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A. PROJECT DESCRIPTION AND AREA PROFILE:

1. History of Project and Current Status -

s

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 Cornmis sion) by the Department of
Public Works of Baltimore County in a letter dated June 16, 1948,

The Northwest Expressway (exiension 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 originaliy approved by the State Roads Com-
mission and Federal Highway Administration (then Bureau of Public Roads)
in 1960. Ground surveys, construction plans and right-of -way plats, were
also completed in 1960. 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 Kapid Transit Line be
located in the median of the proposed Northwest Expressway. o

T The adoption of new safety standards, and the joint development of
the bighway with rapid transit, required the redesign of the highway portion
of the proje.ct for the most part within the previously acyuired 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



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." A
}

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-
quested to review the Draft Statcment 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.

A

l}

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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{or 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 hearings afforded all interested parties an opportunity
to present their views orally, or in writing, relative to theneed for and loca-
tion of transportation facilities, including highwars 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: o

- = ~

a. The National Register of Historic Places
has been consulted, as required by Section 106 of
the National Historic Preservation Act of 1966.
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.



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 State-
ment identifies properties located within the area of the undertakings poten-
tial 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; and describes the studies and planning that has been util-
ized to minimize the adverse effect on Historic Sites. The additional stud-
ies 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 Reisterstown. The recommended alternate, as
described on page A-16, requires the acquisition of land from 3 historic
sites, and the Final Section 4(f) Statement for each of these sites is included
in this Volume II as follows:

Sudbrook Park Historic District - Section B
Owings Mills Railroad Station (New) - Section C
Reisterstown Historic District - Section D

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 1980'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 - Nced for the Project - Corridor Land Use -
Economic Conditions -

- 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 improvements are located
in Baltimore County, Maryland, and consist of the construction of Relocated
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-
Jand 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-
jmately 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 Western Maryland Railway, and extends northwesierly 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 thedesign, construction and land acquisitionof an8.5 mile portion within
Baltimore City of the Phase I System, sdentified 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

imode, 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



,'/I

;

/
!
I

Wi Gsfmmé§(/ \

- .Y.J : b :
g i \\ _,/. ) /EY
N cDONOGH BD- -~
i/ \d) 7 ’

&
¢ &

’Q
4

AN
N \
N \\. ro
\:Balt|n)ore¢\-30u_r_] fyk

V§QURL%D-Mf“|

‘\l-u--- - sy ahg

T

MELAGRIS HEES

[

HIP AIRPORTEY’
I\ ;34/ W

Anne Arundel County

[

oA o
LEGEND &
immess GRADE
200000 AERIAL
mmaremn  SUBWAY
O  STATION 3

---------

G

altimore Region

NORTHWEST TRANSIT LINE IN

Rapid Transit System NORTHWEST TRANSPORTATION

HASE 1

CORRIDOR
RS

STATE COF MARYLAND « DEPARTMENT OF TRANSPORTANION
ey o 77T MASS TRANSIT
[ il ADMINISTRATION

" nae

NOVEMBER, 1972 -

I

FOR INFORMATION: COMMUNITY RELATIONS DEPARTMENT 539-6281

DRAWING NO. 2



[ | o,
RN NS NN

—— — iy -

o N,

P pos—
. .

==

-

V7

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 proj=rt is wholly within the 1990 defined urbanarea as deter-
mined by the 1970-1990 Federal Functional Classificationand 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-3, page A-16, of this .
Final 4(f) Statement. : :

- Need for the Project -

The purpose of this prdject 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 are 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, 7and 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 development is serviced by truck. The Western
Maryland Railway is a freight line and its major operation is hauling coal
{rom 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 ard 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/100MVM). 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 worthof future
earnings of personskilledor permanently disabled, as well as monetary losses
resulting from injuryandproperty damage accidents. Theunit 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 as 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
anaverage of 7miles 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 fromall 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 withoper-
ating conditions approaching capacityduring peak hoursat 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). Workon the
reconstruction of this interchange was initiated in April of 1975and 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 continuationof the preslent inadequate bus service,
which would be totally unable to meet future transportation needs because of
excessively long travel times caused bybuses 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 th: General Development Plan for the Baltimore Region,
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 (1295)
Reisterstown Road °~ - Averagedaily traffic of 20,000 to40, 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 roadscrossing the corridor, particularly those
providing access to the Combined Northwest/Rapid Transit Facility are also
‘needed to serve existing and projected growth,
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Northwest Corridor Land Use -
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Existing and proposed land use.in the project corridor, includinga
brief summary of the significant man-made features and their relationship
to Relocated U. S, Route 140 (Northwest Expressway }iedescribed below. Im-
pacts on these existing landuses are discussed inSections Cand D of Volume

T ES———

I. The following maps supplement the written description.

R .

TS—————

Existing Land Use Map (Drawing No. 3) '

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

O N e

Proposed Land Use Map (Drawing No. 4)

This map was reproduced from Baltimore County's "Com-
prehensive Plan'', adopted in1975by the Planning Board.

—-

P—————

— T

- 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
gl enjoyed railroad passenger service, was one of Baltimore's first planned

A-10
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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 fountainand picnic
areas. Sudbrook Park is located in the Sudbrook subdivisionwithaccess from
McHenry Street and Silver Creek Road. Itis anicely landscaped 6-acre play-
ground with one ball diamond, a multi-purpose court, a small pond, water
fountain, picnic area anda tot-lot with swings, see-saws, several jungle-gyms
and a sandbox. The proposed project does not require land fromeither 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-
atenoise abatement techniques will be employed to assure that the predicted noise
levels resulting from the project will not exceed the designcriteria.

- 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.
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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. Itis 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, in 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

W

recreational trail system in Baltimore County, as proposed by the Baltimore

Area Trails Council, also follows the Gwynns ¥alls 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 development 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, 1is
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 Hill 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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- 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 isadiversified 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.

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 1ndustr1es are
agriculture-related.
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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 number of employed women is one factor con-

tributing to the rise in median family income from $7, 098 in 1960 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 1960 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 less than $10,000; and 8 percent

or 12,967 earned’'less than $5, 000.

While most 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.
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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. 3.

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.

3. Project Recommendation -

- Recommended Alternate and Basis for Selection -

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

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

b. The Draft Environmental Statement (FHWA-MD-
EIS-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.

A-16



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.

The transcript 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.

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.

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.

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.

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

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,

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

The Baltimore Area Mass Transportation Plan,
Baltimore County's - 1980 Guideplan (June 15, 1972).

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

Maryland Department of Transportation Planning Data:
1) 20-Year Highway Needs Study (1975-1994).

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

3) ConsolidatedTransportationProgram(1976—1980).
Air Quality Report for the Northwest Transportation Corridor.

As aresult 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:

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 isalso inconform-
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.

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. Byoffering 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
isneeded inaddition to the proposed Northwest Expressway
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and Phase I Rapid Transit Line to meet the transporta-
tion requirements in the corridor.

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.

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.

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 Expressway was indicated north of
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. N

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.

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.

Conclusions regarding Air Quality are included in Section
C-12 of Volume I.
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In view of the above conclusions, the following project recom-
mendations are proposed: (See Drawings No. 7a through 7g.)

a. The Northwest Expressway be constructed from
the Baltimore Beltway to Reisterstown. The sec-
tion of the Expressway south of the Beltway to the
Baltimore City Line has been eliminated from this
project in order 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.

b. The Rapid Transit Line be constructed from the
Baltimore City Line to the Owings Mills area. The
transit alignment has been located immediately ad-
jacent to the Western Maryland Railway through the
Sudbrook Park Historic District in order to mini-
mize 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 alter-
natives developed with varying alignments and design features or for the
consideration of historical preservation. For this reason, the project has
been divided into the following segments for a more specific des cription of
the recommended alternate. See Drawing No. 5, a map of the Corridor
- showing the relative location of the Public Hearing proposals and additional
studies developed subsequent to the Public Hearing.

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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A

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 Section B, this Volume.

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.



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 Rallway fromMt. 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. The Section4(f)Statement for this
historic site is included as Section C in this Volume.

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.

Berrymans ILane to Reisterstown

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 Section D, this Volume.
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- Major Design Features - Recommended Alternate -

The Northwest Expressway is proposed as an Expressway
(Freeway by ALA.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 3°00', 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 150 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. 6. 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.
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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 City 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 wouldbe 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. 15 and 16, = 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 lb
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 1is via Old Court Road which would be widened for a left turn lane,
A pedestrian bridge over Gwynns Falls would connect the parking 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 andunderpasses McDonogh Road, with

no access facilities provided at either road. l

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 lotis
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 would 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 isnot part of this project will depend ondevelopment 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 & 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 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 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 adestination 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 . « « o« o « « « + « « $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 this Volume.
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SECTION 4(f) STATEMENT

B. SUDBROOK PARK HISTORIC DISTRICT:

1. History and Description of the Sudbrook Park Historic District -

The Sudbrook Park Historic District was nominated for inclusion
in the National Register and recommended for a State level of significance
by Mr. Orlando Ridout, IV, State Preservation Officer for Maryland, on
April 12, 1973, Sudbrook Park was formally placed on the National Regis-
ter on June 19, 1973, The past history and significance of Sudbrook Park
was stated in the Nomination Form for including Historic Places in the
National Register and is quoted below in total for the convenience of the
reader.

"Frederick Law Olmsted (1822-1903), a founder of land-
scape architecture and city planning in the United States, de-
signed Sudbrook Park (1891) which is a well-preserved turn
of the century summer resort. The project dates from the
mature period of Olmsted's career after his urban park de-
signs for New York, Boston and Buffalo; campus plans for
Smith, Ambherst, Stanford and Trinity Colleges; and before his
contribution to the World's Columbian Exposition in Chicago.
Sudbrook Park embodies the emphasis on natural contours and
curvilinear forms which characterizes Olmsted's approach to
landscape planning.

"In 1890, the Sudbrook Company purchased a 204-acre
tract for a summer resort development. The Company set
aside one acre for a depot for the Western Maryland Railway
whose tracks bounded the property on the east. Eighteen
daily trains provided the area direct access to Baltimore,
which helped to insure its success. In receipt of Olmsted's
plan, based on five curvilinear streets with large lots follow-
ing the rolling topography, the Sudbrook Company laid out
streets and constructed ten speculative houses. Social activ-
ity for the summer residents centered around the hotel (de-
molished), which provided lodging for less permanent residents.
The Company also provided a swimming pool, stables and a
nine-hole golf course. Although these accouterments have dis-
appeared as Sudbrook Park became a year-round community,
and as Baltimore City expanded and surrounded it, the integ-
rity of the district and the residential nature and architectural
character are unchanged, and the intent of Olmsted's plans
have remained.

"The Sudbrook Company helped assure the preservation of
the area through deed restrictions. Each minimum sized one-
acre lot could have no more than one house and no more than
one family on it. The animal population was limited to two cows
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and to four horses per acre. The structure itself had to
sit forty feet back from the street, although an allowance
of up to five feet was allowed for porches, cornices, and
bays, and at least ten feet from neighboring property
lines. A height limit was set at three stories. The Com-
‘pany even dictated the architectural style be rural and not
urban.

""Sudbrook Park attracted some of Baltimore's most
prominent citizens. These included Henry Harlan, Chief
Judge of the Supreme Bench of Baltimore City; Arthur
Poultney, head of Poultney's Wood and Coal Company;
Judge S. A. Stump; Dr. Herbert Harlan, specialist in eye
and ear disease; and Ezra Whitman, a prominent civil
engineer.

"Architecturally, Sudbrook Park typifies the upper and
middle class domestic vernacular of the early 20th Century.
The preponderance of shingles with Queen Anne and Colonial
Revival forms and details helps establish the district in its
appropriate time frame. The contemporary date and homo-
genous character of the majority of the structures within
the district augments its significance'’.

The Sudbrook Park Historic District is located in the Pikesville
area of Baltimore County, Maryland, approximately one mile west of the
western boundary line of Baltimore City, north of Milford Mill Road and
east of the Baltimore Beltway (I-695). The Historic District is situated on
the southwest side of the Western Maryland Railway, with the northeast
boundary line following the southwest side of the tracks. The location of
this Historic District is shown after page B-4 on Drawing No. 8.

Sudbrook Park is a residential community initially developed as
a summer resort. The majority of the domestic architecture dates from
the mid-1890's to the mid-1910's. The shingle style predominates, al-
though several examples of Colonial Revival and the Queen Anne Style
exist. The gambrel roof, often extending over a porch, is a recurring
motif in Sudbrook Park. Some large structures represent the Colonial Re-
vival, with small pane window sashes and the ever present variations on the
Palladian window. Polygonal towers and a profuse use of the bay window
comprise further architectural features. The application of mid-20th Cen-
tury siding has diminished the effect of the shingle style on a few buildings.

The original character of Sudbrook Park, as embodied in the de-
veloper's deed restrictions, remains evident. The large lot size and



restrictions on units per acre and architecture are unaltered. The curving
streets, provided in Frederick Law Olmsted's plan, create an interesting
alternative to the grid pattern in the city and surrounding developments.
The recent construction to the west of Sudbrook Park has emulated the cur-
vilinear streets.

There are approximately 204 acres in the tract originally purchased
by the Sudbrook Company in 1890, and approximately 80 acres within the
area defined as the Historic District. Sudbrook Road runs through the cen-
ter of the Historic District and is the principal means of vehicular access,
which is unrestricted. There were no State or Federal funds used for pur-
chase or development of this area. Approximately 89 homes have been con-
structed within the designated boundaries of the District, of which approxi-
mately 25 have historic significance.

Ownership in the Historic District is both public and private. The
great majority of properties, both improved and unimproved, are owned by
private citizens. Ten of the properties within the District were purchased
by the State Highway Administration between 1955 and 1968 for the proposed
project. Nine of the ten acquired properties were improved, and homes
were removed from three of these. The right-of-way for public roads with-
in the Historic District is owned by Baltimore County.
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2. Description of Project and Relationship to the Sudbrook Park
Historic District -

Four alternatives were described in the Draft Environmental State-
ment (FHWA-MD-EIS-73-01-D) and were presented at the Public Hearings
in April, 1973. Alternates 1 and 2 proposed that the project be constructed
as a joint highway-rapid transit system on new location, approximately three-
quarters of a mile west of existing U. S. Route 140 (Reisterstown Road).
Alternate 3 proposed the widening and reconstruction of existing Reisterstown
Road (U. S. Route 140) from Baltimore City to Reisterstown, and Alternate 4
was the ""Do-Nothing' alternative. Alternates 1 and 2, which are identical in
the area between the Baltimore City Line and the Baltimore Beltway, both
pass through and require right-of-way from the Sudbrook Park Historic Dis-
trict. Alternates 3 and 4 have no impact on Sudbrook Park.

The Combined Northwest Expressway/Rapid Transit Facility as pro-
posed with Alternates 1 and 2 passes through the northeast edge of the Sud-
brook Park Historic District in an open cut, approximately 15 to 25 feet below
the existing ground. The project was proposed as a 6-lane dual highway, with
a double track rapid transit line located in the median of the highway. Sud-
brook Road was proposed to be relocated to the north, and overpasses the
combined facility. Drawing No. 8 shows the relationship of the project as
proposed with Alternates 1 and 2 to the Sudbrook Park Historic District.

. The physical impacts of Alternates 1 and 2 on the Sudbrook Park
Historic District are described below:

Total Right-of-Way Required 10.1+ Ac.(100%)
SHA Property Required for Construction 4,0+ Ac.( 40%)
Private Property to be Acquired 3.8+ Ac.( 38%)
Existing Right-of-Way - Public Streets 2.3+ Ac.( 22%)

The 10.1+ acres represents 12. 6% of the total area within the His-
toric District. Within the limits of the Sudbrook Park Historic District,
the State Highway Administration owns 6 of the 10 houses required with Alter-
nates 1 and 2,

The original plan for Sudbrook Park was based on five curvilinear
streets with large lots following the rolling topography in the area. All of
the streets converged in the area where Sudbrook Road crosses over the
Western Maryland Railway.
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Alternates 1 and 2 require the following revisions in the original
street plan:

Howard Road would be terminated at Westover Road.
A connection to Greenwood Road would provide traffic
circulation for the remaining homes.

Sudbrook Road would be relocated several hundred
feet to the north and cross over the project and the
Western Maryland Railway.

Greenwood Road would be relocated and connect to Sud-
brook Road between the project and the railroad.

The project, as proposed with Alternates 1 and 2, passes through
the eastern edge of Sudbrook Park in an open cut with Howard Road termin-
ated and Sudbrook Road relocated with modern bridges over the project and
railroad. This would create an adverse visual impact by altering the origi-
nal roadway plan in the Historic District and by destroying the gateway effect
at the existing railroad bridge.

Traffic on Sudbrook Road, which is the principal access to Sudbrook
Park, would probably be decreased as a result of Alternates 1 and 2. The
proposed rapid transit station and improvements at Milford Mill Road to the
south, and the construction of the rapid transit station at Old Court Road to
the north, should attract motorists away from Sudbrook Road and the Historic
District.

Exterior noise levels generated by the project were computed at
several locations in Sudbrook Park, using 1995 P.M. Peak Hour traffic vol-
umes. g '

Observer Location Lig (dBA)
Between 720 & 722 Howard Rd, 57
‘Between 1018 & 1020 Windsor Rd. 69
Between 1012 & 1014 Windsor Rd. 65

Open cut construction through Sudbrook Park results in possible ad-
verse noise impact with respect to the ambient noise level in Sudbrook Park,
which was measured as 57 dBA at the intersection of Cliveden Road East and
Cliveden Road West.

-
-
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3. Alternates Considered to Avoid the Sudbrook Park Historic District -

Sudbrook Park was placed on the National Register of Historic Places
approximately two months after the Public Hearing, thereby requiring the de-
velopment of alternates toavoid and/or tominimize adverse impacts on the His -
toric District. Because Alternates 1 and 2are identical through the Sudbrook
Park Historic District, all future statements concerning these alternates will be
referred toas Alternate 2. All alternate studies developed subsequent to the
Public Hearing were analyzed inrelation to Public Hearing Alternate 2 in order
to provide abasis for comparison. Alternate 2 was developed asa combined
facility and was located generally within the rights-of-wayacquired by the State
in the early 1960's. A review of the existing land use in the vicinity of Sudbrook
Park shows intensive residential development on both sides of the Historic Dis -
trict from the Baltimore City Line to the Baltimore Beltway. This canbe seen
- verygraphically on the location map, which is included as Drawing No. 5 in this
Statement. In considering various alignments toascertain if there is any feas-
ible and prudent location toavoid the Sudbrook Park Historic District on the east
orwest side, it is evident that a locationeast of the Historic District and the
Western Maryland Railway is far less damaging in the number of homes that
would be removed and families displaced.

- Alternate A Alignment Study -

The location proposed for Alternate A, as shownon Drawing No. 9, is
identical to that presented for Alternate 2 at the Public Hearing, from the Balti-
more City Liine to the north side of Relocated Milford Mill Road, where the align-
ment crosses under the tracks to the east side of the WesternMaryland Railway.
Northerly from this crossing, the alignment generally parallels the Railwayap-
proximately 600 to 1000 feet east of the tracks, and rejoins Alternate 2 as pro-
posedat the Public Hearing north of the Baltimore Beltway (I-695) in the vicinity
of Mount Wilson Lane (Maryland Route 400). Structures would be provided to
underpass Sudbrook Road, to cross over Old Court Road and the Baltimore Belt-
way. 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 (I-695) is situated approximately 3000 feet south of the existing Reisters -
town Road-Beltway Interchange. This substandard interchange spacing will re-
quire the redesignand reconstruction of a portion of the existing interchange.

The grade of Alternate A is inadepressed section from the point where
it crosses to the east side of the Western Maryland Railway, north of Relocated
Milford Mill Road, and remains depressed for the entire lengthnortherly to
Mount Wilson Lane. The roadwayand rapid transit facilities would be construct-
edonanaverage of 20 to 25 feet below the elevation of the existing ground.

Alternate A would have an Expressway classification (Freeway by
A.A.5.H.T.O. definition), conform toregional and state plans, have the same
major design features, and provide the same excellent transportationservice
as the Public Hearing proposals.
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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

o 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 Alter-
nate 2 alignment through the Historic District.

Alternate A Alternate 2

Improved Properties Affected 193 78

Homes previously Acquired by SHA 46 50

Homes to be Acquired 141 23

Businesses to be Acquired 6 5

Families to be Relocated 142 20

People to be Displaced 710-735 100-125
B-7



policies are available for those to be relocated as noted under Alternate 5.

The businesses whichwould be displaced by Alternate A are expected to relocate
in the same generai areawitha temporary effect on employment. Replacement
sites in the same general area will be available for these firms torelocate.
Generally, propertyvalues 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.

Alternate A Alternate 2
Unimproved Property $. 51, 340. $47, 825.
Improved Property 129, 540. 25, 886.
Total . &« « ¢ ¢« ¢ ¢« o ¢ o o & $180, 880. $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 Park Historic 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, which shifts the project alignment 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

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 - Altermnate 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 tobe relocated.

B-8
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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 many neighborhoods and the displacement of so many peo-
ple. Alternate B, as shown on Drawing No. 10, 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, 000. $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 onsemi-directional interchange at Baltimore Beltway.

The road user cost would be relatively the same for Alternate
B and Alternate 2.

B-9
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The estimated number of homes and people affected by Alter-~ A
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.

Alternate B Alternate 2

Improved Properties Affected 184 78
Homes previously Acquired by SHA 50 50
Homes to be Acquired 127 23
Businesses to be Acquired 7 5
Families to be Relocated 127 20
People to be Displaced 630-670 100-125

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.

Alternate B Alternate 2
Unimproved Property $ 47, 240. $47, 825.
Improved Property 101, 180. 25, 886.
Total v ¢ ¢ ¢ o o o o o o o o $148,420. $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

B-10.



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.

- Transit Only -

The above studies have not documented a ""Transit Only' align-
ment that avoids the Sudbrook Park Historic District. The '""Transit Only"
alternative follows the alignment proposed for Alternate B and proposes the
construction of rapid transit only from the Baltimore City Line to the Balti-
more Beltway. North of the Beltway, the transit line is located in the median
of the proposed Northwest Expressway. It can be demostrated that the im-
pacts to the community from a "Transit Only" alignment would be similar
to those resulting from Alternate B, but on a reduced scale due to a narrow-
er required right-of-way (200-ft. minimum). This option would still divide
three established communities requiring the acquisition and demolition of
84 homes and the displacement of approximately 330-350 people. The same
housing market and relocation assistance policies are available for those to
be relocated as noted under Alternate B.

The differences in the adverse effects on existing communities
is shown below by relating the cost and environmental impacts of the
"Transit Only'' alternate to Alternate B. The limits used for this compari-
son are the Baltimore City Line on the south and Mt. Wilson Lane on the north.

"Transit Only"

Alternate Alternate B
Highway Cost $ 9,848, 000 $36, 295,000

Rapid Transit Cost
Right-of-Way Cost

$27,218, 000
$10, 618, 000

$29, 500, 000
$17, 576, 000

Homes to be Acquired 84 127
Business to be Acquired 3 7
Families to be Relocated 84 127
People to be Displaced 330-350 630-670

It can, therefore, be seen from the previous discussion that
a '""Transit Only'" alternate avoiding Sudbrook Park is not a 'feasible and

prudent' alternative to the use of this Section 4(f) land based on the environ-

mental impacts to other established neighborhoods and communities.

B-11
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- Alternate 3 - Improvement to Existing Reisterstown Road -
- Alternate 4 - "Do-Nothing'' Alternate -

Alternate 3 and Alternate 4 were developed in conjunction with
the Corridor Public Hearing held in April, 1973. Neither of these alternates
require the use of land from the Sudbrook Park Historic District. The plan-
ning proposed with Alternates 3 and 4, and the impacts resulting from each
are discussed in detail in Section E of this 4(f) Statement, where it is demon-
strated that they are not feasible and prudent alternatives to the use of land
from this historic site.

Conclusion

The studies developed to avoid the Sudbrook Park Historic Dis-
trict (Alternates A, B, 3, 4 and ""Transit Only") demonstrate that there is no
feasible and prudent alternative to the use of this Section 4(f) land.

The following discussion shows how the impacts were minimized
through the study of different design alternatives affecting Sudbrook Park.

B-11
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4, 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 plahning. 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 Alternates 8and5. The secondassumes 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 Hear-
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.
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The outside shoulder construction has been modified to provide a 10 to 12-
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 centerline has been shifted closer to the Railroad as much as 75 feet at -,
the northern boundary of the Historic District. Drawing No. 1llis a plah of
the project through Sudbrook 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 line 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. 11, 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, requiring 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)
Highway Construction (1) $35, 449, 000. $25, 700, 000.
Rapid Transit Construction 33,208,000. 29,303, 000.
Right-of-Way Costs 7,231,000, 7,231,000,
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.

Alternate 8 Alternate 2

Improved Properties Affected 75 78
Homes previously Acquired by SHA 50 50
Homes to be Acquired 20 : 23
Businesses to be Acquired 5 5
Families to be Relocated 17 20
People to be Displaced 85-110 100-125

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 tobe relocated. Inaddition, approximately 55 rental units were available
in the immediate vicinity, should any of these families desire to rent. This
information was gathered in August, 1975, the time of this study. Relocation
assistance could be accomplished for Alternate 8, witha lead time of approxi-
mately 12 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 tobe relocated will be provided with the benefits of the
"Uniform Relocation Assistance and Real Property Acquisition Policies Act of
1970, The small number of businesses whichwould be displaced are expected
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to relocate in the same general areawith little or noaffect 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. Dept. of Transportation.:
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- Alternate 5 Study -

Alternate 5 was developed as a result of comments made at
the Public Hearing and consists basically of a Combined Expressway/
Transit Facility located adjacent to the west side of the Western Maryland
Railway from the Baltimore City Line to the Beltway. The alignment of -
Alternate 5 passes through the northeast edge of the Sudbrook Park Historic
District and proposes the same type of construction; i.e., cut and cover
tunnel, retaining walls, landscaping, etc., as described for Alternate 8.
The impacts on the Historic District and mitigation mcasures are similar
to that described for Alternate 8, except the right-of-way requirements
would be reduced by approximately 0.5 acres. The detailed location,
costs and impacts of Alternate 5 are described in Volume I, page D-16 of the
Final Environmental Statement. '

"Decision - Alternate 5

Alternate 5 mitigates some of the adverse impacts on the Sud-
brook Park Historic District but was not adopted because of the tremendous
adverse social impact associated with this proposal. The construction pro-
posed with Alternate 5 would require the relocation of approximately 190
families and the displacement of almost 1000 people.
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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 (Alternates 1 and 2) 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 2. The detailed planning proposed with Alternate 7 is
described below and is also shown on Drawing No. 12.

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
Marylénd 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 alignmeht, 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 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. 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 Balti-
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 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 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
0Old 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
2, using identical study limits from the Baltimore City Line to Mount Wilson
TLane. 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, Reisterstown Road and the proposed
Northwest Expressway exhibit identical traffic volumes for bothalternates.

(3) The Baltimore Beltway would also experience anapproximate 5% increase in
lateral traffic demand with Alternate 7 onboth 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 1995are almost equally

split between Liberty Road, Noxthwest 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 onother existing arterials. The compara-
tive effect on traffic volumes are shownbelow:

) Alt, 2 Alt, 7

Location 1995 ADT 1995 ADT
Jones Falls Expressway, South of I- 695 .98, 000 102, 000
Reisterstown Rd., South of I- 695 30,000 42,150
Northwest Expressway, South of I-695 29,200 -
Liberty Road, East of I-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 '"Tee' intersection
with Reisterstown Road to a very minor role.

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.

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 from Sudbrook Park to Park Heights
Avenue and beyond.

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.

Incorporate the signalized intersections in Pikesville into
a sub-system of Baltimore County traffic signal system.

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.

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.

o



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 60 78
Homes previously Acquired by SHA 50 50
Homes to be Acquired ' 5 23
Businesses to be Acquired 5 ' 5
Families to be Relocated 5 20
People to be Displaced ' 25 100-125

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.

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%) 10.14+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
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Alternate 7, which proposes rapid transit alone from Milford ’\()




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. Noise from the rapid
transit will reach 72 dBA at the houses fronting on Windsor Road and noise
abatement techniques will be employed to assure that the predicted noise
level will not exceed the criteria of 70 dBA.

Decision - Alternate 7

The Maryland Dept. of Transportationhas adopted the portion of

Alternate 7 from Greenwood Koad 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-
¢ludes 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.



- Alternate 9 Study -

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 proposed 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.13.

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 connectioh 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
required at the following locations for this study: Bridge carrying Relocated
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.
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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 o1d
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 Road; 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 B-19, this Volume.

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.

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 9

Alternate 2

65
50
3
12
3
15

78
50
23

5
20

100-125

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.

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:

Total Right-of-Way Required

SHA Property Req'd. for Construction
Private Property to be Acquired
Existing R/W - Public Streets
Buildings to be Demolished

Alternate 9

2.0+ Ac.(100%)

0.1+ Ac.( 5%)

1.8+ Ac.( 90%)

0.1+ Ac.( 5%)
0
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10.1+Ac.(100%)
4,04+ Ac.( 40%)
3.8+ Ac.( 38%)
2.3+ Ac.( 22%)
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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. Noise levels from
the rapid transit will reach 72 dBA at the houses fronting on Windsor Road
and noise abatement techniques will be employed to assure that the predict-
ed noise level will not exceed the criteria of 70 dBA.

Decision - Alternate 9

The Maryland Dept. of Transportation has adopted the portion of

. Alternate 9 from the Baltimore City Line to Grzenwood Road with modifi-

cations through the Sudbrook Park 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 -

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 at 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-
ternate 9A is described below and is also shown on Drawing No. 14.

The southern terminus of the Northwest Expressway, as pro-
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
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 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
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. Crossovers and
left-turn lanes would be provided at 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
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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 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. 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 Gwynns Falls and 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.

i The project costs, transportation services and 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



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 Mill 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 Comparativé 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 B-19, this Volume.

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.

Alternate 9A Alternate 2

Improved Properties Affected 60 78

Homes previously Acquired by SHA 50 _ 50

Homes to be Acquired 5 23

Businesses to be Acquired 5 5

Families to be Relocated 5 20

People to be Displaced 25 100-125
B-29
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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 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.

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. T+Ac.(100%) 10,1+ Ac. (100%)
SHA Property Req'd.for Construction  0.2t+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 0 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 house 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 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 9A because there would be
no Expressway traffic south of the Baltimore Beltway. Noise levels from
the rapid transit will reach 72 dBA at the houses fronting on Windsor Road
and noise abatement techniques will be employed to assure that the predicted
noise level will not exceed the criteria of 70 dBA.,
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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 94, in addition to the Rapid 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.
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5. Summary - Sudbrook Park Historic District -

A description of the entire project recommended for construction
from the Baltimore City Line to Reisterstown is included on page A-25in
this Final Section 4(f) Statement. The Phase I Rapid Transit Facility is the
only construction being recommended in the vicinity of the Sudbrook Park
Historic District, and a description of the project through this area is included
as follows.

The alignment of the double-track transit facility passes through the
northeast edge of the Historic District, as close as possible to the Western
Maryland Railway track. Retaining walls are proposed throughout the His-
toric District in order to minimize the right-of-way requirements. The, rapid
transit tracks are at the same general elevation as the railroad in this area,
and are planned to underpass existing Sudbrook Road. The existing Sudbrook
Road Bridge will be replaced with a new structure over the Western Maryland
Railway and the proposed Rapid Transit Facility, North of Sudbrook Road,
the rapid transit alignment curves to the west away from the railroad, under-
passes Greenwood Road, and follows the original Combined Expressway/
Transit alignment as proposed at the Public Hearing. Approximately 625 feet
of Greenwood Road would be rebuilt in the vicinity of the rapid transit crossing.

A plan and typical section of the recommended alternate through the
Sudbrook Park Historic District are included as Drawings No. 15 and 16, re-

spectively.

The physical impacts of the recommended alternate on the Sudbrook
Park Historic District are described below:

- Right-of-Way Requirements -

Total Right-of-way Required | 2. 70+ Ac. (100%)
SHA Property Required for Construction 0.17+ Ac.( 6%)
Private Property to be Acquired 2,29+ Ac.( 85%)

( 9%)

Existing Right-of-Way - Public Streets 0.24+ Ac.

Within the limits of the Sudbrook Park Historic District, the recom-
mended alternate will also require the relocation of one house, which is in
private ownership.,

- Alteration of Original Street Plan -

The original plan for Sudbrook Park was based on five curvilinear
streets with large lots following the rolling topography in the area. All of
the streets converge . in the area where Sudbrook Road crosses over the
Western Maryland Railway.
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The recommended alternate proposes open cut construction through
the Historic District, with a retaining wall to minimize right-of-way require -
ments and with a minimum alteration to the original street plan. Sudbrook
Road would remain in its same horizontal and vertical location; however, the
existing bridge over the Western Maryland Railway will be replaced with a
new structure over the railroad and proposed Rapid Transit Facility. This
new bridge will blend in harmoniously with the Historic District. A new
bridge carrying Greenwood Road over the Rapid Transit Line is also proposed
at the northern edge of the Historic District. The bridges would be built at
different times so that vehicular traffic could utilize Greenwood Road during
construction of the Sudbrook Road Bridge and, after its completion, use Sud-
brook Road during construction of the Greenwood Road Bridge.

- Visual Impact -

The removal of the highway portion of the project through this area,
coupled with appropriate landscaping and the placement of the proposed rapid
transit line adjacent to the railroad, should minimize any visual impact re-
sulting from the project.

- Traffic Impact -

The recommended alternate passes through the edge of the Historic
District with the proposed rapid transit line underpassing existing Sudbrook
Road and Greenwood Road. Traffic on Sudbrook Road, which is the principal
access to Sudbrook Park, would probably be decreased as a result of the rec-
ommended alternate. The proposed rapid transit station and improvements
at Milford Mill Road to the south, and the construction of the rapid transit
station at Old Court Road to the north, should attract motorists away from
Sudbrook Road and the Historic District.

- Noise Impact -

Predicted noise levels from the Rapid Transit Line through the Sud-
brook Park Historic District are based on the maximum noise level produced
by a six-car train traveling at the maximum allowable speed. Exterior noise
levels will be approximately 72 dBA at the rear of the houses facing on Wind-
sor Road, and approximately 67 dBA at the rear of the closest house along
Howard Road. The duration of the maximum noise levels as stated above will
be for several seconds only, with lesser noise levels being encountered as the
trains approach and leave the area.

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 communities.

The predicted noise level exceeds the design criteria of 70 dBA at
the rear of the houses along Windsor Road and in this area an appropriate

noise abatement technique will be employed to assure that the noise levels will
be reduced to meet the criteria.
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- Planning Proposed to Minimize Adverse Impacts
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The following summarizes the planning proposed to minimize the
adverse impacts of the project on the Sudbrook Park Historic District.

The Northwest Expressway will not be built through the Sudbrook
Park Historic District, and the Rapid Transit Line will be built as close as
possible to the tracks of the Western Maryland Railway through this area.
The transit line will pass through the northeastern edge of the Sudbrook
Park Historic District in an open cut immediately adjacent to the existing
cut of the Western Maryland Rail\x}ay. The right-of-way requirements
through Sudbrook Park Historic District will be limited to approximately
2.7+ acres. One house on Howard Road will be moved across the street to
a vacant lot owned by the State Highway Administration, where one of the
original houses in Sudbrook Park was once located. Approximately 90 trees
will have to be removed, but new trees will be planted adjacent to the transit
right-of -way wherever feasible to approximate the plant makeup and density
of existing planting. Retaining walls will be constructed through the Historic
District to reduce right-of -way taking and noise levels, which have been
greatly mitigated by deletion of this portion of the Northwest Expressway.
A 5-foot mound will be constructed behind the retaining wall and will be land-
scaped in order to screen the transit facility both visually and acoustically
from the Historic District. A fence will be erected on the retaining wall for
the safety of the residents. Appropriate noise abatement techniques will be
employed to reduce rapid transit noise levels that exceed the design criteria.
This would apply to the houses that front on Windsor Road. Those aspects of
the plan which relate to landscaping and protective fencing will be coordinated
with the State Historic Preservation Officer.

A copy of the Memorandum of Agreement with the Advisory Council
on Historic Preservation regarding the Sudbrook Park Historic District is
included in Section G of this 4(f) Statement.

In addition to the above, the following miscellaneous design features
are planned to lessen adverse affects of the project on the Sudbrook Park
Historic District:

Landscaping: Aesthetic design and appropriate landscaping would be
incorporated into the project to minimize any adverse visual impact. Earth
formation and plant materials would be planned in relation to the total environ-
ment, and consideration would be given for their use as visual screens, where
existing homes and other facilities are in close proximity. Changes in slopes
would be made smoothly, with well-rounded intersections and all construction
areas seeded or sodded as required. Landscaping with bushes and trees

would be compatible with the natural ecology and existing growth. The ulti-
mate goal of the aesthetic considerations would be to fit the project into the
existing terrain as an unobtrusive additive.
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Landscaping recommendations were developed through the Sud-

" brook Park Historic District for Alternate No. 8 by Roger E. Holtman,

A.S.L.,A. These recommendations are summarized in a letter-report,
which was included in the Supplement to the Draft Statement (FHWA-MD-
EIS-73-01-DS) as Attachment No. 3. Similar landscaping will be developed
for the recommended alternate.

Noise Abatement: With respect to historic sites, Sudbrook Park
is the only site in the corridor adversely impacted by noise. As previously
stated, appropriate noise abatement techniques will be employed to reduce
the rapid transit noise levels that exceed the design criteria through this

area.

A number of features will be incorporated in the rapid transit de-
sign to reduce noise and vibration levels such as continuous welded rail and
resilient rail fastenings, sound absorption materials in tunnels and stations,
light-weight trucks and resilient chassis mountings, low noise braking sys-
tems and periodic use of wheel and rail grinders to maintain wheels and
rails in a smooth condition. In addition to the above, the Contractor will be
required to use noise-quieted equipment and machinery during the construc-
tion period.
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SECTION 4(f) STATEMENT m\)\

C. OWINGS MILLS RAILROAD STATION (NEW):

1. History and Description of the Owings Mills Railroad Station (New) -

The new Railroad Station at Owings Mills was built in 1907 in con-
junction with the realignment of the tracks. The one-story building of frame
and capboard is owned by the Western Maryland Railway, and stands 400 feet
southwest of Reisterstown Road on the east side of the present mainline tracks
at an elevation some feet above the level of the 1859 tracks. The location of
this historic site is shown on Drawing No. 17. The station is a plain frame
structure, with a gable roof located immediately adjacent to the Railroad.

The gable ends have stick braces (or open timber work), and on the side next
to the railroad tracks is a projecting central bay with windows on three sides,
affording a good view up and down the tracks. The Railroad Station, although
common in American History, was an important part of the day-to-day man-
made landscape of rural life providing the link to the outside world. These
simple stations are threatened with extinction, and a time may come when they
are totally forgotten except as props in western films. In 1918, the site is
credited with having a combined station and watch box, and a combined dwell-
ing and toolhouse. The dwelling has since disappeared, but the station sur-
vives, although passenger service has not been offered since 1957. The
building is significant for its architectural style and as a good example of
small rural railroad stations.

Owings Mills Railroad Station (New) is eligible for inclusion in the
National Register, as determined by the U. S. Department of the Interior.

Recommended level of significance - State



2. Description of Project and Relationship to the Owings Mills
Railroad Station (New) -

Four alternatives were described in the Draft Environmental State-
ment (FHWA-MD-EIS-73-01-D) and were presented at the Public Hearings.
in April, 1973. Alternates |1 and 2 proposed that the project be constructed
as a joint highway-rapid transit system on new location, approximately
three-quarters of a mile west of existing U. S. Route 140 (Reisterstown
Road). Alternate 3 proposed the widening and reconstruction of existing
Reisterstown Road (U. S. Route 140) from Baltimore City to Reisterstown,
and Alternate 4 is the '""Do-Nothing'' alternative.

At the Public Hearing, the residents in the McDonogh Road area ex-
pressed strong objections to the highway interchange and rapid transit sta-
tion planned at this location with Alternates 1 and 2. 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 develop-
ment of the Worthington and Greenspring Valleys. As a result of these re-
quests, two alternate studies were made to determine whether the transpor-
tation facilities proposed at McDonogh Road could be fulfilled by enlarging
and improving the interchange and rapid transit station proposed with Alter-
nates 1 and 2 at Painters Mill Road.

The first study, designated as ""Aternate 2A', proposed a semi-
directional interchange at Relocated Painters Mill Road, with an enlarged
terminal rapid transit station located to the north of the interchange and ap-
proximately 1700 feet south of Dolfield Road. (See Drawing No. 20 after
page C-6.) The second study, referred to as ""Alternate 2B", proposed a
semi-directional interchange at Relocated Dolfield Road, with an enlarged
terminal rapid transit station located to the south of the interchange and ap-
proximately 800 feet north of existing Painters Mill Road. (See Drawing No.
2] after page C-7.)

Subsequent to these studies, the McDonogh Railroad Station,
McDonogh School Historic District, and the Owings Mills Railroad Station
(New) were identified as historic sites in the McDonogh-Owings Mills area
and were physically impacted by one or more of the alternates under con-
sideration at that time.

Alternate Historic Site Impacted
Alternates 1 and 2 McDonogh Railroad Station

McDonogh School Historic District
Alternate 2A McDonogh School Historic District

Alternate 2B McDonogh School Historic District
Owings Mills Railroad Station (New)
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A third study, '"'Alternate 2C!', was then made in this area to de-
termine if a feasible and prudent alternate could avoid the taking of land
within the recently established McDonogh School Historic District. Alter-
nate 2C, which does avoid the McDonogh School Historic District and the
McDonogh Railroad Station, has been adopted as the recommended alternate
in this area; however, it would require the demolition or relocation of the
Owings Mills Railroad Station (New). (See Drawing No. 22 after page C-12.)
The one-story frame station building is located within the construction lim-
its of the interchange planned at Relocated Dolfield Road and existing Reisters-
town Road as part of Alternate 2C, and must either be demolished or moved
to a new location.

Drawing No. 17 shows the relationship of the interchange noted
above as part of Alternate 2C to this Section 4(f) land.

3. Alternates Considered to Avoid the Owings Mills Railroad
Station (New) -

Alternates 1, 2, 3 and 4 were developed in conjunction with the Cor-
ridor Public Hearing held in April, 1973. None of these alternates require
the use of land from the Owings Mills Railroad Station (New).

The alignment of Alternate 1 is located west of the Western Mary-
land Railroad from the Baltimore Beltway to Painters Mill Road (see Draw-
ing No. 18), and adversely impacts the Gwynns Falls floodplain and the pro-
posed stream valley park being planned for this area by the Baltimore County
Department of Recreation & Parks. Alternate 1 also passes through the
McDonogh School Historic District and requires the demolition of the McDonogh
Railroad Station. Alternate 2 is located east of the Western Maryland Railway
from north of the Beltway to north of McDonogh Road (see Drawing No. 19),
reducing the impacts on the Gwynns Falls floodplain and proposed stream
valley park; however, the proposed construction adversely impacts the
McDonogh School Historic District and the McDonogh Railroad Station. Both
Alternates 1 and 2 were opposed by residents in the area, who expressed
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strong objections to the highway interchange and rapid transit station plan-
ned for the McDonogh Road area. For the above reasons, the planning pro-
posed in the McDonogh-Owings Mills area with Alternates 1 and 2 were not
considered as feasible and prudent alternatives to avoid the Owings Mills
Railroad Station (New).

The planning proposed with Alternates 3 and 4, and the impacts re-
sulting from each, are discussed in detail in Section E of this 4(f) Statement,
where it is demonstrated that they are not feasible and prudent alternatives
to the use of land from this historic site.

Alternates 2A, 2B and 2C were all developed subsequent to the
Public Hearing, and all of these alternates propose the deletion of the high-
way interchange and rapid transit station at McDonogh Road, coupled with an
increase in size and scope of the facilities planned in the Owings Mills area.
Alternate 2A does not require the removal of the Owings Mills Railroad Sta-
tion (New); however, it was not considered a feasible and prudent alternative
to this Section 4(f) land for the following reasons:

The proposed planning tended to concentrate the ap-
proach traffic to the Combined Expressway/Rapid
Transit project onto one roadway (Relocated Painters
Mill Road), which cannot accommodate the predict-

ed traffic volumes. Heavy commercial development
also precluded the feasibility of providing the required
interchange at Reisterstown Road. Alternate 2A
impacts the area proposed for the future stream
valley park and also requires the use of land in the
McDonogh School Historic District.

The project description,. impacts and other details of Alternate 2A
are included in Section C 5 (page C-6) along with a comparison to Alternates
2B and 2C, both of which impact the Owings Mills Railroad Station (New).

Alternate 2B was developed to overcome the transportation defi-
ciencies of 2A by separating the approach traffic to the combined project
onto two roadways. Rapid transit traffic would use Painters Mill Road, and
expressway traffic would use the proposed Relocated Dolfield Road, which
interchanges with both the proposed Northwest Expressway and existing
Reisterstown Road. Alternate 2B follows the same alignment as 2A, impact-
ing the area proposed for the stream valley park, requiring land from the
McDonogh School Historic District and, in addition, would require the re-
moval of the Owings Mills Railroad Station (New). Alternate 2C was select-
ed as the recommended alternate over 2B, because it avoids the McDonogh
School Historic District and the area .proposed for the Gwynns Falls stream
valley park and, at the same time, retains the advantages of separating



approach traffic onto Painters Mill Road and Relocated Dolfield Road. \
Alternate 2C does require the removal of the Owings Mills Railroad Station

(New).

The interchange planned at existing Reisterstown Road and the pro-
posed Relocated Dolfield Road with Recommended Alternate 2C is the specific
construction that would impact the Owings Mills Railroad Station building.
Any adjustment in the location of this proposed interchange to avoid the
Owings Mills Railroad Station - New would cause more serious impacts on
other adjacent historic sites and facilities. Commercial developments on
both sides of Reisterstown Road would be impacted if the interchange is
moved to the south., Commercial and residential properties along with one
other historic site (the Owings Mills Railroad Station - Old, which is also
eligible for the National Register) would be impacted by a relocation to the
north. Considering the adverse impacts on adjacent properties and the rela-
tive ease with which the Owings Mills Railroad Station.- New can be relocated,
interchange locations to the north or south were not considered feasible and
prudent alternatives to the use of this Section 4(f) land.

- Conclusion -
Alternates 1, 2, 3, 4 and 2A all avoid the Owings Mills Railroad
Station- New. The impacts associated with these alternate studies and the
consideration given to moving the interchange planned with recommended
Alternate 2C at Reisterstown Road and Relocated Dolfield Road, demonstrate
that there is no feasible and prudent alternative to the use of this Section 4(f)
land.



4., Proposed Planning to Minimize the Adverse Affects on the
Owings Mills Railroad Station (New) -

The station building is in the path of the Relocated Dolfield-Reisters-
town Road Interchange, as proposed with Alternate 2C, and will have to
be relocated to a new site. The actual moving of the station structure will
be done in accordance with the standards of the Office of Archeology and
Historic Preservation. The new site for the building will be chosen in con-
sultation with the State Historic Preservation Officer.

A copy of the Memorandum of Agreement with the Advisory Council

on Historic Preservation regarding the Owings Mills Railroad Station (New)
is included in Section G of this 4(f) Statement.

5. Detailed Description - Alternates 2A, 2B and 2C -

The planning developed for the alternates in the McDonogh-Owings
Mills area are described below along with a discussion of the environmental

impacts and a comparison with Alternate 2, as proposed at the Public Hearing.

- Alternate 2A Study -

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 Transit Project would under-
pass 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 similar 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 aver-
age of 500 feet to the west in order to provide the necessary space for a
semi-directional roadway interchange, and for increased parking require-
ments at the rapid transit station. (See Drawing No. 20.) 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-de-
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 24-foot 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, witha
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 Road.

- 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. 21) 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 onnew location tounderpass the
Western Maryland Railway and Reisterstown Road. The dual highway proposed
for Relocated Dolfield Road consists of two 24-ft. roadways separatedbya 16 -ft.
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median. 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 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 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, andter-=
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 have
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 2A'" 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. |



Each of the proposals: Alternate ]., Alternate 2A and Alternate
2B, conform 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 good 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 the interchange on the Baltimore Beltway, 3.5 miles to the
south 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 alternate, 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
on 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 roads, 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 Painters Mill Dolfield -
Alternate 2 Alternate 2A Alternate 2B
(4. 0 miles) (4. 0 miles) (4. 0 miles)
Highway Construction $26,042, 000. $35, 684, 000. $35,937,000.

Rapid Transit Construction 26,334, 000. 22,641, 000. 19,972, 000.
Right—of—WayCosts 14,612, 000. 15,245, 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.

Public Hearing Painters Mill Dolfield

Alternate 2 Alternate ZA Alternate 2B --

Homes to be Acquired 14 11 11
Families to be Relocated 14 * 11 * 14
People to be Displaced 75 - 75 78
Business to be Acquired 0 4 12
Farms to be Acquired 1 2 2

0 0 0

Non-Profit Organ. Affected

* 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 are 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
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 relocated 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 been 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 MaDonogh 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.

Total o « ¢« v ¢ ¢« ¢ 0 $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 noise throughout the project.

- 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, Z2A
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. 22).

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.
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Alternate 2B Alternate 2C

(4.0 miles) (4.1 miles)
Highway Construction $35,937,000. $33, 620, 000.
Rapid Transit Construction 19,972, 000. 18, 842, 000.
Right-of-Way Costs 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

Homes to be Acquired 11 11
Families to be Relocated 14 14
People to be Displaced 78 78
Businesses to be Acquired 12 13
Farms to be Acquired 2 . 2
Non-Profit Organ. Affected 0 0

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 $170, 071, $175, 440.

Improved Property 42, 380. 49, 061.

Total « o o o o o e v e e $212, 451, $224, 501.
C-13



2C are the same as Alternate 2B, except for the following:

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 aréa, only crosses Gwynns Falls one time,
just south of Painters Mill Road.

Noise increases with Alternate 2C would adversely affect the
same arcas 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 FHWA design standard for this land use is 70 dBA (Exterior) and 55 dBA
(Interior), and the average existing Lj1o noise level in the corridor, exclu-
sive of Reisterstown Road, is 58 dBA. Predicted exterior L]0 noise levels
at the nearest wall of these buildings during 1995 traffic conditions are as
follows:

Predicted 1995 L1 Noise Levels(l)

Exterior Building Interior

Noise Level Attenuation Noise Level
Peak Hours (4to 5 P. M.) 74dBA 25 49 dBA
Matinee (2 to 3 P.M.) 71 dBA 25 46 dBA
Night (8 to 9 P.M.) 68 dBA 25 : 43 dBA

Music Fair Schedule

Daily : Dinner 7:00 P.M. - Show 8:30 P.M.
Sunday: Matinee 3:00 P. M.

(1) Ljqis 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 range 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.

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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SECTION 4(f) STATEMENT

D. REISTERSTOWN HISTORIC DISTRICT:

1. History and Description of the Reisterstown Historic District -

The Reisterstown Historic District extends from Butler Road south
to a point approximately 200 feet north of Walston Road, and includes the
area to the rear property lines on both sides of Reisterstown Road. The lo-
cation of this historic site is shown on Drawing No. 23.

The history and significance of Reisterstown is inextricably asso-
ciated with the road of the same name. Since the 18th Century, a town has
existed along the Reisterstown Road. The importance of the road to the
town is illustrated by the fact that virtually all of the buildings front on the
road. Reisterstown has very few side streets, and no sense of a second
lateral dimension contrasting the linear Main Street. The road is the unify-
ing factor in the district from a historic standpoint, as well as in planning
terms.

Reisterstown began in the 1730's when the Conewago Road (as the
Reisterstown Road was then called) was extended north to Pennsylvania.
This 18th Century road has been in constant use since. The importance of
the road as a transportation corridor was reinforced by the construction of
the Western Maryland Railway in the 19th Century.

In 1758, the Westminster Road was begun, while at the same time
John Reister patented a track of land on which he built a tavern, 1/2 mile
south of the intersection of the Westminster and Reisterstown Roads.

The Reisterstown Historic District contains approximately 97+
acres and, within the district, roughly fifty historic sites have been iden-
tified largely because of their particular merit in the streetscape. Evidence
of several 18th Century buildings, or fragments of buildings, has been un-
covered by Mrs. J. Sinclair Marks, in conjunction with her work on Reisters-
town and the Reister family.

Ownership in the Historic District is both public and private. The
right-of-way for public roads within the District is owned by the State of
Maryland and Baltimore County. All properties, both improved and unim-
proved, are owned by private citizens.

The Reisterstown Historic District has been recommended to be
eligible for inclusion in the National Register.

Recommended level of significance - State
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2. Description of Project and Relationship to the Reisterstown
Historic District -

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.

Because of the excessive land requirements, high construction
cost, and impacts on the historic district, Alternates 1 and 2 have been
dropped from consideration by the State Highway Administration in the
Reisterstown area. The recommended alternate in this area (Alternate 6)
is described below along with its physical impact on the historic district.

- Detailed Description - Alternate 6 -

Alternate 6 begins north of Berrymans Lane, where the Northwest
Expressway continues northerly as a 6-lane dual highway, with complete
control of access and geometric and safety features based on a design speed
of 70 miles per hour. The detailed planning proposed with Alternate 6 is
shown on Drawing No. 23,

The project underpasses Glyndon Drive Extended, 2300 feet west of
Reisterstown Road, where an interchange is planned to provide access and
service to the Reisterstown area. Glyndon Drive Extended would be con-
structed with two 24-foot roadways, separated by a 16-foot median through
the interchange area, and connect to Reisterstown Road opposite existing
Glyndon Drive as a 50-foot curbed street. This is the only location where
Alternate 6 requires right-of-way within the Reisterstown Historic District.
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
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 inter-
change 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.
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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 com-
mon grade intersection with the proposed extension of Butler Road. The
Butler Road Extension from Hanover Road to 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 Westminster
Pike 1500 feet west of Hanover Road. Relocated Maryland Route 30 would
terminate as a controlled access freeway under this proposal at the exten-
sion of Butler Road. Connecting ramps to Butler Road Extended are pro-
posed 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,

Drawing No. 24 has been included to show the relationship of Glyn-
don Drive Extended as proposed with Alternate 6 to the Reisterstown His-
toric District.

The physical impacts of Alternate 6 on the Reisterstown Historic
District are described below:

e s = i o e it ——— e ——_— ——— i — o it S i TR

The extension of Glyndon Drive is situated in the southern portion
of the Historic District, requiring the acquisition of one house and 0.7+
acres of right-of-way within the District. This represents 0.7% of the land
located within the Reisterstown Historic District.

. The proposed Expressway is located approximately 2000 feet west
of and generally lower than Main Street and crosses under the proposed
Glyndon Drive and existing Westminster Pike. The roadways would not be
visible from the Historic District, and there should be no adverse visual
impact. The extension of Glyndon Drive is situated within the southern por-
tion of the Historic District and, being proposed as the extension of an exist-
ing urban street, should not cause any additional adverse visual impact,
when viewed in relationship to other intersecting streets and the traffic

€ ae-
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conditions on Reisterstown Road. Since the extension of Glyndon Drive
would afford access to the Expressway, there could be pressures to re-
move existing homes in the area and possibly increase commercial uses
that do not have architectural conformity with other buildings in the His-
toric District, and could ultimately result in an adverse visual impact.

The recommended alternate proposes the construction of the
Northwest Expressway on new location as a bypass of the Reisterstown
area, including the extension of Glyndon Drive west from Reisterstown
Road to an interchange with the Northwest Expressway. Most of the
through-traffic from Baltimore to the Westminster Pike and Hanover Pike
would be attracted to the Northwest Expressway in lieu of Reisterstown
Road. Vehicular traffic originating east of Reisterstown Road from the
residential communities of Chartley and Glyndon, with destinations to the

south, would utilize the proposed Glyndon DriveExtension and interchange.

Traffic volumes through the Reisterstown Historic District should be re-

duced with the recommended alternate, and should return Reisterstown

Road to a local access street for shopping, instead of its present role as
a major arterial for through-traffic.

Noise levels generated by the proposed Glyndon Drive would not
be significant compared to noise generated by existing Reisterstown Road.

9\



3. Alternates Considered to Avoid the Reisterstown Historic District -

- Alternate 6A Study -

Existing Glyndon Drive is the arterial planned by Baltimore County
to serve the residential communities east of Reisterstown Road. The exten-
sion of the existing arterial route (Glyndon Drive) to interchange with the
proposed Northwest Expressway is the logical and most reasonable proposal
to improve traffic service in the southern part of Reisterstown. The develop-
ment 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 Inter-
change. Alternate 6A was developed to avoid taking land from the Reisters-
town 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. Inall 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. 25.)

The deletion of the Glyndon Interchange would affect the future traf-
fic service in the Reisterstown area. Traffic originating in the residential
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.
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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 evena Level D Service, and any type of interference suchasa parked
car, accident or street repair would cause a breakdown in traffic service. If
Reisterstown Road could be widened to 3 lanes ineachdirection, or that right
and left-turn lanes could be constructed at key intersections, then traffic serv-
jce would be satisfactory with both Alternates 6 and 6A; however, theseassump-
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 wouldbe 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
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, 2, and.6. 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 18 12 11

Homes owned by SHA 2 2 2

Homes to be Acquired 16 6 5

Businesses to be Acquired 0 4 4

Famies to be Relocated 16 6 5

People to be Displaced 94 25 20
D-6
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The same housing market and the same relocation assistance poli-
cies are available for those to be relocated as noted under Alternate 6. The
small number of businesses which would be displaced are expected to relo-
cate in the same general area, with little or no affect on employment. Re-
placement 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 detri-
mental to property values. No farm operations will be affected, nor will
there be any affegt 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 alternate
selected by the State Highway Administration because it substantially reduces
the extent of land acquisition required in comparison to Alternates 1 and 2
and, at the same time, provides the desired traffic service to the Reisters-
town-Glyndon communities with only minor impacts to the Reisterstown His-
toric District. Acceptable measures to mitigate the adverse impacts on the
Historic District have beendeveloped by ti.e State, as noted in the Memorandum
of Agreement included in Section G of this 4(f) S’.itement.

Alternate 6A was a study developed toavoid taking any land within the
Reisterstown Historic District. This was accomplished by the deletionof the
Glyndon Drive extension and interchange with the proposed Expressway, which
results inundesirable traffic service to the Reisterstown community. Improved
traffic service to the communities in the Northwest Corridor 1s one of the
major reasons for the Northwest Expressway Project and, since Alternate 6A
decreases traffic service, it was not considereda feasible and prudent alter-
nate to the use of land within the Historic District.

Alternate 4 - "Do-Nothing'' Alternate

Alternate 4 was developed in conjunction with the Corridor Public
Hearing held in April, 1973 and by virtue of not proposing any construction,
also avoid the use of land from the Reisterstown Historic District. The im-
pacts resulting from Alternate 4 are discussed in detail in Section E of this
Section 4(f) Statement, where it is demonstrated that '""do-nothing'' is not a
feasible and prudent alternative to the use of land from this historic site.



4., DProposed Planning to Minimize the Adverse Effects on the
' Reisterstown Historic District -

The extension of Glyndon Drive from Reisterstown Road (Main
Street) to an interchange with the Northwest Expressway is located in the
southern part of the Historic District and will require the removal or relo-
cation of one residential building. This building has no historic significance
but efforts will be made to relocate it within the Historic District, if possible.

Vehicular access control will be obtained along Glyndon Drive with -
in the defined limits of the Historic District. This includes the proposed ex-
tension west of Main Street and along existing Glyndon Drive, east of Main
Street. The State Highway Administration will exercise its powers to acquire
scenic easements or other controls in order to encourage the preservation
of the exterior appearance of the buildings at the corners of this intersection.

A copy of the Memorandum of Agreement with the Advisory Council
on Historic Preservation regarding the Reisterstown Historic District is in-
cluded in Section G of this 4(f) Statement.

.
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E. ALTERNATE 3 - UPGRADING EXISTING U, S, ROUTE 140:
ALTERNATE 4 - DO-NOTHING ALTERNATIVE:

- 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 the
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 ona 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



right-of-way and efficiency in the design and construction process would i
be lost. The Northwest Expressway is essential to the success of the Rapid
Transit Line because of the access it will provide to the major park-n-ride

.facilities at the Owings Mills rapid transit station.

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
0Old 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. 8). 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 must 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. S

Co - 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-
jst 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, sanitary
sewers, power and telephone lines, both overhead and underground. The
maintenance of utility services during the construction of Alternate 3 would
be much more difficult and costly than with either Alternates 1 or 2, Detour
roads are not practical for maintenance of traffic, so all utility relocations
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 removed
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 torelocate or rebuild these facilities before the road could be constructed
through these areas. Historic buildings and sites that could be affected by Alter-
nate 3 constructionand the distance from the proposed roadwayare listed on
pages E-5, E-6and E-7 in this Volume. The locationand significance of these
historic sites are included in the Draft Section 4(f) Statement (FHWA -MD-EIS -
73-03-DS).

The major impact of this alternate is the fact that the majority
of the present development fronting on existing Reisterstown Road will be ad-
verselyaffected to some degree either by loss of frontage or complete removal
of the residence or building by highway construction. To implement this alter-
nate, anapproximate total of 183 improved properties would be required. Of
this total, 91 are estimated to be owner-occupied, 43are 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. Sucha program is not impossible, but it would take three
to four years toaccomplish 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 be as long as seven years and result in the temporary un-
employment 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



transit in a separate right-of-way would require
not included in the following estimate.

Roadway Construction
Right-of-Way
Engineering, Administration & Overhead

Total Roadway Cost . « ¢« « o ¢ ¢ &

a complete restudy and is

Estimated Cost

$11, 381, 000.
80, 000, 000,
3,187, 000.

$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 fromresidential and commercial growthanticipated
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 1is
the major reason for not recommending this alternate for adoption and, as
such, cannot be considered as a feasible and prudent alternative to the use of
Section 4(f) lands. 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 Reisterstown Road , in addition to the recommended Northwest

Expressway on new location.
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ALTERNATE 3
RECONSTRUCTION OF U. S. ROUTE 140 (REISTERSTOWN ROAD)

Historic Sites

7 Mile House (S)
Noblet Tavern (S)
Milestone

U. §. Arsenal & Confederate Soldiers Home

8urnt House (S)

8% Mile House (S)

Milestone

Grey Rock

Stone Chapel

Alto Dale Farm

Ten Mile House (S)

8lacksmith Shop

Trentham

Two Story Stone House

8rick Houss .
Garrison Railroad Station (S)
Tobin House (S)

Victorian Store Building
Turnpike Railroad Station (S)
Shull Tavern (S)

Owings Mills Railroad Station (New)
Owings Mills Railroad Station (0ld)
Conn Tavern (S)

Trolley 8arn (S)

Sorghom Mill (S)

Cooper Shop (S)

Toll Gate No. 3 (S)

8 Square House

8rick House

Upper Mill

Gunbarrel Tavern

Pleasant Hill Church

Great Tavern (S)

* Milestone

14 Mile House (S)

Eckhardt Funeral Chapel

King Tavern (S)

Toll Gate No. 3 (Before 1B56) (S)
Milestone

Hannah More Academy Historic District

St. Wichael's Chapel (Hannah More Academy)

(S) Site Only - No Structure Remains
* Denotes Direct Physical Conflict
- No Conflict Anticipated

Distance To

Roadway

® N B B B * »

80!

(Feet)



ALTERNATE 3
RECONSTRUCTION OF U.S. ROUTE 140 (REISTERSTOWN ROAD)

Distance To

Roadway (Feet)

Historic Sites

108. Pikes Theatre . .

108. Chinese Restaurant ) ‘ ' *
110, St. Charles Borromeo Church 700° W
111, McHenry Estate Garage 250" W
112, Brown Shingle and Stone House ' 650" W
113. Farm Complex 500' W
114, Stone and Frame House 200' E
115. Village Site ' 30" W
116. Stone House : *
117. Frame House _ : 40'€
118. Spring House . 150"
119. Pearre House - 1400' W
121. Barns . 3s0' £ -
122. Trolley Car Fruit Stand *
123. Montrose Ave, Houses , : 170" €
124, Reese House 8oo' w
125. Bowen House , 210"
126. Morrow Store *
55. Belltown Historic District *
128. White House : . 20" W
129. Morrow House *
130. Group Of Homes *
131. Brick Farm House *
132. Colonial Inn ' 20" €
133. Red Frame House 20' €

100. Reisterstown Historic District (See Page E-7)

(S) Site Onty - No Structure Remains
*+ penotes Direct Physical Conflict
- No Conflict Anticipated



ALTERNATE 3

RECONSTRUCTION OF U.S. ROUTE 140 (REISTERSTOWN ROAD)
REISTERSTOWN HISTORIC DISTRICT

Distance To

Historic Sites Roadway (Feet)
65. 8erryman House (Reisterstown) 20% E
66. 536 Main St. (C. R. Lynch Farm Equip.) *
67. Weist Tavern (S) : *
68. Weist Tannery (S) -
69. 410 Main St, *
70. 406 Main St. .
71. 354 Main St. .
72. 365 Main St. 125" E
13. Reisterstown Federal Savings & Loan Assoc. *
T4, Gles Shoe Shop *
75. 301-303 Main St. (Nichols Tavern) *
76. Milestone *
77. 234 Main St. (Reister Tavern) .
78. 238 Main St. *
79. Carriage Factory (S) *
80. 202 Main St, _ .

. 81, Reisterstown Cemetery ' 270" W
82. Franklin Academy 550! W
83. 134 Main St. 110" W
84.- Bower Inn (S) : *
85. 151 Main St, (Yellow Tavern) (S) *
86. 143 Main St. (Shoe Shop) ' *
87. 109 Main St. (Trinity Lutheran Church) 25' E
88. 64 Main St, 20" W
8¢. Forney Inn (S) *
80. 56 Main St. (First Church 0f Christ) _ *
81. 67 Main St. 25' E
92. 26 Main St. (Fisher Tavern) *
93. 24 Main St. hd
94. 20 Main St. *
85. 14 Main St. *
96. 10 Main St, (Eline Funeral Home) *
87. cCarriage Factory ' 10' E
88: Hitshue Hotel (S) _ -

-99, Mllestone . *

104. St. Luke's Methodist Church (Reisterstown) 1300" E

(S) Site Only - No Structure Remains
* Denotes Direct Physical Conflict
- No Conflict Antlcipated
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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 manpower 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 statedbefore in the '"Need for the Project' onpage A -6, popu-
lation growth and commercial development in the Northwest Corridor-have
been anticipated and projected in both Baltimore County's '"1980 Guideplan"
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



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 ifaryland 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. KEven 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 seryice would be totally unable to
meet future transportation needs, because of éxcessively 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 daily
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.
140 experienced 826.20 (Rate) accidents on a 100 million vehicle miles of
travel basis (Acc/100MVM). 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 éubject 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 SHA studies, the proposed six-lane, divided high- \,b
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, 689, 430. 34/100 MVM of travel for the motorist now using

U.S. 140. 0

. 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, businesses or residences.

Publicutilities located in the existing right-of-way will not be af-
fected by this alternate; however, fire equipment, police protection, and other
emergency services wouldbe adverselyaffected by an increase in travel time.

- Alternate 4 will have no physical impact on a{ny 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 construction is completed, there canbe no impact onphysical
environmental factors, suchas water quality, or the loss of openspacedue to
new transportation facilities. Conditions onReisterstown Road relating to air
quality and acoustics will deteriorate with increased trafficand lower speeds.
Noise levels in the area would continue torise as a result of increas ed develop-
ment and the subsequent increase in population and its activities, but not signif-

icantly.

In summary, Alternate 4, designated as the ""Do -Nothing'' alternate,
would leave the entire Northwest Corridor of Baltimore County with inadequate
transportation facilities.. Traffic would continue to increase withadverse effects
onplanned residential and commercial growth, the County taxbase, employment
opportunities and adjacent historic sites. There would be noadverse impact on
parks, recreationareas or other physical environmental factors suchaswater
quality, wildlife or loss of openspace due to new transportation facilities.

Decision - Alternate 4

Alternate 4 was not recommended for adoptionby 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 ongrowth, the tax base, employment
opportunities and safety. For the above reasons, Alternate 4 cannot be con-
sidered as a feasible and prudent alternative to the use of Section 4(f) lands.

E-10



F. 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 publig 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 whichwere previously discussed.
in this Final 4(f) 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 Volume I of this Final State-
ment 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 are 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

-
e
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Date

4/25/73
5/18/73
5/25/73
5/30/73

7/17/73
7/19/73

11/ 5/73

11/ 6/73

11/ 9/73
12/11/73
1/17/74
3/18/74

3/19/74
5/14/74
5/24/74
5/28/74
8/14/74
10/29/74
11/21/74
12/ 2/74
12/ 5/74
1/27/75
5/21/75

5/21/75

6/ 2/75

6/10/75
6/16/75

6/23/75

6/27/75

Organization

MTA, RPC,SHA
DNR '
RPC, SHA .
Baltimore City Staff

EPA

ACHP, MHT, UMTA,
USDOT

MHT

FHWA

ACHP, FHWA, MHT,
UMTA

Elected Officials &
Citizens Groups

RPC

McDonogh School, Ner
Israel Rabbinical Col~
lege, Valleys Planning
Baltimore County Staff
RPC

RPC, SHA

Baltimore City Staff
MHT

MHT

ACHP,FHWA, MHT,
UMTA

Public Information Mtg.
Franklin Sr. High School
Public Information Mtg.
Sudbrook Jr. High School
Sudbrook Club -
Citizens Group

FHWA, MDOT, MHT,
MTA, SHA, UMTA
Baltimore County Execu-~
tive & Sudbrook Park
Citizens

Task Force & Baltimore
County Staff

MDOT, MHT, MTA, SHA
Task Force & Baltimore
County Staff

MDOT, MHT, MTA,

SHA (Field Review)
MHT

A

Subject \

Entire Corridor

Storm Water Management

Entire Corridor

Northwest Expressway Change - Balti-
more City Line to Baltimore Beltway

-Sudbrook ParkHistoric 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



Continued -

Date
7/ 2/75
7/16/75
7/17/75
7/18/175
7/24/75
7/31/75
11/ 7/75
12/ 1/75
12/12/75
1/12/76
1/21/76

2/ 5/76

Orpganization

FHWA, MDOT, MHT, °

MTA, SHA (Field Review)
Elected Officials & Balti-

more County Staff

Task Force & Baltimore

County Staff
County Executive &
Task Force
Elected Officials

Willow Glen North
Task Force

ACHP, FHWA, MHT,
UMTA, MTA & SHA
RPC, Baltimore City
Staff & Baltimore ~
County Staff

State Archeologist
RPC, Baltimore City
Staff & Baltimore
County Staff

RPC & Baltimore
County Staff

RPC, 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
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G. STATUS OF TITLE 36 CFR PART 800 PROCEDURES FOR THE \
PROTECTION OF HISTORIC, PROPERTIES:

The Sudbrook Park Historic District was placed on the National Regis-
ter of Historic Sites and Places on June 19, 1973, and this project must com-
ply with the procedures for the protection of historic and cultural properties
in accordance with 36 CFR Part 800, pursuant to Section 106 of the National
Historic Preservation Act of 1966 and Executive Order 11593, Historic
preservation proceedings under Part 800 require that the highway agency in-
itiating the project hold a series of meetings with the Historic Advisory
Council and the State Liaison Officer for Historic Preservation., These
meetings are held to determine if the project has an adverse effect on
Historic Sites, and to consider feasible and prudent alternatives which
may avoid or mitigate any adverse effect. The following steps have been
completed in accordance with the requirements of Part 800 in relation to the
historic sites affected by this project,

1. Sudbrook Park is listed in the National Register of
Historic Sites and Places, and it has been determined
at a joint meeting held on November 9, 1973 with rele-
vant agencies that the project would have an adverse
effect on the Historic District. ‘

2. The meeting on November 9, 1973 was attended by
representatives of the Advisory Council on Historic
Preservation, the Maryland Historical Trust, the
Federal Highway Administration, the Urban Mass
Transportation Administration, the State Highway Ad-
ministration, the Mass Transit Administration, the
Maryland Department of Transportation and Rummel,
Klepper & Kahl. The various alternatives and planning
proposed to remove the adverse effects on the Historic
District were presented and discussed. At this same
meeting, four alternatives were presented which would
minimize the harm to the Historic District. The basic
difference in the alternatives to minimize harm was
the length of cut and cover tunnel in the vicinity of Sud-
brook Road.

3. An on-site inspection, which included the Sudbrook Park
Historic District and surrounding area, was also made
on November 9, 1973, The field inspection was made

by representatives of the same agencies listed in item

2. '

4, Because of changes in personnel, another meeting was
held on November 21, 1974 with the Advisory Council
on Historic Preservation and the Maryland Historical



7.

Trust with reference to the Sudbrook Park Historic
District. Alternatives to avoid the Historic District
and the cut and cover tunnel alternates to mitigate
harm to the Historic District were presented, Back-
up data on the various alternatives was compiled and
subsequently sent to the Advisory Council for their re-
view and consideration in February of 1975,

As a result of several historical surveys and other re-
search in 1974 and early 1975, a number of historical
sites in addition to the Sudbrook Park Historic District
were identified within the general project corridor. All
of these sites were discussed in a Supplementary Draft
Section 4(f) Statement, which was circulated in October,
1975,

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 repre-
sentatives of the following agencies in attendance. Ad-
visory Council, Federal Highway Administration, Urban
Mass Transportation Administration, Maryland Historical
Trust, State Highway Administration, Mass Transit Ad-
mistration 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, The other historic sites directly
impacted by the project are archeological in nature with no
surface evidence of any remaining buildings,

Evidence that the Part 800 procedures for the protection of
historic properties has been completed is included in this
section of the 4(f) statement in the form of executed Memor-
andum's of Agreement for the three sites on or eligible for
the National Register,

=
]



Cdpy 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



Advisory Council
On Historic Preservation

1522 K Street N.W.

Washington, D.C. 20005 . March 2.4, 1976

Mr. Richard Ackroyd

Division Administrator

U.S5. Department of Transportation-FHWA
711 W, 40th Street

Baltimore, MD 21211

Dear Mr. Ackroyd: o B

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 Mewmorandum of Agrecment sliould be included in any
environmental assessment or statement prepared for this undertaking in
compliance with the National Environmental Policy Act. The Council

appreciates your cooperation in reaching a satisfactory solution to the
issues raised in this matter,.

Sincerely yours,

) - %’V %///944/0«

John/'. McDermot t75- T D
Director, Office of Review
and Compliance

Enclosure

The Council is an independent unit of the Executive Branch of the Federal Government charged by the Act of
October 15,1966 to advise the President and Congress in the ficld of Historic Preservation,

=%
[



. .
.. .

. of the Northwest Transportation Corridor in Balti

On Historic Preservation

1522 K Strcet N.W, - - .
Washingtan, D.C. 20005 '

Advisory Council 3 | S ' 3 ‘h‘]%

MEMORANDUM OF AGREEMENT

-

WHEREAS, the Department of Transportation,

Federal Righway Administratiop
Proposes to-assist the Maryland Department of Tra

nsportation in construction
more, Maryland; and,

WHEREAS, the Department of T
in consultation with the Maryland
determined that the undertaking as
upon the Sudbrook Park Historic Dis

. the Reisterstown Historic District,
by tha Secretary of the Interior to
Register of Historiec Places; and,

ransportation, Federal Highway Administration
Ristoric Preservation Officer, has

proposed would have an adverse effect

trict, Owings Mills Railroad Station, and
properties both included in and determined
be eligible for inclusion in the National

-

WHEREAS, pursuant to Section 106 of the Nationa
1966 and Section 1(3)and2(b) of Executrive Order 11593, the Department of

Transportation, Federal Highway Administration has requested the comments
‘of the Advisory Council on Historic Preservation; and,

.. WHEREAS, pursuant to the procedures of the Advisory Council en

Historic Preservation (36 C.F.R, Part 800), vrepresentatives of the Advisory

Council on Historic Preservation, the Depar tment of Transportation, Federal
Highway Administration, and the Maryland Historic Preservation Officer have
consulted and reviewed the undertaking to consider feasible and prudent
alternatives to avoid of satisfactorily mitigate the adverse effect; now,

THEREFORE :

It is mutually agreed that implementation of the undertaking, in
accordance with the following stipulations and the attached letter and
Proposal for mitigation of Decenber 16, 1975, from Richard Ackroyd,
Divisioén Administrator, Region III, Federal Highway Administration, will

satisfactorily mitigate. any adverse effects on the above mentioned
properties,

The Council is an independent unit of the Exccutive Branch of the Federal Gotcrnment charged by the Act of

October 15, 1966 10 advise the President and Cengress in the field of Historic Preservation,
N :

. e ea es ..

1 Historic PreservationAct of

et n e mea e

S e
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Pagé Two

MEMORANDUM OF AGREEMENT
Northwest Transportation Corridor

Federal Highway Administration

Stipulations:

The following stipuiations 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 39 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 sitey

¢, A description of the new setting and general
environment of the proposed site, including
evidence that the new site will not bpe
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
forvard 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.

/
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Page Three
MEMORANDUM OF AGREEMENT

Northwest Transportation Corridor
Fedecral Highway Administration

<

) A _./ 3/?‘/”

. The properties to be moved shall remain
Register of Historic Places prior to, during, 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.

;;Robert R. Garvey,

<,

77
e e (date)
Clement M. Silvestro
" Chairman
Advisory Council on Historic

Preservation

¢,

‘ci1 the National.

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.

o - (datey L2

Jr.
Executive Director

Advisory Council on Historic Preservation

'43!«3 3

g/)’)/i/t/g AC;/QMW’Q*"{- (date)""//‘g/7é

. Department of Trénsportation, Federal

Highway Administration
vﬂ‘ ‘,4’}/570 AC“/;/!)

M\\_

Ifaryland Staté historic Priservhtion
Officer : '

e
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H. COMMENTS RECEIVED ON SUPPLEMENT TO DRAFT ENVIRONMENTAL

STATEMENT/SECTION 4(f) STATEMENT:

Comments received by the State Highway Administration on the Sup-
plement to the Draft Environmental Statement/Section 4(f) Statement (FHWA -
MD-EIS-73-01-DS) that relate specifically to historic sites along with appro-
priate responses are included in this section of the Final 4(f) Statement.

All comments received by the State on the original Draft Statement
(FHWA-MD-EIS-73-01-D),at the Corridor Public Hearing, and on the Sup-
plement to the Draft Statement noted above, are included in Volume I of the
Final Environmental Statement along with appropriate responses.

- Index of Comments on Historic Sites -

Letter Date of
Designation ' Agency Letter
A The Sudbrook Club 11/17/75
B Mrs. Jessa K. Goldberg 11/26/75
C Baltimore County Historical Society, Inc. 12/ 1/75
D Baltimore County Office of Planning & Zoning 12/ 9/75
E U.S. Department of the Interior - 12/18/75
¥ U.S. Department of Transportation-Office of Secty. 12/19/75
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PIKESVILLE, MARYLAND 21208

November 17, 1975 NOV 19 1978

-

BifiCign, tenle gF
PLANKING & PROLIMRRY ENBINTTRING

E@@J / g U

Mr. Robert J.'Hajzyk, Director _
Offjce of Planning and Preliminary Engineering \
Stete Highway Administration :

300 Viest Preston Street )

Room 209

Baltimore, hNaryland 21201 NOV on 1975 '

Re: Supplement to Draft Environmental Statement WM. F. LINS, JR
Section 4(f) Statement CHIEF, BUREAU OF
Report Number: FHWA-MD-EIS-73-01-LS ’ﬂGH“&YﬁE&GN

Dear Sir: XM_ )

We begin our reply to the Section 4(f) Statement y
by directing your attention to Page a-2, rara. 3, in
which we find the "Project ---- accepted by local
elected officiels". As recently as June, 1975, } !
Mr. Ted Venetoulis, the Ealtimore County Executlve, : s
directed that a Task Force be formed ana its findings
presented to him concerning what the electorate of
the area d1id or did not want. He would then declde
what he would accept. The Task KForce reported to
Mr. Venetoulis but, as of this date, he has declined
to endorse anything. Additionally, all three of our
Kepresentatives to the House of Lelegates have been
opposed to the originsl four alternatives.

To date, there are a total of approximately
sixteen studies and/or alternates concerning the
Northwest Exprssway. We must ask:

Who are these local officials who have accepted?

(4 L]
- CQMMﬂSVT%[7L-{:. 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 pnalnted 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 thelr 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 exlt ramps
improved.

4. The intersection of Rt. 140 and kt. 635 1s
being improved.



Mr. Robert J. uajzyk’

State highway Asdministration
November 17, 1975

Page 2

All of these improvements have greatly ilmproved
traffic flow in the Northwest Corridor, thus, down-
grading the need for an Expressway. Additionally, we
see that RKt. 695 "approaches capacity during peak hours."
The truth of the matter is that Rt. 695 1s at capaclity.

'So stated Mr. A. W. Noack, Jr. of Rummel, Klepper & Kahl

Correny N¢ 2

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, hls answer was
affirmative. We suspect that this fact has been deleted
from every publication concerning this "Project" for fear
that someone would ask the inevitable gquestion. 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 1t is not and 1n
another connotation 1t 1s simple. :

First, if these arterials are not improved, our
small community roads will be jammed with traffic
creating noise and air pollution problems in additlon
to safety. '

~ Second, the State has dumped the burden of responsi-
bility for these improvements on Baltimore County.
Bagltimore County has no plans to improve these arterlals
at this time.

Third, if ané when Baltimore County doés lmprove these
arterials, Sudbrook Park will have more of its property
condemned (along Milford Mill Road) and will then have

a four-lane highway on its southern border and the "Project"

on its northern and eastern borders. Three out of fecur
is a good average. With another three milllon dollars,
and twenty more years, you should be able to flncé a way
to completely encircle the Historic Community of Sudbrook
Park with the ribbon of concrete.

Under the discussicn of Alt. #3 (A-23), ve Iind a
new and disturbing statement. We are told that the
possibility exists for the county to build, or have tuilt,
some type of road in the currently desiznated right-of-
way. OJur impression, through these many years, has been
that any unused portlon, or portions, of the right-of-way
would be returned te the oven market for purchase by
fndividuals. We must now ask for a definite clarification
on this point. If we must direct our efrorts towaras ac-

complishing this goal, we want to know about it NOW.

v
’
. |
l |
b
i
[
.
[
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On D-23 we read tnat the amblent nolse level in
the corridor is 58dBA. Immediately below thils statement,
we find a chart which gives L readings for Alternate 8.
How are we to believe that the introduction of four
lanes of highway and two lanes of rapid transit will
produce noise levels less than the ambient in three of
the four locations listed? Additional proof is found
in the Draft Environmsntal Impact Statement, on A-22,
which gives current ambient levels at two locations in
Sudtrook Park as being 72dBA and S7dEA at L,y level.
The chart on D-23 of the Supplemental 4(f) Statement
gives projected L,y levels less than current readings.
THIS IS IM?OSSIBL%. Additionally, the Acoustics
Comparison Chart on D-22 (4(f) Statement) is for
"Alternates on New Location." What alternates? 1In
an effort to clarify this, a phone call was made to
Mr. Fred Gottemoeller on Wednesday, November 12, 1975.
He stated that this data applied to all alternates.
This also is impossible because all alternates do not
contain the Expressway. :

Attachment No. 4 deals with the Public Information
Meetings of December, 1974. Ye take speclal exception .
to the comments by Mr. A. W. Noack, Jr., of hkummel,
Klepper & Kahl, concerning the flooding of the Gwynns
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 deslgned
on a ten year intensity storm level are ridiculous. Two
Hurricanes (asgnes, June 22, 1972 and Eloise, September 25,
1975) at one hundred year intensity levels in (3) yezrs
SHOULD be convincing enough for anyone. Finally, the
Trestment of noiss from the "Project" has nct been
adequately explained as evidenced by our past comnents
and the comments expressed in this reply. This writer
has taken issue with Mr. Noack personally on these
jtems 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 4did Mr. Frank Hoppe.

We note, with reference to our previous question on

'Historic Eoundary Lines, that "the Department has met

with the Maryland Historical Trust and the Natlonal
Advisory Council on,Historic Preservation on numerous
occasions concerning Sudbrook Park Cistrict." Hot once
have we been invited to attend and give input. As
recently as November 11, 1975, ir. Gunther Gottfeld,

i



CorerteNTN? 5

Mr. FEobert J dajzyk-

Stute Highway Adminlstration - @sﬁ
November 17, 1975 \
Page 4

John N. Pearce and Pane Ismart were observed making

an on-sight inspection in Sudbrook Park. We dis-
covered this quite by accident. We had assurances from
Mr. Fred Gottemoeller, at the above referenced Task
Force, that this would not happen agaln. Uhy does

thls continue to occur?

The reply to the question on the Signal Systems at
Patterson Avenue and Milford Mill Koad proves in. your own
words the design failure of the highway portion of the
"Project". Your own traffic volume projections indlcate
a 22% overload in this area by 1995. Access to the
"Project" would be denied at "'peak hours" when 1t 1s
needed most. The "overflow" would be directed back
onto the very same alternate routes that the "Project"
1s supposed to relieve. This is another of the Iimportant
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 reglon,
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 belleves that after
the expenditure of millions, serious consideration will
ever be given to actually closing thils 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 1its
own. Because these are "new pollutants and methods for
predicting levels have not been developed", the problem
ts ignored.- However, let us not panlc, 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 dlesel engine,
we Xnow of no domestic automobile manufacturer who 1s
considering its use. Forelgn diesel vpowered cars are
too expensive for the average american to buy.

. Attached 1s a copy of a portion of this Community's
presentation at the Northwest Expressway Task Force
Meeting on June 2, 1975. Thils portion deals with our
efforts to obtain data. It is interesting tc note tnat
the entire first six items have been deleted from

" this Supplemental 4(f) Stetement. These items clearly

demcnstrated that information in a form that we could
best use was not advailable 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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Even worse is the fact that Attachment No. § to
to the Supplemental 4(f) Statement is not acknowledged
for whet it really was. It was a Task Force initiated
by Ealtimore County Executive Ted Venetoulls with
participation by not only the Sudbrecok Club, but
representatives from other Civic Groups affected by
the proposed "Project." Likewise, the recommendations
of the Task Force are not found in Attachment No. 95
el ther. For the record, that recommencation was as
follows:

1. Delete the expressway within the beltway,
as found in Alternate 9A.

2. Delete the extenston of Wabash Avenue from

- the City Line to Milford ¥ill koad.

3. Reduce the size of the Milford Station.

4. Reduce the size of the 01d Court Statlion.

5. Reinstate the NMcDonough FRosd Station..

6, Initiate an intense study within the Beltway
to determine accurate patronage figures.

The deletion of the above materisl causes us to
have grave doubts about the integrity of those charged
with the responsibility for the "Project." Events
such as these only reinforce the need for Civic Groups
to be the watchdogs over those who are pald 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 Corricor while, at the sawe time,
prevents the destruction of many small cormmunities
including Histordc 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 belleve the time has come for
the Department of Transportation to stop fooling itsel
and trying to fool the Public. Let's move ahead with
what is practicle and acceptable to the People who will
have to live with it.

Sincerely yours,

TEE SUDBROOKX CLUR, INC.
/) J

John L. Dowell, III

Civic Improvement Committee
1018 Kingston koad

Sudbrook FPark

JLD/lmd Pikesville, Mary]_and 21208

Attachs. (2)
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“fforts to obtaln data on ’rodossd “‘rsfiect

l.

S

4.

5.

r

vraft Tavironmentul Iaopact Stutoment

A. Issued one copy shortly vefore Auril '73 ublio
Hoaring with resultant effect of not enouzh tine
to properly pre;parae for learing.

Be Lxtre coples of ispmsct Statement £ £15.00 & copy
not available,

C. Chnck made &t virginia Printing Company - no copics
avallable.

Transeript of Yublle tlearini

Lo lNeguested copy ~ offsred to pay cost involwvsd.

s

. Fequest refused.

(92
)

Finally received copy through efforts of Zelegats
Howard heedle.

i'inal limpact Statemont

Ae Iteguestod copy - offered to pay cost iavolved.

k., Theyuacst rofused.

C. Flaced on mailing list through efforts of ioward
Needle and County Zxecutive.

47 Statement - Samec as 72 & 3

Lerse Ucele ¥apa showlng detalls of Project
A+ heguested copies ~ offered to pay cost 1avolved.

. [Blequest refused.

C. FSeceived maps May 23, 1975 throagn resquest cof Foward
Heecdle and County Executlve.

Conclusion

Ao A coliberats effort on part of State has becn made to.
withnold deta and information on project from
concerned, interasted community organizations.

B. Conclusion furthor substantinted by fact that such
organlzations nave had to initiate requests
periodically for 1anformetion on project stetus.

C. I'urther, the present meeting 1s 2 result of sctlons
talten by comrunity orjgunlizations - not the State,




Comment No.

Comment No.

Comment No.

1 -

2 -

3 -

Response to Comments by
The Sudbrook Club

The Baltimore County Councilmen and General
Assembly Delegation are the local 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.

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 recommendation.
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 Ljg = 72 dBA was measured near Mil-
ford Mill Road at Greenwood Road and the Ljg = 57
dBA was measured at the intersection of Cliveden
Road East & Cliveden Road West. The average
Lig = 58 dBA was used for comparison to the



Comment No. 4 -

Comment No.

5 -

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 low 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.

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.

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.

-—--.-------ﬁ
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[j122 Raleigh Road
Baltimore, lMaryland 21208
November 26, 1975 :

PLC A97S

' ‘ RECIER, Uik
Mr. Robert J. Hajzyk, o | Pz,'.;:.*mf’"gg; e,
Director of the Office of Planning and Preliminary Engfh@gfﬁﬁg“‘

State Highway Administration

300 West Preston Street

Baltimore, Maryland 2120l.

N |
SR NAN] -
St caend LU

Dear Mr. Hajzyk: "
Re: Relocated U, S. Route 14O
" (Northwest Expressway)
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 L(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, lMrs. Evelyn Grim. Others in our unit have
also reviewed it. ) D )
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. s

T 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
areag. I trust the Sunpapers article of of Sat. 11-22-75 is an
accurate assessment of the situation. Thank you very much.

%/§W7

Jessa K. Goldberg(Mrs.)
Unit Leadery Randallstowvn Unit
of League of Women Voters of
Baltimore County for the

Enc.: article 197L4=75 Year ¥

¥ T am writing as an individual, not as Unit Leader of the League
of Viomen Voters.
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By JAMES b. DILTS

2 State ﬁ'ansportation officials are preparing to cance] g

highly controversial link of the Northwest Expressway be-
tween the Baltimore Beltway and the city line because of 4
lack of funds and loca] opposition,

‘My guess is that it will not be built,” Bemard M. Ev.

dropped, the state would build a
1,000-car J:arking lot at the pro-
Posed Old Court roag transit
station with access from the
Beltway, Walter J. Addison,
,Iass  transit admlnistralor,

Vers would be encoyr.
aged (o take the subway down-
town, according to Mr. Evang,
‘It is a standard Pattern to stop
nany of these [highways] at
wth  [the Baltimore ~ apg
Washington) beltways, and let

. the driver 80 around untj] he
Ainds his wa in" be said.
“‘Hopefully he will do on
transit,”

The Northwest Expressway
“been - by every
community group along the 3.
mile alignment between the
Beltway and the clty line in
Baltimore county, sajd Linda g
Powell, a member of the North-
west Expr%sway Task Force, a
cmz’en-county task force set up
last summer, -
- The most vigorous opposl-
tion has come from Sudbrogk
Park, a historie area that the
combined bighway angd transit
“line would have bisected. Mrg,
Powell, a member of the Syd.
brook Club, said the group
mainly was opposed to the high-
Way and that the trangit line
was acceptable to them if jt
could be shifted away from the
community,

Mr. Evans gajd that within
the next two months, he and
Harry R. Hughes, state trapg.
portation secretary, will make
the final decision on whe(her to|the truc v
scrap the Northwest Express-]  Anotfer Person vas killed {n
way inside the Beltway. H& aq. Bro?? 0 Park, in Anne Arun.

Some sort of

Cikrence w. aver, 48, was
pronctnced dead at the scene,
police .gzld, after he was struck
and knocked 64 feet down the
highway.

No clarges  have been
brought ggainsh the driver of

ded that If they did so, the main|del unty, but county pollce
l'reason would be lack of money. {wer withholding info Nnation

s Mr Hughes last month de-llast plgh( pnding notifidation
- $EaROAD, B2, Col. 1+ 40F next of kin”

. ) by
s I{‘iﬁ’é’u‘e;i

aNTETT “inay ser

“He Is not in Support of that | <
[expressway] connection, pyt]

there Is ng <}uest10n you need
2

Sty for peopie pap oor ;
to move In the corridor, " fhe- lxtls%mtg by will be serg

2J0 ASNPAAA Ay, P e auy 1e00

.

.
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- .

qukes'man 8aid. ¢

the Baltimore maste

$800,000. So

Dy Cnrny ., .

‘We're
at happeng

but n;:;;er Completed to the of

fina] seg.
much  inside the | ment hag 0 dropped frog

Meanwhile, because there 15
also gome doubt aboyt Whether

ap Northy

I plan,

, - line &
mo}x;e co;ntfsjexecuhve, will not cost of 0 oo Beltway, e
Inake a decisjon on the express. have bee
way uuti{ there is 4 decision o tion t?ean red In s
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Ea/h'more Coz-mt‘y \]‘[isfor:’cal Soc'z'cf‘y, \_gnc.

AGRICULTURE BUILDING, 9811 VAN BUREN LANE
COCKEYSVILLE, MARYLAND 21030

December 1, 1975

. {

Maryland Department of Transportation, !H1};~'“'“ : ‘
State Hichways Administration, R . '

OffFice o*f Planning & Preliminary Engineering, R A
P.0. Box 717, R
Faltimore, Maryland 21203

Attention: Mr. Robert J. Hajzyk, Director Hmﬁmg&fﬁ;?¥mf“7ﬁl

Dear Mr. Hajzyk:

€

Our Society has 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 given to avoiding destruction to
Sudbrook Park, the McDonogh School campus and the
McDonogh pump house. '

The County Historical Society would, |
however, be opposed to the election of any alternate : A ;
route that would, in effect, oblierate the main street |
ENT running through Reisterstown. We feel strongly that
the historic district boundaries proposed for Re&stertown
should be respected. To our great regret, too much
destruction has bheen 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
formerly -called "progress".
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Sincerely yours, __. __ -
e LG L ( ,Q
William C. Trimble
President
Raltimore 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.



baltimore county '
office of planning and zoning

TOWSON, MARYLAND 21204
(301} 494-3211

WILLIAM D. FROMM December 9, 1975
DIRECTOR

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: l
The Section 4(f) statement on the above referenced project is generally l
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 0ld 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. l
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. l
Sincerely,
[z .
) V.W'ﬁ //’7’7 A .
WDF/WPT/vh . WILLIAM/Y. FROMM _ l
Enclosure: Detailed comments Director of Planning
on 4(f) statement _
cc: Richard Ackroyd, Division Administrator, Federal Highway Administratioll

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 l



BALTIMORE COUNTY OFFICE OF PLANNING AND ZONING COMMENTS ON THE SUPPLEMENT
T0 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.)

2.)

3.)

4.)

5.)

(o)}
.
~

~J
.
~
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.
~

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.

Page A-1, 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.

Page A-4, third paragraph, third line, "Highway" 1is 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 for 1979 and 1980."

Page A-5, first paragraph, line 7. After "Wabash Avenue," add
"(if extended)."

page A-6, first paragraph, line 2. "A.,A.S.H.T.0." 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." SN

Page A-7, second full paragraph, line 2. After "s5", add "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.

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



Page 2
BALTIMORE COUNTY PLANNING OFFICE COMMENTS ON SECTION 4 (f) SUPPLEMENT TO
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 may 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. 1In 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 arterial 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.
Owings 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 shouli

be shown. 01d Court Road should be shown east of Reisterstown 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—l
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
Worthington 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- l
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-11, line 1. After "design" add "of any of the alternatives."
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14.)

15.)

16.)

17.)

18.)

19.)

20.)

21.)

22.)

23.)

On page A-11, 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.

Drawing No. 5. Show the proposed U.S. 29 extension to the Northwest
Expressway and the proposed interchange location near Pleasant Hill
Road. Also show Red Run Boulevard and Bonita Boulevard from Reis-
terstown Road to Butler Road.

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."

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?

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."

Page A-20, third paragraph, line 14. After "stalls" add "and lock-
ers."”

Page A-19, third complete paragraph. What is the road user cost?
This cost should be spelled out.

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."

Page A-23, second paragraph. The argument that a rapid transit line
in the rlght 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.

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 may build a highway within the rlght -of-way
of the Northwest Expressway Alternates if Alternative 3 is finally

recommended.
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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 ADT'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-1, 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-11, 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-11, 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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Page B-12, lines 1 and 2. Delete "24-foot street" and add "four-
lane road."

On Drawing No. 15 show Relocated Dolfield Road as extending west of
the Proposed Red Run Boulevard.

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."

On Drawing No. 5, No. 6, and No. 15, show the Proposed Bonita Boule-
vard. .

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.) Note the fact that the Upper, Lower, and Middle Mills were the
three ULM Owings grist mills.

c.) Note the fact that 410 Main Street in Reisterstown was the Weist
House.

d.) Correct the spelling of "Assn." for Historic Site #73.

e.) Note the fact that 238 Main Street in Reisterstown was the
Reister House.

f£.) Note the fact that 202 Main Street in Reisterstown was the
Reister Inn. <

g.) 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.

h.) Historic Sites No. 88 and 89 are reversed on the location map,
64 Main Street and the Forney Inn respectively.

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

llwll .

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".
49.) Page C-7, Table 4.

a.) No. 69, add " (Weist House)".

b.) No. 73, "Assn." 1is misspelled.

c.) No. 78, add " (Reister House)"

d.) No. 80, add " (Reister Inn)"

50.) Page C-8. 1In 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-11, third paragraph, last sentence. After "City" add " (sic)".

Il N - SN G OF BN SR G AN G G GE I BN G & ae
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53.)
54.)
55.)

56.)

57.)

58.)

59.)

60.)

61.)

62.)

~N

Page C-12, third complete paragraph, last sentence. Change "13" tc’
lll5ll. .

Throughout the Supplement, references to Historic Site No. 39 should
be "Shull's Tavern" instead of "shull."

Drawing No. 15. Indicate that Historic Landmark No. 52, the Gun-
barrel Tavern, is located within the Belltown Historic District.

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.

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.

Page C-46, first paragraph. Note the fact that Historic Site No.
128, the White House, is eligible for inclusion in the National
Register.

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 lesa 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
IISII to |l3l|.

Page B-19, line 3. Define "Llo". In the last paragraph on line 2,
possibly "5" and "4" should be "3" and "2" respectively (see de-
tailed comment No. 59).

Page B-20, second paragraph, line 4. After "Drive" add "Extended".

Page B-21, first complete paragraph, last sentence. Delete "East-
West Expressway" and substitute "Piedmont Highway (Maryland Route
23)". 1In 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 695).

Page B-23, first complete paragraph, line 3. After "neighborhood" :
delete "character and". 1In the second.complete paragraph on line 7,
after "Road" add ", if extended."

Drawing No. 16. Show the proposed Franklin Mall Shopping Center
Site.




Page

BALTIMORE COUNTY PLANNING OFFICE COMMENTS ON SECTION 4 (f) SUPPLEMENT TO}
THE NORTHWEST TRANSPORTATION CORRIDOR DATED OCTOBER 6, 1975

65.)

66.)

67.)

68.)

69.)
70.)
71.)

72.)
73.)

74.)

75.)

_cated Painters Mill Road" before "due." On line 7, before "Painters"

- A
8 ~ . \,\&“1

‘

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- l
ments for Alternates 1 and 2 should total 100%, 39%, 38%, and 23%
instead of 40%, 35%, and 22% respectively.

Page D-4, first paragraph, last sentence. Why would not-the traffic l
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". 1In the l
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." ' l

Page D-5, second paragraph, last sentence. Clear up the location
of that existing McDonogh Railroad Station by adding "Railroad" afterl
"McDonogh" and adding "of Alternates 2A, 2B, and 2C" after "roadways.'

Page D-6, line 1. Delete "is" and substitute "would be." l'

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.

Page D-11, second paragraph, line 5. "Alternates" is misspelleqd.
In the third paragraph on line 2, place a period after "area" and
add "The New Station is" before "approximately".

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."

Page D-14, first paragraph, line 3. Delete "except for" and substi-
tute "including."

Page D-19. Include traffic impact statements on the New and 0ld
Owings Mills Railroad Stations.

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."

- - - Mkt IR S - - et i e o

Page D-18, 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-

add "Relocated Painters Mill Road and/or". In 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 "NCHRP."

78.) Page D-26, What are the projected 1995 P.M. Peak Hour L 0 noise
levels on Westminster Pike which may or may not impact Historic

Site No. 1012

79.) Page D-25, last paragraph, last sentence. Why must an exception
be requested for Alternates 2B and 2C if Alternates 1, 2, 23, 3,
and 4 projections for 1995 P.M. Peak Hour Ljg noise levels also
have an adverse noise impact on Historic Sites No. 42 and 1002

80.) Page D-27.

Site No. 69, add " (Weist House)"

Site No..77, delete "s" from "Reister"
Site No. 78, add " (Reister House)"
Site No. 80, add " (Reister Inn)"

Site No. 92, delete "s" from "Fisher"

OO0

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
.) 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 minority
group." :

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 minority

group.'
86.) Page E-14, first paragraph, line 3: Add "ly" to "historical.
87.) Page E-15, first paragraph, 1line 14. "design" is misspelled.
g88.) 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
group."
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90,) Page E-18

) First paragraph, line 3. Add "ly" to "historical."
Delete "Industrial" and substitute "Historic".
i.) Line 7. Delete "industrial" and substitute "historic."

a.
b.) Item 2.

ii.) Last
c.) Item 3.

i.) Before "McDonogh", add "21."
ii.) Before "Owings Mills Station (New)", add "40."
iii.) Before "Owings Mills Station (01d)", 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". '

93.) We are pleased that the State has indicated directly the acceptance

Ny

-

line. Delete "27" and substitute "28."

R N N N EE

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
ford Mill

Relocated
Relocated
Relocated
Relocated

LU

U.S. Route 140
Proposed Red Run Boulevard

Relocated

Tl My

— N

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

Glyndon Drive Extended.

Milford Mill Road and the access road to Existing Mil- I
Road,

Sudbrook Road
McDonogh Road

Painters Mill Road
Dolfield Road including the interchange with Existing

Cherry Hill Road, and
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Baltimore County Office of Planning and Zoning
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A response to the Countys substantive comments are included

as follows:

Comment No, 5

Comment No. 7

Comment No. 9

Comment Nos. 10
& 11

Comment No. 14

Comment No. 15

Comment Nos. 16,
17&19

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 page A-7 in this Volume and Volume IL.

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.

-~

Drawing Nos. 3 & 4 have been updated.

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.

Lockers may be included in the design of the Rapid
Transit Stations, however, this detail will not be deter-
mined until the design phase of the project. Alternate 1
goes under Relocated McDonogh Road.




Comment No. 20

Comment No. 21

Comment No. 22

Comment No. 26

Comment Nos. 28,
29 & 30

Comment Nos. 35,
' 36 & 38

Comment No. 38

Comment No. 40

Due to similiarity of the alternatives, the road
user cost would be relatively the same for all build
alternates under consideration.,

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.

The effect on minority groups is a result of the State
Highway Administration's study of relocation problems
associated with each alternate.

It is intended that both the proposed Red Run Boule-
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.

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

Comment No. 66

Comment No. 69

Comment Nos. 83,

84, 85 & 89

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 was agreed that
Reisterstown should be discussed as a district, as is
Sudbrook Park, rather thanby 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.

L1 is defined in the FEIS. See page D-53, this
Volume.

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.

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.

Same response as shown for Comment No., 28
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United States Department of the Interior

OFFICE OF THE SECRETARY
WASHINGTON, D.C. 20240

In Reply Refer To: , -

L7619-MQ -
(ER-75/1030) | DEC 18 1975

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.

Pages A-10 and 11 describe two existing parks, Sudbrook and Gwynvale
Parks, on either side of the proposed facility between Sudbrook Road and
01d Court Road. Purportedly, 'the proposed project does not affect

either playground, as rights—-of-way for the Northwest Expressway were
acquired prior to thelr 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.

It appears highly unlikely that Expressway - Mass Transit construction
between these two parks would have no adverse effect on them. Any park-
like setting would appear to be adversely affected. The final statement
should provide information on any such impacts, including noise levels
and air quality before and after project completion. Planned mitigation
measures should be discussed, e.g., the noise barrier mentioned on

page A-11 should be briefly described with specific information on noise
attenuation effectiveness.

There are several references in the draft statement to a proposed stream
valley park along Gwynns Falls, Horsehead Branch, and Red Run (pages A-12
and 17, drawing 5). The proposed project follows these open space
corridors and thus would adversely impact park potentials. On this
matter, it appears that some coordination with the Baltimore County
Department of Recreation and Parks has taken place (page A-17). The
final statement should present a detailed evaluation of the impact of

the proposed project on park plans and should contain evidence of recent
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_consultation with the park agency concerning possible mitigation measures. ./fﬁ

The commitment (page A-17) not to relocate streams and to preserve 200 b
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
jnitiation 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 -
hiking opportunities also should be initiated in terms of developing a
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 hazaxrds
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
Council issued "Flood Hazard Evaluation Guidelines" which are to be
utilized by Federal executive agencies in complying with Executive Order
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
appear in some instances to contradict the text. For example, a property
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.

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
Preservation Officer provide guidance in completing an archeological
survey of the corridor through the office of the State Archeologist. The
State Historic Preservation Officer should then be requested to certify

in writing that all archeological resources have been considered, and

this statement should be included in the final statement with a summary of
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the archeological report. Construction contracts should provide for
archeological surveillance during .construction and should include stop

work and salvage clauses.

Section 106 procedures should be completed with the State Historic
Preservation Officer and (as appropriate) with the Advisory Council on
Historic Preservation prior to preparing the final statement. These
procedures should be documented in the final statement.

SECTION 4(f) STATEMENT COMMENTS

a. Alternatives

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 tranmsportation 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

\a
$\\)

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 modern day use as a mass transit station.
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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 same 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
(Alternate 2) 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 Pump 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
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.
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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, Philadelphbia,
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,

beputy Assistant Secretary the Interior

Mr. Richard Ackroyd

Room 206, Geo. H. Fallon
Federal Building

31 Hopkins Plaza

Baltimore, Maryland 21201

.
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Comment No.

Comment No.

Comment No.

Comment No.

Comment No.
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Response to Comments by the
U. S. Department of the Interior

Gwynnvale Park was dedicated in May, 1971
and 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=11 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. )

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 in the im-
mediate vicinity of I- 695, and in this location,
the State has and will cooperate with 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.
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Comment No. 8

Comment No. 9
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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
kept informed of the detailed archeological sur-
veys conducted in the Northwest Transportation
Corridor. Two separate archeological surveys
were made (see page H-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
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Cooperative Process. It summarizes the major g
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 computer 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.
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Comment No. 1

Comment No. 2

Comment No. 3

Comment No. 4

Response to Comments by the
U. S. Department of Transportation

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. '

The Reisterstown Historic District, including
the effect of extending Glyndon Drive, are
included in the Section 4(f) Statement. See
Volume II.

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

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).




