtarrstaftaioility,H3-4  ^ 
t^^L^^l^- - : ^ of 11 L£S£;. LhciuDdE^g 
facility would be located in an area of Montiacili^•  The Propoled 
experiencing rapid qrowth   PA2=^     Montgomery County which is 
Grove Metro station will h* Passe"9ers who will use the new Shady 

1-270 and north ^Montgomery vniaar^3^ fr0m areaS West <>* 
new facility, access lo  the L^M^9   ^1!hOUt construction of a 
Shady Grove Road whLh are aIreadvhWOUlf ^ al0n9 Potions of 
of Shady Grove Road from lix to eL^?7 con^sted-     Expansion 
without additional capacity lev.? ^   "^  ls nOW Planned but 
design year 2006 to no better TanD UllT "^  decrease ^y the 
Carbon monoxide emissions III •^  ?-^?d ln1.

many areasas bad as F. 

in   th. .t«   '   iZtlo^lLl     ZZH  ;7>ro•.lnt.r..ction  g.o.etrL, 

is olanned fo? •.!,?=   station, extensive commercial development 

station Md 1-270   Mnn^nectl°n between the Shady Grove Metro 

«oUt th. w.??«„ t.r:"J-Sc1,1tL'"«;'.Scrh.Tf.""r"io"' 

source hydrocarbon and NOx emissions.  Elimination of the facility 
S •   ,reSYlt tnua detectable change in regional hydrocarbon 
emission levels although, as described above, it could impact 
local CO emissions. 

Staff recommends that, of the alternatives considered, the 
preferred alternative be supported as the one with the most 
favorable impact on air quality. 

STAFF RECOMMENDATION: 

The Staff recommends to the TPB and AQPC that the proiect be 
endorsed with the proviso that the Final EIS provide more supporting 
£2* YS1S toward the project's stated objective of improving access to 
H^hw-  ^1S ?ormnent' ^ endorsed, should be transmitted ?«, the federal 

SiSS^S^S^tSSfoS? the State ,,ighWay ^^"f-tlon. Maryland 

COMMITTEE ACTION: 

Transportation Planning Board (TPB) - April 21, 1982. 

The TPB endorsed staff comments. 

Air Quality Planning Committee (AQPC) - April 21. 1982. 

Consideration tabled until May 19, 1982. 

Air Quality Planning Committee (AQPC) - May 19, 1982. 

The AQPC endorsed staff recommendations. 
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COUNCIL OF GOVERNMENTS 
1875 Eye Street. N.W.. Suite 200. Washington. D.C. 20006 223-6800 

March 9,  1982 

COG  #22 

A-95 METROPOLITAN CLEARINGHOUSE MEMORANDUM 

US   NSNCY   .1   KING E: 

' JnANTS   COOHDIflATOB 
flONTGUflSKY   COONTT 
OM   1.3T':I   FL 
TSiK   EXECUTIVE   OFFICE   BUILDING ^ 
ioi  HONKOE sr 

SUBJECT:       poCKVILLS,    HAnTLAND    ^Ofi50 

PROJECT:  Draft Environmental Statatent—1-370   COG HO.:  82-02-013 
frcm 1-270 to Shady Grove Metro Station—Montgonary County/RocJcville/Gaithersburg 

APPLICANT:  u. S. Department of TransportaticmAlaryland Department of Transportation 

The project title, COG number, and applicant's name should be used in all correspon- 
dence with COG concerning this project. Correspondence should be addressed to Mr. 
Walter A. Scheiber, Executive Director.  The staff may be reached by telephone at 
223-6800. " 

PROJECT NOTIFICATION 
I 
—'  . The above item was received on   and has been referred 
^1  to appropriate local governmental agencies for their review and comment.  This 

I    review will be conducted as expeditiously as possible. 

• 
A  copy of the above item is enclosed for your review and comment, in accordance 
with OMB Circular A-95 requirements.  Your review should focus on this item's com- 
patibility with the plans, programs and objectives of your organization.  You may 
indicate your interest in or comments concerning this item by returning this sheet 
to the Metropolitan Clearinghouse by  \/7\/n'? • 

RESPONSE TO CLEARINGHOUSE 

• We do not wish to comment en the above item. 
• We have reviewed the above item, find it in conformance with local plans, programs 

and objectives, and recommend a favorable Metropolitan Clearinghouse review. 

m We are interested in the above item and wish to make the following comments: (Use attachment) 

We desire an extension of time until for further consideration 
I—'of this item (subject to certain restraints imposed by the OMB Circular). 

•We have further interest and/or"5questions concerning the above item and wish the 
Clearinghouse to set up; a minferenca-yith^fcne applicant. 

SignatL ^ggSSfc? ' //^/l/fr 
Organization 

r,lu:i:;T"..Ty •/-. 

i 
fi*wt«of Cotwabia • Ariinvtoa COUMT Fwff«* COTMY Montrwn*?* Countr PnnCT W->t«m CrtUM* 

To:     Bryan  Gatch,   State  Clearinghouse 

Sub:   Comments  on  Draft  Environmental   Statement  on   Interstate  370 
State:     82-3-374       COG:     82-02-013 - 

The  project   is   in  conformance with  local   plans,   programs   and 
objectives. 

Two  comments   should  be  considered  however: 

The  Townhouses   at  Site   16   -   The  estimates  of  the  STAMINA Model 
(Noise   Analysis)   do   not   include   the   impact   of   1-370  on   the   Brighton 
East  and West   townhouses  where   it   is   expected  that   the   L^Q  values 
will  go  above   80  dBA. 

The   subject   report   should  recommend  close  coordination  between  the 
highway  planners   and  designers   and  the  Montgomery  County  Department 
of  Environmental  Protection during  planning   and  design  phases   to 
ensure   that  mitigating  measures  planned by  each  compliment  each 
other.     This   coordination  could  provide  a  higher  level  of protection 
of   the water   resources   at   savings   to  both   the  State  and  County. 

Metropolitan  Washington Council of Governments (4/26/82) 

RESPONSES 

2) Although Sites 16 and 17 are in Brighton Village and Fireside condo- 
miniums, respectively, they were selected as worst-case noise sites on 
either side of 1-270 for analysis purposes and, thus, are representative of 
worst-case noise impacts that could be expected in the Brighton East and 
Brighton West residential areas closest to 1-270. Under the selected 
alternate, the STAMINA Model predicted design year L.. noise levels of 
78dBA at Site 16 and 72 dBA at Site 17. Based on these results, it is not 
expected that L|n noise levels will go above 80 dBA at either the Brighton 
East or Brighton west townhouses. 

3) In all cases where noise mitigation measures such as walls or berms are 
considered during detailed design, such measures will be closely 
coordinated with representatives of Montgomery County and the City of 
Gaithersburg as appropriate. 

2) 

3) 



STATEMENT OF ROBERT D. EVANS 
MAYOR, TOWN OF WASHINGTON GROVE 
ON PROPOSED INTERSTATE ROUTE 370 

MARCH 30, 1982 Town of Washington Grove, Statement by R. D. Evans. Mayor (3/30/82) 

RESPONSES 

I am Robert D. Evans, Mayor of the Town of Washington 

Grove.  I appear before you in furtherance of action taken 

by our Town Council on March 8.  At that time, our Council 

adopted a resolution urging that no approval be given to 

any of the 1-370 alternatives unless and until environmental, 

financial, design and other concerns cited in the resolution 

^Lhave been adequately addressed.  A copy of the resolution is 
to 
^attached to my testimony and I ask that both it and my 

written testimony be made part of the record. 

In the very brief time available to me this evening, let 

me highlight some of our concerns.  There are a number of 

unresolved questions in our minds about this proposal, and 

I will touch on only a few of the more important ones. 

Environmental Factors 

First, in the area of environmental impacts, I would 

point out the following: 

•Preferred alternate 3E would cause the dis- 

ruption of 54 acres of terrestrial habitat and would 

eliminate 12 acres of prime agricultural land.  Alter- 

nates 2C and 2D, the proposals to expand existing 

Shady Grove Road, would preserve all of this acreage. 

1) 
While this statement is largely true, the choice of the selected alternate 
required a balancing of aU possible adverse and beneficial effects and was 
done in recognition of the disruption of terrestrial habitat and prime 
farmlands. r 
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*Preferred alternate 3E would cause far greater 

levels of carbon monoxide in 18 out of 20 locations 

than would alternative 2C. 

*The environmental impact assessment has been 

made on the basis of the addition of the highway in 

isolation.  It does not attempt, for example, to 

assess the combined air pollution which would result 

from the construction of 1-370 and of the county's 

proposed trash incinerator.  Levels of pollution may, 

arguably, be acceptable for each project separately 

but have a disastrous effect when combined.  Further, 

no projections are provided for the noise and other 

environmental impacts which would result from the 

eventual completion of the Inter-County Connector. 

We in the Shady Grove area are increasingly concerned 

that we are seeing our area hacked away on a piecemeal 

basis, and no one is analyzing what the overall effects of 

these developments will be.  This is not sound planning and 

we think further study of these elements is in order. 

Historical District 

The 200-page draft environmental statement on this project 

deals with the subject of "impacts on properties and sites of 

historical and cultural significance" in two paragraphs.  The 

entire treatment of Washington Grove is contained in this 

sentence: 

2) 

3) 

Town of Washington. Grove (3/30/82) 

RESPONSES 

2) While it is true that in the design year (2006) CO concentrations at most air 
quality analysis sites would be greater under Alternate 3E Modified compared 
to Alternate 2C, in many cases the differences are so slight as to render 
them insignificant. As can be seen from the results shown in Table IV-6, none 
of the projected CO concentrations for either of these alternates would 
violate applicable National Ambient Air Quality Standards or State Standards 
for CO. 

3) The environmental assessment of potential 1-370 impacts was not performed 
in isolation without regard to other changes that are projected to take place 
in the study area within the time period of study. For instance the No-Build 
Alternate includes a number of roadway improvements not in existence today 
but expected to be in place before the design year 2006.   In particular, 
the air quality analysis not only considered projected traffic on any given 
alternate alignment, but also included projected traffic in other roadways in 
the study area. Furthermore, the CO concentrations shown in Table IV-6 
include cumulative changes in background concentrations projected to occur 
in the study area between now and the design year. Even though specific 
analysis of the air quality impact of the County's proposed trash incinerator 
facility was beyond the scope of the 1-370 project, review of the issue in a 
study performed by MITRE Corporation for Montgomery County (Solid Waste 
Energy Recovery Project, Vol. 6, Environmental Review) concluded that CO 
and SO^ emissions from such a facility would be well within all standards. 
Given tne reduction in CO from 1-370 compared to the No-Build Alternate, 
the cumulative air quality impacts should not be significant. 

Regarding the Intercounty Connector, this project is undergoing a separate 
project planning study. Only one of four alternates under consideration would 
connect with 1-370 (see the discussion of relationship between 1-370 and the 
ICC in the FEIS.) 

7^- 
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"The Washington Grove Historic District which is listed 

on the National Register is located approximately one-half 

mile north of the proposed 1-370 alignment and would not be 

affected by any of the alternates under consideration." 

That strikes us as a rather cavalier treatment of the 

subject.  We are, in fact, only about 1,900 feet from the 

highway, and the intervening space is flat, open countryside. 

We are also rather disturbed that, in response to our request 

for information about noise and air quality impacts on our 

££own, we were given the results of studies taken not in our 

'town but in other areas along the highway pa-th. 

Growth Projections; Costs 

The bottom-line response to the concerns'we have raised 

about the impact of 1-370 is that only 1-370 can satisfy the 

traffic needs of the Shady Grove area under current growth 

projections.  According to the statistics provided in the 

environmental statement, preferred alternate 3E could handle 

85,000 cars, or 100% of the need; alternate 2C could handle 

75,000 cars, or 88% of the need, and the no-build alternate 

could handle 65,000 cars, or 76% of the need. 

We have some serious doubts that, if the county constructs 

a trash incinerator where it now proposes, we will see the 

kind of growth in this area that has been pirajected. 

4) 

5) 

6). 

5) 

6) 

Town of Washington Grove (cont'd.) 

RESPONSES 

The FEIS has been changed to read "approximately one-third mile". The 
historic district would remain unaffected by any of the Alternates under 
consideration, as determined through consultations with the State Historic 
Preservation Officer (see letter from SHPO dated 7 June 1982 in Appendix C). 

At the specific request of Washington Grove, detailed noise and air quality 
analyses were performed to estimate the impact at Washington Grove. This 
analysis showed that no adverse impact would result from any of the 
alternates under consideration. 

Projected growth is not likely to be affected for several reasons. The site is 
included in all comprehensive planning studies, a transfer station already 
exists at the site, the immediate neighborhood is zoned for light industry, 
overall truck traffic in the county is expected to be reduced due to use of 
larger trucks, and the incinerator is expected to have no significant 
environmental effects based on studies performed by Montgomery County. 

^ 

s: 



oo 

But let us assume that the growth projections are correct 

and let's take a look at the costs. 

Alternate 2C would take care of one-half the projected 

traffic gap between the no-build alternate and the 1-370 

alternate.  It would do so at a cost of $21 million, or 

$2,100 per vehicle.  1-370, under alternate 3E, would take 

care of the other one-half at an additional cost of $93 

million, or $9,300 per vehicle.  In short, the marginal cost 

per vehicle for the last 10,000 vehicles under the 1-370 
l 
^approach is about 4 1/2 times greater than the marginal cost 

under the Shady Grove expansion proposals. 

Isn't there a cheaper way to meet the need than spending 

an additional $93 million? Could, for example. Shady Grove 

Road be expanded even further? 

What financial benefits are there to the projected 

growth? The draft environmental statement, on page viii, 

states that the county will realize additional tax revenues 

under alternate 3E of $9.7 million, as compared with $3.3 

million under alternate 2C — or a net gain of $6.4 million. 

But on the same page we are told that the annual user costs 

for alternate 3E will exceed annual user costs under alter- 

nate 2C by $6.2 million -- virtually the same amount.  What 

is given with one hand is taken away with another. 

Even if we ignore user costs, we're talking about annual 

revenue of $6.4 million/year.  This revenue, however, must be 

Town of Washington Grove (cont'd.) 

RESPONSES 

7) 

7) An alternate which would expand the capacity of Shady Grove Road beyond 
that envisioned under Alternates 2C and 2D was investigated early in the 
1-370 study process but was dropped from further consideration because of 
the extremely adverse impacts that would accrue to property owners with 
frontage along Shady Grove Road and the unusually high right-of-way costs 
that would result from such an alternate. Because of these adverse impacts, 
further expansion of Shady Grove Road was not considered. 

^ 



offset against the additional initial construction cost of 

$93 million: it will take a very, very long time, indeed, 

to recover that cost through increased revenues. 

What, then, is the economic justification for this high- 

way? One cannot help but wonder, if the availability of 

federal funding for 90% of the cost is a principal motivating 

factor.  From the perspective of the state and county, 1-370 

costs only $11.4 million, or about half the cost of an 

expanded Shady Grove Road.  But to those of us who pay federal 

(otaxes as well as state and county taxes, 1-370 costs five 

1 times as much.  From our perspective, that's hard to justify. 

What we see being proposed is a 3.4 mile interstate high- 

way costing over $33 million per mile, whose primary, if not 

sole, purpose is to fill a 3,000 car parking lot five days a 

week.  We.do not believe that adequate justification for this 

project has been provided and that it should not be approved 

in the present configuration.  We urge you to seriously con- 

sider other alternatives, including that proposed by our 

Planning Commission. 

Thank you. 

Town of Washington Grove (cont'd.) 

RESPONSES 

8) The EIS provides a summary of impacts table which displays the monetary 
and nonmonetary costs and benefits associated with the proposed project. 
This differs from a cost/benefit analysis where all impacts are expressed in 
dollar values. This summary was developed in response to NEPA legislation 
which directs Federal agencies to develop methods and procedures to insure 
that "unquantified environmental amenities and value be given appropriate 
consideration in decision-making along with economic and technical 
considerations." 

The capital costs of the proposed project are quantified in the EIS and are 
presented in Table S-l. While at first glance these monetary costs and 
benefits may appear to result in a negative cost/benefit equation, there are 
substantial benefits of the proposed action that are not quantified. One of 
the major benefits of 1-370 is to allow the realization of the economic 
potential projected for the area as part of the on-going local planning 
process. Montgomery County has long targeted the area around the Shady 
Grove Metro Station and 1-270 as a major growth/development area with 
1-370 as a key element in an integrated transportation system. A number of 
decisions regarding the investment of substantial public monies for facilities 
in the area (streets, metro-rail, sewers, etc.) have been predicated on this 
projected growth. 

Even without consideration of other unquantified benefits to the local 
economy (i.e., additional personal income from new job opportunities, 
retention of businesses that are already located in the area but would likely 
relocate if current traffic problems are not mitigated, etc.), the selected 
alternate is justified on the basis that it preserves the prior and on-going 
public investment for other facilities in the area. 

l£> 



THE TOWN OF WASHINGTON GROVE 

RESOLUTION 

WHEREAS the Planning Commission and ttie Town Council of the Town of Washington 
Grove have studied the proposed Interstate Route 370 (1-370) highway projecti 
and 

Resolution from the Town of Washington Grove (3/8/82) 

RESPONSES 

WHEREAS the Town has consistently supported the principle that highway expan- 
sion and construction should be done in a manner which minimizes the adverse 
environmental impacts of such construction and should be limited in scope to 
those highways which are unquestionably Justified; and 

WHEREAS several of the proposed 1-370 alternatives would result in visual im- 
pacts, air and noise pollution significantly degrading the environment, liva- 
bility and amenity for which the Town ts recognized by inclusion in the National 
Register of Historic Places; 

NOW. THEREFORE, BE IT RESOLVED that the Town of Washington Grove urges that all 
responsible decision-making and review officials not approve any alternatives 
for 1-370 until they are fully satisfied that the following concerns have been 
adequately addressed: 

i 
M 
C 
O 

I 

1. 

3. 

That full opportunity has been afforded the citizens of the affected 
residential areas to present testimony on the merits and impacts of 
the proposed alternatives; 
That other possible routes and alternatives for this facility have been 
fully explored including that which has been proposed by the Planning 
Comnission of the Town of Washington Grove; 
That the Environmental ImpacUStudy completely addresses the total 
impacts of all the alternatives on the surrounding areas and includes 
the effects of the trash Incinerator proposed for the Shady Grove area; 
That the Maryland Historic Trust is convinced that all adverse impacts 
on the Washington Grove Historic pistrict have been minimized. 

1) 
1)  AH concerns herein have been adequately addressed. 

Approved by Mayor and Town Council 

~4p.*.^ -.» [. 
MAYOR 

ATTEST: 

.i I 

SECRETARY 

DATE 

^.-ri-•*•';'"* 
TSATE 

^ 
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State of Maryland 
State Highway Administration 

STATBUOn' ON IIEIlAfJ'' flE 

THE WASIUNGl'ON GROVE HERITAGE COMiaTEE 

AT LOCATION/DESIGN HEARING RE:   1-370 

^> 
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This statement is presented on behalf of the Washington Grove 

Heritage Committee at the Ccrnbined Location/Design Public Hearing 

held on March 30, 1982. It would be useful to note at the outset 

that in April 1900, the United Gl.titea Dupartinent of the Interior 

designated the Town of Washington Grove a National Register Historic 

District. 

Our Committee does not believe that the proposed planning for 

1-370, and the Highway Administration's preferred Alternative Route 3E 

complies with either the National Environmental Policy Act; Section 14(f) 

of the United States Department of Transportation .Act, as amended; or 

Section 106 of the National Historic Preservation Act, as amended. 

The Draft Environmental Statement (DES) for 1-370 evidences a 

lack of objectivity and a lack of comprehensive planning. The DES does 

not reflect an effort by the State Highway Administration to address 

the transportation problems of the Shady Grove corridor or of Mont- 

gomery County in a manner that realistically reflects availaMe funds 

and funding priorities. Alternative 3E is estimated at $111* million 

in 1981 dollars. Proposals such as Alternative 2D or the proposal 

put forth by the Town of Washiiigtoii Grove and its Planning Coiiani ssion 

would be less costly and have fewer negative environmental impacts. 

These alternatives would not inundate the Parkside, Redland Station, 

and Washington Grove residential areas, and public forest lands with 

noise and air pollution as wouid Alternative 3E. They are, moreover, 

far more likely to be built. 

1). 

2) 

Washington Grove Heritage Committee. Statement by R. C.  Iluberman (3/30/821 

RESPONSES 

I^-H t °i I f .WaS p,:ePared ,n direet compliance with NEPA requirements for 
a detailed statement on the environmental impact of the proposed action" to 
nclude "any adverse environmental effects which cannot be avoided should 
oLK^L^PP?16'"6",1';--" C0"8*16"1 with Council on Environmental 
Quabty (CEQ) NEPA regulaUons, the Draft EIS served, in part, as a vehicle 
for obtaining the comments of any Federal Agency having jurisdiction by law 
E^in ^H T,,aS.WJ

eU aS the public> wi,,, resPect to any environmental impact involved. Included in this statement is consideration of the effects of 
the proposed action on sites and properties of historical and cultural 
significance. Thus far this project has been developed in full compliance with 

f«Ut^i!!,e^Am?^e• '" cor"P"ance with Section 4(f) of the Department of Transpor- 
tation Act as amended, the Draft EIS addresses the potential for takinlof 
land from any significant park, recreation area, historic site, or wildlife 
refuge in Section IV. H.    No alternate considered for the proposed project 
Z L'T'6 M^ 0f ^ fr0m the W^ington Grove Historic District 
nZJ,°. any f"6•16 approach Washington Grove closely enough to 
constitute a constructive take of this historic district. In addition, the DEIS 
addressed properties and site which are included on or eligible for inclusion 
on the National Register of Historic Places as required by the National 
Historic Preservation Act; Executive Order 11544, and Advisory Council on 
effl^to ,rerwa,L0n (,ACHr.P) reeulati°"s- APP>ying the ACHP-s "criteria for effect to the Washington Grove Historic District it was determined that the 
proposed action would not have an effect on this National Register property. 
This same conclusion was reached by the S1IPO (see letter dated 7 June 1982 in 

2) T^i^H among those with the highest funding priority within the state. 
»2£ f i . cnact<:d at the most recent session of the Maryland legislature is 
tufZlt ^Pf^'df, ^e necessary revenues to proceed with the selected 
£!„•.,,> I .ab,llly of the State to secure Interstate funding for 1-370 
from the Federal government further increases the likelihood that 1-370 will 
be built. Also see response to comment 13. 
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To illustrate the lack of objective and comprehensive planning' 

evidenced in the 1-370 DES, we wish to ptolnt out the following 

examples of deficient planning: 

1. Failure to conaider ciniiioJons from additional development 

induced by .1-370 and 1-370 imlucuil l.ruJ'J'io increaaee; 

2. Failure to consider emissions from 1-370 traffic entering, 

leaving, and idling in the two planned Metro parking lots— 

especially the increases In such traffic that would result 

from 1-370's construction. Note that the DES, at p. 97, 

states that construction of 1-370 would add 5000 vehicles 

to daily traffic on Route 355 ami would increase traffic 

to the Shady Grove Metro Station. 

3. Failure to consider the joint impact on air quality and 

noise levels of 1-370 traffic and Montgomery County's pro- 

posed incinerator at Shady Grove Road and Route 355. 

Garbage trucks will increase road noise and emissions 

while the incinerator will superimpose emissions of 

carbon monoxide, nitrogen oxides and hydrocarbons.  Bnissions 

fran the proposed incinerator may fumigate 1-370 and drift 

from incinerator cooling towers may cause fogging and icing 

on overpaths and sunken roadways. 

h.  Failure to provide an enviromnental impact assessment 

for the entire Intercounty Connector. The configuration 

of 1-370 proposed for that road east of Oakmont Avenue 

is clearly designed as an integral part of the Intercounty 

Connector. (See p. 16 and 62 of the DES). • This piecemeal 

evaluation of the Intercounty Connector is poor planning practice 

and does not comply with NEPA. 

5. Failure to consider the effective taking of Washington 

3) 

4)- 

5) 

d—,, C....I ftf--W!#      rv>«Wt«i*i» 
6) 

Washington Grove Heritage Committee (cont'd.) 

RESPONSES 

3) The air quality analysis for 1-370 did include consideration of future ambient 
CO concentrations for the study area which reflect projected development 
expected to occur in the study area and elsewhere in Montgomery County. 
Furthermore, projected traffic on roadways other than 1-370 itself was 
considered as part of the air quality analysis. The emissions analysis took into 
account traffic using the Metro parking lot. 

4) The traffic parameters used for both the air and noise analyses for 1-370 
consider projected truck traffic along nearby roadways to include that 
portion associated with the operation of the proposed transfer station. 
Regarding the possible icing and fumigation of 1-370, a study by MITRE Corp. 
for Montgomery County concluded that any such potential problems would be 
restricted to the incinerator site itself and would not extend to 1-370. 

5) Refer to Section I.C.4. of the FEIS which discusses the Intercounty Connector 
project. While the alignment for the selected action may be utilized by one 
of the four alternates (including the no-build) under consideration for the 
ICC, the ICC project is still the subject of an ongoing major project planning 
study which will include the preparation of an EIS in compliance with NEPA. 
1-370 was studied as a separate project because of its demonstrated utility in 
providing improved access to the Metro Station entirely independent of the 
future possibility of constructing all or portions of any ICC alternate. 

6)      Refer to Response 1). 

9-» 
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of 1-370. This failure ia contrary to the requirements of 

Section l|(f), supra, and Section 106, supra. 

6. Failure to consider the increased vehicular traffic emissions 

from vehicles traveling on, or Lucked up on .1-370 and other I-3Y0 

induced traffic resulting from ponding relaxation of vehicle 

emission control regulations, and from the apparent demise of 

the State of Maryland's vehicle emission inspection and maint- 

enance program. 

3.  Failure to provide more than a superficial analysis of the 

noise impacts of I-370 induced traffic. With I-37O, some 33,000 

automobiles would be added to daily area traffic. Yet, the State 

,    Highway AcUniriistration seeks to rely for its noise estimates on gO^^l' 

(h-ru*^ wmMr f    Sfw  days QZ^TJ^  fro,,, present traffic levels. 

The DES states thfit FIIWA noise standards would be regularly exceeded 

in residential areas. The FIIWA nt.amlnr.ln, in turn, exceed M.nyJnu.l 

State Standards. Compare the FHWA standard of 70 dBA with ttie 

Maryland Standard for Environmental Noise of 55 dRA. The FIIWA 

standard, itself could be exceeded 10)6 of the time or 876 hours 

per year. 

Residontial area noise levels are predicted to rise by 1? dBA. (DES, p.125). 

From the above, it can be seen that the DES'uses sparse data, without 

and allowance for a margin of error, to predict noise levels in excess 

of State standards and which are marginal by FIIWA standards. This 

noise will hit an area characterized by young households. (DES, p.1(9). 

We note that either Alternative 2C or the Grove alternative would 

alleviate some residential area noise impacts. 

0. Failure to consider the linpacl. of traffic J'mn the real iflneil Mil. 

Uoute 115.   • 

6) 

7) 

8) 

9) 

10) 

Y) 

8) 

Washington Grove Heritage Committee (cont'd.) 

RESPONSES 

The air quality analysis was based on the existing Clean Air Act and is 
consistent with EPA air quality regulations as are currently in effect. 
Although revisions to the Clean Air Act are under consideration by the U.S. 
Congress, there is no way to predict the outcome of these considerations. 
EPA has not relaxed its current requirements for performing air quality 
analyses and will not likely do so until and unless the Clean Air Act is 
renewed. The Inspection and Maintenance program for Maryland will begin in 
1983, and this was considered as part of the air analysis. 

Traffic projections used for the noise analysis include so-called "induced" 
traffic as well as traffic that would choose to relocate from other roadways 
in the area. The ambient noise survey was purposely conducted during non- 
rush hour time periods in order to establish worst case daytime ambient noise 
conditions. Highway generated noise is at a maximum during non-rush hour 
periods of relatively free-flowing traffic which is traveling at or near the 
posted speed limits. Short-period sampling is a statistically valid method for 
determining noise levels. 

9) The noise analysis reported in the DEIS was conducted according to accepted 
procedures using the state-of-the-art FHWA Highway Noise Prediction 
Model. The analysis was done using worst-case assumptions, per CEQ 
regulations, rather than averaging, to determine maximum effect. 
Therefore, the predicted noise levels should, if anything, be higher than will 
actually be the case once the proposed project is built. Worst-case analysis 
predicts levels at the location of most severe effect. Away from this point 
levels decrease at a rate in excess of 3dBA per doubling of distance. The 
predicted noise levels are compared to FHWA Design Noise Levels (which are 
target objectives rather than "standards") because they are applicable to all 
Federal-aid highway projects. There are no Maryland noise standards which 
would be applicable to operation of the proposed project. 

10)      Relocated MD 115 was included as part of the No-Build Alternate and was 
assumed to be in place as part of the traffic analysis for each alternate. 

V 
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9. Failure to carefully consiiler the natural environment of the north- 

wutA'ei'Wportion of the road site. With increased development, such natural 

areas become inceasingly significant. 

' 10. Fa I.lure to connider adverr.e PlncAl and urban effects that, will 

result if I-3Y0 takes business away from the U.S. 29 corridor or 

from down-county areas, or if 1-370 spurs;movement of jobs from 

the District of Columbia. The DES fails to consider how 1-370 may 

act to further urban sprawl, and retard development of subway stops 

further up-county. 

11.Failure to adequately consider the impact of Alternative 3E 

upon the Washington Grove Historic District. 

a. The DES does-not mention the Washington Grove Master Plan. 

b. The impant of 1-370 on the Town's west woods is not 

considered;, and, . . 

c. The discussion of cultural resources omits Washington 

Grove. 

On November 3, 1981, the Washington Grove Heritage Committee, 

on belialf of the Town, initiated the Section 106 proceedings with 

a letter to Mr. J. Rodney Little, the State Historic Preservation 

Officer, with a copy to Mr. Eugene Camponeschi of SHA. 

Since the proposed 1-370 would constitute a federal under- 

taking, .being federally funded, it would beTcontrary to the federal 

preservation policy if 1-370 were to adversely affect a designated 

National Register historic district. 

The piece-meal planning and promotional character of the WS 

indicates that the State Highway Administration should turn its 

attention to smaller projects move in line with the fluids available 

U) 

12) 

11) 

12) 

Washington Grove Heritage Committee (cont'd.) 

RESPONSES 

The DEIS does consider the natural environment. It is not possible to avoid 
all natural areas, but the one in question is disturbed. A number of less- 
disturbed, larger wooded areas nearby are already preserved as parkland. 
These include Muddy Branch, Rock Creek, and Great Seneca Parks. 

Transportation improvements associated with the construction of 1-370 are 
fully consistent with County land use and development plans and are not 
expected to impact the viability of central city areas. Regional growth 
policies adopted by the local jurisdictions comprising the Washington 
metropolitan area (including the District of Columbia) support this conclusion 
by encouraging planned development in Metro station areas. Complementary 
regional economic development policies specifically address the importance 
of increasing accessibility between central city areas and major suburban 
activi ty centers. (For further discussion see responses to si milar com ments made 
by Mayor Robert D. Evans starting on page 195.) 

s^ 
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for all highway projects in Maryland. S1IA should carefully 

consider the alternative pul. forth by the Washington Grove 

Planning Camnission and should reissue an ohjective and compre- 

hensive 1)K!>. 

IJ«^pe^/ully sybmiJJeA,      / 

13) 

TiM-&#r*u'' 
Cjiyole Muberman 

Chairman 
Washington Orove Heritage fianmittee 

U9^f 
W10690 

Washington Grove Heritage Committee (cont'd.) 

RESPONSES 

13)      The  alternate  put   forth  by the  Washington Grove  Planning  Commission 
received full consideration, and discussion of this alternate is in the FEIS. 

9i 
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Mr. Hal Kassoff, Director 
Office of Planning and Preliminary Engineering 
Post Office Box 717 
Baltimore, Maryland 21203 

APS ISBZ 

:^S,Sir 
warns 

Re: Interstate 370, Draft Environmental Impact Statement 

Dear Mr. Kassoff: 

The City of Rockville Planning Commission has reviewed the 
Preliminary Draft Environmental Impact Statement for Interstate 370. 
The Commission does support the construction of an interstate spur 
from 1-270 to the Shady Grove Metro station.  The need for this 
road is clear.  Existing Shady Grove Road will be unable to handle 
traffic from existing and proposed development in the area and 
Metro generated traffic. 

This proposal to upgrade Shady Grove Road (Alternates 2C and 
2D) would not alleviate the congestion that will occur.  The lack 
of road capacity in this area is increasingly becoming a severe 
constraint in attracting quality research and development firms. 
Adding Metro traffic to Shady Grove Road uill only increase this 
constraint. Therefore, the Commission believes it is essential 
that 1-370 be constructed as soon as possible. 

However, in reviewing the proposed alternates, the Commission notes 
that the preferred one - 3E - has a facility investment cost over 
$20 million greater than alternate 3C.  This greater cost is due in 
large part to the interchange design at 1-270. Whereas 3C has a 
modified cloverleaf, alternate 3E has a directional ramp configura- 
tion.  Considering the financial status of the State and Federal 
Highway Administrations, the Comnisslon suggests that alternate 3C 
makes much more economic sense.  To spend an additional $20 million 
solely for the directional ramp interchange at 1-270 is not warranted. 
The State should seriously consider the cost savings that would re- 
sult if alternate 3C is selected. 

In addition, the Commission is very concerned over the proposal to 
extend 1-370 to Fields Road.  The primary purpose of 1-370 is to pro- 
vide access to the Shady Grove Metro station.fron 1-270.  The exten- 
sion to Fields Road is not required for that purpose.  The deletion 
of this extension would also result in a significant reduction in the 
cost of this road and the Commission recommends that the State make 
this deletion. 

1) 

2) 

MAYOK: William E. Hanna. Jr. o COUNCIL Sieve AUaim. Ifiyllis B. Fordham. John R. FrccbnJ. Jnhn lyner 
CIIY MANAOCR: Lariy N. Blick • CITY CLEKK: Helen M. Hcneghan o CIIY AITOKNLY: RogerW. 1 itus 

City  of Rockville  Planning Commission (3/26/82) 

Kl-Sl'ONSKS 

Alternate 3C does not provide the capacity adequate to accommodate 
projected design year traffic. The higher cost of Alternate 3E Modified is 
due not only to the additional cost to construct H directional interchange at 
1-270, but also the additional costs involved with the construction of a 
complex ramp system that would link the 1-270/1-370 interchange with the 
existing interchange at Shady Grove Road. The directional interchange is 
necessary from a safety and traffic movement standpoint. These proposed 
facilities can handle larger volumes of traffic and at the same time provide 
safer operating conditions. 

2) Concerning the proposed access to be provided between 1-370 and Fields 
Road west of 1-270, reference is made to page 7 of this document which 
discusses the need for this connection us purl of the selected action. It is 
important to note that without this connection the 1-270/Slitidy Grove Itoad 
interehange would not be able to handle projected traffic vohnnes within 
acceptable levels of service and this would cause the proposed 1-370 
interchange at 1-270 to also break down. 

3-^ 
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Re:  Interstate 370, Draft Environmental 

Impact Statement 
Page Two 

March 26, 1982 

The Planning Commission appreciates the opportunity to review 

this report which has an impact on the plans and programs of 
the City. 

Sincerely, 

Granvi]ie E. Paules, Chairman 

City of Rockville Planning Commission 

GEP/RPM/dep 

ST 



SITY OF ROCKVII.LE STATEJIENT BEFORE THE MARYLAND STATE HIGliWAY ADMINISTRATION ON 
THE LOCATION/DESIGN FOR INTERSTATE 1-370 
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1 am Robert Weirich, Chairman of the Traffic and Transportation Commission 

of the City of Rockville and I ara here to testify in support of the construction 

of Interstate 1-370. The City's support comes with one major reservation, how- 

ever, which I will discuss later in my presentation. 

The City believes that the need for the construction of 1-370, rather 

than merely widening Shady Grove Road, is clear.  The movement of traffic from 

1-270 to the Shady Grove Metro station, combined with the existing and expected 

traffic from office and industrial development in the Shady Grove area cannot 

be handled by a widened Shady Grove Road alone. Congestion could not be al- 

leviated by an upgraded Shady Grove Road.  Because the construction of 1-370 

would relieve congestion on Shady Grove, there would be additional traffic 

capacity for the planned development in the area.  Not building 1-370 would 

severly limit the development potential in this area. 

The City's one reservation in its support for 1-370, however, concerns 

the staging of the indicated connection to'Yields Road.  The primary purpose 

of 1-370 is to provide a direct link from 1-270 to the Metro station.  The exten- 

sion to Fields Road is not required to meet the purpose.  In the future, if there 

is to be an extension of 1-370 it should be to an already in place Western 

Arterial. Dumping 1-370 traffic onto Fields Road will greatly overburden the 

capacity of this road.  Fields Road should not be used as a substitute for the 

Western Arterial.  Therefore, while Rockville does not oppose the eventual con- 

nection to the Western Arterial, it does oppose the intermediate connection to 

Fields F.oad. 

Finally, we would like to note that proposed 1-370 has been shown and 

been recommended by the various Master Flans that have covered this area for years 

Each successive update of a plan has reconfirmed the need for this road.  Traffic 

1) 

etudies undertaken in the Shady Grove area have indicated   this  need will be even 

greater with  the opening of  the Metro station.     It  is  therefore essential  that 

this  road be  in place as  soon as  possible.     As  It  stands now,   the Metro station 

will, be open in advance of  1-370 and Shady Grove Road will experience severe 

traffic congestion.     This congestion can only be satisfsctorily relieved by 

the  construction  of  1-370. 

City of Rockville Statement  3/30/82 
RESPONSES 

The connection between 1-270 and Fields Road will only be made con- 
current with or following upgrading of Fields Road to a fotir-lnne urban 
arterial and will be designed to be adequate to serve travel demand at the 
time of opening. If increased development occurs on land adjacent to the 
connection following initial construction, improvements will be made to 
provide access from this development, which will ensure that the 
connection will operate at an acceptable level of service. Such improve- 
ments will be made as a separate action, since the design and location of 
these improvements need to be compatible with the development. 

3 
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This Final Environmental Impact Statement was prepared by the Maryland State 
Highway Administration, Bureau of Project Planning, with assistance from Henningson, 
Durham & Richardson; Hammer, Siler, George Associates; EDAW, Inc.; and PRC 
Voorhees. The following personnel were instrumental in the preparation of this 
document: 

State Highway Administration 

Mr. George W. Grandy, Jr. 
Project Manager 
Bureau of Project Planning 

Mr. Walter Kowalsky 
Assistant Project Manager 
Bureau of Project Planning 

Mr. Louis H. Ege, Jr., Chief 
Environmental Management 
Bureau of Project Planning 

Mr. Neil Pedersen 
Traffic Forecasting Section 
Bureau of Highway Statistics 

Federal Highway Administration 

Mr. Roy D. Gingrich 
District Engineer 

Ms. Kathleen Laffey 
Environmental Specialist 

Mr. William Sageman 
Regional Environmental Engineer 

Mr. Stephen Rapley 
Area Engineer 

Mr. Joseph Toole 
Environmental Reviewer 

Henningson, Durham & Richardson, Inc. 

Mr. Howard Russell 
Senior Civil Engineer 

Mr. Robert G. Reed 
Senior Civil Engineer 

Ms. Donna L. Vlasak 
Senior Transportation Planner 

Mr. Joseph A. Strahl 
Senior Meteorologist/Hydrologist 

Dr. Brian P. J. Higgins 
Senior Civil Engineer 

Mr. Paul M. Baker 
Environmental Scientist 

Mr. David B. Baxa 
Senior Environmental Scientist 

Dr. Michael A. Barnett 
Senior Biologist 

Ms. Kathleen L. McEwan 
Soil Scientist 

Ms. Lynn Harrington 
Senior Environmental Scientist 

Hammer, Siler, George Associates 

Mr. David C. Slater 
Vice President 

Mr. Les E. Bowman 
Associate 

Mr. Richard S. Hantgan 
Associate 
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EDAW, Inc. 

Mr. Robert W. Good Ms. Sheila Brady Ledeher 
Senior Associate Associate 

Ms. Barbara Byron Farber 

PRC Voorhees 

Mr. David W. Shoppert Mr. Patrick 3. Costinett 
Vice President Principal 

Mr. Scott Seeburger Mr. Robert Stribling 
Senior Engineer Senior Associate 

Mr. Edward Plank 
Engineer 

v? 

-210- 



'V/vi 
^ 

VIII.    APPENDICES 



% 
#- 

A.    BIBLIOGRAPHY 

-211- 



V * 

Adams, R. W., July 1981.    "Interstate Highways Versus Watershed Protection 
in New England," Journal American Water Works Association, 73, 346. 

Anderson, D. G., 1970.    "Effects of Urban Development on Floods in Northern 
Virginia," U.S. Geological Survey Water Supply Paper 2001-C. 

Barry, T. M. and J. A. Reagan, 1978.    "FHWA Highway Traffic Noise Prediction 
Model", Federal Highway Administration Report No. FHWA-RD-77-108. 

Bish, Robert L. and Hugh O. Nourse,  1975.    Urban Economics and Policy Analysis. 
McGraw-Hill, New York, New York. 

Brush, Grace S., Cecilia Lenk, and Joanne Smith, 1977.    The Natural Forests of 
Maryland: An Explanation of the Vegetation Map of Maryland.    Department 
of Geography and Environmental Engineering, the Johns Hopkins 
University, Baltimore, Maryland. 

Button, E. F., 1964, The Effect of Rock Salt upon Roadside Foliage (Commer- 
cial), Phytopathology, No. 53(1). 

CH2M Hill, 1977.    "Rock Creek Stormwater and Water Quality Management Study," 
Prepared for Montgomery County Planning Board. 

California Department of Transportation, Office of Transportation Laboratory, 
1979.    "CALINE 3 - A Versatile Dispersion Model for Predicting Air 
Pollutant Levels Near Highways and Arterial Streets," Report No. FHWA/ 
CA/TL-79/23. 

City of Gaithersburg, 1974.    "City of Gaithersburg Master Plan." Gaithersburg, 
Maryland. 

City of Gaitthersburg, Planning Department,  1976.    "Housing Survey - 1976." 
Gaithersburg, Maryland. 

City of Rockville, Planning Department, 1970.    "Proposed Land Use Plan", City 
of Rockville, Maryland. 

City of Rockville, 1981.    1981 Street Map. City of Rockville, Montgomery 
County, Maryland. 

Cleaves, E. T., Edwards, and Glaser, 1968. Geologic Map of Maryland. Maryland 
Geologic Survey. 

Cloos, E., and C. W. Cooke,  1953.    Geologic Map of Montgomery County and the 
District of Columbia. Maryland Department of Geology, Mines, and Water 
Resources, 1:62,500 

Cloos, E., G. W. Fisher, C. A. Hopson, and E. T. Cleaves, 1964.    "The Geology 
of Howard and Montgomery Counties," Maryland Geological Survey. 

Dietemann, A. J.,  1974.    "A Provisional Inventory of the Fishes of Watts 
Branch, Muddy Branch, and Seneca Creek, Montgomery County, Maryland," 
Environmental Planning Document, Maryland-National Capital Park and 
Planning Commission. 

-212- 



Dietemann, A. 3., 1975.    "A Provisional Inventory of the Fishes of Rock Creek, 
Little Falls Branch, Cabin John Creek, and Rock Run, Montgomery County, 
Maryland," Environmental Planning Document, M-NCPPC. 

Dietemann, A. 3. and A. E. Giraldi, 1974.    "A Provisional Inventory of the 
Flora and Fauna of Seneca Creek, Muddy Branch, Watts Branch Watersheds, 
Montgomery County, Maryland."    M-NCPPC. 

Dingman, R. 3. and G. Meyer, 195*.    "The Water Resources of Howard and 
Montgomery Counties," Maryland Geological Survey, Bulletin 1*. 

Environmental Reporter, undated.    "Maryland Classification of State Waters, 
State Water Laws, 801:0741-0752. ' 

Environmental Reporter, 1978.    "Maryland Receiving Water Quality Standards, 
State Water Laws, 801:1001-1002." 

Executive Order 11988, May 24, 1977.    "Floodplain Management." 

Federal Highway Administration, November 1974, "Air Quality Guidelines," 
FHPM, Volume 7, Chapter 7, Section 9. 

Federal Highway Administration, 1976. FHPM Volume 7, Chapter 7, Section 3 
•Procedures for Abatement of Highway Traffic Noise and Construction ' 
Noise" (Revised 3uly 1976, October 1978 and 3anuary 1979). 

Federal Highway Administration, 1980.    FHWA Technical Advisory T 5040 16 
•Federal Highway Administration Highway Traffic Noise Prediction Model- 
Guidance on Use." 

Feder monigh^ay .^ministration and Maryland State Highway Administration, 
1980-    Final Environmental Impact Statement Section 4(f) Statement. 
Maryland Route 115 from Montgomery Village Avenue to NorbedT"^ 
Montgomery County. Maryland. 

Finsterbusch, Kurt, 1980.    Understanding Social Impacts, Assessing the Effects 
of Public Pro|ects, Sage Library of Social Research 110, Sage Pubiica- 
tions, Beverly Hills, California 1980. 

Froelich, Albert 3., 1975.    "Surface Materials, Montgomery County, Maryland," 
Map 1-920-A, U. S. Geological Survey, 1:62,500. 

Froelich, Albert 3., 1975.    "Thickness of Overburden, Montgomery County, 
Maryland," Map I-920-B, U.S. Geological Survey, 1:62,500. 

Froelich, Albert 3., 1975.    "Base of Saprolite, Montgomery County, Maryland," 
Map I-920-C, U.S. Geological Survey, 1:62,500. ' 

Fr0eliTCo,•A!!?ert, c" 1975*    "Qedrock> Montgomery County, Maryland," Map 
I-920-D, U.S. Geological Survey,  1:62,500. 

Froelich, Albert 3., 1975.    "Mineral Resources, Montgomery County, Maryland," 
Map I-920-E, U.S. Geological Survey, 1:62,500. 

-213- 



Hammer, T.,  1972.. Stream Channel Enlargement due to Urbanization, Water ff\ 
Resources Research, Vol. 8, No. 6, pp. 1530-1540. 

Harris, H. S., Jr., 1975.    Distributional Survey, Amphibia and Reptilia: 
Maryland and the District of Columbia.    Bulletin of the Maryland 
Herpetological Society 11(3):73-167. 

Henningson, Durham & Richardson, 1978.    "Bi-County Water Supply Study, 
Evaluation of Alternatives." 

Henningson, Durham & Richardson, 1982.    "Highway-Generated Water 
Quality/Hydrology Impacts, 1-370." 

Johnston, P. M., 1964. "Geology and Ground Water Resources of Washington, D.C. 
and Vicinity," U.S. Geological Survey Water Supply Paper 1776. 

Johnston, P. M., and E. G. Otton, 1963.    "Ground-Water Availability Map of 
Upper Montgomery County," prepared for the Maryland National Capital 
Park and Planning Commission. 

Johnston, P. M., S. J. Pollock, and W. G. Weist, Jr.,  1962.    "Ground-Water 
Resources of the Potomac River Basin," U.S. Geological Survey, 
prepared for Baltimore District, U.S. Army Corps of Engineers. 

Leopold, L. B., 1968.    "Hydrology for Urban Land Planning: A Guidebook on the 
Hydrologic Effects of Urban Land Use," U.S. Geological Survey Circular 
554. 

Leopold, L. B., 1973.    "River Channel Change with Time: An Example," 
Geological Society of America Bulletin. Vol. 84. 

Maryland Department of Health and Mental Hygiene, "Regulations Governing 
the Control of Air Pollution in the State of Maryland," 10.03.35.04C 
effective March 13, 1977. ' 

Maryland Department of State Planning, 1969.    "Ground-water Aquifers and 
Mineral Commodities of Maryland," Publ. No. 162. 

Maryland Department of State Planning, May 1969.    "Ground-Water Aquifers 
and Mineral Commodities of Maryland." 

Maryland Department of State Planning, 1974.    Forest Vegetation in Maryland. 
Maryland Department of State Planning.  

Maryland Department of State Planning, 1973.    "Natural Soil Groups of 
Maryland," Technical Report, Generalized Land Use Plan. 

Maryland Department of State Planning, 1981.    "Memorandum to Planning Direc-, 
tors, Public Law 94-171 Population Counts," Baltimore, Maryland. 

Maryland Department of Water Resources.    "Standards and Specifications for 
Soil Erosion and Sediment Control," Code of Maryland 08.05.01. 

Maryland Geological Survey,  1964.    "The Geology of Howard and Montgomery 
Counties." 

Maryland Geological Survey, 1968.    Geologic Map of Maryland, Scale 1:250,000. 

-214- 



Maryland Geological Survey, 1969.    "Ground-Water Aquifers and Mineral 
Commodities of Maryland," miscellaneous publication. 

Maryland Geological Survey, 1973.   Slope Map of Montgomery County, 1:62,500. 

Maryland Geological Survey, 1978.    Annual Report, Information Circular No. 76. 

Maryland-National Capital Park and Planning Commission, Montgomery County 
Planning Board.    Flood Plain Information maps, Ultimate Land Use: Rock 
Sr!ST nV6-0 (Crabbs Branch), Rock Creek, Sheet 18-B (Mill Creek) 
Muddy Branch, Sheets 10, 11, and 12. 

Maryland-National Capital Park and Planning Commission, 196*.    "On Wedges and 
Corridors, Updated General Plan for the Maryland-Washington Regional 
District in Montgomery County, Maryland," Silver Spring, Maryland. 

Maryland-National Capital Park and Planning Commission, 1971.    "Master Plan 
for Gaithersburg Vicinity Planning Area #20," Silver Spring, Maryland. 

Maryland-National Capital Park and Planning Commission, 197*. "Comprehensive 
Amendment to the Master Plan for Germantown, Montgomery County, 
Maryland," Silver Spring, Maryland. 

Maryland-National Capital Park and Planning Commission, 1976.    Information 
Bulletin No 18, "Area, Population, and Housing Counts, 1970-1975 for 
Election Districts and Census Tracts," Silver Spring, Maryland. 

Maryland-National Capital Park and Planning Commission, April 1977.    "Sector 
Plan for the Shady Grove Transit Station Area, Montgomery County, 
Maryland," Silver Spring, Maryland. 

Maryland-National Capital Park and Planning Commission, 1978.    "Urban 
Development Information Reporting System: Annual Residential Development 
Report, 1978", Silver Spring, Maryland. 

Maryland-National Capital Park and Planning Commission, 1979. "Draft Func- 
tional Master Plan for Conservation and Management in the Rock Creek 
Basin, Montgomery County, Maryland," Silver Spring, Maryland. 

Maryland-National Capital Park and Planning Commission, 1980.    "Gaithersburg 
Master Plan Study: Community Facilities," Silver Spring, Maryland. 

Maryland-National Capital Park and Planning Commission, 1980.    "Gaithersburg 
Master Plan Study: Residential Communities."    Silver Spring, Maryland. 

Maryland-National Capital Park and Planning Commission, 1980.    City of 
Gaithersburg Street Map, Gaithersburg, Maryland.    (Revised by the 
planning staff.) 

Maryland-National Capital Park and Planning Commission, 1981.    "Gaithersburg 
Master Plan Study: Development Activities Map," Silver Spring, 
Maryland. 

-215- 

$> 

\) 



$ 

Maryland-National Capital Park and Planning Commission, 1981.    "Staff Draft 
Gaithersburg Vicinity Master Plan," Silver Spring, Maryland. 

Maryland State Highway Administration, Bureau of Relocation Assistance, 1981. 
"Preliminary Relocation Studies," Baltimore, Maryland. 

Maryland Water Resources Administration, 1974.    "Water Pollution Control," 
Code of Maryland 08.05.04. 

Maryland Water Resources Administration, 1977.    "Maryland Interim Watershed 
Management Policy." 

Metropolitan Washington Council of Governments, Water Resources Planning 
Board, 1978.    "Metropolitan Washington Water Quality Management Plan" 
and Draft Summary. 

Metropolitan Washington Council of Governments, 1979.    "Economic Development 
Policies Statement for the Washington Metropolitan Area." 

Metropolitan Washington Council of Governments, 1981.    "Metropolitan Policy 
Guide." 

Mills, Edwin A., 1972.    Urban Economics. Scott Foresman and Co., Glenview, 
Illinois. 

Montgomery County, Maryland, 1980.    Code, Chapter 19, "Erosion, Sediment 
Control, and Storm Water Management." 

Montgomery County Department of Environmental Protection, July 1979.    "Interim 
Stormwater Management Fee Schedule," SWH-C4. 

Montgomery County Department of Environmental Protection (DEP), December 1981 
"Water Quality of Streams in Montgomery County, MD, January-December 
1980," Water Resources Section, Division of Pollution Control, Rockville, 
Maryland. 

Montgomery County Economic Development Advisory Board, 1978.    "Montgomery 
County's Economy: Current Problems and Economic Development Potential," 
Rockville, Maryland. 

Montgomery County Economic Development Advisory Board, 1979.    "Initiatives 
for Economic Progress," Rockville, Maryland. 

Montgomery County Office of Economic Development, 1980.    Inventory of Office 
Space.   

Montgomery County Office of Management and Public Policy, 1979.    "Montgomery 
County Statistical Profile Supplement," ms. 

Montgomery County Planning Board, 1977.    "1977 Statistical Profile Supple- 
ment," Rockville, Maryland. 

Montgomery County Planning Board, 1978.    "Montgomery County FYS 1979-88 
Comprehensive Water Supply Systems Plan," Rockville, Maryland. 

-216- 



^ 

a 
Montgomery County Planning Board, 1978.    "Montgomery County FYS 1979-88 

Comprehensive Sewerage Systems Plan."    Rockville, Maryland. 

Montgomery County Planning Board, 1978.    "Montgomery Couny Census Update 
Survey, 1977."    Silver Spring, Maryland. 

Montgomery County Planning Board, 1979.    "Long Range Forecast of People, 
Jobs, and Housing," Silver Spring, Maryland. 

Montgomery County Planning Board, 1979.    "Fifth Growth Policy Report, 
Planning Staging & Regulations," Rockville, Maryland. 

Montgomery County Planning Board, 1980.    "Montgomery County Capital Improve- 
ments Program, FYS 1982-1987."    Rockville, Maryland. 

National Academy of Sciences, 1965, "Highway Capacity Manual" Highway 
Research Board Special Report 87. 

Nutter, L. J., and E. G. Otton, 1969, "Ground-Water Occurrence in the 
Maryland Piedmont," Maryland Geological Survey Report of Investigation 

Paradise, 3. L., 1969.    Mammals of Maryland.    North American Fauna, No. 66. 
U.S. Government, Washington, D.C. 

Parizek, R. R., 1971.    "Impact of Highways on the Hydrologic Environment," 
Chap. 9, Environmental Geomorphology, Coates, D.R., Ed., State 
University of New York. 

Radford, A. E. <5c D. L. Martin, 1975.    "Potential ecological natural 
landmarks, Piedmont Region, eastern United States."    Department of 
Botany, University of North Carolina, Chapel Hill, North Carolina. 

Randall, C. W., T. J. Grizzard, and R. C. Hoehn, 1978. "Impact of Urban 
Runoff on Water Quality in the Occoquan Watershed," Virginia Water 
Resources Research Center Bulletin 80. 

Richardson, C. A., 1976.    "Availability of Ground Water in Montgomery 
County, Maryland."    U. S. Geological Survey Open File Report 76-882, 
1:62,500. ' 

Richardson, C. A., 1976.    "Approximate Depth to Water Table in Montgomery 
County, Maryland," U. S. Geological Survey Open File Report 76-881. 
1:62,500. ' 

Rudder, F.F., et. al., May 1979, "User's Manual: FHWA Level 2 Highway Traffic 
Noise Prediction Model, STAMINA 1.0", Federal Highway Administration 
Repoprt No. FHWA-RD-78-138. 

Ruffner, 3. A., ed., 1978.    Climates of the States. Gale Research Co., 
Detroit, Michigan. 

Ruffner, 3. A., and R. E. Blair, eds., 1977.    The Weather Almanac. Gale 
Research Co., Detroit, Michigan. 

-217- 



% 

A 

Rummel, Klepper and Kahl, 1975.    "Interim Alternatives Location Report - 
Baltimore-Annapolis Transportation Corridor Study." 

Scheldt, M. E., Environmental Effects of Highways, Journ. of Sanitary 
Eng. Div., ASCE, pp. 17-26.  L 

Shosteck, R., 1977.    "Rock Creek Watershed habitat survey and inventory 
of fauna and flora, Montgomery County, Maryland," Maryland-National 
Capital Park and Planning Commission. 

Simpson, Myles A., February 1976, "Noise Barrier Design Handbook," Federal 
Highway Administration Report No. FHWA-RD-76-58. 

Stewart, R. E. and C. S. Robbins, 1958.    Birds of Maryland and the District 
of Columbia.    North American Fauna No. 62.    U.S. Government Printing 
Office, Washington, D.C. 

Sutter, Joseph A., 1975.    "The Mineral Industry of Maryland," Maryland 
Geological Survey, Information Circular 25. 

Tice, R. H., 1968.    "Magnitude and Frequency of Floods in the United States 
Part 1-B, North Atlantic Slope Basins, New York to York River," 
U. S. Geological Survey Water Supply Paper 1672. 

Transportation Research Board, National Research Council, 1976, "Highway 
Noise, A Design Guide for Prediction and Control," NCHRP Report 174. 

Uniform Building Code, 1976.    "Seismic Risk Map." 

U.S. Bureau of the Census, 1972.    "1970 Census of Population and Housing," 
Washington, D.C. 

U.S. Bureau of the Census, 1973.    "County and City Data Book, 1972," 
Washington, D.C. 

U.S. Department of Agriculture, 1961.    "Soil Survey: Montgomery County. 
Maryland." 

U. S. Department of Agriculture, Soil Conservation Service, 1972.    National 
Engineering Handbook, Section 4, Hydrology. 

U. S. Department of Agriculture, Soil Conservation Service, 1973.    "A Method 
£!:«.^?Ji7atin8 Volume and Rate of Runoff in Small Watersheds," 

U. S. Department of Agriculture, Soil Conservation Service, 1975.    "Urban 
Hydrology for Small Watersheds," TR-55. 

U. S. Department of Agriculture, Soil Conservation Service, July 1975. 
"Standards and Specifications for Soil Erosion and Sediment Control 
in Developing Areas," NTIS PB-281-278. 

U. S. Department of Agriculture, Soil Conservation Service, 1978.    "Guide 
for Predicting Rainfall - Erosion Losses from Agricultural Land in 
Maryland and Delaware, Universal Soil Loss Equation." 

-218- 



U.S. Department of Commerce, 1952.    "Mean Number of Thunderstorm Days in 
the U.S.," Technical Paper No. 19, Washington, D.C. 

U.S. Department of Commerce, 1955.    "Rainfall Intensity - Duration - 
Frequency Curves," Technical Paper No. 25, Washington, D.C. 

U.S. Department of Commerce,  1977.    Local Climatological Data, 1976 
National Climatic Center, Asheville, N. C. 

U.S. Geologic Survey, 197*.    Hydrologic Unit Map - 197*, States of Maryland 
and Delaware. 

U.S. Geological Survey, 1976.    "Horizontal Acceleration Map," Open-File 
Report 76-416. "      H 

U.S. Geological Survey, March 1978.    "Exceedance Probability - Depth 
Relationships of Floods from Maryland Streams West of Chesapeake Bay." 
Open File Report 78-171. 

University of Maryland, 1965.    "Maryland Engineering Soil Study" for the 
Maryland State Roads Commission, 5 volumes: 

o "Aggregate Sources Tables" 
o "County Engineering Soil Property Tables" 
o "Engineering Geology Tables" 
o "Materials Prospecting Tables" 
o "Final Report" by H. W. Piper. 

Vice, R. B., H. P. Guy, and G. E. Ferguson, 1969. "Sediment Movement in an 
Area of Suburban Highway Construction, Scott Run Basin, Fairfax County, 
Virginia, 1961-196*," U.S. Geological Survey Water Supply Paper 1591-E. 

Virginia State Water Control Board, 1979.    "Best Management Practices Hand- 
book: Urban," Planning Bulletin 321. 

Vokes, Harold E. and 3. Edwards, Jr., 197*.    Geography and Geology of 
Maryland. Maryland Geological Survey, Bulletin 19. 

Walker, P. N., 1971. "Flow Characteristics of Maryland Streams," Maryland 
Geological Survey Report of Investigations No. 16. 

Wallace, McHarg, Roberts, and Todd, 1975.    "Environmental Impact Study, 
Metro  'A'  Route from Grosvenor Station to Rockville, Montgomery County, 
Maryland." 

Westgarth, W. C, July 1981.    "Field Management of Hazardous Spills," Journal 
American Water Works Association, 73: 350. 

Weston, Roy F., "A Manual on Storm Water Management for Evaluating and 
Mitigating the Effects of Land Use Changes on Runoff," prepared 
for the Maryland National Capital Park and Planning Commission. 

Woll, R. S.,  1978.    "Maryland Ground-Water Information: Chemical Quality 
Data," Maryland Geological Survey Water Resources Basic-Data Report 
No. 10. 

-219- 

V 



V A\ 
B.    "SUMMARY OF THE RELOCATION ASSISTANCE PROGRAM OF THE 

STATE HIGHWAY ADMINISTRATION OF MARYLAND" 

All State Highway Administration projects must comply with the provisions of the 
"Uniform Relocation Assistance and Real Property Acquisition Policies Act of 1970" 
(Public Law 91-646) and/or the Annotated Code of Maryland, Real Property, Title 12, 
Subtitle 2, Sections 12-201 thru 12-212. The Maryland Department of Transportation, 
State Highway Administration, Bureau of Relocation Assistance, administers the 
Relocation Assistance Program in the State of Maryland. 

The provisions of the Federal and State Law require the State Highway 
Administration to provide payments and services to persons displaced by a public 
project. Payments include replacement housing payments and/or moving costs. The 
maximum limits of the replacements housing payments are $15,000 for owner- 
occupants and $4,000 for tenant-occupants. In addition, but within the above limits, 
certain payments may be made for increased mortgage interest costs and/or incidental 
expenses. In order to receive these payments, the displaced person must occupy 
decent, safe and sanitary replacement housing. In addition to the replacement 
housing payments described above, there are also moving-cost payments to persons, 
businesses, farms and non-profit organizations. Actual moving costs for residences 
include actual moving costs up to 50 miles or a schedule moving cost payment, 
including a dislocation allowance, up to $500. 

The moving-cost payments to businesses are broken down into several categories, 
which include actual moving expenses and payments "in lieu of" actual moving 
expenses. The owner of a displaced business is entitled to receive a payment for 
actual, reasonable moving and related expenses in moving his business or personal 
property, actual, direct losses of tangible personal property, and actual, reasonable 
expenses for searching for a replacement site. 

The actual, reasonable moving expenses may be paid for a move by a commercial 
mover or for a self-move. Generally, payments for the actual, reasonable moving 
expenses are limited to a 50-mile radius. In both cases, the expenses must be 
supported by receipted bills. An inventory of the items to be moved must be 
prepared, and estimates of the cost may be obtained. The owner may be paid an 
amount equal to the low bid or estimate. In some circumstances, the State may 
negotiate an amount not to exceed the lower of the two bids. The allowable 
expenses of a self-move may include amounts paid for equipment hired, the cost of 
using the business' vehicles or equipment, wages paid to persons who physically 
participate m the move, and the cost of the actual supervision of the move. 

When personal property of a displaced business is of low value and high bulk and the 
estimated cost of moving would be disproportionate in relation to the value, the State 
may negotiate for an amount not to exceed the difference between the cost of 
replacement and the amount that could be realized from the sale of the personal 
property. 

In addition to the actual moving expenses mentioned above, the displaced business is 
entitled to receive a payment for the actual direct losses of tangible personal 
property that the business is entitled to relocate but elects not to move. These 
payments may only be made after an effort by the owner to sell the personal 
property involved. The costs of the sale are also reimbursable moving expenses. If 
the business is to be reestablished and personal property is not  moved but  is replaced 
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and payments available to displaced persons, businesses, farms, and non-profit 
organizations is available in Relocation Brochures that will be distributed at the 
public hearings for this project and will also be given to displaced persons individually 
in the future. 

In the event comparable replacement housing is not available to rehouse persons 
displaced by public projects or that available replacement housing is beyond their 
financial means, replacement "housing as a last resort" will be utilized to accomplish 
the rehousing. Detailed studies will be completed by the State Highway 
Administration and approved by the Federal Highway Administration before "housing 
as a last resort" could be utilized. "Housing as a last resort" could be provided tp 
displaced persons in several different ways although not limited to the following: 

1. An improved property can be purchased or leased. 

2. Dwelling units can be rehabilitated and purchased or leased. 

3. New dwelling units can be constructed. 

4. State  acquired   dwellings can be relocated,  rehabilitated, and purchased or 
leased. 

Any of these methods could be utilized by the State Highway Administration, and 
such housing would be made available to displaced persons. In addition to the above 
procedure, individual replacement housing payments can be increased beyond the 
statutory limits in order to allow a displaced person to purchase or rent a dwelling 
unit that is within his financial means. 

The "Uniform Relocation Assistance and Real Property Acquisition Policies Act of 
1970" requires that the State Highway Administration shall not proceed with any 
phase of any project which will cause the relocation of any person or proceed with 
any construction project until it has furnished satisfactory assurances that the above 
payments will be provided and that all displaced persons will be satisfactorily 
relocated to comparable decent, safe and sanitary housing within their financial means 
or that such housing is in place and has been made available to the displaced person. 

ic 
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Maryland Historical Trust 

June 7, 1982 

Mr. Louis H. Ege, Acting Chief 
Environmental Management Section 
Bureau of Project Planning 
State Highway Administration 
707 North Calvert Street 
Baltimore, Maryland 21203 

RE:  Contract No. M. 248-151-372 
1-370; from 1-270 to the Shady 
Grove Access Road 

Dear Mr. Ege: 

Thank you for your letter of May 14, 1982, regarding the project 
listed above.  We agree with your determination that there will be no effect 
on the Washington Grove (National Register) Historic District from this 
project.  Since the new road will be visible to some degree during the winter 
from a portion of the District, we recommend that your agency consider ever- 
green landscaping within appropriate portions of the right-of-way. However, 
the landscape we suggest is not required since this is a determination of no 
effect. 

CTi Sincerely, 

J. Rodney Little 
Director/State Historic 
Preservation Officer 

JRL:GJA(mms 

cc: Ms. McGuckian 
Ms. Hall 
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UNITED STATES 
DEPARTMENT OF THE INTERIOR 

FISH AND WILDLIFE SERVICE 
DELMARVA AREA OFFICE 
1825 VIRGINIA STREET 
ANNAPOLIS, MD 21401 

V op 

Michael A. Barnett, PhD. 
Senior Ecologist 
Henningson, Durham and Richardson 
441 North Lee Street 
Alexandria, VA  22314 

Dear Dr. Barnett: 

This responds to your December 2, 1981, request for information on the 
presence of Federally listed or proposed endangered or threatened species 
within the area of Interstate 370 in Montgomery County, Maryland. 

Except for occasional transient individuals, no Federally listed or 
proposed species under our jurisdiction are known to exist in the project 
area you described.  Therefore, no Biological Assessment or further Section 7 
Consultation pursuant to the Endangered Species Act of 1973 is required with 
the Fish and Wildlife Service.  Should project plans change, or if additional 
information on listed or proposed species becomes available, this determination 
may be reconsidered. 

This response relates only to endangered species under our jurisdiction. We 
understand that you have already contacted Mr. Robert Zepp of our Division of 
Ecological Services (phone: 301/269-5448) to discuss possible project impacts 
to other fish and wildlife resources. 

Thank you for your interest in endangered species.  If we can be of further 
assistance, please contact Martha Carlisle of our staff at 301/269-6324. 

Sincerely yours, 

John D. Green 
Area Manager 
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Maryland Historical Trust 

December 16, 1981 

Mr. Louis H. Ege 
Acting Chief 
Environmental Management Section 
Bureau of Project Planning 
State Highway Administration 
707 North Calvert Street 
Baltimore, Maryland 21202 

RE:  1-370 
Contract No. M 248-151-372 
F.A.P. No. 1-370-1 (10) 

Dear Mr. Ege: 

Thank you for the letter written by Tyler Bastian of the Maryland 
Geological Survey concerning the reevaluation of the significance of sites 
20/14, 18 MO 168, 18 MO 189 and 18 MO 170.  I have discussed with Wayne Clark 
the recommendations of Tyler's letter of November 25 and your follow-up 
letter of December 11.  Based on the contents of the letters and our discus- 
sion, I concur that sites 20/14, 18 MO 189 and 18 MO 170 are not significant 
and therefore do not warrant additional section 106 considerations.  We do 
appreciate your statement that appropriate personnel will be notified about 
the existence and location of sites 18 MO 189 and 18 MO 170 and steps will 
be taken to minimize disturbance. We request that your archeologists at the 
Division of Archeology be given the opportunity to contact the construction 
firm to discuss the site location and to monitor construction activity to 
determine the impact on these sites. 

Concerning site 18 MO 168, we defer judgement on the eligibility 
of this site since you have indicated that the section of the highway which 
would impact the site has been dropped from further consideration.  The 
location of the site should be made known to the contractor and the area 
not used as a barrow source.  In summary, other than the recommended limited 
monitoring program, additional archeological work is deemed unnecessary 
because of the lack of significance of the sites or the avoidance of the 
sites.  Thank you for coordinating the reevaluation of the sites as requested. 

Sincerely, 

J. Rodney Little 
Director/State Historic 
Preservation Officer 

JRL:WEC:mms 

ShawHoUsoC5l sJitir^Pe^^^rs.M^SlM^tfe^^fZ.^-M1^1311'   **'   Hal1 
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COMMISSION V\% STATE   OF   MARYLAND 
M. GOr<:_>ON   vo^MAW DiwtCToit 

COIKI,^ y^'f^^f.s KENNETH N  WEAVER 
S.JAMES C/  ^PBTLL 
RICHARD W. COOr-ER 

JOHNC.GtYER fe'-' ,-' '-'si—   'V-"?- -   PEP"Tv pmccTo, 
JAMES M   COPFROTH 

EMERY T. CLEAVES 

TCLCFMONt. 

MARYLAND GEOLOGICAL SURVEY 
THE JOHNS  HOPKINS  UNIVERSITY 

MERRYMAN  HALL 

BALTIMORE.  MARYLAND 21216     335-7236 

25 November 1981 

Mr. William F. Schneider, Or. 
Chief 
Bureau of Project Planning 
State Highway Administration 
707 liorth Calvert Street, Third Floor 
Baltimore, Ceryiand 21202 

RE: 1-370 
Archeological Involvement 

Dear Mr. Schneider: 

.. »:•,=Ks,S4;:.rs;,rs,~ss';,.-;hs sirs zss'— 
ever the l°U  USPS r^nMIS K r       1923 period were unsuccessful. How- ever, tne 1,^3  JbGb map cited by Epperson was surveved in 190^ ^nH i-h«M#« 
all structures depicted on that map (including the four sites ores^ntlv unSr' 
consideration) can be expected to date to at least that vear TbtnlZ T****- 
tione.1 archeological work is reconsidered teloTVetl^Tte  JISvJSlI" 

TM* ^l^-^'w l!.°  additional archeological work is recommended at this site 
This recommendation is partially based on the MHT re-assessment that Ihi IIL < 

adoitional ,ork .Archeological data from the house itself (inSSdino °he ISS 
founaationst.re likely to bereolirahlp P! sewh«»re >- «—!---1 r    9 t-e 18^ 
rather unusua.. aspect of the site - 'reported"cablns'^ntTand'otK; *    I ^ 
associated ,ich the site's use as a tuberculous sanitarium !Is unHkllf tote 
distinctively apparent in the archeological record, esoeciallv with tvnfLi * , 
ment calling nerely for ample clean air and proper die?? Furthemore^ t^K 
concerted effort to stem the spread of tuberculosis in the earlvTSSU ?- • 
probable that the numerous detailed records (e o  Reoort tJtZ I  ? S\Xt.ls 

Commission and Report of the Maryland Assoc^aUoVf r^Pre'vIntITn  a ^1 ^If 
Tuberculosis) outlining conditions, recommended treatments? expropriate f!r1?[tfp. 

StS ^r^issr1*a better and iess ^ly -r-'o^sssSon^Si:8 
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18M0170 (Hottinger). No additional archeological work is recommended at 

this site. The two architectural features reported from this site (houge 
foundations and outbuilding) are both located outside of the right-of-wav 
although the proposed construction will occur between these two"features. While 
additional features (trash pits, wells, etc.,) may exist in the right-of-way, 
it is likely that other 20th century sites contain similar features which could 
yield information comparable to that expected from 18110170. It is recommended 
that construction activity in the area of IS! 10170 be strictly cor.fined to the 
right-of-wa> . thereby minimizing impact to this site and pre'servinc maior por- 
tions should future investigators wish tc studs the site. 

18M03S9 ("Possible" Site). He additional archeological work is recommended 
at this site. Again, major portions of the site are located outside of the proposed 
right-of-way and other 20th century sites are likely to replicate any data that 
may be destroyed. Furthermore, possible prior disturbance during golf course 
landscaping may have created contextual problems at the site. As with 13110170, 
the portion of 1SM0189 outside the right-of-way should be avoided during construc- 
tion. , 

16110169 (Crown). As originally determined in Epperson's reconnaissance 
report, additional (Phase II) archeological work would be appropriate to determine 
the significance of this site. However, based on discussions with other archeologists 
and in an attempt to reduce costs while maximizing data recover>. we recommend minor 
alterations to Epperson's proposed research design. 

Based on preliminary data gathered by Epperson, the site appears to be a late 
19th/early 20th century low-status rural farmstead. Occupied by members of one 
family over a relatively short (35 years) period of time, the site would seem to 
offer an excellent opportunity to examine a single component of a poorly documented 
social class. Furthermore, the range of investigative tools (archival,'oral history 
archeological) available for this site should provide for multi-dimensional study  ' 
with each investigative tool serving as a cross -check for the others. ' 

The recommended course of action consists of a controlled surface collection 
following plowing and limited test excavations combined with archival and oral 
history research. The controlled surface collection will provide data on the 
range and distribution of artifacts. Test excavations should be aimed at gathering 
architectural information on the remains of the log house as well as data on other 
features. Archival work should be aimed at pinpointinq construction/f?er>olition 
dates and, if possible, an invenvory of property improvements. Oral history 
(including a search for photographs) should be directed at compiling both social 
and architectural/structural information. Below is a revised proposed budget for 
the recommended work. 

ize- 
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18M0166 

Fieldwork 

Archeologist/supervisor 
3 Assistants 

Lab Uork 

Assistant 
Archival/Oral History 

Report Preparation 

Archeologist 
Assistant 
Typist 

$120/day for 5 days 
$50/day/person for 5 days 

$50/day for 10 days 
$50/day for 10 days 

$120/day for 15 days 
$50/day for 10 days 
$50/day for 5 days 

SALARIES 

Mileage - 2000 miles <§> IStS/mile 
Supplies, Duplication, Report Distribution 

TOTAL . 

$ 600.00 
750.00 

500.00 
500.00 

1,600.00 
500.00 
250.00 

$4,900.00 

360.00 
300.00 

$5,560.00 

If we can te of former assUtanca on this matter, piease let .e W. 

TB:DCC/csw 

cc 3.R. Little 
L. Ege 
R. Suffness 

Sincerely, 

Tyler Bastian 
State Archeologist 



The Redland Station Homes Association, Inc. 
7899 Briardale Terrace / Rockville, Maryland '20855 

March 6, 1981 

Mr. Larry Saben 
Director, Regional Planning Office 
Maryland Department of Transportation 
8720 Georgia Avenue, Room 904 
Silver Spring, Maryland 20910 

Dear Mr. Saben: 

As President of Redland Station Homes Association, Inc. and on behalf of 
all Redland Station residents, I am forwarding the enclosed envirorunental 
impact report for your review and consideration. 

This report describes the probable negative consequences of construction of 
the proposed "1-370" connector and the "Intercounty Connector" on the phys- 
ical and aesthetic quality of our community and its immediate surroundings. 

We strongly believe that the transportation benefits from implementation of 
these proposals will be seriously offset by their detrimental envirorunental 
impact.  As residents of this area and concerned citizens, we are committed 
to maintaining the high quality of life in this community.  Ve view with 
alarm the trend toward the growing and possibly unnecessary "concretization" 
of this area.  The tract of land which is the subject of the enclosed report, 
as the last vestige of prime woodland in the region, is more suitable for 
dedication as parkland than as yet another highway. 

While we recognize the need for access to the Shady Grove METRO station and 
the upgrading of the I-270/Shady Grove and Shady Grove/Route 355 interchanges, 
we believe that these objectives can be attained without construction which 
would severely impinge on our community and the contiguous area which is the 
subject of the enclosed report. 

We would welcome the opportunity to discuss this matter more fully with you. 
Vve would also appreciate having your response to the report's findings and 
your support for the preservation of the subject area as natural woodland. 

With kindest regards, 

Sincerely, 
.fl 

% 
$ 

4»JV$$iL^ 
Thomas P. Reutershan 
President 
Redland  Station Homes Association,   Inc. 

Enclosure 
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MARYLAND DEPARTMENT OF NATURAL RESOURCES 

WILDLIFE ADMISTRATTO 
BERNARD F. HALLA 

DIRECTOR TAWES STATE OFFICE BUILDING 
ANNAPOLIS, MARYLAND 21401 

(301) 269-3195 

January 29,  1981 

Mr. Michael A. Bamett 
HDR Sciences 
1020 North Fairfax Street 
Alexandria, Virginia 22314 

Dear Mr. Bamett: 

There are no kncwn populations of threatened or endangered species 
within the area of project influence for the Intercounty Connector/Rockville 
Facility as described in your meeting of this date with our staff. Further 

SLSSL0^ T83^uf3!^31 yUdUfe habitat that would be significantly 
degraded or destroyed by this action. As you are aware however, aiiy loss 
of habitat translates into diminished wildlife populations. 

Sincerely, 

/ •   </ • 

" Robert L. Miller 
Forest Wildlife 
Program Manager 

"-;j,J._ •;. ~... . </' 

Joshua L. Sandt 
Upland Wildlife 
Program Manager 

RI24:JLS:GJT:bw 
oc:    Carlo Brunori 

Gary J. Taylor 
Nongame & Endangered. 
Species Program Manager 
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Maryland Historical Trust 

January 12, 1981 

^Ir. William F. Schneider, Jr. 
Chief, Bureau of Project Planning 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21203   i* 

RE:  Intercounty Connector/Rockville Facility 
Contract No.: M 248-151-372, FAP 1-370-1(10) 

Dear Mr. Schneider: 

This letter is an addendum to my letter of December 18, 1980. 
The Heater/Crown Farm (M-20-16) and the England/Crown Farm (M-20-17) 
are assessed as Maryland Historical Trust Inventory quality only. 

Sincerely yours, 

ijanet L. Davis 
Historic Sites Surveyor 

cc: George J. Andreve 
Richard Krolak 
Rita Suffness 
Michael Dwyer 
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CITY  OF  GAITHERSBURG 
September 21, 1980 

MAYOR 
BRUCE A. GOLDENSOHN 

COUNCIL MEMBERS 
W. EDWARD BOHRER, JR 
SIDNEY A. KATZ 
GERTRUDE M. KILDEE 
JULIUS J. PERSENSKY 
MARY B. WARD 

CITY MANAGER 
SANFORD W. DAILY 

31 SOUTH SUMMIT AVENUE TELEPHONE: 948-3220 
GAITHERSBURG, MARYLAND 20760 

Carl David Feske, P.E. 
Senior Transportation Planner 
Henningson, Durham and Richardson 
5454 Wisconsin Avenue 
Chevy Chase, Maryland 20015 

Re:     1-370 Study 

Dear Mr. Feske: 

In the course of the meeting on September 9th, 1980, relating to the projected 
traffw to be anticipated through the year 2006 in the area around the Metro 
Terminal, it was indicated by Neil Pederson of JHK Associates, Traffic 
Consultants, that if 1-370 were constructed to support the facility, some form of an 
interchange would be required at the confluence of 1-370, Shady Grove Road and 
nZ^fTJ?.355' The interchan9e concept was necekitat7d by the excessive 
number of left-turn movements at the intersection as determined by the traffic 
assignments. * '' 

The City of Gaithersburg has for many years been a proponent of the grade 
separation at this critical intersection, well before 1-370 was projected to be 
located in the general area. The City has not altered its position in this regard and 
strongly supports the concept of inter-connection of the various elements of the 
highways under consideration. 

In this light, the City has taken the liberty of preparing a very preliminary study of 
an interchange linking the affected highways. It should be understood that any 
attempt to link high speed highways with urban roads is difficult because of the 
resulting weaving movements. Enclosed you will find a copy of the proposal for 
your amusement, amazement, and perusal. It is hoped that some of the elements 
nave merit. 

Jue ^ °PP^CI'ates the opportunity to participate in the study and is hopeful that 
the efforts will come to positive fruition. 

Sincerely, 

Qleorg*. 
/City Engineer 

^     GRK/lm 

Enclosure -233- 
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United States Department of the Interior 

In reply refer to: 
D30-NCR(LUCE) 

NATIONAL PARK SERVICE 
NATIONAL CAPITAL REGION 

1100 OHIO DRIVE, S.W. 
WASHINGTON, D.C. 20242 

1980 JUN 2 5 

Mr. Hal Kassoff 
Director 
Maryland State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21203 

*. Dear Mr. Kassoff 

This is in response to the Federal Highway Administration (FHWA) notice 
in the Federal'Register, dated April 17, indicating that an environmental 
imoact statement will be prepared on a proposal to construct Interstate 
Route 370 in Montgonery County, Maryland, from Interstate Route 270 to 
the Shady Grove Metro Staticn. 

While at this time it does not appear that this proposal will directly 
affect any National Park Service lands, we are concerned that this area 
lies within the Rock Creek watershed. Tnerefore, we request that we be 
kept apprised of the progress of the iirpact statement and consideration 
be carefully given to proposal related storm water management and surface 
runoff controls. 

Thank you for the opportunity to ocnment at this early date. 

Sincerely yours, 

>f Regional Director, National Capital Region 
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P.O. BOX 652  •  GAITHERSBURG. MARYLAND   20760 
.    i- TELEPHONE   301 - 840   1400 

June 5, 1980 

Slade Clatrider 
Maryland Department of Transportation 
P0 Box 717 
300 W. Preston St. 
Baltimore, Md. 21203 

SHA 
6/9/80 

Dear Mr. Clatrider, 

^ The Gaithersburg Chamber of Commerce thanks you for sending the Project 
Status Report on the access road from 1270 to the Shady Grove Metro Station 
known as 1370. 

At a joint meeting of the Economic Development and Legislative Conmittees 
of the Chamber the following recommendations were made: 

.*  The Chamber supports Alternate 2A - improve Shady Grove Road with 
an at-grade intersection at Rt. 355. 

* Expedite the development of M83 (Rt. 115). This area north-east 
of the Metro Station houses the majority of commuters and general 
traffic. 

* Expedite the construction of the Shady Grove Road bridge over 
1270. This bridge is a hazard at the present time. 

The Chamber has mixed emotions on 1370. The project might be more 
acceptable if the road were to be elevated. 

Please keep the Chamber informed as to the progress of all road development 
in the Gaithersburg area. 

Very truly yours, 

Richard S. Will, V.P, 
Legislation 
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THE MARYLANO-NA^JNAL  CAPITAL  PARK  AM     PLANNING  COMMISSION 
' 8787 Georgia Avenue • Silver Spring. Ma.-yriend 20907 

(301] 279-1000 
April   15,   1980 

Mr. James J. O'Donnell 
Secretary 
Maryland Department of Transportation 
P.O. Box 8755 
Baltimore-Washington International Airport 
Baltimore, Maryland  21240 

Dear Jim: 

The Montgomery County Planning Board, at its regular meet- 
ing of April 3, 1980, reviewed the alternatives which are under 
consideration in the project planning study for the 1-370 Connector 
in the Shady Grove area. 

This review once again raised the issue of the lack of con- 
sistency between the project planning process being followed by 
the State with the master planning process of the County  The 
Planning Board wants to bring this important matter to your personal 
attention, both as a specific issue and as a symptom of the more 
general problem.  We would request to meet with you, Mr  Caltrider 
and appropriate staff to seek resolution of these issues. 

The Planning Staff memorandum discussing the 1-370 Connector 
alternatives, which is attached, describes in more detail this 
particular example of the inconsistency with which we are concerned. 
The recent Shady Grove Sector Plan was prepared to reflect the pre- 
vious decision by Federal, State and County Government and WMATA 
to extend the initial terminal station and train yard of the "A" 
line of the Metrorail system from Rockville to Shady Grove.  That 
earlier decision included the approval and designation of 1-370 by 
the appropriate State and Federal Authorities. 

Extensive effort was made in preparing the Shady Grove Plan 
to coordinate the land use plans with the State and County transpor- 
tation plans for the area.  Yet despite those efforts, the project 
planning study for 1-370 has come forth with an alternative that 
was studied and rejected by the County government.  Further, that 

Montgomery County Planning Board 
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alternative is contrary to the comprehensive plans for the area 
would require a reassessment of land use and zoning for the area and 
probably a short-term and long-term decrease in the development 
potential of the area.  The development potential for the Shady 
Grove area is a key element of the overall plans of the County as 
well as being a vital resource to the economy and tax base of the 
State. 

In the project planning studies being carried out by the 
Maryland Department of Transportation, the alternatives being studied 
should provide approximately equal transportation services in 
obtaining the objectives for which the project is intended.  Having 
alternatives which do not do so, can have the consequence of up- 
setting the balance in the comprehensive plan for the areas being 
served by the proposed improvement.  The Planning Board is extremely 
distressed with this particular example in the 1-370 project plan- 
ning study of the lack of consistency with the approved and adopted 
plans of the County. 

The Planning Board has been very concerned with this general 
issue for a number of years.  We had explored remedies with your 
Department and took part almost three years ago in an all day 
conference set up by Maryland Department of Transportation on Coor- 
dinating County Master Planning with Transportation Planning. 
To date, these efforts at seeking some administrative solution 
have not yet borne any fruit.  We are aware of efforts, which are 
just now beginning, to go through an update of the Action Plan. 
That administrative action could accommodate some of our concerns 
first expressed three years ago. 

The Planning Board is of the opinion that this is a very 
significant problem in Federal/State relations, as well as Federal/ 
Local relations.  We think that the dilemmas raised by this lack 
of consistency of the Federal and State processes with the local 
process is one of the biggest single threats to the capacity of 
local government to plan in a comprehensive manner.  It is becoming 
painfully obvious to us that we need to seek legislative cures at 
both the Federal and State levels.  They would be in addition to any 
appropriate and desirable administrative changes such as ones to 
the Action Plan.  Such a dual approach could provide for a proper 
balance between the mandates of the Federal law and the requirements 
Of local planning. 
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We would like to meet with you to go-over our concern with 
thxs partacular instance of the 1-370 project planning study as well 
as to obtaxn the help of the Maryland Department of Transportation 
in seeking appropriate legislation.  m the meantime, the Planning 
Board and our staff will be in contact with appropriate national 
interest groups and elected officials to review these concerns with 
them. WAUW 

^ 

Royce Hanson 
Chairman^ 

RH:RWW:bap 

Attachment 
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APPENDIX D 

Stage II, Phase A, engineering and environmental studies for the Intercounty 
Connector/Rockville Facility (ICC/RF) project planning study are complete. 

The Maryland State Highway Administration (MSHA) has decided which of the seven 
project Alternates from Stage II, Phase A should be carried forward into Phase B for 
further study. The preparation of detailed alignment studies and presentation of the 
Draft Environmental Document at the Location Public Hearing scheduled for 
December 1982 will complete this stage of effort. The selection of a final alternate 
will be made in the Spring of 1983. This schedule is tentative and subject to 
revision. 

The alternates selected for final study are Alternate A, No-Build; Alternate CDE 
Combined, Upgrading of Existing Facilities; Alternate F, Modified Master Plan 
Alignment and Rockville Facility; and Alternate G, Master Plan Alignment. These 
are shown in Figure VIII-1 and described in more detail below. 

o Alternate A. Consists of existing and proposed transportation facilities 
expected to be in place by 2010. Includes short-range, low capital cost 
improvements such as existing intersection upgrades. This alternate also used 
as a base against which other alternates compared. 

o Alternate CDE. In southern corridor, reconstruct portions of Randolph Road, 
East Randolph/Cherry Hill Road, and MD 212, construct bridge over B&O 
Railroad, interchange of Montrose Road with MD 355. In northern corridor, 
reconstruct portion of MD 28 (Norbeck Road) and MD 198 (Spencerville Road), 
and construct new highway, MD 28 at MD 182 to MD 198 at MD 650. In 
central corridor, reconstruct portions of Norwood Road, Briggs Chaney Road, 
Fairland Road, Muirkirk Road, construct new highway on Master Plan 
Alignment in vicinity of Montgomery/Prince George's County line, from 1-95 to 
Muirkirk Road, and on Master Plan Alignment from Muirkirk Road to 
Baltimore/Washington Parkway. Reconstructions at least to four-lane highway, 
in some cases to six lanes. 

o Alternate F. Construct compact four-lane parkway/high-occupancy vehicle 
arterial along Rockville Facility, major four-lane divided arterial highway with 
minimum number of interchanges along Master Plan Alignment. Extend MD 
115 Relocated southeast to Master Plan Alignment to provide access from 
northwest. East of 1-95, follow corridor for Alternate CDE rather than 
Master Plan. 

o Alternate G. Construct access-controlled four-lane divided arterial with 
compact interchanges at all major intersecting roadways along Master Plan 
Alignment from MD 115 Relocated to Baltimore/Washington Parkway. 
Construct new segments to connect proposed 1-370 to MD 115 Relocated and 
proposed Great Seneca Highway.    No Rockville Facility. 

If a "Build" alternate is selected by the State Highway Administrator, a Final 
Environmental Impact Statement (FEIS) will be prepared in consultation with the 
Federal Highway Administration (FHWA) based on the Selected Alternate with 
summary and response to all Public Hearing comments. The approved FEIS will be 
made available to appropriate federal, state, and local agencies as well as to 
interested citizens. 
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1970? MLZ S TotmgS Wlth the Secretary of Transportation during the early 
IZt't^Z*     eZ arnd PrinCe Ge0rge,s County eIected officials reached I consensus 
J W J       Pr0P0s/d  Intercounty Connector and Rockville Facility projects should be 
Zt^e^t^  tranSp0rtati0n  needs  "d  negative  and  poliZ^^fcouM 

le^n^LZ ^0mrnitm
+
ent made for •y type of construction then, and no money has 

ThfrTP for construction in  the  Consolidated   Transportation   Program   (CTP) 

CTP   Z frr^p6^ ^ •reT.ieWed by l0Cal elected offici^ annually,    if Sie current 
,tltl .oC/RF StUdy " llSted along with  several other   projects   throughout   the 
lllrfr. +   ProJects  t0  be  dele^d following completion of cu rent act vitkT    The 
SSSf  tt

erminatlon. Point  win vary by project   b£ is 
nt ^   the   drillst 

^^-ra^iss ^rrr^ ^dsr^a»- 
FHWAfUit^!fP0Siibllity,0f constructing all or portions of any Alternate for which 
SlTtv o ^ thTr PPJ0la[ may ultimately be received would most likely depend on he 
ability of the County to reserve land for future construction through its olannine and 
zoning regulations and funding availability. •rougn its planning and 

An ICC/RF decision will not lessen the need for 1-370. SHA will make its oroiert 
decisions independently, based upon the separate indicated needs.     However   as shiwn 

clnsid^rat^n."135^ ^"^ ^"^ * 0nly 0ne 0f  the Alternates currently unTer 
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