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SUMMARY   SHEET 

1.      Federal Highway Administration 
Administrative Action Environmental Statement 

(     ) Draft (x ) Final 
(x ) Section 4(f) Statement attached 

2.     For further information concerning this project contact; 

Mr.   Frederick Gottemoeller Mr. Emil Elinsky 
Maryland State Highway Administration Federal Highway Administration 
300 West Preston Street The Rotunda Building - Suite 220 
Baltimore,  Maryland    21201 711 West 40th Street 
Area Code: (301)-383-6222 Baltimore,  Maryland   21211 
Office Hours:   8:30 a.m.  to 4:30 p.m. Area Code:   (301)-962-4440 

'b 

Office Hours:   8:00 a.m. to 4:30 p.m. 

3.      Description of Action; 

The proposed improvements are located in Baltimore County,  Mary- 
land,  and consist of the construction of a multi-lane divided highway on 
new location for both Relocated U.  S.  Route 140 (Northwest Expressway) 
and Relocated Maryland Route 30 (Reisterstown Bypass).    Also included 
is a 2-track rapid transit line jointly developed with the highway from 
the Baltimore City Line to Owings Mills, a distance of approximately 
6.1 miles.    The project begins at Wabash Avenue in Baltimore City and 
terminates at U.  S.  Route 140 and Maryland Route 30, north of Reisters- 
town, a total length of approximately 12. 0 miles. 

4.     Summary of Environmental Impact: 

A safe, bi-modal efficient transportation system will result from the 
proposed project, with increased social and economic opportunities.   The dis- 
placement of residents, land requirements from historic sites, and decreased 
air quality appear  to be   the major adverse environmental  effects.   .The 
effects on the potential stream valley park along Gwynns Falls and from 
increased noise levels adjacent to the project are minimal.    Relocation 
assistance services and payments, noise barriers and the implementation    - 
plan to improve air quality will minimize these impacts.    Mitigation 
measures approved by the Advisory Council on Historic Preservation have 
been developed to reduce the'impacts on historic sites. 
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5.     Alternatives Considered: 

-• •     - . i •    i 

Alternate 1 proposes the construction of the Phase I Rapid Transit 
jointly with Relocated U.  S.   Route 140 and Relocated Maryland Route 
30 on new location.    The project is located generally southwest of 
Reisterstown Road and north of 1-695 follows Gwynns Falls on the west 
side of the We stem Maryland Railway. 

Alternate Z proposes the construction of the Phase I Rapid Transit 
jointly with Relocated U.  S.  Route 140 and Relocated Maryland Route 
30 on new location.    Alternate 2 is identical to Alternate 1,  except be- 
tween 1-695 and Painters Mill Road,  where the project crosses to the 
east side of the Western Maryland Railway. 

Alternate 3 proposes   only the reconstruction of existing U.  S. 
Route 140 (Reisterstown Road). 

Alternate 4 is the "Do-Nothing" alternative. 

A number of additional modified alternates were studied as a re- 
sult of comments received at the Public Hearing and to avoid or mini- 
mize adverse impacts at historic sites. 

6.     Entities from which Comments have been Requested; 

Distribution List 
Draft Environmental Statement (FHWA-MD-EIS-73-01-D) 

(See following pages iii thru vi) 

Distribution List 
Supplement to Draft Environmental Statement - 

Section 4(f) Statement (FHWA-MD-EIS-73-01-DS) 
(See following pages vii thru xi) 

7.     Date that the Draft Statements were mailed to CEQ: 

Draft Environmental Statement - Mailed to CEQ on  February 26,   1973 

Supplement to Draft Environmental Statement - 
Section 4(f) Statement - Mailed to CEQ on   October 10,   1975 

ii 
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State Agencies 

Mr. Warren D. Hodges, Chief 
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Mr. Robert N. Young, Executive Director 
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INTRODUCTION: 

The following report presents a Final Environmental Impact State- 
ment/Section 4(f) Statement for the proposed Combined Northwest Express- 
way/Rapid Transit Project in Baltimore County,  Maryland.    The Study has 
been prepared in compliance with Section 102 (2)(c) of the National Environ- 
mental Policy Act of 1969; Section 4(f) of the Department of Transportation 
Act of 1966; Section 106 of the National Historic Preservation Act of 1966; 
and in accordance with guidelines and regulations of Volume 7,   Chapter 7, 
Section 2 of the Federal-Aid Highway Program Manual.    The original Draft 
Environmental Impact Statement (FHWA-MD-EIS-73-01-D) was made avail- 
able for comment in February of 1973,  and a Corridor Public Hearing was 
held in April of 1973. 

Two months later,  on June 19,  the Sudbrook Park Historic District 
was placed on the National Register of Historic Places.    Subsequent re- 
visions in the "Procedures for the Protection of Historic and Cultural Prop- 
erties" were established by the Advisory Council on Historic Preservation 
and published in the Federal Register on January 25,  1974.    These revised 
procedures are applicable,  therefore,  to historic properties that are cur- 
rently included in or eligible for inclusion in the National Register.    As a 
result of several historical surveys and other research in 1974 and early 
1975,  a total of 133 sites of historical,  architectural and cultural value 
have been identified within the general project corridor.    A supplementary 
draft Section 4(f) Statement (FHWA-MD-EIS-73-01-DS) was circulated in 
October,   1975 in order to comply with the revised procedures for the pro- 
tection of historic and cultural properties. 

Alternate studies were made in relation to historic sites,  both in- 
side and outside of the Baltimore Beltway,   in addition to a number of other 
studies resulting from issues raised at the Corridor Public Hearing in 
April,   1973.    All of these studies were presented for review at the Public 
Information Meetings held in December of 1974. 

Traffic studies,  projections and analyses originally developed for 
studies presented at the Public Hearing in 1973 and included in the Draft 
Environmental Statement have been superseded by the traffic data developed 
with the Baltimore Regional Environment Impact Study (BREIS) in 1974,   and 
refined for use in the Northwest Corridor,    -phe updated traffic data result- 
ing from the >3REIS study, as included in this Final Statement, has been utilized 
in a re-evaluation of both the noise impact and effect on ail* quality result- 
ing from the project.     This updated traffic data was included in the Supple- 
mental Draft Statement circulated in October,   1975,   where it was used to 
determine the impact on historic sites located in the vicinity of the project. 
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)P 
A.     PROJECT DESCRIPTION AND AREA PROFILE: 

^"      History of Project and Current Status  - 

The extension of Wabash Avenue from Baltimore City to Reisters- 
town generally following the Gwynns Falls Valley to bypass communities 
along Reisterstown Road (U.  S.   Route 140) was conceived by the Baltimore 
County Planning Commission,  and was initially suggested to the State High- 
way Administration (then State Roads Commission) by the Department of 
Public Works of Baltimore County in a letter dated June 16,   1948. 

The Northwest Expressway (extension of Wabash Avenue) was rec- 
ognized in the 12-year road construction and reconstruction program,  dated 
October 27,   1952,   of the then State Roads Commission for the fiscal years 
1954 to 1965.    The location was originally approved by the State Roads Com- 
mission and Federal Highway Administration (then Bureau of Public Roads) 
in I960.    Ground surveys,   construction plans and right-of-way plats,  were 
also completed in I960.    Funding problems,   the tentative joint development 
with rapid transit,   and the proposed new safety standards for highways,   all 
contributed to delay the project during the 1960's.    By January,   1976,   right- 
of-way for the project was acquired on the basis of these plans to the follow- 
ing extent: 

Baltimore City Line to Baltimore Beltway - approximately 85% 
Baltimore Beltway to Painters Mill Road - approximately 5% 
Painters Mill Road to U.  S.   Route 140 - approximately 16% 
Relocated Route 30,   Berrymans Lane to North of Butler Road - 
approximately 27% 

Two highway bridges spanning the Northwest Expressway were 
built during construction of the Baltimore Beltway in 1962 (Interstate Route 
695 and Relocated Old Court Road). 

The Northwest Rapid Transit Line was originally recommended in 
1965 in a federally funded study "Baltimore Area Mass Transportation Plan". 
A  later   study,   completed   in   1968,   also  federally  funded,  known  as   the 
MD T9-1   Project  recommended   that  the  Northwest Rapid   Transit Line  be 
located  in  the  median  of  the   proposed  Northwest  Expressway. 

The   adoption of new safety standards, and the joint development of 
the highway with rapid transit,   required the redesign    of the highway portion 
of the project for the most part within the previously acquired rights-of- 
way.    The general alignment of the revised Northwest Expressway project 
on new location,   as developed in 1971 and 1972,   is in conformance with the 
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General Development Plan of the. Baltimore Regional Planning Council,  and 
is essentially that appearing on the 1980 Guideplan for Baltimore County, 
published 1972,  which is being used by the County along with the Northwest 
Sector Plan as a basis for planning and zoning; and the proposed Compre- 
hensive Plan for Baltimore County,  April 10,   1975.    Drawing No.   1 is a 
vicinity map showing the general location of the proposed transportation 
corridor. 

Since the project has been reviewed by the State Clearinghouse and 
developed through coordination with County staffs and accepted by local 
elected officials whose advice has been solicited during participation in an- 
nual reviews of the continuing five-year State Highway Improvement Pro- 
gram,  it is believed that it  is consistent with local,   regional and'state 
plans.    The   coordination  process   has  been  completed  as   required  at 
that time.by Policy and Procedure Memoranda 20-8 and 90-1.    A coordina- 
tion letter with attached map was circulated March 29,   1972 to 134 agencies, 
groups and officials resulting in receipt of 33 replies. 

On February 21,   1973,   the U.  S.  Department of Transportation, 
through the Federal Highway Administration as the lead agency,   and the 
Urban Mass Transportation Administration and the Maryland Department of 
Transportation,  issued a Draft Environmental Statement (Report No.  FHWA- 
MD-EIS-73-01-D) concerning the Combined Northwest Expressway/Rapid 
Transit Project to 13 federal agencies,   25 state agencies and 18 local agen- 
cies,   elected officials and community groups.    Interested parties were re- 
quetiled to review the Draft Statement and submit written comments.    The 
Statement presented four alternatives,  two alignments for U.  S.  Route 140 
(Northwest Expressway) on new location,  the reconstruction of existing U.S. 
Route 140 (Reisterstown Road),   and the "Do-Nothing" alternative.    The prob- 
able impacts of this project on the environment were assessed,   and proposals 
for minimizing unavoidable adverse effects were presented. 

Subsequent: to the distribution of the Draft Environmental Statement, 
the Maryland State Highway Administration and Mass Transit Administration 
conducted two Public Informational Meetings designed to provide the public 
with information on the proposed Expressway/Transit Project and the Cor- 
ridor Location Hearings.    The Public Informational Meetings were held on 
March 21,   1973 at Sudbrook Junior High School,   and on March 29,   1973 at 
the Franklin Senior High School.    Maps,  drawings and the Draft Environ- 
mental Statement were available for public inspection. 

The Corridor Location Public Hearing was conducted by the State 
Highway Administration and Mass Transit Administration of the Maryland 
Department of Transportation for the Northwest Expressway from Patterson 
Avenue in Baltimore City to the Baltimore Beltway,  and a portion of the 
Phase I Rapid Transit on April 4th and 5th,   1973 at the Sudbrook Junior High 
School in Pikesville, Maryland.   A separate Corridor Location Public Hearing 
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for the section of the Northwest Expressway from the Baltimore Beltway to 
Reistcrstown,   and a portion of the Phase I Rapid Transit,  was held at the 
Franklin Senior High School in Reisterstown,   Maryland on April 11th and 
12th,   1973.    These hearings afforded all interested parties an opportunity 
to present their views orally, or in writing, relative to the need for and loca- 
tion of transportation facilities,   including highways and rapid transit modes, 
in the Northwest Transportation Corridor in Baltimore County,  Maryland 
as it pertains to U.   S.   Route 140 (Reisterstown Road) and the Northwest Ex- 
pressway,   and a portion of Phase I of the Baltimore Region Rapid Transit 
System.    Informational materials available at each public hearing included 
maps of the proposed alternate highway routes,   data about rapid transit sta- 
tions located within the median and proposed parking areas,   the Draft Envi- 
ronmental Statement,   and data on the Relocation Assistance Program.    The 
public hearing testimony was carefully reviewed and,   as a result of various 
comments and suggestions concerning specific aspects of the project,   further 
studies were undertaken. 

In response to the coordination letter of March,   1972,   the Maryland 
Historical Trust submitted to the State Highway Administration a "Report of 
Historic Sites Along Alternate Corridors Proposed for Relocated U.  S.   Route 
140 (Northwest Expressway),   Baltimore County,   Maryland",  dated February, 
1973.     This report revealed the following information: 

a. The National   Register   of  Historic  Places 
has been consulted,   as required by Section 106 of 
the National Historic Preservation Act of I966. 
No buildings or sites are presently listed on the 
National Register along the above-mentioned North- 
west Expressway Corridor. 

b. Sudbrook Park has considerable historical interest 
and has been brought to the attention of the Gover- 
nor's Consulting Committee for inclusion in the 
National Register of Historic Places. 

c. Many sites of historical significance are located 
in the Northwest Expressway Corridor,   particular- 
ly along Reisterstown Road. 

Part I of this report was handed to the State Highway Administra- 
tion at an Informational Meeting held on March 21, 1973, and Part II at the 
Corridor Public Hearing held on April 4th and 5th,   1973. 
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On June 19,   1973,  the Sudbrook Park Historic District was placed 

on the National Register of Historic Places.    On January 25,   1974,   subse- 
quent revisions in the procedures for the protection of historic properties, 
as established by the Advisory Council on Historic Preservation,  were pub- 
lished in the Federal Register.    Consideration previously given to historic 
sites listed on the National Register of Historic Places was broadened to 
cover all historic sites eligible for inclusion in the National Register.    Ac- 
cordingly,   a Supplemental Draft Section 4(f) Statement (Report No.  FHWA- 
MD-EIS-73-01 -DS) was prepared as a supplement to the Draft Environmental 
Impact Statement and circulated in October,   1975,  as required by Section 
4(f) of the Department of Transportation Act of 1966;   Section 106 of the 
National Historic Preservation Act of 1966 and Executive Order 11593.   The 
Statement identifies properties located within the area of the undertakings 
potential environmental impact that are included in or eligible for inclusion 
in the National Register; documents alternatives studied to avoid the use of 
Section 4(f) lands; arid describes the studies and planning that has been util- 
ized to minimize the adverse effect on Historic Sites.    The Final Section 
4(f) Statement has been included as Volume II of this Final Environmental 
Impact Statement.    The additional studies and evaluations developed as a 
result of comments made at the Public Hearings held in April of 1973 were 
presented at two Public Information Meetings held at the Franklin Senior 
High School on December 2,   1974 and at the Sudbrook Junior High School on 
December 5,   1974.    The presentation included alignment studies to remove 
or minimize adverse effects on the Sudbrook Park Historic District and 
other studies in the vicinity of McDonogh Road,  Owings Mills and Reisters- 
town. 

Inflation and the reduction in the amount of gas tax funds available 
for highways have caused the entire Northwest Expressway project to be 
delayed until the ^SO's.    The current Primary Highway Program (1976- 
1980) makes funds available in F. Y.   1976 for planning and engineering. 
Projected revenues indicate that right-of-way and construction funds could 
be programmed in 1979 and 1980.    It is estimated that the entire project 
will be constructed and be available to the traveling public sometime after 
1985. 
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2.      General Description and Need for the Project - 

- General Description - 

The highway portion of the project is part of the State Primary 
System,   as designated in the Maryland Department of Transportation Con- 
solidated Transportation Program.    The proposed iriprovements are located 
in Baltimore County,   Maryland,   and consist of the construction of Pvelocated 
U.  S.   Route 140 (Northwest Expressway) and Relocated Maryland Route 30 
(Reisterstown Bypass).     The  proposed   project begins   at the western 
boundary line of Baltimore City,   and extends generally parallel to and west 
of Reisterstown Road to the Westminster Pike (U.  S.   Route 140) northwest 
of Reisterstown,  Maryland,   a distance of approximately 12. 0 miles.    Relo- 
cated Maryland Route 30 begins at the proposed Relocated U.   S.   Route 140, 
in the vicinity of Reisterstown,   and terminates at the Hanover Pike (Mary- 
land Route 30) north of Butler Road,   a distance of approximately 1. 0 mile. 

Joint highway-transit development of the transportation corri- 
dor has been proposed by combining a segment of the Northwest Line of the 
Mass Transit Administration's rapid transit facility with the highway.    The 
Northwest Rapid Transit Line is part of MTA's adopted Phase I Plan,   and 
extends from Charles Center at Baltimore and Light Streets in downtown 
Baltimore City,   to Owings Mills in Baltimore County,   a distance of approx- 
imately 14 miles.    The rapid transit portion of this project begins at the 
western boundary line of Baltimore City, where it is located between Wabash 
Avenue and the  VVestern Maryland Railway,   and extends northwesterly in the 
vicinity of the railroad for a distance of approximately 6. 0 miles to its pro- 
posed terminus in Owings Mills.    Wherever feasible,   the transit lane is lo- 
cated in the median of the   Expressway.    Station sites,  with park and ride 
facilities,   are proposed at Milford Mill Road,   Old Court Road,   McDonogh 
Road  and Painters   Mill  Road.   Federal funds in the amount of $573, 000, 000 
for the design, construction and land acquisition of an 8. 5 mile portion within 
Baltimore City of the Phase I System, identified as Section A, were approved on 
October 31, 1972 by the Urban Mass Transportation Administration. 

The total Phase I Plan,   as originally proposed,   consisted of 
approximately 28 miles and 21 stations of double-track line serving the 
Northwest and South Corridors of the region.    (See Drawing No.   2. )   The 
South Line,   extending into Anne Arundel County,  was removed from the 
Phase I Plan on October 30,   1975 by the Maryland Department of Transpor- 
tation.    A re-analysis of this line in the Phase II. Study will reconsider the 
mode,   alignment and need for rapid transit in the south segment of the Balti- 
more Metropolitan Area. 

Relocated   U.  S.    Route   140  and   Relocated  Maryland  Route 
30  are  proposed  as   Expressways   (Freeway by American Association 
of State  Highway  Transportation Officials   definition),   with  complete 
control  of  access   and   geometric   and   safety features   based  upon a 
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design speed of 70 miles per hour.    The improvements are proposed as 
basic six-lane dual highways,   consisting of a 36-foot roadway and 10-foot 
paved shoulder in each direction,   separated by a variable width median. 
The typical right-of-way width would be 300 feet. 

The  project is  wholly within the 1990 defined urban area as deter- 
mined by the 1970-1990 Federal Functional Classificarion and Needs Study and 
within the recommended Baltimore Urban Area Boundary authorized under Sec- 
tion 105 of the Federal-Aid Highway Act of 1973. 

The project recommendation,  including the basis for   selection 
of the alternates,  is described in detail in Section A-7,   page A- 27,   of this 
Final Environmental Statement. 

- Need for the Project - 

The purpose of this project is to provide safe,  reliable and con- 
venient bi-modal transportation to the many thousands of residents living in 
the northwestern part of the Baltimore region,  and to substantially relieve 
very severe peak-hour  traffic  tie-ups   on  Reisterstown  Road  and  other 
principal arterials.    Present and future development in the northwest corri- 
dor of Baltimore County is dependent on this facility to safely accommodate 
the resulting travel desires.    The proposed alignment has been coordinated 
with local governments to accommodate road and transit users,  as well as 
local,   commercial and industrial interests.    By offering the potential for 
joint development with the Northwest Rapid Transit Line,   the project will 
provide an efficient and high-capacity transportation system,   connecting 
the central metropolitan area of Baltimore City to Northwest Baltimore 
County and to Carroll County. 

Existing Reisterstown Road (U.  S.   Route 140),  built originally 
as a toll road in the early 1800's,   generally follows a ridge line from the 
Baltimore City Line at Pikesville to Reisterstown.    North of Pikesville,   a 
bridge carries Reisterstown Road over the Baltimore Beltway (Interstate 
695),  with a diamond interchange at this location.    Another bridge,  having 
restricted side clearances,   carries the mainline tracks of the Western 
Maryland Railway Company over Reisterstown Road at Owings Mills.    The 
grade and site distance on Reisterstown Road,   approaching the Railroad 
underpass from the south,   are undesirable.    At Reisterstown,   the road 
divides with the left fork,   U.  S.   Route 140 (Westminster Pike),   extending 
northwesterly to Westminster and beyond; with    the right fork,   Maryland 
Route 30 (Hanover Pike),   extends northerly to Hanover,   Pennsylvania. 

The existing roadway consists of four 10-foot travel lanes with 
minimal shoulders and turning lanes at major intersections.    The pavement has 
been widened to 5 lanes at the following locations in order to provide left- 
turn lanes:   Old Court Road to Baltimore Beltway; McDonogh Road inter- 
section; Maryland Route 130 to Owings Mills Fire House; Tollgate Road 
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intersection; Virginia Avenue to Franklin Senior High School and south of 
Berrymans Lane to south of Stocksdale  Avenue.    The pavement.is,  for the 
most part,   substandard in capacity,   cross-section,   alignment and gradient. 
The existing route can be described as hazardous with culvert headwalls, 
trees,  utility poles and drainage ditches located within a few feet of the 
traveled roadway.    A total of 24 traffic signals a.r- in operation,  many at 
locations with limited sight distance.    The existing road is generally con- 
tained in a 66-foot uncontrolled right-of-way,   together with overhead and 
underground utility services such as gas mains,   electric power,  telephone, 
water mains,   sanitary sewers and storm drains.    Extensive residential and 
commercial development has resulted in numerous entrances along the 
facility.    Posted speed limits are 25 to 40 miles per hour. 

The Mass Transit Administration provides local and express 
bus service on its routes 5, 7 and 47, respectively; on Reisterstown Road 
from Baltimore City to Pikesville, Owings Mills, Reisterstown and Glyndon. 
Because of excessively long travel times caused by traffic congestion,  bus 
ridership to the Owings Mills, Reisterstown,   and Glyndon areas is ex- 
tremely low and averages less than 1, 000 passengers per weekday.    The 
rush hour travel time from Glyndon to downtown Baltimore is 85 minutes 
on local buses and 63 minutes on express buses.   The entire corridor from 
Baltimore City to Reisterstown is vehicle-oriented.    School students are 
transported by bus,   and the majority of residents commute to work and 
shopping areas by private passenger car.    Except for certain properties 
fronting on the Western Maryland Railway Company right-of-way,   the com- 
mercial and industrial develupmenl is serviced by truck.    The Western 
Maryland Railway is a freight line and its major operation is hauling coal 
from Western Maryland to Port Covington in Baltimore City,  and iron ore 
from Port Covington to the west.    Passenger service is not provided. 

Reisterstown Road is the only arterial road serving the north- 
west corridor and,   at the present time,  is unsafe as a modern traffic facil- 
ity.    Poor sight distances and lack of left-turn lanes,   coupled with the park- 
ing and marginal friction in the area of the many businesses located along 
Reisterstown Road,   create unfavorable conditions for highway safety,   as 
indicated in the following statistics. 

During the years of 1973 and 1974,  the study section of U.S.   140 
experienced 826.20 (Rate) accidents on a 100 million vehicle miles of travel 
basis (Acc/IOOMVM).    This experience (rate) is far above the statewide average   « 
of 536. 27 accidents/100 MVM of travel for all similar design highways now under   ~ 
state maintenance.    If no improvements are made on the subject roadway,  we 
can expect in addition to the normal traffic growth,   an increase in vehicular 
conflictions which are normally associated with congestions on highways of 
this design.    The accidents will undoubtedly continue to increase with a 
corresponding increase in motor vehicle accident cost that exceeds the present 
cost of approximately $1, 930, 919. 46/100 MVM of travel for the motorist now 
using U.S.   140. 
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The accident costs as indicated, includes present worth of future 
earnings of persons killed or permanently disabled, as well as monetary losses 
resulting from injury and property damage accidents.   The unit costs utilized 
in the above computations were based on actual cost values obtained from three 
independent accident cost studies conducted in "Washington, D. C. , Illinois and 
the California Division of Highways and were updated to 1973 prices. 

The average daily traffic volumes on the existing road in 1973 
are afe follows: 

•Baltimore City Line to Old Court Rd. 24, 800 ADT 
Old Court Rd. to Baltimore Beltway 30, 000 ADT 
Baltimore Beltway to Md. Rte. 130 42, 000 ADT 
Md. Rte. 130 to Reisterstown 25, 000 ADT 

The heavy peak-hour volumes consistently overload the existing road,   caus- 
ing unsatisfactory operating conditions at many locations.    Any type of fric- 
tion or interruption,   such as a vehicle breakdown,   accident,  bad weather or 
a malfunctioning traffic signal,   results in a breadkown of traffic operations 
with unstable flow,   low operating speeds and queues of vehicles backing up 
at the restriction.    Existing Reisterstown Road operates at a Level 'F* 
Service during peak hours,   generally in the vicinity of the Baltimore Beltway. 
Level 'F' Service represents forced flow or stop and go driving conditions. 

The Baltimore Beltway (Interstate Route 695) is a 6 and 8-lane cir- 
cumferential expressway extending around the City of Baltimore, and is located 
an average of 7 miles from the Central Business District.   The Beltway is the 
most significant highway in the Baltimore region, acting as a distribution route 
for traffic approaching the City from.all directions, and as a principal arterial 
route for the employment and population centers located in clusters around the 
City.   Traffic volumes range from 60, 000 to 110, 000 vehicles per day with oper- 
ating conditions approaching capacity during peak hours at a number of locations. 
Traffic signals on Reisterstown Road at the Beltway ramp termini cause daily 
backups onto the Beltway proper during peak hour periods.   Reconstruction of 
this interchange has been recommended by the State Highway Administration 
over the years to remedy this unsafe condition;   however,   the improvement 
was delayed because of the anticipated relief to be provided by the proposed con- 
struction of Relocated U.S. Route 140 (Northwest Expressway).   Work on the 
reconstruction of this interchange was initiated in April of 1975 and is scheduled 
for completion by the summer of 1976. 

Traffic volumes on existing Reisterstown Road should continue to 
increase with construction of residential and commercial development.   Addi- 
tional traffic signals would be required, causing delays to the motorists and, as 
the traffic volumes increase, operating speeds would be reduced,   and stoppages 
would occur at more frequent intervals and for longer periods of time.    If the 
rapid transit facility is not built, public transportation in the northwest cor- 
ridor would have to be a continuation of the present inadequate bus service, 
whichwould be totally unable to meet future transportation needs because of 
excessively long travel times caused by buses having to operate on traffic- 
clogged streets. 
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Population growth and commercial development in the Northwest 

Corridor have been anticipated,   projected and planned in both Baltimore 
County's "1980 Guideplan",   adopted in 1972 by the Baltimore County Plan- 
ning Board,   and in the General Development Plan for the Baltimore Re,gion, 
prepared and adopted in December,   1972 by the Regional Planning Council. 
The Baltimore County Planning Board adopted a "Comprehensive Plan" on 
October 13,   1975,  for the purpose of anticipating and projecting growth and 
development,   as well as accommodating existing development in Baltimore 
County.    The Northwest Corridor is one of the planned growth areas indi- 
cated in the County's Guideplan because of the current availability of water 
service,   and the proposed Gwynns Falls sanitary sewer system reinforce- 
ment which is scheduled to be constructed and in operation from the Balti- 
more City Line to Reisterstown by 1978.    The travel desires resulting from 
this growth have been projected for the indicated design year as follows: 

Rapid Transit -48, 500 total patrons per day (1990) 
Northwest Expressway - Average daily traffic of 28, 000 to 85, 000 vehicles (1995) 
Reisterstown Road - Average daily traffic of 20,000 to 40, 000 vehicles (1995) 

The Northwest Corridor is completely dependent on highways for 
all necessary life functions of the people in that area.    Work,  food,   clothing, 
schools,  health services and recreation are available in a reasonable man- 
ner only through the use of automobiles and buses and a safe,   efficient high- 
way system.    All three proposals,   Northwest Expressway; Rapid Transit 
Facility; and some improvement to existing Reisterstown Road,   are needed 
to meet the current and future transportation requirements.    The improve- 
ment to most of the. arterial roads crossing   the corridor,   particularly those 
providing access to the Combined Northwest/Rapid Transit Facility (see page 
C-10,   this Volume),   are also needed to serve existing and projected growth. 

3.      Transportation Service in the Corridor - 

Transportation is a public service necessary for the development 
of commerce and human activities and is the responsibility of the State and 
County Governments.    Expansion of the regions economic base will depend 
to a large degree on the ability of the transportation system to move people 
to their homes and places of employment,  and to move freight between ter- 
minals and their markets.    In addition to economic reasons,   the availability 
of services such as medical care,   education and recreation are equally im- 
portant.    The total transportation plan should make safe,   rapid and conven- 
ient travel possible for all people in the Baltimore Region.    Transportation 
service in the Northwest Corridor includes two major systems;   highways 
and public transportation. 

A-9 



- Highway System - 

Existing Reistcrstown Road (U.   S.   Route 140),  built originally 
as a toll road in the early ISOO's,   is the only arterial highway in the cor- 
ridor connecting Baltimore with Westminster,  Hanover and Gettysburg.   In 

the section between j'a'timore and Reistcrstown,   the roadway consists of 
four 10-foot travel lanes with minimal shoulders,   additional turning lanes 
at major intersections,   and is generally contained in a 66-foot uncontrolled 
right-of-way. 

North of Pikesville,   a bridge carries Reistcrstown Road over 
the Baltimore Beltway (Interstate 695),  with a diamond interchange at this 
location.    Another bridge,   having restricted side clearances,   carries the 
mainline tracks of the Western Maryland Railway Company over Reisters- 
town Road at Owings Mills.    The grade and sight distance on Reisterstown 
Road,   approaching the Railroad underpass from the south,  are undesirable. 
At Reisterstown,   the road divides with the left fork,   U.   S.   Route 140 (West- 
minster Pike),   extending northwesterly to Westminster and beyond; while 
the right fork,   Maryland Route 30 (Hanover Pike),   extends northerly to Han- 
over,   Pennsylvania.    The road is,   for the most part,   substandard in capac- 
ity,   cross-section,   alignment and gradient.    The existing route can be de- 
scribed as hazardous with culvert headwalls,   trees,  utility poles and drain- 
age ditches located within a few feet of the traveled roadway.    A total of 24 
traffic signals are in operation,   many at locations with limited sight dis- 
tance.    Extensive residential and commercial development has resulted in 
numerous entrances along the facility.    Posted speed limits are 25 to 40 
miles per hour.    The current State Secondary Highway Program (1976- 
1980) indicates that construction funds could be available in 1978 for resur*- 
facing existing Reisterstown Road from the Baltimore Beltway to Chartley 
Boulevard. 

Average daily traffic volumes (ADT) on existing Reisterstown 
Road during 1973 are as follows: 

Baltimore City Line to Old Court Rd. 24, 800 ADT 
Old Court Rd.   to BaltimoreBeltway 30, 000 ADT 
Baltimore Beltway to Md.   Rte.   130 42,000 ADT 
Md.   Rte.   130 to Reisterstown 25, 000 ADT 

The heavy peak-hour volumes consistently overload the existing road caus- 
ing unsatisfactory operating conditions at many locations.    Any type of 
friction or interruption,   such as a vehicle breakdown,   accident,  bad weath- 
er or a malfunctioning traffic signal,   results in a breakdown of traffic oper- 
ations with unstable flow,   low  operating   speeds   and  queues   of  vehicles 
backing up at the restriction.    Existing Reisterstown Road operates at a 
level 'F' service during peak hours,   generally in the vicinity of the Balti- 
more Beltway.    Reisterstown Road is the only arterial road serving the 
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northwest corridor and,  at the present time,  is unsafe as a modern traffic 
facility.    Poor sight distances and lack of left-turn lanes,   coupled with the 
parking and marginal friction in the area of the many businesses located 
along Reisterstown Road,  create unfavorable conditions for highway safety. 

• 

Existing State and County roads interspcting the corridor are 
listed below with average daily traffic volumes (ADT) during 1971: 

Road 

Milford Mill Road 
Sudbrook Road 
Old Court Road 
Baltimore Beltway 
Mount Wilson Lane 
McDonogh Road 
Painters Mill Road 
Dolfield Road 
Pleasant Hill Road 
Church Lane 
Cherry'Hill Road 
Nicodemus Road 
Berrymans Lane 
Stocksdale Avenue 
Cockeys Mill Road 
Gores Mill Road 
Westminster Pike 
Hanover Pike 
Butler Road 

ADT 
Type (1971) 

2-lane County'arterial 8,950 
2-lane County road 3,900 
2- & 4-lane County arterial 8,800 
6-lane Interstate Route 63,700 
2-lane State road 1,750 
2-lane County arterial 2,950 
2- & 4-lane County arterial 6, 390 * 
2- & 4-lane County road 1,070 * 
2-lane County road NA 
2-lane County road NA 
2-'& 4-lane County road 1,580 * 
2-lane County arterial NA 
2-lane County road 3,500 
2-lane County road NA 
2- & 4-lane County road 1,650 * 
2-lane County road NA 
2- & 4-lane State road 11,000 
2- & 4-lane State road 11,000 
2-lane State road 8,200 

*   ADT (1970) 
NA   ADT Not Available 

The Baltimore Beltway (Interstate Route 695) is a 6 and 8-lane 
circumferential expressway extending around the City of Baltimore    and is 
located an average of 7 miles from the Central Business District.    The Belt- 
way is the most significant highway in the Baltimore region, acting as a 
distribution route for traffic approaching the City from all directions    and 
as a principal arterial route for the  employment and population centers lo- 
cated m clusters around the City.    Traffic volumes ranges from 60, 000 to 
110,000 vehicles per day with operating conditions approaching capacity 
during peak hours at a number of locations.    Traffic signals on Reisterstown 
Road at the Beltway ramp termini cause daily backups onto the Beltway pro- 
per during peak hour periods.    Reconstruction of this interchange has been 
recommeded by the State Highway Administration over the years to remedy 
this unsafe condition;   however,   the improvement was delayed because of 
the anticipated relief to be provided by the proposed construction of Relocated 
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U. S. Route 140 (Northwest Expressway). Work on the reconstruction of 
this interchange was initiated in April of 1975, and is scheduled for com- 
pletion by the summer of 1976. 

Local and regional plans of the State Primary System and the 
State Highway Administration's Twenty-Year Highvva, Needs Study propose 
the extension of U.   S.   Route 29 as a freeway from Howard County to Relo- 
cated U.   S.   Route 140 (Northwest Expressway) in the vicinity of Pleasant 
Hill Road.    Because this extension is contemplated in the distant future,   no 
consideration has been given the interchange at this time;   however, future 
planning and engineering studies will determine the capability for this con- 
nection. 

The widening of the Baltimore Beltway (1-695) to 8 lanes, from 
the Anne Arundel County Line to 1-83, is included in the Twenty-Year Needs 
Study. 

Baltimore County contemplates the following county highway 
improvements in the northwest corridor: 

Milford Mill Road - Wilder Drive to Cloudyfold Drive 

Tentatively programmed for construction as a 44-foot 
street. 

Cherry Hill Road - Reisterstown Road (U.S. Route 140) 
to the Proposed Relocated U.S. Route 140 

Plans are complete as an urban divided highway (38- 
foot roadways,   16-foot median,   120-foot right-of-way). 
To be constructed concurrently with the proposed Relo- 
cation of U.  S.   Route 140. 

Glyndon Drive - West of the Proposed Relocated U.  S. 
Route 140 to Nicodemus Road 

To be constructed in conjunction with residential de- 
velopment as a 48-foot street. 

t > 
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- Puljlic Transportation System - 

The backbone of public transportation requirements in the 
Northwest Transportation Corridor is the proposed rail rapid transit "North- 
west Line",  which is part of the Mass Transit Administration's adopted 
Phase I Plan.    The total Phase I Plan,   as now proposed,   consists of approxi- 
mately 14 miles of double-track line and 1Z stations serving the Northwest 
and South corridors of the region.    Federal funds for the design,   construc- 
tion,   and land acquisition of an 8. 5 mile portion within Baltimore City of the 
Phase I System,  identified as Section A,  was approved on October 31,   1972 
by the Urban Mass Transportation Administration. 

The Northwest Line will extend from Charles Center,  in down- 
town Baltimore City,   to Owings Mills in Baltimore County.    Proposed sta- 
tion sites in Baltimore County are located at Milford Mill Road,  Old Court 
Road,   and a terminal station in Owings Mills.    Current construction sched- 
ules indicate that rapid transit service will be available in the corridor in 
the early igSO's. 

- Local Bus Service in Northwest Corridor - 

The Mass Transit Administration provides local and express bus 
service on its routes 5,   7 and 47,   respectively; on Reisterstown Road from 
Baltimore City to Pikesville,   Owings Mills, Reisterstown and Glyndon.    Be- 
cause of excr.ssivejy long travel times r.ausp.d by traffic congestion,   bus 
ridership to the Owings Mills,   Reisterstown and Glyndon areas is extremely 
low and averages less than 1, 000 passengers per weekday.    The rush hour 
travel time from Glyndon to downtown Baltimore is 85 minutes on local 
buses,   and 63 minutes on express buses. 

- Thru Bus Service to Northwest Corridor - 

B&B Bus Lines operate between Baltimore and Gettysburg, 
Hampstead,   etc.,  with local service on both U.  S.   Route 140 (Reisterstown 
Road and Westminster Pike) and Maryland Route 30 (Hanover Pike).    Bus 
doors are closed between Baltimore City and Glyndon because the Mass 
Transit Administration operates buses in this area. 

Clyde Charter Bus Service,   Inc.   operates between Baltimore 
City and Gettysburg using U.   S.   Route 140 from the Baltimore Beltway 
northerly. 
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- Taxicab Service in Northwest Corridor - 

Near Baltimore City - All city-based cabs. 
Pikesvillc area - Pikesville Taxicab Service. 
Baltimore City to Reisterstown - Glyndon area - Valley Cab,  Inc. 

Railroad Service in Northwest Corridor 

The Western Maryland Railway is a freight line and its major 
operation is hauling coal from Western Maryland to Port Covington in Balti- 
more City,   and iron ore from Port Covington to the west.    Passenger serv- 
ice is not provided. 

4.      Inventory of Social and Economic Conditions  - 

The data contained in this section was obtained from two sources: 
(1) "Maryland Population 1930-1970 By Election Districts, Cities and Towns", 
publication No.   17],   dated August 1971,   by the Maryland Department of State 
Planning,   and (2) "A Comprehensive Plan for Baltimore County",   a prelimi- 
nary draft dated April 10,   1975 by the Baltimore County Office of Planning 
and Zoning. 

Baltimore County's population increased between 1960-1970 at ap- 
proximately the same rate as did the State cf Maryland,   and almost twice 
the rate of the United States.    While the U.  S.   population increased about 
13. 3%,   the State of Maryland's population increased about 26. 5% (from 3. 1 
million people to 3.9),  and Baltimore County's population increased from 
492,428 to 621, 077,   or about 26. 1%. 

From 1950 to I960,  net in-migration amounted to 152, 054 and play- 
ed a major role in Baltimore County's population.    During these 10 years, 
the excess of births over deaths accounted for 32 percent of population 
growth,  while net in-migration was responsible, for 68 percent of growth. 
Between I960 and 1970,  net in-migration declined to 63, 367,   half that of the 
previous decade,   and accounted for approximately 50 percent of the total 
population growth.    Analysis reveals that this trend of dwindling net in- 
migration should continue throughout the current decade. 

The other component of population change experiencing radical 
transformation is the fertility rate.     Baltimore County's birth rate has de- 
creased over the past twenty years,   paralleling a similar trend State and 
Nationwide.   Total fertility rates for the State,   the only available breakdown, 
ranged from 3. 69 in I960 to 1. 75 in 1972,   indicating that indigenous popula- 
tion growth presently is less than the replacement rate.    As a result of the 
simultaneously decreasing levels of net in-migration and natural increase, 
the rate of population growth in Baltimore County should continue to subside. 
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The 1970 Census figures for Baltimore County show that 26. 1 per- 
cent of the people were less than 14 years old;   12. 5 percent were 14 to 20 
years old;   50. 2 percent were 20 to 59 years old;   and 11.2 percent were 
over 60.    3. 2 percent of the population was black.    Median family income 
in 1970 was $12, 081.   per year - slightly more than $3,960.   per capita. 
Of the County's 162, 375 families,   only 5, 610 (3. bIV'had an income below 
the poverty level,   as classified by the   Bureau of the Census.    Nine out of 
every ten citizens lived in the eleven town-planning areas of the urban-sub- 
urban belt surrounding Baltimore City. 

The proposed Northwest Expressway is situated in the 3rd and 4th 
Election Districts in Baltimore County.    Election Districts used in this 
Statement arc synonymous to the minor civil divisions,  as defined by the 
Bureau of Census,   and do not conform to current election boundaries.    The 
3rd District,  which borders on Baltimore City to the southeast,  includes 
the greater part of the Pikesville community.    The 3rd District had a popu- 
lation of 38, 305 in 1970,   and a density of 1526. 1 persons per square mile. 
The 4th District,  which borders on Carroll County and includes Owings 
Mills and Rcisterstown,   had a population of 30, 691 in 1970,  and a density 
of 499. 0 persons per square mile.    District 4 had the second highest growth 
rate in the County during the 1960's.    Significant population centers in the 
vicinity of the project are Pikesville,  with a population of 25, 395 in 1970, 
and Owings Mills-Reisterstown,  with a population of 21, 397 in 1970. 

- Economic Conditions  - 

Baltimore County is one of the fastest growing and most prosper- 
ous counties in the United States and is centrally located in the east coast 
megalopolis,  which extends from Boston,   Massachusetts to Richmond,   Vir- 
ginia.    This area contains one-third of the total population of the United 
States.    The County lies at the hub of the Baltimore Metropolitan Area, 
which is the eleventh largest in the nation.    The dynamic economic growth 
of Baltimore   County is a result of its strategic marketing location,  being 
central to one of the largest consumer markets in the world;   and its strate- 
gic transportation location,  being situated on an excellent network of high- 
ways with available air,   rail and port facilities. 

Baltimore County is a diversified industrial center with employment 
distributed fairly evenly throughout most sections of the County.    The econ- 
omy  has progressed  from predominantly heavy manufacturing  to  the pre- 
eminence of retail,  wholesale and selected services  industries.   In 1950, man- 
ufacturing industries employed 49 percent of the County's total labor force 
and the service sector employed 50 percent.    By 1970,   33 percent was en- 
gaged in manufacturing,  while 66 percent were in the service sector. 
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Although the growth in goods manufacturing has been slight,   signif- 

icant  gains have been made in retail and wholesale trade and in selected 
services.    The number of retail trade establishments grew from 2, 006 in 
1958 to 3,416 in 1967,  increasing by 70 percent.    Sales volume expanded by 
155 percent from $326 million to $830 million.    Cash receipts from services 
rendered rose from $37 million in 1958 to $92 million in 1967,  an increase 
of 149 percent.    The number of wholesale trade establishments increased 
from 146 in 1958 to 441 in 1967,  a 200 percent rise.    During the same peri- 
od,  revenue from wholesale sales rose from $105 million to $897 million, 
a 754 percent increase,   moving this industry into second place,   behind man- 
ufacturing,  in contribution to the County's economy. 

The County produced a cash value of $13. 5 million in farm products 
in 1967.    Forty percent of the revenue is derived from all crops,   27 percent 
from dairy products,   10 percent from poultry products and 23 percent from 
livestock products.    Agriculture is one of Baltimore County's basic indus- 
tries and an essential part of the economic base,   since many industries are 
agriculture-related. , . 

The changes in Baltimore County's economy have been reflected by 
changes in the occupation of the labor force.    Employment in some indus- 
tries declined such as mining,   quarrying and durable goods manufacturing. 
Moderate increases in employment were made in finance,   real estate,  trans- 
portation,   construction and in the non-durable goods manufacturing sector. 
Considerable employment increases were made in the service industries and 
the wholesale and retail trade sector.    Approximately one-half of the resi- 
dents of the County are employed in other political jurisdictions,   such as 
Baltimore City,  Howard County or Harford County. 

During the sixties,  the employed labor  force increased 41 per- 
cent,  from 183, 700 to 259, 400,   almost double the 26 percent growth in popu- 
lation.    This was precipitated by a substantial influx of women and young per- 
sons into the labor market.    The seventies will duplicate this trend toward 
a rate of increase of the labor force that exceeds the rate of population growth. 

The growth in the mimber of employed women is one factor con- 
tributing to the rise in median family income from $7, 098 in I960 to $12, 081 
in 1970,   an increase of 70 percent.    However,  there was a simultaneous 
escalation in the consumer price index for the Baltimore SMSA,  using 1967 
on the base year,   from 89. 1 in I960 to 117 in 1970,   so that real wages in 
terms of families' purchasing power gained by 31  percent in the County. 

The family income distribution curve reveals that in 1970,   7 per- 
cent or 11, 744 earned more than $25, 000;   24 percent or 39, 798 earned be- 
tween $25, 000 and $15, 000;  34 percent or 54, 939 earned between $15, 000 
and $10,000;  34 percent or 55,894 earned ,1638 than $10,000;   and 8 percent 
or 12, 967 earned less than $5, 000. 
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While riiost heavy industry is concentrated on the river necks near 

the tidewaters of the Chesapeake Bay,  light industrial activities are located 
throughout the County,   particularly along railroads and new highways. 
There are over 20, 000 acres zoned for industrial use,  of which 8, 000 acres 
are currently available for industrial development. 

The Owings Mills Industrial Park (181 acres) is located at Owings 
Mills,   east of the proposed Expressway,   and the 25-acre Milford Industrial 
Park is located in Pikesville,   south of Milford Mill Road.    Five other indus- 
trially-zoned sites are situated along the Western Maryland Railway between 
Owings Mills and Reisterstown.    Major shopping centers are located at Pat- 
terson Avenue in Baltimore City,  in Pikesville,   at Cherry Hill Road,   and in 
Reisterstown.    Strip commercial development is almost continuous along 
Reisterstown Road between these centers.   See land use map - Drawing No.   7. 

The 1975-1976 real property tax rate for Baltimore County is 
$3. 11 per $100. 00 of assessed value at 50% assessment,  plus a State rate 
of $0. 21 per $100. 00 of assessed value. 

Public Facilities and Services - 

'b 

- Educational,  Medical and Other Facilities  - 

The educational system in Baltimore County consists of 108 
elementary,   24 junior (middle) high,   )7 senior high,   one junior-senior high, 
one vocational center and 7 special education schools.    Total enrollment of 
the school system as of September,   1974,  was 126,337 students;   63,002 in 
elementary,   31,492 in junior and 31, 158 in senior high schools.    This repre- 
sents a decrease of 1, 873 students from the .enrollment of the 1973 school 
year.    Public and private schools located in the Northwest Corridor are as 
follows: 

Bedford Elementary School 
Sudbrook Junior High School 
Ner Israel Rabbinical College 
McDonogh School 
Garrison Forest School 
Owings Mills Elementary School 
Cedarmere Elementary School 
Franklin Senior High School 
Hannah More Academy 
Franklin Elementary School 
Franklin Junior High School 

- Kahn Drive 
- Bedford Road 
- Mt.   Wilson Lane 
- McDonogh Road 
- Garrison Forest Road 
- Ritters Lane 
- Nicodemus Road 
- Cherry Hill Road 
- Academy Lane 
- Cockeys Mill Road 
- Cockeys Mill Road 

There are four general hospitals located in Baltimore County - 
Baltimore County General in Randalls town,   Franklin Square in Essex, 
Greater Baltimore Medical Center and St.   Joseph's Hospital both in the T 
son area.    A total of 1254 beds are available with these facilities. 

ow- 
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Public health services in Baltimore County are administered 
through regional,   community and neighborhood centers.    The public health 
center,   located in Towson,   primarily houses administrative functions.    Six- 
teen auxiliary health centers provide outpatient and clinical service on a 
local level throughout the County.    Baltimore County maintains five compre- 
hensive community Jpostal health centers,  providing outpatient service as 
well as inpatient services,  partial hospitalization,   emergency service,   con- 
sultation and education. 

$ 

Public health facilities in the Northwest Corridor are,   the Mt. 
Wilson State Hospital,   an inpatient facility treating tuberculosis and respir- 
atory disease,  and auxiliary public health centers at 1111 Reisterstown Road 
in Pikesville and 22 Main Street in Reisterstown. 

There are thirty-four post offices in Baltimore County.    Post 
office facilities in the City of Baltimore also serve some areas in Baltimore 
County.    The U.  S.   Postal Service has branch offices in Pikesville (21208), 
Garrison (21055),  Owings Mills (21117),   Reisterstown (21136) and Glyndon 
(21071),   all within the Northwest Corridor. 

Libraries in the vicinity of the project are the Pikesville 
Branch,   1111 Reisterstown Road and the Reisterstown Branch on Cockeys 
Mill Road. 

- Emergency Facilities and Services  - 

The Baltimore County Police Department operates out of 10 
district stations,  with the main headquarters located in Towson.    The De- 
partment is composed of 1,069 police personnel and 360 civilians.    In addi- 
tion to the patrol divisions,   the Department contains a traffic bureau,  in- 
vestigative bureau,   jail and civil defense bureaus,   crime lab division and 
an education and training division. 

Police protection is maintained in the Corridor,  with a County 
Station (Garrison District) at Reisterstown Road and Kenmar Avenue,   and 
the Maryland State Police Headquarters at Reisterstown Road and Sudbrook 
Lane. 

Baltimore County's Fire Department has a staff of 713 person- 
nel,   of whom 419 are firefighters.    The Department operates  81  pieces of 
equipment out of nineteen fire stations  located throughout the County.     The 
headquarters housing the administrative services are located in Tov/son. 
In addition to the firefighting division and adininistration,   the Fire Depart- 
ment maintains a fire inspection division,   arson division,   school of instruc- 
tion,   repair shop,   and communications and ambulance divisions. 
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In Uu: vicinity of the Northwest Corridor,   there are six fire 
stations,   three of which provide ambulance service located as follows: 

- Pikesville Station,   1212 Reisterstown Road 
- Pikesville V. F.C.Inc.   Sudbrook Lane (near 

Reisterstown Road),   ambulance service 
- Garrison Station,   15 Kenmar Avenue 
- Owings Mills V.F.C., 10401 Reisterstown 

Road,   ambulance service 
- Reisterstown V.F. D. Inc. ,   108 Main Street, 

Reisterstown,   ambulance service 
- Glyndon V.F.-D. Inc., 17 Butler Road,  Glyndon 

Ambulance service for the entire county is controlled and dis- 
patched by the central alarm located in Fire Department Headquarters, 
York Road and Bosley Avenue. 

•b 
<\ 

- Public Utility Services  - 

Natural gas   and   electricity is   supplied  to   Baltimore   County 
by  the   Baltimore  Gas   and  Electric   Company.   The   electric  generat- 
ing capacity of the Company's system is almost 3,400, 000 kilowatts,   and 
the Company's supply of natural gas is furnished through transcontinental 
pipeline connections supplemented by its own liquified natural gas plant and 
by underground storage of liquid propane. 

Telephone service is available to the entire County through the 
Chesapeake and Potomac Telephone Company of Maryland. 

•Treated water is supplied to most of the urban areas of Balti- 
more County by Baltimore City,  including all of the developed areas along 
Reisterstown Road. 

Sanitary sewerage from most of the developed areas in Balti- 
more County is discharged into the Baltimore City System.    Treatment is 
provided at the Patapsco Treatment Plant at Wagner's Point or the Back 
River Treatment Plant located in Baltimore County.    A major sewer line 
follows Gywnns Falls north to Glyndon and provides service throughout the 
Northwest Corridor. 
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6.      Description of Existing Natural Environment - 

- Geiieral Ecology - 

Baltimore City Line to the Baltimore Beltway 

This is a well-settled,   established neighborhood,  typical of 
those directly adjoining the City Limits of a Metropolitan Area.    It encom- 
passes sectors of the following subdivisions: 

Brighton Williamsburg 
Campfield Gardens Sudbrook Park 
Mellinee •    Scotts Hill 
Howardsville Gwynnvale 

The general area is defined as Pikcsville.    Between the City Line and Mil- 
ford Mill Road,   the homes are generally of post World War II vintage with 
a medium density.    The area is aesthetically attractive with such amenities 
as an abundance of mature trees and a well-established ecological balance. 
Between Milford Mill Road and the Baltimore Beltway,   the homes are some- 
what newer and the density is somewhat greater.    Within the area are two 
neighborhood playgrounds (Sudbrook Park and Gwynnvale Park).    There is 
a scattered band of light industry adjacent to the railroad and Reisterstown 
Road. 

Baltimore Beltway to Painters Mill Road 

The surroundings in this section change from the above sec- 
tion as there is an abrupt drop in population and the corridor follows along 
the Gwynns Falls   Valley containing a viable ecological inventory.    There 
is a series of large land tracts devoted to such institutions as Mt.   Wilson 
State Hospital,  Ner Israel Rabbinical College,   Woodholme Country Club 
and McDonogh School.     This  is   generally open  space,   containing 
a wooded floodplain for almost its entire length.    The McDonogh School 
area includes a posted reserve which contains,  in varying number,   game 
such as pheasant,   rabbit,   opossum,   raccoon,   squirrel,   and deer.     There 
is also a pond with geese and ducks.    In addition,   there is a significant 
quantity of undeveloped wooded acreage. 

Painters Mill Road to Berrymans Lane 

The area alters somewhat in this section in that east of the 
proposed corridor there are new suburban developments which are expand- 
ing in size and number.    New apartment complexes are being built and 
there is a continuing trend in the development of new industrial areas 
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serviced mainley by Relsterstown Road.   There are several existing subdivi- 
sions including Tollgatc, Bclltown, Cedarmere and Hathaway.   The western 
section of the corridor is primarily undeveloped with pastures,  agricultural 
acreage and some heavily wooded area.    The Pikesville Sportsmen's Club 
also lies in this section. 

Berrymans Lane to Relsterstown 

On the west,   the area contains grazing land and undeveloped 
land in a wooded,   rolling landscape.    The greatest farming activity occurs 
in this area of the corridor.    On the cast is Relsterstown and the usual de- 
velopment of a suburban community. 

'- Geomorphological Conditions - 

The following description of the geomorphological properties of 
the area traversed by this project was prepared by the State Highway Admin' 
istration Bureau of Soils and Foundations. 

Baltimore City Line to the Baltimore Beltway 

I. Topography: Varies from nearly level to steeply 
sloping. Area is within Piedmont Plateau Physi- 
ographic Province. Surface elevations above sea 
level vary from approximately 390-470 feet. 

II.   Slopes:   Generally within a range of 0%-25%. 

III. Ground Water Conditions:   Depths to seasonally 
high water table vary from less than 4. 0 feet in 
depressions,  floodp]ains,   and footslopes,   to 
greater than 20 feet on upper slopes,  hilltops, 
and plateaus.    Major water problems may be 
encountered during construction in stream bot- 
toms. 

IV. Rock Conditions:   Depths to rock vary from 4- 
12 feet.    Types of available rock include:   dia- 
base,   dioritc,   mica schist,   and granodiorite. 
Ripping should be sufficient to handle most rock 
encountered during construction. 

V.   Soil Conditions:   Depths of overburden (soil) 
vary from 4-12 feet.    General characteristics 
of soils in area:   (1) moderate erosion hazard; 

^_ 
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(2) poor stability in floodplains and depressions; 
fair to good stability on upper slopes,   hilltops, 
plateaus;   (3) high susceptibility to frost action 
in floodplains and depressions;   low susceptibility 
to frost action on higher topography;   (4) season- 
ally high groundwater table in floodpiai"s and de- 
pressions;   perennially deep water table on higher 
topography;   (5) soil textures vary from silty to 
clayey. 

Baltimore Beltway to Painters Mill Road 

I. Topography: Varies from nearly level to steeply 
sloping. Area is within Piedmont Plateau Physi- 
ographic Province. Surface elevations above sea 
level vary from approximately 390-500 feet. 

•'••'-•   Slopes:   Generally within a range of 0%-30%. 

III. Ground Water Conditions:   Depths to seasonally 
high water table vary from less than 4. 0 feet in 
depressions,   floodplains,   and footslopes,   to 
greater than 20 feet on upper slopes,   hilltops, 
and plateaus.    Major water problems may be en- 
countered during construction in stream bottoms. 

IV. Rock Conditions:    Depths to rock vary from 4-20 
feet.    Types of available rock include:   diabase, 
diorite,   granodiorite,   granite gneiss,   and three 
types of schists:   (1) soft,  micaceous,   musco- 
vitic schist;   (2) harder micaceous and chloritic 
schist;   (3) granitized schist.    Ripping should be 
sufficient to handle any rock encountered during 
construction. 

V.   Soil Conditions:   Depths of overburden (soil) vary 
from 4-20 feet.    General characteristics of soils 
in area:    (1) moderate to high erosion hazard; 
(2) poor stability in floodplains and depressions; 
fair to good stability on upper slopes,   hilltops, 
plateaus;   (3) high susceptibility to frost action 
in floodplains and depressions;   low to moderate 
susceptibility to frost action on higher topography 
(4) seasonally high groundwater table in flood- 
plains and depressions;   perennially deep water 
table on higher topography;   (5) soil textures vary 
from silty to clayey. 
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Painters Mill Road to Reisterstown 

*•    Topography:   Varies from nearly level to steeply 
sloping.    Area is within uplands of Piedmont 
Plateau Physiographic Province.    Surface eleva- 
tions above sea level vary from approximately 
460-730 feet. 

II.   Slopes:   Generally within a range of 0%-30%. 

^'   Ground Water Conditions:   Depths to seasonally 
high water table vary from less than 4. 0 feet in 
depressions,  floodplains,   and footslopes,  to 
greater than 20 feet on upper slopes,   hilltops, 
and plateaus.    Major water problems may be 
encountered during construction in stream bot- 
toms. 

IV.    Rock Conditions:   Depths to rock vary from 4-20 
feet.    Types of available rock include:   granite 
gneiss and three types of schists:   (1) soft,   mica- 
ceous,   muscovitic schist; (2) harder micaceous 
and chloritic schist;   (3) granitized schist.    Rip- 
ping should be sufficient to  handle any rock en- 
countered during construction. 

V.   Soil Conditions:   Depths of overburden (soil) vary 
from 4 to 20 feet.    General characteristics of soils 
in area:   (1) moderate to high erosion hazard; (2) 
poor stability in floodplains and depressions;  fair 
to good stability on upper slopes,   hilltops,   plateaus; 
(3) high susceptibility to frost action in floodplains 
and depressions;   moderate susceptibility to frost 
action on higher topography;   (4) seasonally high 
groundwater table in floodplains and depressions; 
perennially deep water table on higher topography; 
(5) soil textures are generally silty. 

to- 
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- Water Quality - 

The average annual precipitation in the project area is 43. 05 
inches per year. 

The pritmry interest in regards to water quality within the 
scope of this study is the Gwynns Falls which travels through a section of 
the area -under consideration and closely parallels the proposed corridor 
from Old Coxirt Road to a point beyond Painters Mill Road.    "Within the study 
area this normally moderate stream has a profile sloping between .07% and 
0.8%,   with few riffles or pools and ranges from 10 feet to 40 feet wide, with 
a six to twelve inch depth during the normal flow period.    The water is not 
potable and,   therefore,  is not used for human consumption.    The majority 
of residents and businesses depend on water supplied through Baltimore 
City's water system. 

The waters of the State have been classified into the following 
four categories,  based on their intended usage: 

Class I      -  Water Contact Recreation and Aquatic Life 
Class II    -  Shellfish Harvesting 
Class III -   Natural Trout Waters 
Class IV -   Recreational Trout Waters 

The Gwynns Falls,   through the project study area,  has been classified by 
the Maryland Water Resources Administration as Class I waters.    Accord- 
ingly,   the following water quality standards apply to this stream: 

Dissolved Oxygen Standard:    The Dissolved Oxygen 
concentration must not be less than 4 mg/1 at any 
time,   with a minimum daily average of not less 
than 5 mg/1. 

Temperature Standard:    Temperature elevations 
above natural must be limited to 5 " F,   and the 
temperature must not exceed 900F,  outside of 
the designated mixing zone. 

pH Standard:    Normal pH values must not be less 
than 6.5 nor greater than 8.5,   except where  - 
and to the extent that - pH values outside this 
range occur naturally. 
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Turbidity Standard;    Turbidity in the receiving 
water resulting from any discharge shall not 
exceed 50 Jackson Turbidity Units (JTU) as a 
monthly average,  nor exceed 150 JTU at any 
time. 

& 

Bacteriological Standard;    There shall be no 
sources of pollution as detennined by a sani- 
tary survey,   and the fecal coliform content 
of these waters shall not exceed a log mean of 
200/100 ml. 

Examination of water quality data,   supplied by the Maryland 
Department of Water Resources,  establishes that the water quality of 
Gwynns Falls from Owings Mills to the Baltimore Beltway is of reason- 
able good quality,   as related to pollution content and established water 
quality. 

The streamlife includes the folliwng species in varying num- 
ber as of 1970-71: 

Hogsucker 
White Sucker 
Sunfish 
Cutlips Minnow 
Common Shiner 
Satinfin Shiner 
Longnose Dace 
Mad Tom 

Small-mouth Bass 
Large-mouth Bass 
Rock Bass 
Attractive Minnows 
Stoneroller Minnow 
Swallow Tail Shiner 
Creek Chub 
Central Johnny Darter 
Carp 

as well as a supporting ecological system. 

Samples reviewed were taken from three locations within the 
study area,   as indicated on the map designated as Drawing No.   9,   which 
follows page D-l in this Final Environmental Statement. 

Station 1,  bridge on Bond Avenue near Reisterstown 
Station 4,  bridge, on McDonogh Road near Garrison 
Station 5,   bridge on Milford Mill Road near Pikesville 

A-25 



& 

# 

Some evidence of pollutant discharges in the headwaters of 
Gwynns Falls is indie?tod by concentrations of dissolved solids.   Bio-chemi- 
cal Oxygen  Demand (B.O.D. ) and coliform levels found at Station 1 near 
Reisterstown.    These can be attributed to a combination of septic overflow, 
local livestock and development activities.    However,  this condition is ad- 
justed by the time the water reaches Station 4.    Any small traces of nitrate 
is the result of agricultural activity. 

In the area near Station 4,   B.O.D.   values range from 2.0 to 
4.0 mg/1, whereas the natural stream B.O.D.   range is 1 to 2 mg/1; coli- 
form concentrations range from 750 to 43, 000 per 100 ml,  whereas coli- 
form standards for swimming facilities range from 1000 to 2000 per 100 
ml; and dissolved oxygen levels range from 80% to 150% of oxygen satura- 
tion.    During the months of April and May,   1971,   coliform concentrations 
actually approached those levels amenable to water contact recreation ac- 
tivities.    Concentration of nitrogen and phosphorus forms are low,  but 
could be sufficient to support the growth of periphyten and aquatic weeds. 

Water quality in the stream deteriorates markedly as it travels 
through the populated areas downstream of the Baltimore Beltway and south 
of Station 5.    Increases are found in B. O. D. ,   coliforms,   nitrogen and phos- 
phorus. 

There is evidence of the growth of photosynthetic form by the 
super-saturated levels of dissolved oxygen in the Owings Mills to Baltimore 
Beltway area.    This situation could be aggravated by a significant influx of 
silt as this abets the potential growth of rooted aquatic plants.    Such exces- 
sive growth can cause severe fluctuations of the dissolved oxygen which,  in 
turn,   affect streain biota and cause fish to depart for more stable conditions. 
Existing levels of nitrogen and phosphorus could support such growth.    The 
stream morphology,   however,  indicates a significant capacity of reaeration. 
This,   coupled with the fact that parts of the stream are shaded,  which acts 
to minimize growth,   could generate the reversal of a growth process.   Cur- 
rent conditions indicate that dissolved oxygen levels are sufficient to support 
an aquatic life system as evidenced by the fish population. 

This site was visited in June,   1972,   shortly after the passing 
of Tropical Storm Agnes.    At that time,   Gwynns Falls contained a high silt 
load with additional material in significant amounts being provided by the 
construction sites in the industrial park adjoining the stream near Owings 
Mills at DoHield Road.    Damage due to the storm and subsequent flooding 
included,  within this  study area,   erosive action,  destruction of several 
foundations, embankment failure and collapse of the Western Maryland Railway 
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Bridge,   the partial collapse of the Rcisterstown Road Bridge,   the collapse 
of a bridge on Mount Wilson Lane,   and widespread flooding in the floodplain. 
The Brittany Apartments adjacent to the Beltway Interchange and Gwynn- 
vale Park were inundated to varying degrees. 

Stream banks in the area from Mt.   Villon Hospital to Painters 
Mill Road are fairly steep and devoid of vegetation,  making them susceptible 
to  erosive action.    It appears that the soils in the floodplain were readily 
erodible and that the stream banks were somewhat unstable.    Therefore, 
any major construction activity,   including highway projects in the immed- 
iate vicinity of Gwynns Falls,   could produce sheet erosion and siltration as 
well as bank erosion where the proposed project crosses the stream. 

There is located within the study area and near the proposed 
alignment a unique water supply for the McDonogh School.    Approximately 
50,000 gallons of potable water per day are required.    The system consists 
of four or five springs,   approved by the Health Department.    This water 
travels by gravity flow to a central cistern.    The water is then pumped by 
power generated from a water wheel to the School,  where it is stored in a 
fifty-thousand gallon elevated tank until needed. 

- Noise Levels and Air Quality - 

Existing ambient noise levels and air quality are discussed in 
Sections C-ll and C-12,   respectively,   of this Final Environmental Statement. 

7.      Project Recommendation - 

- Recommended Alternate and Basis for Selection - 

The following  information has been reviewed  in completing 
the evaluation of the Corrtbined Northwest Expressway/Rapid Transit 
Project. 

a. Written comments received during the coordination 
process - March 29,   1972. 

b. The Draft Environmental Statement (FHWA-MD- 
EI.S-73-01-D) for the combined project from the 
Baltimore City Line to Reisterstown. 

c. Written comments received by the State Highway 
Administration regarding the Draft Environmental 
Statement. 
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d. Input received at the Public Information Meetings 
that were held on March 21,   1973 at Sudbrook Junior 
High School,   and on March 29,   1973 at the Franklin 
Senior High School. 

e. The trans<__ipt for the Corridor Location Public 
Hearing that was held for the section of the   com- 
bined project from Patterson Avenue in Baltimore 
City to the Baltimore Beltway on April 4th and 5th, 
1973 at the Sudbrook Junior High School. 

f .      The transcript for a separate Corridor Location 
Public Hearing for the section of the Northwest 
Expressway from the Baltimore Beltway to Reisters- 
town and a portion of "the Phase I Rapid Transit  held 
on April 11th and 12th,   1973 at the Franklin Senior 
High School in Reisterstown,   Maryland. 

g.      Input received at the Public Information Meetings 
that were held on December 2,   1974 at the Franklin 
Senior High School and on December 5,   1974 at the 
Sudbrook Junior High School.    These meetings were 
held to present to the public the additional studies 
and evaluations developed as a result of comments 
made at the public hearings held in April,   1973 and 
studies made to remove or mitigate adverse effects 
on historic sites located in the corridor. 

h.      The Supplement to the Draft. Environmental Statement/ 
Section 4(f) Statement (FHWA-MD-EIS-73-01 -DS). 
This supplement included the identification of sites 
of historic interest in the corridor,   the effects of the 
proposed alternatives on these historic sites,   and 
the planning proposed to mitigate any adverse im- 
pacts. 

i .      Written comments received by the State Highway 
Administration regarding the Supplenaental Section 
4(f) Statement. 

j.       The informational data available to the public at the 
Informational Sessions and the Public Hearing: 

1) Maps showing the proposed alternate high- 
way routes. 

2) Data on rapid transit stations and parking 
areas. 
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3) Relocation Assistance Data. 

4) Informational Brochure. 

k.      The Regional Planning Council's - General Develop- 
ment Plan. 

1.      The Baltimore Area Mass Transportation Plan. 

m.      Baltimore County's - 1980 Guideplan (June 15,   1972). 

n.      Baltimore County's  - Comprehensive Plan for Balti- 
more County (Preliminary Draft of April 10,   1975). 

o.      Maryland Department of Transportation Planning Data: 

1) 20-Year Highway Needs Study (1975-1994). 

2) State Primary Highway Improvement Pro- 
gram (1976-1980). 

3) Consolidated Transportation Program (1976-1980). 

p.      Air Quality Report for the Northwest Transportation Corridor. 

As a result of the review of the above information developed in 
conjunction with the proposed project and the evaluation of its social, economic, 
environmental, historical and cultural effects, the following conclusions were 
reached: 

a. The proposed Northwest Expressway/Phase I Rapid 
Transit Project is inaccord with State plans, programs 
and objectives and is consistent with the Baltimore Re- 
gion's General Development Plan.   It is also in conform- 
ance with the 1980 Guideplan, Baltimore County's plan for 
future development of the community and the preliminary 
draft of the Comprehensive Plan for Baltimore County. 

b. The construction of the project would provide safe, reli- 
able and convenient bimodal transportation to the north- 
western part, of the Baltimore region.   The Northwest 
Expressway would provide substantial relief to traffic tie- 
ups on existing Reisterstown Road and other arterials in 
the corridor.    By offering joint development with the Rapid 
Transit Line, the project would provide a high-capacity 
transportation system connecting the central metropolitan 
are of Baltimore City to northwest Baltimore County and 
to Carroll County.    The improvement of Reisterstown Road 
is needed in addition to the proposed Northwest Expressway 
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and Phase I Rapid Transit Line, to meet the transporta- 
tion requirements in the corridor. 

c. Present and future development in the Northwest Cor- 
ridor of Baltimore County is dependent on this facility 
to safely accommodate the resulting travel desires. 
The Northwest Corridor is one of the planned growth 
areas indicated in the County's 1980 Guideplan be- 
cause of the current availability of water service,  the 
proposed Gwynns Falls sanitary sewer system rein- 
forcement,  which is scheduled to be in operation by 
1978.    The improved accessibility offered by the pro- 
posed Northwest Expressway/Rapid Transit Project 
is also necessary for these County plans to materialize. 

d. Alternate studies made subsequent to the Public Hear- 
ing have resulted in the development of several feasible 
alternates to avoid or minimize the effects of the proj- 
ect on historic sites in the corridor. 

e. Judging by public hearing testimony of several com- 
munity spokesmen in the area from the Baltimore City 
Line to the Baltimore Beltway,   there was opposition to 
the Expressway portion of the combined project south 
of the Beltway at the Corridor Public Hearing.    Support 
for the Northwest Express-.vay was indicated north cf 
the Beltway,   and most comments received were favor- 
able to the Rapid Transit proposal.    Considerable public 
opposition was expressed at the Public Hearing to the 
planned interchange and rapid transit station at 
McDonogh Road. 

f. In addition to providing better accessibility to employ- 
ment areas in the corridor,   the project supports com- 
mercial and industrial development with increased em- 
ployment opportunities. 

g. The construction of the project will also improve access 
for national defense,   reduce the travel time of emer- 
gency vehicles and reduce the transportation users'  costs. 

h.      Conclusions  regarding Air Quality are included in Section 
C-12 of this Volume. 
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hi view of the above conclusions,   the following project recom- 

mendations arc proposed:    (See Drawings No.   4a through 4g. ) 

a. The Northwest Expressway be constructed from 
the Baltimore Beltway to Reisterstown.    The sec- 
tion of ih'r. Expressway south of the Beltway to the 
Baltimore City Line has been eliminated from 
this project in order to minimize the adverse ef- 
fects of the project on the Sudbrook Park Historic 
District,  and to reduce impacts on adjacent com- 
munities and parks.    This would also reduce the 
impact on the Gwynns Falls floodplain and achieve 
a cost savings. 

b. The Rapid Transit Line be constructed from the 
Baltimore City Line to the Owings Mills area. 
The transit alignment has been located immediately 
adjacent to the Western Maryland Railway through 
the Sudbrook Park Historic District in order to min- 
imize the effects of this facility on the historic site. 
South of the Beltway,  the rapid transit tracks are 
located in the right-of-way previously obtained or 
reserved for highway use.    North of the Baltimore 
Beltway,   the rapid transit tracks are located in the 
median of the proposed Northwest Expressway. 

The selection of the recommended alternative has been com- 
plicated by the intricate nature of the project and the large number of 
alternatives developed with varying alignments and design features or for 
the consideration of historical preservation.    For this reason,  the proj- 
ect has been divided into the following segments for a more specific 
description of the recommended alternate. 

Within these limits,  Alternates 1,   2,   5,  A,   B,   7,   8,   9 and 9A 
were developed for consideration.    Alternate 9 is recommended from the 
Baltimore City Line to Greenwood Road,   and Alternate 7 from Greenwood 
Road to Mount Wilson Lane.    Alternate 9 proposes the construction of the 
Rapid Transit Facility generally along the west side of the Western Mary- 
land   Railway,   from the Baltimore City Line to Sudbrook Road,  with a 
transit station and parking lot located south of Relocated Milford Mill. Road, 
which overpasses the rapid transit line and railroad and connects into 
Reisterstown Road at Slade Avenue.    Alternate 7 proposes the construction 
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of the Rapid Transit Facility generally along the alignment originally pro- 
posed for the combined facility from Greenwood Road to the Beltway,   and 
includes a transit station and parking lot located on the north side of Old 
Court Road.    Alternate 9 is modified as it passes through the Sudbrook 
Park Historic District so that the alignment will be as close as possible to 
the railroad.    Retaining walls are proposed to minimize right-of-way re- 
quirements,   and new bridge structures will be constructed over the transit 
tracks and railroad tracks at existing Sudbrook Road and over the transit 
tracks at Greenwood Road in lieu of a cut and cover tunnel.    A directional 
interchange at the Baltimore Beltway is proposed as the southern terminal 
of the Northwest Expressway,   and at this location the rapid transit tracks 
enter the median of the Expressway.    North of the Beltway,  the proposed 
Expressway and Rapid Transit Line would continue northerly as a com- 
bined facility to Mount Wilson Lane. 

The selection of Alternates 7 and 9 was based on the following 
reasoning: 

a. The adverse effects of the project on the Sud- 
brook Park Historic District have been mini- 
mized by the elimination of the Expressway 
portion of the project south of the Baltimore 
Beltway.    A taking is still required for which 
a Section 4(f) Statement has been prepared. 
See Volume II. 

b. Most of the communities in this area expressed 
strong opposition at the Public Hearing to the 
construction of any highways south of the Balti- 
more Beltway. 

c. The adverse impact in the Gwynns Falls flood- 
plain south of Old Court Road has been reduced 
by the removal of the proposed Expressway and 
by an adjustment in the alignment of the Rapid 
Transit Facility. 

d. Impacts on Sudbrook Park and Gwynnvale Park 
are also reduced. 

e. Elimination of the Expressway in this area re- 
sults in a savings of $31. 5 million,   which is now 
a significant factor because of the current lack 
of funds for all projects in Maryland's consolidated 
transportation program. 

A-32 



In this section of the project.  Alternates 1,   2,   2A,  2B and 2C 
were developed for consideration.    Alternate 2C is recommended and pro- 
poses an alignment for the combined facility on the east side of the Western 
Maryland Railway   frcx.xMt.   Wilson Lane to north of McDonogh Road.    At 
this point,   the project crosses to the west side of the railroad and passes 
to the west of the Owings Mills Industrial Park.    The Rapid Transit Facility 
terminates on the north side of Painters Mill Road,  with a transit station 
and parking areas on both sides of the Northwest Expressway.    Direct ac- 
cess is provided from the Expressway to the rapid transit parking areas at 
this location.    A semi-directional interchange is proposed at Relocated Dol- 
field Road,  which extends from the proposed Red Run Boulevard easterly to 
an interchange with existing Reisterstown Road.    Relocated Dolfield Road, 
with the two interchanges noted above,  will provide a direct connection for 
the exchange of traffic between Reisterstown Road and the proposed North- 
west Expressway. 

The selection of Alternate 2C was made on the basis of the follow- 
ing rationale: 

a. During the A95 review process and other phases 
of project development,   a number of State and 
County agencies commented on the planning of the 
highway in order to protect the Gwynns Falls 
stream valley and to minimize any effects that 
might be adverse regarding future park develop- 
ment.    Alternate 2C was selected because the 
alignment has the least impact on Gwynns Falls, 
removing approximately 9000 feet of expressway 
and transit completely away from the stream 
valley. 

b. The alignment avoids taking any land from the 
McDonogh Railroad Station and McDonogh School 
Historic District,  both of which are eligible to be 
placed on the National Register of Historic Places. 
It does require the relocation of the Owings Mills 
Railroad Station (New) which is also eligible for the 
National Register.   This historic site is discussed 
in the Section 4(f) Statement, see Volume II. 

c.-     The interchange and rapid transit station are both 
located in the commercial and industrial Owings 
Mills area,  which will tend to encourage future 
development and help to protect the residential 
and   institutional areas around McDonogh Road. 
Alternate 2C also provides for the separation of 
Expressway and rapid transit traffic approaching 
the combined facility in the Owings Mills area. 
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Within this section of the project,   only one alignment and design 
was developed for the proposed Northwest Expressway.    This section of 
Expressway was labeled as both Alternate 1 and Alternate 2;  however,  for 
the purpose of this Statement,  Alternate 2 has been designated as the select- 
ed alternate and is located approximately 4, 000 feet west of existing 
Reisterstown Road,  with a full cloverleaf interchange proposed at Relocated 
Cherry Hill Road. 

B_e _r _r J^jn^a_n_s__L_a_n_5 !;_o_ R_e_i £ t_e_^_s_to_w.^_ 

For the northern end of the project,  Alternates 1,   2,   6 and 6A 
were developed for consideration.    Alternate 6 is the selected alternate and 
consists of the proposed Northwest Expressway generally following the 
alignment originally proposed for Relocated Maryland Route 30 from Berry- 
mans Lane to a wye interchange south of Westminster Pike.    The wye inter- 
change separates the Northwest Expressway which ties into Westminster 
Pike,   and Relocated Maryland Route 30 which connects to existing Hanover 
Pike.    Also included is a westerly extension of Glyndon Drive,  with a par- 
tial interchange at the Northwest Expressway,  and the westerly extension 
of Butler Road with a diamond interchange at Relocated Maryland Route 30. 

Alternate 6 was selected as the recommended alternate because it 
requires considerably less land acquisition than Public Hearing Alternate 2, 
and provides the needed interchange facilities as the Glyndon Drive Exten- 
sion and Butler Road Extension to adequately serve the Reisterstown com- 
munity.    The Extension of Glyndon Drive does require some land in the 
Reisterstown Historic District,  which is eligible to be placed on the National 
Register.    A Section 4(f) Statement has been prepared for this historic site. 
See Volume II. 
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- Major Design Features - Recommended Alternate - 

The Northwest Expressway is proposed as an Expressway 
(Freeway by A. A. S. H. T. O.   definition),  with full control of access.    The 
roadway geometry and safety features will be based upon a design speed of 
70 miles per hour,  although the posted speed will be lower.    The maximum 
horizontal curvature is S^O',   and the maximum vertical gradient is 3%. 

The proposed highway construction will consist of dual 36- 
foot roadways,   separated by a median varying from a minimum of 64 feet 
to 80 feet or greater at rapid transit station sites.    Between and beyond 
transit stations,   the median will be 64 feet in width.    The tracks of the 
Rapid Transit Facility in the median will be separated from the Expressway 
roadways by 12 to 14 foot paved median shoulders and reinforced concrete 
safety barrier walls.    North of the rapid transit terminal at Painters Mill 
Road,  the 64-foot median will be graded with flat 6:1 slopes and will provide 
a safety recovery area of 30 feet for each roadway,  thereby minimizing the 
potential for vehicular head-on. collision.    Extension of the rapid transit 
line in the median of the Expressway beyond Painters Mill Road is physical- 
ly possible should the need arise sometime in the future.    Paved shoulders, 
4-feet in width,  will also be constructed along the median edge of each road- 
way pavement.    Outer shoulders for the entire length will be paved for a 
10-foot width,  with an additional 20 feet beyond the outer shoulders graded 
with flat 6:1 slopes to provide a safety recovery area.    The provision of 30- 
foot safety recovery areas along both sides of each roadway conforms to 
nationally recognized criteria to minimize accidents and injuries when a 
vehicle strays from the travelway.    The proposed Expressway will be fenced 
through built-up areas,  and lighting will be provided at designated inter- 
changes,   rapid transit stations and parking lots.    A minimum right-of-way 
width of 300 feet is planned north of the Baltimore Beltway.    South of the 
Beltway,   the right-of-way width for rapid transit by itself varies from 58. 
feet to 1 50 feet. 

Bridge structures with pedestrian walkways as required are 
proposed to carry existing streets either over or under the Expressway or 
rapid transit and at all major stream crossings.    The bridges over Gwynns 
Falls would be lengthened where feasible so that 200 feet of undisturbed 
land would remain on both sides of the stream   for   future park development. 
The typical sections for the Combined Northwest Expressway/Rapid Transit 
Facility are shown graphically on Drawing No.   3.    Also shown on this draw- 
ing is a section of the Rapid Transit by itself south of the Beltway,  and of 
the Expressway itself north of Painters Mill Road. 

6 
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- Detailed Project Description - Recommended Alternate - 

A series of drawings showing the plan and profile of the rec- 
ommended alternate is included in this Final Statement after the detailed 
written description. 

The project begins at the Baltimore Cicy Line as an extension 
of the proposed Phase I Rapid Transit Facility.    The two tracks of the 
Rapid Transit Facility cross into Baltimore County approximately 50 feet 
west of the Western Maryland Railway,   and continue parallel to the railroad 
tracks to Sudbrook Road,   except in the vicinity of Milford Mill Road,  where 
the transit line separates from the railroad to provide space for a parking 
lot at the proposed Milford Mill Station site.    The Milford Mill Station plat- 
form is located 700 feet south of Relocated Milford Mill Road,  with parking 
areas situated on both sides of the station platform between Rockland Avenue 
and the Western Maryland Railway.    Local access to the west parking lot is 
proposed from Relocated Milford Mill Road and to the east parking lot via 
existing Milford Mill Road.    In addition to parking for 800 cars,   a special 
area adjacent to the Station would be reserved for bus parking,  for the dis- 
charge of kiss-n-ride passengers,   and for bicycle stalls. 

South of Milford Mill Road,   the station cuts off access to the 
homes on Howard Avenue and Mellinee Avenue.    Access will be provided to 
the homes not taken by the project by extending Cedar Avenue westerly to 
Walnut Avenue,   a distance of approximately 500 feet. 

The relocation proposed for Milford Mill Road begins at Wood- 
side Road,   crosses over the proposed Rapid Transit Line and Western Mary- 
land Railway and,   curving to the north,   connects to Reisterstown Road at 
Slade Avenue.    A connection from Relocated Milford Mill Road to existing 
Milford Mill Road is also proposed in the vicinity of Deerfield Road.    Relo- 
cated Milford Mill Road would be constructed as a 50-foot curbed street, with 
widenings for left-turns in the vicinity of the Rapid Transit parking lots. 
The intersection at Reisterstown Road will also be improved. 

The transit alignment passes through the northeast edge of the 
Sudbrook Park Historic District,   as close as possible to the Western Mary- 
land Railroad tracks.    (See Drawings No.   3a and 3b , )   Retaining walls are 
also proposed in order to further minimize right of way requirements.    The 
Sudbrook Road Bridge will be replaced with a new structure over the Western 
Maryland Railway and the proposed Rapid Transit Facility.    North of Sud- 
brook Road,   the rapid transit alignment curves to the west away from the 
railroad,   underpasses Greenwood Road,   and follows the original Express- 
way alignment as proposed at the Public Hearing.    After crossing over 
Gwynns Falls and under the existing structures at Old Court Road and the 
Baltimore Beltway,   the rapid transit tracks enter the median of the proposed 
Northwest Expressway and remain in the median to the northern terminus 
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at Owings Mills.    The Old Court station platform is proposed to be located 
north of the existing Old Court Road Bridge.    The parking lot for the Old 
Court Road station would be located at ground level on the east side of 
Gwynns Falls and north of Old Court Road.    Vehicular access to the park- 
ing lot    is via Old Court Road which would be widened for a left turn lane. 
A pedestrian bridge over Gwynns Falls would com.ocr the parkins lot with 
the station platform. 

The Old Court station would provide parking for 550 cars,  as 
well as special discharge areas for kiss-n-ride passengers and buses. 
Bicycle stalls will also be provided. 

The southern terminus of the Northwest Expressway would be 
a directional interchange with the Baltimore Beltway.    The Beltway inter- 
change is located west of the Western Maryland Railway within the right-of- 
way previously purchased by the State Highway Administration,   and is the 
same location proposed for this interchange at the Public Hearing.    Direc- 
tional ramps are provided to permit southbound traffic on the proposed 
Northwest Expressway to turn in either direction on the Beltway and for the 
return movements.    North of the Baltimore Beltway,   the proposed Express- 
way would continue northerly as a dual highway,  with rapid transit in the 
median.    The alignment curves to the north,   crossing over Gwynns Falls 
and over the Western Maryland Railway approximately 1200 feet south of 
Mount Wilson Lane.    Paralleling the east side of the   railroad,   the project 
passes through the undeveloped southwest corner of the Woodholme Country 
Club,  and overpasses     Mount Wilson Lane and underpasses McDonogh Road,  with 
no access facilities provided at either road. 

The combined project passes to the west of the Lyon Acres 
subdivision,   and 5000 feet north of McDonogh Road the alignment curves 
to the west to recross the Western Maryland Railway.    West of the   rail- 
road,  the project passes to the east of the McDonogh Historic District and 
west of the Painters Mill Music Fair and the Owings Mills Industrial Park, 
crossing Gwynns Falls and existing Painters Mill Road on a viaduct approxi- 
mately 2000 feet west of the   railroad.    Continuing in a northwesterly direc- 
tion,   the Expressway interchanges with Relocated Dolfield Road and,  pass- 
ing to the west of the Tollgate subdivision,  underpasses Pleasant Hill Road 
200 feet west of Tollgate Road.    In the Owings Mills area,   the centerline 
has been located to provide the necessary space for the increased parking 
requirements at the terminal rapid transit station near Painters Mill Road, 
and for the semi-directional roadway interchange at Dolfield Road.    Relo- 
cated Dolfield Road would be constructed generally to the south of the 
existing road from the proposed Red Run Boulevard,  west of the Northwest 
Expressway,   easterly through the interchange   area to the Gwynns Falls 
crossing of existing Dolfield Road.     Relocated Dolfield Road would continue 
easterly from Gwynns Falls on new location to underpass the Western Mary- 
land Railway and Reisterstown Road and terminate at a future connection to 
Bonita Avenue.    The dual highway proposed for Relocated Dolfield Road 
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consists of two 24-foot roadways separated by a 16-foot median.    Dolfield 
Road would be terminated with cul-de-sacs on both sides of the Northwest 
Expressway.    South Dolfield Road would be terminated with cul-de-sacs on 
both sides of Relocated Dolfield Road,  and Ritters' Lane would be extended 
to connect with Relocated Dolfield Road.    The interchange at Relocated Dol- 
field Road has been designed to accommodate all turning movements at the 
Northwest Expressway,  with directional ramps for traffic turning south on 
the Expressway toward Baltimore from Dolfield Road and for the returning 
northbound movements.     The interchange at Relocated Dolfield Road and 
Reisterstown Road proposes turning ramps,   which will permit traffic from 
the north or south on Reisterstown Road to turn toward the west on Relocated 
Dolfield Road.    Relocated Dolfield Road,  with the two interchanges described 
above,  will provide a direct connection for the exchange of traffic between 
Reisterstown Road and the proposed Northwest Expressway. 

Red Run Boulevard is a new 24-foot street proposed as part of 
this alternate and is located approximately 3000 feet southeast of the North- 
west Expressway.    Red Run Boulevard begins at Painters Mill Road,   pro- 
ceeds northwesterly generally parallel to the  proposed Expressway and 
terminates at Dolfield Road. 

The Owings Mills Rapid Transit Station is proposed to be lo- 
cated in the median of the Expressway 700 feet north of existing Painters 
Mill Road.    The rapid transit tracks in the median of the Expressway termi- 
nate approximately 1300 feet north of the station platform.    A parking lot is 
situated on both sides of the Expressway adjacent to the station site,  with 
two pedestrian bridges to connect the east and west parking lots to the sta- 
tion platform.    The parking lot on the west side would have direct access 
from the Expressway via a southbound off-ramp.    Northbound return from 
the parking lot would be provided by a road-crossing under the Expressway 
adjacent to Painters Mill Road.    Vehicles would use the parking lot on the 
east side of the project in order to gain access to a northbound on-ramp 
leading to the Expressway.    The parking lot on the east side of the Express- 
way would accommodate locally-oriented vehicles from Reisterstown Road 
with access from Painters Mill Road.    Painters Mill Road would be rebuilt 
above the floodplain as a 24-foot street under this proposal from South Dol- 
field Road to the transit parking lot.    The parking lot on the west side of the 
Expressway v/ould accommodate locally-oriented vehicles from the Liberty 
Road area via Painters Mill Road,   or via the proposed Red Run Boulevard 
and a future access road leading to the parking lot.   The actual location of the 
access road, which is not part of this project will depend on development pat- 
terns in the proposed Sector Center, which is a high-density residential and 
commercial development. 

In addition to parking for 3800 cars at the Owings Mills Station, a 
special area adjacent to the station would be reserved for bus parking, for 
the discharge of kiss-n-ride passengers and for bicycle stalls. 
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Relocated U.S.  Route 140 (Northwest Expressway) continues 
in a northwesterly direction from Pleasant Hill Road and overpasses Church 
Lane 1500 feet west of Delight Road.    A service road on the west side of the 
Expressway,   connecting to Church Lane, provides access to the Pikesville 
Sportsmen Club. 

A full cloverleaf interchange is proposed at Relocated Cherry 
Hill Road in the vicinity of Nicodemus Road.    Relocated Cherry Hill Road 
would be constructed as a 4-lane dual highway with a 16 foot median from 
Tarragon Road westerly to its intersection with Church Lane,  a distance of 
1.0 mile,  and Nicodemus Road would be relocated around the interchange 
and be connected to Cherry Hill Road on both the north and south side of the 
interchange. 

The Expressway proceeds in a northwesterly direction from 
Cherry Hill Road, paralleling the Westminster and Baltimore Electrical 
Transmission Line,  and underpasses Berrymans Lane 2300 feet west of 
Reisterstown Road.    The project then underpasses Glyndon Drive (existing 
Stocksdale Avenue) 2300 feet west of Reisterstown Road,  where an inter- 
change is planned to provide access and service to the Reisterstown area. 

Glyndon Drive would be constructed with two 24-foot roadways, 
separated by a 16-foot median through the interchange area and connect to 
Reisterstown Road as a 50-foot curbed street.    Existing Stocksdale Avenue 
would be closed by the proposed construction of Glyndon Drive and a tee- 
turnaround provided at. the terminus. 

North of the Glyndon Drive Interchange,  the Northwest Express- 
way underpasses a 2 lane relocation of Cockeys Mill Road and parallels the 
Gas k Electric Company transmission line through the proposed directional 
interchange with Relocated Maryland Route 30.    Chatsworth Road would be 
terminated at the Northwest Expressway with cul-de-sacs as required.    North 
of the Route 30 Interchange the Expressway swings to the west,   crosses under 
the transnaission line and ties into Westminster Pike approximately 1000 feet 
east of Nob Hill Park Road,  with full control of access ending just north of the 
proposed interchange with Relocated Maryland Route 30.    Vehicles on West- 
minster Pike,  traveling away from Reisterstown,  would continue on the exist- 
ing road and connect to the Expressway just west of the electrical transmission 
line.    Southeasterly traffic on Westminster Pike,   with a destination in Reisters- 
town proper,   would use a left-turn lane and proposed road,  which bridges over 
the northbound lane of the Expressway and connects to Westminster Pike in 
the vicinity of the Gas & Electric Company! s power line at a common grade 
intersection with the proposed extension of Butler Road.    The Butler Road Ex- 
tension from the Hanover Road to the Westminster Pike is proposed as a dual 
highway with two 24-foot roadways,   separated by a 16-foot median,, 

Relocated Maryland Route 30 diverges from Relocated U. S. 
Route 140 (Northwest Expressway) via a directional interchange 1500 feet 
south of Westminster Pike and,  bearing toward the north,  underpasses 
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Westminster Pike 1500 feet west of Hanover Road.    Relocated Maryland 
Route 30 would terminate as a controlled access freeway under this pro- 
posal at the extension of Butler Road.    Connecting ramps to Butler Road 
Extended are proposed as part of a diamond interchange planned at this 
location to provide access to the northern part of Reisterstown.    A tempor- 
ary road from the Butler Road ramps to existing Hanover Road (Maryland 
Route 30) would provide a direct connection for Hanover Road traffic to the 
northern terminus of the proposed Relocated Maryland Route 30.    The future 
extension of Relocated Maryland Route 30 northerly to the proposed Pied- 
mont Highway near Arcadia,   Maryland is planned for some time after 1995. 

Access to Relocated U.  S.   Route 140 (Northwest Expressway) 
is proposed by interchanges at the Baltimore Beltway,   Relocated Dolfield 
Road,   Relocated Cherry Hill Road,   Extension of Glyndon Drive and the Ex- 
tension of Butler Road.    Rapid transit stations are proposed at Milford Mill 
Road,  Old Court Road,  and Painters Mill Road, with direct access from the 
expressway to Owings Mills Station at Painters Mill Road. 

The estimated costs of the transportation system,  described 
as the recommended alternate,  are as follows.    The costs are based on 
1974 prices. 

Highway Construction 10. 6 mi.       $68,427,000. 
Rapid Transit Construction       6. 1 mi. 46,837,000. 
Right-of-Way Costs 35,211, 840. 

Total Project Cost $150,475,840. 

In summary,   the recommended alternate will result in defin- 
ite transportation and economic benefits to the community as a whole,  with 
unavoidable displacement of approximately 132 persons,   29 residences and 
18 businesses.    The recommended alternate would impact 3 historic sites 
from the Baltimore City Line to Reisterstown,  all of which are on or eligi- 
ble to be placed on the National Register of Historic Places.    The Section 
4(f) Statement for these historic sites  is included in Volume II. 
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B.     RELATIONSHIP TO LAND USE PLANNING: 

The 1980 Guidcplan for Baltimore County,  Maryland,  adopted on June 
15,   1972,  is the official master plan for the County and was presented "as 
a culmination of the County's planning efforts to date".    The preliminary 
"Comprehensive Plan for Baltimore County",  dat^d A.pril 10,   1975, was 
prepared by the Baltimore County Office of Planning and Zoning.   The follow- 
ing is an excerpt from the Preliminary Comprehensive Plan,   citing the 
purpose of the Plan,  and listing a summary of major recommendations 
made in the Plan. 

"The plan has been prepared with the general purpose of guid- 
ing and accomplishing a coordinated,  adjusted and harmonious 
development of the County and its environs which will,  in ac- 
cordance with present and future needs,  best promote health, 
safety,  morals,  order,   convenience,  prosperity and general 
welfare,  as well as efficiency and economy in the process of 
development and the maintenance of property values previously 
established. 

"This comprehensive plan tempers and synthesizes many poli- 
cies resulting from projects begun before the Guideplan was 
adopted in 1972.    Among these projects (in addition to the 
Guideplan itself) were the eight area plans approved in the 
1956-66 decade; the 1966 recreation and open-space plan; the 
central Towson pJanmng project begun in the mid 60is: the 
Phase I rail rapid transit studies of the 60's; establishing the 
north-western and southwestern legs of the future transit sys- 
tem; a series of "sector" plans drafted in the 1967-72 period; 
the comprehensive sewer and water plans of 1970-73; the 1971 
Countywide zoning map; the 1971-74 and 1973-76 overall pro- 
gram designs for planning activities in the County; and the an- 
nual capital-program studies. 

"Among themore recent efforts serving as a basis for this plan 
are a natural-resources inventory; the housing studies of the 
County's Inte.ragency Planning Group; the Phase II transit study, 
and numerous additional ongoing studies under the aegis of the 
Maryland Department of Transportation; a plan for trails,   pro- 
posed by an ad hoc citizens' committee; the solid-waste-manage- 
ment plan prepared in cooperation with the Regional Planning 
Council; detailed plans for four stream-valley parks; and stud- 
ios of historic areas and landmarks. 

"The Preliminary Comprehensive Plan will become the subject 
of formal  public hearings to be held in a number of County loca- 
tions.    Further review and revision by the Planning Board will 
follow   the   Public Hearings,    ?nd   the    Planning   Board   will 
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then give its final approval to the plan, forwarding it to the * 
County Council.    The County Council may then hold its own pub- 
lic hearings on the plan, make revisions it deems necessary, — 
and adopt the plan as part of a bill.   Such a bill will be forward- 
ed to the County Executive for enactment into law. 

Summary of Major Recommendations: 

"1.        Reaffirm the location of the Urban-Rural Demar- 
cation Line to separate rural from urban land, 
with urban development to take place only within 
this line. 

2. Encourage development only in areas served by 
adequate public and commercial facilities,  dis- 
courage "leapfrogging" and encourage infilling. 
Study County development controls and formulate 
a comprehensive development code.    Update mo- 
bile home,  office and commercial zoning regula- 
tions. 

3. Enact the proposed resource conservation zones 
to protect our natural resources. 

4. Enact the proposed State Agricultural Land Pres- 
ervation Bill,  incorporating the revisions recom- 
mended by the Office of Planning and Zoning to 
bring the legislation into line with existing legal 
procedures and the traditional responsibilities 
and prerogatives of local government bodies. 

5. Institute assessment and taxation policies that 
would encourage the preservation of rural areas. 
Establish a study commission with citizen mem- 
bership and technical advisors to examine tax 
policy.    Land assessments for taxation purposes 
should be used to direct land use patterns and 
guide development. 

6. Revise Public Works policy so that the extension 
of public facilities may direct rather than follow 
development,   and enact the proposed adequate 
public facilities legislation.    No public funds 
should be used for non-agricultural development 
in agricultural districts. 
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7. Institute policies to provide for a system of scenic 

easements by reserving open space,  and establish 
a linear park system.    Make funds available for 
completion and publication of the "Natural Re- 
sources Inventory" and a Comprehensive Plan for 
Open Space and Recreation.    Designate "rritical 
areas of State concern".    Fund the acquisition of 
a stream valley park system. 

8. Institute policies to control subdivisions in areas 
unsuited for development through legal and econ- 
omic sanctions against such subdivisions. 

9. Locate areas reserved for future urban develop- 
ment in vacant land of slight natural-resource 
value and in proximity to already developed areas. 

10. Set up a task force of citizens and County officials 
to study and develop a plan of action for waterfront 
area problems. 

11. Enact the proposed historic-preservation bill. 

12. Enact pending State legislation to make plans for 
State roads subject to approval by locally elected 
officials.    Make more resources available to 
County transportation planning,   and develop a plan 
for future energy /gasoline shortages. 

13. Establish a substantial,   ongoing community design 
program. 

14. An accelerated open space acquisition program 
which will require Baltimore County funds. 

15. An active program to discourage use of the automo- 
bile and encourage the following transportation 
modes:   Pedestrian,   bicycle,  bus,  carpooling, 
dial-a-ride and rail. 

i 

16. Adoption of comprehensive plans in a way which 
will require that the plan related aspects of the zon- 
ing maps,   sewer and water plan,   proposed develop- 
ment staging map,   capital program and budget and 
all other County programs are to be in conformance 
with the comprehensive plan objectives.     This docu- 
ment is proposed as the first Baltimore County Com- 
prehensive Plan. " 
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Both the 1980 Guideplan and the Long-Range Transportation Plan 

(See Drawing No, 6) of the Preliminary Comprehensive Plan for Baltimore 
County, dated April 10, 1975, have included the Northwest Expressway from ""* 
the Baltimore City Line to Reisterstown and the Phase I Rapid Transit from 
the City Line to Owings Mills as an es sential part of the planning for the North- ' j1 

west Sector of Baltimore County.   This takes into consideration theCompre- **"' 
hensive Plan policies concerning conservation, urban growth and land use, pub- 
lic services including transportation, development control and fiscal concerns. j 

Northwest Corridor Land Use - 

Existing and proposed land use in the project corridor, including a 
brief summary of the significant man-made features and their relationship 
to Relocated U. S. Route 140 (Northwest Expressway) is described below.   Im- 
pacts on these existing land uses are discussed inSections C and D of this vol- 
ume.   Refer to Section H, this volume,  and to Volume II (Section 4(f) Statement) 
for impacts on historic sites.   The following maps supplement the written 
description: 

Existing Land Use Map (Drawing No.  7) 

This map was developed from Baltimore County's "1975 
Existing Generalized Land Use Map", prepared by the 
County Office of Planning and Zoning. 

Proposed Land Use Map (Drawing No.   8) 

This map was reproduced from Baltimore County's "Com- 
prehensive Plan", adopted inl975by the Planning Board. 

- Baltimore City Line to Baltimore Beltway - 

This area is almost completely developed with medium density 
residential housing.    Commercial interests are scattered along existing 
Reisterstown Road and along Milford Mill Road adjacent to the Western 
Maryland Railway.    The Suburban Golf Club of Baltimore County,   the 
Maryland State Police Headquarters,   and the Druid Ridge Cemetery are 
situated on the east side of Reisterstown Road.    A Maryland National Guard 
Armory is located on the west side of Reisterstown Road.    The Bedford 
Elementary and Sudbrook Junior High Schools are located in the Williams- 
burg subdivision,  west of the proposed Expressway. 

At the approximate halfway position of this portion of the corridor 
and abutting the western boundary of the Western Maryland Railway right- 
of-way,  is the unique local community of 207+_ acres known as Sudbrook 
Park.    This development,  which from its beginning until February 17,   1957 
enjoyed railroad passenger service,  was one of Baltimore's first planned 
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suburban communities and was designed as a summer resort circa 1889 by 
the architectural firm of Frederick Law Olmstead,  who is best known for 
his design of Central Park in New York City.    The original 76-acre portion 
of this area has a charming atmosphere characteristic of an affluent late 
19th Century suburb, wherein large distinctive homes occupy maturely land- 
scaped 1. 5 acre lots.    Since World War II less pretentious homes have sur- 
rounded the older section. 

Two public playgrounds are owned and maintained by Baltimore 
County's Department of Recreation and Parks,   and are situated on the north 
and south side,   respectively,  of the proposed Expressway right-of-way be- 
tween Sudbrook Road and Old Court Road,  as shown on Drawing No. 4b be- 
Gwynnvale Park is located in the Gwynnvale subdivision with access from 
Shamrock Lane and Gwynnvale Road.    Approximately 6 acres have been im- 
proved with one ball diamond, a multi-purpose court, water fountain and picnic 
areas.   Sudbrook Park is located in the Sudbrook subdivision with access from 
McHenryStreet andSilver CreekRoad.   It is a nicely landscaped 6-acre play- 
ground with one ball diamond,   a multi-purpose court, a small pond, water 
fountain, picnic area and a tot-lot with swings, see-saws, several jungle-gyms 
and a sandbox.   The proposed project does not require land from either play- 
ground, as right-of-way for the Northwest Expressway was acquired 10-years 
prior to their construction.    No parkland from either Sudbrook Park or Gwynn- 
vale Park would be required to construct the presently planned design.   Appropri- 
ate noise abatement techniques will be employed to assure that the predicted noise 
levels resulting from the project will not exceed the design criteria. 

- Baltimore Beltway to Owings Mills - 

The existing land use in this area consists of scattered residential 
development of low to medium density,   strip commercial areas along 
Reisterstown Road,   institutional development,   and industrial sites between 
the Western Maryland Railway and Reisterstown Road in the Owings Mills 
area.    The proposed land use adds additional residential development in the 
vicinity of McDonogh Road and north of Painters Mill Road.    The Northwest 
Sector Center,   as planned by Baltimore County,  is a high-density residen- 
tial and commercial development located north of Painters Mill Road and 
west of the proposed Northwest Expressway.    Reservation for the proposed 
Expressway through this area is recognized in land planning and has been 
maintained up to the present time. 

Between the Western Maryland Railway and Reisterstown Road is 
the Woodholme Country Club,  a privately-owned 18-hole golf course,  and 
the Ner Israel Rabbinical College.    The Mount Wilson State Hospital is a 
550-bed facility,   owned and operated by the State of Maryland,  Department 
of Health and Mental Hygiene.    The Hospital grounds,   consisting of approxi- 
mately 210 acres,   are located west of the Western Maryland Railway. 

tf 
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The McDonogh School,  a historic property comprising approxi- 
mately 750 to 800 acres,  is located between McDonogh Road and Painters 
Mill Road on the west side of the Western Maryland Railway.    It is a pri- 
vate school,  having approximately 900 boarding and day students, with 
classes through the 12th grade.    It has horseback riding with bridle trails 
through the property,  i" addition to the normal athletic fields and courts. 
A major portion of the school property is utilized for agricultural and 
dairying activities.    The portion of the school property located south of 
McDonogh Road has been posted as a wildlife refuge and is registered with 
the Maryland Ornithological Society.    The School's private water supply 
system,  which is fed by springs,  is situated in the Gwynns Falls floodplain 
on the northern edge of the School property adjacent to the Western Mary- 
land Railway.    East of Reisterstown Road is the Green Spring Valley Hunt 
Club,  the Garrison Forest School for Girls and the Rosewood State Hospital. 

In the vicinity of Painters Mill Road and north to Dolfield Road,   a 
181-acre Owings Mills Industrial Park is being developed west of existing 
Reisterstown Road.    Space has been reserved for the proposed Expressway, 
and buildings in the Industrial Park should not be affected. 

Typical commercial-industrial enterprises in this area include the 
Western Auto Warehouse,  Maryland Cup Company,   Malco Plastics,   Balti- 
more Spice Company,  Scotts Corporation,  Baltimore Broadcasting,  Bendix 
Field Engineering Corporation,  automobile dealerships,  restaurants,  elec- 
tric companies,  plumbing and heating companies,  etc. 

Baltimore County has tentative plans for the development of a 
stream valley park along the bed of Gwynns Falls from the Baltimore City 
Line adjacent to Leakin Park to Owings Mills and from that point along the 
bed of Red Run to the area of the proposed Soldiers Delight State Park.    The 
recreational trail system in Baltimore County,  as proposed by the Baltimore 
Area Trails Council,   also follows   the Gwynns Falls and Red Run stream 
valleys in the Northwest Corridor. 

The Gwynns Falls Interceptor Sewer is located along the stream for 
its entire length from the Baltimore City Line to Reisterstown and ranges in 
size from 8 inches in the Glyndon area to 42 inches in the vicinity of the 
Baltimore Beltway.    The interceptor is intermittently overloaded in certain 
locations and studies have been made by Baltimore County to determine the 
reason for these surcharges.    The latest study recommends enlargement or 
relief facilities and a construction schedule to accommodate the residential 
increases and commercial growth anticipated in the Northwest Corridor. 
The proposed supplementary sewers range in sizes from 18 inches in the 
Glyndon area to 60 inches at the Baltimore City Line. 

$> 
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- Owings Mills to Reisterstown - 

Within these limits,  land development has been essentially confined 
to the corridor along Reisterstown Road and consists of high,  medium and 
low density residential housing with strip commercial areas along the exist- 
ing road.    Proposed d-.velopment west of Reisterstown Road will be resi- 
dential in nature,  with planned community centers serving the needs of the 
area. 

North of Pleasant Hill Road,  the proposed Expressway passes 
through the privately-owned Pikesville Sportsmen Club,  Inc.  from which 
right-of-way was acquired in 1957. 

The Franklin Senior High School and an apartment complex are 
located on the north side of Cherry Hill Road between the proposed Express- 
way and Reisterstown Road. 

The Baltimore Hebrew Cemetery,   consisting of 74. 29 acres,  is 
located on the north side of Berrymans Lane 2500 feet west of Reisterstown 
Road.    The proposed Expressway passes through the cemetery property and 
requires approximately 0. 24 acres for highway purposes.    There are no 
burials in the area where right-of-way is required for the project. 

Soldiers Delight is proposed as a 2000 acre natural environment 
area and is located approximately 4000 feet west of Relocated U.  S.   Route 
140 (Northwest Expressway) between Pleasant Kill Road and Church Lane. 
Soldiers Delight is scheduled for development as a recreational area by the 
Maryland Department of Forests and Parks and is not affected by the proj- 
ect. 

A large and complex Northwest Electric Sub-station,  owned by the 
Baltimore Gas & Electric Company,   is located on the south side of Cockeys 
Mill Road.    The sub-station is situated west of the proposed Relocated 
U.  S.   Route 140 and will not be affected by this project. 

Reisterstown Road,   between Owings Mills and Reisterstown,   has 
been extensively built up with residential,   commercial and industrial de- 
velopment,   including churches,   apartments and shopping centers.    Owings 
Mills Elementary School,   Franklin Junior and Senior High Schools and the 
Hannah More Academy front on the existing road.    The U.  S.   Postal Service 
has branch offices in Garrison (21055),  Owings Mills (21117),  and Reisters- 
town (21136). 

* 
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C.    PROBABLE IMPACT ON ENVIRONMENT: 

In accordance with the project notification and review system establish- 
ed under the Intergovernmental Cooperation Act of 1968 and Bureau of Bud- 
get Circular A-95,   the State   Clearinghouse has reviewed  the project and 
has determined that It is in accord with State plans,  programs and objec- 
tives.    It is also in conformance with the General Development Plan of the 
Baltimore Regional Planning Council,  the 1980 Guideplan,  Baltimore 
County's plan for future development of the community, and the Comprehen- 
sive Plan for Baltimore County,  adopted October 13,   1975. 

The coordination process with appropriate local,   state and federal agen- 
cies has resulted in the recognition of valuable natural areas and the identi- 
fication of agency and public concerns,  all of which has helped to establish 
the significant environmental consequences of this project.    A coordination 
letter with attached map was circulated March 29,   1972 to 134 agencies, 
groups and officials resulting in receipt of 33 replies. 

The Draft Environmental Statement (Report No.  FHWA-MD-EIS-73- 
01-D) was issued on February 21,   1973,  and the Corridor Location Public 
Hearing was conducted on April 4,   5,   11 and 12,   1973.    A Supplement to the 
Draft Environmental Statement concerning Section 4(f) Historic Sites (Report 
No.   FHWA-MD-EIS-73-01-DS)was circulated in October,; 1975.   In addition, 
public information meetings were held,   prior to the public hearing,   on March 
21 and 29,   1973 and again on December 2 and 5,   1974 to acquaint the public 
with additional studies and evaluations developed subsequent to the public 
hearing.    All comments received having a significant bearing on the environ- 
ment or relating to the project location and design have been considered in 
the preliminary studies and in evaluating the environmental impact of the 
improvement. 

1.      Regional and Community Growth (Population and Employment) - 

Transportation improvements of the magnitude of the proposed 
Northwest Expressway and Northwest Line of the Phase I Rapid Transit Sys- 
tem will not only encourage development in the  immediate vicinity of the 
project, but will influence growth patterns in the surrounding area for many 
years in the future.    Areas that may be affected by the proposed project are 
the Liberty Road corridor to the west,   the Park Heights-Green Spring 
Avenue corridor to the east,   the Carroll County area north and west of 
Reisterstown,   and the northwest section of Baltimore City along Wabash 
Avenue. 

The Reisterstown Road-Northwest Expressway corridor has a pro- 
jected growth rate of more than twice that estimated for the Liberty Road 
corridor based on Regional Planning Council population projections.    It 
should be pointed out,   however,   that even with the rapid growth in the North- 
west Corridor, the population density in 1990 will only be 65% of the density in 
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the Liberty Road corridor.   These statistics indicate that the Liberty Road cor- 
ridor without an expressway or rapid transit will experience a severe strain on 
transportation and other public facilities and services.   The completion of the 
proposed Northwest Expressway and Phase I Rapid Transit should have a bene- 
ficial affect on the Liberty Road area with respect to transportation services. 
Vehicles with origins west of Randallstown, who now utilize Liberty Road to go 
north on the Baltimore Beltway, would be attracted to the Northwest Expressway 
for these trips via the interchange in the Owings Mills area.   Rapid transit 
would have an even greater effect,  attracting patrons via feeder roads and 
buses for the entire length of the Liberty Road corridor to the proposed rapid 
transit stations. 

The Park Heights-Greenspring Avenue corridor,  located to the east 
of Reistcrstown Road,  passes through the Greenspring Valley and Worthing- 
ton Valley.    Both of these valleys have low density zoning classifications 
with large estates and open space and will probably remain in that category. 
A spirit of "no growth" is spreading in this country,  and this is one of the 
locations where the residents are actively promoting the status quo.    Assum- 
ing that the low density and rural atmosphere will prevail in this area,  the 
Northwest Expressway should have very little effect on the corridor,   even 
though it is within the sphere of influence of the proposed Expressway and 
Rapid Transit.    Residents in this corridor will have the advantages of these 
improved transportation facilities; however,  any pressure generated for in- 
creased growth can be controlled by proper planning and zoning at the County 
level. 

The Carroll County area,  north and west of Reistcrstown,   should 
not be significantly affected by the proposed Expressway.    However,  one 
of the factors necessary for the growth of any area (adequate transportation) 
would be provided by the project for those Carroll County residents who wish 
to travel to Baltimore.    Using the 1970 census as a source,  approximately 
6000 residents of Carroll County work in Baltimore County or Baltimore 
City,  of which 30% are located in the Liberty Road corridor and the remain- 
ing 70% in the Reisterstown Road corridor.    Assuming these sane percent- 
ages would apply in the future,  better than two-thirds of all Carroll County 
residents working in the Baltimore area would receive the benefits of the 
improved transportation service offered by the proposed Northwest Express- 
way and Rapid Transit projects. 

The northwest section of Baltimore City would also be impacted by 
the proposed transportation facility.    Because the area has already been 
densely developed,   very little population growth has been projected for the 
northwest section of BaltimorcCity.    The impact on this area would be pri- 
marily in the form'of increased rapid transit service with no improvement 
to highway facilities.    The overloaded peak hour traffic conditions at the 
present time on Reisterstown Road and Liberty Road would be further aggra- 
vated by future increases in traffic, resulting from growth along Liberty Road 
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and Reisterstown Road,  which have destinations in Baltimore City.    The J  * 
proposed Phase I Rapid Transit System follows along the Western Maryland 
Railway and Wabash Avenue and provides an excellent alternate travel mode 
for residents with destinations in the Central Business District.    The rapid 
transit is consistent with MDOT policy to encourage peak-hour travel by 
transit. 

A thorough study and analysis of the secondary impacts of the 
project regarding urban development and growth patterns in the Northwest 
Corridor of Baltimore County resulting from the proposed Northwest Ex- 
pressway and Northwest Line of the Phase I Rapid Transit System was also 
conducted by the Regional Planning Council and their entire report, "Tech- 
nical Service Report 9", has been included in this Final Statement as Attach- 
ment No.   1.    The findings and conclusions reached in this report are includ- 
ed here for the convenience of the reader. 

"In summary,  it has been found that the Northwest Corridor 
. in Baltimore County has experienced extremely high growth 
over the last fifteen years (about 20% per year increase in 
population) despite deteriorating traffic conditions and de- 
creasing accessibility levels.    This growth rate is expected 
to be severely curtailed by the building moratorium imposed 
by the State Department of Health and Mental Hygiene in re- 
sponse to the overloading of the sewer trunk line serving 
the corridor.    With the lifting of the moratorium,   expected 
in 1979..  it is anticipated that growth in the corridor will 
return to about the same rate experienced over the past 
fifteen years.    This would be consistent with activity pro- 
jections previously made by the Regional Planning Council. 

"It is plausible that increases in accessibility levels pro- 
vided to the Northwest Corridor could result in corridor 
growth rates which are even higher than the high growth 
rates experienced over the past fifteen years.    Potentially, 
the construction of the Northwest Freeway and the North- 
west Line of the Phase I. Rapid Transit System could bring 
about such an increase in accessibility.    However,  travel 
analyses indicate that,   at best,   construction of these facil- 
ities would allow system capacity to just keep up with in- 
creases in traffic resulting from corridor growth.    In 
fact,   some deterioration in the level of peak highway serv- 
ice is projected near the Beltway.    In other words,  over- 
all accessibility will be neither improved nor decreased 
if expected growth occurs and the Northwest Freeway is 
constructed.    Accessibility will decline if growth occurs 
without the Northwest Freeway.    • 
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"It should be emphasized that these preliminary con- 
clusions apply to the overall growth likely in the corri- 
dor.    It is recognized that development patterns within 
the corridor could be influenced by the location of 
specific access and terminal facilities.    Local develop- 
ment plans,   zoning,  and other local factors,  could also 
have a significant effect on shaping local development 
patterns. 

"Another concern of this analysis is the effect of de- 
cisions to either delay or not build major transportation 
facilities in the corridor.    It is clear from travel analy- 
ses condiicted by the 3-C Process that travel conditions 
would continue to worsen through time should this hap- 
pen.    Although sophisticated techniques are not avail- 
able at this time to fully assess the growth implications 
of this possibility,   past experience in the corridor indi- 
cates that corridor growth would continue at a high rate. 
The question,  how high will future growth rates be,   can- 
not be answered until a new growth forecasting technique 
is available,   although one likely result of a "no-build" 
decision would no doubt be more scattering of develop- 
ment within the corridor. " 

Baltimore County's "1980 Guideplan" recommends the development 
of selected,   easv-to-service areas of land in several locations adiacent to 
present development for new population growth in the County.    These areas, 
coupled with the vacant land inside the 1972 Urban-Rural Demarcation Line, 
offer a total land area more than sufficient to house the anticipated popula- 
tion expansion in the next decade.    This provides a comfortable margin for 
growth while allowing Baltimore County time to evaluate other potentials 
and patterns for outlying rural portions of the County likely to become urban 
in the years beyond 1980.    One of the planned growth areas indicated in the 
Guideplan is the Sector Center which is located at Painters Mill Road on the 
west side of the proposed Relocation of U.  S.   Route 140.    The proposed Re- 
location of U.  S.   Route 140 will provide fast,   safe and efficient vehicular 
transportation  to  this growth area with  access   provided  at   Dolfield 
Road.    Mass transportation in the form of rapid transit in the median of the 
Expressway supplemented by feeder buses will also provide service to the 
area with a station site located at Painters Mill Road.    The project dove- 
tails both in location and timing with County plans and goals for the develop- 
ment of the Northwest Sector Center. 

The social and economic opportunities for employment,   religion, 
education,   recreation,   health and safety are expected to be enhanced in the 
Northwest Sector of Baltimore County as a direct result of the accessibility 
offered by the project.    Baltimore County's economy is firmly based on 
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diversified primary industries and a wide range of service industries.    Em- 
ployment growth will be reflected in the significant increase in service and 
distribution industries,  the continued growth of industrial output and the 
necessary services required at all levels of government.    The vitality of 
the corridor can readily be assessed by the forecasts shown in the following 
table: 

- Regional Planning Districts - 
Pikesville Reisterstown 
Lochearn Owings Mills 
Randalls town Fowblesburg 

Number of Employees 
Current Estimate (1970) 
Future Projection (1990) 

Industrial & Commercial Zoning 
Developed Acreage (1970) 
Undeveloped Acreage (1970) 

Population 
Current Census (1970) 
Future Projection (1990) 

The total population of Baltimore County was 621, 077 in 1970,  a 
26. 1% increase since I960.    The total estimated population in the County, 
as projected by the Baltimore Regional Planning Council,  is 739, 000 in 1980 
and 862, 000 in 1990. 

Property values will generally increase in the vicinity of a modern 
and efficient transportation system with significant increases possible in 
areas adjacent to interchanges and rapid transit stations.    These increases 
in property values and the acceleration of residential and commercial de- 
velopment will broaden the County's tax base throughout the corridor.    The 
initial loss of assessable land and buildings required by the project right- 
of-way will be replaced by the inevitable increase in property development 
adjacent to the proposed improvement. 

13,273 5,853 
29,400 16,900 

1,147 443 
385 810 

92,882 29,756 
138,000 60,000 • 

2.      Transportation Effectiveness - 

The entire Northwest Corridor from Baltimore City to Reisterstown 
is vehicle-oriented.    School students are transported by bus and the major- 
ity of residents commute to work and shopping areas by private passenger 
car.    Except for certain properties fronting on the Western Maryland Rail- 
way Company right-of-way,   the commercial and industrial development is 
serviced by truck. 
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The quality of transportation offered by the project as a Combined 

Expressway/Rapid Transit System is superior to that which could be de- 
veloped by separate facilities.    The Northwest Expressway and Rapid Trans- 
it System are both required for a balanced transportation system in the 
Northwest Corridor and are in conformance with the General Development 
Plan for the Baltimore Region prepared by the Ree

1'o"ai Planning Council 
and with the Comprehensive Plan for Baltimore County.    Access ramps 
have been incorporated into the expressway design leading directly to spe- 
cific transit parking areas in order to encourage the usage of this mode of 
travel and,  in return,   heavy transit patronage would alleviate peak-hour 
highway operations.    Other advantages to the bi-modal transportation sys- 
tem as presently planned are in a letter dated May 16,   1972 from the Mass 
Transit Administration to the State Highway Administration in response to 
the coordination process.    Part of this letter is quoted below to show how 
each mode complements the other - 

"The location of rapid transit in the median has many 
significant advantages to the general traveling public 
in thfe Northwest Corridor: 

- use of common right-of-way to reduce the total 
highway/transit land requirements, 

- efficiency in the design and construction process, 

- joint use of access arterials and interchanges to 
promote easy mode transfer, 

- structuring of development potential with both 
highway and transit accessibility, 

- use of transit in the highway median to protect 
peak-hour highway operations. " 

The population density in the vicinity of the project reduces in pro- 
portion to the distance from Baltimore City.    In the area between Baltimore 
City and Owings Mills,  most of the residents have individual homes built on 
separate lots with some apartment developments built in quiet residential 
areas.    North of Owings Mills,  a good percentage of open land remains with 
individual homes and apartments located along existing Reisterstown Road. 
Comparatively speaking,   the residents are spread out with privacy,   a prime 
concern.    The entire lifestyle of these citizens has been oriented around the 
automobile,   on which they arc almost completely dependent for transporta,- 
tion to work,  for shopping and for recreation.    The Expressway and Rapid 
Transit were planned with interchanges and station sites at major crossroads 
along the route to provide convenient access for residents in the corridor. 
Rapid transit planning has recognized the low density in the area and 
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automobile dependency of prospective transit riders by providing large park- 
ing areas at the   station sites for kiss-n-ride and park-n-ride patrons.    It 
has been estimated that approximately 48, 500 patrons will ultimately be using 
the Rapid Transit Facility by 1990.    Transit  patronage  in  the County is,   to 
a great  extent,  dependent on the Expressway and feeder roads  to station 
sites.    System analyses made by the Maryland Department of   Transporta- 
tion show that transit patronage would not increase  if the Expressway Sys- 
tem was not built in  the Baltimore Region. . .       .    , 

- Traffic Simulation - 

In general,  traffic was simulated by computer methods utiliz- 
ing planning and policy information supplied by regional and local agencies. 
The information included socio-economic factors,  land use patterns,  utility 
expansion,  highways,   transit,  and general operating plans and policies.    The 
area covered by the traffic simulation study included Baltimore City,  as well 
as Anne Arundel,   Baltimore,   Carroll,  Howard,  and Harford Counties.    The 
assumptions and techniques.used in the traffic simulation are too complex to 
be fully described in this Final Environmental Statement;   however,   a com- 
plete,  non-technical outline of the regional traffic simulation and impact analy- 
sis is available in the Baltimore Regional Environmental Impact,Study (BREIS) 
Technical Memorandum No.   Z,   "Travel Simulation,and Impacts. "   This Study 
is on file at the State Highway Administration. 

Traffic data originally developed for studies presented at the 
Public Hearing in ) 973 and included in the Draft Environmental Statement 
have been superceded by the traffic volumes developed for the BREIS Study 
in 1974,  and refined for use in the Northwest Corridor.    Simulated traffic 
volumes for the Northwest Expressway and intersecting roads for the 1995 
design year.  Average Daily Traffic,   are shown in the table on page  C-8, 
and are typical of those in the computer output data. 

North of the Baltimore Beltway, the proposed six-lane expressv/ay 
has a capacity of 90, 000 vehicles per day, assuming a Level 'D' Service, a vol- 
ume which is not expected to be reached until after 1995.   Levels of Service, as 
used throughout this Environmental Statement, are defined on page C-8-|-.   Based 
on the projected traffic volumes in the 1995 design year, the proposed Northwest 
Expressway would operate at the following Levels of Service: 

Expressway Section Level of Service     No.  of Lanes 

Baltimore Beltway to Painters Mill Road D 6 
Painters Mill Road to Reisterstown A '6 

The additional vehicular and rapid transit trips made available 
by the project will encourage the implementation of the Sector Center at 
Painters Mill Road as well as other development proposed in the "1980 
Guideplan".    The project,  designed as a modern,   controlled access Express- 
way,    should divert many trips from Reisterstown Road,   and provide a needed 
supplement in the corridor for national defense and during emergencies resulting 
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PROJECTED AVERAGE DAILY TRAFFIC VOLUMES 

DESIGN YEAR 1995 

Alternate 2 
Relocated U.S. Route 140 Public Hearing Recommended "Do-Nothing" 

(Northwest Expressway) Proposal Alternate Alternate 

Baltimore City Line To Hilford Mill Road 27,800 * * 

Mil ford Mill Road To Baltimore Beltway 29,200 * * 

Baltimore Beltway To McDonogh Road 85,500 * * 

McDonogh Road To Painters Mill Road 77,350 * * 

Baltimore Beltway To Painters Mill Road * 85,500 * 

Painters Mill Road To Cherry Hill Road 40,800 40,800 * 

Cherry Hill Road To Relocated Md. Route 30 27,800 * * 

Cherry Hill Road To Glyndon Drive * 27,800 * 

Relocated Md. Route 30 To Glyndon Drive 11,600 * .* 

Glyndon Drive To Westminster Pike 12,775 # * 

Glyndon Drive To Relocated Md. Route 30 * 26,500 * • 

Relocated Md. Route 30 To Westminster Pike * 10,300 * 

Relocated Maryland Route 30 

Relocated U.S. Route 140 To Glyndon Drive 16.200 * * 

Glyndon Drive To Hanover Pike 13,725 * * 

Relocated U.S. Route 140 To Hanover Pike * 16,200 * 

Reisterstown Road 

Baltimore City Line To Old Court Road 25,000 35,000 32,000 

Old Court Road To Baltimore Beltway 30,000 42,150 40,000 

Baltimore Beltway To Md. Route 130 40,000 40,000 53,000 
Md. Route 130 To Painters Mil! Road 30,000 30,000 34,000 

Painters Mill Road To Cherry Hill Road '20,000 20.000 34,000 

Cherry Hill Road To Md. Route 30 30,000 30,000 34,000 

Intersecting Roads 

Mi I ford Mill Road - East Of Northwest Exp. 26,200 - \  16,000 
West Of Northwest Exp. 18,000 - 

Baltimore Beltway - East Of Northwest Exp. 123,500 131,100 4132,900 
West Of Northwest Exp. ' ""*  139,100 144,800 

McDonogh Road   - East Of Northwest Exp." - " '-"'    4,800 - ' 4T.000 
N West Of Northwest Exp. 11,350 - 

Painters Mill Road- East Of Northwest Exp. 34,400 17,350 4 14,000 
West Of Northwest Exp. 21,550 15,000 

Reloc. DolfieldRd.. East Of Northwest Exp. - 17,350 4 8,000 
West Of Northwest Exp. - 15.000 

Cherry Hill Road - East Of Northwest Exp. 13,900 13,900 4 6,000 
• West Of Northwest Exp. 1,900 1,900 

Glyndon Drive   - East Of Northwest Exp. 3,389 3,389 4  800 
West Of Northwest Exp. 2.400 2,400 

* Does Not Apply 
4 West of Reisterstown Road 
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Level of Service is a measure of the traffic conditions under which a road- 
way operates as it accommodates various traffic volumes.    Influencing fac- 
tors include speed,  travel time,  traffic interruptions,  maneuvering freedom, 
safety,  driving comfort,  economy and,  of course,  the volume of traffic. 

For interrupted flow conditions, such as major highways and arterials with 
traffic signals, Levels of Service are ranked from A to F (best to worst) as 
follows: 

LJLY_?J:_,_A.,_:    free flow,  no delay at traffic signals. 

L_e_y_eJ._L?_,_:    occasional delays at traffic signals. 

kJ:^JLl_!JrL'_:    increasing volumes,  moderate delays 
at traffic signals. 

\ 

L_e_y_e_l_|_D_Jj    lower speeds,   increasing volumes, 
frequent delays at traffic signals. 

L_e_y_e_l_ME_J_:    low speeds,  high volumes,   signal 
backups almost to previous signal. 

Lje_y_e_l_,__F_,_:    forced traffic flow,   successive back- 
ups between signals. 

For expressways and freeways with uninterrupted flow conditions,   the follow- 
ing Levels of Service apply: 

L_e_v_eJ._J_A_,_:    free traffic flow,   low volumes,   high 
speeds. 

L_e_y_eJ._,_B_'_:     stable traffic flow,   some speed re- 
strictions. 

L_e_y_e_l_|_C_^_:    stable flow,  increasing traffic volumes. 

L^_y_eJ:_
,_D_'_:    approaching unstable flow,  heavy traffic 

volumes,   decreasing speeds. 

Lle_v_e_l_,_E^,_:    low speeds, high traffic volumes, approach- 
ing roadway capacity, temporary delays. 

L_e_v_eJ._,_F_J_:    forced traffic flow at low speeds,   low vol- 
umes and high densities, frequent delays. 
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from natural causes.   The recent Tropical Storm Agnes ripped through Mary- 
land on June 22, 1972, causing death and destruction of property in a five-state 
area.   Bridges on Rcisterstown Road and the Western Maryland Railway over 
Gwynns Falls in the Owings Mills area were destroyed by the subsequent flood- 
ing, resulting in the stoppage of transportation.   The need for the Northwest 
Expressway during this disaster was obvious.   Civil Defense Headquarters for 
the entire State of Maryland, and Headquarters for the Maryland State Police 
are located inPikesville at Rcisterstown and Sudbrook Roads.   The project will 
provide a direct modern expressway connection from these headquarter agen- 
cies to the network of Interstate and Defense Highways throughout Maryland. 
With a diversion of traffic to the proposed expressway,   the communities along 
Rcisterstown Road would benefit by an increase in the level of service on the 
existing road, thereby providing safer, easier and more pleasant access to 
businesses, schools and churches.   Traffic in 1995 would be reduced by approxi- 
mately 25% from that predicted for Reisterstown Road without the Northwest 
Expressway.   It should be noted, however,  that the approaches to  the Reisters- 
town Road-Baltimore Beltway Interchange would not operate at a satisfactory 
level of service until three lanes are provided for each approach roadway. 

The termini of Relocated U. S. Route 140 (Northwest Expressway) 
consist of the Baltimore Beltway, the Westminster Pike (U. S. Route 140) north- 
west of Reisterstown and the Hanover Pike (Maryland Route 30) north of Reisters- 
town.   Hanover Pike is a two-lane highway, with good alignment and sight dis- 
tance, and without improvement would operate at Level 'E' Service in the de- 
sign year.   The reconstruction of this road toa6-lane freeway on new location 
is included in the critical section of the 1975-1994 Twenty-Year Highway Needs 
Study.   Westminster Pike is a 4-lane highway, without control of access.   It is 
capable of accommodating projected traffic at Level 'A' Service in the design 
year.   The State Highway Administration has included the reconstruction of 
this highway to a 4-lane divided highway in the non-critical section of the Twenty- 
Year Highway Needs Study.   The Baltimore Beltway in the vicinity of the pro- 
posed Northwest Expressway is a 6-lane freeway with an ADT of 73, 000 in 1973 
and projected traffic increases would eventually exceed its capacity.   The State 
Highway Administration has foreseen this possibility and has included the widen- 
ing of the Baltimore Beltway to 8 lanes as part of the critical mileage in the 1975- 
1994 Twenty-Year Highway Needs Study.   Assuming that the Beltway will have 
been widened to 8 lanes by 1995, it would be operating at a Level 'E' Service, 
with a predicted average ADT of 145, 000. 

With the decision to terminate the project at the Beltway, traffic 
on the Northwest Expressway with destinations in Baltimore City would be re- 
quired to turn onto the Beltway and utilize existing arterials into the City.    The 
affects on the corridor road system and suggested proposals to minimizing these 
affects arc discussed on page D-33 and J-13 in this Final Statement. 

An analysis of the adequacy of County highways leading to the pro- 
posed Rapid Transit station sites and Expressway Interchanges has been includ- 
ed as follows: 
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Traffic data for these approach roads has been developed v. 
based on the traffic predictions made for the Baltimore Region Environmen- 
tal Impact Study (BREIS).    Using the 1995 design year traffic data,   the num- 
ber of lanes required for each approach road to the proposed project has been 
determined as follows.    Also noted is the existing road condition and the im- 
provements propose..! r0 part of this project or programmed for future im- 
provement. 

MJj.£o_r^d_J^nj_R^3j_:L_Ra£^d_jr_r_^^^U_S^y.jC)_n_ 

Reisterstown Road Approach - 4 lanes required in 1995. 
Reisterstown Road at Slade Avenue to Expressway - 
no existing road.   A new 4-lane road is proposed as 
part of this project, including an improvement to 
Reisterstown Road at Slade Avenue. 

Liberty Road Approach - 4 lanes required in 1995. 
Liberty Road to Washington Avenue - Existing 4- 
lane road - no improvements are required. 

Washington Avenue to Expressway - Existing 2- 
lane road - no improvement proposed with this 
project. 

OJ. d^_C £u£t__R_o_a.d__-_J^fLRJ-iL-ZJEJL?JAjL-JLtiL!:L^.^ 

Reisterstown Road Approach - 4 lanes required in 1995. 
Reisterstown Road to Western Maryland Railway - 
Existing 4-lane road.   No improvements are re- 
quired. 

Western Maryland Railway to Station - Existing 2- 
lane road. Left turn lanes proposed at entrance to 
station as part of this project. 

Liberty Road Approach - 4 lanes required in 1995. 
Liberty Road to Transit Station - Existing 2  and 
4-lane road.    No improvements proposed with 
this project. 

^-§111111°££_5.£Lt_w_^XJi.^^.9 5J r_JEj£pj:_e_s_sjv_a_^_j:_n_t£££han£:e 

Reisterstown and Liberty Road Approaches - 8 lanes 
proposed in 1995.    Existing 6-lane freeway - no 
improvements proposed with this project.    Widen- 
ing to 8 lanes is'included in the critical mileage of 
the MDOT 1975-1994 Twenty-Year Highway Needs 
Study.    The Beltway would operate at Level 'E' 
Service in 1995 with 8 lanes. 
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P_a_i n t_e_r_s M j_ll_ ^:oa.d_ _- _R a £ ^_T_r_a_n_s_i_t_S ta^tijpji 

Reisterstown Road Approach - 4 lanes required in 1995. 
Reisterstown Road to South Dolfield Road - Exist- 
ing 4-lane road.    No improvements are required. 

South Dolfield Road to Transit Station - Existing 
2-lane road will be reconstructed above the flood 
elevation as part of this project. 

Liberty Road Approach - 4 lanes required in 1995. 
Liberty Road to Transit Station - Existing 2-lane 
road.    No improvements proposed with this proj- 
ect.    A future road is planned to connect with 
Brenbrook Road,  which is part of the proposed 
county arterial road system in western Baltimore 
County. 

———2.£fLL?_4__JL9_UA £L^_-RjL^JL_"_ J?JLK_r_?_s_s_}5L?JL J-iLJ:£.£ £lliL2.£e 

Reisterstown Road Approach - 4  lanes required in 1995. 
Reisterstown Road to Expressway - No existing 
road.    A new 4-lane divided highway is proposed 
as part of this project. 

Liberty Road Approach - 4 lanes required in 1995. 
Proposed Red Run Boulevard to Expressway - 
No existing road.    A new 4-lane divided highway 
is proposed as part of this project. 

Liberty Road to Red Run Boulevard - No existing 
road.    A future road is planned to connect with 
Pleasant Hill Road,  which is part of the proposed 
arterial road system in western Baltimore County. 

Rj?A £ £ £ ££.4. JLh^LLY. JIA-LL _R £ £ 1 _ z. _^-^_E_L££.£Z. £ X .JLPJ_? J-J- A£.£_g _§ 

Reisterstown Road Approach - 4 lanes required in 1995. 
Reisterstown Road to Expressway - Existing 2- 
lane road.    The County is planning a new 4-lane 
road,   which could be constructed concurrently 
with this project. 
Note:   Relocated Cherry Hill Road connects to the 

existing 2-lane Church Lane west of the 
Expressway.    No arterial approach road is 
planned or required by 1995. 
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Reisterstown Road Approach - 4 lanes required in 1995. 
Reisterstown Road to Expressway - No existing 
road.    A new 4-lane road is proposed as part of 
this project. 
Note:   A future extension of Relocated Glyndon 

Drive will connect to Nicodemus Road, 
west of the project. 

Butler   Road   Extension    -   Interchange   with 
  _ _J^e_l_p_ca_t_e ji_ M_a_r_XJ-_a._n_d_ R_o _ujt je _3_0 

From Westminster Pike to Hanover Road - 4 lanes re- 
quired in 1995.    A new 4-lane divided highway is 
proposed as part of this project through the inter- 
change with Relocated Maryland Route 30. 

- Maintenance of Traffic During Construction - 

Traffic on existing Reisterstown Road will not be affected by 
the construction of the project on new location.    Vehicular and pedestrian 
traffic on County and State roads intersecting the project will be continuously 
maintained by the construction of temporary roadways,   the use of existing 
roads to detour traffic around a construction site,   and by utilizing existing 
roads,  where a relocation is proposed.    Interruptions to utility services 
during the construction period will be kept to a minimum by exercising care 
and protection for facilities not directly affected by the project,   and by the 
construction of relocations where necessary. 

3.     Accident Statistics - Safety - 

During the years of 1973 and 1974,   the study section of existing 
U.S. 140 experienced 826.20 (Rate) accidents on a 100 million vehicles miles 
of travel basis (Acc/100 MVM).    This experience (rate) is far above the state, 
wide average of 536.27 accidents/100 MVM of travel for all similar design 
highways now under state maintenance.    If no improvements are made on 
the subject roadway,  we can expect in addition to the normal traffic growth, 
an increase in vehicular conflictions which are normally associated with 
congestions on highways of this design.    The accidents will undoubtedly con- 
tinue to increase with a corresponding increase in motor vehicle accident 
cost that exceeds the present cost of approximately $1,930,919.46/100 MVM 
of travel for the motorist now using U.S.   140. 
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According to our studies,   the proposed six-lane,  divided highway- 

should experience 139.62 accidents/100 MVM of travel which is a reduction 
of 686. 58 accidents/100 MVM of travel.    The accident cost to the motorist 
by construction of this alternate is estimated at $241,489. 12/100 MVM of 
travel.    This safer type highway will bring an anticipated saving of approxi- 
mately $1, 689, 430. 34/100 MVM of travel for the ruurorist now using U. S. 
Route 140. 

More important than monetary savings to be realized by construc- 
tion of the proposed facility is the corresponding anticipated decrease in the 
loss of life and human misery brought about by the reduction in accidents. 

The accident costs,   as indicated,  includes present worth of future 
earnings of persons killed or permanently disabled,   as well as monetary 
losses resulting from injury and property damage accidents.    The unit costs 
utilized in the above computations were based on actual cost values obtained 
from three  independent accident cost studies conducted in Washington,  D.   C. , 
Illinois and the California Division of Highways,   and were updated to   1973 
prices. 

4.      Public Facilities and Services - 

The majority of schools located in the corridor  (see page A-17) 
are situated adjacent to existing Reisterstown Road.    Other schools,  located 
west of Reisterstown Road,   are not close to the recommended alignment of 
the project,   and no adverse impacts are anticipated.    The emphasis on con- 
tinuing education in the County is evidenced by three growing, fully-accredited 
community colleges in Catonsville,   Essex and Dundalk.    The County's "1980 
Guideplan" recommends that a proposed fourth community college be located 
in the northwest section of the County. 

Public utility services,   such as water lines,   sanitary sewers,   gas 
lines and electrical and telephone service,  will not be affected by the proj- 
ect.    Where the proposed construction is in conflict with a utility,   the neces- 
sary relocations will be made in order to maintain service.    Care will be ex- 
ercised during the construction period to protect other utilities that are not 
directly affected by the project. 

Public services requiring the use of fire equipment,   police protec- 
tion and other emergency vehicles will be improved by the proposed project. 
A safer highway will be available to these emergency vehicles,  with the add- 
ed benefit of reduced travel time. 

Potential for major recreation facilities in the area include the 
Soldiers Delight State Park located west of the project between Pleasant Hill 
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Road and Church Lane, which is not affected by the project,  and the stream 
valley along the bed of Gwynns Falls from the  Baltimore City Line adjacent 
to Lcakin Park to Owings Mills.    In order to preserve the natural setting 
through the area from the Baltimore Beltway to Painters Mill Road,  the 
alignment has been adjusted to avoid the stream,  where practicable,  and 
structures are proposed at all stream crossings so that it will not be neces- 
sary to relocate the natural channel of Gwynns Falls.    The impact on the 
Gwynns Falls valley and the water quality from north of the Baltimore Belt- 
way to Painters Mill Road is significantly minimized with the recommended 
alternate,  which locates the Expressway on the east side of the Western 
Maryland Railway. 

5.      Community Cohesion - 

The existing character of neighborhoods in urban and suburban 
areas is generally established by actions of the local government such as 
zoning regulations,   permitted and planned land usage and available public 
services.    In the Northwest Corridor,  neighborhoods and land uses have 
been further defined by the natural barrier of Gwynns Falls and the man- 
made barrier of the Western Maryland Railway Company right-of-way and 
the Westminster and Baltimore Electric Transmission Line. 

Between the Baltimore City Line and the Baltimore Beltway,   the 
proposed extension of the rapid transit system passes through the edge of, 
or close to,   the established subdivisions of Brighton,   Campfield Gardens, 
Mellinee,   Howardsville,   Williamsburg,  Sudbrook Park,  Scotts Hill and 
Gwynnvale,  all a part of the community generally defined as Pikesville. 
The project does not penetrate or further divide these subdivisions,   but par- 
allels the Western Maryland Railway Company right-of-way and Gwynns 
Falls.    All reasonable measures will be taken to lessen the harmful effects 
of the  project  on these communities.    Fencing will be erected to protect the 
children and animals in the area.    Additional safety features,   resulting from 
the project,  include the elimination of the existing public railroad grade 
crossing by the Relocation of Milford Mill Road,   and the modernization of the 
existing narrow and dangerous bridge over the railroad at Sudbrook Road. 

The   presence   of a   rapid  transit line  adjacent to  a  residential 
area  may   result in  an  adverse  visual impact  on  homes   immediately 
adjacent  to   the  transit   line.   The   elevation  of   the   project   is   approxi- 
mately the   same   as   the  Western  Maryland  Railway  through  the   entire 
area,  which is relatively lower than the adjacent communities to the west, 
and is actually in a depressed section in the vicinity of Sudbrook Park.    The 
low elevation and properly designed landscaping should soften the visual im- 
pact.    The residential nature and stability of Pikesville should not change as 
a result of the project;   however,  improved transit service should generally 
increase the desirability of the neighborhoods. 

0 \ 
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North of the Baltimore Beltway,  the project passes east of Old 
Court Estates and Belle Farm Estates,  and then west of the established com- 
munities near Reisterstown Road known as Lyon Acres,   Tollgate,   Belltown, 
Cedarmere,  Hathaway and Reisterstown.    Right-of-way for the project occu- 
pies either undeveloped or institutional land.    From the Baltimore Beltway 
to Painters Mill Road,  the project parallels the Western Maryland Railway 
Company right-of-way,  and north of Church Lane it parallels the Westminster 
and Baltimore Electric Transmission Line.   Other than providing safe and 
more convenient transportation within Baltimore County to either Baltimore 
City or Western Maryland and Pennsylvania,   the project should have no sig- 
nificant affect on the character or stability of these neighborhoods.    All 
reasonable measures will be taken to lessen any affect of the.project on these 
established communities. 

6.      Displacement of People,   Businesses and Farms - 

The following information was provided by the Maryland State High- 
way Administration,   Bureau of Relocation Assistance for the recommended 

alternate. 

"The area affected by the proposed NWX is generally mid- 
dle to high income residential and commercial property. 
The remaining land use is light manufacturing,   agricul- 
tural,  and institutional.    The communities along the pro- 
proposed alignment will not be bisected by the project, 
although some areas such as that in .the vicinity of Cherry 
Hill and Nicodemus Roads will be disrupted.    The com- 
munity adjacent to U.S. Rte.   140 will be severely impact- 
ed by the project.    Other adjacent communities,   such as 
the business community in the Owings Mill area will be 
impacted by the connecting roadways.    There will not be 
a long term effect on the economy of any of these com- 
munities,  however,   employment will not be disrupted as 
the majority of the firms displaced are expected to relo- 
cate in the area. 

"There will not be any adverse impact to particular groups 
such as the elderly or handicapped.    However,  the Fox- 
leigh Development Center will have to be relocated caus- 
ing a temporary disturbance to the occupants during the 
relocation.    Hospitals,  libraries,   shopping areas and 
other community facilities will not be impacted.    A 
Baltimore County public parking lot on Slade Avenue will 
be acquired,  but functional replacement will be utilized 
in this instance. 

•0- 
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"Residential,   commercial and industrial development 
should be enhanced by the project,  although some existing 
uses in each category will be acquired,  but no adverse 
effects are anticipated.    There will not be a significant 
change in population density or distribution by the project, 
but eventually development will increase pr.palation in the 
corridor.    Property values will most probably increase 
in the area beyond 1-695,  while generally remaining stable 
inside the Beltway. 

"Approximately 132 persons in 30 families and 3 additional 
individuals other than families will be displaced.    It is es- 
timated that 17 of these families are owner-occupants of 
single family dwellings and 13 families are tenant-occupants 
of individual dwelling units.    These families are generally 
middle income,   although some upper income families are 
included.    There will be no displacement of members of a 
minority group and no unusual problems are anticipated 
with regard to elderly or handicapped individuals. 

"Eighteen (18) businesses of various types will be displaced. 
Most of these are retail or commercial establishments and 
approximately 3 are expected to discontinue their operations. 
Three (3) farms may have to be relocated or it is possible 
that they may discontinue operations.    There are 2 non- 
profit organizations [.hat will be required to relocate.    One 
is the Foxleigh Development Center mentioned above,  while 
the other is the Baltimore County public parking lot on 
Slade Avenue.    Functional replacement may be necessary 
for this parking lot. 

"At the time of this study,   the housing market in this part of 
Baltimore County remains stable with respect to our pre- 
vious surveys.    In August,   1975,   approximately 70 homes 
were available,   and in May of 1974,   there were approxi- 
mately 100 homes.    The variance in these two cases is 
seasonal,   and the housing market remains substantially 
the same as indicated by our August 1975 study.    No re- 
housing difficulties are anticipated at the time displacement 
occurs,   and no umisual impact to the neighborhoods into 
which the displacees are likely to go is foreseen. 

"Our current study indicates that approximately 12 busi- 
ness properties were available for sale    and/or lease in 
the general vicinity of the project.    Our source of informa- 
tion is the Zelma B.   Ensor Real Estate Organization, 
multiple list and personal observation.    The availability 
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of farms in the NWX Corridor is non-existent,  however, 
farms are available in northern Baltimore County.    It is not 
likely that the farms affected will continue operations in the 
same area. 

"There are no known Federal,  State or County projects an- 
ticipated that will effect the supply and demand for housing 
at the time displacement is likely to occur.    Lead time 
will vary from twelve months to two years,  depending upon 
the segment of the project. 

"The  persons to be relocated by the project will be treated 
in a timely,  orderly and humane manner,  as required by 
the "Uniform Relocation Assistance and Land Acquisition 
Act of 1970" (P. L.   91-646).    The service will be provided 
by the personnel of the Office of Real Estate,  District 4, 
Brooklandville,   Maryland." 

The following is a copy of the "Preliminary Relocation Study",   as 
prepared by the Bureau of Relocation Assistance in December,   1975,  and 
a "Summary of the Relocation Assistance Program of the State Highway Ad- 
ministration of Maryland". 

•*, 
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Tf '"swi?)*1 '" '":COr<"nC' ""',' <'r,° 'x1>,1",,,"r"• of "•• "nifor. Relocation Asslatanc.  and Land Acqulaltlon Polleiea Act nf Wo 

1 „ Amor < c."in fl i 1    Co- 
2. Dolticorc Adhesive   Co, 
3» fHcholas   Androzzl   &   Son 
U* m 1 len llurv/i i?. 
9o Tonont-tUc   ointroctor 

11 „ AnicMcnn Gift   Shof 
13e P\?7a  Hut 
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5e Office Bldgo •» How Leasing 
6. Tetro  Soles,   Inc. 
7. Fcxlcigh  Development   Center 
8. V/.MoRoRo   Sta,,,   Owings Mills 

10, Rwy express Agency 
12. Mnraell   Tire Coo 
I'*. Vociint  building "formerly occupied 

by U.S.  Post Office 
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tcMxrUii ««eT»ri tnxllj el>o 
tyti^kt^i totAl r-jr-.^r pwrnona' afftded -55 
Ieti.«t*i tot.l rrjrj^r o^nlnorUy group" resl-r. iffod.d 0 , „_,!*,. „{ 0 

<KC«MI  fKll>s U
r n-J3!t<,r of tanwt eccuprnf faadHea T      « , 

nt-.r«!r of l.-i^lrltf-jlr; C .  y * 

 '/      / 

owner 
and 

(RELOCATION OFFICRO (DATE) 

Sattzuiteft number of wlnority ovned or operated boslnaoMa        ^ 
Estimated rminber of minority ©r^ployoea  • 
T8tAnat*d number of nljiorlty ownad or operated fanaa 0 
Fetlrated number of rlnortty errploycra       ^ . r\ 
Estimnted number of minority non-prof It orcjnizctions 
Estimated nunLor of minority employees ^ • 

*   Four  chinmeye  Truck  Farm  &   Farm   on   cherry  Hi"      ^d.   - "PHA  Property  not   included :3> 



fturvtt) of Rtlocdtton ABolflLtnc* 
Cfflc* of Retl InttVa 
)O0V«»t Pr*6ton Strt^t - Hoort bC2 

B.itlJWM, Korylind    21201 

Sfcpo*® 

:-:-l 
STATE KIOIIW*! immrsrRATnH 

ortre 

CW/lHTW.lff OT 'tSlNSrOOTtTTOH 

Or HUtTUKD 

S.H.». 6).0-K'.l (10-«-7M      ".g. I 
Pr«ll»ln«iTr «eloc»ttoo studio 

Ktrjlind "rojtctl __^__________ ^ ^ 

r«d.r»l till Proj.cVl 

Tamlnit   

AlUrnit* Kunbtn 

C«n>ral liit No.t 

,  ,u•«« n—nt „«. t. pr.r-.d for .11 pr.^n^ r.l«.Ucn n.dU..    OtUl- th. .utUn. *1» »d th. drt. « tta r,»r« .Id. 
to pnpM^ th» .rpHc.blc n.rr.tlw .t.ttwnt.  .  

I. Cewunlty Irp.ct 
t.    D-ecrlU th. c«•nltT .ff.rt.d li.cl.dJng tjp. of ^Ighborhood, lnc<>» I.T.1., 1«.1 «W, .te. 

B. t>0«. the .It.mnto dUW. or disrupt w. •rt.blii.h.d coDonitri 

C. Vb.t la tho «ff«ct upon aJJ.Mnt commnitleoT 

0.   Wh.V 1. tM r-rl .rr«t of t..ln.... f*-. »d .on-pront dl-lo^lon en th. .coa-r of th. .tUtlng co^nlt, IncUdlnf 

• rploritnt? I-, 

».   1. ther. .ny .drr.. li=p«t en p«-tlcul«- gro.p. .«h .. th. oldorly «d h«,<Uo*p.dT •    S-      . 

,.    Rov .Ul th. It.•*, .f fet th. uM of ..riou. cc^nltx f.clll«.. «d ..rxlc. ..b « h.q.ltd.. llb»rl... topping «». 
fU.  it.tlon., polio, .ftlon., school.,  church...  .nd r.crc.tlohU f«Ultl..? 

0.   to vh,t «unt rtU th. .iur„.t. pr.duc. .d«r» eff.ct on n.ldMtia. co^-rcl^, nd lnd.rtrUl d.T.lop«nt thrt l. ..Mix 
or planned? 

H.   Vlll thtr. U * .lenlXlcuit ehMij. In popul.tlon deittitx or dlrtrlbutlon? • 
^ '"'•-. r* X.   Will the «dj»c«nt property T.IU.. bo ^It.red?    Ol.co.ir. 

1...  (IncreMOd,, decre.Md, tonlnj, dUT.lopnont) 

II. t.tlmUd dlopl.certnt 

1      01„ «, .rtl«t. of th. n^bor of por.on.,  faille.,   -nd Indlrldudl. to b. dKrpl.cd.    Dl.cu.. ttalr ch«-.ct.rl.tlc. .uch U 
occup«.cy «utu..., rlnorltl... .ccorfc lerel,  .£., Isrg. fMilll.., hundlc^pad, .te. 

B. Hoy wny «.d whrt trpo of buoln...... vlll hmr. to M n,li>crt.d7    H« Bony of th.« tITM BV b. .xp.ct.d to dl.contlim.? 

C. Ha-f rsrj fV. -.^.A ^-- rf ? -rr-*.<.~:f. v'll be r.loertefl    fi«r =eny of t>>ee e« b- •r?e-te-! t» d'-eortlm-f ope-rtl--;? 

C.    Hcv r-ny (P'1 vhat tyr« of ncn-proflt orEmlr.ttlnne »111 b» ^f.ctedT 

t.   Will funntlonU r«pl.ce«int b. wesnyf    If •». <"•="»« «ny «ldltlontl di^il.ceBent tb«t nv romlt. 

III.   Wnorlty dlsplicemnt 

1.   Wh.t I. th. rwl.l character of th. .r». ^fcct.d, Including th. .oproprlat. number by r.c of person. Md fmlli.. (Ufect.d reu« 
•11 person, directly dleplacod or looted In area, directly adjoining tho road)? 

B. Vbat ic th. .oclal and .cononic character of the are. affected, includln? l.«la of incone, whether th.  «. i. cor^rcia or 
reoliVntlal,  a.-,d the .pproxisat. livialwr of r.lnn.-lty and non-sinorlty ownor. of buslne.MJ .nd rcidences la tho  ar«.7 

C. What le the racial chararler of the peopl. employed In tho  area .f fected by the .Itemate? 

».    ire t^ro any forrs-enf.e probles area, or adreree  irp.ct., euch .a rehousine dlfflculti... chmcoo In IncOM c^i.bllitl»B, 
nobility, or eoarajnlty coriealon? 

t.   Vlll a rinority area be br-?med or separated frcn eontli^uouo  «rea3 by th.  ilt.mirt.lT. .nj,  If .0, wh.t .ffoet will this h.T» on 
tb« Blnorlty cor.-nonltyl    To uhat ertent will it perpotuaU prttem. of ceereeatlon, If at all? 

r.    How vlll the alternntc  affect the ure of rprlou. cox-amlty fidlltlea and eerrlces such a. hosoital.,  librtrlee,  .hooolnR ar«.B, 
. *    fir*  stations, police   Inj'.alUUonn,  school., churches, parks,  and recreo-.lon centera by minority groups In the  area? 

0.   To what extent will t(w alternate produce  an advoro. .ff.ct on residential, cawXTci.ll,  aod lndu.trl.1 deT.lopMnt that 1. 
•xlatlnp, or planned within minority eorrjtunitle.T 

IT.    Relocation Plan 

A. State the  tvetlob! llty of DC-tr> houelnt; which 1. within th. flrvincial wan. of those to b« displaced that  1. normally aTailable  In 
tho area.    Vlll tho ho-( in? fce aufflcient to n-et tht needs of those b.inj: dleplacxid at the  tijie disolacenftnt occurs?     If not, 
do.crlbe'th.  action* v;ro-,'030d to remoy the  situation inclodlng houelng of last resort.    Stat. tho eourc*. of thia  Information. 

B. Vhat will be  the It^art on the ruilehbothood or coojroiltleB Into wtiich Uie displaced per.on.  .re  likely to HOT.T 

C. 01T.  a etit«M<nt of  .yailabillty of replacenwnt .Ite. for bualrr.se., farw!,  and noo-profit organUatlona.    State  source, of thl. 
Inforr^tion. 

D. Give ai annlyala of Federal, State,  and runlclpal profrajw that may affect the Bupply and deiumd for housing at the til» dlepl.c- 
rnnnt occurs. 

t.    SUte the  laad tlr*  retired to cotplet. relocation on the project.     (1...  froa the Inltlatlcffl of Kegotlatlon. to the  lart person 
iWTed) 

F.    Ol^e  a  ft^tcil  analysis ehdiing that relocfttlon Can/cannot be  r*tcol*ed sntl.factorny,  and . statemrrt that relocation can/cannot 
be  actor-.lls^ej  In acccrd.ir.re with the requirements of the 'Jnlfor« Selocatlon Aaslslanc.  irt Land Acoul.ltlob PoUclea Jet of 1970 
(r.L. n->.u-). ' 
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Zstir-?*,*d tot 
oc count t».-.i 

—Q » rcirb^r of terumt occupant fmlllea       /  '/ aM 

SetiAst«d number of minority owned or operated buslnsa*** 
Z«tinat*d rmaiber of minority *riplo^sf o 0 

Sifnaturti 

L (nuycavm orricai) 
7^// -y //o 

KstiKated  nunber of nlnority owned  or operoVgd  faraa   " Om 

Tstlrntrd nurber of nsinority enrlo>Te9 ^ . r\ 
Estimntec number of nir.ority non-profIt'crg/Qtt^t.iant 
Bstimated  number of minority enployeeB 

Se.LL-^A-v^.fcao..lfnr ,r,usinos&4»« 
(OATI) 

SHA  Property not  includ'ed" 



IMr»«u oi Koiocatlon mtiiAtnc* 

Offlc of Rsal tn,u 

300W«rt Prteton Str««t  - Ro<n L« 

r. ccrra/j® 

OPTHX 

DCPAKTMiHr or TR^JSPcnrwroii 

or Kyinjiin) 

PnllKlnary Keloctllon ^ludirs 

Mirjltrid ?roJacti   

D«iNi 2 

f*<i«r«l »id ProJ.eti 

Ttmlnit 

AlUnuU Konbert 

Oflmrtl 7iU Ko.t 

1 rurrttiT* ttitemnt wjrt v.« prpp*r<d for ill preltnLnwy relocation etudix*.    OtUli* tht u.Mli*c b«lov md the dtt* on the revetM elda 
t« pr«p&re IM  appilcbM^ r.srrittlT^  stttetx.nt. 

ltTsle# l»nd ai»«e# otCt 

CoMnunltT' Intpvrt 

A. Deetrlb* th* conranity *ffected Including typ» of neighbcrhood, Incc" 

B. ttoel the •lt«m«t« dl»iti« or dlBrupt #ii eirtabUnhed eomamitfT 

C*   Vhit in th* tfreet upon Adjacent coxacmitles? *      * 

D.   Vhat la the gencrtA effect of tmflliwea, far*, and non-profit dislocation oa the econowj- of the •xieting coBunnity Inclodinj    ' 
AqployventY 

K*    le thiere a/iy adverse  Impact on particular groupa agch as tto elderly and ban di cap pod? I >-   J 

F.    Bov will the alternate affect the use of verioue conrajnity facilit4fii and Mrricea euch as boapitalo, librariaa, ehopping *r«M, 
fire rtttiona, police atatlona, schoola, churches, and recreational facilities?      ~ '^ 

0.   To vhrt extent will the alternat* produce adreree effect on reelderrtial, ccwmercial, and indaetrial dereloptwnt that Is existing 
or planr^d? • ;        i_, 

R«   Will there be  t significant changG in population deniity or dlotrlbationt 
' . •  i .. 

T#    ViU the adjacont property valuta be altered?    DiBcuasr"1 i*1 J~» •      - 
I.e.  (Increased, deci'eaAed,  toning,  development) "-- 

IT,    CstiAated dicplacvfrnt * 

A. Oive an eetlruAe of the nu«ber of pereons, faaiillee,  and indixldualB to bo displaced.    Diacnss their characteristics roch u 
occi-T>ancy atfitxie, minoritiee, economic level,   ace, large  fanilies,  handicapped, etc, 

B. How iB-tny and whet type of buslneeaas will have to be relocated?    How nany of theee f insa nay be expected to discontinue? 

C. Tt?v *••«* ''^ vy*\- •fT*? *f ffr". r"*ra*:!^n* vi^l b* r*locft*d?    HCY S^JT* nf thr?*i y-- V*r -T^-C*,»-< *« ^f-.*^**.^..* MMr-*4*_.4 

I>,    How many and whet type of n on-or of It orgmlretlona will be affected? " v 

1.   Will iuncxional ruplaccment be neceaaary/    li  so, diecues any additions! dlaplaceEoont that may mevlt* 

TII4    Kijiorlty diyplacenont 

A. What is the raeUl chsracter of the arta affected, includinp the appropriate nuraber by race of persona and families (affected rean 
ell persons directly dltplaced or located in Areas directly adjoining the road)? 

B. Vhat  le the saclal and econoovlc character of tha  area affected,  including levels of inconK, whether th#  area is eonnnercial or 
residential, «Jid t»ie approxUat« nuitiMr of ninority and non-ainorlty cwnure of buslnessos and rc9i{ter.c«s in the ares? 

C. Vhat la the racial character of the people eaployod In the area affected by the alternate? 

D. Art there any foirseoabl* problem areas or adverse ij^pacts, such oe rehoudng difficulties, changea in Income cspebilitles 
mobility, or coir^inlty cohesion? ' 

».    Vill a Rlnorlty area be by-cassad or aepsretod fron contiruous  trass by the alUrnst.ive f.nd,  if so. whst effect will this hove on 
the ninorlty co-L-rjj»ity?    To what ertent, will  It pcrpetuiU patterns of eegregation,  if at all? 

T.    H<w will the alternote  affect the use of various comrunity fKllitiee  end wrriees  such M hosDittls,  libraries,  ehoooina areas 
fire atstlo:j«,  poli'-e  installations, schools, churches,  paries,  and recreation centers by adnority groups in the  area?' ' 

'       0.   To vt.at extent vUl the  alternate prod-jc^  an alrerae effect on weldentiel, coicmrcia,  and IrrfTjatrisl developMnt thst is 
•xletlng or planned within rAnority ccnmunltleo? 

IT.   Belocatlon Plan 

VIU tho houulnj t*  «ufrulrr.-. to -rt\ tha r.o.os of thase b-lne dlsoljfsd it tt.«  .(„ ^(mi  .'•.    -..      . 
.Jo.crlU If.   .ctlon. pro^s.d to xred/ tM .llu.tlon Inciting hM.ln* o." 1M.. «»«.    St.t. th. .TcrL. 2f thir!^ori«?on. 

S.    Vbtt »U1 to  tM lnnct nn th. reilchborhood or eenamltl*> Into which th. dlepl«;«d p.r.on.  IT.  llk.ly to KOT.? 

C'    ^ilorLt^ir^ "''  •"11J,blllt>r 0' "P1*"""* "l« '« ^l*..... r^,, .nd ^on-profl-. or*«nl»rtton..    St.t. .ourc.. of thl. 

D;   "rt ^c":!"" " ,•d*,•1• Sl•t•' '^ ,r,nlClP*1 P"rr'-"3" th,t "' *rf*rt ^ "WIT -1 ^^d for b...^ .t th. ti» dlapl.c.- 

"•    ^.V" U,;1 "" M'r"r,J l° t***X" r,,,c,tl" " th0 P•^^'    <1- »« »!- Inltutlor, of KcgotUtlor.. to tho U^ p.rJon 

U  .«o-.:ill.f.,3  In .cccrdwco Vith tta r.qulr.nnta of th. TnUo• B.loc.tlon i.,^-.^.  .J f1 •««•"»*«"* rolor.tlon .m/emnot 
(P.I..  JU.IM. ' ••^••lon ia.la.uc.  .^l Un^ Aequljltlo,, CoUcLit ict of 1970 

Rf.'L;ii.l   .-ui-;:iturc 
L-ivn  Orn.'.nvnt 

1.     Antique Shop ' .   "-'      . 
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Attachment for Environmental 
Impact Statements 

Revised March 4, 1975 

"SUMMARY OP '•_:It? 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" (P.L. 91-646) and/or 
the Annotated Code of Maryland, Article 21, Section 12-201 thru 
12-209.  The Maryland Department of Transportation, State High- 
way 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.  The payments that are 
provided for include replacement housing payments and/or moving 
costs.  The maximum limits of the replacement 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 displaced 
residences include actual moving costs up to 50 miles or a 
schedule moving cost payment 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 anu related expenses in moving his business, or 
personal property; actual direct losses of tangible personal 
property; ana 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 two estimates of the cost must 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 
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of using the business's vehicles or equipment, wages paid to 
persons who physically participate in the move, and the cost 
of the actual supervision of the move. 

When personal property of a displaced business is of low value 
and hiqh bulk, and the estimated cost of moving would be dis- 
proportionate 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 nuiy 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 re- 
established, and personal property is not moved but is replaced 
at the new location, the payment would be the lesser of the 
replacement costs minus the net proceeds of the sale or the "~ 
estimated cost of moving the item.  If the business is being 
discontinued or the item is not to be replaced in the re-established 
business, the payment will be the lesser of the difference between   — 
the depreciated value of the item in place and the net proceeds 
of the sale or the estimated cost of moving the item. 

If no offer is received for the personal property, the owner is 
entitled t^ receive the reasonable expenses of the sale and the 
estimated cost of moving the item.  In this case, the business      _ 
should arrange to have the personal property removed from the 
premises. 

The owner of a displaced business may be reimbursed for the ~ 
actual reasonable expenses in searching for a replacement business 
up to $500.  All expenses must be supported by receipted bills. 
Time spent in the actual search may be reimbursed on an hourly      — 
basis, but such rate may not exceed $10 per hour. 

In lieu of the payments described above, the owner of a displaced    — 
business is eligible to receive a payment equal to the average 
annual net earnings of the business.  Such payment shall not be 
less than $2,500 nor more than $10,000.  In order to be entitled 
to this payment, the State must determine that the business 
cannot be relocated without a substantial loss of its existing 
patronage, the business is not part of a commercial enterprise 
having at least one other establishment in the same or similar 
business that is not being acquired, and the business contributes 
materially to the income of a displaced owner. 
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Considerations in the State's determination of loss of existing 
patronage are the type of business conducted by the displaced 
business and the nature of the clientele.  The relative im- 
portance of the present and proposed locavJons to the displaced 
business, and the availability of suitable replacement sites 
are also factors. 

In order to determine the amount of the "in lieu of" moving 
expenses payment, the average annual net earnings of the business 
is considered to be one-half of the net earnings before taxes, 
during the two taxable years immediately preceding the taxable 
year in which the business is relocated.  If the two taxable 
years are not representative, the State, with approval of the 
Federal Highway Administration, may use another two-year period 
that would be more representative.  Average annual net earnings 
include any compensation paid by the business to the owner, his 
spouse, or his dependents during the period.  Should a business 
be in operation less than two years, but for twelve consecutive 
months during the two taxable years prior to the taxable year 
in which it is required to relocate, the owner of the business 
is eligible to receive the "in lieu of" payment.^  In all cases, 
the owner of the business must provide information to support 
its net earnings, such as income tax returns, for the tax years 
in question. 

For displaced farms and non-profit organizations, actual reasonable 
moviny costs generally up to 50 miles, actual direct losses of 
tangible personal property, and searching costs are paid.  The 
"in lieu of" actual moving cost payments provide that a displaced 
farm may be paid a minimum of $2,500 to a maximum of $10,000 
based upon the net income of the farm, provided that the farm 
cannot be established in the area or cannot operate as an economic 
unit.  A non-profit organization is eligible to receive "in lieu 
of" actual moving cost payments, in the amount of $2,500. 

A more detailed explanation of the benefits 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 adequate 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 High- 
way Administration and approved by the Federal Highway Administra- 
tion before "housing as a last resort" could be utilized. 
•'Housing as a last resort" could be provided to displaced persons 
in several different ways although not limited to the following: 
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1. 
2. 

An improved property can be purchased or leased 

orieased1:1"^ ^ ^ rehabilitated and purchas^ 

3. New dwelling units can be constructed. 
4. State acquired dwellings can be relocated, re- 

nabilitated, and purchased or leased. 

Any of these methods could be utilized by the State Hiahw-w 
Admxnxstratron and such housing would be made avaiJaWe to die 
placed persons.  In addition to the above procedure  individual 
replacement housing payments can be increased beyond the statu 

rSn? T f,•" 0rder t0 allOW a displaced person'to purchase or 
rent a dwelling that is within his financial means. PUrCiiaSe 0r 

The "Uniform Relocation Assistance and Real Property Acquisition 
Policies Act of 1970" reauirpc; +h*+ +v.» c^ < x,- , y /iCCiuisition a + -;«« r-^^iT   J •i-.'/vj  inquires tn^t the State Highway Admini^tr- 

the above payments will be prodded and that f?i rtfT"? that 
• will be satisfactorily relocated to co•n«r»hi \  d:,'sPlaced persons 
sanitary housing wrthL thLfgnlncia^n  ofthat'such\  ^ 
xs xn place and has been made available ^^"Si^Ic^^"' 
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7.      Aesthetics and Multiple Use of Space  - 

- Aesthetics - 

The major portion of the corridor is planned for residential 
and commercial development along with the necessary support systems, 
such as utility and power lines,   streets,   etc.    The construction of the 
proposed Rapid Transit/Expressway System will result in the conversion 
of the right-of-way area from a natural to a man-made landscape. 

From the Baltimore City Line to the Baltimore Beltway,   the 
project, passes through a suburban setting of moderate density and would 
be. seen as a typical modern Rapid Transit Facility.    North of the Baltimore 
Beltway to Dolfield Road,   there is institutional development,   some low- 
density housing,  the undeveloped valley of Gwynns Falls and industry at 
Painters Mill Road.    The project passes through undeveloped land or farm- 
ing operations north of Dolfield Road,   except at intersecting roads  where 
there are some existing residences. 

Where the natural landscape adjacent to the right-of-way will 
be converted to housing or commercial uses,   the impact on the terrain due 
to the proposed improvement is not significant.    However,   there will be ad- 
verse visual impact on the surrounding landscape where the highway or 
rapid transit is adjacent to an established neighborhood.    Aesthetic design 
and appropriate landscaping would be incorporated into the project to mini- 
mize any adverse visual impact.    Earth formation and plant materials 
would be planned in relation to the total environment.    Consideration would 
be given to their use for specific purposes,   such as glare reduction,   road- 
way delineation,   and as visual screens where existing homes and other es- 
tablishments are in close proximity.    All construction areas would be seed- 
ed or sodded as required.    Landscaping with bushes and trees would be com- 
patible with the natural ecology-and existing growth. 

- Multiple Use of Space. - 

The multiple use of space has been incorporated in this proj- 
ect by the proposed joint development of rapid transit and the Expressway 
within the same transportation corridor and right-of-way.     The rapid 
transit tracks and station platforms are located in the median of the Ex- 
pressway from the Baltimore Beltway to Owings Mills. 

Adjustments to the roadway alignment and bridge modifica- 
tions are proposed to accommodate the proposed stream valley park and 
trail system along Gwynns Falls in accordance with the recommendations 
of several agencies,   including Baltimore County Department of Recreation 
and Parks and the Baltimore Regional Planning Council.    Strong emphasis 
was placed on the value of Gwynns Falls as a potential linear park in the 
comments made during the State Clearinghouse review,   and these comments 
will be reflected in the project plans. 
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Other multiple uses of space would consist of joint planning V4 
and development, of sections of the Gwynns Falls Interceptor,   the extension 
of a large water main from Wabash Avenue and other utility crossings. 

8.      General Ecology and Conservation - 

The principal natural resources of Baltimore County are agricul- 
ture,   timber and mineral deposits.    Farm land occiipies approximately 
133, 000 acres or 30% of Baltimore County's total land area.    Major farm 
products include field crops,   vegetables,  fruits,   livestock,   poultry and 
dairy products.    Baltimore County contains approximately 159,000 acres of 
commercial forest land,   or 36% of the total land area.    The most common 
type of trees indigenous to this area are oak,   pine,   poplar,  gum,  maple, 
beech,   hickory,   ash,   elm and locust.    Baltimore County is first among the 
State's 22 mineral producing counties in terms of value with stone being the 
leading mineral produced.    Principal minerals are limestone,  basalt, 
quartzite,   serpentine,   sand,   gravel and clay. 

The construction of the proposed Northwest Expressway/Rapid 
Transit project would effect the natural resources of Baltimore County to 
the following extent: 

Wooded Areas-   Approximately 175 acres would be re- 
quired for the construction of the proj- 
ect. 

Farm Land      -   Approximately 215 acres of fields or 
pasture land would be required for the 
construction of the project. 

The impact on plant life resulting from the project will be tempor- 
ary and relatively minor in nature.    During the construction phase,  virtual- 
ly all plant life within the proposed right-of-way will be removed including 
all shrubs and grasses and the majority of trees.    After the construction 
has been completed,  the areas not required for  paving,   shoulders and rapid 
transit facilities will be seeded or sodded with additional landscaping  to 
include shrubs and trees of various types to fit in with the locale and terrain. 

Wildlife in the corridor consists primarily of birds and small ani- 
mals such as  rabbit,   opossum,   raccoon and squirrel with an occasional 
deer in the undeveloped areas west of the project.    All wildlife in the vicin- 
ity of the proposed construction will be disturbed and those within the right- 
of-way will have to vacate their nests,   etc.   and move to another area.    The 
number of animals affected should not be significant as the alignment is lo- 
cated fairly close to developed areas with more than 50% of the required 
right-of-way located in cultivated fields or pasture lands.    None of the plant 
or wildlife species identified in the corridor are classified as rare or en- 
dangered. 
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Gwynns Falls Stream Valley 

During the Regional and State Clearinghouse Reviews,   a number 
of County,   City and State agencies noted the desirability of maintaining the 
natural stream valley of Gwynns Falls as one of the most scenic and valu- 
able natural resources of Baltimore County.    The proposed Northwest Ex- 
pressway Project is situated within the Gwynns Falls Valley,  which is 
largely undeveloped at the present time from the vicinity of the Baltimore 
Beltway to Painters Mill Road. 

Within this area,   the major portion of the stream valley,  including 
Red Run and Horsehead Branch,   passes through privately-owned property, 
and approximately 2300 feet of Gwynns Falls flows through the Mount Wilson 
State Hospital property,  which is owned by the State of Maryland.    At the 
present time,  none of this property is owned by Baltimore County.    South of 
the Baltimore Beltway,   Baltimore County has developed two playgrounds in 
the vicinity of Gwynns Falls as described in Section B of this Statement. 
North of Painters Mill Road,  Gwynns Falls passes through a developed in- 
dustrial area and is not suitable for park development;   therefore,   Baltimore 
County has planned for the continuity of the proposed stream valley park 
northerly along the Red Run Valley.    Both the Red Run Stream Valley Park 
and Horsehead Branch Stream Valley Park have the same status and classi- 
fication as the Gwynns Falls Stream Valley Park;  i. e. ,   there is no current 
public   ownership  of.the  land;   however,   all  of the   streams   have 
been recommended by the County Department of Recreation and Parks and 
the Office of Planning and Zoning to be studied as possible future stream 
valley parks.    None of the proposed stream valley parks can be classified 
as n4(f) land" at this time.    The two playgrounds developed and operated by 
BaltimoreCounty would qualify as "4(f) land";  however,   the project does not 
require the use of any land from either of these areas. 

A Master Plan for a stream valley park has been developed by the 
Office of Planning and Zoning for the Gwynns Falls stream from the Balti- 
more City Line to the Baltimore Beltway.    The plan identifies areas adja- 
cent to the stream that have, significant stands of trees;   areas along the 
stream valley currently oriented toward recreation such as publicly-owned 
land,   recreation areas and drainage and utility reservations;   and privately- 
owned undeveloped land in the immediate vicinity of the stream valley.     The 
plan also identifies areas recommended for  acquisition and includes a 
schematic  plan of potential recreation uses,   with the focal point on a pedes- 
trian path system.     The Gwynns Falls Stream Valley Park Master Plan was 
approved by the Baltimore County Planning Board on October 19,   1972 and 
by the Department of Recreation and Parks on October 11,   1972,  which is 
responsible for programming,   budgeting and acquiring the necessary land 
to implement the Master Plan. 
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The primary usage for the proposed future stream valley parks 
would be for recreation and conservation.    Potential recreational uses are 
hiking and bicycle trails,  nature study areas,  picnic areas,  horseback 
riding,   ballfields and playgrounds.    Conservation would be accomplished by 
the retention of open spaces in a natural setting and also provide protection 
for floodplains,   steep slopes,   forests,  wetlands ar.d (jeulogical features. 
The linear feature of this park system would offer the greatest exposure of 
recreational opportunities along these beautiful stream valleys to the largest 
segment of the population.    The pedestrian path system would provide access 
at an infinite number of locations along the stream.    The Baltimore Area 
Trails Council has drawn up a plan for a 400 mile network of hiking,   bicy- 
cling and horseback trails for the Baltimore City and Baltimore County areas, 
among which is an existing trail along Gwynns Falls from Leakin Park in 
Baltimore City to Red Run near Painters Mill Road in Baltimore County, 
and a proposed trail that has been established as feasible along Red Run. 

Adverse impacts of the highway proposal on the potential recrea- 
tional value of the Gwynns Falls stream valley and the implementation of 
the park proposal would be visual and acoustical in nature.    Proposals to 
minimize these adverse impacts are the result of much correspondence 
and many conferences during the A-95 review and the coordination process. 
A number of State and County agencies,  including the Maryland Department 
of Natural Resources,   represented by the Water Resources Administration 
and (he Fisheries Administration,   the Baltimore County Department of 
Planning,   Baltimore County Department of Recreation & Parks and the Re- 
gional Planning Council,   coordinated in the planning of the highway with the 
Maryland State Highway Administration in order to protect the Gwynns Falls 
stream valley and to minimize any effects that might be adverse regarding 
future park potential and development.    Planning has also been coordinated 
with the Baltimore Area Trails Council to make sure that none of the high- 
way/transit proposals would interrupt the continuity of trails in this corridor. 

In order to preserve the natural setting of Gwynns Falls as much as 
possible,   and to reduce adverse noise and water pollution to a minimum,   the 
State Highway Administration has recommended a project alignment east of 
the Western Maryland Railway which moves approximately 9000 feet of the 
Expressway completely away from the stream valley.    In addition,  the align- 
ment of the project has been adjusted so that the Expressway grading is as 
much as 200 feet from the stream bed with an absolute minimum of 50 feet. 
Proposed structures over Gwynns Falls have been tentatively lengthened, where 
feasible, so that 200 feet of undisturbed land would remain on both sides of the 
stream for future park development.    The incorporation of the above measures 
will make it possible to construct the proposed Expressway through the stream 
valley without relocation of the natural channel of Gwynns Falls    nd, at the same 
time, provide for future trails and recreational facilities that may be developed. 
The State Ilighway Administration v.-ill coordinate all stream relocations and 
crossings with the Fish and Wildlife       ; vice during the development of the pre- 
liminary design plans. 
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The fill necessary to place the highway above flood stage is sub- 
ject to erosion during the construction period,   creating at least temporary 
water quality problems if not carefully controlled.    Sediment and erosion 
control measures described on page C-36,   this Volume,   are applicable to 
the  Gwynns Falls valley,   as well as the remainder of the project.    Exposed 
construction slopes will be planted with temporary c- permanent seeding as 
soon as prudent,  and construction operations in the vicinity of the stream 
bed will be controlled to prevent destruction of the channel,  its banks and 
adjoining areas.    Extensive landscaping with plantings native to the area 
will be planned to help blend the completed project into the existing land- 
scape and to soften the visual effect of placing a man-made object into nat- 
ural surroundings.    Because the stream is still attractive and remains as a 
possible park site,   every effort will be made to keep siltation,   erosion, 
floodplain encroachment and the resulting problems to a minimum.    Refer to 
page J-4 in this volume for a discussion of the effects of the project on the 
floodplain and methods of controlling the runoff.    If every precaution is ob- 
served to protect the water quality and floodplain of Gwynns Falls during the 
design and construction of this project,   the resulting impact will be tempor- 
ary in nature,   and the stream should return to a balanced ecology in a short 
time.    However,   the care taken with this project does not insure against 
future private construction or possible discharges by industrial or residential 
sewerage systems. 

The Maryland State Highway Administration is fully cognizant of the 
value and irreplaceable beauty of these natural streams and has utilized 
every program and planning opportunity to minimize adverse environmental 
effects and to promote the implementation of the stream valley park plan. 

9.      Solid Waste Disposal and Borrow Area - 

The majority of waste materials resulting from a highway construc- 
tion project can generally be attributed to two items:   the removal of buildings 
and clearing and grubbing operations.    Building removal results in waste mate- 
rials such as wood, glass, piping, plaster, metal ducts, appliances, etc., and 
clearing operations create materials such as brush,   trees and stumps. 

The removal and disposal of these waste materials canbe confined 
within the construction limits for large Expressway projects as proposed with 
the Combined Northwest Expressway/Rapid Transit Project.   Small limbs and 
brush would be shredded and stockpiled for future use as mulch material.   Other 
miscellaneous materials, inchading lumber, glass, piping, appliances and 
stumps could be deposited and buried in designated non-bearing fills, suchas 
the interior of interchange ramps, when specified in the construction contract. 
Where on-site areas are not available,   the current construction specifications 
of the State Highway Administration require the Contractor to make all neces- 
sary arrangements for obtaining suitable borrow pits and disposal areas. 
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V In accordance with the provisions and requirements of Chapter * 
245 of the Acts of 1970 for the State of Maryland,  it is also necessary for 
the Contractor to obtain permits and/or approvals from the appropriate 
County agency for any off-site work,  which includes off-site borrow pits, 
waste areas,  and the treatment of these during and after the completion 
of the project.    The County agency  will   refer   the plan  for such areas   to 
the Soil  Conservation District for review and approval  of  the erosion 
and sediment   control  provisions.    A copy of  the permits   and/or approv- 
als must be furnished to the Engineer prior to starting any work covering 
the said permits and/or approvals.    Under the provisions of the Contractor's 
Erosion and Sediment Control permits and/or approvals for work outside the 
right-of-way,   temporary pollution control shall be inspected by the Commis- 
sion's Project Engineer.    Any deviation from or non-compliance with the 
provisions of the permits and/or approvals shall be reported to the appropri- 
ate agency to enforce compliance.    The erosion control features installed by 
the Contractor shall be acceptably maintained by the Contractor for the dura- 
tion of the contract. 

10.   Water Quality - 

The major impact on water quality resulting from the proposed 
joint highway-transit facility is that of sediment deposited in streams.    Sedi- 
ment resulting from soil erosion is a significant problem during construction, 
unless proper control measures are taken,  but decreases to a non-significant 
impact once cover becomes established.    Consideration must also be given 
to storage and equipment maintenance areas during construction to prevent 
the potential discharge of contaminants to natural waters.    Painting,   salting 
operations and spills from transportation accidents during the operational, 
phase may result in water pollution,  unless proper precautions are taken. 

The soil associations in the study area are characterized as being 
moderately to highly susceptible to erosion so that gross sediment yields 
for uncontrolled construction activities could be as high as 200 tons/acre/yr. 
This impact results from uncontrolled construction activities and is usually 
restricted to the period before reseeding and the growth of new vegetation. 
Long-term effects,   if proper controls are not instituted during construction, 
include over-siltation of stream beds with subsequent aquatic growth that is 
stimulated by the nutrient enrichment.    However,   erosion control measures 
will be required on the project so actual yields should be quite low in vir- 
tually all instances.    The currently used methods of control of both erosion 
and other potential pollutants would reduce the potential impact of these 
pollutants. 

In relation to this project,   the   section of the corridor that extends 
from the Baltimore Beltway to Owings Mills offers the greatest possibility 
of causing significant degradation to Gwynns Falls,   a valuable natural 
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resource.    Construction will occur close to the stream in certain areas, ^ 
reducing the opportunity for trapping eroded materials enroute to the stream 
channel.    In addition,  bank erosion could occur,  particularly in relation to 
culverts and bridge crossings.    Steps will be taken to avoid this situation 
with on-site controls.    The effects of sheet erosion are dependent on such 
factors as rainfall intensity and duration,   the extent of the exposed construc- 
tion area,   seasonal influences and the proximity to natural drainage channels. 

The impact of the proposed project on the remaining surface waters 
must be considered negligible since the streams are quite small and proper 
erosion control measures will be required by the State Highway Administra- 
tion and Baltimore County during construction. Although some sediment un- 
doubtedly will reach the streams at times, no serious impact on water qual- 
ity is anticipated. 

- Sediment and Erosion Controls - 

The Maryland State Highway Administration has worked closely 
with the Maryland Water Resources Administration and the U.  S.  Depart- 
ment of Agriculture,  Soil Conservation Service over the past several years 
to establish guidelines and procedures for the prevention of erosion and sedi- 
mentation,  as well as material spillage into channels.    The adopted standards 
and specifications,   as stated in the "Sediment and Erosion Control Program" 
adopted September 3,   1970,   set forth  the procedures and controls over con- 
struction measures to be used on all highway contracts,  in accordance with 
Federal Highway Administration requirements.    The adopted standards and 
construction measures to be used are effective and have been proven suc- 
cessful on other highway projects in the State.    It is intended that the suc- 
cessfully functioning highway control measures will be applied to all rapid 
transit construction,  whether included in the project or independently imple- 
mented. 

Among the most effective measures utilized to prevent erosion dur- 
ing construction are - 

a. The proper staging of construction activities to 
permanently stabilize ditches at the top of cuts 
and at the foot of slopes prior to excavation and 
formation of embankments; 

b. The amount of land cleared and left barren at any 
time will be limited,   and slopes will be seeded 
or sodded,   or otherwise stabilized as soon as 
practicable; 

c. The well-timed placement of sediment traps, 
temporary slope drains and other control meas- 
ures,   etc. ; 
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d.     Sediment basins may be appropriate at certain 
stream crossings. 

Bridges,  drainage culverts,  ditches,   channel changes,   sediment 
traps,  level spreaders and protective linings will be carefully located and 
designed so as to cause minimum disruption to waterways and to reflect con- 
cern for preservation of aquatic life.    The locations and details concerning 
drainage structures and appurtenances will be contained on the contract plans 
and are reviewed during the staff level technical reviews at prescribed inter- 
vals of 30% and 90% plan completion. 

The State Highway Administration is required by state law to sub- 
mit a sediment control plan and make application for Waterway Construction 
Permits from the Water Resources Administration for all stream crossings 
involved in the project.    No work can begin on any individual contract until 
said permits have been obtained and detailed schedules and methods of oper- 
ations known as an. "Erosion and Sediment Control Plan" have been develop- 
ed by the Contractor and approved by the State Highway Administration. 
Also,   Contractors are required, by Chapter 245 of the Acts of 1970,  to ob- 
tain permits from the appropriate County agency in cooperation with the local 
soil conservation district for any off-site work,  including borrow pits,  waste 
areas,  etc. 

The State Highway Administration,  the  Water Resources Adminis- 
tration and the Federal Highway Administration exercise authority over the 
carrying out of these measures,  both in the review of plans during design 
and by inspection during construction,   thus assuring minimum adverse im- 
pact from erosion and sedimentation during construction.    Subsequent to con- 
struction,   the State has regular maintenance programs to keep the roadway, 
drainage systems and landscaping in proper condition.    These normal and 
regular maintenance procedures effectively control any erosion that may oc- 
cur during the operational phase of the project. 

11.   Noise Impact - 

- General Characteristics of Community Noise - 

The "ambient" noise is the "background" noise that is developed by 
all of the natural and man-made noises within a given area.    For the pur- 
poses of highway noise studies,   ambient noise measurements are taken in 
order to establish a base for the existing noise conditions.    This information 
provides a reference for comparison of the changes that are anticipated with 
the proposed highway facility.    The difference in noise levels,  before and 
after the completion of the proposed project,   provides an indication of the 
impact of the noise within the project area. 

vi - 
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The ambient noise measurements for this project were measured 
with a sound level meter and are reported in units of decibels weighted on 
the "A" scale (dBA). The "A" weighing scale is used because it provides 
a system which approximates the manner in which the human ear rates 
sounds. On this scale, an increase of 1 0 dBA is approximately equivalent 
to a doubling of the apparent loudness of the noise. Examples of the deci- 
bel range of common sounds are shown on page C-38j,  this Volume. 

Both the fluctuation of the noise level and the maximum noise 
levels are important in assessing potential noise impact.    Noise fluctuation 
may be described by determining those levels exceeded a certain percent- 
age of the time.    For a specified time period,   the Lgg (or the noise level 
exceeded 90% of the time) is generally considered as background.    The L50 
level represents the median noise levels.    The LIQ (or the level exceeded 
10% of the time) is generally indicative of the higher noise levels occurring 
over the given time period.    The Mo levels are those used as reference by 
the Federal Highway Administration. 

Noise impacts are judged with reference to two criteria.    First, 
noise levels projected for the planned project must not exceed the relevant 
federal,   state or local standards or regulations.    The second measure of 
impact recognized is the change in noise level above the existing ambient, 
which results from a new project.    Both types of impact have been investi- 
gated for the Northwest Expressway. 

- Noise Regulations - 

The standards which stipulate specific noise levels applicable to 
the highway are contained in the Federal Highway Administration's Feder- 
al-Aid Highway Program Manual,   Volume 7,   Chapter 7,  Section 3 (FHPM 
7-7-3).    This document presents maximum noise levels for various types 
of land uses.    (See page C-39 for a summary of these design noise levels. ) 
The existing developed land uses in the areas adjacent to the planned ex- 
pressway are a mixture of moderate density residential neighborhoods,  in- 
stitutional,   and commercial sites.    Because of the existing character of 
areas adjacent to the planned roadway,   the applicable FHPM 7-7-3 land use 
category is "B",  for which the maximum (LJQ) exterior noise level is 70 dBA. 
In those cases where abutting properties are commercial or industrial,  the 
appropriate category is "C" (75 dBA). 

1$ 
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Large pneumatic riveter 

Elevated train 

Rock and roll band 

Heavy trucks at 20* 

Boiler Room 
10 Horsepower outboard at 50' 

Shouting voice at 6' 

Soft whisper at 5* 

\VW. 
Decibels 

140  Threshold of Pain 

50 Horsepower siren at 100' 

120 

Jet takeoff at 200' 

Unmuffled motorcycle * 

IQQ  Loud power mower 
Subway train at 20* 

80 

60 

Printing press plant 

Small trucks accelerating at 30' 

Office with tabulating machines 

Automobiles at 20' 

Conversational speech at 3' 

Normal speaking voice 

Average residence 
A0 

Broadcasting studio 

20  Rustling leaves 

« 

Decibel Range of Common Sounds, Measured at the 
Source or the Indicated Distance 
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DESIGN NOISE LEVELS AND LAND USE RELATIONSHIP 

Land Use 
Category 

&^> 

Design Noise 
Level - L^Q 

60 dBA 
(Exterior) 

B 

D 

70 dBA 
(Exterior) 

75 DBA 
(Exterior) 

55 dBA 
(Interior) 

P 

Description of Land Use Category 

Tracts of lands in which serenity and quiet are 
of extraordinary significance and serve an im- 
portant public need,  and where the preserva- 
tion of those qualities is essential if the area 
is to continue to serve its intended purpose. 
Such areas could include amphitheaters,  par- 
ticular parks or portions of parks,   or open 
spaces which are dedicated or recognized by 
appropriate local officials for activities re- 
quiring special qualities of serenity and quiet. 

Residences,  motels,  hotels,  public meeting 
rooms,   schools,   churches,  libraries,   hospi- 
tals,   picnic areas,   recreation areas,   play- 
grounds,  active sports areas,  and parks. 

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

For requirements on undeveloped lands,   see 
FHPM 7-7-3. 

Residences,   motels,  hotels,   public meeting 
rooms,   schools,   churches,  libraries,   hospi- 
tals,   and auditoriums. 

\tf 
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- Changes to Existing Noise Levels  - 

If a highv/ay causes an increase to the existing ambient noise level, 
even though the projected overall noise levels are within the statutory maxi- 
mum levels,   an intrusion or impact in residential communities,   schools, 
parks,  and other sensitive receptors will be perceived. 

The change in noise level due to the new roadway would create an 
impact on people,  which would be related to the extent of the increase. 
However,   the degree of impact is difficult to assess,  due to the highly sub- 
jective character of people's reaction to changes in noise.    Empirical stud- 
ies have shown that people in an urban environment can begin to distinguish 
changes in noise level of approximately 5 dBA. .Thus,   changes in noise 
levels less than this amount may be considered insignificant.    For changes 
above 5 dBA,  it is difficult to quantify impact extent except to state that the 
greater the noise level change,   the greater will be the impact.    An arbi- 
trary judgement currently being used in highway noise impact analysis asso- 
ciates noise increases of 5-15 dB with "some impact".    Noise level increases 
of more than 1 5 dB are generally considered severe. 

- Existing Noise Levels - 

In order to determine the noise characteristics existing in the pro- 
posed Northwest Corridor,  measurement samples of A-weighted noise levels 
were made at several locations on or near the route proposed for the North- 
west Expressway.    The measurements were conducted on July 6 and 7,   1972 
and ambient levels were ascertained.    A Bruel and Kjaer sound level meter 
with a 1" microphone and windscreen to a Teac tape recorder was utilized. 
These noise levels are shown below,   and represent LIQ and L50 values. 
L50 is a statistical noise level that is exceeded 50% of the time in a given 
time period,  and LIQ is the level that is exceeded 10% of the time. 

Ambient noise levels at the following locations are listed below. 
The locations of each monitored site is also shown on Drawing No.   9. 

^50 L10 

Milford Mill Rd.   at Greenwood Road 
Cliveden Rd.   East at Cliveden Rd.   West 
Streamwood Drive at Maryknoll Road 
Mt.   Wilson Hospital,   £ mi.   south of Railroad 
West side of Field Rd.  near McDonogh Road 
Cherry Hill Road at Nicodemus Road 
Reisterstown Road at Seven Mile Lane 

Although Relocated Maryland Route 30 was not monitored,   acousti- 
cal conditions are reasonably similar to those at the monitoring station on 
Nicodemus Road. 
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- Predicted Noise Levels - 

In order to assess the contribution of the proposed Northwest Ex- 
pressway to existing corridor noise,   the L50 and L^Q noise levels have 
been predicted using 1995 traffic volumes developed for the BREIS Study. 
The traffic characteristics used to predict noise levels are the design 
hourly truck volume and the auto volume (adjusted for truck traffic) obtain- 
ed from the lesser of the design hour volume or the maximum volume, 
which can be handled tinder traffic Level of Service 'C conditions.    For 
automobiles,   Level of Service 'C is considered to be the combination of 
speed and volume which creates the worst noise condition.    Noise levels 
were established using an updated program of the highway noise prediction 
model in NCHRP Report 117,   "Highway Noise - A Design Guide for Highway 
Engineers".    Although this computer program has the capability to model 
various combinations of design options,   such as pavement elevations,   sur- 
face types,   grades and barriers, the generalized computations on page C-42 
have been limited to computing noise levels adjacent to the project based on 
1995 traffic volumes only.   These noise projections for various sections of 
the Northwest Expressway at distances of 100 feet and 500 feet from the near 
lane in 1995, are compared in the table on page C-42 to the LJQ design noise 
level established for various land uses. 

- Discussion of Noise Abatement Measures - 

The Federal Highway Administration FHPM 7-7-3 outlines the re- 
quirements for noise abatement in areas where predicted noise levels ex- 
ceed the established guidelines.    The regulation instructs highway agencies 
to take "measures that are prudent and feasible to assure that the location 
and design of highways are compatible with existing land use",  with respect 
to noise. 

The regulation goes on to list abatement measures that may be in- 
corporated into a project and included in the project cost. These measures 
are: 

The acquisition of property for providing buffer 
zones or for the installation of noise abatement 
barriers or devices. 

The installation of noise barriers or devices. 

In some cases,   "soundproofing" of public or non- 
profit institutional structures,   such as schools, 
churches,  libraries or auditoriums. 

The noise analysis indicates that large amounts of property would 
be required to create a buffer zone,   and it is felt that the social cost of 

.# 
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ACOUSTICS   COMPARISON   CHART 

Northwest Expressway 
Baltimore Beltway to Reisterstown 

(Recommended Alternate) 

Highway Segment 

Projected (1995) 
dBA Level - 
Peak Hour 
100' from 

Near Lane 
LlO*      L50* 

Projected (1995) 
dBA Level - 
Peak Hour 
500' from 
Near Lane 

LlO*      L50* 

FHWA 
FHPM 7-7-3 

LlO 
Design Noise 

Level 

Baltimore Beltway 
to 

McDonogh Road 
79 73 67 64 70 dBA 

McDonogh Road 
to 

Painters Mill Road 
79 73 67 64 70 dBA 

Painters Mill Road 
to 

Cherry Hill Road 
76 69 64 60 70 dBA 

Cherry Hill Road 
to 

Reisterstown 
75 67 62 58 70 dBA 

Relocated Maryland 
Route 30 71 62 58 53 70 dBA 

*   No adjustment for pavement elevations, surface types, grades or barriers. 
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such a solution would far outweigh any possible benefits.   The other two abate- 
ment measures would be applied along the proposed expressway whenever they 
are considered "prudent and feasible".   Various methods of reducing noise in- 
clude the following. 

Earth mounus ^nd fences or walls of various types can be used as noise 
reducing barriers.   Earth mounds would require side slopes and, therefore, 
more right-of-way than a wall-type barrier.   Additional reductions in noise 
levels will result from the presence of existing buildings.   A row of residences, 
for instance, acts as a shield for the buildings behind them.   A drop of 5 dBA 
can be expected for each row of buildings up to a maximum of 10 dBA.   Project- 
ed noise levels will generally be lower in areas where the proposed roadway 
is below the existing ground.   The effectiveness of a cut as a shielding device 
against noise is proportional to the depth.   Distance also serves a function in 
noise reduction.   Strong possibility exists that issuance of revised FHPM 7-7-3 
will permit   consideration of various other abatement approaches. 

The regulation also makes allowance for the granting of exceptions to 
the design noise levels where it would be impractical to apply noise abatement 
measures.   The condition could occur where abatement measures are not feasi- 
ble or effective due to the physical conditions, or where abatement measures 
would conflict with other important values such as aesthetic quality, ecological 
conditions, highway safety or air quality. 

- Abatement of Construction Noise - 

Since this project is located within the Piedmont Plateau, rock exca- 
vation is likely to occur.   Subsurface exploration has determined that most 
rock can be excavated by ripping equipment; however, there remains limited 
potential for additional construction noise from rock drilling machinery and 
blasting.   Limitations on working hours will be placed on construction operations 
in residential areas and, where feasible, noise barriers will be built as one of 
the first items of construction.   Noise levels during construction will be in 
compliance with the provisions of the Occupational Safety and Health Act of 1970. 
All construction noise abatement measures developed prior to construction will 
be adhered to. 

- Abatement of Rapid Transit Noise - 

The Mass Transit Administration will design the Phase I Rapid Trans- 
it to conform to HUD Noise Assessment Guideline, August, 1971, and has re- 
tained the firm of Wilson, Ihrig and Associates as consultants in the field of 
acoustics.   This firm is to provide consulting engineering services for the con- 
trol of noise and vibrations on the Phase I Rapid Transit.   According to Wilson, 
there are a number of design features which will reduce noise and vibration 
levels.   The Mass Transit Administration will follow these recommendations 
whichwill be included in the specification of construction contracts.   Design 
features which are being considered for the vehicles and way structures (subway, 
on-grade and aerial), include the following: 
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- Continuous welded rail and resilient rail fastenings 

- Concrete or composite steel - concrete girders for 
aerial structures 

- Sound absolution materials in tunnels and stations 

- Lightweight trucks with minimized unsprung weight 

- Resilient chassis mountings and wheels 

- Low noise,  non-skid,  dynamic braking systems 

- Periodic use of wheel and rail grinders to maintain 
the wheels and rails in a smooth condition 

- Noise limits in the specifications for the vehicle 
propulsion systems and auxiliary equipment 

- Discussion of Detailed Noise Impacts - 

An indication of the possibility of an adverse noise impact on sen- 
sitive sites adjacent to the project can be determined by noting the distance 
of the site from the project roadway.    The table on page C-42 indicates that 
north of the Baltimore Beltway the predicted Lio noise level at sensitive 
sites greater than 500' from the near lane would be less than the design 
noise level required by FHPM 7-7-3,   and no adverse noise impact is antic- 
ipated.    The possibility of adverse noise impact exists where an existing 
site is located less than 500' from the project.    For these existing sites, 
a more detailed noise analysis has been computed,  taking into consideration 
other factors such as the actual distance to the near lane,  pavement eleva- 
tions,   surface types,  grades and natural barriers,  in addition to 1995 traf- 
fic volumes.    Listed with each site is the predicted outside Lio noise level, 
the FHWA design standard for that land use,  and the ambient (existing) Lio 
noise level made by on-site measurements.    A comparison of these noise 
levels has been made to determine if there is an adverse impact.    Where a 
noise sensitive site is not located in the vicinity of the point where ambient 
noise samples were actually measured,   the average existing ambient noise 
level for the corridor (LIQ = 58 dBA) was used for comparison,   or one of 
the measured Lio noise levels was used,  if a similarity of areas was as- 
sumed.    The method suggested for the mitigation of an adverse impact,  or 
where an exception to the noise level standards will be required,  is also in- 
dicated. 

<^ 
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The noise impact on existing developed land use and at various 
noise sensitive sites in the vicinity of the project,  from the Baltimore Belt- 
way to Reisterstown,   are discussed below.   In areas where the highway and 
rapid transit are combined,   the highway noise is predominant.   The planned 
Jersey barrier adjacent to the transit line would tend to minimize transit 
noise.    Following this is a discussion of noise sensitive sites in the vicinity 
of rapid transit from the Baltimore City Line to the Baltimore Beltway. 

Noise Sensitive Sites 
Baltimore Beltway to Reisterstown 

Streamwood Road (Old Court Estates) 

The predicted Lio exterior noise level was computed at three 
locations at the rear of the houses east  of Streamwood Road approximately 
90' to 220' west of the Southbound Northwest Expressway. 

1995   Peak Hour (Predicted) = 79. Q dBA @ 90' 
1995   Peak Hour (Predicted) = 72. 7 dBA @ 140' 
1995   Peak Hour (Predicted) = 72.2 dBA @ 220' 
FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level = 65.0 dBA 

The lowest computed exterior noise level is 72. 2 dBA.   This is 2. 2 
dBA greater than the FHWA design standard and exceeds the existing noise 
level by 7. 2 dBA, which would indicate some noise impact.   A noise barrier 
will be required from Old Court Road north to the Cwynns Falls between the 
proposed roadway and the houses east of Streamwood Road to achieve the 
FHWA design levels. 

Brittany Apartments (East of Gwynns Falls) 

The predicted noise level was computed at two locations,   one at 
the southern and one at the northern limit of the Apartments,  approximately 
240' and 330' east of Ramp B in the Northwest Expressway - Beltway Inter- 
change. 

1995   Peak Hour (Predicted) = 68.7 dBA @ 240' 
1995   Peak Hour (Predicted) = 64.7 dBA @ 330' 
FHWA Design Standard = 70.0 dBA 
Existing Ambient Noise Level 
(Estimated) = £,5,0 dBA 

The computed exterior noise levels range from 0 dBA to 3.7 dB \ 
greater than the existing level and from 1.3 dBA to 5. 3 dBA below the FHWA 
design standard.    A noise barrier is not justified in this area. 

tf> 
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Pikcsville North Apartments 

The predicted Lio exterior noise level was computed at two 
locations in the rear of the apartments south of the Beltway and north of 
Old Court Road,  approximately 300' and 370' south of proposed Ramps 
B and G in the Northwest Expressway-Beltway Interchange. 

1995   Peak Hour (Predicted) = 65.9 dBA @ 300' 
1995   Peak Hour (Predicted) = 61.4 dBA ©370' 
FHWA Design Standard = 70.0 dBA 
Existing Ambient Noise Level 
(Estimated) = 65.0 dBA 

Computed exterior noise levels are from 3.6 dBA below to 0.9 
dBA above the existing noise level and at both locations are below the FHWA 
design standard.    A noise barrier is not justified at this location.. 

Lyon Acres (McDonogh Road) 

The predicted. Lio exterior noise level was computed at the rear 
of the houses in Lyon Acres and at the houses south of McDonogh Road. 
These houses range from 225' to 390' east of the proposed expressway. 

1995   Peak Hour (Predicted) = 59. 7 dBA @ 390' 
1995   Peak Hour (Predicted) = 67.5 dBA ©225' 
FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level = 47.0 dBA 

The computed exterior noise levels range from 12.7 dBA to 20. 5 dBA 
greater than the existing noise level and2.5dBA to 1 0. 3 dBA below the FHWA 
design standard.    The significant increase in the predicted noise level over 
the existing noise indicates the need for consideration of a noise barrier in 
this area. 

Gwynns Mill Court (Owings Mills Industrial Park) 

The predicted Lio exterior noise level was computed at the rear 
of the commercial building west of Gwynns Mill Court, approximately 45' 
south of proposed Relocated Dolfield Road. 

1995   Peak Hour (Predicted) = 74.9 dBA 
FHWA Design Standard = 75.0 dBA 
Existing Ambient Noise Level 
(Estimated) = 58. 0 dBA 

•8 
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The computed exterior noise level just meets the FHWA design 
standard for this type of land use but is 16. 9 dBA greater than the existing 
noise level indicating a significant noise increase.    Since the one building 
affected by the project is commercial in nature and the only exterior activ- 
ity is parking,  no noise abatement measures appear justified because of the 
limited human use in the area. 

Private Houses - North of Dolfield Road and West of Ritters Lane 

The predicted L10 exterior noise level was computed at the front 
of the 3 homes north and west of the Existing Dolfield Road-Ritters Lane 
intersection. 

1995   Peak Hour (Predicted) = 67.2 dBA 
FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level 
(Estimated) = 58# 0 dBA 

The computed exterior noise level is 9.2 dBA greater than the 
existing level and 2. 8 dBA below the FHWA design standard.       With this 
relatively small increase in existing noise levels,  a noise barrier would 
not be justified. 

Painters Mills Apartments - North of Dolfield Road ~\ 

The predicted LJQ exterior noise level was computed at the 
southern and northern most apartment buildings located approximately 
340' to 670' east of Ramp A in the Northwest Expressway-Relocated Dolfield^S 
Road Interchange. ' 

1995   Peak Hour (Predicted) = 62.2 dBA ©340' 
1995   Peak Hour (Predicted) = 56. 5 dBA @ 670' 
FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level 
(Estimated) = 58# 0 dBA 

The computed exterior noise levels are less than the FHWA design 
standard and vary from no increase to 4.2 dBA greater than the existing 
level.    Noise barriers are not justified through this area. 

Private House - North of Dolfield Road 

The predicted L10 exterior noise level was computed at the house 
approximately 110' east of the Northwest Expressway. 
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1995   Peak Hour (Predicted) = 76.9 dBA 
FHWA Design Standard - 70. 0 dBA 
Existing Ambient Noise Level 
(Estimated) = 47.0 dBA 

The computed exterior noise level is 29. 9 dBA greater than the 
existing level and 6. 9 dBA above the FHWA design standard.   This high noise 
impact would indicate noise barriers should be studied.   However, since this 
is the only house in the area, an exception to the use of a noise barrier would 
be requested at this location, based on its very limited cost effectiveness. 

Tollgate Residential Development 

The predicted L^Q exterior noise level was computed at the rear 
of the houses at the end of Murgate Road approximately 250' east of the 
Northwest Expressway. 

1995   Peak Hour (Predicted) = 64. 5 dBA 
FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level 
(Estimated) = 47.0 dBA 

The computed exterior noise level is 17.5 dBA greater than the 
existing and 5.5 dBA below the FHWA  design standard.    The large in- 
crease in noise levels over the existing level  indicates a noise barrier may 
be further studied to determine its cost effectiveness. 

Private House - South of Pleasant Hill Road 

The predicted L^ Q exterior noise level was computed at the rear 
of the house approximately 210' west of the Northwest Expressway. 

1995   Peak Hour (Predicted) = 69.0 dBA 
FHWA Design Standard = 70.0 dBA 
Existing Ambient Noise Level 
(Estimated) = 47.0 dBA 

The computed exterior noise level is 22. 0 dBA greater than the 
existing and 1.0 dBA below the FHWA  design  standard.    The large increase 
in noise levels over the existing level indicates noise barriers should be 
studied.    However,   since this is the only house in the area,   there would be 
minimal cost effectiveness. 
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Tollgate and Church Lane Intersection 

The predicted L^Q exterior noise level was computed at the 
rear of the house west of Church Lane and approximately 100' east of the 
Northwest Expressway. 

1995   Peak Hour (Predicted) . = 77.6 dBA 
FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level 
(Estimated) = 58.0 dBA 

The computed exterior noise level is 19. 6 dBA greater than the 
existing level and 7.6 dBA above the   FHWA design standard.    The large 
increase over the FHWA design standard indicates a noise barrier should 
be studied for this area to achieve the FHWA design noise levels. 

Pikesville Sportsman's Club,  Inc. 

The predicted LJQ exterior noise level was computed at the front 
of the building approximately 135' west of the Northwest Expressway. 

1995 Peak Hour (Predicted) = 73.6 dBA 
FHWA Design Standard = 70. 0. dBA 
Existing Ambient Noise Level 
(Estimated) = 47.0 dBA 

The computed noise level is 26. 6 dBA above existing and 3. 6 dBA 
above the standard.    The large increase in existing noise levels indicates 
noisebarriers shouldbe studied.   However, since this is the only building in 
the area, an exception will be requested to the FHWA design levels based on 
its limited cost effectiveness. 

Triplets Delight 

/ The predicted LJQ exterior noise level was computed at the houses 
at the end of Delight Road approximately 120' east of the Expressway. 

1995 Peak Hour (Predicted) = 73.7 dBA 
FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level 
(Estimated) = 47.0 dBA 

The computed exterior noise level is 3.7 dBA greater than the 
FHWA design standard and 26.7 dBA greater than the existing levels.    The 
large increase in noise levels indicates a noise barrier is justified and 
shouldbe studied to achieve the FHWA design noise levels. 
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Existing Cherry Hill Road 

The predicted LJQ exterior noise level was computed in front of 
the houses south of existing Cherry Hill Road and east of Nicodemus Road. ' 
These houses range from 150' to 220' southeast of Ramp C in the Northwest 
Expressway-Cherry Hill Interchange. 

1995 Peak Hour (Predicted) = 66.2 dBA @ 150' Wf 
FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level ^. 
(Estimated) = 58. 0 dBA 

The computed exterior noise level is 8.2 dBA greater than the — 
existing level and 3. 8 dBA below the FHWA Design Standard.    The minor 
increase in existing noise level indicates a barrier is not justified for this 
area. ( __ 

Cherry Hill Road and Tarragon Road 

The predicted LIQ exterior noise level was computed in front of 
the buildings north of Relocated Cherry Hill Road and west of existing 
Tarragon Road. -s 

1995 Peak Hour (Predicted} - 66.1 dBA 
FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level 
(Estimated) = 58. 0 dBA 

The computed exterior noise level is 8. 1 dBA greater than the 
existing level and 3. 9 dBA below the FHWA Design Standard.    A noise 
barrier is not justified for the small increase in existing noise level. 

Private House - North of Cockeys Mill Road 

The predicted L^ exterior noise level was computed in the rear 
of the house 140' east of the proposed Northwest Expressway. 

1995 Peak Hour (Predicted) = •   69.7 dBA 
FHWA Design Standard = 70.0 dBA 
Existing Ambient Noise Level 
(Estimated) = 53.0 dBA 
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The computed exterior noise level is 11. 7 dBA greater than the 
existing level and 0. 3 dBA below the FHW A design standard.   The increase 
in existing noise level is below the FHWA design standard for this land use, 
and a noise barrier cannot be justified because of the limited cost effec- 
tiveness. 

Private Houses on Westminster Pike 

The predicted Li Q exterior noise levels were computed at the 
two houses north and south of Westminster Pike and approximately 145' 
and 240* east of the Proposed Connection to Maryland Route 30. 

1995 Peak Hour (Predicted) = 71. 3 dBA @ 145' 
1995 Peak Hour (Predicted) = 64.0 dBA @ 2401 

FHWA Design Standard = 70. 0 dBA 
Existing Ambient Noise Level 
(Estimated) = 64.0 dBA 

The computed exterior noise levels range from 0 dBA to 7. 3 dBA 
greater than the existing level and 1. 3 dBA above FHWA design standard 
for residential areas.    Since only one house is affected by the noise increase, 
an exception will be requested to the FHWA  design levels based on the limit- 
ed cost effectiveness. 

Westminster Pike at Proposed Butler Road Extension 

The predicted L,0 exterior noise levels were computed at the two 
houses east and west of Westminster Pike,  approximately 100' to 150' south 
of Proposed Butler Road Extension. 

1995 Peak Hour (Predicted) = 68.7 dBA @ 100' 
1995 Peak Hour (Predicted) = 64.7 dBA @ 150' 
FHWA Design Standard = 70.0 dBA 
Existing Ambient Noise Level 
(Estimated) = 64.0 dBA 

The computed exterior noise levels range from 0.7 dBA to 4.7 
dBA greater than the existing level and 1. 3 dBA to 5. 3 dBA below the 
FHWA design standard.    A noise barrier is not justified at this location. 

Further study and refinement of the noise analysis during the de- 
sign phase of the project is necessary to determine precise impacts and 
cost effectiveness of barriers,  as well as other potential abatement meas- 
ures. 
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Rapid Transit Noise Levels 
Baltimore City Line to Baltimore Beltway 

Between the Baltimore City Line and the Baltimore Beltway,  the rapid 
transit system will be a two-track system constructed on the surface with 
passenger stations at Milford Mill and Old Court Roads. 

; 
Train schedules in this portion of the rapid transit system in the early _j 

years of operation are projected to be as follows: 

Twenty-hour,   seven-day week operation between the >-* 
hours of 5:00 A. M.  and 1:00 A. M. 

Six car trains at four mintite headways during the peak — 
periods 6:30 - 8:30 A.M.   and 4:30 - 6:30 P.M.  Monday 
thru Friday. 

Two car trains at eight to ten minute headways during 
non-peak periods and on weekends. ' ' 

•V 

As patronage increases,   the system will have the capac- 
ity to allow the operation of six car rapid transit trains 
at two minute headways. 

The design criteria for airborne community noise from above-ground 
rapid transit train operations for various categories of communities is 
70 dBA for quiet residential and 75 dBA for average urban residential com- 
munities. 

Existing noise levels were measured by the State Highway Administra- 
tion on January 15,   1976 at the corner of Westover Road and Greenwood 
Road,   approximately 200 feet west of the railroad,  in order to ascertain the 
ambient levels through the community during the passage of a Western Mary- 
land freight train.    The LJQ 

n°ise levels reached 93 dBA during passage of ' 
the engine and 83 dBA for the remainder of the train. 

The topography of the area between the City Line and the Beltway is 
such that the maximum noise level produced by a six car rapid transit train, 
traveling at the maximum allowable speed,  will not exceed the established 
design criteria at any residence,  assuming the use of noise abatement tech- 
niques.    The duration of the maximum noise levels will be for several sec- 
onds only,  with lesser noise levels being encountered as the trains approach 
and leave the area. 
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Appropriate noise abatement techniques will be employed to assure that 
the predicted noise levels will not exceed the design criteria. 

The following noise criteria,  as adopted by the MTA, was recommended 
by the acoustical consultant in a report entitled "Noise and Vibration Criteria 
and Recommendations",  February,   1974. 
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TABLE A-2   CRITERIA FOR MAXIMUM NOISE 
AND VIBRATION LEVELS $-- 

Vehicle Interior Noise Levels [Empty Car] Criterion 

In open [ties and ballast] at maximum speed 68 dBA 

In open [concrete trackbed] at maximum speed 72 dBA 

In tunnels at maximum speed 78 dBA 

All auxiliaries operating, car stationary 65 dBA 

One auxiliary system operating, car stationary 60 dBA 

Door operation 65 dBA 

B.   Vehicle Vibration 

[1]  Maximum vibration on all car interior 
surfaces, seats, stanchions and handles: 

Criterion 

Displacement, peak to peak 

Acceleration, zero to peak 

Velocity, zero to peak 

[2]  Maximum peak-to-peak displacement 
anyv/here on a detached traction motor 
resiliently supported on rubber pads 
providing static deflection of at 
least 0.25" 

0.10 in 

0.01 g below 20 Hz 

0.03 in/sec above 
20 Hz 

.0015 in 

C.   Vehicle Exterior Noise Levels 

Car stationary, all auxiliaries operating 

.Criterion 

60 dBA @ 50 ft 

Car stationary, each auxiliary system operating 
individually 65 dBA @ 15 ft 

Two car train at 70 mph on ballast and tie 
track 

Propulsion system, car on jacks with wheels 
spinning at 70 mph 

84 dBA @ 50 ft 

87 dBA @ 15 ft 

[Criteria levels must be reduced by 3 dBA if pure 
tones are present in the noise.] 
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D. Underground Stations 

On Platform, trains entering and leaving 

On Platform, trains passing through 

On Platform, trains stationary 

On Platform or in Mezzanine Areas - with 
.only the station ventilation system and 
.other auxiliaries operating 

In Station Attendants1 Booths - noise due 
to ventilation system and booth equipment 

Maximum reverberation time at 500 Hz in 
train room or Platform area and in 
Mezzanine area 

Criterion 

80 dBA 

85 dBA 

65 dBA 

55 dBA 

45 dBA 

1.1 to 1.4 sees 

E. Above-Ground Stations 

l 

On Platform, trains entering and leaving 

ballast and tie trackbed 

concrete trackbed 
i 

On open Platform, noise from traffic on 
nearby streets or highways 

On open Platform, noise from stationary 
sources 

Enclosed areas - ventilation system and 
other sources 

Station Attendants' booths 

Maximum reverberation time at 500 Hz 
in enclosed areas 

Criterion 

70 dBA 

75 dBA 

70 dBA L 

75 dBA L. 

60 dBA 

55 dBA 

45 dBA 

50 

10 

1.1 to 1.4 sees 
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F.  Airborne Community Noise from Above-Ground Train 
Operations for Various Categories of Communities 

Community 
Area Category 

I Quiet Residential 

II Average Urban Residential 

III Semi-Residential/Commercial 

IV Commercial 

V Industrial and Highway Corridor 

Passby Noise 
Criterion 

70 dBA 

75 dBA 

80 dBA 

85 dBA 

85-90 dBA 

These criteria should be applied at 50 ft from track 
centerline or at the setback line of the nearest 
buildings or occupied area, as appropriate. 

G.  Ground-borne Noise 

[1] Various Types of Rooms or Buildings Located Near 
the Subway Structure 

Type of Building 
or Room  

Auditoriums and Concert Halls 

Churches and Theaters 

Music Rooms and TV Studios 

Hospital Sleeping Rooms 

Courtrooms 

Schools 

University Buildings 

Offices 

Commercial Buildings 

Ground-borne Passby 
Noise Criterion 

25 dBA 

30 dBA 

30 dBA 

.35. dBA 

35 dBA 

35 dBA 

35 to 40 dBA 

35 to 40 dBA 

45 to 50 dBA 

A 
\ 

$ 
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II 

-    Ill 

Area 
Category 

[2]  Various Types of Sleeping Areas 

Type of Building 

Quiet Residential     Private Residences 

Apartments 

Average Residential   Private Residences 

Apartments 

Hotels 

Semi-Residential Private Residences 

Apartments 

Hotels 

Noise Criterion 

25 to 30 dBA 

30 to 35 dBA 

30 to 35 dBA 

35 to 40 dBA 

40 to 45 dBA 

35 to 40 dBA 

40 to 45 dBA 

40 to 45 dBA 

H.   Transit System Ancillary Facilities 

Commun: Lty 
Criteria 

Area Category Transient Continuous 

I Quiet Residential 45 dBA 40 dBA 

II Average Urban Residential 50 dBA 45 dBA 

III Semi-Residential/Commercial 55 dBA 50 dBA 

IV Commercial 60 dBA 55 dBA 

V Industrial and Highway 
Corridor 

65 dBA 60 dBA 

These criteria should be applied at 30 ft from the shaft 
outlet or other ancillary facility or should be applied 
at the setback line of the nearest building or occupied 
area, whichever is appropriate.  Transient criteria apply 
to short time duration events such as train passby noise 
transmitted from a vent shaft opening.  Continuous 
criteria apply noises such as fans, cooling towers or 
other long duration noises except electric transformer 
hum.  The criteria for transformer noise or hum should 
be 5 d3A less than given in the Table. 
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12.     Air Quality 
v\^ 

Figure 
No. 

1 
2 
3 
4 
5 
6 
7 
8 
9 

10 
11 
12 
13 
14 

" INDEX OF FIGURES - 
Follows 

Page 

Alternative 9A: 1980 Adverse 8-Hr.   CO Impact C-75 
Alternative 9A: 1995 Adverse 8-Hr.   CO Impact C-75 
Alternative 2A: 1980 Adverse 8-Hr.   CO Impact C-75 
Alternative 2A: 1995 Adverse 8-Hr.   CO Impact C-75 
No-Build Alt.   : 1980 Adverse 8-Hr.   CO Impact C-75 
Alts.9A & 9B  : 1980 Adverse 8-Hr.   CO Impact C-75 
Alts.9A & 9B  : 1995 Adverse 8-Hr.   CO Impact C-75 
Alternative 2A: 1980 Adverse 8-Hr.   CO Impact C-75 
Reisterstown Rd. : Baltimore City Line to Old Court 
Road: Area of total CO in excess of 8-Hr. Standard C-75 
Emission Burden (Tons/Year) C-75 
Northwest Line with Feeder Bus Service Area C-82 
Providence Road Park and Ride C-83 
Multi-Passenger Priority Entry Concept C-83 
I-695/Reisterstown Road Interchange 
Ramps Closed to Reduce Congestion C-84 

Index of Letter Comments Received 
on Air Quality Analysis 

for Northwest Expressway in 
Baltimore County,   Maryland 

(ERT Document P-2056,  Feb.   1976), 
 and Responses Thereto  

Agency 

Maryland Bureau of Air Quality and Noise Control 

U.  S.  Environmental Protection Agency 

Date of Letter 

3/15/76 

3/19/76 
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1. AIR QUALITY SUMMARY 

Technical assessments have been performed for each of four 
alternative plans: 

. Alternative 2A - Proposed Northwest ExpresswHy1 

This alternative consists of the construction of a multi-lane 

expressway from the Baltimore City line to Reisterstown.  The freeway 

consists of three traffic lanes in each direction separated by 

a variable width median.  The facility includes six interchanges 

with major arteries along its route, several viaduct sections over 

Gwynns Falls, and a cut-and-cover tunnel in the Sudbrook Park 
Historic District 

Alternative 9A and 9B - Proposed Northwest Exnr^w.y 1 

These two alternatives are identical to Alternative 2A north 

of the Baltimore Beltway.  Under Alternative 9A, the section of 

the proposed expressway from Milford Mill Road to the Baltimore 

Beltway is eliminated.  Under Alternative 9B, all proposed express- 

way construction south of the Baltimore Beltway is eliminated. 

Alternative 4 - No Build1 

This alternative consists of a lack of action altogether. 

In the no build alternative, existing U.S. 140 (Reisterstown Road) 

is called upon to support the anticipated traffic growth in the 
study corridor. 

To analyze pollutant concentrations in the near field of 

the roadway, several cases were chosen to be explicitly modeled, 

by taking into account those locations with highest traffic 

volumes, greatest congestion, closest proximity to sensitive 

receptors and poor dispersion geometry (i.e., depressed sections, 

building obstruction to wind flow).  The following cases depicted 

in Figure 3 were analyzed for each alternative: 

a)  microscale carbon monoxide (CO) impact immediately 

adjacent to each main-line segment of the proposed 
expressway and Reisterstown Road 

1 
See page C-601 for relationship to Location Studies. 
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b) microscale CO impact associated with the interchange of 

the Northwest Expressway and the Baltimore Beltway and     — 

the proposed Old Court Road Rapid Transit parking 

facility 

c) microscale CO impact associated with the signalized 

Reisterstown Road/Baltimore Beltway interchange 

d) microscale CO impact associated with the signalized 

Wabash Avenue/Paterson Avenue intersection and the 

Reisterstown Plaza transit parking facility, at the 

terminus of the proposed Northwest Expressway under 

Alternatives 2A and 9A. 

e) carbon monoxide concentrations within the proposed 

tunnel for the Northwest Expressway Alternative 2A 

through the Sudbrook Park Historic District 

f) the emission in tons per year of CO, HC and NOx for 

the entire mainline segment of both Reisterstown Road 

and the Northwest Expressway from the Baltimore City 

line to Reisterstown 

g) microscale impact in  the vicinity of the complex inter- 

change at: the north end of the project including the 

proposed expressway, relocated MD Route 30, Butler 

Road, Westminster Fike, Hanover Pike and Glyndon Drive 

h)  microscale impact at the entrance to the proposed tunnel 

at the Sudbrook Park Historic District. 

Air pollutant assessments for each alternative have been 

mode for 1980 - the earliest anticipated date in which the proposed 

expressway would be fully operational, and for 1995 - the 

approximate design year for the facility.  In addition, 1973 . 

was also considered as the existing case for the No-Build 
Alternative. 

w 
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Relationship of Alternatives Assessed in the Air Quality Analysis 
to the 

Alternates Developed for Location Approval,   as described in 
Section D of this Final Environmental Statement 

rf» 

Alternate 2A (Air Quality Analysis) 
Alternate 

Baltimore City Line, to Mount Wilson Lane 8 
Mount Wilson Lane to Pleasant Hill Road 2B or 2C 
Pleasant Hill Road to Berrymans Lane 2 
Berrymans Lane to Reisterstown 6 

Alternate 9A (Air Quality Analysis) 

Baltimore City Line to Greenwood Road 9A 
Greenwood Road to Mount Wilson Lane 7 
Mount Wilson Lane to Pleasant Hill Road 2B or 2C 
Pleasant Hill Road to Berrymans Lane 2 
Berrymans Lane to Reisterstown Road 6 

Alternate 9B (Air Quality Analysis) 

Baltimore City Line to Greenwood Road 9 
Greenwood Road to Mount Wilson Lane 7 
Mount Wilson Lane to Pleasant Hill Road 2B or 2C 
Pleasant Hill Road to Berrymans Lane 2 
Berrymans Lane to Reisterstown Road 6 

Alternate 4 (Air Quality Analysis) 

Same as Alternate 4 developed for Location Approval 
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The air quality impacts of the proposed Northwest Expressway 

and Reisterstown Road have been assessed in two ways.  First 

carbon monoxide (CO) concentrations associated with the two 

facilities have been modeled to determine microscale impact 

attributable to major interchanges and roadway sections where 

preliminary considerations indicate worst-case potential.  In 

addition, the emission burdens for carbon monoxide (CO), non- 

methane hydrocarbons (NMHC5, and nitrogen oxides (NO ), associated 

with each alternative have been calculated for comparison purposes, 

Objectives of the Study 

The specific objectives of the study were: 

1) to obtain the maximum background concentrations of 

carbon monoxide within the study corridor which occurred 

in 1973, and the projections of these levels to 1980 and 
1995 

2) to determine, through highway diffusion modeling, CO 

concentrations generated by the traffic on the facilities 
studied 

3) to calculate the emissions burden on a project-scale 

for each alternative.  The pollutant burden was 

calculated in tons per year of CO, HC, and NO . 

The air pollution levels calculated in each analysis case 

have been assessed in terms of consistency with the attainment 

and maintenance of the National Ambient Air Quality Standards. 

The discussions and findings cited in the following paragraphs 

are generalized conclusions based on a detailed technical study. 

The methods, tools, findings, and input materials used in this 

study are fully and technically documented in the Air Analysis 

Technical Report.  This report is available at the Maryland State 

Highway Administration, 300 West Preston Street, Baltimore, 

Maryland, during normal working hours, 8:30 a.m. - 4:30 p.m. 
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For the reader interested in technical detail, these 

sections of the Air Analysis document are recommended.  Discussions 

include: 

Diffusion Meteorology & Stability Statistics 

Description of (Computer) Dispersion Models 

National Ambient Air Quality Standards 

National Vehicular Emissions Standards 

Study Approach 

Analysis & Projection of Background Levels of Pollutants 

1980 & 1995 Facility-Related Air Quality 

Ambient Air Quality Levels 

Federal kotor Vehicle Control Program (FMVCP) and 

Transportation Control Plans 

The text is supplemented by a set of figures which includes 

sets of isopleths (contours) depicting air pollution concentra- 

tions for carbon monoxide and averaging times which have been 

analyzed. 

\*)V 
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2.  ANALYSIS TECHNIQUES 
$- 

Air Quality Standards 

The four alternatives have been examined in terms of 

compliance with the National Ambient Air Quality Standard for 

carbon monoxide, and compared in terms of emission burdens for 

carbon monoxide, non-methane hydrocarbons and nitrogen oxides. 

The National Ambient Air Quality Standards have been established 

for six pollutants.  These are: total suspended particulates (TSF), 

sulfur dioxide (S02), carbon monoxide (CO), non-methane hydro- 

carbons (NMHC), nitrogen dioxide (N02), and oxidants. 

Vehicular traffic on highways is a significant source of 

CO, NMHC, and nitrogen oxides (N0x); and as a result, can be 

directly responsible for high ambient concentrations of CO, 

NMHC, and N02 and indirectly responsible for high concentrations 

of photochemical oxidants that result from the photochemical 
interaction of NO and NMHC. 

The air quality standards for these pollutants are shewn 

in Table 1.  The standards specify different exposure periods 

for each pollutant.  Health effects studies have indicated that 

short-term exposure to high concentrations of CO have definite 

effects on the human body; hence, the CO standards for one-hour 

and eight-hour periods were established.  Conversely, long-term 

exposures to N02, have been associated with adverse health 

effects, while short-term acute exposures have not.  The standard 

for NMHC is not based on its direct effect on health, but rather 

on its contribution to the formation, through photochemical 

reactions, of photochemical oxidants which are known to adversely 

affect health and chemically attack vegetation.  It has been 

found that in some cases, smog produced during the daylight 

hours is related to the amount of NMHC released to the atmosphere 

•Actual NMHC and N02 concentrations were not modeled. 
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during the time period of 6 to 9 a.m.  Hence, the standard 

specifies a time period between 6 and 9 a.m. when hydrocarbon 

emissions (See Table 1) are most significant in the photo- 

chemical smog formation process. 

fc 
£_ 

TABLE 1 

NATIONAL AMBIENT AIR QUALITY STANDARDS 

(Protective of Human Health) 

Carbon Monoxide 

Non-Methane 
Hydrocarbons 

Nitrogen Dioxide 

Oxidants 

40 mg/nf 

10 mg/m: 

160 ug/m" 

100 ug/m* 

160 ug/m" 

35 ppm 

9 ppm 

0.24 ppm 

0.05 ppm 

0.08 ppm 

(1-hour average)• 

(8-hour average)* 

(6-9 a.m. average)•J 

(annual average) 

(1-hour average)* 

•Not to be exceeded more than once each year 
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The procedure used in the preliminary analysis for 

determining emission source strengths for freely flowing vehicles 
includes the following considerations: 

1.  An emission factor (g/veh mi) for each combination 

of pollutant, model year, and vehicle type.  Vehicle 

types are light duty, including autos and trucks 

under 6,000 pounds gross vehicle weight; medium duty 

gasoline, including gasoline vehicles between 6,000 lbs. 

and 10,000 lbs. gross vehicle weight; heavy duty 

gasoline, including gasoline vehicles larger than 

10,000 pounds gross vehicle weight; and all deisel 

vehicles, regardless of model year. 

The emission factors used to determine heavy duty vehicle 

and diesel emissions per vehicle mile in this study 

are those determined by EPA and contained in the second 

edition of AP-42, Compilation of Air Pollutant Emission 

FactQCTi., April, 1973, as amended on August 15, 1973  and 

by Kircher and Armstrong (October, 1973). Light duty 

factors were those suggested by the Maryland Bureau 

of Air Quality Control in their Technical Memorandum 

entitled, Method for Estimating Lioht Duty Vehicle 

Emission on a Sub-Regional Basic; (juiy> 1974) 

2. Deterioration factors for each combination of pollutant, 

vehicle type, and model year.  These factors reflect 

the fact that engine emissions will increase and emission 

control efficiencies will decrease with the age of the 

vehicle.  This factor varies with vehicle age. 

3. The vehicle mix.  This consists of a percentage breakdown 

of the total vehicle population, both by model year 
and by vehicle type. 

4. Speed adjustment factors.  These were applied by each 

pollutant, vehicle type, and traffic speed modeled. 

firt 
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5.  TCP reduction factors.  These reflect emission reductions 

to certain vehicle types and model years based on the 

implementation of the Transportation Control Plan for 

the Metropolitan Baltimore Intrastate Region.  The 

specific reductions used are those contained in the 

Technical Support Document for the plan, EPA Region III, 

March 1974. 

The procedure used in the revised analysis for determining 

freely flowing vehicle emission strengths was taken from Prelim- 

inary Edition of Supplement 5 to Compilation of Air Pollutant 

Emission Factors (AP-42). which supercedes all previous EPA 

emission information for motor vehicles.  It includes the 

following considerations: 

1. An emission factor (g/veh-mile) for each pollutant is 

used for each model year and for each vehicle type. 

Vehicle types are: 

a. light-duty gasoline vehicles (passenger cars) 

b. light-duty gasoline trucks (trucks with gross 

vehicle weight (GVW) less than or equal to 

8,500 pounis) 

c. light-duty diesel vehicles (diesel passenger cars) 

d. heavy-duty gasoline vehicles (gasoline vehicles 

with GVW greater than 8,500 pounds) 

e. heavy-duty diesel vehicles (diesel vehicles with 

GVW greater than 6,000 pounds) 

f. motorcyclc-3. 

Emission factors v;ere obtained from emission tables 

given in AF-42, Supplement Number 5.  A single emission 

factor (with the exception of NO ) is used for all heavy 

duty diesel vehicles, regardless of model year. 

• 

C-66 



^ 

2. Deterioration factors are included for each pollutant 

for each vehicle type and for each model year.  These 

factors reflect the fact that engine emissions will 

increase c-.n^ emission control efficiencies will decrease 

with the age of the vehicle. 

3. A vehicle mix (a percentage breakdown of the total vehicle 

population, both by model year and vehicle type) that is 

characteristic of the region under study is needed.  The 

vehicle type breakdown was taken from the previous 

analysis.  The model year distribution was taken from 

the previous analysis for light-duty, gas vehicles, and 

from the national averages presented in AP-42 Supplement S 

for all other vehicle types. 

4. Speed correction factors, when applicable, are considered 

for each pollutant and vehicle type.  For CO and HC, this 

adjustment factor varies inversely with speed, whereas 

for nitrogen oxides it varies directly with speed. 

5e  Proportional vehicle use by model year and vehicle 

type - This data is used to weight the population 

percentages in order to accurately represent typically 

occurring vehicle mixes. 

6. Temperature correction factors by model year and vehicle 

type - These factors reflect the effect of ambient tempera- 

ture on vehicular emissions.  In general, a lower tempera- 

ture (20oF minimum) results in higher pollutant emissions. 

7. Hot/cold vehicle operating mode correction factors by 

model year and vehicle type- The factors reflect the 

effect of vehicle operating mode on emissions.  Three 

modes are considered; 

a) hot stabilized 
b) cold start (first 505 seconds of vehicle operation 

following a four-hour engine off period) 
c) hot start (first 505 seconds of vehicle operation 

following a one-hour engine off period) 
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8,  Effect of the Baltimore Intrastate Transportation Control 

Plan - Although this was considered in the preliminary 

analysis, it was eliminated from consideration in the 

revised analysis since the United States Court of Appeals 

has since rescinded (September 9, 1975) a number of the 

promulgated regulations including inspection/maintenance 

and retrofit programs which specifically affect exhaust 

emissions. 
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3.  BACKGROUND AIR QUALITY 

The aggregate of sources other than the roadway under 

consideration contribute to air pollution in its immediate 

environ.  The concentrations due to these sources are commonly 

referred to as "background" and must be added to the model 

calculations of facility-related air quality in order to 

accurately assess the total ambient air quality levels within 

the project area. 

Based on recommendations of the Maryland Bureau of Air 

Quality and Noise Control (MBAQNC) and the Environmental 

Protection Agency, two monitoring stations within the project 

corridor were chosen as sources,for the base year (1973) data. 

The Baltimore City Monitor at Calvert and 22nd Street was 

chosen by MBAQNC as representative of the portion of the study 

area inside the Beltway.  The data from the Garrison station 

was corrected in order to delete the localized contribution 

of Reisterstown Road which is approximately 100 meters from 

the monitor.  These results were then assumed to be representative 

of a portion of the study area outside the Beltway.  The 1973 

one-hour and eight-hour maximum levels at these stations were 

taken from the MBAQNC 1973 Yearly Data Report, and projected 

to the years 1980 and 1995. 
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4.  THE AIR QUALITY IMPACT \^ 

3y summing the highway facility related dispersion model 

calculations with the appropriate background values, total air 

pollutant concentr--.-ions are obtained.  The significance of these 

total values determines the air quality impact of the build 

versus the no-build alternatives. 

The three build alternotives introduce an additional 

traffic corridor from Baltimore to Reisterstown in the form of 

a multi-lane expressway.  Each alternative parallels the existing 

Reisterstown Road which runs approximately one-half to one mile 

north of the proposed expressway. 

Microscale Carbon Monoxide Impact 

Carbon monoxide concentrations were modeled at each of 

several locations along both roadways.  The cases were selected 

to represent those areas which present potential problem areas 

for carbon monoxide, such as areas of sensitive receptors, inter- 

changes, signalized intersections, highest volumes and lowest 

speeds, and depressed tunnel sections.  The selected cases on 

Reisterstown Road were modeled for 1973 (base year), 1980, and 

1995.  The proposed Northwest Expressway was modeled for 1980 

and 1995. Peak-hour and eight-hour averages of CO were calculated assumin- 
adverse meteorology with peak traffic. 

Of the cases modeled, five presented potential air quality 
impacts: 

1)  Wabash Avenue/Patterson Avenue Intersection 

Under Build Alternatives 2A and 9A only, this intersection 

will service traffic to and from the south terminus of the 

proposed expressway.  In addition, the proposed Reisterstown Plaza 

rapid transit parking facility will be located in the south 

quadrant of this intersection.  The heavy traffic volumes and 

resulting congestion at this intersection can be expected to 

produce eight-hour averages of carbon monoxide (CO) concentrations 

in excess of the 10 mg/m3 National Ambient Air Quality Standard, 
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when added to the maximum background concentrations of CO.  No 

adverse CO impact is expected under either the No-Build Alternative 

or Alternative 9B. 

In the worst case situation, with peak eight-hour traffic 

volumes (10 AM-3 PM), during the most adv&.se meteorology 

(which is possible 32 hours per year between 10 AM and 3 PM) the 

eight-hour standard could be exceeded in the following adjacent 

areas for the respective build alternatives: 

Alternative 9A, 1980 

The standard could be exceeded in the area immediately 

adjacent to the north corner of the intersection out to 

approximately 100 feet as shown in Figure 1. 

Alternative 9A, 1995 

The same area is affected as in 1980.  However, the extent 

of the impact, is reduced as shown in Figure 2. 

Alternative 2A, 1980 

Under this alternative the affected areas are in the north, 

east and west corners of the interchange as shown in Figure 3. 

Alternative 2A, 1995 

Only the north corner of the intersection is affected as shown 

in Figure 4. 

2)  Reisterstown Road/Baltimore Beltway Interchange 

This interchange services traffic on Reisterstown Road and 

the Baltimore Beltway.  The mainline movements on Reisterstown 

Road and the ramps onto and off of the beltway are signalized. 

For both the No-Build Alternative and Build Alternatives 9A and 

93, this interchange serves as a necessary point of traverse for 

through traffic from Baltimore City to Reisterstown in the 
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northwest corridor.  The queueingcaused by the signals limits 

the number of vehicles passing through the interchange which 

could contribute to the CO concentrc.tions in the immediate area. 

However, the contributions from idling vehicles in some cases 

are significant enough to produce CO concentrations in excess of 

the eight-hour standard, when added to the maximum background CO. 

No adverse impact is expected under Alternative 2A.  In the 

worst-case situation the following areas are affected for the 

respective alternatives: 

No~3uild Alternative, 1980 

The eight-hour National Ambient Air Quality Standard of 
3 

10 mg/m  could be exceeded in the areas immediately adjacent 

to the roadways, extending out to approximately 300 feet as shown 

in Figure 5. 

. Build Alternatives 9A and 93, 1980 

The eight-hour standard could be exceeded in approximately 

the same areas as those corresponding to the No-3uild Alternative, 

but to a slightly lesser extent as shown in Figure 6. 

Build Alternatives 9A and 93,1995 

The affected area in this case is small as shown in Figure '?. 

3)  Northwest Expressway/Baltimore Beltway Interchange 

Under Alternative 2A only, the impact of peak eight-hour 

emissions fror-i traffic on the interchange and in the Old Court 

Station parking area combined with adverse meteorology, could, 

in 1960, produce CO concentrations in excess of the 10 mg/m3 

standard when added to maximum eight-hour background CO.  The 

affected area is adjacent to the proposed parking area as shown 

in Figure 8.   No adverse impact is expected under either 

Alternatives 9A, 93, or No-Build. 

\ 
$ 
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4)  Reisterstown Road from the Baltimore City Line to Cld 
Court Road 

\\ih 

This section of Resiterstown Road is bordered on both sides 

by residential and business dwellings which form significant 

obstructions to the wind flow over the roadway.  This factor 

reduces the dilution effect of the wind, causing slight build-up 

of pollutant concentrations upwind of the buildings. 

Under the No-Build Alternative only, traffic volumes in 

1980 are high enough to produce CO concentrations in excess Of 

the 10 mg/m  standard during the peak eight-hour period with 

adverse meteorology, when added to the maximum eight-hour 

background CO.  The affected area, extends approximately 12 

meters horizontally from the edge of the roadway and two meters 

vertically, as shown in Figure 9.   None of the build alternatives 
adversely affects this section. 

5)  Concentrations of carbon monoxide within the proposed 

tunnel (Alternative 2A) will be controlled through ventilation 

in order to meet the FHWA standard of 125 ppm, with the exposure 

time of users being limited to 60 minutes.  Preliminary 

considerations, employing the new emission factors, indicate 

that under worst case conditions, with the tunnel filled with 

idling vehicles, a minimum of 204,000 CFM of fresh air would be 

reguired to sufficiently ventilate the tunnel. 

4.2  Emissions Burden Comparison 

As a means of comparing the alternatives, emission burdens 

in tons/year of carbon monoxide (CO), hydrocarbons (HC), and 

nitrogen oxides (N0X) were calculated on a project scale for each 

alternative.  The no-build alternative considers the emissions 

attributable to Reisterstown Read in 1980 and 1995 without 

construction of the Northwest Expressway.  The build alternatives 

consider emissions burdens in 1930 and 1995 for both Reisterstown 

Road and the Northwest Expressway.  Table 2 summarizes the results 

of the analysis.  The emissions burdens are graphically displayed 
in Figure 10 . 
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TABLE   2 V 
EMISSIONS BURDENS FOR BUILD/NO-BUILD ALTERNATIVES 

Year 

1980 

Alternative 

No-Build 

Build-2A 

Build-9A 

Build-9 B 

Pollutant 

CO 
HC 
NOx 

CO 
HC 
NOx 

CO 
'HC 
NO x 

CO 
HC 
NO x 

Project.Emissions 
Burden 

(Tons/Year) 

2, 385 

529 
664 

2, 300 
665 

1, 086 

2, 305 
646 

1, 013 

2, 292 
643 

1, 008 

1995 No-Build CO 
HC 
NO. 

Build-2A CO 
HC 
NO. 

Build-9A CO 
HC 
NO. 

Build-9B CO 
HC 
NO. 

X 

X 

2,146 
260 
448 

2,260 
418 

1,031 

2,515 
416 
974 

2,503 
414 
970 
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Based on the results shown in the table, the following 

comparisons can be made.  In 1980, the CO burden for the three 

build alternatives is lower than that for the no-build alternative. 

In all other coses, the pollutant burdens for the build alternatives 
are higher than the no-build. 

As can be seen in Figure 10, the CO burden in tens per year 

for each alternative is relatively close.  Since these burdens 

only represent emissions from the two roadways, a comparison 

of the regional burdens due to each alternative would be very 

sensitive to their concurrent affect on vehicular travel for 

other arterials in the study corridor. - 

As precursors of photochemical smog, the relative regional 

burdens of NO  and HC are significant.  These burdens are nearly 

the same for each of the build alternatives, which show significant 

increases over the No-3uild Alternative.  In 1980, this increase 

is approximately 24 percent for hydrocarbons (HC) and 56 percent 

for oxides of nitrogen (NO^).     In 1995, it becomes 60 percent 

for KC and 120 percent for NOx.  All of the alternatives show 

a decrease in project-related burdens of NO  and HC from 1980 

to 1995. 
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5.  CONCLUSIONS 

The analysis results presented in the preceding sections 

are based on currently promulgated regulations concerning 

vehicular emissions.  This presently involves only the Federal 

Motor Vehicle Control Program (FKVCP), which requires final 

emission standards to be achieved in 1978.  The recently 

rescinded Transportation Control Plan. (TCP) for the Baltimore 

region was not considered in the analysis. 

Conclusions Based on Non-implementation of the Baltimore 

TCP 

As a result of the detailed air quality assessments, it is 

reasonable to derive the following general conclusions with 

respect to the project. 

1)  Localized CO concentrations created by the Wabash 

Avenue/Patterson Avenue intersection and the adjacent 

Reisterstown Plaza Rapid Transit Station parking facility 

will exceed the National Ambient Air Quality Standard 

for eight-hour averages of CO.  This will only occur 

under Build Alternatives 2A and 9A.  The area of 

adverse effect upon sensitive receptors will extend 

a maximum of approximately 100 feet from the intersection, 

2)  Localized CO concentrations created by the Reisterstown 

Road/3altimore Beltway interchange will exceed the 

eight-hour standard under Build Alternatives 9A, 9B, 

and the No-Build Alternative.  The extent of the areas 

affected in 1980 is greatest with the No-Build 

Alternative.  In 1995, only Alternatives 9A and 9B 

exceed the standard, and only in a minute area. 

rf 
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3) Localized CO concentrations created by the Northwest   \ 

Expressway/Baltimore Beltway interchange and Old Court 

Station parking area, under Alternative 2A, will exceed 

the eight-hour standard in 1980 within a small area 

surrounding the parking area.  Concentrations will 

decrease to below the standards by 1995. 

4) Localized CO concentrations created by Reisterstown 

Road between the Baltimore City line and Old Court 

Road, under the No-5uild Alternative only, will exceed 

the eight-hour standard within approximately 40 feet 

of the roadway in 1980.  Concentrations will fall below 

the standard by 1995. 

5) The construction of the Northwest Expressway serves to 

lessen the impact in the vicinity of Reisterstown Road 

by accommodating traffic that would otherwise lead to 

breakdown conditions (volume exceeding capacity) on 

Reisterstown Road.  This situation would yield higher 

vehicle emissions in sensitive areas. 

6) The construction of the Northwest Expressv/ay under each 

alternative burdens its immediate corridor with pollutant 

emissions which are not offset by the corresponding 

decrease in pollutant burden in the Reisterstown Road 

Corridor.  It has not been determined whether or not 

any reduction of pollutant burden on other arterials 

in the Northwest Corridor is achieved with the 

construction of the Northwest Expressway. 

In terms of the air guality impact, Alternative 93 should 

be considered the most favorable if the following two qualifications 

C'?.n be met: 

1)  The design of mitigation measures to alleviate the adverse 

microscale CO impact in the vicinity of the Reisterstown 

Road/t3altimore Beltway Interchange.  The most stringent 

^ 
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measures would be required in the earliest years 

since it has been shown that facility-related CO 

concentrations will decrease by 1995. 

2)  The demonstration that this alternative reduces the 

pollutant burden from other arterials within the 

Northwest Corridor enough to compensate for the increase 

in the project-related burdens. 

Effect of the Baltimore TCP 

The potential reductions in vehicular exhaust emissions 

contained in the proposed TCP would serve to decrease the 

predicted air quality levels presented in this analysis. 

A significant reduction of approximately 37 percent in 

1980 and 23 percent in 1995 is possible should proposed controls 

remain in effect to those years.  These reductions are based 

on calculations performed using outdated emission factors and 

are subject to further review.  However, in the context within 

which they are presented, these reductions would effectively 

negate any future contravention of the standards presented in 

this analysis. 

In summary, based on currently promulgated regulations, each 

alternative, including No-3uild, results in violations of the 

ambient air quality standards for Carbon Monoxide.  Considering 

the relative impact of the four alternatives, Alternative 9B 

poses the least extent of adverse CO impact, this being limited 

to the Reisterstown Road/Baltimore Beltway Interchange. 

rfi 
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\ 
6. VMT REDUCTION MEASURES PROPOSED IN 

A ^ 

RELATION TO THE OPERATION OF THE 

NORTHWEST EXPRESSWAY 

Sound transportation planning requires that full considera- 

tion be given to measures which will encourage the use of multi- 

occupancy vehicles further reducing congestion and vehicle miles 

traveled (VMT).  The Maryland State Highway and Mass Transit 

Administrations propose the following VMT reduction measures. 

Further study will be required to determine the degree of implemen- 

tation of these measures. 

The proposed expressway will be built along with a rapid 

rail system connecting the Northwest Corridor with center city 

Baltimore.  The rapid transit line by itself, without the express- 

way, would not satisfy the transportation needs of the corridor. 

The Northwest Expressway between the Beltway and Reisterstown 

is an essential ingredient in making the rapid transit line a 

workable element in providing a comprehensive and balanced 

transportation system for the Northwest Corridor of Baltimore 

County.  The expressway will complement rather than compete with 

the rapid transit facility.  Hence, building only the rapid transit 

line and deleting the highway not only would not solve the trans- 

portation problems in this area, but also would render the rapid 

transit line less functional.  The reasons are as follows: 

lc  The rapid transit line will serve trips which are 

radial in nature, and provide superior transportation between 

communities in the Northwest Corridor and points in Baltimore City, 

principally Metro Center.  These trips cannot be made as effectively 

by automobile driving on the Northwest Expressway. 

C-79 



2. By contrast, the Northwest Expressway will serve trips 

principally circumferential in nature with the Beltway serving 

as the main distributor.  The trips utilizing the Northwest 

Expressway represent vehicle trips taken off existing U.S. 

Route 140, serving to reduce congestion on this route.  These 

trips would not be made by rapid transit,because this facility 

will not adequately provide service to these diverse areas. 

3. The Northwest Expressway will provide direct access to 

the Owings Mills transit terminal by way of special access ramps. 

This is an extremely important element of the joint project, 

since the terminal station will have parking facilities for 3,800 

cars and will be one of the most important stations on the 

entire rapid transit system.  Without the expressway, primary 

access to the station would have to be via existing Keisterstown 

Road and Painters Mill Road, both of which would have inadequate 

capacity during peak hours to handle such a large volume of 

traffic.  This could seriously jeopardize potential use of the 
rapid transit line. 

The proposed rapid rail transit line, in itself, is the 

single most significant contribution to a VMT reduction in the 

corridor.  Traffic projections indicate a total demand of 105,620 

vehicles per day in the corridor.  It is estimated that by the 

year 1990, use of the rapid rail line will result in a ridership 

which would reduce average daily traffic volumes by 12,1201 

vehicles.  This represents a daily VMT reduction of 227,8802 

miles per day.  This reduction in VMT is based upon the Northwest 

Expressway being constructed from the Baltimore City line 

to Reistertown.  Elimination of the segment of the expressway 

between the Baltimore Ci.ty line and the Baltimore Beltway 

(Interstate 695) would divert an additional 400-600 vehicles 

per day to transit use which translates to a further VMT 

reduction of 4,500-8,000 miles per day or a total VMT reduction 

of 232,380-234,680 vehicle miles per day. 

A 

"Reduction in Automobile Use Due to Transit Service Improvements 
in the Northwest Transportation Corridor," Maryland Mass Transit 
Administration, January 8, 1976. 

2 ibid 
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{? Patronage of the rapid transit facility represents a      \ 

reduction of conventional vehicular traffic along the Northwest 

Corridor of the region and into the central business district 
of Baltimore City. 

FEEDER BUS SYSTEM 

An extensive feeder bus system is being developed for 

implementation by the Mass Transit Administration to serve 

the rapid rail line and act as an incentive to further transit 

use.  The success of the Rapid Transit will depend on the 

effectiveness of the various modal passenger delivery systems. 

The attractiveness of the Rapid Transit will in large part 

be affected by the attractiveness of the modal delivery systems 
themselves. 

One of the delivery modes will be the feeder bus.  It will 

be considered as a sub-system whose function will be defined 

as a part of the general system.  furthermore, the feeder 

system will be designed to maximize the objectives of the Rapid 
Transit System. 

While the feeder bus system is primarily concerned with 

providing a local means of access to the Phase I Rapid Transit 

from suburban communities and urban communities, egually 

important will be the impact that the Phase I Rapid Transit will 

have on the remainder of the bus transit service network.  The 

displacement of the bus transit network in the northwest corridor 

by the rapid transit will be evaluated closely in order to assure 

that local mobility,especially in the radial direction, is 

maintained along U.S. Route 140.  In addition, the attenuating 

effect that the rapid transit will have on the existing cross- 

town bus network and the remainder of the transit network will 

be examined.  Obviously, the crosstown bus network will be 

realigned in the vicinity of the rapid transit line to also 

act as a feeder.  This will require the crosstown lines in the 

northwest corridor to act as combination feeder/crosstown lines 

depending on the proximity of the area to the rapid transit 
alignment. 
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1^ Preliminary studios identified the general area where 

feeder bus service will most likely be provided.  The attached 

map delineates these areas.  In the Northwest Corridor, this 

may mean establishment of new routes as well as short turning 

of existing line ..;:"1 routes.  The importance of the feeder bus 

network to the success of rapid transit will be the subject 

of an in-depth study.  The design of the feeder bus network and 

operational success of that network will depend not only on 

proper design and scheduling network but also on proper administrative, 

logistic and operational support facilities.  This future study, 

conducted under the Baltimore Region Unified Transportation 

Planning Program, will address all problems in a manner 

patterned to ascertain appropriate capital and operational 

reguirements. (See Figure 11. ) 

EXPRESS 3U5 SYSTEM 

The feasibility of establishing an express bus network to 

serve employment centers along the Baltimore Beltway (1-695) 

will be studied.  Traffic studies indicate that of the total 

vehicular volume traveling south on the Northwest Expressway, 

one-third desires to continue into Baltimore City, one-third 

east on Interstate 695 and one-third west on Interstate 695.  An 

express bus terminal facility could be established in conjunction 

with the Owings Mills Transit Terminal, providing parking for 

bus patrons.  The feeder bus network could serve the express 

bus terminal as well as the rapid transit terminal. 

An express bus system would not be in competition with the 

rapid rail line, as it would be designed to serve circumferential 

trips along the Baltimore Beltway (Interstate 695) not 

accommodated by the rapid rail system, it is estinated that 

by 1990 this type system cculd reduce VMT by 4,500-8,0003 miles 
per day. 

3 ibid 
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CARPCOLING 

Carpoolinq will be encouraged in several ways.  Park and 

Ride facilities similar to the one under construction at Inter- 

state 695 and Providence Road (see Figure I'Z), can be established 

in the corridor to .^erve both Keisterstown Road (U.S. Route .140) 

and Liberty Road (Maryland Route 26).  Such facilities could 

serve both carpool and express bus users.  The potential for 

development of Park and Ride exists at several existing retail 

shopping centers within the corridor, with large parking areas 

normally subject to minor use during the daytime hours. 

Potential development of this type of facility in the vicinity 

of the Northwest Expressway's norther terminus also will be 

studied, as will a separate similar facility at the southern 

terminus of the Northwest Expressway just south of the inter- 

change with Interstate 695.  This would be considered as a 

separate project since it has not been presented previously and 

would have to respond to environmental impact analysis not 

presented as a part of the•Northwest Expressway. 

Further encouragement to use multi-occupancy vehicles will 

be accomplished by providing preferential treatment to buses 

and carpoolers using the Northwest Expressway.  Entrance remps 

to the expressway would be structured to allow these vehicles 

to have the first priority of entry to the facility (see 

Figure 13).  The concept of exclusive lanes for multi-occupancy 

vehicles on the expressway has been considered and rejected. 

However, since the expressway will end at the Beltway, a 

feasibly insurmountable problem in continuing these exclusive 

bus lanes along the Beltway would develop. 
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PREFERENTIAL PARKING AT TRANSIT TKi^MlKAL 

In order 1.0 stimulate a reduction in the volume of 

automobile traffic in the Northwest Corridor, inducements 

toward transit ridership in the Northwest Corridor should 

be maximized.  Therefore, serious consideration will be given 

to provide preferential parking for carpools at the Cwings 

Kills terminal.  This concept would be developed in the form of 

a special parking area designated for carpools.  This area 

would be located adjacent to the bus loading area of the transit 

station and be free of parking charges.  Provision of such 

preferential parking space and means to enforce its exclusive 

nature will require a special study, which will be conducted 

by the Mass Transit Administration. 

Such a concept could permit suburbanites to eliminate 

the need for a second car, provide free access to the transit 

station by eliminating parking charges, and place the transit 

patron within close proximity to the transit station entrance. 

An additional measure that will be considered involves 

the Interstate 695/Reisterstown Road interchange.  This area 

experiences carbon monoxide concentrations which exceed the 

8-hour National Ambient Air duality Standard.  Construction of 

the Northwest Expressway will result in a marked improvement 

over the no-build alternate impact.  In the event that a problem 

situation exists after completion of the Northwest Expressway, 

consideration will be given to the closing of certain ramp 

movements during critical hours, an effort to reduce congestion 

caused by cross traffic movements and increase the vehicular 

speeds on Reisterstown Road through the interchange.  An increase 

in speed would decrease car'on monoxide emissions and benefit 

the situation.  Alternate routes for those vehicles denied use 

of the ramps would be available upon completion of the Northwest 

Expressway.  The ramp movements involved are the movement from 

eastbound 1-695 to northbound Reisterstown Road and from 

southbound Reisterstown Road to eastbound 1-695 (see Figure 14). 

I* 
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The entire VKT reduction package will be promoted through 

an extensive public relations program.  This is essential if the 

public is to be made aware of the existence of the various 

measures designed to encourage use of multi-occupancy vehciles. 

CONSISTENCY OF VMT REDUCTION PROPOSAL V.ITH TCP 

The consistency of the Northwest Transportation Corridor 

Project with the Maryland State Implementation Plan and the 

Transportation Control Plan for the Baltimore Interstate AQCR 

(TCP) must be evaluated in order to ascertain if any aspects of 

the project are contradictory to the objectives of those plans. 

While the recent decision of the United States Court of Appeals 

for the Fourth District has rescinded a number of the TCP 

regulations including retrofit, inspection/maintenance, and 

bikewoys, it is reasonable to assume that measures will be. 

enacted in the near future to replace a portion of these rescinded. 

It is also reasonable to assume that a major part of any new 

plan will be the reduction of VMT in the Baltimore Metropolitan 

area.  With these assumptions in mind, two aspects of the proposed 

facility were studied; the VKT reduction measures which are 

inherent in the proposed project and the identification cf 

any characteristics of the project which may prevent the application 

of any TCP measure which may be implemented in the future. 

The Northwest Corridor project is unique in that a number 

of VMT reduction measures are an.integral part of the project. 

The most significant of these measures is the rapid-rail line 

which will extend into the Baltimore CBD.  It is estimated that 

approximately 227,000 vehicle miles traveled per day in 1990 

will be eliminated by the rapid-rail line • 

Also, as the highway portion of the project (Northwest 

Expressway) will not extend into the CBD,the total corridor 

project will tend to encourage trips with CBD destinations to 

utilize the rapid rail system rather than increase VMT in the 

downtown area by the increased use of private automobiles. 

4 .77" : 
ibid 
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Supplemental VMT reduction measures have been proposed 

for use in the corridor to complement the effect of the rapid 

roil system.  These measures include preferential treatment of 

hiqh-occupancy vehicles, park and ride Dots to serve carpools, 

buses and rail transit, a feeder bus system to serve the rapid 

rail terminals and an express bus system which will serve 

circumferential (1-695) trips which originate in the Northwest 
Corridor. 

In conclusion, since significant VMT reduction will occur 

in the corridor as a result of the rapid rail system in conjunction 

with additional VMT measures which have been proposed, it is 

felt that the subject project is indeed consistent with the 

objectives of Transportation Control Plan.  Furthermore, there 

is no intent to preclude the application of other VMT reduction 

measures which might be promulgated in the future. 

$ 
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flD. 

NEIL-   SOLOMON.   M.D..   PH.D. 
SCCRETARV 

DEPARTMENT  OF   HEALTH   AND  MENTAL   HYGIENE 
ENVIRONMENTAL   HEALTH    ADMINISTRATION 

201    WEST   PRESTON   STREET 
BALTIMORE    21201 

PHONE   •    30I-3B3- 2779 

DONALD   H.   NOREN 
DIRECTOR 

March 15, 1976 

Mr. Robert J. Hajzyk, Director 
Office of Planning and Preliminary EngLneerxng 
Maryland Department of Transportation 
State Highway Administration 

P.O. Box 717 
300 West Preston Street 
Baltimore, Maryland 21203 

Dear Mr. Hajzyk: 

RE: Air Quality Analysis for Northwest 
Expressway - Baltimore City Line 
to U.S. 140 

The Bureau of Air Quality and Noise Control has completed its review of the 
Air Quality Analysis for the Lrthwest Expressway and we have the following 

cooiments . 

This revised analysis is exceptionally thorough with respect to documenta- 
tion of the input data methodology and results.  The projections of traffic 
volume^ and speeds have been recalculated to make them more realistic and several 
llrZl  oC  the highway .« now being considered but it is basically the same 
project which has been contemplated for over 2 0 years. 

The analysis indicates that the 8-hour ambient air quality standard for car- 
bon monoxide will be exceeded at a number of locations in the corridor -eluding 
th^ Wiba^h Avenue - Patterson Avenue intersection and the interchanges of 1-695 
iith^ei^ersto^ Road and the Northwest Expressway. The reason for these high 
lovels is the extremely large volume of traffic and low average speed at the in- 
tersections  ?ne construction of the expressway does not alleviate this condi- 
tion to any great extent and actually creates more problem areas along its right- 

of-way. 

The exp^ssway cannot even be expected to solve the traffic problems of the 
corridor  llT'order for the traffic volumes east and «est of the Northwest Express- 
nv on I 695 to be reasonable, the consultant had to assume the addition of one 
Tre la e n lach direction. These lanes are not currently funded and the State 
7Z~   not  oo-css the necessary right-of-way.  Even before it is built, the Nor.h- 
HVt  Expre^; is necer.sitaJing more highway construction. There is also a high 
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likelihood that existing Reisterstown Road will be widened whether or not the Ex- 
pressway is built. By the State Highway Administration's own estimates (which 
arc usually conservative) the transportation problem will continue to worsen. 
The Northwest Expressway will reach capacity and then, what will be done? Will 
the answer be yet another highway? 

Baltimore has a severe photochemical oxidant problem. In response to this 
problem, the EPA promulgated a Transportation Control Plan which was aimed at 
reducing motor vehicle pollutant emissions. Although several of the specific 
measures of the Plan were invalidated by the Courts, the basic premise still 
applies—vehicle miles travelled in the region must be reduced. The consultant 
addresses this issue on page 51 of the report. He points to the plans for rapid 
transit and the proposed VMT reduction measures to demonstrate consistency with 
the Plan. These attempts to incorporate transit are commendable but the existence 
of the high speed highway facility in the corridor will probably counteract the 
transit incentives. Although it is insisted that the transit and the highway will 
serve different needs, I still believe they will be competing. The express buses 
will not have exclusive lanes on the expressway and will experience the same de- 
lays as cars. The only advantage which is proposed is a priority lane system on 
the approach ramps to 1-695. The buses will then merge with traffic on 1-695 
where, again, exclusive lanes will not be provided. The time saving attributable 
to the priority ramp lane will most likely not shorten the trip enough to be very 
effective in motivating people to change modes. 

A stronger case can be made for the non-competiveness of the Northwest Ex- 
pressway and the rapid transit. The rapid rail is designed to carry CBD-oriented 
trips while the expressway (especially if it is not constructed south of the 
Beltway) will serve those with circumferential destinations.  I don't find this 
a very convincing argument. Most people currently living in the Reisterstown 
Road corridor who make the trip downtown follow the Reisterstown Road, 1-695, 
Jones Falls Expressway Route.  It the expressway is constructed, they will 
simply substitute it for the Reisterstown Road portion of the trip.  They can, 
thus, shorten their time spent commuting without utilizing the transit. Opti- 
mum use of the transit system requires the existence of disincentives to driving 
cars individually. The construction of a brand new parallel expressway is not 
the way to accomplish this. 

Perhaps more significant than any of these factors in increasing VMT will be 
the. tremendous boost to development which the Northwest Expressway will provide. 
This project will encourage development along Route 140 between Reisterstown and 
Westminster and also along Route 30 to Hampstead. This increased sprawl type of 
growth will only exacerbate Baltimore's existing air pollution and transporta- 
tion problems.  Since the average result of the building of this expressway will 
be to increase VMT in the corridor and also on 1-695, the Bureau must conclude 
that it is inconsistent with the goal of Baltimore's TCP which is VMT reduction. 
The air pollution mitigation measures, such as the express bus system, may re- 
duce the rate of growth but they will do little to effect an absolute reduction. 
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In addition to our disagreement with the substantive contents of the consul- 
tant's discussion of consistency, the Bureau also takes issue with the fact that 
the consultant even made such a determination.  The responsibility, under Federal 
Highway Administration regulations, for determining consistency of a highway pro- 
ject with the State air quality implementation plan rests with the Regional 
Federal Highway Administrator. The Administrator's decision is to be based on 
the final EIS and the comments of the cognizant air pollution agency.  It is, 
therefore, highly inappropriate for the consultant to be including his own consis- 
tency statement in the final EIS. 

Since the Northwest Corridor Transportation Study was first made available 
for public comment, people in the area have been asking that only the transit 
portion of the project be implemented. The answer from the State Highway Admin- 
istration has been that transit and highway are irrevocably bound to each other. 
One cannot be implemented without the other. This approach has effectively 
eliminated any real choice. The people.who live there must either face continued 
overcrowding of Reisterstown Road or accept a full-blown expressway/transit pro- 
posal. There was nothing in between. The rigidness of the State Highway Adminis- 
tration position has resulted in repeated delays and countless studies to justify 
a road which will no longer serve the need for which it was designed. Twenty 
years have passed and we are now faced with air pollution problems, an energy 
crisis and inflation. Expressways are no longer considered the paramount answer 
to transportation needs.  We have the opportunity in this corridor to see what 
an organized transit approach can accomplish. We should not let 20 year old 
commitments to a highway destroy that opportunity. 

It is the Bureau's recommendations that the highway portion of the project 
be deleted north as well as south of the Beltway and that effort be concentrated 
on developing an organized transit system, including buses and rapid transit, in 
the corridor. 

Sincerely yours, 

George P. Ferreri, Director 
Bureau of Air Quality and Noise Control 

0 
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cc:  Mr. Sam Little, El'A Region III 
Mr. George Bonina, EPA Region III 
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Response to Comments Received From 
Maryland Bureau of Air Quality and Noise Control 

Concerning Air Quality Analysis of Northwest Expressway 

1. Comment:Conerning predicted violations .of the eight-hour 
carbon monoxide AAQS. 

Response:  The violations of the AAQS are predicted to 
occur in the vicinity of: 

a) The Northwest Expressway/I-695 Interchange 

b) The Wabash/Patterson Interchange if Alternate 2A 
is selected and \ 

c) In the vicinity of the Reisterstown Road/I-695 
Interchange in all "Build" and "No Build,, 

Alternates, 

As Alternate 2A is no longer being considered for construction, 
the violations predicted for this option are of no 
significance.  As the violations at Reisterstown Road will 
occur regardless of the Alternative selected, they should 
be interpreted with that fact in mind. 

2. Comment:  The construction of the Northwest Expressway will 
necessitate the expansion of 1-695 and existing Reisterstown 
Road. 

Response:  The expansion of 1-695 and Reisterstown Road is 
not a part of this project and is not being 
considered at this time.  If these projects are 
felt appropriate at a future time, an analysis 
of all environmental impacts attributable to the 
expansion will be required. 

3. Comment:  The Northwest Expressway will be in direct 
competition with the proposed transit system. 

Response:  Refer to Maryland Mass Transit Administration 
Document Reduction in Automobile Use Due to 
Transit Service Improvements in tne Northwest 
Transportation Corridor, January 8, 1976 for 
information concerning VKT reductions projected 
to occur due to the Transit System. 

4. Comment:  The proposed Northwest EN-pressway will increase 
regional VMT and encourage "sprawl type" development. 

Response:  The traffic data presented in the Air Analysis 
support the contention that the proposed facility 
will increase corridor VMT. This increase is due 
to projected growth of the Baltimore area and the 
accompaning growth in trip demand.  The rapid 
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transit system is intended to serve the radial 
portion of this demand; at present motor vehicle 
transportation is the most acceptable means of 
serving circumferential demand.  It is hoped that 
the construction of the Northwest Expressway 
will prevent further deterioraoion of the 
Reisterstown Hoad corridor and that the Regional 
land use planning mechanism will serve to insure 
that the development which will occur in the 
Northwest Transportation Corridor is acceptable 
to its population. 

-2- 



|^^/ %       UNITED STATES ENVIRONMENTAL PROTECTION AGENCY 

V .<# REGION  III 

6TH AND WALNUT STREETS 
PHILADELPHIA. PENNSYLVANIA    19106 
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March 19,   1976 
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MAR 2 2 1S76 Mr. Robert J. Hajzyk 
Director, Office of Planning 

and Preliminary Engineering 
Maryland Department of Transportation f:-!!!:.:;,•;, ;;'!•!!:'[ OF 
State Higlway Administration PtANMiS & PiitLiniii^r;-!' liiSli-'.Ehiii'G 
P. 0. Box 717 
300 West Preston Street 
Baltimore, Maryland 21203 

Re: Northwest Transportation Corridor; Baltimore County, Maryland 

Dear Mr. Hajzyk: 

We have reviewed the Air Quality Analysis for the above proposed 
project and have classified it as LO-1 in EPA's reference category 
used to report the disposition of our reviews on draft Environmental 
Impact Statements. This code indicates that EPA does not have 
objections to these alternatives presented with the minimization 
of air quality impacts and that we believe that the information 
contained in the analysis is generally adequate for our review 
requirements. 

We wish to commend the development and presentation of these 
alternatives which incorporate highway and public transit elements 
as a combined facility to provide for radial travel demand in the 
corridor.  Although we have concerns about certain details of their 
planning and design, we believe that the integration of modes with 
a transfer point at the Beltway (encouraging use of public transit 
for the inbound portion of travel to central Baltimore) represents 
a major advance in project-level planning and administrative 
coordination to meet both transportation and air quality needs. 
The amount of automobile traffic diverted from downtown destinations 
should result in a proportional reduction of downtown traffic 
congestion as well as a reduction in vehicle miles of travel with 
corresponding improvements in microscale and regional air quality. 
While these alternatives seem highly appropriate approaches to 
meeting transportation needs within the specific corridor under 
study we would note that the basic concept might be equally appropriate 
in other radial corridors in either Baltimore or other metropolitan 
areas. 



Our specific concerns about possible air quality impacts 
relate to both localized conditions adjacent to the point of modal 
transfer and to more general questions about pro.oct phasing and 
relationship with other transportation facilities. 

First, the termination of the highway element at the Beltway and 
parking facilities for transit riders may result in maximum microscale 

\ t\>    \. impacts adjacent to these areas of highway interchange and modal 
\/ 
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Y,        transfer.  Ongoing development of detailed design and planning should 
\ be assessed in terms of microscale impacts and where hot spots occur 

mitigating measures should be considered. 

/     Second, we believe the viability of the project in providing 
'-. microscale and regional air quality improvements depends upon the 

combined operation of both highway and transit modes.  If the highway 
segment is opened independent of the transit mode the inbound travelers 
might increase vehicle miles of travel in driving the distances 
around the beltway necessary to find other radial highways leading 
downtown. While it has been assured in discussions between our staffs 
that the highway element will not be opened until the transit portion 
is completed, the final statement should define this assurance by 
describing the basic phasing of the Northwest Transportation Corridor 
as an entire system. 

. Thiiu, iu considering the lung-range planning implications of 
constructing the Northwest Transportation Corridor facility and the 
possible addition of similar facilities in other radial corridors, it 
can be seen that the potential for congestion (and subsequent localized 
air quality impacts) may occur along the circumferential highway facilities 
rather than in the urban core, as is currently experienced with radial 
highways leading to city centers. To some extent this condition is 
evidenced in the high carbon monoxide levels projected for the 
Reisterstown Road - Beltway interchange which are aggravated to some 
degree by the indirect traffic impacts of the proposed project. 
While this specific "hot spot" condition might be mitigated by dividing 
the highway facilities at the interchange to diffuse the emission density, 
we mention the condition more as a general concern to be considered if 
future facilities similar to the Northwest Transportation Corridor are 
to be proposed. 
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We hope this review will assist you in the preparation of the 
final Environmental Impact Statement. We would appreciate the receipt 
of five copies of the final statement at such time as it is filed with 
the Council on Environmental Quality. At that time we will conduct a 
review of all areas of physical environmental impact for which we have 
review responsibility.  If you have further questions or if we can be 
of assistance in further development of this innovative project you may 
wish to contact Mr. Sam Little of my staff directly at 215-597-7093. 

Sincerely yours, 

'D I Jo^Ai^W uJ^*- 
Nicholas M. Ruha 

Chief 
EIS and Wetlands Review Section 

cc: Mr. G. Gotfeld, MTA 
Mr. R. Bergeron, FHWA 

I. * ^Vj 
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Response to Comments Received from 
United States Environmental Protection Agency 

Concerning Air Quality Analysis of Northwest Expressway 

Comment No.   1: 
The major transfer for persons arriving by car to the rapid 
transit from the Northwest Expressway will take place at the 
Owings Mills terminal and not at the Beltway,   thus mitigating 
localised air pollution at the Beltway-Northwest Expressway 
Interchange. 

Comment No.   2: 
It is the intent to proceed with the construction of the rapid 
transit segment ahead of or concurrently with the highway 
portion of the project.    The precise phasing for both the rapid 
transit and highway will depend upon the availability of Federal 
funds from the Urban Mass Transportation Administration and 
the Federal Highway Administration,   and matching State funds. 
The rapid transit segment between Reisterstown Plaza Station 
near the Baltimore City Line and Owings Mills is a part of the 
adopted Phase I Plan and,   therefore,  has very high priority. 

flt 
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D.     ALTERNATIVES: 

1. Introduction - 

Four alternatives were described in the Draft Environmental State- 
ment and were presented at the Public Plea rings in April, 1973.   Alternates 1 
and 2 proposed that the project be constructed as a joint highway-rapid transit 
systemonnow location, approximately three-quarters of amilewest of exist- 
ing U. S. Route 140 (Rcisterstown Road).   Alternate 3 proposed the widening 
and reconstruction of existing Reisterstown Road (U. S. Route 140) from Balti- 
more City to Rcisterstown, and Alternate 4 is the "Do-Nothing" alternative. 
Drawing No. 9 is a map of the corridor showing the location of these alternates, 
along with proposed grade separations, interchanges and rapid transit stations. 

As a result of comments made on the Draft Environmental State- 
ment and testimony received at the Public Hearings in April,   1973,   addition- 
al studies have been made to evaluate the comments.    Alternate studies were 
made inside of the Baltimore Beltway (Alternate 5); in the vicinity of 
McDonogh Road and Owings Mills (Alternates 2A and 2B); and in the Reisters- 
town area (Alternate 6).    Proposals and studies relating to or affecting his- 
toric sites were also made in conjunction with the Sudbrook Park Historic 
District,   the McDonogh School Historic District,   and the Reisterstown His- 
toric District.    Proposals studied to determine if these were feasible and 
prudent alternatives to the use of historic lands included Alternates A and B 
in the Sudbrook Park area,  Alternate 2C at the McDonogh School,  and Alter- 
nate 6A in Rci.sterstmvru     Alternates  7,   8.   9 and 9A were studies made to 
minimize the adverse effects of the project on the Sudbrook Park Historic 
District,   and to reduce impacts on adjacent communities and parks.    This 
would also reduce the impact on the Gwynns Falls floodplain and achieve a 
cost savings.    These additional studies made subsequent to the Public Hear- 
ing are also shown on Drawing No.   9. 

2. Public Hearing Proposals  - 

- Alternate 1  - 

Relocated II.  S.   Route 140 (Northwest Expressway) was proposed 
as a six-lane dual  highway,  with  full   control of  access,   consisting of 
36'  roadways in each direction,   separated by a median varying from 16 feet 
at the western boundary of Baltimore City to 80 feet or greater at rapid 
transit station sites.     Between and beyond transit stations,   the median will 
generally be 64 feet in width.    The tracks of the Rapid Transit Facility in 
the median will be separated from the Expressway roadways by 1 2 to 14 
foot paved median shoulders and reinforced concrete safety barrier walls. 
North of the rapid transit terminal at Painters. Mill Road,   the 64-foot med- 
ian will be graded with flat 6:1  slopes and will provide a safety recovery 
area of 30 feet for each roadway,   thereby minimizing the potential for 
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vehicular head-on collision.    Extension of the rapid transit line in the med- 
ian of the Expressway,   beyond Painters Mill Road,   is physically possible, 
should the need arise sometime in the future.    Paved shoulders 4-feet in 
width will also be constructed along the median edge of each roadway pave- 
ment.    Outer shoulders will be paved for a 10-foot width,  with an additional 
20 feet beyond the outer shoulders graded with flat 6:1 slopes to provide a 
safety recovery area.    The provision of 30-foot safety recovery areas along 
both sides of each roadway conforms to nationally recognized criteria to 
minimize accidents and injuries when a vehicle strays from the travelway. 
The proposed Expressway will be fenced through built-up areas,   and light- 
ing will be provided at specified interchanges,   rapid transit stations and 
parking lots.    Geometry and safety features will be based on a design speed 
of 70 miles per hour.    The typical right-of-way width would be 300 feet, 
with a minimum width of 200 feet. 

The project also includes a 0. 2 mile section of Wabasb Avenue 
withiji Baltimore City from the western city boundary line south to Patterson 
Avenue.    The improvement within these limits consists of dual 36-foot urban 
roadways curbed on both sides and separated by a raised 16-foot median. 
There is no control of access within Baltimore City. 

The typical section for Relocated Route 30 (Reisterstown By- 
pass) is similar to that of the Northwest Expressway,   except that the med- 
ian width is reduced to 40 feet.    At-grade intersections are permitted at 
intervals of not less than 2000 feet,   and v/ill probably be signal-controlled. 
A 60 mile per hour design speed will control the horizontal and vertical 
alignment as well as other geometric features.    The minimum right-of-way 
width would be 200 feet. 

The project begins at Patterson Avenue within Baltimore City 
as an extension of existing Wabash Avenue as a divided urban street, and is 
located adjacent to the tracks of the Western Maryland Railway Company. 
Relocated U.   S.   Route 140 (Northwest Expressway) begins at the Baltimore 
City Line as an extension of Wabash Avenue.    Just north of the  City Line, 
the proposed Northwest Rapid Transit Line crosses under the northbound 
roadway into the median of the highway.    The Combined Highway/Rapid 
Transit Facility continues northerly along the west side of the Western 
Maryland Railway to Sudbrook Road,   and then under the existing bridges at 
Old Court Road and the Baltimore Beltway.    Relocated Milford Mill Road 
would pass over the proposed Expressway and swing to the north,   where it 
would connect to Reisterstown Road at Slade Avenue.    Sudbrook Road is pro- 
posed to be relocated to the north and also overpass the proposed Express- 
way.    Interchanges are proposed at Relocated Milford Mill Road and at the 
Baltimore Bcltv/ay. 
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A proposed rapid transit station platform is located in the Ex- 
pressway median,   500 feet south of Relocated Milford Mill Road.    Direct 
access to the transit station parking lot is proposed via a southbound off- 
ramp from the Expressway.    Northboxmd return to the Expressway is also 
proposed.    Local access to the station parking lot is proposed from Relo- 
cated Milford Mill Road via Rockland Avenue, wect uf the Expressway,  and 
via existing Milford Mill Road,  east of the Expressway.    In addition to park- 
ing for 800 cars,  a special area adjacent to the station would be reserved 
for bus parking,   for the discharge of kiss-n-ride passengers and for bicy- 
cle stalls.    The Old Court Road rapid transit station platform is proposed 
to be located in the widened median of the Expressway under the existing 
OJd Court Road Bridge.    The parking lot for the Old Court Road Station 
would be located at ground level on the east side of the Expressway and 
north of Old Court Road,  and would provide parking for 550 cars as well as 
special discharge areas for kiss-n-ride passengers and buses.    Bicycle 
stalls will also be provided.    Vehicular access to the parking lot is via Old 
Court Road,   and a pedestrian bridge over Gwynns Falls and the northbound 
roadway of the Expressway would connect the parking lot with the station 
platform. 

Proceeding north from the Baltimore Beltway,   the project con- 
tinues on the west side of the Western Maryland Railway along the Gwynns 
Falls stream valley to Owings Mills. 

Where the project right-of-way conflicts with Gwynns Falls, 
viaduct structures are proposed rather than relocatioJi of the stream. As 
recommended by the Baltimore County Department of Recreation and Parks, 
and supported by the Maryland Water Resources Administration, the pro- 
posed structures over Gwynns Falls have been tentatively lengthened where 
feasible so that 200 feet of undisturbed land would remain on both sides of 
the stream for future park development. 

A diamond interchange is proposed at Relocated McDonogh 
Road,  which has been located south of the existing road.    In this area,   a 
rapid transit station is proposed in the median of the Expressway,   approxi- 
mately 1000 feet north of Relocated McDonogh Road.    The 3800-car parking 
lot for the McDonogh Station would be located on the west side of the Ex- 
pressway and north of Relocated McDonogh Road.    In addition to spaces for 
cars,   the parking lot has a special area reserved for b\is parking,   the dis- 
charge of kiss-n-ride passengers,   and for bicycle stalls.    Direct access to 
the transit station parking lot would be provided via a southbound off-ramp 
from the Expressway along with the northbound return.     Local access is 
planned via Relocated McDonogh Road. 

Painters Mill Road is planned to be relocated on the northwest 
side of the existing road,  beginning at its intersection with South Dolfield 
Road on the north,   and terminating at the intersection with Meadow Road 
on the south.     The interchange at Relocated Painters Mill Road tentatively 
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consists of four diamond ramps and one inner loop in the southwest quad- 
rant.    The Owings Mills rapid transit station platform is proposed to be 
located in the median of the Expressway,   800 feet southeast of Relocated 
Painters Mill Road.    Parking for 800 cars is planned west of the Express- 
way adjacent to the station site,   with access from Painters Mill Road.    The 
parking lot would have a special discharge area for kiss-n-ride passengers 
and bicycle stalls.    The rapid transit tracks in the median of the Express- 
way would terminate approximately 900 feet north of the Owings Mills Station. 

Relocated U.  S.   Route 140 (Northwest Expressway) continues in 
a northwesterly  direction from Painters Mill  Road,   interchanges   with 
Cherry Hill Road and the extension of Glyndon Drive,   and terminates at a 
tie-in to existing Westminster Pike (U.   S.   Route 140) 300 feet northwest of 
Gores Mill Road.    Gores Mill Road is planned to be relocated to the west 
side of the Expressway in the vicinity of the diamond interchange,  which is 
proposed at U.  S.   Route 140 (Westminster Pike). 

An interchange is proposed at Relocated Cherry Hill Road in 
the vicinity of Nicodemus Road.    The diamond interchange would also have 
inner loops in the northwest and northeast quadrants.    Relocated Cherry 
Hill Road would be constructed from Tarragon Road westerly to its inter- 
section with Church Lane,   a distance of 1. 0 mile,   and Nicodemus Road 
would be relocated around the interchange and be connected to Relocated 
Cherry Hill Road. 

RelocuLcu Marylaiid Route 30 diverges from Relocated U.  S. 
Route 140 (Northwest Expressway) via a directional interchange 1200 feet 
north of Berrymans Lane and,  bearing toward the north,  underpasses Glyn- 
don Drive 2300 feet west of Reistcrstown Road.    Glyndon Drive is proposed 
to be extended from Relocated U.  S.   Route 140 to Reisterstown Road,  with 
a split interchange planned at Relocated Maryland Route 30 and Relocated 
U.  S.   Route 140.    Existing Stocksdale Avenue would be closed by the pro- 
posed construction of Glyndon Drive,   and a tee-turnaround provided at the 
terminus.     Relocated Maryland Route 30 continues in a northerly direction 
across the Westminster Pike and ties into existing Maryland Route 30 (Han- 
over Pike) 1000 feet north of Butler Road.    At-grade intersections are plan- 
ned at Relocated Cockeys- Mill Road,   Westminster Pike and the extension of 
Butler Road. 

Access to Relocated U.   S.   Route 140 (Northwest Expressway) 
is proposed by interchanges at Milford Mill Road,   Baltimore Beltway, 
McDonogh Road,   Painters Mill Road,   Cherry Hill Road,   Relocated Mary- 
land Route 30,   Glyndon Drive and Westminster Pike.     Rapid transit stations 
are proposed at Milford Mill Road,  Old Court Road,   McDonogh Road and 
Painters Mill Road,  with direct access from the Expressway to the Milford 
Mill and McDonogh Stations. 

tf\ 
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The estimated costs of the transportation system,  described 
as Alternate 1,  are as follows.    The costs are based on 1974 prices. 

Highway Rapid Transit Total 
(14.2 miles)        (5. 5 miles) 

Highway Construction  .   . $  74, 578, 000. $                             $  74, 578, 000. 
Rapid Transit 
Construction  - 45,352,000.          45,352,000. 
Right-of-Way Costs   .   .   . 23,848,000. 4,453,500.          28,301,500. 
Engineering,  Adminis- 
tration & Overhead    ... 21, 777,000. 12, 699, 000.          34,476, 000. 

¥ P. 

Total Project Cost        =       $120,203,000.     $62,504,500.     $182,707,500. 

The road user cost for the project would be relatively the same 
for all alternates under consideration. 

In summary.  Alternate 1 will result in definite transportation, 
social and economic benefits to the community as a whole,  with unavoidable 
displacement of approximately 285 persons,   52 residences and 5 businesses, 
and some detrimental effects on existing communities and the natural en- 
vironment in the Gwynns Falls Valley.    Alternate 1 would directly conflict 
with 12 historic sites from the B.aHiuuore City Line to Reisterstown,  as 
shown in the  Draft Section 4(f) Statement (FHWA-MD-EIS-73-01-DS). 

Decision    -   Alternate    1 

Alternate 1 has been dropped from consideration because of 
the extremely adverse effects the project would have on the Gwynns Falls 
stream and proposed stream valley park from the Sudbrook Park to 
Painters Mill Road.    The direct effect on a number of historic sites was 
also a factor in this decision. 
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- Alternate 2 - 

The improvements proposed for Alternate 2 are identical to 
Alternate 1,   except in the area between the Baltimore Beltway and Paint- 
ers Mill Road,  where the project would be located to the east of,   and par- 
allel to,   the Western Maryland Railway. 

North of the Baltimore Beltway Interchange,  the alignment 
curves to the north and crosses over the Western Maryland Railway,   ap- 
proximately 1200 feet south of Mount Wilson Lane.    Paralleling the east 
side of the Railway,   the project passes through the undeveloped southwest 
corner of the Woodholme Country Club and crosses over existing Mount 
Wilson Lane (Maryland Route 400) and under Relocated McDonogh Road. 
Thirty-five hundred feet north of McDonogh Road,  the alignment swings 
to the west to re-cross the Western Maryland Railway and rejoins Alter- 
nate 1,   just south of Painters Mill Road.    A diamond interchange on the 
east side of the railroad is proposed at Relocated McDonogh Road,  which 
has been located south of the existing road. 

A rapid transit station platform is proposed to be located in 
the median approximately midway between Mount Wilson Lane and McDonogh 
Road,  with a parking lot for 3800 cars situated on both sides of the Express- 
way adjacent to the station site.    The parking lot on the west side would have 
direct access from the Expressway via a southbound off-ramp.    Northbound 
return to the Expressway from this parking lot would be provided by a road 
crossing under the Expressway adjacent to Mount Wilson Lane and,   para- 
lleling the parking lot. on the east side of the Expressway,  would connect to 
the northbound on-ramp of the McDonogh Road Interchange.    The parking 
lot on the east side of the proposed Expressway would accommodate locally- 
oriented vehicles,  with a special area reserved for bus parking,   for the 
discharge of kiss-n-ride passengers,   and for bicycle stalls.    Local access 
roads to this lot are planned at both Mount Wilson Lane and McDonogh Road. 

Alternate 2 would also have an Expressway classification 
(Freeway by A. A. S.. H. T. O.   definition),   conform to regional and state 
plans,   have the same major design features,   and provide the same excel- 
lent transportation service as Alternate 1.    The impact on the Gwynns 
Falls Valley,   the proposed trail system and water quality from north of 
the Baltimore Beltway to Painters Mill Road is minimized with this align- 
ment (Alternate 2),   as  compared to Alternate 1. 

/ 
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The estimated costs of the roadway and rapid transit system 
included under Alternate 2 are as follows.    The costs are based on 1974 
prices. 

Highway Rapid Transit Total 
(14. 3 miles) (5. 5 miles) 

Highway Construction .   . $  69,993,000. $           - $  69,993,000. 
Rapid Transit 
Construction  - 43,466,000. 43,466,000. 
Right-of-Way Costs   ..   . 23,840,000. 5,243,500. 29,083,500. 
Engineering,  Adminis- 
tration & Overhead    .   .   . 20,439,000. 12,171,000. 32,610,000^, 

Total Project Cost =       $114,272,000.     $60,880,500.     $175,152,500. 

The road user cost for the project would be relatively the 
same for all alternates under considelration. 

Summarizing,   the adverse environmental affect on the Gwynns 
Falls Stream Valley has been minimized with Alternate 2.    Approximately 
290 persons,   53 residences and 5 businesses would be displaced.    Other 
economic and social features,   such as better accessibility to employment 
and residential areas in the corridor,   reduced travel time,   reduced trans- 
portation costs,   reduced accident rates,   multiple use of space and improved 
access for National Defense are similar to AJternate 1.    Alternate 2 would 
directly conflict with 9 historic sites from the Baltimore City Line to Reisters- 
town,  as shown in the   Draft Section 4(f) Statement (FHWA-M.D-EIS-73-01 -DS). 

Decision    -   Alternat e 2 

$ 

Alternate 2 has many desirable features including the reduc- 
tion of adverse effects on the Gwynns Falls Valley;   however,   considerable 
objection was voiced at the Public Hearing on the inclusion of the McDonogh 
Rapid Transit Station and Interchange.     The alignment also directly impacts 
9 historic sites,   4 of which arc either on or eligible for the National Regis- 
ter and,   for these reasons,  Alternate 2 has been dropped from further con- 
sideration.    Other studies developed subsequent to the Public Hearing elim- 
inated the McDonogh Rapid Transit Station and Interchange,   and proved to 
be prudent and feasible alternates to either avoid or mitigate the impact on 
historic sites and,   therefore,  were considered more desirable than Alter- 
nate 2.    Alternate 2 was the most feasible plan developed for presentation 
at the Public Hearing and,   for this reason,   various sections of Alternate 2 
have been used as a basis of comparison for alternate studies developed 
subsequent to the Public Hearing.    These comparisons are included with 
the discussion of the various alternate studies. 
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- Alternate 3 

Alternate 3 consists of the widening and reconstruction'of 
existing Reisterstown Road (U.  S.   Route 140) from the Baltimore City- 
Line to Reisterstown,   a distance of approximately 11.6 miles.    Relocated 
U.  S.   Route 140 (Northwest Expressway) would not be constructed under th 
alternate; however,   the Rapid Transit Facility would be constructed some- 
where in the corridor.    The reconstruction of Reisterstown Road (Alternate 
3) does not,  by itself,   conform to local,   regional and state planning for the 
corridor. 

The improvement would consist of dual 36-foot urban roadways, 
curbed on both sides,   and separated by a raised 16-foot median constructed 
within a nominal right-of-way width of 110  feet.    Control for horizontal and 
vertical alignment,   as well as other geometric features,  is based on a 50- 
mile per hour design speed.    There would be no control of access,   except 
for the policy and standards established by the State Highway Administration 
for the design and construction of residential and commercial entrances. 
Crossovers would be provided at all intersecting roads,  and generally at 
intervals of not less than 750 feet.    Left-turn lanes in the median are plan- 
ned for safety and the increased efficiency and capacity obtained at intersec- 
tions.    Widening would be required on both sides of Reisterstown Road for 
virtually its entire length,   except in certain areas where the widening could 
be confined to one side or the other in order to minimize property damage. 
Development through the Pikesville,  Owings Mills and Reisterstown areas 
is almost continuous.    Strip zoning,   permitted along this road,   has created 
a hodge-podge of miscellaneous businesses ranging from high-rise office 
buildings,   motels and attractive stores,   to shopping centers,   gas stations, 
restaurants and miscellaneous service shops.    These businesses are inter- 
spersed among older,   private residences,   apartment complexes and modern 
housing communities. 

Rapid transit would not be combined with the proposed im- 
provement to Reisterstown Road because of right-of-way restrictions,   num- 
ber of intersecting streets,   and lack of space for station and parking sites. 
Without the Expressway,   the entire concept of rapid transit outside of Balti- 
more City would have to be   restudied since the advantages of joint use of 

D-8 



right-of-way and efficiency in the design and construction process would 
be lost.    The Northwest Expressway is essential to the success of the Rapid 
Transit Line because of the access it will provide to major park-n-ride fa- 
cilities at three of the four rapid transit stations  - Milford Mill,  McDonogh 
and Owings Mills. 

Land development in the corridor will continue to rise with 
consequent increases in traffic volumes.    Projected traffic for Reisters- 
town Road in 1995,   assuming the   expressway is not constructed,  is as fol- 
lows: 

Baltimore City Line to Old Court Road - 32, 000 ADT 
Old Court Road to Baltimore Beltway - 40, 000 ADT 
Baltimore Beltway to Maryland Route 130 - 53, 000 ADT 
Maryland Route 130 to Maryland Route 30 - 34, 000 ADT 

The adoption and construction of Alternate 3 would not preclude 
the need for additional highway and/or transit capacity in the Northwest 
Corridor which has been indicated in local,   regional and state planning pro- 
posals for many years.    Petitions for denser zoning reclassifications may 
be deferred or denied,  yet the natural terrain will be steadily replaced by 
presently proposed land uses (See Drawing No.   S).    As development occurs, 
even at a somewhat slackened pace,  utility services would continue to be 
provided to support the new social environment.    Baltimore County's pro- 
posed reinforcement of the Gwynns Falls sanitary interceptor and the Flood 
Control Study,   prepared by the County,  will, both increase the pressure for 
denser zoning reclassifications.    Housing and apartment developments, 
shopping centers and new businesses along Reisterstown Road will appear 
in areas of existing commercial zoning and the proposed Sector Center in 
the Owings Mills area.    Anticipation of improved accessibility in the North- 
west Corridor over the past 20 years has encouraged the development of 
this area and investors who have purchased land and obtained the desired 
zoning will continue to build on the assumption that some type of improved 
road system nrmst be provided for the relief of Reisterstown Road.    Al- 
though such a highway may not be built  to  the same capacity or design 
standards as Alternates  1 and 2,   it could nevertheless gradually appear 
with utilities to support existing and proposed development and to offer 
some relief to the overcrowded Reisterstown Road. 

Maintenance of traffic is a. major problem with Alternate 3, 
and the inconvenience should last during the entire construction period, 
estimated to be 5 to 6 years.    Businesses that are dependent on the motor- 
ist will suffer severe reductions in revenue due to traffic restrictions and 
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difficulties of maintaining convenient access during construction.    Other 
than the sanitary interceptor along Gwynns Falls,  most major distribution 
utilities servicing the corridor are located within or along the right-of-way 
of existing Reisterstown Road.    This includes water and gas mains,   sani- 
tary sewers,   power and telephone lines,  both overhead and underground. 
The maintenance of \:tjiity services during the construction of Alternate 3 
would be much more duficult and costly than with either Alternates  1 or 2. 
Detour roads are not practical for maintenance of traffic,   so all utility re- 
locations will have to be made at the same time traffic is being maintained 
and the roadway is being reconstructed. 

All public facilities and buildings located along Reisterstown 
Road would be adversely affected during the construction phase of Alternate 
3.    Traffic would be maintained during construction,   but at a reduced capa- 
city,   and this would increase the travel time of fire equipment and other 
emergency vehicles.    The public buildings that would actually be renaoved 
by this alternate include the Pikesville Memorial Library,  located at Sud- 
brook Lane,  U.   S.   Post Office in Garrison (21055),   and the Volunteer Fire 
Company in Reisterstown opposite Chatsworth Avenue.    It would be neces- 
sary to relocate or rebuild these facilities before the road could be con- 
structed through these areas.    Approximately 103 buildings and sites having 
historic significance have been identified along Reisterstown Road.    The lo- 
cation and description of these historic sites are included in the  Draft Sec- 
tion 4(f) Statement (FHWA-MD-EIS-73-01-DS). 

The major impact of this alternate is the fact that the majority 
of the present development fronting on existing Reisterstown Road will be 
adversely affected to some degree either by loss of frontage or complete 
removal of the residence or building by highway construction.    To imple- 
ment this alternate,   an approximate total of 183 improved properties would 
be required.    Of this total,   91 are estimated to be owner-occupied,  43 are 
estimated to be tenant-occupied,   27 are businesses and 22 are non-profit 
organizations.    It is estimated that 135 families comprised of 700 persons 
and approximately 125 individuals (other than families) would be relocated 
along with the above businesses and non-profit organizations.    Such a pro- 
gram is not impossible,  but it would take three to four years to accomplish 
since the housing market in this area usually offers 60 to 70 dwellings for 
sale or rent at any given time. 

A project of this magnitude through a stable,   settled commer- 
cial and residential community will, have severe economic and environmen- 
tal repercussions  stretching over the acquisition and construction periods 
which together may IK; as long as seven years and result in the temporary 
unemployment of approximately 300 persons. 

The following estimated cost of the road improvements includ- 
ed under Alternate 3 are based on 1974 prices.    The cost of providing rapid 
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transit in a separate right-of-way would require a complete restudy and is 
not included in the following estimate. 

v Estimated Cost 

Roadway Construction $'1,381,000. 
Right-of-Way 80,000,000. 
Engineering,  Administration & Overhead 3, 187, 000. 

Total Roadway Cost  $94,568,000. 

In summary,  widening Reisterstown Road (Alternate 3) is a 
proposal that would increase its safety and capacity,   provide better acces- 
sibility to employment areas and reduce travel time for emergency vehicles. 
This improvement,  by itself,  would only provide temporary relief;   it would 
not provide the transportation facility necessary to accommodate the antici- 
pated traffic load resulting from residential and commercial growth anticipated 
by Baltimore County for this corridor.    Extremely heavy traffic with re- 
lated inconveniences and the loss of both shopping facilities and revenues 
will have a significant impact on area socio-economic factors.    The major 
impact of this alternate is the necessity to relocate approximately 825 per- 
sons and to acquire approximately 183 residences and businesses along the 
existing road,  with frontage damage to the remaining properties.    Approxi- 
mately 60 of the 103 historic sites identified along Reisterstown Road are 
directly impacted by the construction proposed with Alternate 3,  and the 
remainder could be adversely affected by the loss of front yards,  trees,   and 
privacy. 

Decision    -   Alternate    3 

The tremendously adverse impact Alternate 3 would have on 
socio-economic factors and the historic sites along Reisterstown Road is 
the major reason for not recommending this alternate for adoption.    A 
scaled-down improvement (e. g.   5 lanes mostly within existing right-of-way) 
would be desirable to improve the safety and capacity of existing Reisters- 
town Road,   in addition to the recommended Northwest Expressway on new 
location. 
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- Alternate 4 - 

Alternate 4 is the "Do-Nothing" alternate.    This means that 
there would be no improvement made to existing Reisterstown Road,  and 
the concept of an Expressway and rapid transit in the corridor would be 
abandoned.    As with Alternate 3,  most of the mai.po^-er and dollars expend- 
ed over the past years would be wasted.    The concept of building nothing 
does not conform to local,   regional and state planning for this corridor. 

Existing Reisterstown Road,   as seen today,  is a four-lane 
non-divided highway,  with curbs and sidewalks in developed areas and min- 
imal shoulders in undeveloped areas.    The existing development along the 
road is the same as described for Alternate 3,  with a large number of busi- 
nesses of all types and sizes interspersed with private homes and apart- 
ments.    Reisterstown Road is the only arterial road serving the northwest 
corridor at the present time,   and the average daily traffic volumes on the 
existing road in 1973 were as follows: 

Baltimore City Line to Old Court Road - 24, 800 ADT 
Old Court Road to Baltimore Beltway - 30, 000 ADT 
Baltimore Beltway to Maryland Route 130 - 42, 000 ADT 
Maryland Route 130 to Reisterstown - 25,000 ADT 

Heavy peak-hour volumes consistently overload the existing road,   causing 
unsatisfactory operating conditions at many locations.    Any type of friction, 
or interruption,   such as a vehicle breakdown,   accident,  bad weather or a 
malfunctioning traffic signal,   results in a breakdown of traffic operations 
with unstable flow,   low operating speeds and queues of vehicles backing up 
at the restriction.    Reisterstown Road operates at a substandard level of 
service during peak hours,   generally in the vicinity of the Baltimore Belt- 
way.    Improvement of the Reisterstown Road-Beltway Interchange has been 
authorized,   and the reconstruction of this interchange was initiated in April 

of 1975. 

As stated before in the "Need for the Project" on page A-6, popu- 
lation growth and commercial development in the Northwest Corridor have 
been anticipated and projected in both Baltimore County's  "1980 Guideplan r 

adopted in 1972 by the Baltimore County Planning Board and in the Gen- 
eral Development Plan for the Baltimore   Region,   prepared and adopted in 
December,   1972 by the Regional Planning Council.     The Northwest Corridor 
is one of the planned growth areas indicated in the County's Guideplan be- 
cause of the current availability of water service,   the proposed Gwynns 
Falls sanitary sewer system reinforcement which is  scheduled to be con- 
structed and in operation from the Baltimore City Line to Reisterstown by 
1978 and the improved accessibility offered by the proposed Northwest Ex- 
pressway/Rapid Transit project.    If Alternate 4 is selected,  and the North- 
west Expressway and Rapid Transit project are not constructed,   land 
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development would continue in the corridor at a slower pace.    Projected 
traffic for Reisterstown Road in 1995,   assuming the project is not con- 
structed,  is as follows: 

Baltimore City Line to Old Court Road - 32, 000 ADT 
Old Court Road to Baltimore Beltway - 40,000 ADT 
Baltimore Beltway to Maryland Route 130 - 53, 000 ADT 
Maryland Route 130 to Maryland Route 30 - 34, 000 ADT 

The need for additional highway and transit capacity in the 
Northwest Corridor has been indicated in local,   regional and state planning 
proposals for many years.    Even though petitions for denser zoning reclassi- 
fication may be deferred or denied,   the natural terrain will be steadily re- 
placed by presently zoned land uses.    The estimated construction of residen- 
tial and commercial development,   even, in the absence of the proposed Ex- 
pressway and rapid transit,  would result in a patchwork widening within the 
restricted right-of-way.    Additional traffic signals would be required,   caus- 
ing more delays to the motorists and,   as traffic volumes increase,   operating 
speeds would be reduced and stoppages would occur at more frequent inter- 
vals and for longer periods of time.    If the rapid transit is not built,   public 
transportation in the Northwest Corridor would have to be a continuation of 
the present inadequate bus service.    This service would be totally unable to 
meet future transportation needs,   because of excessively long travel times 
caused by buses having to operate on traffic clogged streets,  both now and in 
the future.     The "Do-Nothing" alternate leaves the entire Northwest Corri- 
dor with inadequate transportation facilities. 

Existing U.  S.   Route 140 (Reisterstown Road) with no improve- 
ment (Alternate 4),  is a four-lane non-divided highway,  with average dailv 
traffic volumes ranging from 25, 000 to 42, 000 in 1973.    Traffic volumes of 
this nature,   coupled with the parking and marginal friction in the vicinity of 
the many and varied businesses located along this route,   create unfavorable 
conditions for highway safety as indicated in the following statistics. 

During the years of 1973 and 1974,   the study section of U.  S. 
14 0 experienced 826. 20 (Rate) accidents on a 100 million vehicle miles of 
travel basis (Acc/IOOMVM).     This experience (rate) is far above the state- 
wide average of 536. 27 accidents/100 MVM of travel for all similar design 
highways now under state maintenance.    If no improvements are made on 
the subject roadway,   we can expect,   in addition to the normal traffic growth, 
an increase in vehicular conflictions which are normally associated with 
congestion's on highways of this design.     The accidents will undoubtedly con- 
tinue to increase with a corresponding increase in motor vehicle accident 
cost that exceeds the present cost of approximately $1,930,919.46/100 MVM 
of travel for the motorist now using U.S.   140. 

f 
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According to our studies,   the proposed six-lane,   divided high- 
way should experience 139.62 accidents/100 MVM of travel which is a re- 
duction of 686. 58 accidents/100 MVM of travel.    The accident cost to the 
motorist by construction of this alternate is estimated at $241,489. 12/100 
MVM of travel.    This safer type highway will bring an anticipated saving of 
approximately $1, 68°. 430. 34/100 MVM of travel for the motorist now using 
U.S.   140. 

After the existing highway has reached capacity,   the inadequate 
access will inhibit the planned residential and commercial growth in the cor- 
ridor with the resultant adverse effect on the County tax base and employ- 
ment opportunities.    To do nothing will accelerate the deterioration of the 
present dangerous and choked traffic condition and contribute toward a down- 
ward trend in the quality and value of properties in the neighborhood.    It will 
not require the dislocation of any people,   bxisinesses or residences. 

Public utilities located in the existing right-of-way will not be af- 
fected by this alternate; however, fire equipment, police protection, and other 
emergency services would be adversely affected by an increase in travel time. 

Alternate 4 will have no physical impact on any public park or 
recreation land; historic site; fish,  waterfowl or wildlife refuge or other 
lands falling within the intent of Section 138 of   23 U.S. C. 

If no conbfruction is completed, there canbeno impact on physical 
environmental factors, such as water quality, or the loss of open space due to 
new transportation facilities.   Conditions on Reisterstown Road relating to air 
quality and acoustics will deteriorate with increased traffic and lower speeds. 
Noise levels in the area would continue to rise as a result of increased develop- 
ment and the subsequent increase in population and its activities, but not signif- 
icantly. 

In summary, Altcrnate4, designatcdas the "Do-Nothing" alternate, 
would leave the entire Northv/est Corridor of Baltimore County with inadequate 
transportation facilities.    Traffi c would continue to increase with adverse effects 
on planned residential and commercial growth, the County taxbase, employment 
opportunities and adjacent historic sites.    There would be no adverse impact on 
parks, recreation areas or other physical environmental factors such as water 
quality, wildlife or loss of openspacedue to new transportation facilities. 

Decision    -   Alternate 4 

Alternate 4 was not recommended for adoption by the  Md.   Dept. 
of   Transportation primarily because doing nothing does not meet the transpor- 
tation requirements in the Northwest Corridor.   Other factors contributing to 
this decision include the adverse, effect on growth, the taxbase, employment 
opportunities and safety. 
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Transit   Alternatives 

The location of the Northwest Rapic Transit Line between the 
Baltimore City Line and the proposed terminal in Owings Mills was decided 
only after thorough planning and preliminary engineering during the past 
eight years.    The transit line in the Northwest Transportation Corridor is 
an extension of the Northwest Line beyond Section A,  for which federal funds 
were approved by the Urban Mass Transportation Administration on October 
31,   1972.    Final design is in an advanced stage on Section A,   and major con- 
struction is anlicipated to begin in the Spring of 1976. 

The alternatives to the proposed Rapid Transit Plan are: 

1) Transportation by bus on Northwest Express- 
way,  including exclusive bus lanes. 

2) Commuter railroad. 

3) Provide no additional, public transportation. 

Transportation by Bus on Northwest Expressway, 
_ i_neluding Exelusive_Bus Lanes  

While express buses operating on the Northwest Expressway 
would provide a relatively high-speed service,  when buses reach the Belt- 
way (I-695),   they would have to travel from the Beltway for the remainder 
of the trip to downtown Baltimore on congested city streets.    Thus,   the 
total travel time for buses to points within Baltimore City would be sub- 
stantially greater than for the proposed rapid transit service.    This would 
make transit service much less attractive,   and encourage more people to 
drive into the City,   thus increasing traffic congestion in the Northwest Cor- 
ridor of the Region.    Also,   the capacity of buses is much lower than rapid 
transit,   and would require a larger number of vehicles to handle the same 
number of passengers,  which would increase transit operating costs. 

However,   express buses will be considered for operation on 
the Northwest Expressway to serve major employment centers in the vicin- 
ity of the Beltway,   which cannot be serviced by the proposed rapid transit 
extension. 



Commuter Railroad 

Commuter railroad service could technically be provided to 
service the Northwest Corridor via the route of the Western Maryland 
Railway,  which parallels the proposed Northwest Transportation Corridor 

project. 

The existing Western Maryland Railway is used for heavy 
freight traffic,   and is single track for most of its length in the project area. 
It would not be possible to provide frequent commuter service without costly 
major reconstruction of the railroad,  including trackage for exclusive com- 
muter service.    In addition,   downtown distribution would be a special problem, 
because the existing Pennsylvania Station is located outside the business, shop- 
ping and governmental districts.    Thus,   the transfer of passengers to shuttle 
buses or the construction of a costly downtown distribution subway would be 

necessary. 

Railroad operating practices are substantially higher than rapid 
transit, which would significantly increase the operating deficit of the MTA, 

Finally,  it must be emphasized that the Northwest Rapid Trans- 
it Line is a federally-approved project as far as the Baltimore City Line, 
and it would be far more practical to extend this line rather than to have an 
alternative rail mode serving the outer portion of this same corridor. 

Provide no Additional_Public Transportation 

As in other major metropolitan areas,  the problem of mobility 
in the Baltimore region is reaching a serious crisis.    Congestion on major 
thoroughfares,   as the Jones Falls Expressway and Reisterstown Road,  are    • 
intolerable at times.    The existing bus system,  while providing adequate 
service under available conditions,  is not sufficiently attractive to encourage 
large numbers of people to use mass transit rather than rely on their cars for 
commuting into the City. 

If the rapid transit is not built,   public transportation will have 
to be a continuation of bus service,  which is totally inadequate to meet future 
transportation needs,   because of excessively long travel times caused by 
buses having to operate on traffic-clogged streets. 

V i; 
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3.      Proposals Considered Subsequent to Public Hearing - Baltimore 
City L-inc to Baltimore Beltway - 

" Alternate 5 Alignment Study - 

In response to comments made at the Public Hearing,  Alter- 
nate 5 was developed to hold the project alignment close to the Western 
Maryland Railway from Sudbrook Road north to Mount Wilson Lane.    The 
location proposed for Alternate 5,   as shown on Drawing No.   10,  is identical 
to that presented at the Public Hearing (Alternates 1 and 2) from the Balti- 
more City Line north to Sudbrook Road.    Northerly from Sudbrook Road, 
the Expressway with rapid transit in the median is located between Green- 
wood Road and the west side of the Western Maryland Railway.    North of 
the Baltimore Beltway (1-695),   the Railroad alignment curves to the west, 
and the project crosses under the tracks to the east side and rejoins Alter- 
nate Z,   as proposed at the Public Hearing,   in the vicinity of Mount Wilson 
Lane (Maryland Route 400).    A cut and cover tunnel is proposed at Sudbrook 
Road and bridge structures at Relocated Milford Mill Road,  Old Court Road, 
directional ramps at the Beltway Interchange,   the Baltimore Beltway,   West- 
ern Maryland Railway and Mount Wilson Lane.    All other streets intersected 
by the project would either be terminated with a cul-de-sac or interconnect- 
ed with other streets in the area by a system of service roads.    A diamond 
type interchange is proposed at Relocated Milford Mill Road,   and a semi- 
directional interchange at the Baltimore Beltway.    Rapid transit stations 
are located on the south side of Relocated Milford Mill Road and on the 
north side of Old Court Road. 

The grade of Alternate 5 generally follows the existing ground 
line at an elevation approximately 5 feet lower than the railroad from the 
City Line to Relocated Milford Mill Road,  which crosses over the project. 
Through the Sudbrook Park area,  the proposed grade is at the same eleva- 
tion as the railroad crossing under existing Sudbrook Road in a cut section 
approximately 22 feet below the existing ground.    The proposed grade is 
either level with the existing ground,   or in a fill section through the Gwynn- 
vale community with the roadways approximately 10 feet below the railroad. 
North of Gwynnvale,   the grade rises to cross over Old Court Road and the 
Baltimore Beltway,   and then descends to cross under the Western Maryland 
Railway.    The Railroad will be rebuilt at a higher elevation to provide the 
necessary.clearance for this crossing.    On the east side of the Railroad in 
the vicinity of the Woodholme Country Club,   the grade passes through a 
deep cut before rising to cross over Mount Wilson Lane. 

The Northwest Expressway project,   as proposed in this study 
(Alternate 5),  would have an Expressway classification,   conform to region- 
al and state plans,   have the same major design features,   and provide the 
same  transportation service as the Public Hearing proposal. 

V xA 
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The estimated costs of the roadway and rapid transit system 

included under Alternate 5 from the Baltimore   City Line to Mount Wilson 
Lane,   are listed below along with comparative costs for Alternate 2,   as de- 
veloped for the Public Hearing.    These costs are based on 1974 prices. 

Alternate 5 Alternate 2 
(3.4 miles) (3. 6 miles) 

Highway Construction (1) $   63,747,000. $25,700,000. 
Rapid Transit Construction 28,514,000. 29,303,000. 
Right-of-Way Costs 24, 129, 000. 7, 231,000. 

Total Comparative Costs .   .   .      $116,390,000. $62,234,000. 
(1)   Based on serai-directional interchange at Baltimore Beltway, 

The road user cost would be relatively the same for both Alter- 
nate 5 and Alternate 2. 

The project centerline passes along the eastern side of the 
Gwynnvale subdivision instead of along the west side and will require the ac- 
quisition of the commercial development along Greenwood Road,   as well as 
half of the Brittany Apartment Complex.    The project has been shifted ap- 
proximately 1200 feet farther away from the Old Court Estates subdivision, 
but now passes through the western edge of the Woodholme Country Club af- 
fecting one of the 18 holes in their golf course and a practice area.    The esti- 
mated number of homes and people affected by Alternate 5 along the Railroad 
from the Baltimore City Line to Mount Wilson Lane are listed below,   along 
with the comparable effect of the Alternate 2 alignment proposed at the Pub- 
lic Hearing. 

Improved Properties Affected 
Homes previously Acquired by SHA 
Homes to be Acquired 
Businesses to be Acquired 
Apartment Units to be Acquired 
Families to be Replaced 
People to be Displaced 

North of Sudbrook Road to Mount Wilson Lane,   the location 
proposed with Alternate 5 was not previously considered,   and all improved 
properties affected by this proposal will have to be acquired;  whereas,   the 
major portion of the right-of-way for Alternate 2 was previously acquired 
by the State as undeveloped land. 

Alternate 5 Alternate 2 

90 78 
46 50 
31 23 
13 5 

210 0 

191 20 
948-970 100-125 
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A recent survey of available replacement housing in this area 
of Baltimore County indicated that there were approximately 100 single- 
family dwellings for sale,   at any given time,   that are within the financial 
means of those to be relocated.    In addition,   approximately 55 rental units 
were available in the immediate vicinity,   should any of these families de- 
sire to rent.    This into'-mation was gathered in August,   1975,   the time of 
this study.    Relocation assistance could be accomplished for Alternate 5; 
however,  due to the   large number of families to be relocated,   it is esti- 
mated that a lead time up to two years would be required for this purpose. 
There are no Federal,  State or County projects anticipated in the area that 
would utilize the same housing market.    All persons to be relocated will be 
provided with the benefits of the "Uniform Relocation Assistance and Real 
Property Acquisition Policies Act of 1970".    The small number of business- 
es which would be displaced are expected to relocate in the same general 
area,  with little or no effect on employment.    Replacement sites in the 
same general area will be available for these firms to relocate.    Generally, 
property values adjacent to Alternate 5 are expected to remain stable.    No 
farm operations will be affected nor will there be any effect upon members 
of a minority group. 

f 

The effect on the tax base for each alternate may be compared 
in the following table,  which gives the direct annual tax loss for highway 
and rapid transit purposes from the Baltimore City Line to Mount Wilson 
Lane. 

Alternate 5 Alternate 2 

Unimproved Property 
Improved Property 

$  94,295. 
120,735. 

$47, 825. 
25,886. 

Total       $215,030. $73 ,711. 

With the project located adjacent to the Western Maryland Rail- 
way,   construction in the Gwynns Falls floodplain would be similar to that re- 
quired with the Public Hearing alignment,   except that no construction is con- 
templated south of Old Court Road.    North of Old Court Road,   a parking area 
is proposed on the east side of Gwynns Falls for the transit station and inter- 
change ramps with the Baltimore Beltway would be located in the floodplain, 
both north and south of the Beltway proper.    Structures would be built at all 
locations where it is necessary to cross the existing Gwynns Falls channel 
in order to preserve the continuity of the proposed stream valley park and 
the existing trail system in this area.    Noise impacts and the need for noise 
barriers would shift with the change in project location,   reducing the effects 
on some areas and increasing the effects on others.     Noise barriers would 
now be required to protect the east side of the Gwynnvale subdivision along 
Greenwood Road,   and also to reduce noise levels in the remaining portion' 
of the Brittany Apartments.    Noise barriers would no longer be required to 
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reduce noise levels along McHenry Road in Sudbrook Park and along 
Streamwood Road in Old Court Estates.    Alternate 5 is in direct conflict 
with one historic site (Sudbrook Park Historic District),   as shown in the 
Draft Section 4(f) Statement (FHWA-MD-EIS-73-OJ-DS). 

The effects of the Alternate 5 study, which proposes that the 
project be located adjacent to the Western Maryland Railway north of Sud- 
brook Road,   are summarized and compared to Alternate 2 as follows: 

a. The transportation facilities and service pro- 
vided by Alternate 5 are the same as Alternate 
2 proposed at the Public Hearing. 

b. The cost of Alternate 5 is approximately $54. 2 
million more than Alternate 2. 

c. The effect on the Sudbrook Park Historic Dis- 
trict is essentially the same as Alternate 8. 
(See Volume I,   page D-30). 

d. Eight additional homes must be acquired with 
Alternate 5. 

e. 210 apartment units must be acquired with 
Alternate 5.  whereas Alternate 2 requires 0 
apartments. 

f .    850 additional people will be displaced with 
Alternate 5, 

g.    Eight additional businesses must be acquired 
with Alternate 5. 

h.    Alternate 5 adversely affects the Woodholme 
Country Club. 

i.     Construction is still required in the Gwynns 
Falls floodplain with Alternate  5 on the north 
side of Old Court Road and at the Beltway 
Interchange. 

j .    The effect on Regional Air Quality is not 
changed. 

k.    Alternate  5 proposes that the project be con- 
structed adjacent to the Western Maryland 
Railway,  which decreases predicted noise 
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levels in some communities,  and increases ^p      "" 
noise levels in others.    Noise levels would 
be decreased on Windsor Road and McHenry 
Road in Sudbrook Park,  on Idylwood Road "" 
in Gwynnvale,  and along Streamwood Road 
in Old Court Estates.    Conversely,   noise 
levels would be increased on Cobb Road, 
Robin Road and Greenwood Road in the north- 
ern part of Gwynnvale,   on the remaining por- _^ 
tion of the Brittany Apartments and on adja- 
cent areas of the Woodholme Country Club. 

1.     The realignment and detour of the Western 
Maryland   Railway tracks,   as required by 
Alternate 5,  will cause delays in service 
during the construction period. 

Decision   -   Alternate 5 

Based on the results of this study,  Alternate 5 would cause a 
tremendously adverse social impact by requiring the relocation of approxi- 
mately 190 families,  with the displacement of almost 1000 people.    The 
adverse social effect,   coupled with other adverse effects noted in the above 
summary,   are the principal reasons for dropping Alternate 5 from further 
consideration. 
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- Studies to Avoid the Sudbrook Park Historic District - 

Sudbrook Park was made a Historic District and placed on the 
National Register of Historic Places in June,   1973.    This required a study- 
to determine if there is any feasible and prudent location for the project to 
avoid the Sudbrook Park Historic District and resulted in the development 
of Alternate A and Alternate B.    A review of the existing land use in the 
vicinity of Sudbrook Park shows intensive residential development on botVi 
sides of the Historic District from the Baltimore City Line to the Baltimore 
Beltway.   This can be seen very graphically on the location map, which is in- 
cluded as Drawing No. 9 in this Statement.   In considering various alignments 
to ascertain if there is any feasible and prudent location to avoid the Sudbrook 
ParkHistoric District on the east or west side, it is evident that a location 
east of the Historic District and the Western Maryland Railway is far less dam- 
aging in the number of homes that would be removed and families displaced. 
Studies tominimize the adverse effects on Sudbrook Park begin on page D-27 in 
this Volume. 

- Alternate A Alignment Study - 

The location proposed for Alternate A,   as shown on Drawing 
No.   11,  is identical to that presented for Alternates 1 and 2 at the Public 
Hearing from the Baltimore City Line to the north side of Relocated Milford 
Mill Road,  where the alignment crosses under the tracks to the east side of 
the Western Maryland Railway.    Northerly from this crossing,   the align- 
ment generally parallels the Railway approximately 600 to 1000 feet east of 
the tracks,   and rejoins Alternate 2 as proposed at me Public Hearing north 
of the Baltimore Beltway (1-695) in the vicinity of Mount Wilson Lane (Mary- 
land Route 400).    Structures would be provided to underpass Sudbrook Road, 
to cross over Old Court Road and.the Baltimore Beltway.    All other streets 
intersected by the project would either be terminated with a cul-de-sac or 
interconnected with other streets in the  area by a system of service roads. 
The semi-directional interchange proposed with the Baltimore Beltway 
(1-695) is situated approximately 3000 feet south of the existing Reisters- 
town Road-Beltway Interchange.     This  substandard interchange spacing will 
require the redesign and reconstruction of a portion of the existing inter- 
change. 

The grade of Alternate A is in a depressed section from the 
point where it crosses to the east side of the Western Maryland Railv/ay, 
north of Relocated Milford Mill Road,   and remains depressed for the entire 
length northerly to Mount Wilson Lane.    The roadway and rapid transit facil- 
ities would be constructed on an average of 20 to 25 feet below the elevation 
of the existing ground. 

Alternate A would have an Expressway classification (Freeway 
by A. A. S. H. T. O.   definition),   conform to regional and state plans,   have the 
same major design features,   and provide the same excellent transportation 
service as the Public Hearing proposals. 

D-21 



BAiTIKOB* Bf LTWAT 
UlTaBOBAIf OB 

isj.MuiMonts.ny 
^/. ^: ^v * ^   , > TO tftSTCSSTOMK 

afXO ««i ii«rKw   *                       "     ^    ml \p3| 

COLONIAl           "   5 
V!U*Ot               | ^^ 

CQMM10 nUTMO MftfOO MU R> 

J1     1 

l-j! 
•WMBW 

"•i.'iSreg1 

NORTHWEST EXPRESSWAY 

f?l.   ... UOaiMt KMCKMM 

MAM-ALTIRMATEJV ALIONMENT^STODY 

DRAWING NO. 11 

^ 



The estimated costs of the roadway and rapid transit system 
included under Alternate A from the Baltimore City Line to Mount Wilson 
Lane are listed below,   along with comparative costs for Alternate 2 through 
Sudbrook Park,   as developed for the Public Hearing.    These costs are based 
on 1974 prices. 

Alternate A Alternate 2 
(3. 5 miles) (3. 6 miles) 

Highway Construction (1) $36,828,000. $25,700,000. 
Rapid Transit Construction 25,989,000. 29,303,000. 
Right-of-Way Costs 21,670,000. 7,231,000. 

Total Comparative Costs .   .   .    $84,487,000. $62,234,000. 
(1)   Based on semi-directional interchange at Baltimore Beltway. 

The road user cost is relatively the same for Alternate A and 
Alternate 2. 

In order to avoid the Historic District,  Alternate A has been 
located on the east side of the Western Maryland Railway,  where the align- 
ment passes through and divides the following established neighborhoods: 

East Sudbrook Park - North of Slade Avenue 
Ralston - South of Sudbrook Lane 
Sudvale - North of Sudbrook Lane 
Church Hill - North of Church Lane 
Woodholme Estates - North of Old Court Road 

The alignment also passes through  the private Woodholme 
Country Club and would affect 3 of the 18 holes in their golf course.    Be- 
cause the proposed alignment for Alternate A is situated in a heavily de- 
veloped residential area,   a large number of residences would have to be 
acquired and the occupants displaced.     The estimated number of homes and 
people affected by Alternate A,   from the Baltimore City Line to Mount Wil- 
son Lane,   are listed below,   along with the comparable effect of the Alterr 
nate 2 alignment through the Historic District. 

Improved Properties Affected 
Homes previously Acquired by SHA 
Homes to be Acquired 
Businesses to be Acquired 
Families to be Relocated 
People to be Displaced 

) 
* 

Alternate A Alternate 2 

.     193 78 
46 50 

141 23 
6 5 

142 20 
710-735 100-125 
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The same housing market and the same relocation assistance 
policies are available for those to be relocated as noted under Alternate 5.. 
The businesses which would be displaced by Alternate A are expected to relocate 
in the same general area with a temporary effect on employment.   Replacement 
sites in the same general area will be available for these firms to relocate. 
Generally, property values adjacent to the project are expected to remain 
stable.   No farm operations will be affected, nor will there be any effect upon 
members of a minority group. 

The effect on the tax base for each alternate may be compared 
in the following table, which gives the direct annual tax loss for highway and 
rapid transit purposes from the Baltimore City Line to Mount Wilson Lane. 

•F- 

Unimproved Property 
Improved Property 

Total 

Alternate A 

$. 51,340. 
129, 540. 

$180,880. 

Alternate 2 

$47,825. 
25,886. 

$73,711. 

Alternate A removes all construction out of the Gwynns Falls 
Stream Valley in the vicinity of the Baltimore Beltway,   thereby minimizing 
the impacts on the proposed stream valley park,   the trail system and water 
quality in this area.    The depressed gradient proposed for Alternate A, 
coupled with the alignment change, would remove all adverse effects of in- 
creased noise levels and remove all visual objections to the highway/rapid 
transit proposal through the Sudbrook Pdrk Kisloric District.    Alternate A 
does not directly conflict with any historic sites. 

Summarized below are the major adverse effects on other neigh- 
borhoods as a result of Alternate A,  whicli shifts the project alignment to the 
e?.st side of the Western Maryland Railway: 

Division of the East Sudbrook Park Community 
Division of the Ralston Community 
Division of the Sudvale Community 
Division of the Church Hill Community 
Division of the Woodholme Estates Community 
Division of the Woodholme Country Club 
118 Additional Homes to be Acquired 
610 Additional People to be Displaced 
Increased Noise in other Communities 
Visual Intrusion on other Communities 

Decision Alternate   A 

Based on the results of this study, Alternate A is not considered 
a feasible.and prudent alternative to the use of land from the Sudbrook Park His 
toric District because of the adverse social impacts including major disruption 
and division of a number of communities, and the large number of people that 
would be displaced and have to be relocated. 
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- Alternate B Alignment Study - 

A second alternate alignment on the east side of the Western 
Maryland Railway (designated as Alternate B) was studied to avoid the Sud- 
brook Park Historic District and,   at the same time,   attempt to minimize 
the division of so mr.-u-y neighborhoods and the displacement of so many peo- 
ple.    Alternate B,   as shown on Drawing No.   12,  is also identical to that pre- 
sented for Alternates 1 and 2 at the Public Hearing from the Baltimore City 
Line to the north-side of Relocated Milford Mill Road,  where the alignment 
crosses under the tracks to the east side of the Western Maryland Railway. 
At this point,  Alternate B deviates from Alternate A by returning to the west 
side of the Railway 1300 feet north of Sudbrook Road,  where it rejoins the 
Alternate 2 alignment proposed at the Public Hearing.    A structure would be 
provided to underpass Clarendon Road and all other streets intersected by 
the project would either be terminated with a cul-de-sac,   or connected with 
other streets in the area by service roads.    Alternate B passes through the 
East Sudbrook Park,   Ralston and Sudvale subdivisions. 

The grade of Alternate B is in a depressed section from the 
point where it crosses to the east side of the Western Maryland Railway, 
just north of Relocated Milford Mill Road, and remains depressed for the 
entire length until it returns to the west side of the railroad north of Sud- 
brook Road. The roadway and rapid transit facilities east of the railroad 
would be constructed an average of 20 to 25 feet below the elevation of the 
existing ground. 

Alternate B would also have an Expressway classification 
(Freeway by A. A. S. H. T. O.  definition),   conform to regional and state plans, 
have the same major design features,  and provide the same excellent trans- 
portation service as the Public Hearing proposal. 

The estimated costs of the roadway and rapid transit system 
included under Alternate B from the Baltimore City Line to Mount Wilson 
Lane (Maryland Route 400) are listed below along with comparative costs 
for Alternate 2 through the Sudbrook Park Historic District as presented at 
the Public Hearing.    These costs are based on 1974 prices. 

Alternate B Alternate 2 
(3. 8 miles) (3. 6 miles) 

Highway Construction (1) $36, 295, 000c $25, 700, 000. 
Rapid Transit Construction 29, 500, 000. 29, 303, 000. 
Right-of-Way Costs 17,-576, 000. 7, 231, 000. 

Total Comparative Costs .   .   .    $83,371,000. $62,234,000. 
(1)   Based on semi-directional interchange at Baltimore Beltway. 

The road user cost would be relatively the same for Alternate 
B and Alternate 2. 
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The estimated number of homes and people affected by Alter- 
nate B from the Baltimore City Line to Mount Wilson Lane (Maryland Route 
400) are listed below along with the comparable effect of the Alternate 2 
alignment through the Historic District. 

% 
tf 

Alternate  n Alte rnatc 2 

184 78 
50 50 

127 23 
7 5 

127 20 
630-670 100-125 

Improved Properties Affected 
Homes previously Acquired by SHA 
Homes to be Acquired 
Businesses to be Acquired 
Families to be Relocated 
People to be Displaced 

The same housing market and the same relocation assistance 
policies are available for those to be relocated as noted under Alternate 5. 
The few businesses affected are expected to relocate in the same general 
area,  with little or no effect on employment.    Generally,   property values 
adjacent to Alternate B are expected to remain stable.    No farms are affect- 
ed nor will there be any effect on members of a minority group. 

The effect on the tax base for each alternate may be compared 
in the following table,  which gives the direct annual tax loss for highway and 
rapid transit purposes from the Baltimore City Line to Mount Wilson Lane. 

Unimproved Property 
Improved Property 

Total 

Aii-.ernate B 

$  47, 240. 
| 101,180. 

$148,420. 

Alternate 2 

$47,825. 
| 25,886. 

$73,711. 

The depressed gradient proposed for Alternate B,   coupled with 
the alignment change,  would remove all adverse effects of increased noise 
levels and remove all visual objections to the highway/rapid transit proposal 
through the Sudbrook Park Historic District. 

Summarized below are the major adverse effects on other 
neighborhoods as a result of Alternate B,  which also shifts the project align- 
ment to the east side of the Western Maryland Railway. 

Division of the East Sudbrook Park Community 
Division of the Ralston Community 
Division of the Sudvale Community 
104 Additional Homes to be Acquired 
540 Additional People to be Displaced 
Increased Noise in other Communities 
Visual Intrusion on other Communities 
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Decision   -   Alternate   B ^ 

Based on the results of this study,  Alternate B would cause 
unreasonable community disruption and division in the established neighbor- 
hoods on the east side of the Western Maryland Railway,  in addition to the 
displacement of a large number of people.    Alternate B is not considered a 
feasible and prudent alternative to the use of land from the Sudbrook Park 
Historic District. 

D-26 



- Studies to Minimize the Adverse Effects on the 
Sudbrook Park Historic District -  

The historical importance of Sudbrook Park may be found in 
several areas of significance.    First,  it was planned by Frederick Law 
Olmsted,   one of the designers of modern urban planning,  who emphasized 
the retention of natural contours and curvilinear forms.    Sudbrook Park 
embodies these features, which characterizes Olmsted's approach to land- 
scape planning.    Architecturally,   the homes in Sudbrook Park are typical of 
an upper and middle class summer resort of the early 20th Century and at- 
tracted some of Baltimore's most prominent citizens.    Since the existing 
street pattern and distinctive architecture of the houses form the basis of 
the historical significance of this area,   replacement acreage and replace- 
ment housing at another location would not minimize the adverse effect on 
this historic site.    Therefore,   all planning proposals have been aimed at 
reducing the right-of-way requirements and restoring the area to its present 
condition.    The planning proposed to minimize harm to the Sudbrook Park 
Historic District has been based on two different assumptions.    The first 
assumes that a Combined Expressway/Transit Facility is necessary south 
of the Baltimore Beltway,   and the design modifications made to Alternates 
1 and 2 have been included as Alternate 8.    The second assumes that the 
highway portion of the project is not necessary south of the Baltimore Belt- 
way,   and the proposals developed with Rapid Transit only have been desig- 
nated as Alternates 7,   9 and 9A. 

- Alternate 8 Study - 

The project,   as proposed with Alternate 8,  would provide the 
same Expressway and Rapid Transit facilities as planned with Public liear- 
ing Alternates 1 and 2 from the Baltimore City Line to the Baltimore Belt- 
way,   except for the following modifications,   all of which are designed to re- 
duce the right-of-way requirements and minimize the impacts on the Sudbrook 
Park Historic District. 

The centerline of the project has been redesigned in the vicinity 
of Sudbrook Park and located as close to the Western Maryland Railway as 
possible and still, conform to A.A.S.H. T. O.   and Maryland Department of 
Transportation design policy.    This revision was made possible by changing 
the concept of the project from a rural to an urban design,   the introduction 
of a tunnel and retaining walls,   and by revisions in the typical section.    The 
following changes were made in the typical section of the project,  without 
sacrificing- the safety features required for a modern expressway.    A lane 
reduction through the Milford Mill Interchange has  resulted in the elimina- 
tion of one of the three mainline travel lanes in each direction.    South of the 
District,   the Milford Mill Interchange ramps would connect with the two 
mainline travel lanes,   resulting in a total of three lanes in each direction. 

ttN 
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The outside shoulder construction has been modified to provide a 10 to 12-        0"» 
foot paved width with the Jersey Barrier for safety.    The cut slopes have 
been eliminated and replaced by retaining walls and tunnels.    As a result, 
the centcrline has been shifted closer to the Railroad as much as 75 feet at 
the northern boundary of the Historic District.    Drawing No.   13 is a plan of 
the project through S.-dbrook Park and shows the original centerline as pro- 
posed at the Public Hearing and the revised project centerline as described 
above.    The proposed profile grade lino has been lowered an average of 6 
feet through the Historic District in order to provide sufficient cover for the 
tunnel planned in this area. 

It is also proposed to construct a 3-cell reinforced concrete 
tunnel to accommodate the Rapid Transit Facility in the center cell with the 
three-lane northbound and southbound roadways located in the two outer 
cells.    The cells of the tunnel would vary in length under Sudbrook Road, 
Greenwood Road and Howard Road,  with retaining walls extended throughout 
the remainder of the Historic District.    The tunnel limits are indicated on 
Drawing No.   13,   a plan view of the project.    All three cells at the northern 
tunnel portal terminate approximately 340 feet north of Sudbrook Road.    The 
southern portal of the easternmost cell is located about 100 feet south of 
Sudbrook Road.    The southern portal of the westernmost cell is located ap- 
proximately 500 feet south of Sudbrook Road.    The southern end of the tun- 
nel forms a saw-tooth pattern terminating at three different locations,  as 
required,   to permit the reconstruction of Howard Road over the tunnel in its 
original location.    Sudbrook Road and Greenwood Road would also be rebuilt 
in their original locations,   thereby replacing the existing road system and 
maintaining the gateway effect to Sudbrook Park.    A visual screen,   consist- 
ing of a landscaped earth mound five feet in height,  would be constructed at 
the tunnel portals and along the east side of Howard Road for the entire length 
of construction.    Aesthetically designed fencing for the safety of children and 
animals is also proposed along all retaining walls and tunnel portals.    Sur- 
face gratings required for tunnel ventilation would be constructed with a low 
profile and be hidden from view by landscaping. 

The tunnel would be built using a cut and cover construction pro- 
cedure,   reqtiiring the removal of trees and the existing roads during the con- 
struction period.    Sudbrook Road and Greenwood Road traffic would be main- 
tained on temporary roads during this period,   but Howard Road would be 
temporarily closed to through-traffic.    After the tunnel construction has been 
completed,   a minimum of 5 feet of earth would be placed over the tunnel roof 
and be graded to the contour of the original ground surface and the entire area 
landscaped. 

The estimated costs of Alternate 8,   including the modifications 
described above,   are compared with Alternate 2,   using identical study limits 
from the Baltimore City Line to Mount Wilson Lane.    The costs are based on 
1974 prices. 

^ 
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Alternate 8 Alternate 2 ^ 

(3.6 miles) (3. 6 miles) 

$35,449. 000. $25, 700, 000. 
33, 208,000. 29,303, 000. 
7,231,000. 7,231.. 000. 

Highway Construction (1) 
Rapid Transit Construction 
Right-of-Way Costs 

Total Comparative Costs .   .   .      $75,888,000. $62,234,000. 
(1)    Based on semi-directional interchange at Baltimore Beltway. 

The road user cost would be relatively the same for both 
Alternate 8 and Alternate 2. 

The revised planning,   as proposed to minimize the adverse ef- 
fects of the project on Sudbrook Park,  including the tunnel,   retaining walls, 
landscaping,   etc. ,   is estimated to cost approximately $10, 100, 000 based on 
1974 prices. 

Alternate 8,  which reduces the width of construction through 
the Sudbrook Park area,   follows the same general alignment as the Combined 
Expressway/Rapid Transit Facility proposed with Public Hearing Alternate 
2.    The estimated number of homes and people affected by these proposals, 
from the Baltimore City Line to Mount Wilson Lane,   are listed below for 
comparative purposes. 

Improved Properties Affected 
Homes previously Acquired by SHA 
Homes to be Acquired 
Businesses to be Acquired 
Families to be Relocated 
People to be Displaced 

A recent survey of available replacement housing in this area 
of Baltimore County indicated that there were approximately 1 00 single-family 
dwellings for sale, at any given time, that are within the financial means of 
those to be relocated.    In addition, approximately 55 rental units were available 
in the immediate vicinity, should any of these families desire to rent.   This 
informationwas gathered inAugxist, 1975, the time of this study.   Relocation 
assistance could be accomplished for Alternate 8, with a lead time of approxi- 
mately 1 2 months required for this purpose.     There are no Federal, State or 
County projects anticipated in the area that would utilize the same housing 
market.   All persons to be relocated will be provided with the benefits of the 
'.'Uniform Relocation Assistance and Real Property Acquisition Policies Act of 
1 970".   The small number of businesses which would be displaced are expected 

Alternate _8 Alternate 2 

75 78 
50 50 
20 23 

5 5 
17 20 

85-110 100-125 
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to relocate in the same general area with little or no affect on employment.    Re-        •'* 
placement sites in the same general area will be available for these firms to 
relocate.   Generally, property values adjacent to Alternate 8 are expected to 
remain stable.    No farm operations will be affected,   nor will there be any 
effect upon members of a minority group. 

Alternate 8 would directly conflict with the Sudbrook Park His- 
toric District.    Realignment  of  the project,   coupled with revisions in the 
typical section and construction of a tunnel  and retaining walls   through  the 
Sudbrook Park Historic District,   has affected a substantial reduction in 
right-of-way requirements,   as shown by the following comparison: 

Alternate 8 Alternate 2 

Total Right-of-Way Required               " 6. 6+ Ac. (100%) 10. 1 +Ac. (100%) 
SHA Property Req'd.   for Construction 2.3+Ac.'(   35%) 4. 0+Ac. (  40%) 
Private Property to be Acquired 2. 5+ Ac. (   38%) 3. 8+Ac. (   38%) 
Existing R/W  - Public Streets 1.8+Ac. (   27%) 2. 3+Ac. (   22%) 
Buildings to be Demolished                                         4 10 

The total right-of-way requirements through the Historic Dis- 
trict have been reduced by 3. 5 acres and 6 of the 10 homes originally sched- 
uled for demolition can be saved. 

The proposed tunnel through the Historic District will enable 
the reconstruction of the streets within the District to have the same align- 
ments and grades as when they were  originally built in 1892.    The pavement 
will be constructed of crushed stone and asphalt,   and present a surface tex- 
ture and color consistent with the other   streets in the District.    The exist- 
ing bridge carrying Sudbrook Road over the Western Maryland Railway will 
remain unchanged by the proposed construction.    Baltimore County,  by letter 
dated February 9,   1970,   advised the State that this bridge was inadequate and 
recommended complete reconstruction along with the relocation of Sudbrook 
Road.    The decision to replace the existing street pattern will not affect any 
proposal the County may have to replace this inadequate structure.    All of 
the planning proposed with Alternate 8 has been carefully designed to replace 
the gateway to Sudbrook Park,   to reduce the impact from noise and to recap- 
ture as much as possible the attractive open space of the Historic District 
prior to the proposed construction. 

Decision    -   Alternate    8 

Other studies deleting the proposed Northwest Expressway south 
of the Baltimore Beltway have resulted in further reductions in the adverse 
impacts  of the project on the Sudbrook Park Historic District and on adjacent 
communities,   parks and the Gwynns Falls floodplain.    For this  reason,  Alter- 
nate 8 is not recommended for adoption by the  Md.   Deot.   of Transportation. 
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" Alternate 7 Study - 

Alternate 7 proposes project revisions to the Phase I Rapid 
Transit Facility and Relocated U.  S.   Route 140 (Northwest Expressway) 
from the Baltimore City Line to Mount Wilson Lane.    The Northwest Ex- 
pressway,   as proposed at the Public Hearing (Altc-z^tes 1 and Z) would not 
be included as part of the project from the Baltimore City Line to the Balti- 
more Beltway.    Wabash Avenue would be extended northerly from Patterson 
Avenue to Milford Mill Road,  which would be relocated to the north and con- 
nect to Slade Avenue at Reisterstown Road.    The Phase I Rapid Transit 
would continue through the area generally following the alignment proposed 
with Alternates 1 and Z.    The detailed planning proposed with Alternate 7 is 
described below and is also shown on Drawing No.   14. 

The southern terminus of the Northwest Expressway,. as pro- 
posed with Alternate 7,  would be a directional interchange with the Balti- 
more Beltway.    The Beltway Interchange is located west of the Western 
Maryland Railway within the right-of-way previously purchased by the State 
Highway Administration,   and is the same location proposed for this inter- 
change at the Public. Hearing.    Directional ramps are provided to permit 
southbound traffic on the proposed Northwest Expressway to turn in either 
direction on the Beltway and for the return movements.    North of the Balti- 
more Beltway,   the proposed Expressway would continue northerly as a dual 
highway,  with complete control of access,   and have the same geometric and 
safety features as other alternates on new location. 

Wabash Avenue is continued from Patterson Avenue in Balti- 
more City northerly to Relocated Milford Mill Road in Baltimore County,   a 
distance of approximately 1. 1 miles.    The alignment parallels the south side 
of the Western Maryland Railway from Patterson Avenue to Mellinee Avenue, 
where both the roadway and railroad curve to the north and,   at the same 
time,   separate to provide space for the proposed Milford Mill Transit Sta- 
tion and parking area.    Wabash Avenue parallels the east side of Rockland 
Avenue from Bedford Road to Relocated Milford Mill Road.    The improve- 
ment would consist of dual 36-foot urban roadways,   curbed on both sides and 
separated by a raised 16-foot median and be constructed within the right-of- 
way proposed for the Northwest Expressway.    Control for horizontal and 
vertical alignment,   as well as other geometric features,  is based on a 50- 
mile per hour design speed.    There would be no control of access except for 
the policy and standards established by the State Highway Administration for 
the design and construction of residential and commercial entrances.    Cross- 
overs would be provided at all intersecting roads,   and left-turn lanes in the 
median are planned for safety and the increased capacity obtained at inter- 
sections. 

Relocated Milford Mill Road begins at Woodside Road,   connects 
to the proposed extension of Wabash Avenue with an at-grade intersection, 
crosses over the proposed Rapid Transit Line and Western Maryland Railway 
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and,   curving to the north,   connects to Roisterstown Road at Slade Avenue. 
A connection from Relocated Milford Mill Road to existing Milford Mill Road 
is also proposed in the vicinity of Decrfield Road.     Relocated Milford Mill 
Road would be constructed as a 50-foot curbed street,  with widenings for 
left-turns at major intersections in the vicinity of the rapid transit, parking 
areas. 

The tracks of the Rapid Transit Facility are located between 
Wabash Avenue and the Western Maryland Railway from the Baltimore City 
Line to Milford Mill Road,   and remain adjacent to the west side of the West- 
ern Maryland Railway from Milford Mill Road to Sudbrook Road.    In the vi- 
cinity of Sudbrook Road,   the transit alignment passes through the northeast 
edge of the Sudbrook Park Historic District,   curves away from the Railroad 
and follows the original Expressway alignment,   as proposed at the Corridor 
Public Hearing.    After crossing Gwynns Falls,  Old Court Road and the Baiti- 
more Beltway,   the rapid transit tracks enter the median of the proposed 
Northwest Expressway and remain in the median to the northern terminus 
at Owings Mills.    Structures for the Rapid Transit Facility are required at 
the following locations for this study:   Bridge carrying Relocated Milford 
Mill Road over the transit line and railroad;   cut and cover tunnel under 
Howard Road,  Sudbrook Road and Greenwood Road;   bridge over Gwynns 
Falls,   south of the Beltway;  bridges carrying two directional Beltway ramps 
over the transit line;  bridge, over Gwymas Falls,  north of the Beltway.    The 
transit line also utilizes the existing bridges at Relocated Old Court Road 
and the Baltimore Beltway,   previously constructed for the Northwest Express- 
way. • 

Within the study limits of Alternate 7,   rapid transit stations 
are proposed at Milford Mill Road and Old Court Road.    The Milford Mill 
Station platform is located 700 feet south of Relocated Milford Mill Road, 
with parking areas situated on both sides of the station platform between Wa- 
bash Avenue and the Western Maryland Railway.    Local access to the west 
parking lot is proposed from Milford Mill Road and Bedford Road via Wabash 
Avenue,   and to the east parking lot via existing Milford Mill Road.    The Old 
Court Station platform is proposed to be located under the existing Relocated 
Old Court Road Bridge.    The parking lot for the Old Court Road Station would 
be located at ground level on the east side of Gwynns Falls and north of Old 
Court Road.     Vehicular access to the parking lot is via Old Court Road,   and 
a pedestrian bridge over Gwynns Falls would connect the parking lot with 
the station platform. 

The estimated costs of Alternate 7,   including the Northwest 
Expressway from the Baltimore. Beltway to Mount Wilson Lane,   the extension 
of Wabash Avenue,   relocation of Milford Mill Road,   mainline and station 
areas for rapid transit and right-of-way,   are compared below with Alternate 
Z, using identical study limits from the Baltimore City Line to Mount Wilson 
Lane.    The costs are based on 1974 prices. 

& 
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Alt. 7 (2. 1 mi. )       Alt. 2(3. 6 mi. ) 

Highway Construction (1) $13,619,000. $25,700,000. 
Rapid Transit Construction 25,608,000. 29,303,000. 
Right-of-Way Costs 6, 065, 000. 7, 231, 000. 

Total Comparative Costs .   .   .      $45,292,000. $62,234,000. 
(1)    Based on directional interchange at Baltimore Beltway. 

The major difference in transportation services provided by Al- 
ternate 7,   is the termination of the Northwest Expressway at the Baltimore 
Beltway,  with no direct highway connection to existing Wabash Avenue in 
Baltimore City.    Traffic on the Northwest Expressway,  with destinations in 
Baltimore City,  would be required to turn onto the Baltimore Beltway and 
utilize existing arterials leading into the City.    A traffic analysis,  based on 
the BREIS alternatives,  has been made by Alan M.   Voorhees and Associates, 
Inc.   to determine the affect on the corridor road system assuming the North- 
west Expressway is abandoned south of the Baltimore Beltway.    The conclu- 
sions reached from this analysis are noted below. 

(1) From an overall point of view,  Alternate 2 and Alternate 7 generate sim- 
ilar overall traffic demands in the corridor. 

(2) Outside of the Beltway, Liberty Road, ReisterstownRoad and the proposed 
Northwest Expressway exhibit identical traffic volumes for bothalternates. 

(3) The Baltimore Heltway would also experience an approxixnatfc; 3% increase in 
lateral traffic demand with Alternate 7 on both sides of the Northwest Express- 
way. 

(4) Inside of the Beltway, there is a change in traffic patterns and volumes on the 
existing radials - 

For Alternate 2, traffic volumes in 1995 are almost equally 
split between Liberty Road, Northwest Expressway and 
Reisterstown Road. 

For Alternate 7, to compensate for the loss of the North- 
west Expressway inside of the Beltway the 1995 traffic 
is increased on other existing arterials.   The compara- 
tive effect, on traffic volumes are shownbelow: 

Alt.   2 Alt.   7 
LocatAoA1 1995 APT 1995 APT 

Jones Falls Expressway, South of 1-695 .98, 000 102, 000 
Reisterstown Rd. ,  South of 1-695 30,000 42,150 
Northwest Expressway,  South of 1-695 29,200 
Liberty Road,   East of 1-695 36,000 44,000 
Interstate Route 70,   East of 1-695 90,000 95,000 
1-695 (Liberty Road to Northwest Expressway) 139, 100 144, 800 
1-695 (Northwest Expressway to Reisterstown Rd. ) 123, 500 131,100 
1-695 (Reisterstown Rd.  to Park Heights Avenue) 124,500 124,250 
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The following steps can be taken to minimize the effect of di- 
verting additional traffic to existing  arterials: 

a. Relocate Milford Mill Road to Slade Avenue,  as proposed 
as part of the Northwest Transportation Corridor Project, 
thereby reducing the Milford Mill Road "Tea" intersection 
with Reisterstown Road to a very minor role. 

b. Rebuild the intersection of Reisterstown Road and Slade 
Avenue,   and provide five traffic lanes on Reisterstown 
Road (four thru lanes plus one left-turn lane).    Additional 
lanes for queuing should be provided on Slade Avenue, 
thereby increasing the "green time" for Reisterstown Road 
traffic.    A continuous travel path would also be provided 
for communities west of Reisterstown Road to Park Heights 
Avenue and beyond which is not afforded today at the "Tee" 
intersection of existing Milford Mill Road. 

c. Rebuild the Sudbrook Lane-Reisterstown Road intersection 
and add queuing lanes on Sudbrook Lane west of Reisters- 
town Road,  which would increase the green signal time on 
Reisterstown Road.    Sudbrook Lane also provides a con- 
tinuous travel path frona Sudbrook Park to Park Heights 
Avenue and beyond. 

d. Widen Park Heights Avenue to four lanes between Old 
Court Road and Slade Avenue.    This would offer an attrac- 
tive "bypass" of Pikesville for the longer,  thru-traffic 
trips. 

e. Incorporate the signalized intersections in Pikesville into 
a sub-system of Baltimore County traffic signal system. 

f .      Continue the parking restrictions presently in force on 
Reisterstown Road.    This,   coupled with off-street park- 
ing where possible and the improvements listed above, 
would provide four continuous thru-lanes of traffic through 
Pikesville. which would not only maximize the capacity of 
the arterial,   but would tend to reduce the potential hazard 
of accidents with turning and parking vehicles. 

g.      The capacity of Liberty Road can be increased by estab- 
lishing 3 lane-2 lane reversible traffic flow during peak 
hours with restricted left-turns. 
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Alternate 7,  which proposes rapid transit alone from Milford       c' 
Mill Road to the Beltway,  follows the same general alignment as the Com- 
bined Expressway/Rapid Transit Facility proposed with the Public Hearing 
Alternate 2.    The estimated number of homes and people affected by these 
proposals from the Baltimore City Line to Mount Wilson Lane are listed be- 
low for comparative purposes. 

Alternate 7       Alternate 2 

Improved Properties Affected 
Homes previously Acquired by SHA 
Homes to be Acquired 
Businesses to be Acquired 
Families to be Relocated 
People to be Displaced 

The same housing market and the same relocation assistance 
policies are available for those to be relocated,  as noted under Alternate 8. 
The small number of businesses which would be displaced, are expected to 
relocate in the same general area with little or no effect on employment. 
Replacement sites in the same general area should be available for these 
firms to relocate.    Generally,   property values adjacent to the project are 
expected to remain stable.    No farm operations will be affected, nor will 
there be an effect upon members of a minority group. 

60 78 
50 50 
5 23 
5 5 
5 20 

25 100-125 

The project,   as proposed with Alternate 7,   requires the 2- 
track Rapid Transit Facility to pass through the northeastern edge of the 
Sudbrook Park Historic District,   and would tend to minimize the right-of- 
way requirements through the Historic District,   as shown by the following 
comparison: 

Alternate 7 '    Alternate 2 

Total Right-of-Way Required 5. 2+Ac. (100%) 10. 1 + Ac. (100%) 
SHA Property Req'd.  for Construction 1.2+Ac. (   23%) 4. 0+Ac. (  40%) 
Private Property to be Acquired 2. 5^Ac. (   48%) 3. 8+Ac. (   38%) 
Existing R/W - Public Streets 1. 5+Ac. (  29%) 2. 3+Ac. (  22%) 
Buildings to be Demolished                                           2 10 

Private property to be acquired would be reduced from 3. 8+ 
Ac.   to 2. 5+Ac. ,  and 8 of the 10 homes required with Alternate 2 can be 
saved.    The significant two-story house at 753 Howard road is located over 

J 
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the transit tunnel and,  rather than demolish this dwelling,  it will be moved 
to a lot on the west side of Howard Road,  directly opposite 753 and north 
of 726 Howard Road.    The site is now owned by the State Highway Adminis- 
tration,  and 753 Howard Road can be moved to this property prior to con- 
struction.    After the project has been completed,  the house moved from 
753 Howard Road would be rehabilitated and sold at public auction. 

The construction of Alternate 7 through the Gwynns Falls 
floodplain would be similar to that required with the Public Hearing align- 
ment (Alternate 2),   except for the reduction in number of bridge structures. 
Noise impacts would be reduced with Alternate 7 because there would be no 
Expressway traffic south of the Baltimore Beltway. 

Decision   -   Alternate   7 

The Maryland Dept.   of Transportation has adopted the portion of 
Alternate 7 from Greenwood Road to Mount Wilson Lane,   as part of the 
recommended alternate.    Alternate 7 proposes the construction of the 
Rapid Transit Facility generally along the alignment originally proposed 
for the Combined Facility from Greenwood Road to the Beltway,   and in- 
cludes a transit station and parking lot located on the north side of Old 
Court Road.    A directional interchange at the Baltimore Beltway is pro- 
posed as the southern terminal of the Northwest Expressway,   and at this 
location the rapid transit tracks enter the median of the Expressway. 
North of the Beltway,  the proposed Expressway and Rapid Transit Line 
would continue northerly as a Combined Facility to Mount Wilson Lane. 

As described above,   the planning proposed with Alternate 7 
from Greenwood Road to Mount Wilson Lane,  is in agreement with the 
State's basic decision to terminate the highway portion of the project at 
the Baltimore Beltway.    This decision is a result of the State's efforts 
to minimize the adverse effects of the project on the Sudbrook Park His- 
toric District,to reduce impacts on adjacent communities,  parks and the 
Gwynns Falls floodplain and to achieve a cost savings. 
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- Alternate 9 Study - f 

Alternate 9 proposes project revisions to the Phase I Rapid _ 
Transit Facility and Relocated U.  S.   Route 140 (Northwest Expressway) 
from the Baltimore City Line to Mount Wilson Lane.    The Northwest Ex- 
pressway,   as proposcc1 at the Public Hearing (Alternates 1 and 2) would not _ 
be included as part of the project from the Baltimore City Line to the Balti- 
more Beltway;  however,   the Phase I Rapid Transit would be continued ' 
through this area.    The detailed planning proposed with Alternate 9 is de- 
scribed below,   and is also shown on Drawing No. 15. 

The southern terminus of the Northwest Expressway,   as pro- 
posed with Alternate 9,  would be a directional interchange with the Balti- 
more Beltway.    The   Beltway Interchange is located west of the "Western 
Maryland Railway within the right-of-way previously purchased by the State 
Highway Administration,   and is the same location proposed for this inter- 
change at the Public Hearing.    Directional ramps are provided to permit 
southbound traffic on the proposed Northwest Expressway to turn in either 
direction on the Beltway and for the return movements.    North of the Balti- 
more Beltway,   the proposed Expressway would continue northerly as a dual 
highway,  with complete control of access,   and have the same geometric and 
safety features as other alternates on new location. 

The tracks of the Rapid Transit Facility are located west of 
the Western Maryland Railway generally following the alignment proposed 
with Alternates 1 and 2,  from the Baltimore City Line to Milford Mill Road, 
and are contiguous to the west side of the Western Maryland Railway from 
Milford Mill Road to the Baltimore Beltway. 

The relocation proposed for Milford Mill Road begins at Wood- 
side Road,   crosses over the proposed Rapid Transit Line and Western Mary- 
land Railway and,   curving to the north,   connects to Reisterstown Road at 
Slade Avenue.    A connection from Relocated Milford Mill Road to existing 
Milford Mill Road is also proposed in the vicinity of Deerfield Road.    Relo- 
cated Milford Mill Road would be constructed as a 50-foot curbed street, 
with widenings for left-turns at major intersections in the vicinity of the 
Rapid Transit parking lots.   The transit alignment passes through the north- 
east edge of the Sudbrook Park Historic District adjacent to the railroad in 
an open cut and underpasses Sudbrook Road.    Retaining walls are proposed 
through the Historic District in order to minimize right-of-way requirements. 
North of the Baltimore Beltway,   the rapid transit tracks enter the median of 
the proposed Northwest Expressway and remain in the median to the north- 
ern terminus at Owings Mills.    Structures for the Rapid Transit Facility are . t 
required at the following locations for this study:    Bridge carrying Relocated             «J 
Milford Mill Road over the  Transit Line and railroad; bridge carrying Sud- 
brook Road over the Transit Line and railroad; rapid transit bridge over 
Church Lane,  Old Court Road and the Beltway; bridges carrying two direc- 
tional Beltway ramps over Access Roads to the Old Court Road parking lot; 
and a rapid transit bridge over the railroad,   north of the Beltway. J 
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Within the study limits of Alternate 9,   rapid transit stations 
are proposed at Milford Mill Road and Old Court Road.    The Milford Mill 
Station platform is located 700 feet south of Relocated Milford Mill Road, 
with parking areas situated on both sides of the station platform between 
Rockland Avenue and the Western Maryland Railway.    Local access to the 
west parking lot is proposed from Relocated Milford Mill Road and to the 
east parking lot via existing Milford Mill Road.    The Old Court Station plat- 
form is proposed to be located 800 feet north of existing Old Court Road. 
The parking lot for the Old Court Station would be located north of Old 
Court Road at ground level from the east side of Gwynns Falls to the Rail- 
road,   and a smaller lot on the east side of the Western Maryland Railway. 
Local access to the parking lots is via Old Court Road,  and a pedestrian 
tunnel under the Railroad would connect the east parking lot with the station 
platform.    Ramps within the Baltimore Beltway/Northwest Expressway Inter- 
change will provide direct access from the Baltimore Beltway to the Old 
Court parking lot east of Gwynns Falls. 

The project costs,   transportation services and the social, 
economic and environmental effects of Alternate 9 are described below and, 
where possible,   tables have been developed in order to present a meaning- 
ful comparison between Alternate 9 and Alternate 2,   as proposed at the Pub- 
lic Hearing. 

The estimated costs of Alternate 9,   including the Northwest Ex- 
pressway from the Baltimore Beltway to Mount Wilson Lane; the relocation 
of Milford Mill R.oad; mainline and station areas for rapid transit and right- 
of-way are compared below with Alternate 2,   using identical study limits 
from the Baltimore City Line to Mount Wilson Lane.    The costs are based 
on 1974 prices. 

Alternate 9 Alternate 2 
(1.1 miles) (3. 6 miles) 

Highway Construction (1) $10,576,000. $25,700,000. 
Rapid Transit Construction 32,128,000. 29,303,000. 
Right-of-Way Costs 10, 800, 000. 7, 231, 000. 

Total Comparative Costs .   .   .   $53,504,000. $62,234,000. 
(1)   Based on directional interchange at Baltimore Beltway. 

The major difference in transportation services provided by 
Alternate 9 is the termination of the Northwest Expressway at the Baltimore 
Beltway,  with no direct highway connection to existing Wabash Avenue in 
Baltimore City.     Traffic on the Northwest Expressway,   with destinations in 
Baltimore City,  would be required to turn onto the Baltimore Beltway and 
utilize existing arterials leading into the City.    A traffic analysis,   based on 
the BREIS alternatives,  has been made to determine the effect on the 
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corridor road system,  assuming the Northwest Expressway is abandoned 
south of the Baltimore Beltway.    The conclusions reached from this analy- 
sis are the same as stated for Alternate 7 on page D-33,   (Volume I). 

Alternate 9 proposes rapid transit only from, the Baltimore 
City Line to the Beltway,   as compared to the Combined Expressway/Rapid 
Transit Facility proposed with the Public Hearing Alternate 2.    The esti- 
mated number of homes and people affected by these proposals from the 
Baltimore City Line to Mount Wilson Lane are listed below for comparative 
purposes. 

Alternate 9        Alternate 2 

Improved Properties Affected 
Homes previously Acquired by SHA 
Homes to be Acquired 
Businesses to be Acquired 
Families to be Relocated ( 

People to be Displaced 

The same housing market and the same relocation assistance 
policies are available for those to be relocated as noted under Alternate 8. 
The small number of businesses which would be displaced,  are expected to 
relocate in the same general area,  with little or no effect on employment. 
Replacement sites in the same general area will be available for these firms 
to relocate.    Generally,  property values adjacent to the project are expec- 
ted to remain stable.    No farm operations  will be affected,  nor will there 
be any effect upon members of a minority group. 

^ 

^ 
w 

65 78 
50 50 

3 23 
12 5 

3 20 
15 100-125 

The project,  as proposed with Alternate 9,   requires the 2- 
track Rapid Transit Facility to pass through the northeastern edge of the 
Sudbrook Park Historic District and would tend to minimize the right-of- 
way requirements through the Historic District,  as shown by the following 
comparison: 

Alternate 9 Alternate 2 

Total Right-of-Way Required 2. 0+ Ac. (1 00%) 10. 1 +Ac. (1 00%) 
SHA Property Rcq'd. for Construction 0. 1 +Ac. (     5%) 4.0+Ac. (40%) 
Private Property to be Acquired LS+A-cf   90%) 3. 8+Ac. (   38%) 
Existing R/W - Public Streets 0. li Ac. (     5%) 2. 3+Ac. (   22%) 
Buildings to be Demolished                                           1 10 
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Private property to be acquired would be reduced from 3. 8+ 

Ac.  to 1.8+ Ac. ,  and 9 of the 10 homes required with Alternate 2 can be 
saved.    The historical significant house at 753 Howard Road is located 
within the construction area and,   rather than demolish this dwelling, it 
will be moved to a lot on the west side of Howard Road,  directly opposite 
753 and north of 726 Howard Road.    The site is now owned by the State 
Highway Administration,  and 753 Howard Road can be moved to this prop- 
erty prior to construction.    After the project has been completed,  the 
house moved from 753 Howard Road would be rehabilitated and sold at 
public auction. 

The construction of Alternate 9 through the Gwynns Falls 
floodplain would be similar to that required with the Public Hearing 
alignment (Alternate 2),  except for the area south of Old Court Road. 
Noise impacts would be reduced with Alternate 9 because there would be 
no Expressway traffic south of the Baltimore Beltway. 

Decision   -   Alternate   9 

The Maryland Dept. of Transportation has adopted the portion of 
Alternate 9 from the Baltimore City Line to Greenwood Road with modifi- 
cations through the Svdbrook Pn rk Historic District,   as part of the recom- 
mended alternate.    Alternate 9 proposes the construction of the Rapid 
Transit Facility generally along the west side of the Western Maryland 
Railway,   from the Baltimore City Line to Greenwood Road,  with a transit 
station and parking lot located south of Relocated Milford Mill Road, which 
overpasses the Rapid Transit and railroad and connects into Reisterstown 
Road at Slade Avenue. 

As described above,   the planning proposed with Alternate 9 
from the Baltimore City Line to Greenwood Road is in agreement with the 
State's basic decision to terminate the highway portion of the project at 
the Baltimore Beltway.    This decision is a result of the State's effort to 
minimize the adverse effects of the project on the Sudbrook Park Historic 
District,   to reduce impacts on adjacent communities,   parks and the 
Gwynns Falls floodplain and to achieve a cost savings. 

The portion of Alternate 9 from Greenwood Road to Mount 
Wilson Lane proposes that the Rapid Transit Facility be located adjacent 
to the west side of the Western Maryland Railway.    This would completely 
destroy the business community along Greenwood Road south of Old Court 
Road and,   for this reason,  the State did not recommend this portion of 
Alternate 9 for adoption. 
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- Alternate 9A Study - Ik J 

Alternate 9A proposes project revisions to the Phase I Rapid 
Transit Facility and Relocated U.  S.   Route 140 (Northwest Expressway) 
from the Baltimore City Line to Mount Wilson Lane.    The Northwest Ex- 
pressway,   as proposed rvt the Public Hearing (Alternates 1 and 2),  would 
not be included as part of the project from the Baltimore City Line to the 
Baltimore Beltway.    Wabash Avenue would be extended northerly from 
Patterson Avenue to Milford Mill Road,  which •would be relocated to the 
north and connect to Slade Avenue at Reisterstown Road.    The Phase I Rapid 
Transit would continue through the area generally following the alignment 
proposed with Alternates 1 and 2.    The detailed planning proposed with Al- r 

ternate 9A is described below and is also shown on Drawing No.   16. 

The southern terminus of the Northwest Expressway,   as pro- J 
posed with Alternate 9A,  would be a directional interchange with the Balti- 
more Beltway.    The Beltway Interchange is located west of the Western 
Maryland Railway within the right-of-way previously purchased by the State ^j 
Highway Administration, and is the same location proposed for this inter- 
change at the Public Hearing. Directional ramps are provided to permit * t 

southbound traffic on the proposed Northwest Expressway to turn in either <- 

direction on the Beltway and for the return movements. North of the Balti- 
more Beltway, the proposed Expressway would continue northerly as a dual t 

highway, with complete control of access, and have the same geometric w 

and safety features   as other alternates on new location. 

Wabash Avenue is continued from Patterson Avenue in Balti- — 
more City northerly to Relocated Milford Mill Road in Baltimore County, 
a distance of approximately 1. 1 miles.    The alignment parallels the south ^ 
side of the Western Maryland Railway from Patterson Avenue to Mellinee -J 
Avenue,  where the roadway and railroad curve to the north and separate to 
provide space for the proposed Milford Mill Transit Station and parking area. ' , 
Wabash Avenue parallels the east side of Rockland Avenue from Bedford -^ 
Road to Relocated Milford Mill Road.    The improvement would consist of 
dual 36-foot urban roadways,   curbed on both sides and separated by a raised f 
16-foot median and be constructed within the right-of-way proposed for the —^ 
Northwest Expressway.    Control for horizontal and vertical alignment,   as 
well as other geometric features,  is based on a 50-miJe per hour design f 
speed.    There would be no control of access,   except for the policy and '"' 
standards established by the State Highway Administration for the design 
and construction of residential and commercial entrances.    Crossovers and 
left-turn lanes would be provided al all intersecting roads.    Relocated Mil- *"* 
ford Mill Road begins at Woodside Road,   connects to the proposed extension 
of Wabash Avenue with an at-grade intersection,   crosses over the proposed [ 
Rapid Transit Line and Western Maryland Railway and,   curving to the north, 
connects to Reisterstown Road at Slade Avenue.    A connection from Relo- 
cated Milford Mill Road to existing Milford Mill Road is also proposed in the » f 
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vicinity of Deerfield Road.    Relocated Milford Mill Road would be construct- 
ed as a 50-foot curbed street,  with widenings for left-turns at major inter- 
sections in the vicinity of the rapid transit parking areas. 

The tracks of the Rapid Transit Facility are located between 
Wabash Avenue and {><.• Western Maryland Railway from the Baltimore City 
Line to Milford Mill Road,  and remain adjacent to the west side of the West- 
ern Maryland Railway from Milford Mill Road to Sudbrook Road.    The transit 
alignment passes through the northeast edge of the Sudbrook Park Historic 
District in an open cut,   then curves away from the Railroad   following the 
original Expressway alignment as proposed at the Corridor Public Hearing. 
North of the Baltimore Beltway,  the rapid transit tracks enter the median 
of the proposed Expressway and remain in the  median to the northern termi- 
nus at Owings Mills.    Structures for the Rapid Transit Facility are required 
at the following locations for this study:   Bridge carrying Relocated Milford 
Mill Road over the transit line and railroad;   retaining wall through the His- 
toric District;   underpasses at Sudbrook Road and Greenwood Road;  bridge 
over Gwynns Falls,   south of the Beltway;  bridges carrying four Beltway 
ramps over the transit line;  bridge over Gwynns Falls,  north of the Beltway. 
The transit line also utilizes the existing bridges at Relocated Old Court 
Road and the Baltimore Beltway,  previously constructed for the Northwest 
Expressway.    Alternate 9A proposes the use of a bridge structure at Sud- 
brook Road and retaining walls to carry the Rapid Transit Facility through 
the Historic District as compared to Alternate 7,  which proposes a cut and 
cover tunnel under Sudbrook Road. 

Within the study limits of Alternate 9A,   Rapid Transit stations 
are proposed at Milford Mill Road and Old Court Road.    The Milford Mill 
Station platform is located 700 feet south of Relocated Milford Mill Road, 
with parking areas situated on both sides of the station platform between 
Wabash Avenue and the Western Maryland Railway.    Local access to the 
west parking lot is proposed from Milford Mill Road and Bedford Road via 
Wabash Avenue,   and to the east parking lot via existing Milford Mill Road. 
The Old Court Station platform is proposed to be located 1000 feet north of 
existing Relocated Old Court Road within the limits of the Northwest Express- 
way/Baltimore Beltway Interchange.    Local access would be provided to a 
ground-level parking lot on the east side of Gwynns Falls and north of Old 
Court Road.    A pedestrian bridge over Gv/ynns Falls a-id under two Beltway 
ramps would connect this parking lot with the station platform.    Direct ve- 
hicular access from both directions on the Baltimore Beltway and the return 
movements are also provided to four parking lots located in the Beltway in- 
terchange areas.    Pedestrian circulation would also be provided to connect 
these parking lots to the Old Court Station platform. 

The project costs,  transportation services rnd the social,   econ- 
omic and environmental effects of Alternate 9A are described below and, 
where possible,   tables have been developed in order to present a meaningful 
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comparison between Alternate 9A and Alternate 2,  as proposed at the Public 
Hearing. 

The estimated costs of Alternate 9A,  including the Northwest 
Expressway from the Baltimore Beltway to Mount Wilson Lane,   the exten- 
sion of Wabash Avenue,   relocation of Milford Mil] Road,  mainline and sta- 
tion areas for rapid transit and right-of-way are compared below with Alter- 
nate 2,  using identical study limits from the Baltimore City Line to Mount 
Wilson Lane.    The costs are based on 1974 prices. 

Alternate 9A Alternate 2 
(2. 1 miles) (3. 6 miles) 

Highway Construction (1) $13,519,000. $25,700,000. 
Rapid Transit Construction 34,983,000. 29,303,000. 
Right-of-Way Costs 6, 065, 000^ 7, 231, 000. 

Total Comparative Costs .   .   .    $54,567,000. $62,234,000. 
(1)   Based on directional interchange at Baltimore Beltway. . 

The major difference in transportation services provided by 
Alternate 9A is the provision for direct access to the Old Court Rapid 
Transit Station from the Baltimore Beltway and the termination of the North- 
west Expressway at the Baltimore Beltway,  with no direct highway connec- 
tion to existing Wabash Avenue in Baltimore City.    Traffic on the Northwest 
Expressway,  with destinations in Baltimore City,  would be required to turn 
onto the Baltimore Beltway and utilize existing arterials leading into the 
City.    A traffic analysis,  based on the BREIS alternatives,  has been made 
by Alan M.   Voorhees and Associates,   Inc.   to determine the affect on the 
corridor road system,   assuming the Northwest Expressway is abandoned 
south of the Baltimore Beltway.    The conclusions reached from this analy- 
sis are the same as stated for Alternate 7 on page D-33,  (Volume I). 

Alternate 9A,  which proposes rapid transit alone from Mil- 
ford Mill Road to the Beltway,   follows the same general alignment as the 
Combined Expressway/Rapid Transit Facility proposed with the Public Hear- 
ing Alternate 2.    The estimated number of homes and people affected by 
these proposals from the Baltimore City Line to Mount Wilson Lane are list- 
ed below for comparative purposes. 

Improved Properties Affected 
Homes previously Acquired by SHA 
Homes to be Acquired 
Businesses to be Acquired 
Families to be Relocated 
People to be Displaced 
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Alternate 9A Alternate 2 

60 78 
'    50 50 

5 23 
5 5 
5 20 
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Th6 same housing market and tVie same relocation assistance 
policies are available for those to be relocated, as noted under Alternate 8. 
The small number of businesses which would be displaced are expected to 
relocate in the same general area, with little or no effect on employment. 
Replacement sites in the same general area should be available for these 
firms to relocate.    Gcri.rally,  property values adjacent to the project are 
expected to remain stable.    No farm operations will be affected, nor will 
there be an effect upon members of a minority group. 

35 % 

The project, as proposed with Alternate 9A,  requires the 2- 
track Rapid Transit Facility to pass through the northeastern edge of the 
Sudbrook Park Historic District, and would tend to minimize the right-of- 
way requirements through the Historic District,  as shown by the following 
comparison. 

Alternate 9A Alternate 2 

Total Right-of-Way Required 2. 7+Ac. (100%) 10. 1+Ac. (100%) 
SHA Property Req'd. for Construction 0. 2+Ac. (    6%) 4. 0+Ac. ( 40%) 
Private Property to be Acquired 2. 3+Ac. ( 85%) 3. 8+Ac. (  38%) 
Existing R/W - Public Streets 0. 2+Ac. (    9%) 2. 3+Ac. (  22%) 
Buildings to be Demolished                                       1 10 

Private property to be acquired would be reduced from. 3. 8+ 
Ac.  to 2.3+Ac. ,  and 9 of the 10 homes required with Alternate 2 can be 
saved.    The historical significant house at 753 Howard Road is affected by 
the construction and,  rather than demolish this dwelling,  it will be moved 
to a lot on the west side of Howard Road,  directly opposite 753 and.north of 
726 Howard Road.    The site is now owned by the State Highway Administra- 
tion,  and 753 Howard Road can be moved to this property prior to construc- 
tion.   After the project has been completed, the hovse moved from 753 Howard 
Road would be rehabilitated and sold at public auction. 

The construction of Alternate 9A through the Gwynns Falls 
floodplain would be aimilar to that required with the Public Hearing align- 
ment (Alternate 2),   except for the reduction in. number of bridge structures, 
Noise impacts would be reduced with Alternate 9A becaveo there would be 
no Expressway traffic south of the Baltimore Beltway. 
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Decision   -   Alternate   9A 

Alternate 9A minimizes the adverse impacts of the project 
on the Sudbrook Park Historic District by deleting the proposed North- 
west Expressway south of the Baltimore Beltway.    The construction pro- 
posed with Alternate 9A,  in addition to the Rapia Transit Facility,  is the 
Extension of Wabash Avenue to Relocated Milford Mill Road and a regional 
parking area at the Old Court Station located within the limits of the pro- 
posed Northwest Expressway-Baltimore Beltway Interchange.    Community 
opposition to highway construction south of the Beltway,  and the fact that 
the concept of a regional transit station was never presented to the public 
are the reasons that Alternate 9A has been dropped from further consider- 
ation. 

'J 
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% - McDonogh - Owinp;s Mills Area - 

At the Public Hearing,   the residents in the McDonogh Road 
area expressed strong objections to the highway interchange and rapid 
transit station planned at this location.    The objections were based on the 
reasoning that these facilities would constitute 'sufficient grounds to warrant 
denser zoning and would increase the pressure for the development of the 
Worthington and Greenspring Valleys.    As a result of these requests,   two 
alternate studies were made to determine whether the transportation facili- 
ties proposed at McDonogh Road could be fulfilled by enlarging and improv- 
ing the proposed facilities in the Owings Mills area. 

The first study,  designated as "Alternate 2A",  proposes a 
semi-directional interchange at Relocated Painters Mill Road,  with an en- 
larged terminal rapid transit station located to the north of the interchange 
and approximately 1700 feet south of Dolfield Road.    The second study,   re- 
ferred to as "Alternate 2B",   proposes a semi-directional interchange at 
Dolfield Road,  with an enlarged terminal rapid transit station located to the 
south of the interchange and approximately 800' north of existing Painters 
Mill Road.    The alignment for these studies are similar to Alternate 2,   and 
the planning for both are described below along with a discussion of the en- 
vironmental impacts and comparison to Alternate 2,   as proposed at the Pub- 
lic Hearing.    A third study,   "Alternate 2C",  was also made in this area 
after the McDonogh School was established as a historic district and deter- 
mined to be eligible for inclusion in the National Register of Historic Places. 
The study was developed in order to determine if a feasible and prudent al- 
ternate could avoid the use of land, within the Historic District. 

- Alternate 2A Study - 

As stated above,  this alternate proposal begins at McDonogh 
Road,  where no interchange or rapid transit station or relocation of 
McDonogh Road itself would be provided.     The Expressway and Rapid Trans- 
it Project would underpass existing McDonogh Road approximately 400 feet 
east of the Western Maryland Railway.    The alignment,  grade and typical 
section of the project from Mount Wilson Lane to Pleasant Hill Road is sim- 
ilar to Alternate 2,   as proposed at the Public Hearing,   except in the area 
between Painters Mill Road and Dolfield Road where the centerline has been 
shifted an average of 500 feet to the west in order to provide the necessary 
space for a semi-directional roadway interchange,   and for increased park- 
ing requirements at the rapid transit station.    (See Drawing No.  17)   Painters 
Mill Road is planned to be relocated on the northwest side of the existing 
road,   beginning at its intersection with South Dolfield Road on the north, and 
terminating at a tee intersection with Red Run Boulevard on the south,  a new 
road also proposed as part of this alternate.    The dual highway proposed for 
Relocated Painters Mill Road consists of two 24-foot roadways separated by 
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a 16-foot median.    Existing Painters Mill Road is terminated with cul-dc- /f\ 
sacs on both sides of the proposed Expressway.    Red Run Boulevard would 
be constructed as a 24-foot street parallel to and approximately 2500 feet 
southeast of the Northwest Expressway from existing Painters Mill Road to 
existing Dolfield Road.    Included in the approach road system for this study 
is the reconstruction of existing Dolfield Road..to a 2'4'-fo'ot street from the 
proposed Red Run Boulevard to existing South Dolfield Road and the exten- 
sion of existing Dolfield Road northerly to Reisterstown Road in the vicinity 
of Gwynns Falls.    The interchange at Relocated Painters Mill Road has been 
designed to accommodate all turning movements at the Northwest Expressway 
with directional ramps for traffic turning south on the Expressway toward 
Baltimore from Relocated Painters Mill Road and for the return northbound 
movements. 

The Owings Mills Rapid Transit Station is proposed to be locat- 
ed in the median of the Expressway 1700 feet south of Dolfield Road.    The 
rapid transit tracks in the median of the Expressway terminate approximate- 
ly 1300 feet north of the Owings Mills Station platform.    Parking for 3800 
cars is planned east of the Expressway adjacent to the station site,  with a 
pedestrian bridge to connect the parking lot to the station platform.    Direct 
access would be provided between the parking lot and the Expressway from 
the north.    Local access from the east is via the proposed extension of Dol- 
field Road,   Painters Mill Road and South Dolfield Road and from the west 
via Painters Mill Road,   Red Run Boulevard and Dolfield Road.    Patronage 
and parking requirements should increase at the Old Court Station as a re- 
sult of deleting the rapid transit station at McDonogh Rosd. 

- Alternate 2B Study - 

Alternate 2B has been developed as a modified version of a 
plan suggested for consideration at the Corridor Public Hearing.    As with 
Alternate 2A,  no interchange or transit station is proposed at McDonogh 
Road,   and the project design including alignment,   grade and typical section 
is similar to Alternate 2,   except in the area from Painters Mill Road to 
north of Dolfield Road.    The Expressway centerline has been relocated an 
average of 900 feet to the west in order to provide the necessary space for 
the increased parking requirements at the rapid transit station near Painters 
Mill Road and for the semi-directional roadway interchange at Dolfield Road. 
(See Drawing No. 18 )   Relocated Dolfield Road would be reconstructed gener- 
ally to the south of the existing road from the proposed Red Run ^Boulevard 
west of the Northwest Expressway,   easterly through the interchange area to 
the Gwynns Falls crossing of existing Dolfield Road.    Relocated Dolfield Road 
would continue easterly from Gwynns Falls on new location to underpass the 
Western Maryland Railway and Reisterstown Road.   The dual highway proposed 
for Relocated Dolfield Road consists of two 24-it. roadways separated by a 16-ft. 
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inedian.    South Dolfield Road would be terminated with cul-de-sacs on both 
sides of Relocated Dolfield Road,   and Ritters1 Lane would be extended to 
connect with Relocated Dolfield Road.    The interchange at Relocated Dolfield 
Road has been designed to accommodate all turning movements at the North- 
west Expressway,  with directional ramps for traffic turning south on the 
Expressway toward Baltimore from Dolfield Road o.'-i for the returning 
northbound movements.    The interchange at Relocated Dolfield Road and 
Reisterstown Road proposes turning ramps,  which will permit traffic from 
the north or south on Reisterstown Road to turn toward the west on Relocated 
Dolfield Road.    Relocated Dolfield Road,  with the two interchanges described 
above,  will provide a direct connection for the exchange of traffic between 
Reisterstown Road and the proposed Northwest Expressway. 

Red Run Boulevard is a new 24-foot street proposed as part of 
this alternate and is located approximately 3000 feet southeast of the North- 
west Expressway.    Red Run Boulevard begins at Painters Mill Road,   pro- 
ceeds northwesterly, generally parallel to the proposed Expressway, and ter- 
minates at Dolfield Road. 

The Owings Mills Rapid Transit Station is proposed to be lo- 
cated in the median of the Expressway,   700 feet north of existing Painters 
Mill Road.    The rapid transit tracks in the median of the Expressway termi- 
nate approximately 1300  feet north of the station platform.    A parking lot 
for 3800 cars is situated on both sides of the Expressway,   adjacent to the 
station site,  with two pedestrian bridges to connect the east and west park- 
ing lots to the station platform.    The parking lot on the west side would ha.ve 
direct access from the Expressway via a southbound off-ramp.    Northbound 
return from this parking lot would be provided by a road crossing under the 
Expressway adjacent to Painters Mill Road.    Vehicles would use the park- 
ing lot on the east side of the project in order to gain access to a northbound 
on-ramp leading to the Expressway.  . The parking lot on the east side of the 
Expressway would accommodate locally-oriented vehicles from Reisters- 
town Road,  with access from Painters Mill Road.    Painters Mill Road would 
be rebuilt above the floodplain as a 24-foot street under this proposal from 
South Dolfield Road to the transit parking lot.    The parking lot on the west 
side of the Expressway would accommodate locally-oriented vehicles from 
the Liberty Road area via Painters Mill Road,  the proposed Red Run Boule- 
vard,  and a proposed future access road leading to the parking lot.    The ac- 
tual location of the future access road will depend on development patterns in 
the proposed Sector Center. 

The project costs,   traffic services and social,   economic and 
environmental effects of "Alternate 2A11 and "Alternate 2B" are described 
below and,  where possible,   tables or charts will be presented so that a 
more meaningful comparison may be made between each alternate study and 
Alternate 2,   as proposed at the Public Hearing. 
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Each of the proposals:  Alternate 1, Alternate 2A and Alternate 
2B,   conforin with the arterial road system proposed for northwestern Balti- 
more County;  however,- the service provided for vehicular traffic and rapid ^ 
transit traffic varies with each scheme. 

Public Hearing Alternate 2 provides ^c^d distribution and serv- ^ 
ice for both Expressway and rapid transit traffic. Access is provided for 
both modes of travel at McDonogh Road and Relocated Painters Mill Road; 
however, the system was designed so that the majority of transit patrons 
would be attracted to the McDonogh Station. The access facilities proposed 
with Alternate 2 on the Northwest Expressway/Rapid Transit Project will 
serve the communities along Reisterstown Road via Painters Mill Road and 
McDonogh Road, and the communities along Liberty Road by the future ex- 
tensions of Brenbrook Road,   Pleasant Hill Road and U.  S.   Route 29. 

Alternate 2A eliminates the Expressway and rapid transit ac- 
cess facilities at McDonogh Road and improves those in the Owings Mills 
area.    The closest points of access to the Expressway from the Owings 
Mills area is th    interchange on the Baltimore Beltway,   3. 5 miles to the 
soxith and the interchange on Cherry Hill Road,   3. 0 miles to the north. 
Owings Mills is the northern terminal station for the Phase I Rapid Transit 
and,  with this ^llternate,  the next transit station is 3. 6 miles to the south 
on Old Court Road.    Traffic originating in the vicinity of Owings Mills and 
Randallstown would utilize access facilities previously described for Alter- 
nate 2A,  which tend to concentrate all Expressway and rapid transit traffic 
oai Relocated Painters Mill Road in order to gain access to the Expressway 
Interchange and rapid transit parking area.    Some local rapid transit traffic 
would utilize Dolfield Road. .    Traffic destined for the Expressway and Rapid 
Transit Facility from the communities south of Owings Mills and Randalls- 
town would gravitate southerly along Reisterstown Road and Liberty Road ' 
to the Baltimore Beltway or,  in the case of transit-oriented traffic,  to Old 
Court Road. 

Alternate 2B also eliminates the access facilities to the Ex- 
pressway and rapid transit at McDonogh Road and improves those in the 
Owings Mills area.    Existing Painters Mill Road provides access only to the 
transit station parking lot from Reisterstown Road.    Access to the Express- 
way from Reisterstown Road is provided by the proposed construction of Re- 
located Dolfield Road.    Access from Liberty Road would be provided by the 
future extension of Brenbrook Road,   Pleasant Hill Road and U.  S.   Route 29. 
The facilities proposed with Alternate 2B provide separate approach roads 
to the Expressway Interchange and rapid transit parking  lots   from both 
Reisterstown Road and Liberty Road and,   thereby,  improve traffic distribu- 
tion in the Owings Mills area.    Traffic from communities  south of Owings 
Mills and Randallstown would travel southerly to the Beltway or Old Court 
Road via Liberty Road or Reisterstown Road. 
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In evaluating the construction cost of the various schemes un- 
der consideration in the Owings Mills area,  it will also be necessary to con- 
sider the savings in cost represented by the deletion of the interchange and 
transit station at McDonogh Road.    The estimated costs of the project,  in- 
cluding the mainline of the Expressway and rapid transit,   all interchanges, 
bridges,  intersecting rorids,   parking areas,   related access roads and right- 
of-way are compared below for each alternate,   using identical study limits 
from Mount Wilson Lane north to Pleasant Hill Road.    The costs are based 
on 1974 prices. 

Public Hearing 
Alternate 2 
(4. 0 miles) 

Painters Mill 
Alternate 2A 

(4. 0 miles) 

Dolfield 
Alternate 2B 
(4. 0 miles) 

Highway Construction 
Rapid Transit Construction 
Right-of-Way Costs 

$26,042,000. 
26,334,000. 
14,612, 000. 

$35,684, 000. 
22,641,000. 
15, 245, 000. 

$35,937,000. 
19,972, 000. 
20,330, 000. 

Total Comparative Costs .   . $66,988,000.       $73,570,000.       $76,239,000. 

The road user costs would be relatively the same for Alternates 

2,   2A and 2B. 

The three alternate Expressway/Rapid Transit plans developed 
for the McDonogh-Owings Mills area,   including Alternate 2,  Alternate 2A 
and Alternate 2B,   all traverse relatively unimproved areas.    The estimated 
number of homes and people affected by these proposals from Mount Wilson 
Lane to Pleasant Hill Road are listed below for comparative purposes. 

Homes to be Acquired 
Families to be   Relocated 
People to be Displaced 
Business to be Acquired 
Farms to be Acquired 
Non-Profit Organ.  Affected 

Public Hearing Painters Mill Dolfield 

Alternate 2 Alte mate 2A Alternate 2B 

14 11 11 

14 * 11 * 14 

75 75 78 

0 4 12 
1 2 2 

0 0 0 

Includes one minority family 

A recent survey of available replacement housing in this area 
of Baltimore County indicated that there were approximately 100 single- 
family dwellings for sale,   at any given time,   that arc within the financial 
means of those to be relocated.    In addition,   approximately 30 rental units 
were available in,the immediate vicinity,   should any of these families desire 
to rent.    This information was gathered in August,   1975 at the time of this 
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study.    Relocation assistance could be accomplished for all aternates under   Jf* 
consideration,  with a lead time of 18 months required for this purpose. 
The businesses taken by the project right-of-way can be relocated in the 
same general area.    The effect on employment would be minor,   except for 
Alternate 2B,  where a greater number of businesses are affected.    There 
are no Federal,  State or County projects anticipated in the area that would 
utilize the same housing market.    All persons to be ielocated will be pro- 
vided with the benefits of the "Uniform Relocation Assistance and Real Pro- 
perty Acquisition Policies Act of 1970". 

Both Alternates 2A and 2B,  which propose increases in the ac- 
cess capabilities for both the highway and rapid transit mode in the Owings 
Mills area,  assume there will be no access available at McDonogh Road. 
There would be no effect on regional growth as a result of either plan,   and 
the effect on community growth would be similar with both plans.    Access 
to both the Expressway and Rapid Transit has always teen proposed in the 
Owings Mills area with growth anticipated primarily in the vicinity of the 
Sector Center.    The lack of access at McDonogh Road will probably inhibit 
growth in that area for a time,  but McDonogh Road is only one mile north of 
the Baltimore Beltway along Reisterstown Road,   and is already being built 
up with apartments and shopping centers.    The Public Hearing alternate and 
both alternate studies pass through undeveloped land from Mount Wilson 
Lane to Dolfield Road and will have no effect on existing neighborhood char- 
acter or stability.    Generally,   property values adjacent to the project are 
expected to increase.    The effect, on the tax base for each scheme may be 
compared in the following table,  which gives the direct annual tax loss for 
highway and rapid transit purposes from Mount Wilson Lane to Pleasant 
Hill Road. 

Public Hearing       Painters Mill Dolfield 
Alternate. 2 Alternate 2A       Alternate 2B 

Unimproved Property $122,804. $148,405. $170,071. 
Improved Property 7,422. 10, 880. 42,380. 

.\j\ 

Total        $130,226. $159,285. $212,451. 

Public Hearing Alternate 2 provides both rapid transit and high- 
way access to the schools located in the McDonogh Road area,  with similar 
convenience for fire protection vehicles and other emergency services.    Ac- 
cess to McDonogh Road is not proposed, with Alternate 2A or Alternate 2B, 
and the residences and institutions in this immediate area would not receive 
the benefit of reduced travel times for emergency vehicles. 

The project alignment and construction with Alternates 2A and 
2B is essentially the same as proposed with Public Hearing Alternate 2 south 
of Painters Mill Road in the Gwynns Falls and Red Run floodplain; therefore. 
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the effect on water quality and the proposed stream valley park would be 
similar.    Noise levels generated by Alternate 2,   as proposed at the Public 
Hearing,   show an increase over existing noise levels with respect to the 
Ner Israel Rabbinical College,   the Foxleigh Development Center,  the homes 
in Lyon Acres north of McDonogh Road,  and the Painters Mill Apartments 
north of Dolfield Road.    The construction proposed with Alternate 2A and 
2B is basically the same as the Public Hearing Alternate 2,   except for the 
removal of the interchange and station at McDonogh Road and the need for 
a larger parking area and interchange at Owings Mills.    Noise increases 
with Alternates 2A and 2B would adversely affect the same areas as noted 
above,  except for a reduction in noise near the Rabbinical College.    As pro- 
posed with Alternate 2,  noise barriers would be provided to reduce the im- 
pact from excessive ndise throughout the project. 

y 

- Alternate 2C Study - 

The McDonogh School was established as a Historic District 
and determined to be eligible for inclusion in the National Register in June 
of 1975.    Prior to June,   all studies made in this area (Alternates 1,   2,   2A 
and 2B) passed through and required the use of varying amounts of land in 
the newly established Historic District.    Resulting investigation indicated 
the possibility of an alignment change,  and Alternate 2C was developed in 
order to determine if a feasible and prudent alternate could avoid the use 
of land from the McDonogh School Historic District.    In the planning of 
Alternate 2C,  the Owings Mills Rapid Transit Station and parking lots north 
of Painters Mill Road,   and the semi-directional roadway interchange at Re- 
located Dolfield Road,   and other miscellaneous facilities are all identical to 
Alternate 2B.    Highway and rapid transit services provided by Alternate 2C 
are also identical.    As with Alternate 2B,  no interchange or transit station 
is proposed at McDonogh Road,  and the project design including alignment, 
grade and typical section is identical to Alternate 2B,   except for an align- 
ment change from north of McDonogh Road-to north of Painters Mill Road. 
The Expressway centerline has been relocated an average of 1000 feet to 
the north in order to avoid the Historic District (See Drawing No.   19). 

The estimated cost of Alternate 2C,  including the mainline of 
the Expressway and rapid transit,   all interchanges,  bridges,  intersecting 
roads,   parking areas,   related access roads,   and right-of-way is compared 
below with Alternate 2B,  using identical study limits from Mount Wilson 
Lane,  north to Pleasant Hill Road.    The costs are based on 1974 prices. 

u^ 
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Alternate 2B       Alternate 2C 
(4. 0 miles) (4. 1 miles) 

V 
Highway Construction 
Rapid Transit Construction 
Right-of-Way Costs 

$35,937,000.      $33,620,000. 
19,972,000. 18,842,000. 
20,330, 000. 20,618, 000. 

Total Comparative Costs $76,239,000.       $73,080,000. 

The road user cost would be relatively the same for both Al- 
ternates 2B and 2C. 

The shift in alignment to avoid the McDonogh School Historic 
District places the project in close proximity to the Painters Mill Music 
Fair and would require the demolition of the Foxleigh Developmental Cen- 
ter. The estimated number of homes and people affected by Alternates 2B 
and 2C from Mount Wilson Lane to Pleasant Hill Road are listed below for 
comparative purposes. 

Alternate 2B Alternate 2C 

11 11 
14 14 
78 78 
12 13 

2 2 
0 0 

Homes to be Acquired 
Families to be Relocated 
People to be Displaced 
Businesses to be Acquired 
Farms to be Acquired 
Non-Profit Organ.  Affected 

The same housing market and the same relocation assistance 
policies are available for those to be relocated,   as noted under Alternate 
2B.    The businesses,  which would be displaced,   are expected to relocate 
in the same general area,  with some disruptive affect on employment.    Re- 
placement sites in the same general area should be available for these 
firms- to relocate.    Generally,   property values adjacent to the project are 
expected to increase.    The affect on the tax base for Alternates 2B and 2C 
may be compared in the following table,  which gives the direct annual tax 
loss for highway and rapid transit purposes from Mount Wilson Lane to 
Pleasant Hill Road. 

Alternate 2B        Alternate 2C 

Unimproved Property 
Improved Property 

Total  

$170,071. 
42,380. 

$212,451. 

$175,440. 
49,061. 

$224,501. 
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The social,  economic and environmental effects of Alternate 
2C are the same as Alternate 2B,  except for the following: 

V & 

The Foxleigh Developmental Center must be moved to a new 
location,  or the business would have to be discontinued.    If the facility is 
discontinued,  there would be an adverse impact on some handicapped child- 
ren;  however,  if it is re-established in a nearby location,  it is doubtful 
that this impact would be a permanent one.    A comparable replacement site 
for this facility has not been located as of the date of this Statement. 

The project would have less impact on the Gwynns Falls stream 
valley and,  in the Owings Mills area,  only crosses Gwynns Falls one time, 
just south of Painters Mill Road. 

Noise increases with Alternate 2C would adversely affect the 
same areas as Alternate 2B,  except for the Painters Mill Music Fair and 
the Skateland Roller Rink, where the project would be immediately adjacent 
to their facilities with corresponding increases in noise levels.    An outdoor 
swimming pool is also located in this area;  however,  this facility has been 
closed since 1971.    Both the Music Fair and Roller Rink buildings are simi- 
lar in construction,   and the side facing the proposed expressway is either 
frame or masonry,   completely covered with sheet metal siding.    There are 
no windows facing the Expressway,   and both buildings are fully air-condition- 
ed.    This type of construction should provide a minimum 25 dBA structural 
reduction for noise inside the building.    To provide a basis for comparison, 
the P'HWA design standard for this land use is 70 dBA (Exterior) and 55 dBA 
(Interior),  and the average existing LlQ noise level in the corridor,   exclu- 
sive of Reisterstown Road,  is 58 dBA.    Predicted exterior LIQ noise levels 
at the nearest wall of these buildings during 1995 traffic conditions are as 
follows: 

Predicted 1995 LIQ Noise Levels (1) 

Peak Hours (4 to 5 P. M. ) 
Matinee (2 to 3 P. M. ) 
Night (8 to 9 P.M. ) 

Exterior 
Noise Level 

74 dBA 
71 dBA 
68 dBA 

Building 
Attenuation 

25 
25 
25 

Interior 
Noise Level 

49 dBA 
46 dBA 
43 dBA 

Music Fair Schedule 

Daily   :   Dinner    7:00 P.M.   - Show 8:30 P. M. 
Sunday:   Matinee 3:00 P.M. 

(1)   LjQ is a statistical noise level that is exceeded 10% of the time in a 
given time period. 
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Exterior noise levels at these buildings during the 1995 peak 
hour traffic conditions will exceed the design standard by 4 dBA and the 
present ambient level by 16 dBA.    Noise increases in this range would 
normally cause severe impact;  however,  the Music Fair Theater related 
activities occur inside the building during off-peak hours.    As noted in the 
above table,  predicted interior noise levels would r?nge from 6 to 12 dBA 
less than the design standard of 55 dBA.    It is not anticipated that adverse 
noise impacts will occur during normally scheduled performances.    Noise 
levels should not be a factor inside of the Roller Rink because of the exist- 
ing high interior noise levels associated with this activity. 

X1 bU 

Decision   -   Alternates   2,    2A,    2B,    2C 

McDonogh-Owings Mills Area 

Alternate 2 provides good traffic service and distribution in 
this area and was the most desirable plan developed prior to the Public Hear- 
ing.    Strong community objections to the transit station and interchange at 
McDonogh Road,   combined with the development of other satisfactory plans 
subsequent to the Public Hearing,   resulted in Alternate 2 being dropped from 
further consideration. 

' Alternate 2A is not recommended for adoption because the plan- 
ned facility tended to concentrate the approach traffic to the Combined Ex- 
pressway/Rapid Transit Project onto one roadway (Relocated Painters Mill 
Road) in the Owings Mills area,  and required the use of land in the McDonogh 
Historic District. 

Alternate 2C is recommended by the Maryland Department of 
Transportation for adoption because it retains the desirable features of Alter- 
nate 2B; i. e. ,   the separation of expressway and rapid transit traffic approach- 
ing the combined facility in the Owings Mills area and,  in addition,  bypasses 
the McDonogh School Historic District and avoids,  for the most part,   all ad- 
verse impacts on the future Gwynns Falls-Red Run stream valley park sys- 
tem proposed by Baltimore County's Department of Recreation and Parks. 

Alternate 2B was dropped from consideration because it re- 
quired the use of land within the McDonogh Historic District. 
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In addition to the Public Hearing Alternates 1 and 2,, which are 
identical in this area,  two additional studies were developed in the Reisters- 
town area.    The first study (Alternate 6) was developed as a result of Public 
Hearing objections to the amount and extent of land acquisition required with 
Alternates 1 and 2.    The second study (Alternate 6A) was required after 
Reisterstown was established as a historic district eligible for inclusion 
in the National Register of Historic Places.    The study was developed in 
order to determine if a feasible and prudent alternate could avoid the use of 
land within the historic district. 

- Alternate 6 Study - 

Alternate 6 proposes revisions in the northern terminal con- 
nections of both Relocated U.  S.   Route 140 (Northwest Expressway) and Re- 
located Maryland Roure 30.    The Northwest Expressway,  as proposed at the 
Public Hearing (Alternates 1 and 2) from the interchange with Relocated 
Maryland Route 30 to the northern terminus at existing Westminster Pike in 
the vicinity of Gores Mill Road, -would not be included as part of the project. 
The formerly split facility would be combined into one freeway (Northwest 
Expressway) generally following the alignment proposed for Relocated Mary- 
land Route 30 from north of Berrymans Lane to a directional interchange 
south of Westminster Pike.    The directional interchange at this point would 
separate the Northwest Expressway,  which tics into existing Westminster 
Pike and Relocated Maryland Route 30,   which connects to existing Hanover 
Pike.    The detailed planning proposed with these revisions are described be- 
low and are also shown on Drawing No.  20. 

Alternate 6 begins north of Berrymans Lane,   where the North- 
west Expressway continues northerly as a 6-lane dual highway,  with com- 
plete control of access and geometric and safety features based on a design 
speed of 70 miles per hour.    The project underpasses Glyndon Drive 
(existing Stocksdale Avenue) 2300 feet west of Reisterstown Road,   where an 
interchange is planned to provide access and service to the Reisterstown 
area. 

Glyndon Drive would be constructed with two 24-foot roadways 
separated by a 16-foot median through the interchange area and connect to 
Reisterstown Road as a 50-foot curbed street.    Existing Stocksdale Avenue 
would be closed by the proposed construction of Glyndon Drive and a tee- 
turnaround provided at the terminus. 

North of Glyndon Drive Interchange,   the Northwest Expressway 
passes under Relocated Cockeys Mill Road and parallels the Gas & Electric 
Company Transmission Line through the proposed directional interchange 

JsV 
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with Relocated Maryland Route 30.    North of the Route 30 Interchange,  the 
Expressway swings to the west,   crosses under the transmission line and 
ties into Westminster Pike approximately 1000 feet east of Nob Hill Park 
Road,  with full control of access ending just north of the proposed interchange 
with Relocated Maryland Route 30.    Vehicles on Westminster Pike,  traveling 
away from Reisterstown,  would continue on the existing road and connect to 
the Expressway just west of the electrical transmission line.    Southeasterly   ' 
traffic on Westminster Pike,  with a destination in Reisterstown proper, 
would use a left-turn lane and proposed road,   which bridges over the north- 
bound lane of the Expressway and connects to Westminster Pike in the vicin- 
ity of the Gas h Electric Company's power line at a common grade,intersec- 
tion with the proposed extension of Butler Road.    The Butler Rosid Extension 
from Hanover Road  to Westminster Pike  is proposed as a cKial highway,- with 
two 24-foot roadways separated by a 16-foot median. 

v* 

( 

Relocated Maryland Route 30 diverges from Relocated U.  S. 
Route 140 (Northwest Expressway) via a directional interchange 1500 feet 
south of Westminster Pike and,  bearing toward the north,   underpasses West- 
minster Pike 1500 feet west of Hanover Road.    Relocated Maryland Route 30 
would terminate as a controlled access freeway under this proposal at the 
extension of Butler Road..   Connecting ramps to Butler Road Extended are 
proposed as part of a diamond interchange planned at this location to provide 
access to the northern part of Reisterstown.    A temporary road from the 
Butler Road ramps to existing Hanover Road (Maryland Route 30) would pro- 
vide a direct connection for Hanover Road traffic to the northern terminus of 
the proposed Relocated Maryland Route 30.    The future extension of Relo- 
cated Maryland Route 30 northerly to the proposed Piedmont Highway (Md.   23) 
near Arcadia,  Maryland,  is planned for some time after 1995. 

North of the Cherry Hill Road Interchange,  the ADT projected 
for 1995 is 27, 800,   and there would be no adverse affect on traffic service 
by providing a single Expressway northerly to the directional interchange 
south of Westminster Pike,  as proposed by Alternate 6. 

The estimated costs of the project included under Alternate 6 
from Berrymans Lane to the northern terminus of the Northwest Expressway 
and Relocated Maryland Route 30,  are listed below along with comparative 
costs for Alternates 1 and 2.    The costs are based on 1974 prices. 

Highway Construction 
Right-of-Way Costs 

Alternates 1  & 2 
Public Hearing 

(4. 4 miles) 

$25,041,000. 
2,951,000. 

Total Comparative Costs .   .   . $27, 992, 000. 

Alternate 6 
Revised Terminus 

(2. 7 miles) 

$12,856,000. 
3,352,000. 

$16,208, 000. 
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The road user cost would be relatively the same for both Al- 

ternates 1 and 2 and Alternate 6. 

The separate location proposed for Alternates 1 and 2 at the 
Public Hearing,  and Alternate 6, which combines both roadways on an align- 
ment generally following the location proposed for Relocated Maryland Route 
30,  traverse relatively undeveloped areas. 

The Public Hearing proposal requires the acquisition of a few 
homes where the Northwest Expressway crosses Stocksdale Avenue and 
Cockeys Mill Road and,  also,  where Relocated Maryland Route 30 crosses 
Westminster Pike and Geroed Avenue.    Alternate 6 requires the acquisition 
of several homes on Cockeys Mill Road,  which is a result of shifting the 
alignment of the Combined Facility further away from the Franklin Elemen- 
tary and Junior High Schools.    Other homes are affected by the proposed re- 
location of Maryland Route 30 at the Westminster Pike underpass and at the 
grade intersection of Butler Road Extended and Westminster Pike.    The esti- 
mated number of homes and people affected by Alternate 6,  which revises 
the northern terminus from Berrymans Lane to the Westminster Pike and 
Hanover Road,   are listed below along with the comparable effect of the Pub- 
lic Hearing proposal (Alternates 1 and 2). 

Alternates 1 & 2 Alternate 6 
Public Hearing     Revised Terminus 

Improved Properties Affected 
Homes Previously Acquired.by SHA 
Homes to be Acquired 
Businesses to be Acquired 
Families to be Relocated 
People to be Displaced 

A recent survey of available replacement housing in this area 
of Baltimore County indicated that there were approximately 95 single- 
family dwellings for sale,  at any given time,   that are generally within the 
financial means of those to be relocated.    In addition,   approximately 50 ren- 
tal units were available in the immediate vicinity,   should any of these fam- 
ilies desire to rent.    This information was gathered in August,   1975,  the 
time of this study.    Relocation assistance can be accomplished for the fam- 
ilies displaced by Alternate 6,  and it is estimated that a lead time up to 2 
years would be required for this purpose.    There are no Federal,  State or 
County projects anticipated in the area that would utilize the same housing 
market.    All persons to be relocated will be provided with the benefits of 
the "Uniform Relocation Assistance and Real Property Acquisition Policies 
Act of 1970".    There are 4 businesses taken by the project right-of-way; 
however,  the affect on employment would be minimal and temporary in na- 
ture.    Generally,   property values are expected to appreciate,   except for 
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communities surrounded by highway construction which could be detrimental 
to property values.    No farm operations will be affected,  nor will there be 
any affect upon members-of a minority group. 

It should also be noted that the State Highway Administration 
has purchased right-of-way for Relocated Maryland Route 30 from Cockeys 
Mill Road to Westminster Pike based on the Public Hearing alignment.    Al- 
ternate 6 places the proposed directional interchange between the Northwest 
Expressway and Relocated Maryland Route 30 in this same general location 
and requires approximately 3 additional acres of right-of-way from the pro- 
posed Franklin Mall Shopping Center.      A more serious affect on this Shop- 
ping Center is caused by the proposed change in highway classification from 
a controlled access arterial highway to an Expressway,  with full control of 
access.    A preliminary traffic evaluation made for the proposed Franklin 
Mall indicated that 65% of the vehicles attracted to the Shopping Center 
would use Relocated Maryland Route 30.    The denial of access from the 
Northwest Expressway,  as proposed by Alternate 6,   could seriously affect 
the development potential of this property. 

The northern terminal connections,  as proposed with Alternate 
6,  would not affect regional or community growth or make any change in 
neighborhood character and stability.    The Reisterstown Historic District 
is the one historic site that would be directly impacted by the construction 
proposed with Alternates 1,   2 and 6.    The proposed Extension of Glyndon 
Drive west,  from Reisterstown Road to the Northwest Expressway, would 
encroach on the southern portion of the Historic District,   the limits of 
which were established by the Maryland Historical Trust in June,   1975. 

The Northwest Expressway and Relocated Maryland Route 30 
are separate alignments under the Public Hearing proposal and both facili- 
ties cross Norris Run and Keysers Run.    There would be less affect on the 
water quality of these streams with Alternate 6,   because only one crossing 
of each stream is required by the Combined Facility.    The only noise sensi- 
tive locations are the Reisterstown Historic District and the schools in the 
vicinity of Cockeys Mill Road.    Through this area the project centerline has 
been shifted 200 to 300 feet toward the west and away from the schools.    The 
Franklin Elementary School on the south side of Cockeys Mill Road is 1100 
feet from the Expressway,   and the Franklin Junior High School on the north 
side of Cockeys Mill Road is 1600 feet from the Expressway,  as proposed 
with Alternate 6.    The outside noise level at the Franklin Elementary 
School building,   generated by the 1995 predicted traffic volume on the Ex- 
pressway at a distance of 1100 feet,  is not significant and well below the 
standard 70 dBA established in FHPM 7-7-3 for this type of land use.    The 
Reisterstown Historic District is located east of both schools,  and the noise 
levels generated by traffic on Reisterstown Road vvould be of more concern 
than the proposed Northwest Expressway. 
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Alternate 6A Study f vV 

The boundaries established for the Reisterstown Historic Dis- 
trict,  which is eligible for nomination to the National Register,   generally 
includes the properties facing on both sides of Main Street (Reisterstown 
Road) from 500 feet south of Berrymans Lane northerly to Butler Road. 
The proposed extension of Glyndon Drive lies within the southern portion of 
the Historic District for  the several proposals under consideration in this 
area (Alternates 1,  2 and 6).    The development of an alternate .alignment for 
Glyndon Drive,   or moving the Glyndon Interchange to the south in order to 
avoid the Historic District,   is not feasible and would place this interchange 
too close to the planned Cherry Hill Interchange.    Alternate 6A was develop- 
ed to avoid taking land from the Reisterstown Historic District by deleting 
the extension of Glyndon Drive and the Glyndon Interchange from the project, 
and replacing these with a structure at existing Stocksdale Road.    In all other 
respects,  the plan for  Alternate 6A is identical to Alternate 6,  including the 
alignment grade,   typical section,   Butler Road Interchange and connections to 
Westminster Pike and Hanover Pike.  , (See Drawing No.   21) 

The deletion of the   Glyndon Interchange would affect the future 
traffic service in the Reisterstown area.    Traffic originating in the residen- 
tial areas east of Reisterstown Road,  with destinations in the Baltimore area, 
would have utilized the Northwest Expressway via the Glyndon Interchange. 
Without the Glyndon Interchange,  these same vehicles would be required to 
travel south on existing Reisterstown Road and enter the Expressway via the 
Cherry Hill Road Interchange.    The roadways affected by this additional traf- 
fic would be existing Reisterstown Road,   the proposed Relocated Cherry Hill 
Road and appropriate ramps in the Cherry Hill Interchange.    Traffic projec- 
tions have been developed for both the 1995 A.M.  and P.M. Peak Hours,  and 
this data has been indicated in the following line diagrams for Alternate 6 
with the proposed Glyndon Drive,  and for Alternate 6A without the Glyndon 
Drive connection. 

Alternate 6fl 

1995 Peak Hour Traffic 

XXX PM Peak 
(XXX)AM Peak 

Glyndon Dr. 

2314 
(1534) 

Cherry  Hi II   Rd. 
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Between Glyndon Drive and Cherry Hill Road,  Reisterstown 
Road consists of 2 lanes in each direction,  with curbs in some areas and 
minimum width shoulders in others.    Assuming that this section will not be 
substantially widened by 1995,  the peak hour volumes predicted for Alter- 
nate 6 indicate that approximately 90% to 80% green time would be required 
for Reisterstown Road traffic to pass through a signalized intersection in 
order to maintain a Level C or D Service,   respectively.    With Alternate 6A, 
which deletes the Glyndon connection,  it is estimated that the peak hour flow 
in one direction on Reisterstown Road would be increased by approximately 
7% or 150 cars.   These additional vehicles would make it virtually impossible 
to maintain even a Level D Service, and any type of interference such as a parked 
car, accident or street repair would cause a breakdown in traffic service.   If 
Reisterstown Road could be widened to 3 lanes in each direction, or that right 
and left-turn lanes could be constructed at key intersections, then traffic serv- 
ice would be satisfactory with both Alternates 6 and 6A; however,  these assump- 
tions are not reasonable because of their adverse impacts on the Reisterstown 
Historic District.    Traffic volumes on Cherry Hill Road and appropriate ramps 
in the Cherry Hill Interchange would be, increased by approximately 22% in 1995; 
however, the total volumes on these roadways are not excessive, and capacity 
would not be exceeded. 

The estimated costs of the project, included under Alternate 6A 
fromBerrymans Lane to the northern terminus of the Northwest Expressway 
and Relocated Maryland Route 30, are listed below along with comparative costs 
for Alternates 1, 2, and^.    The costs are based on 1974 prices. 

Alternates 1  & 2     Alternate 6      Alternate 6A 
(4.4 miles) (2.7 miles)        (2.7 miles) 

Highway Construction $25,041,000.       $12,856,000.     $11,941,000. 
Right-of-Way Costs 2,951,000. 3, 367, 000. 3, 029, 000. 

Total Comparative Costs .   .     $27,992,000.       $16,223,000.     $14,970,000. 

The road user costs would be relatively the same for Alternate 
1 and 2,  Alternate 6 and Alternate 6A. 

The deletion of the Glyndon Drive Interchange would reduce,  by 
one,   the number of homes taken by the project.    The estimated number of 
homes and businesses affected by Alternates 1,   2,   6 and 6A are listed below 
for comparative purposes. 

Alternates 1 & 2   Alternate 6   Alternate 6A 

Improved Properties Affected 
Homes owned by SHA 
Homes to be Acquired 
Businesses to be Acquired 
Famies to be Relocated 
People to be Displaced 

18 12 11 
2 2 2 

16 6 5 
0 4 4 

16 6 5 
94 25 20 
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The same housing market and the same relocation assistance 
policies are available for those to be relocated as noted under Alternate 6. 
The small number of businesses which would be displaced are expected to 
relocate in the same general area,  with little or no affect on employment. 
Replacement sites in the same general area should be available for these 
firms to relocate.    Generally, property values are expected to appreciate, 
except for communities surrounded by highway construction which could be 
detrimental to property values.    No farm operations will be affected,  nor 
will there be any affect upon members of a minority group. 

The social,  economic and environmental affects of Alternate 6A 
are the same as Alternate 6,  except that Alternate 6A does not require the 
use of land from any historic site north of Berrymans Lane.    As noted with 
Alternate 6, noise levels generated by traffic on Reisterstown Road would 
be of more concern to the Historic District than the proposed Northwest 
Expressway. 

Decision   -   Alternates   1,    2,    6,    6A 

In the Reisterstown area. Alternate 6 is the recommended al- 
ternate selected by the State Highway Administration because it substan- 
tially reduces the extent of land acquisition required in comparison to Al- 
ternates 1 and 2 and,  at the same time, provides the desired traffic serv- 
ice to the Reisterstown-Glyndon communities with only minor impacts to 
the Reisterstown Historic District.    Acceptable measures to mitigate the 
adverse impacts on the Historic District have been developed by the State, 
as noted in the Memorandum of Agreement included in Section H of this 
Final Statement. 

Alternate 6A was a study developed to avoid taking any land 
within the Reisterstown Historic District.    This was accomplished by the 
deletion of the Glyndon Drive extension and interchange with the proposed 
Expressway,  which results in undesirable traffic service to the Reisters- 
town community.    Improved traffic service to the communities in the North- 
west Corridor is one of the major reasons for the Northwest Expressway 
Project and,   since Alternate 6A decreases traffic service,  it was not con- 
sidered a feasible and prudent alternate to the use of land within the Historic 
District. 
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E.  UNAVOIDABLE ADVERSE ENVIRONMENTAL EFFECTS: ^\ 

The implementation of the project will have certain adverse effects on 
the environment, which cannot be reduced by the use of reasonable abate- 
ment measures. 

1. Conversion of open land to highway and rapid transit purposes - 

The open land not already developed or being used for farm- 
ing purposes is now a habitat for small birds and animals. 
The open land would be lost with the construction of the proj- 
ect; however,  if the project is not built,  it would ultimately 
be converted to residential or commercial uses. 

2. Adverse visual impact on adjacent communities - 

Normally,   suitable landscaping will be provided to  minimize 
the visual impact of the project on adjacent communities.    How- 
ever,   some dwellings are so close to the project that landscaping 
maynot completely screen the highway and its impacts from the 
local communities. 

3. Increase in noise levels - 

For aesthetic or other reasons,  it may be necessary to request 
exceptions to the FHWA Design Standards at certain sensitive 
receptors in the vicinity of this project.    Exceptions may be 
requested at the following locations: 

Private House - North of Dolfield Road 
Pikesville Sportsmen's Club,   Inc. 
Private House - Westminster Pike 

il 
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F.     RELATIONSHIP BETWEEN SHORT-TERM USE OF ENVIRONMENT ^ 
AND LONG-TERM PRODUCTIVITY; 

The short-term uses of the environment required by the Combined 
Project consist of the demolition of residential and business properties, 
relocation of traffic where detours are required,  and the erosion,  dust ^ 
and noise associated with highway construction.    The relocation of traf- 
fic and adverse construction impacts will be local in nature,  with their 
duration depending on the type of construction operation.    The State High- 
way Administration and Mass Transit Administration,   on a continuing 
basis,  will incorporate the latest technology in order to reduce any ad- 
verse effects during the construction period.    Every reasonable effort' 
will be made to minimize encroachment upon man-made and natural features. 

The proposed Combined Project will provide a usable and safe facil- 
ity from the Baltimore City Line on the south to the Westminster Pike 
and Hanover Road on the north.    The project must certainly be classi- 
fied as a long-term productive facility,  as it fulfills the need for im- 
proved transportation service,  is compatible with proposed land use for 
the area,  and is required for planned future development.    New residents 
will be attracted to the area because of reduced commuting time and ex- 
panded economic opportunity, consistent with County plans for development 
in this area.   As the population increases, educational facilities will im- 
prove and social and religious functions will receive more support.    In 
essence,  the project will enhance the long-term productivity of man's social 
and economic environment in this area as envisioned by local,  regional and 
state plans. 
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G.     IRREVERSIBLE/IRRETRIEVABLE COMMITMENT OF RESOURCES: 
>* 

The construction of the Northwest Expressway and Rapid Transit Facil- 
ity does represent an irreversible commitment of land and water areas with- 
in the right-of-way for use as a transportation corridor.    Other resource 
commitments include the manpower, building materials and energy required 
for its construction. 

In economic terms,  the project represents the utilization of an esti- 
mated 150 million dollars in public funds to construct the facility.    This in- 
vestment reinforces the State's commitment to the General Development 
Plan for the Baltimore Region and to the need for an efficient primary trans- 
portation network. 

Although the project does irretrievably commit some natural and human 
resources,  the reasdn for their use is justifiable,  resulting in significant 
social and economic benefits to the entire community. 
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H.     IMPACT ON PROPERTIES AND SITES OF HISTORIC AND CULTURAL 
SIGNIFICANCE: 

A number of buildings and sites of historic, prehistoric,  archeological, 
architectural and cxiltural value have been identified within or adjacent to 
the project corridor.    Research,  in connection with this study,  has included 
review of recent publications and data developed by the Maryland Historical 
Trust,   U.  S.   Department of the Interior-National Park Service,   the HABS 
Committee of the Baltimore County Historical Society,  the Maryland Depart- 
ment of State Planning,  and the Maryland Geological Survey. 

The survey of historic sites has identified not only existing' buildings 
and -districts   of historic value, but also the location of sites of historic 
interest, where the structure no longer remains,  and the location of pre- 
historic archeological sites.    All of the buildings and sites in the general 
vicinity of the project have been located on Drawing No. 22 - Historic Sites 
Adjacent to Project Alternates.    The location of the recommended alternate 
and the affected historic sites are shown on Drawing No.   23. 

The Sudbrook Park Historic District is the only historic site affected by 
this project listed in the National Register of Historic Places.    Two other 
sites,  as noted below by (NR),  are eligible for inclusion in the National 
Register  as determined by the U.  S.   Department of the Interior.    The re- 
maining sites affected by the project are archeological in nature, with no 
evidence of any structural remains. 

Historic Sites 

Sudbrook Park Historic District 
Owings Mills Railroad Station (New) - NR 
Reisterstown Historic District - NR 

Archeological Sites 

Prehistoric Sites Industrial Sites 

18 BA 106 Sudbrook Park Railroad Station 
18 BA 112 Howard-McHenry Mill 
18 BA 107 Middle Mill 
18 BA 125 C Calhoun Mine 
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7 Mils House * 

Noblet Tavein * 

Milestona 

Howardsvills Railroad Station * 

Sudbrook Park Historic District <HK) 
U. S. Arsenal & Confederate Soldiers Ho»e 

Burnt House * 

Poaona 

Z%  Mile House * 

Milestone 
Pikesville-Roslyn Railroad Station • 

Honard-McHenry Mill * 

Grey Rock (NR) 

Stone Chapel (NR) 

Alto Dale FarB ("R) 

Blacksnith Shop (NR) 

Trenthaa (HR) 

Two Story Stoiie House 

Brick House (NR) 

Garrison Railjoad Station 

Tobin House * 

Victorian Store Building 

Turnni k« •* 

Pump House (McDonogh School) 

McDonogh School Historic District 

Red Run Mill * 

The Meadows (NR) 

Saithy 

Loner Hill • 

Sa« Mill * 

Ul« (NR) 

Shu!I• Tavern * 
Oaings Mills Railroad Station (Ne«) (NR) 55. 

Middle Mill • 5"- 

Onings Mills Railroad Station (Old)(NR> 57. 

Conn Tavern • 

Trolley Barn • 5,• 

Sorehu» Mill * B0- 

Cooper Shop * 

Toll Gate. No. 3 * 

Square House 

Brick House 

Upper Mill (NR) 

Berry Hill '(NR) 

Gunbarrel Tavern (NR) 

Pleasant Hill Church 

Mt. Pleasant Church 

Bel I town Historic District 

Great Tavern • 

Milestone 

U Mile House • 

Eekhardt Funeral Chaptl 

Ring Tavern • 

Toll Gate No. 

Milestona 

Hannah More Acadeay Historic District (NR) 

St. Michael's Chapel (Hannah More Acadeay) 

Berrynan House (Reisterstown) 

536 Main St. (C. R. Lynch Farn Equip.) 

feist Tavern * (Reisterstown) 

Weist Tannery • (Reisterstown) 

410 Main St. (Reisterstown) 

406 Main St. (Reisterstown) 

354 Main St. (Reisterstown) 

365 Main St. (Reisterstown) 

Reisterstown Federtl Savings t Loan Assoc. 

Gies Shoe Shop (Reisterstown) 

301-303 Main St.(Nichols Tavern) 

Hi lestone 

234 Main St. 

238 Main St. 

Carriage tac 

202 Main St. 

Re i sterstown 

Franklin Aca 

134 Main St. 

Bower Inn * 

151 Main St. 

143 Main St. 

109 Main St. 

64 Main St. 

Forney  Inn 

58 Main St. 

(Keister  Tavern) 

(Reisterstown) 

tory • (Reisterstown) 

(Re i st:rstown) 

Cemetery 

demy 

(Reisterstown) 

(Reisterstown) 

• (Yellow Tavern) 

(Shoe Shop) 

(Trinity Lutheran Church) 

(Reisterstown) 

* (Reisterstown) 

(First Church Of Christ) 

% 



DRAWING  NO 23 



'p 
"Historic Sites 

A coordination meeting was held on November 7,   1975 in the offices of 
the Advisory Council on Historic Preservation,   1522 'K' Street,  N. W. , 
Washington,  D.   C. ,  with representatives of the following agencies in attend- 
ance.    Advisory Council,  Federal Highway AdmimcUation,  Urban Mass 
Transportation Administration,  Maryland Historical Trust, State Highway 
Administration,  Mass Transit Administration'and Rummel,  Klepper & Kahl. 
The affect of the recommended alternate on historic sites was discussed in 
detail,  and it was agreed that three sites - Sudbrook Park Historic District, 
Owings Mills Railroad Station (New),  and the Reisterstown Historic District- 
which are on or eligible for the National Register, would be adversely affected 
by the project.   These historic sites are included in the Section 4(f) Statement 
See Volume II. 

A copy of the Minutes of the Meeting with the Advisory Council is in- 
cluded in this section of this Final Statement,  along with copies of the Memo- 
randums' of Agreement for the three historic sites on or eligible for the 
National Register. 

Archeological Sites 

The State Highway Administration contracted with the Division of Arch- 
eology of the Maryland Geological Survey to identify the archeological re- 
sources in the proposed Northwest Expressway transportation corridor. 
This was accomplished between 1973 and 1975 by the preparation of the two 
following archeological surveys, 'which are available for review at the 
offices of the State Highway Administration. 

Industrial Archeological Survey of the 
Northwest Transportation Corridor - Baltimore County,   Maryland 

by John W.  McGrain 

Prehistoric Archeological Survey of the 
Northwest Transportation Corridor - Baltimore County,  Maryland 

by Wayne E.   Clark 

The above archeological sites represent prehistoric or industrial re- 
mains identified in the corridor that appear to be directly impacted by the 
recommended alternate.   All archeological data will be recorded either prior 
to or during construction,  and a Section 4(f) Statement is not required. 

Sites 18BA106 and 18BA112 are considered archeologically important 
and,, prior to construction,  archeological excavations will be undertaken in 
order to salvage any remaining artifacts and record other significant infor- 
mation.    Because of the large areas involved,  it will be necessary to delay 
these explorations until after the State Highway Administration has acquired 
the right-of-way. 

H-2 



The two remaining prehistoric sites (18BA107 and 18BA125C) and the 
industrial sites listed above appear to be impacted by the recommended al- 
ternate; however,  there is doubt as to the actual location of the Middle Mill 
and the Calhoun Mine.    There were no specific mitigation measures recom- 
mended for these impacted sites in the above-noted Archeological Surveys. 

An archeologist will be on call for immediate examination of archeo- 
logical findings (including unusual soil deposits or other stratigraphic fea- 
tures,  as well as structural or artifactual remains) uncovered and/or 
threatened by the process of construction.    In such cases where this exam- 
ination leads to a determination that the site may be eligible for inclusion 
in the National Register,  FHWA and UMTA will see that archeological re- 
cording and recovery (possibly including excavation) will be carried out. 

#• 

H-3 



Copy of the 
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MEMORANDUM 

TO: 

FROM: 

SUBJECT: 

DATE: 

Files 

Gunth?r  M.   Gottfeld,   Coordinator    ,..>n;:. >' 
Intergovernmental Relations / 

Northwest Transportation Corridor  - 106 Procedures 
for Historic Sites 

December 2,   1975 

On November  7,   1975,   a meeting was  held with the  National Advisory 
Council on Historic Preservation to discuss the Section 106 Procedures 
for Historic Sites  affected by the provisionally recommended alignment 
for the Northwest Transportation Corridor Project.     In attendance were: 

Ellen R.   Ramsey 
Sonya H.   Hill 
Gary E.   Larson 
Karle Snyder 
Dane  Ismart 
Maureen Kavanagh 
John Pearce 
Nancy Miller 
Fred Gottemoeller 
Louis  R.   Rainone 
Gunther  M.   Gottfeld 
David L.   Claws on 
William S.   Wilkinson 

Advisory Council on Historic Preserv ti 
U.S.   DOT  (Environmental Affairs)       W 

•Federal Highway Administration 

UMTA 
Maryland Historical Trust 

ii 

State Highway Administration 
Mass Transit Administration 

II 

Rummel, Klepper & Kahl 
it 

The discussion centered on six historic sites, either directly impacted by the 
recommended alternate or in the vicinity of the project that may be adversely- 
affected by air,  noise or a visual impact.    All of the sites were either on or 
considered eligible to be placed on the National Register of Historic Places. 

Sudbrook Park Historic District - 

• 
Sudbrook Park is listed on the National Register.    It was agreed that the recom- 
mended alternate would have an adverse impact and that there was no feasible 
and prudent alternate to avoid taking land from the historic district.    The adverse ; 



impacts included a right-of-way requirement of 10. IT ac.   and 10 homes 
in the district,   in addition to adverse  visual'and noise  impact.     The 
alternate developed to mitigate the  adverse impact included the  following 
features:     Highway portion of the  combined project was  eliminated from, 
the. Baltimore  City Line to the   Baltimore  Beltway; the  Rapid Transit 
Facility was located  close to the  W..M.R.R.   so that only approximately 
3. 8+  ac.   of right-of-way are  removed  and only one  home  is  affected by 
construction.     This house will be  moved across the  street to a lot 
owned by SHA prior to construction.     Retaining walls will be  constructed, 
through the  Historic District to reduce the  right-of-way taking and to 
reduce noise,   which was mitigated to  a great extent by deletion of the 
highway.     Noise levels to be determined by MTA are required through the 
District.      It was   agreed that MTA  would maintain roadbed  rails  and  car 
wheels in order to minimize noise levels in the  future.     A  5-foot mound 
will be  constructed behind the  retaining wall,   and will be landscaped in 
order to reduce the  adverse visual effect.     The  State Historic Preservation 
Officer will review edge  of historic district in the field and comment on. 
effectiveness  of berm and landscaping.'   A fence  will be  erected on the 
retaining wall for the  safety of the   residents in the  vicinity of the project. 
The existing Sudbrook Road Bridge  over the Western Maryland Railroad 
may be  retained or  replaced,   based on field inspection by the SHPO. 

McDonogh Railroad Station  - 

s 

Potentially eligible  for National Register.     The  recommended alternate 
does not require   acquisition of the   historic  site,   and it was  agreed that 
there  would be no adverse  impacts  at this location.     A Memorandum of 
Agreement will not be  required for the McDonogh Railroad Station. 

McDonogh School Historic District  - 

Potentially eligible  for  National Register.     The   recommended alternate 
does  not require   acquisition of land in the  presently defined boundaries   of 
this  Historic District.      It was  agreed that there  would be  no adverse 
impacts  at this   site   and that a Memorandum of Agreement would not be 
required.     Note:   This  is  based on the   assumption that Foxleigh is  not 
eligible  for the  NR,   which will be  determined by the SHPO  after a field 
inspection. 

Owings  Mills  Railroad Station  (Old)- 

Potentially eligible  for the  National Register;      The   recommended alternate 
does  not  require   acquisition of the  historic  site,   and it was  agreed that 
there  would be  no adverse  impacts  at this location.     A Memorandum of 

1    The SHPO determined subsequent to this memorandum that Foxleigh is not 
eligible for the National Register. 



$* - 
Agreement will not be  required for the  Owings Mill Railroad Station s 
(Old). 

Owings  Mills Railroad Station (New)   -    - 

Potentially eligible  for  iha  National Register.     The  recommended alternate   . _ 
wovvld require demolition of this historic  site.     It was agreed there  is  no 
feasible  and prudent alternate  (such as  retaining walls) to avoid this  adverse 
impact.     In order to mitigate the  adverse  impact,   it was  agreed that the 
following procedures would be followed: 

1) Move  structure  (100'+) to avoid slope  construction 
of proposed Relocated. Dolfield Road. 

2) Move  structure  as noted in item (1)  with a new 
owner. 

3) Photograph,   measure  and  record data as  required 
by normal preservation procedures and then de- 
molish structure. 
Note:    FHWA agreed to break access  control 
along Reisterstown Road within the limits  of 
the Dolfield-Reisterstown Road Interchange 
in order to provide  access to historic  site for 
items   (1)   and  (2)   above, 

Reisterstown Historic District ~ 

Potentially eligible for the  National Register.     It was agreed that the recom- 
mended alternate  would  have  an  adverse impact  (penetration of the Historic 
District with a break in the  long vista  of Main Street and would encourage 
undesirable types  of businesses; e.g.   gas  stations).     It was  agreed that 
there  was  no feasible  and prudent alternate to  avoid taking land from the 
Historic District.     The  adverse impacts include taking 0.7 ac.   of right-of- 
way and one   residential building  (400  Main Street).     Mitigation of the  adverse 
impacts  will include the  following features: 

1)      The  building  (400 Main Street)  will be  moved to 
suitable  location within the   Historic District,   if 
the  SHPO determines  it advisable  based  on a 
field inspection. 



2)  Vehicular  access  control will be  obtained along 'TA 
Glyndon Drive  within the  defined limits   of the A 
Historic  District.     This  includes the proposed 
extension west of Main Street and  along  existing 
Glyndon Drive,   east of Main Street. 
Note:   Access   control will  be  obtained  cither by 
means  of a  scenic easement or adjacent to pro- 
posed construction on both  sides of Main Street, 
as  determined by a traffic  analysis  of the  inter- 
section. 

- Miscellaneous   - 

1)    It was  agreed that the project would have no adverse  effects 
on any other historic  site  eligible for the NR that is in the vicinity of the 
recommended alternate. 

- 2)    The following procedures will be1 followed to complete 106 
requirements: 

"~ a)    SHA will work out details  of mitigation re- 
quirements noted above for Sudbrook Park 
Historic District,   Owings Mills  Railroad 

""" Station  (new)  and Reisterstown Historic 
District,   and prepare  a proposal for each site. 

"" b)     Obtain agreement  of State  Historic Preservation 
Officer  regarding mitigation measures. 

*" c)     Send proposals to Advisory Council request- 
ing  a Memorandum of Agreement for  3   sites 

^. listed  above. 

d)     Advisory  Council  will prepare Memorandum of 
- Agreement for  3   sites based  on  contents  of the 

proposals. 

- 3)     FHWA will  simultaneously prepare  a  report requesting eligibility 
determination from the  Department  of the  Interior for the  five  sites  potentially 
eligible  for the  National Register. 

GMG:kc 
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Copy of the 

Memorandum of Agreement 
for the 

Northwest Transportation Corridor 

with reference to the 

Sudbrook Park Historic District 
Owings Mills Railroad Station (New) 

Reisterstown Historic District 

H-5 



Advisory Council 
On Historic Preservation 
1522 K Street N.W. ~ 
Washington. D.C.  20005 March 24,   1976 

Mr. Richard Ackroyd 
Division Administrator 
U.S. Department of Transportation-FHWA 
711 W. 40th Street 
Baltimore, MD 21211 

Dear Mr. Ackroyd: - 

The Advisory Council is pleased to inform you that the Memorandum of 
Agreement for the Northwest Transportation Corridor in Baltimore, 
Maryland has been approved by the Chairman of the Advisory Council, 
Dr. Clement M. Silvestro. This document constitutes the comments of the 
Advisory Council as required by Section 106 of the National Historic 
Preservation Act and Executive Order 11593 "Procedures for the Protection 
and Enhancement of the Cultural Environment" and completes the process for 
compliance with the "Procedures for the Protection of Historic and Cultural 
Properties" (36 C.F.R. Part 800). A copy of the Memorandum is enclosed. 

A copy of this Me;-.;oranduin of Agreeiiieut should be incluueu in any 
environmental assessment or statement prepared for this undertaking in 

! compliance with the National Environmental Policy Act.  The Council 
I appreciates your cooperation in reaching a satisfactory solution to the 

issues raised in this matter. 

Sincerely yours, 

JohniD.  McDermottr^y/K^) 
Director,  Office of Review 

and Compliance 

Enclosure 

Tlx Council is an indepcnJtnt unit of the L\(cutii t Bunch of the FcJerjl Goicrnmcnt charged by the Act of 

October J J, 19C6 to adx'ne the Pniidcnt and Congreu in the field of Hiitoric Preiervafion. 



On Historic Preservation *+} 
r522K Street N.W. '   . ""  ., . - 
Washington. D.C 20005 '' 

MEMORANDUM OF AGREEMENT 

WHEREAS, the Department of Transportation, Federal Highway Administration 
proposes to assist the Maryland Department of Transportation in cons rue ion " 
of the Northwest Transportation Corridor in Baltimore, Maryland; and 

"    WHEREAS, the Department of Transportation, Federal Highway Administration 
In consultation with the Maryland Historic Preservation Officer J•IniStratloa 

determined that the undertaking as proposed would have an advert effect 
upon the Sudbrook Park Historic District, Owings Mills Railroad Station and 

^h•^: o^thfl T-^  TT^8 ^^ ^^ "  ^ ^-ined    ' 
Regis^THJ^L mc",  ^ eUeible f0r inClUSi0n ^ the Nati0nal    - 

ia^ WffAS' P"•^  to Section 106 of the National Historic Preservation Art 
1966 and Section •l(3)and2(b) of Executive Order 11593, the Department Sf 

Transportation Federal Highway Administration has requested rte counts 
of the Advisory Council on Historic Preservation; and comments 

»J 

WHERhAS, pursuant to the procedures of the Advisory Council on 

r^r iC 1*r"ei'va510n (36 C-F-R- r^t S00), representatives of the Advisory 
CouncU on Historic Preservation, the Department of Transportation Feter/l 
Highway Administration, and the Maryland Historic Preservation Officer have 
consulted and reviewed the undertaking to consider feasible'and prudent 
alternatives to avoid or satisfactorily mitigate the adverse effect; now 

THEREFORE: 

It is mutually agreed that implementation of the undertaking 1„ 
accordance with the following stipulations and the attachlet er'a^d 
D vi^n £'.^"Sation of December 16, 1975, from Richard AckroyS 

«t  "to nv^t-"^' ReSi0ni
111' Fede"l Highway AdministratSn,' will 

prope't eS  
y    8 ^ " ^ "^^^ GffeCtS 0n the above mentioned 

^;^«;:r;i:;:;:it^^;-^^ 



Page Two 

MEMORANDUM OF AGRKEMKNT 
Northwest Transportation Corridor 
Federal Highway Administration 

Stipulatlons 

t 
The following stipulations shall apply to the one property within the 
Sudbrook Historic District to be moved to a vacant lot also within 
the Sudbrook Historic District and to the new Owings Mills Railroad 
Station: 

1. Prior to initiating construction of the Northwest 
Transportation Corridor, and within 30 days prior 
to the move, Federal Highway Administration shall 
forward to the Maryland State Historic Preservation 
Officer the following documentation: 

a. A statement of the reasons for the move; 

b. .An analyses of the property's historic or 
architectural integrity in its new site; 

c. A description of the new setting and general 
environment of the proposed site, including 
evidence that the new site will not be 
adversely effected by the move; 

d. Photographs of the new site. 

Within 15 days of the receipt of the above documentation, 
the Historic Preservation Officer for Maryland shall 
forward this documentation to the National Register of 
Historic .Places, along with his recommendation 
that the properties shall remain on the. National Register 
of Historic Places.  The National Register of Historic 
Places will file this documentation and maintain it 
until after the move,at which time the Federal Highway 
Administration shall submit documentation showing the 
property on its new site to the Historic Preservation 
Officer and the National Register of Historic Places. 



Page Three '   . 

MKM011ANUUM OF AGREEMENT 
Nox-thwest Transportation Corridor 
Federal Highway Administration 

The properties to be moved shall ren^in en the National 
Register of Historic Places prior to, Juring, and subse- 
quent to the move, unless documentation submitted by the 
Federal Highway Administration shows evidence of 
irreparable damage to the historic or architectural 
integrity of the property so that it no longer meets 
National Register criteria. 

2. The moving of the New Owings Mills Railroad Station and one 
property within the Sudbrook Park Historic District shall be 
conducted in consultation with the Office of Archeology and 
Historic Preservation, National Park Service relative to 
appropriate moving techniques. 

r   J 

ir+S. 

c 
 (date) : * • » S   .L  

, Robert R. Garvey, Jr. 
^r'    Executive Director 

Advisory Council on Historic Preservation 

Department of Transportation, Federal 
Highway Administration * 

•*-''  Clement M. Silvestro //warylana State Historic PrpservAtion 
Chairman 1Y  Officer 
Advisory Council on Historic 

Preservation 



I.      COMMENTS RECEIVED ON DRAFT ENVIRONMENTAL STATEMENT : 

The following Draft Environmental Statements for the Combined North- 
west Expressway/Rapid Transit Project were distributed on the date indi- 
cated to Federal,  State and Local agencies for review and comment. 

Draft Environmental Statement (FHWA-MD-EIS-73-01-D) 
March,  1973 

Supplement to Draft Environmental Statement./Section 4(f) 
Statement (FHWA-MD-EIS-73-01-DS) October,   1975 

All comments received by the State Highway Administration on these 
Draft Statements,  along with those received at the Public Hearing,  have 
been considered in determining the location and design proposed for this 
transportation facility.    Written comments on the Draft Environmental 
Statement were received from the following agencies on the dates noted and 
are included in this section of the Final Environmental Statement along with 
appropriate responses.    Comments received at the Public Hearing are includ- 
ed in Section J of this Final Statement.    "Written comments on the Supplement 
to the Draft Statement are included in Section K of this Final Statement along 
with appropriate responses.    Comments on the Air Quality Report and re- 
sponses thereto are included in Section C-12 of this Final Statement. 

Index of Letter Comments Received on 
Draft Environmental Statement 

(FHWA-MD-EIS-73-01-D) 

Letter Date of 
Designation Agency Letter 

A U.  S.  Department of Housing & Urban Development 5/22/73 

B U.  S.  Department of Health,   Education & Welfare 5/11/73 

C U.   S.  Department of Interior 4/19/73 

D U.  S.   Environmental Protection Agency 4/27/73 

E Soil Conservation Service,   USDA 4/30/73 

F U.  S.   Department of Army Corps of Engineers 5/21/73 

G U.   S.   Department of Transportation 4/   4/73 

H State Clearinghouse,  Department of State Planning 7/25/73 

tf T 
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Letter Date of 
Designation                                              Agency Letter 

I Bureau of Air Quality Control 3/23/73 

J Department of Employment & Social Services 4/  9/73 

K Department of Economic & Community Development   3/   8/73 

L Department of Natural Resources 4/12/73 

M Baltimore Regional Planning Council 6/22/73 

N Office of Planning & Zoning - Baltimore County 4/24/73 

O Maryland Public School Construction Program 3/13/73 

P Maryland Geological Survey 4/23/73 

Q Department of Public Safety & Correctional Services 3/15/73 

R Division of Water & Sewerage 3/   2/73 

S Division of Solid Waste Control 3/   5/73 

T Department of Public Works - Baltimore City 3/15/73 

U Pine Ridge Association 3/15/73 

& 
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f    .;'•; \ ' orpAHTMCNr or- HOUSING AND UKBAN DEVELOPMENT 

BAI. riMOiu-' ARI A ornct: 
...   • Mt.RCANlll.l   HANK ANH TRUSf HUIt.OING 

TWO HOPKIN:. IH.A/A 
\ llli 

KI'.C.ION III 
Curlis llullilini: 

lilli. iin.l W.IIMIII Slriiti 
l'htluitt>l|ihi.tt I'l'nusvh'inti.* I'MOtt 

BAI. TIMORC, MAKYl.ANI.) 21201 />,}>.... 

May 22,  1973       /^^V'^'/kr 

"«....   s\'/y/       wi 
Mr. Phillip R. Miller 
Chief .. ,,-  -w/r)r 
Bureau of Special Services ''-tS 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21201 

Dear Mr. Miller: 

We have reviewed the draft environmental impact statement for the 
proposed improvements located in Baltimore County, Maryland, that 
consists of the construction of a 6-lane divided highway on new 
location for both Relocated U.S. Route 1l|0 (Northwest Expressway) 
and Relocated Maryland Route 30 (Reisterstown Bypass). Also included 
is a 2-track rapid transit line in the median of the highway from the 
Baltimore City Line to Painters Mill Road, a distance of approximately 
5.5 miles. The project begins at V/abash Avenue in Baltimore City and 
terminates at U.S. Route IJ4O and Maryland Route 30> north of Reisters- 
town, a total length of approximately iJ+.l} miles. 

A. The Nature of HUD's Comments 

The Department of Housing and Urba.n Development must consider 
a wide range of issues, from the impact of a poor environment 
and of the redevelopment of that environment to access to 
amenities such as cultural facilities and regional pai'.n. 
Consideration needs to be given to the potential conseqi;.- ;..•".-, 
of specific projects for racial and economic isolation of 
residents, to neighborhood stability and integrity, safety 
and mobility, and the selective impact on, and service to, 
various social and economic groups. The request for HUD 
comments provides an opportunity to inject Departmental goals 
and policies and respond to projects proposed by other agencies 
which have significant impact on IIUD-assisted projects or plans. 
In addition, the relationship of the proposed project to State, 
areawide, jmd local plans, many of which have been funded under 
the "701" Comprehensive Planning Assistance Program, is of 
particular interest to HUD. 

\ 



w KJ 

B.     mJD Commontn 

fir 

lb 

•i&t 

•An cnvironmoital porapoct.i.ve requires that all consequences, 
physical, tiocial and nonbhetic, oi.' proposed actions, bobh 
intended and uninbended be anticipated. The Draft Environ- 
mcnlaJ Impc'Db Sbatomcnt doosjiot addrc^co how the Northwest 
Expreuf.wn.y and Associated Improvements will effect the "total 
of circumstances" or development of the larger community and 
and region—i.e. Wabash Avenue (City of Baltimore) and Reisters- 
tovm Road, 

21*The Impact Statement does not address the construction of the 
new facility and its impact on the Baltimore Beltway. 

3 'What are the implications of rapid residential development 
attendant to the construction of the Northwest Expressway and 
the question of suburban economic and racial exclusion? 

'This Office, in reviewing the Environmental Impact Statement, 
can not positively evaluate the inte/pration. of the expressway 
and the rapid brojisit line. How will each mode complement 
the other? How are the different impacts of the two modes 
reconciled to density development? What is the negative impact on 
transit use? 

We appreciate the opportunity to comment on this document. 

Sincerely, 

"V&".?«*!-/ 

Allen T.v Clapp 
•4. Area Director 



Response to Comments by the 
Department of Housing and Urban Development 

V o\ 

Comment No.  1  - A more detailed discussion on how the project will 
effect the development of the larger community or 
region has been   included in Volume I,  Section C-l, 
Regional and Community Growth (Population and 
Employment). 

Comment No.  2 - The impact of the proposed facility on the Baltimore 
Beltway has been discussed in Volume I under 
Section C-2, page C-9. 

Comment No.  3 

Comment No.  4 

Residential development in the Northwest Corridor 
will be based on the law of supply and demand and 
the free enterprise system,  which is an expression 
of this Country's freedom of choice.    There are no 
implications in the anticipated rapid residential de- 
velopment of the corridor in regard to suburban 
economic and racial exclusion.    The Combined 
Facility will provide better transportation between 
Baltimore City and the suburban County for all 
citizens in the northwest area of the region.    In any 
case, racial exclusion is against State and Federal Law. 

A discussion of the various items noted in comment 
No.  4 can be found in Volume I,  pages C-6 and C-7. 
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Mr. V/altcr E; Woodford, Jr. 
Chief Engineer 
Maryland Dept. of Transportation 
P.O. Box 717/300 West Preston Street 
Baltimore, Maryland 21203 
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RE: EIS Relocated US Route 
1A0 - Relocated Md. Rte. 
30 - Phase I Rapid Transit 
FHWA-MD-EIS~73-01-D 

Dear Mr. Woodford: 

We have reviewed the above Draft Environmental Impact 
Statement for the subject project in accordance with our 
areas of jurisdiction and have no comments. 

/  ^\ Very truly yours. 

John E. McKenna 
Regional li^virorimental 

Officer ' 
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Mr. Philip R. Miller 
Chief, Bureau of Special Services 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland  212 01 

Dear Mr. Miller: 

This is in response to your request for the Department 
of the interior's review and comments on the draft 
environmental statement for relocated U. S. Route 140, 
relocated Maryland Route 30 and Phase I Rapid Transit, 
Baltimore County, Maryland.  We find the statement generally 
adequate in addressing the project's impact upon the environ- 
ment; however, we believe that additional consideration 
should be given to measures to minimize adverse impacts to 
the Gwynns Falls Valley linear park proposal.  Based on the 
information presented, we would concur that Alternate 2 is 
the most desirable alternate as regards impact to the 
Gwynns Falls Valley - both in terms of water and soil 
resources and the recreation potential for the area. 
Consideration of the following would improve the final 
statement. 

Description 

The statement should discuss the Baltimore City Line 
terminus of the proposed project.  The present condition 
and classification (e.g. 2 lane divided road) of Wabash 
Avenue should be described. 
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The follov/ing st^itcraent appears on pages A2 5 and A26: 
"Noise barriers will be incorporated into the project 
in order to effectively control acoustical impact resulting 
from the proposed project to both the Sudbrook and Gwynn- 
vale Park playgrounds ....  Attractive designs for noise 
barriers and appropriate landscaping will be utilized to 
create a natural atmosphere, which is planned to make the 
project compatible witli other land uses in the area." We 
recommend that this planning be coordinated with the local 
agencies having jurisdiction over those parks. 

t 

We note that bicycle stalls are planned for the rapid transit 
stations.  However, there is no information regarding 
existing bicycle networks - either designated bikeways or 
routes amenable to bicycling.  These routes, which may act 
as feeders to the transit stations, should be discussed in 

.^'Ho-^    the statement.  We suggest that local bicycle clubs be 
.y>V'v"""     contacted for their views on the most appropriate type of 

bicycle racks or stalls for the transit stations; security 
may be a concern. 

,,wr- 

As mentioned in the statement, there may be state or local 
historic sites involved under Alternate 3.  We suggest that 
the State Liaison Officer for Historic Preservation be 
consulted regarding these sites.  The results of the 
consultation should then appear in the final statement. 

Probable Impact on Environment 

Reference is made throughout the draft environmental 
statement to the proposed Gwynns Falls Valley linear park 
concept.  However, the impact of the proposed highway on 
this park proposal and recreation values is not thoroughly 
discussed.  We suggest that a separate section under this 

g    chapter be included to address this matter in a integrated 
^w"-   and thorough manner.  The section should review the existing 

(V"'        situation, including the status of the proposal and existing 
coordination offorts.  More information should be provided 
on recreation potential and values.  The impact of the 
highway project on these factors and on the implementation 
of the park proposal should be discussed. 

r 
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Some additional clarification is  needed of the parkland 
situation as it relates to the proposal, Alternative 1 

and/or 2.  Attachment No. 2 indicates that Red'Run Stream 

Valley Park may be involved in both the Route 140 project 

and intended work on thc.Paintus Mill Road.  To the south 
of this area, both the Ilorsehead Branch Stream Valley Park 
and two "Proposed Stream Valley Park" areas appear to be 
similarly involved. 

It is necessary that each of these sites be examined with 
these questions in mind. 

< 
-4* jjp. 1.  Is the area in public ownership? 

*~ l,;
,^^ 2.  Is the area designated or planned for park/ 

f-'''' recreation usage? 
o 

"" As presently described, the applicability of Section 4(f) 
in these instances is difficult to establish.  Clarif icvi;-ion 

__ on this point is necessary if undue complications are to 
be avoided. 

_ It does not appear that any consideration has been given 
to the possibility of archaeological resources that may 

j-. J Q        exist within the proposed rights-of-way.  Should such 

*-  ,</vT      resources be uncovered in the process of construction, 
Cf^S the statement should discuss measures that will be taken 

to minimize loss or damage to any said resources until 
_ a thorough investigation can be conducted. 

Proposals for Minimizing Unavoidable Adverse Environmental 
— Effects 

The appended letter from the Regional Planning Council 
— recommends that "the consultant work closely with the 

Baltimore County Department of Recreation and Parks so that 
park and highway concepts can be implemented jointly."  The 
park concept referenced is that of the linear Gwynns Falls 
Valley Park, adopted by the Baltimore Regional General 

/        Development plan.  However, the environmental statement 
^'ifot     evidences little planning coordination with the Department 

Av
v        of Recreation and Parks and little effort to promote 

^ implementation of the park plan. 
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,       Wc suggest; that consideration be given to building on 
V        structure thes.: two sections of the highway (in Alternate 2) 

0'    which cross Gwynns Falls and the proposed park land.  The 
Maryland Department of Transportation might then grant 
casements in these sections of the rights-of-way to the 
Baltimore County Department of Recreation and Parks.  The 
development of trails, through multiple use, joint 
development programs, would also aid in implementing park 
plans. 

Development of bicycle trails may be particularly appropriate 
, in view of provisions for bicycling commuters.  Such trails, 

iL ^   besides providing recreation opportunities, might tie into 
t,"i       a bicycle network feeding transit stations.  A study of 

O/t'1'* '        existing and planned bicycle pathways, as well as existing 
and anticipated traffic generating points, may be necessary. 

/    If Alternate 2 were to be chosen, we'recommend several 
,... '   measures be considered to reduce the impact of the 

'{^ highway on the proposed Gwynns Falls Valley park.  We 
would urge building on structure that section of the road 
which passes through the proposed park land, if such a 
design alternative is prudent from the standpoint of flood 
plain protection.  In the event that building on structures 
is not prudent, we would suggest that a minimum median be 
planned in this area.  Furthermore, a reduction in the size 
of the McDonogh Road rapid transit station parking lot ytyj'x" 
would minimize land taking from the proposed park area. 
We note that the 1980 passenger patronage at this station 
is anticipated to be 4,350, of which 55 per cent would be 
in the "Park-n-Ride" category.  Assuming only one passenger 
per car, the total number of cars expected would be 2,393. 
The parking lot is planned for 3,800 cars.  If this size 
is warranted by an anticipated future increase in use, 
underground or tiered parking structures might be considered. 

In summary, we commend the integrated planning which has 
resulted in this multi-model project.  However, we believe 
that- more coordination is needed with regard to plans for 
the Gwynns Falls Valley linear park. We urge the 
Maryland Department of Transportation to fully utilize all 
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Programs ;mcl  «i-,.,„,• 

Sincerely yours, 

/-/ •'-'•-i-ti.fro-L, -U^^ 
Mark Abelson 
Special Assistant  to  the 

Secretary e 



Response to Corranents of the 
U.  S.  Department of the Interior 

£ 
Comment No.  1 - The recommended alternate proposes that the 

Northwest Expressway terminate at the Beltway, 
with no connection to Wabash Avciiue. 

Comment No.  2 - The planning for landscaping and noise barriers 
in the vicinity of the Sudbrook Park and Gwynn- 
vale Park playgrounds will be coordinated with 
Baltimore County's Department of Recreation 
and Parks. 

Comment No.  3 There are no bikeways or bicycle networks at the 
present time in the Northwest Corridor,  which 
could act as feeder routes to the proposed rapid 
transit stations.    The Baltimore Area Trails 
Council has drawn a plan for a 400 mile net- 
work of trails for Baltimore City and Baltimore 
County,  the majority of which have been planned 
for recreational usage.    Some of these trails 
could possible be extended as commuter/recrea- 
tion trails leading to rapid transit stations. 
This form of transportation has been considered 
in a general way and will be provided for, where 
feasible,  in conjunction with the development 
and planning of the feeder road systems leading 
to the transit stations.    The Baltimore County 
Department of Recreation and Parks and the 
Baltimore Area Trails Council will be consult- 
ed during the design of the project to obtain 
their advice and recommendations regarding 
the feasibility of bikeways leading to transit 
stations,   either on separate locations or as part 
of the proposed feeder road system. 

Comment No.  4 - The Maryland Historical Trust was consulted 
regarding historic sites involved with the proj- 
ect during the coordination phase.    Due to in- 
ternal problems,  they were unable to evaluate 
or report on these sites prior to the circulation 
of the DES.    Since that time,  the Maryland His- 
torical Trust has prepared a "Report of Historic 



Sites along Alternate Corridors proposed for 
Relocated U.  S.  Route 140" and the Sudbrook 
Park Historic District was placed on the 
National Register   of   Historic   Places 
on June 19,  1973.   A complete discussion of 
historic sites has been included in this State- 
ment,  see Volume II - Section 4(f) Statement. 

V & 

Comment No.  5 An integrated account of the proposed Gwynns 
Falls Valley linear park concept,  including 
the Red Run and Horsehead Branch stream 
valley parks,  is included in Volume I, 
Section C-8,  pages C-32,  33 and 34. 

Comment No. 6 Archeological resources have been identified 
in the corridor.    Sites affected by the recom- 
mended alternate are discussed in Volume 11 
Section 4(f) Statement. 
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UNITED STATES ENVIRONMENTAL PROTECTION AGENCY 
REGION III 

Gm AND WALNUT STREETS 

PHILADELPHIA. PENNSYLVANIA    19106 
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April   27,   1973 

.^ Mi! I 
Mr.   Phillip   R.   Miller 
Chief 
Bureau of Special Services  "'•'••"i'. ^ry^^U o/r 
State Highway Administration       '"--o 
300 West Preston Street 
Baltimore, Maryland   21201 

Re:  U.S. 140 (Northwest Expressway) Maryland Route 30 
(Rcisterstown By-Pass) Rapid Transit (Baltimore City 
Line to Owing Mills) 

Dear Mr. Miller : 

We h 
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d the draft environmental impact statement for 
cts and wish to compliment you on the excellent 
ater quality impact, noise quality impact, 
opment with the MTA system.  However, the 
the impact of the projects on air quality 

rate equal expertise:  the air quality 
more questions than it answers.  For this 
the reasons detailed below, we are repo i:! •-' '-.c* 

EPA reference category ER-2.  This determin,  •'•in 
ed in the Federal Register and indicates 
inadequacies in the data base and the 

significant air quality degradation, EPA 
onmental reservations to the proposed projects. 

U^ 
J. Jp j Air Pollution 

We suggest that 
be rewritten to 

the various sections dealing with air pollution 
reflect the following comments: 

1.  Sensitive receptors of air pollution (e.g., parks 
schools, hospitals near the projects and air pollution 
hot spots) shouJd be identified.  The levels of 
carbon monoxide should then be calculntei, using 
diffusion models, to predict carbon monoxide levels at 
these locations two years after completion of the project 
and in the design year. 

\ 
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2.  llie! hydrocarbon emissions related to those prelects 
should bo discussed relative to the rcgiona] air 
pollution «LtuatLon.  The calculations should also be 
done lor two years after completion r.„d for the 
design year.  These calculations should take into account 
he A.M. Voorhees study of regional air pollution 

that is currently underway in the City of Baltimore. 

3.  The technical basis for table? 
and Bll respectively) should be 
sample calculations. 

s No. 3 and No. A (BIO 
presented along with 

Air Oum f  P      
0Ur knowledSc> (Maryland Bureau of 

Arr Quality Program Guide 8) air curtain destructors 
cannot be. used in this area after July 1, 1973.  This 

baePPaadrden
re

tss1endC?n8l8tenCy "^ ^ """^ ^ ^   ^ 

General 

The final environmental impact statement should relate the 
,. y   projects to the area by presenting levels of service on 

/L^,vA      "nnectxng highway facilities in the design year! "his i 

^ onT^b1  »yAlmPOr,:ant ^ li8ht 0f thG «nticipateS CO'»"M on Wabash Avenue. .       "  ' 

se 

t ^vf^ 
^ 

fhe final environmental impact statement should describe the 

shn,^ • ^ 01d COUrt R0ad MTA ^"ion.  The statement 
should indicate whether all traffic movements 
between the station and the beltway. are possible 

The draft environmental 
to 20 impact statement indicates that 10 

t. 
1  f 

to ^o percent of the rapid rail users will arrive by bus. 
The final statement should discuss the bus system that ^ 

I 
;/! 

& ^ 
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^have tal-c n \l   "'"P1"1^tcd ^   the firm commitment that you 
have taken to minimize noise impact.  We were also impressec 
by the apparently extensive co-ordination that has gone on 
between MTA and SllA in the planning of these facilities. 

From the information presented in the draft environ 

* Jo!,  rBMLemCnt' WO agrOC thaC Alternative No 
Altern0LiveC 7o ^l ^ ^ ' ^ Pr0ble,BS -"countered with 

mental 
2 mitigates 
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Tl» Jink you for the oppor i. .un.i ty to comment on this project 
Please send us JI copy of the final statement for our 
files and for future reference. 

Sincerely yours , 

Robert J. Blanco, P.E. 
Chief 

Environmental Impact Branch 

cc Mr. W. Cornelia 
Dr. J. Cos tan tino 
Mr. R. Ackroyd 
Mr. R. Scoville 
Mr. II. Hughes 
Mr. L. Rainone 
Mr. W. Ockert 
Mr. D. Wagner 
Mr. W. Bonta 



Response to Comments of the 
U.  S.  Environmental Protection Agency 

5» 

Comment No.   1  - The E.P. A.   comments on the various sections 
in the DES dealing with air pollution are includ- 
ed in a consolidated review and discussion of 
regional air quality.    A current report on Air 
Quality has been included in Section C-12 of 
this Final Environmental Statement.   (Volume I) 

The report on air quality is based on the Balti- 
more Region Environmental Impact Study 
(BREIS),   as developed by A.   M.   Voorhees in 
1974.    Traffic data for this study was developed 
from the BREIS report,   and the data was further 
refined for use in the Northwest Corridor.    The 
revised traffic volumes developed for the North- 
west Expressway are included in the Air Quality 
Report in Section C-12. 

Comment No.   2 The relationship of the project to existing con- 
necting highway facilities is described in 
Volume II,  Section C-2,   pages C-7 thru C-12. 

Comment No.   3 - Old Court Road Rapid Transit Station will serve 
local communities on both sides of Old Court 
Road from Windsor Mill Road on the west to 
Greenspring Avenue on the east.    There are no 
traffic movements planned as part of this proj- 
ect from the Baltimore Beltway,   or the proposed 
Northwest Expressway to the Old Court transit 
station.    Station access is provided only from 
Old Court Road,   as described in  Volume I, 
page C-10 in this Statement. 

Comment No.   4 A discussion of the feeder bus system proposed 
to accommodate 10% to 20% of the projected 
transit patronage is included in  Volume I, 
J-12 and J-13. 

Comments No.  5 & 6- No statement is required in response to these 
comments. 
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UNITED STATES DEPARTMENT OF AGRICULTURE 

SOIL CONSERVATION SERVICE 

43;>1  llavtwick lid.,   iim.   'i'A'J,  Col Inqa  I'nrk, rUivyLind    20740 

April  30,  1973 

;/r.  Philip li.  i-lillar.   Chief 
tturcau of Soccinl  Services 
State Hiiiiiwaij Administration 
300 Host Prcrston Street 
Haltimora,  Maryland    21201 

Dear Mr.  Miller: 

t'hf 'ir * m 
t'i-m IP i> •''•'••J '<v- Mi! i n? 

Tins in in rnsponae  to your rebruarn 21,  1073  letters  to this office 
and to Dr.   T.   C.   itycrlij of UdDA,  Uauhinyton,  P.   C.   inviting cow-   • 
on a draft environmental statement  for the northwest Transportation 
Corridor dated January 20, 1073. 

We believe tliis statement adequately provides for the care of sedi- 
mentation and erosion control during construction processes.    A more 

•        positive? position on erosion control during operations of the trans- 
£'•  '        portation system would strengthen  the final statement. 

lie agree with  th-i statements on page IJ-5  that Alternate location No.  1 
would be more difficult for erosion control  and would create added flooding 
problems.     For these reasons location No.  2 would be more desirable. 

We appreciate  the opnortunitu  to review this environmental statement and 
trust our comments arc helpful.     If we can assist you in  then-: • :  •- 'v•"; 
control activities,  let  us /enow. 

Sincerely, 

GRAHAM  T.' MUNKITTUICK ''     ''•./, 
State Conservationist 

cc:     Kenneth  /','.  Grant, Administrator 
Dr.   T.   C.   nqerly 
Council  on Ihwironnvntal Quality   (10 copies) 

Response to Comment No.   1  - 

A statenaent to this effect has been included in the 
Final Statement in Volume I,  page C-36. 
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Mr. Walter K. Woodrord, Jr. H ; 
Chief Kn^iiu-cr 
Marylnnd Department of Transportation 
State Ilichway Administration 
P.O. Box 717 
300 West Preston Street --jj? 
Baltimore, Maryland 21203 

A' 

Dear Mr. Woodford: 

Your letter of 21 February 1973 to Colonel J. B. Newman, Office of the 
Chief of Engineers, has been referred to this office for comment since 
the project lies within the Baltimore District boundaries.  The Baltimore 
District, Corps of Engineers, has reviewed the Draft Environmental Impact 
Statement for the Northwest Transportation Corridor and the following 
comments are submitted in accordance with provisions of the National 
Environmental Policy Act of 1969. 

In general, the Administration is to be commended for the approach it 
has taken in joint planninc, of the proposed multiple-use facility, the 
lengthy and detailed coordination with governmental and local interests, 
and the integration of the planning with the area's regional plan.  The 
draft impact statement seems well prepared with quite an objective approach 
to the project's inevitable environmental impacts. 

It is rewarding to see the justifiable concern for the impacts that the 
project will have upon the Gwynns Falls and its associated flood plain 
and valley ecosystem and water quality.  Efforts to keep embankments out 
of the flood plain, to construct wide bridge openings, and protection of 
the valley's potential for preservation and recreation should do much to 
preserve the role of the stream valley in the quality of the urban environ- 
ment.  The statement might elaborate upon the status of development along 

)     A  the stream valley, the secondary impacts on the stream of highway induced 
''^,   growth in the watershed, and the resultant effects on the stream. 

S 

trt' i»o 
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Since this is the first opportunity that this office has had to comment 
t^^on the. plan, the following comments concerning flood potential may be 

helpful 

?.TATG H'.VY ADM' 
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dvanced design.  Special serious flood problems can be expected 
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P.   Miller 
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Mr. V.'nltcr ):.. Woodford, Jr 
21 Hay 1973 
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at the station (plntfona) at: Old Court Road and the interchange bctv/cen 
the N.W. Expressway and I-Gib   (Baltiii'.ore Beltway).  The improvements 
can potentially aggravate Llondinrj at  the private home development on 
the north side.  Flood problc.xs may also occur at the Painters Mill arc; 
(Owings Mill Station site and interchange). 

It is suggested that the information concerning borrow and waste areas 
i.,.tV-''J  (page A-'iO) be elaborated upon especially as to the controls which might 

be placed upon the Contractor's choice of areas and techniques. 

It is suggested that the information on natural resources in general,' 
i.e. acreage and type of forest, and the posted wildlife refuge in par- 
ticular (page r>5) be elaborated upon in the statement.  This seems 
especially important considering the emphasis on protecting the natural 
qualities of the stream valley. 

? t 

& 

If' 
O ^ 

li 

While the statement details initial environment impacts that might be 
6 eypected, a consolidated, elaborated discussion of the secondarily 

induced impacts would be helpful.  Section B states that property values 
will increase and growth will he encouraged by the road's construction. 
The manner in which these secondary impacts will be mitigated by regional 
and local efforts would be helpful. • The future impacts upon aesthetics 
and terrain changes discussed on page B39 will be determined by zoning 

6>plans.  The growth and development, and any controls to be imposed on 
this development surrounding the transit stations, is not discussed. 

A more thorough discussion of the alternative of providing only mass 
transit through the corridor, or mass transit with various reduced road- 

*1 way systems, with the same degree of elaboration as the other four 
alternatives would improve the statement.  The relationship of such 
alternatives to stream valley impacts and desired regional growth would 
place all of the alternatives into proper context. 

Thank you for the opportunity to comment on the Draft Environmental 
Impact Statement.  As requested, the Council on Environmental Quality 
has been furnished copies of this correspondence. 

Sincerely yours. 

ex?.' 
WILLIAM E. TRIESCllMAN 
Chief, Planning Division 



Response to Comments of the 
Department of The Army,  Corps of Engineers 

Al 

Comment No.   1 Present growth in the Gwynns FHIIS stream valley 
in the vicinity of the proposed Northwest Express- 
way/Rapid Transit Project is south of the Balti- 
more Beltway and north of Painters Mill Road on 
both sides of Reisterstown Road.    Between the 
Baltimore Beltway and Painters Mill Road,   there 
are large acreages owned by institutions such as 
the Woodholme Country Club,  Ner Israel Rabbini- 
cal College,  Mount Wilson State Hospital and 
McDonogh School,  with very few residential develop- 
ments at the present time.    The area most likely to 
develop in the near future is the proposed Sector 
Center,   located in the Owings Mills area of the 
watershed.    This will result in paved roadways, 
parking areas and roof surfaces for new homes and 
commercial buildings,   all of which cause an increase 
in the percentage of storra water runoff and,  at the 
same time,   a decrease in the time required for this 
runoff to reach any specified point along Gwynns 
Falls.    Both of these factors contribute to larger 
quantities of runoff,   and could result in increased 
flooding and erosion in downstream areas.    Measures 
that could be taken to mitigate increased flooding and 
erosion are discussed in a statement replying to this 
same concern by the Regional Planning Council and 
may be found in this Final Statement in Volume I, 
page  J-8. 

Comment No.   2 Locations where flood problems may occur are point- 
ed out by the Corps.    A discussion of the measures 
proposed to mitigate the flooding problem is included 
in this Statement in  Volume I,   page J-8. 

Comment No.   3 A discussion of solid waste disposal and borrow areas 
is included in this Statement in Volume I,   pages C-34 
and C-35. 

Comment No.  4 Information on natural resources,  in general,   is in- 
cluded in the Final Statement in Volume I,   pages C-31 
thru C-34. 



Comment No.   5 - A consolidated discussion of secondarily induced im- 
pacts resulting from the project is discussed in this 
Final Statement in Volume I,  pages C-l thru C-5. 

^ 
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Comment No.   6 The location of the Rapid Transit stations were de- 
veloped to be compatible with the General Develop- 
ment Plan for the region,  and also with the develop- 
ment guidelines of Baltimore County.    At this time, 
the responsibility of land development adjacent to sta- 
tion areas is not with the Mass Transit Administration 
or any other modal administration of the Maryland 
Department of Transportation.    The local jurisdiction 
is the controlling authority in-the area of zoning and 
land use controls. 

Comment No.   7 The alternative of providing only mass transit through 
the corridor or mass transit with reduced roadway 
systems was not considered as one of the original al- 
ternatives because they do not provide for the corridor 
transportation requirements,  nor do they agree with 
the General Development Plan of the Baltimore Regional 
Planning Council,   or with the "1980Guideplan" for Balti- 
more County.    The fact is,  all three projects    - North- 
west Expressway,   Improvement to Existing Reisters- 
town Road,  and the Rapid Transit - are needed to meet 
the projected transportation requireraents for the 1995 
design year,  in addition to the improvement to all ar- 
terial roads crossing the corridor,   particularly those 
providing access to the Northwest Expressway/Rapid 
Transit Facility.    However,  during the Public Hearing 
testimony,   a number of people questioned the need for 
the Expressway;   therefore,   a discussion on providing 
Rapid Transit by itself or with improvements to 
Reisterstown Road has been included in  Volume I, 
pages J-ll and J-12.   . 
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The alternates and their environ- 
generally well documented, but 
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statement.  The following comments 
the State Highway Administration 
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t on the merits of the project. 
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c (p. A22).  State Air Quality 
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re those "requisite to protect 
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lie welfare". 

(2) The final statement should include a discussion of the 
relationship between this project and the revised transpor- 
tation control strategies of the State Imnlemontation Plan 
now being cevelcpod in response to the requirements of the 
Clean Air Act. 

(3) The statement that no improvements on McDonogh School 
land will be adversely affected (p. B32) seems to be dis- 
puted by the April 20, 1972, letter from the school's 
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Response to Comments of the 
Department of Transportation 

$ 

Comments No. 1 & 2 - The air quality analysis has bacn revised and 
is currently based on traffic data developed 
with the BREIS. report.    The revised air qual- 
ity impact has been included in this Final 
Statement in Volume I,  page C-54. 

Comment No.   3 The recommended alternate is located east of 
the Western Maryland Railway and has no im- 
pact on the improved portion of the McDonogh 
property. 

Comment No.  4 - Horsehead Branch and Red Run stream valley 
parks are now privately owned and,  therefore, 
do not qualify as Section 4(f) land. 

Comment No.   5 - The impact of the project on the floodplain of 
Gwynns Falls was a subject of concern to many 
of the area residents, who spoke at the Public 
Hearing.    The effect on the floodplain by 
storms of varying frequencies,  and the meas- 
ures that could be taken to mitigate increased 
flooding are discussed in a statement that may 
be found in Volume I,  pages J-4 thru J-9 of 
this Final Environmental Statement. 
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t 
July 25,  1973; 

Mr. 1'hllllp R. Illller,  Chief 
L'urcavi of  Special  Services    , 
State Highway Administration 
300 West L'reaton Street 
Baltimore,  Maryland 21201 

VLADIMIK   A.   V/AMDE 

••rcnf.tf.ni   or   iWMt   PLANMINA 

EOWIN    L.    POWELL,    jn. 

OfCUTV     OtCRCTAnV 

QD.V?"07 MWAU Of 
&PkClAL SERWCfS 

SUBJECT:  ENVIRONMENTAL IMPACT STATKtEMT REVIEW 

Applicant:  State Highway Administration 

Project:   Northwest Transportation Corridor 

State Clearinghouse Control Number:  73-2-65 

State Clearinghouse Contact: Warren D. Hodges (383-2467) 

Dear Mr. Miller: 

The State Clearinghouse has reviewed the above noted Environmental Impact Statement. 
In accordance with the procedures established by the Office of Management and 
Budget Circular A-95, the State Clearinghouse received comments (copies attached) 
from the following: 

bureau of Air Quality Control:  made detailed comments on specific instances 
in which the air quality data is in error or is misleading.  In particular, 
the Bureau emphasized th.it any highway project must be consistent with air 
quality implementation plans. 

Department of Employment and Social Services: 
with Departmental plans. 

found the project to be consistent 

Department of Economic and Community Development:  recommended approval. 

Department of Natural Resources:  indicated continuing interest in transportation 
development in this corridor. The Department cxprenscd particular concern for 
impact on Gwynns Falls and state that such impact is not adequately addressed 
in this statement.  The Department evidenced support for the eastern alignment 

>k (alternate 2). 

Our staff reviewed this stntcmont and concurred with the findings of the Bureau of 
/7 t»Kf^* Air Quality Control and the Department of Katural Resources.  In general, staff 
^/t$ . / comments noted that the statement lacks detailed information on the environmental 



in\|>»ictB on pl.-iiit  Lito,   vfiliilli'12,   water c]unU.ty,   ntul  the change0  in land UGG 
implicit  In such conulruction of innjor  trnnr,|)ort.il:ion  fncilities. 

Wc hope  tliese  co'-imonLa  vrlll.  usiiint  you   in the  preparation of  your  flnnl   stntement 
and   look  forwar:!   to continued  cooperation witli  your  agency   in  the Clearinghouse 
review of  tl»e complete  project  preacntation. 

Sincerely, 

» 
M.' 

Vladimir Wahbe 

Enc. 
cc: V/illiam Sprague 

George Ferreri 
Roper Winter 
Leonard Klcnowitz 
Anthony Abar 
Robert Youn?, 

Response to Comment No. 1  - 

Detailed information on the impacts on plant life, wildlife, 
water quality and land use are included in Volume I of this 
Final Statement as follows: 

Impact on plant life 
Impact on wildlife 
Impact on water quality 
Changes in land use 

Section C-8,  page C-31 
Section C-8,  page C-31 
Section C-10,  page C-35 
S'ection B, page B-4 
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ENVIRONMENTAL HEALTH  ADMINISTRATION    ^-^SUZ^T '      ~ 
610   N.   HOVVAKO   STP.CeTr • OALTIMOKE,   MARYLAND    21201 • Arco Code   \jt±'" t1 -'i j  33.i~2~77"9 '" 

March 23,  1973 

TO:        Mr. Warren D. Hodges, Chief 
State Clearinghouse fcZ //. 

FRCM: Mr. George P. Fcrrcri, Acting Director '!")/•. 

Bureau of Air Quality Control     s'.-r''^' '" 
-,-ivl'.'-t 

RE:   Northwest Transportation Corridor Environmental Impact Statement; 
Control No. 73-2-65 

The Bureau of Air Quality Control has reviewed the draft Environmental Impact 
Statement (CIS) for the Northwest Transportation Corridor and has the following 
conunents. 

The portions of the EIS dealing with air pollution demonstrate a significant 
••ffort to describe the present and potential impact of transportation in the 
orthwest corridor. However, there were several statements which were in error as 
well as some which were misleading. 

Most of the problems center around the use of the tables. Table 2 on page 
A20 contains the "1971 Air Pollution Levels'Measured Along Reistcrstown Road at 
Garrison Station No. 2 3". The use of this table for purposes of comparison with 
Federal standards is very limited. The total oxidant measurements were obtained 
by the phcnolphthalcin method which is not approved by EPA. They arc also based 
on grab gar, samples of less than an hour. These numbers, therefore, need very 
careful interpretation and cannot be compared directly to Federal standards. 

The NO; data also needs explanation. These values were measured from 2^-hour 
samples obtained once every six days. The column is headed "Monthly Max" but it 
should be explained that they arc the maximums of those days which we,re measured. 
It is very possible that higher levels occurred on davs which wen not sampled. 
The N02 was measured by the Jacobs-llochciser technique which is not accepted by 
EPA. All of these points should be specified in the table. 

There arc also problems with the carbon monoxide data, even though they are 
derived from continuous measurement and the averaging time is specified. The high 
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Mr. Warren D. Uodgcs ~  2 - March 23, 1973 

values recorded in tUts table have been deleted by the Baltimore County Health 
Department due to the discovery o£ an instrument error. 

In short, iC a table of: air quality data is to be included as part ol; this 
KIS, it should be re-e>:;imincd and updated with the latest edit inConnation firom 
the Health Department. The method oC measurement and averaging times for each 
of the pollutants should be Cootuoted. IE this infonnation is not provided, the 
table is useless and can only be misleading to those who read it. 

The next problem concerns Tables 3 and 4. Since these also summarize air 
quality, they suffer from the same faults as Table 2. In addition, they repre- 
sent estimate of future air quality and we have some grave questions as to the 
method of projection. 

Table 3 was based on the fallowing assumptions, among others: 

1. The measured concentration of a pollutant is directly proportional to 
the amount of that pollutant emitted to the atmosphere. 

2. The increase in pollutant levels from 1971 to 1995 will be in the same 
ratio as the increase in traffic counts in the area. 

The first assumption is a valid one and it is one that is used quite often 
by air pollution personnel in predicting air quality. Its dependability is a 
function of the initial air quality data and the accuracy of the emission in- 
ventory. It is important that all sources of the pollutant in question are con- 
sidered. These are mobile, stationary and natural. 

The last statement explains what is wrong with the second assumption. Auto- 
motive emissions which may be assumed to increase with traffic count (provided 
there is no federal control of vehicular emissions) comprise varying amounts of 
the total emissions for these pollutants. The percentages vary from 38% to 85% 
as already stated in the EIS. Emissions from each source category must be pro- 
jected separately as each increases (or decreases) at its own rate. 

The same problem exists with the Table 4 since it is derived from Table 3. 
These data are supposed to represent air quality levels which are expected due 
to implementation of the federal new car emissions standards. They wrc calcu- 
lated by taking 10% of the values in Table 3. This, of course, is incorrect. 
The projected air quality levels should be based on total emissions. The 10% 
factor can only be applied to the automotive emissions.  Stationary sources and 
even other vehicular sources are not affected, at present, by the federal 
legislation. Heavy duty and light duty trucks do not have to comply with federal 
emission standxuds. This means that the advent of controlled car's will not have 
as great an impact on emission levels as was once thought. Moreover, new data 
on controlled cars indicates that pollutant emissions may not be speed related. 
Carbon monoxide, hydrocarbon and nitrogen oxide emissions will probably remain 
constant as speed increases. This means it will no longer be sufficient to 
raise, average speeds to reduce emissions. The length of the trip and the fact 
that the trip is made at all will become much more significant. 

In general, the Bureau found this Statement to be slightly misleading. 
The long discussion on emergency measures to be taken during an air pollution 
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nlcrt arc irrelevant. It is very unlikely that BaUimoru would ever reach an 
emergency atntc. Even if this were to occur, it would certainly involve the whole 
region and not be limited to a single racility. Aside from air quality, the 
prvicnution oC alternatives does not contain all of tU*. facts. It should be ex- 
plicitly stated that the 20 Year Needs Study calls for reconstruction of Rcistcrs- 
town Road as a 4-latie divided urban highway in nddi.tion to construction of the 
Northwest Expressway. Although this project wouldn't require as much land as 
Alternative 3, it would certainly necessitate relocation of the majority of busi- 
nesses along the existing road. People in the area should be aware that rejection 
of Alternative 3 will not preclude the taking of extensive property along Reistcrs- 

town Road at some time in the future. 

In conclusion, it should be remembered that any highway project must be con- 
sistent with the state's air quality implementation plan when it is adopted as 
provided for in Section 136(b) of the Federal Aid Highway Act. The transportation 
control strategy which fonns a portion of this plan lias not yet been submitted. 
However, both the 1975 strategy and the 1977 strategy (if Maryland is granted an 
extension of the deadline) call for a reduction in WfT. Without this reduction^ 
it will be impossible for the Baltimore region to meet Federal ambient air quality 
standards. The impact of the Northwest Freeway on VMT growth rate should be ex- 

plored further. 

GPF:AMD:bac ' 

Attachment ... 

cc:    Baltimore County Health Department .       . 

Response to Comments 

The air quality analysis has been revised and is currently 
based on traffic data developed with the BREIS report.    The 
revised air quality impact has been included in this: Final 
Statement in  Volume I,   page C-54. . 
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STATC OF MAHYLANO 

MAFWIN MAMDEL 
Oov«. HNOI» 

Mr. Warren D. Hodges 
Chief, State Clearinghouse . 
Department of State Planning 
301 West Preston Street 
Baltimore, Maryland 21201 

Attention: Mr. Allen Miles 

April 9, 1973 
, i -. i 

'."IMVID'T. MASON 
.i A t  , i   /    SCCfltTAHV 

APR 1 0 )m 

JT-'/C „,;->• 
/.;!-•;>• o 

Dear Mr.   Hodges: 

The Department of Employment and Social Services has reviewed the 
project entitled Northwest Transportation Corridor (73-2-65) submitted 
by the State Highway Administration. 

Based on information made available  to us,   the project is consistent 
with this Department's plans and,   therefore,   approval  is recommended. 

Sincerely, 

Roger P.  Winter 
Assistant Secretary  for 

Planning and Evaluation 

RPW:cs 

Attach: 



Datot   3 "S''73 
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K^n'lnnd nc»r^rtr.ont of Stnto Plfinninp 
suit orrico nuiidin^ 
301 V.;rat IVcDlon Strcut 
PfiJtimoro, Karyland      21201 

SUHJECTi    PROJECT SWmRY KOHFICATIOM niSVIsM. 
1 

Applioontt   State Hi^.hway Administration 

ProjCfCtl   Northwest Transportation Corridor (Relocated Rt. lljO and 
Mdi   30 and Phase T Rapid  Transit   y 1 ~ s *£<*, ' 

Stato Cloorinrliouco Control Ka:-bori    Allen Miles (383-2I47I) 

CHECK  OVB 

1«   Thio nRency dooo not havo nn int.erect in tho ubovo pro^cot.^  

?.   The abovo oro.ioct io conainfcont with vhlo c^on^'o plmw 07 / 
ob.lcctivoa nnd wo rccciw.vic) opnrovul oi* thy project. (•/ 

3.   Thio nroncv hno further iritoroat in cruS/c;- ou^Dtions coftcomlnfr th/j 
nbovo pro.lr^ct nnd vriohca to con.t'or with tho npfxlicmit^ 
Our intoreot or ouoatiorw aro eherjn on cacicacJ attaeWviont* 

b.   Th^o n^ency does not boliovo a ccnfercnco le n.'jcocnj>r;fp Vnst uiehss to 
moko fnvorftble cr rrualifviw cors^onto uhovrn on unclosed att&chsont* 

AT • r •: 

Signaturo 

Agency    Of ty.^/A^^-'A" rf Qc^i-ftn-'&C/  ^ > 

J. 
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JAMI:6II.C01ILTF.H . JOSEPH H. MANNING 
sLC.iLi/.iiv M Alt. 01' MARYLAND oci'UT v uic nr.T An v 

DFIPAKTMIIN'T OP NATUKAL RESOURCES 
1AWISS1A11   OKf'K (   I'.UILDIHG 

ANNAI'OLIi   2U0I 

April 12, 1973 

COMMENTS OP THE DBPArtTMHNT OP NATURAL RESOURCES ON PROJECT 73-2-65 
Northwoat Tr-anoporbahion Corridor (RolocatGd Rt. ll\.0  and Md, 30 
and Phaao I Rapid Tranait) 

Tho Departmont of Natural Royourcoa will have a continuing 

intorost in this hishv/ay and rapid transit dovolopmont, particularly 

for its impact on Gwynna Palla. 

Department intoroata in this project development have been 

made known previously in meetings with the State Highway and Mass 

Transit Administrations,, Those interests and our concerns have 

also been tho subject of Clearinghouse correspondence to Mr. David 

H, Pishor, Administrator, State Highway Administration, on May 21]., 

1972 by Mr. Vladimir Wahbo, Secretary of State Planning, and to 

Mr. Phillip R. Miller, Chief, Bureau of Special Services, State 

Highway Administration, on May 2l\.;   1972 by Mr, Robert S. Norton, 

Chief, Surface Water Management. 

There are two major areas where tho proposed project will 

have*serious adverse effects upon tho floodplain and waters of 

Gv/ynns Falls,  Tho Old Court Road Station site appears to require 

JDA  substantial alterations to Gwynna Falls for interchange and rapid 

.J    \ transit facility construction. This impact on the natural environ- 

_      mont is not adequately addressed in tho Draft Environmental Statement. 

Also, from tho Baltimore Beltway to Painters Mill Road, two alternate 
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routco aro propoaod. Although ouch albornato oxplorod would havo ' I 

advcrso impacta upon GwynnP Falls ati-'oara and valloy, tho eastern ali{/nmont 

(Alternate 2) io loss severe in its impact. The western aligmnont J 

(Alternate 1) would require extensive and highly destructive stream - 

channelization and/or bridging along approximately two miles of Gwynns W* 

. Fallso 'fho eastern aligmnent (Alternate 2) would bo loss destructive, , I 

impacting this sensitive stream and flood plain only at Painters Mill 

Road. ui 

^.itftf'*v»       Tho Department of Natural Resources substantiates its previous - ; 

f/P*     position that the eastern alignment (Alternate 2) is the preferred ^ 

routing, which will considerably lessen adverse impacts upon Gwynns J 

Falls stream and valley. 

At this phase of development, our Department cannot comment ^ 

•*>  on certain features until more detailed plans and designs are prepared • I 

and available for review. Tho following are elements of concern to this 

•^  "opartment as to the manner in which Gwynns Falls'Stream Valley will be' J 

V  protected: (1) All bridge or culvert waterway crossings; (2) Disposition 

>   of solid wastes; (3) Measures to protect water quality; (I4.) Features ^ 

to protect the biota and re-establishment of stream characteristics ' i 

to attain full potential for aquatic life. 

t 

B 



Response to Comments of the 
Department of Natural Resources 

"b & 

Comment No.   1 Shaping the existing channel and the placement of slope 
protectionare the only alterations planned.for Gwyrms 
Falls at the Old Court Road area.   The proposed Express- 
way and Rapid Transit Facility will be constructed on 
bridges in the vicinity of Gwynns Falls at Old Court Road. 
The rapid transit station site at Old Court Road will 
be constructed above the floodplain elevation of 
Gwynns Falls assuming a major storm of the pro- 
portion of Agnes in June,   1972;  however, no reloca- 
tion of Gwynns Falls will be required either by the 
proposed station site at Old Court Road or by the 
proposed interchange at the Baltimore Beltway. 
The impact of the project on the floodplain of Gwynns 
Falls in the vicinity of Old Court Road is discussed 
in Volume I,   page J-4 of this Final Environmental 
Statement. 

Comment No.   2 The State Highway Administration is requesting ap- 
proval of the highway/transit location,  which agrees 
with the location preferred by the Department of 
Natural Resources.    The project is located on the 
east side of the Western Maryland Railway and impacts 
Gwynns Falls only at a crossing north of the Baltimore 
Beltway and in the vicinity of Painters Mill Road.    The 
impact on the floodplain at both of these locations are 
also discussed in  Volume I,  page J-4. 

Comment No.   3 - The manner in which the Gwynns Falls stream valley 
will be protected regarding the elements of concern 
noted by the Department of Natural Resources may 
be found in Volume I at the following locations: 

All bridge or culvert waterway crossings - 
Section C, page C- 32 

Disposition of solid wastes - 
Section C, page C- 34 

Protection of water quality - 
Section C,   page C- 35 
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JUL 10 ,973 

r--i?H/L'P R* MILLED 

Review and Comment Transmittal Memorandum 
Metropolitan Clearinghouse 

Attached to this transmittal letter is a memorandum which 
presents the Metropolitan Clearinghouse comments and includes a 
certification of Council action. 

You should now complete and file your formal application. 
A copy of this memorandum and certification must be attached to 
your application. Please notify the Metropolitan Clearinghouse 
of the filing date and the amount of federal funds requested as 
soon as the application is completed. If you have any questions, 
please contact Robert Vogel (383-5839). 

Applicant - it  copies 
Referral Coordinator - 1 copy 
State Clearinghouse - 1 copy 

Sincerely, 

(fcU^w. 
Robert N. Young 
Executive Director 



REGIONAL PLMJimiC C0U1ICIL 
701 St. Paul Street 
Baltimore, Maryland 21?02 

R & R File No. 73-061* 
B & P Committee June 8, 1973 

REVIEW AllD REFERRAL MEMORAIfDUM 

PROJ ECT I DEim i-T C ATI ON 

Jurisdiction: Baltimore County 

Project:     Environmental Impact Statement on Northwest Expressway and 
•Associated Improvements 

Applicant:    Maryland Department of Transportation 
Notification/Application received March 5>» 1973 

DESCRimON  '      [    ' :   : 

This draft statement evaluates the environmental impacts of a project providing 
for the construction of two different trnasportation modes within the "Northwest 
Corridor." The proposed improvements are located primarily in Baltimore County, 
and consist of the construction of a six-lane, divided highway on new location 
for both relocated U-S. II4O (Northwest. Expressway) and relocated Maryland Rt. 30 
(Reisterstown Bypass). Also included is a two-track rapid transit line in the 
median of the highway from the*Baltimore City line to Painters Mill Road, a dis- 
tance of approximately 5.5 miles. The project begins at Wabash Avenue in Baltimore 
City and tenninatos at U.S. Rt. I/4O and at Rt.'30 north of Reisterstown, a total 
.length of approximately 1/4.14. miles. Also considered are an alternative calling 
for the widening end  reconstruction of existing Reisterstown Road and a "Do-Nothing" 
alternative. 

COHMSNTS 

1. Broafl-ocs-l.o Pffscts on Develonmcnt. 
The General Bcvexopmerro Plan adopted by the Regional Planning Council on 

Dec. 15, 1972 recognizes the importance of these transit and highway improvements 
in the Northwest Corridor in serving present and future growth in this area. Alter- 
native #3 - widening and reconstruction of existing Reisterstown Road, without 
building the Northwent Expressway - and alternative tfk -  "Do Nothing," fail to 
provide adequate service for planned growth, and are inconsistent with the General 
Development Plan. They are hereby rejected. 

However, the- question of how these major projects will affect total develop- 
ment over a large area lias not been adequately addressed in the Environmental Impact 
Statement. The impact of these projects on the Liberty Road area, for instance, 
though likely to be beneficial, is completely ignored. Moreover, the Environmental 
Impact Statement docs not sufficiently consider the impacts on development of all of 
the alternatives presented. 

2. Effcctr; on the Gwynns Falls 
Alternative if2  is preferable to alternative #1 because it has less harmful 

effect on the Gvrynns Falls area, and costs less, than alternative #1. The Regional 
Planning Council hereby endorses alternative //2 with the qualifying comments contain- 
ed herein. 

The Regional Planning Council strongly urges the joint development of a 
park along the route.  It ii  imperative that Baltimore County's acquisition program 
for the Gwynns Falls Valley Park bo detailed and scheduled so that it can bo 



Consideration 

Ss^^aSrS S.IS.S'Spar^t or ..atura! Resources. 
rr <« +^r. rvnmnq Palls watershed will dramatically 

In •^^•o? in•^S'lJS   So^^nt^the watershed.    ^ ReEio„- 
increase as a result ol  inoroa^eu Hirtiuav Administration explore with 
ol Planninc Council rccoraends that the State ff^^ 1We mcasuros 
the lepartaent of M^uralHe^eoa^ other Key agencae.yp ^ ^ 

^X^f LlSS^'curwhfcl "LHrn ^ this increased run-ofr. 

»«, Regional Plains Council ^°£•?IZ£ZX^.•- 
e„dorse„ent is "-£-^ond, ^^»^p^S- Sr the Uppe'r Cwynns Falls 
junction with *" °•?£L±f ^"J,  Estate Bepartment of Natural Resources 
^r^t^t^otr^T^^ a.encies such as the Soil Conser.at.on 
Service. 

3.    Localized Tm^ar.t.s^on Development 

' ^    -SrfUg^Higrof thi 0„inEs Klls mterehange and transit 
'station par*"^. prohle^s L, ^ ^t. te W^-f^P^r-^ 
proposed Sector Center and ^^^"3 Falls     Both faciUUeswer ^^^ 

C^^tSS.'CSS S^ST-SSSt tVport for the Center. 

It appears that the interchange is inadequate to meet projected traffic 
needs.    A directional interchange should be considered. 

An nroroopd    the transit station is located too far from the center 

to its core. 

'  It appears, however, that feasible alternatives are available to 

•address all of these concerns. 

fc  Mr'iinnoufh 'Rond Transit Station 
* irlvirooaenxal iiipact Statement does not adequately address the 

possible inJK S dcvolopraent in the area of the McDonouSh Road Tran£: Statian 
which will Result fron the construction of these major trcuxsportation facilities. 
H^vinr this BarkinG lot serve the entire Heisterotovn Road area, in order to re- 
5SS the nuier of car, at the bwings Hills Sector Center, seems at this stage to 
be a viable conce.t. Further study should be given to the impact of traffic and 
parking at this station on the roads of the immediate area. 

c. The increased traffic using the Northwest Freeway will cause Problems 
in overloading the Vabash Avenue area in Baltimore City, unless measures are taken 
to an^afe ?he situation. One such measure might be to ^ffj?*^   f 
at the Milford Hill Road station in order to remove additional traffic before it. 
rets to the city line. Further analysis and commitment to the ramp metering 
proposal is advisable to insure minimum impacts on Baltimore City streets. 



U»    Air Quality 

The air quality analysis in the Enviommental Impact Statement does not 
adequately consider regional aspects. The outputs of the Regional Environmental 
Impacts Study, presently underway, could here bo used to good advantage. 

5. General 

The highway design should be updated to accomodate projected traffic 
demands. For instance, between the Baltimore Beltway and McDonough Road an 
eight-lane freeway will bo needed. Also, a directional interchange between 
the Beltway and the Northwest Freeway will be required. Beyond Painters 14111 
Boad, it appears that a four-lane freeway will be adequate. 

ENDORSEMEIT IS RECOMMENDED WITH THE ABOVE QUALIFICATIONS, AND WITH THE 
CONDITION DESCRIBED UNDER COMMENT #2. • 

I HEREBY CERTIFY that at its 116th meeting, held June 22, 1973, the Regional 
Planning Council concurred in this Review and Referral Memorandum and incorporated 
it into the minutes of that meeting. 

.June 22,  1973 

Orig'nol Signed By 

(RoLert    U    y»'"l3 
Date Robert N. Young 

Executive Director 

cc: Mr. Robert J. Hajzyk 
Mr. Jerry L. White 
Mr. Roland M. Thompson 
Mr. Eurene T, Camponeschi 
Mr. Philip R. Miller 
Mr. Anthony W. Brajevich 

rovicod 6/28/73 



Response to Comments of the 
Regional Planning Council 

*) 
ft 

M 

Comment No.   1  - Tbe impacts on development in the corridor are 
discussed in Volume I as follows: 

Alternates 1 & 2 - See Section C,  page C-l 
Alternate 3 - See Section D,  page D-8 
Alternate 4 - See Section D,  page D- 12 

Comment No.   2 Increased storm water runoff will definitely result 
from future land development in the Gwynns Falls 
watershed.    The State Highway Administration and 
Mass Transit Administration met with the Depart- 
ment of Water Resources on May 18,   1973 to dis- 
cuss their comments and suggestions for reducing 
storm water damage in the Northwest Transportation 
Corridor.    Many suggestions were made, including 
the use of storm drain systems as storage areas 
with controlled outlets to reduce peak flows,  pro- 
vision for a separate storm drain system to control 
Expressway runoff,   the design of retention basins 
to replace areas in the floodplain used for highway 
and transit purposes,   and of accelerating flows of 
small drainage areas to be ahead of the peak flow 
on Gwynns Falls.    A study for controlling storm 
runoff from the project for frequent minor storms 
has been included as part of a study of Gwynns 
Falls.    See Volume I,  page J-8 in this Final Environ- 
mental Statement. 

Gwynns Falls originates in the Glyndon area of Balti- 
more County,   enters Baltimore City in the Wood- 
lawn area and empties into the Middle Branch of the 
Patapsco River.    Flooding occurs at many locations 
along the stream and a major effort on the part of 
both the County and City will be necessary for any ef- 
fective control or relief of these conditions.    The 
State Highway Administration has and will cooperate 
with Baltimore County,   the Department of Water Re- 
sources and the Soil Conservation Service in the de- 
velopment of the project to include any reasonable 
measures recommended in an overall storm water 
management program for the Upper Gwynns Falls. 
A flood control study has been prepared by Baltimore 
County to define the problem to recommend the 



necessary procedures for controlling the flood 
waters of Gwynns Falls.    This study provides in- 
formation regarding the most feasible locations 
for retention basins in addition to those developed 
in conjunction with the Northwest Expressway, 
areas where restricted discharge flows should be 
required of land developers and even those areas 
where the solution would be to purchase homes 
located in the floodplain area. 

Comment No.   3   -      Localized Impacts on Development - 
a) Owings Mills Interchange - 

The recommended alternate includes a direc- 
tional interchange at Relocated Dolfield Road and a 
terminal rapid transit station at Painters Mill Road. 
The State has been unable to obtain an overall plan 
of the Sector Center; therefore,  comments on the 
relationship of the transit station and the geographi- 
cal and activity center of the Sector Center are not 
possible.    A certain amount of flexibility will exist 
in the design phase to coordinate with the Sector 
Center plans. 

b) McDonogh Road Transit, Station - 
The proposal to improve transportation in the 

Northwest Corridor will accelerate the growth of 
residential and commercial development in all unde- 
veloped areas of the corridor,  and particularly in 
the vicinity of interchanges and rapid transit stations, 
A shopping center and apartment complex have al- 
ready been constructed on Reisterstown Road at 
McDonogh Road,   and the land along McDonogh Road, 
between Reisterstown Road and the proposed project, 
and west of McDonogh School to Liberty Road would 
become increasingly attractive to developers,  if the 
Interchange and Rapid Transit Station become a 
reality.    Because of this,   and the many concerns 
voiced at the Public Hearing,   the recommended al- 
ternative does not provide for any interchange or 
transit station at this location. 

c) Wabash Avenue - 
The recommended alternate propases that the 

Expressway portion of the combined project be aban- 
doned from the Baltimore City Line to the Baltimore 
Beltway.    With this proposal,  there will be no traf- 
fic impacts on Wabash Avenue resulting from this 
project. 



Comment No.  4 - The air quality analysis has been re-evaluated in 
relation to the BREIS report.    The results of this 
study are included in this Final Statement in 
Volume I,  page C-54. 

V 

Comment No.   5 - The latest traffic volumes prbjected for the North- 
west Expressway were based on data developed for 
the Baltimore Region Environmental Impact Study 
(BREIS) in 1974.    Based on the 1995 design year 
volumes,  a directional interchange is required at 
the Beltway,  and the planned 6-lane freeway would 
accommodate the traffic demands at a Level 'D' 
Service from the Beltway north to Painters Mill 
Road.    From Painters Mill Road to Reisterstown, 
the 6-lane freeway provides Level 'A' Service in the 
design year.    Traffic volumes based on the BREIS 
report were not developed until after the Public 
Hearing,   and any desirable changes in highway de- 
sign indicated by the revised projected traffic 
volumes will be included as part of the Design 
Hearing process. 



BAL""MORi: COUNTY. MARYLAND 

INTI:K.OKFICE CORRLSPOND^NCE 

Daie...-.AP!iL?4J?73 TO ^.JWO'KI; L..Dewberry^ Jr.__.  
Dc-vclc-ptr.cni Cror'.ii:iaior 

KKCM    Vv'illicn^ L)._ R'prnip.      
Dircclcr, Office of I'lcnning und Zoning 

ruilir.CT    Commcn:5_cnJj-.c drcjl   Er.viror.nonlcil Impacl Siatement 
NorJhv/c;f fxpiessv/ay 

^ 

fe^ 

Uc concep! cf f!ia prcpcsccl Norfhv/csf Mr.cs Transi! Lino and the Northwest 
Cvprfsswov ^ con:islent v/jrh the reco.T.j^endafior.:: of the 1930 Guicepian, the County's 
ofneid.Master Plan cciaplod by the Flor.riing Doard on June 15, 1972.   I would point 
out, however, that the ln30 Guid-picn at this time, does not recommend a stolion step 

'On the mass transit lino in the vicinity of McDoncjjh Road. 

I am'oWo for/-erding ccmrnenls from three people with different areas of ccr.c-rn 
v/Hhin thic office.   Tne cenmonts from Susan Carroll deal primarily with the impact ot 
th-s- pre'ecis on the man--;nede environment, the comments of Sroney Fraley generally 
d-al v/ilh Ihc impact on the proposed Gv/ynns Falis Strecm-valle/ Park, and the conmenrs 
of Paul J. Solomon diccuis fhe ImparJ of the.projects on the ecology of Gwynns Falls, 

/M< ^•yr?-?*- 

WiTliaVb" Fromm, Director 

WDF:NEG:rw 

Response to Comment - ' 

The recommended alternate does not include a rapid transit 
station at McDonogh Road. 



INTT.n.OmCC   CORRESnONDCNCE 

Normcm H. Gciber/ CMcf 
TO.PwJQvt J'.'cr.niivi Diviiion   

Susan Corrcll, Sc-cror Planner 
FHOM.J^jihv/.cst.Scctoc  

Dale. Aprj I.?,.157.3. 

W 

&' 

?r 
v 4- ^ • ^ 

•SUIUKCT.. XQy'TPP.^CP'^l. bipact Sfafcmcnt on 
Norllnvcsl Expressway " 

Four olfornafcs have been offoiod for an inipioved transporfafion system In flic NoHnwesf 

Conicor.   After review of tnc Dicft- Environncnicil Sfafernenr, it cccrns that A-Itcrnaf'c 

"2 Would   IVJVC   t!ie least adverso iin[)r;cf on the nafurnl environment', yet there are       "" 

several riia[or concerns involvincj certain c;pccts of the man-made environment and future 

development. •      # . w 

Rcciordiric] Gwynns Fcills and the proposed Stream Valley Pork along llils stream, it is of 

ufmost importance to attempt to prcjej've the natural enviror.ment.   Alternate ;'2 crosses ^ 

ihc ctrccrn In only 2 locations and is located on the east side of the Western Maryland 

Railroccl, uv/ay from the stream bed.'   In addition, the proposed interchange at McDonog, 

Pvoac! docs not inierfeie with the stream under Alternate e2, as it would under Alterncte "-r-. 

Tlicreforc, Aliernate '•?. seems to be the only acceptable one if the stream is to be preserved 

end a Gv.ynns Faiis Stream Valley Park and Trail System is to be a reality. 

Amajgr concirn ir.volvinn the man-made environment is the development potential that 

V/ill be- present around interchange locations and transit stations.   The impact of the 

proposed McDonejh PvOad interchange and transit station on the surrounding area is 

questioned along with the need far such a facility, if there is to be major town center 

eclivity at Pointers Mill along with an interchange and a transit station.   The McDonogh 

orea is basically low density residential and institutional in nature, yet the potential exists 

for more Jntensivouses should an interchange and transit station be located here.    This i:  in 

issue that requires close study and the deveicprnent of proper controls concerning land us,^. 

7hc proposed interchange at Pointers Mill Road is one that requires careful study.    In vie   • 

of the proposed Painters Mill Sector Center, the proposed transit station, and the cnticip-*tci 
iraffic volurr.cs generated by them, Painters Mill Road could become criticallyoverlocdcd. 

VConsiderciicn ihouid be given to an alternate interchange location south of Painters Mil 
Hoad on Brenbrook Road. . •.••—•• 

On parjes B42 and ?A3 of the Envitonmental' Impact Sfalcment, it is generally stated t'^^p 

befsed on the results of a study of the feeder roads to the proposed Expressway interciicnges 
and rapid transit sites, a schedule for the improvement to ihose roads can be included in 

Dallimore County's Capital Imptovcmcnt Program..   It is felt that these feeder roads shoul    n< 
be Ihc full responsibility of Baltimore County.. ~' 

. s 
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Memo 
Norman C. Gcrbcr 

-2- 
AprS! 9, 1973 

Environmc n
,al tnpocl S.olemcnl on NoMhwes. Exprc«wcy 

r" 

•     i. f »> ciir'oroolt Park which the County 
Uc, b a AM acre parcel of land lccM^°:^",   ,.„ da,cd ^,,1 3, 1973 

L V.-I.cr E. -.Vbodrord, -Jr. o. .ho M ^J   '^^j . ,!ia, ,ra„c of ih. altcno.cs  under 
„, ,,,0 Depc^cn. of n^a!.on oj,d   c,,.,        .« ; o ^     ^^ .   , 

.sWcralion ccc, to encroach on ,- r op.   y .^^^ r:<pr,,Kwav, the properly con.,      -f "/^STJS^ ^oy. the proper^ 

, S ;;:^ nrr^^-»" - -—*" 'hQ rccrca'ion 
fe"-^ r »<:, -roh^rlv be- retained. uscoi tnis prop.-n/ -- 

Response to Comments - 

Comment No.   1 

Comment No.   2 

The recommended alternate does not provide for- 
an interchange or transit station at McDonogh' 
Road.    A. directional interchange is proposed at.' 
Relocated Dolfield Road and'a terminal rapid 
.transit station is proposed at Painters Mill Road. 

Feeder road requirements are discussed in this 
Final Statement in Volume I,   page C-10.    The 
responsibility £or these roads has yet to be deter- 
mined. 

CommentNo.   3 The recommended alternate does not encroach ori 
the land being used by the County (Sudbrook Park) 
for recreational purpose's. 



TO: 

• OFFICE OF PLANNING AND ZONINO MtMUKAlNUum ^    /y^ 

NOUMAN  E.   Gi-PJinR      "Ihicf 
Proicct •P.l.-'.np.irui division  _ 

•X 'V 

April  2,      ]9    73    - 

f.TONEV  K.   FRALEY 
^ROM:        Oi^cn Sn^.co  Planner 

.SUBJECT:  jns^.oLJIor^hv^^ 

A rcv.'rv; of   the  Knvironr.cn«:al  Impact Statement on  the Northwest 
Eyproo^y "d its effect on  the Gwynns  Fall, Valley has generated seve^ 
import:'nt and meaningful consents. 

nf  i-h-.'«on- altr-rnatives oroooscd.  Alternate  2  is   the only one 
11

0f.±U   M.    ;^   ^blc  to provide  a mininuir. amount  of  protection 
reasonably  acc^-.ole  .nc.  ..ole   .^ £     he aUgnnGnt oast of   the 
to the Cvynns r.Us V*:-/'i:     ^^or-olote]v remove'the main roadway  fro:n chc 

inaaningfui proposal. 

The transit  station'proposals also require comnent concerning 
heir  ianact or: the Gwynns  Falls  Stream Vail^PaiK Plan.     ^'^^ of 
.••IT   •*.*  of-J'--r>n anooa'-s  to present little prooioi.'. in   ^ne ut.v-,..wt' 
,in  '.•"•'•?.n

S^i ,^ ^r?  ola-i.     The Old Court Road station presents, tne the saea.n val3 cy par/,  pi an.     i £  the stream vaUoy park.       _ 
Possi'.-,lity of  1/-;.=1'^:;":-; t"-d

c":.:,;;"ssv,Jv  to the ©.wnns Falls  stream 
Sl^C^t^rSl       iSicSu  to-^intain continultv of  a.pedestrian      . 
a"'   ••sl-^    The onlv  apoarent alternative is  to provide peacsciian 

£H^srs,-^n!at?L-r:;?o;Sserin5^s;^:"^ ;u ; 

. •.•--,,, K^^-MK-'-v -i+• rrroves the roadwav ana station Lrui.i uu- 
^r^fn?"?"?^ relocaaon'ofMcDono.h Road sniuld be constructed so a 

T \  ?n^r'r.rp -i-h D-dcstr^an movement along the stream valley.  Il.e - 
"0^ '^ inMniCfL:t^ lt-3f orients no nrcblems to stream continuity, 

jhould'not ?n'Lerfere with the continuity of: this stream and certamly not 
enclose it underground. .    • • 

Alternative 

in terms of park devclopr^nt potential, the only viable£**<§£ 
is ADicrna— ?.  The ov.hor alternatives are either unacceptable from ...c 
XnnS It Providing an" improved transportation corridor or possess 
undesirable visual impacts and higher than ocsiraole acoustif * ^v ^; 
The dcveloor.ent of Alternate 1 will also recuce tne *•\l\°lr^t^ 
floodplain-arca, something which cannot; be affordca in ^^^^^^ 
waternhed.  Anv alternate chosen JiifduTa provide suiiicient clearance bo 
ncath bride- slrucuures to acco;xr.odate a pedestrian/bicycle path.  The - 
Jm act  atcmenu clearly shows that AlternaUe 2 is much cheaper to develo 
than Alternate 1.  The expense of protecting .the environment of the str ar 
is also reduced with Alternate 2. .. ...        r* 

j. 



$ 

D): L-n£t !^rch.30, 1973 

ntal Stuaica Section, 
Counts of Paul a. ^^o onon, ChUC. ^'^   rc; !:nviron^ntal 

^        aloro is obviously a BSECL !« » HortlWe«.t Exprcsowiy.  Tho 

m.o-ac.n, to bo rocolvod «o ^at altornativ, location should It 

'  .na vh.., i„„act vlll it >«vo on Umt area aS rogarfls both tho 

natural an'J nan-naao onviron:=out. 

I otvoncly onaorne Alternate 2  ao rogardi, location. Thi, 

-• routo ,ouia tona to bo loao ao,ttuctivo to the ctrea. and the strea,* 

_ valley. 'It vould have le,, of a, adverse inpact on tto proposed 

Gwyrms Valley Stream Valley Par!:.   •        •  '  _       • 

- '      One tolor concern io the control of erosion and Beda-entaeioa. 

~*  i-v,^ nro-i^ct.  Excessive erosion and 
fiuri.na the construction phase oC thx- pro^ct:. 

- •'•"•.  .   r-w—A  in con-junction with expressway projects in 

.vo <n coite of "Erosion and Sedinent Con- 
BaJtinoro County in recent years m .pito 01 

trol Plans", etc.  It would appear that, unless constant surveillance 

- " hy  the state in maintained, contractors tend to co^ro^se or i.nore  •• 

"tho plan". 
•Xho Baltimore County Office of Planning and Zoning vould U- 

-• .« ,:no, Kho within the state is charged with tho responsibility for 

overseeing or inspecting the sedi.ont control features of tho project. 

ordination bot,=en this person and the county would bo deslrablo. 

"•• •• * . * 
Response to Comment - «* •    • v.. 

' '•     ' . 
The State will-coordinate with the County in regards to 

•* • * inspection of.the sediment control features of the project rJS:vh and identify the individual responsible for that inspection 
/        during the construction phase of the project. 

cct^loman E.   Corhor,   Chief .• ... 
Project Planning Division . .^ 



rage 2 r Gcrbcr, Chief Norman B. bcroui., 

ecu sibl 

. .1  o fncf. in mind, MUcrnate 2 
With those fact, iiconsicercd. 

e alternative that ^.IOUX 

April 2, 1973 

is the only logical and 

S vX ^ 

SEF'.vh Open Space Planner 

Response to Comments - 

The recommended alternate is located on .the east side, of 
the Western Maryland Railway  and,  for the most part,. • 
avoids any conflict with the County's -proposed stream 
valley.park plan.    Every effort will be made during the 
design of the project to provide continuity of a pedestrian 
path system along GwyAns 'Falls through the proposed 
transit station sites. 



MAfJVIN   MANUI.X 

GOVI.nMOB 

STATE OF  MARYLAND 

PUHLIC  SCHOOL   CONiVriHICTION   PROGRAM 

fUJITt:  0O0.   IN ITHNATIONAI. TOWfR   milLDING 

05)0 r.LKRior.F. LANDING ROAD 

UlNTHICIJM.   MAffYLAND   21090 

iNTrHAc.r.NCY coMMiTTr.r rot? «5TATI-: runi-ic ccnvt'-i. "ONSTF^UCTION 

ALFOIIIJ   ft,   CAfitV.    JU 

I HICDI IVK mnt cron 

D».   JAMi:n   SKNSF.NUAMGH 

CHAIRMAN 

March 13, 1973 

Mr. Philip R. Miller, Chief 
Bureau of Special Services 
State Highway Administration 
P.O. Box 717 
Baltimore, Maryland 21203 

RE: Contract B 698 471 
Contract B 972 471 
Contract MD-03-0004 

//•//vk-i,. 

Dear Mr. Miller: 

Draft Environmental Statement 
FHWA-MD-EIS-73-01-D 

The Draft Environmental Statement for the proposed Northwest Expressway, 
which was sent to Dr. James A. Sensenbaugh, Director of the State Department 
of Education, has been referred to the State Public School Construction 
Program for comment. 

After a staff review of this document: we have concluded that we would 
lend our support to cither Alternative 1 or Alternative 2.  It is noted that 
both of these alternatives would most likely remove traffic from Reisterstown 
Road (Rte. 140) and thus lessen congestion and interference with public 
school activities at those schools with frontage on Reisterstown Road.  In 
addition, we are pleased to learn of the intention to provide fencing to re- 
duce noise along the relocated Rte. 30 in the vicinity of Franklin Elementary 
and Franklin Junior High Schools. 

There are, however, two points we would like to raise with regard to the 
subject contracts. 

First, with an interchange on the proposed Northwest Expressway at Cherry 
Hill Road, increased traffic volumes on Cherry Hill Road can be expected. 
This in turn will adversely effect the Franklin Senior High School since ve- 
hicular access to the school is achieved on Cherry Hill Road.  We would thus 
like to suggest that the improvement to Cherry Hill Road include turning lanes 
at the points of ingress and egress to Franklin Senior High School.  Besides 
creating a measure of safety by providing a storage lane for turning vehicles, 
this will also promote the smooth flow of traffic between the Northwest Express- 
way and Reisterstown Road. 
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Second, on tlio map included in this report, it appears that the relocated 
Rtc. 30 passes immediately adjacent to the Franklin Elementary School and the 
Franklin Junior High School.  With vacant land available to the west, adjacent 
to the electric transmission lines, it is suggested that the relocation of 
Rtc. 30 follow an alignment further removed from these schools than is indica- 
ted on the enclosed maps.  Adequate screening and/or sound buffer would still 
be encouraged along the relocated Rte. 30. 

Finally, because we are unaware of all future proposals for schools in the 
vicinity of the proposed expressway, we have deferred comment on any possible 
conflicts in this regard.  If there are any sucli conflicts, I would hope that 
they wouid be addressed in the reply from the Hoard of Education of Baltimore 
County to which we note a copy of this report was also sent. 

Sincerely, , 

Alford R..Carey, Jr. 
Executive Director 

ARC/BF/jc 

CC: Board of Education of Baltimore County 

Enclosure 

Response to Comments - 

Comment No.   1 At the present time,   Baltimore County is planning the 
improvement of Cherry Hill Road from the eastern 
limits of the proposed interchange to Reisterstown Road. 
The Franklin Senior High School entrance connects to 
this section of the proposed Relocation of Cherry Hill 
Road,  and the suggested entrance and exit configuration 
should be coordinated with Baltimore County's Depart- 
ment of Public Works. 

Comment No.   2 The suggestion to shift the Expressway alignment further 
to the west in the vicinity of the Franklin Elementary and 
Franklin Junior High Schools is part of the recommended 
alternate. 



'        I! u VJ tfl 
COMMUM^N 

FRNGT   CLOOS 
CIIAIIIMAH 

0.    JAMES    CAMI*D(LL 

rnciiADD  w.  coopcn 
G.    VICTOR    CUOHVA/ 
JOHN    C.    GEVEH 

STATt    OF    MAIlYLAr^D 

(U/y. •'•••••:---\>)t\ 

MARYLAND GEOLOGICAL SURVEY 
LAfnivE   HAI.L.  THE  JOHNS   HOPKINS   IJNivtneiTY y'^'l/- 

imtL'rroN 

KtNNtTM    N.    WEAVER 

TELEPHONE:    2 38.0771 
2.13 I TJ2 

BALTIMORE,    MARyLANO    21210 

April 23,  1973 

Mr. Philip R. Killer, Chief ' /c<j 0^ 
Bureau of Special Services 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21201 

Dear Mr. Miller: 

The Maryland Geological Survey has reviewed Draft Environmental 

Statement FHWA-MD-EIS-73-Ol-D.    The Survey recommends that a preliminary 

archeological survey of the Northwest transportation corridor be made. 

Please see enclosure. 

Sincerely yours, 
pi <\J 

Emery T. Cleaves 
Assistant Director 

•JCOV-W 

ETC/sgb 

Enclosure 

cc:    Tyler Bastian 

Response to Comment - 

An archeological survey of the Northwest Transportation 
Corridor has been completed,   and the results of the study 
are included in this Final Statement.    See Section H of this 
Volume. 

AN    Ar.if.jv    i!t'    tin:   M .-,:? vi..«,M!i    nr :•.-,;;•;:.:; ;; r   r.-.t     r: AI ii ;JAI "'K.i.1 H.-fS 
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No .i.nforrcjition is' iiv;»ilc.blo on  the brcltaolory of Gvr/nns Falls or 

ot!ier liveiis traversed by the Northwest Transportstaon Corridor.    Despite 

h general lack of arcr.oolofjical investigation in nearby areas,  several 

sites are knowm    They occur on low stream terraces as veil as on high up- 

lands overlooking stream valleys, and it is likely that other sites occur 

in various placos in the Corridor. 

The    only way to determine if significant archeolo^ical sites are 

present in the Corridor is to undertake a preliminary field reconnaissance. 

The need for archeolo^ical investigation is especially critical because of 

the evtensive alteration to the land surface which- will be caused by the 

proposed construction. 

. An archeolofrical reconnaissance can be accomplished in an estimated 7 

days of field work and a mayimum 21 days of laboratory and report prepara- 

tion at a maximum cost of v3,030.    The resulting report would include a base 

map showing the locations  of archeolo^ical sites found,  a brief description 

and  interpretation of each site,  and recommendations for intensive survey, 

tei-tin?.:, and/or excavation of any archeoloj'/ically sensitive areas that are 

found.    The work can be accomplished by eontractinf; with a professional 

archeolo-ist in the department of anthropology at the University of ilaryland, 

Ca t.holic University,  or Oeorp,e  ivasninpton University. 

Tylor Bastian 
division of Arcneolocy 
Maryland Geological iiurvey 
i-'circh 1^73 
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MARVIN MANDEL 
G'OVEaNOR 

ROBERT J. LALLY 
SLCKt'TARY 

I'UOLIC f-AFETY AND 
CORKCCTIONAL SCRVICES 

OCPARTMCNT   OF   POULIC   SAFETY   AND   CORRCCTIONAL   SrCRVICCG 

OUITE    500     •     CXKCUTIVK     PLA2A     ONI-     e     HUNT    VALLEY.     M An Yl Af IV        ? t nt 1 

(301) 007-1100 

March 15. 197 3 

Mr. VJalter E. Wood ford, Jr, 
Chief Engineer 
State Highway Administration 
P. 0. Box 717        ..'_•• 
Baltimore, Maryland 2120 3 

Dear Mr. Woodford: 

ftEOMIVKD 

CiHST-EKGINEEn 

LEIGHTON W. DUijl.C? 
IJEIHITY Srcftr.VAKY 

FOR COHHCCTIONA1. GERVICES 

EDWIN R. TIJLLY 
DEPUTY SCCR-CTAHY 
FOK PUOLIC SAFETY 

AM/? «n 

In response to your letter of February 21 
I have reviewed the draft environmental impact 
statement for the Northwest Transportation 
Corridor, dated January 29, 197 3. 

The proposals in the".draft statement arc 
consistent with the plans of this Department. 
Furthermore, the expeditious completion of this 
project has the wholehearted support of this 
Department because of the beneficial impact it 
would have on highway traffic problems in this 
area. 

Sincerely yours, 

SECRETARY 

RJI.:mel 
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DEPARTMENT OF HEALTH AND MENTAL HYGIENE 

Neil  Jnlumon, M.D.,  Ph.D.,  SccfCtory 

ENVIRONMENTAL HEALTH  ADMINISTRATION 
610   N.   HOWARD   STKECT • RALTIMORC,   MARYLAND    21201 • Area  Code   301 

>" 

Mr. Philip R. Miller, Chief 
Bureau of Special Services 
State Highway Administration 
300 V/est Preston Street 
Baltimore, Maryland     21201 

\.. 

•        383-  2763 

March 2, 1973 

Re:    Draft Environmental Statement 
FHWA-MD-EIS-73-Ol-D 
State Clearinghouse Control 

Number:    73-2-6$ 

Dear Mr. Miller: 

In reference to Mr. Woodford's letter of February 21, concerning 
this project, we wish to express our appreciation for the opportunity 
to review the Draft. 

Innofar as we can determino, the proposed relocation of routes 
U.S. Route HjO and Maryland Route 30 and Phase  I of Rapid Transit does 
not appear to present any particular problem which may have an adverse 
effect on the public health of the communities involved. 

WMcLBiPHNrdls 

cc: Mr. Warren D. Hodges 
Department of Hatural 
Resources 

Very truly yours. /; 

/'Vtf'A 
W. McLean Bindley, P.E.,/bhiot 
Division of Water and Sewerage 



DEPARTMr-.NT OF HEALTH AND MENTAL HYGIENE 
Noil S-il'"" 11.  M.D., Ph.D., Secretory 

ENVIRONMENTAL HEALTH  ADMINISTRATION 
610   N.   HOWARD   STfUfV • DALTIMOKE,   MARYLAND    21201 • Arco  Code   301 •     -3-2771 

March. $,  1973 m 
H'M, ^ 

Vr. ?hilip R. i'lillnr. Chief 
!?urcau of ^-ecinl Services 
i-.d. Dcoartinent of Trr.nsporbation 
State  .iif'hvr-.y Administration \ 
?.0.  Box 717 
300 VJ.  i'recton Street 
Baltimore,  Xary].and      21203 

Re: Contracts B 0984.71;  B 972-U71; 
'.•T)-03-Q00)ij 

Draft Environmental Statement 
Fi-P.vA-iD-EI3-73-01-D 

Dear i'-'r. Killer: 

In accordance vdth your request by your letter of February 21, 1973> 
this office has reviewed the hiphvay project subject of the above contracts. 

There is no knovm solid waste disposal facility in the area of Balti- 
more City or Baltimore County affected by this project. 

I 
Sincerely yours. 

Charles '•'. '^cnealy, Chief, 
Division of Solid waste Contro" 

r.NKtkz 
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F. Plcrco Llnnweaver 
Olractor 

MAti  '"•'    V>/Wl.l..Tiam' Donalil Hchacfcr 
M>yor 

.... ,..,,• .hDopaKtnont Of Public -Works 

600 Municipal Olfice tliiildirig 
Bnltimore, Mnryland 2JP.02 

752-2000 

Francis W. Kuchtaj 
Deputy Director 

March 15, 1973 

Vs.  Walter E. Woodford, Jr. 
Gtate Highway Administration 
300 W. Preston Street 
Baltimore, Maryland 21202 

SUBJECT: Response to Draft Environmental 
Statement 
HIWA - MD - K1S - T3-01-D 

Dear Mr. Woodford: 

This will acknowledge the receipt of the State of Maryland's draft environ- 
mental stotcnent in connection with (l) relocated U.S. kQ - Northwest Expressway 
from Baltimore City Line to-Reistorstown; .(2) relocated Maryland 30 and Maryland 
1^0j (3) Phase I Rapid Transit from Baltimore City Line to Owings Mills. 

Please be advised that wc have no adverse comments in areas of Public Work 
interests provided those matters contained on our letter of January 13, 1972 
(Baltimore City ihircau of Encineering's response to Coordination Process and 
included in the D.E.S. data) arc properly coordinated early in design. We also 
request that administrative processes be undertaken to assure the construction 
of tnat portion of Wabash Avenue required to complete the highway system north 
of Patterson Avenue and the accommodation of proposed water distribution facilities 
in this same area. i 

-/ 

Sincerely, 

r 
DIRECTOR 

 S • 
*~<- 

EDMrslc 

cc:  Mr. C.  Edward Walter. 
Mr. Wm.  E.   Riley 
Mr. R. .Krctzsclimar 
Mr. Wm.  Has further 

Response to Comment - 

The recommended alternate does not 
include the extension of Wabash Avenue, 

''•'' north of the Baltimore City Line. 



PINE RIDGE ASSOCIATION, INC. 

1325 Harden Lane 
Pikcsville, Maryland 21208 

March 15, 19 7 3 

Honorable Harry R. Hughes, Secretary 
Department of Transportation 
Friendship International Airport 
P. 0. Box 8755 
Baltimore, Maryland  21240 

•- PHIL, 

Re:  Northwest Expressway, and Rapid Transit 

Dear Secretary Hughes: 

The Pine Ridge Association, Inc., representing 
over seventy households several hundred yards from 
the proposed Old Court Road station of the Rapid 
Transit station, at a meeting of its membership on 
March 14, 197 3, upon motion duly made, seconded and 
carried, passed the following Resolution: 

"RESOLVED, that the Pine Ridge Association, 
Inc. expresses its support for the con- 
struction of the Northwest Expressway and 
the northwest segment of Phase I of the 
Rapid Transit System as presently proposed, 
subject to the conditions listed below. 
This provisional support is based upon a 
demand and anticipation that those poli- 
tical subdivisions and administrative 
agencies v/hich are responsible, after 
consultation with and input from the 
communities effected, shall take every 
possible measure to minimize the adverse 
impact of these public facilities upon 
the tranquil!ty of residential communities 
along the right-of-way of the Rapid Transit 
Line and the Northwest Expressway, and in 
the vicinity of the transit stations and 
the interchanges.  The specific attention 

• of these administrative agencies and poli- 
tical subdivisions should be directed, but 
not lir.- ted, to the following critical 
concer  : 



Honorable 
March 15, 
Page Two 

Harry R. Hughes, Secretary 
1973 

f A 

1.   Comprehensive land use plans 
should be adopted, preventing any 
high density residential, and any 
commercial or industrial encroachments 
whatsoever in residential areas. 

2. feeder road 
major routes to 
and interchanges 
for such purpose 
serving establis 
munities, should 
improved. 

3. Parking for 
highway users on 
vate residences 

s along the established 
serve station areas 
, minimizing the use 
s of side streets 
hed residential com- 
be constructed or 

Rapid Transit and 
streets serving pri- 

should be prohibited. 

4. Adequate feeder bus services to 
and from stations, in order to mini- 
mize automobile traffic, should be 
provided. 

5. To the fullest extent possible, 
noise levels should be limited by 
using the latest technologies avail- 
able to attain that desired goal. 

6. In order to enhance the aesthetic 
effect of these public facilities, 
they should be constructed in tunnel, 
by depressing them, or they should 
be shielded bv substantial landscaping 
or other attractive barriers. 

7. Evidence of highway or Rapid 
Transit plans or construction should 
not be admissible in evidence in 
zoning hearings in order to show change 
in the character of the neighborhood. 

8. Hearings on petitions for rezoning 
of any property within one-quarter 
(1/4) mile of the right-of-way of the 
Northwest Expressway or the Rapid 
Transit Line and one-half (1/2) mile 

— A 



Honorable Harry R. Hughes, Secretary 
March 15, 19 7 3 
Page Three 

of a Rapid Transit station or nu inter- 
change should bo held at night, in a 
public facility in the councilmanic 
district effected, after adequate 
newspaper notice of such hearing, and 
after a notice of such hearing has 
been timely mailed to every property 
owner within one-quarter (1/4) mile 
of the land which is the subject of 
the rezoning petition." 

Your favorable action, now and throughout the 
planning and construction of the Northwest Expressway 
and Phase I of the Rapid Transit System, would be 
greatly appreciated by the Pine Ridge Association, 
Inc.  We stand ready at any time to meet with you or 
your appropriate representatives, and planners in 
Baltimore County, to help develop a publicly accept- 
able plan for the implementation of these facilities. 

Respectfully, 

Morton P. Fisher, Jr. 
President 
Pine Ridge Association, Inc. 

cc  Mr. Walter Addison 
Mass Transit Administrator 
1515 Washington Boulevard 
Baltimore, Maryland   21230 

Mr. James O'Donnell 
Acting State Highway Administrator * 
300 West Preston Street ( 
Baltimore, Maryland   21201 

Mr. Vladimir Wahbe, Secretary 
State Department of Planning 
301 West Preston Street 
Baltimore, Maryland   21201 

Honorable Dale Anderson 
Baltimore County Executive 
County Office Building 
111 Chesapeake Avenue 
Towson, Maryland   21204 
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Honorable Harry R. Hughes, Secretary 
March 15, 1973 
Page Four 

cc  (cont.) 

Charles Heyman, Esquire, Chairman 
Baltimore County Planning Commission 
County Office Building 
111 Chesapeake Avenue r 
Towson, Maryland  212()4 

Mr. William Fromm, Director 
Department of Planning 
County Office Building' 
111 West Chesapeake Av,enue 
Towson, Maryland  21204 

Response to Comment - 

The State Highway Administration appreciates the 
support of the Pine Ridge Association in regard to 
the proposed Northwest Expressway and Phase I 
Rapid Transit System,   and assures the Association 
that adequate feeder roads and bus service will be 
provided to transit stations as well as appropriate 
noise reducing barriers and attractive landscaping. 
The other 4 conditions noted in the Association's 
letter: - comprehensive land use plans; parking 
restrictions near transit stations; evidence in zon- 
ing hearings; and hearing requirements on petitions 
for property re-zoning in the vicinity of the pro- 
posed project - are items subject to local govern- 
mental   processes in Baltimore County and should 
be given serious consideration by the County. 



J.      COMMENTS RECEIVED AT THE CORRIDOR LOCATION PUBLIC 'I-/ 
HEARING: •/ 

The Public Hearing for the Northwest Expressway from Patterson 
Avenue in Baltimore City to the Baltimore Beltway and a portion of the 
Phase I Rapid Transit was held at the Sudbrook Junior High School in Pikes- 
ville,  Maryland on April 4th and 5th,   1973.    A separate Public Hearing for 
the section of the Northwest Expressway from the Baltimore Beltway to 
Reisterstown and a portion of the Phase I Rapid Transit was held at the 
Franklin Senior High School in Reisterstown,  Maryland on April 11th and 
12th,   1973.    These public hearings were publicized in the local media; and 
ii. keeping with Federal Law and Maryland Department of Transportation- 
procedures,  a public notice announcing the date and subject of the public 
hearings was published in the Morning and Evening Suns,   the News-American 
the Baltimore Afro-American,   the Jeffersonian,   the Northwest Star and the 
Community Times,  a-minimum of 30 days prior to the hearings,   and a second 
time between 5 and 12 days prior to the hearings.. 

The agenda for each of the Public' Hearings covered the following infor- 
mation: 

1. A description of the highway alternates within the limits 
specified for each public hearing. 

2. A description of the Phase I Rapid Transit System within 
the specified limits for each public hearing. 

3. A discussion of the land acquisition and relocation assist- 
ance program. 

4. A presentation of the environmental considerations. 

This information was presented to fulfill Federal requirements for Pub- 
lic Hearings. 

Following these presentations,   the public was invited to comment in ac- 
cordance with hearing guidelines which were distributed on the date of each 
hearing,   and which are the same as the pr6visions which appeared in the 
public notices and also made available at each public information meeting. 

All Public Hearing testimony,  including the official project presentation 
and the testimony of each individual speaking at the hearings,  was recorded 
by public stenographer and tape recorder.    The testimony was then tran-r 
scribed into four separate volumes,   one for each hearing date held on April 
4,   5,   11 and 12,   1973.    A copy of the Public Hearing testimony is publicly 
available for inspection at the State Highway Administration's District No. 
4 Office building located in Brooklandville,  Maryland. 
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The Public Hearing testimony has been carefully reviewed and,  where 
necessary,  additional studies were made to properly evaluate the comments. 
The items included in this Section summarize the major concerns express- 
ed in the testimony along with a discussion and the disposition of the various 
comments and suggestions. 

Index of 
Public Hearing Comments 

Item Page 

Means of controlling the volume of traffic at Wabash Avenue in 
Baltimore City J-4 

Study of Gwynns Falls showing the effect of the project on the 
floodplain and methods of controlling storm runoff J-4 

Sanitary sewage problems relating to the project J- 9 

Sudbrook Park as a National Historic Site (See Volume 11 - 
Section 4(f) Statement) J- 10 

The relocation of Sudbrook Road over the Northwest Expressway 
and the Western Maryland Railway J-ll 

Provide an interchange between Old Court Road and the North- 
west Expressway J-ll 

Provide minimal improvements to Reisterstown Road; 
Rebuild the Reisterstown Road - Beltway Interchange; 
Build a Bypass of Reisterstown; 
Combine Rapid Transit with improvements to Reisterstown Road; 
Build a Rapid Transit System,  but do not build the Northwest 
Expressway J-ll 

Feeder and Access Roads J-'l2 

Feeder Bus System J-12 

Changes in land use,  population growth and commercial and in- 
dustrial development resulting from each alternate J-13 

Land Use Planning around Rapid Transit Stations J-13 

System-wide impacts of the project on 1-695,  1-83 and City 
Streets J-13 

* 

fc 
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Index of 
Public Hearing Comments 

^ 

Item 

Thermal Pollution 

Right-of-Way required from Sudbrook Park 

Adequate Parking at Rapid Transit Stations 

Access across Expressway for emergency vehicles 

Safe Transportation 

Effect on Property Values 

Noise Levels 

Air Quality 

Locate the Northwest Expressway closer to the Western Maryland 
Railway in the vicinity of the Baltimore Beltway (Alternate 5): 

The location study developed as Alternate 5 is included 
in this Final Environmental Statement.    See Volume I, 
page D-16. 

Revise the Rapid Transit Station and Interchange Concepts at 
McDonogh Road and in the vicinity of Owings Mills (Alternates 2A 
and 2B): 

The project studies developed as Alternates 2A and 2B 
are included in this Final Environmental Statement.    See 
Volume I,   page D-45 and D-46,   respectively. 

Revise the terminal connections of the Northwest Expressway and 
Relocated Maryland Route 30 in the vicinity of Reisterstown (Alter- 
nate 6): 

The project study developed as Alternate 6 is included 
in this Final Environmental Statement. See Volume I, 
page D- 55. 

Page 

J-14 

J-14 

J-15 

J-.15 

J.-15 

J-16 

J-16 

J-16 
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Means of Controlling the Volume of Traffic at 
Wabash Avenue in Baltimore City  

Based on traffic data developed for the studies presented at the 
Public Hearing,   concern was expressed over free-flowing expressway traf- 
fic entering Baltimore City and causing traffic problems at the Wabash 
Avenue-Patter son Avenue signalized at-grade intersection. . In order for 
this congestion to be minimized or eliminated,  two construction proposals 
and one operational proposal were studied.    The construction proposal in-. 
volvcs a lane reduction through the Milford Mill Interchange,  and the com- 
bining of the MTA parking lot entrance road and the southbound Expressway 
ramp from Milford Mill Road into one ramp.    The operational proposal was 
concerned with traffic monitoring.    The results of this study indicated that 
traffic monitoring would not be necessary until 1980. 

The details of this study have not been included in this Final State- 
ment because the recommended alternate proposes that the Northwest Ex- 
pressway be terminated at the Baltimore Beltway,  with no roadway construc- 
tion from the Beltway south to the City Line.    Under these conditions,   there 
is no Expressway traffic entering Baltimore City on Wabash Avenue. 

Study of Gwynns Falls showing the Effect of the Project on the 
 Floodplain and Methods for Controlling Storm Runoff 

Studies have been made along the Gwynns Falls stream valley in or- 
der to determine what effect the proposed Northwest Expressway/Rapid 
Transit project and subsequent development would have on the floodplain and 
to investigate various proposals that would minimize any increase in storm 
flow runoff and erosion resulting from the construction of the Expressway. 

a.    Studies showing the Effect of the Project on the Floodplain 

A combined drainage area and land use map (See Drawing No. 
24) was prepared for use in computing estimated runoff figures at various 
locations in the watershed.    The latest projected land uses for this area 
were obtained from Baltimore County's 1980 Guideplan.    Based on these 
updated land use factors,  the following chart shows the acreage and runoff 
coefficients used for computing the discharge of a 100-year frequency storm 
at ten locations along   Gwynns Falls from Painters Mill Road to south of Old 
Court Road. 

The estimated volume of storm water runoff for the 100-year 
storm was used to compute the width and deptli of the Gwynns Falls flood- 
plain,  with and without the influence of the proposed Northwest Expressway 
in the vicinity of Red Run and from north of the Baltimore Beltway Inter- 
change to south of Old Court Road. 

^ 
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Gwynns Falls Watershed 
Acreage and Runoff Coefficients 

h ]?- 

- Location - 

Painters Mill Rd. 
over Gwynns Falls 

Northwest Expwy. 
over Red Run 

Northwest Expwy. 
over Gwynns Falls 
south of Painters 

Open 
Space    Park 
C=.20   C=.25 

Town 
Residential Sector  Industrial  Total 

C=.35        C---.75       C=.85      Acres 

665   1,633 2,622 111 1,236      6,267 

3,388        712 

Mill Road 4,053 2,345 

McDonoghRd. over 
Gwynns Falls 4,053 2,855 

Mt. Wilson Rd. over 
Gwynns Falls 4,053 3,559 

Northwest E>rpwy. 
over Gwynns Falls 
north of Baltimore 
Beltway 4,053    3,559 

Baltimore Beltway 
over Gwynns Falls 4,053    3,559 

Old Court Rd. over 
Gwynns Falls 4,063    3,648 

Northwest Expwy. 
over Gwynns Falls 
south of Old Court Rd.  4, 063 

Floodplain in Park Area 
south of Old Court Rd. 
at Silvercreek Rd. 

535    182 4,817 

3,157    293    1,508 11,356 

3,672    293    1,529 12,402 

4,747    293    1,529 14,181 

5,345    293    1,529 14,779 

5,454    293    1,529 14,888 

6,043    293    1,529 15,576 

3,649   6,489    293    1,529 16,023 

V 

4,063 3,649   6,489    293    1,529 16,023 
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The results of the floodplain computations made 100 feet south 
of the junction with Red Run show that the Northwest Expressway would 
limit the available floodplain on the west side of Gwynns Falls causing the 
depth of'flow to increase by 0.1 feet.    At this location,  the width of flood- 
plain on the east side of the stream would increase from 958 feet without 
the Expressway to 968 feet with the Expressway. 

In the vicinity of the Baltimore Beltway,  a Floodplain Plan 
(See Drawing No.  25) has been prepared to graphically show the limits of 
the computed 100-year floodplain,  both with and without the proposed Ex- 
pressway.    Also shown on this plan for comparative purposes are the flood- 
plain limits of Tropical Storm Agnes, which was plotted from actual field 
observations made by Baltimore County,   and the limits of a computed 5-year 
frequency storm without the influence of the Northwest Expressway. 

The resulting impact of constructing the Northwest Express- 
way in the Gwyims Falls floodplain is generally so small that the change 
cannot be shown on the enclosed plan for the major part of the study area. 
The several locations where a difference can be shown in the 100-year 
floodplain with and without the Expressway,  are described below with a 
brief explanation of the difference. 

Floodplain Limits in Feet 
(100-Yr.  Storm) 

West of   Depth in   East of 
Location - ' Stream    Channel    Stream 

£ 

2000 feet north of Beltway -   - 
Without Northwest Expressway 
With Northwest Expwy.  over Gwynns Falls 

33 
35 

8.1 
8.5 

The proposed Northwest Expressway embankment reduces 
the width of floodplain on the east causing the increased 
depth of flow (5 inches).    The steep bank of the stream lim- 
its the floodplain width on the west side to an increase of 
2 feet. 

539 
248 

1000 feet north of Beltway - 
Without Northwest Expressway 
With Northwest Expressway ramp 

939 
742 

8.3 
8.2 

75 
73 

The reduction in width of floodplain on the west due to the 
proposed Beltway ramp is balanced by an increase in veloc- 
ity causing the depth of flow to remain essentially the same. 
The change in width of floodplain (2 feet) on the east side is 
minor because of the steep bank adjacent to the railroad. 
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- Location - 

400 feet south of Beltway - 
Without Northwest Expressway 
With Northwest Expressway ramp 

Floodplain Limits in Feet 
(100-Yr. Storm) 

West of     Depth in   East of 
Stream     Channel    Stream 

D- 

203 
56 

12.8 
9.8 

The proposed improvements to the existing relocated 
channel,  including shaping and slope protection,  will 
increase the velocity of flow and reduce the depth of the 
stream.    This also pulls in the limits of the floodplain 
and will reduce flood damage through the Brittany Apart- 
ments. 

519 
74 

b 

\ 

700 feet north of Old Court Road - 
Without Northwest Expressway 505 i\   8 
With Northwest Expressway and RT Station 57 12.1 

The existing channel flow is confined between the proposed 
Northwest Expressway ramp on the west side of the stream 
and the proposed rapid transit station parking lot on the 
east side.    The channel improvements described above 
have minimized the increased depth of flow to 4 inches. 

481 
115 

580 feet south of Old Court Road - 
Without Northwest Expressway 
With Northwest Expressway 

349 
86 

10.8 
12.5 

271 
279 

The proposed embankment reduces the width of floodplain 
on the west side causing the increased depth of flow (I'-S"). 
A steep rise in the existing terrain 275 feet east of the 
stream minimizes the effect on the width of the floodplain. 

In summary,   the runoff computations and floodplain studies 
made m the vicinity of Red Run,  north of the Beltway and south of Old Court 
Road show that by constructing the project as planned there would be very 
little effect on the floodplain resulting from a 100-year storm.    Slope pro- 
tection planned for the existing channel south of the Beltway to Old Court 
Road would result in lowering the depth of flow with less potential damage 
to the Brittany Apartments. 

Studies were also made on Gwynns Falls downstream from the 
project in the vicinity of the Silvercreek subdivision.    The results of these 
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studies,  as shown on the Floodplain Plan,  indicate that the homes in Silver- 
creek, would be flooded with or without the Northwest Expressway by the 
runoff from either a 5-year or 100-year storm.    Further computations show 
that a 2-year storm would also rise over the banks of the stream and flood 
approximately the same number of homes as the 5-year storm. 

b.     Studies for Controlling Storm Runoff from the Project 

U.S. G. S.   Circular #554 "Hydrology for Urban Land Planning" 
and other drainage studies show that increased urbanization results in 
shorter times of concentration and increases in peak discharges for given 
storm recurrence intervals.    The runoff associated with a 10-year fre- 
quency storm is the established criteria used in the design of storm sewer 
systems for highways of this type.    The increased runoff resulting from 
the construction of paved areas and storm sewers can be controlled by re- 
tention systems that would restrict the peak discharge from a 10-year 
storm to approximately that discharge that would have occurred prior to 
construction of the highway. 

Storage requirements would be designed for the retention of 
runoff from the entire graded width of highway including the paved areas 
for a 10-year storm with a 24-hour duration and released at the rate of a 
2-year storra prior to construction.   All on-site detention facilities would 
include overflow arrangements to provide for the emergency passage of 
major storms with a minimum risk to downstream property damage.    It 
should be recognized that these detention measures are not intended to pro- 
vide flood control in the traditional sense.    These measures are designed 
to reduce the peak discharge of frequent minor storms into the stream chan- 
nel, not to control major storms normally associated with flood flows. 

In order to test the feasibility of this type of drainage control, 
a study was made to develop the required detention facilities for runoff 
from the proposed Northwest project from the Western Maryland Railway 
southerly to the Baltimore Beltway,  including the entire interchange with 
the Beltway. 

The method studied to control the runoff from the paved road- 
way and shoulder surfaces required a revision to the typical section to provide a 
swale in the graded area adjacent to the shoulder in fill as well as cut areas. 
Storm water from the paved areas would be collected in these swales and 
transferred to a storm sewer system via inlet structures.    Various types of 
retention ponds or detention structures would be utilized for the storage of 
water from the storm drain system and for releasing it at a pre-determined 
rate.    The detention system   shown for  the  Northwest  Expressway from 
the  Western  Maryland  Railway   south to  the  bridge  over  Gwynns   Falls 
would   require   a   storm   system,    as described   above,    discharging into 
a    retention   pond   constructed   adjacent   to   the   east   side   of   the   project 
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and north of the. Gwyrms Falls channel.    The retention pond would have a J 
storage area of 38, 000 cubic feet for the storm water runoff,  which would 
then be released at a rate of 5. 6 cubic feet per second (2-year storm) 
through a 15- pipe toward the stream channel.    The second study location 
also shown on Drawing No.   25 consists of the Baltimore Beltway Interchange 
an area of approximately 80 acres.    Runoff from the paved areas of the exist'- 
ing Beltway,  the proposed Expressway and all connecting ramps would be 
carried through pipes and in channels to the interior area of the loop type 
ramp    in the northea-st quadrant,  which would be excavated for on-site re- ^ 
tention.    The storage area required for the runoff from the entire inter- 
change area is 194, 000 cubic feet.    The storm water would be released at 
a rate of 50 cubic feet per second (2-year storm) through a 36" pipe leading 
to the stream channel on the north side of the Beltway.    Similar type sys- 
tems can be developed for the remainder of the Northwest Expressway and 
for the proposed Rapid Transit parking facilities; however,  additional right- 
of-way may be necessary for the placement of retention ponds. 

Land to be occupied by the project constitutes approximately 
2 percent of the entire watershed.and, to be truly effective, similar type con- 
trols must be required by Baltimore County for all new developments in the 
corridor.    By implementing the system of retaining storm runoff with a con- 
trolled release,  there would be no increases in peak discharges resulting 
from constructing the project for the large number of minor storms that oc- 
cur in the region. 

Due to the large volumes of water that would have to be stored 
runoff from existing development and major floods can only be minimized by 
a flood control program for the entire length of Gwyrms Falls.    A flood con- 
trol study has been prepared by Baltimore County to define the extent of the 
problem and to recommend the necessary procedures for controlling flood 
waters.    These recommendations include the construction of impoundment 
ponds in the vicinity of the Woodlawn Cemetery,  Horsehead Branch,   Red 
Run and the Rosewood State School in order to control flood flows and the 
acquisition of certain homes now located in the 100-year floodplain.    These 
capital improvements will be subject to a referendum in the upcoming elec- 
tion. 

Sanitary Sewage Problems Relating to the Project 

The unsanitary sewage conditions along Gwynns FaUs,  particu- 
larly from the Baltimore City Line to the Beltway,   have become critical dur- 
ing the past few years.    In fact,   the situation became so serious that the De- 
partment of Health and Mental Hygiene placed a building moratorium on 57 
square miles in the Liberty Road area until additional sanitary facilities can 
be constructed to relieve this health hazard.    A number of speakers voiced 
concern at the Northwest Expressway/Rapid Transit Public Hearing that the 
construction of this project would aggravate an already serious sanitary 
problem by attracting new growth in the area. 
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A report was   prepared   for   Baltimore   County in Septem- 
ber,   1973 on the Gwyrms Falls Interceptor Sewer for its entire length from 
the Baltimore City Line to Reisterstown.    This report shows that the exist- 
ing Gwynns Falls Interceptor,  constructed between 1930 and the late 1950's, 
was designed to accommodate an ultimate population of about 100, 000.    In 
1970,  the population of the area was 116, 500 and is projected to reach 
293, 000 based on existing land use and zoning criteria.    Changes in land use 
and zoning permitting more intensive development,  together with increased 
per capita sewage generation,  has produced dry weather sewage flows in ex- 
cess of the existing interceptor capacity.    Wet weather inflow to the system 
occurs precipitously,   suggesting that storm water intrusion is principally 
from direct interconnection with storm water systems, rather than from 
ground water infiltration in the lower reaches of the study area.    The ab- 
sence of wet weather inflow in the Gwynns Falls Interceptor above the Balti- 
more Beltway leads to the inference that plumbing code requirements are 
being observed and enforced in more recent construction,  and that residen- 
tial rain leaders,  areaway drains and foundation drains are separated from 
the sanitary system. 

The report recommends the reinforcement of the existing 
Gwynns Falls,  Scotts Level Branch and Powder Mill Branch interceptors 
as required to accommodate design year (2020) dry weather flows,  for a 
program of disconnecting residential rain leaders and areaway drains from 
the sanitary system,  and for necessary repairs to the existing interceptor 
sewers and manholes to minimize inflow through manhole covers and infil- 
tration through subsurface leaks. 

Baltimore County has accepted the basic recommendations 
made in the Gwynns Falls Sewer Report and authorized the design and prep- 
aration of contract plans for a new Gwynns Falls interceptor sewer.    A 
scheduled date of 1978 has been estimated for the completion of the Gwynns 
Falls reinforcement interceptor for its entire length from the Baltimore 
City Line to Reisterstown.    Baltimore County also proposes to initiate a 
pilot program to eliminate illegal connections to the existing sanitary sys- 
tem.    The completion of this plan in 1978 will resolve all existing sewage 
problems in the County portion of the Gwynns Falls drainage basin and pro- 
vide sufficient capacity for any growth accelerated by the Combined Express- 
way/Rapid Transit Project for the design year 2020. 

Sudbrook Park as a National Historic Site 

Sudbrook Park was  placed on the National Register of Historic 
Places on June 19,   1973 requiring the preparation of a 4(f) Statement.    The 
Section 4(f) Statement for the Sudbrook Park Historic District has been in- 
cluded in Volume II of this Final Environmental Statement. 
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The Relocation of Sudbrook Road over the Northwest 
Expressway and the Western Maryland Railway ? $ 

Alternate 2 as presented at the Public Hearing proposed that 
Sudbrook Road be relocated several hundred feet to the north and that the 
existing bridge over the railroad be closed to traffic.    Because of the his- 
toric status given to Suabrook Park and the importance of maintaining the 
existing road system as originally developed,  the State Highway. Adminis - > 
tration has abandoned the Sudbrook Road relocation proposal in order to re- 
tain the gateway effect into the Historic District.    A modern bridge in the 
same location will be constructed over the Railroad and proposed Rapid 
Transit Facility. 

Provide an Interchange between Old Court Road 
 and the Northwest Expressway  

The interchange at the Baltimore Beltway (1-695).and the pro- 
posed Northwest Expressway is located approximately 1200 feet northwest 
of the suggested interchange at Old Court Road, which is far less than the 
minimum desirable interchange spacing of one mile.    An interchange at Old 
Court Road,  in addition to that proposed at the Beltway,  would create tre- 
mendous operational problems even with the use of collector-distributor 
roadways.    The acquisition of two public recreation areas,   Gwynnvale Park 
and Sudbrook Park,  would be required,  and Federal Law,  Section 138,   Title 
23,   U.S. C.   permits the use of publicly-owned parks and recreational areas 
for highway purposes,   only if there is no feasible and prudent alternative to 
the use of such land.    The recommended alternate proposes that the highway 
portion of the project be terminated at the Baltimore Beltway,  with no high- 
way or interchanges south of that point. 

Provide Minimal Improvements to Reisterstown Road 
Rebuild the Reisterstown Road-Baltimore Beltway Interchange 

Build a Bypass of Reisterstown 
Combine Rapid Transit with Improvements to Reisterstown Road 

Build-a Rapid Transit System - Do Not Build the Northwest Expressway 

Population growth and commercial development in the Northwest 
Corridor has been anticipated and projected in both Baltimore County's "1980 
Guideplan",   prepared in 1972 by the County Office of  Planning and Zoning, and 
in the General Development Plan for the Baltimore Region,   prepared and 
adopted in December,   1972 by the Regional Planning Council.    The Northwest 
Corridor is one of the planned growth areas indicated in the County's Guide- 
plan,   particularly in the vicinity of the proposed Sector Center,  because of 
the current availability of water service,   the proposed Gwynns Falls sanitary 
sewer system reinforcement,  which is scheduled to be constructed and in 
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operation from the Baltimore City Line to Reisterstown by 1978 and the im- 
proved accessibility offered by the proposed Northwest Expressway/Rapid 
Transit project.    The travel desires resulting from this growth have been 
projected for the design year of 1995,   and are summarized as follows.    It 
is estimated that a total daily patronage of 48, 500 will utilize the Rapid 
Transit Facility in 1990.    The projected averagie daily traffic volumes on 
the Northwest Expressway in 1995 range from a minimum of 26, 000 in the 
vicinity, of Reisterstown,  to a maximum of 85,000 north of the Baltimore 
Beltway (1-695).    These trips are in addition to the 20, 000 to 42, 000 ADT 
projected for existing Reisterstown Road.    None of the proposals listed 
above; i.e.  to provide minimal improvements to Reisterstown Road such as 
a median,   progressive signalization,   parking restrictions,   turn controls, 
widening at intersections and green signal time in excess of 50 percent; to 
rebuild the Reisterstown Road-Beltway Interchange; to build a bypass of 
Reisterstown; to combine Rapid Transit with improvements to Reisterstown 
Road; or to build a Rapid Transit System without the Northwest Expressway 
can accommodate the projected travel desires for the Northwest Corridor. 
The Reisterstown Road-Baltimore Beltway Interchange,  being improved at 
the present time,   and the widening of existing Reisterstown Road has been 
included in the 1975-1994 Maryland 20-Year Highway Needs Study.    Existing 
Reisterstown Road,   even with all of the suggested improvements,   could 
only accommodate 20, 000 to 25, 000 ADT operating at a desirable Level 'C1 

Servi.ce.    All three proposals - Northwest Expressway,  Phase I Rapid Trans- 
it and the Improvements to Existing Reisterstown Road are needed to meet 
the proje.cted transportation requirements for the 1995 design year,  in addi- 
tion to the improvement to all arterial roads crossing the corridor,  particu- 
larly those providing access to the Northwest Expressway/Rapid Transit 
Facility. 

Feeder and Access Roads 

A number of citizens expressed concern at the Corridor Public 
Hearing regarding the impact of additional traffic volumes on feeder streets 
leading to the proposed Rapid Transit Station Sites and Expressway inter- 
changes and the proposed planning to improve these secondary roads,   as re- 
quired to provide an adequate level of service for the traffic projections.    An 
analysis of the approach roads has been included in this Final Statement.    See 
Volume I,   page C-10. 

Feeder Bus System 

The complementary feeder bus system proposed for operation 
in support of the Phase I Rapid Transit System will be the subject of a 
study by the Mass Transit Administration in the near future.    The study will 
be approached in a comprehensive manner,   including the type and size of 
bus to be placed in service in the Northwest Corridor,  bus headways and the 
location of feeder bus routes. 

tf 
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The combination of rail rapid transit and a feeder bus system 
would greatly reduce the long haul passenger service now totally provided 
by an existing bus system and provides the opportunity to increase transit 
service in areas such as Randallstown and Reisterstown.    Conceptually, 
this would reduce the number of bus miles per transit patron required in the 
Northwest Corridor,  and should be considered as a positive impact in that 
area. 

Changes in Land Use,  Population Growth,  and Commercial and 
Industrial Development Resulting from each Alternate  

The changes in land use,   population growth and commercial de- 
velopment resulting from the proposed project has been taken into considera- 
tion by Baltimore County's Office of Planning and Zoning in the preparation 
of the 1980 Guideplan.    To graphically show these projected changes,   two 
land use maps (Drawings No.   7 and 8) are included in the Final Statement. 
A verbal description of existing and proposed land uses and commercial de- 
velopment along the project corridor is included in this Final Statement. 
See Volume I,  page B-4. 

The broad scale effects on development over a large area for 
each alternate presented at the Public Hearing has also been discussed in 
this Final Statement as a result of a comment by the U.  S.   Department of 
Housing and Urban Development and the Baltimore Regional Planning Coun- 
cil.     See Volume I,  page C-l for Alternates 1 and 2,  and Volume I,  pages 
D-8 and D-12 for Alternates 3 and 4. 

Land Use Planning Around Rapid Transit Stations 

The location of the Rapid Transit Stations were developed to 
be compatible with the General Development Plan for the Baltimore Region 
and also with the development guidelines of Baltimore County.    At this time, 
the responsibility of land development adjacent to station areas is not with 
the Mass Transit Administration or any other modal administration of the 
Maryland Department of Transportation.    The local jurisdiction remains 
the controlling authority in the area of zoning and land use controls. 

System-Wide Impacts of the Project on 1-695,   1-83 and City Streets 

Traffic data developed for the "Baltimore Region Environmen- 
tal Impact Study" (BREIS) has been refined for use in the Northwest Corri- 
dor,  and traffic volumes were developed for the Northwest Expressway,   the 
Beltway and other roads in the highway system of the General Development 
Plan.    Using this traffic data projected to the 1995 design year,  and assuming 
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that these highways will be improved in accordance with recommendations 
in the 1975-1994 Maryland 20-Year Highway Needs Study,   the system-wide 
impacts in terms of Level of Service are listed below for highways that 
could be affected by traffic from the proposed Northwest Expressway. 

- Local.:or - 1995 Level of Service 
1-70    -East of Beltway (1-695) E (6 lanes) 
1-695 - South of Northwest Expressway E (8 lanes) 
1-695 - North of Northwest Expressway E (8 lanes) 
1-83    - South of Beltway (1-695) . E (6 lanes) 
Reisterstown Road - Inside Beltway *F (4 lanes) 
Liberty Road - Inside Beltway *F (4 lanes) 

*   Assumes no operational improvements 

Thermal Pollution 

A research of this subject failed to uncover any information or 
authoritative studies relating paved surfaces to a change in ambient air 
temperature in the vicinity of a proposed highway project.    An educated de- 
duction leads us to believe that the highway project itself (with long and nar- 
row land use requirements) would have an insignificant and unmeasurable 
effect on ambient air temperature.    Increased development in the Northwest 
Corridor,  which could occur with or without the Expressway,  involving large 
areas of land use change from a rural wooded setting to an urban dwelling or 
commercial environment may cause a gradual increase in ambient air temper- 
ature over the years of development.    A quantitative value of this increase 
would be,   at best,  a projected estimation and its effect on existing land use 
would be different at each location in the corridor,  depending on elevation, 
contours,   percentage of existing development,  wooded area or open fields, 
meteorological conditions,   etc. 

Right-of-Way Required from Sudbrook Park 

A part of the Sudbrook Park playground was inadvertently con- 
structed on a parcel of land previously purchased by the State Highway Ad- 
ministration for the proposed Northwest Expressway.    This particular 4.4 
acre parcel was designated as Extra Land,   based on the I960 plans for the 
Expressway,   and concern has been expressed that the State cannot assure the 
County Department of Recreation and Parks that this land will not be used for 
Expressway or Rapid Transit construction.    The State Highway answered this 
concern as much as possible in a letter dated April 3,   1973 to the Department 
of Recreation and Parks.    The letter cited the procedures to be followed,   and 
the approvals that must be obtained,  in order to determine the possible effect 
on Sudbrook Park.    In the absence of approvals and details at this time,   the 
State advised the County that none of the alternatives under consideration 
seem to encroach on the property more than originally contemplated on the 
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I960 right-of-way plats 28767 and 28768 and that more definitive information   'K ' 
will become available after receipt of design approval and preparation of 
final metes and bounds right-of-way plats. 

Adequate Parking at Rapid Transit Stations 

Based on patronage projections made by the Mass Transit Ad- 
ministration,  the estimated number of patrons and vehicle traffic data has 
been determined for the peak hours and mode of travel at each station site./ 
This information has been converted into approximate space requirements 
for buses,  kiss-n-ride vehicles and park-n-ride vehicles.    The parking lot 
size at Milford Mill Road and Owings Mills has been planned to accommodate 
the projected vehicle usage;  however,   the parking area at Old Court Road is 
restricted in size by the unavailability of land in the vicinity of the station 
and the parking demand is estimated to exceed its planned capacity. 

Access Across Expressway for Emergency Vehicles 

Bridge structures have been proposed at all arterial and col- 
lector streets that presently cross the Northwest Expressway project. 
Travel times and patterns across the Northwest Corridor between Reisters- 
town Road and Liberty Road will remain unchanged or be improved by virtue 
of the Expressway project not only for emergency vehicles but for all cross 
corridor traffic.    Bridges are proposed at Milford Mill Road,  Sudbrook 
Road,  Old Court Road,   Baltimore Beltway,  Mount Wilson Lane,  McDonogh 
Road,  Painters Mill Road,   Dolfield Road,  Pleasant Hill Road,   Church Lane, 
Cherry Hill Road,   Berrymans Lane,   Glyndon Drive Extended,   Cockeys Mill 
Road,   Westminster Pike and Butler Road Extended.    One of the benefits of 
the proposed Expressway is reduced travel times for emergency vehicles 
with destinations in the northwest or southeast direction in the corridor. 

Safe Transportation 

Accident statistics for the Northwest Expressway were com- 
pared to the alternate for improving Reisterstown Roac1 and to the existing 
road without improvement on the basis of historical studies on similar type 
highways throughout Maryland.    One speaker at the Public Hearing indicated 
that the Northwest Expressway project would not provide safe transportation, 
and that "The State Highway Administration has been foolin3 us with their 
figures showing how super safe this road will be". 

Accident rates published in "Public Roads - September,   1972" 
shows that Maryland's accident rate predicted for this project is comparable 
to the national average on Interstate Freeways included in this publication. 
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Effect on Property Values 

The State Highway Administration's claim that property values 
will increase in the vicinity of a modern and efficient transportation system 
was general in nature,' and is true when taken in that context.    There is no 
question that some properties will be adversely affected by a project of this 
magnitude and the number of residences and businesses that must be re- 
moved and people who must be displaced are included in this Final Statement. 
Relocation assistance and payments will be provided by standard procedures 
now in effect,  in accordance with the Federal Highway Administration's 
IM 80-1-71.    A detailed description of the standard procedures for property 
acquisition and relocation assistance was also made at both Public Hearings, 
and is included in the transcript of these Hearings. 

Noise Levels 

Ambient noise levels and the acoustic impact from the project 
are described in this Final.Statement.   See Volume I, pageC-37.   The increase in 
noise levels and the provisions to minimize adverse impact fromnoise was a very 
real concern expressed by a number of speakers at the Public Hearing. 

Noise   reducing barriers   or  devices  will be   carefully 
studied   by   the   State   Highway   Administration   not   only   to   meet   the 
national standards established by the Federal Highway Administration's 
FHPM 7-7-3,  but- also in those areas subjected to a substantial decibel in- 
crease over ambient.    In order to reduce the noise generated by the project,' 
noise barriers may consist of earth mounds,  vertical walls or their equiva- 
lent,   depressed roadway gradients or a combination of these devices.    Addi- 
tional studies will be necessary to  determine the proper procedure at each 
noise sensitive location. 

Air Quality 

The air quality analysis developed in the Draft Statement has 
been revised and is currently based on traffic data developed with the "Balti- 
more Regional Environmental Impact Study" (BREIS).   The revised air quality 
impact has been included in this Final Statement.    See Volume I,  page C-58. 
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K-     COMMENTS RECEIVED ON SUPPLEMENT TO DRAFT 
ENVIRONMENTAL STATEMENT: 

Index of Letter Comments Received on 
Supplement to Draft Environmental Statement/Section 4(f) Statement 
 (FHWA-MD-EIS-73-01-DS)  

Letter Date of 
Designation                                           Agency Letter 

A U.S.  Department of Agriculture - Soil Conservation 
Service 11/13/75 

B                    The Sudbrook Club 11/17/75 
C                  City of Baltimore 11/24/75 
D                   U.S.   Environmental Protection Agency 11/26/75 
E                   Mrs.   Jessa K.  Goldberg 11/26/75 
F                   Baltimore County Historical Society,   Inc. 12/1/75 
G                   Old Court Estates Improvement Association,  Inc. 12/6/75 
H                  Baltimore County - Office of Planning & Zoning 12/9/75 
I                    Not Used 
J                   Metropolitan Clearinghouse Regional Planning 

Council 12/12/75 
K                   Better Air Coalition 12/16/75 
L                   Baltimore County Department of Public Works 12/15/75 
M                   Department of the Army 1/   5/76 
N                  Maryland Department of State Planning 12/30/75 
O                   U.  S.  Department of the Interior 12/18/75 
P                   U.S. Department of Transportation-Office of Secty. 12/19/75 
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UNITED STATES DEPARTMENT OF AGRICULTURE 

SOIL CONSERVATION SERVICE - 1*321 Hartvick Rd., Rm.   ^22 

College Park, Maryland    267^0 

November 13, 1975 

Mr.  Robert J. Hajzyk 
Office of Planning & Preliminary Engineering 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland    21201 _   . Olfik 

Dear Mr.  Hajzyk: 

i . 

-471 CN. - >"i  i- - • •-   ••••  v '" 

This is in response to your October 2k, 1975 letter to this office 
inviting comments on a supplement to the Draft Environmental Impact 
Statement for the Northwest Expressway and Phase I Rapid Transit in 
Baltimore County, Maryland. 

We previously replied to the original Draft Impact Statement in a letter 
to Mr. Phillip Miller dated April 30, 1973. Our comments regarding this 
project are still the same as indicated in that letter. 

We appreciate the opportunity to review this supplement. 
of further assistance, please let me know. 

Sincerely, 

Graham T. Munkittrick 
State Conservationist 

cc: R. M. Davis, Administrator 
Office of the Coordinator 
Council on Envir. Quality (5 copies) 

If we can be 

j/^r—' 

MSiTOi, 1 
N0V19 1975 

DIRECTOR, OFFIM Of 
mm & mmm wsiswaMfi 

Response to Comment 

The Soil Conservation Service is concerned with erosion 
control during the operational phase of the transportation system. 
A statement regarding this aspect of the project has been included 
in the final statement.    See page C-36,   this Volume; 



Mr.   Philip  ft.   Miller,   Chitif 
Dureau of Special  Services 
State lligliway Administration 
300 West Preston Street 
Baltimore, Maryland    21201 

Dear Mr. Miller: 

MAY , ,33 ^ 
PH«.'P I). MILLEIV 

0 

This is in response to your February 21, 1973 letters to  this office 
and to Dr.  T.  C.  Byerly of VSDA, Washington, D.  C.  inviting comments 
on a draft environmental statement for the Northwest Transportation 
Corridor dated January 29,  1973. 

We believe this statement adequately provides for the care of sedi- 
mentation and erosion control during construction processes. A more 
positive position on erosion control during operations of the trans- 
portation system would strengthen  the final statement. 

We agree with  the statements on page B-5 that Alternate location No.  1 
would be more difficult for erosion control and would create added flooding 
problems.    For these reasons location No.  2 would be more desirable. 

We appreciate the opportunity to review this environmental statement and 
trust our comments are helpful.    If we can assist you in these erosion 
control activities,  let us know. 

Sincerely, 

CLLrfM* 
^GRAHAM T.   MUNKITTRICK 
State Conservationist 

cc:    Kenneth E. Grant, Administrator 
Dr.  T.  C. Byerly 
Council on Environmental Quality   (10 copies) 

MOV or iiO 

WM.F.LINS.JR. 
CHiEF, BUREAU OF 
HlGHWA'i DESIGH 



PIKESVILLE, MARYLAND 21208 

November.17,   1975 

^ 

P 
NOV i 0 »37^ 

Mr» Robert J. Hajzyk, Director 
Office of Planninfj and Preliminary Engineering 
State Highway Administration 
500 'west Preston Street 
Hoom 209 
baltlmore,  Maryland 21201 

liitt:;;::.-1;!:::; c? 

NOV  r>.r  1975 

Re:     Supplement  to Draft Environmental Statement       WM. F. LJ.\rS JR       — 
Section 4(f)   Statement CHIEF, BUiWl) OH 
Report  Number:     FJiWA-MD-EIS-73-01-DS HIGHWAY DESIGN" 

Dear Sir: 

We begin our reply to the Section 4(f) Statement 
by directing your attention to Page A-2, Para. 3, in 
which we find the "Project  accepted by local 
elected officials". As recently as June, 1975, 
ivir. Ted Venetoulls, the Baltimore County Executive, 
directed that a Task i-'orce be formed and its findings 
presented to him concerning what the electorate of 
the area did or did not want.  He would then decide 
what he would accept.  The Task ^'orce reported to 
Mr. Venetoulis but, as of this date, he has declined 
to endorse anything. Additionally, all three of our 
Representatives to the House of delegates have been 
opposed to the original four alternatives. 

To date, there are a total of approximately 
sixteen studies and/or alternates concerning the 
Northwest Exprssway.  'We must ask: 

CSMMBNTN'. I 1. Who are these local officials who have accepted? 
2. What "Project" have they accepted? 

Under the "Need for the Project", A-6 through A-9, 
we find that a very bleak picture has been painted in so 
far as transportation in the Northwest Corridor is con- 
cerned.  Specific attention has been given to Rt. 140 and 
695.  The following facts are conspicuous by their absence: 

1. Rt. 26 has been widened and left turn lanes 
provided. 

2. Rt. 140 has been widened and left turn lanes 
provided. ' 

3. Rt. 695 has had its entrance and exit ramps 
improved. 

4. The intersection of Rt. 140 and Rt. 695 is 
being improved. 

1 



Mr. Robert J. xajzyk • 
State highway Administration 
November 17,'1975 
Page 2 

All of these improvements have greatly improved 
traffic flow in the Northwest Corridor, thus, down- 
grading the need for an Expressway. Additionally, we 
see that ht. 695 "approaches capacity during peak hours." 
The truth of the matter is that Rt. 695 is at capacity. 
So stated Mr. A. W. Noack, Jr. of Runimel, Klepper k  Kanl 
at a meeting with our Organization in January of this 
year. Further, when asked if there was any truth in the 
statement that Rt. 695 would need to be widened two lanes 
in each direction to handle the increased load generated 
by the proposed Northwest Expressway, his answer was 
affirmative. We suspect that this fact has been deleted 
from every publication concerning this "froject" for fear 
that someone would ask the inevitable question.  Where 
does the ribbon of concrete end? 

Last, but not least, we find one small sentence 
addressed to the problem of improvement to arterial roads 
providing access to the "Project." This sounds like a 
simple, logical statement. Logical it is not and in 
another connotation it is simple. 

First, if these arterials are not improved, our 
small community roads will be jammed with traffic 
creating noise and air pollution problems in addition 
to safety. 

Second, the State has dumped the burden of responsi- 
bility for these improvements on Baltimore County. 
Baltimore County has no plans to improve these arterials 
at this time. 

Third, if and when Baltiiaore County do6s improve these 
arterials, Sudbrook Park will have more of its property 
condemned (along Milford Mill Rood) and will then have 
a four-lane highway on its southern border and the "Project" 
on its northern and eastern borders.  Three out of four 
is a good average. With another three million dollars, 
and twenty more years, you should be able to find a way 
to completely encircle the Historic Community of Sudbrook 
Park with the ribbon of concrete. 

Under the discussion of Alt. #3 (A-2.3) , v.'e find a 
new and disturbing statement. We are told that the 
possibility exists for the county to build, or have built, 
some type of road in the currently designated right-of- 

"C 0MMr'U7 H? 2  ''',ay•  0ur impression, through these .-nany years, has been 
that any unused portion, or portions, of the right-of-way 
would be returned t© the open market for purchase by 
individuals. Wo must now ask for a definite clarification 
on this point.  If wo must direct our efi'orts towards ac- 
complishing this ;roal, we want to know about it NOW. 



jtfr. Hobcrt J . H i.Hyk 
iitnto ili^liway Kimlnlatration 
"November 17,' 1975 

On D-23 we read that the ambient noise level in 
the corridor is 58dbA.  Immediately below this statercent, 
we find a chart which gives LI^Q readings for Alternate 3. 
How are we to belJevu thai, the introduction of four 
lanes of highway and two lanes of rapid transit will 
produce noise levels loss than the ambient in thi'ee of 
the four locations listed? Additional proof is found 
in the Jraft iinvironmental Impact statement, on A-,/i2, 
which gives current ambient levels at two locations in 
iiudbrook Park as being 72dbA and b7dbA at L^Q level. 
The chart on D-23 of the bupplemental 4(f) Statement 
gives projected L-,Q levels less than current readings. . 

/  /ofTklp %    THIS IS IMPOSSIBLE.  Aoditionally, the Acoustics 
C.oMt;i.f*i n-3    co.rpar5son"*Chart on D~22 (4(f) Statement) is for 

"Alternates on New .Location." What alternates? In 
an effort to clarify this, a phone call was made to 
Mr. Fred Gottemoeller on Vv'ednesday, November 12, 1975. 
He stated that this data applied to all alternates. 
This also is Impossible because all alternates do not 
contain the Kxpre:i:jway. 

Attachment No. 4 deals with the Public Information 
Meetings of December, 1974. V/e take special exception 
to the corrunents by Mr. A. W. Noack, Jr., of hummel, 
Klepper & Aahl, concerning the flooding of the iiwynns 
Falls, the retention ponds and the treatment of noise. 
This community, as well as others, have publicly stated 
their belief that the "Project" will be a contributing 
factor towards flooding. Storm retention ponds designed 
on a ten year intensity storm level are ridiculous. Two 
Hurricanes (Agnes, June 22, 1972 and Eloise, September 25, 

/ UIK'TN-A-    1-975) at one hundred year intensity levels in (3) years 
^(lM SHOULD be convincing enough for anyone.  Mnally, the 

treatment of noise from the "Project" has net been 
adequately explained as evidenced by our past comments 
and the comments expressed in this reply.  This writer 
has taken issue with Mr. Noack personally on these 
items and is at a loss as to why he would make 
erroneous comments such as found in the 4(f) Statement. 

On the positive side, we hope that you will note 
Mr. Noack's comments on the opposition to the extension 
of Wabash Avenue, as did Mr. Frank Hoppe• 

We note, with reference to our previous question on 
Historic boundary Lines, that "the Department has met 
with the Maryland Historical Trust-and the National 
Advisory Council on.Historic Preservation on numerous 
occasions concerning Sudbrook Park Llstrict."  Not once 
have we been invited to attend and give input. As 
recently as November 11, 1975, "AY.   Gunther Gottfeld, 
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Mr. Robert J  'iajzyk •• 
State jii^hway Adininlstrutlon 
November 17," 197b 
Page 4 

John N. Pearce and Dane Ismart were observed making 
an on-aight inspection in Sudbrook Park. We dis- 
covered this quite by accident. We had assurances from 
Mr. Fred Liottemoeller, at the above referenced Task 
Force, that this would not happen again,  .'/hy does 
this continue to occur? 

The reply to the question on the Signal Systems at 
Patterson Avenue and Mllford Mill hoad proves in your own 
words the design failure of the highway portion of the 

— "Project".  Your own traffic volume projections indicate' 
a 22%  overload In this area bv 1995. Access to the 
"Project" would be denied at 'peak hours" when it is 
needed most.  The "overflow" would be directed back 
onto the very same alternate routes that the "Project" 
is supposed to relieve. This is another of the important 
reasons why the portion of the highway'from the City Line 

"" to the Beltway should not be built. 

There is a question on the EPA Mandate to reduce 
— emissions from automobiles in the Baltimore region, 

specifically, Baltimore City.  You do not accomplish 
this by designing and building a system which purports 
to make it easier to reach Baltimore City. As for 
closing the highway, who actually believes that after 
the expenditure of millions, serious consideration will 

OUMLN'J N~ fj     evsr be given to actually closing this system down? Out 
~ of curiosity, how would this be accomplished? 

It has been pointed out that the Catalytic Converter, 
which was supposed to produce a 90^ "assumed" reduction 
in pollution levels, Is now producing pollutants of its 
own. Because these are "new pollutants and methods for 

_ predicting levels have not been developed", the problem 
is ignored. However, let us not panic, for when we 
discover that these pollutants are killing us, we can 
always develope a Catalytic Converter to clean up the 
First Catalytic Converter. As for the diesel engine, 
we know of no domestic automobile manufacturer who is 
considering Its use. Foreign diesel powered cars are 
too expensive for the average nmerican to buy. 

Attached is a copy of a portion of this Community's 
presentation at the Northwest Expressway Task Force 
Meeting on June 2, 1975.  This portion deals with our 
efforts to obtain data.  It is interesting to note that 
tho entire first six !terns have been deleted from 
this Supplemental 4(f) Statement.  These items clearly 
demonstrated that Information in a form that we could 
best use was not available to us. At the Task Force 
Meeting, we were advised that this policy would change. 
However, we still find people coming in and out of our 
Community making on-sight inspections without our know- 
ledge.  Again, we ask, why? 
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Ev en wo 
to the Slip pi 
for whn t It 
by Bait imoro 
pm ti c f P'-'tio 
representatl 
the pro posed 
of the Task 
ei thor. For 
follows • • 

rse \a   the foct that Attaclunent No. 5 to 
emental 4(f) Statement'Is not acknowled/?ed 
really was.  It was a Task Force initiated 
County Executive Ted Venetoulis with 

n by not only the Sudbmok Club, but 
ves from other Civic Groups affected by 
"Proiect." Likewise, the recommendations 

Force ere not found in Attachment No.. 5 
the record, that recommendation was as 

1. Delete the expressway within the Beltway, 
as found in Alternate 9A. 

2. Delete the extension of Wabash Avenue from 
the City Line to Milford Mill head. 

3. Reduce the size of the Milford Station. 
4. Reduce the size of the Old Court Station. 
5. Reinstate the KcDonough Road Station. 
6. Initiate an Intense study within the Beltway 

to determine accurate patronage figures. 

The deletion of the above material causes us to 
have grave doubts about the integrity of those charged 
with the responsibility for the "Project."  Lvents 
such as these only reinforce the need for Civic Groups 
to be the watchdogs over those who are paid to act- 
responsibly in the public interest. 

It is our opinion that the recommendation of the 
Task Force offers relief for the transportation problems 
of the Northwest Corridor while, at the same time, 
prevents the destruction of many small communities 
including Historic Sudbrook Park. 

The combination Expressway - Rapid Transit Project 
might have worked well within the Beltway had it been 
implemented twenty years ago, before the area became 
highly developed. We believe the time has come for 
the Department of Transportation to stop fooling itself 
and trying to fool the Public.  Let's move ahead with 
what _ls practicle and acceptable to the People who will 
have to live with it. 

JLD/lmd 
Attach:-. (2) 

Sincerely yours, 

THE SUDBROOK CLUB, INC. 

John L. Dowell, III 
Civic Improvement Committee 
1018 Kingston Road 
Sudbrook Park 
Plkosville, Maryland 21208 



tiorShwc'-it  ::xr>r.    awn.y Tank  F->."co  Aieetlnt; -     \m  l:.t 1976 - 

i^ •     jfi'ort^   V,o  obtrt'n data  on  .''ropostad   .T^^oct 

1 •    .'•raft  '-•.'nvlron:nontul  :..r.pact .'it-'itomeat 

A.     I.'.ouea oac  copy shortly before Av,rll   '73 Public 
lioarVt).;, with resultant effect of" not,  enough tine 
to properly proparo  for ifcarins. 

13,     I'.xtra  coploa  of  ;r;,pact JUtoiaent  .:; 115.00 a copy 
not available. 

C.    Chock made at  "vir^inla i'riatina 0o:noanv - no copiea 
available. 

2. Transcript of r'-gbllc Honrin;-: 

A. liequeatod copy - offered to pay cost involved. 

B. Hequest refused. 

C. finally roceivod copy through efforts of telegato 
Howard j'toedle. 

3. >• 1 na 1 1 irtpn c t J ta to mo at 

A. hequeatod cop;,1 - offered to pay co;;t involved, 

b.  neipcst refused. 

C.  .^liiccd on mailing list through efforts of Howard 
Needle and County Kxecutlva. 

4. 41:' btatenent - oamo as fi2  & 3 

$•  r^rr.c wcalc .-apa shov/lnf, dotalla of Pro,loot 

A.  hoquostod copiea - offered to pay coot involved. 

13.  fiequeat refused. 

C.  deceived mapn Kay 23, 1975 through request of Howard 
hoedle and County executive. 

6»  Concluslon 

A. A  doliborato  effort on part of State has been made  to 
v.ithhold  data  and  information on project from 
concerned,   internstod com-nunity or^nizatlons. 

B. Conclusion further substantiated by fact that ouch 
or^unizatione  have  had  to  initiate requests 
periodically for  information on project status. 

C. yuither,   the  present mectin.-r  is a result of actiona 
taken by  co^unity  or:yinlaatJ.ons   -  not   the  Stats. 



Response to Comments by 
The Sudbrook Club 

&. v 

Comment No.   1 The Baltimore County Councilmen and General 
Assembly Delegation are the loca\ elected offi- 
cials who have indicated acceptance of the State's 
20-Year Highway Needs Study,  from which the 
continuing Five-Year State Highway Improvement 
Program is developed.    The project referred to 
is Relocated U.  S.   Route 140 (Northwest Express- 
way),  which is included in the 20-Year Highway 
Needs Study approved for 1975-1994 by Baltimore 
County.    The approval is for budgeting purposes, 
and does not cover a specific route location.    The 
route location is being studied through this Final 
EIS,   and is subject to approval by Md.  DOT and 
U.S. DOT. 

Comment No.   2 

Comment No.   3 

The Sudbrook Club is concerned regarding the state- 
ment in the Draft Section 4(f) Statement (FHWA- 
MD-EIS-73-01-DS)   under  Alternate 3  that 
some type of road could be built in the right-of- 
way currently designated for the proposed North- 
west Expressway. 

The statement concerning the possibility of another 
road was made in conjunction with Alternate 3 as 
an attempt to point out the pressures that could de- 
velop for adequate transportation if Alternate 3 
turned out to be the selected recomnaendation. 
There are no current plans by the State or County 
for another type of road at this location. 

Noise Levels.    The ambient noise level of 58 dBA 
on page D-23 of the Draft Section 4(f) Statement 
(FHWA-MD-EIS-73-01-DS) was   noted as being the 
average ambient level in the corridor,   excluding 
the ambient reading made on Reisterstown Road. 
Existing noise levels at specific locations do vary 
considerably from the average ambient as noted by 
the two noise measurements made in Sudbrook 
Park.    The LiiQ = 72 dBA was measured near Mil- 
ford Mill Road at Greenwood Road and the LIQ 

= 57 
dBA was measured at the intersection of Cliveden 
Road East & Cliveden Road West.    The average 
LIQ = 58 dBA was used for comparison to the 



predicted noise levels as being representative 
of the actual existing noise levels in the vicin- 
ity of the expressway proposed with Alternate 8. 

The noise levels predicted for the project through 
Sudbrook Park are relatively lew because the en- 
tire expressway /transit facility with Alternate 8 
was proposed to be placed in a tunnel under Sud- 
brook Road.    This was one of the measures pro- 
posed to mitigate the adverse noise impact at 
this location. 

Comment No.  4 -    Studies by the State and County to reduce the 
flooding of the Gwynns Falls is outlined in this 
Final Statement.    See page J-4,   this Volume. 

Comment No.   5 -    Traffic no longer enters Baltimore City on 
Wabash Avenue with the recommended alternate; 
however,  in answer to the question,   traffic con- 
trol would have been limited to closing the south- 
bound Milford Mill Interchange ramp during crit- 
ical traffic periods at the Wabash-Patterson inter- 
section as determined by traffic monitoring devices. 

S & 



WILLIAM  DONALD SCIIAEFHR, Mayor 
on-icn or THE MAYOR • CITY or BALTJMOKJ: 

230  City H.ll, lUltimorr.  M.tyl.nJ  2)202,  (301)  396-3100 

•In- n jilv refer to:      M0-20 

November 24,  1975 

ft 

j;EC   2 1S75 Mr. Robert J. Hajzyk, Director 
Office of Planning & Preliminary Engineering 
State Highvray Administration 
P.O. Box 717 
300 West Preston Street 
Baltimore, Maryland 21203 

Dear Mr. Hajzyk: 

Enclosed is a copy of a staff review of the draft EIS on the Northwest 
Expressway, prepared by staff of the Department of Planning. You will 
note that they have raised a murher of concerns which I feel are of 
serious import.  I believe it would be prudent if your staff undertook 
the necessary technical work to answer the questions which they have 
posed and to respond in some detail to the differences in interpretation 
of the data which they have identified. 

Although the issue of developmental considerations are touched on only 
lightly in this memorandum, these may have more consequence for both the 
City and the County than the purely transportation issues discussed by 
the Department of Planning staff. While I recognize that M-DOT is 
currently operating in an atmosphere of extremely tight funds, I would 
view with great concern the development of long-range plans, which will 
irrevocably shape the future of this region, based solely on the short- 
range financial considerations which appear to be weighing so heavily 
today. 

I am, today, submitting a request for technical services to the Regional 
Planning Council asking for additional evaluation of the transportation 
issues in the Northwest Corridor, both highway and transit, supplemented 
by an evaluation of the developmental implications of following one or 
another of the options defined in the EIS.  1 believe that a full City 
response to the draft can only be made with this additional material in 
hand. 



Mr. Robert J. Hajzyk 
Page 2 
November 24, 1975 

It must be clearly understood that the City strongly supports the immediate 
development of the Northwest Rail Rapid-Transit line; indeed, our major 
concern with the present conceptual development of the "joint facility" is 
that it is one likely to undermine the development of the transit line. 
Scarce funds appear likely to be diverted from needed transit construction 
to a highway project of questionable utility. Worse, the highway segment— 
outside the Beltway and beyond the limits of the transit line—may well 
tend to establish an auto orientation to the new development which will 
be hostile to increased transit utilization over both the short and the 
long-term future. 

I am, therefore, formally requesting that no action be taken to secure 
final approval of this document from ,the US-DOT until we have had the 
opportunity to review these additional technical studies. 

Sincerely, 

7 A- 
Bernard L. Berkowitz 
Fhysical Development Coordinator 

CC: Larry Saben, Md-DOT 
Harry Hughes, Secretary-Md-DOT 
Bernie Evans, State Highway Administrator 
Walter Addison, Mass Transit Administrator 
Larry Walsh, Physical Development Coordinator, Balto. County 
Robert Embry, Commissioner, HCD 

Enclosure 



SUBJECT 

TO 

jptAVSPORTATTOM rL/LVilHIG. -tA^ 
DEPARTMENT OF PLANNING 
JfflLXLQflR, ??? FAST SARATOGA STREET 

NORTHWEST EXPRESSWAY / PHASE I EIS 

• ..BALTI^HOK-E 

DATE:  November 21, 1975 

Mr. Larry Reich 
Director 

Several weeks ago a revised Environmental Impact Statement and 4-F Report 
for the proposed extension of the Northwest Expressway (Wabash Avenue) from 
Patterson Avenue to Reisterstown and the Phase I Rapid Transit line from 
the Baltimore City line to Owings Mills was received. Over the last several 
weeks we have been reviewing this document; we are now prepared to submit 
comments to you for your consideration and for possible transmittal to Robert 

Hajzyk at the State Highway Administration. 

The report expands upon the four general options described in the original 
Btatement, which were presented at public hearing several years ago. The 
first two called for development of six-lane expressway sections extending 
from Patterson Avenue to Reisterstown Road; they differ only in the hori- 
zontal alignment of the highway facility. The third alternative--a no- 
build alternative on .the Northwest Expressway and rapid transit facility— 
recognizes the need for highway improvements in the corridor and consequently 
discusses the impact of widening Reisterstown Road from the Baltimore City 
line to Reisterstown (11.6 miles). While the expressway would not be in- 
structed, the rapid transit line could be developed on the abandoned 
expressway right-of-way. The fourth alternative is a pure no-build alter- 
native - one in which neither the Northwest Expressway nor the rapid transit 
facility would be constructed and there would be no widening implemented 

along Reisterstown Road. 

Several variations to Alternatives 1 and 2 were investigated to change 
the vertical alignment of the joint facility in the Sudbrook Park area in 
an attempt to mitigate the impact on this architectural and historical area. 
Two of these describe depressed highway sections;  (2) placed the facility in 
a cut-and-cover tunnel through the Sudbrook Park area itself. On the basis 
of the cost estimates presented it appears that the direct construction cost 
of mitigating the impact ranges from a low of $22.0-nillion (in the retained 
cut approach) to a high of $52-million in the cut-and-cover Sudbrook Park 

tunnel approach. 

Three other alternatives have been defined which are cause for some concern. 
Alternative 7 is one which would construct the Northwest Expressway from the 
Beltway north to the original terminus at Reisterstwon Road, extend Wabash 
Avenue as a surface arterial terminating, at Milford Mill Road, with the rapid 
transit line extending to Owings Mills,  rrom the Stage's standpoint, this 
approach has merit as a cost-saving strategy; the alternative is shown 
as being approximately $17-million cheaper than the "basic" alignment and 
as much as $72-million cheaper than the most expensive "mitigating" align- 
ment.  It does, however, have a number of significant disadvantages—not 
all of which are accurately reflected in the EIS. For example, the report 
notes (page E-9) "for Alternate 7, to compensate for the loss of the North- 
west Expressway inside the Beltway, the 1-695 traffic on Reisterstown Road 
and Liberty Road is greater by approximately 35% and 27% respectively. 

lt-l4t«-3007 «tv. 01/73 
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NORTHWEST EXPRESSWAY / PHASE I EIS 

It would be necessary to widen both roads in order to obtain level 
C se^lce!" Se ElS^is silent on the question of what costs would 
Se aHociited with the widening of Liberty Road; the costs previously 
noted for  the widening of Reisterstown Road ($46.2 million apply for 
Se entire 11.6 mile section; no estimate of the cost of widening only 
Sat portion within the beltway is provided. Presumably, however, the 
bulk of land Tcquistion costs (three-quarters of the total project cost) 
SSd be concentrated in this densely built up sect ion  0« «• 
wegests that if Alternative 7 is to be considered anything otner than 
T^traw man" this proposal must be developed in more detail. More 
prec se c"t e tL'te/of the necessary widening to make Reisterstown 
Road and Liberty Road plausible alternatives should be developed; 
ad itional data! particularly noise evaluation must be detailed. Based 
on the sketchy data provided in the EIS, it would appear that the cost 
Svines associated with this alternate are entirely illusory, however. 
Sone can reasonably assume a cost of $30 million (minimum) for widening 
Reisterstow^ Road-ard a similar figure for the widening of Liberty 
Road--the total project cost of Alternate 7 (taken as a "package ) 
is not Til  million cheaper than Alternate 1, but is instead approximately 
$43^ $45 million hi^T A second and perhaps more serious prcblem 
relates to the quesH^f highway capacity on the. Beltway itself. On 
pa^e E-9 the report states "The Baltimore Beltway would also experience 
anfapproxiLte^ increase in lateral traffic demand with Alternate 7 
on bo?h sides of the Northwest Expressway." Although no £««« »£fic 

data for this facility (1-695) is cited anywhere in the report it » 
noted (page A-8) that "traffic volumes range from 60,000 to 100,JOJ vehicles 
per day with operating conditions approaching capacity during PejK-hours 
«rVnLber of locations. Traffic signals on Reisterstown Road at the 
beltwTramp te^ini cause daily back-ups on the beltway proper during 
peak-hour periods." There is no evaluation reported in the EIS vnich 
would indicate the probable'level of service on the section of ^Itway 
between Reisterstown Road and Liberty Road should Alternate 7 be 
developed; my "informed guess" is that levels of conjestion in this 
area'-wheie radial traffic is required to overlay onto the circum- 
ferential movements in order to pick up the discontinuous movement- 
would be quite considerable.  Insofar as the EIS is silent on the 
ability of the beltway to accor^date this increased traffic movement, 
there is-at least an open question as to the viability of this option. 

Vith your concurrence, I will submit a technical l
serV-^r

t
eJUe

e^d^take 
Bill Ockert, at the Regional Planning Council, asking that he uncertake 
sketch pLn level assignments to the various highway networks to cetail 
the levels of congestion associated with this alternate. 



Mr. Larry Reich 
Page 3 
November 21, 1975 

NORTHWEST EXPRESSWAY / PHASE I EIS 

Alternative 9 would construct the Northwest Expressway ^ between 
l-Srind Reisterstown; the rapid transit facility would be extended 
to the Beltway (Old Court Road Station). Cost data suggest that a 
"saving" of approximately $10 million (total) could be achieved under 
mf alternate! Needless to say, the same questions about traffxc • 

capacity on the Beltway, Liberty Road and Rei;t«^owxl
r^t

(^f 
above) obtain with this alternate; consequently, the project cost 
for Alternate 9 must be inflated by at least the same amount (perhteps 

0 £llion) to reflect the additional street construction work required. 
In addition, an unknown amount of construction money .would be required 
to provide acceptable access to the rapid transit parking areas, in 
particular the Reisterstown Plaza Station which would be denied even 
the "marginal" access via Wabash extended which would" exist in Alter- 
Ste "in Alternate 9, access to Reisterstown Plaza Station, the only 
station which could have adequate parking to serve the northwest corridor, 
would, of necessity, use Patterson Avenue. This street is inadequate 
from both a structural and capacity standpoint to accommodate the volume 
of traffic which it would be required to accept." I would take serious 
erceptJon to statements made in the body of the report with respect 
to'the impact of changes in the highway system upon transit patronage. 
In response to a question, "What would the affect on »*«" «f "^ 
ridership be, if transit only were constructed inside the beltway.  Tne 
statement is made that, "Most of the people traveling to downtown would 
be on the transit in any case, since the Northwest Expressway does not 
provide a good connection to downtown." This comment suggests that 
the State is unaware of the preliminary engineering study, now underway, 
to identify the location for the southerly extension of Wabash Avenue 
in Baltimore City. This reply further suggests a complete misreading 
of the forces which will determine transit patronage'in this corridor. 
If the Northwest Expressway is to be constructed only outside the Beltway, 
and rapid transit stopped within the Beltway, I would anticipate that 
the existing patronage estimates developed for Phase I stations will 
prove to be illusory. The difficulty associated with affecting auto 
and bus access to the transit stations (Old Court Road, Milford Mill, 
Reisterstown Plaza) will be much greater if the Northwest Expressway 
(Wabash Avenue extended) does not exist inside the Beltway:  conversely 
the effect of a "developmental" highway between 1-695 and Reisterstown 
will perhaps permanently fix the character of the Owings Mills area as 
an auto-dominant connunity. Consequently, the patronage estimates 
developed on the basis of plans which assumed a coincident construction 
of both highway and transit will undoubtedly prove to be inflated insofar 
as transit patronage is concerned.  The consequences for the viability of 
the Northwest Transit Line in these circumstances, in my view require 
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serious consideration by the City Adninistration._ The absence of any 
analysis of transit patronage changes resulting from assuming one or 
another of the highway alternates is a serious defect, one which must be 
corrected.  Presumably the SHA/M-DOT staff, even knowing of the RPC - 
developed data in this regard, chose intentionally not to present it. 
The reasons for this are unknown. * 

A basic conceptual problem exists which is identified quite clearly on 
page E-l of the report. The writers state, "The planning proposed to 
minimize harm to the Sudbrook Park historic district has been based on 
two different assumptions. The first assumes that a combined expressway / 
transit facility is necessary south of the Baltimore Beltway, and the design 
modifications made to Alternate 1 and 2 have been included as Alternate 8. 
The second assumes that the highway portion of the Northwest Expressway is 
not necessary south of the Baltimore Beltway, in the proposals developed 
with rapid transit only have been designated as Alternate 7, 9, and 
9A.,, For some reason, the writers of the Study have failed to consider 
the more plausible argument that the highway facility is needed only 
south of the Baltimore Beltway and that it is the rapid transit facility 
which must have continuity from the City line to its proposed Owings Mills 
terminus. It is clear that the costs of developing a highway facility 
vhich does not seriously impair the integrity of the Sudbrook Park historic 
district are high; however, to argue, as the Study does, that these costs 
are so high as to warrant a complete abandonment of the sound planning 
principles which have over the course of the last decade or more incorpor- 
ated a continuous Northwest Expressway / Wabash Avenue from the Park Circle 
area northwesterly to the beltway seems to be an unreasonable response. 

It seems clear, both from the tone and content of EIS as well as from 
separate communications with SHA staff, that the State is leaning very 
strongly toward a redefinition of the project which would delete the 
extension of Wabash Avenue to the beltway; my personal view of this is 
that it would have extremely negative impact upon developmental options 
in the northwestern part of the City and County, would do nothing to 
improve the high levels of congestion and high accident rates presently 
obtaining on the parallel radial arterials, and—coupled with the rela- 
tively cheap and, more importantly, non-controversial highway development 
outside the beltway—would create a land development pattern hostile to 
the creation of a successful rapid transit facility. 

To serve as an adequate basis for decision making, the Environmental 
Impact Statement should be revised to include the following considerations 
which should be reported in considerable detail: 
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CoK'HZNl H0-  1. Technical evaluation of the impact of the various alternatives upon 
patronage at each of the proposed rapid transit stations; 

CoWC^'T Ns  2. Evaluation of the level of service on each of the access roads 
feeding the rapid transit station under each alternative; 

Cr>uvr.u7 A/2 3. Quantification of the cost of widening Reisterstown Rocfd and 
Liberty Road (inside the Beltway) to accoinnodate the diverted 
traffic not accessible to the Northwest Expressway under 

Alternate 7 and 9; 

''".-WMT NB h.    Analysis of the level of service and anticipated accident rates 
on 1-695 (Park Heights Avenue to Liberty Road) under Alternate 

7 and 9; 

(V/'..,'/A/7 /vi"5. A complete evaluation—developed to the same level as that of 
the Alternates in the current EIS—of a new Alternate (10) in 
which the Northwest Expressway / Wabash Avenue would_ extend from 
Patterson Avenue to 1-695 with the Northwest Rapid Transit Line 
eiLtcndin^ to a terminal station at OwinRS Mills. 

It should be noted, in addition, that the required air quality analysis 
section of the report has not yet been submitted and consequently no 
comments can be made on this issue. Insofar as it can be expected that 
there will be significant differences in the level of transit utilization 
—depending first on the extent of the transit line itself and second on 
the competitive relationship between the highway and the transit facility- 
there may well be significant differences in the modal split characteristics 
of trips originating from this district. It remains to be seen, however, 
whether the air quality models which have been (will be?) used in this 
analysis will be sufficiently sensitive to identify this difference. 

Approximately a month ago Secretary (US DOT) Coleman issued a brief 
documenting his decision not to approve the construction of 1-66 inside 
the Capital Beltway in the Washington Metropolitan area. Parallels between 
his discussion of 1-66 and the Northwest Expressway beyond the Beltway are 

*    inescapable. On page 1A of this report, a copy of which is attached, he 
notes, "Over the long-term, the presence of an interstate highway serving 
the same corridor [as the transit line] would divert operating revenues 
from Metro, and compete with the objectives of financially sound Mass 
Transit System that will be used by increasing numbers of commuters as 
they see the advantages of fast, safe and efficient service." I think 
it might well be appropriate if you and members of the Baltimore County 
Adninistration undertook very serious discussions about the impact.of 
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this issue with particular emphasis on relationship between the proposed 
highway construction and with patronage goals of the rapid transit 

facility. 

Either I or Tom Knoche of my staff will be happy, at any. time to discuss 
this issue with you in more detail. • 

dg 

Robert Embry, Jr., Transportation Co6rdinator 
Bernard L. Berkowitz, Physical Development Coordinator 
Jeff Beck, Mayor's Office 
Gene Miller, Dept. of Public Works 
Sheldon Lynn, Deputy Director, Dept. of Planning 
Tom Knoche, City Planner, Dept. of Planning 

Attachment 
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Colunibia.  These include •*•     • 

-: exacerbation of the problem of air  _ 
pollution that currently exceeds national    .  . 

' air quality standards; • 

-. increased congestion on District streets 
and inadequate parking facilities. 

I.- whether the Three Sisters Bridge would be_ 
required in the future to handle 1-66 trattxC.. 

•These questions are troubling in themselves and 

are not addressed adequately in the record.  Moreover 
the policy underlining 23 u.S.C. 10900, concerning ;he 
effect of bridge approaches on adjoining spates, adds 
fo-ce to the importance of my consideration of .the impact 
of'l-66 on increasing traffic volume in the District of 
Columbia, particularly where the District has opposed 
construction of 1-66 as inconsistent with ;.ts evolving  . 

highway system. 

I have also considered the relationship of 1-66 
to the Metro system.  The Vienna Metro line planned for the 
cotridor has been designed in conjunction with 1-66.  If 
1-66 is not built, Metro may well incur additional costs 
including the cost of repurchasing the right of way, which, 
it is maintained by seme, under Virginia luw. may have to 
be made available to the original owners cr condemnees. 
Since the estimated cost of the Vienna Metro line is in 
excess of $350 million, costs related to 1-66 do not appear 
to be a major part of this total.  Over the long term, tne 
presence of an Interstate highway serving the same corridor 
would divert oocrating revenues frcm Metro, and compete 
with the objectives of a financially sound mass transit 
system that will be used by increasing numbers of corrmuters 
as they see the advantages of fast, safe, and efficient . 

Bervice. 

"I. 



Response to Comments by the 
City of Baltimore 

* 

Comment No.   1 A technical evaluation of the effect on rapid 
transit patronage,  as a result of not building the 
Northwest Expressway inside of the Beltway 
(Alternates 7,   9 & 9A),  was developed in con- 
junction with the mitigation proposals made for 
the air quality evaluation.    This study indicated 
that deletion of the Northwest Expressway inside 
the Beltway would increase rapid transit riders 
by 400 to 600 patrons per day in Baltimore County. 
No breakdown is available regarding the increase 
in patronage at each individual rapid transit sta- 
tion; however,  it can be assumed that the majority 
of the added riders would use the Milford Mill and 
Old Court stations. 

Comment No.   2 

Comment No.   3 

Comment No.   4 

Comment No.   5 - 

The access road requirements to rapid transit 
stations and highway interchanges have been de- 
veloped for the recommended alternate,   and this 
information may be found in this Final Statement. 
See page C-10,   this Volume. 

This comment concerns the need for widening 
Reisterstown Road and Liberty Road (inside the 
Beltway) to accommodate the diverted traffic not 
accessible to the Northwest Expressway under 
Alternates 7 and 9.   The effect on these and other ar- 
terials,   and the steps proposed to minimize the 
effect of diverting additional traffic to existing ar- 
terials,   are discussed on page D-33 of this Volume. 

The level of service on 1-695 is noted on page J-13 
of this Volume.    Accident data on 1-695 available 
at the time of printing this Final Statement is in- 
cluded as an SHA memorandum,   after the response 
to Baltimore City Comment No.   5. 

This comment suggests a new alternate in which 
the Northwest Expressway-Wabash Avenue would 
extend from Patterson Avenue to the Baltimore 
Beltway (1-695),  and the Rapid Transit Line extend 
northerly to a terminal station at Owings Mills. 



This alternate was not developed for the North- 'VV^ 
Ij west Corridor because traffic projections de- J 

veloped in conjunction with the Baltimore Regional 
Environmental Impact Study (BREIS) and refined 
for use in the Northwest Corridor show that the 
major part of the vehicular tratfiu have destina- 
tions requiring the use of the Baltimore Beltway 
and only a small portion is headed directly into 
the City.    Elimination of the Northwest Express- 
way north of the Beltway would deprive the major- 
ity of residents living in this corridor from hav- 
ing adequate transportation service.    Both the 
General Development Plan of the Regional Plan- 
ning Council and the Comprehensive Plan for 
Baltimore County indicate the need for this proj- 
ect in the Northwest Corridor. 



P.O. Hox 717 / 300 West Pieston Street. Baltimore. Maryl.-mil ^1^03 

MEMORANDUM 

^ 

To.    Mr. William F. Lins, Jr., Chief 
Bureau of Highway Design 

DATI.- January 8, 1976 

FROM   Paul S. Jaworski, Chief t''r('.f^V^l^u \    u\'\'. 
Bureau of Accident Studies 1^^ ^ilj 

JA,. 
SUBJECT: Baltimore County Interstate Route 695 - Supplemental 

Information for Additional Lanes, Between Dogwood       #...t _ 

W-ilf F, euH£AU 0? 
WiGHWAY DESIGN 

Road and Md. 26 

In response to our memo of October 9, 1975, and our subsequent 
meeting concerning the subject proposed project, we wish to advise the 
following. 

In order to provide additional information as requested by the 
Federal Highway Administration concerning the operational effects of the 
congestion on 1-695, the following information was compiled. 

Accident data v?as prepared for each of the fifty-three road 
sections between each interchange; by direction, around the entire 
Beltway in Baltimore County.  The accident data was examined with an 
emphasis towards analyzing the effects of the evening peak period. 
To this end, traffic data compiled at three permanent counter stations 
on 1-uyj  >ic:luei! diurnal distr.ibur.ions which in turn was utilix.pd to 
determine the evening peak period.  Accident rates were then computed 
for both a twenty-four hour period and the four-hour evening peak 
period (3 PM to 7 PM).  Additional data included the percent of rear- 
end and sideswipe accidents during the peak period (congestion related 
collisions) to the total accidents. 

Statistical tests were then computed to measure the differences 
between the peak period and total accident rates on 1-695 as a comparison 
to the peak period-statewide accident rates.  These tests yielded numerous 
locations which could be deemed hazardous when considering the peak- 
period accident rates.  Additional tests of statistical significance 
were also computed for the peak-period percentages of rear-end and 
sideswipe collisions, again yielding numerous locations with significantly 
larger percents of these types of collisions.  In order to evaluate 
this data, "centile ranks" indicating the relative rank of each location 
on a scale of 100% were prepared for each category, i.e., total accident 
rate, peak-period accident rate, and peak percent manner of collision. 
The average of these three was then computed for each section and then 
rank ordered accordingly.  It was felt that this method permitted 

'iaHSm\ \\\\ 
^ 

SK* ?0 0-1 
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Mr. William F. Lins, Jr. 
January S, 1976 
Page 2 

additional discrimination, over the use of a simple hiarchy of rates with 
an assumption that road sections with a high total accident rate and peak- 
period accident rate would also need to have a large percentage of rear-end 
and sideswipe collisions to further identify this congestion related problem. 

The following list indicates the highest eleven road sections, 
with their relative "centile rank", peak-period and total accident rates 
and peak percent of rear-end and sideswipe accidents (MOC). 

PRIORITY LOCATION LISTING DETERMINED BY 
CENTILE RATING OF ACCIDENT EXPERIENCE* 

1-695 Locations Direction Centile Peak Rate 
3 PM-7 PM 

Total Rate Peak MOC 
Percent 

Md. 45 to Md. 146 NB .9860 473.57 226.72 41,03% 

1-70:! to Security NB .9798 560.82 275.07 30.81% 

1-83 to Md. 139 NB .9584 401.13 197.79 41.66% 

1-895 to Hollins Ferry NB .9375 336.75 189.03 51.53% 

Greenspring to 1-83 SB .9255 242.22 145.22 35.69% . 

US 40 to I-70N NB .9189 
4 

270.35 194.24 35.24% 

Md. 144 to Edmondson SB .9065 275.47 205.40 30.35% 

Md. 139 to Md. 45 NB .8754 316.08 160.77 47.00% 

Security Clvd. to Md. 26 NB .8618 233.93 179.08 30.71% 

Edmondson to US 40 SB .8419 289.06 216.42 - 23.30% 

Edmondson to US 40 NB .8307 181.45 ,   196.14 39.29% 

^'Determined by an average of the following three factors: 
1. Peak hour accident rate per 100 million vehicle miles of travel 
2. Total accident rate per 100 million vehicle miles of travel 
3. peak hour manner of collision percent to total manner of collision 

Thzfef/otoivj fca'c/zn/ c/sfe on fC?S'/row Af/ 26 '/o 'I/.S. /4-0 c?nc//4z /x&ff*fir 
9// X'C>?$ was oSfe'incJ/'fonif/ia &ur&au p//]cc/e/<zn/. SfuJ/es 6ophono, c/l /" 26^76 

M</.2Lfo U.S..I40 
M*$n Pejct for all UK 

f/& .B74-2 9&6/ 103.42 
58 .S7B7 92.G5 m.4Z 

/52.SO /40.9/ 

15.67% 

20.9£>)i 



Mr. William F. Lin; 
January 8, 1976 
Page 3 

Jr. 

V ft 

problems exist.  The first seot-inn »Vi-    t    r        I,       series of congestion related 

includes the subject lo^io^raTwS t^"^^^ * Md--,26 and 

drop in both the accident experience and the t-rnff •     u ?   a s^n±£ic^ 
been able to determine how rmch of thn t      !       nOTth  0f Md- 26* Ue have not 

is caused by the baclcupt thf l-V^MTTstudTS^VJ ^ " COnSeSti0n' 
and „e could expect to realize: some residual benefit ^  .   however, contributory 
construction. residual benefits downstream by the proposed 

safety. iSrcS p8^ ^SvL*» ^ northbound to.Hd. 146. A ^or 

interchange, some rLl^TrL"^^^^ 1-83 Charles Street 

interchange was completed in 1974  Since thn t   M . 3 y   ne t0 the Md- A5 
compiled from 1973 and 1974 record, ""•   accident data used herein was 

major reconstruction would nlTy  t be ^nt^T" VV"^ by thiS 
the Edmondson Avenue to Md 26 rtltt  evident.  It would therefore, seem that 

for any improvement! The Jclolll UsflT If * J?""""1• firSt consideration 
haeardous of the fifty-three locations TrL    /      ^^  locations ^  the most 

County^Should t^^^^LT^,^ S^^^ can 
uC  xuwix^ucu upon request.  They have Wn r.•m-:fr*-^ J... . '    ..?'  they can 
only. 

Ti— i.-— ,      -—.^.^i a.ui. your scudy, they can 
Tl.c> „«vc been omitted due to spacial limitations 

, Please advise if any additional inf 
ormation is needed on this study. 

Pai&'S. Jaworski 
PSJ/saw 
cc. Mr. N. B. Friese 

Mr. H. G. Downs 
Mr. A. U. Tate 
Mr. I. G. Hughes 
Mr. T. Hicks 
Mr. P. Dionne 
Mr. P. Heid 
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«      UNITED STATES ENVIRONMENTAL PROTECTION AGEN'JY 
\yi'ia^ REGION III " n  aMtm 

c-ru   AWn   \A/AI  Ml IT  QTRFFTC; '.UV    ••' U     Id/ J 6TH AND WALNUT STREETS 
PHILADELPHIA, PENNSYLVANIA    191.06 

 ,   ,    hmm t, PUlt!:^:-...,.. 

Mr. RobertJ. Llajzyk )&&' " ^ 
Director, Office of Planning f^"       ^ . "^ 

and Preliminary Engineering \-.r.c   \-h  ^'^ 
Maryland Department of Transportation 
State Highway Administration t,vM- F. UH?-, .!^ 
P. 0. Box 717 CH^.f.K;-^>^.CJ5 
300 West Preston Street y&fritfA* r^"-'*-' 
Baltimore, Maryland 21203 

Re: Relocated U.S. Route 140 (Northwest Expressway) and Phase I 
Rapid Transit; Baltimore County Line to Owens Mills; Baltimore 
County, Maryland 

Dear Mr. Hajzyk: 

We appreciate the opportunity to review the Section 4(f) 
Statement for the above proposed project submitted to this office as 
a supplement to the draft Environmental  Impact Statement  (EIS) .    In 
accordance with our rating procedures for draft EIS's, we have classified 
this document as L0-2,  with the understanding that this classification 
only relates to the limits of the document's coverage,  and not to the 
full  scope of the project's potential  environmental  impacts.    Also,   in 
accordance with our responsibility under Section 309 of the Clean Air Act 
to inform the public of EPA's views on the potential environmental effects 

, of Federal actions,   this rating and its date will be published in the 
':' ' Federal Register.    We have outlined our review findings below. 

...... )   , , While the 4(f)  Statement was generally clear and comprehensive in 
" "addressing 4(f)   issues we would note that our review of air quality 

impacts and their relationship with traffic impacts must be deferred 
until  the Supplemental Air Quality Analysis   (noted on page ii of the Table 
of Contents)   is circulated  for review. " We would also note that while use of 

^OMtfENf   noise mitigating techniques are strongly inferred in some portions of the 
1/0  /       statement  (pages B-16,  B-19,  D-23,   and D-24), other sections  imply a less 

rigid commitment to their use  (pages E-20,  E-21) .    The degree of commitment 
to mitigation techniques should be clarified and EPA would appreciate 
for timely review receipt of copies of any requests to exceptions to noise 
standards whicli might be submitted to FHWA. 

Response to Comment No.   1 ""* 

The State is committed to the use of noise mitigating techniques through- 
out the project where predicted noise levels exceed the FHWAStandards, except^t 

at locations where exceptions are requested.   The data referred to above on pages 
E-20 and E-21 of the Draft Section 4(f) Statement (FHWA-MD-EIS-73-01-DS) is 
an outline of the FHWA requirements for noise abatement as noted in FHPM 7-7-_. 



In reference to the impact statement (to which this 4Cf) statement 
is a supplement) we note that all relevant sensitive receptors for noise, 
water, and air quality impacts should be covered rather than just the 
4(f) sites evaluated here. 

Recognizing the key role the proposed project has in Baltimore's 
regional transportation system and the significance of relatively high 
traffic volumes (and potential air quality impacts) EPA's review of the 
full EIS will be directed towards intermodal and systemwide relationships 
as well as project level traffic and air quality impacts. If pre-final 
EIS liaison or review activity would facilitate the incorporation of EPA's 
findings in these matters within your timing requirements, you may wish 
to contact Mr. Sam Little of my staff at 215-597-8336. 

Sincerely yours, 

Nicnblas M. Ruha 
Chief 

EIS and Wetlands Review Section 

DEC   1*+  -^ 

VM.F.UN.S, JR-  • 

CHtfF, BURtM' OF. 



I4I22 Raleigh Road 
Baltimore, Maryland 21208 
November 26, 1975 

Mr. Robert J. Hajzyk, Jlttpfcl 'i:.:.'.u;;.;:^iit''•••"4\ 
Director of the Office of Planning and Preliminary EngiAdb'ting'"-'""  ' •'-•-"-"••(•'•••r- 

State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21201. — 

Dear Mr. Hajzyk: 
9. 

•      • aft 

Re: Relocated U. S. Route ll+O 
(Northwest Express^^ay) 

and 
Phase I Rapid Transit *""' 
Baltimore City Line to Reisterstown 
Baltimore County, Maryland 

This is to acknowledge receipt of the Supplement to the Draft 
Environmental Impact Statement Section 14(f) Statement dated 
Oct. 6, 1975 on the above referenced project. _ 

I appreciate this very much. I have reviewed it and turned it 
over to this year's Chairman of the Randallstown Unit of the 
League of Women Voters, Mrs. Evelyn Grim. Others in our unit have        *"" 
also reviewed it. w. 

As a resident of Villa Nova, which is close to the historic area 
of Sudbrook Park, I should like to inform you that I strongly ~ 
support those members of the Sudbrook Club in their opposition 
to the combined highway and transit line that would have bisected 
their area. I feel we should not have this highway and transit — 
line inside the Beltway as has been suggested,and the historic 
areas should be preserved wherever possible. 

I would like to go on record as strongly urging the construction 
of a rapid transit system from the Beltway line into the city; 
my only concern is the preservation of the beautiful historic 
areas. I trust the Sunpapers article of of Sat. 11-22-75 is an 
accurate assessment of the situation. Thank you very much. 

Sincerely yours,       < 

Jessa K. Goldberg(Mrs.) 
Unit Leader/ Randallstown Unit 
of League of Women Voters of 
Baltimore County for the 

Enc: article 197W5 Year * 

i- I am writing as an individual, not as Unit Leader of the League 
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Jjaltimore   C^oiinty   <Jiistorical Society,   ^MC. 

AC.RiriJLTlJRF. HUILDING. 9811  VAN DUREN  l.ANE 

COCKI-YSVILLII. MARYLAND 21030 

December 1, 1975 

Maryland Department o^ Transportation,        ';'•  .•'•' 
State Hir^wavn Administration, 
O-^^ice or rianninfi; ^ Preliminary Engineering;,       ,    ; •; 
P.O. Box 717, 
Baltimore, Maryland 21203 

Attention! Mr. Robert J. Hajzyk, Director     H'':'.':,v N >"' ' • 

Dear Mr. Hajzyki 

Our Society ban received a copy of 
"Supplement to the Draft. Environmental Statement, 
Section '4(f)" in regard to the relocation of U.S. 
Route 140. 

We are pleased to note that so much 
attention has been ^iven to avoiding destruction to 
Sudbrook Park, the McDonop;h School campus and the 
McDonosrh pump house. 

The County Historical Society would, 
however, be opposed to the election of any alternate 
route that would-, in effect, oblierate the main street 

A<.\v/fA'7   running; through Reisterstown. We ^eel strongly that 
the historic district boundaries proposed for Resstertown 
should be respected. To our great regret, too much 
destruction has been allowed in recent years in that 
area. Reisterstown, as it now exists, is one of the 
very few small towns ib Baltimore County that has 
survived the automobile era even partially intact. 
The town/has considerable historic and architectural 
character which should not be sacrificed to what was 
rorinerly called "progress". 

Sincerely yours ».  __ 

LL-XC^- <:. t-.:... C -C 
William C.   Trimble ' 

President 
Faltimore County  Historical  Society 

Response to Comment No.   1 

The recommended alternate includes an expressway on new location. 
The proposal does not include any improvement to Main Street through 
Reisterstown,   however,   Glyndon Drive will be extended west of Reisters- 
town Road to an interchange with the proposed Northwest Expressway. 



Old Court gstatvs Improvement Association, Inc. 

0112 STP^AXiOO^ 
RALT!"0"E. "f. 

2120« 

Dec. 6, 19 7 5 

Mr. FrecericK J. Gottemoeilcr 
Project Coordinator, N.W. Trans 
Hd. Jept. Trans, 
box 717 

Corridor 

300 v;. 
Balto. 

Preston St 
, Md. 2120i 

Dear Gottemoeller; 

Review of the supolement to the iJorthwesx Expressv/ay Draft 
Envircr.niental Impact Statement (.DEES ) shows the highway engineers 
have .given no consideration to: 

Co-'lMUJT N-  'I. Measures, alternative to nev; highway construction, such 
tr i •? "F T O manar' r.er.t, access control to P.eisterstown Ra. 

or more modest ir.prcvements •sinned £• _ cilitate 

>/•••.• n v r N- 

''jHUtN't N'' 

o xac 
smoother traffic flow on Reisrerstown Ra. 
The effects of Federal energy policy and rapidly escala- 
ting costs of private car operation wnicn will reduce 
automobile use'for commuting purposes, as well as Fed- 
eral policy to set 5 5 m.p.h. linit nationwide. 
Providing answers, reasonable answers, to^tne myriad 
questions; posed hy i: 
formation meetings. 
Justifying the rcaa 

•^ate 'citizens at hearings and m- 

,n the basis that bigger is better. 

We are citizens whose very health and economic well-being 
is threatened by tne decision already made by the highway engin- 
eers to build tne Northwest expressway, a road to nowhere, regara- 
icss of our protests and regardless of the consequences of their 
decision. VJe ao not have tne same large professional staff to match 
that of the nighway engineers. >.'e ao not nave the same time to 
review r**ti«*; and refute tne many errors conLainea in 
highway engineers nad to mar.e tr.eir errors 
follow are not a complete catalog of 

ne DEIS as 
ihe commencs which 

our comDJ.ain is . 

the 

:>iOIS£ is one of our 
levej. readings presented in 

(i-IUK'i  ate an- deliberately reporte 
7>'S5 projected sound levels will 

in tne^i reports. 

ma"" or concerns. V/e believe tne sound 
and tnu earlier Del! 

. at xow 
:« consi 

, are inaccur- 
leveis. V.'ti aiso believe tne 
erabiv hirrier man orciscntea 



Old Court fisiates Improvement Association, Inc 

•fill?    STHFAMWQOO 

BAI.TIMOHE, MO. 
2:2OP 

Souna barriers are not an effecrive souno control measure, 
•j-ne sight of huCe i^ounus of earth, even if lanascapeu, is iiot an 
acceptable solution to a serious environnencal prooxen. The 
staLtiinenLS on noice concrox measures found on pp. p20-E21 offer 
scant comfort to nearly residents, LnaL if the highway engineers 
decide tjie "orcrali ueiiefit" is served oy  constructing the road, 
OJ. tne damage to their health from exec-ssive noise levels. 

rcocrt 1"7 a ^ ualira.ee a uc. o^a.sL 01 the health hazards 
of exposure to excessive noise is attached as part of our evaluation 
of the DEIS. 

VJe cannot comment on AIR POLLUTION since a statement is still 
being prepared., however, the already reported errors and "surrogate" 
techniques proposed for developing data raise serious questions about 
the. sincerity of the highway engineers to deal with reasonable 
questions affecting the health of citizens. 

/* 

The POPULATIO.'.' GROV'TH assumption the highway engineers use 
to justify construction of the highway is faulty. The projected 
highway cost exceeds $100,000,000. The public costs of building 
schools, recreational facilities, utilities, local roads, and of 
maintaining all these facilities are not embodied in any local 
policy. These costs will tend to set a limit on growth. 

FEDERAL ENERGY POLICY  and rapidly ESCALATING OPERATING 
CC3TS will at least limit growth of private car use for commut- 
ing and will probably reduce traffic volumes in the future on 
existing roads. 25% fewer vehicles are required to carry the 
same number of passenrrers if average occupancy is raised from 
1.5 passengers per car to 2.0 passengers 

Cot if, M T 
Neighborhood and downstream FLOODING are still a major 

roblem. 

N' &       higher  sTiceci 

SUPER HIGHWAY ACCIDENTS are mere disasterous and costly in 
r   death and bodily injury than local road accidents because of the 

By our judgement, the greatest "overall benefit"to the 
community will be best achieved by abandoning the Northwest Ex- 
pressway .Highway noise has made the engineers deaf and highway 
air pollution has muddled their minds so they cannot see reasonable 
less costly alternatives to building a new highway. We demand that 
the approximately $ 3, ^'.'0 ,')00 spent en studies to date be written 
off so that the taxpayer will not have to pay for the folly of a 
$ i 'J0 , 000 , 0C0 hi.ghway to nowhere . 

Yours truly, 
•> • . n.-. 
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4« 
Response to Comments by the 

Old Court Estates Improvement Association,  Inc. 

Comment No.  1 The State recognizes that Rei store town Road must be 
improved to facilitate traffic flow.   This is indicated 
on pages A-9 and J-ll where it states that this is neces- 
sary in addition to the Northwest Expressway and the 
Rapid'Transit facility in order to satisfy the projected 
transportation requirements in the northwest corridor. 

Comment No.  2 The State Highway Administration is well aware of the 
Federal Energy Policy,  however,  none of the traffic 
studies projected for use with this project show reduced 
traffic volumes in the Northwest Corridor.    The 55 mph 
speed limit has been considered in the air quality analysis 
for this project. 

Comment No.  3 

Comment No.  4 

Comment No.  5 

Comment No.  6 

Responses to all substansive comments have been in- 
cluded in this Final Statement. See Sections I, J and 
K,  this Volume. 

This comment is true.    No consideration was given to 
justifying the road on the basis that bigger is better. 

All predicted noise levels presented in the Draft and 
Final Statements were computed using the prediction 
method contained in NCHRP Report 117,  which has 
been approved for use by the FHWA.    The use of earth 
mounds as a noise barrier is clearly   stated as being one 
of many procedures available to mitigate the effects 
of increased noise.    The type of noise barrier to be 
utilized at any location will be determined during the 
design phase of the project. 

The population growth in this corridor was predicted 
by both Baltimore County and the Regional Planning 
Council.    These are responsible government agencies 
who have indicated the need for this project and the need 
for associated facilities such as schools,  utilities,   etc. 
in the 1972 General Development Plan and the County's 
1975 Comprehensive Plan for Baltimore County. 
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Comment No.  7 Flooding from Gwynns Falls should be reduced by 
the controls proposed with this project (See page 
J-4,  this Volume) and the flood control program 
developed by Baltimore County. 

Comment No.  8 The State Highway Administrations accident study 
shows that the number and cost of accidents on 
expressways are far less than existing roads such 
as Reisterstown Road.    This is shown in this 
Final Statement,   page C-12. 

Comment No.   9 The ambient noise levels monitored in this corridor 
are noted in the Final Statement,   see page C-40. 

Comment No.  10 

Comment No.   11 

The ambient reading in the Old Court Estate Com- 
munity was taken on Streamwood Drive at Maryknoll 
Road.    The duration of ambient readings is normally for 
a 10 minute period either during a peak hour or off- 
peak hour or both.    The exact time of the readings made 
at this location is no longer available. 

The ambient noise levels were monitored on July 6 
and 7,   1972.    Traffic volumes have increased and will 
continue to increase on arterial roads,   such as Old 
Court Road,  Winans Road,  Liberty Road and Reisters- 
town Road,   etc.  with the anticipated increase in develop- 
ment,  particularly north of the Beltway.    Traffic volumes 
on local    subdivision roads,   such as Streamwood Drive, 
Field Road and Cliveden Road,   etc.   should not show any 
significant changes unless reclassified by local govern- 
ment to collector streets. 
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December 9, 1975 

Robert J. Hajzyk, Director 
Office of Planning & Preliminary Engineering 
State Highway Administration 
Maryland Department of Transportation 
P.O. Box 717 
300 W. Preston Street 
Baltimore, Maryland 21203 

Subject; Comments on the Supplement to the Draft Environmental Impact 
Statement Section 4(f) Statement on the Relocated U.S. Route 140 
(Northwest Expressway) and Phase I Rapid Transit dated October 6. 
1975 

Dear Mr. Hajzyk: 

The Section 4(f) statement on the above referenced project is generally 
commendable in the area of evaluating each alternative's impact upon 
historic districts, structures, and sites; however, I am quite disappointed 
in the Project Description and Area Profile.  My primary disappointments 
are 1.) the use of old data and 2.) the existing generalized land use map 
and the projected generalized land use map. 

Attached is a lengthy list of detailed comments on the 4(f) statement. 
I strongly urge you to amend the 4(f) statement accordingly and request my 
comments to be reflected in the "Final Environmental Impact Statement" and 
the facility's ultimate design. 

Sincerely, 

WDF/WPT/vh 
Enclosure: Detailed comments 

on 4(f) statement 

WILLIAM'D. FROMM 
Director of Planning 

cc Richard Ackroyd, Division Administrator, Federal Highway Administration 
The Honorable Theodore G. Venetoulis, Baltimore County Executive 
Albert B. Kaltenbach, Director of Public Works 
Stephen E. Collins, Director of Traffic Engineering 
John Seyffert, Director, Permits and Licenses 
Larry Walsh, Development Coordinator 
Milton H. Miller, Chairman, Regional Planning Council 
Larry Reich, Director, Baltimore City Department of Planning 
The Honorable Vladimir Wahbe, Secretary, Maryland Department of 

State Planning 



BALTIMORE COUNTY OFFICE OF PLANNING AND ZONING COMMENTS ON THE SUPPLEMENT 
TO THE DRAFT ENVIRONMENTAL IMPACT STATEMENT SECTION 4(f) STATEMENT ON THE 
RELOCATED U.S.ROUTE 140 (NORTHWEST EXPRESSWAY) AND PHASE I RAPID TRANSIT  - 
DATED OCTOBER 6, 1975 

1.) There are typographical errors on page iv, LIST OF DRAWINGS.  Drawing "* 
No. 2, "Land" is misspelled.  Drawing No. 3, "Land" is misspelled. 
Drawing No. 6, "Alternates" is misspelled. 

2.) Page A-l, second paragraph, last sentence. The right-of-way acquisi- 
tion percentages should be updated. Or if no additional right-of-way 
has been acquired since 1972, the year should be changed to 1975. 

3.) Page A-4, third paragraph, third line, "Highway" is misspelled.  The 
second and third sentences of the third paragraph should be revised 
to read, "The current Primary Highway Program (1976-1980) makes funds 
available for planning and engineering.  Projected revenues indicate 
the programming of some right-of-way acquisition and construction 
funds in the 1976-1980 Program fpr  1979 and 1980." 

4.) Page A-5, first paragraph, line 7.  After "Wabash Avenue," add 
"(if extended)." 

5.) Page A-6, first paragraph, line 2.  "A.A.S.H.T.O." should be defined. 

A new paragraph should be added between the first and second para- 
graphs which would read, "Although the proposed basic improvement is 
a six-lane dual highway consisting of a 36-foot roadway and 10-foot 
paved shoulder in each direction, separated by a median, alternatives 
have been developed subsequent to the 1973 public hearings for the 
segment between the western boundary line of Baltimore City and In- 
terstate Route 695 (Baltimore Beltway) which 1.) indicate the proposed 
improvement is a four-lane dual highway consisting of a 24-foot road- 
way and 10-foot paved shoulder in each direction, separated by a 
median, and 2.) eliminate the proposed highway improvement."  Page A-6 
fourth paragraph.  Two concluding sentences should be added which 
would read, "The project also lies wholly within the recommended Bal- 
timore Urban Area Boundary authorized under Section 105 of the Federal- 
Aid Highway Act of 1973.  The Baltimore County Planning Board approved' 
the Urban Area Boundary on April 17, 1975." ' ^ 

6.) Page A-7, second full paragraph, line 2.  After "5", add "7." 

7.) Page A-8, first paragraph. Accident statistics for Reisterstown Road 
should be updated to 1974 and broken down into accidents for separate 
segments of the road. The ADT's should be updated to 1974. The cost 
of accidents should be updated to 1975 prices. Third paragraph. The 
year(s) that Reisterstown Road operated at level 'F' service during 
peak hours, in the vicinity of the Beltway, should be noted. Also, 
level 'F* service should be defined. 

8.) Page A-9, second paragraph, line 3, delete "prepared" and "Office of  - 
Planning and Zoning" and insert "adopted" and "Planning Board" res- 
pectively.  Between the first and second sentence, the following sen- 
tence should be added which would read, "The Baltimore County Planning 
Board is scheduled to adopt a Comprehensive Plan in October 1975 for ~ 
the purpose of anticipating and projecting growth and development, as 

1 
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THE NORTHWEST TRANSPORTATION CORRIDOR DATED OCTOBER 6, 1975 

well as accommodating existing development, in Baltimore County." 

9.) Page A-6 to A-9.  Need for the Project. 

The emphasis should be placed on the Need for the Project yesterday 
and today instead of tomorrow. Baltimore County conceived this 
project in the 1940s and in 1952 the state placed the Expressway in 
its 12-year program for Fiscal Years 1954-1965. Yet in 1975 we are 
saying that it ma^ be constructed by 1985. Much of the development 
that has occurred out the Northwest Corridor occurred because of 
the Northwest Transportation Corridor Plans. 

10.) Page A-9, last paragraph and Drawing No. 3.  The existing generalized 
land use should have been developed from the Planning Office's 1975 
existing generalized land use map, not a 1967 map.  Major land uses, 
e.g., the Hilton Inn, the Holiday Inn, Milford Mill Senior High 
School, and Ner Israel Rabbinical College are omitted. 

11.) Page A-10, top of the page, lines 3 and 4.  Delete "prepared" and 
Office of Planning and Zoning" and add "adopted" and "Planning Board" 

respectively.  Drawing No. 4.  In the "LEGEND" delete "INSTITUTION 
AND TOWN PARK (LOW)" and add "INSTITUTION AND TOWN PARK SEPARATOR 
STRIP."  The 1972 adopted Guide Plan and the 1975 adopted Short Range 
Element of the Comprehensive Plan both show Milford Mill Road and Mil- 
ford Mill Road Relocated as a major arterJal between Liberty Road and 
Reisterstown Road.  Neither one of the adopted plans shows an inter- 
change or rapid transit station at McDonogh Road and the Northwest 
Expressway or Phase I Rapid Transit respectively.  Valley Ridge Road 
should read "Green Spring Valley Road."  The State Police Headquarters, 
Owmgs Mills and Reisterstown Fire Stations, Montrose, etc. should be 
shown.  The legend should indicate what the proposed land use is for 
the "white areas" on the drawing.  The Proposed Land Map should be cor- 
rected to conform to the adopted Comprehensive Plan.  Roadside commer- 
cial uses on Reisterstown Road, Rolling Road, and Brenbrook Road should 
be shown.  Old Court Road should be shown east of Reisterstov/n Road. 
All commercial community centers should be shown.  In the legend use 
M  for Middle School instead of "J" for Junior High School.  Show 

U.S. 29 from the Northwest Expressway near Pleasant Hill Road souther- 
ly to a point south of Liberty Road.  Show Bonita Boulevard from 
Reisterstown Road near Painters Mill Road to Butler Road.  Show Butler 
Road east of Hanover Pike.  Show estate and low density north of 
Worthmgton Avenue.  Show the proposed library in Owings Mills.  The 
Northwest Expressway is shown on both adopted plans as an Expressway 
south of the Baltimore Beltway, not as a Freeway.  There is a mixture 
of major and minor arterials from the adopted Guide Plan shown with- 
out any differentiation in the legend on Drawing No. 4.  Some minor 
arterials from the Guide Plan are shown- as major arterials.  Other 
major and minor arterials are not shown. 

12.) Page A-10, first complete paragraph, line 4.  At the end of the sen- 
tence add "is an industrial park." 

13.) Page A-ll, line 1.  After "design" add "of any of the alternatives." 
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14.) On page A-ll, there are conflicting statements.  The first paragraph """ 
states that the proposed land use adds residential development north 
of Painters Mill Road and the last paragraph states that the Owings 
Mills industrial park is being developed north of Painters Mill Road. ~" 
The latter statement is the correct one. 

15.) Drawing No. 5.  Show the proposed U.S. 29 extension to the Northwester- 
Expressway apd the proposed interchange location near Pleasant Hill ^^ 
Road.  Also show Red Run Boulevard and Bonita Boulevard from Reis- 
terstown Road to Butler Road. _ 

16.) Page.A-16, second full paragraph, line 10.  Before "Milford" add 
"Relocated."  On the last line of the second full paragraph and line 
6 of the last paragraph, after "stalls" add "and lockers." "" 

17.) Page A-17, second paragraph, last line, and the last paragraph, line 
6.  After "stalls" add "and lockers."  Does Alternate 1 go over or   — 
under Relocated McDonogh Road? 

18.) Page A-19, first complete paragraph, line 2.  Add "Relocated" before - 
"Milford."  On line 3 of the same paragraph, add "Relocated" before 
"McDonogh", "Painters", and "Cherry."  On line 4 of the same para- 
graph, add "Extended" after "Drive." 

19.) Page A-20, third paragraph, line 14.  After "stalls" add "and lock- 
ers. " 

20.) Page A-19, third complete paragraph.  What is the road user cost? 
This cost should be spelled out. 

21.) Page A-22, last paragraph.  Emphasize the fact that the basic data 
are 1970-1971 averages if the accident data is not updated.  I feel 
strongly about the need to update the data.  On line 5 delete "road" 
and add "rate." *"" 

22.) Page A-23, second paragraph.  The argument that a rapid transit line 
in the right-of-way of the Western Maryland Railway would preclude a  "" 
station at McDonogh Road because of inadequate access road capacity 
is weak.  Additional access road capacity could be planned.  For 
example, under Alternates 1 and 2 the Maryland Department of Trans-  - 
portation is proposing to relocate McDonogh Road and improve its 
access capacity. 

1995 ADT Table. 

Indicate that MD 130 is Greenspring Valley Road and that MD 30 is 
Hanover Pike. Also correct the terminus of the last link - it is 
Carroll County, not Howard. 

23.) Page A-23 and A-24.  Last paragraph on page A-23.  Delete the last 
two sentences which continue on page A-24.  Baltimore County plans 
are not the subject of the Section 4 (f) statement.  Do not state 
that Baltimore County ma^ build a highway within the right-of-way 
of the Northwest Expressway Alternates if Alternative 3 is finally 
recommended. 



Page 4 
BALTIMORE COUNTY PLANNING OFFICE COMMENTS ON SECTION 4(f) SUPPLEMENT TO* 
THE NORTHWEST TRANSPORTATION CORRIDOR DATED OCTOBER 6, 1975 

n it 24.) Page A-25, last paragraph, line 6. Delete "and" and replace with ", 
and add ", and industrial" between "commercial" and "growth." 

25.) Page A-26, second paragraph.  Update the ACT's to at least 1974. 
In the last paragraph, line 3, delete "prepared" and add "adopted." 
On line 4 of the same paragraph, delete "Office of Planning and 
Zoning" and add "Planning Board." 

26.) Page A-27, ADT projections.  The terminus of the last link should 
be Carroll County instead of Howard.  In the second complete para- 
graph, the vehicle miles of travel on Existing U.S. Route 140 should 
be updated as well as the accident statistics and costs.  In the 
third complete paragraph, the data should be updated.  The last 
paragraph which is continued on page A-28 — the data should be up- 
dated. 

27.) Page B-l, second paragraph, last line.  Add after "displaced", 
"in the Sudbrook Park Historic District." 

28.) Page B-3, first paragraph, last phrase.  Delete "nor will there be 
any effect upon members of a minority group" unless it can be proved 
that all persons affected are members of the dominant Anglo-Saxon 
Protestant group.  Jews, Catholics, or ethnic minorities may be 
affected. 

29.) Page B-6, first paragraph, last phrase. Delete "nor will there be 
any effect upon members of a minority group." 

30.) Page B-8, last paragraph, last phrase. Delete "nor will there be 
any effect upon members of a minority group." 

31.) Page B-9, last paragraph, item b.), first line.  Before "cost" add 
"construction and right-of-way."  Change "cost" to "costs." 

32.) The format utilized for evaluating the impact of Alternative 5 on 
pages B-9 and B-10 should be utilized in evaluating the impact of 
each one of the other Alternatives under consideration. 

33.) Page B-ll, first paragraph, second sentence.  Delete "Worthington 
and Greenspring Valleys" and add "McDonogh School Site, Mt. Wilson 
State Hospital, Ner Israel Rabbinical College, and Woodholme Coun- 
try Club."  If one reads the public hearing transcripts, this was 
the primary reasoning used. 

34.) Show the Proposed Red Run Boulevard on Drawing No. 5 and Drawing 
No. 6.  Correct the proposed alignment for Relocated Painters Mill 
Road on Drawings No. 5, No. 6, and No. 15. 

35.) Page B-ll, third paragraph, lines 14 and 15.  Before "Red" add 
"the Proposed" and delete the last phrase, "a new road also pro- 
posed as part of this alternate."  On line 19 delete "24-foot 
street" and add "four-lane boulevard." 
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36.) Page B-12, lines 1 and 2. 
lane road." 

Delete "24-foot street" and add "four- 

37.) On Drawing No. 15 show Relocated Dolfield Road as extending west of 
the Proposed Red Run Boulevard. 

38.) Page B-13, first complete paragraph, line 1.  Delete "24-foot street!! 
and add "four-lane boulevard."  Second complete paragraph, line 15 
Existing Painters Mill Road, between S. Dolfield Road and the tran- 
sit parking lot under Alternative 2B, is an existing 44-foot road in 
open section.  Why would it be rebuilt as a 24-foot street?  If it 
is rebuilt, I insist that it be rebuilt with a minimum of four lanes. 
Access should be provided to the transit parking lot in Alternative 
2B from Relocated Dolfield Road.  Fourth complete paragraph, line 2 
—Delete "Western" and add "Northwestern." 

39.) On Drawing No. 5, No. 6, and No. 15, show the Proposed Bonita Boule- 
vard. 

40.) Drawing No. 15. 

a.) Include historic Greenspring which was constructed in the early 
1700s.  It was Ellin North Moale's house and is located on the 
north side of Maryland Route 130 (Greenspring Valley Road) oppo- 
site Craddock Lane.  Historic Greenspring was built as a summer 
place by Captain Robert North for his daughter, Ellin.  She may 
have been the first White child born in the Baltimore area. 
The house is clapboard over stone and brick and the kitchen is 
built of logs.  Greenspring is one of the oldest houses built in 
Baltimore County.  It was included in the HABS Report of 1965. 

b. 

d. 

e. 

f. 

h. 

Note the fact that the Upper, Lower, and Middle Mills were the 
three ULM Owings grist mills. 

Note the fact that 410 Main Street in Reisterstown was the Weist 
House. 

Correct the spelling of "Assn." for Historic Site #73. 

Note the fact that 238 Main Street in Reisterstown was the 
Reister House. 

Note the fact that 202 Main Street in Reisterstown was the 
Reister Inn. 

Historic Site No. 98, the Hitshue Hotel - The list indicates 
that no structure remains, but the map location symbol indicates 
that the structure does remain. 

Historic Sites No. 88 and 89 are reversed on the location map, 
64 Main Street and the Forney Inn respectively. 

41.) Drawing No. 16 

Historic Site No. 85, 151 Main Street (Yellow Tavern) is shown on 
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the location plan as existing.  It does not.  Therefore, correct. 

42.) Page C-2, first paragraph, last sentence.  After "District" add 
", which is eligible for the National Register." 

43.) Drawing No. 6 and No. 15.  Show a grade separation between the 
Western Maryland Railway and Relocated Dolfield Road. 

44.) Page C-3, Table 1.  Correct the direction of the distances between 
the Howard-McHenry Mill (s) and the Alternates, i.e*, change "E" to 
"W". 

45.) Page C-4, Table 2.  There are inconsistencies in the distances be- 
tween a) Forest View, Mt. Wilson Sanitarium, and Mt. Wilson House 
and Barn, and b.) the Alternates.  For the first two historic sites, 
Alternates 2A, 2B, and 2C are 150 feet east of Alternate 2.  Yet 
for the Mt. Wilson House and Barn, the distances are identical. 
Therefore, correct the distances or explain the inconsistency. 

46.) Pages C-3 and C-4, Tables 1 and 2.  Some historic sites have dis- 
tances denoted from the Alternates, while other sites have a nota- 
tion which indicates that no conflict is anticipated.  Be consistent. 

47.) Page C-5, Table 3. 

Note that the Upper Mill was one of the three ULM Owings Mills. 

48.) Drawing No. 15.  The reference on this map to the Reisterstown His- 
toric District should read "SEE DWG. NO 16" and not "NO. 14". 

4£.) Page C-7, Table 4. 

a.) No. 69, add "(Weist House)". 

b.) No. 73, "Assn." is misspelled. 

c.) No. 7 8, add "(Reister House)" 

d.) No. 80, add "(Reister Inn)" 

50.) Page C-8.  In the "Inventory", change the reference to "Drawing No. 
13" to "No. 15".  Add Greenspring to the Inventory. 
No. 36 - add "one of 3 ULM Owings Mills" 

51.) Page C-9.  In the "Inventory", change the reference to "Drawing No. 
13" to "No. 15." 
No. 41 - add "one of 3 ULM Owings Mills" 
No. 50 - add "one of 3 ULM Owings Mills" 
No. 69 - add "(Weist House)" 
No. 73 — "Assn." is misspelled. 
No. 78 -add "(Reister House)" 
No. 80 -add "(Reister Inn)" 

52.) Page C-ll, third paragraph, last sentence.  After "City" add "(sic)". 
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53.) Page C-12, third complete paragraph, last sentence.  Change "13" to 
"15". 

54.) Throughout the Supplement, references to Historic Site No. 39 should 
be "Shull's Tavern" instead of "Shull." 

55.) Drawing No. 15.  Indicate that Historic Landmark No. 52, the Gun- 
barrel Tavern, is located within the Belltown Historic District. 

56.) Page C-34, last paragraph.  Give a brief history of the Historic 
Buildings and Sites for Sites No. 65 to No. 99, inclusive, within 
the Reisterstown Historic District.  Do not discriminate.  Tract the 
Historic Buildings and Sites within the Reisterstown Historic Dis- 
trict equitably with the Historic Buildings and Sites ouside the 
District but within the Relocated U.S. Route 140 Corridor. 

57.) Page C-38, first paragraph.  Either Archeological Site No. 106 is 
mapped incorrectly on Drawing No. 15 or the directions in the State- 
ment are incorrect. 

58.) Page C-46, first paragraph.  Note the fact that Historic Site No. 
128, the White House, is eligible for inclusion in the National 
Register. 

59.) Page C-4, Table 2.  Would there be a direct physical conflict be- 
tween Alternate 2B and Archeological Sites No. 105 and No. 106? 
If there is a physical conflict, would not the impact of Alternate 
2B be less than that with Alternate 2 or Alternate 2A?  If the 
answer to the first question is no, and the answer to the second 
question is yes, then on page B-17, first paragraph, line 3, change 
"5" to "3". 

60.) Page B-19, line 3.  Define "L, ".  In the last paragraph on line 2, 
possibly "5" and "4" should be "3" and "2" respectively (see de- 
tailed comment No. 59). 

61.) Page B-20, second paragraph, line 4.  After "Drive" add "Extended". 

62.) Page B-21, first complete paragraph, last sentence.  Delete "East- 
West Expressway" and substitute "Piedmont Highway (Maryland Route 
23)".  In the second complete paragraph note the projected 1995 
traffic volumes. 

The 1973 ADT's on Existing U.S. Route 140 and the 1995 projected 
ADT's in the Statement indicate that traffic volumes are as high 
for this link as they are south of the Baltimore Beltway (Interstate 
Route 6 95). 

63.) Page B-23, first complete paragraph, line 3.  After "neighborhood" 
delete "character and".  In the second complete paragraph on line 7, 
after "Road" add ", if extended." 

6 4.) Drawing No. 16.  Show the proposed Franklin Mall Shopping Center 
Site. 
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65.) Page D-2, Item la.).  Would Alternates 2B and 2C be in direct physi- 
cal conflict with Archeological Sites No. 105 and 106 (see detailed 
comment No. 59).  For Historic Site No. 5, the right-of-way require- 
ments for Alternates 1 and 2 should total 100%, 39%, 38%, and 23% 
instead of 40%, 35%, and 22% respectively. 

66.) Page D-4, first paragraph, last sentence.  Why would not the traffic 
be maintained on Sudbrook Road with Alternates 9 and 9A, if it can 
be maintained with Alternates 5, 7, and 8? Under the first major 
heading, delete "Industrial" and substitute "Historical".  In the 
first paragraph under this heading on line 2, after "industry" add 
and rail transportation."  On line 4 in this same paragraph de- 

lete "Industrial" and substitute "Historical." 

67.) Page D-5, second paragraph, last sentence.  Clear up the location 
of that existing McDonogh Railroad Station by adding "Railroad" after 
"McDonogh" and adding "of Alternates 2A, 2B, and 2C" after "roadways." 

68.) Page D-6, line 1.  Delete "is" and substitute "would be." 

69.) On Alternate 2B, attempt to keep S. Dolfield Road open to Relocated 
Dolfield Road for the purpose of providing access to the transit 
station from Relocated Dolfield Road and Bonita Boulevard. 

70.) Page D-ll, second paragraph, line 5. "Alternates" is misspelled. 
In the third paragraph on line 2, place a period after "area" and 
add "The New Station is" before "approximately". 

71.) Page D-12, fourth paragraph.  Delete the last sentence and substi- 
tute "The construction proposed in Alternates 6 and 6A would have no 
adverse visual impact on this historic site." 

72.) Page D-14, first paragraph, line 3.  Delete "except for" and substi- 
tute "including." 

73.) Page D-19.  Include traffic impact statements on the New and Old 
Owings Mills Railroad Stations. 

74.) Page D-17, first paragraph, line 6.  After "1" add "2"   Place a 
period after "2C".     On lines 6 and 7 delete "and, therefore," 
The sentence on line 7 should read, "No traffic impact from'Alter- 
nates 1, 2A, 2B, and 2C is anticipated at these historic sites." 

75.) Page D-lS^first complete paragraph, line 2. ' Delete "Dolfield" and 
the first  and , and substitute "McDonogh" after "on" and add' " 
Relocated McDonogh Road," before "Painters", and add ", and Relo- 

^^pP?lnT^ Mil1 ROad" bef0re "due•,,  0n line 7  befo?e "Painters" 
add 'Relocated Painters Mill Road and/or".  m the second complete 
paragraph on line 1, "north" should read "northeast"; on line 11 
before "Painters" add "Relocated".  On line 13 in the  second complete 
paragraph, after "Boulevard" add ", Relocated Painters Mill  Road " 
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76.) Page D-20, last sentence.  Delete "local access" and "for shopping"  - 
and substitute "collector" before "street." 

77.) Page D-21.  Update the existing noise levels.  In the third para- 
graph on line 10, define "NCIIRP." 

78.) Page D-26, What are the projected 1995 P.M. Peak Hour L, n r\oise 
levels on Westminster Pike which may or may not impact Historic 
Site No. 101? 

79.) Page D-25, last paragraph, last sentence.  Why must an exception 
be requested for Alternates 2B and 2C if Alternates 1, 2, 2A, 3, 
and 4 projections for 1995 P.M. Peak Hour L10 noise levels also 
have an adverse noise impact on Historic Sites No. 42 and 100? 

80.) Page D-27. 

a.) Site No. 69, add "(Weist House)" 
b.) Site No. 77, delete "s" from "Reister" 
c.) Site No. 78, add "(Reister House)" 
d.) Site No. 80, add "(Reister Inn)" 
e.) Site No. 92, delete "s" from "Fisher" 

81.) Page D-28 
a.) Top heading, delete "Industrial" and substitute "Historical", 
b.) Site No. 68, Table 4 on page C-7 indicates that no conflict 

is anticipated. 
c.) Site No. 85, add "(Yellow Tavern)" 
d.) Site No. 98, "Hitshue" is misspelled and Table 4 on page C-7 

indicates that no conflict is anticipated. 

82.) Page E-3, under "Trees" under "Landscaping", "Beech" is misspelled. 

83.) Page E-5, first partial paragraph, last sentence.  Delete last 
phrase, "nor will there be any effect upon members of a minoritv 
group." y 

84.) Page E-10, first paragraph, last sentence.  Delete last phrase, 
nor will there be any effect upon members of a minority group." 

85.) Page E-13, third complete paragraph, last sentence. Delete last 
phrase, nor will there be any effect upon members of a minoritv 
group." J 

86.) Page E-14, first paragraph, line 3: Add "ly" to "historical." 

87.) Page E-15, first paragraph,  line 14.  "design" is misspelled. 

88.) Page E-16, last paragraph, line 7.  "Regional" is misspelled. 

89.) Page E-17, third complete paragraph, last sentence. Delete last 
phrase, "nor will there be an effect upon members of a minority 



Page 10 i  M 
BALTIMORE COUNTY PLANNING OFFICE COMMENTS ON SECTION 4(f) SUPPLEMENT TO 
THE NORTHWEST TRANSPORTATION CORRIDOR DATED OCTOBER 6, 1975 f\% 

90.) Page E-18 

a.) First paragraph, line 3.  Add "ly" to "historical." 
b.) Item 2.  Delete "Industrial" and subsciLote "Historic". 

i.) Line 7.  Delete "industrial" and substitute "historic." 
ii.) Last line. Delete "27" and substitute "28." 

c.) Item 3. 
i.) Before "McDonogh", add "21." 
ii.) Before "Owings Mills Station (New)", add "40." 
iii.) Before "Owings Mills Station (Old)", add "42." 

91.) Page E-19, Item 5, line 4.  Delete "410" and substitute "406." 

92.) Page E-20, first complete paragraph, last line.  Delete "2" and 
substitute "3". 

9 3.) We are pleased that the State has indicated directly the acceptance 
of responsibility for the access roads to the alternate Rapid Transit 
stations and/or Relocated U.S. Route 140 interchange locations, e.g., 
a.) Relocated Milford Mill Road and the access road to Existing Mil- 

ford Mill Road, 

b.) Relocated Sudbrook Road 
c.) Relocated McDonogh Road 
d.) Relocated Painters Mill Road 
e.) Relocated Dolfield Road including the interchange with Existing 

U.S. Route 140 
f.) Proposed Red Run Boulevard 
g.) Relocated Cherry Hill Road, and 
h.) Glyndon Drive Extended. 

We realize that your responsibility for access road improvements will be 
confined to the necessary improvements required for the Alternate or com- 
bination of Alternates finally recommended for construction. 

WPT:vh 
Dec. 8, 1975 
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Response to Comments by- 
Baltimore County Office of Planning and Zoning 

A response to the Countys substantive comments are included 
as follows: 

Comment No.  5 

Comment No.  7 

Comment No.   9 

The reduction of the Expressway to four lanes occurs 
only in Alternate 8 and the   elimination of the highway 
south of 1-695 is proposed only in Alternate 9.    The   . 
General Description of the Project at this location in 
the statement was intended to be as "General" as 
possible,   and specific reference to one part of Alter- 
nates 8 and 9 is not appropriate. 

The accident statistics have been updated in the Final 
Statement.    See pkgeA-7 in this Volume and Volume .II. 

The need for the project now,  as well as in the future, 
has been stated in the summary of the "Need for the 
Project" on page A-6 in both this Volume and Volume 
II. 

Comment Nos. 10    Drawing Nos.  3 & 4 have been updated. 
&11 

Comment No.  14 

Comment No.   15 

The first paragraph states that residential development 
is proposed north of Painters Mill Road.    This is correct 
in that the Sector Center which includes residential 
development is proposed in this area. 

Drawing No.   5 has been deleted from the FEIS.    The 
information on this drawing has been incorporated on 
Drawing No. 9.     The proposed U.S.   29 was not shown 
on the map because the location has not been determined 
as of this date.    Proposed County roads have not been 
shown on this drawing in order to avoid confusion. 

Comment Nos. 16,   Lockers may be included in the design of the Rapid 
17 & 19 Transit Stations, however, this detail will not be deter- 

mined until the design phase of the project. Alternate 1 
goes under Relocated McDonogh Road. 



Jp 
Comment No.  20 Due to similiarity of the alternatives,  the road 

user cost would be relatively the same for all build 
alternates under consideration. 

Comment No.  21 

Comment No.  22 

Comment No.  26 
t : 

The accident statistics for Alternate 3,  which were 
based on 1970-1971 averages has been deleted from 
the FEIS.    The statistics for Alternate 3 were not 
updated and the 1970 information is not current. 

The recommended alternate does not propose a rapid 
transit station at McDonogh Road.    Therefore,  the 
question of access road capacity is academic. 

The accident statistics have been updated in the FEIS. 
See page D-13 and D-14 in this Volume,  and Section 
E in Volume II.   , . 

Comment Nos. 28,   The effect on minority groups   is a result of the State 
29 & 30   Highway Administration's study of relocation problems 

associated with each alternate. 

Comment Nos. 35, It is intended that both the proposed Red Run Boule- 
36 & 38  vard and existing Dolfield Road be constructed as 24 

foot streets as part of this project.    Any widening to a 
four lane boulevard would be evaluated as part of a 
future project. 

Comment No. 38 

Comment No.  40 

Existing Painters Mill Road between S.  Dolfield Road 
and the proposed transit parking lot is 22 feet in width - 
not 44 feet as noted in the comment.    This will be up- 
graded to a 24 foot street as part of the project. 

Alternate 2B was planned so that highway and transit 
traffic would be separated with access to the express- 
way being provided at -Relocated Dolfield Road,  and 
to the transit parking lot via Painters Mill Road. 

The historic house "Greenspring" was unintentionally 
overlooked in developing the inventory of historic sites 
in this corridor.    It has not been added to the inventory 
at this late date because it is located approximately 
4500 feet east of the recommended alternate and is in 
no way related to the project.   . 



Comment No. 56 

Comment No. 59 
&  60 

Comment No. 60 

Historic Sites No. 65 to No. 99 are all located 
within the limits of the Reisterstown Historic 
District.    Individual histories of these buildings 
were omitted at the request of the Maryland His- 
torical Trust and FHWA.    It 'vas agreed that 
Reisterstown should be discussed as a district, as is 
SudbrookPark, rather than by individual buildings. 

Alternates 1,  2,  2A,  2B, & 2C all directly 
conflict with Archeological Sites No.  105 and 106, 
by either the Relocation of Painters Mill Road 
or by the proposed transit parking lot. 

LiQ is defined in the FEIS.    See page D-53,  this 
Volume. 

$ 

^ 

j 

Comment No.   66      Bridges are required at both Sudbrook Road and 
Greenwood Road with the recommended alternate 
and traffic will be maintained in this area on one 
of these roads while the other bridge is under con- 
struction. 

Comment No.  69     S.  Dolfield Road was not connected to the proposed 
Relocated Dolfield Road with Alternate 2B or 2C. 
The possibility of a connection can be considered 
during the design phase of the project. 

Comment Nos.  83, Same response as shown for Comment No.  28 
84,  85 & 89 

v    I 

I ? 

"J 

U 
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December 12, 1975 

Mr. Robert J. Hajzyk, Director 
Office of Planning and 
Preliminary Engineering 

State Highv/ay Administration 
300 West Preston Street 
Baltimore, Maryland 21203 

Ee: 

Dear Mr. Hajzyk: 

Metropolitan Clearinghouse Review and 
Referral Memorandum, Project: 75~379 
Supplewental Environmental Impact 
Statement, Section I|(f|"~Statemen.t on 
(1) Rolocated uTsTlUO (Northveat Express- 
way Baltimore City Line to Reisterstovn 
and '(2y~Ph3.20 I Rcpid Trsr.sil 
City Line to Owlnga Mills. 

Attached to this tranemittal letter is a memorandum which presents the 
Metropolitan Clearinghouse comments and includes a certification of Council 
action. You should now complete and file your formal application. A copy 
of this memorandum and certification must be attached to your application. 
If the application reviewed is not the final application, please forward a 
copy to the Metropolitan Clearinghouse upon final submission. Please make 
sure, if it is needed, that State Clearinghouse review comments are also 
included with your application. 

Comments on this application were requested from: 
and Carroll Counties. 

Baltimore•City, Baltimore 

Comments from the following jurisdictions are included with the Clearinghouse 
.review: Baltimore City, • ,- 

If you have any questions, please contact us at 383-58kO. 

Sincerely yours, 

Betty Biliske, Coordinator 
Metropolitan Clearinghouse 



PP^M:Kr. Larry Reich, Director 
DepartFicnt of Planning 

"" 222 East Saratoga Street 
Baltimore, Maryland P1202 

MTE: November h, 191$ 

B & P Meeting: November 7, 1975 
R P C Meeting: November .21, 1975 

SUBJECT: KEFERRAL COORDINATOR REVIEW SUMMART 

^ Applicant: Maryland Department of Transportation  ^ 

Project: See Below 

R& R File No.:  75-379 

Comments Should Be Returned By: AS SOON AS POSSIBLE 

This project has been forwarded to the following local departments or agencies 
(^heck appropriate blanks and attach comments from the reviewing agencies): 

\./     Planning Public Works 

Environmental Protection Human Relations 

Others (specify)_ 

'.TTJKrSDICTION'S COMMENTS 
,. \ ... »V.i-. 

tmeck One 

This jurisdiction has no comments on this particular project, 

 This project is consistent with or contributes to the fulfillment of local 

comprehensive plans, goals or objectives. 

S      This project raises problems concerning incompatibility with local plans, or 
 interfiovemmental, environmental or civil rights issues and a meeting with 

the applicant is requested (attach comments). 

This project is generally consistent with local plans, but qualifying 
comments are necessary (attach comments). 

7ETURN TO: 
..Joord.ina-i/or, Metropolitan Clearinghouse 
Rcgioncl Planning Council 
701 St. Paul Street 
Baltimore, Maryland 21202 

Signat';u-C/ 

Title        Referral Coordinator 

Agency      BaUo.  City Dcpt of Planning 

Date Pec-  9,   1975  

-"Supplencntal Draft .Envirottnental Impact Statement - Section h(f) Statement on (1) Relocaed 
U.S.. lliO ('.'orthvest X-way) Baltiiiore City Line to Reistcrstown and (2) Phase I Rapid 
Transit, Ealtajnore City Line to OwinG^ Mills 



OJP 
R & R 75-379    Maryland Dept. of Transportation, Draft Supplemental 

Environmental Impact Statement, Relocated U.S. 140 and 
Phase I Rapid Transit 

The City endorses the Af Supplement as a complete inventory and evaluation 
of the impacts of the proposed alternatives on historic and architectural 

sites. 

It is recognized, however, that this Supplement presents for the first 
time several new alternatives which are proposed to avoid or mitigate negative 
impacts on the Sudbrook Park Historic District.  These alternatives must 
be fully evaluated before the final EIS is prepared.  In a letter of November 
28, 1975, the Mayor's Office requested RFC technical assistance in evaluating 
the impacts of these new alternatives.  In addition, the City requests that 
a formal process be established to involve Baltimore City and County and RFC 
with the State Highway Administration in full review of these alternatives 
duting the preparation of the final EIS. 



REGIONAL PLANNIHG COCHCIL 
701 St. Paul Street 
Baltimore, Maryland 21202 

R & R File No. 7S-379 
B & P Committee December 12, 1975 

REVIEW Al.T) REBTSRRAL MEMORANDUM 

PROJECT IDENTIFICATION 

Jurisdiction: Baltimore County 

Project Name: Supplemental Draft Environmental Impact Statement, - Section 14(f) 
Statement on (1) Relocated U.S. Rfc. 11+0 (Northwest Expressway) 
Baltimore City Line to Reisterstown and (2) Phase I Rapid Transit, 
Baltimore City Line to Owings Mills 

Applicant:    Maryland Department of Transportation/State Highway Administration 
Notification/Application received November 3, 1975 

DESCRIPTION 

This is a Supplemental Draft Environmental Impact Statement, Section lj.(f) 
Statement on the proposal for Relocation of U.S. Rt. II4O (Northwest Expressway) 
Baltiinore City Line to Reisterstown and Phase I Rapid Transit, Baltajnore City' 
Line to Owings Mills. The Regional Planning Council endorsed the original 
Draft Environmental Impact Statement in June, 1973, supporting Alternative 2, 
the more easterly, of the two relocation proposals and expressing strong quali- 
fications concerning (l) impacts on storm run-off in the Gwynns Falls watershed 
(2) design of the proposed transit stations in relation  to traffic and adjacent 
facilities. 

Since the original Draft Enviromental Impact Statement was prepared Sudbrook 
Park, which'is adjacent to the proposed relocation alignments has been nominated 
to the National Register of Historic Places. This development plus new federal 
regulations concerning evaluation of all  impacts of a project on all potential 
historic sites within a project area gave rise to the preparation of this "^(f)" 
Supplemental Statement. 

The proposal for Relocated U.S. Rt. 11+0 includes the following: (1) a .2 mile 
, /section of Vabash Avenue within Baltimore City from the v/estem City boimdary 
line south to Patterson Avenue which would be a six-lane dual roadway with a 
raised 16 foot median strip with a control of access; (2) a 12.14 mile section 
of relocated U.S. Rt. II4O which will extend generally parallel to and west of 
Reisterstown Road from the Baltimore City Line to the Westminster Pike which 
would be a six-lane dual highway with controlled access; and (3) a 2 mile 
section of Relocated Hd. Rt. 30 beginning at the proposed Relocated U.S. Rt. 
1l|0 to the Hanover Pike which would be a six-lane dual highway with controlled 
access. 

In addition, a segment of the Northwest lane of the Mass Transit Administration's 
rapid transit facility would be combined with the highway. The transit route 
as proposed is located between Wabash Avenue and the Western Maryland Railroad 
Company's right-of-way. It would deccend from aerial structure to a tunnel 
under-passing the proposed Northwest Expressway and emerge in the median of 
the highway south of Milford Mill Ibadu The transit line will remain in the 
median for a distance of 5.5 miles to its terminus in Owings Mills at Painters 
Mill Road. Station sites with major park and ride facilities are proposed at 
Milford Mill Road, Old Court Road, McDonough Road and Painters Mill Road. 



R & R File No. Yi>-37y -d- 13 & P Uommittee December 12, 1^75 A'. | 

In response to comments received on the Draft Environmental Impact Statement 
additional alternative relocation alignments for minimizing adverse effects 
on Historic sites including the Sudbrook Park Historic District were studied. 
Alternatives considered include proposals for a depressed highway through the 
Sudbrook Park area. The following proposals for eliminating the highway por- 
tion of the Northwest Expressway south of the Baltimore Beltway are also included: 

• Altemcitive 7 proposes the southern terminus of the Northwest Expressway 
at the Baltimore Beltway with no direct highway connection to existing 
Vabash Avenue in Baltimore City,, Vabash Avenue is proposed to be extended 
to Relocated Milford Mill Road. The rapid transit facility would extend 
from the City Line to Owings Mills. 

. Alternative 9 proposes transit only from the Baltimore City Line to the 
Beltway; the southern terminus of the Northwest Expressway would be the 
Baltimore Beltway with no direct highway connection to existing Vabash 
Avenue in Baltimore City. 

. Alternative 9~A would provide direct access to the Old Court Road Rapid 
Transit Station from the Baltimore)Beltway and termination of the North- 
west Expressway at the Baltimore Beltway with no direct highway connection 
to existing Vabash Avenue in Baltimore City. Vabash Avenue is proposed 
to be extended to a northern terminus at Relocated Milford Mill Road. The 
rapid transit facility would continue to Owings Mills. 

All alternatives will require the displacement of some homes and a few 
businesses. The l|(f) Statement inventories 133 historic buildings and sites 
in the Northwest Transportation Corridor. 

The scope of this Supplement was limited to the evaluation of additional 
alternatives which would minimize the impact on Historic Sites.    The intent 

Sft w,TUTt WaS-n0J t0 addreSS 0ther iSSUeS' e'«" imPact on the Ctaynns Palls Watersned, etc., raised as a result of public hearings and meetings and review 
by other agencies and individuals. These issues will be addressed in the 
Final .Environmental Impact Statement which will be published in March, 1976. 
In addition, prior to publication of the Final Envirorjnental Impact Statement 
an additional Supplement addressing air quality will be published. 

Because of funding problems related to both the highway and rapid transit, 
State Highway Administration representatives have indicated that construction 
of both will probably have to be phased. 

COMMENTS -~~" "-: — '—'  

I. The State Highway Administration is to be commended for the inventory 
and evaluation of historic and architecturally unique areas in the Northwest 
Expressway Corridor. The document points out very clearly the difficulty in 
developing a transportation-effective alternative that will not severly impact 
on the historic districts. y 

II a. The General Development Han recognizes the need for transportation improve- 
rl8 "^M^est Corrdior to serve present needs in ?his imporSt Irea 

t at Z  d?^?ff-  ^r^u-"11' ^ Eeffi0nal Pla•ine Council also recognizes 
liiSoi^o I•? 1:npaC\tlat thls P^6^ will have on adjacent communities and 
that iio irw i^0^?-   OVer:^okGd- ^ rhort-comin* of this document is 
way w to eith iT^-B COnsiucrod t0 ai»^° these impacts inside the Belt- 
S; ti: xx "d ,1 . {J^/^ jxpenjive features such as tunnels or not to 
nuxlcl t!.„ rcid at an. Other alternatives, involving various combinations of 
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roadways and public transportntion that would respond in a more acceptable 
manner to both, mobility rcquironenta and local community concerns need to be 
considered.. Other such alternatives to be evaluated would include; 

1. ways of increasing the effectiveness of the proponed rapid transit 
as' on alternative for improving nobility in the Northwest section, 

• e.g., a major transit station at the Beltway; or, 

2. construction of a smaller roadway of less than freeway proportions. 

There way be other alternatives which would better meet transportation 
needs than the no-build while still minimizing adverse impacts. 

b. The 14(f) Statement fails to address all potential impacts of no-build 
Alternatives 7, 9, and 9A vliich would eliminate various segments of the pro- 
posal. In reference to these three alternatives, the following impacts need 
to be further evaluated and documented in the Final Environmental Impact 
Statement: 

1. the impact on patronage at each of the proposed rapid transit stations; 

2. the level of sex-vice on the access roads feeding the rapid transit 
stations under each alternative; 

3. the level of service and accident rates anticipated on the Baltimore 
Beltway under these alternatives; 

I4. economic impacts on the entire Northwest Corridor; and 

5.  the cost of widening Reisterstovn Road and/or Liberty Roo-d inside the 
Beltway to accomodate traffic diverted from the Northwest Expressway 
at the Beltway. 

c. Since the State Highway Adjnj.nistro.tion has indicated that construction of the 
project (both the highway and the rapid transit lino) will probably occur in 
stages over a number of years due to funding problems, the effects of such 
phasing should be addressed in the Final Environmental Impact Statement.  Fnased 
construction would impact on both other transportation facilities^and the 
adjacent communities. 

III. While recognizing that the purpose of this document was specifically to 
-evaluate impacts un historic sites and districts, the Regional Planning 
Council takes this oppox'tunity to reiterate previous concerns expxx'Ssed 
regarding impacts on the Gwynns Falls watershed and development in surround- 
ing area.? such as Liberl'.y Road,  Representatives from the State Highway 
AcbainAstration have indicated their willingness to work with Baltimore 
County, the City of Baltimore t^nd the Regional Planning Council in further 
defining and evaluating the potential impacts discussed above on historic 
sites and the broader impacts of the proposal on the total area which could 
be affected by the project. The Regional Planning Council will undertake to 
coordinate a scries of meetingn with the State Highway Administration during 
the next'three; months so that the Final Krivironmental Impact Statement 
addressee all ecnccrns raised at the local and ivglonal level.  It is 
esaenliol that this cooper.-itive effort occur before  the publication of the . 
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Final Environmental Impact Statement in March,   I976 to insure that all 
impacts are evaluated before a recommendationc for a specific alternative 
is made in the Final Environmental Impact Statement. 

TIIE KBGIOHAL PL/dmHIG CO'JTICIL FJIDOl^SES TIUS PRaTCCT IN CONCEIT:  ENDORSH-ENT 
OF TIUS DOCUrEl-iT IS KOCOMI-UiinJED SUBJECT TO TIIE PROVISIONS STATED ABOVE. 

I IIEICIBY CERl'IFY that the I>adCet and Program Committee,   as »er IteGional 
Plc.nn.inG Council authorization,   at its December 12,   197$ meeting concurred 
in this  Kcviev and Referral Keraorandum and incorporated it into the minutes 
of that meeting. 

.Peccnhor 12? 1p7^_ 

Original Signed By 

[Robert    iL   young 

Lat0 Robert N.  Young 
Executive Director 

10 /a /nti 



Response to Comments by the 
Regional Planning Council 

ifrt 

Comment No. I 

Comment No. Ha. 1 

Comment No.  Ha. 2 

Comment No.   lib. 1 

No response is necessary for this comment. 

A major rapid transit station at the Beltway has been 
developed and is presented as part of Alternate 9A.    This 
was not adopted as the recommended alternate because 
the concept of a major transit station at the Beltway was 
developed recently and was never presented to the public 
for comment at any public hearing.    The Mass Transit 

.Administration does intend to pursue this option by 
holding a separate public hearing at a future date. 

This comment recommends construction of a smaller 
roadway of less than freeway proportions inside the Belt- 
way.    A boulevard through this area adjacent to the pro- 
posed transit line,  with at-grade intersections at Milford 
Mill Road and Sudbrook Road,  would have more adverse 
impacts on adjacent communities than the original free- 
way proposal,  because the freeway would be depressed 
through this area and be completely separated from Sud- 
brook Park.    The communities in this area are opposed 
to any highway construction inside of the Beltway. 

A technical evaluation of the effect on rapid transit patron- 
age,   as a result of not building the Northwest Expressway 
inside of the Beltway (Alternates 7,  9 and 9A), was de- 
veloped in conjunction with the mitigation proosals made 
for the air quality evaluation.    This study indicated that 
deletion of the  Northwest Expressway inside the Beltway 
would increase rapid transit riders by 400 to 600 patrons 
per day in Baltimore County.    No breakdown is available 
regarding the increase in patronage at each individual 
rapid transit station;   however,  it can be assumed that the 
majority of the added riders would use the Milford Mill 
and Old Court stations. 

Comment No.   lib. 2 

Comment No.  lib. 3 

The access road requirements to rapid transit stations 
and highway interchanges has been developed for the 
recommended alternate,  and this information may be 
found on page C-10 of this Volume. 

The Level of Service on 1-695 is noted on page J-13 of 
this Volume.    Accident data on 1-695,  available at the 
time of printing this Final Statement,  is included as an 
SHA memorandum after the response to RPC Comment 
No.   III. 
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Comment No.  lib. 4 The economic impacts on the entire Northwest 

Corridor should be minor with the alternates that 
eliminate various segments of the project inside 
the Beltway.    Overall growth and projected employ- 
ment in Baltimore County should not be significantly 

Comment No.  lib. 5 This comment cbncerns the need for widening Reisters- 
town Road and Liberty Road (inside the Beltway) to 
accommodate the diverted traffic not accessible to the 
Northwest Expressway under Alternates 7 and 9. 
The effect on these and other arterials,  and the steps 
proposed to minimize the effect of diverting additional 
traffic to existing arterials,  are discussed on page 
D-33 of this Volume. 

Comment No.  lie. This comment is concerned with the impact on other 
transportation facilities and adjacent communities,  if 
the construction of the project occurs in stages over a 
number of years. 

A response to this comment cannot be made at this 
stage of project development.    There has been no evalu- 
ation made regarding the possible phasing of this project 
during construction and the effects can only be deter- 
mined after the exact length and location of each con- 
struction contract has been established and the funding 
has been committed. 

Comment No.  Ill A formal process of information exchange was held in 
January and February,   1976. 



STATE  HIGHWAY  ADMINISTRATION 
P.O. Uux. 717 / 300 West PfcMon Street. Boltimorc. Marylmul 21^03 

^ 

MEMORANDUM 

To. 

FROM: 

Mr. Willinm.F. Lins, Jr., Chief »-• January C' 1976 

Bureau of Highway Design __ 

Paul S. Jawor-.Ki, Chief ffiifa^^d 1>    i*  '!> 
Bureau of Accident Studies yp'                        ^Rl! 

r 

JA'' • 
SUBJECT: Baltimore County Interstate Route 695 - Supplemental 

Information for Additional Lanes, Between Dogwood       ,^..t 

*•   C«!FF. eu«tAU G? 
HIGHWAY DESIGN 

Road and Md. 26 

In response to our memo of October 9, 1975, and our subsequent 
meeting concerning the subject proposed project, we wish to advise the 
following. 

In order to provide additional information as requested by the 
Federal Highway Administration concerning the operational effects of the 
congestion on 1-695, the following information was compiled. 

Accident data was prepared for each of the fifty-three road 
sections between each interchange; by direction, around the entire 
Beltway in Baltimore County. The accident data was examined with an 
emphasis towards analyzing the effects of the evening peak period. 
To thin end, traffic data compiled at three permanent counter stations 
ou 1-695 yitjluuu diurnal distributions which in turn was utili^pcf to 
determine the evening peak period. Accident rates were then computed 
for both a twenty-four hour period and the four-hour evening peak 
period (3 PM to 7 PM). Additional data included the percent of rear- 
end and sideswipe accidents during the peak period (congestion related 
collisions) to the total accidents. 

Statistical tests were then computed to measure the differences 
between the peak period and total accident rates on 1-695 as a comparison 
to the peak period-statewide accident rates.  These tests yielded numerous 
locations which could be deemed hazardous when considering the peak^- 
period accident rates.  Additional tests of statirtical significance 
were also computed for the peak-period percentages of rear-end and 
sideswipe collisions, again yielding numerous locations with significantly 
larger percents of these types of collisions.  In. order to evaluate 
this data, "centile ranks" indicating the relative rank of each location 
on a scale of 100% were prepared for each category, i.e., total accident 
rate, peak-period accident rate, and peak percent manner of collision. 
The average of these three was then computed for each section and then 
rank ordered accordingly.  It was felt that this method permitted 

MIA 70 01 
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Mr. William F. Lins, Jr. 
January S, 1976 
Page 2 

additional discrimination, over the use of a simple hiarchy of rates with 
an assumption that road sections with a high total accident rate and peak- 
period accident rate would also need to have a large percentage of rear-end 
and sideswipe collisions to further identify this congestion related problem. 

The following list indicates the highest eleven road sections, 
with their relative "centile rank", peak-period and total accident rates 
and peak percent of rear-end and sideswipe accidents (MOC). 

PRIORITY LOCATION LISTING DETERMINED BY 
CENTILE RATING OF ACCIDENT EXPERIENCE* 

1-695 Locations 

Md. 45 to Md. 146 

1-83 to Md. 139 

1-895 to Hollins Ferry 

Greenspring to 1-83 

US 40 to I-70N 

Md. 144 to Edmondson 

Md. 139 to Md. 45 

Security Blvd. to Md. 26 

Edmondson to US 40 

Edmondson to US 40 

^Determined by an average of the following three factors: 
1. Peak hour accident rate per 100 million vehicle miles of travel 
2. Total accident rate per 100 million vehicle miles of travel 
3. peak hour manner of collision percent to total manner of collision 

ThQ.fc//cu>my $cct'c/in/c/fifec* T'6?£~/ram Af/2^"/c> "l/,S. /J-O Sne/'fia. ve^Jlr 
9/1 !-£>?£ was o6fcinc<//'rc»7)f/?a durasv e>f/lcc/</an/. S/e/<//cs bo p/;one, en /- 26"'76 

Direction Centile Peak Rate 
3 PM-7 PM 

Total Rate Peak MOC 
Percent 

NB .9860 473.57 226.72 41.03% 

IsD .9798 560.8/ 275.07 30.81% 

NB .9584 401.13 197.79 41.66% 

NB .9375 336.75 189.03 51.53% 

SB .9255 242.22 145.22 35.69% 

NB .9189 
4 

270.35 194.24 35.24% 

SB .9065 275.47 205.40 30.35% 

NB .8754 316.08 160.77 47.00% 

NB .8618 233.93 179.08 30.71% 

SB .8419 289.06 216.42 . - 23.30% 

NB .8307 181.45 ,   196.14 39.29% 

MJ.2C>io US. Mo 
MJ.ZCfo U.S. 140 

V6 ,3742 98.6/ 706.42 
58 .£787 ?2.63 742.42 

/52. so 740.9/ 

/6.C>7% 
8.7?%> 

20.9£>fi 



Mr. William F. Lins, Jr. 
January 8, 1976 
Page 3 4$ 

As can be seen, seven of these eleven'serf i'nnc; -,vr> ,.„,*.-,«       « .- 
two separate sections in the northbound Sne where a series oTrTTf^ fm 

problems exist.  The first ^Prt-ion „JL-A    *        1°,       series of congestion related 
4„~i   i  ^u  \•.   Iirst section extends from Edmondson Avenue to Md ?«; a„j 
includes the subject locations (from I-70N to Md. 26), There is a siLillTr 
drop in both the accident experience and the traffic north of M 26  S^T    , 

c.f^  •ThC ^"^ SeCl:ion extends from 1-83 northbound to Md. 146. A mi or 

ut; j.ui.jijL&iiCd upon rtuues;^  Ti-.c— ^ , i ,     -^^   , ,    '    r.uuuy, unej can 
only. -4««u.  Tl.ejr u^e be.n oimxtted  due to spacial limitations 

Please advise if any additional information is needed d on this study. 

Pau^L-'S. Jav/orski 

PSJ/sav; 
c.c. Mr. N. B. Friese 

Mr. H. G. Dox^ns 
Mr. A. U. Tate 
Mr. I. G. Hughes 
Mr. T. ,Hicks 
Mr. P. Dionne 
Mr. P. lie id 
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better air coalition 
) 10 Hast 25tli Sticci 

Daltimoic, Maryland 2)218 
366-2070 

December 11,  1975 Vs^f 

\a^5 
• ^ • 

Mr. Robert J. Kajzyk, Director 
Office of Plemung & Freliminary Engiiporir 

K^irj'land Department of Transportation U\v'"' 
State Highway Administration        y 
301 West iTeston Street \}v-^ __ 
Baltimore, Kd. 21201 r,in' r.: 

^;;'u>y>^ -'  
Dear Sir: vvKftW

tt ^ W 

Better Air Coalition has reviewed the Draft Environmental Impact 
Statement for the Northwest Expressway. When the air quality data is 
published, we will address that issue in detail.. At this time, we would 

like to offer some general comments. ^ 

Better Air Coalition has consistently been opposed to the construction 
of the Northwest Expressway. Throughout the years, studies have shown 
that more highways generate more cars; and more cars generate more pollution. 

The Impact Statement proposes a 70 mile an hour speed limit for the 
Baltimore County portion and a 60 mile an hour limit for the Baltimore City- 
portion. It is a proven fact that automobiles emit fewer pollutants and 
use less gasoline when driven at 50 miles an hour. So that even if the 
highwoj enables traffic to flow smoothly (which is questionable at rush 
hour) the increased number of cars at high speeds could generate more pollu- 

tants. 

Highways tend to emphasize and increase suburban sprawl, which in turn 
increases the use of the automobile. 

Because of the severe air pollution problem in the Baltimore Metro- 

politan area and because fuel is indeed becoming more and more scarce, 
increased dependence on the automobile should be discouraged in every way. 

The,Northwest corridor needs an improved transportation system. Better 
Air Coalition supports the proposed Phase I Rapid Rail if it can be built 
in its entirety- to Gwings Kills. Vie would also like to suggest an interim 
alternative which could perhaps be initiated in the very near future. The 
Western l-Laryland Railway right of way extends from Glyndon and Westminster 
south into the City. Is it feasible for commuter service to be established 
on this line on a trial basis and if successful to be used and extended 
until the Rt,pid Rwil is built, if it is indeed built at all. 

Finally, we wish to bring to your attention that citizen opposition 
io this highway has been persistent and outspoken. Citizens are willing 
to support n public transportation system that will not disrupt their 
neighborhoods, that will be clean, quiet, and efficient. Thank you. 

Sincerely yours, 

BLTTLR AIR COALITION 

Linda Smcyne, I ir^ctor of Education 

twd   I 



.fi* 
Response to Comments by the 

Better Air Coalition 

Comment No.  1    -   The reference to 70 mph in the impact statement 
applies to the design speed not the ST>eed limit. 
See this Volume,   page A-35.   The posted speed will be 
55 mph or whatever the policy is at the time that 
the project is opened to traffic. 

Comment No.  2   -  It is not feasible to establish a commuter service 
utilizing the Western Maryland Railway because of 
conflict with freight trains currently operating on this 
line. 



^ \'K.,'"l   doporimonf of public works  ^ !•,* -       /      ^^-^J ^' /     L^ 

N^      ,'     10WS0N, MAIlYi. AND 21204 /'V^   y     ^ 0[;C   2f)'O'V 

Vv'NI- f- i-"^- -W-_ ~" 
AL8CnTB.KAl.TFN3ACH,P.E. CHIEF.. fAi^L^U Z* H'  " "'    '••- 

DIRCCTOR .- •.HIGHV./Ay OtSKiH     Oocember 15,   1975  -i Lu^-,;-"-? p. ""*>  •« 

.}>!!;• .••••'•••.•.••  • :^'-'- • 

Mr. Robert J. Hoj^-yk,  Diroctor j^''       . • .*..ilV-j'.f ]^ 
Offjco of Planniivj imd Preliminary Engineering                      -,? -. (•• icr/i- '    f^ 
Stoto Highway Adr.»inistration                                                              ;' "' •' - v /?-{'• 
300 w. Preston Street ,.-.. ,      >, 
Baltimore, Maryland      21203                                                        p:.-.. .:. :..•'<       ' »'"'"*/ 

rUifi.ii:.'.! J •'- -••••••• •••"   •••••••• 

Subject:     Con.mcnts on the Supplement to the 
Draft Htivironracntal Impact Statement Section 4(f) — 
Stolenient on the Relocated U.S. Route  140 (Northwest Expressway) 
and Phase I Rapid Transit dated October 6,  1975 

Dear l.'or. Hajzyk: 

As an addendum to Mr. XI.  D. Frornm's letter of Dsceinber 9,. 
1975,  naltircore County's Dopartraent of Public Works wishes to "" 
have the following coencnts considered  for the "Final Environracntal 
Impact Statement" end the facility's ultimate design. 

Thro-.tf-ihout the draft Environta^ntal I^oact Stytement crossintis 
r.f.    ».-,.:^_    /-«...-<...    ^...j„     „    „ ,.i 1    ^:^„    4.«. „     . ,_ l 

no mention is made of the trcotmsnls for the roads. We feel tlie - 
following information should be shown for each cchorce. 

C^'iMr-JlT fJo.   1' W:3me of l^ch County rood that will have crossings 
of the Northwest Expressway with or without an interchange. 

£,6/../,<.'/'/.//• No. 2'    dumber of lanes to be constructed for each crossing 
of the Northwest Expressway along with the design 

# criteria, i.e. widths of c-ach lane, whether open 
section, curb and gutter, etc. 

CO'fZ-'f-MT'l-iO.   3« Names of all County roads that will be terminated or 
cul-de-saccd. 

Very truly yours. 
,* v 

ALBERT B. KALTENBACH, P.E. 
ENMJKUribjh Director of Public Works 
cct /.',r. Richard Ackroyd - FH'.VA 

I'.r. Larry Reirh ~ Daltinore City 
Mr. Vladimir Wahba - Dept. of State Planning 
Mr. Milton H. Miller •- Regional Plannir.g Council 
Mr. T. G. Venotoulis 
Mr.  A.  ?..   Kalloiibach 
Mr.  S..  E.  Collins 
Mr.  Larry r.'aloh 
Mr.  J.   D.   J>;yfiert 



1# 
Response to Comments by the 

Baltimore County Department of Public Works 

Comment No.   1 

Comment No.   2 

Comment No.  3 

County roads crossing the Northwest Expressway 
with or without an interchange are identified in the 
detailed project description of the recommended 
alternate,  which begins in this Volume on page A-36. 
They are also shown on a plan of the recommended 
alternate included in this Final Statement as Drawings 
No.  4a through 4g.    The names of these county roads   . 
are as follows:   Relocated Milford Mill Road,  Sudbrook 
Road,  Greenwood Road,  Old Court Road,  McDonogh 
Road,  Painters Mill Road,  Relocated Dolfield Road, 
Pleasant Hill Road,  Church Lane,  Relocated Cherry 
Hill Road,  Berrymans Lane,  Glyndon Drive Extended 
and Relocated Cockeys Mill Road. 

The number of lanes planned for each county road 
crossing of the proposed Northwest Expressway,   as 
well as the width of lanes and edge treatment,  will be 
finally determined during the design phase of this 
project. 

The proposed number of lanes or width of the county 
roads to be relocated by the project is indicated in 
the detailed description of the recommended alternate. 
See this Volume,  page A-36. 

The county roads that will be terminated or cul-de- 
saced by the recommended alternate are included in 
the detailed project description noted in Comment No, 
1.    The names of these county roads are as follows: 
Mellinee Road,  Howard Road,  Milford Mill Road, 
South Dolfield Road,  Dolfield Road,   Delight Road, 
Stocksdale Avenue and Chatsworth Road.    DOT intends 
to comply with County laws to close these roads. 



DEPARTMENT OF THE ARMY 
BALTIMORT    DISTRtCT.   CORPS   OF   ENGINEERS 

P.O.    BOX    1715 

BALTIMORE.   MARYLAND   21203 

REPLY  TO  ATTENTION  OF: 

NABPL-E 

v-    % 

5 January 1976 

Mr.   Robert J.  Hajzyk 
Director 
Office of Planning & Preliminary Engineering 
State Highway Administration 
P.O. Box 717 
300 West Preston Street 
Baltimore, Maryland  21203 

1976 

P.; "••:;:> 

Dear Mr. Hajzyk: 

The Supplement to the Draft Environmental Statement; Relocated US Route 
140 and Phase I Rapid Transit has been forwarded to this office by higher 
authority for review. We are somewhat constrained in our review insofar 
as we did not receive the base document which the Supplement states was 
prepared and forwarded to selected agencies for review and comment in 
February .19/3. 

This review of the Supplement is confined principally to this office's 
direct responsibilities which in the instant project center on stream 
data, existing flood problems and the possibility of increased flooding 
potential.  Responses to questions asked at public hearings and provided 
in Attachment 4 indicate that interest has been expressed in these con- 
cerns.  There is an indication that floodplain problems were considered 
in the Draft Environmental Statement. 

v 
^,Due to the organization and lack of page numbers in Attachment 4, however, 

^   it is difficult to determine the responses to stated flood problem concerns. 
r\ ^ \ We are also unable to make reference to originator(s) of specific comments. 
^ v\0' ^t wonld, therefore, seem appropriate to provide a pagination system and 

\  organization of comments as to origin in future documentation. 

This office is in the process of studying flooding problems in Metropolitan 
Baltimore with the prospect of making recommendations for flood control 
protection measures.  Therefore, even though we  may be unable to offer 
comment at this late date on the Draft Environmental Statement, we would 

'^e-tf* 



NABPL-E 
Mr.   Robert J.  Uajzyk 

5 January 1976 

appreciate receiving a copy of that document for our ongoing studies. 

Copies of these comments  are being furnished to the Council on Environ- 
mental Quality as well as  to the North Atlantic Division of the Corps 
of Engineers. 

Sincerely yours, 

(%mL~ 
WILLIAM E. TRIESCHMAN, Jr. 
Chief, Planning Division 

CF: CEQ 
NAD 

Response to Comment No.   1: 

The public meeting referred to in Attachment 4 was very in- 
formal with no record kept of the testimony,   either by a tape recorder 
or public stenographer,  and the various individuals commenting on the 
project were not generally known.    In order to have some record of 
the meeting,  each person representing the State or other agency was 
requested to record the comment made and his response in the form 
of a memorandum.    The record of this meeting has been included as 
Attachment No.   3 in this Volume. 



tifr lr^ 

•••' \ A. r ^1 

MARVIN   f/ANDL I. 
t.OVI  tttiOii 

MATVYLAND 

DEPARTMENT    OF    STATE    PLANNING 

301    WEST   PIVESTON   STREET 
BALTIMORE.   MARYLAND      2120) 

TGLECHONL:      30I-303-Z4&I 

December 30, 1975 

Mr. Robert Hajzyk, Director 
Office of Planning and Preliminary 
Engineering 

State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21201 

SUBJECT:  ENVIRONMENTAL IMPACT STATEMENT REVIEW 

VI ADIMIR   A.   VVAHnC 

SEcnciAHY or   sTArr: fi ANNINC. 

MAOELINF.   L.  SCHURTI !( 
ocrin Y  r.Krpi TAMY 

»7 

1976 

v^y-t 
Mmiix&^il"m?^ 

Applicant: Maryland Department of Transportation — 

Project: Draft EIS - Relocate U.S. Rt. 140 and Phase I Rapid 
Transit from Baltimore City to Owings Mills 

State Clearinghouse Control Number:  76-10-260 

State Clearinghouse Contact: Warren D. Hodges (383-2467) 

Dear Mr. Hajzyk: 

The State Clearinghouse has reviewed the above project. In accordance with _ 
the procedures established by the Office of Management and Budget Circular 
A-95, the State Clearinghouse received comments (copies attached) from the 
following: 

Department of Natural Resources, Department of Economic & Community Development 
and the Department of Public Safety & Correctional Services: noted that the — 

statement appears to adequately cover those areas of interest to their agenci-es 

Environmental Health Administration:  noted that the air quality portion of 
statement is being submitted as a separate supplement and indicated that the_ 
could not complete their review until this air quality supplement is evaluated 

Public School Construction Agency:  expressed some concern over the possible 
splitting of school districts by the proposed highway.  This could necessitate 
a greater demand for busing while reducing the access routes for such trans- 
portation.  The Agency suggested that further consideration be given to 
providing overhead walkways and sidewalks on all overpasses. 

Department of Education:  also noted that the proposed highway will create 
another major arterial divider in the area which will affect school district!:- 
and busing plans. 

Energy Policy Office:  advised that additional data should be presented on 
energy consumption.  Further evaluation needs to be made on the amount of 

le 



rf 
(8 

. Mr. Robert Hajzyk 
Page Two 

- December 30, 1975. 

_   energy use and auto emissions under present conditions and those anticipated 
with each alternative discussed in the statement. 

Department of Budget ,& Fiscal Planning:  has not responded to inquiries as of 
^this date. However, if comments are received, they will be forwarded. 

Our staff reviewed the statement and commended the analysis which relates to 
- the protection of historical sites in the project area. However, it is 

suggested that some other important aspects of the project be given additional 
coverage as part of the review process. The following are some areas where 

_ further discussion and evaluation are warranted: 

- Further attention should be given to the possibility that traffic congestion 
in the area could be substantially reduced by improving the safety and 

>Jj   capacity of existing Route 140. These improvements may include the addition' 
•*- of left turn slots where right-of-ways are available., extended green time on 

signals at peak traffic hours, the elimination of on-street parking in high 
- congestion areas, and the enhancement of bus service in the area. 

- Statistics used in the statement appear outdated. The accident rate statis- 
\ tics cover the years 1970 and 1971 while the average daily traffic numbers are 

a- from the year 1973. The "energy crisis" of 1974 may have greatly affected, the 
validity of these statistics. 

- Although the basis for promoting the Northwest Corridor transportation plans 
is to accommodate the existing and expected growth demands in the area, some 

, ^ additional attention should be given to the land use plans being developed for 
- the area.  These land use plans are to assist in determining the best possible 

use for Maryland remaining land resources. 

_ - Some criticism of the proposed subway system has recently surfaced. Much of 
this centers on the issues that the costs for the construction and operation of 
the subway are enormously high; that the land acquisition and construction 

A process is too disruptive; and that existing right-of-ways are available 
T^vwithin the same corridor for consideration as alternatives. The statement 

should evaluate these contentions in an effort to explore and document all 
the issues dealing with these proposals. 

• 

We hope these comments will assist you in your preparation of the final state- 
ent on these proposals and we look forward to continued cooperation with your 
gency. 

Sincerely, 

Vladimir Wahbe' 

End. 
cc:  Paul.McKee, Jerold Gettleman, Robert Lally, Donald Noren, J. R. McDonald, 

Percy Williams, Bernard Payne, R. K..Barnes, Frank Aluisi, Philip Clayton 



Karylond  Depnrtjnent  of   State  Plonnlng 
State Office  Sulldlng 
301 Weat  Preston Street 
Boltiraore, Maryland 21201 Date:     December   5,   1975 

SUBJECT:     ENVIRONMENTAL IMPACT STATEMENT REVIEW 

Applicant: Md.   Dept.   of  Transportation 

Project:      Supplement  to  Draft  EIS  - Rolocate US  Rt.   140  and 
Phase   1  Rapid  Transit   (Balto.   City  to Owinqs MiliO 

State Clearinghouse Control Number: 76-10-260 ^wxnys  "His; 

We have  reviewed  the  above  draft  environmental   impact  otateraent  and our comments  as 
to  the  adequacy of  treatment of  physical,   ecological,   and  sociological  effects of 
concern  are  shown below: 

^ 

1* Additional specific effects which should 
be asaeBsed: 

2. Additional alternatives which should be 
considered: 

Better or more appropriate raeasuree and 
standarda which should be used to evaluate 
environmental effects: 

Additional control measures which thould be 
applied to reduce adverse environmental effects 
or to avoid or minimize the irreversible or 
irretrievable commitment of resources: 

Check (X) for each it 
None 

em 
conmont enclosed 

5.  Our assessment of how serious the environmental 
damage from this project might be, using the 
best alternative and control measures: 

6.  We identify issues which require further dio- 
cussion of resolution as shown: 

X 

X 

S1 gnature       (XroJl U) • ]//^ [^ 

I 
Title       ^Assistant  Secretary 

Agency Dept. of   Natural   Re.<;nnr-^o 



[PL Of STATE PMHC 
RECEIVED 

utu 1 • 1975 

KEVIEALD 

ANSWERED 

V    ^» ••/-// 

Date: 

Maryland Department of State Planning 
State Office Building 
301 West Preston Street 
Baltimore, Maryland 21201 

SUBJECT:  PROJECT SUM'ARY NOTIFICATION REVIEW 

,f,u^:M HH^f^ol l//AM 
Project:v^-T| 

. State Clearinghouse Control Number: 

4> 

CHECK ONE 

This agency has reviewed the above project and has determined that: 

1. The project io not inconsistent with this agency's plans, programs 
or objectives. 

• 

2. The project is not inconsistent with this agency's plans, programs 
or objectives, but. the attached conments are submitted for 
consideration.by the applicant. 

3. Additional information is required before this agency can complete 
its review.  Information'desired is attached. 

A. The project is not consistent with this agency'-? plans, programs 
or objectives for the reasons indicated on attachment. 

j m-/?, 
'yfr^r——-v— 

Title 

Agency 

.vz-c^'?.*^- 
/^     ^ / D   IT*   " 

TT - 11 c-,,^- 



Maryland DeparUnent of State Planning 
State Office Building 
301 West Preston Street 
Baltimore, Maryland 21201 Date: KOV 6 1375 

SUBJECT:  ENVIRONMENTAL IMPACT STATEMENT REVIEW 

Applicant: Maryland Department of Transportation 
Supplement to Draft EIS - Relocate US Rt.  140 and Phase 1 

Project: Rap:Ld Trans;Lt (Balto.  City to Ov/ings Mills) 

State Clearinghouse Control Number:    76-10-260 

We have reviewed  the  above draft environmental  impact ctatement  and our cotrcnents  as 
to the adequacy of  treatment of  physical,   ecological,   and  fioclological effects of 
concern are  ohovm below: 

Check  (X)   for each  item 
None Co-mnsent enclosed 

1. Additional specific effects which should 
be aeeessed: XX 

2. Additional alternctivee which should be 
considered: 

XX 
•-1 

3.  Better or more appropriate reea&ureo and 
. standards which should be used to evaluate 
enviropjn^ntal effects: 

u   \* 
i.  A 

•: 

A. Additional control measures which should be 
applied to reduce adverse environmental effectp 
or to avoid or rainirnlze the irreverciblc. or 
.irretrievable consraitnent of recources: 

u 
> 

5.  Our aeoeecment of hew serious the environaental 
damage from this project might be, using the 
beet alternative and control measures: 

XX- 

6. We identify issues which require further dis- 
cussion of resolution as shown: XX 

u ——.   f     i inii>i»i»win-r-Bntf; r- —j- 
s 

Title 

Agency 

*" S£Ciu':T(\A'Y T 
Dcpnrt.-nent of PuWIc Safety    ' 
—•grrrco.MLjfaii.ii smtfivm— 



v 

NEIL   SOLOMON,   M.D.,   PH.D. 
SECRETARY 

DEPARTMENT  OF  HEALTH   AND MENTAL  HYGIENE 
ENVIRONMENTAL   HEALTH   ADMINISTRATION 

201    WEST   PRESTON   STREET 
BALTIMORE   21201 

PHONE   •   301-3H3-   2740 
DONALD    H.   NOREN 

DIRECTOR 

November 13, 1975 

Mr. Warren D. Hodges, Chief     > 
State Clearinghouse f 
State Office. Building 
301 West Preston Street 
Baltimore, Maryland 21201 

Dear Mr. Hodges: v 

RE: Supplement to Draft RIS - Relocated U.S. Route 140 and Phase I Rapid Transit; 

Project No. 76-10-260 

The Environmental Health Administration has received four copies of the 
above EIS for review. However, this EIS does not contain any air quality 
analysis. Tne air quality portion of the Stateraeut is being submitted as a 

separate supplenent. 

Since it would be premature to make comments with respect to the air quality 
impact at this time, I am withholding statement until such time as the Air 
Quality Analysis is received. I am also returning the four EIS's as we have no 

need for them. 

Sincerely yours, 

• 'if y u, 

Donald H. Noren, Director 
Environmental Health Administration 

DRN:bac 

cc:    Mr. Ferreri 

Enclosures 



'Maryland DeparUiient of State Planning 
State Office Building 
301 West Preston Street 
Baltimore, Maryland 21201 Date: 1 9 1975 

SUBJECT:     ENVIRONMENTAL IMPACT STATEMENT REVIEW 

Applicant: Maryland Department of Transportat 

Prelect- SuPPlement to Draft EIS - Relocate U 
J      'Rapid Transit (Balto.  City to Owings Mills) 

State Clearinghouse Control Number:    76-10-260 

^HHi9--6»&«eiia§J 1 

We have reviewed the above draft environmental impact otatcraent and our comments as 
to the adequacy of treatment of phyoical, ecological, and sociological effects of 
concern are shown below: 

Additional specific effects which should 
be assessed: 

Check (X) for each item 
None I  Ccramcnt enclosed 

Additional alternatives which should be 
considered: 

Better or more appropriate meaeureo and 
standards which should be used to evaluate 
environmental effects: 

Additional control measures which should be 
applied to reduce adverse environraental effects 
or to avoid or minimize the irreversible or 
Irretrievable comraitment of resources: 

5. Our asoescment of how serious the. environmental 
dcraage from this project might be, using the 
best alternative and control measures: 

6. We identify issues which require further dio- 
cuosion of resolution au shown: 

(Over) 

u 
Slsncturc    /S','->'.i/'Y))/.  v^/V/w 

Title Donald !In Uoren 
<."-J5 

Director 
Agency        Environmental Hnal t.h /.flnrtnW».ptirn 

cc: Kr,, Paul MuK^o 
Mr,, C« Eduard Sachs 



The applicant should be advised to conUct any utility company for necessary 

final arrangemonts lor changes in their facilities,, 

•:  1- 



ST ATI:  OF   MA NY LAND 
PUin-IC   SJCMOOl.  COM'.TIUICTION   FlWCKAM 

SUITE   COO.   INTI.KNA-'IOMAL    COWl,!?   UtlllOINC. 
CilO   LI.KRIDGE   LANDIN;-   ROAtl 
LINTMICUM.   MAr<YL.AN[)   210'JO 

..r\\ 11- 
u 

DATE_Dcc,eniber 17,. 1975  

TO: 

FHOM: 

F".UQJtCT: 

Bryan Gatch 

Bob McDonald. \ \.\~ 

Baltimore County Board of Education Consents RE: Draft Environmental Statement 
Report No. FHgA-MD-.KIS-73-Ol-DS. Clearinghouse Control No. 76-10-260 

In the attached memo from Mr. Walter Cordon to Mr. Robert Dubel concern 
is expressed over the splitting of school districts by an arterial divider. 
Ihis becomes a problem because many present walk-to-school students will be 
unable to cross the highv/ay to attend their assigned school. This will in 
turn necessitate the need for more bussing. Not only does this create 
financial strains on the county, but if busses have to negotiate deadend 
streets the potential for accidents is greatly increased since a significant 
number of accidents occur while busses are backing. ignuicant 

One solution would be to provide for overhead walkways and sidewalks on 
all overpasses. This would admittedly add to the project's cost, h^evet u 
may be well worth it. At this stage our office would encourage a  study oi 
the costs and benefits to be derived from such walkways. 

Finally with regard to future construction, based on materials now in 
oui o^co and cue knowledge and experience, of our staff, we foresee no 
To a"! "f/^/-^-nflicting with, long range propped school si e, 
or plans for immediate future school construction. 

[:[PT. OF Wi I5'.'.••.!!!•;& 
RECEIVED 

Ut'J '1  : 1975 

REViEVv'-r:   j 

ANSV.TRED  j 

\ 



March 19,  1973 uno ay ly/b 

ANSIVL.TL-O"]" 

^ 

_Xl:   Mr. Robert Y. Dubel 

"ROM: Walter M. Gordon 

*RE:   Northwest Expressway materials 

Mr. Edwin A. Rommel and I have reviewed these mate'rials, and we believe 
ijfech construction as indicated would have some effect upon long range proposed 
School sites, plans for the immediate future school construction, and would 
jffect. some existing and possibly future new school temporarily planned boundaries. 

Specifically, we have used the Reisterstown Road as the major arterial 
road when considering school sites, school boundaries, and bus routing. 

-Tor example, Timber Grove Elementary was constructed on the east side of this 
road and Cedarmere Elementary on the west side. This proposed road will 
establish another arterial divider. - os-^^  j~~J-u^ uAJoU^v -• ^^--^ ~.* ^.x^-^ 

To lend another example to the districting find transportation problem, 
Berkshire Hills Development is cast of the proposed expressway and is in the 

-Kinand Elementary School district which is west of the expressway. Sudbrdok* 
Junior High School boundaries lie east and west of the proposed expressway. 
The same applies to Franklin Junior and Franklin Senior High Schools. 

^     From the transportation viewpoint we are somewhat flexible and buses 
can bo routed to overcome some obstacles, but the demand upon bussing must be  . 

_V.reighed in the light of the new road. To know what the new demands may be, 
I recommend that this material be reviewed by those closely involved in site 
acquisition, school planning and school boundaries. 

~     1  trust we have provided some help as to what should be done, and if we 
can be of any further assistance, please let us know. 

••'#te. »•'• %//.•> 

Walter M.  Gordon 
Director of Transportation 
WIG :cb 

• 



Harylond  Department of  State Planning 
State Office  Building 
301 Weet  Prceton Street 
Bflltimorc,  Maryland  21201 Date:    November 7,  1975 

SUBJECT:     ENVIRONMENTAL IMPACT STATEMENT REVIEW 

Applicant: Maryland Department of Transportation 

• Protect- SuPPlement to Draft EIS - Relocate US Rt.  140 and Phas 
• Rapid Transit  (Balto.  City to Ov/ings Mills) 

State Clearinghouse Control Numb'er: 76-10-260 

e 1 

We have reviewed the above draft environmental impact otatement and our cotnmento as 
to the adequacy of treetment of physical, ecological, and Bociologlcal effects of 
concern are ehown below: 

Check (X) for each item 

1. Additional opecific effecta which should 
be aeoenecd: 

2. Additional alternatives which ehould be 
considered: 

3,     Better or more appropriate meaeurco and 
etandardo which should be uced to evaluate 
environmental effects: 

Additional control meatiurec which should be 
applied to reduce adverse environmental effects 
or to avoid or minimize the irreversible or 
irretrievable consultment of resources: 

5. Our ascecement of how serious the environmental 
damage from this project might be, using th 
beet alternative and control measures: 

6.  We identify issues which require further dis- 
cussion of resolution as shown: 

Signature 

Title 
/J.K. McDonald 
  Pis i pn o.c 

Agency 
Interagcncy Committee, for 
Public School Construction 



"Kuryiand  Dci'/u Uacmt oi   btate  Planning 
State Offict Building 
301 West Prcoton Street 
'Baltimore, Maryland 21201 Date: 

SUBJECT:  ENVIROIiMENTAL IMPACT STATEHEin" REVIEW 

Applicant: Maryland Department of Transportation 
.   Supplement to Draft EIS - Relocate US Rt.   140 and Phase 1 

rroject. Rapid Transit (Balto.  City to Owings Mills) 

State Clearinghouec Control Number:    76-10-260 

We have reviewed  the  above draft  environmental  impact otatcroent  and. our  comraento  as 
to the adequacy of  treatment of  phycical,   ecological,   and  eociological  effects of' 
concern are  ohown below: 

Check (X) for each item 
None . Coaanont enclosed 

1.  Additional specific effects which ehould 
be asconGed: • 

2. Additional alternntive& which ehould be 
—   coneidered: 

— 3* Better or r.;ore appropriate taeaourctt and 
atandardr vhich ehould be uocd to evaluate 
environmental effecta: 

A.  Additional control measures which ehould be 
_    applied to reduce edverne environmental effecto 

or to avoid or minimize the irrcveroible or 
irretrievable commitment of reBOurceo: 

5. Our aseefsement of how serioua the environmental 
damage from this project might be, uoing the 
beat alternative and control meaoureo: 

•^K We identify iscues *.;hich require further dio- 
cuesion of resolution as shown: 

i 

fcv   f-Un^Lr^ 

— See  ricT.orandum of March 19,   1973 and letter of 
November 25,  1975 attached.     The materials in 
quention have been turned over tc Mr.  Walter Signature  

_ M.   Gordon,   Director of Traru-portation, ' %. Assistant State  Superintendent 
Briltinore County Board  of I/lncaticm. Title Division  of Compensatory,   Urban,   and 

'.^~) ^ i\ ISuppTtHiientary" i'rograms 
^S Agency       Maryland  State Department  of  Education r 

yp 



bOAKD Ui-  tUUCATION 
OF BALTiMOilE COUNTY 

$\ 

P\ m- 
TOWSON, MARYLAND - 21204 

November 2$,  1975 

TO:   Mr. Bcrnie C. Hartnan 

FROM: Walter M. Gordon 

RE:   Project Book - ''Environmental Impact Statement Review" 

Dropping this booklet with me was one thing. Hoping to get some output from me " 
by November 25th was and still is"something else". 

I have enclosed a copy of my memo of March 19, 1973  to our Dr. Robert Dubel 
Deputy Superintendent. That will give you some of our concerns. 

In looking at the two location maps - Relocated U.S. li;0 and Northwest Exoresswav 
eives us concern when wo look at the location Si'  oiTr^I^HTsSKSSTrincTcEi "' 
above relocation maps. One of the big problems could be the dividing of present 
school bounctaiies which would necessitate increased bus service. 

I have not had time to read the printed materials of the vast book. I  have 
contacted Mr. Harvey W. Kreuzburg, Jr., Associate Superintendent - Physical 
Facixities, wno certainly would be interested in this material but he' has 
not received such materials. 

WKG:dtk 

Mitf^y-^ozf^ 

N0V2 5 1975 

»': 

JOr-KfU   N.   MCOOW<N.   VICCPREHOtKT 

MKa.  KOOCRT I.    UERNCV 

MARCUP. M.   COTCA..'O0 

THOMAft  H.  IIOYEU 

«oc.r.« u. HAvr>i:N 

At.VIN  LORtCK 

RICHARD W. TRACEY,  D.V.M. 

T. BAYARD WILLIAMS. JR. 



$ M 
BOARD OF EDUCATION OF BALTIMORfi COUN1T       '      '   N \I 

TRANSPORTATION DEPARTMFNT 

March 19, 1973 

TO:        Mr.  Robert Y. Dubel 

FROM:    Walter M.  Gordon 

KB:        Northwest Expressway materials 

Mr. 

such co^r^tJon^s^L^ IJ^^^ ^1^°^ "* W bCiiC- 
school sites, pJans for the imjpodi i e fuUnTtrlf ? POn l0ng ranfie ProP05ed 
affect sorae existing and possi    y JuLre new scto^    t

C°nstru«ton'  •« would 
i )   luture new school temporarily planned boundaries. 

road Kh^onsSr^/Lh^? s"e"^r^-^^ aS the ^« *"'*» 
Tor example,  Timber Grove Fr^n^' bounoanfes,  and bus routing. 

road and1 Ceda^erriU^t^f^ ^de^ ^ tlie eaSt Side of 

establish another arterial divider US ProPosed road will 
>ide of this 

W.-and Elcuontary School di^ri'c^"rt^dv  , ffS?   .c!xi,1'<!"«'>' •<> "in the 
Junior n;.,, sAoll b<.;m^Atluc OIM   „Vl        ,   ^ "C "P"""^-    Eudbrook' 

. 1*. .«. .,>pHes to .^11n"^r^tX»',^Pi7^Siir,Wy- 

wished in Che  liuht of the new road      ?n l ,     C""fnd "I,0n bussinS Hust ^ 
I recced that ilus .»a erf"   he r riewed    v'^'of' ^ T dCMa"ds "^ bo. 

_ .cquxsiti•, .school planning and school bou'dari^: " lm0lVe', ln Site 

can he o^rtt^^^.^S l°s ^^ * *•.  »- if we 

Walter M. Gordon 
Director of Transportation 
W-fG:cb 



Response to Comments from the 
State Clearinghouse 

Maryland Department of State Planning 

$ 

Environmental Health Administration: 

The air quality analysis has been included in this 
Volume, Section C-12 of the Final Environmental 
Statement. 

Public School Construction Agency: 

The provision of overhead pedestrian walkways and 
sidewalks on overpasses will be considered during 
the design phase of the project. 

Energy Policy Office: 

Research of this subject failed to uncover any pro- 
cedure or guidelines on how to evaluate the types and 
amounts of energy consumption that are associated 
with this project.    A quantitative value of the energy 
requirements would be,   at best,  a very approxi- 
imate estimate;  however,  it can be assumed that the 
energy usage would be relatively the same for all of 
the build alternatives. 

State Clearinghouse Staff Comments: 

Comment No.   1        The State Highway Administration is aware of the need 
for improvements to existing U.S..   Route 140 in addi- 
tion to the need for the proposed Northwest Expressway 
and Rapid Transit Facility.    This is stated on page A-9 
of this Volume.    The improvements recommended by 
the Clearinghouse,   such as left-turn lanes,   more green 
time,   prohibition of parking,   etc. ,  has been discussed 
on page D-33 of this Volume. 

Comment No.   2        Accident statistics have been updated in the Final 
Statement.    See this Volume,  Section C-3. 

Comment No.   3        A discussion of the relationship of the project to land 
use planning has been included in the Final Statement. 
See this Volume,   Section B.    In addition,   the Regional 
Planning Council has prepared a report on the "Pre- 
liminary Projections of the Growth Effects of the 



Northwest Corridor Transportation Improvements", 
which has been included as Attachment 1 in this 
Volume. 

Comment No.   4        The question of whether or not to build the proposed 
rapi'i transit line has been covered in the Phase I, 
Section A grant application and the supporting State 
determinations,  with the result that the system has 
been accepted and has received a $573, 000, 000 
Federal commitment.    The Environmental Impact 
Statement for Section A,  Phase I Rapid Transit Proj- 
ect addressed all environmental issues,  including 
disruption due to the construction process.    The Im- 
pact Statement went through a most rigorous and ex- 
tensive review process prior to adoption. 

^ 



United States Department of the Interior 

OI-TICE Ol-' THE SECKETAKV 
WASHINGTON, D.C.    20240 

In Reply Refer To: 
L7619-MQ 
(ER-75/1030) DtCi8l975 

Dear Mr. Ackroyd: 

This is in response to the request for the Department of the Interior's 
comments on the supplement to the draft environmental statement and the 
draft Section 4(f) statement for proposed relocated U.S. Route 140 
(Northwest Expressway), Baltimore City Line to Reisterstown and Phase 1 
Rapid Transit, Baltimore City Line to Ownings Mills, in Baltimore 
County, Maryland. 

ENVIRONMENTAL STATEMENT COMMENTS 

a.  Recreation Resources 

The supplement to the draft statement is inadequate from a park, 
recreation and open space standpoint. 

\ 

U 
I v 0 

Pages A-10 and 11 describe two existing parks, Sudbrook and Gwynvale 
Parks, on either side of the proposed facility between Sudbrook Road and 
Old Court Road.  Purportedly, "the proposed project docs not affect 
either playground, as rights-of-way for the Northwest Expressway were 
acquired prior to their construction." This reference should be clarified 
in the final statement with information on the dates the parks were 
established and the rights-of-way acquired. 

\; v 
It appears highly unlikely that Expressway - Mass Transit construction 
between these two parks would have no adverse effect on them. Any park- 

v   like setting would appear to be adversely affected.  The final statement 
jc (\/ should provide information on any such impacts, including noise levels 

ft '^ o'  and air clua-1-it:y before and after project completion.  Planned mitigation 
\j^X ;  measures should be discussed, e.g., the noise barrier mentioned on 

•^   page A-ll should be briefly described with specific information on noise 
attenuation effectiveness. 

v There are several references in the draft statement to a proposed stream 
1) valley park along Gwynns Falls, Horsehead Branch, and Red Run (pages A-12 

j^1 and 17, drawing 5).  The proposed project follows these open space 
..? ft} corridors and thus would adversely impact park potentials.  On this 

(\<i ^/ matter, it appears that some coordination with the Baltimore County 
V/ ^\J Department of Recreation and Parks has taken place (page A-17).  The 

final statement should present a detailed evaluation of the impact of 
^cA-UT'Qv the proposed project on park plans and should contain evidence of recent 

^ 0 fi 
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^ 

\ 

consultation with the park agency concerning possible mitigation measures. 
The commitment (page A-17) not to relocate streams and to preserve 200 
feet of undeveloped land on either side thereof is excellent. 

Since both a park and transportation facility are proposed for the stream 
valley areas, the final statement should contain a definite response to 
PPM 90-5, Multiple Use-Joint Development.  Specifically, we recommend 
initiation of a "joint development reconnaissance" at this stage of 

/   project formulation and inclusion of information from the reconnaissance 
\    in the final statement.  Multiple use proposals to implement bicycling - 

•j' v   hiking opportunities also should be initiated in terms of developing a 
^ U  radial connector to the Baltimore Beltway.  This particular project appears 

to offer a good opportunity to insure that "to the extent possible and 
practicable highways, in addition to their basic purpose of fulfilling 
the important goal of improved transportation, should make a positive 
contribution toward enhancement of the environment through which they 
pass and assist communities in attainment of their stated goals and 
objectives" (PPM 90-5). 

The attachments contain evidence of considerable concern about flooding 
impact from the proposed project along Gwynns Falls.  On this matter the 
statement contains no information in specific compliance with Executive 
Order 11296.  This Executive Order directs the evaluation of such hazards 
when planning the location of federally financed or supported facilities 
such as highways.  FHWA has issued memorandum 20-1-67 to implement the 
Executive Order.  Subsequently, in April 1972, the Water Resources 

•sv*  Council issued "Flood Hazard Evaluation Guidelines" which are to be 
Vs  utilized by Federal executive agencies in complying with Executive Order 
$1^ 11296.  Information about the potential environmental impacts of the 

project on the flood plain should be included in the final statement. 

b.  Cultural Resources 

The description of historic resources is extensive, but there are some 
unclear passages in discussions of individual properties, and the maps 

•J vi appear in some instances to contradict the text.  For example, a property 
v? . may be indicated as a site on the map while the text may be unclear as 
*£ £$ to whether or not buildings are still standing.  Two examples are historic 

sites 27 and 28.  This should be clarified in the final statement. v? 

^ 

Excellent early coordination with the Maryland Historic Preservation 
Officer has already been accomplished as regards the identification of 
historic resources.  This process should be completed prior to 
preparation of the final statement by requesting that the State Historic 

V  Preservation Officer provide guidance in completing an archeological 
.v*   survey of the corridor through the office of the State Archeologist.  The 
V t\   State Historic Preservation Officer should then be requested to certify 
\     .^ in writing that all archeological resources have been considered, and 
f^1  this statement should be included in the final statement with a summary of 



the archcological report.  Construction contracts should provide for 
archeological surveillance during .construction and should include stop 
work and salvage clauses.. 

v  Section 106 procedures should be completed with the State Historic 
,')     Preservation Officer and (as appropriate) with the Advisory Council on 
O'Q Historic Preservation prior to preparing the final statement. These 

/.•' 0 procedures should be documented in the final statement. 

M SECTION 4(f) STATEMENT COMMENTS 

a.  Alternatives 

3 
\ . 

This document is, in general, satisfactory in its project and 
environmental description and analysis (except as noted above), and the 
project sponsors are to be commended for their study, after the public 
hearings, of 12 alternate segments to avoid or minimize Section 4(f) 
involvements.  After careful review, the Department of the Interior 
concurs that there are no feasible and prudent alternatives to some 
limited taking of Section 4(f) land for this transportation project. 
However, we would note that, pursuant to proviso 1 of Section 4(f), each 
4(f) involvement must be evaluated on its own merits and in this case, 
certain of the alternatives presented constitute a measure to minimize 
harm to the 4(f) property.  Accordingly, we recommend that the alternatives, 
as discussed below, be selected for project implementation. 

In considering alternatives for the proposed mass transit project within 
the Baltimore Beltway, it appears that Alternate 9, utilizing cut and 
cover through the Sudbrook Park Historic District, minimizes impacts to 
areas of concern to this Department while still meeting basic transportation 
objectives.  Alternate 9 should be followed to just north of Sudbrook Park. 
From that point, we recommend that consideration be given to the use of 
the Alternate 5 route for mass transmit only from there to the Beltway. 
We support Alternate 5 as a combined facility from the beginning of the 
Expressway (at the Beltway) to the junction of Alternates 5 and 2 south 
of the McDonogh School Historic District.  This use of Alternate 5 would 
eliminate the need to demolish the Mt. Wilson Sanitorium House and Barn 
and minimize the impact on the Howard-McHenry Mill. 

These alternatives delete the Expressway from the Beltway to the Baltimore 
City Line, but maintain the mass transit facility in that area.  While 
there is some effect upon traffic volumes on other roadways (page E-9), 
overall these alternates have approximately the same degree of effectiveness 
in meeting transportation needs as do the alternates involving the entire 
Northwest Expressway (Alternate 1 and 2). 

Alternate 2  as a combined facility should be followed from the junction 
of Alternates 2 and 5 north to its point of intersection with Alternate 
2C.  Careful consideration should be given to minor route relocation as 
necessary to avoid the necessity for moving the McDonogh Railroad Station 
and for adapting it to modem day use as a mass transit station. 



Relative to project impacts upon the proposed stream valley park, the 
statement notes that "Alternate 2 would, have an Expressway classification 
(Freeway be A.A.S.H.A.T.O. Definition), conform to regional and State 
plans, have the si>x  major design features, and provide the same excellent 
transportation service as Alternate 1.  The impact on the Gwynns Falls 
Valley, the proposed trail system and water quality from north of the 
Baltimore Beltway to Painters Mill Road is minimized with this alignment 
(Alternated) as compared to Alternate 1." 

Alternate 2C should be used for the combined facility from the Alternate 
2-2C intersection north to Painters Mill Road, thus minimizing impacts 
upon the McDonogh School Historic District and the Puny House. 
Consideration should be given in the final statement to adjusting 2C so 
as to minimize or eliminate harm to identified archeological sites, 
utilizing the services of the state archeologist as advisor. 

Alternate 2C should be carried north into its merger with 2B, and 2B 
should be carried north into its merger with the 1 and 2 Expressway 
Alternates.  From there 1 and 2 should be carried into the Reisterstown 
vicinity.  We recommend that special consideration and study be given to 
utilizing the western Alternate 1 and 2 as a single combined 
Northwest Expressway and Relocated Maryland Route 30 around Reisterstown 
Historic District with a northern tie-in to Route 30.  The Expressway 
tie-in to Westminster Pike should avoid the connection right at the 18 
Mile House so as to avoid impacts thereto. 

The statement notes, pages E-8, that the traffic analysis associated 
with alternate considerations, and thus with Section 4(f) issues, is 
based upon the Baltimore Regional Environmental Impact Study. We have 

\   reviewed that study and it does not contain any alternative discussions 
.?  directly related to the proposed project or General Development Plan 
.? ,.. proposals minus only the presently proposed project.  The final statement 

•!-* for the project should describe the methodology used to derive projected 
.v traffic volumes for Alternates 7, 9, and 9a.  This is important information 

since the statement indicates that, today, the existing road operates at 
an "F" Level of Service during peak hours, a generally unacceptable 
level, and that even with the Northwest Expressway the road would operate 
at about the same level for the design year, 1995. 

b.  Specific measures to minimize harm 

In addition to the careful selection of alternatives to reduce overall 
4(f) area impacts, the draft Section 4(f) statement discusses many 
potential site-specific measures which could be taken to minimize harm 
to affected Section 4(f) areas.  The project proponents are commended 
for this work.  Notwithstanding, the Department of the Interior defers 
comment on the second proviso of Section 4(f) until selection of a final 
project proposal and alignment has been made and there has been coordination 
with the National Park Service and the Advisory Council on Historic 
Preservation relative to all site-specific measures which will be taken 
to minimize, harm. 



SUMMARY COMMENTS 

When the proposed final Section 4(f) statement is completed, we request 
the opportunity to review it and provide such further comments as 
appropriate.  In the meantime, if you have any questions or need for 
technical assistance, please contact the Regional Director, Mid-Atlantic 
Region, National Park Service, 145 South.Third Street, Philadelphia, 
Pennsylvania 19106, telephone 215-597-7013, who is assigned the 
field-level responsibility for coordinating Interior's interests in this 
case.. 

We appreciate the opportunity to review the subject document and hope 
that our comments will assist you in preparation of a final Section 4(f) 
statement. 

Sincerely yours, 

Deputy Assistant Secretary^TSl* the Interior 

Mr. Richard Ackroyd 
Room 206, Geo. II. Fallon 

Federal Building 
31 Hopkins Plaza 
Baltimore, Maryland 21201 



Response to Comments by the 
U.  S.  Department of the Interior 

A [p 

Comment No.   1 

Comment No.   Z 

Comment No.   3 

Gwynnvale Park was dedicated in May,   1971 
en" Sudbrook Park in June,   1971.    The right- 
of-way for the proposed Northwest Expressway 
in this area was acquired by the State Highway 
Administration in June,   1961.        In fact,   part 
of Sudbrook Park is constructed on extra land 
purchased by the State and leased to the 
County for recreational purposes. 

Noise impacts resulting from the project are 
included in Section C-ll   of this   Volume. 
Air  quality impact is   also  included in 
this   Volume  under  Section C-12.    Noise 
attenuation devices,   as required,  will be pro- 
vided throughout the project; however,   specific 
types of noise barriers will not be determined 
until the design phase of the project. 

An integrated account of the proposed linear 
park concept,  including the impact of the pro- 
posed project on the Gwynns Falls Park plans, 
has been included in the Final Environmental 
Statement (See Section C-8 of this Volume. ) 

Comment No.   4 

Comment No.   5 

The completion schedule of the Final Environ- 
mental Impact Statement for this project pre- 
cludes the initiation of a "joint development 
reconnaissance",   as suggested by this com- 
ment.    The alternate recommended by the 
State avoids,  to a great extent,   the area 
through which the stream valley parks are 
planned,   and in these areas multiple-use pro- 
posals are not possible.    The project is lo- 
cated in the Gwynns Falls valley :.n the im- 
mediate vicinity of 1-695,  and in this location, 
the State has and will cooperate v/ith Baltimore 
County in the development of the proposed lin- 
ear stream valley park. 

Data with reference to the impact of the project 
on the Gwynns Falls floodplain has been included 
on page J-4 of this Volume. 



Comment No.  6 

Comment No.   7 

Comment No.   8 

Comment No.   9 

Comment No. 10 

The maps and text relating to historic resources 
have been coordinated as much as possible in the 
Final Statement. 

The State Historic Preservation Officer has been 
1;et)i: informed of the detailed archeological sur- 
veys conducted in the Northwest Transportation 
Corridor.    Two separate archeological surveys 
were made (see page 11-2,   this Volume);  one 
identifying industrial archeological sites,  and the 
other prehistoric archeological sites. 

Executed Memorandums of Agreement between the 
Federal Highway Administration,   Urban Mass 
Transportation Administration,  State Historic 
Preservation Officer and the Advisory Council on 
Historic Preservation have been included in this 
Final Statement for those historic sites adversely 
impacted by the project that are on or eligible to 
be placed on the National Register of Historic 
Places (see page H-5 in this Volume). 

The alternates recommended by the  State Highway 
Administration differ from that recommended by 
the Department of the Interior in the following 
locations: 

Sudbrook Road to Mt.   Wilson Lane:   Within 
these limits,   the State is recommending Alternate 
7 Modified (see page A-31 in this Volume). 

Berrymans Lane to Reisterstown:   Within these 
limits,  the State is recommending Alternate 6 
(see page A-34 in this Volume). 

The traffic analysis is based on the Regional Envi- 
ronmental Impact Study (BREIS).    This comprehen- 
sive transportation planning process in the Balti- 
more Region is a collaborative effort of the Regional 
Planning Council and the Maryland Department of 
Transportation through its agencies,   the State High- 
way Administration and the Mass Transit Adminis- 
tration.    Comprehensive transportation planning in 
the Baltimore Region began in 1962 in accordance 
with the Federal-Aid Highway Act of 1962.    The 1976 
Annual Report of the Unified Transportation Planning 
Program describes the status of the transportation 
planning process in the Baltimore Region,  including 
the status of the adopted Regional Plan and the 

$ 



Cooperative Process.    It summarizes the major 
accomplishments of technical planning during the 
past year,  including activities in surveillance, 
reappraisal,   service and procedural development. 
The BREIS Study was used as the basic framework 
for the Northwest project; however,   additional 
assignments were made for the project.    Included 
in these assignments were comp\xter runs with and 
without the proposed expressway.    Also,   selected 
link analyses were made on various links to aid in 
this study.    An assignment without the link from the 
City Line to the Beltway was also studied. 

4^ 
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Menioranclum . •    . 
* *        * •      * 

Maryland, Northwest Expressway, Baltimore 
sufjrcr.County, Draft Environmental Impact State- 

ment/Section 4(f), FUWA-HD-EIS-73-01-DS . 

froM .A.'isistant Sec.ctary for Environment,^- - 
Safety, and Consumer Affairs  • "•'•':-:'- : 

$ 

DATEi 

In  reply 

refer  toi 

dSOI-X 13/5 

u 
TO  .Chief, Environmental Programs Division      ; 

FHWA/HKV-10    •   ...•-••. ."•- •-'.-:- :-.•-.•. .''•:. 

We have reviewed the subject .supplemental draft EIS and 
offer the following comments" for your'consideration. - 

v      .       ••       -    •...-.••..•*•.*. 

Kv
4 , 1.  The final statement should "^contain evidence that the 

\ ^^J*  various citi'/en groups in the corridor area received copies 
\  of the supplemental draft and that/'the issues raised by 

v, those groups have been resolved.'^ •"'•'•""-"<. '•<' "••:.• ••'•" '.: ••; .• -•. 

/'.2.  The' extension of Glyndon Drive through the 
(57 J' Re is tors town Historic District will require a section 4(f) 

iv determination'.'       -  ,.--...•.; ^ ..- ;. . .._,..;.-• _• _. .....:.•;; 

% 

^ 

;> 
.;;.p-3.  The Department of the Interior should be consulted on 

r^-'jV the. eligibility of sites -in.-the -project area .which appear 
'•"'"# V to be potential National Register sites.   -'••'    •••'-' ••• .• "' 

,v^j4.  The final EIS should include evidence of compliance 
v «>'• with the section 106 procedures of. the Advisory Council 

"'  on Historic Preservation^ . ,     .'.    _ 

We appreciate the opportunity to review and comment on the 
EIS supplement.     .....    . •.  ....  ._..• .-.. ;..;:• ..-. ;.,.-..-   . ; 

: i 

Judith T. Connor 

V.^-,-,^. f.'"*^"** **-'rj-.v f-f j"T*—^.. -r-'^-.-r-  .-;• '::\"r> VJ"N•":•• 



Response to Comments by the 
U.  S.   Department of Transportation 

^D 

Comment No.   1 Citizen groups receiving copies of the Supple- 
mentary Draft are listed in the Summary 
Sheet.    The   Distribution List begins on page 
vii of this Volume. 

Comment No.   2 The Reisterstown Historic District,  including 
the effect of extending Glyndon Drive,   are 
included in the Section 4(f) Statement.    See 
Volume II. 

Comment No.   3 The Federal Highway Administration has been 
•notified by the Department of the Interior that 
the following historic sites are eligible to be 
placed on the National Register. 

McDonogh Railroad Station 
McDonogh School Historic District 
Owings Mills Railroad Station (Old) 
Owings Mills Railroad Station (New) 
Reisterstown Historic District 

Comment No.  4 Executed Memorandums of Agreement between 
the Federal Highway Administration,   Urban 
Mass Transportation Administration,  State 
Historic Preservation Officer,   and the Advisory 
Council on Historic Preservation have been in- 
cluded in this Final Statement for those historic 
sites adversely impacted by the project that are 
on or eligible to be placed on the National 
Regiser of Historic Places (see Volume I,   page 
H-5). 



L.      COORDINATION: 
^ 

Subsequent to the Public Hearing in April of 1973,   the project has been 
coordinated with Elected Officials,   Governmental Agencies,   and Community 
Organizations regarding all types of issues and concerns, including historic 
sites.    The following record of coordination,  in chronological order, provides 
evidence of the involvement of other agencies and the public during develop- 
ment of this project.    These meetings were held in addition to the formal co- 
ordination conducted through the distribution of the Draft Statements and the 
Corridor Location Public Hearing, both of which were previously discussed 
in this final statement. 

Specific reference is made to the Public Information Meetings held on 
December 2nd and 5th,   1974.    These meetings were held to advise interested 
citizens of the progress made on the issues brought up at the Corridor Public 
Hearings of April,   1973.    In addition to concerns raised about the Gwynns 
Falls floodplain,   the Expressway Interchange and Rapid Transit Station at 
McDonogh Road,   and the terminal interchange in the Reisterstown area,  Sud- 
brook Park was placed on the National Register of Historic Places requiring 
a major restudy of possible alignments and/or alternatives inside of the Balti- 
more Beltway.    Also,   the Federal Highway Administration has since issued 
HPM 7-7-9 establishing new air quality standards which require the prepara- 
tion of a new air quality study.   The meetings were not formal public hearings 
and public testimony was not recorded.    Summaries of the discussions held 
at these meetings and copies of the newspaper,  radio and TV notices of the 
Public Information Meetings are included in this Volume as Attachment 
No.   3. 

As an example of community participation,   the questions asked by pri- 
vate citizens at the meetings of June 2 and 16,   1975,   and. the answers to 
those questions, were included as Attachment No. 5 in the Supplement to the 
Draft Statement (FHWA-MD-EIS-73-01 -DS). 

Public and Agency Contact on the 
Northwest Transportation Corridor 
 since the Public Hearings  

Abbreviations for Governmental Agencies arc listed below: 

ACHP - Advisory Council on Historic Preservation 
DNR - Department of Natural Resources 
EPA - Environmental Protection Agency 
FHWA - Federal Highway Administration 
MDOT - Maryland Department of Transportation 
MHT - Maryland Historical Trust 
MTA - Mass Transit Administration 
RPC - Regional Planning Council 
SHA - State Highway Administration 
UMTA - Urban Mass Transportation Administration 
USDOT - United States Department of Transportation 

-B--1 



Date Organization Subject 

4/25/73 MTA, RPC.SHA 
5/18/73 DNR 
5/25/73 RPC.SHA 
5/30/73 Baltimore City Staff 

7/17/73     EPA 
7/19/73    ACHP, MHT.UMTA, 

USDOT 
11/   5/73     MHT 
11/   6/73     FHWA • 
11/   9/73     ACHP, FHWA, MHT, 

UMTA 
12/11/73     Elected Officials & 

Citizens Groups 
1/17/74     RPC 
3/18/74 McDonoghSchool, Ner 

Israel Rabbinical Col- 
lege, Valleys Planning 

3/19/74     Baltimore County Staff 
5/14/74     RPC 
5/24/74    RPC.SHA 
5/28/74     Baltimore City Staff 
8/14/74 MHT 

10/29/74 MHT 
11/21/74    ACHP, FHWA, MHT, 

UMTA 
12/   2/74     Public InformationMtg. 

Franklin Sr. High School 
12/   5/74     Public Information Mtg. 

Sudbrook Jr. High School 
1/27/75     Sudbrook Club   - 

Citizens Group 
5/21/75     FHWA, MOOT, MHT, 

MTA, SHA, UMTA 
5/21 /75     Baltimore County Execu- 

tive St Sudbrook Park 
Citizens 

6/   2/75     Task Force & Baltimore 
County Staff 

6/10/75     MDOT, MHT, MTA, SHA 
6/16/75     Task Force k Baltiinore 

County Staff 
6/23/75     MDOT, MHT, MTA, 

SHA (Field Review) 
6/27/75     MHT 

Entire Corridor 
Storm Water Management 
Entire Corridor 
Northwest Expressway Change - Balti- 
inore City Line to Baltimore Beltway 
Sudbrook Park Historic District 
Sudbrook Park Historic District 

Sudbrook Park Alternates 
Sudbrook Park Alternates 
Sudbrook Park Alternates and Historic 
District 
Baltimore City Line to Baltimore 
Beltway 
Secondary Impact Study 
McDonogh Road 

Entire Corridor 
Entire Corridor 
Entire Corridor 
Baltimore City Line to Baltimore Beltway 
Corridor Historic Sites 
Sudbrook Park Historic District 
Sudbrook Park 

Entire Corridor 

Entire Corridor 

Sudbrook Park 

Corridor Historic Sites 

Baltimore City Line to Baltimore 
Beltway 

Baltimore City Line to Baltimore 
Beltway 
Corridor Historic Sites 
Baltimore City Line to Baltimore 
Beltway 
Corridor Historic Sites 

Corridor Historic Sites 

L-2 



Continued - •ifl 
Date .Qi'fianization 

7/   2/75    FHWA, MDOT, MHT, 
MTA, SHA (Field Review) 

7/16/75     Elected Officials & Balti- 
more County Staff 

7/17/75     Task Force k Baltimore 
County Staff 

7/18/75     County Executive & 
Task Force 

7/24/75     Elected Officials 

7/31/75     Willow Glen North 
Task Force 

11/   7/75     ACHP, FHWA, MHT, 
UMTA, MTA & SHA- 

12/1/75     RFC,  Baltimore City 
Staff & Baltimore 
County Staff 

12/12/75    State Archeologist 
1/12/76    RFC, Baltimore City 

Staff & Baltimore 
County Staff 

1/21/76    RFC & Baltimore 
County Staff 

2/   5/76    RFC,  Baltimore City 
Staff & Baltimore 
County Staff 

Subject 

Corridor Historic Sites 

Baltimore City Line to Baltimore 
Beltway 
Baltimore City Line to Baltimore 
Beltway 
Baltimore City Line to Baltimore 
Beltway 
Baltimore City Line to Baltimore 
Beltway 
Baltimore Beltway to McDonogh Road 

Corridor Historic Sites 

Review of 4(f) Statement 

Review of Archeological Reports 
Review of Status of N. W. X.   Project 

Review of Sector Center in Relation 
to Recommended Alternate 
Review of Status of N. W. X. Project 

L-3 
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• ATTACHMENT 1 

Technical Service Report 9 

This is a technical service report on the 

"Preliminary Projections of the Growth Effects of 

the Northwest Corridor Transportation Improvements" 

and was prepared as part of the Baltimore Region 

Continuing, Comprehensive and Cooperative Transpor- 

tation Planning Process by the Regional Planning 

Council. 



# 

PRELIMINARY PROJECTIONS OF THE GROWTH EFFECTS 

OF THE 

NORTHWEST CORRIDOR TRANSPORTATION IMPROVEMENTS 

TECHNICAL SERVICE REPORT 9 

A Technical Service Report 
Prepared for the Maryland Department of Transportation 

September 2, 1975 

BALTIMORE REGION CONTINUING, COMPREHENSIVE, AND COOPERATIVE 
TRANSPORTATION PUNNING PROCESS 

Maryland Department Regional Planning 
of Transportation Council 



rffl 

Preliminary Projections of the Growth Effects 
of the 

Northwest Corridor Transportation Improvements 

TECHNICAL SERVICE REPORT 9 

TABLE OF CONTMTS 

Introduction and Summary •••••••••• <..o..e..oe. 1 

Historical Growth of the Corridor:    1960-1970 ..;.......»  £ 

General Development Plan Forecasts:    1980-199!? .,.0c  6 

Recent Trends:    1970-197U  9 

Sewer Moratorium:   1973-1979 •• 9 

Impact of New Transportation Facilities  •••.....e. 10 

AUTHOR:    Daniel L. Heiser, Planner 

C, William Ockert, Technical Director 

The preparation of this report has been financed through funds pro- 
vided by the Maryland Department of Transportation and the Regional 
Planning Council as matching shares for funds from the Federal High* 
way Administration and the Urban Mass Transportation Administration 
of the United States Department of Transportation. 



LIST OF FIGURES MD TABLES 

Figure 1 

Figure 2 

Figure 3 

Figure h 

Northwest Corridor Study Area  3 

Traffic Volumes on Reisterstown Road ..... 7 

Traffic Volumes on Liberty Road .......o.. 8 

Corridor Growth Relationships  11 

Table 1   Corridor Population Growth & Forecasts ... 12 

Table 2   Corridor Employment Growth & Forecasts ... 12 

iX !\\ 



)\ A 
INTRODUCTION AND SUMMARY 

This service report documents an analysis conducted by the 

Continuing, Comprehensive, and Cooperative Transportation Planning 

Process (3-C Process) of the likely implications of construction of 

major new transportation facilities on growth and urbanization in the 

Northwest Corridor of Baltimore County. The 3-C Process is an integral 

component of the Unified Transportation Planning Program (UTPP), a cooperative 

effort of the Regional Planning Council, the Maryland Department of Trans- 

portation, and the lo-al governments within the Baltimore Region— Baltimore 

City and Anne Arundel, Baltimore, Carroll, Harford, and Howard Counties. 

The major purpose of the UTPP is the coordination of transportation studies 

and planning efforts in the Baltimore Region. The 3-C Process is the element 

of the UTPP responsible for maintaining up-to-date information on socio- 

economic, land use and transportation data. This information provides 

the basis for the modification and updating of regional transportation 

plans and programs. This work is carried out as part of the development 

and updating process for the General Development Plan, adopted by the 

Regional Planning Council as the official plan for the Baltimore Region. 

This analysis was undertaken at the request of the Maryland Department of 

Transportation, acting as coordinator of joint project planning/environmental 

impact studies concerning the Northwest line of the Phase I Rapid Transit 

System and the Northwest Freeway. These joint studies, being performed by 

the Mass Transit Administration and the State Highway Administration, 

primarily focus on the direct impacts of the new facilities on adjacent 

communities and nearby environmental features. This analysis serves to 

complement the planning/environmental studies by examining the secondary 
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ta^ett. t.... l-P-t. on the level of urban «tlvity In the corner. 

Transportation accessibility has long been recognized .s  a consi- 

deration in private decision, to change land use activities. In turn, 

changes In land use patterns have direct affects on transportation usage 

and leveia of traffic congestion. At the «. time, Ban, factors other 

than transportation accessibility - such as sewer service, zoning, land 

.'  ,\     .inflnenre land use development. 
ownership patterns and development trend8\--  influence lan 

While the relative importance of these various factors on development is 

not completely understood, a great amount of progress has been made to 

develop procedures which can be used to estimate growth patterns. Tfcese 

procedures have previously been applied by the Regional Planning Council in 

projecting the urban development patterns recommended in the regional General 

Development Plan. The approach in this analysis historically related corridor 

growth with corridor accessibility levels in an attempt to determine the 

degree to which growth has been either constrained or stimulated by changes 

in accessibility. Based on this historical relationship, certain inferences 

can be made about future corridor growth. The focus of this report is that 

area, shown in Figure 1, outsi7e"l-695 (Baltimore Beltway) in the Northwest 

Corridor between Liberty Road and Reisterstown Road. The area inside the 

Beltway, because of its established development patterns and sparse parcels of 

vacant land, has not shown the same propensity for rapidly changing land 

uses as the area outside the Beltway, Consequently, improved access to 

the corridor inside 1-695 is not expected to significantly stimulate 

growth rates. 

flP. 
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NORTHWEST CORRIDOR 
STUDY AREA 

1" - 1 mile 
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In summary, it has been found that the Northwest Corridor in 

Baltimore County h*8 experienced extremely high growth over the last fifteen 

years (about 20% per year increase in population) despite deteriorating 

traffic conditions and decreasing accessibility levels. This growth rate 

is expected to be severely curtailed by the building moratorium imposed by 

the State Department of Health and Mental Hygiene in response to the overloading  - 

of the sewer trunk line serving the corridor. With the lifting of the mori- 

torium, expected in 1979, it is anticipated that growth in the corridor will 

return to about the same rate experienced over the past fifteen years. This 

would be consistent with activity projections previously made by the Regional 

Planning Council. 

It is plausible that increases in accessibility levels provided 

to the Northwest Corridor could result in corridor growth rates which are 

even higher than the high growth rates experienced over the past fifteen 

years. Potentially, the construction of the Northwest Freeway and the North- 

west Line of the Phase I. Rapid Transit System could bring about such an 

increase in accessibility. However, travel analyses indicate that, at best, 

construction of these facilities would allow system capacity to Just keep 

up with increases in traffic resulting from corridor growth. In fact, some      _, 

deterioration in the level of peak highway service is projected near the 

Beltway.  In other words, overall acc«Mibility will be neither improved 

nor decreased if expected growth occurs and the Northwest Freeway is constructed. 

Accessibility will decline if growth occurs without the Northwest Freeway. 



op 
It should be emphasized that these preliminary conclusions apply 

to the overall growth likely in the corridor. It is recognized that develop- 

ment patterns within the corridor could be influenced by the location of 

specific access and terminal facilities. Local development plans, zoning, 

and other local factors, could also have a significant effect on shaping 

local development patterns. 

Another concern of this analysis is the effect of decisions to 

either delay or not build major transportation facilities in the corridor. 

It is clear from travel malyaes conducted by the 3-C Process that travel 

conditions would continue to worsen through time should this happen. Although 

sophisticated techniques are not available at this time to fully assess 

the growth implications of this possibility, past experience in the corridor 

indicates that corridor growth would continue at a high 

rate.  The question, how high will future growth rates be, cannot be answered 

until a new growth forecasting technique is available, although one likely 

result of a "no-build" decision would no doubt be more scattering of 

development within the corridor. 

HISTORICAL GROWTH OF THE CORRIDOR;  1960-1970 

Since 1960, the Northwestern Corridor Study Area has experienced 

an extremely high rate of growth, nearly ten times that of Baltimore County 

and almost fifteen times that of the Baltimore Region. At the start of 

the last decade, the area contained only 1.4% of Baltimore County's residents. 

By 1970, this share increased to 7.0% through a phenomenal averaged growth 

rate of approximately 20% per year or 3,700 new residents annually,1 During 

the same time period, the Northwestern Corridor increased its share of County 

Regional Planning Council, 1960-1970 Cenaus Trends, Census & Data Base 
Report Number 6. 

-5- 



jobs from 4.9% in 1964 to approximately 6% by 1970. This increase translates 

to an averaged annual growth rate of approximately 14% per year.1 Consequently, 

traffic on both Reisterwtown and Liberty Roads has steadily increased 

(shown in Figures 2 and 3)since 1960 with severe congestion occurring during 

the peak hours. 

GDP FORECASTS:  1980 and 1995 

While the rate of development in the Northwest Corridor between 

1960 and 1970 had been extremely high, the continuation of this rapid 

development was considered unliUsly.  In fact, population projections 

(Table I) made as part of the General Development Plan assumed lower growth 

rates of between 2,700 and 2,900 new residents annually between 1970 and 1995. 

These growth rates were expected to result in the corridor study area containing  _ 

9.6% of all Baltiraore County residents by 1980, and 12% by 1995. In addi- 

tion, 6.0% of the employment in Baltimore County was expected to be located 

in the corridor by 1980, and 8.5% by 1995 (Table II). 

Although the forecasting methodology included both the completion 

of the Northwest Freeway by 1980 and a detertoination of the relative attract- 

iveness of the area for future development, these "best11 estimates appear 

2 - 
too low when compared to recent data on households and population. This 

discrepancy, discussed in the next section, between recent growth rates and      _ 

forecasted rates of development appears to be due to an underestimation of 

the corridor's attractiveness in terms of development potential. 

13-C Technical Memorandum 4, Employment Changes in the Baltimore Region- 
1964 to 1970 

23-C Technical Memorandum 10, Forecast of Land Use and Socio-Econoraic 
Data - 1980 and 1995. 
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RECENT TRENDS:  1970-1974 

A recent survey of housing and population in the region by the 

3-C Process hM revealed a rather startling condition in the NorthwaatArn 

Corridor.  The rate of development in the Northwest Corridor has not 

tapered of as expected, but has continued its historical rate of growth 

through the year 1974. Even the significant deterioration of peak hour access 

to the corridor does not appear to have impeded corridor growth. 

Between 1960 and 1974 approximately 3,700 new residents have found 

homes in the study area rach year.  Extending this rate of growth, the corridor 

would have achieved 1980 forecasted population levels by 1977. In fact, a 

continuation of historical trends would have resulted in approximately 15% more 

population by 1980 than anticipated and 21% more than 1995 GDP population 

forecast.  However, the recent imposition of a sewer moratorium in the Gwynn 

Falls Watershed has altered these conclusions somewhat. 

SEWER MORATORIUM;  1973-1979 

Although any analysis of the effec*: of the sewer moratorium on housing 

permits are inconclusive at this time, preliminary indications from the 

Regional Planning Council's housing permit monitoring process show a decrease 

in authorized units. Neither the cause nor the severity of this decrease 

can be adequately determined, although a combination of economic conditions 

and the sewer moratorium is probably responsible. 

The decline in housing starts in the corridor could have far-reaching 

implications depending upon the duration and the severity of both the sewer 

moratorium and the economic conditions of the housing industry. A preliminary 

13-C Technical Memorandum 20, Population Growth Patterns - 1970 to 1974. 
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calculation of housing permits authorized for the years 1974 through 

1979 (anticipated termination date of the sewer moratorium) shows approxi- 

mately 3,100 new residential units will be allowed in the study area. Based 

on historical family size trends for the area, these units will house 

approximately 10,400 new residents during this five-year period. The average 

annual addition of residents (2,100) for 1974 to 1979 will bring corridor 

population in line with previous 1980 forecasts. 

Figure 3 and Table I show the relationships of historical and 

forecasted population gr~vth and the anticipated impact of the sewer mora- 

torium. Depending on whether the corridor's growth resumes historical rates 

or conforms to the GDP, 1995 population levels for the corridor could vary 

. by as much as 12",000 residents". Regardless, this would mean at least 

43,000 new residents in the study area between 1980 and 1995, or a doubling of 

1974 population levels 1974 population levels by 1995. 

TMPACT OF NEW TRANSPORTATION FACILITIES 

There is no evidence that poor access has adversely affected develop- 

ment of the Northwest Corridor. To the contrary, this area of the region 

has sustained one of the highest growth rates in spite of having some of the 

poorest traffic conditions. Even without the retarding eTfect on growth imposed 

by the sewer moratorium, a worsening of congestion and accessibility might 

have restrained corridor development as well as imposing other constraints 

on mobility within the corridor. Once the sewer moratorium is lifted, 

construction of the Northwest Freeway and the Phase I Rapid Transit will only 

allow a level of service comparable to 1970 traffic conditions. This is due 

to a projected three-fold increase in corridor traffic between 1970 and 1995. 

In other words, these facilities will not create substantial increases in 

corridor accessibility during the peak hours of the day. 

-10- 
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TABLE I - CORRIDOR POPULATION GROWTH & FORECASTS 

Year Historical 
Trends 

Impact of 
Sewer 

Moratorium 

Forecasts Based On 
GDP 

Growth 
Rates 

Historical J 
Growth 
Rates 

1960 7,200 

1970 44,000 

1974 5?,3.'0 

1975-1979 +10,400 

1979 69,700 

1980 71,000 73,000 

1995 116,000 128,000 

TABLE II - CORRIDOR EMPLOYMENT GROWTH & FORECASTS 

Year 
4 

Historical GDP 
Trends Forecasts 

1964 8,510 ... 

1970 14,500 

1980 16,600 

1995 28,900 

o?P 
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•SPECIAL REPORTS  PREPARED BY 

THE 3-C TRANSPORTATION PLANNING PROCESS 

NO.    TITLE I&TE 

1 Old Pimltco Road Interchange Planning 
Analysis 3/74 

2 Harford County Emergency Public Trans- 
portation Study 4/74 

3 Feasibility of Public Transportation 
Improvements in Howard County       5/74 

4 The Potentials for Public Transporta- 
tion Improvements in Carroll County  7/74 

5 Radecke Avenue Planning Analysis      10/74 

6 Penn Station User and Access Survey   11/74 

7 Travel Patterns in the Baltimore/Anna- 
polis Corridor 3/75 

8 Patronage Potential of Ramps Serving   6/75 
Mar ley Neck 

9 Preliminary Projections of the Growth  8/75 
Effects of the Northwest Corridor 
Transportation Improvements 

^ 
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ATTACHMENT 2 

Environmental Assessment Form 

The Environmental Assessment Form is a 
requirement of the Maryland Environmental Policy 
Ac.t of July,   1974. 



ASSESSMENT OF SIGNIFICANT ENVIRONMENTAL EFFECTS » 

The following questions should be answered by placing 
a check in the appropriate column* s)..  If desirable, the "com- 
ments attached" column can be.checked by itself or in combination 
with an answer of "yes" or "no" to provide additional information 
or to overcome an affirmative presumption. 

In • anr.wer ing the questions, the significant beneficial 
and adverse, short and long term effects of the proposed action, 
on-site and off-site during construction and operation should be 
considered. 

All questions should be answered as if the agency is 
subject to the same requirements as a private person requesting a 
license or permit from the State or Federal Government. 

Land Use Considerations 

1. Will the action be within the 
100 year flood plain? 

2. Will the action require a permit 
for construction or alteration 
within the 50 year flood plain? 

3. Will the action require a permit.. 
for dredging, filling, draining 
or alteration of a wetland? 

A.     Will the? action require a permit 
for the construction or operation 
of facilities for solid waste 
disposal including dredge and 
excavation spoil? 

5. Will the action occur on slopes 
exceeding 15%? 

6. Will the action require a grading 
plan or a sediment control permit? 

7. Will the action require a mining 
permit for deep or surface mining? 

<i.     Will the action require a permit 
for drilling a gas or oil well? 

9.  Will the action require a permit 
for airport construction? 

10.  Will the action require a permit 
for the crossing of the Potomac 
River by conduits, cables or 
other like devices? 

Comments 
Yes   No   Attached 

\y 

V 

sS 

S 
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S 
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( •     v-  Yes  No   Attach 

11. Will the action ai feet the use 
of a public recreation area, park, 
forest, wildlife management area,         ^/ 
scenic river or wildland?      

12. Will the action affect the use of 
any natural or man-made features 
that are.uniqufe to the county, 
state or nation?  . 

13. Will the action affect the use of 
an archaeological or historical 
site or structure? 

B.  Water Use Considerations 

14. Will the action require a permit 
for the change of the course, 
current, or cross-section of a        S 
stream or other body of water?     _Z__ 

15. Will the action require the 
construction, alteration or 
removal of a dam, reservoir or 
waterway obstruction?   

16. Will the action change the over- 
land flow of storm water or 
reduce the absorption capacity of     v 
the ground?- J__    

17. Will the action require a permit y 
for the drilling of a water well?       v 

18. Will the action require a permit s 
for water appropriation?              _Jl_ 

19. Will the action require a permit 
for the construction and opera- 
tion of facilities for treatment 
or  distribution of water? "          

l£d vjl ' 

20. Will the project require a permit 
for the construction and operation 
of facilities for sewage treatment 
and/or land disposal of liquid 
waste derivatives? 

21. Will the action result in any 
discharge into surface or sub- 
surface water? 

y 

y 



22, 

c 
If so, will the discharge affect 
ambient ,;ater quality parameters 
and/or require a discharge permit? 

Contmen 
Yes  No   Attached 

,.* 

•? 

C.  Air Use Considerations 

23. Will the fiction result in any         , 
discharqe into the air? _il_    

24. If so, will the discharge affect 
ambient air quality parameters        v 
or produce a disagreeable odor?     t^_    

25. Will the action generate addi- 
tional noise which differs in 
character or level from present        s> 
conditions?      

26. Will the action preclude future v- 
use of related air space?             _k__ 

27. Will the action generate any 
radiological, electrical, s- 
magnetic, or light influences?        Jtl_ 

D.  Plants and Animals 

28. Will the action cause the dis- 
turbance, reduction or loss of 
any rare, unique or valuable                / 
plant or animal?      

29. 'Will the action result in the 
significant reduction or loss • 
of any fish or wildlife habitats?       ^ 

30. Will the action require a permit 
for the use of pesticides, herbi- 
cides or other biological, chemi- 
cal or radiological control                / 
agents?    •  

Socio-Economic 

31.  Will the.action result in a pre- 
emption or division of properties 
or impair their economic use? 



Appc.nfjjx A v\_.onL  len; •  ( 

3'S.     Will the .ictjon couue rrlocition 
of act.ivil.ieo, st-ructure:; or 
result in a change in the popula- 
tion <Jen:;ity or distribution? 

34.  Will the action affect traffic 
flow and volume? 

35.  Will the action affect the pro- 
duction, extraction, harvest or 
potential use of a scarce or 
economically important resource? 

30-  Will the action require a 
license to construct a sawmill or 
other plant for the manufacture 
of forest products? 

38. Will the action affect the employ- 
ment opportunities for persons in 
the area? 

39. Will the action affect the ability 
of the area to attract new sources 
of tax revenue? 

40. Will the action discourage present 
sources of tax revenue from remain- 
ing in the area, or affirmatively 
encourage them to relocate else- 
where? 

/ 

33.  Will the action alter land values? \/ 

V 

37." Is the action in accord with 
federal, state, regional and local 
comprehensive or functional plans—   . 
including zoning? K 

/ 

/ 

F.  Other Considerotions 

42.  Could the action endanger the pub- 
lic health, safety or welfare? 

Comme 
No  Attached 

nts \AV 

y 

y 

/ 

41.  Will the action affect the ability , 
of the area to attract tourism?        */ 

y 
43.  Could the action be eliminated 

without deleterious effects to the 
public health, safety, welfare or        ; , 
the natural environment? y 



C 
Yes No 

statewide 
^ 

Comments 
Attached 

$1 
M.  Will the action be of 

significance? 

45. Are there any other plans or 
actions (federal, state, county 
or private) that, in conjunction 
with the subject action could 
result in a cumulative or syner- 
gistic impact on the public health,' • - 
safety, welfare or environment?       ^ 

46. Will the action require additional 
power generation or transmission     , 
capacity? j/ 

G.  Conclusion 

47.  This agency will develop a com- 
plete environmental effects report     ' '  ' ' s 
on the proposed action. ^ ^ 

An £13. fos bezn 
Pr&pGr&d for This Action 
In Hcc&rdsnee Wifrt /xe 

Po/icy  Acf. 
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•  \$^£ Maryland Department . 
}^M ofTnansportation •'}•• ;•-•;;; 

PUBLIC INFORMATION MEETING 
ON THE 

NORTHWEST TRANSPORTATION COKRIDOR 
T;^ r'l''. •>'-• '(•.!?. '•), 

The Maryland Department of Transportation will hold public inforrnationmeet- 
ings on the proposed Northwest'Transportatipn-Cotridor'.'.'The ;me.etings will be j 
held at: 

f 

i»i'o!--*tiiv" ^:',v- . 

^3 

C-ltif:-- 

•^-.1' 
*'   v. 

-   / 

Franklin Senior High School Cafeteria,•'* *' 
12000 Reisterstown Road, ReiSterstown •'; 
Monday, December 2, 1974 ; ":.1 :"'. .rr , 
7:00 p.m. to.10:00 p.m. . V^.-ij"..' 

Sudbrook Junior High School Cafeteria, 
Bedford Road and Alter Street . .,  •/.;•. 
Thursday, December 5,1974 T ,.     : !:"r-r:'i 

7:00 p.m. to.10:00 p.m. .•        *-v.-1 ^ •  -!'''- ; !    -^ "' • • < ,; •• 
= ' • • '  • '    V/7-=.-'. ••,:r•...•: ••'•'•• 

The meetings are being held to advise citizens of progress on the'issues 
brought up at the Corridor Public Hearings of April, 1973. At the April, 1973, 
hearings, the Department of Transportation'presented four alternative plans 
for the Northwest Corridor, two dealing with the proposed.expressway/rapid , 
transit project, a third, the widening.of .Reisterstown, Road and a fourth, '.'do* 
nothing" alternative.  '• .        ':       '.  '' ' ..sl.-c 

Questions on several major issues Were raised at the hearings including ' 
the Gwynn's Falls Flood Plain, the expressway interchange and rapid transit"; 
station at Mc- Donogh Road and the expressway interchange-at Reisterstown' 
Road (U.S. Route 140 and Maryland Route'30.) Subsequent to the hearing/- 
Sudbrook Park was placed on the National Register of Historic'Places, ;equir-', 
ing a major re-study of possible alignments and/or possible alternatives inside 
the Beltway. Also, the Federal Highway Administration has since issued Policy- 
and Procedures Memorandum #9C-7, setting- new air quality standards which • 
require the'Department to perform additional air quality monitoring'and .to' 
prepare a new air quality study.    ' ' ' '•:••:'.-"•• .••    .'' ••' 

Department representatives will be available at teach meeting.from 7:00 
p.m. to 10:00 p.m. to answer questions and inquiries relative to the Northwest 
Transportation Corridor and the studies, since the Corridor public hearings. 
These will be informal meetings. Interested persons may stop in'at any time 
between 7:00 p.m. and 10:00 p.m. either evening and receive personal atten- 
tion to specific questions. It is emphasized that the meeting is not tor formal-- 
public testimony, but.rather to inform individuals or representatives of organH' 
zations on the status of. studies performed by the Department of Transporta- 
tion since the Northwest Corridor hearings.    .:- •:.:        •• r •••••••'•'. .     •'-./ 

For further information, contact Raymond V. Bartlett, Office of the Secre- 
tary. Maryland Department of Transportation, 768-9520, extension 250. 

r Harry R. Hughes 
-.V. Secretary of Transportation 

Date Novembers, 1974 
^rder.No. E-2656 

BBSS mssm 

Cm Or- 
Nonce 

<* 

<A 

V 

ATTACHMENT   NO. ? 



November 7, 1974 

MEMORANDUM 

TO: Mr. Austin Smith ^ 
Secre.-tcry - SRC 

FROM: V/minmT. Sproguo 
Cliiof, Planning Support Section 
Ofllcc of Plnnninn ond Preliminary Engineering 

SUBJECT:     Contrnct No. IJ-698-28-471 , 
F.A.P. No. r-910-HG} 
Northwest Expressway 

Attached is the original and one onionskin copy of the Public 
Notice on the subject project.   The approved notice was forwarded 
to us by Raymond V. Bartlett, Department of Transportation.  It is 
requested that the notice appear in the following papers: 

Bnltimove Mews American November 12 and 26 
(To be published as display advertisement) . 

Afro American (Baltimore) November 12 and 26 
Jeffersonian November 14 and 21 
Northwest Stnr Novi'rnber 14 and 21 
Community Timrr. Novombsr 14 and 21 
Carroll County Timt?s November 13 and 25 

The nds should bo charged to Contract No. 3-693-20-471; 
F.A.P. No. F-9i0-l(6). 

Please send this office two (2) copies of ihv confirmed publication 
plus cost for our files. 

JO 
^ - 



PUL_^C INF0KMAT10N MEETING 

ON THE 

NORTHWEST TRANSPORTATION CORRIDOR 

tf>\ ? 

The Maryland Deportment of Transportation will i;old public 
information meetings on the proposed Northwest Transportation Corridor. 
The meetings will be held ot: 

Franklin Smiior High School Cafeteria, 
12000 Reistorstown Road, Reisterstown 
Monday,'December 2, 1974- 
7:00 p.m. to 10:00 p.m. 

Sudbrook Junior High School Cafeteria, 
Bedford Road and Alter Street 
Thursday, December 5, 1974 ^ 
7:00 p.m. to 10:00 p.m. 

The meetings are being held ato advise citizens of progress on 
the Issues brought up at the Corridor Public Hearings of April, 1973.   At the 
April, 1973, hearinqs, the Department of Transportation presented four 
alternative plans for the Northwest Corridor, two   dealing v/ith the proposed 
expressway/rapid transit project, a third, the widnninq of Rf!isten;town 
Road and a fourth, "do nothing" alternative. 

Questions on several major issues were raised at the hearings 
including the Gwynn's Tails Mood Plain, the expressway interchange and 
rapid transit station at Mc Donogh Road and the expressway interchange 
at Reisterstown Road (U.S. Route 140 and Maryland Route 30) .   Subsequent 
to the heprlng, Sudbrook P^rk wis placed on. the National Register of Historic 
Places, requiring a ninjor re-study of possible alignments and/or possible 
alternatives inside the Beltway.   Also, the Federal Highway Administration 
has since issued Policy and Procedures Memorandum #90-7, setting new air 
quality standards which require the Department to perform additional air 
quality monitoring and to prepare a new air quality study. 

Department representatives will be available at each meeting 
from 7:00 p.m. to 10:00 p.m. to answer questions and inquiries relative to 
the Northwest Transportation Corridor and the studies since the Corridor 
public hearings.   Those will be informal meetings.    Interested persons may 
stop in at any time between 7: 00 p.m. and 10:00 p.m. either evening and receive 
personal attention to speclilc questions.   It is emphasized that the meeting 
is not for formal public testimony, but rather to Inform individuals or 
representatives of organizations on the status of studies performed by the 
Department of Transportation since the Northwest Corridor hearings. 

For further information, contact Raymond V. Bartlett, Office 
of tho Secretary, Maryland Department of Transportation, 768-9520, 
extonsion 250. 



<w ••••-• 

Hovomber 7, 1974 

WTTR AM & FM 
P. 0. Box 828 
Westminster, Maryland 21157        '  .. 
Atton: Dick Story i 

Dear Sir: 

Please broadcast the enclosed Public Notice with your 
Civic affairs announcements. 

Thank you for your cooperation. 

Very truly yours. 

Albert C. Oster 
Planning Support Section 
Office of Planning and 
Preliminary Engineering 
Phone: 383-4283 . 

WBAL Television Station WBAL. 
Community Notes        Community Notes 
3800 Hooper Avenue       3800 Hoopsr Avenue 
Baltimore, Maryland 21211 Baltimore, Maryland 21211 

WCilM WBFF-TV Channel A^ 
Town Crier 3500 P-irkdols Avenue 
S3 Rodio Plazo Billimor^, Maryland 2121 I 
0v/in-jr, .Mi I Is, Mory l.ind 21 I 17 Attan:  Mrs. Ethel Nolan 

VIFm n.oltinore Co lender ' 
13 East 20th SI root      t&Z-TV 
Bjltim.ire, Mjryl.jnd 212 10 Tel av is Ion Hi I I 
Allen:  Mary Libcrlo      Baltimore, Maryland 21211* 

WAV; WMAR-TV 
ronlhousc  Su-Mon .PI ice Public  Service   Items 
Rjltimorr;,   Maryland  21201     foy   5   . 

Briltimore,   Maryland 21203 
WCA0 

4^  V/e-.t   Chris.-  SI r •?(''! 



< ••' ) wLb/-'\l^i J W <  •• M': * 

FOR PUI3L1C ANNOUNCL:ML:MT P.Y LOCAL KADIO AND T.V. STATIONS 

A Notice it; lieroby given that the Maryland Dopai tment of Transportation 

will liold public informolion moctinrjs, with respect to the proposed 

~'        "Northwest Transportation Corridor". 

The first meeting will be conducted in the cafeteria of Franklin Senior 

_ High School on Monday, December 2. 1974. 

The second meeting will be conducted in the cafeteria of Sudbrook 

Junior High School on Thursday, December 5, 1974. 

Interested persons may stop in at any time between 7: 00 p.m. and 10:00 p.m 

Department representatives will be available at each meeting to answer 

r .        questions and inquiries relative to the studies developed since the April, 

1973, public hearings. 



\^ -7^ MaiylQiidDepanment of Transportation 

Mjis Transit  Administration 

MEMORANDUM 

0 4     **i t€f/* 7 
Harry  R.  Hughes 
Secretary 

V/altcr J.  Addison 
Adminittrjtor 

*}> ^ 

TO: 

Harry R.   Hughes 
Bernard M.   Evans 
Northan B.   Friese . 
Hugh G.   Downs 
Robert J.   Hajzyk 
Allen \V.   Tate 
Lrvin C.   Hughes 
Jerry L.   White 
William F.   Lins,   Jr. 
Eugene T.   Camponeschi 
Calvin W.  Reese 

Harry J.   Pistcl 
Thomas S.   Champness 
James A.  Hester 
Andrew Schwalier 
Michael Debernar.d 
Colin Lewis 
Sylvia Schechter 
Louis R.   Rainone 
Gus Noack 
Dave Claws on 
Walter J.  Addison 

Phillip R.  Miller 
^Albert C.   Oster 

Frederick Gottemoeller 
David Herring 
Buzz Bartlett 
Frank Hoppe 
Mike'West 
Gunther Gottfeld 

FROM: G.  Elmore Evans 
Director of Community Relations 

DATE: November 14,   1974 

SUBJECT:      Northwest Transportation Corridor 

In accordance with the Northwest Transportation Corridor Public Hearing Program, 
the attached letter was mailed on November 13th to 203 individuals.    The mailing 
list is on file in the Community Relations Department of the MTA and generally 
breaks down as the following: •      • 

Baltimore City Executives and Councilrnen- 22 
Baltimore County Councilrnen,   Executives and Officials 

State Department Heads and Executives - 51 
Civic Associations and Individuals - 91 

If you have any questions call me at 539-6281,   cxt.   248. 

- 39 

• 

GEE:lr 
attachment 

inli'VirH       I' • i.m,i rnr-vv i ^i.Tiht ,w   301  SBHT^'KI 



J^.'''".^    MniylandDeponmentofTmnsportdtion 
V'-'V M'l   \ nidrn nl lhf> Secrplnrv it-V^u     •'<"J '       Ollicc ollhc Secrclafy 

^ 

Marvin Mandel 
Governor 

Harry R. Hughes 
SecrelB'y 

•lovender 13, \^:^ 

JEcir Northwest Corridor Resident: 

During the past year drid a half since the Anril, 1073, ouMic hearings on the 
h-oposed llorthwest Transportation Corridor, the Department of Transportation has been 
;orkinq on major issues raised at those hearinas. ue have scheduled two- public information 
^tinns to advise you of orooress on those'issues. The meetinqs will be held at Franklin 

Ljiior J'iqh School, in the cafeteria, IZOOCReis.terstown.Road, Monday, December ?.,  1974, and 
it Sudbrook Junior Hiqh School cafeteria, Bedford poad and Alter Street, Thursday, December 
I"74. Poth meetinps will run from 7:00 p.m. to 10:00 n.n. 

At the April, lr,73, hearinas, the De 
iUernative plans for the Northwest: Corridor, 
• pid transit project, the third for the widen 
rothinq" alternative. As you may recall, majo 
^lls flood plain, the ex ore s:. way. InLerchange 
: e exoressway interchanne •'• L ''ciM'v stov/n Roa 
U. the 1973 hearings, Sudbrook ['ark was placed 
:onsequently reouirinq a major re-'-.tutly of pos 
I'e Beltway. Also, the Federal Highway Admini 
• ich require the Department to perform additi 
lew air quality study. 

partment of Transoortation presented four 
two dealina with the proposed exnressv/ay- 
inq of npisterstown Doad, and a fourth, "do 
r issues were raised, concernina the Hwynns 
and rapid transit station at McDonoah Road, 
d (U.S. l-in and Md. 3^) and others. Subsequent • 
on the National Renister of Historic Places, 
sible alinnnents and/or alternatives inside 
stration has since set new air Quality standards 
onal air quality monitorina and to nrenare a 

Representatives of the I'iryland Department of Transportation will beayailable 
St each meeting from 7:00 p.m. to 10:00 p .m, to answer your questions and innuiries relative 
to the Northwest Transportation Corridor and the studies since the Corridor oublic hearinas 
' .es? will be informal meetinns. You may stop in at any time between 7:00 p.m. and 10:00 p.m. 
t-rth.jr eveninq and receive personal attention to your snecific questions. I emphasize that 
this meetinq is not for formal public testimony, but rather to inform you on the status of 

,is work nerformed by the Department of Transportation since the Northwest Corridor hearinas. 

If yc: have any further questions, please contact Mr, fi. Flmore Fvans, Mass 
(Kit Administration, Maryland Department of Transportation, 530-6281, extension 248. 

erely, 

Harry/. Huahes 
Secretary 

.^L_ 

HRH:ds 



Public Information Meeting __ 

Format' 

1. Robot Slide Presentation with Taped Speech 
2. Set up Groups to Answer Individual Questions 

a. General Questions (Relocation Assistance, Gwynns Falls Floodplain, 

Scheduling, etc.) 
G. Gottfeld - MTA-(Group Leader) 
Frederick Gottemoeller - DSPD 
L. Ege - SHA •     •   . 
Relocation Assistance from SHA 

b. Inside the Beltway 
W.F. Lins - SHA (Group Leader) 
G. Noach - RKX 
L. Rainone - MTA . \ 

c. Beltway to Dolfield Road 
T. von Brieson (Group Leader) . 
P. Miller - SHA 
D. Clawson - RKK- 

d. Dolfield Road to U.S. 140 and Md. 30 
D. Herring - DSPD (Group Leader) 
H. Downs - SHA 
B. Wilkinson - RKK 

3.  Meeting Coordination 
B.  Bartlett - DPA 

. E.  Evans - MTA 
A.  Oster - SHA 

l\.     Support 

Personnel from SHA & MTA to prepare meeting, set up displays, direct 
public to proper group, etc. 

5.  Back up Group 
H. Pistftl - SHA . 
'R. Hajzyk - SHA 
F. Hoppe - MTA 

The purpose of the backup group is to fill in if someone in the other 
groups- is absent and to help out if any of the groups need additional 
personnel to aid in the answering of public inquiries. 

"*'  Displays would be set up by each group in separate locations. 



A 

DEPARTMENT   OF   TRANSPORTATION 
MARYLAND 

TO: File DATE: 

>2    i/Ar/avt   d*-Pf- 

January 14, 1975 

FHOM:  David Herrinn SUBJECT: Northwest Transportation 
Corridor Public Information 
Meetings (December 2 and 
6, 1974) 

The meetings were held from 7:00 p.m., to 10:00 p.m. on 
December 2, 1974 at Franklin Senior High School and December 
6, 1974 at Sudbrook Junior High School. 

The meeting format was four (4) informal groups which 
answered questions on an individual basis.  Baltimore County 
also had representatives at the meetings to answer questions 
on the project which related to County planning and zoning. 

Approximately 60 persons attended the December 2 meeting 
with most interest in the McDonogh Road alternatives.  Approx- 
imately 100 persons attended the December 6 meeting with most 
interest in the alternatives for inside the Beltway. 

I have the following comments on the section of the pro- 
posed Northwest Expressway from Dolfield Road to Reisterstown 
Road: 

There were few questions on this section especially at 
the December 6 meeting. 

•Most of the inquiries were related to the location of 
•property to the proposed alternatives. 

Several area businessmen wanted to know if the project 
could be accelerated. 

Several persons received information on right-of-way 
acquisition and relocation assistance. 

There were a few adverse comments on this section of 
the proposed Northwest Expressway.  The interchange 
developed since the Public Hearing received favorable 
•comments except for the developer of the proposed 
Franklin Mall. 

Also, attached to this report are comments on other sections 
of the Northwest Expressway by various consultant, MTA, and SHA 
personnel. 

DH-.si 
Attacliment 



RUMMEL •-KLEPPER  & HAHL   consulting engineers 

1035 N. CALVERT ST • DALTIMORE.'HD. 2120? • 301-685-3105 

RECEIVED 

^- 

December 19/ 1974 

DEC X   I9»'' 

U \~> \   I.' 

Mr.   Fred Gottemoeller 
Division of Systems Planning & Development 
Ivlaryland Department of Transportation 
P.  O.  Box 8755 
Baltimore-Washington International Airport 
Baltimore,  Maryland     21240 

Reference: 

Dear Fred: 

Northwest Transportation Corridor 
Baltimore City to Reisterstown 
Public Information Meetings 

WIUIAM  R.   KAIH 
AUCUS1 W. NOACK, JR. 
(Mil  K0R0ISH 
BURTON N. COX, JR. 
R. M. RtlNDOUAR. JR. 
C. ROBERT VARN0CU 
RALPH t. MARQUIS5 
CHARLES C. CLARKE 
AlBCRT I. OEEN, JR. 
JOHN I. BELL 

W. S. V/IIKINSON 
EOV/AR0 J. 2EICI.ER 
HARRY f. SCHMAIC, JR., C.P.A. 
DONALD W. CltM 

H. LEROr V.'HITEIEY. 
ERIC K. WEBER 
E. ROBERT SEIT2 

EVERETT C. E. MOOME 

JR. 

As requested by Mr.  David Herring,   I am enclosing copies of 
memoranda from those in our office who participated in the Northwest 
Transportation Corridor Public Information Meetings on December 2 h 5,   1974. 

Very truly yours, 

RUMMEL,  KLEPPER & KAHL 

AWN, JR. /blm 
Ends. 
cc:    Mr.   William F.   Lins 

Mr.   Louis Rainone 

W.  Noack, 

BALTIMORE. MO MECHANICSBURG.PA. RALEIGH. N. C. LEESBURG. VA. 



*    —  A     * 

PUBLIC INFORMATION MEETING 

Franklin Senior High School 
December 2,   1 974 

s # 

Reference: Northwest Transportation Corridor 
Baltimore City to Reistcrstown 

The most asked question by the individuals from the 
Ner Israel College was the need for a rapid transit station at McDonogh 
Road.    Others commented that the Baltimore County Guide   Plan shows 
the McDonogh Road area as green and the rapid transit station would be 
in violation of proposed land use.    A few persons were interested in how 
the -aduitional studies were different from the public hearing alternates. 
One comment overheard was that the project has not progressed since 
there is still no recommended alternate. 

A few persons were interested in the differences between 
Alternates 2A andZB. One lady expressed opposition to any Alternate 2 
alignments because they would be too close to her house. 

A few persons wanted to know how soon the    project would 
be under construction. 

BY: 
David L.   Clawson 

DLC/blm 
cc:   AWN, JR. 

DLC 
WSW 

I! m RUMMEL' KLEPPER  & KA.HL   consulting engineers 



PUBLIC INFORMATION MICE TING 

Sudbrook Junior High Sfihool 
Doccmbcr 5,   1974 

Reference: Northwest Transportation Corridor 
Baltimore City to Reisterstown 

Detailed Drainage Discussions with two individuals - 

Reporter for Randallstown Times 

Gary D.   Caplan   -  Administration Asriatant - 
Greater Communiry Council and 
President of the ilir-.berleigh 
Development Association 

a 

Described in detail the system of retai: 
NWX and releasing it the rate of 2 year storm before 
would control the runoff from the many minor storms 
trol major storms that now flood Silver Creek and Vu 
County has also adopted a similar policy for controlli 
new development.    Mr.    Caplan was aware that these 
designed to protect the stream from sedimentation ar 
of no value for the protection of lives and property ir 
flood plain.    Mr.   Caplan also stated that they would c 
highway until some reasonable measures of. relief we 
afflicted by flood flows. 

dng runoff from the 
construction.    This 
but would not con- 
la Nova.    Baltimore 
.? runoff from all 
measures were 
i erosion and were 
-.he downstream 
^ opposed to the 
re. provided to those 

I explained that the County had made c. study of Gwynns 
Falls to see if measures would be developed to control flood flows. 
Mr.    Caplan    was also aware of this study and he s^-.ed that no real con- 
trol measures were proposed in this report. 

BY: 
William S .   "iVilkmson 

WSVV/blm 
cc:   AWN, JR. 

WSW" 

DLC 

RUMMZL* KLEPPER  &  KA.HL  ryfiling engineers 
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PUBLIC INFORMATION MEETINGS 

Franklin Senior High School & Sudbrook Junior High School 
December 2 fc 5,   1974  

Reference: Northwest Transportation Corridor 
Dolfield Road to Md.  Route 140 

The Northwest Expressway in this sector is not as con- 
troversial as its southern brother and as  such    did not have many citi- 
zens viewing the display panels.     To my knowledge there weren't any 
adverse comments on the Public Hearing Plan or the Alternate Plan in 
the Reisterstown Area.    Basic comments were approval of the Alternate 
6 Plan for its less aggressive property takings and cost savings.    The 
over riding comment was "when are you going to stop talking and start 

building". 

BY: 
Donald C.  Leverton 

DCL/blm 
cc:   AWN, JR. 

DCL 
DLC 
WSW 

RUMMEL* KLEPPER   &  FTAHL   consulting engineers 



PUBLIC INFORMATION MEETING 

Sudbrook Junior High School 
December 5,   1974  

Reference: Northwest Transportation Corridor 
Baltimore City to Reisterstown 

mm 

m 
The same question was asked consistently by individuals 

from the Ncr Israel College concerning the need for a rapid transit station 
at McDonogh Road.    A few persons questioned whey the enlarged rapid 
transit station was proposed at Owings Mills within the future Sector 
Center site thus requiring use of very  expensive land now zoned for 
commercial use.    A man and wife inquired'how Alternate 3 would affect 
their property on Reisterstown Road, how would they be. compensated for 
property needed from them,  what are the chances of Alternate 3 being 
selected and how soon will it be constructed. 

BY: 
David L.   Clawson 

DLC/blm 
cc:   AWN, JR. 

DLC 
WSW 

FF3 
A 

m 

RUMMEL* KLEPPER  Sc  KA.HL   consulting en£ineers 



PUBLIC INFORMATION MEETING 

Franklin Senior High School ?.• Sudbrook Junior High School 
•   December 2 fc  5,   1974 

Reference: Noithwest Transportation Corridor 
Baltimore City to the Beltway 

There was a good deal of opposition expressed to the 
construction of any highway inside the   Baltimore Beltway.     This in- 
cluded opposition to an extension of Wabash Avenue from Patterson 
Avenue to Milford Mill Road, 

Most people did seem to favor transit within this section, 
although the rapid transit station sites were still a point of controversy. 
Improvement to Milford Mill Road west of the station site would be in- 
evitable according to many citizens,  and the damage to properties re-   ' 
suiting from this would be extreme.    The station site at Old Court 
Road was less controversial but some still questioned access. 

There was little,   if any,   support for the alternative 
alignment which avoided Sudbrook Park or for the alignment adjacent 
to the Western Maryland Railway. 

The subject of flooding of Gwynns Falls was an issue 
again,  although people seemed more resigned to the fact that the trans- 
portation project was not a major contributing   factor.    Some were 
rather pleased with the thought of retention ponds to control the running 
off from the project. 

There was concern expressed on the effect on air quality 
by the construction of the project,   and I would imagine this would remain 
the controversial issue. 

The treatment of noise from the project seemed to be 
adequately explained to those who questioned this  issue. 

The subject of the traffic impact on Wahash Avenue inside 
the City from the Northwest Expressway was not raised. 

As far as the entire length of project is concerned, the 
major opposiiion seemed to come from the "McDonogh Coalition" and 
their objection to any rapid transit station planned at McDonogh Road. 

RUMMEL* KLEPPER  fit  KAHL   consulting engineers 



There was also some objection to the DoLfield Road plan, primarily 
on the basis of cost. 

It was somewhat difficult to explain that these alterna- 
tives proposed were not necessarily equal in all respects, but some had 
features which would be advantageous in one case but not in another. 

All in all,  I think the Public Information Meetings went 
well.    Most people appreciated being brought up to date,  although some, 
.objected to the lack of significant progress. 

/?// ••-r;,.,-..'h A 

AWN, JR. /blm 
cc:   WSW 

DLC 

iA.   W.  Noack,  Jr./ ••'I 

LV 

RUMMEL* KLEPPER  &  KAHL-   cowllmeeneinetu 



P.O. Box 717 / 300 West PreMon Street. Baltimore. Maryland 21203 

MEMORANDUM 
»ATL  December 10, 197^ 

^ 

To.     Mr. Frederick Gottemoeller 

Div. of Systems Planning 
Md. Dept. of Transportation 

FROM;   William F. Lins, Jr., Chief 
Bureau of Highway Design 

SUBJECT: Northwest Transportation Corridor l'F(. t'J '. •' 

Public Meetings of Dec. -2 and 5, 1974 

The following is a list of questions which were most often asked at the 
Public Meetings by the persons with whom 1 discussed the various studies: 

1. Why build anything? Leave us alone. 

2. Can Rapid Transit be built without the highway? 

3. Can highway be built without Rapid Transit? 

A. Are we going to build inside the Beltway? 

5. If not building inside the Beltway, why extend Wabash Avenue? 

6. When can we get a chance to comment on the alignments? 

7. When will the E.I.S. be completed? 

8. Who decides what alignment will be selected, and when? 

9. How will each alignment affect me and my property? 

10. Has the Historical Trust approved any tunnel scheme yet? 

11. When will it be under construction? 

12. What line are we going to recommend? 
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MEMORANDUM 

TO: GuntL-r M.   Gottfeld 

FROM: Louis R.   Rainone 

DATE: December 19,   1974 

SUBJECT:      Northwest Transportation Corridor Public Information 
Meetings - December,   1974 
Issue Highlights 

1. Re;   to "Additional Studies" Alternative with Rapid Transit 
Station south of Dolefield Road and Northwest of highway- 
Interchange 

McDonogh Coalition charged that Rapid Transit Station was in 
conflict with Town Center Concept and was choosing more 
expensive industrial zoned land and avoiding a site north.of. 
Dolefield Road that was less expensive and not zoned industrial 
and better serving the Town Center Concept. 

2. The "John Funk" plan presented at the Public Hearings was 
charged without good reason at Dolefield Road. 

3. We were misrepresenting the project at Milford Mill Road by not 
showing any necessary improvement to Milford Mill Road west 
of the Northwest Expressway.    Milford Mill Road will need 
widening in order for the Northwest Transportation Corridor 
project to function and we were not sharing the implication. 

3.      (Marsha Caplan)   Even though "90% of the people" at the Public 
Hearing were against the road,  we were still going ahead with 
it.     We did not show an alternative with rapid transit only, 
with no new Northwest Expressway.     The no-build plan 
did not show a transit project. 
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MEMORANDUM 

TO: Gunther M.  Gottfeld 

FROM: 

DATE: 

SUBJECT: 

Ted von Briesen 

December 19,   1974 

Northwest Transportation Corridor Public Information 
Meetings - December,   1974 

During the NWTC Public Information review meetings,   there were few 
new major points raised by those in attendance relating to the project 
between Mt.   Wilson Lane .and Pleasant Hill Road: 

1. The Ner Israel Rabinical College students and faculty wanted 
to support the higher priced spread (Alternate 2B) of a Dolefield 
Interchange and Painters Mill Road Station.    They saw the merits 
in this plan of traffic separation; an interchange with Reisterstown 
Road; as well as no McDonogh Station or interchange.    However, 
they were greatly disturbed, that the higher price tag would lead to 
its rejection.    It was explained that many factors would enter the 
decision process and cost alone   could not rule out any alternative. 

2. The tone of the citizen opposition to McDonogh interchange and 
station has mellowed.    Now,   instead of arguing -against the 
merits (or lack thereof) in the P. H.   plan,   they call it "stupid." 

3. I think it is significant that so.far,   no one has raised the question 
"could you build a McDonogh Station in the future?"   The closest 
anyone came is to assure themselves we would have to have Baltimore 
County Council action on a McDonogh Station proposal. 

4. Several McDonogh school officials sounded "resigned" to losing 
their water supply because of the project. 

5. No one verbally supported the local McDonogh Station alternative. 
Alignment #1,   nor 2A with the Painters Mill Road Interchange. 
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MEMORANDUM 
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TO: Gunther Gottfeld / • 

FROM:       Frank Hoppe ^-/w/ ' 

DATE:       December 20, 1974 

During the public information meetings of December 2 and 5, 
the following comments are my observations: 

NORTHWEST CORRIDOR 

1. Outside the Beltway 

The majority of the citizens who attended 
preferred no McDonogh Road Station.  These 
people consisted mainly of homeowners or 
property owners iof Berkshire Hills and 
members of the Rabbinical College.  There 
were a few citizens from further on out 
Reisterstown Road who expressed approval 
of a McDonogh Road Station. 

2. Inside the Beltway 

The majority of the people I talked with 
expressed the opinion that transit inside 
the Beltway was desired, but a no-build 
sentiment was expressed toward the highway, 
even to the extension from Patterson Avenue 
to Milford Mill Road. 
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