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The purpose of the project is to provide improved access to the 
Baltimore/Washington International Airport1and surrounding industrial 
areas.  The project will improve interregional accessibility and 
provide added traffic capacity to a rapidly developing area. 

Environmental impacts associated with the selected alternate 
include right of way acquisition, parkland impacts, minor floodplain 
involvement, and in some areas, Federal Design Noise Levels are 
exceeded.  All of the impacts will be adequately mitigated.  Proposed 
mitigation measures are described in the document. 
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SUMMARY 

(1) Federal  Highway Administration Administrative Action: 

Environmental Statement 

(  )    Draft (X)    Final 
(X)    Section 4(f) Statement Included 

(2) For Further Information Concerning This Project Contact: 

Mr. Wm.  F. Schneider, Jr.,  Chief Mr.  Roy Gingrich 
Bureau of Project Planning District Engineer 
Maryland State Highway Administration Federal  Highway Administration 
707 North Calvert Street Rotunda Suite 220 
Baltimore, Maryland      21202 711 West 40th Street 
Area Code (301)    659-1130 Baltimore, Maryland      21211 
8:15 A.M. to 4:15 P.M. Area Code  (301)  962-4011 

7:45 A.M.  to 4:15 P.M. 

(3) Description of Action: 

The proposed project is located in central Maryland in Baltimore, Anne 
Arundel and Howard Counties. 

The project is an extension of MD Route 166 from its present terminus 
at U. S. Route 1 to the eastern most ramp of the proposed I-195/MD 
Route 170 interchange at the Baltimore-Washington International Airport. 
The environmental analysis will also include the existing section 
of MD Route 166 which extends from 1-95 to U. S. Route 1. 
Two construction alternatives and the "No-Build" alternative were 
analyzed in the Draft Environmental Impact Statement. The selected 
alternative consists of a 3.1 mile segment of four-lane divided highway 
with full access control. The proposed route utilizes portions of exist- 
ing right of way as well as requiring some new right of way. This pro- 
posal also included improvements to the interchange with U.S. Route 1, 
a partial interchange at 1-895 (Harbor Tunnel Thruway) to improve access 
to 1-95 from the south, reconstruction of the interchanges with the 
Baltimore/Washington Expressway and MD Route 170, construction of an 
access roadway to the Aratrak station, and associated improvements to 
intersecting roadways. 
After receiving comments on the Draft Environmental Impact Statement 
from Federal, State and Local agencies, and having received testinr:./ 
during the public hearing held on January 29, 1980, the State Highway 
Administration has recommended that a modified form of Alternate A 
(Alternate 2/A2A) be adopted for final design and construction. 
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(4) Summary of Environmental Impacts: 

The beneficial impacts resulting from the proposed project are primarily 
related to improved traffic operation; e.g., improved traffic safety and 
reduction in traffic delays and congestion. 

Direct right-of-way impacts are the most obvious adverse effects. The dis- 
placement of dwellings, acquisition of park lands and proximity impacts on 
established development are of primary concern. 

The required right-of-way for the Selected Alternate 2/A2A will result in 
the acquisition of approximately four acres of existing parkland from Pat- 
apsco Valley State Park and approximately twenty acres of land proposed 
for future acquistion. The attached Section 4(f) Statement provides a dis- 
cussion of the basis for the determination that there are no feasible and 
prudent alternatives to the use of this parkland. 

The Air Quality Analysis performed for 1-195 has determined that a violation 
of the State and National eight-hour carbon monoxide air quality standard 
will occur at one site in 1985 with Alternate C. (No-Build Alternate). 

The proposed project is consistent with the objectives and policies of the 
Coastal Zone Management Program. 

(5) Summary of Major Alternatives: 

.A 
Alternate A - This alternate would have provided a six-lane new facility 
from U. S. Route 1 to the interchange with the Baltimore-Washington 
Expressway. After crossing the Expressway, the alignment followed 
existing MD Route 46 to the southern terminus of the project. MD Route 
46 would have been widened to six-lanes, tapering to four-lanes south 
of MD Route 170. Interchange improvements would have been provided 
at U. S. Route 1, the Baltimore-Washington Expressway and MD Route 170. 

Alternate B - This alternate would have provided essentially the same 
features as Alternate A. The primary difference is in the location 
of the facility from U. S. Route 1 to the Baltimore-Washington Expressway 
where Alternate B followed an alignment generally west of the Amtrak 
rail line. 

Alternate C - is the "No-Build" Alternative. This alternate indicated 
how the existing highway system, without additional improvements, 
would have attempted to accommodate present and projected transportation 
needs and objectives. 

Alternate 2/A2A (Selected Alternate) - This alternate is a modification 
of Alternate A. The modifications include: a revised interchange 
configuration at U.S. Route 1; a partial interchange at 1-895 (Harbor 
Tunnel Thruway) to provide access to 1-95 from the southlreduction of 
1-195 to four lanes; a revised alignment for the access roadway from 
Elkridge Landing Road to the Amtrak Rail Station: reduction in the 
number of lanes on MD 170; and a revised design for the I-195/MD 170 
interchange. The revisions to MD 170 and the I-195/MD 170 interchange 
eliminate the need to acquire any property from the Westinghouse 
Corporation. 
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(6) Permits: The following permits are required: 

1. U. S. Army Corps of Engineers: 

(a) Federal Water Pollution Control Act, Section 404 

2. Maryland Department of Natural Resources: 

(a) Waterway Construction Permit 
(b) Sedimentation and Stormwater Control Permit 

(7) Sources From Which Comments Are Being Requested/Recorded: 

(See pages vii & viii) * Indicates Sources Which Commented on DEIS. 

(8) The draft environmental statement was mailed to the Environmental 
Protection Agency on December 28, 1979 and a period of ,60 days from 
that date was established for review and comment. 

(9) Summary Of Mitigation Items And Environmental Commitments: 

1. During the construction of the highway, existing trees and other 
vegetation will be maintained within the areas undisturbed by 
grading operations. 

2. The design of the Patapsco River Bridge will incorporate 
of design features that would make the structure more compatible 
with the setting. 

3. Erosion control measures will be provided in accordance with 
State regulations. 

4. Borrow pits, waste areas and the treatment of these areas during 
and after completion of the project will be controlled by State 
regulations. 

5. No in-stream construction and no construction including substantial 
earthmoving operations in the vicinity of the stream crossings will 
be permitted from March 15 to June 15. 

6. Wetland units located ad.iacent to the project will be protected 
from sediment resulting from construction operations upstream. 

7. Embankment slopes will not be permitted to encroach on the stream 
channel. 

8. The relocation of the family displaced bv the Selected Alternate 2/A2A 
will be accomplished in accordance with the Uniform Relocation 
Assistance and Land Acauisition Policies Act of 1970 (Public Law 91-646) 

9. The project will be designed to meet the HUD flood plain regulations, 
and accommodate a storm of the proportion of the flood of record 
(Agnes, 1972) without affecting the structural integrity of the 
facility. 
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10. Federal, state and local regulations and limitations on working 

hours near residential development will be enforced to reduce 
construction impacts. 

11. Further studies will be performed during final design to determine 
the effectiveness of providing landscape screening to reduce 
noise levels at residential receptors. 

12. The Patapsco State Park replacement lands will be provided as designated by 
the Department of Natural Resources, outside of the existing park 
boundaries and will be of equal fair market value, equal acreage, 
and/or of reasonably equivalent usefulness, quality, and location. 

13. The Selby Grist Mill, with its potential archaeological remains, 
will be avoided. The area will be fenced to avoid indirect impacts. 

14. No property acquisition will be required from Westinghouse Corp- 
oration. The project will not affect plant manufacturing pro- 
cedures or overall accessibility. 
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Cost Effective Analysis of the Selected Alternative 

Selected 
Alternate 2/A2A 

h 
Alternate C 

No-Build 

Project Costs 

1. Construction 

2. Rights-of-way 

Right-of-Way required 

Total 

84,330,000 

4,443,000 

88,752,000 

171 acres 

0 

0 

0 

0 

Recreational 

1. Parkland required existing 
proposed for future 
acquisition 

Natural Environment 

1. Wildlife 

No rare or endangered species of plant 
or animal life have been observed in 
the study area. 

2. Air Quality 

Locations exceeding 8 hr. CO standards 
see page 69 - this document 

3. Noise Impacts 

Number of noise sensitive areas impacted 

Number of exceedances of design noise 
levels see page 70 - this document 

4. Water Quality 

Flood plain encroachment resulting in 
risks or impacts to human activities 
Minimal siltation and erosion 

2^ 

None 

None 

13 

None 

4 streams 

0 
0 

None 

15 

None 

0 

see pages 51-55 - this document 



* Not Consistent With The Baltimore County Plan 

** 
Consistent with Baltimore County Plan, 

0 
Cost Effective Analysis of the Selected Alternative 

Selected 
Alternate 2/A2A 

Alternate C 
No-Bui Id 

:t 
Social and Economic 

1. Relocations 

A. Minority Residences 

B. Effect on Established Communities 
(see pages 57-58 - this document 

2. Affect on Labor Force and employment 
due to increased accessibility 

3. Safety benefits due to decreased travel 
times 

4. Reduced operating costs 

Urban Impacts 

1. Additional costs to be incurred by the 
central city 

2. Effect on employment 

3. Improvement to central city access 

4. Consistency with State, Regional and Local  Yes 

1 Res. 0 

0 0 

None 0 

Positive Negat 

Yes No 

Yes No 

No No 

Positive Negative 

Yes No 

Yes* No** 
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NEED FOR PROJECT it 
Purpose of Project; 

The purpose of Interstate Route 195 is to provide improved highway access 
to the Baltimore/Washington International (BWI) Airport and surrounding industrial 
areas from Interstate Route 95, U.S. Route 1, and the Baltimore/Washington Express- 
way (Maryland Route 295), and 1-895 (Harbor Tunnel Thruway). 

Interstate 195 will provide an attractive alternative access route to BWI 
Airport and surrounding land uses for a substantial portion of traffic destined 
to these locations. Traffic using Interstate 195 will be drawn from other high- 
way facilities in the area which are forecast to be severely congested if 1-195 
is not built. Thus, 1-195 will not only improve travel conditions for persons 
accessing the Airport and surrounding land uses, but will improve accessibility 
for other traffic in the area as well. No other highway improvement can serve 
the function as well as 1-195 in providing direct access to BWI Airport to and 
from points in the Baltimore/Wctshihgtoh corridor. 

The interchange with 1-195 and the Harbor Tunnel Thruway will alleviate the 
circuitous travel patterns required of traffic from the western portions of the 
Washington Metropolitan Areas and also the western and southern portions of Howard 
County. The interchange will allow for improved ' connections to 1-95 for traffic 
between the western portions of the Washington Metropolitan Areas and Howard County 
and the Baltimore/Washington International Airport. It would also allow traffic 
exiting Baltimore/Washington International Airport via 1-195 to make a more direct 
connection to 1-95 to the south. This would make Baltimore/Washington International 
Airport more attractive to these areas. This attractiveness is consistent with the 
pending Federal Aviation Administration's policy statement that encourages a more 
balanced utilization of the three bi-regional airports - Baltimore/Washington Inter- 
national, Dulles, and National. This policy and the expected growth in the use of 
Baltimore/Washington International Airport is discussed further on page 2 . 

Because Interstate 195 will improve both local and interregional accessibility, 
it will promote economic development potential and generate incremental employment 
gains beyond what would occur under a no-build condition. 

Another important purpose is to complete the interface between the Interstate 
System, the Amtrak Railroad Station and the BWI Airport. 

Existing Access to Baltimore/Washington International Airport: 

At the present time access to BWI Airport is provided primarily via Maryland 
Route 46. The vast majority of traffic accesses Maryland Route 46 from the 
Baltimore/Washington Expressway with a lesser amount approaching via Maryland 
Route 170. Based upon data collected during a 1981 survey of enplanning passengers 
at BWI Airport the following is an approximate breakdown of direction of approach 
of passenger trips accessing the Airport: 

DIRECTION % 

North 50 
South 25 
East 15 
West 10 
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Most ol- the trait it upprodiihiric) l.lir Airport t rom the north use, the BaHimonV 

Wdshmql.on l.xprcssway (M.ir.yl ond Route >'<)!,) either clireelly Iron, downtown Ha It imore 
via Ruv,e  Street or I rom the Bdltmiore UHt.wuy (1-6%) (See ligure I). Both the 
lidltimore/Washmgton Lxpressway between Maryland Route 46 and the Baltimore City 
Line and the Baltimore Beltway on either side of  Maryland Route 295 
are , iZtCast  t0 exPerience severe traffic congestion problems by the design 
year of 2005. 

Traffic from the south accesses the Airport via two alternative access 
routes. Autos from the eastern portion of the Washington Metropolitan area use 
the Baltimore/Washington Parkway all the way from the Washington Area. Autos from 
the western portion of the Washington Metropolitan area, most trucks from the 
entire Washington Metropolitan area, and most traffic from the west, use Interstatp 
95 and then have to follow a somewhat circuitous route to access the Airport  Most 
vehicles exit Interstate 95 at Maryland Route 100, travel east on Maryland Route 100, 
0.16 miles to U.S. Route , travel south on U.S. Route 1, 0.2 miles to Maryland Route 
Fvn^cc   eaf+

0n tyo'la!!f: Mar^and Route 176, 1.9 miles to the Baltimore/Washington 
Expressway, and travel north on Maryland Route 295, 2.8 miles to Maryland Route 46 
both congestion and safety problems are presently experienced at a number of at-qrade 
intersections along this route and these problems are expected to worsen in the future 
with increased Airport usage and land use growth in the general area. 

nf  -/f the Pref lu ^f' BWIMfPort handles approximately 50% of the total volume 
of air freight of the three Baltimore/Washington bi-regional air carrier airports 
An integral part of the provision of air freight service is the movement of air 
freight to and from the Airport by truck. This movement is particularly difficult 
for trucks from the Washington portion of the Baltimore/Washington bi-region, because 
trucks are prohibited from using Maryland Route 295 south of Maryland Route 175 and 
thus must use the circuitous route described above. Some motorists elect to take an 
alternate to the above path, preferring to remain on freeway type facilities  They 
continue northbound on 1-95 for 6.1 miles to 1-695, travel eastbound on 1-695, for 
2 5 miles, and southbound on Maryland Route 295 for 2.1 miles to Maryland Route 46 
The segments of 1-695 and Maryland Route 295 used for this route are forecast to ' 
experience severe congestion problems by the 2005 design year. 
Future Usage of Baltimore/Washington International Airport- 

tion (FAA). (he pending FM trUrJtZt^l't^L^t^^^^^°"  MrtnUtr- 
ant 
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helping to decrease truck t^ffir^n w   accom•date this growth while 
the airport. afflC 0n local service streets in the vicinity of 



Future Network Capacity Deficiencies: P  

By the design year of 2005 under a no-build scenario severe congestion    I { 
problems are forecast for a number of the routes which would serve as access    ^ 
roads to BWI Airport and surrounding land uses. Interstate 195 will provide 
relief to many of these routes while at the same time providing significantly 
improved access to BWI Airport for a large percentage of Airport users. The 
primary access routes from the north, i.e., Maryland Route 295 and the Baltimore 
Beltway are both projected to experience severe (Level of Service F) traffic 
congestion. Construction of Interstate 195 will allow for traffic from most 
parts of Baltimore City as well as from Baltimore County and other points to 
the north to access the Airport via Interstate 95 and Interstate 195 which will 
have adequate capacity available. Thus, enabling these vehicles to avoid the 
severely congested Maryland Route 295 and portions of the severely congested 
Baltimore Beltway. 

Traffic accessing the BWI Airport to adjacent land uses will also experience 
severe congestion under a no-build scenario. The four lane Maryland Route 295 
is projected to experience severe traffic congestion problems at a number 
of locations between Washington and BWI Airport by the design year of 2005. The 
eight-lane Interstate 95 would provide an attractive alternative parallel route 
with significantly more capacity if adequate capacity were to be provided through 
a connection between Interstate 95 and the Airport. However, under a no-build 
scenario the primary route between Interstate 95 and the Airport, via Maryland 
Route 100, U.S. Route 1, Maryland Route 176, and Maryland Route 295, will be 
severely congested during peak periods. Interstate 195 on the other hand will 
provide a direct connection between Interstate 95 and the Airport, thus permitting 
a more logical balance in traffic between the eight lane Interstate 95 and the 
four lane Baltimore/Washington Parkway than would exist under a no-build alter- 
native. Furthermore, Interstate 195 will allow for a direct Interstate connection 
between the Washington Metropolitan area and BWI Airport and the surrouding 
industrial land uses for truck traffic which is prohibited from using Maryland 
Route 295. 

Improved Access for Amtrak Rail Station: 

After nearly a decade of planning studies, engineering and design efforts, 
construction of the Amtrak railroad station at BWI Airport is completed. This 
station is the first intermodal rail/air facility in the country. 

The new rail station is intended to serve three specific markets: (1) the 
commuter rail market to Washington, D. C, (2) intercity rail passengers and 
(3) air travelers who will be attracted to the rail service at the beginning 
or end of an air trip. 

A key factor to the success of the station in realizing the potential of 
the first two of these three markets is highway access to the facility. The 
provision of additional access via Elkridge Landing Road must be viewed as an 
essential element of the circulation pattern to and from the rail station, 
particularly during peak traffic periods. This access road will relieve the 
traffic burden on the Maryland Route 170 intersection, while providing an alternate 
route to the rail station for the airport/rail station shuttle bus system. More 
direct access to the rail station will also be provided for the large business 
office community located on Elkridge Landing Road. 

Additional comments made by the State Aviation and State Railroad Administra- 
tions in support of the 1-195 improvements are provided in the Comments and 
Coordination section of this document. 
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SAFETY DEFICIENCIES: 

Existing access to the BWI Airport and its surrounding development was 
previously described above. Safety deficiencies with the associated transporta- 
tion system are widespread and generally related to the capacity constraints of 
the individual routes. 

1-695 is presently experiencing sufficient congestion problems that 
motorists are attempting to avoid, by using secondary roads and residential 
streets. Forecasted volume increases in the design year (2005) will result in 
severe traffic congestion on 1-695, aggravating the overloading and misuse of the 
local street system. Accident rates and corresponding accident costs will escalate. 

The continued use of Maryland Route 295 as the principal access to BWI will 
likewise result in severe traffic congestion problems on this route between 
Maryland Route 176 and the Baltimore City Line. The deteriorating efficiency of 
this divided highway will be exhibited by further reductions in operating speeds, 
longer stoppages, and extended peak period operations. Motorists, seeking an 
alternative route, will attempt to use Maryland Route 170 either via Maryland 
Route 176 from Maryland Route 295 or from 1-695 and/or Maryland Route 648. Two 
at-grade intersections on Maryland Route 170 (at Maryland Route 176 and at Elkridge 
Landing Road) are already experiencing safety problems and have been identified as 
high accident locations. The State of Maryland 1979 Intersection Accident Experience 
document identified the Maryland Route 170/Elkridge Landing Road intersection as a 
High Accident Intersection (HAI) in 1979 and in the three previous years. That 
annual report also listed the Maryland Route 170/Maryland Route 176 intersection as 
an HAI in 1979 and twice in the previous three year period. The Maryland Route 176/ 
Ridge Road intersection was also identified by the above document as being an HAI 
throughout the 1976-1978 period. This overloading of two lane secondary roads as well as 
the remaining congestion problems on Maryland Route 295 will be reflected by rising 
accident rates with corresponding increases in accident costs. 

Traffic attracted to the airport vicinity from 1-95 must exit the interstate 
system at Maryland Route 100, travel east to U.S. Route 1, south to Maryland Route 
176, east to Maryland Route 295 north to Maryland Route 46 and east to the BWI Airport 
or Maryland Route 170. This circuitous route passes through two at-grade intersections 
(Maryland Route 100/U.S. Route 1, and U.S. Route 1/Maryland Route 176) which have 
already been pinpointed as high accident locations. The State of Maryland 1979 
Intersection Accident Experience document listed the Maryland Route 100/U.S. Route 1 
intersection as a High Accident Intersection (HAI) in 1979 and twice in the previous 
three year period. That annual report also identified the U.S. Route 1/Maryland 
Route 176 intersection as an HAI in 1979 and once in the previous three year period. 

The present imbalance in the overuse of the four lane Maryland Route 295 as 
opposed to eight lane 1-195 is forecasted to be aggravated in the design year. While 
traffic volumes on Maryland Route 100/U.S. Route 1/Maryland Route 176 will increase 
worsening congestion and related safety problems, some volume increases on 1-95 
would be drawn to Maryland Route 295 to avoid that problem. Similarly, increased 
traffic destined for the airport vicinity along Maryland Route 295 would not be 
attracted to use 1-95 as an alternate. The overuse of secondary highway access 
between 1-95 and Maryland Route 295 as well as the overuse of Maryland Route 295 
would result in the deterioration of the capacity, safety and efficiency of the 
existing systems. Severe congestion problems would be experienced on Maryland 
Route 295 at a number of location between Washington and Maryland Route 46. 
Accident rates and costs would be expected to markedly increase. 
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Consideration of Improvements to Alternative Routes: 

Systems level analyses have been performed to determine whether improve- 
ments to roadways along alternative routes could adequately serve the same purpose 
as Interstate 195  The first alternative considered was construction of proposed 
Maryland Route 100 between U.S. Route 1 and the Baltimore/Washingon Parkway 
construction of this link would provide a direct connection between Interstate 95 
and the Baltimore/Washington Parkway, thus improving access for traffic assessing 
the Airport area from the south. However, this connection would not serve the 
largest portion of users of Interstate 195, i.e. travellers oriented from the north 

A+Z  A7P0rt area- These travellers would continue to use Maryland Route 295 
and the Baltimore Beltway, both of which are forecast to be extremely congested 
Furthermore traffic accessing the Airport area from Maryland Route 100 would 
also have to use Maryland Route 295 from the south. Substitution of the proposed 
Maryland Route 100 improvement between Interstate 95 and Maryland Route 295 
would necessitate additional major construction of Maryland Route 295 to a six-lane 
facility between the Baltimore Beltway and the proposed Maryland Route 100 inter- 
change. It would also do little to relieve congestion of the Baltimore Beltway 
between Interstate 95 and the Baltimore/Washington Expressway. 

The State Highway Administration also investigated the feasibility of building 
a direct connection between the Interstate 95/Maryland Route 100 interchange and 
the Baltimore/Washington Expressway/Maryland Route 46 interchange. All alternates 
considered would have required significantly more taking of parkland, realignment 
or streams, floodplain encroachment, and community impacts including residential 
displacement. Furthermore, these alternatives would not serve the majority of   ^ 
potential users of Interstate 195, i.e. traffic oriented from the north to the   # 
Airport area. ^^ 

The feasibility of reconstructing Maryland Route 295 between the Baltimore 
Beltway and Maryland Route 46 to six lanes as a substitute project for the portion 
of Interstate 195 west of Maryland Route 295 was also investigated. This alter- 
native was found to be an unacceptable substitute project because it did not serve 
traffic from the south and did not relieve traffic congestion on the Baltimore 
Beltway. 

Maryland Route 100 and the widening of Maryland Route 295 to six lanes 
were not found to be acceptable alternatives to Interstate 195 which is designed 
to serve BWI Airport and surrounding land uses. However, a systems planning 
study performed by the Office of Transportation Planning of the Maryland Depart- 
ment of Transportation did find that both projects will be needed in addition to 
the construction of Interstate 195 to serve a broader regional need  The con- 
struction of Maryland Route 100 between U.S. Route 1 and Maryland Route 295 is 
needed as part of a larger section of Maryland Route 100 which would run between 
Interstate 95 and Maryland Route 3. 



Anticipated Safety Benefits1 

Divided full control access facilities (as proposed for the 1-195 improvements) 
experience the lowest accident rate of any urban design highway.    Safety 
features designed into this type of facility minimize the probability of fatal 
and serious injury accidents to a greater extent than any other type of facil- 
ity under state maintenance. 

The following statewide rates and costs represent accident experience from 
1974 through 1976 for this type of highway. 

Fatal  Accidents 
Injury Accidents 
Property Damage Accidents 
Total Accidents 

Rates/100 MVM * 

0.74 
36.54 
78.81 

116.09 

Costs/100 MVM 

$ 102,500 
159,800 
100,400 
362,800 

* Accidents per 100 million vehicle miles (100 MVM) 

The Selected Alternate 2/A2A would be expected to experience accident rates 
and costs consistent with the above tabulation. 

The existing access routes in the area are of varying design types and would 
be expected to experience a wide range of accident rates and costs.    The 
statewide accident experience for these type of facilities are equal to, or 
far in excess of those figures which represent the proposed highway.  (See Table 
1A).      Therefore, any build alternative would be expected to have less accidents 
with less costs to the motorist than under a No-Build alternate on a vehicle 
mile travel  basis.    Such user benefits can be substantial, particularly in 
light of the high and growing cost of health care and automobile repair. 

5a 
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TABLE 1A 

STATEWIDE ACCIDENT RATES & COSTS 

Interstate, Divided, full control of access four or more lanes: 

Severity                                     Rate/1OOMVM Costs/IOOMVM 

Fatal                                                     .74 
Injury                                            36.54 
Property Damage                             78.81 
Total                                               116.09 

$    102,500.00 
159,800.00 
100,400.00 
362,800.00 

Divided, No Control of access, four or more lanes: 

Fatal                                                   2.28 
Injury                                              177.39 
Property Damage                            364.25 
Total                                                 543.91 

316,000.00 
776,000.00 
465,000.00 

1,557,000.00 

Non-Divided, No Control of access, four or more lanes: 

Fatal                                                  4.77 
Injury                                            320.37 
Property Damage                           635.41 
Total                                               960.55 

$    661,000.00 
1,401,000.00 

811,000.00 
2,873,000.00 

Non-Divided, No Control of access, two lanes : 

Fatal                                                   2.92 
Injury                                           218.94 
Property Damage                           433.66 
Total                                               655.52 

$    404,000.00 
958.000.00 
553,000.00 

1,915,000.00 

Energy Consumption 

The construction of 1-195 will require a one-time energy expenditure related 
to construction materials, operations and equipment. It will also require the 
normal maintenance of the new facilities with its resulting energy consumption. 

This initial energy expenditure for construction must be balanced against the 
fact that fuel consumption per vehicle mile of travel is less for a "Build" 
Alternate than it is for the No-Build. This is because Build Alternates are 
designed to provide free flowing traffic conditions which reduce fuel consump- 
tion per mile when compared to the stop and go movement on a highway that has 
reached capacity. It is expected that the energy expenditure for initial 
construction and normal maintenance will be more than offset by this reduced 
fuel consumption for each vehicle using the facility over the life of the 
highway. 

In addition, 1-195 will provide more direct access to the BWI industrial areas, 
thereby, avoiding the circuitous routes presently required. This will be 
beneficial to fuel conservation through the reduction in travel distance and 
travel time. 
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Supporting or Relevant Studies 

The need for 1-195 is supported by the analyses and recommendations resulting 
from the Baltimore-Washington International Airport Master Plan Study and the 
Baltimore/Washington Expressway-Maryland Route 46 Study. 

A summary of these studies and their recommendations relative to the 1-195 
improvements are provided as an appendix to this FEIS. 

In addition, a Value Engineering Study of the selected alternate is now in 
proqress to determine the most cost effective design of the facility. Final 
recommendations from that study are not expected to affect the project's pro- 
posed location, but will be evaluated in detail as oart of the desiqn phase. 

Historical Resume' 

The proposed project has been a planning consideration for the last decade. The 
availability of Interstate funds in 1974 and the subsequent designation of this 
route as an Interstate facility provided the opportunity to achieve earlier 
planning goals. 

A summary of the preliminary administrative actions, previous project planning 
studies, current status and estimated construction schedule are provided as an 
appendix to this FEIS. 
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PROPOSED ACTION, ALTERNATIVES  CONSIDERED AND THE 

SOCIAL,  ECONOMIC AND ENVIRONMENTAL CONTEXT 

Description of Proposed Action 

The proposed action consists of the construction of 3.1 miles of four-lane 
divided highway extending from the Baltimore-Washington International Airport 
to the present terminus of 1-195 at U. S. Route 1. 

The proposed facility will  provide full control of access, utilizing portions 
of existing right-of-way as well as requiring some new right-of-way. 

Also included in this proposal are the upgrading of the interchanges with 
U. S. Route 1 and the Baltimore-Washington Expressway, and the reconstruction 
of the interchange with MD 170.    Maryland Route 170 will  be upgraded from 
a two-lane roadway, with no control of access, to a four-lane facility with 
partial access control.    These improvements would begin at a point just east 
of the Elkridge Landing/Elm Road intersection and extend through the inter- 
change with 1-195 for a distance of approximately 1.3   miles. 

A new Amtrak rail  station has recently been completed just northwest of the 
proposed I-195/Md. 170 interchange.    In conjunction with the 1-195 study, 
access to the station from Elkridge Landing Road is proposed. 

Two (2) construction alternatives were considered in the Draft EIS. 

Alternate A (Preliminary Alternate, Not Selected - See Figure 14) 

The alignment of Alternate A began at the existing terminus of 1-195 at 
U.S. Route 1, then crossed over U.S. Route 1 and the Harbor Tunnel Thruway 
and extended generally southward.    It then crossed over the Patapsco River, a 
small  portion of the Patapsco State Park, the High Soeed Amtrak rail Tine and 
Furnace Avenue with a single structure. 

The alignment generally paralleled the rail line to its junction with the 
Baltimore-Washington Expressway.    It then crossed over the expressway 
and connected to existing MD 46 which would have been widened to six lanes 
with a 54 foot wide median.    After crossing over MD 170, the roadway 
tapered to four lanes to match the existing route approximately 4,000 feet 
from the airport terminal. 

Interchanges would have been provided at U. S. Route 1, the Baltimore-Washington 
Expressway and MD 170.    A portion of the existing U. S. Route 1 Interchange 
would have been utilized.    However, another portion would have been rebuilt 
to bring it up to present standards.    Almost all of the existing ramps between 
MD 46 and the Baltimore-Washington Expressway and MD 170 would have been 
reconstructed to bring them up to current safety standards. 
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Alternate B (Preliminary Alternate, Not Selected, See Figure 14) 

Beginning at the existing terminus of 1-195 at U. S. Route 1, Alternate B 
extended generally southward, crossing over U. S. Route land the Harbor Tunnel 
Thruway. The alignment then crossed the Patapsco River and passed through 
a section of Patapsco State Park. Alternate B then followed an alignment 
generally west of the Amtrak High Speed Rail Line skirting the edge of 
another section of Patapsco State Park. From the Baltimore-Washington 
Expressway to the Baltimore-Washington International Airport, it would have 
followed the same alignment as Alternate A. 

Interchanges would have been provided at U.S. Route 1, the Baltimore-Washington 
Expressway and MD 170. The extent of the interchange construction would have 
been similar to Alternate A. 

Alternate C - The "No-Build" Alternative (Preliminary Alternate, Not Selected) 

The No-Build Alternative would have maintained all conditions as they are 
at the present time; nothing would have been done to improve the existing 
highway system other than routine maintenance. 

This alternative reflects how the existing highway system, without additional 
improvements, attempts to meet present and projected transportation needs and 
objectives. 

Following the Location Public Hearing, additional studies were performed in 
an effort to reduce adverse impacts identified during the review of the 
Draft EIS. 

As a result of these studies Alternate A was modified; the revised design 
is presented in this document as Alternate 2/A2A, the Selected Alternate. 

Selected Alternate 2/A2A provides the following features: 

- The alignment is the same as Alternate A. 

- This alternate utilizes the U.S. 1 interchange configuration shown 
with Alternate B which avoids the widening of the B & 0 Railroad bridge. 

- A partial interchange at 1-895 (Harbor Tunnel Thruway) to provide 
access to 1-95 from the south. 

- Initial construction of the 1-195 roadway is reduced to four lanes. 

-The access highway from Elkridge Landing Road to the Amtrak Station 
is revised to avoid potential archeological impacts. 

- MD 170 has been reduced to, basically, a four-lane divided highway 
with a 30 foot median. Auxiliary lanes are provided to•accommodate 
turning movements to the Westinghouse facility and the I-195/MD 170 
interchange. 

- The I-195/MD 170 interchange configuration is revised. 

- The revisions to MD 170 and the I-195/MD 170 interchange eliminate 
the need to acquire any property from the Westinghouse Corporation. 
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Description of the Regional Setting3 

The proposed project is located within the Baltimore Standard Metropolitan 
Statistical Area (SMSA). The Baltimore SMSA and the regional planning area 
comprising the Baltimore Region are coterminous and include Anne Arundel, 
Baltimore, Howard, Carroll and Harford Counties, and Baltimore City. 

The Baltimore Region's economic strength is characterized by a highly diver- 
sified industrial structure, which is supported by interregional transportation 
linkages and its interaction with the Washington region. Half of the state's 
income and one percent of the nation's income originates in the Baltimore 
Metropolitan area. 

The population growth rate has declined in recent years. This can be attri- 
buted, in part, to the decreased birth rate which has been experienced since 
1955 and a decline in the net immigration. However, the growth in the 
Washington metropolitan area has tended to offset the migration loss, espec- 
ially in Howard and Anne Arundel Counties. 

The labor force in the Baltimore Region is growing and changing in composition. 

In 1955 the Baltimore Region was primarily a center of manufacturing with 
over 50 percent of the resident employment in manufacturing and other 
industrial activities. Employment in the government and service sectors were 
relatively small. Today nearly half of all employment is in government and 
service activities. The trade sector remained generally constant, at about 
20 percent, throughout the period. 

In an attempt to address the challenges brought about by changing demographic 
and economic trends and issues, the 1977 General Development Plan, prepared 
by the Regional Planning Council, has considered two sets of alternatives in 
evaluating the most effective growth and development plan. 

One set of alternatives addressed the economic growth to be experienced'in 
the region over the next twenty years; the second set of alternatives 
addressed the distribution and pattern of development resulting from that 
growth. 

Two economic growth scenarios were developed: (1) strong regional economic 
growth and (2) stabilized regional growth. 

Three land development alternatives were considered by the Regional Planning 
Council: (1) the trend development pattern, (2) the decentralized development 
pattern and (3) the centralized development pattern. These three scenarios 
represent a range of how the region could develop in the next twenty years. 

Consideration of these economic growth and land development alternatives is 
an important issue in evaluating the environmental, social and economic impacts 
of the 1-195 improvements. 
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The travel simulation forecast and projected traffic volumes for this project 
were based on the "Round 9" scenario developed by RPC. This scenario assumes 
a high growth, trend distribution. 

The demographic and economic data provided in the following sections of this 
FEIS are, unless otherwise noted, based on the "Round 9" scenario.    The data is 
therefore consistent with the travel simulation forecast.    The projections 
should be regarded as estimates of the region's population resulting from 
the high growth, trend development alternatives. 

fo'recas'tfavai^hlp5 JW"^ StUdy are based UPon the most ^nt growth torecasts available at the time the travel demand forecasts were performed      It 
s important to note that the Baltimore Region General Development P an recommend, 
e^rthele s3 ihf d'f?1'0"31 ^^nt pattern and strong eSSlc    ? w ^^ 

atTnrnc? ?!    f    differences between these growth scenarios have been reviewed 
on ?h1s p?o]ect ^ ^ preSUmed t0 si9nificantly affect the traffic forecasts 

Investigation has indicated that in the regional planning districts affected 
by the 1-195 study, the overall  population projections under the latest 
scenario (CoOP 1) are not significantly different than those provided under 
the "Round 9" scenario. 

During the sixties, the annual growth rate in the Baltimore Region was 1.4 
percent.    Over the next twenty years the annual  population growth rate would 
be 1.5 percent, reaching approximately 2.8 million by 1995 (See Table I). 
Over 50 percent of this population growth will  be attributed to in-migration 
resulting from new job opportunities and increased interaction with the 
Washington region.    It is anticipated that major capital  investments will 
be made in railways, highways, transit and in the Port of Baltimore especially 
in order to maintain the region's competitive advantage. 

As indicated in Table II, employment within the region is projected to increase 
by approximately 312,000 between 1980 and 1995.    The government, service and 
trade sectors are expected to provide most of the regional  employment oppor- 
tunities.    The service sector is expected to grow most rapidly at a rate of 
2.4 percent per year.    The expansion of existing industries and new industries 
locating within the region are projected to result in an increase of approxi- 
mately 53,000 additional  persons employed in manufacturing/industrial activities, 
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Employment forecasts by sector are provided in Table III 

The trend development pattern, which has been utilized for the demographic 
and economic projections, is based on development in the region over the past 
twenty years.    The scenario assumes that current market forces affecting the 
development of urban land will continue within the framework of today's 
development policies as established by local governments in the region. 

TABLE I 
POPULATION PROJECTIONS 

BALTIMORE METROPOLITAN REGION 

1970                           1980                         1985 1995 
Population/%          Population/% Population/% Population/% 

Anne Arundel          298,000    14%           387,100    17% 443,200    18% 574,600    20% 
Baltimore               620,400    30%           692,600   30% 740,600    31% 864,400   31% 
Carroll                      69,000      3%             95,000      4% 107,800     4% 135,000      5% 
Harford                   115,400      6%           147,200     7% 161,700     7% 195,500     7% 
Howard                       62,400      3%           124,000      6% 153,200      6% 218,600     8% 
Baltimore City      905,800   44%           828,900    36% 821,000    34% 830,100    29% 

Region Total              2,071,000                 2,274,800               2,427,500 2,818,200 

Source:    Regional  Planning Council,  1977 General  Development Plan Scenarios. 
(February 1977). 
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TABLE  II 

%t 
EMPLOYMENT PROJECTIONS 

BALTIMORE METROPOLITAN REGION 

1970 
Employment/% 

1980 
Employment/% 

1985 
Employment/% 

1995 
Employment/% 

Anne Arundel 
Baltimore 
Carroll 
Harford 
Howard 
Baltimore City 

119,000 14% 
234,050 26% 
21,100  2% 
41,200  5% 
26,600  3% 

447,250 50% 

142,700 14% 
300,400 30% 
30,150  3% 
45,500  5% 
55,400  5% 

436,800 43% 

163,700 15% 
328,500 30% 
35,150  3% 
48,400  5% 
66,700  6% 

452,900 41% 

219,100 17% 
380,600 29% 
44,750  3% 
67,500  5% 
90,700  7% 
519,800 39% 

Region Total 889,200 1,010,950 1,095,350 1,322,450 

Source:    Regional  Planning Council,  1977 General  Development Plan Scenarios, 
(February 1977). ~   

TABLE III 
EMPLOYMENT PROJECTIONS 

BY  INDUSTRIAL CLASSIFICATION 
(REGIONAL TOTALS) 

Retail 
Service 
Office 
Government and 

Institutions 
Manufacturing 
Extensive Industry 

1970 
EMPLOYMENT 

141,100 
87,100 
45,000 

261,300 
197,600 
157,100 

1980 1985 

Total  Employment        889,200 

EMPLOYMENT EMPLOYMENT 

163,300 
105,400 
55,800 

172,500 
117,300 
61,600 

329,300 
177,450 
179,700 

356,500 
192,150 
195,300 

1,010,950 1,095,350 

1995 
EMPLOYMENT 

193,200 
149,900 
77,800 

434,100 
230,050 
237,400 

1,322,450 

Source:    Regional  Planning Council,  1977 General  Development Plan Scenarios, 
(February 1977). 
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V 
The General Development Plan indicates the following projected traffic growth 
by jurisdiction between 1975 and 1985: 

BALTIMORE 
CITY 

ANNE ARUNDEL 
COUNTY 

BALTIMORE 
COUNTY 

CARROLL 
COUNTY 

HARFORD 
COUNTY 

HOWARD 
COUNTY 

1975 1985 

24% GROWTH 

''.'*» I.''.'»l,,..£'.'i*•< 

ti^'^CJq^il'i 

43% 

.*?*.' '•'.•.'•'•|.'-'.'.•'.'.•'>; 

106% 

T -I 1— 
2    4   6   8   10   12 

MILLION MILES OF VEHICLE TRAVEL/WEEKDAY 

T 
6 

-T- 
14 

—r 
16 

The General Development Plan further states: 

"Despite the recent energy crisis and escalating fuel costs* vehicular 
travel (as measured by vehicle-miles-of-travel or VMT) in the Balti- 
more Region is increasing. Between 1970 and 1974, VMT increased at 
a rate of three percent per year. The annual rate of VMT increase 
since the energy crisis is about six percent. 

"These trends could result in an overall VMT growth of approximately 
37 percent over the next ten years. There may be even more dramatic 
increases within jurisdictions." 

Adoption of the trend development pattern would effect the consumption of 
vehicular fuel. Although fuel consumption would vary less than two percent 
among the three alternatives evaluated by RPC, the trend pattern represents an 
additional 22 million gallons consumed annually when compared with the 
centralized alternative. 
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Description of Natural Environmental Setting 

Topography - The terrain within the study area varies from nearly level to 
steep. The greatest difference in elevation is within the area from the 
Baltimore-Washington Expressway to U.S. Route 1 where elevations range from 
near sea level to approximately 200 feet. The maximum elevations occur at 
the summit of the rather steep slopes extending from Stony Run. 

The terrain within the area south of the Baltimore-Washington Expressway is 
primarily gently sloping. 

The Patapsco River, which flows across the corridor in a west to east direction, 
is the most prominent natural feature. The Patapsco River and Deep Run have 
a broad flood plain, nearly a half-mile in width, in the vicinity of the 
proposed 1-195 crossing. Within the study area, the Patapsco is approximately 
80-100 feet wide. 

The corridor is segmented by numerous natural and man-made features, including 
the Patapsco River, Deep Run and Stony Run, Maryland Route 170, Baltimore- 
Washington Expressway, Harbor Tunnel Thruway, U.S. Route 1, 1-95, the Amtrak 
rail line, the B & 0 Railroad and several local roadways. 

Vl'sual - The physical environment of the study area (highways, buildings, 
bridge and other objects) is characterized by a broad range of land use 
activities. The visual environment of the area is influenced by the inter- 
relationships, both aesthetic and functional, between this development and 
the natural environmental resources. 

The natural amenities provided by the Patapsco River and other open space 
resources which extend from the Harbor Tunnel Thruway to the Baltimore- 
Washington Expressway enhance the visual quality of the area. Throughout 
the corridor, open space areas are interspersed with development and contribute 
to the visual setting. 

The condition and maintenance level of properties within the area provide 
a significant influence on visual quality. With few exceptions, developments 
(residential, commercial and industrial properties) are sound, attractive 
and exhibit a high maintenance level. 

Climatology^ - Because of its latitude and proximity to the moderating 
influences of the Atlantic Ocean and the Chesapeake Bay, the area experiences 
a relatively moderate climate. The project area is also located near the average 
path of low pressure systems which move across the country. Thus, a large 
number of low pressure systems cross the area during the course of a year. 
This frequency of low pressure system passage accounts for frequent shifts 
in wind direction and the somewhat changeable nature of the weather. 
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Rainfall is relatively well distributed throughout the year, although amounts 
received during the growing season may fluctuate due to the random nature 
of thundershowers which supply most of the precipitation during that period. 
Peak rainfall intensities are associated with thundershowers or tropical 
storms. 

Significant freezing rain occurs on an average of two or three times per year, 
usually in January or February. Sleet usually occurs five times per year, 
most often in January. The heaviest amount-of snow usually falls in February. 
Snow flurries usually occur 25 days per year with snowfalls exceeding one 
inch occurring on an average of nine days per year. 

During the summer months, the area is often under the influence of a large 
stagnant high pressure system over the Atlantic Ocean at about 30° North 
Latitude, called the Bermuda High. The Bermuda High brings warm humid air 
masses into the area from the deep south, accounting for periods of high 
humidity weather during the summer months. 

July is typically the hottest month of the year, with the lowest wind speed 
and a relatively large number of thunderstorms. January is generally the 
coldest month of the year with higher wind speeds and few, if any, thunder- 
showers. 

Winds from the west, west southwest, and west northwest account for approxi- 
mately 40 percent of the period during which winds are blowing. 

Geology - The alternate alignments lie at the extreme inner edge of the 
Atlantic Coastal Plain physiographic province. 

The geologic formations exposed along the alternate routes are unconsolidated 
formations of the Cretaceous and Quarternary geological periods. The crystal- 
line basement is exposed in the valley of the Patapsco River, just east of 
the intersection with U.S. 1. 

Overlying this crystalline basement rock are sands and clays of the Potomac 
Group. For the purpose of this study, the group is divided into two facies: 
sand and gravel, and silt clay, which are, in part, time equivalent. The 
combined thickness of the Potomac Group sediments in the area is 50 to 400 
feet. 

Two types of Quaternary deposits overlie the Potomac Group sediments, terrace 
deposits and alluvium. 

The terrace deposits occur along the south side of the Patapsco River valley 
and on adjacent uplands to an elevation of 200 feet and are up to 45 feet 
thick. Alluvium is present under the flood plain of the Patapsco River and 
in the valley of Stony Run varying in thickness from 3 to 15 feet. In some 
places, the alluvium is high in organic content and thin peat may be present. 
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The areas underlain by the sand fades of the Potomac Group generally have 
excellent foundation conditions. Most areas are well drained and present 
few excavation problems. Cut bank stability is generally good. Gullying 
can be rapid and severe. Clay lenses can cause local perching of water with 
local poor drainage resulting. 

The areas underlain by the silty clay fades are more apt to produce con- 
struction problems. The clays are relatively impermeable and can present 
drainage problems. Cut banks tend to be unstable due to slippage along joint 
planes in wet weather. 

Terrace gravels generally have the same characteristics as the sand facies 
of the Potomac Group, except where they are thin and overlie the clay facies. 
Excavations in these areas will often actually reach the clay facies and 
perched water table conditions and wet weather springs can also be expected. 

The areas underlain by alluvium generally have a shallow water table and 
marshy areas are common. The alluvium is generally thin and foundation 
conditions depend on the underlying material. 

There are no known unique or limited mineral resources in the area. The 
terrace deposits have been widely quarried for sand and gravel and common 
borrow material. 

The silty clay facies of the Potomac Group has been a source of clay for 
brick manufacture in the past. 

Iron ore was once mined from the limonlte concretion zones in the Potomac 
Group. They have no present value. 

A more detailed description of the geology of the area is provided in the 
Geology and Hydrogeology Technical Basis Report for I-ly5 which is available 
for inspection at the State Highway Administration, 707 North Calvert Street, 
Baltimore, Maryland. 

Ground Water - The sands and gravels of the Potomac Group are aquifers of 
major importance in the Maryland Coastal Plain. The lower sands, resting 
on the crystalline basement are referred to as the Patuxent Formation in most 
ground water reports. This formation is considered the most important water 
bearing formation in the Baltimore area. These sands outcrop on the north 
side of the Patapsco River in the vicinity of the interchange of 1-195 and 
U.S. Route 1. There were formerly several wells for industrial use in this 
area. Only one, the Ranny Collector at the Calvert Distilling Co. is known 
to be still in use. This well apparently receives its recharge from infil- 
tration from the Patapsco River. South of the outcrop area, the Patuxent 
aquifer is confined and is an important source of artesian water for domestic 
as well as public and industrial supplies. 
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Howard County is presently conducting studies to locate potable ground water 
in the area along the Patapsco River from Elkridge to the Conrail Railroad. 
The type of well being considered is a 50 foot deep radial well. 

The upper sands of the Potomac Group are generally referred to as the Patapsco 
Formation. These sands outcrop in northern Anne Arundel County and are exten- 
sively developed for ground water. Wells in the outcrop area tap unconfined 
water and, south of the outcrop, the water is confined, i.e., artesian. 

The Selected Alternate 2/A2A and the preliminary Alternates A & B lie almost 
entirely on the Potomac Group clays. These clays have very low permeability 
and act as the confining beds where the sands are artesian aquifers. Although 
the clays contain local sandy zones that might yield water to shallow wells, 
no record of such wells have been found. Although problems such as slumping 
may be experienced in building a road through the clays, these would not 
involve water supplies from the aquifers. 

The Quarternary terrace deposits are generally too thin to be important 
aquifers. Where the terrace gravels lie on the Potomac Group clay, local 
perched water tables may occur at the contact. This could create stability 
problems in road cuts intersecting this contact. 

The Quaternary alluvium is generally too thin to be an important aquifer. 
The sediments in the flood plain of the Patapsco River have been used as an 
aquifer at the Calvert Distillery. 

Soils - The soil associations located within the area of the corridor affected 
by construction operations are the Sassafras-Croom-Chillum association and 
the Eversboro-Rumford-Sassafras association. 

The soils encountered by the proposed construction provide the following 
characteristics: 

The upland soils are generally dry, loose sandy or silty with little or no 
clay binder. These soils are subject to erosion by water on moderate to 
steep slopes and in some cases subject to wind erosion, stability of the 
sands and silts may prove difficult where loose or unconfined. The lowland 
soils are clayey or silty and are wet due to a high water table and poor 
natural drainage. In addition to erosion in some of these wet areas, depo- 
sition may also be a problem. Stability of the clays and clayey silts present 
problems due to high moisture content and high water table. 

The proposed improvements will not affect active farmland or land classified 
as prime or unique farmland soils by the U.S. Department of Agriculture, 
Soil Conservation Service. 

18 



Vegetation - The area of proposed highway construction lies within the Atlantic 
Coastal Plain physiographic province. Maryland Coastal Plain forests consist 
mostly of mixed oaks and pines. Pines are principally found on sandy uplands 
or on tracts more recently harvested. Mixed oak and other edaphic climaxes 
of hardwoods may be found on clayey slopes and along moist stream and river 
bottom lands. 

Three community types of floristic associations were observed in the study 
area: the river birch-sycamore association found in moist flood plain areas 
along the Patapsco, Stony Run and Deep Run; the chestnut oak, post oak, clack- 
jack oak association found in areas of higher elevation to the south of Stony 
Run; and the tulip poplar association located north of Stony Run and comprising 
most of the area to be impacted by the highway construction. 

In this section of the Coastal Plain, soils are mostly gray-brown podzols. 
Agriculturally, these soils are considered among the poorest in the United 
States. Because of this, all areas in the corridor are forested. These 
forest ecosystems are not unique to the physiographic province nor are they 
considered to be of the highest quality. 

All three floristic associations occurring in the area are in early secondary 
succession. Average diameter of canopy species is about 7 inches. 

The vegetated areas within the corridor are very important from a water 
quality standpoint. Vegetation is essential to the hydrologic processes 
which affect water resources. This is a significient consideration in the 
project area where the effects of urbanization are increasing the amount of 
impervious surfaces (roads, parking lots, buildings, etc.). 

N? PJ?"1 species listed as "threatened" or "endangered" by the U.S. Fish and 
Wildlife Service have been observed or have been reported to occur in the 
study area. See letter of coordination from the U.S. Fish and Wildlife Ser- 
vice on page 147b. 

A tabulation of the floristic associations occurring in the proposed corridor 
and their relative abundance, is provided in the Terrestrial and Aquatic Ecol- 
ogy Technical Basis Report for 1-195. This report is available for inspection 
at the State Highway Administration, 707 North Calvert Street, Baltimore, Md. 

Wetlands, or aquatic ecosystems that are covered with water for all or part of 
the year, are not directly impacted by the proposed project. 

One area of the Patapsco flood plain in early succession to moist deciduous 
forest, was identified north of the confluence of Deep Run. The site is loc- 
ated north of the proposed alignment of the Selected Alternate 2/A2A and will 
not be directly impacted. Field observations and communications with 
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Water Resources Administration officials of Maryland Department of Natural 
Resources indicate that this site does not fit any of the seven basic wetland 
types and thus should not be considered as a wetland area. 

Several wetland units have been identified along Stony Run, northwest of the 
proposed I-195/MD 170 interchange. These wetlands do not provide sufficient 
amounts of standing water to permit waterfowl or fish to utilize them for 
nesting or spawning habitat. However, these wooded swamps contribute sub- 
stantially to the overall ecological diversity of the region by providing 
habitat for a complex food web. Although not directly impacted by the project, 
they will require protection from sediment resulting from construction oper- 
ations upstream. These wetlands are shown on figure No. 11. 

Fish and Wildlife - Wildlife populations within the corridor have been strongly 
influenced by the actions of man. Developments such as railroads, highways, 
airports and residences have interferred with animal populations in such a 
way that only those extremely adaptable to these man-made disturbances remain. 
Small mammals in upland wooded areas are limited to quail, rabbits, fox, 
oppossum, ground hog, skunk, raccoon and other rodents. 

Fish populations are also limited by pollution factors although the Patapsco 
River does provide important anadromous, semi-anadromous and resident fin 
fish spawning and nursery habitat, notable the white perch, a very important 
and common fin fish species in this area. 

According to the Maryland Wildlife Administration, no vertebrate species lis- 
ted by the U.S. Fish and Wildlife Service as "endangered" or "threatened" or 
by the Department of Natural Resources as "threatened with state-wide extinc- 
tion" are known to occur in the study area. See letter of coordination from 
the U.S. Fish & Wildlife Service on page 147b. 

An inventory of fish species known to occur within the area is provided in 
the Terrestrial and Aquatic Ecology Technical Basis Report for 1-195. This 
report is available for inspection at the State Highway Administration, 707 
North Calvert Street, Baltimore, Maryland. 

Hydrology and Water Quality - The project study area is located entirely with- 
in the Patapsco River drainage basin. 

The Patapsco River drains approximately 664 square miles of land area in 
north-central Maryland. The lower 6% miles of river, from Elkridge to the 
mouth, which includes the project area, is tidal. Within the area the channel 
is approximately 80-100 feet wide, slow flowing and can be characterized as 
meander and marsh (See Figure 11). 

Two major tributaries of the Patapsco, Deep Run and Stony Run, will be affec- 
ted by the proposed project. These streams drain the areas to the south and 
enter the Potapsco within approximately 600 feet of each other.' The majority 
of the land area affected by the project is drained by Stony Run and its tri- 
butaries, including Little Kitten Branch. 
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Previous construction and urbanization have severely stressed the Patapsco 
and its tributaries. The Maryland Water Resources Administration has listed 
the major causes of degradation as agricultural runoff, failing septic systems, 
sewage treatment plant and raw sewage discharges, construction, urban storm 
water runoff, and industrial discharges. Bacteria and dissolved oxygen (DO) 
standards have been violated within sections of the Patapsco. 

The major tributaries of the Patapsco River, Including Stony Run, were investi- 
gated for existing water quality in 1968. Stony Run was found to have good 
water quality and all Maryland Standards were in compliance. 

The Water Quality Administration has classified Deep Run, Stony Run, and the 
Patapsco River within the vicinity of the project, as Class I-water contact 
recreation and aquatic life. This classification includes all non-tidal 
warm-water fisheries of the state. 

The Selected Alternate 2/A2A and the preliminary Alternates A & B would result 
in flood plain encroachment, most notably in the vicinity of the Patapsco 
River crossing. An assessment of the potential impacts resulting from this 
encroachment is provided under the discussion of "River Modifications (Flood 
Hazard Impacts)", page 63. 

The construction of the 1-195 improvements will require the following Federal 
and State permits: Federal Water Pollution Control Act, Section 404 Permit; 
Waterway Construction Permit; and Sedimentation and Stormwater Control Permit. 

Description of Social Setting 

The demographic and economic data included in this section and under the 
"Description of the Economic Setting" are provided for portions of Anne Arundel 
County and adjacent sections of Howard and Baltimore Counties. This area consists 
of Regional Planning Districts (RPD) 201 and 202 in Anne Arundel County, RPD 325 
in Baltimore County, and RPD 606 in Howard County (See Figure 3A). 

The planning districts under consideration lie adjacent to the proposed 1-195 
corridor and are considered the areas most directly influenced by the proposed 
improvements. 

Land Use - The development patterns within the area of the project reflect 
the influence of several factors which include employment areas, availability 
of urban services and access to existing transportation facilities. 

The land use immediately adjacent to the completed section of 1-195, which 
extends from 1-95 to U.S. 1, primarily residential, consisting of single 
family detached units. The development extends out from this area, especially 
to the north where single and multi-family units are located. 
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South of this area, industrial development borders portions of the B & 0 
Rail Lines and U.S. Route 1. Industrial development within the corridor is 
diversified and represents several major categories of industrial activity 
such as manufacturing, warehousing and distribution, material processing and 
research and development. 

In contrast to the land use north of U.S. Route 1 and the Harbor Tunnel 
Thruway, the areas to the south still feature large parcels of vacant, 
undeveloped land. Much of the land north of the I-195/Baltimore-Washington 
Expressway interchange and predominantly west of the Conrail tracks is either 
presently included in the Patapsco State Park or slated for future acquisition 
and park development. Lightly scattered residential development is located 
along sections of the local roadways within this area. 

The dominant land uses within the area south of the Baltimore-Washington 
Expressway are the Baltimore-Washington International Airport, the Westinghouse 
facilities and other industrial/commercial establishments along Elkridge 
Landing Road. 

Most of the undeveloped land bounded by the B-W Expressway, 1-195, MD 170 
and the Amtrak lines is owned by the State Aviation Administration, the BWI 
Airport occupying a total of 2,979 acres. 

The airport's proximity to the regional highway and rail arteries has been 
a significant factor in the location of industrial sites within the area. 
As stated in the airport's Master Plan: "Seven major industrial parks are 
located in the vicinity, many of relatively recent origin. All have been 
influenced by the ease of automobile access to this area from the Baltimore 
and Washington metropolitan areas. The proximity of the Airport has been 
another consideration in many of the industrial sitings between 1-95 and the 
Baltimore-Washington Parkway, and an important factor in the location of 
industrial parks between the Parkway and BWI. These are shown on Figure 6. 

Population - Regional Planning District 201 in Anne Arundel County includes 
the area east of 1-195 and extends to the Baltimore City Line. The 1980 
population of 26,550 will remain relatively stable through 1995, increasing 
at a rate of 0.9 percent annually. This rate is well below the 3.2 percent 
annual growth rate projected for the county during the same period. 

Regional Planning District 202 in Anne Arundel County is comprised of the 
area to the south and west of 1-195, including the BWI Airport, and extends 
to MD 176. This area is lightly populated, comprising 0.7 percent of the 
county total (estimated 1990 population of 4,000). The 36 percent total 
increase projected to occur from 1970-1995 is consistent with the estimated 
growth within the region, but below the 93 percent total growth projected 
to occur in the county. 
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Regional Planning District 325 in Baltimore County is the only area directly 
influenced by the 1-195 improvements projected to decline in population from 
1970-1995. During this period, the planning district is expected to decline 
by 7 percent. Although Table V indicates an increase in the number of house- 
holds in RPD 325, the decline in population is due to a projected reduction 
in the number of persons per household by 1995. RPD 325 presently comprises 
about 5 percent of the county's population. 

Regional Planning District 606 in Howard County is projected to increase from 
a population of 9,600 in 1970 to 22,450 in 1995, a total increase of approxi- 
mately 134 percent. Howard county is expected to experience the largest 
growth rate in the area with a projected increase of 250 percent within the 
same period. 

TABLE IV 
POPULATION PROJECTIONS FOR SELECTED 

REGIONAL PLANNING DISTRICTS IN THE AREA OF 1-195 

1970 1980 1985 1995 
% Increase 
1970-1995 

28,250 
2,950 

298,000 
10.5% 

26,500- 
3,150 

387,100 
7.7% 

27,550 
3,350 

443,200 
7.0% 

30,050 
4,000 

574,600 
5.9% 

6.4% 
35.6% 
92.8% 

40,500 
620,400 

6.5% 

36,750 
692,600 

5.3% 

37,050 
740,600 

5.0% 

37,850 
864,400 

4.4% 

-7.0% 
39.3% 

9,600 
62,400 
15.4% 

11,700 
124,000 

9.4% 

14,250 
153,200 

9.3% 

22,450 
218,600 

10.3% 

133.9% 
250.3% 

Anne Arundel County 

* RPD 201 
* RPD 202 
County Total 
% County Total 

Baltimore County 

* RPD 325 
County. Total 
% County Total 

Howard County 

* RPD 606 
County Total 
% County Total 

Baltimore Region Total   2,071,000 2,274,800 2,427,500 2,818,200 36.1% 

* <* % Region 3.9% 3.4% 3.4% 3.3% 

Source:    Regional  Planning Council, 1977 General  Development Plan 
Scenarios,  (February,  1977). 
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Housing - Housing within the Planning Districts adjacent to 1-195 is generally 
dominated by older suburban-type developments.    However, areas of intensive      \dfc 
multi-family development are located within the districts, especially in '^^ 
Baltimore County. 

The number of households projected to occur by 1995 in the selected RPD's 
is shown in Table V.    As indicated, future growth in these areas is expected 
to occur at a slower rate than their respective counties. 

RPD 606 in Howard County is expected to experience the highest rate of resi- 
dential  growth during the period 1980-1995, with 4,450 additional  households. 
This growth is similar to the total number of new households projected for 
the remainder of the RPD's  (201, 202 and 325). 

As shown previously, approximately 50 percent of the employment growth pro- 
jected in the 1-195 area by 1995 will  be airport on-site employment.    Airport 
employees will have an impact on housing demand within the area. 

At an average employee density per household of 1.23, which is consistent 
with the national average, the airport employment growth would generate the 
need for approximately 309 housing units annually through 1985, and 447 
annually during the following decade. 

The BWI Airport Master Plan indicates the following residential distribution 
of employees at BWI Airport: 

Anne Arundel  Countv 45.4% 
Baltimore City 17.5% 
Baltimore County 18.5% 
Carroll  County 1.8% 
Harford County 1.5% 
Howard County 5.1% 
Montgomery Countv 1.7% 
Prince George's County 3.2% 
All  Other Maryland Counties 2.6% 

Based on this employee distribution, the following number of housing units 
would be required annually as a result of airport growth: 

1975-1985 1985-1995 

Anne Arundel County 139 201 
Baltimore County 59 85 
Howard County 15 22 

\ 
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TABLE V 

PROJECTED NUMBER OF HOUSEHOLDS FOR SELECTED 
REGIONAL PLANNING DISTRICTS IN THE AREA OF 1-195 

1970      1980      1985      1995 

Anne Arundel County 

* RPD 201 8,400 9,200. 10,000. 11,600 
* RPD 202 800 1,000 1,100 1,400 
County Total 81,100 124,900 150,300 209,200 
I"  County 11.3% 8.2% 7.4% 6.2% 

Baltimore County 

* RPD 325 12,650 13,450 14,200 15,500 
County Total 184,900 241,800 270,800 337,900 
* County 6.8% 5.6% 5.2% 4.6% 

Howard County 

* RPD 606 2,600 3,750 4,800 8,200 
County Total 16,900 40,100 51,900 79,100 
"I" County 15.4% 9.4% 9.2% 10.4% 

Baltimore Region Total 623,800 785,800 876,100 1,084,900 

* «/ % Region 3.9% 3.5% 3.4% 3.4% 

Source:    Regional  Planning Council, 1977 General  Development Plan 
Scenarios, (February, 1977). 

Cultural  - Certain structures and sites of cultural and associative significance 
are located in the study area. 

Included among these resources is the St.  Denis/Relay Historic District. 
This area provides two buildings of historical or architectural  significance 
supported by other structures having somewhat lesser importance.    These sites, 
or groups of these structures, represent a period in the historic development 
of the St. Denis/Relay area.    The location of this Historic District is 
indicated on Figures 30 and 31 and included under the discussion of "Historical 
Resources", Page 96. 

The most prominent institutional development located within the study area 
is the University of Maryland, Baltimore County Campus located just north 
of the I-95/I-195 interchange. 
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The remainder of the structures and sites indicated on Figure 4 are linked 
to significant social activity patterns of the study area. The effect of 
the proposed action on these resources will be key indicators of the change 
in the level of community cohesion. 

Recreation - The largest recreational facility within the study area is 
Patapsco Valley State Park. This park presently encompasses 9,655 acres in 
Anne Arundel, Baltimore, Carroll, and Howard Counties. Extending along the 
Patapsco River from Sykesville in the Piedmont to Baltimore Highlands in the 
Coastal Plain segmented by small communities and towns, the park is 27 miles 
long and has an average width of half a mile. Located within the densely 
populated Baltimore Region, the park is within an hour's drive of half the 
population of Maryland. 

The activities provided at Patapsco Valley State Park are designed to emphasize 
the protection of natural, scenic and historic features. Activities available 
in various areas of the park include picnicking, camping, bicycle riding, 
horseback riding, hiking and nature study. 

The area of the park affected by the proposed project has been designated 
as Section I-C by the Department of Natural Resources (see Figure 5)* This 
section has not been developed for recreation. Although much of the land 
is in the flood plain and is not suitable for high-density recreation, the 
areas on both sides of the AMTRAK's Northeast Corridor Line in Anne Arundel 
County is considered suitable for recreational development. Only 25 percent 
of the land in the existing park is suitable for recreational facilities other 
than trails. 

The need for additional recreational facilities in the Baltimore Region and 
the limitation of the existing site have led the Maryland Department of Natural 
Resources, to propose an extensive land acquisition program. 

The proposed project will require the acquisition of land from the existing 
park and areas slated for future acquisition and park development. 

Proposed development within Section I-C includes multi-use trails, group and 
family picnicking, and a scenic overlook. 

Recreational development is provided in conjunction with the public schools 
within the area. These sites are developed to various degrees with playground 
equipment, ballfields and outdoor basketball and hard-surfaced areas. The 
location of these facilities are indicated on Figure 4. These recreational 
facilities will not be affected by the proposed project. 

Community Facilities and Services - These resources are comprised of govern- 
mental and privately owned facilities and services operated for the benefit 
of the community. They include the schools, churches and recreational areas 
previously identified. The following pages discuss these resources in the 
area of 1-195. 
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Anne Arundel County 

The portion of the study area within Anne Arundel County is within 
the Northern Police District and served by the County Police Department. 
The new Northern District sub-station serves approximately 119,000 
residents. 

The Anne Arundel County Fire Department is centrally administrated 
from the department's main headquarters and operates 29 fire stations 
throughout the county. With the exception of the portion of the 
corridor north of the Baltimore-Washington Expressway, development 
within the project area is within a five minute response time from 
the county's fire stations. 

Anne Arundel County, through its system of community Health Centers, 
had attempted to provide health services directly in the communities 
where the patients reside. The project area is served by the Friendship 
Health Center which is an outpatient facility located along MD 170 
just north of the 1-195 crossing. In addition to this Health Center, 
there are several other facilities for specialized care located in the 
northern portion of the county. 

The project area is in the Patapsco River Sanitary Wastewater Service 
Area which serves northern Anne Arundel County. The wastes are 
treated in the Patapsco Wastewater Treatment Plant with final effluent 
disposal in the Chesapeake Bay via the Patapsco River. The Patapsco 
Treatment Plant is currently being expanded to provide an ultimate 
capacity of 70 million gallons daily. The Stony Run Interceptor and 
the interceptor line which conveys the wastewater flows from the BWI 
Airport is located within the proposed 1-195 corridor. These lines 
connect to a major interceptor (the Patapsco Interceptor) located along 
the Patapsco River. Most areas within the proposed 1-195 corridor 
are presently served by public sewers. 

Anne Arundel County is divided into nine water supply service areas. 
The project area is within a service area which obtains water from 
Baltimore City and local wells in the Patuxent and Patapsco formation 
aquifers. The water purchased from Baltimore City originates from 
these sources: the Gunpowder River, the North Branch of the Patapsco 
River and the Susquehanna River Basin. 

Existing water service within the corridor is limited to the developed 
areas along MD 170 and Elkridge Landing Road. 

The schools serving the portion of the study area in Anne Arundel County 
are Linthicum Elementary, St. Philip Neri, Linthicum Jr. High and Andover 
High School. 
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Baltimore County 

The project area is served by the Baltimore County Police Department 
which operates from ten district stations located throughout the county. 

Of the existing 50 fire companies in Baltimore County, 19 are county-paid 
and 31 are volunteer companies.    All  fire-trained companies are coordinated 
and directed through a control  headquarters. 

Public health services in Baltimore County are administered through 
regional, community and neighborhood centers.    Sixteen auxiliary 
health centers provide outpatient-and clinic services on a local  level 
throughout the county.    The county also maintains five comprehensive 
community mental health centers. 

The Patapsco sewage treatment plant currently provides service to portions 
of Anne Arundel, Baltimore and Howard counties, as well as to the south- 
western areas of the city.    The areas served are all  tributary to the 
Patapsco River Valley, covering 38.5 square miles, with a 1974 connected 
population of nearly 132,000.    The population within the 1-195 corridor 
is served by this plant. 

Baltimore County is served by three water supply sources; (1) the Lock 
Raven and Prettyboy Reservoirs,  (2) the Liberty Reservoir and (3) the 
Susquehanna River. 

Transportation - The transportation system within the study area consists 
of an extensive highway network,  public transit in the form of buses,  inter- 
regional  passenger and freight rail  traffic, and commercial air carrier service. 

The major links within the regional  highway system are 1-95, 1-695,, 1-895 and the 
Baltimore-Washington Expressway.    These highways and the remainder of the 
facilities within the area  influenced by the proposed improvements are described 
below: 

Baltimore-Washington Expressway — This four-lane divided facility 
connects Washington and Baltimore.    Its interchanges with 1-695,  1-195 
and Dorsey Road provide highway access to the BWI Airport vicinity from 
the north and south.    South of the MD 175 intersection, the Expressway 
is maintained by the U. S.  Department of Interior.    North of that point 
it is maintained by the State of Maryland.    Truck traffic is presently re- 
stricted from using the Baltimore-Washington Expressway south of MD 175. 

L\1ndsatthee9lenct^f"t"Hl"95
t

a1SO
F

CO:TtS ^^ and Baltimore and 
diviSed facilU? e I~95  iS a e19ht-lane 

Interstate 895 (1-895, Harbor Tunnel Thruway) — This limited access 
highway connects 1-95 north of the Patapsco River to the major highways south 
of the river via the Harbor Tunnel.    The facility is operated and maintained 
by the Maryland Toll Facilities Administration.    It is a major commuter 

'route for the Baltimore area. 
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It tlLT* howeve:' P[:ov1de d1^ct access to the BWI Airport vicinity ' 
JhA t^' aC

D
Ce?S t0 the area from l'^ requires a routing via 

I 95 to r[nnBeltT ^fn8"" ExPressw^ or via the follow   g path: 
LI ? J« in IvfSt ^ MD i00 t0 U- S-  Route ^ south O" U. S. Route 1 to MD 176; east on MD 176 to B-W Expressway. 
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Interstate 695 (1-695, Baltimore Beltway) — This limited access 
highway skirts the City of Baltimore, serving the multiple func- 
tions of linking the suburbs with each other, connecting the main 
arteries leading into the city, and expediting intercity traffic. 
1-695 provides access to the BWI Airport area from the north via its 
interchanges with the B-W Expressway and MD 170. 

MD 170 (Fort Meade Road) — A two-lane artery (with additional lanes 
for turning movements at some intersections), MD 170 provides access 
to the BWI Airport vicinity via interchanges with 1-195 and 1-695, and 
directly from points south. It provides direct access to several 
industrial parks along its length, as well as to the airport, via the 
interchange with 1-195. 

MD 176 (Dorsey Road) — A two-lane facility, MD 176 generally runs 
in an east-west direction. It collects traffic approaching the area 
from the south by virtue of being the area's southern connecting link 
between US-1, the B-W Expressway, MD 170, MD 3, MD 648 and MD 2. 
A second function is Dorsey Road's provision of direct access to 
several industrial parks and scattered subdivisions. 

U. S. Route 1 -- U. S. 1 also connects the Baltimore and Washington 
areas. This is primarily a four-lane free access facility which pro- 
vides local access to communities and other development within the 
Baltimore-Washington corridor. Short segments of multi-lane divided 
highway are provided within some areas. 

Rail service also provides an important role in the qround transportation 
within the area. 

The principal rail line is Amtrak's Northeast Corridor Line (formerly Penn 
Central) which connects Baltimore and Washington with urban centers further 
north and south. Service presently is offered by Amtrak on their Amfleet 
and highspeed (Metroliner) trains. Commuter service is offered by Conrail 
under contract with the Maryland Department of Transportation. A new Amtrak 
station has been completed near the BWI Airport to serve transfers to aircraft. 
This station also provides parking for commuters to travel into Baltimore 
or Washington. 

Access to the Amtrak station will be provided by way of a roadway connection 
from MD Route 170 (see Figure 16 ). In conjunction with the 1-195 study, 
additional access to the station from Elkridge Landing Road is proposed. 
The Elkridge Landing Road connection would supplement the access provided 
from MD 170 which would continue to be utilized. 

The new rail station is intended to serve three very specific markets; (1) the 
commuter rail market to Washington D.C., (2) intercity rail passengers and 
(3) air travelers who will be attracted to the rail service at the beginning 
or end of an air trip. Initially eight (8) Amtrak and four (4) commuter trains 
are scheduled to stop at the station. 
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Freight service is primarily on the Baltimore & Ohio Railroad's Chessie Line. 
This line, which roughly parallels the Baltimore-Washington Parkway, provides 
important rail  freight access to industrial users in the B-W corridor.    The 
"Chessie" System also provides inter-regional commuter service between 
Baltimore and Washington. 

Inter-county bus transit in the study area is provided by the Mass Transit 
Administration of the Maryland Department of Transportation, Greyhound, 
Continental Trailways, Evre's Bus Service and Carter's Bus Service.    The 
service is largely restricted to urban development within the region and 
Baltimore and Washington bound commuters. 

Bus service to the BWI Airport is provided by the Mass Transit Administration, 
Airport Limousine Service and Capital Trailways. Access to the Airport is via 
either MD 46 and the B-W Expressway, or MD 170, Hammonds Ferry Road and MD 3. 

In addition, the State Aviation Administration will  provide shuttle bus 
service between the Airport and the Amtrak Station.    Airport buses would use 
MD 170 on trips to the terminal and return to the station via Elm Road/Elkridge 
Landing Road. 

The Baltimore region's only air carrier airport is the Baltimore-Washington 
International Airport (BWI).    More than 2.9 million air travelers used this 
facility in 1976.    Analyses conducted by the Maryland Department of Transportation 
indicate that as many as twenty million air travelers may use BWI in 1995. 
As many as ten million of these travelers may be starting their journeys at 
BWI.5 ' 

BWI air freight activity is projected to expand significantly in the future, 
from 190 million pounds in 1979 to 750 million pounds in 1995.6 

The Baltimore-Washington International Airport Master Plan provides projections 
of truck trips resulting from this anticipated growth.    These projections 
translate to an increase in truck trips of approximately 190 percent between 
1985 and 1995. 

The origins of BWI's cargo traffic are widespread and include portions of Del- 
aware, Maryland, Pennsylvania, Virginia and Washington D.C.    However, the 
airports' major traffic generaters are In the Baltimore-Washington Bi-Region 
which Is centered on the principal cities of Baltimore and Washington, D.C, 
and includes their suburbs and the corridor of development between these two 
cities. 
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The 1-195 project is listed in the Development and Evaluation Program of 
the Maryland Department of Transportation's 1981-1986 Consolidated Transportation 
Program (CTP).    Activities are continuing in anticipation of eventual addition 
to the Construction Program of the CTP.    However, no commitment is made beyond 
the design phase.    Implementation of this project will depend on future revenue 
increases and competition with other projects in the Development and Evaluation 
Program. 

Baltimore Region Rail Transit 

Rapid transit connections between the airport, Anne Arundel County and 
other parts of the Baltimore-Washington Metropolitan area are being 
considered in the Phase II Regional Rapid Transit Study. Rail service 
to the airport vicinity will be provided in the near term at the BWI 
Rail Station on AMTRAK's Northeast Corridor Line which is presently 
under construction. 

The next stage in the Rapid Transit Study is to satisfy the Urban Mass Transit 
Administration requirements for alternatives analysis, including the feasi- 
bility of a bus alternative in the same corridor. These studies must be 
completed in order to qualify for engineering design funds. 

The air passenger market will be limited and will not materially alter 
highway demand.7 

Description of Economic Setting 

Land and Improvements - Table VI indicates the projected land absorption 
for various land use classifications in the project area. 

The land absorption data were obtained from estimates prepared for the BWI 
Airport Master Plan Study. This analysis utilized similar population and 
employment data and was based on assumed development densities. This data 
provides an indication of the estimated land development required to 
accommodate population and employment growth by the year 1995. 
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TABLE VI 
PROJECTED LAND USE FOR RESIDENTIAL,  INDUSTRIAL AND OTHER 

USES,  1975-1995, FOR RPD'S  IN THE 1-195 AREA (ACRES) 

COMMERCIAL, GOVERNMENT 
RPD RESIDENTIAL* INDUSTRIAL* AND INSTITUTIONAL* 

201 606 89 232 
202 45 230 324 
325 231 191 208 
606 547 400 438 

TOTALS 1,429 910 1,202 

* Increase in number of acres 

In addition to the above land requirements, future areas of public open space 
(parks) will be required, generally in proportion to increased population. 
However, these open space requirements cannot be directly allocated to the 
individual RPD's. 

Development within the 1-195 area will be fairly well distributed among the 
three general land use classifications listed. Residential development is 
projected to comprise 40 percent of the land development by 1995, with com- 
mercial, government and institutional development following closely with 
34 percent. Industrial development is expected to account for approximately 
26 percent of the land required. 

Income8 - The following table provides a comparison of the growth rates 
in per capita personal income for the three jurisdictions in the project area, 
the state, and the nation. Per capita personal income includes all sources 
of spendable income and therefore is an effective measure by which to analyze 
changes in the economic well-being of an area. 

TABLE VII 

JURISDICTION 
PER CAPITA 

PERSONAL INCOME 

1975 

Anne Arundel   County 
Baltimore County 
Howard County 
Maryland 
United States 

5,826 
6,828 
6,631 
6,197 
5,853 

AVERAGE ANNUAL GROWTH RATES 
OF PER CAPITA INCOME 

(%)" 

1962-70 1970-75 1962-75 

6.7 7.2 6.9 
6.6 7.5 7.0 
8.1 7.0 7.7 
6.7 7.5 7.0 
6.5 8.4 7.2 

33 



vO 
Between 1970 and 1975 the jurisdictions' rates of growth was slower than the 
nation and generally less than the state.-  These facts, in combination with 
the 6.5 percent average annual  inflation rate during the same period, indicates 
that the level of economic welfare, as measured fay per capita income, has 
not significantly improved in recent years. 

Labor Force - Employment within Regional Planning Districts 201 and 202 
In Anne Arundel  County comprises approximately 20 percent of the county's 
total employment.    The annual growth rate within these areas (4-5 percent) 
is slightly higher than the 3.4 percent growth projected for the county 
(see Table VIII). 

By 1995, employment within the two planning districts is projected to be 
comprised of 32 percent manufacturing;  30 percent government; 20 percent 
retail, service and office; and 18 percent extensive industry*.    Together, 
the manufacturing and extensive industry sectors most closely approximate 
"industrial" employment.    Typically, industrial employers tend to locate in 
industrial  parks or as free standing plants or facilities. 

Between 1980 and 1995, total  employment is projected to increase by approxi- 
mately 19,000 with 15,000 of. these jobs in government/industrial employ- 
ment (see Table IX). 

The BWI Airport Master Plan indicates that airport on-site employment is 
estimated to increase at the rate of 1,370-employees per one million 
additional  enplanements.    Based on projected air traffic growth, employment 
would be as follows: 

1975 2,800 
1985 6,610 
1995 12,150 

Thus, airport employment is expected to increase by an average of approximately 
380 persons annually through 1985 and by approximately 550 persons annually 
during the following decade. 

Westinghouse, the largest industrial  employer in the area with a local work 
force of approximately 12 - 13,000, anticipates a stable employment level  in 
the foreseeable future.9 

The extensive industry sector includes warehousing and transportation 
companies as well  as wholesale trade, communications and public utilities. 

34 



TABLE VIII 
EMPLOYMENT PROJECTIONS  FOft SELECTED 

REGIONAL PLANNING DISTRICTS IN THE AREA OF 1-195 
1 i 

Anne Arundel   County 

* RPD 201 
* RPD 202 
County Total 
% County Total 

Baltimore County 

* RPD 325 
County Total 
% County Total 

Howard County 

* RPD 606 
County Total 
% County Total 

Region Total 

* % Region 

1970 1980 1985 1995 
% Increase 
1970-1995 

12,550 
9,600 

119,000 
18.6% 

16,600- 
12,300 

142,700 
20.3% 

19,000 
14,900 

163,700 
20.7% 

25,250 
20,650 

219,100 
20.9% 

101.2% 
115.1% 
84.1% 

11,900 
234,050 

5.1% 

15,350 
300,400 

5.1% 

16,950 
328,500 

5.2% 

19,800 
380,600 

5.2% 

66.4% 
62.6% 

2,700 
26,600 
10.2% 

5,000 
55,400 
9.0% 

6,150 
66,700 
9.2% 

8,350 
90,700 
9.2% 

209.3% 
241.0% 

889,100    1,010,900    1,095,300    1,322,400 

4.1% 4.9% 5.2% 5.6% 

48.7% 

Source:    Regional Planning Council, 1977 General  Development Plan 
Scenarios,  (February 1977). 

TABLE IX 
EMPLOYMENT PROJECTIONS BY INDUSTRIAL CLASSIFICATION 

FOR REGIONAL PLANNING DISTRICTS 201  & 202  IN ANNE ARUNDEL~COUNTY 

Retail 
Service 
Office 
Government & 

Institutions 
Manufacturing 
Extensive Industry 

1970 

2,550 
1,150 

250 

7,100 
7,650 
3,450 

1980 

2,900 
1,400 

550 

9,450 
7,150 
5,400 

1985 

3,200 
2,150 
1,100 

10,500 
10,600 
6,350 

1995 

3,850 
3,300 
1,700 

13,800 
14,850 
8,400 

1995 
Employment 

% 
County Total 

11.8% 
12.8% 
18.9% 

15.8% 
52.3% 
23.2% 

Source:    Regional Planning Council, 1977 General  Development Plan 
Scenarios,  (February 1977). 
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Employment within Regional Planning District 325 in Baltimore County comprises 
approximately 5 percent of the county's total employment. The district and 
the county are expected to experience a common rate of growth through 1995. 
As indicated in Table X, approximately 67 percent of the employment within 
the area is in the manufacturing/extensive industry sectors. 

TABLE X 
EMPLOYMENT PROJECTIONS BY INDUSTRIAL CLASSIFICATION 

FOR REGIONAL PLANNING DISTRICT 325 IN BALTIMORE COUNTY 

1995 
Employment 

°i 

19ZQ 1980 1985 1995 
10 

County Total 

Retail 1,400 1,550 1,650 1,850 2.7% 
Service 750 1,250 1,400 1,750 4.2% 
Office 300 350 400 500 2.4% 
Government & 

Institutions 1,100 1,900 2,100 2,400 2.1% 
Manufacturing 4,250 4,700 5,300 6,150 9.4% 
Extensive Industry 4,100 5,600. 6,100 7,150 10.6% 

Source: Regional Planning Council, 1977 General Development Plan i 
Scenarios !_, (February 1977). 

Regional  Planning District 606 provides approximately 9 percent of the total 
employment in Howard County.    The district, as well as the entire county, are 
projected to experience a relatively high rate of growth through 1995 (see 
Table VIII).    Approximately 80 percent of the area's employment is in the manu- 
facturing/extensive industry categories (see Table XI). 
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TABLE XI 

EMPLOYMENT PROJECTIONS BY  INDUSTRI AL CLASSIFICATION 
IN HOWARD COUNTY FOR REGIONAL PLANNING DISTRICT 606 

1995 
Employment 

1970 1980 1985 1995 
h 

County Total 

Retail 300 350 350 400 4.3% 
Service 300 400 450 600 3.8% 
Office 50 100 ' 100 100 2.2% 
Government & 

Institutions 250 300. 350 500 4.1% 
Manufacturing 750 1,630 2,080 2,880 12.2% 
Extensive Industry 1,050 2,220 2,820 3,870 15.2% 

Source:    Regional PI anning Co uncil,  1977 General Development Plan 
.-. 

Scenarios, (February 1977) 

Industrial Development - The Baltimore/Washington corridor has become firmly 
established as a location for industrial activity. 

Studies conducted in recent years 10 11 indicate the importance of highway 
access and trucking in particular, in the selection of new manufacturing plant 
locations. This is reflected in the industrial growth that has occurred in 
the Baltimore/Washington corridor where new development has located near the 
Baltimore Beltway and highway corridors linking the regions and served by 
high speed, limited access facilities. 

The importance of highway access as a locational determinant was emphasized 
in the BWI Airport Master Plan which concluded "the major location factor in the 
industrial and commercial development of the vicinity of the airport has been 
the presence of excellent access by ground transportation on the western side 
of the airport and its location within an established growth corridor". 

Most of the growth during the past decade has involved the type of firms 
that are likely to locate in industrial parks. These include light manufac- 
turing and processing, research and development companies, and firms involved 
in the storage and distribution of goods and materials. A large percentage 
of the industrial land has been absorbed by firms engaged in distribution.12 

Several major industrial parks are located in the 1-195 area. They include 
the following: 

Baltimore Science and Industry Center 
Parkway Industrial Center 
Route 100 Business Park 
Baltimore Commons 
Harwood Industrial Center 
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The location of these sites is shown on Figure 6. 

In addition to the development indicated above, the BWI Airport Master Plan 
proposes the development of on-site commercial/industrial acreage for aviation 
oriented activities.    This development, as planned, weighs heavily on future 
highway access improvements. 

The Westinghouse Defense and Electronic Systems Center located adjacent to 
1-195 and MD 170 is one of the largest employers in the Baltimore Region. 
Westinghouse has identified the locational advantages of the highway system 
as an important factor in their site selection. 
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LAND USE PLANNING 
\t) 

Relationship Between the Proposed Action and Land Use Plans, Policies and Controi 

Land use planning in the project area is undertaken by four agencies: the 
Regional Planning Council and the counties of Anne Arundel, Baltimore and 
Howard. 

The Regional Planning Council and each of the jurisdictions within the region 
have adopted official policies for growth and development. Their policies 
are reflected in the following documents prepared by the respective planning 
agencies: 

Baltimore Region General Development Plan 
Anne Arundel County General Development Plan 
Baltimore County Comprehensive Plan 
Howard Countv Comprehensive Plan 

Baltimore Region General Development Plan (1977) - In accepting the 1977 
General Development Plan, the Regional Planning Council endorsed recommen- 
dations encouraging a more centralized regional development pattern and strong 
regional economic growth. 

The General Development Plan presents recommendations relative to these 
development and economic growth objectives, and policies and strategies 
designed to secure their implementation. 

The following discussion provides a summary of the pertinent policies together 
with an assessment of the compatibility and consistency of the'1-195 improve- 
ments with the regional objectives. 

Assessment of Consistency with Economic Development Policy: The 
proposed action is consistent with this policy. The GDP states: 
"To sustain a high level of economic growth in the region* sub- 
stantial investments must be made in transportation facilities, 
including principal highways, rapid transit, and especially, the 
Port of Baltimore." It further indicates that from an economic 
standpoint, improvements in the goods movement sector related to 
the BWI Airport expansion, including related air, rail and highway 
access improvements, will increase the speed and efficiency with 
which goods can be transported throughout the region and will also 
be beneficial to the Port of Baltimore. 

Assessment of Consistency with Land Development Policy: The pro- 
posed action 1s generally consistent with this policy. While the 
1-195 improvements will not encourage or stimulate the growth of 
Baltimore City, the overall pattern of existing development will 
remain virtually unchanged. The primary effect on land use will 
be to increase the viability of existing local industrial and 
commercial land uses. Adequate land exists to accommodate the 
anticipated demand from this development. 
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Assessment of Consistency with Housing and Residential Development Policy: 
The proposed action is consistent with this policy. Because of the 
limited scope of the project, the Selected Alternate 2/A2A would 
have no significant impact on housing supply or demand in the 
Baltimore Region. The Selected Alternate 2/A2A would require the 
displacement of one home. 

Assessment of Consistency with Transportation Policy:  The proposed 
action is generally consistent with this policy. The GDP identifies 
the 1-195 improvements among the recommended long-range highway 
projects. The project is included in the Class II category which 
is comprised of facilities which may be necessary to achieve the 
region's objectives. 

In addition, the GDP specifically states: "Maryland 46 (1-195) 
should be extended and widened to improve access to BWI's cargo 
and passenger terminals. This action will make BWI more accessible 
to the Washington metropolitan area and to the western portion of 
the Baltimore Region." 

Highway accessibility to BWI and linkage to major activity centers 
is vital since operators and users of air freight service rely heavily 
on ground-based transportation for the movement of goods. The benefits 
resulting from improved highway accessibility are equally valid 
for other industrial/commercial development in the 1-195 area. 

Assessment of Consistency with Environmental Protection Policy: The 
proposed action is generally consistent with this policy. While 
the 1-195 improvements will impact the natural environment (e.g., 
air quality, energy, land and water resources), appropriate action 
will be taken during the planning, design and construction phases 
In order to achieve and maintain the adopted local, state and federal 
standards and regulations and to mitigate the identified impacts. 

The land use plans and policies for Anne Arundel, Baltimore and Howard Counties 
are generally consistent with the regional plan, although there are some areas 
of disagreement. 

Since the plans for the three counties are too voluminous to deal with 
separately in this FEIS, the following section will address the project's 
consistency with the major issues and those which differ from the regional 
policies. 
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Anne Arundel County General Development Plan (1978) - The county has adopted   A 
the concept of contained growth as its land use policy and favors the encourage- 
ment of growth in the western part of the county. Development will be encouraged 
in areas throughout the county where adequate public facilities exist or 
can be efficiently provided. 

The proposed 1-195 improvements are consistent with the county's land use 
and economic development goals and policies. The project will support and 
stimulate industry which is essential to the economic health of the county. 
Commercial/industrial development occurring in the 1-195 area would be 
compatible with existing and proposed land uses and would not result in severe 
adverse impacts on residential areas. 

The proposed action is in conflict with the Natural Environment and Open Space 
Plan in several respects. The acquisition of land from Patapsco Valley State 
Park; encroachment on the Patapsco River, Deep Run and Stony Run flood plains; 
and associated aesthetic impacts within these areas are inconsistent with 
the established goals and policies. However, the planned improvements are 
in harmony with the policy which states: "Environmental factors will be 
balanced with economic objectives in formulating land use patterns and policies 
preserving the environment and promoting economic growth." 

The 1-195 improvements are consistent with the goals and policies of the 
Transportation Plan. Although 1-195 is not listed among the county's "Inter- 
state and Primary State Highway Improvement Program Priorities", it is con- 
sidered an important regional highway improvement, essential for accommodating 
the growth forecasted at BWI Airport.* 

Baltimore County Comprehensive Plan (1975) - The proposed 1-195 improvements 
are located in the county's Southwestern Planning Area. The portion of the 
project in Baltimore County consists of extending the existing facility from 
its present terminus at U. S. 1 to the Patapsco River. A full complement 
of ramp connections are proposed with U. S. 1. 

The Comprehensive Plan recommends a balanced, multi-modal transportation system 
with a shift in emphasis toward transit, complemented by an improved highway 
network and expanded rail system. The long-range transportation network 
recommendations do not include the 1-195 improvements. 
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Howard County General Development Plan - The 1-195 improvements will have 
a nominal Impact on land resources in Howard County. Alternate B, the only 
alternative affecting county land, would have required the acquisition of 
approximately two (2) acres. This land is publicly owned and is part of 
Patapsco Valley State Park. 

The Howard County Public Transportation Board concurs that "this highway 
project passes no major impact on Howard County ... and offers some potential 
benefits in relieving vehicular traffic flow in the Elkridge area, and further 
supports the highway project concept for Howard County" (see correspondence 
from the Howard County Public Transportation Board, Page 171). 

The Regional Planning Council has concurred in the selected alternate and 
has found it consistent with the General Development Plan for the area. 
See the letter dated December 30, 1981 from the Regional Planning Council 
on page 147c. 
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CONSISTENCY WITH URBAN POLICY 

In addition to the policies which have been adopted by the regional and 
local planning agencies, the Proposed Action is also consistent with the 
broader goals of the National Urban Policy and energy conservation goals. 

The Department of Transportation has adopted five urban transportation policy 
objectives within the areas of urban impact, energy conservation, minority 
and neighborhood effects, improvements to existing systems and consideration 
of alternatives. 

The following provides an assessment of the consistency of the proposed 
action with regard to the five policy objectives. 

A. Urban Impact 

The proposed 1-195 fills a gap in the highway system by connecting 
several major routes in the Baltimore-Washington Corridor with the terminal 
area of the BWI Airport. This intermodal linkage will enhance ground access 
to this vital transportation facility which serves both metropolitan areas. 
It is considered essential to the economic vitality of an urban center that 
it have rapid and convenient access to its airport. Poor ground access time 
caused by congested or circuitous routes connecting an airport with its down- 
town negates the advantages of high speed air travel. 

Currently, the BWI Airport terminal is served directly by MD 46, an 
existing freeway link which connects only to MD 170 (an airport perimeter 
road) and the B-W Expressway. It is proposed to extend this highway to 1-95 
with an interchange also at US 1. Freeway standards and the Interstate de- 
signation accentuate its function as the primary entrance to the terminal from 
the several major routes penetrating the urban centers served by the airport. 
Certain airport oriented uses in the vicinity of 1-195 will also have this route 
available for rapid access both to planeside and to the metropolitan areas. 

BWI's position between the two cities it serves is a distinct economic 
advantage. It provides long term economies to the airlines through its ability 
to serve both urban markets at one location. It provides advantages to the 
travelling public in a larger selection of flights, more convenient connections 
and reduced ground access time. These economies and conveniences will be 
compromised severely, as Washington National Airport reaches capacity and 
expansion occurs at BWI, if ground access time is not improved by the construc- 
tion of 1-195. BWI is convenient to more of the Washington Region than is 
Dulles Airport. As energy becomes more costly, trip time and distances for 
both automobiles and airplanes will have to be reduced as part of across-the- 
board conservation measures. 
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The construction of 1-195 will  not incur costs to the central city for its 
construction, operation or maintenance.    Additionally,  its implementation will 
lessen the need for Industries dependent on air travel  to relocate out of 
Baltimore since it would provide more direct access from urban industrial 
areas to the airport. 

The implementation of this project has been encouraged by state and local 
planning agencies over recent years.    Various studies and plans which address 
this proposal  include:    The Baltimore Washington International Airport Master 
Plan Study, the Baltimore/Washington Expressway - Mary!and Route 46 Study, 
The Baltimore Region General Development Plan, The Anne Arundel Countylieneral 
Development Plan, and The Howard County General  Development Plan. 

In conjunction with the 1-395 spur, now under construction in Baltimore City, 
1-195 will  provide an interstate highway connection from Harbor City Boulevard 
just south of the Central  Business District to BWI Airport.    This improved 
central  city access should have a positive impact on the inner harbor redevelop- 
ment area, which serves as the core of Baltimore's center city revitalization 
efforts.    Likewise, easy access to the Convention Center and downtown hotels 
from the airport should increase Baltimore's competitive status in the National 
convention market. 

As congestion in the Russell Street/Baltimore Washington Expressway corridor 
between the city and 1-695 increases, this route to and from the airport will 
take on added importance.    With completion of the Fort McHenry Tunnel, the 
benefits of a direct interstate connection to the airport will  be extended to 
East Baltimore industrial areas.    In this context, the 1-195 connection will 
contribute to a better balance of use between the existing Harbor Tunnel and 
the Fort McHenry Tunnel. 

Although increased accessibility to the airport and highway network con- 
tinuity are the principal  benefits to be realized by the construction of 1-195, 
the added capacity this facility provides will  serve the future growth of the 
airport and surrounding industrial areas.    The success of the BWI-Amtrak station 
will  also hinge, to a large degree, on the rapid access this facility will 
provide to rail  commuters.    Further discussion on this issue can be found in 
the discussion of "Purpose of Project", page 1. 

B.    Energy Conservation 

A savings in fuel consumption can be realized by the implementation of this 
project since, in addition to the more efficient airport access described 
above, it will also help alleviate the congested conditions now being experienced 
on several other study area highway links.    Design year traffic shows that 
portions of MD 46, 1-95, the B-W Expressway and MD 170 will  suffer break- 
down conditions thereby causing frequent gas-wasting stoppages.    1-195 will 
offer the motorist an access controlled, free flowing alternative route. 

In addition,  1-195 will  provide more direct access to the BWI  industrial 
areas avoiding the circuitous connections currently required.    This will  be 
beneficial  to fuel conservation in that it will offer a shorter trip distance 
Currently    northbound traffic on 1-95 desiring to reach BWI must use eltC V 

t^[rneU?nulh0nn thf RVP continues •rtb to the Baltimore Beltway and then travels south on the B/W Expressway to reach their destination.    Total 
distance via this route is approximately 8 
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miles. With 1-195 available this travel distance will be shortened to about ^ 
3 miles, a sixty percent reduction in mileage. This same sixty percent re- mf 
duction can be directly applied to travel time as well as operating costs. 

C. Minority and Neighborhood Effects 

The implementation of this project would affect the taking of from one 
to three residences all located in Anne Arundel County. The Selected 
Alternate 2/A2A and Alternate A would require the relocation of one owner 
occupied dwelling whose residents are not of a minority group. Alternate 
B would have displaced three owner-occupied dwellings whose residents are 
all of a minority group. This project would not divide any existing neighbor- 
hoods. 3 

Further discussions can be found on pages 55 and 56 of this document. 

D. Improvements to Existing Systems 

1-195 will be constructed as a new roadway on a new location. While 
improving existing highway facilities is a desirable alternative which 
warranted investigation, this project presents a situation where existing 
facilities could not be improved to such an extent as to provide service even 
approaching the type which 1-195 is intended without severe environmental 
impacts to the adjoining properties. Existing roadways are now inadequate 
in terms of traffic carrying capacity and in providing access and circulation. 
Growth forecasts indicate these problems will get worse. It would not'be cost- 
effective nor would a long term traffic solution be realized in any attempt to , 
widen or reconstruct these facilities. Temporarily increasing levels of service 
would not satisfy the fundamental need; congestion is only one deficiency 
of the roadways in the study areas. The principal need will remain that of access 
The freight and passenger terminals of BWI Airport, the Amtrak railroad station, 
and growing industrial areas around the airport must have a better connection 
to the Baltimore Washington Corridors routes - especially 1-95 - if the investment 
in these facilities and the viability of the surrounding neighborhoods are to 
be protected. 

E. Transportation Systems Management (TSM) Alternate 

Applying TSM strategies such as traffic engineering improvements and increased 
ridesharing participation might help alleviate some of the existing and expected 
capacity problems on several study area highway links. These, however, can only 
be considered stop gap measures. In effect, the airport itself already serves 
as a modal interface. With the addition of the Amtrak station the mode transfer 
will be even further enhanced. In addition, a 1000-3000 space park V ride lot 
located at the MD 3/MD 176 interchange southeast of the airport is now being 
planned. The Airport area is to become the focal point of major transfers 
between modes of travel and to higher occupany vehicles. The implementation of 
1-195 is essential to support these TSM measures and make them more efficient. 

45 



EXISTING  LAND USE MAP 

L E G E N D 

A9 

 •"" Illflll!   RESIDENTIAL - SINGLE FAMILY 

IJlIM  RESIDENTIAL - MULTI-FAMILY 

COMMERCIAL 

/Mmm 

INDUSTRIAL 

PARKS AND RECREATION 

fH INSTITUTIONAL 

AGRICULTURAL 

EXTRACTION 

SOURCE: COMPILATION OF EXISTING LAND USE DATA 
PREPARED BY THE RESPECTIVE COUNTY 
PLANNING UNITS. 



FIGURE     7 



AT 
FUTURE LAND USE MAP 

L E 

RESIDENTIAL 

RURAL 

LOW 

LOW-MED 

MEDIUM 

HIGH 

COMMERCIAL 

C0M» ITY CENTER 

G EN D 

UNITS PER ACRE 

^ 1/2 OR LESS 

^^s 2 

2 - 5 

W^M 5 - 10 

10 OR MORE 

A 
GENERAL COMMERCIAL CENTER 

"*•'" .•'''. .•"••'i 

INDUSTRIAL 

PARK (INDUSTRIAL) 

OPEN SPACE AND RECREATION 

&§M   NATURAL FEATURES 

OTHER 

GOVERNMENT S INSTITUTIONAL 

SOURCE: COMPILATION OF FUTURE LAND USE DATA PREPARED BY THE 
RESPECTIVE COUNTY PLANNING UNITS. 



FIGURE    8 



GENERAL ZONING MAP 

LEGEND 

<K 

RA - AGRICULTURAL RESIDENTIAL DISTRICTS 
Rl - RESIDENTIAL DISTRICTS 
R5 - RESIDENTIAL DISTRICTS 
R12 - RESIDENTIAL - SINGLE (12,000 SQUARE FEET) 
R20 - RESIDENTIAL - SINGLE (20,000 SQUARE FEET) 

CIA  -   NEIGHBORHOOD COMMERCIAL DISTRICTS 
C1B  -   COMMUNITY RETAIL DISTRICTS 
C4   -   HIGHWAY COMMERCIAL DISTRICTS 

W1A - RESEARCH AND DEVELOPMENT DISTRICTS 
W1B - INDUSTRIAL DEVELOPMENT DISTRICTS 
W2 - LIGHT INDUSTRIAL DISTRICTS 
W3 - HEAVY INDUSTRIAL DISTRICTS 

Bl - BUSINESS - LOCAL 
B2 - BUSINESS - GENERAL 
HI - MANUFACTURING - LIGHT 
M2 - MANUFACTURING - HEAVY 
OS - OPEN SPACE 

SOURCE: COMPILATION OF ZONING MAPS 
PREPARED BY THE RESPECTIVE 
COUNTY PLANNING UNITS. 



11 

NOT TO SCALE 

GENERAL   ZONING    MAP 

FIGURE     9 



PROBABLE IMPACT OF THE PROPOSED ACTION ON THE ENVIRONMENT 

This section addresses the general impacts which would occur if the proposed 
action is implemented. 

PRIMARY IMPACTS 

Aesthetic Impacts - Aesthetics is an issue which encompasses many aspects 
of the natural and man-made environment in addition to the interrelationship 
of these features to each other and to the facility design. This discussion 
will focus on the intrinsic visual characteristics of the facility and the 
visual aesthetic impact of the facility on adjacent areas. 

The ambient environmental conditions within the 1-195 area are presently 
heavily influenced by the visual, audible and atmospheric elements of existing 
highway, rail and airport facilities. 

The spatial form of the natural landscape will be modified by the proposed 
action. Because of the nature of the terrain within the corridor and the 
vertical controls which must be met to cross the river, railroad and existing 
highways, the proposed alignment does not conform to the land form of the 
area. 

The Selected Alternate 2/A2A and preliminary Alternates A & B include 
facility design features which would impact areas that have distinguishable 
and desirable visual qualities prior to construction. These impacts are most 
evident in the area from the Harbor Tunnel Thruway to the B-W Expressway. 

The relatively high embankments and highway bridge structure across the ' 
Patapsco River flood plain will be in conflict with the existing environment. 
The clearing of forested areas and substantial regrading required south of 
the Patapsco River will also result in additional visual/aesthetic impacts. 

The elevated structures, ramps and approach roadways, and the substantial 
regrading associated with the reconstruction of the B-W Expressway and MD 
170 interchanges, although obtrusive design elements, will not be out of scale 
or character with the physical environment of those areas. 

Although it is not possible to mold the highway alignment to the terrain, 
screening of the highway from sensitive receptors is provided in several 
areas by terrain, distance and vegetation. 

During the construction of the highway, existing trees and other vegetation 
will be maintained within the undisturbed areas. 

The location and design of the river bridge will be compatible with the 
natural setting. The pier spacing and superstructure design will provide 
a clean, uncomplicated look. The use of weathering steel for the bridge 
superstructure will be considered. 
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Recreation - The proposed project will require the acquisition of land from 
Patapsco Valley State Park and areas slated for future acquisition and park 
development. 

While all three construction alternatives would impact park lands, the 
Selected Alternate 2/A2A and Alternate A were developed to minimize encroach- 
ment and avoid future park development. 

A detailed evaluation of the impacts on this park and the planning measures 
incorporated into the project to minimize harm is provided in the attached 
Section 4 (f) Statement. 

Terrestrial Ecology - One ecological impact of the proposed project is the 
segmentation or removal of forested areas with resultant reduction of resident 
wildlife population in these areas. 

Disturbance of large unsegmented traits which provide food cover and relatively 
unrestricted movement can result in adverse effects to wildlife. 

Although most resident forms of vertebrates will move to adjacent habitats 
during construction, these species will likely perish due to competition and 
the fact that these adjacent areas may not be suited to their biological 
requirements. 

While the segmentation will adversely affect animal species that need large 
unbroken tracts, the proposed construction will create additional ecotonal 
or "edge" habitats which will enhance other wildlife populations. 

Terrestrial communities in the corridor are judged to be less than "prime" 
natural ecosystems. However, there still remain some separated pockets of 
"high quality" wildlife habitat within the project's area of influence. 

Animal population within the area are suppressed because of the growing human 
population and urbanization which have reduced available animal habitat. 
However, there is still a sufficient amount and variation in habitat to sustain 
the various plants and animals found in the project area. The proposed project 
should not have any major significant impact on wildlife and their distribution 
throughout the area. Limiting factors such as existing roads and urbanization 
will continue to restrict the numbers of wildlife in the corridor. 

Paradoxically, the increase in human population also causes a greater need 
for fishing, hunting, outdoor recreation and nature study areas. 

Soils and Geology - The Selected Alternate 2/A2A and preliminary Alternates A 
& B traverse essentially the same soil types. The alternates leave Baltimore 
County and approach the Patapsco River with embankments of 30' to 35'. The 
flood plain contains soils from the Codorus series and Hatboro series which 
has a high water table and may be plastic and sticky depending on the amount 
of clay present. Settlements and stability may be a problem in this area. 
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From the Patapsco River flood plain, south to the Baltimore-Washington Parkway, 
the roadway crosses the best soils on the project. These are the Sassafras 
and Croom soils which generally are favorable for roadway location and are 
a good source of embankment material. Embankments on these soils should pose 
no problems. The deepest cut in these soils for the Selected Alternate 2/A2A 
and Alternate A is 48' at Station 214+00. Perched water table or wet weather 
springs may be encountered in these cuts, presenting the problem of possible 
erosion. r 

From the Baltimore-Washington Parkway, south to the end of the project, there 
are three major soil areas encountered by the construction alternates. The 
first is a large area that has been disturbed or altered in the past. Grading 
has cut away the original soil profile or covered the original soil with fill. 
The resulting surface layer varies in texture, drainage characteristics and 
depth to water table. The second is a large area described as loamy and 
clayey land and is located in the vicinity of the Baltimore-Washington Parkway. 
This soil mantle consists of sands or silts having a varied thickness and 
underlain by deposits of clay. The clay is very plastic, sticky and is very 
unstable. The third is a large area of soil in the muirkirk series which 
has a sandy surface layer underlain by a clay subsoil. This clay subsoil 
may be plastic, sticky and unstable if a high moisture content exists or it 
is disturbed by grading operations. 

The embankment in the Baltimore-Washington Parkway vicinity reaches heights of 
65' for the Selected Alternate 2/A2A and Alternate A and 55' for Alternate 
B. The foundation soils are Sassafras, Rumford and Loamy and Clayey land. 
The Sassafras and Rumford soils are favorable for roadway location; however, 
the loamy and clayey land may present settlement and stability problems under 
these high fills. The lower fills of 15' to 20', south of the Baltimore- 
Washington Parkway, should present no problems. The 10' to 12' cut in the 
vicinity of Station 258+00 is in the Rumford soil and the loamy and clayey 
land. The Rumford soil is a satisfactory roadway foundation unless a high 
water table is encountered. The loamy and clayey land material may present 
a stability problem. 

The Selected Alternate 2/A2A and preliminary Alternates A & B are comparable 
from the soils viewpoint because the alternate lines cross the same soils 
and the cuts and high fills are essentially in the same materials. The 
Selected Alternate 2/A2A and Alternate A have the higher embankments, while 
Alternate B has the deeper cuts. The earthwork results show that the Selected 
Alternate 2/A2A and Alternate A requires 1,800,000 C.Y. of embankment and 
330,000 C.Y. are available from the excavation resulting in a borrow item 
of 1,500,000 C.Y. Alternate B would have required 1,100,000 C.Y. of embank- 
ment, and 850,000 C.Y. is available from the excavation resulting in a borrow 
item of 250,000 C.Y. 

The Selected Alternate 2/A2A and Alternates A & B lie almost entirely on the 
Potomac Group silty clay facies (see description of stratigraphy, page 16). 
For this reason, there will be essentially no impact on either ground water 
quantity or quality by the proposed construction. 
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Although there were formerly several wells for industrial use in the vicinity 
of the-I-195/U. S. 1 interchange, only one well is still in use. The Calvert 
Distillery Co. well is located east of the interchange, is in the flood plain 
of the Patapsco River and will not be affected by the proposed construction. 

Houses on Elkridge Landing Road are on terrace deposits and some have shallow 
dug wells. All houses are up-slope from the interchange and no impact on 
these wells is expected. 

With proper drainage and gentle cut slopes, the Potomac Group silty clay facies 
present no environmental problems in highway construction. 

However, when highway cuts are required in areas where terrace deposits overlay 
Potomac clay, perched water and wet weather springs can be expected along 
the contact. These conditions will occur at several locations along the 
corridor. 

The construction of Ramp A of the interchange with Baltimore-Washington 
Expressway (Alternate B) would have required the placement of embankment on 
a steep hillside which is underlain by Potomac Group clay. The stability 
of this fill would have required careful evaluation during design. 

Aquatic Ecology - The continued urbanizing effects in the study area provide 
the potential for adverse impacts on the aquatic environment. 

The process of building and operating a transportation facility, such as 
proposed under the 1-195 improvements, interferes with hydrologic processes 
in various ways. 

The impacts to be considered during the construction phase include: erosion 
of newly exposed soil; construction equipment operations in the water; chemical 
impacts from construction equipment (primarily oil and grease); and reduction 
in the amount of vegetated areas. 

Water quality impacts during the operating period consist of potential erosion 
and chemical impacts resulting from maintenance operations and roadway pollu- 
tants. 

Perhaps one of the most serious impacts of the proposed project would be the 
potential of additional sedimentation to the already heavily stressed streams 
in the corridor. This potential exists, in part, because of the nature of 
soils in the area and the significant amounts of cut and fill required for 
construction grading. 

In addition, gathering surface runoff from the highway into culverts or other 
hydraulic structures and discharging that concentrated runoff along the highway 
or into a stream channel may significantly change velocity and discharge 
quantity with subsequent changes in stream regime and erosion. 

51 



^ 

Erosion control measures will be provided on the project in accordance with 
state regulations. Adequate technology exists to insure that construction 
activities which cause land disturbances will have a minimal, if not negli- 
gible, impact upon surface water quality from the standpoint of erosion and 
sediment.13 With cooperation from the responsible state and federal agencies, 
the most appropriate and feasible mitigative measures to reduce any adverse^ - 
impacts will be incorporated in the final design. Erosion control measures 
to be employed are very site specific. The control measures to be used depend 
on soil types, slope angle and length, seepage areas and exposure. Site inves- 
tigations must be conducted prior to the selection and implementation of 
specific erosion control projects. Highway maintenance activities can have 
a significant effect on pollutant and sediment discharge from roadways so 
care must be exercised to minimize such discharges. 

The construction of the 1-195 improvements will require the following Federal 
and State permits: Federal Water Pollution Control Act, Section 404 Permit; 
Waterway Construction Permit; and Sedimentation and Stormwater Control Permit. 

Because of the significant amount of fill required for the project, a large 
amount of borrow material will be required. Proper selection of borrow 
material should include potential impacts of borrowing on surface water 
quality. It may be possible to coordinate some borrow site selection with 
design of erosion control measures such as permanent sediment ponds. Borrow 
which has adequate stability and a low erosion potential will be selected 
wherever possible. Care must be exercised to avoid creating erosion problems 
in borrow areas which may be located outside the immediate study area. 

State Highway Administration procedures require the contractor to obtain all 
required borrow materials and to dispose of all waste materials resulting 
from the construction project. In accordance with the provisions of Chapter 
245 of the Acts of 1970 for the State of Maryland, it is also necessary for 
the contractor to obtain permits from the appropriate state and county agency 
for any off-site work, which includes borrow pits, waste areas and the treat- 
ment of these during and after completion of the project. The county agencies 
will refer the plan for such areas to the Soil Conservation District for review 
and approval of the erosion and sediment control provisions. The erosion 
control features installed by the contractor shall be acceptably maintained 
for the duration of the contract. 

Control of potential pollutants other than sediment depends to a large degree 
on proper siting of material storage and equipment maintenance areas. Proper 
design will minimize runoff from such sites. Concern for pollution potential 
also will dictate materials and methods to be used for controlling dust in 
the construction area. 

Chemical water pollution can also occur from road borne pollutants such as 
de-icing salts, pesticides, lead salt particulates from exhaust systems and 
the various petroleum products used in and about the automobile. Accidental 
chemical spills involving tank trucks are also of considerable concern. 
Quantitative predictions of the relative impacts of the alternates considered 
in this study with regard to roadway pollutant generation are not real isticall. 
possible at this time. 
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The proposed design for 1-195 with wide relatively flat vehicle recovery areas 
between roadway pavements and open, typically grassed, roadside ditches will 
serve to filter out and trap many roadway pollutants before they reach area 
streams. Proper design of highway drainage structures and the provision of 
grassed buffer strips where feasible will also reduce pollutant loading of 
surface waters. 

The impermeable surface created by paving the highway and shoulders causes 
a substantial increase in the volume and rate of surface runoff. Removal 
of vegetation for construction of the facility affects the process of transpi- 
ration and also influences the nature of overland flow. 

The resulting effect of these conditions is that the ground will not be able 
to absorb as much rainfall as it has in the past. The excess water will flow 
quickly into the area streams, increasing the probability of higher flows 
downstream. The increased velocity of higher flows may alter the stream 
channels, decrease water quality and increase costs from flood damage. 

While the initial construction of the 1-195 improvements will not result in 
any significant impacts of these types, the more significant, long-term impact 
will be the incremental increase in the amount of impervious surface resulting 
from induced development. This issue is addressed under the discussion of 
"Secondary Impacts on the Aquatic Environment", provided on page 77. 

The Selected Alternate 2/A2A probably will have a lesser impact on surface 
water quality than Alternate B due to the fewer number of streams encroached 
upon. Timing of construction operations would have a significant effect on 
the magnitude of the impacts on surface water quality in the area. Therefore, 
the recommendation of the Maryland Fisheries Administration that no in-stream 
construction and no construction including substantial earthmoving operations 
in the vicinity of the stream crossings will be permitted from March 15 to 
June 15 is supported in order to protect aquatic resources in the project 
area. 
The proposed 1-195 improvements will not require any stream relocations. The 
majority of the stream crossings within the corridor are spanned by bridge 
structures. An unidentified tributary to the Patapsco River in the area of 
the I-195/U.S. Route 1/1-895 interchange will be piped under a ramp, and 
Little Kitten Branch within the area of the MD 170 interchange will be 
enclosed in conduits at several locations. The comments resulting from early 
coordination with the Maryland Department of Natural Resources, Water Resources 
Administration concerning surface water impacts are reflected in the proposed 
1-195 design. 
The Selected Alternate 2/A2A and preliminary Alternates A & B would result 
in some flood plain encroachment. These impacts are discussed on page 63 of 
this statement. 

Comparison of the "build" alternatives with respect to loss of vegetated areas 
and subsequent impacts related to the hydrologic processes indicates that 
Alternate B would have required approximately 24 more acres of right-of-way 
than the Selected Alternate 2/A2A. However, this additional area is primarily 
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due to increased length of roadway slopes which will be seeded during con- 
struction. The overall paved or impervious areas for each of the "build" 
alternatives will be essentially the same. 

Although no wetland areas are directly impacted by the proposed construction, 
two wetland units have been identified along Stony Run, west of Maryland 
Route 170. The wooded swamps of these wetland units will be protected from 
sediment resulting from construction operations upstream. The need for and 
the type of erosion and sediment control measures will be determined during 
the design stage. These measures may include such treatments as temporary 
and permanent detention or sedimentation basins; channels, ditches, berms, 
or shoulder dikes for diverting water to satisfactory outfalls; and structures 
to control high velocity flows at the outlet of drainage structures. 

In summary, impacts of construction on surface waters and the life-forms which 
they support may be either permanent or temporary in nature. The temporary 
adverse effects of siltation on surface waters and aquatic ecology will be 
the primary cause for concern. The erosion and sedimentation controls that 
will be provided should minimize any significant adverse impacts of the pro- 
posed construction. 

The following named streams were identified as having high probability of 
being affected to some degree by the proposed construction: 

1. Little Kitten Branch 

Little Kitten Branch is a small stream with a sandy gravelly bottom. 
The banks are well vegetated along the stream, a condition which 
helps to reduce erosion and pollutant discharge to the stream. 
Some increased turbidities resulting from construction activity 
should be the only measureable impact on water quality in this stream 
directly attributable to the proposed highway corridors. 

II. Stony Run 

This stream perhaps is the most sensitive in the study area. The 
banks along the stream are low and very brushy while the stream 
generally has a sandy gravelly bottom. Wetlands exist along the 
stream which are important wildlife habitats and will be carefully 
protected. Some siltation may occur but it should be minimal with 
proper erosion controls because no stream relocations are planned. 
The existing Conrail tracks parallel the stream through the study 
area. Some pollutants from track drainage now reach the stream and 
the impact of this drainage likely will be greater than that to be 
expected from the new highway construction. The Selected Alternate 
2/A2A will have significantly less impact on Stony Run than Alternate 
B would have had because it is further from the stream. Construction 
of the connecting ramps with the Baltimore-Washington Expressway 
for the Selected Alternate 2/A2A and Alternate A represents the 
greatest potential for erosion problems. 
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III. Deep Run 45 
The stream banks of Deep Run are well vegetated but quite steep 
so sloughing of the banks undoubtedly occurs naturally with result- 
ing siltation of the streams. The Selected Alternate 2/A2A and 
Alternate A avoid any intrusion into the drainage area of this 
stream except at a point near the junction of Deep Run and the 
Patapsco River. Alternate B crosses Deep Run so that some erosion 
and sedimentation would have been expected until the cover became 
established. Proper erosion control will minimize impacts to 
stream. 

IV. Patapsco River 

Banks along the Patapsco are well vegetated and quite steep. 
Crossing of the stream will be required under all construction 
alternates. While some erosion will occur from embankment con- 
struction adjacent to the stream crossing, the major potential 
for adverse impact lies in the construction of the bridges across 
the stream. Extreme care will be exercised to prevent contaminants 
from the bridge construction activities from reaching the stream. 

Some construction operations and stream conditions may necessitate the construc- 
tion of diversion dikes or other protection measures to avoid sediment problems. 
Embankment slopes will not be permitted to encroach on the stream channel. Where 
practicable, a protective area of vegetative cover will be left or established 
between the highway embankment and the stream channel. 

Coastal Zone Management Program - The proposed project is located within the re- 
gional Coastal Zone management area. During the Project Planning Studies, poten- 
tial impacts affecting land and water uses and coastal area resources were re- 
viewed with the appropriate State and Federal agencies. The planning measures 
incorporated into the 'proposed project, together with measures that will be im- 
plemented during final design and construction (e.g.; permit requirements, ero- 
sion and sedimentation control measures and further coordination with affected 
agencies) will be provided, consistent with the objectives and policies of the 
Coastal Zone Management Program. 

Relocation Impacts - The State Highway Administration, Bureau of Relocation 
Assistance, has prepared a detailed relocatipn assistance study* for the pro- 
posed project. Pertinent information from this study is discussed below. The 
complete study is available for inspection at the State Highway Administration, 
707 North Calvert Street, Baltimore, Maryland. 

The relocation resulting from the Selected Alternate 2/A2A is located in Anne 
Arundel County. No improved properties are affected in either Baltimore or 
Howard Counties. 

The residential property affected is located in the rural-residential area 
bounded by the Baltimore-Washington Expressway to the south and the Potapsco 
River to the north. 

The relocation study conducted for the proposed project indicates that no es- 
tablished communities will be divided or disrupted by the Selected Alternate 
2/A2A. 

The Selected Alternate 2/A2A and Alternate A would require the displacement of 
one (1) owner occupied family, which consists of approximately four persons. 
There are no minority families or persons displaced by these alternates. 

*A Detailed Relocation Assistance Study was performed by the State Highway 
Administration's Bureau of Relocation Assistance. This study, which included 
a determination of the availability of replacement housing, was completed in 
April, 1979. 
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Alternate B would have required the displacement of three (3) owner occupant 
families, which consisted of approximately twelve (12) persons. All three 
of these families are of a minority group. 

Ample replacement housing is usually available in northern Anne Arundel County 
(5th Tax District). However, since the homes affected are located within 
a rural area, locating replacement housing with similar physical surroundings 
may be difficult in the immediate locale. 

The following is a breakdown of the houses available within the 4th and 5th 
Tax Districts of Anne Arundel County. 

Dollar Range Houses Available 

0-$20,000 14 
$20,000-$40,000 63 
$40,000-and up 67 

Because of the few properties affected by relocation, other federal or state 
projects presently contemplated would not adversely affect the housing supply 
within the area. Lead time to implement the relocation plan (with the possi- 
bility of housing of last resort) is expected to be between six and twelve 
months. 

The relocation of the family displaced by the Selected Alternate can be 
accomplished without any undue hardship to the displacee. The relocation 
can be accomplished in accordance with the requirements of the "Uniform 
Relocation Assistance and Land Acquisition Policies Act of 1970 (Public Law 
91-646)" and can be effectuated in a timely and humane fashion. 

The Equal Employment Opportunity Program of the State Highway Administration 
states, in part: 

"It is the policy of the Maryland State Highway Administration to insure 
compliance with the provisions of Title VI of the Civil Rights Act of 
1964 and related civil rights laws and regulations which prohibit discrim- 
ination on the grounds of race, color, national origin, sex, age, religion, 
or physical or mental handicap in all State Highway program projects 
funded in whole or in part by the Federal Highway Administration. The 
State Highway Administration will not discriminate in highway planning, 
highway design, highway construction, the acquisition of right-of-way, 
or the provision of relocation advisory assistance. This policy has 
been incorporated into all levels of the highway planning process in 
order that proper consideration be given to the social, economic, and 
environmental effects of all highway projects. Alleged discriminatory 
actions should be addressed to the Equal Opportunity Section of the 
Maryland State Highway Administration for investigation." 
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Social Impacts - Assessment of social impacts involves consideration of 
the project's effect in three general areas: (1)  displacement of people, 
(2) community cohesion and (3) accessibility of facilities and services. 

(1) Displacement of People: 

The previous section, "Relocation Impacts", described the magnitude of 
the displacement associated by the proposed improvements, the avail- 
ability of adequate replacement housing and the ability of the dis- 
placees to successfully complete relocation to replacement housing,. 

As indicated. Alternate B would have necessitated the displacement of 
three (3) owner occupant families which consist of approximately twelve 
(12) persons. All three of these families are of a minority group (black) 
The relocations associated with any of the build alternatives would not 
affect the elderly, handicapped or other disadvantaged groups. 

(2) Community Cohesion: 

The proposed project will not intersect, bypass or isolate identifiable 
communities within the study area. 

The project will not result in increased traffic volumes on local 
streets or roadways. Pedestrians and bicycle mobility along local 
roadways will be unaffected, although temporary disruption may occur 
during the construction operations. 

All local traffic movements will be maintained. Therefore, the 1-195 
improvements will not inhibit previously free movement by residents. 

The residential properties adjacent to the existing section of 1-195, 
which extends from 1-95 to U. S. 1 will be subject to proximity impacts 
resulting from increased traffic volumes on 1-195. These impacts 
will have a minor affect the community quality within this area. 

The impacts on community quality resulting from construction equipment 
and operations, detours or other disruptive features are discussed in 
the section, "Construction Impacts", Page 76. 

(3) Accessibility of Facilities and Services: 

Facilities and services considered in this evaluation include educational 
and health facilities, employment, commercial and institutional centers, 
recreational and cultural facilities and energency services. 
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Interstate 195 will have potential significant effects on mobility in 
the region or bi-regional area. The proposed project was a key element 
in the recommended airport access improvements. Improvements to 1-195 
are considered essential in order to assure that adequate facilities are 
available to serve both projected airport growth and nearby commercial 
and industrial development. 

Although the project will have its greatest impacts at a regional scale, 
it will also provide benefits to local area accessibility. 

Police and fire protection services will benefit from the increased traffic 
capacity in terms of emergency vehicle response time, especially during peak 
hour traffic. The 1-195 improvements will provide an additional, as well 
as alternative, direct high-speed connection between jurisdictions, when 
those demands occur. 

Accessibility to public facilities and services will not be reduced 
in any part of the study area. Traffic movements along the local 
roadway network will be maintained. Accessibility along the major 
intersecting routes will be enhanced by reduced traffic congestion. 

Economic Impacts - Highway effects are often viewed in terms of their likely 
impacts on users and non-users. Highway user benefits are largely in the 
form of travel time savings, reductions in operating costs and reduced losses 
from accidents, injuries and death. Highway non-user benefits accrue to 
individuals and firms whose gains are a result of the highway, but not from 
a direct use of the highway. These benefits are indirect in nature and 
generally come about because of a transfer of user benefits to others in the 
community. 

Problems arise when attempts are made to aggregate user and non-user benefits 
because, in general, they are not additive. For example, the value of land 
near highways, especially near interchanges, often increases dramatically 
as a result of people wanting to take advantage of the better accessibility 
the highway provides. Thus, travel cost and time savings, a user benefit, 
gets capitalized into higher land values and is transferred, in a real sense, 
to non-users. Firms that realize lower production costs because of transpor- 
tation advantages might, in time, pass these on to consumers in the form of 
lower prices. 

In a somewhat parallel vein, costs also get transferred to non-users. Such 
costs as noise, air and water pollution effects from highways are borne by 
landowners and others in the vicinity of the highway, even to the extent that 
some property values will be lowered. Congestion costs are one of the typical 
costs under a No-Build alternative, and these are borne by users as well as 
highway neighborhood non-users. 
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(1) Accessibility: An efficient transportation system provides accessibility, 
the essential linkage between the producing and consuming sectors of 
the economy. Industry must have good accessibility to both the suppliers 
of its inputs and to the consumers of its outputs. For many industries, 
accessibility is measured within a national framework. Commercial 
establishments must have good accessibility to households. Households 
(consumers) desire good accessibility to employment, shopping, schools, 
recreation and to other activities, usually within a neighborhood or 
community context. 

Clearly, the dominant beneficial impact of the proposed project is 
improved accessibility, principally to the BWI Airport, but also to 
the existing business firms along U.S. 1, MD 170 and Elkridge Landing 
Road. The anticipated increase in passenger and air cargo use of the 
BWI Airport will enhance the accessibility benefits over time. In view 
of the growing concern for future energy use, the proposed Amtrak station 
located adjacent to 1-195 could experience increasing demand, thus further 
enhancing the desireability for improved access. 

The direct benefits which result from improved accessibility are reflected 
in reduced travel costs, both in terms of the value attributable to 
travel time and the out-of-pocket cost of vehicle operation. The latter 
costs are the marginal cost of the vehicle - what it costs to drive it 
an additional mile. Thus, all fixed costs such as insurance, registration 
fees, depreciation and interest charges are not included. 

Increased accessibility will provide positive benefits resulting from 
the reduction in travel time for emergency vehicles. Time is crucial 
for fire, police and medical services - the more direct access as well as 
reduced congestion will enable such vehicles to reach their destination 
more quickly. 

The reduction in traffic congestion, especially during rush hours, will 
result in increased safety to highway users and reduction of accident rates. 
Not only are accidents costly to users in terms of repair costs and 
medical expenses, but also in terms of lost earnings during convalescense 
or permanent disability. To those costs must be added the inconvenience of 
being without a vehicle during the repair and replacement period. 
Moreover, insurance premiums rise as the frequency and severity of 
accidents increase. 

During the public meetings held for 1-195, some persons expressed concern 
that the planned improvements would result in additional traffic impacts 
through the Linthicum area. However, both the traffic projections developed 
by the State Highway Administration for the 1-195 project, and those 
utilized in the Baltimore/Washington International Airport Master Plan 
study, indicate that the improvements included in the "assumed highway 
network" would result in lower traffic volumes through Linthicum than 
would occur during the same period with the "No-Build", or existing 
highway network. 
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In addition to the highway network assumption indicated on Page 81, 
the 1-195 traffic projections assume that Hammonds Ferry Road will be 
upgraded to four lanes between MD 176 and West Nursery Road. The 
planned improvements to the existing highway network will provide some 
relief of traffic through Linthicum by diverting traffic to the new or 
improved facilities. 

Baltimore County officials have expressed concern that the proposed pro- 
ject will aggravate the existing congested traffic conditions in the 
Catonsville area. It is contended that traffic traveling between western 
and northwestern Baltimore, Howard and Carroll counties, and the BWI 
Airport will utilize Rolling Road and other local roadways to enter the 
northern terminus at 1-95. This issue is a major planning consideration 
associated with the proposed action in Baltimore County. 

In response to these concerns, the SHA Bureau of Highway Statistics has 
reviewed the traffic forecasts. Their review has indicated that it would 
be extremely unlikely that traffic originating in Howard, Carroll and 
western and northwestern Baltimore counties would use feeder streets such 
as Rolling Road in order to utilize the 1-195 connection to the BWI 
Airport. Trips of that length are more likely to continue on a freeway 
route than to seek "shortcuts" on small side roads that have slow moving 
traffic, stop signs and traffic signals to impede them. 

However, some trips from the Catonsville area that now utilize MD 372 
and MD 144 to get to the Beltway and to the airport vicinity will be     A 
diverted to MD 166. The overall increase in traffic on MD 166 due to 
these trips appears to be minimal. 

(2) Access to Westinghouse Facilities: The Westinghouse Defense Complex, 
a major employer in Anne Arundel County and the Baltimore Region, is 
located along MD 170 south of the interchange between MD 170 and MD 
46. This plant presently employees 12,000 to 13,000 people. Presently 
there is parking for approximately 6,000 cars with 2,865 spaces located 
to the west of MD 170 and 3,135 on the east side or building side of 
MD 170. 

There are three main entrances which are signalized and one unsignalized 
entrance into the parking areas on the east side (see Figure 10). The 
signals are hand operated during the peak hours (6:30 A.M. to 8:30 A.M. 
and 3:00 P.M. to 5:00 P.M.) and are in flashing operation the remainder 
of the time. Gate 1 is a security controlled access point and the 
majority of the truck traffic which proceeds to the service area in the 
rear of the building uses this entrance. Westinghouse officials have 
estimated that approximately 80 to 100 trucks per day use this entrance. 
Gate 2 provides access to a small security area in front of the 
Aerospace Building and to the parking area in front of the Central 
Services Building. Much of the traffic at this gate is made up of 
visitors and salesmen and is spread out through the day. 
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Gate 3 provides access to a large parking area south of the buildings 
and has heavy traffic during the peak hours. An unsignalized 
gate located near the southern end of the complex also serves the 
same parking area. This gate is scheduled to be closed in conjunction 
with the proposed Stony Run Road Relocation and access directly from 
proposed Stony Run Road is to be provided. Gate 3 provides access 
to a small number of trucks to the rear of the plant and also as 
another access gate to the security parking behind the plant. 

The North Parking Lot (Lot A) located across from Gate 1 contains 
parking for approximately 2,250 cars. There are three entrances 
into this lot: an unsignalized entrance which handles much of the 
traffic from the MD 46 exit ramp, an entrance at Gate 1 and 
another signalized entrance located a short distance south. 

The Northwest Parking Lot (Lot H) is located across from the Central 
Services Building and contains parking for 615 cars. There are 
three entrances to this lot: an entrance opposite Gate 2, which is 
signalized, an unsignalized entrance from MD 170 and an unsignalized 
entrance from existing Stony Run Road. 

Most pedestrians from Lot A and Lot H presently cross MD 170 at-grade 
during red cycles of the signal phase at the signalized intersections. 
Westinghouse has a pedestrian tunnel under MD 170 from Lot A to the 
plant near Gate 1, but this is used infrequently. The pedestrian tunnel 
will not be affected by the construction of the Selected Alternate 2/A2A. ^^ 

Md. 170 in the vicinity of the Westinghouse Defense Complex consists      ' 
of two lanes in each direction with no separate turning lanes. The 
State Highway Administration presently owns a 200 foot right-of-way in 
the vicinity of Westinghouse and portions of the unused right-of-way 
are utilized by Westinghouse for parking on the west side of the road. 
With the selected alternate Westinghouse will no longer be able to use 
this area for parking. The entrances near Gate 1 are within 300 to 400 
feet of the existing entrance ramps to the Md. 46 interchange. The 
Selected Alternate 2/A2A would affect the access to the Westinghouse 
facilities at one location.  Under the proposed design access to Gate 1 
would be via a parallel service road located south of MD 170. 

(3) Employment, Income and Business Activity: Improved accessibility in 
the study area by an 1-195 improvement will significantly improve the 
desirability of this location for future industrial and commercial 
activities. The area's proximity to 5 major highway routes, a major air 
terminal, a major seaport and a main railroad line is almost unsurpassed 
in terms of transportation advantages. With virtually no conflicting 
land uses, and with vacant land present, it Is ideally suited for 
industrial and commercial expansion. While such expansion would improve 
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employment and Income within the broader region, these must be considered 
as regional benefits, not net national benefits, since in all likelihood 
such expanded activity would have occurred or located elsewhere in the 
absence of the 1-195 improvement. The employment and income associated 
with the actual construction, however, will represent a net benefit to 
the extent that the resources, including labor, employed in the project 
would have been unemployed or would have earned lower returns in the 
absence of the project. Some local businesses that cater to construction 
needs will surely benefit, as will retailers catering to construction 
workers that might move in. But, such impacts are short-term and the 
benefits will not linger once construction is completed. 

This potential increase in employment, income and business activity is 
consistent with the Baltimore Region's General Development Plan Economic 
Development Policy. 

(4) Residential Activity: The project will not have a major economic impact 
on housing supply or demand or on residential activity in general. One 
family will be adversely affected and to them the impact is major. 

(5) Land Values and Taxation: There can be little doubt but that the improved 
accessibility in the corridor will ultimately lead to higher property 
values as the locational advantages become capitalized into land values. 

Increases in land values lead to higher property tax revenues for the local 
municipalities, school boards and other taxing units. On a broader 
regional or national scale, however, such tax revenue increases may 
only represent inter-regional transfers. To what extent tax revenue 
increases represent net benefits to the local region is very difficult 
to ascertain. Tax yield increases must be balanced off against the 
increase in costs of providing public services, such as fire, police, 
water, sewage and solid waste disposal. Industrial expansion generates 
residential development, which translates into expanded school budgets. 

There will be a loss of property tax revenues on land acquired for right- 
of-way. However, the people displaced must relocate and, if they relocate 
within the same jurisdiction, in time there should be no appreciable 
overall decrease of tax yields. Moreover, any new demand for housing, 
commercial or industrial sites, in light of the fixed land supply, will 
increase the overall value of real property (land and improvements) to 
the point where future tax yields should rise (allowing time for assess- 
ments to reflect the new values). 
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(6) Operational Effects: Two benefits in this category, closely related, 

appear appropriate for the 1-195 improvement. The first is reduced 
congestion on existing routes from which traffic would be diverted once 
the 1-195 improvement is completed. Some'drivers would still use these 
existing routes and, to the extent that shifts to 1-195 occur, congestion 
would be reduced for these drivers. This is the "other side of the coin" 
for lower travel time and operating costs, occurring to non-users of 
1-195. The travel time and operating cost savings discussed in the earlier 
section referred to 1-195 users only. Care must be taken to keep these 
two "user sets" distinct so as to avoid double counting such benefits. 

The second benefit is energy savings, arising from both shorter travel 
distances and travel time (reduced congestion) occurring on both 1-195 
proposed and existing routes. This benefit, in value terms, would be 
reflected in lower operating costs so it is not additive to the benefits 
mentioned previously. However, because of the conscious need to consider 
energy conservation today, it is prudent to point out these potential 
savings. 

(7) Resources; The proposed action will not result in any demand-supply 
imbalances, because of the relatively modest scope of the project when 
reviewed in light of the productive capacity of the region. Labor is 
highly mobile in the construction industry; therefore, the broad labor 
shed of the region is the one relevant to the project. No shortage (labor 
or materials) should occur which would result in project modification. 

The Selected Alternate 2/A2A will reduce congestion in the area. To 
this extent, there should be a favorable impact on energy consumption. 

River Modifications (Flood Hazard Impacts) - Floods are a major problem on 
the Patapsco River. The floods of Hurricane Agnes in 1972 and Hurricane 
Eloise in 1975 caused widespread damage throughout the watershed. 

The flood prone areas within the corridor are indicated on Figure 11 and 
are adapted from investigations and maps produced by the Federal Insurance 
Administration. The areas were delineated on the basis of readily available 
information and are not the result of flood routing or other engineering 
analysis. The areas delineated on this map are in no way related to the 
impacts resulting from the 1-195 improvements and are based on a 100-year 
flood event. This event, commonly termed the 100-year flood, is equalled 
or exceeded once on the average during any 100 year period and has a 1 percent 
chance of being equalled or exceeded during any year. 

Records from the Agnes flood in 1972 (the flood of record) on the Patapsco 
show that the water crested at approximate elevation 34.5 in the vicinity 
of the 1-195 crossing. The flood water caused damage to residential and 
commercial structures in the vicinity of Elkridge along U. S. Route 1, Furnace 
Road and Deep Run. Portions of the Harbor Tunnel Thruway were also inundated. 
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The Patapsco River Flood Study, was completed jointly by the Maryland Water   f| 
Resources Administration and the Baltimore Regional Planning Council in March, ^ 
1980. This study identified the flow and flood plain limits for the 100 year 
flood and includes consideration of flood control measures for the river. 

The flood plain limits identified in this study are a refinement of the 
Federal Insurance Administration limits already established along the Patapsco. 
Maryland Water Resources Administration's analysis of the existing stream 
channel conditions shows that should a storm of intensity equal to Agnes 
reoccur now, the water level in the vicinity of the 1-195 crossing will be 
approximately 1.5 feet higher than the 1972 level due to fill which has been 
placed in the river valley downstream since 1972. The water level near the 
harbor will be as much as 4 feet higher during an Agnes type storm than in 
1972. 

The Interstate 195 alternates must cross the Patapsco River Flood Plain since 
the project connects to the existing 1-95 interchange to the north and to 
the existing main entrance into BWI Airport on MD 46 to the south. The river 
must be crossed to join these two termini. 

During the preliminary design phase of this project, hydraulic/hydrologic 
studies will be performed to establish the design requirements that would 
accommodate a storm of the proportions of the flood of record (Agnes, 1972). 
These design features would provide measures to insure the structural integrity 
of the facility in the event the area was flooded. The design measures would 
include adequate embankment and slope protection. 

A flood control measure that is being considered in the Patapsco River Basin 
Study is the removal of the abandoned railroad embankment upstream from the 
1-195 crossing which constricts the channel to 200 to 300 feet; this measure 
would lower the flood level for portions of Elkridge. If the Water Resources 
Administration decides to remove the embankment, the work could be accomplished 
as part of the 1-195 construction by making the embankment available for borrow 
material. Additional studies would be performed by the Water Resources Admin- 
istration in order to assess the potential effects of this flood control measure. 

The project will be designed to meet the HUD regulations, which require that 
the 100 year flood level cannot be raised more than one foot upstream from 
the crossing. The federal criteria for purposes of regulating development 
in the flood plain is set forth in the Code of Federal Regulations at 24 CFR, 
1910.1(d). The Maryland Department of Natural Resources regulations governing 
construction in flood plains will also be adhered to in the design for 1-195. 
The project will also be coordinated with the Army Corps of Enginers and the 
required approvals will be obtained. 

Construction of the Selected Alternate 2/A2A will not result in a significant 
encroachment on the flood plain. The encroachment will not result in any 
risk or impacts to human activity, the beneficial flood plain values or provide 
direct or indirect support to further development within the flood plain. 
The removal of the old railroad embankment would lessen potential flood impacts 
to the town of Elkridge, U.S. Route 1 and the Harbor Tunnel Thruway. 
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Construction Impacts - Negative impacts related to the construction phase 
of this project will be of a short-term nature. 

Construction operations involving heavy equipment, especially near residential 
development, will cause unavoidable periods of annoyance due to increased 
noise, vibration and air quality emissions. Enforcement of federal, state 
and local regulations and limitations on working hours near residential develop- 
ment will help to minimize these impacts. 

Some disruption of the normal traffic circulation pattern will occur during 
the various phases of construction. Temporary traffic control measures will 
be incorporated in the Construction Specifications to insure a high level of 
traffic maintenance and protection of the traveling public approaching the 
construction area and within the limits of construction. 

The sequence of construction will be performed in a manner which will main- 
tain vehicular and pedestrian access to all properties and existing roads. 

The construction of the Selected Alternate 2/A2A and Alternates A & B would 
impact the Federal Aviation Administration's approach light and power distri- 
bution systems for Runway #15 at BWI Airport. 

The impacts are primarily resulting from the.proposed improvements to the 
I-195/MD 170 interchange. The foundations of five (5) light towers must be 
replaced due to the proximity of the roadway construction. Five (5) towers 
must be replaced with structures which span roadways. 

The current operation of the light systems varies with visibility conditions. 
With Category I conditions, every other light is used and with Category II 
conditions, all lights are used. The light system must remain in operation 
at all times. The FAA may allow one or two towers to be taken out of service 
while modifications are made. This is not definite at this time and it is 
possible that all lights may have to remain in operation at all times. 

The entire light system for Runway #15 is scheduled for modification by 1982 
or 1983. The modifications include removal of the last six (6) towers and 
replacement of the upper portion of the remaining towers with a collapsible 
type structure which will not damage air craft should they be too low. The 
foundations and the rigid lower portion of the towers would remain in the 
same location and, therefore, relocation of towers to avoid conflict with 
1-195 will still be required as described above. 

Construction impacts also include those described under the "Aquatic Ecology" 
impact discussion, page 51; Traffic Noise Impacts, page 67; and Air Quality 
Impacts, page 69. 
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Utility Impacts - The Selected Alternate 2/A2A and Alternates A & B would 
involve relocation of public and quasi-public utility systems. The following tf| 
utilities would be affected: ^ 

1. Baltimore Gas and Electric Company 
2. Chesapeake and Potomac Telephone Company 
3. Baltimore County Sewer 
4. Anne Arundel County Sewer 
5. Baltimore/Washington International Airport Sewer 
6. Federal Aviation Administration Facilities 

The Anne Arundel county sewer system would have only been affected by 
Alternate B. All other utilities would be impacted by the Selected Alternate 
2/A2A and Alternates A & B. 

The required relocations and/or adjustments, and the preliminary estimated 
costs for accomplishing this work are as follows: 

The Selected Alternate 2/A2A and Alternate A 

Baltimore Gas and Electric Company: Adjustment of distribution lines 
along U. S. Route 1; move tower and raise transmission lines south of 
Harbor Tunnel Thruway; adjust distribution lines along Furnace Avenue 
and move transmission line tower at Station 211+; adjust distribution 
lines along MD 170. 

Chesapeake and Potomac Telephone Company: Adjust aerial lines along 
Furnace Avenue; approximately 2,000 linear feet (L.F.) of aerial cable 
along MD 170 to be placed underground, 1,000 L.F. of underground cable 
must be relocated. 

Baltimore County Sewer: Encase approximately 300 L.F. of 54" sewer 
along the Patapsco River. 

Baltimore/Washington International Airport Sewer: Relocate approximately 
2,400 L.F. of 12" sewer from the Patapsco River to the Baltimore County 
sewer and through the MD 170 interchange. 

Federal Aviation Administration Facilities: Reconstruct five (5) light 
tower foundations; replace five (5) light towers with structures which 
span the roadways. 

The estimated cost for completing the utility adjustments required for the 
Selected Alternate 2/A2A and Alternate A is $790,000. 

Alternate B (Preliminary Alternate, Not Selected) 

Baltimore Gas and Electric Company: Relocation of distribution lines 
along U. S. Route 1 and adjustment of two transmission towers to raise 
transmission lines south of Harbor Tunnel Thruway; adjustment of 
distribution lines along Furnace Avenue; adjustment of distribution 
1ines along MD 170. 
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Chesapeake and Potomac Telephone Company:    Adjust aerial  lines along 
furnace Avenue; approximately 2,000 L.F. of aerial  cable along Md.  170 
to be placed underground, 1,000 L.F. of underground cable must be relocated, 

Baltimore County Sewer:    Encase approximately 300 L.F. of 54" sewer 
along the Patapsco River. 

Anne Arundel  County Sewer:    Relocate approximately 600 L.F. of 30" 
sewer along Deep Run. 

Baltimore/Washington International  Airport Sewer:    Relocate approximately 
1,000 L.F. of 12" sewer through the MD 170 interchange. 

Federal Aviation Administration Facilities:    Reconstruct five (5) light 
tower foundations; replace five (5) light towers with structures which 
span the roadways. 

The estimated cost for completing the utility adjustments that would have been 
required for Alternate B is $700,000. 

Traffic Noise - Determination of environmental noise impact is based on the 
relationship between the predicted noise levels, established design noise 
criteria and ambient noise levels in the study area.    The applicable design 
noise criteria is the Federal Highway Administration's design noise level/ 
activity relationship published in Federal-Aid Highway Program Manual   (FHPM) 

# 7-7-3. 

Fifteen noise sensitive areas have been identified in the study area; the 
location of these areas are identified on Figures 15 & 16.      A brief 
description of each area follows: 

Noise Sensitive Area  (NSA) Description 

1 13 residences on Viaduct Avenue 
2 10 single family residences along Francis Avenue 
3 8 single family residences on Francis Avenue 
4 Townhouse development 
5 2 single family residences south of 1-195 on 

Cedar Avenue 
6 15 single family residences on Tulip, Hazel and 

Maple Avenues 
7 A single family residence on South Street 
8* 16 single family residences along South Street 
9* 2 single family residences on South Street 

10 Patpasco Valley State Park 
11 A single family residence off of Ridge Road 
12 6 single family residences on Elkridge Landing 

and Winterson Roads 
13 Holiday Inn on Elkridge Landing Road 
14 A single family residence on Ridge Road 
15 International Hotel 

* NSA 8 and 9 are located in the St. Denis/Relay Historic District 
(see Figures 24 and 25). 
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The environmental noise Impacts resulting from the proposed action are as 
follows: 

The Selected Alternate 2/A2A and Alternate A - These alternates would 
impact thirteen of the fifteen noise sensitive areas. Design noise levels 
would be exceeded in the design year at NSA 15. However, no adverse 
impact would result since there is no exterior use at this site (see 
"Summary of Noise Impacts", page 70). 

With the Selected Alternate 2/A2A and Alternate A, ambient noise levels 
would increase from 4-22 dBA. 

Change in Ambient Number of NSA's 
Selected Alternate 2/A2A   

and Alternate A 

Decrease None 
Negligible (+0 - 5 dBA) 4 (Nos. 1, 5, 8, 9) 
Minor (+6 - 10 dBA) 4 (Nos. 2, 4, 6, 13) 
Significant (+11 - 15 dBA) 4 (Nos. 3, 7, 12, 15) 
Severe (over 15 dBA) 1 (No. 10) 

Alternate B - Fourteen noise sensitive areas would have been impacted 
if this alternate were constructed. The design noise levels exceeded 
with the Selected Alternate 2/A2A and Alternate A also occur with this 
alternate. Ambient noise levels would have increased from 3-25 dBA. 

Change in Ambient Number of NSA's 
Alternate B (Not Selected) 

Decrease None 
Negligible (+0 - 5 dBA) 5 (Nos. 1, 5, 8, 9, 14) 
Minor (+6 - 10 dBA) '  4 (Nos. 2, 4, 6, 13) 
Significant (+11 - 15 dBA) 3 (Nos. 3, 7, 15) 
Severe (Over 15 dBA) 2 (Nos. 10, 11) 

Alternate C - If a decision not to construct 1-195 would have been made, 
the degree of traffic noise impact upon sensitive receptors in the study 
area would not have increased significantly.  Present noise levels are 
relatively low and no design noise levels are exceeded. The design 
noise levels would have been exceeded in the design year at NSA 15, the 
International Hotel. At the majority of the sensitive areas, ambient 
level would have increased by approximately 3 dBA, a negligible increase. 

Five noise sensitive areas (3, 7, 10, 12 and 15) would experience significant 
or severe increases in ambient noise levels with the Selected Alternate 2/A2A. 
These areas would not experience design noise level exceedences. The feasibility 
of noise control to reduce potential impact has been investigated. Area 10, 
Patapsco State Park, is discussed in the Section 4(f) Statement and Area 15 has 
no exterior use that would be impacted. Noise Sensitive Area 3 consists of 
seven single familv residences adjacent to the existing section of 1-195. 
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Significant reduction of design noise levels would require construction of 
a noise barrier thorugh this section. 1-195 is on a fill and barrier construc- 
tion would have to be adjacent to the shoulder at the top of the fill. The 
residences impacted run perpendicular to the highway and a barrier ±900 feet 
in length with a height of ±12 - 15 feet would be required to reduce noise 
levels. The cost of the barrier would be approximately $216,000 (based on an 
estimated $16/s.f.). This cost reflects the probability that some type of 
protection in front of the barrier other than the existing guardrail could 
be required to prevent or minimize vehicle/barrier collisions. Full noise 
abatement is not considered justified on the basis of cost to protect seven 
dwellings ($31,000 per structure). 

NSA's 7 and 12 both consist of six dwellings or less, for which expenditures 
to reduce noise through the construction of noise barriers would be the same 
as or greater per structure, than at NSA 3. No barrier construction will be 
considered at these areas as a mitigation measure because the cost far exceeds 
the benefits gained. 

The following methods of noise abatement were also considered: 

a. Traffic Management Measures (i.e., restrictions on vehicle types 
(trucks), time use, speed limits, etc.). As a proposed part of 
the Interstate system, it is not feasible to consider this as a 
noise control measure. The functions of an interstate highway 
would seriously be compromised if such restrictions were implemented. 

b. Partial Abatement Measures. One method which can be employed to 
provide some relief from the projected impact is the use of plant 
material (trees, shrubs, etc.) to establish a visual buffer between 
the highway and adjacent receptors. Use of screen fencing instead 
of or in combination with landscaping is not considered feasible. 
Screen fencing would have to be long lasting and as maintenance 
free as possible. To accomplish this would require a material or 
system similar to that utilized for  a npise barrier. In the case 
of NSA 3, the fence would have to be placed in the same location 
as the previously discussed noise barrier placing it 150' - 200' 
from the residences being screened. ,, 

Distances at Noise Sensitive Area 7 would be greater than 200' and 
the effectiveness of screen fencing could be better accomplished 
with plant material. Noise Sensitive Area 12 would be 150' - 600' 
from the Selected Alternate 2/A2A depending on the particular 
residence considered. Screening (landscaping) will only benefit 
the structures closest to the Selected Alternate 2/A2A and fencing 
Would be inappropriate. 

Further study to determine the effectiveness and feasibility would 
be performed during the final design phase. 
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No design noise level exceptions would be required for the project. Noise 
Sensitive Area 15, International Hotel would have exterior noise levels above 
70 dBA. However, no exterior use/activity is associated with the hotel. 
Interior design noise levels will not be exceeded. 

There are areas of undeveloped land adjacent to the Selected Alternate 2/A2A. 
Design year (2005) noise levels adjacent to the completed Selected Alternate 
2/A2A would correspond to the values below. These L10 levels calculated assume 
no corrections for natural or man-made barriers, vegetation, etc. and are 
intended to indicate generally the noise climate anticipated with completion 
of the Selected Alternate 2/A2A. The levels reflect only highway generated 
noise and do not account for aircraft noise. 

L10 Design Year Noise Levels     Distance From Center!ine of Near Lane 

75 dBA ±100' 
70 dBA ±200* 
64 dBA ±500' 
55 dBA ±1,000' 

Noise emitted from construction equipment will be sporadic and of varying 
intensity and duration during the construction period. Construction under 
normal circumstances is confined to the hours between 7 A.M. - 6 P.M. No 
adverse impact during evening or nighttime hours is expected to occur. 

No specific measures are proposed to minimize construction impact through 
barriers, etc. Preparation of design plans and specifications will give 
consideration to use of special equipment restrictions on construction hours, 
etc. Overall, no significant long-term adverse impacts are anticipated. 

No design year noise levels would be exceeded at Patapsco State Park. No 
noise abatement measures are planned (see Section 4(f) Statement, page 121 
and pages 126 - 128). 

Air Quality - The objective of this analysis is to estimate the carbon monoxide 
(CO) concentrations that will occur under the build alternates and No-Build 
Alternate and to compare those estimates with the State and National Ambient 
Air Quality Standards (S/NAAQS) for CO. 
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SUMMARY OF NOISE IMPACTS 

Interstate 195/1-95 to B.W.I. Airport 

ALTERNATE ' 
Alternate C, No-Build 

(Not Selected) 
The Selected Alternate                   fll.         .    n 

2/A2A and                                Alternate B 
Alternate A (Not Selected)            (Not Selected) 

- 

WO.   OF   NOISE   SENSITIVE   AREAS 15 13 
> 

14 

Residences 75+ i 

• 

Schools None None None 

Churches None None None 
o 

Other 2  motels 2  motels 2  motels 

Historic * l" 1 1 

Parks Patapsco   State   Park Patapsco   State   Pk. Patapsco   State   Pk. 

NO.   OF   NSA'S EXCEEDING DESIGN 
NOISE   LEVELS 1 1 1 

NO.   OF   SIGNIFICANT   NOISE 
LEVEL   INCREASES    (ll-lSdBA) 3 4 3 

NO.   OF   SEVERE   NOISE   LEVEL 
INCREASES    OlSdBA) None 1 2 

TYPE   OF   ALTERNATE   ACCESS 
CONTROL N/A Full   Controls 

• •• - • ~ L 
Full   Controls 

'ft 
. 

                                               1 
-^ 

-l- 

rPotential   St.   Denis/Relay   historic   District 
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To meet this objective, a near field microscale CO emission and transport 
analysis was conducted for four sensitive receptors and three typical  sites 
for the completion year (1985) and design year (2005) on a peak one-hour 
and maximum consecutive eight-hour traffic flow basis, simulating worst-case 
(i.e.,  pollutant dispersion, weather) conditions. 

Estimates of CO concentrations were made using the EPA-developed line source 
dispersion-simulation model "HIWAY" as adapted for intersectional analysis 
by the Maryland Department of Transportation (MOOT).    The emission rates 
used as input to this program were derived from the most recent EPA compila- 
tion of low altitude vehicular CO emission estimates as stored in the program 
"MOBILE 1", May 1978 version. 

Receptor sites were selected on the basis of usage and proximity to the road- 
way.    Accordingly four specific and three typical  receptors were selected, 
two hotels and two residences. 

The three typical  sites were located at regular intervals along a mainline 
section of the build alternates, measured from the edge-of-right-of-way 
(EROW).    Since the proposed project involves construction of a new facility, 
one of the four specific sites and the typical sites would not be impacted 
by the No-Build Alternate. 

The four sensitive receptor sites and three typical sites are shown on Figure 
16.      Each receptor is described as follows: 

Site 1 - A single family residence on South Avenue, approximately 
500 feet from the intersection of 1-195 and U. S. Route 1. 

Site 2 - A single family residence located approximately 800 feet 
from the intersection of 1-195 and the Baltimore-Washington Parkway. 

Site 3 - The Holiday Inn on Elkridge Landing Road southeast of the 
Baltimore-Washington Parkway. 

Site 4 - The Friendship International Hotel adjacent to the 
existing access highway (Maryland Route 46)  to Baltimore-Washington 
International Airport. 

Sites 5a, 5b,  5c - edge-of-right-of-way, uninhabited sites. 
Sites 5a-5c are located 8,  16, and 24 m (26.2,  52.4, and 78.7 feet) 
respectively from EROW of the Selected Alternate 2/A2A and Alternates 
A & B. 

# 
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The following data was utilized in the Air Quality Analysis: 

Traffic Volumes - The projected average dally traffic  (ADT) was 
provided by the State Highway Administration and is indicated on 
Figures 17,  18 and 19. 

The diurnal traffic variations occurring in the project area indicates 
that peak traffic flow occurred between 3 and 4 P.M. with 9.69 percent 
of the ADT flowing through at that time.    However, in order to estimate 
"worst-case" CO concentrations, the 5-6 P.M. period with 8.09 percent 
of the ADT was selected to estimate the one-hour concentration since 
worst-case meteorological conditions occurring during the 5 P.M. period 
would result in higher CO concentrations than under pre 5 P.M. mete- 
orological conditions.    The maximum consecutive eight-hour flow occurred 
between the hours of 1 and 9 P.M., with an average pre 5 P.M. hourly 
flow of 7.07 percent of ADT and an average post 5 P.M. hourly flow rate 
of 4.79 percent of ADT.    The directional distribution is 62 percent 
for 1985, and 60 percent for 2005 and the vehicle mix during peak 
(design) hour is as follows: 

Light Duty Vehicles (LDV) 
Heavy Duty Vehicles (HDV) 

97 percent (DHV) 
3 percent (DHV) 

During the eight-hour period (off-peak period), a vehicle split of 
95 percent LDV and 5 percent HDV was used.    The HDV category was 
broken out as 70 percent Heavy Duty Gasoline (HDG) vehicles and 
30 percent Heavy Duty Diesel   (HDD) vehicles. 

Running Speed - The estimated vehicle running speeds are as follows: 

Alternate 
Running Speeds, MPH 

Peak Hour       Off-Peak Hours 

Build, 1985 

Build,  2005 

No-Build,  1985 (east of BW Parkway/ 
west of US Route 1) 

No-Build, 2005 (east of BW Parkway/ 
west of US Route 1) 

55 55 

50 55 

45/55 55/55 

30/55 55/55 
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Emission Factors - The emission factors were derived using the above 
running speeds and the following values as inputs to MOBILE 1: 

35 degrees F ambient temperature. 

FTP driving cycle, partitioning engine condition modes into 
20.6 percent non-catalytic cold starts, 27.3 percent catalytic 
hot starts, 20.6 percent catalytic cold starts, and 31.5 percent 
hot stabilized. 

National Vehicle Age distribution for all classes of 110V; no 
change in pattern to occur over the period of time covered in 
this analysis for any distribution. 

Inspection/Maintenance (I.M) in effect starting in 1981, 30 
percent stringency level, mechanic training required. 

Meteorological Assumptions - The meteorological conditions assumed for 
this analysis were: 

Mixing height of 350 meters (1,148 Feet) 

Wind speed of 2 m/s from 12:00 P.M. to 5:00 P.M. with Stability 
Class D, shifting to 1 m/s and Stability Class F after 5:00 P.M. 

Wind direction selected to maximize CO levels at each receptor 

No correction for complex terrain effects due to trees, bridge, 
or sloped road banks. 

Background Levels - The background carbon monoxide concentration levels 
used in this analysis were obtained from the State's Riviera Beach AIRM0N 
station. The 1977 data from this station were projected to 1985 and 2005 
using a roll-back procedure. 

Projected Background/CO, milligrams/cubic meter 

One-Hour Eight-Hour 

1985 11 5.5 

2005 7.9 4.0 
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The results of the Air Quality Analysis, which is presented in the following 
table, consists of projected CO concentrations at each site plus projected 
background levels of CO. It should be noted that the analysis was conducted 
on a strictly free-flow basis. 

CO Concentrations At Each Site 
Key:    1985/2005 Concentrations 

The Selected Alternate 2/A2A 
and Alternate B Alternate C, No-Build 

Site Alternate A (Not Selected) 

wr: 

(Not Selected) (Not Selected) 

I.    One-Ho 

1 12.9/9.1 12.9/9.1 «. 
2 13.7/10.0 13.6/11.8 •13.1/9.5 
3 13.2/9.5 13.3/9.5 16.3/12.1 
4 12.2/8.9 12.2/8.9 12.6/9.9 
5a 13.8/10.9 14.0/11.1 - 
5b 13.1/10.1 13.1/10.1 - 
5c 12.6/9.5 12.4/9.4 - 

I.    Eight- Hour: 

1 7.7/7.0 7.7/7.0 «» 
2 9.2/6.6 8.8/6.9 8.5/5.8 
3 8.7/6.3 8.7/6.3 12.3/9.2 
4 7.2/5.3 7.2/5.3 8.1/5.8 
5a 9.8/8.4 9.9/8.7 - 
5b 8.6/7.4 8.6/7.5 - 
5c 7.7/6.6 7.7/6.6 - 

The S/NAAQS are: maximum one-hour - 40 milligrams/cubic meter 
maximum eight-hour - 10 milligrams/cubic meter 

The results of this analysis indicates that a violation of the State and 
National  eight-hour standards will occur at Site 3 in 1985 with Alternate C. 
The air quality standards will  be exceeded by 2.3 milligrams/cubic meter with 
Alternate C.    Site 3 is projected to experience the maximum one-hour concen- 
tration of carbon monoxide, with the worst-case estimate of lb.3 milligrams/ 
cubic meter in 1985 under Alternate C. 

The Selected Alternate 2/A2A will  not result in a violation of either the 
one-hour or eight-hour State and National ambient air quality standards. 
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Air Quality Conformity Statement 

This project is in an air quality non-attainment area which has 
transportation control measures in the State Implementation 
Plan (SIP). This project conforms with the SIP since it comes 
from a conforming transportation improvement program. 

Microscale Carbon Monoxide Levels 

The project Air Quality Analysis assessed the micro-scale carbon 
monoxide impact of the facility. This analysis determined that 
a violation of the eight-hour standard for carbon monoxide would 
have occured with Alternates A and C at Site 3. No violations of 
the one or eight-hour carbon monoxide standard would occur with 
the Selected Alternate 2/A2A or Alternate A & B. 

Construction Impacts 

* The construction phase of the proposed project has the potential 
of impacting the ambient air quality through such means as fugitive 
dust from grading operations, materials handling, and through the 
possible burning of land clearing debris. The State Highway 
Administration has addressed this possibility by establishing 
Specifications for Materials, Highways, Bridges, and Incidental 
Structures which specifies procedures to be followed by contractors 
involved in state work. 

The Maryland Bureau of Air Quality Control was consulted to determine 
the adequacy of the Specifications in terms of satisfying the require- 
ments of the Regulations Governing the Control of Air Pollution in 
the State of Maryland. The Maryland Bureau of Air Quality Control 
found that the specifications are consistent with the requirements 
of these regulations. Therefore, during the construction period, 
all appropriate measures will be taken to minimize the impact on the 
air quality of the area. 

Each of the aforementioned elements of project consistency with State 
Implementation Plan have been evaluated as noted and through this evalua- 
tion the determination has been made that the Selected Alternate 2/A2A is 
consistent with the State Implementation Plan for Air Quality. 
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SECONDARY IMPACTS 

Some impacts associated with the proposed action will be created by the 
primary effects rather than directly from the proposed project itself. 
These impacts are termed secondary or indirect impacts. Growth in popula- 
tion and economic base of an area are common secondary impacts caused by 
an improved transportation system. 

Better accessibility will make the undeveloped land in the corridor more 
attractive for commercial and industrial locations, increasing land values. 
However, because of the limited scope of the improvements, the project will 
not generate significant new employment or expand income when considering 
the entire Baltimore region. Development in the corridor will more likely 
reflect locational shifts rather than new additions to economic growth. 
Similarly, there will be little net effect on housing and population through- 
out the region. 

Any potential benefits, in terms of increased economic base, resulting from 
the proposed action will be achieved in combination with other programs. 
For example, the implementation of the proposed airport expansion and indus- 
trial development programs will be facilitated by improved traffic circulation. 

Much of the development induced by the airport expansion will be traveler 
oriented services; e.g., hotels. The pattern for this development is pre- 
sently established and well segregated from established communities. Adequate 
space exists to accommodate this type of future development. 

Secondary Impacts on the Aquatic Environment - While the previous discussion 
indicates that development in the corridor will likely reflect locational 
shifts within the Baltimore Region rather than new additions to economic 
growth, this development is a significant consideration in evaluating impacts 
on the aquatic environment. 

The major, long-term impact on the aquatic environment will be the incremen- 
tal increase in the amount of impervious surface (e.g., roads, parking lots, 
buildings in the study area, with consequent effects on run-off, base 
flows, erosion, sedimentation and non-point pollution that will carry down 
into the Patapaco River and the tidal area. 

Therefore, the primary assessment issue is: to what extent will the "build" 
alternatives stimulate development beyond the "no-build" condition? Because 
the impact requires an evaluation of long range cause and effect relationships 
in addition to the fact that development is likely to occur, within the study 
area, with or without the construction of 1-195, any attempt to quantify the 
increased impervious surface attributable to the 1-195 improvements would be 
extremely speculative. 
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The 1-195 improvements will improve interregional accessibility which in 
turn may create new economic development potentials and generate incremen- 
tal employment gains beyond the "no-build" conditions. Increased employ- 
ment opportunities subsequently attract additional workers from other areas; 
these workers' households may require accommodations and contribute to housing 
demands. 

The planned improvements will provide added traffic capacity to a rapidly 
developing area and will reduce commuting times to employment centers, thereby 
supporting either more extensive or higher density development. These changes 
are not necessarily limited to occur within the local corridor most directly 
served by the proposed facility. 

The local corridor directly served by the proposed improvements has experienced 
extensive growth in commercial/industrial and residential development within 
the past several decades. Until recent years erosion and sedimentation were 
not controlled or monitored to the extent that they are today. The result has 
been the degradation of local waterways and the subsequent impact on aquatic 
life. 

Since the consequences of additional growth can be adverse, measures to 
minimize the effects of increased development must be implemented. In light 
of the technical progress that has been made in the field of erosion and 
sedimentation control and the regulatory measures promulgated by federal, 
state, and local governments, adequate measures are presently in existence 
to offset the negative impacts that have occured in the past. 
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SELECTED ALTERNATE 

The Proposed Action - Highway Alternative 

As discussed under the section "Land Use Planning", the proposed project has 
been a planning consideration for the last decade. The availability of 
Interstate funds in 1974 and the subsequent designation of this route as an 
Interstate facility provided the opportunity to achieve earlier planning goals. 

Selection of the Recommended Alternate 2/A2A 

The Draft Environmental Impact Statement was circulated for comments to 
public and private organizations and individuals in December, 1979. 

In accordance with federal and state requirements, a Location Public Hearing 
was held on January 29, 1980 at the Andover High School auditorium, Linthicum, 
Maryland. The purpose of this meeting was to enable the State Highway Adminis- 
tration to present the social, economic, environmental and engineering aspects 
of the 1-195 studies. The public hearing provided an opportunity for interested 
persons, citizens groups or representatives of governmental agencies to ask 
questions, offer comments or submit written material for the record. 

Following the Location Publdc Hearing, additional studies were prepared in an 
effort to reduce adverse impacts identified during the review of the Draft 
EIS. 

As a result. Alternate A was modified to eliminate acquisition of property from 
the Westinghouse Corporation, avoid potential archeological impacts, provide 
improved interchange design and reduce the scope of the improvements on 1-195 
and MD 170. These changes have been incorporated in the Selected Alternate 
2/A2A. : 

The following is a summary of the factors contributing to the selection of 
Alternate 2/A2A: 

(1) The selected alternate provides the most effective long-term 
solution of the project objectives. Of primary importance is 
the maintenance of an efficient transportation network which 
will permit orderly growth and development in the vicinity of 
the Baltimore/Washington International Airport. 

(2) The selected alternate will complete the interface between the 
Interstate System, the Amtrak railroad station and the BWI Airport. 

(3) The selected alternate is least detrimental to present and pro- 
posed Patapsco State Park lands and development. This alternate 
is compatible with the park master plan. 

(4) Acquisition of land from the Westinghouse Corporation is eliminated. 
The selected alternate will not affect plant manufacturing pro- 
cedures or overall accessibility. However, the Selected Alternate 
2/A2A would affect the access to the Westinghouse facilities at one 
location. Under the proposed design access to Gate 1 would be via 
a parallel service road located south of MD 170. 
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(5) Potential adverse archeological impacts are eliminated. 

(6) The four lanes on 1-195 and the reduced scope of improvements on 
MD 170 are proposed even though the level of service in 2005 will 
be lower than desirable. The traffic volume on 1-195 is border- 
line between requiring four or six lanes. The reduction to four 
lanes will reduce the project cost. 

(7) Land use plans developed in compliance with the President's National 
Urban Policy and energy conservation goals are intended to limit 
proposed growth to existing activity centers. By its location, 
1-195 is more conducive to this policy than improvements within 
the MD 100/MD 176 study area. 

Design Criteria 

The Federal Highway Administration normally requires that projects of this 
magnitude be designed to accommodate the "design year" traffic volumes. 

The following design criteria utilized for this project is based on the 
current policies of the "American Association of State Highway and Transpor- 
tation Officials" and the "Highway Capacity Manual" published by the Trans- 
portation Research Board. 

Design Criteria 

1-195 MD 170 

Type of Facility 
Lanes 
Median 
Outside Shoulders 
Inside Shoulders 4' (101 

Design Speed 
Maximum Horizontal Curvature 
Maximum Grade 

Cut Side Slopes * 
Up to 10 feet 
Over 10 feet 

Fill  Side Slopes * 
Up to 15 feet 
Over 15 feet 

Level of Service (Desirable) 
Level of Service (Minimum) 

* Outside of the 30 foot safety grading area. 

• 

Interstate Primary 
4 at 12' Width 4 at 12' Width 

Variable 30' 
10' curbed 

in bifurcated section) curbed 
70 MPH 60 MPH 

3 4 
4.0% Max. N/A 

(Rolling Terrain) 

4:1 4:1 
2:1 2:1 

4:1 4:1 
2:1 2:1 
C C 
D D 
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\A Highway Network Assumptions 

Traffic data for the 1-195 pro.iect was developed by the State Highway 
Administration in coordination with the Maryland Department of Transportation, 
the Regional  Planning Council and the State Aviation Administration.    Traffic 
projections were developed for the design year 2005 and were based on the 
socio-economic growth projections developed jointly by the City of Baltimore, 
the adjoining counties and the Regional  Planning Council  for the Baltimore 
region.    The State Aviation Administration growth projections for the BWI 
Airport were also reflected in the SHA traffic study. 

The transportation improvements included in the highway network that was 
used to obtain the 2005 volumes for 1-195 include all of the improvements 
recommended in the Regional  Planning Council's 1977 General  Development Plan. 
Network improvements which affect the 1-195 traffic assignments are: 

1. Widening of the Baltimore-Washington Parkway to six lanes. 
2. Widening of MD 170 to four lanes. 
3. MD 100 from MD 3 to 1-95. 

Due to the number of on-going studies for other highway projects in the 
vicinity of the study area, several alternate traffic projections were made 
depending on which projects were assumed to be built by the year 2005. The 
1-195 traffic analysis is based on the following specific assumptions: 

1. MD 100 would be constructed from MD 3 to 1-95. 
2. An interchange would be provided between West Nursery Road and 

the Baltimore-Washington Expressway. 
3. An interchange would not be provided between Hanover Road and 

the Baltimore-Washington Expressway. 

The 2005 Average Daily Traffic volumes for 1-195 are shown on Figures 17, 
18 and 19. The following factors were used in the traffic analysis: 

1985 2005 

1. Design Hour Volume 10% 9% 
2. Directional Distribution    62% 60% 
3. Trucks (Design Hour Volume)   3% 3% 

Alternatives to the Proposed Action 

The project involved the development of a transportation improvement within 
a relatively narrow corridor extending from the present terminus of 1-195 
at U. S. 1 to the BWI Airport. 

A series of alternatives were identified and evaluated in terms of their 
ability to respond to the area's transportation needs. Each step in the 
development and evaluation of the alternatives attempted to respond to iden- 
tified and potential social, economic and environmental issues and impacts. 
Some of the alternatives were discarded on the basis of design features, 
construction costs, property damages and impact on recreational lands and 
archeological resources. 
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Two of these alternatives, designated as Alternates A-l and R-l, wetv dcvel-   ;-k 
oped in response to comments by the Wostinqhouse Flectronic Corporation.      W 
Westinghouse indicated that Alternates A & B (Not Selected) severly disrupted 
their Gate 1 access, significantly lengthened the walking distances for their 
employees and would force pedestrians to use a pedestrian overpass to cross 
MD 170. They believe these factors will create labor problems. 

Although these alternatives were discarded, the Selected Alternate 2/A2A has 
eliminated the disadvantages of Alternates A and B cited by the Westinghouse 
Corporation. 

In response to a request for the Department of the Interior's comments on 
the draft environment statement for 1-195, DOI suggested that the scope of 
the alternatives considered should be expanded to include the possible use of 
the existing old railroad embankment across the Patapsco River. 

The alternative suggested by DOI was studied. The main reason for the alter- 
native proposed by DOI is their desire to preserve the area of vegetated land 
north of the Patapsco River. DOI staff feels that some wildlife species need 
unbroken tracts of land as compared to "edge" habitats desired by other species. 

The alternate suggested by DOI would connect with existing MD 166 at U.S Route 
1. With the alignment centered on the old railroad fill south of the Harbor 
Tunnel Thruway, approximately 1,000 feet of existing 4 lane roadway on MD 166 
along with the structures over the B & 0 Railroad would have to be rebuilt to 
avoid relocating the ramps in the northwest quadrant of the U.S. Route 1 inter- 
change and impacting the adjacent residential area of the St. Dennis Historic 
District. The old railroad fill would have to be widened from the existing 
30 feet to 126 feet to accommodate the 4. lane road with a 54 foot median. After 
crossing the Patapsco, the alternate would pass through a portion of the town 
of Elkridge and take three or four homes and an industry which employs approxi- 
mately 160 persons. Also, the portion of Elkridge that is affected is an His- 
toric District. The alternate would then cross Race Road and Deep Run and pass 
through the Patapsco State Park property which borders the stream. South of 
Ridge Road, it would go through a parcel of land designated for future acquisi- 
tion for the State Park and passes through a portion of existing park property 
along Stony Run. Thirteen acres of existing park land and approximately 17 acres 
of future park land would be required for the alternate proposed by DOI. Also, 
a future nature observation area along Deep Run and a future picnic area east 
of Ridge Road could be impacted by this alternate. In comparison, the Selected 
Alternate 2/A2A -takes 23 acres of existing and proposed park land. 

Although the length of the bridge proposed by DOI across the Patapsco would be 
shorter than the Selected Alternate 2/A2A and Alternates A & B (approximately 
500 feet), the structures over U.S. Route 1 and the Harbor Tunnel Thruway 
would be longer and other structures are required over Furnace Avenue, Race 
Road, Deep Run, Ridge Road, Stony Run and the Amtrak Railroad. The total length 
of structures required for the alternate proposed by DOI is more than the length 
of structures required for either the Selected Alternate 2/A2A or Alternates A 
& B. 
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Ul The alternate proposed by DOI would not allow the reduction in flood impacts 
to Elkridge as described under the discussion of "River Modifications", page 
63. The old railroad fill could be available for use in the construction of 
1-195. The removal of the fill is a flood mitigation measure that is sugges- 
ted in the Patapsco River Basin Study which was prepared jointly with ithe Bal- 
timore Regional Planning Council and the Maryland Water Resources Administra- 
tion in 1979. 

In summary, the alternate proposed by DOI is longer, has more structures, takes 
more homes and therefore, costs substantially more than the Selected Alternate 
2/A2A or Alternates A & B. While impact on the portion of park land north of 
the Patapsco is less than the Selected Alternate 2/A2A or Alternates A &B, 
it impacts other areas of existing and future park land that are not affected 
by the other alternates. It affects a portion of the town of Elkridge which 
is an Historic District. 

The Maryland State Highway Administration feels that the negative aspects of 
the alternate proposed by DOI outweigh any advantages and therefore, the 
alternate will not be given further consideration. Also included on page 143 
is a letter from the Maryland Department of Natural Resources stating that they 
do not agree with the alternate proposed by DOI and favor the alignment of the 
Selected Alternate 2/A2A. 

Alternate Corridor/Facility - An analysis was performed to determine the 
importance of the proposed construction of 1-195 to the transportation system 
in the area. This analysis was performed in response to questions raised 
at the Location Public Hearing and comments made during the review of the Draft EIS. 

The transportation need analysis focused on the impacts on the future highway 
system in the area, with and without the construction of 1-195 and also with 
and without the proposed construction of MD 100, 

The findings of these analyses are summarized as follows: 

-Analysis of the No-Build alternative indicates severe congestion for a 
number of routes which serve as access routes to BWI Airport and surrounding 
land uses. The primary routes providing access from the north, i.e., 
Maryland Route 295 and the Baltimore Beltway are both projected to experience 
severe traffic congestion in the design year of 2005 (Level of Service F). 
Also, under a No-Build scenario the primary routes between Interstate 95 
and the Airport, via Maryland Route 100, U.S. Route 1, Maryland Route 176, 
and Maryland Route 295 would be severely congested during peak hours. 
Interstate 1-195 would provide relief to many of these routes while at the 
same time providing significantly improved access to BWI Airport for a large 
percentage of Airport users. 

-The construction of Maryland Route 100 between U.S. Route I and' the Baltimore/ 
Washington Parkway would provide a direct access between 1-95 and the Baltimore/ 
Washington Parkway, thus improving access to the Airport from the south. However, 
it would not serve the largest portion of users of Interstate 95 from the north. 
These travellers would continue to use the Baltimore Belway and the Baltimore/ 
Washington Parkway which are both forecasted to be heavily congested. Furthermore. 
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traffic accessing the Airport area from Maryland Route 100 would also have 4| 
to use the Baltimore/Washington Expressway from the south. Substitution  w 
of the proposed Maryland Route 100 improvement between Interstate 95 and 
the Baltimore/Washington Expressway would necessitate additional major 
construction of the Baltimore/Washington Expressway to a six-lane 
facility between the Baltimore Beltway and the proposed Maryland Route 100 
interchange. It would also do little to relieve congestion of the Baltimore 
Beltway between Interstate 95 and the Baltimore/Washington Expressway. 

-The reconstruction of the Baltimore/Washington Parkway to six (6) lanes 
between the Baltimore Beltway and Maryland Route 46 was found to be 
unacceptable because it would not serve traffic from the south and would 
not relieve traffic congestion on the Baltimore Beltway. 

-Both the construction of Maryland Route 100 and the widening of the 
Baltimore/Washington Parkway to six (6) lanes while unacceptable as an 
alternative to 1-195 are both needed in addition to the construction of 
1-195. 
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Additional comments pertaining to this analysis are provided under the 
discussion of "Transportation Need", page 3, 

Alternatives Studied in Detail 

Three alternatives were studied in detail and included in the Draft EIS: 
Alternates A and B - both were primarily dual six-lane facilities located 
along new and existing alignment, and Alternate C - the "No-Build" alternate. 

The following is a summary of the alternatives studied in detail, but not 
selected. 

Alternate A - This alternate would have utilized existing MD 166 from 1-95 
to U.S. Route 1. New construction would have overpassed U.S. 1, the Harbor 
Tunnel Thruway, the Papapsco River, and the Amtrak rail line. The alternate 
would then have paralleled the rail line, overpassed MD 295 and connected 
to existing MD 46, reconstructed to a dual six-lane highway with a depressed 
median. The alignment would then have overpassed MD 170, tapering to a 
four-lane highway to match the existing airport entrance highway approximately 
4,000 feet from the airport terminal. 

Interchanges were provided at U.S. 1, MD 295 and MD 170. Most of the existing 
ramps of the MD 46 interchanges with MD 295 and MD 170 would have been 
reconstructed to bring them up to current design criteria. 

The major benefit of this alternate is that it would have the least involve- 
ment with Patapsco State Park and would be compatible with the park master 
plan. The right-of-way requirements within the area of the park are the 
same as the Selected Alternate 2/A2A. 

The following factors influenced the decision to not select this alternate: 

(1) The design provided with Alternate A created potential conflicts 
with the Westinghouse Corporation facilities. These problem areas 
were acquisition of Westinghouse property currently used for 
employee parking, requiring Westinghouse employees to utilize two 
pedestrian overpasses between the parking lot and the plant, and 
relocation of truck access at Gate 1. 

(2) The Amtrak access road provided with Alternate A involved a 
potential adverse impact on archeological site 18-AN-23. This 
involvement would have required additional archeological testing 
of the site. 

Alternate B - This alternate would have utilized existing MD 166 from 1-95 
to U.S. 1. New construction would have overpassed U.S. 1, the Harbor Tunnel 
Thruway, the Patapsco River and Deep Run and would have paralleled Stony 
Run west of the Amtrak rail line. Just north of MD 295, it would have crossed 
Stony Run and the rail line and proceeded south along the existing MD 46 
alignment. From MD 295 to the airport, Alternate-B is similar to Alternate 
A. 
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Interchanges were provided at U.S. 1, MD 295, and MD 170. Most of the 
existing ramps of the MD 46/MD 170 interchange would have been reconstructed 
to bring them up to current standards. Alternate B utilized a portion of 
the existing MD 295/MD 46 interchange. 

The major advantages of Alternate B are (1) it required the lowest construc- 
tion cost, (2) the location was more removed from residential development 
?,l0o2,Elkrld9e Landl'n9 Road and (3) it utilized portions of the existing 
MD 295/MD 46 interchange. 

The factors influencing the decision to not select Alternate A are also 
applicable to Alternate B. These additional factors can also be cited: 

(1) Alternate B would have required the acquisition of approximately 
26 acres of Patapsco State Park land. 

(2) This alternate would have required the acquisition of property 
along Stony Run that is proposed to be acquired for future expansion 
of Patapsco State Park. 

Alternate C (No-Build Alternate)- Under this alternate, there would have been 
no new highway construction in the 1-195 corridor. MD 295/Baltimore/Washington 
Expressway) and MD 46 would have remained as the main access to the airport 
and the surrounding industrial areas. MD 46 would have remained as a four-lane 
road between MD 295 and the airport. While both maintenance and safety improve- 
ment programs would have been undertaken by the State Highway Administration   ^ 
any improvements made would have been restricted to the existing right-of-way.  ^ 

The major advantages of the No-Build Alternate are: no homes or families 
would have been relocated, no impacts would have occured to natural environ- 
ment in the corridor, there was no effect to existing or proposed Patapsco 
State Park property and no funds would have been expended for right-of-way 
and construction. 

The following factors influenced the decision to not select this alternate: 

(1) Improvements to the highway system within the 1-195 corridor are 
considered essential to permit potential and existing industrial 
development within the vicinity of the BWI Airport. In view of 
the deficiencies of the existing highway system and the recommen- 
dations for improved access to the BWI Airport in the General 
Development Plan, the No-Build Alternative is inconsistent with 
the regional planning goals. 

(2) With no improvements made to the existing highway system, accident 
rates would have continued to rise with a corresponding increase 
in accident cost. The capacity, safety and efficiency of the 
existing system would have continued to deteriorate with operating 
speeds being further reduced and stoppages occuring for longer 
periods of time. 
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(3) Since truck traffic is prohibited oruthe Baltimore/Washington' 
Parkway south of MD   175, truck cargo from the Washington area 
would have continued to use indirect routes to the^BWI Airport 
involving use of congested, uncontrolled two-lane highways or 
additional travel distance.    These-conditions would have had an 
adverse influence on air cargo operations at the BWI Airport. 

(4) Reduced highway access to the Amtrak rail station would have an 
adverse effect on the ability of this facility to efficiently serve 
the commuter, intercity and air traveler markets. 
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Major  Design  Features  of the  Selected  Alternate  2/A2A 

Selected  Alternate  2/A2A was  developed  by modifying  features  of 
Alternate A  after  consideration   of  public   hearing  and   DEIS   com- 
ments.     The  following modifications   do   not  constitute  a   signifi- 
cant   change   in  the   proposal   or   its   probable   impacts: 

(1) This alternate Incorporates the U.S. 1 interchange shown with 
Alternate B.    This interchange provides a diamond-type configuration 
in the northeast quadrant which avoids the widening of the B & 0 

_. Rail road bridge.   i     »   

(2) Initial construction of 1-195    is reduced to four lanes. 

(3) A partial  interchange was -added at 1-895 to provide access to 1-95. 

(4) The access roadway from Elkridge Landing Road to the Amtrak rail 
station was relocated further to the south in order to avoid 
potential archeological  impacts. 

(5) MD 170 was reduced to four (4) through lanes with auxiliary lanes 
provided to accommodate traffic movements to the Westinghouse facility 
and the I-195/MD 170 interchange.    The through traffic lanes are 
separated by a 30 foot median.    The Improvements are located within 
the existing 200' right-of-way. 

(6) The loop ramp in the northwest quadrant of the MD 170/1-195 inter- 
change was eliminated and replaced by a left turn movement on MD 170. 
This change, in addition to the reduced scope of improvements on 
MD 170, will  eliminate the need to acquire any property from the 
Westinghouse Corporation.    However, some of Westinghouse's existing 
parking areas, leased from' the State Highway Administration, are 
within existing state right-of-way and therefore will  have to be 
relocated by Westinghouse. 

The major design features of the Selected Alternate 2/A2A are as follows: 

1. The facility begins at the existing I-95/I-195 interchange. 

2. Between 1-95 and the interchange with U.S. 1, no improvements 
will be made to the existing four-lane facility. 

3. New construction will begin at the existing terminus of 1-195, 
approximately 1,000 feet north of U.S. 1.    Four-lanes with a 
70 foot median (matching the existing) are provided for 1-195. 

Typically, four-lanes are provided along the entire length of the 
facility.   Additional lanes for acceleration, deceleration and weaving 
movements within interchange areas are also provided. 

4. The proposed interchange with U.S. 1 will  provide a full complement 
of ramps.    The existing ramp in the northeast quadrant will  be 
reconstructed to bring it up to current standards.    Two traffic 
signals will be required at the ramp terminals along U.S. 1. 

5.     No additional right-of-way will  be required north of U.S. 1. 
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6.   Alternate 2/A2A crosses over U.S. 1 an.d.the Harbor Tunnel Thruway  | ^L\. 
on dual roadway structures ^tnd: extends. .^^er^T.l^^pghiHvrfard on new  u & 
alignment. The required .rigKi <yf ;\slay-|^^ji^^|!^y^P. to 400 
feet wide. Two ramps will l3^^ja$fi^fM^|^;i|)§p^rVTunnel Thruway 
(1-895) to provide eastboun3;i*i$#"'£al!^^ northbound 
1-195 to westbound 1-895 movements. 

7. After crossing over a portipn of the Pataps.cp River flood plain, 
dual roadway structures are provided to overpass the Patapsco 
River, the Conrail tracks and Furnace Avenue.' 

8. Approximately 1,000 feet of relocation is required for Elkridge 
Landing Road in the vicinity of its intersection with Furnace 
Avenue. 

9. After overpassing Furnace Avenue, the 1-195 alignment generally 
parallels the Conrail tracks to the interchange with the B-W 
Expressway. 

10. The proposed design for the I-195/R-W Expressway Interchange will 
require extensive improvements to the existing interchange. 
The B-W Expressway will be widened to six-lanes within the limits 
of the interthanqe. 

11. South of the I-195/B-W Expressway interchange the alignment joins 
existing MD 46 which would be widened to four-lanes with a variable 
width median. The construction of auxiliary lanes along 1-195, 
south of the B-W Expressway interchange, are proposed in order to 
provide sufficient speed change lanes between the successive 
ramps (change between the operating speed on the through roadway 
and lower speed ramp connections), and to provide continuous 
through movements between hiqh volume ramp connections at the 
B-W Expressway and MD 170 interchange. 

12. In conjunction with the 1-195 study, a second access roadway to the 
Amtrak rail station via Elkridge Landing Road i$ provided. This 
roadway would overpass 1-195 just east 6f  the Amtrak station. 

13. After crossing over MD 170 on dual roadway structures, 1-195 
transitions to match the existing rp|idw|iyjipprQximately 
4,000 feet from the airport terminal. ' -    • 

14. The interchange with MD 170 wpuld be cpmjpl^lly reconstructed ^to 
bring it up to current standards.    -^ ! ".^ 

15. Maryland Route 170 will be upgraded from a point just east of proposed 
Stony Run Road Relocated to a point east of the Elm Rpad/Elkridqe 
Landing Road intersection. The length of new construction is 
approximately 1.3 miles. Basically, the section of roadway consists 
of a four-lane divided highway with a 30 foot median. Auxiliary 
lanes are provided to accommodate turning mpyements to the Westinghouse 
facility and the I-195/MD 170 interchange. 

16. Traffic signalization will be provided to all at-grade entrances to 
the Westinghouse facilities. 

17. Alternate 2/A2A displaces one (1) family and requires 1.71 acres for 
right-of-way. 
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Impacts of the Selected Alternate 2/A2A 

Land Use Planning 

The- Regional  Planning Council  and each of the^affected jurisdictions within 
the region have responded with comments on the Draft Environmental   Impact 
Statement. 

These comments,  in general, are applicable to any of the build alternatives. 

The Regional  Planning Council  responded in their review that 1-195 is included 
in the General  Development Plan and recommends endorsement of the Draft EIS 
with certain qualifications:    that the full  impacts of the project on Patapsco 
State Park be quantified and that an analysis be made of the existing and 
projected BWI Airport generated truck traffic.    These issues have been ad- 
dressed in this  Final  EIS. 

The Howard County, Office of Planning and Zoning, favors the Selected 
Alternate 2/A2A because it has a lesser impact on Patapsco State Park. 
They feel  that 1-195 will  relieve the portion of 1-95 between MD 166 and 
1-695 (a distance of approximately 5 miles). 

Baltimore County Planning and Zoning stated that 1-195 is not consistent 
with the county's current transportation plan. 1-195 is not included on 
the county's plan. 

Anne Arundel  County, Office of Planning and Zoning, agrees that the proposed 
1-195 improvements will relieve sections of MD 176, U.S. Route 1, the Baltimore/ 
Washington Expressway, and 1-695.    However, the highway improvements under 
consideration in the MD 100 corridor study are regarded as being more bene- 
ficial  from the county's viewpoint. 

Recreation 

The Selected Alternative 2/A2A will  require acquisition of land from Patapsco 
Valley State Park and areas slated for future acquisition and park development. 

The proposed 1-195 improvements were closely coordinated with the Maryland 
Department of Natural  Resources,  Capital  Programs Administration,    The 
Selected Alternate    was developed to minimize impacts on existing park lands 
and avoid future park development.    A preliminary 1-195 alignment, now repre- 
sented as Selected Alternate 2/A2A is depicted on the development maps in 
the Patapsco Valley State Park Master Plan. 
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Selected Alternate 2/A2A will require acquisition of approximately 4 acres 
of existing park land and approximately 2(3 acres of land proposed for future 
acquisition. 

A detailed assessment of the impacts and the planning measures to minimize 
harm is provided in the attached Section 4(f) Statement. 

Traffic and Transportation 

Levels of service were determined for each section of existing and proposed 
1-195, the ramp movements and the major intersecting roads utilizing methods 
outlined in the Highway Capacity Manual SR 87. A level of service C is 
considered as the desirable level of service, with level of service D con- 
sidered as minimum. 

TABLE XII 

DESIGN YEAR (2005) LEVEL OF SERVICE 

(See Figures 17, 18 and 19 for traffic projections) 

Route 

1-195 (from 1-95 to U.S. 1) 

1-195 (from U.S. 1 to B-W Exp.) 

1-195 (from B-W Exp. to MD 170) 

No-Build 

A 

N/A 

E-F 

Alternate 2/A2A 

D 

D 

C 

1-195 from 1-95 to U.S. Route 1 would operate at level of service (LOS)  D in 
the design year with no improvements to the four-lane roadway.    The four-lane 
section of 1-195 from U.S. 1 to the B-W Expressway would also provide LOS D. 
Space is provided in the median to widen this portion of 1-195 to six-lanes 
in the future if travel demand should increase above the projected levels. 
The substructure of the Patapsco River bridge will  be designed and built to 
accommodate a future six-lane roadway. 
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From the B-W Expressway to MD 170, 1-195 will  consist of four through lanes 
with auxiliary lanes.    This portion of 1-195 will operate at LOS C in the 
year 2005.    The auxiliary lanes are needed on both northbound and southbound 
1-195 to handle the heavy volumes of traffic entering and leaving 1-195 at the 
B-W Expressway and MD 170 interchanges. 

A four-lane roadway is recommended for 1-195 because LOS D is acceptable for 
the design year and there is provision for future expansion of the roadway 
if necessary. 

MD 170 will  be widened to a four-lane roadway with left turn lanes and auxiliary 
lanes from south of the Westinghouse complex to the Elm Road/Elkridge Landing 
Road intersection.    The signalized intersections in the vicinity of Westinghouse, 
and Elm Road/Elkridge Landing Road will operate at LOS D in the design year. 

Traffic volumes for the No-Build alternate were developed by the State Highway 
Administration (See Figure 17). The level of service shown in Table XII indi- 
cate that all  north-south routes and MD 46 will  have reached capacity by 
year 2005. 

Comparison with the Selected Alternate 2/A2A indicates that there was an 
additional 8,000 ADT on 1-95 and an additional  16,000 ADT added to the B-W 
Expressway with the No-Build Alternate. 

Examination of the section of MD 166 between 1-95 and U.S. Route 1 indicates 
that under the No-Build alternate this section of roadway would have carried 
approximately 32,000 ADT less than the Selected Alternate 2/A2A.    These vehicles 
(under the No-Build alternate) would have been using alternate routes over 
the existing highway system to reach their destination. 

The B-W Expressway and MD 46 would have continued to be the main access routes 
to    the BWI Airport with the No-Build alternate. 
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1-195 
NO-BUILD   TRAFFIC   PROJECTIONS 
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I-195 
BUILD TRAFFIC PROJECTIONS WITH MD RT 100 BUILT 
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1-195 
BUILD TRAFFIC PROJECTIONS WITHOUT MD RT 100 
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ANY PROBABLE ADVERSE ENVIRONMENTAL EFFECTS WHICH 
CANNOT BE AVOIDED SHOULD THE PROPOSAL BE IMPLEMENTED 

The adverse environmental effects can be divided into two categories, those 
which will take place during construction and those which will be present 
after construction and continue indefinitely. 

The adverse effects during construction include erosion, sedimentation, dust, 
noise, temporary traffic delays, detours and distractions from the aesthetic 
qualities of the area. These adverse effects will be controlled, to the 
maximum extent practicable, by the implementation of policies and procedures 
set forth in the construction specifications. 

The long-term adverse environmental effects include increased noise levels 
within some areas, the relocation of a home and proximity effects such as 
increased dust and reduced property values for residential properties located 
close to the facility. 
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THE RELATIONSHIP BETVIEEN LOCAL SHORT-TERM USES OF 
MAN'S  ENVIRONMENT AND THE MAINTENANCE AND ENHANCEMENT 
 OF LONG-TERM PRODUCTIVITY  

The most noticeable uses of the environment occur during construction.    The 
conversion of land from open-space and other uses to right-of-way for the 
highway is the most obvious.    It is one which must be considered a long-term 
use of man's environment. 

Increased noise levels, dust and smoke from construction equipment, erosion 
and sedimentation, and disruption of normal  traffic patterns are adverse 
impacts which are of short-term duration during construction of the highway. 
The short-term uses of the environment also include the inconvenience to 
people who must relocate. 

The short-term use of the environment should be offset by the increased long- 
term benefits which will result from this project.    These benefits include 
improved traffic safety, a more efficient travel  network and improved accessi- 
bility to the BWI Airport and surrounding industrial/commercial development. 
The improved accessibility will  facilitate future industrial/commercial  growth 
in the area. 

A trade-off is involved with the three construction alternatives between 
residential  housing and the public use of state park land.    The park at 
present is not developed, but future plans call  for a more intensive use 
of this area.    The Selected Alternate 2/A2A and Alternate A require the 
acquisition of 3.9 acres of park land while Alternate B requires 25.8 acres. 
The Selected Alternate 2/A2A and Alternate A, which would require the acqui- 
sition of one dwelling, would result in lower, long-term total and cummulative 
impacts upon society as a whole.    The adverse effects on the existing housing 
are immediate and the landowner can be compensated for his losses.    On the 
other hand, the adverse effects on park land use will   increase over time 
due to a growing demand for outdoor recreational activities, particularly 
for areas highly accessible to major urban centers.    Many more people would 
have been adversely affected, over time, through the acquisition of the 
additional  park land required with Alternate B. 

The major, long-term impact on the aquatic environment will  be the incremental 
increase in the amount of impervious surfaces (e.g., roads, parking lots, 
buildings)  resulting from additional  development within the study area. 
This development reduces the amount of vegetated areas, thereby increasing 
run-off, base flows, erosion, sedimentation and non-point pollution that 
would carry down into the Patapsco River and the tidal area.    Adequate control 
and regulatory measures are presently in existence and must be implemented 
to offset these negative secondary impacts. 

rfi 
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ANY IRREVERSIBLE AND IRRETRIEVABLE COMMITMENTS OF 

MAN'S RESOURCES WHICH WOULD BE INVOLVED IN THE 
PROPOSED ACTION SHOULD IT BE IMPLEMENTED 

The construction of the proposed project is an investment of long-term 
nature. Because it is, it must be considered permanent. Although trans- 
portation must be responsive to technological change, advancements in motor 
vehicle transportation will probably be consistent with the present form 
of highway transportation or with modifications that can be made logically 
and economically. 

The cost of the right-of-way, construction materials, labor and other 
economically measurable costs which cannot be retrieved once the project is 
constructed are irreversible commitments of man's resources. 

Other commitments that are irretrievable include the construction materials 
utilized for construction (stone, cement, steel) and the fossil fuels 
(oil, coal) consumed as energy sources during construction and materials 
production. 

Major highway construction will commit the state to provide operating, 
maintenance and repair costs throughout the life of the facilities added to 
the system. 
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THE IMPACT ON PROPERTIES AND SITES OF HISTORICAL AND CULTURAL SIGNIFICANCE 

Historical and cultural resources are protected by a number of statutes and 
regulations at all levels of government, including Section 4(f) of the Depart- 
ment of Transportation Act (Section 1653 (f) of Title 49, U.S.C.). Section 
4(f) applies to all Federally-assisted transportation projects and is iden- 
tical to Section 138 of Title 23, U.S.C., which applies specifically to 
highway projects. The proposed action will not require acquisition of land 
from cultural resources. 

The National Historic Preservation Act of 1966, which established the Advisory 
Council on Historic Preservation (ACHP), expanded the National Register of 
Historic Places and, under Section 106 of the Act, required the ACHP to 
establish procedures to be followed in the event a Federal agency proposal 
affects a property that is included in or eligible for inclusion in the 
National Register. 

The initial step in implementing these procedures was to identify properties 
located within the study area that are included in or considered eligible 
for inclusion in the National Register. 

Through coordination with the Maryland Historical Trust and the Division 
of Archeology, Maryland Geological Survey, the following resources have been 
identified and preliminary determinations made: 

Archeoloqical Resources - An archeological investigation and survey was 
conducted on the proposed 1-195 corridor. The consulting archeologist's 
report which documents the methods, findings and recommendations of this 
study is available for inspection at the Division of Archeology, Maryland 
Geological Survey.20 

While the Division of Archeology is aware of the necessity of making site 
locations available during the planning process, they are nonetheless hesitant 
to make detailed information about those locations generally available because 
of the problem of increased vandalism. 

There are eleven recorded or registered sites within the general vicinity 
of the 1-195 corridor, ten of which are located beyond the right-of-way. 
The archeological survey was not limited to known site locations; all areas 
of the proposed corridor were thoroughly Investigated. 

The one site located within the required right-of-way (18-AN-245) is con- 
sidered to have low archeological potential. The tract consists mostly 
of sloping ground and low wetlands, and has been altered by the construction 
of roads and pipelines. Based upon the work performed during the 1-195 survey, 
and prior archeological investigations, site 245 is not.considered eligible 
for the National Register, nor otherwise significant. 

Investigations by the Division of Archeology indicates that Site 18-AN-494 
(site of the Selby Grist Mill) is located within the project corridor. The 
mill site, which apparently extends back to the 18th century, is considered 
potentially eligible for nomination to the National Register of Historic 
Places. Neither the Selected Alternate 2/A2A or Alternates A & & B would impac^ 
the site under present design plans (see correspondent from the State Historic 
Preservation Officer, page 145).  The area will be fenced to avoid indirect 
impacts. 
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m One additional site, 18-AN-23 (Site 23), although not impacted by the Selected 

Alternate 2/A2A, is especially noteworthy It is possible that Site 23 may 
be eligible for nomination to the National Register of Historic Places. 
In its favor is the fact that it is a large (estimated to be 200,000 square 
feet or greater) and, for the most part, undisturbed site in an area where 
urbanization and industrialization have destroyed many prehistoric American 
Indian sites. Although the type of site is not known, it is likely a campsite. 
More intensive investigation would be necessary to determine eligibility. 
No other sites in the proposed 1-195 corridor are considered eligible for 
nomination to the National Register. 

Following the Location Public Hearing, the Maryland Geological Survey reviewed 
the 1-195 project with respect to potential impact of the Amtrak station 
access road from Elkridge Landing Road on archeological site 18-AN-23. As 
a result of the review it was determined that the access road alignment 
provided with Alternates A and B would have adversely impacted the site. 

In response to this concern, the access road alignment was relocated further 
south. The Maryland Geological Survey's review of this alignment indicates 
that it is not likely to adversely impact any significant archeological 
remains at site 18-AN-23 and that no further archeological work will be 
required if this access road alignment is implemented. (See correspondence 
from Mr. Tyler Bastian, State Archeologist, page 141). The revised Amtrak 
access road alignment is provided with the Selected Alternate 2/A2A. 

The alignments for Alternatives A-l and B-l (preliminary alternates, see 
discussion under "Alternatives") would have destroyed most of Site 23. This 
potential impact was one of the determinants in the elimination of these 
alternatives. 

If an archeological site is discovered during construction activities, work 
will be temporarily stopped in the immediate area of the site. The State 
Archeologist will investigate the site to determine its significance. If the 
site is determined to be significant, the appropriate procedures and regula- 
tions will be followed and satisfied. 

Historical Resources - The Maryland Historical Trust has identified one (1) 
site of historical significance within the project area. 

The site, located in the St. Denis/Relay Historic District,is a stone, two 
story house. The State Historic Preservation Officer (SHP0) has indicated that 
the house is eligible for the National Register of Historic Places and that the 
Historic District is of local significance and not eligible for the National 
Register (see Figures 30 and 31 and correspondence from the State Historic 
Preservation Officer, page 146). 

The area delineated as the Historic District resulted from a preliminary 
reconnaissance of the area by the Maryland Historic Trust. The District's 
boundary indicates the extent of the historical value of the surrounding 
area. No formal action has been taken by a local group or legislative body 
to create a Historic District within this area. 
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No right-of-way will be required from the proposed Historic District. 

Since the ambient (or existing background) environment is heavily influenced 
by the present highway transportation facilities including U.S. 1, the Harbor 
Tunnel Thruway and the ramp connection from 1-195 to U.S. 1, the increased 
traffic resulting from the extension of 1-195 should not affect the historic 
integrity of the site. 

The State Historic Preservation Officer has indicated that the proposed 
improvements within the U.S. 1 interchange will have no adverse effect on the 
historic site, the Smith House (see correspondence from the State Historic 
Preservation Officer of May 4, 1982, page 146A). 

During final design the State Highway Administration will submit landscaping 
plans to the Maryland Historical Trust for review as requested in the May 4, 
1982 letter. The Advisory Council on Historic Preservation concurred in 
landscapping to mitigate the impact in a phone conversation on April 26, 1982. 
Also, see the letter dated June 1, 1982 from the Advisory Council on page 
146B. 3 
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DESCRIPTION OF PROJECT 

The proposed action consists of the construction of 3.1 miles of multi-lane 
divided highway extending from the Baltimore-Washington International Airport 
to the present terminus of 1-195 at U. S. Route 1. 

The proposed facility will  provide full control of access, utilizing portions 
of existing right-of-way as well as requiring some new right-of-way. 

Also included in this proposal  is the upgrading of the interchanges with 
U. S. Route 1 and the Baltimore-Washington Expressway, and the reconstruction 
of the interchange with MD 170.    Maryland Route 170 will  be upgraded from 
a'two-lane roadway with no control of access, to a four-lane facility with 
partial access control.      These improvements would begin at a point just 
east of the Elkridge Landing/Elm Road intersection and extend through the 
interchange with 1-195 for a distance of approximately 1.3 miles. 

A new Amtrak rail  station has recently been completed just northwest of the 
I-195/MD 170 interchange.    In conjunction with the 1-195 study, access to 
the station from Elkridge Landing Road is being evaluated. 

The following alternatives were considered in the Draft EIS: 

Alternate A - This alternate would have provided a six-lane new 
facility from U. S. Route 1 to the interchange with the Baltimore- 
Washington Expressway.    After crossing the Expressway, the alignment 
followed existing MD Route 46 to the southern terminus of the project. 
MD Route 46 would have been widened to six-lanes, tapering to four- 
lanes south of MD Route 170.      Interchange improvements would have 
been provided at U. S. Route 1, the Baltimore-Washington Expressway 
and MD Route 170. 

Alternate B - This alternate would have providea essentially the 
same features as Alternate A.    The primary difference is in the 
location of the facility from U.S. Route 1 to the Baltimore-Washington 
Expressway where Alternate B followed an alignment generally west 
of the Amtrak rail  line. 

Alternate C - is the "No-Build" Alternative.    This alternate indicated 
how the existing highway system, without additional improvements, 
would have met present and projected transportation needs and 
objectives and preserved and enhanced social, economic and environ- 
mental values. 
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Following the Location Public Hearing, additional studies were perforined 
lh "I %l0lh     r  ce adverse '"Pacts Identified during the review of 

As a result of these studies Alternate A was modified; the revised desiqn 
is presented in this document as Alternate 2/A2A, the Selected Alternate. 

Alternate 2/A2A (Selected Alternate) - This alternate is a 
modification of Alternate A. The modifications include: a revised 
interchange configuration at U.S. Route 1; the addition of two (2) 
ramps at the Harbor Tunnel Thruway (1-89$; reduction of 1-195 to 
four lanes; a revised alignment for the access roadway from Elkridqe 
iHnfc"9 Sdi$n the,Arntrak Rai1 Station, reduction in the number of 
lanes on MD 170; and a revised design for the I-195/MD170 interchange 
The revisions to MD 170 and the I-195/MD 170 interchange eliminate 9 
the need to acquire any property from the Westinghouse Corporation. 
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DESCRIPTION OF PROJECT INVOLVEMENT WITH PATAPSCO VALLEY STATE PARK 

Regional Setting - Patpasco Valley State Park is located in Anne Arundel, 
Baltimore, Carroll and Howard Counties.    These counties comprise, in part, 
the highly urbanized Baltimore Metropolitan Region which includes nearly 
52% of the State's population. 

Extending 27 miles along the Patapsco River from Sykesville to Baltimore 
Highlands, the park is segmented by small communities and towns.    Along its 
length the park ranges from one-quarter to one mile in width. 

Existing Uses and Facilities - Under Title 08, Department of Natural Resources14, 
Patapsco Valley State Park is designated as a "multi-use State Park".    This 
definition states that the park is "suitable for intensive recreational 
development and use".    It further states that, "Development may include roads, 
parking, picnic areas, camping areas, cabins, beaches or pools, bath houses, 
visitor centers, nature study, historic and scenic areas, facilities for 
handicapped and other related developments". 

Activities within the park are designed to emphasize the protection of 
natural, scenic and historic features. 

Existing recreational  facilities and activities include picnicking, camping, 
bicycle riding,  horseback riding, hiking and nature study.    The park offers 
fifteen miles of hiking trails.    Play fields and picnic shelters are available 
for individual and group use.    Regularly scheduled nature walks are held 
during the summer, spring and fall  seasons. 

Area Affected by the Proposed Action - The area of the park affected by the 
proposed project has been designated as Section 1-C by the Department of 
Natural  Resources (see Figures 29 and 30).    This section has not been developed 
for recreation.    Although much of the land is in the flood plain and is not 
suitable for high-density recreation, the areas on both sides of Amtrak's 
Northeast Corridor Line in Anne Arundel County is considered suitable for 
recreational development.    Only 25 percent of the land in the existing park 
is suitable for recreational facilities other than trails.    The primary 
factors limiting the use of these lands are related to unsuitable soils or 
topography; e.g., steep slopes and wet areas. 

The area consists principally of large parcels of vacant, undeveloped land. 
Lightly scattered residential development is located along sections of the 
local roadways. 

Three community types of florlstic associations are found in the study area. 
The river birch-sycamore association found in moist flood plain areas along 
the Patapsco, Stony Run and Deep Run; the chestnut oak, post oak, clackjack 
oak association found in areas of higher elevation to the south of Stony 
Run; and the tulip poplar association located south of Stony Run and com- 
prising most of the area to be impacted by the highway construction. 
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All three floristic associations occurring In the area are in early secondary 
succession.    Average diameter of canopy species is about 7 inches     These 
forest ecosystems are not unique to the physiographic province nor are they 
considered to be of the highest quality.    One tract, however! nea? whirT 

Snir!a.tlHB-W0Uldi.haye*£r0ssed the Patapsco has some rath^ stately tuHp poplar and is perhaps the most attractive woodland. P 

Wetlands, or aquatic ecosystems that are covered with water for all or oart 
of the year, are not directly impacted by the proposed project, with the 
exception of one moist area located on the.Patapsco flood plain just north 

Slt2eR^fluenCL0I ?e
+

ep R^n-    F1eld obse•tions and cotinicat on w?th 
lltnLrt    -"S-5 ^J^strationofficials of Maryland Department of Natural 
Resources indicate that this site does not-fit any of the seven basic wet and 
types and thus should not be considered as a wetland area     The ar a isl ke?y 
river flood plain in early succession to moist deciduous forest. 

Wildlife populations within the corridor have been strongly influenced by 
the actions of man.    Developments such as railroads, highways and residences 
have interfered with animal populations in^such a way that only those ex- 
tremely adaptable to these man-made disturbances remain.    Small mammals in 
upland wooded areas are limited to quail, rabbits, fox, opossum, skunk 
raccoon, ground hog and other rodents. opossum, sKuntc, 

Fish populations are also limited by pollution factors although the Patapsco 
River does provide important anadromous, semi-anadromous and resident fin 
fish spawning and nursery habitat, notably the white perch, a very imoortant 
and common fin fish species in this area. 

According to the Maryland Wildlife Administration, no vertebrate species 
listed by the U. S. Fish and Wildlife Service as "endangered" or "threatened" 
or by the Department of Natural Resources as "threatened with state-wide 
extinction" are known to occur in the study area.15 

The lower 6J5 miles of the Patapsco River, from Elkridge to the mouth, which 
includes the project area, is tidal.   Within this area the channel  is approx- 
imately 80-100 feet wide, slow flowing and can be characterized as meander 
and marsh. 

Previous construction and urbanization have severely stressed the Patapsco 
and its tributaries.    The Maryland Water Resources Administration has listed 
the major causes of degradation as agricultural runoff, failing septic systems 
sewage treatment plant and raw sewage discharges, construction, urban storm      ' 
water runoff, and industrial discharges. 

The Water Quality Administration has classified-Deep Run, Stony Run, and 
the Patapsco River within the vicinity of the project, as Class I-water 
contact recreation and aquatic life.    This classification includes all non- 
tidal warm-water fisheries of the state. 
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Patapsco Valley State Park Master Plan - According to Maryland's 1978 Statewide 
Comprehensive Outdoor Recreation Plan (SCORP), the Baltimore Metropolitan 
Region has a deficit of 71.3% of its current requirements for Regional/State 
recreational acreage, as well as a need for additional facilities in 30 out 
of 34 outdoor recreational activities.16 

The need for additional recreational facilities in the Baltimore Region and 
the limitation of the existing site have led the Maryland Department of 
Natural  Resources (DNR) to propose an extensive land acquisition and develop- 
ment program. 

Damage to the park caused by tropical storm Agnes in 1972 precipitated the 
beginning of a new master planning effort.    The Draft Master Plan, completed 
by DNR in January 1978, utilized the input and resources of the citizen's 
Patapsco Valley State Park Advisory Committee, the Baltimore Regional Planning 
Council's Supply and Demand Study, the Patapsco Valley State Park User Survey 
conducted by Land Planning Services and statements of policy by DNR and 
Maryland's Park Service. 

The Maryland General Assembly has presently authorized the acquisition of 
approximately 1,600 acres.    The Draft Master Plan proposes the acquisition 
of approximately 3,200 acres in addition to that previously authorized. 
The 1980 Session of the General Assembly approved the authorization of the 
additional  acquisition which would result in a total  park area of 15,200 acres. 

In 1977, DNR applied to the Bureau of Outdoor Recreation (now Heritage 
Conservation and Recreation Service) for Land and Water Conservation Fund 
assistance In the acquisition and development of the 1,600 acres.    Pending 
authorization by the Maryland General Assembly, DNR will apply for matching 
funding for the additional  3,200 acres. 

The Maryland Department of Natural Resources' application for Land and Water 
Conservation Fund assistance has led to the Heritage Conservation and Recreation 
Service determination that funding for the acquisition and development program 
constituted a "significant" Federal action, necessitating the preparation 
of an Environmental  Impact Statement (EIS). 

The Draft EIS* was completed for DNR by H.C.R.S.  in September 1978 and covers 
actions on the existing grant application for $5,532,500 to acquire 1,600 
acres, on anticipated amendments for additional acquisition and on future 
development projects within the park.    The Final  E.I.S. was completed in 
October, 1979. 

The Patapsco Valley State Park EIS considers a range of possible federal 
actions, from no funding to full funding for acquisition and development 
according to the Draft Master Plan. 

* This document is available for inspection at the Bureau of Land Planning 
Services, Maryland Department of Natural  Resources, C-3 Tawes State Office 
Building, Annapolis, Maryland, 21401. 
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The remainder of the discussions and evaluations in this report will consider 
the effects of the proposed 1-195 improvements on Park Alternative III. 
This alternative represents a decision by Heritage Conservation and Recreation 
Service to approve Land and Water Conservation Fund funds for the full 
acquisition and development according to the Draft Master Plan.    Alternative 
III is identified in the Park EIS as the "environmentally preferable 
alternative"17 and the alternative preferred by the Heritage Conservation 
and Recreation Service.18 

Under Alternate III, all 4,800 acres would be acquired over a 15-20 year 
period.    The plan proposes that the park be developed in 18 phases, each 
to be completed in one year.    Total Land and Water Conservation Fund funding 
for this program is estimated at $11.1 million (1977 $) for acquisition and 
$9.5 million (1977 $) for development over the long term. 

Proposed Park Development Affected by 1-195 Improvements - The Patapsco 
Valley State Park Draft Master Plan identifies the following proposed devel- 
opment in Section 1-C: 

"A Group Picnicking Area with access via Elkridge Landing Road, 
and a Family Picnicking Area off Ridge Road are proposed.    The 
Group area will  be in an open field adjacent to the Baltimore- 
Washington Parkway.    The seven picnic sites will accommodate 100 
to 130 persons each.    Meeting an increasing demand for accommo- 
dation for small groups, this will be the most heavily developed 
area in the Anne Arundel  section of the park." 

"Accommodation for 240 are proposed in the Family Picnicking Area. 
An open field can be used for volley vail, badminton, and field 
sports.    The Maryland Park Service is in the process of setting 
minimum capacities for recreation areas in order to cut operating 
and management costs.    The proposed Picnicking Area may be con- 
sidered too small, and its status in the plan is uncertain." 

"An overlook is proposed for the 35-foot bluff above the picnic 
area.    The existing dirt road will provide access." 

The area designated for development as Family Picnicking has been used as 
a borrow area and will require reforestation. 

Section 1-C will also include hiking and multi-use trails as part of the 
77 miles of trail  proposed throughout the Park to link historic and natural 
features.    The wood deck and elevated walk proposed along Deep Run will be 
utilized as part of the Nature Interpretation Program. 

The proposed park development for Section 1-C is identified on Figures 29 
and 30. 
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As previously stated, the Master Plan proposes that the development be 
completed 1n 18 phases, each to be completed In one year. The phases are 
listed according to priority. 

The development phasing for Section 1-C would begin in Phase 8 with the 
reforestation of the picnicking areas along the Baltimore/Washington Expressway 
and be completed during Phase 10 with the development of the family and group 
picnicking facilities. 

Access to these proposed facilities will-be via Ridge Road and Elkridge 
Landing Road. 

Figures 31 and 32 indicate the existing park lands within the project corridor 
and lands proposed for future acquisition. Portions of the land slated for 
future acquisition are presently under negotiation for acquisition; these 
areas are also identified. 

It 1s important to note, as stated in the Park EIS, "it is impossible to 
pin-point exactly which properties will or will not be acquired under each 
alternative (park development alternative), because DNR is in competition 
with other land uses for most of the nearly 400 individual parcels of land 
identified by the Draft Master Plan. With its limited budget (even when 
matched by Land & Water Conservation Fund monies), DNR may not be able to 
buy some parcels that individual owners may decide to develop". 

The acquisition program will be implemented over a IS^year period. In any ' 
event, the location of the Selected Alternate 2/A2A is generally the same 
as shown in the E.I.S. proposed for the park development and Master Plan 
documents. 
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SELECTED ALTERNATE 2/A2A 

Selection of the Recommended Alternate 2/A2A 

The Draft Environmental Impact Statement was circulated for comments to 
public and private organizations and individuals 1n December, 1979. 

In accordance with federal and state requirements, a Location Public Hearing 
was held on January 29, 1980 at the Andover High School auditorium, Linthicum, 
Maryland. The purpose of this meeting was to enable the State Highway Adminis- 
tration to present the social, economic, environmental and engineering aspects 
of the 1-195 studies. The public hearing provided an opportunity for inter- 
ested persons, citizens groups or representatives of governmental agencies 
to ask questions, offer comments or submit written material for the record. 

Following the Location Public Hearing, additional studies were prepared in 
an effort to reduce adverse impacts identified during the review of the Draft 
EIS. 

As a result. Alternate A was modified to eliminate acquisition of property 
from the Westinghouse Corporation, avoid potential archeological impacts, 
provide improved interchange design and reduce the scope of the improvements 
on 1-195 and MD 170. These changes have been incorporated in the Selected 
Alternate 2/A2A. 

The following is a summary of the factors contributing to the selection of 
Alternate 2/A2A: 

(1) The selected alternate provides the most effective long-term 
solution of the project objectives. Of primary importance is 
the maintenance of an efficient transportation network which 
will permit orderly growth and development in the vicinity of 
the Baltimore-Washington International Airport. 

(2) The selected alternate will complete the interface between the 
Interstate System, the Amtrak railroad station and the BWI Airport. 

(3) The selected alternate is least detrimental to present and pro- 
posed Patapsco State Park lands and development. This alternate 
is compatible with the park master plan. 

(4) Acquisition of land from the Westinghouse Corporation is elim- 
inated. The selected alternate will not affect plant manufac- 
turing procedures or accessibility. 

(5) Potential adverse archeological impacts are eliminated. 
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(6) Il!eMn0iU7nlaneS 0n I'1
J

95 and the reduced SC0Pe of Improvements 
on MD 170 are proposed even though the level of service in 2005 
will  be lower than desirable.   The traffic volume on 1-195 is 
borderline between requiring four or six lanes.    The reduction 
to four lanes will reduce the project cost 

(7) Land use plans developed in compliance with the President's 
National Urban Policy and energy conservation goals are intended 
to limit proposed growth to existing activity centers.    By its 
location, 1-195 1s more conducive to,this policy than improve- 
ments within the MD 100/MD 176 study area. ""yruve 

W 

on Alternatives to the Proposed Acti 

The project Involved the development of a transportation improvement within 
a relatively narrow corridor extending from the present terminus of 1-195 
at u. S. 1 to the BWI Airport. 

A series of alternatives were identified and evaluated in terms of their 
ability to respond to the area's transportation needs. Each step in the 
development and evaluation of the alternatives attempted to respond to 
identified and potential social, economic and environmental issues and 
impacts. Some of the alternatives were discarded on the basis of design 
features, construction costs, property damages and impact on recreational 
lands and archeological resources. 

Inspection of the Area Map (Figure 27) indicates that any "build" alternative 
joining the project termini cannot avoid crossing Patapsco Valley State Park 
c^S*  H1

S
 ract Is  r.ecogn1zed 1n the Patapsco Valley State Park EIS which 

states:  During the Master Planning Process for the Park, the Maryland State 
Highway Administration provided descriptions of proposed new highway and 
highway reconstruction projects." - "While the long configuration of Patapsco 
Valley State Park may mean that there are no reasonable alternative routes 
other than through the Park, DNR will require coordinated design and land- 
scaping to reduce the impact of these projects on the Park, and to provide 
acceptable replacement lands." 

In response to a request for the Department of the Interior's comments on 
the draft environmental statement for 1-195, DOI suggested that the scope 
of the alternatives considered should be expanded to include the possible 
use of the existing old railroad embankment across the Patapsco River. 

I5%KJ.S!!ggJSt1!n WaS stud1fd- The TOtri reason for the.aTternative proposed by DOI 
is their desire to preserve the area of vegetated land north of the Patapsco 
River. DOI staff feels that some wildlife species need unbroken tracts of 
land as compared to "edge" habitats desired by other species. 

The alternate suggested by DOI would connect with existing MD 166 at U.S 
Route 1. With the alignment centered on the old railroad fill south of the 
^Mr""?1 Thruway' approximately 1,000 feet of existing 4 lane roadway 

on MD 166 along with the structures over the B & 0 Railroad would have to 
be rebuilt to avoid relocating the ramps in the northwest quadrant of the 
U.S. Route 1 interchange and impacting the adjacent residential area of the 
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St. Dennis Historic District. The old railroad fill would have to be widened 
from the existing 30 feet to 126 feet to accommodate the 4 lane road with 
a 54 foot median. After crossing the Patapsco, the alternate would pass 
through a portion of the town of Elkridge and take three or four homes and 
an industry which employs approximately 160 persons. Also, the portion of 
Elkridge that is affected is an Historic District. The alternate would then 
cross Race Road and Deep Run and pass through the Patapsco State Park property, 
which borders the stream. South of Ridge Road, it would go through a parcel 
of land designated for future acquisition for the State Park and passes through 
a portion of existing park property along Stony Run. Thirteen acres of existing 
park land and approximately 17 acres of future park land would be required 
for the alternate proposed by DOI. Also, a future nature observation area 
along Deep Run and a future picnic area east of Ridge Road could be impacted 
by this alternate. In comparison, the Selected Alternate 2/A2A takes 23 acres 
of existing and proposed park land. 

Although the length of the bridge proposed by DOI across the Patapsco would 
be shorter than the Selected Alternate 2/A2A or Alternates A & B (approximately 
500 feet), the structures over U.S. Route 1 and the Harbor Tunnel Thruway 
would be longer and other structures are required over Furnace Avenue, Race 
Road, Deep Run, Ridge Road, Stony Run and the Amtrak Railroad. The total 
length of structures required for the alternate proposed by DOI is more than 
the length of structures required for either the Selected Alternate 2/A2A 
or Alternates A & B. 

The alternate proposed by DOI would not allow the reduction in flood impacts 
to Elkridge as described under the discussion of "River Modifications", page 
123. The old railroad fill could be used for 1-195. The removal of the fill 
is a flood mitigation measure that is suggested in the Patapsco River Basin 
Study which was prepared jointly with the Baltimore Regional Planning Council 
and the Maryland Water Resources Administration in 1979. 

In summary, the alternate proposed by DOI is longer, has more structures, 
takes more homes and therefore, costs substantially more than the Selected 
Alternate 2/A2A or Alternates A & B. While impact on the portion of park 
land north of the Patapsco is less than the Selected Alternate 2/A2A or Alter- 
nates A & B, it impacts other areas of existing and future park land that 
are not affected by the other alternates. It affects a portion of the town 
of Elkridge which is an Historic District. It is not consistent with the park 
master plan. 

The Maryland State Highway Administration feels that the negative aspects 
of the alternate proposed by DOI outweigh any advantages and therefore, the 
alternate will not be given further consideration. Also included on page 
131 is a letter from the Maryland Department of Natural Resources stating 
that they do not agree with the alternate proposed by DOI and favor the Selected 
Alternate 2/A2A alignment. 

Alternate Corridor/Facility - An analysis was performed to determine the 
importance of the proposed construction of 1-195 to the transportation system 
in the area. This analysis was performed in response to questions raised 
at the Location Public Hearing and comments made during the review of the 
Draft EIS. 

I(f1 
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The transportation need analysis focused on the impacts on the future highway  IMY 
system in the area, with and without the construction of 1-195 and also with ( W* 
and without the proposed construction of MD 100, or upgrading of MD 176 V* 
parallel east-west highway proposals.                        ' 

The use of MD 100/MD 176 as an alternate corridor or facility would eliminate 
the acquisition of land from Patapsco Valley State Park. 

The findings of these analyses are summarized as follows: 
-Analysis of the No-Build alternative indicates severe congestion for a 
number of routes which serve as access routes to BWI Airport and surrounding 
land uses. The primary routes providing access from the north i e 
Maryland Route 295 and the Baltimore Beltway are both projected to experience 
severe traffic congestion in the design year of 2005 (Level of Service F) 
Also, under a No-Build scenario the primary routes between Interstate 95 
and the Airport, via Maryland Route 100, U.S. Route 1, Maryland Route 176 
and Maryland Route 295 would be severely congested during peak hours. 
Interstate 1-195 would provide relief to many of these routes while at the 
same time providing significantly improved access to BWI Airport for a large 
percentage of Airport users. 

-The construction of Maryland Route 100 between U.S. Route I and the Baltimore/ 
Washington Parkway would provide a direct access between 1-95 and the Baltimore/ 
Washington Parkway, thus improving access to the Airport from the south. However 
it would not serve the largest portion of users of Interstate 95 from the north. 
These travellers would continue to use the Baltimore Belway and the Baltimore/ 
Washington Parkway which are both forecasted to be heavily congested. Furthermore 
traffic accessing the Airport area from Maryland Route 100 would also have 
to use the Baltimore/Washington Expressway from the south. Substttu?ion 
?L kl?3p52 ^^ ?0Ute 100 imPro^ent between Interstate 95 and 
the Baltimore/Washington Expressway would necessitate additional maior 
construction of the Baltimore/Washington Expressway to a six-lane 

interrhanSp  ?? S6!?1?^ ^l^  ^ the Pr0p0Sed Ma^land R^te 100 interchange. It would also do little to relieve congestion of the Baltimore 
Beltway between Interstate 95 and the Baltimore/Washington Expressway. 

-The reconstruction of the Baltimore/Washington Parkway to six (6) lanes 
between the Baltimore Beltway and Maryland Route 46 was found to be 
unacceptable because it would not serve traffic from the south and would 
not relieve traffic congestion on the Baltimore Beltway. 

-Both the construction of Maryland Route 100 and the widening of the 
Baltimore/Washington Parkway to six (6) lanes while unacceptable as an 
alternative to 1-195 are both needed in addition to the construction of 

Alternatives Studied in Detail 

Three alternatives were studied in detail and included in the Draft EIS: 
Alternates A and B - both were primarily dual six-lane facilities located 
along new and existing alignment, and Alternate C - the "No-Build" alternate. 

The following is a summary of the alternatives studied in detail, but not 
selected. 

Alternate A - This alternate would have utilized existing MD 166 from 1-95 
to U.S. Route 1. New construction would have overpassed U.S. 1, the Harbor 
Tunnel Thruway, the Papapsco River, and the Amtrak rail line. The alternate 
would then have paralleled the rail line, overpassed MD 295 and connected 
to existing MD 46, reconstructed to a dual six-lane highway with a depressed 
median. The alignment would then have overpassed MD 170, tapering to a 
four-lane highway to match the existing airport entrance highway approximately 
4,000 feet from the airport terminal. 



M 
Interchanges were provided at U.S. 1, MD 295.and-MD 17Q. Most of the 
existing ramps of the MD 46 Interchanges wlth-MD 295 and MD 170 would have 
been reconstructed to bring them up to current design criteria. 

The major benefit of this alternate is that it would have the least involve- 
ment with Patapsco State Park and would be compatible with the park master 
plan. The right-of-way requirements within the area of the park are the 
same as the Selected Alternate 2/A2A. 

The following factors influenced the decision to not select this alternate: 

(1) The design provided with Alternate A created potential conflicts 
with the Westinghouse Corporation facilities. These problem 
areas were acquisition of Westinghouse property currently used 
for employee parking, requiring Westinghouse employees to utilize 
two pedestrian overpasses between the parking lot and the plant, 
and relocation of truck access at Gate 1. 

(2) The Amtrak access road provided with Alternate A involved a 
potential adverse impact on archeological site 18-AN-23. This 
involvement would have required additional archeological testing 
of the site. 

#     Alternate B - This alternate would have utilized existing MD 166 from 1-95 
to U.S. 1. New construction would have overpassed U.S. 1, the Harbor Tunnel 
Thruway, the Patapsco River and Deep Run and would have paralleled Stony 
Run west of the Amtrak rail line. Just north of MD 295, it would have 
crossed Stony Run and the rail line and proceeded south along the existing 
MD 46 alignment. From MD 295 to the airport, Alternate B is similar to 
Alternate A. 

Interchanges were provided at U.S. 1, MD 295, and MD 170. Most of the exist- 
ing ramps of the MD 46/MD 170 interchange would have been reconstructed to 
bring them up to current standards. Alternate B utilized a portion of the 
existing MD 295/MD 46 interchange. 

The major advantages of Alternate B are (1) it required the lowest con- 
struction cost, (2) the location was more removed from residential develop- 

!!nnonrl»[!9/l
Elkr1dge Land1n9 Road and (3) 1t utilized portions of the existing 

MD 295/MD 46 interchange. 

The factors influending the decision to not select Alternate A are also 
applicable to Alternate B. These additional factors can also be cited: 

(1) Alternate B would have required the acquisition of approximately 
26 acres of Patapsco State Park Land. 

(2) This alternate would have required the acquisition of property 
along Stony Run that is proposed to be acquired for future 
expansion of Patapsco State Park. 
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Alternate C (No-Build Alternate)^ Under this alternate, there would have 
been no new highway construction in the 1-195 corridor.    MD 295/Balt1more/ 
Washington Expressway) and MD 46 would have remained as the main access to 
the airport and the surrounding industrial areas.   MD 46 would have remained 
as a four-lane road between MD 295 and the airport,   fohile both maintenance 
and safety improvement programs would have been undertaken by the State 
Highway Administration, any improvements made would have been restricted 
to the existing right-of-way. 

The major advantages of the No-Build Alternate are:    no homes or families 
would have been relocated, no impacts would have occured to natural environ- 
ment in the corridor,-there was no effect to existing or proposed Patapsco 
State Park property and no funds would have been expended for right-of-way 
and construction. 

The following factors influenced the decision to not select this alternate: 

(1) Improvements to the highway system within the 1-195 corridor 
are considered essential to permit potential and existing 
industrial development within the vicinity of the BWI Airport. 
In view of the deficiencies of the existing highway system and 
the recommendations for improved access to the BWI Airport in 
the General Development Plan, the No-Build Alternative is 
inconsistent with the regional planning goals. 

(2) With no improvements made to the existing highway system, 
accident rates would have continued to rise with a corre- 
sponding increase in accident cost.    The capacity, safety 
and efficiency of the existing system would have continued 
to deteriorate with operating speeds being further reduced 
and stoppages occurlng for longer periods of time. 

(3) Since truck traffic is prohibited on the Baltimore-Washington 
Parkway south of MD 175, truck cargo from the Washington area 
would have continued to use indirect routes to the BWI Airport 
involving use of congested, uncontrolled two-lane highways or 
additional  travel distance.    These conditions would have had 
an adverse influence on air cargo operations at the BWI Airport. 
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SUMMARY COMPARISON OF ALTERNATES A, B.  C AND THE .SFLECTED ALTERNATF ?,A9l 

.Engineering 

1. Project Length (Miles) 
2. Construction Cost 
3. Right-of-Way Cost 
4. Total  Project Cost 
5. Required Right-of-Way (Acres) 

Social 

1. Total Dwellings Displaced 
2. Minority Dwellings Displaced 
3. Individuals Displaced 
4. Minority Individuals Displaced 

Economic 

Alternate A 

3.1 
$81,800,000 
$ 3,640,000 
$85,440,000 

158 

1 
0 
4 
0 

Alternate B 

3.1 
$78,400,000 
$ 3,900,000 
$82,300,000 

154 

3 
3 

12 
12 

Alternate C 

0 
0 
0 
0 

0 
0 
0 
0 

Alternate 2/A2A 

3.1 • 
1 ^,330,000 
$    4»443,000 
$ 88,752,000 

171 

1 
0 
4 
0 

1. 

2. 
3. 

Park Land Acquisition (Acres) 
Existing Park Land 4 

•Land Proposed for Future Acquisition    19 
Business Affected j 
Consistent with land use and 
transportation plans yes 

Physical 

1. 

2. 
3. 

4. 

Construction Within 100-Year 
Floodplain (Acres) 9 2** 
Additional Stream Crossings '3 
Number of Sites Impacted By Increased 
Highway Noise 23 
Air Quality Violations no 

** 
Does not include area crossed by bridges. 

26 
47 
1 

yes 

11.6** 
4 

14 
no 

0 
0 
0 

no 

0 
0 

15 
yes 

4 
20 
0 

yes 

12.4 

13 
no 
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IMPACTS ON PATAPSCO VALLEY_ jTATE P_ARK JICSULTI_NG_ FROM THj; SjILCCTEO ALTrRNATr 

Determlnatlon of the primary Impacts on Patapsco Valley State Park required 
an evaluation of the relationship of the roadway to adjacent park areas and 
the effects of the highway development on natural resources, human use, 
aesthetics and cultural value. The evaluation of these impacts have been 
viewed in terms of the known or probable plans for future change within the 
proposed park area as identified 1n the Master Plan. 

Riqht-of-Wa.y Acquisition - The Selected Alternate 2/A2A will require the 
acquisition of approximately 4 acres of existing parkland and SOacres of land 
proposed for future acquisition. 

The Selected Alternate 2/A2A will not require right-of-way from areas designated 
for future park development; it will, however, require acquisition of land 
adjacent to these facilities. 

The areas of existing park land required for the Selected Alternate 2/A2A are 
within the flood plain, or flood prone areas of the Patapsco River, Deep Run 
and Stony Run. They consist primarily of fields in early succession to moist 
deciduous forest. In light of the widespread damages which have resulted 
from recent floods on the Patapsco River, the Maryland Department of Natural 
Resources has established a policy which restricts structural development 
in the flood plain. Trails, access roads and parking areas are the only 
Improvements planned within flood prone areas. 

Portions of the proposed park land required for the Selected Alternate 2/A2A 
are also within the flood plain. The remaining areas of required right-of-way 
are primarily forested, in early secondary succession. 

Vehicular/Pedestrian Access and Circulation - Although there is no direct 
access to the park from proposed 1-195, the overall accessibility will undoubtedly 
be improved by virtue of the more efficient highway system. 

The proposed action will not create any significant isolation or division 
of a valued area of recreational development. Vehicular access to the park 
will continue to be provided along the local road system and will be unaffected 
by the 1-195 Improvements. 

The trail system proposed along the Patapsco River will be accommodated in 
the location and design of the bridge structure. 
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Air Quality Impacts - The increased traffic volumes generated within the 
vicinity of the park are of particular concern with respect to the effect 
on air quality and highway noise (see Highway Noise Impacts, page 121). 

No air quality problems are anticipated within the park area. According to 
the Technical Air Quality Report prepared for 1-195,19 the predicted emissions 
will be well below the National Ambient Air Quality Standards. The Technical 
Air Quality Report provides a detailed assessment of impacts resulting from 
the proposed project. This report is available for inspection at the State 
Highway Administration, 300 West Preston Street, Baltimore, Maryland. 

Visual/Aesthetic Impacts - General Considerations - The determination of the 
visual and aesthetic impacts of the proposed action requires an essentially 
subjective evaluation. The positive aspects of this evaluation pertains to 
the opportunities provided to the highwattuser to view the environmental 
resources which exist adjacent to the highway. The primary concerns related 
to the visual impacts pertain to the local residents' and park patrons' view 
of the road. 

The ambient environmental conditions within the affected area of the park 
are presently influenced by the visual, audible and atmospheric elements of 
existing airport, highway and rail facilities. Therefore, the introduction 
of the proposed project into this area will not result in impacts uncommon 
to the existing environment. 

The Selected Alternate 2/A2A will, however, result in increased transportation 
related impacts and alterations to the natural features of the area. The 
location of the highway within the park will result in some loss of amenities 
for park patrons. 

The spatial form of the natural landscape will be modified by the proposed 
action. Because of the nature of the terrain within the corridor and the 
vertical controls which must be met to cross the river and railroad, the pro- 
posed alignment does not conform to the land form of the area. The relatively 
high embankments and highway bridge structure across the Patapsco River flood 
plain will be in conflict with the existing environment. 

The clearing of forested areas and substantial regrading required south of 
the Patapsco River will also result in additional visual/aesthetic impacts. 

Visual/Aesthetic Impacts - Selected Alternate 2/A2A - After crossing over 
the Harbor Tunnel Thruway, the Selected Alternate 2/A2A traverses the broad 
flood plain area of the Patapsco River on an embankment of 25-30 feet. At 
a point just west of the river the alignment ascends on a 3.1 percent grade 
to cross the Patapsco, the Conrail tracks and Furnace Avenue. Embankments 
within this area reach a maximum of 45-55 feet. 

After crossing the Conrail tracks, the Selected Alternate 2/A2A follows along 
an alignment generally parallel to and east of the railroad. Within this 
area the alignment traverses the steep, irregular hillside which extends from 
Stony Run. On its approach to the crossing of the Baltimore/Washington Expressway, 
the roadway ascends on grades of 2.8 -3.7 percent. 
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visual   mpacts of the highway improvements. mitigate any 

w!EUi!LJhJ Selected Alternate 2/A2A will  be located a minimum of 1 300 - 
1,400 feet from proposed scenic overlook    T  IQR ui-m  h« »„ il* -I.JUU - 
natural  setting ihaf may be Slewed ?rom ^ site!        * "" intrUS10n 0n the 

It SISCH«^/1?ern!tS 2/??A Wil1  be located a mini'mum of 2,000 feet from 
the wood deck/elevated walk proposed as part of the Nature InterJrSlve Program. 

Terrestrial  Ecology - One ecological  impact of the proposed oroiect is thP 

s?fi??ft:x?.r«rs,ti!;.fc.re4.t?areas wnh -"p*»pt Sd^'o"^-* 
Terrestrial communities in the corridor are judqed to be lesc th^n "nv-imn.. 

ShSh'Lm^^Ai-!01'^- there Sti11 r^i" some   ep r   e "   ck t "of high quality" wildlife habitat within the project's area of influence! 

Disturbance of large unsegmented tracts which provide food cover and relativplv 
unrestricted movement can result in adverse effects to wildlife" relat1vely 

Although most resident forms of vertebrates will move to adjacent habitats 

2hUe,?agct0S.tJU?ht ^J"656 ,SPeCleS W111 11kely Perish ^e to coSe   t o ' nd 
requ^emenEs! JaCe     areaS my ^ be Suned t0 their "ologlcal 

While the segmentation will adversely affect animal  species that need larae 

rw^Suit^s^^f? cTtructr "^create ^tiotv'ot e 
or    edge    habitats which will  enhance other wildlife populations. 

Animal   population within the area are suppressed because of the qrowina human 
HPrlatl0:h

and ^"iwtlon which have reduced available animal  habuSt 
However, there is still a sufficient amount and variation in habitat to'sustaln 
the various plants and animals found in the project area.    The proposed proiecE 
should not have any major significant impact on wildlife and thei?P3 stribStion 
throughout the area.    Limiting factors such as existing roads and urbanization 
will  continue to restrict the numbers of wildlife in the corridor UrDan1Zat1on 

• 
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Paradoxically, the increase in human population also causes a greater need 
for fishing, hunting, outdoor recreation and nature study areas. 

Aquatic Ecology - The continued urbanizing effects in the study area provide 
the potential for adverse impacts on the aquatic environment. 

The process of building and operating a transportation facility, such as 
proposed under the 1-195 improvements, interferes with hydrologic processes 
in various ways.- 

The impacts to be considered during the construction phase include: erosion 
of newly exposed soil; construction equipment operations in the water; chemical 
impacts from construction equipment (primarily oil and grease); and reduction 
in the amount of vegetated areas. 

Water quality impacts during the operating period will consist of continuing 
erosion and chemical impacts resulting from maintenance operations and roadway 
pollutants. 

Perhaps one of the most serious impacts of the proposed project would be the 
potential of additional sedimentation to the already heavily stressed streams 
in the corridor. This potential exists, in part, because of the nature of 
soils in the area and the significant amounts of cut and fill required for 
construction grading. 

In addition, gathering surface runoff from the highway into culverts or other 
hydraulic structures and discharging that concentrated runoff along the highway 
or into a stream channel may significantly change velocity and discharge 
quantity with subsequent changes in stream regime and erosion. 

Chemical water pollution can also occur from road borne pollutants such as 
de-icing salts, pesticides, lead salt particulates from exhaust systems and 
the various pteroleum products used in and about the automobile. Accidental 
chemical spills involving tank trucks are also of considerable concern. 
Quantitative predictions of the relative impacts of the alternates considered 
in this study with regard to roadway pollutant generation are not realistically 
possible at this time. 

The impermeable surface created by paving the highway and shoulders causes 
a substantial increase in the volume and rate of surface runoff. Removal 
of vegetation for construction of the facility affects the process of transpi- 
ration and also influences the nature of overland flow. 

The resulting effect of these conditions is that the ground will not be able 
to absorb as much rainfall as it has in the past. The excess water will flow 
quickly into the area streams, increasing the probability of higher flows 
downstream. The increased velocity of higher flows may alter the stream 
channels, decrease water quality and increase costs from flood damage.     / 
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While the initial construction of the 1-195 improvements will  not result in 
any significant impacts of these types, the more significant, long-term impact 
will  be the incremental   increase in the amount of impervious surface resulting 
from induced development.    However, the proposed park development will  not 
contribute to this type of impact. 

In summary,  impacts of construction on surface waters and the life-forms which 
they support may be either permanent or temporary in nature.    The temporary 
adverse effects of siltation on surface waters and aquatic ecology will be 
the primary cause for concern.    No significant adverse impacts should result 
from the proposed construction if proper care is exercised in final design, 
construction and maintenance of the proposed highway. 

The following named streams were identified as having high probability of 
being affected to some degree by the proposed construction: 

I.    Stony Run 

This stream perhaps is the most sensitive in the study area. 
The banks along the stream are low and very brushy while the stream 
generally has a sandy gravelly bottom. Some siltationmay occur 
but it should be minimal with proper erosion controls because no 
stream relocations are planned. The existing Conrail tracks parallel 
the stream through the study area. Some pollutants from track 
drainage now reach the stream and the impact of this drainage 
likely will be greater than that to be expected from the new highway 
construction. Construction of the connecting ramps with the Baltimore- 
Washington Expressway for the Selected Alternate 2/A2A represents 
the greatest potential for erosion problems. 

II. Deep Run 

The stream banks of Deep Run are well vegetated but quite steep 
so sloughing of the banks undoubtedly occurs naturally with 
resulting siltation of the streams. The Selected Alternate 2/A2A 
avoids any intrusion into the drainage area of this stream except 
at a point near the junction of Deep Run and the Patapsco River. 
No serious impact on this stream is envisioned if proper erosion 
controls are maintained. 

III. Patapsco River 

Banks along the Patapsco are well vegetated and quite steep. 
While some erosion will occur from embankment construction adjacent 
to the stream crossing, the major potential for adverse impact lies 
in the construction of the bridges across the stream. Extreme 
care will  be exercised to prevent contaminants from the bridge 
construction activities from reaching the stream. 
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w      Some construct on operations and stream conditions may necessitate the con- 

struction of diversion dikes or other protection measures to avoid sediment 
problems. Embankment slopes or pier construction will not be permitted to 
encroach on the stream channel. Where practicable, a protective area of 
vegetative cover will be left or established between the highway embankment 
and the stream channel. 

Mver Modifications (Flood Hazard Impacts) - Floods are a major problem on 
the Patapsco River. The floods of Hurricane Agnes in 1972 and Hurricane 
tioise in 1975 caused widespread damage throughout the watershed. 

Records from the Agnes flood in 1972 (the flood of record) on the Patapsco 
show that the water crested at approximate elevation 34.5 in the vicinity 
of the 1-195 crossing. The flood water caused damage to residential and 
commercial structures in the vicinity of Elkridge along U. S. Route 1, Furnace 
Road and Deep Run. Portions of the Harbor Tunnel Thruway were also inundated. 

The Patapsco River Flood Study, was completed jointly by the Maryland Water 
foon^u-^1"1'51^10" and the Baltimore Regional Planning Council in March, 
1980  This study identified the flow and flood plain limits for the 100 year 
flood and includes consideration of flood control measures for the river. 

The flood plain limits identified in this study are a refinement of the 
Federal Insurance Administration limits already established along the Patapsco 
Maryland Water Resources Administration's analysis of the existing stream 
channel conditions shows that should a storm of intensity equal to Aqnes 
reoccur now, the water level in the vicinity of the 1-195 crossing will be 
approximately 1.5 feet higher than the 1972 level due to fill which has been 
placed in the river valley downstream since 1972. The water level near the 
harbor will be as much as 4 feet higher during an Agnes type storm than in 

The Interstate 195 alternates must cross the Patapsco River Flood Plain since 
the project connects to MD 166 and the existing 1-95 interchange to the north 
and to the existing main entrance into BWI Airport on MD 46 to the south 
The river must be crossed to join these two termini. 
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Highway Noise Impacts - Determination of environmental  noise Impact 1s based 
on the relationship between the predicted noise levels, established design 
noise criteria and ambient noise levels  1n the study area.    The applicable 
design no se criteria  1s the Federal  Highway Administration's design mist 
(FHpify^a^ relat10nShtp Publ1shed  1n  Federal-Aid Highway Progra'm Manual 

The following levels are considered representative of the conditions encountered 
within the park area. 

DESIGN YEAR   (2005)  L10 
AMBIENT L10 NO-BUTLD ALTERNATE A ALTERNATE B 

43 dBA 45 dBA 65 dBA 65 dBA 

The description of proposed development for Section 1-C of Patapsco Valley 
State Park identified four use areas. 

The Group Picnicking Areas would not be adversely impacted by the Selected 
Alternate 2/A2A; they would be located over 1,000' from the roadway. 

The Family Picnicking Area off of Ridge Road would be 1,600' - 1,800' from 
the Selected Alternate 2/A2A and no adverse impact would result. The desiqn 
noise levels would not exceed Federal criteria. No adverse impact would occur. 

The Scenic Overlook would be affected similarly to the discussion of the Family^ 
Picnic Area impacts. ^P 

The deck/walk area associated with the Nature Intrepretation Area would not 
be adversely impacted by the Selected Alternate 2/A2A. A hiking trail is 
proposed connecting the deck/walk area with other park use areas. 

An analysis of design year noise levels was made for the Selected Alternate 2/A2A 
in the area adjacent to the proposed bridge over the Patapsco River. Several 
proposed multi-use trails would pass under this structure. Future noise levels 
were predicted as various distances from the highway. Table I shown on page 127 
indicates, the results of this ana^.ys.i.s. Des.i.gn noise levels would not be exceeded 
tnrough this area with the Selected Alternate 2/A2A. exceeaea 

Generalized noise contours through the park are shown on Figure 33. 

Additional comments are provided on pages 126 - 128, "Planning Measures To 
Minimize Harm, Noise Abatement". 

A more detailed assessment of the noise impacts is provided in the Technical 
Highway Noise Report for 1-195 which is available at the State Highway 
Administration, 707 North Calvert Street, Baltimore, Maryland 
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PLANNING MEASURES TO MINIMIZE HARM \4> 

When considering the planning measures to be incorporated into the project 
it is important to recognize the mitigation effects that are inherent in the 
park design. The areas designated for recreational development and use were 
designed to maximize the physical resources of the site with consideration 
given to the eventual 1-195 improvements. 

As previously stated, the Park Master Plan indicates the Selected Alternate 2/A2A 
alignment with the Section 1-C development. Adequate buffer areas have been 
maintained between the proposed highway and adjacent recreational areas in 
order to preserve the integrity of the recreational development and mitigate 
physical or aesthetic encroachment of the highway. 

Visual/Aesthetic 

Although 1-195 does not enhance the aesthetic quality of the recreational 
development or remaining "natural areas", a balance of man-made development 
with the physical resources can be achieved without serious impacts. 

During the construction of the highway, measures will be taken to minimize 
the impacts on the park area. Existing trees and other vegetation will be 
maintained within the undisturbed areas. Fencing will be provided along the 
highway right-of-way in order to restrict public access and protect wildlife. 

The location and design of the river bridge will be compatible with the natural 
setting. The pier spacing and superstructure design will provide a clean, 
uncomplicated look. The use of weathering steel for the bridge superstructure 
will be considered. 

The multi-use trails proposed along the river banks can pass under the pro- 
posed bridge. No embankment material or bridge piers will be placed in the 
river channel. 

Although it is not possible to mold the highway alignment to the terrain 
through the park area, screening is provided in several areas: 

The terrain, distance and vegetation between the Selected Alternate 2/A2A 
and areas of proposed development will provide adequate shielding for 
park users. 

The group picnicking area may require additional measures to reduce 
visual impacts of the Baltimore/Washington Expressway. Plantings, 
placed along the ramp connection from the southbound lanes, would 
provide the required shielding. Plantings will be selected to 
harmonize with existing vegetation. 

The location of the Selected Alternate 2/A2A along the Conrail tracks 
can provide benefits in two respects: (1) to integrate highway and rail 
facilities along a single corridor and (2) to be used as a buffer to 
reduce proximity impacts to environmental resources. 
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IVnLZltlil*0*"^ thLral1i:oad'  the P^POsed grade for the Selected 
1?ZH n 'A?J JS hl?her than.the tracl<s-    The^fore, no visual  shielding 
would be provided.    The most significant benefit resulting from the joint 
corridor will  be in reducing water quality impacts to Stony Run.    The inter- 
secting embankments of the railroad and the Selected Alternate 2/A2A will 
provide more effective control of storm water runoff.    Storm water runoff 
could be channeled along the intersecting embankments and selectively dis- 
charged into Stony Run.    Sedimentation basins could be constructed at these 
velocitie t0 Prevent the dtscharge of sediment and to reduce erosive outlet 

River Modifications (Flood Hazard Impacts) 

A flood control measure that is being considered in the Patapsco River Basin 
study is the removal of the abandoned railroad embankment upstream from the 
1-195 crossing which constricts the channel  to 200 to 300 feet; this measure 
woud lower the flood level  for portions of Elkridge.    If the Water Resources 
Administration decides to remove the embankment, the work could be accomplished 
? iE?     SL*J?     J95 co"structi°n by using the excavated material as fill  for 
1-195.    Additional   studies would be performed by the Water Resources 
Administration in order to assess the potential effects of this flood control 
measure. 

During the prel iminary design phase of this project, hydraulic/hydrologic 
studies will  be performed to establish the design requirements that would 
accommodate a storm of the proportions of the flood of record (Agnes    1972) 
These design features would provide measures to insure the structural  integrity A 
of the facility in the event the area was flooded.    The design measures would      ^ 
include adequate embankment and slope protection. 

The project will  be designed to meet the HUD requirements.    The federal  criteria 
for purposes of regulating development in the flood plain is set forth in 
the Code of Federal  Regulations at 24 CFR, 1910.1(d).    The Maryland Department 
of Natural  Resources regulations governing construction in flood plains will 
also be adhered to in the design for 1-195.    The project will also be coordinated 
with the Army Corps of Engineers and the required approvals will  be obtained. 

The Selected Alternate 2/A2A will  not have a significant encroachment on the 
flood plain      The encroachment will  not result in any risk or impacts to human 
activity,  the beneficial  flood plain values or provide direct or indirect 
support to further development within the flood plain.    The removal of the 
old railroad embankment would lessen potential  flood impacts to the town of 
Elkridge, U. S. Route 1 and the Harbor Tunnel  Thruway. 

Aquatic Ecology 

Erosion control measures will  be provided on the project in accordance with 
state and county regulations.    Adequate technology exists to insure that 
construction activities which cause land disturbances will  have a minimal 
if not negligible,  impact upon surface water quality from the standpoint of 
erosion and sediment.    With cooperation from the responsible state and federal 
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agencies, the most appropriate and feasible mitigative measures to reduce 
any adverse impacts will be incorporated in the final design plans  Erosion 
control measures to be employed are very site specific. The control measures 
to be used depend on soil types, slope angle and length, seepage areas and 
exposure. Site investigations must be conducted prior to the selection and 
implementation of specific erosion control projects. 

The construction of the 1-195 improvements will require the following Federal 
and State permits: Federal Water Pollution Control Act, Section 4u4 Permit- 
Waterway Construction Permit; and Sedimentation and Stormwater Control Permit. 

Because of the significant amount of fill required for the project, a large 
amount of borrow material will be required. Proper selection of borrow 
material should include potential impacts of borrowing on surface water quality 
It may be possible to coordinate some borrow site selection with design of 
erosion control measures such as permanent sediment ponds. Borrow which has 
adequate stability and a low erosion potential will be selected wherever 
possible. Care must be exercised to avoid creating erosion problems in borrow 
areas which may be located outside the immediate study area. 

No borrow pits will be approved within the proposed boundary of Patapsco State 
Park without the approval of the Department of Natural Resources. 

State Highway Administration procedures require the contractor to obtain all 
required borrow materials and to dispose of all waste materials resulting 
from the construction project. In accordance with the provisions of Chapter 
245 of the Acts of 1970 for the State of Maryland, it is also necessary for 
the contractor to obtain permits from the appropriate state and county agency 
for any off-site work, which includes borrow pits, waste areas and the treat- 
ment of these during and after completion of the project. The county agencies 
will refer the plan for such areas to the Soil Conservation District for review 
and approval of the erosion and sediment control provisions. The erosion 
control features installed by the contractor shall be acceptably maintained 
for the duration of the contract. 

Control of potential pollutants other than sediment depends to a large degree 
on proper siting of material storage and equipment maintenance areas. Proper 
design will minimize runoff from such sites. Concern for pollution potential 
also will dictate materials and methods to be used for controlling dust in 
the construction area. Highway maintenance activities can have a significant 
effect on pollutant and sediment discharge from roadways so care must be 
exercised to minimize such discharges. 

The proposed design for 1-195 with wide relatively flat vehicle recovery areas 
between roadway pavements and open, typically grassed, roadside ditches will 
serve to filter out and trap many roadway pollutants before they reach area 
streams. Proper design of highway drainage structures and the provision of 
grassed buffer strips where feasible will also reduce pollutant loading of 
surface waters. 
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Timing of construction operations would have a significant effect on the 
magnitude "of the impacts on surface water quality in the area. Therefore, 
the recommendation of the Maryland Fisheries Administration that no in-stream 
construction and no construction including substantial earthmoving operations 
in the vicinity of the stream crossings will be permitted from March 15 to 
June 15 is supported in order to protect aquatic resources in the oroiect 
area. r d 

The proposed 1-195 improvements will not require any stream relocations. 

The comments resulting from early coordination with the Maryland Department 
of Natural Resources, Water Resources Administration concerning surface water 
impacts are reflected in the proposed 1-195 design. 

Section 4(f) Land Replacement 

Section 6(f) of the Land and Water Conservation Fund Act applies to conversion 
of Land and Water Conservation Fund project lands to other than recreational 
use and requires the Department of Interior's approval and "the substitution 
of other recreational properties of at least equal fair market value and 
of reasonable equivalent usefulness and location". 
The Capital Programs Administration has indicated that none of the parkland 
within the 1-195 project area was purchased with Federal Funds  This was 
confirmed in a telephone conversation with the Capital Programs Administration 
on April 14, 1982. Therefore, the provisions of Section 6(f) are not applicable 
to this project. KH 

The Capital Programs Administration has recently qualified to receive federal 
funding for future park land acquisition. 

The State Highway Administration and the Department of Natural Resources have 
held preliminary discussions concerning the land replacement measures to be 
implemented. It has been tentatively agreed that the following requirements 
will be incorporated in the future land replacement agreement: 

"Any replacement lands will be designated by the Department of 
Natural Resources, outside of the existing park boundaries and 
will be of equal fair market value, equal acreage, and/or of 
reasonably equivalent usefulness, quality, and location. Miti- 
gation for noise impacts will require further study or negotiation." 

(See copy of correspondence from the Capital Program Administration, 
page 147a.) 
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Noise Abatement •41 
In response to concerns expressed by Maryland Department of Natural Resources 
regarding noise Impacts from proposed Interstate Route 195, a detailed study 
of noise abatement measures through Patapsco Valley State Park, south of 
U. S. Route 1 has been conducted. 

The specific area Investigated was where several proposed trails 1n the 
Patapsco Valley State Park would pass beneath the Interstate Route 195 align- 
ment. Impact analysis addressed two C2) conditions; 1) noise levels without 
any barrier effects, taking Into account shielding from the elevated structure, 
cut/fill slopes, etc. and 2) noise levels with noise barriers incorporated into 
the project. Analysis of these two (2) conditions allows for comparison of 
the effectiveness of the structure, fill sections, etc. as noise barriers 
and potential additional noise attenuation from a system of noise barriers. 

Potential noise impacts on a nature trail system located along the Patapsco 
River were studied out to a distance of approximately 700-800 feet from the 
proposed Interstate Route 195 Selected Alternate 2/A2A alignment. The proposed 
bridge (approximately 1,700 feet in length) over the Patapsco River would 
serve as a partial barrier to traffic noise. The area closest to the bridge 
(and fill section) would receive the greatest amount of shielding from traffic 
noise (6 dBA). Resultant noise levels from the section of Interstate Route 195 
in the vicinity of the Patapsco River and trail system are not expected to 
exceed Federal L10 design criteria of 7u dBA due to the natural shielding of 
the bridge and fill sections. See Table I, page 127. The proposed formal 
Nature Intrepretation Area would not be significantly impacted by noise with 
the construction of the Selected Alternate 2/A2A. 

The potential effectiveness of placing noise barriers on the bridge parapet 
to further reduce noise levels In the trail area was also studied. Two (2) 
barrier schemes were analyzed. Table II, page 128, presents comparative data 
associated with each barrier scheme. 

Generally, the noise barrier schemes studied could achieve some additional 
reduction in noise levels within the park, however, only the areas closest 
to the bridge (±100') would benefit from a barrier system. At areas farther 
away from the bridge, the barrier schemes would not effect any significant 
reduction in projected noise levels. 

The maximum reduction from a twelve foot (12') noise barrier would be 6 dBA 
at 100' from the structure. A ten foot (101) barrier construction on both 
sides of the structure would yield a 5 dBA reduction in noise levels at the 
same 100' reference point. A reduction of 5-6 dBA is considered marginal. 
In view of the fact that design noise level criteria will not be exceeded, no 
noise barriers are recommended. 

Coordination with the Maryland Department of Natural Resources, Capital Programs 
Administration, has been conducted regarding potential impacts to Patapsco Valley 
State Park. A meeting was held with the Department of Natural Resources on 
November 18, 1980. As a result of that meeting, it was agreed to perform a noise 
analysis to determine noise impacts and possible mitigation measures through the 
park. The results of the anlaysis showed that design noise levels, for that type 
of land use, would not be exceeded. The report also concluded that if noise barriers 
were constructed only a marginal decrease in noise levels would be achieved. Due 
to only a marginal decrease in noise levels and the fact that design standards 
would not be exceeded it was  determined further consideration of noise barriers 
was not warranted. 
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The results of the analysis was sent tn thp non=.*.4-m•+ £  ». x  •, „ 
January 30, 1981 for review and Se t. X  * p ^*ni?f0^
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did not disagree with the results of the analysis Resources 

Other areas where the Selected Alternate ?/A?A wnniH ^-v.^^^   . n ^ , 
been designated for  specific d.,.!^.2^^ , r  v ^ 'su" p n'aSd* 
buffer lands for picnic activity areas. support and 
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Table I 

Interstate Route 195, Route 1 - B/W Parkway 
Patapsco Valley State Park 

Noise Study 
Selected Alternate 2/A2A 

ro 

NSA 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

Distance From 
Highway 
Edge 

Without 
Barriers 

L10 

650' E 65 dBA 

550' E 65 

350' E 67 

210' E 65 

75' E 65 

70' w 64 

230' W 65 

400' W 65 

580» W 64 

710' W 64 

Sc 
10' 
(on 

heme I 
Barrier 
Bridge) 

Sc 
12' 
(on 

heme II 
Barrier 
Bridge) 

L10 Atten. L10 Atten. 

64 dBA   -1 64 dBA   -1 

63 -2 63 -2 

64 -3 64 -3 

59 -6 59 -6 

59 -6 59 -6 

61 -3 61 -3 

62 -3 61 -4 

62 -3 62 -3 

62 -2 61 -3 

62 -2 62 -2 

cfc> 



Table II 

Selected Alternate 2/A2A 

Barrier 
Scheme 

II 

Location 

Atop bridge parapet 
(NB & SB) 

Atop bridge parapet 
(NB & SB) 

Height 

10' 

12' 

Total Barrier 
Length 

3400' 

3400' 

Expected Estimated 
Reduction1 Cost2 

1 - 6 dBA 

1 - 6 dBA 

$510,000 

$612,000 

oo 

1 Greatest reduction occurs within 100'± of bridge 

2 Based on assumed in-place cost of $15.00/sq.  feet 



1 

2. 

OK ^ 

J^KMs^n MSSSJI*.?" 'f" f,;:""y «*• X""*".    The proposed 

Because of the configuration of the park, any build alternativP 
joining the project termini must cross park lands.    alternatlve 

3.    An analysis performed on the area's highway system indicated that 

and is in accordance with the adopted Master Plan.      P 

proposed in the Park Master Plan h^h»»n H L     the recreational resources 

crossin, of !-,„ WM.e\lLPIa\^^rma1lm
d:s\Wof

t\hr^:rpt^ict^?e:„V
u

er^r 
Selected build Alternate 2/A2A requires the least amount of parkland 

beer^ceTralurC'^^r'1  1mPaCtS ^ needS- the P•P0Sal  h" 

in^hrDroD^r""?!;!'1! S•510"'"? sedimentation measures will be included 
reduce theP?n?rusiIn intn ?hfntS 0PeS w11, be seeded and landscaped to 

^1^ CMrtl^^tTthe^riE^cSu•1  Sett,n9-    LandSCaP,n'' P,a"s 
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During construction stringent controls will be enforced in order to minimize 
impacts to park resources. 

The location and type of R/W fencing will be coordinated with the park 
officials. 

Visual features and pier spacing of the structure will be coordinated with 
the park officials. The structure design will not prohibit the development 
of multi-use trails along the river banks. 

The structure design will not require any piers to be located in the Patapsco 
River nor any relocation of the River. 

No borrow pits will be approved within the proposed Patapsco State Park unless 
in cooperation with and subject to DNR's approval that borrow pits will not 
adversely impact any park resources or plans. 

Efforts to minimize the disruption of natural areas and vegetation will be 
considered during design plan development and carried out during construction. 

Noise abatement has been evaluated and coordinated with park officials. FHWA 
design noise levels will not be exceeded in the areas of the proposed designated 
multi-use trails. The minimal abatement possible with 10' or 12' noise barriers 
is not considered cost effective at this time. Other visual measures or 
structural features will be negotiated with the park officials during the R/W 
negotiations and design coordination meetings. 

COORDINATION 

During the course of the project development, the planning and preliminary 
engineering studies were coordinated with the public and government agencies, 
The early coordination was performed in conjunction with the Baltimore/ 
Washington Expressway - Maryland Route 46 study. 

Copies of letters from the Maryland Department of Natural Resources, Capital 
Programs Administration, which contain substantive comments regarding the 
1-195 project, are provided on Pages 131 and 134. 

A field review was held on October 31, 1979 for the purpose of reviewing 
the area of Section 4 (f) involvement and establishing early coordination 
between the agencies involved. Representatives of the United States 
Department of the Interior, Heritage Conservation and Recreation Service; 
Maryland Department of Natural Resources; and the State Highway Administra- 
tion were in attendance. 

A copy of the Heritage Conservation and Recreation Service's comments with 
responses is provided on page 133. 

,<v 
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-   I. u 

/. I'll-,!,.; :••'.' I'^    :•••-.- ^-/^iij 
• AM.-, H. COULTII- STATf   Of   MARYLANn ,'.'^ t- .1   ULIO     GrVrv^,jL 

V<ifl 
tsr. I * 

i IM' CUp V"- DEPARTMf'NT OF   N A TU HAL  Ht} SOURCE S «:.',isi *N i  M , ,., 

'    •    '   V   i li C. H E 1 A H 1 CAPITAL PROGRAMS ADMINISTRATION 
TAW[ '. ST A I I    Of FIC I    HUH UIN  • 

ANNAPOLIS. MARYLAND    ?U0; 

(301) 269-3656 

June 9, 1980 

Mr. John Musser 

Greenman-Pedersen Associates 
221 Duke of Gloucester Street 
Annapolis, MD  21401 

RE:  tnterstate Route I 195 to Rout..: 95 
Anne Arunde] County 
Patapsco Valley State Park 
79-LP5-22 

Dear Mr. Musser: 

Please excuse the delay in providing the review comments on the Department 
of Interior's submittal. 

We have, however, completed our review and offer the follow! ng: 

1. It appears as if the Department of Interior's proposal would 
require more park land than either alternative A or B. 

2. The Department of Interior':; proposal would significantly interfer 
with planned developments as outlined in the Patapsco Valley State Park 
Master Plan. 

3. The Department of Interior's proposal would definitely be more 
visible from the proposed activities areas within the Park. 

4. The Department of Interior's alignment would cross and disturb 
a large marsh area along Deep Run which is probably a Class I type 
wetlands.  This marsh area is also proposed for a nature study area 
with an elevated wood deck and nature trail which could not coexist 
with the highway. 

5. The Department of Interior's alignment also proposes the use of 
the abandoned railroad rmbankinont. .  This embankirii-nt was recommended 
for removal by the Maryland Water Resources Administration as an 
obstruction to flood waters, etc. 
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more bridge / / | 
, require        I 

6. The Depart-jnent oi Interior's alignment would require mor 
structures, crossing a number of public roads and streams 
a span  of nearly ISOO'. 

7. The Department of Interior's alignment appears to require the 
acquisition and removal of several houses and businesses and severely 
impact upon the town of Klkridge. 

8. Lastly, since Elkridge is on the National Register of Historic 
Places as an Historic Distritt, the compatability of the alignment 
is questionable and/or further indepth archeological reconnaisance 
would be needed. 

I again apologize for the delay and if I may be of any further assistance 
please do not hesitate to call me at 269-3656. 

Very trofly yours. 

Bright 
ive Officer 

PJBtdlm 
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& I iiiU'(i .Sidles I )c']);i]"i:::ci)i of (iic inici-ior     V^ 

H! i:i IA(>I  (.OSS! KV\I KA  .'."v;-. Rj fRI.A'IiON Si k\'l( I 
Mik'l HI •••.- .   i'.;:CilON 

hfK) Arch S-.rft:  - Room 9310 ,  -        ;'•   i,~j 
Philadelphia. Pe.-.r.s>lvania 19106 

NOV IS-1979 

Mr. Eugene T. Camponeschi 
Chief, Bureau of Project Planning 
Maryland Department of Transportation 
State Highway Administration 
P.O. Box 717 
300 West Preston Street 
Baltimore,  Maryland  21203 

Dear Mr. Camponeschi: 

This is in response to your request for comments on the preliminary 
Section 4(f) evaluation of the 1-195 crossing of the Patapsco State 
Park, Baltimore, Howard and Anne Arundel Counties, Maryland. 

Recreation Resources 

We are pleased to note the degree of early coordination and consultation 
which has been undertaken in the planning for 1-195 improvements.  The 
field review of this project, held on October 31, 1979, was an excellent 
example of "scoping" as defined under the Council on Environmental 
Quality's 1979 regulations for implementing the provisions of the 
National Environmental Policy Act.  As a result of this field review, 
the concerns of the Maryland Department of Natural Resources and this 
Service were clarified, facilitating future coordination on this project. 

On the basis of available information. Alternate A will have the least 
impact on those resources of interest to this Service while still providing 
the needed transportation improvements.  We urge the Maryland Department 
of Transportation to continue coordinating closely with the Maryland 
Department of Natural Resources relative to Section 4(f) and Section 6(f) 
considerations regarding acceptable mitigation measures and replacement 
lands to minimize harm to the Patapsco State Park. 

Historic and Archeological Resources 

Pursuant to Section 106 of the National Historic Preservation Act of 1966 
and Executive Order 11593, any project using Federal funds must adequately 
survey the proposed project area for National Register or potential 

* See pages 122 thru 128 of this statement. 
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National Register properties.  The draft environmental/Section 4(f) 
statement prepared for this project should include the results of 
such survey work and evidence of coordination with the State Historic 
Preservation Officer in this regard. 

These comments are provided on a technical assistance basis only and 
should not' be construed as reflecting a position by the Secretary of 
the Interior.  If further assistance is required, please do not 
hesitate to contact me at (215) 597-7996. 

Sinaerely, 

MichaelCH. Gordon 
Assistant Regional Director 

* Coordination with the State Historic Preservation Officer was 
maintained throughout the project studies. See pages 136 thru 147 
of this statement. 
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COMMENTS AND COORDINATION ' 

The following letters, which were received subsequent to the Location Public 
Hearing, contain substantive comments regarding the 1-195 project.   Copies 
of these letters are provided on the following pages: 

Letter From: 

1. L. W. Gregory, Westlnghouse Electric Corporation, 5/14/80, page 136. 

2. T. James Truby, Acting Administrator, State Aviation Administration, 
7/21/80, page 137. 

3. Charles H. Smith, Administrator, State Railroad Administration, 
6/18/80, page 139. 

4. Tyler Bastlan, State Archeologlst, Maryland Geological Survey, 
7/17/80, page 141. 

5. Patrick J. Bright, Administrative Officer, Capital Programs 
Administration, 6/9/80, page 143. 

6. J. Rodney Little, State Historic Preservation Officer, 10/10/79, 
page 145. 

7. J. Rodney Little, State Historic Preservation Officer, 10/19/79, 
page 146. 

8. L. E. Hughes, Maryland Department of Natural Resources, Water 
Resources Administration, 10/23/79, page 147. 

9. Patrick J. Bright, Administrative Officer, Capital Programs 
Administration, 3/13/81, page 147a. 

10. John D. Green, Area Manager, U.S. Department of the Interior, 
Fish & Wildlife Service, 8/20/81, Page 147-b. 

11. J. Rodney Little, State Historic Preservation Officer 5/4/82 
page 180-a. *    * 

12. J, Rodney Little, State Historic Preservation Officer, 5/4/82, 
page 146 A. 

13. Advisory Council on Historic Preservation, 6/1/82, page 146 B. 
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Westinghouse 
Electric Corporation 

Defense Group Defense and Electronic 
Systems Center 
Aerospaces Electronic 
Systems Division 

Baltimore-Washington 
International Airport 
Box 1693 
Baltimore Maryland 21203 

(301)765-4487 

May 14,  1980 

Mr. Hal Kassoff, Director 
Office ;of Planning & Preliminary Engineering 
Maryland Department of Transportation 
State Highway Administration 
300 W. Preston Street 
P. 0. Box 717 
Baltimore, Maryland  21203 

Dear Mr. Kassoff: 

Reference; AA-220-151-572 

This is confirm that, as a result of our meeting on May 6th in your 
office, Westinghouse does not impose objections to the Alternate 2/A2A 
proposed construction of the I-95/Md. 170 Interchange and the improvements 
to Md. 170 in front of Westinghouse as set out and discussed in your office. 

Very truly yours. 

L. W. Gregory 
Asst. to the President 
Westinghouse D&ESC 

"^P 
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-Y   'v>\ Mar/iandDenartmentofTrdnsDOrtation jam-, J. o-D«n„.ii 
' ^7,      j^ T. J.imns TruDv 

"'jy^     STATE AVIATION ADMINISTRATION Act.ng Adm.n.straior 

NJEMORANDUM 

T0- M.  Slade Caltrider,  Administrator 
State Highway Administration (O// 

FROM: T.  James Truby /M^v^ ^A^C\ 
Acting Administrator     // lv~ f j 

SUBJECT:    Interstate Route 195 andVhe BWI Amtrak Station Access 

DATE: JULY      2 11930 

This memoranda is to express the strong support of the Stat..Aviation 

Baltimore/Washington International Airport. 

The soon to be coveted Rail Station at BWI wiil be the ^^..n.. . 

^^^^Vtl^l^St c no?      £    U^Me a shuttle J- 

srssss^sa ^^%£^. ^HS£» s-.rsi. 
single point will undoubtedly increase travel tune for Station users wn 

^SribSting to higher -^densities J- "^JJ^. ^^Surt accLodate 

^^^^iT^TL^oZ Tbt?^.  '«- -"fie associated 
with Westinghouse's employee parking lot. 

Accordingly, the SAA supports a second access route via. fridge 

to 1-195 provide the opportunity to implement this necessary paaitxo 

With regard to the proposed upgrading and extension of I"^9^ 
Baltimore/Washington International Airport is situated between and services 
Baltimore/wasn^uui Therefore highway access from both areas is 
two ma3or metropo JjJ""^:^^ ^2 to

y
the Airport is 1-195 which 

TiSks the Airport Te^minLVireclly with Md. Rt. 170 and the Baltimore/ 

Washington Parkway. j  . 
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M.   SJadc  C;i] trice: 
F'ape  2 V^ 

bvcry  air trip bepins with a pround trip to the Airport. The 
uppradinp of 1-iys and its extension to existing 1-95 is considered essential 
to BWl's role as a maior air carrier, airport serving the Baltimore-Washington 
bi-region. Tne role of BW1 as a bi-regional Airport is recognized by the 
pending Federal Aviation Administration Policy Statement for Washington 
National Airport, which is anticipated to limit passenger growth at Washington 
Airport as part of encouraging balanced utilization of the three Bi-region 
Airports -- BW1, National and Dulles. 

The direct connection between 1-95 and the BWI Passenger Terminal 
will decrease the travel times from both Baltimore and Washington, while 
negating the existing movement from 1-95 to U.S. Rt. 1 to Md. Rt. 100 to 
Md. 176 to the B/K Parkway to 1-195. As BWI's growth in passengers continues, 
3.9 million in 1979 and projected to 10 million in 1995, the demand for 
direct interstate access will increase. 

Air freight activity at BWI accounts for approximately 50% of the 
total volume of air freight handled by the three bi-region airports. An 
integral part of all air freight is the movement of freight to and from the 
Airport by truck. BWI air freight activity is also projected to expand 
significantly in the future, from 190 million pounds in 1979 to 750 million 
pounds in 1995. A direct link with the Interstate system will accommodate 
this growth while helping to decrease truck traffic on local service streets 
in the vicinity of the Airport. 

In conclusion, let me reemphasize the State Aviation Administration's 
support for these projects. As BWI Airport will benefit from the imnrovements, 
so will the citizens of the bi-region and the State of Maryland, through an 
improved, unified transportation system. 

TJT/fb 
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MarylandDepartmentoitmnsportation t•^-0 D0•0" 
State Railroad Administration Charlos H. Smith 

Aomimstrafor 

•^ 

MEMORANDUM 

TO:       K. Slade Caltrider, Administrator 
State Highway Administration 

FROM:      Charles H. Smith 
Administrator 

DATE:      June 18, 1980 

SUBJECT:    Interstate Route 195 and the Amtrak Station at BWI 

After nearly a decade of planning studies, enoineering and 
design efforts, construction of the Amtrak railroad station at BWI Airport 
is nearing completion. This station will be the first intermodal rail/ 
air facility in the country. The Congress has funded the construction 
of the station as a demonstration project, while interim road access 
and the parking lot have been funded in part by FHWA. 

The new rail station is intended to serve three very specific 
markets. The largest of these, at least initially, is the commuter rail 
market to Washington, D.C. At present, there is no commuter rail service 
available in the airport vicinity. The nearest stations are at Halethorpe, 
4 track miles to the northeast and Odenton, 7 track miles to the south. 
The new station will thus provide much more convenient conmuter rail 
service to residents of the airport vicinity, in particular, Linthicum, 
Glen Burme, Brooklyn, Lansdowne, etc. Projections made in the mid 
1970's by MOOT indicate a potential ridership of approximately 300 in 
each peak period. In addition, SRA is initiating a staging analysis 
which will-develop a detailed plan for commuter service from the BWI 
area into Baltimore City. 

The second market identified is the intercity rail passenger 
At present, the two stations serving Maryland residents are the Capital 
Beltway Station (1-495 at U.S. 50) and Penn Station in Baltimore City 
at 1500 North Charles Street. The former station basically services 
Prince George's and Montgomery Counties. Penn Station is meant to 
serve the entire Baltimore region. However, due to its location on 
the north side of the central business district, its primary draw is 
from Baltimore City and northern Baltimore County. The new station 

My toUphon* numW h (301) -      787-7210 

P«,» OHic Bo, 8735. B.l.imo^-W.U.i^ton W.m.tJ.n.l Airp^t. M^yUM 2124o 
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[•'. Slade Caltridcr 
Paae Two 
June 18, 1980 V 2) 

at BWI is expected to tap the Howard and Anne Arundel County markets 
This bi-county area_is one of the fastest growina in the state and its 
access to Penn Station from the south is constrained by driving Ihrowh 
many blocks of city traffic. Often, it takes 45 minutes or more  t of 
from Columbia to Penn Station. Thus, the new station at Si win provide 
more convenient service to the existing intercity rail traveler and because 
of the great improvement in accessibility to the bi-county area MOOT has 
projected that over 100 new intercity rail passengers will ?ni?iallT 
utilize the new station on a daily basis. Based on this potent 
Amtrak has tentatively identified 8-12 daily trains (to Philadelnhia 

ne^^•nBO0ctOoberR'ChmOnd' ^ "^ ^  St0P « ^ ^^on'when 

The third market is the air traveler who will be attracted to 
the rail service at the beginning or end of an air trip. I understand 
directly     Aviation Administration will be addressing this topic 

+ +- ^ Aik^ faCt?r t0 the success of this station in realizina the 
potential of these three markets is highway access to the facifit? 
Because of its proximity to a major international airport and a three 
track electrified railroad, the existing road network is not conducive 
to full and adequate access to the station site. The interim access 
road now being constructed from Maryland 170 will provide access to 

MntHr,• ^ilnK"?"^u' fr0m the t****•  part of the area ^"  Biirnie, Linthicum, Brooklyn). However, residents of nearby communities west of 
the station (Columbia, Ellicott City, Arbutus, Catonsville, etc.) will 
n? T foff?rSed "!?yeni!nt access t0 the site. SHA's prooosed construction 
of 1-195 with a full interchange at Elkridge Landina Road will remedy this 
situation by permitting future construction of a second access road to the 
new rail station This will not only provide better station access to the 
rail passenger but will also greatly enhance circulation for other traffic 
attracted to the airport vicinity from the west. 

Direct access from 1-95 will certainly be more attractive to the 
intercity rail passenger coming from the western Anne Arundel and eastern 
Howard County areas  Because of the additional frequencies afforded by 
the supplemental Amtrak trains, rail comnuters may bypass limited B&O 
service to use the new station at BWI. Under the interim scheme station 

ZTLTt-lt  PrSbaHb-y FV0"88 D0rsey> Ston* Run' or Ridge Roads or the Baltimore-Washington Parkway to Maryland 46 and then Maryland 170 
to reach the site. 

K- A    TJf second access made possible by the construction of 1-195 
IZJlfi well-planned parking facility at the station, would ensure 
the maximum success of this intermodal demonstration project. 

CHSrdlm 

cc: Mr. Hal Kassoff 
Mr. Victor Janata 
Mr.   Jim Truby 
Mr.  Bill  Connors 
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M    CORDON  WOLMAK STATC    OF    MARYLANC   
frntrcTo* ^P! 

S    JAMES   CAMPBELL /"      -- KENNETH   H    WEAVEP 
RICHARD   W    COOPED 

JOMf.   c    CEYEf 
JAMES    M     COFFROT- ' £1^11 O.-CTO 

i r.-' 
tMERY   T.   CLtAVCS 

TCLK^HONf 
»6i   ta»•OTT. 

MARYLAND    GEOLOGICAL    SURVEY 
THE   JOHNS    HOPK.NS    UNIVERS.Tv 

MERRVMAN   HALL 

BALTIMORE.   MARYLAND  2t2ie 

Division of ArcheotCgy 
NEW PHONE NTIMRFP--.     338-7236 

17 July  1980 

Mr.   Eugene  T.   Camnoneschi 

^rf'H
BUreaU 0f Pro:'ect  Planing   - 

State Hignway Administration 
P.   0.  Box  717 
Baltimore,  Maryland    21203 

Re:     Interstate  195 
AMTRAK Access  Road 

Dear Mr.   Camponeschi: 

As   requested bv Rita Suffnoc       < 
subject  project with  respect  TvViZ    V• 0lt±c&> ^ have  reviewed the 
Dr.  KinseyV 1978 investijations  of t^^1 ^  18 ^ 23.     wSiL 
proposec access  road is looted outside l?^•' t0 indic^e that the 
mg of tne southern edge of the «>! t        f    he Slte  area»  additional test 
on 11 July ^80,  Be^f c^^s"ejas  deemed necessary.    As  a result 

-, pits (3o cm - the s ju^nfseT.srir:nr^rs
eoduSd s~ —" g tnis southern edge of the 

Based on the  finding  of v-; 

acoass  road, buc he foun^ a fa„ Luia""' 400 feet •• <" the pr^pLaT 
on rna att.ehad nap.) artxiact, naar tha pr„posed roJJ•^ 
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No  further archeolopical work will be  required if  the  subiect  access 
roaa  alxpninent   is  imDlemented.     However,   it  is   reauested  that  the northern 
sxae  of  the   rxpht-oi-way  be  demarcated  in  some   fashion  so as  to eliminate 
the  possibility  of inadvertent  site  disturbance  during  construction. 

If 1 may be  of further assistance  on this matter,  please  contact «*. 

re^urcT ^^ ' ^ ^^ ^ Potencially significant archeological 

Sincerely, 

V i 

Tyler Bastian 
State Archeologist 

Attachment 

cc:     John Musser 
Richard S.  Krolak 
J.   Rodney  Little 

TB:DCC:pdt 

Page  2  of 2 
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>JAMES B. COULTER STATE   OF   MAPYI   AUn 
SECRETARY rM-„,„., ARYI-AND FKEDLESKEW 

LOU.S N. PH,PPS. JR. DEPARTMENT OF NATURAL RESOURCES *SS,ST ANT SECRET ARv 

DEPUTY SECRETARY CAPITAL PROGRAMS ADMINISTRATION FOR CAP,TAL P«O<:«AMS 

TAWES STATE OFFICE BUILDING 
ANNAPOLIS. MARYLAND   21401 

(301) 269-3656 

June 9, 1980 

Mr. John Musser 
Greenman-Pedersen Associates 
221 Duke of Gloucester Street 
Annapolis, MD 21401 

RE:  Interstate Route I 195 to Route 95 
Anne Arundel County 
Patapsco Valley State Park 
79-LPS-22 

Dear Mr. Musser: 

of InL^.r^it^i?6137 ^ PrOViding ^ ^^ C— - ^e Department 

We have, however, completed our review and offer the following: 

1.  It appears as if the Department of Interior's proposal would 
require more park land than either alternative A or B! 

with^^TT^  0f Interior,s Proposal would significantly interfer 
Mastef TaT.   deVelOPmentS aS «*"»•* in the Patapsco V.lle/s^l^ 

li.-l^  fpar^ent of Interior's proposal would definitely be more 
vxsxble from the proposed activities areas within the Park. 

4  The Department of Interior's alignment would cross and disturb 
a large marsh area along Deep Run which is probably a Class I t^e 
wetlands  This marsh area is also proposed for a nature study area 

S2 Se^ighTay;0" ^ ^ ^  ^ ^  could nofcL^t 

iL  S! ^^^  of interior's alignment also proposes the use of 
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6. The Department of Interior's alignment would require more bridge 
structures, crossing a number of public roads and streams, require 
a span of nearly 1500'. 

7. The Department of Interior's alignment appears to require the 
acquisition and removal of several houses and businesses and severely 
impact upon the town of Elkridge. 

8. Lastly, since Elkridge is on the National Register of Historic 
Places as an Historic District, the compatability of the alignment 
is questionable and/or further indepth archeological reconnaisance 
would be needed. 

I again apologize for the delay and if I may be of any further assistance 
please do not hesitate to call me at 269-3656. 

y yours. 

itrick jT. /Bright 
\dministrattive Officer 

PJBrdlm 
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c«fiijB«irL^ti«n 

Maryland Historical Trust 

> 

October 10, 1979 

Mr. Eugene T. Camponeschi, Chief 
Bureau of Project Planning 
QA?^ 

HiShway Administration 
300 W. Preston Street 
Baltimore, Maryland 21203 

220;151-572> HO 551-151-772, 
RE:  Proposed Interstate 195 AA 

Selby Grist Mill site (is An 494) 

Dear Mr. Camponeschi: 

of 1 Oc^r'l^g^nce^inrthr1^ ^ Dennis <*»*•» letter 
within the area of ?he I-l2l ^ P^sence of site 18 An 494 
site is currently protected bvsi^fA  ThiS 18th century 
storms but observations of thp Vi\ts/eP0Slted by various 
by Wayne Clark indicate ?hat ^^f?-^•8 the late 1960s  • 
exist at the site? ?he si?e ^s^lfo^f frcheological remains 
the National Register of Historic pfaces. ^ n0mination to 

the sI^uT^ SSSSJVirs'eleS'i n^ ^^^ ^^ 
site should be fenced and imH•^ •     ed' the area of the 
in the.present plaSfshould be revie^d^v T01^*  Changes potential impacts. revxewed by Wayne to determine 

^.VMsScSss: ofrth
hii fnsfresponse to • 

Sincerely, 

, ''.' J. Rodney Little 
*--  State Historic Preservation 

Urricer 
JRL/njm 

CC: Mr. Dennis Curry 
Mrs. Rita Suffness 
Ms. Amy Schlagel 

Deprrt^nf' ? rS,a,e C,rCle' AnnaPoli^ Maryland 2 140 
Department of Economic and Community Development (301)269-2212.269-2438 
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iifnya-irfiu*H 

Maryland Historical Trust 

October 19, 1979 

Mr. Eugene T. Camponeschi 
Bureau of Project Planning 
State Highway Administration 
300 West Preston Street 
Baltimore, Md.  21203 

RE:  1-195 from BWI to 1-95 
AA 711-000-526 

Dear Mr. Camponeschi: 

This office believes the St. Denis/Relay Historic District is of 
local significance and probably not eligible for the National Register and 
that houses A and B are eligible for the Register. Ramp C (Alt. A & B) will 
have no adverse effect on houses A & B. Ramp F (Alt. A), Ramp A (Alt B) 
and Ramp A (Alt. A) will have no effect on historic properties. 

Sincerely, 

J. Rodney Little L' 
State Historic 
Preservation Officer 

JRL:GJA:mms 

cc: 

c c 

George Andreve 
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Maryland Historical Trust 

May  4,   1982 

Mr. Hal Kassoff, Director 
Office of Planning & Preliminary Engineering 
Maryland Department of Transportation 
State Highway Administration 
P.O. Box 717 
707 North Calvert Street 
Baltimore, Maryland  21203 

Re:  Contract No. AA-220-151-572   F.A.P. No. 1-195-1 (1) 
Interstate Route 195 from Baltimore/Washington 
International Airport to•Interstate 95 

Dear Hal: 

(\J 

re 

• 

Thank you for your letter of April 2nd regarding the above 
referenced project.  Our preliminary determination is that this 
proposed road will have no adverse effect on the Smith House, 
provided the landscape plans for the State Highway Administra- 
tion rights-of-way are reviewed and commented on by our office 
This is a preliminary determination of effect because the National 
Register has not yet made a decision regarding the eliqibilitv of 
the Smith House. 

Since this is a conditional determination of no adverse 
effect, you will need to request the comments of the Advisory 
Council..  We look forward to working with SHA to complete the 
federal historic preservation review of this.project. 

Sincerely, 

'dSC 
J. Rodney Little 
Director/State Historic 
Preservation Officer 

JRL/GJA/mf 

cc:  Ms. Amy Schlagel 
Mr. Louis Ege     . f 

Mr. Charles L. Wagandt 
Mr. W. Boulton Kelly 
Mr. Mark R. Edwards 
Mr. George J. Andreve 

RE 
UAY 1982 
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Advisory 
Council On 
Historic 
Preservation 

0^ 

1522 K Street, NW 
Washington, DC 20005 

June 1,   1982 

Mr. Emil Elinsky 
Division Administrator 
Federal Highway Administration 
The Rotunda - Suite 200 
711 W. 40th Street 
Baltimore, MD 21211 

Dear Mr. Elinsky: 

On May 20, 1982, the Council received your determination that the proposed 
1-195 highway link, Baltimore and Anne Arundel Counties, Maryland, would 
not adversely affect the Smith House, a property eligible for the National 
Register of Historic Places. In accordance with Section 800.6(a) of the 
Council's regulations (36 CFR Part 800), the Executive Director does not 
object to your determination given your assurance that the conditions of 
the Maryland SHPO regarding the Smith House (SHP0 letter of May 4, 1982) 
and archeological site 18An494 (SHPO letter of October 10, 1979) will be 

followed. 

As provided in Section 800.9 of the Council's regulations, a copy of your 
determination of no adverse effect, along with supporting documentation and 
this concurrence, should be included in any assessment or statement prepared 
for this undertaking in compliance with the National Environmental Policy 
Act and should be kept in your records as evidence of your compliance^with 
Section 106 of the National Historic Preservation Act and the Council s 

regulations. 

Thank you for your cooperation. 

SijK^rely, 44&r« 

E.  Taxmenbaum 
, Eastern Division 

Joild 
ChiV 

of Project Review 

SI 
~if/ir 

B 
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Thomas  C.   Andrews 

Ol REC T OK 

STATE OF MARYLAND 

DEPARTMENT OF NATURAL RESOURCES 

WATER RESOURCES ADMINISTRATION 
TAWES STATE OFFICE BUILDING 

ANNAPOLIS, MARYLAND   21401 

269-3825 

October 23, 1979 

Mr. John Musser, P.E. 
Greenman-Pedersen Associates 
221 Duke of Gloucester Street 
Annapolis, Maryland  21401 

Dear Mr-.-Musser: 

In response to your request for comments on the impact of the 1-195 
bridge over the Patapsco River on flooding, the following infor- 
mation is provided. 

The proposed bridge (Alternate B) has no measurable effect on the 
lUU-yr flood and only raises the Agnes elevation 0.1 ft   This 
occurs only if the low chord is kept above the Agnes flood ele- 
vation of 35.9 feet.  These results were determined using the 
data submitted by your office and our HEC-2 computer model. 

I would recommend that the bridge be constructed above the Agnes 
flood level  since the effect on the flood flows is negated and 
the road will provide access across the Patapsco River during an 
extreme flood. ^ 

Please don't hesitate to contact me with any further questions. 

Sincerely, 

L.E. Hughes 

LEH/vb 
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JAMES B. COULTER 

SECRETARY 

LOUIS N. PHIPPS, JR. 
DEPUTY  SECRETARY 

STATE OF MARYLAND 
DEPARTMENT OF NATURAL RESOURCES 

CAPITAL PROGRAMS ADMINISTRATION 
TAWES STATE OFFICE BUILDING 
ANNAPOLIS, MARYLAND   21401 

(301)   269-3656 

FRED  L. ESKEW 
ASSISTANT  SECRETARY 

FOR   CAPITAL   PROGRAMS 

March 13, 198L.. 

Mr. Richard Krolak 
Maryland Department of Transportation 
77 N. Calvert Street 
Room 314 
Baltimore, MD 21201 

RE:  1-195 
Patapsco Valley State Park 
79-LPS-22 

Dear Mr. Krolak: 

•n^s ThiS ^^  COnfirin receipt of the minutes of our November 18, 1980 
meetmg as well as the supplemental noise study. 

The comments on the above are as follows: 

1. Page 2, line 2 - there are two trails along the Patapsco River 

Sai^nP?;nt t °ne/entioned ^ the report and the multi-purpose 
trail on the north side. Due to their proximity mitigation for one 
would cover the other. 

2. Page 3 - the discussion of replacement land should indicate that 
any replacement lands will be designated by the Department of 
Natural Resources outside of the existing park, boundaries and 
wm be of equal fair market value, equal acreage, and/or of 

forSnoSy-eqUTlen^USefUlneSS' qUality' and ^cation.  Mitigation 
for noxse impacts will require further study or negotiation. 

Hoping the above is acceptable. 

ruly yours. 

PJB:dlm 

'J.   Bright 
itrative Officer 
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UNITED STATES 
DEPARTMENT OF THE INTERIOR 

FISH AND WILDLIFE SERVICE 
DELMARVA AREA OFFICE 
182S VIRGINIA STREET 
ANNAPOLIS,  MD    21401 

M 

AUG 2 0 1981 

Mr. Wm. F. Schneider, Jr., Chief 
Bureau of Project Planning (Room 310) 
State Highway Administration 
P.O. Box 717 
Baltimore, MD 21203 

Dear Mr. Schneider: 

This responds to your August 6, 1981, request for information on the 
presence of Federally listed or proposed endangered or threatened 
species within the areas affected by:  (1) the Interstate Route 195 
construction project between 1-95 and the BWI Airport, and (2) the 
proposed Alternate 2/A2A between the BWI Airport and U.S. Route 1. 

Except for occasional transient individuals, no Federally listed or 
proposed species under our jurisdiction are known to exist in the 
project impact area. Therefore, no Biological Assessment or further 
Section 7 Consultation pursuant to the Endangered Species Act of 1973 
is required with the Fish and Wildlife Service (FWS).  Should project 
plans change, or if additional information on listed or proposed species 
becomes available, this determination may be reconsidered. 

This response relates only to endangered species under our jurisdiction. 
It does not address other FWS concerns under the Fish and Wildlife 
Coordination Act or other legislation. 

Thank you for your interest in endangered species.  If you have any 
questions, or if we can be of further assistance, please contact 
Martha Carlisle of our Endangered Species staff at (301) 269-6324. 

Sincerely yours. 

John D. Green 
Area Manager 
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Regional Planning Council 
2225 North Charles Street    Baltimore, Maryland 21218    (301) 383-5838 

J. Hugh Nichols, Chairman      Walter J. Kowalczyk, Jr., Executive Director 

December 30,   1981 

v k 

J 
Mr. Hal Kassoff, Director 
Planning and Preliminary Engineering 
State Highway Administration 
707 North Calvert Street 
Baltimore, Maryland 21203 

Re: Final Environmental Statement 
1-195 from BWI Airport to 1-95 

Dear Hal: 

We have reviewed the Final Environmental Statement for 1-195 and 
have found that the concerns  raised in our review of the draft in early 
1980 have been adequately addressed.    We  commend your selection of the 
scaled-down facility from six lanes to four lanes  and find your recom- 
mended alternative both acceptable and consistent with the General De- 
velopment Plan. 

Very truly yours, 

David J.  Dunlap.   Director 
Transportation Planning Division 

&* ^ 
tVV  \^ 
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REGION  111 

DEPARTMENT OF TRANSPORTATION 
URBAN   MASS TRANSPORTATION  ADMINISTRATION 

434 WALNUT STREET 
PHILADELPHIA. PENNSYLVANIA    19106 

January 10, 1980 

10 

Re: Draft Environmental Impact 
Statement/4(f) Involvement 
for Interstate 195 

Mr. Eugene T. Caraponeschi, Chief 
Bureau of Project Planning 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21203 

Dear Mr. Camponeschi: 

This is in response to your letter of December 26, 1979 requesting our 
review and comments on the subject environmental docunent. We have . 
comoleted our review and offer the following comments which should be< 
considered in the preparation of the final EISA(f) Involvement: 

1. The document should specifically describe whether any existing 
bus service will be affected by the proposed action. This 
information is especially ijroortant for the bus service that 
operates to the Baitinrore-Washington International Airport 
(BWI). Every effort should be made to nHximize the transit 
usage of the facility. 

2. The document should discuss whether any construction ijipacts 
would occur on the existing bus and rail service in the study 

area. 

3. Both construction alternatives should include the access roads 
to the AMTRAK station as a component of the total project. 
This component would consist of the roadway connection from MD 
Route 170 and the access roadway from Elkridge Landing Road. 
Both roadways should allow for full and direct access from 1-195, 
MD 170 and Elkridge Landing Road to the railroad station. 

We hope these comments prove useful in the preparation of the final ElS 
for 1-195. Please feel free to contact John R. Caruolo at 215-59/-41/a 
for any questions you have concerning our comments. 

(,1°* - \ l\ifto r 

Sincerely, 

fRANZ'K. 

S 

GIMMLER 
Regional Director 

cc: Mr. Emil Elinsky 
FHWA, MD Division 

Mr. W. H. White 
FHWA Region III 148 
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Response to comments made by Department of Transportation, Urban Mass Transit 
Administration: 

Bus service to the BWI Airport is provided by the Mass Transit Administration, 
Airport Limousine Service and Capital Trailways. Access to the Airport is 
via either MD 46 and the B-W Expressway or MD 170, Hammonds Ferry Road and 
MD 3. The selected alternate will have no affect to existing bus service in 
the project area. 
In addition, the State Aviation Administration will provide shuttle bus 
service between the Airport and the Amtrak station. Airport buses would   ' 
use MD 170 on trips to the terminal and return to the station via Elm Road/ 
Elkridge Landing Road. 

The Selected Alternative, Alternate 2/A2A, includes the provision for two 
(2) access roadways to the Amtrak station; a roadway connection from MD 170 
and an access roadway from Elkridge Landing Road. The access roadway from 
MD 170 is part of the Amtrak station facilities. The Elkridge Landing Road 
connection will be advanced with the proposed 1-195 improvements for Design 
Approval. 
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"ER-80/6 

United States Department of the Interior 
OFFICE OF THE SECRETARY O / & 

WASHINGTON, D.C.    20240 0^     ' 

FEB 2 8 1980 

Dear Mr. Elinsky: 

This is in response to a request for the Department of the Interior's 
conunents on the draft environmental/Section 4(f) statement for 1-195 
Cfrom Baltimore/Washington International Airport to 1-95), Anne 
Arundel, Baltimore and Howard Counties, Maryland. 

GENERAL COMMENTS 

The statement is generally well prepared in that it includes both clear 
maps and narrative which, with minor exceptions, adequately explain the 
location and impacts anticipated as a result of the prooosed proiect 
However, in our view, the scope of the alternatives considered should 
be expanded to include the possible use of the existing old railroad 
embankment across the Patapsco. 

SECTION 4(f) COMMENTS 

We cannot concur at this time that there is no feasible and prudent 
alternative to the taking of parkland from Patapsco State Park. As 
part of the analysis of alternatives, we recommend that the use of the 
eld railroad embankment mentioned on page 56 be considered. That 
analysis should include the amount of existing and pronosed parkland 
which would be taken by this new alternative, as well as impacts on 
existing or proposed recreation development.  From a recreation standpoint, 
,he primary advantage of this alternative is that it obviates the dissecting 
of .he park which now occurs under both Alternates A and a.  Further 
advantages of this alternate are discussed under "Fish and Wildlife 
Resources. ' 

Because of the potential avoidance of parkland by this alternative, we 
would like to review supplemental information concerning it before the 
final statement is circulated.  If it were shown that this is not a 
.easible and prudent alternative and we concur with that finding, we 
would recommend the use of Alternate A for the highway. However, even 
though Alternate A reflects a positive response to the second provision 
of Section 4(f), we are not satisfied at this time that all oossible 
planning has been accomplished because suitable replacemi^ land has 

Tartar ?*• 1
Therefore. P^ to the issuance of the final 

fnf ^r • r rUla alS0 llke t0 review the "placement land package 
of  thi 13 e i ST^ t0 0Ur resP°nsibilities under Section 6(f) 
bv It w i ,  n ^ Conservation Fund Act, after it has been approved 
by the Maryland Department of Natural Resources, 

3 
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Mr. Emil Elinsky, Baltimore, Maryland 

ENVIRONMENTAL STATEMENT COMMENTS 

Water Resources 

The discussion of geology given on pages 14-15 appears adequate for 
the purpose intended. However, if geologic maps were included in the 
Geology and Hydrology Technical Basis Report mentioned on page 15, 
the use of such maps in the report would be helpful. 

On pages 15-16 dealing with ground water, Alternates A and B are 
indicated to be almost entirely on clays of the Potomac Group.  These 
clays are not aquifers and function chiefly as confining layers for 
both overlying and underlying sandy beds. Although problems of slumping, 
etc. may be experienced in building a road through the clays, these 
would not involve water supplies from the aquifers, our field of 
expertise. Use of this section of the report would be expedited if 
the proposed road construction site was shown on a blown-up geologic 
map, which could be adapted from Glaser (Maryland Geological Survey 
County Atlas No. 1, 1976, Atlas Map No. I). 

The statement is made on page 41 that houses on Elkridge Landing Road 
have shallow dug wells that are up-slope from the proposed interchange 
and no impact is expected.  It would be helpful if additional details 
were presented with regard to distance of houses from the proposed 
highway cut, depth to the water table, etc.  The lowering of the water 
level in nearby wells has been a common problem in highway construction 
where extensive or deep cuts have been made. 

Fish and Wildlife Resources 

Although the discussion of fish and wildlife resources is adequate, 
we do not believe that sufficient alternatives have been explored which 
avoid the long and short-term adverse impacts associated with the 
modification of the Patapsco River floodplain as required under Executive 
Order 11988.  In that vein, we wonder why the abandoned railway embankment 
mentioned on page 56 could not be expanded for the proposed roadway. We 
believe that such a location would offer a number of advantages. First, 
the embankment is located in an area already impacted by the Rt. 1 and 
the Harbor Tunnel Thruway bridges.  Secondly, the floodplain soils have 
been compacted and may present fewer foundation problems than the new 
alignments presently proposed.  Thirdly, the bridge length required may 
be shorter than the lengths proposed for the other two alternatives. 
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M Mr. Emil Elinsky, Baltimore, Maryland 

Alignments A and B require extensive embankments within the floodplain 
^CtdlSSeC" a rfiatlvely ^disturbed tract. The impacts discussed in 
the statement would appear to be ample justification for selecting a 
less damaging alternative. B 

The analysis of flood hazards was enlightening albeit truncated. As 
with many environmental issues, one more fill or adverse impact will 
not destroy the system; it is the cumulative impact of the total 
number of .ills from highways, railroads, landfills and sewage 
treatment plants etc., viewed over time, that degrades the system. 
,he proposed 1-195 fill, even though designed with the flood hazard 
as a major criterion, still remains another fill whose impacts are 
associated with all other fills on the Patapsco. 

^ith^Mr^'T811^8 0ther ^"elated Federal actions associated 
with this project such as the issuance by the Corps of Engineers of a 
permit for the conduct of dredge and fill activities. Bafed on the 
available information, the Fish and Wildlife Service has serious 
reservations about the project as proposed because of its adverse 
impacts on fish and wildlife resources.  The principal concern at this 

tTe^TlllltoroTtl^  ^ 0f ade^e— es to minimize haL and the evaluation of alternatives to the crossing of the Patapsco River. 

SUMMARY COMMENTS 

Because both provisions of Section 4(f)  must be addressed  in more detail 

of  'X^V0^  V6?1" 4(f)   aPPr0Val at  thiS  time-     T1- Apartment 
oJlL    li0\      ]  cdViSe y0? 0f 0Ur pOSition when we ^ "ted  to comment on the final Section 4(.f)   statement prepared  for  this project. 

hP ^^.Department has a continuing  interest  in this matter,  we would 
be willing  to  cooperate,  on a technical assistance basis,   in further 
project assessment.     The field office assigned resoonsibility for 

Dire^or    r^f ^^ abOUt ?arkS ^  recre^ion matters  is  the Regional 
Director,   Heritage Conservation and Recreation Service,  U.S.  Department 

T^Te    ATlTl'llttrV1111^'   600 ArCh Street'   ^ladeiphirPA m06 (phone.   FTS  597-7995).     For matters relating to fish and wUdllfi resources, 

7 

8 

10 
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Mr. Emil Elinsky, Baltimore, Maryland 

We^a^S%Tdoed!e tnd  fil1 and  channeli2ation, please consult and coordinate 
with the U.S. Fish and Wildlife Service; Area Manager, Delmarva Area 
Office, 1825B Virginia Street, Annapolis, MD 24401 (phone: FTS 922-2007) 
In this case, both offices would be happy to meet with you together. 

Sincerely yours. 

Assistant 

Mr. Emil Elinsky 
Division Administrator 
Federal Highway Administration 
The Rotunda, Suite 220 
Baltimore, Maryland 21211 

Mr. Eugene T. Camponeschi 
-Chief, Bureau of Project Planning 
Maryland Department of Transportation 
State Highway Administration 
P.O. Box 717 
300 vJest Preston Street 
Baltimore, Maryland 21211 

James H. Rathlesberger 

Special Assistant to 
Secretary of the Interior 
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Response to comments made by United States Department of the Interior;     9^U*0 

The use of the existing old railroad embankment across the Patapsco River        I 
as an alternate location for 1-195 has been considered - See Page 82. 

The use of the existing old railroad embankment across the Patapsco River        O 
as an alternative to the taking of parkland from Patapsco State Park has £- 
been evaluated - See page 109, Section 4(f) Statement. 

The Department of Natural Resources had indicated that there is not any 

?undrn9TKnand \Vhe I'1-95 pr0ject area that was Purchased with Federal funds. Therefore the provisions of Section 6(f) of the Land and Water 
Conservation Act is not applicable to this project. 

The Department of Natural Resources has recently qualified to receive Federal 
funding for future parkland acquisition. receive i-ederal 

IStn^pr1?^ Admi!;^traJion does not initiate replacment land procedures 
until after the project has been designed and the specific amount of right of 
way required is known. It is not possible at this stage of development of the 
project to provide accurate information to the Department of Natural Resources. 

The Department of Natural Resources has also not begun the study to find 
replacement land and will not until more accurate information is aSailSble. 

npn^tmllt5*^!6! harn
been completed and agreement has been reached with the 

Department of Natural Resources, all of the relevant information will be for- 
warded to the Department of the Interior for review. 

This project and specifically the timing of the land transfer negotiations 
;i^the*hep2rtm?nt,or Natural Resou^es was discussed at a Quarter f Rev ew 
2   J??tn  Ma,7land ^ate Hi9hway Administration holds with various^ederaT 
and State agencies. The project was discussed with a representative from the 
Department of the Interior at the Quarterly meeting heldP£arcT?, 1982  The 
State Highway Administration explained that negotiations with the Maryland 

it'iated and 2lfirS„!-SOUrSeS-COnJ?rn,1n9 land ^placment measures had b en      ! initiated and will continue during final design when the exact amount of right    ! 
rLn^H^T^ Wl11 be kn0Wn- However> until this information on right ofway required is known, an agreement could not be reached. Further, the risults of 
these negotiations will be made available to the Department of the Inter or  Final ^ 
meTt i-s a^oveTand^00^1^6' until/ft^ ^ Final Environmenlal Im   'st  -1 j 
this vlas acceptable deSign '^ ^ final- The Department of Inte-- -^ed | 

The Maryland State Highway Administration agrees in principle to the reolacement 

The Geology and Hydrogeology Technical Basis Report includes geologic maps.       M 

Response to. these comments are provided on page 18, paragraph 3. 

tKrtex^oflhfFina!0^^ !T T]' aid a reViewer in this fie1d of expertise, xne text or the Final EIS adequately summarizes th underlying studies. 5 
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One house is approximately 100 feet from the cut slope and two or three other 
houses are within 200 - 300 feet of the cut for Ramp C. The^ut 1approx- 
imately 25 feet deep at the point closest to the residences. The wells Sill 
be ^Svided     9 Construction and if they are affected, new wells will 

The use of the existing old railroad embankment across the Patapsco River 
as an alternate location for 1-195 has been considered - See page 82. 

nn^hffWHC?n?trUC^0n alternu
atives will have a significant encroachment 

on the floodplain. The encroachment will not result in any risk or impacts 
to human activity, the beneficial floodplain values, or provide direct or 
indirect support to further development within the floodplain. 

The removal of the old railroad embankment would lessen potential flood 
impacts to the town of Elkridge, U.S. Route 1 and the Harbor Tunnel Thruway. 

See the discussion of "Alternative to the Proposed Action", page 81 and 
Planning Measures to Minimize Harm", page 122, Section 4(f) Statement. 

See attached section 4(f) Statement. 

•|7 

8 

9 

10 

155 



JF 

It f 1370 1   6-78' 

^?IMEN,T 0F TRANSPORTATION a K 
-^!I!2£[ATES GOVERNMENT 

FHWA-MD-EIS-79-7-D ' 

"-   Director, Office of Environment and Se/et, "':. ^ "" '^ 53M 

T«   Chief, Environmental Programs Divis 

• 

Reply to 
Ann. of: 

ion, FHWA/HEV-10 

We have reviewed the draft environ r^nf i  • 
determination, and offer the foTZn lmpaet 5tatement and section m 

and prudent alternativeVe^/rn^ST^111 "*" 0f the ^ 1^1 
Traffic Demanrf 

The  traffic discussion stAtP* **** 
several faciliUes would be widen^ SZ   Lation was P"v«n to the fact that 

the exisUng faci fes, l^VZ^T faCmti's wo^ "PP^r to re^eve 
poss.bl, preclude the ieed for ,-195°^^ aShu«ton P"kway and RMl 2,^• 

Alternatives 

Consideration should be eiven tr, Jm •     , 
in lieu of constructii? 1?^   T^*•*"* 

Maryland R^ • and Maryland 170 
the Patapsco Valley State P«ri?^W0Uld avoid the "eed to acquire W 1    ' 
an additional C%o  MLVW  p^^tion should also &^n ^ Jf• 

Baltimore-WashbgtonE^Xl0^100 *»* MarylMd ^S 46 f^om Sf 
in planning for i-^g, is pSte^on th^ifPOrt' ^ traffic> a majorTecSr 
and « appears could easSy u^^ZTJZ^sVt^ ^ S 

We appreciate the opportunitv tn ^    - '   '   '•.-- 

de.ermi„a,ionMd,CK>kforward^rreS;^S^U0enr ^ EB/i('f) 

Margin Convisser        ^ 

It'i a law w* 
c«n livs with. 
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Response to comments made by United States Department of Transportation 
Office of Environment and Safety:  * 

The reference to assumed facility improvements, identified in this document 
on page 81, are already included in the highway network on which forecasts 
were based for 1-195. Figures 18 and 19 in the draft Environmental Impact 
Statement were renumbered as Figures 17 and 18 respectively in this document 
Figure 19 was added to identify the alternate network if Maryland Route 100 
corridor improvements are not implemented. All figures were expanded for 
clarification to include the identification of volume forecasts in the 
surrounding highway network. The 1-97/1-297  corridor is independent of and 
has no effect on volumes forecasted for 1-195. 

A review of figures 17 and 18 reveals that even with the network assumptions 
there is still a need for 1-195. 

The implementation of the link of 1-195 between U.S. Route 1 and Maryland 
Route 295 would attract a design year average daily traffic volume of 
43,000 vehicles (figure 17). However, it would result in only a 2,600 
vehicle reduction (comparison of figure 17 and 18) for the corresponding 
link of Maryland Route 100, indicating little relationship between the two 
highways. Figure 17 identifies an approximately 50°/ increase of traffic 
volumes along Maryland Route 295 and 1-695 without 1-195 - certainly not 
a relief to congestion problems on these facilities. 

While implementing improvements to the Maryland RoutelOO/Maryland Route 
176 and Maryland Route 170 corridors would avojd the need to acquire land 
from the Patapsco Valley State Park, it does little to alleviate the serious 
highway network imbalances. The improvements to those two highway corridors 
were already assumed in the development of the projected traffic network. 
Constructing Maryland Route 100 as an alternate to 1-195, while improving 
access to BWI from the south, would provide no relief for the major corridor 
movement, which is oriented from the north. Motorists would continue to use 
1-695 and Maryland Route 295, both forecasted to be heavily congested. 
Maryland Route 100 in lieu of 1-195 would necessitate widening of Maryland 
Route 295 between Maryland Route 100 and 1-695 and do little to alleviate 
the congestion on 1-695 between Maryland Route 295 and 1-95. While unreasonable 
as a substitute for 1-195, both the construction of Maryland Route 100 and 
widening of Maryland Route 295 are desirable in addition to 1-195. 

For additional discussion of this topic see "Consideration of Improvements 
to Alternative Routes", page 5 and "Alternate Corridor/Facility", page 83. 
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UNITED STATES  DEPARTMCNT OF  COMMEHCfE 
IV^^"21 0ccanic and Atmospheric Administration 
NATIONAL  OCEAN- S'JFWEY 
Rockviile. Md    ?Ga52 

FEB 1 4 1930 0A/C52x6:JLR 

TO: 

FROM: 

SUBJECT: 

PP/EC - Joyce M. 'Wood 

0A/C5 - Robert B.  Rollins  / 
.i7'MK' 

DEIS #8001. 
Airport to 
Maryland 

]7nc I^195 Froni Balt1more/Washington International 
1-95; Anne Arundel, Baltimore and Howard Counties, 

M,+ -  ? «ubjec* stat^ent has been reviewed within the areas of the 
NatTonal Ocean Survey's (NOS) responsibility and expertise, and in 
terms of the impact of the proposed action on NOS activities and 
projects. 

oroiecr^0 ^th1 SU-Vey ,non1
ument; m^ be located in the proposed 

project area. If there is any planned activity which will disturb or 
destroy these monuments, NOS requires not less than 90 days' notifica- 
tion in advance of such activity in order to plan for their relocation 
NOS recommends that funding for this project includes the cost of any 
relocat on required for NOS monuments. Attached are data locating and 
descnbing monuments in the vicinity of the proposed project 

Attachments (DEIS #8001.17) 
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Response to comments made by United States Department of Commerce. National 
Oceanic and Atmospheric Administration: 

The construction specifications for this project will include provisions 
for the necessary precautions and responsibilities of the contractor in the 
prosecution of the work in order to avoid interference or damage to all land 
monuments and markers. Geodetic control survey monuments and other control 
points which may be affected by the proposed construction shall be protected 
and undisturbed until the relocation, if required, is solved with the National 
Ocean Survey. 

• 
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UNITED STATES DEPARTMENT OF AGRICULTURE 

FOREST SERVICE 

NDBTMCABTCRN   AREA   BTATt   AND   PBIVATE    FOUCBTRV 

37D   RtCO   ROAD  —   ORDDMALL.  ^A.   IVOOO 

(215) 596-1G72 

a 

Mr. Eugene T. Camponeschi, Chief 
Bureau of Project Planning 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21211 

1950 
February 14'," 1980 

Refer to: FHWA-MD=EIS-79-07-D, 
Route I 195 

O 

Dear Mr. Camponeschi: 

Routing of the proposed road on Alignment A appears to have less 
adverse impact on woodland and wildlife v^lue^s than Alignment B. 
This route closely parallels the rail right of way and crosses less 
parkland. 

We believe that where the road goes through areas where there are 
no existing trees, suitable shrubs and trees should be planted for 
the benefit of highway (and also railroad) travelers. 

Thank you for the opportunity to review this Statement. 

Sincerely, 

// 
/' 

DALE 0. VANDENBOtiG   ^^ 
Staff Director 
Environmental Quality Evaluation 

• 

EVALUATION OF COMMENTS 

This recommendation will receive further consideration during the 
Final Design Phase of the project. 
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UNITED STATES ENVIRONMENTAL PROTECTION AGENCY 
REGION  III 

6TH AND WALNUT STREETS 
.v,0 PHILADELPHIA. PENNSYLVANIA    19106 

^ kV 
41 

Mr. Eugene T. Camponeschi, Chief 
Bureau of Project Planning 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21201 

Re: Interstate Route 195, Baltimore/Washington International Airport 
to 1-95; Anne Arundel, Baltimore and Howard Counties, Maryland 

Dear Mr. Camponeschi: 

We have reviewed the Draft Environmental Impact Statement for the proposed 
project referenced above, and have classified it in EPA's Reference Category 
LO-2. We have enclosed a copy of the Definition of Codes for the General 
Nature of EPA Comments to provide a more detailed description of this rating. 
In accordance with our responsibilities under Section 309 of the Clean Air 
Act to inform the public of EPA's views on the potential environmental 
effects of Federally assisted actions, this rating will be published in the 
Federal Register. 

We believe that the proposed project has been adequately analyzed in the 
DEIS, but we are concerned over the loss of park land and the potential 
water quality impacts on the Patapsco River.  Since the proposed project will 
have a significant impact on portions of Patapsco State Park, we encourage 
the State Highway Administration to continue their close coordination with 
Maryland's Department of Natural Resources and the Heritage Conservation 
and Recreation Service to minimize the impacts on this important park 
facility.  It is also our understanding that although the project will 
involve the placement of fill material in the 100 year flood plain, 
hydraulic studies have shown that this work will neither aggravate flood 
conditions nor otherwise interfere with the natural functions of the flood- 
plain. We endorse the use of strict erosion and sedimentation control 
measures to protect Patapsco Creek during project construction, as 
referenced in the DEIS. 

If you have any questions concerning our comments, please contact Mr. Eric 
Johnson of my staff at (215) 597-4388. 

Sincerely yours, 

2 

EIS & Wetlands Review Section 
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^ Re^n5!!!^ COnirnents 'nade by United States Environmental Protection Agency. 

O 

See attached Section 4(f) Statement. 

/  / 

No response is required to these comments. 
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l^^J       UNITED STATES ENVIRONMENTAL PROTECTION AGENCY 
%PROI^' .T REGION III 

6TH AND WALNUT STREETS 

PHILADELPHIA. PENNSYLVANIA    19106 

JAN       T   <S30 

Mr. Charles R. Anderson, Chief 
Bureau of Landscape Architecture 
Maryland. State Highway Administration 
2323 West'Joppa Road 
Brooklandville, Maryland 21022 

Re:  Interstate 195, 1-95 to Baltimore Washington International Airpc: 

Dear Mr. Anderson: 

We have reviewed the Draft Air Quality Analysis for the project 

referenced above, and we have no objections to the project from ar. ai: 

quality standpoint.  We were pleased to see an expanded discussion of 

this project's consistency with Maryland's State Implerentation Plan, 

and hope that such information will continue to be included in future 

air quality analyses and EIS's. 

Sincerely yours. 

f. .   JohrvTl. Pomponio 
•^ Chief 

EIS & Wetlands Review Secticz 

EVALUATION OF COMMENTS 

No comments are required in response to this agency's review of 
Dreaft EIS. 
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o 
^^X  United States 
(iklp Department of 
^5t5^ Agriculture 

Soil 
Conservation 
Service 

4321 Hartwick Road 
College Park, Maryland 
20740 

tf> 

Mr. Eugene T. Camponeschi, Chief 
Bureau of Project Planning 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21211 

January 7, 1980 

Dear Sir: .„ 

Thank you for the opportunity to review your draft EIS for proposed 
1-195 from 1-95 to BWI Airport.  It appears you have adequately 
addressed those areas in which we would have been concerned. 

If we can be of further assistance please feel free to contact us. 

Sincerely, 

Jerald R. Calhoun 
State Conservationist 

cc: Ray F. Chapman, Chairman, Anne Arundel SCD, 1660 Reidel Road, 
Box 374, Gambrills, Maryland 21054 

Loring T. Sparks, Chairman, Baltimore County SCD, 340 Falls Road, 
Upperco, Maryland 21155 

W. Lee McFarlane, Chairman, Howard SCD, 5645 Montgomery Road 
Eilicott City, Maryland 21043 , ' 

Norman A. Berg, Administrator, SCS, Washington, D.C. 
Director of Environmental Services Division, SCS, Washington, D.C. 

EVALUATION OF COMMENTS 

No comments are required in response to this agency's review of the 
Draft EIS. 

<t 6 
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Regional Planning Council 
2225 North Charles Street   Baltimore, Maryland 21218   (jpi 1383-5838 
Milton H. Miller, Chairman   c. Bowie Rose, Sr, Vice Chairman   Walter j. Kowalczyk, Jr., Executive Director 

Date:  March 21,. 1980 

Mr. Eugene T. Camponeschi 
Maryland State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21201 

RE:  Metropolitan Clearinghouse 
Review and Referral Memorandum, 
Proj ect: 79-491 Draft EIS, 1-195 
Baltimore/Washington International 
Airport to i-9b Anne Arundel, 
Baltimore and Howard Counties 

Dear:  Mr. Camponeschi: 

The attached review and referral memorandum is certification that the above 
referenced project has undergone review and comment by the Regional Planning 
Council and a recommended action has been determined based on the Council's 
findings. 

Comments on this project were requested from: Anne Arundel, Baltimore, 
Carroll, Harford and Howard Counties, and Baltimore City. 

Comments from the following jurisdictions are included with the Clearinghouse 
review:  Anne Arundel, Baltimore City, Carroll, Harford and Howard Counties 

We appreciate your attention to Metropolitan Clearinghouse procedures, 
you have any questions, please contact us at 383-7110. 

Sincerely, 

If 

fladlne  «J. rfoneA 

Nadine S. Jones, Coordinator 
Metropolitan Clearinghouse 

Attachment 
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EBGI0K4L FLANKING COUNCIL 
2225 H. Charles Street 
Baltimore, Maryland 21218 

4ft 

E & E Pile No.  79-491 
B & P Committee March 7, 1980 

/ 

HB7IEW ABB HEFEERAL MEMDR&NDDM VP 
PBOJECT IBENnFICATION 

JuriBdiction:    State of Maryland. 

Project Name:    Draft EIS - 1-195 Baltimore/Washington International Airport to 
1-95 Anne Arundel, Baltimore and Howard Counties 

Applicant:      Maryland Department of Transportation 

Grant Program: 

Cost: 

DESCEIPTIQN 

This is a draft EIS for the extension of 1-195 from its present terminus at U.S. 
Route 1 to the proposed l495/Maryland Route 170 interchange at the Baltimore- 
Washington International Airport.  Proposed activities include construction of a 
3.1 mile segment of a six-lane divided highway. This project also includes improve- 
ments to the interchange at the Baltimore-Washington Expressway and Maryland Route 170, 
construction of an access roadway to the Amtrak station and associated improvements 
to the intersecting roadways. 

The alternatives that were examined in this study are: 

A. six-lane new facility from U.S. Route 1 to the 
interchange at the Baltimore-Washington Expressway; 

B. same as "A" accept that it follows an alignment that 
is west of the Amtrak rail line; and 

C. "no build" option. 

The Beneficial impacts that were identified include: 
(1) improved traffic safety and (2) reduction in traffic 
delays.and congestion.  The adverse impacts are: 
(1) displacement of dwellings; (2) acquisitio 1 of parklarids 
and (3) proximity impacts on established development. 
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R (,  R File No. 79-491 
Draft E1S - 1-195 Baltimore/Washington International 

Airport to 1-95 Anne Arundel, Baltimore and 

Howard Counties _2_       B & p committee Match 7, 1980 

—• 

COMMENT 

Transportation 

The DEIS could be enhanced if there were more discussions 
and data on certain transportation and traffic problems - 
relating to this project. For example, the DEIS should 
quantify the need for 1-195 if Maryland 100 is not built. 
Likewise, what are the impacts on travel in this corridor 
if Md. 100 were built and 1-195 was not constructed. 

» 

There needs to be a better explanation of the truck traffic. 
One of the stated primary purposes for constructing 1-195 
is to handle the truck traffic generated by the air cargo 
terminals at BWI. However, the DEIS fails to provide any 
type of analysis for existing or projected truck volumes' 
generated by BWI. 

Land Use 

If the project is constructed, the permanent impact on the 
Patapsco State Park must be considered and serious mitigation 
and compensation measures taken.  It appears that the 
current design of alternate A would have less impact than 
alternate B. However, the full impact of the projects 
(including the visual and noise impact area) must be 
quantified and suitable land added to the park nearby to 
compensate for the loss of usable area. 

The bridge crossing of the Patapsco River will require a 
high embankment. This embankment and structure should 
not impede flood waters. At the same time, the height of 
the bridge through the river valley should be kept at a 
minimum to reduce visual impact of a large manmade structure 
on park and river users. The river crossing should be 
designed so it does not interrupt or degrade the extensive 
system of trails planned along the riv^r. Noise from the 
highway should be reduced along the park by careful highway 
and bridge design. Erosion and sediment control in the 
park and erosion mitigation measures during construction have 
not been adequately addressed in the DEIS. Sediment control 
will be an extreme problem in the flood plain. 

In conclusion the RPC staff recommends endorsement of the 
DEIS subject to the following qualifications: 

that the SHA quantify the full impacts of the project 
on the park (including the visual and noise impact area) 
and add suitable land to the park nearby to compensate 
for the loss of usable area 

that SHA analyze existing and projected BWI-generated 
truck traffic 

that the RPC be given the opportunity to review the FEIS 

4 

before its public release 167 



# 

R & R File No. 79-491 
Draft EIS - 1-195 Baltimore/Washington 
International Airport to 1-95 Anne Arundel, 
Baltimore and Howard Counties 

-2-    B & P Committee March 7, 1980 
ar? 

COMMENT 

Baltimore County has indicated that this transportation improvement is not consistent K 
with the County's current transportation plans. 

THE MARCH TSC RECOMMENDED ENDORSEMENT WITH COMMENTS. 
ENDORSEMENT IS RECOMMENDED SUBJECT TO THE ABOVE COMMENTS. 

I HEREBY CERTIFY that at its 191st meeting, held March 21, 1980, the 
Regional Planning Council concurred in this Review and Referral Memorandum and 
incorporated it into the minutes of that meeting. 

March 21, 1980  WALTER J. KOWALCZYK, JR. 
Date Walter Kowalczyk 

Executive Director 

o 
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Response to comments made by the Regional Planning Council: 

See discussion of "Transportation Need", page 3. 

The truck factor utilized in the traffic analysis is 3 percent in the years 
1985 and 2005.    This factor expresses trucks (exclusive of light delivery 
trucks) as a percentage of the future hourly volume used in design. 

BWI air freight activity is projected to expand significantly in the future, 
from 190 million pounds in 1979 to 750 million pounds in 1995. 

The Baltimore-Washington International Airport Master Plan provides projec- 
tions of truck trips resulting from this anticipated growth. 

Because of the increased demand, it was assumed in the Airport Master Plan 
studies that higher vehicle loadings could be achieved and that more efficient 
vehicle allocation, including coordination of pick-up and delivery would 
be possible.    To account for the increase in air cargo moved per visit, the 
average vehicle load was increased by a factor of 1.5 in the forecast years. 

The forecasted cargo vehicle trips were computed as follows: 

1985   cargo vehicle trips    =    1975 cargo vehicle trips    x    1.35 
1995    cargo vehicle trips    =    1975 cargo vehicle trips    x    2.56 

The 1975 daily cargo trips were estimated to be 840.    The 1985 and 1995 
estimated daily cargo trips as shown in the Master Plan are 2,000 and 4,000 
respectively.    Only 10-15% of these trips are expected to occur during the 
A.M. and P.M. peak traffic hours. 

The B.W.I. Master Plan shows a 200% increase in truck trips between 1985 
and 1995.    Based on a linear projection of the 1985/2005 traffic estimates 
provided by the Maryland State Highway Administration for the 1-195 studies, 
truck volumes would increase approximately 130% on 1-195 between 1985 and 
1995. 

The difference in the percent of increase occurs because the State Highway 
Administration's data assumes less truck travel than the Master Plan Study 
and because some truck trips use MD 170 to reach the B.W.I. Cargo Complex. 

Response to these comments have been provided in the attached Section 4(f) 
Statement. 

Flood Hazard Impacts - Response to these comments are provided under the 
discussion of "River Modifications", page 63. 

Visual/Park Impacts - The statements on page 122, para. 4 and 5 of the 
Section 4(f) Statement are consistent with the recommendations made by the 
Capital  Programs Administration. 
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measures wl 1 Ibe dete• »e   during a   ate^desln 1S~ "^."J »« ?0"tro1 

"Aquatic Ecology", page 51. 9   Sta9e " See discussion of 

O 

These coiments have been addressed under Items 1 thru 4, above, 

r^le^p^edres! ^ """  EIS "1,1 be '" a"ordan" ^  «"• established 

Response to this comment Is provided on page 41 of this statement. 

5 

6 
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THOMAS G. HARRIS. JR. 
DIRECTOR 
992-2390 

OFFICE OF PLANNING 8c ZONING .OF HaWARCiC32UNTY 
GEORGE HOWARD BUILDING 

3430 COURT HOUSE DRIVE. ELLICOTT CITY. MARYLAIJjp 21 043 

\Csii 

February 25,  1980 
ML'.,.. ..     '.\: !i;^ 

PROJECi , LAiiHING 

IVP 
DIVISION OF LAND DEVELOPMENT 

AND ZONING ADMINISTRATION 
JOHN W. MUSSELMAN. CHIEF 

992-2333 

DIVISION OF TRANSPORTATION PLANNII" 
J. HERBERT CLAWSON. JR. CHIEF 

992-2300 

COMPREHENSIVE PLANNING SECTION 
AMAR S. BANDEU ADMINISTRATOR 

992-2397 

Mr. Hal Kassoff, Director 
Office of Planning and Preliminary Engineering 
Maryland Department of Transportation 
State Highway Administration 
300 West Preston Street 
Baltimore, Maryland 21203 

RE: 

Dear Mr. Kassoff: 

1-195 Draft Environment 
Impact Statement Involvement 

B.irM„ nf ! a?COrdfCe Y"? your "quest, this office in conjunction with the 
Bureau of Engineering of the Department of Public Works, have reviewed the 
subject study and developed the following comments/reco^menlations 

Aet-aiivA  1'J  ^.'""^ flow analysis included in the study is quite 
detailed and satisfactorily covers various aspects of traffic generation and 
distribution, traffic projections and levels of service     8enerat"n and 

««„<   <2'    Altfn
J
at:e C (no-build option) is not feasible from a traffic 

engineering standpoint due to the following reasons: trattic 

a. In a no-build case, the east-west traffic movements 
(much of them from commercial/industrial traffic) 
would most likely be distributed through Elkridee 
and Arbutus. 

b. The existing roadnet that provides vehicular access 
routes to BWI Airport such as 1-95, Md. Rt. 46, Md. 
Rt. 166, U.S. Rt. 1, B-W Express, and Md. Rt. 170 
have little reserved space and capacity to accommodate 
safely the Design  Year 2005 traffic volumes.  In 
fact, the levels of service on various portions of 
these facilities will go well below the desirable 
levels of service. (Refer to Table XII, Pg. 73).. 

c A no-build alternate will seriously increase traffic 
delays, congestion, and potential accidents.  In fact 
the proposed 1-195 is designed to experience the lowest 
possible accident rates, particularly, fatal and serious 
injury accidents. 
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2!U 
a Mr. Hal Kassoff 

RE:  1-195 Draft Environment Impact 
Statement Involvement 

-2- February 25, 1980 

3. Reference Page 73: 

"Comparison of the build and no-build alternates indicates that 
1-195 provides no noticeable improvement to the level of service on 1-195 or 
the B-W Expressway, although the design year volumes would decrease approxi- 
mately 8,000 ADT and 16,000 ADT, respectively." This analysis is not correct. 
The proposed 1-195 will improve the level of service on the portion of 1-95 
located between Md. Rt. 166 and 1-695 (a distance of approximately 5 miles). 
Airport traffic (freight and passengers) originating in Washington D.C. and 
coming on 1-95 will find 1-195 more accessible to BWI than to continue north 
on 1-95 and 1-695. 

4. Each Alternate "A" and "B" will provide a useful link in the future 
roadway network in the Baltimore Region.  However, Alternate "A" is preferable to 
Alternate "B" because it has less effect on the surrounding area, particularly 
the Patapsco State Park.  Its estimated cost is slightly higher than Alternate "B' 
However, the difference is less than 4% which is within the limits of estimating 
error. Alternate "C" shall be discounted. 

5. The primary objective of this study was to determine the volumes of 
AJ± heavy-duty vehicles (vehicles per 'day) generated by BWI Airport and are expected 
^•   to utilize 1-195. Howev er, the study fails to include data related to truck 

traffic, truck origin and destination movements.  Such data is required in order 
to evaluate the impact of BWI Airport on the existing and proposed roadways. 

Should you have any questions concerning the above, please call me at 
your convenience. 

Very truly yours. 

Mark Shbeib, Acting Chief 
Division of Transportation Planning 

MS/sg 

cc:  Elizabeth A. Calia 
Thomas G. Harris, Jr. 
Frederick P. Rappe, Jr, 
John L. Wilhelm 
File:  120721 
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Response to comments made by the Office of Planning & Zoning of Howard County 

These comments have been incorporated in the FEIS under the discussions 
of "Deficiencies of Existing Facilities", page 2, and "Traffic and 
Transportation Impacts of the Recommended Alternate", page 90. 

Response to these comments are provided under the discussion "Transportation", 0 
page 30, paragraphs 6, 7, and 8, and page 173. C. 
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ANNE ARUNDEL COUNTY 
ANNAPOLIS, MARYLAND 21401 

OFFICE OF PLANNING AND ZONING 
December 7, 1979 

# 

Mr. Victor Janata, Project Manager, 1-195 
State Highway Administration 
300 West Preston Street 
Baltimore, MD  21203 

Re: 1-195, Pre-Draft E.I.S. 

Dear Mr. Janata: 

I was not able to respond within the tight schedule that you alloted 
However, the following connents will apply to future drafts if chants 
do not occur beforehand, "-iKmges 

In overview, we concur in the observation that this project will relieve 
sectxons of Md. Routed, U. S. Route 1, the B-W Partway'and -60 
However, the traffic impact is not illustrated for Md 176 and T fiQc' 
This effect should be evaluated in the Route 100 co^ldor study Is^ll 
This project will also enhance the potential for indnsi-ripi ^L? 
in the vicinity of B.K.I and Md. ,?,. con^st^t'ithtt^C tZlXZerzl 
Development Plan adopted in 1978, «u"^ s oenexai 

Both proposed alignments traverse an area of rugged terrain where a highwav 
would not normally be proposed if another alternative existed. Since the ' 
objective is to link 1-95 to B.W.I, Airport, the feasible alternatives a^e 

I would emphasize that, in the event of a no-build option for this nrnWt 
priority should be immediately shifted to Route 100 and the LJ SrkSy  ' 
including the interchange at 1-695. Due to a lack of frmfii-nn  n.^rtrKHa> 
new alignment of Md. Route 100 is in ieoBardv « •,w v  •  ^ he P^P0560 •« i   •    ^ J       jeopardy as new housing projects ccnt^nnp 
to close in on the open land. If sucb a shift is cont  Iafe5 ^should 
be done as soon as possible to protect the Route 100 options  Actufllv 
traffic northbound on 1-95 would find Route*; inn *„*  ?oc     Actually, 
to B.K.I, than the proposed project, by Zrl  JUfhSUilT      ""• 
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v^ 
Mrc Victor Janata -2- December 7, 1979 

Figure 6 of the report shows the Baltimore Commons Industrial Park but 
Figure 7, does not. 

The Future Land Use Map, Figure 8, does not show the Light Industrial category 
in the Legend, but shows these areas in the same symbol as general commercial 
centers. A copy of our Proposed Land Use Map is enclosed for your reference 
to correct this.  It would also be more consistent if the same graphic symbols 
could be used for similar land uses on Figures 7 and 8. 

The General Zoning Map, Figure 9, has no legend or explanation of zoning 
categories. This is particularly important since each county has different 
code symbols. 

On page 75 and several other places in the report there is a reference to 
three homes and families being displaced by Alternate "B". However, it appears 
that these same three homes would also be displaced in the no-build alternate 
by park plan development. I could find no comment to this effect in the 
report, (i.e., pp 79-80). 

On Page 77, the report states that Alternate "B" would "sever a section of 
hiking trail along Stony Run." My interpretation of the plans and profiles 
is that the trail would actually pass under the proposed bridge structure and 
not be severed. 

It appears that both A and B would have a severe impact on adjacent streams 
through siltation.  I fail to see how the railroad would provide an effective 
buffer for Alterate A, since storm water would flow through the numerous 
culverts and ditches. By the same logic, the cut-slopes along Alternate B 
would provide an even more effective buffer by diverting some of the run-off 
from Stony-Run. Neither choice can be considered as positive and it is little 
more than speculation that one alternate is .less destructive than the other. 

The report shows that Alternate B is less costly than A by almost two million 
dollars, or roughly 4%. Alternate B is a slightly better alignment froc a 
highway design point of view. The serious objection to B is its impact on the 
Park and proposed park plans. It would be absurd to build an overlook adjacent 
to Alternate B if that line were selected. The Report suggests that there is 
no flexibility in Park plans. For example, there are several natural overlooks 
on the east side of the railroad with existing trees and vegetation that would 
not require the forestation of a borrow pit to create artificial vistas.  It 
is noted that some of this natural scenic area has been excluded from proposed 
park taking plans. There should be some unified coordination between Park 
and Highway planners to produce the best products for the people regardless of 
the red tape required to make the necessary adjustments. It is also worth 
noting that the east side of the railroad is more accessible to the greatest 
population with less travel. This would suggest that active recreation should 
be concentrated on that side, as most of it seems to be, while passive and 
natural preservation should be enhanced on the west side of the railroad. 
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Mr.  Victor Janata -3- December 7,   1979 Wf 
Since it is very difficult to support either alternate, and the consequences 
of the no-build is anticipated traffic congestion, the State should seriously 
evaluate changes in travel trends that are very recently affected by 
international and national economic factors, before the planning and design 
stages are completed. 

If you have any questions regarding our comments, you may call me at 224-1474. 

Sincerely yours. 

7 

RD/jls 

cc: Dave Dunlap 

•.( ( V. . . \V 
Roland Davis 
Senior Transportation Planner 

y 
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Response to comments made by the Office of Planning and Zonlnn. Anne Arundel 
Co tin ty; '      r-A^—  

Response to these comments are provided under the discussion of "Transportation 
Need , page 3; "Historical Resume'", page 201, paragraphs 3, 4, 5 and 6. 

Figures 7, 8 and 9 have been revised. 2 

The three homes displaced by Alternate B are within the area slated for future 
park acquisition. It was not determined whether the present owners/occupants -y 
would have been relocated upon acquisition of these parcels, or if they      O 
would have been permitted to continue to reside at the property 

The section of hiking trail that would have freen severed by Alternate B 
extends southeast from the comfort station adjacent to the Ridge Road park    /, 
access point, then curves to the north generally parallel to the Amtrak      H 
tracks. The trail connects to the trail system along the river at a point 
just west of the existing railroad bridge over the Patapsco. 

i 

The intersecting embankments of the railroad and the Selected Alternate 2/A2A 
will provide more effective control of storm water runoff. Storm water runoff 
could be channeled along the intersecting embankments and selectively dis- 
charged into Stony Run. Sedimentation basins could be constructed at these 
locations to prevent the discharge of sediment and to reduce erosive outlet 
velocities. 

These comments have been forwarded to the Department of Natural Resources 
Capital Programs Administration. ' 

Studies conducted by the Bureau of Highway Statistics indicates that there 
have been no significant changes in growth, travel patterns or driving habits 
brought about by the shortage or increased cost of fossil fuels. 

5 

6 

7 
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SENATE OF MARYLAND 
ANNAPOLIS,  MARYLAND   2\40\ 

TIMOTHY R. HICKMAN 

THIRTECNTH   DISTRICT 

BALTIMORE   COUNTY 

COMMITTEE 
CONSTITUTION   ANO   PUBLIC   LAW 

ANNAPOLIS   PHONE    269-3446 

(TOLL   FREE) 

o 

DISTRICT OFFICE: 

754 FREDERICK ROAD 

CATONSVILLE. MARYLAND 2)226 

PHONE:   786-3086 

2201   HAMMONDS   FERRY   ROAD 

LANSDOWNE.   MARYLAND   21227 

PHONE    247-2630 

1330   SULPHUR   SPRING   ROAD 
ARBUTUS.   MARYLAND   21227 

PHONE-   247-2630 

April Jl, 1980 

Thomas K.   Downs 
Associate Administrator for Planning 
4 00 7th Street, SV.1 

Washington, D. C. 20590 

Dear Kr.   Downs: 

I would like to express my strong objection to the 
construction of Interstate I 95 from Baltimore/Washington Inter- 
national Airport to I 95. 

I oppose this highway addltbn because of the serious effects 
this road would have on the community of Catonsville by the connection 
of old 166, Rolling Road to the BaltimoreATashington International 
access road, Maryland HS. 

Traffic generated by the airport and its surrounding industrial 
complex would make use of this route Innundating the community of 
Catonsville with an excess of vehicles. 

The result would certainly be increased congestion on local 
streets with higher accident rates as a probable consequence, the 
impeding of normal traffic flow, the possible degradation of air 
quality and an overall diminishing of the quality of community life. 

I believe the solution lies in the improvement of the Baltimore/ 
Washington Expressway and if the access to I 95 is still necessary, 
it can be achieved by connecting I 95 with the BaltimoreA'ashington 
Expressway through the utilization of Rt. 100.  Since this is already 
planned, it would be a far less costly and destructive alternative. 

4ft 
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I, therefore, support the "no build" alternative under 
ideration by the Maryland State Highway Administration «„ 

request that the Federal Government withdraw funding for this 
unnecessary and costly project. b 

Sincerely, 

Timothy R. Hickman 
Senator 

TRKipos 
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• BalSre'goSntv:"15 "^ ^ -T1mot^ E'  Hlckman. Senator. Thirteenth nutrir* 

The State Highway Administration traffic planning staff believe that verv 
YrlSVlllV' VV ^ aJtraCt^ t0 Roll1"S R°ad9by the construct on oV 1-195. 

5fn(\tJat
J
on91nates 1n northern Baltimore, Howard or Carroll counties 

and that Is destined for the BWI Airport area will most likely stay Sn a 
freeway route rather than seek a shortcut on local  roads through Catonsville. 

Some of the traffic originating in the immediate Catonsville area that aoes 
south on theBeltway will  be directed to Rolling Road.    However    this in?rLse 
11 "ifVE C ;?,RS111n?,I0?d "I11  be Very min?mal-    Therefore     hi coSstAuc- tion of 1-195 will  have little. If any, impact on the Catonsville area. 

Additional comments provided under the discussion of "Accessibility", page 60. 

<» 
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Maryland Historical Trust 

May  4,   1982 

Mr. Hal Kassoff, Director 
Office of Planning & Preliminary Engineering 
Maryland Department of Transportation 
State Highway Administration 
P.O. Box 717 
707 North Calvert Street 
Baltimore, Maryland  21203 

Re Contract No. AA-220-151-572  F.A,P.. No. 1-195-1 
Interstate Route 195 from Baltimore/Washington 
International Airport to Interstate 95 

(1) 

Dear Hal: 

r*fo ^^ YOU.for your letter 0f April 2nd regarding the above 
referenced proDect.  Our preliminary determination Is  Sat Sis 

lllllTA  thfj1,11 ^^ r adVerSe effeCt 0n the S-th Housed 
?ion rifhfS nJ     Pe P ariS f0r the State Hi5hway Administr^- 
TMS ^ghts-0f:way are reviewed and commented on by our office 

Register'hariorvSt^ff erin.inati0n 0f effeCt beCa-e the SSinal 
III till*  Souse! ^ ^  " deC1S10n "^^ixjg the eligibility of 

^0,i
inCe thif1

is a conditional determination of no adverse 
Council ^w/liL11;^ t0/^uest the comments of the Advisory 
SS2 \\'   f     forward to working with SHA to complete the 
federal historic preservation review of this project 

Sincerely, 

7&-~-~ 
J. Rodney Little 
Director/State Historic 
Preservation Officer 

JRL/GJA/mf 

cc: Ms. Amy Schlagel 
Mr. Louis Ege 
Mr. Charles L. Wagandt 
Mr. W. Boulton Kelly 
Mr. Mark R. Edwards ' 
Mr. George J. Andreve 
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JAMES  B. COULTER 

SECRETARY 
LOUIS  N.  PMIPPS. JR. 

DEPUTY SECRETARY 
STATE OF MARYLAND 

DEPARTMENT OF NATURAL RESOURCES 
TIDEWATER ADMINISTRATION 
TAWES STATE OFFICE BUILDING 

ANNAPOLIS 21401 (301) 269-2784 

August 31, 1981 

Mr. William F. Schneider, Jr., Chief 
Bureau of Project Planning 
State Highway Administration 
707 North Calvert Street 
Baltimore, Maryland 21202 

Dear Mr. Schneider: 

In regard to the proposed Interstate Route 195, from Baltimore-Washington 
International Airport to Interstate Route 95, this is to inform you that the 
proposed project is not inconsistent with the Maryland Coastal Zone Management 
Program assuming satisfactory incorporation into the FEIS of previous DNR conments 
submitted on the project. Based on discussions with your staff, it is our 
understanding that concerns raised by this Department have been resolved, and an 
acceptable alignment selected, during the interim period since distribution and 
review of the DEIS. 

If you have any questions, please contact 
staff at 269-2784; 

me or Elder Ghigiarelli of my 

SJT:rrc 

Dr./dScffah J. Ta^jir, Director 
Coastal  Resources Division 

• 
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PUBLIC HEARING COMMENTS 

AND EVALUATIONS 



*0 
||      The Draft Environmental Impact Statement was circulated for comments to public 
^      and private organizations and individuals in December, 1979. 

On January 29, 1980, the Maryland State Highway Administration held a Location 
Public Hearing at the Andover High School auditorium in Linthicum, Maryland 
for the purpose of receiving public comments and presenting the social, 
economic, environmental and engineering aspects of the 1-195 studies. 

During the public hearing, comments were received from individuals, including 
representatives of public and private organizations. As provided for in 
the public hearing process, additional Individuals responded by mail. 

A total of eleven people gave public testimony at the Hearing. After a brief 
engineering and environmental overview of the project the hearing was opened 
to comments and questions from the audience. The following is a summary 
of the substantive comments received:   

1) State Senator Timothy Hickman - A prepared statement was read by 
one of Ms associates. He 1s opposed to the Build Alternate be- 
cause he feels it will divert excessive traffic through Catonsville 
Senator Hickman feels that MD Route 100 and the Baltimore-Washing- 
ton Expressway can provide adequate service to the airport. 

2) Baltimore County Councilman Ron Hickernell - Mr. Hickernell previ- 
ously served as president of a commission set up to kill the 

4| Metropolitan Boulevard project. Mr. Hickernell feels that the pro- 
^r Ject ^ to expensive and that the service that 1-195 would provide 

is already handled by other roads. He also serves on the Patapsco 
Valley State Park Advisory Committee and as a member of this opposes 
the building of any road that would provide another barrier across 
the park limiting its usefulness. 

3) Thomas Rostkowsky (representing the International Brotherhood of 
Electrical Workers Local 1805 at Westinghouse) - Mr. Rostkowskv 
stated that the union 1s opposed to the whole project. He feels 
that the plant can't afford to lose any land because their facil- 
ities are crowded now and the Defen$e Industry is on the upswing. 
With the larid available now, Westinghouse cannot expand any further 
at the plant. Mr. Rostkowsky also said that most of the union 
members live close to the plant and do not have any serious prob- 
lems getting to work. 

4) Paul Ragonese of the York, Towson Corporation - York. Towson 
owns land zoned commercial/industrial located northwest of the 
Winterson Road/B-W Expressway crossing. He stated that 1-195 
will not relieve congestion on Elkridge Landing Road. He 
requested that direct access be provided from either 1-195 or 
the Expressway to Winterson Road. 

O 
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5) Charles Pruet, Director of State and Local Relations for West 
Inghouse - Mr. Pruet stated that Westinghouse is opposed to 
any change to MD 170 or MD 46 because it would kill the possi- 
bility of future expansion, require them to move programs and 
contracts from the site and would make their access more diffi- 
cult. In addition, handicapped people wouldn't be able to use 
the pedestrian ramps. They see no need for either 1-195 or MD 
170 upgrading and view this as a way to maximize the use of 
federal funding. 

6) Lynn Lins of the Motorcycle Research Board - She requested that 
the widening of MD 170 be shifted to eliminate the taking of their 
property. She said that if their operation 1s disrupted they 
might move from the state. 

7) Mr. S. F. Payer, Lin'thicum Shipley Improvement Association - Mr. 
Payer is opposed to the road because it includes upgrading MD 
170. He thinks connecting 1-195 to MD 46 is a good idea but 
did not think Westinghouse employees would be willing to walk 
h mile farther to the plant. 

8) Mr. C. R. Maynard - Opposes the project because of the upgrading 
of MD 170 to six lanes. He is an employee of Westinghouse living 
in Linthicum and he does not have a problem using MD 170. 

9) David Beck - President of the Community Planning Association of 
Catonsville - Mr. Beck feels that 1-195 will threaten their com- 
munity because of Increased traffic, and that MD 100 and other 
projects would replace the need for 1-195. He supports Alt. C. 

10) Howard Kuehn of Linthicum r He favors the road but would like 
improvements to MD 170 extended beyond the Elm Road/Elkridge 
Landing Road Intersection to avoid congestion until MD 170 
is constructed. 

11) Dorthea Thomas - She lives in one of the homes which would be 
taken and wants to know when her property will be bought. (She 
was told that SHA would begin buying R-O-W in 1982). 
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Response to: 

Public Hearing Comments 

Most of the comments made which required a response, were adequately addressed 
during the Public Hearing. A transcript of these proceedings were prepared 
and are available for inspection at the offices of the Maryland State Hiqhway 
Administration, 707 North Calvert Street, Baltimore, Maryland.      "^nway 

In response to the comments made during the Hearing, additional studies were 
performed in an effort to reduce adverse impacts, or clarify issues which 
nnaiaEIseSSed' The reSults 0f these studies have been incorporated in the 

The response to the following comments are in addition to those provided 
during the Public Hearing: H 

The State Highway Administration traffic planning staff believe that very 
l*J tr*uff•  ?i11 be attracted to Rolling Road by the construction of 1-195 
Traffic that originates in northern Baltimore, Howard or Carroll counties 
and that is destined for the BUI Airport area will most likely stay on a 
freeway route rather than seek a shortcut on local roads through Catonsville. 

Some of the traffic originating in the immediate Catonsville area that goes 
Tlt0n,  ti!.Beltw2*.Jl11 jje diverted to Rolling Road. However, this increase 
in the yaffle on Rolling Road will be very minimal. Therefore, the construc- 
tion of 1-195 will have little, if any, impact on the Catonsville area. 

Response to the comments pertaining to alternatives to 1-195 that could serve 
the airport area are provided under the discussion "Transportation Need" 
page 3. ' 

Response to these comments, in part, are provided under the discussion of 
"Transportation Need", page 3. 

The Selected Alternate 2/A2A eliminates the need to acquire land from 
Westinghouse. Additional comments have been incorporated in the Final EIS 
under the discussion of "Access to Westinghouse Facilities", page 60- 
"Selection of the Selected Alternate 2/A2A", page 79; "Major Design Features 
of the Selected Alternate 2/A2A", page 87. 

3 

The Selected Alternate 2/A2A does not require acquisition of land from 
Westinghouse. The existing method of pedestrian access to the plant will 
not be affected by the proposed design. Additional comments are provided 
in the Final EIS under the discussion of "Access to Westinghouse Facilities", 
page 60; Selection of the Selected Alternate 2/A2A", page 79; "Major Design 
Features of the Selected Alternate 2/A2A", page 87. 9 

The Selected Alternate 2/A2A eliminates the encroachment on the motorcycle 
training facility. J 

4 

5 
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Maryland Route 170 was reduced to four- u\ n,„„   •. , 
provided to acco-odate "af«c Ivements to tl/LItl"^ ^^y l=nes 

the I-195/MD 170 interchange     rtKoh?ra??1ra^?hOUSe faci'ity and 

See response to comments made by State Senator Timothy Hlckman, page 180 

Reasons for opposition were genera,, ylhTlal' ."^."."^.rS.TJrinl- 

6 

7 
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"SUMMARY OF THE RELOCATION ASSISTANCE PROGRAM OF THE      ^ \jp 

STATE HIGHWAY ADMINISTRATION OF MARYLAND" 

All State Highway Administration projects must comply with the provisions 
llf nl ^

0r^oRt}0^}i0n^SScll\&nce  and Real p^P^ty Acquisition Policies Act of 1970" (Public Law 91-646) and/or the Annotated Code of Maryland, 
Real Property, Title 12, Subtitle 2, Sections 12-201 thru 12-212  The 
Maryland Department of Transportation, State Highway Administration, Bureau 
of Relocation Assistance, administers the Relocation Assistance Program in 
the State of Maryland. 

The provisions of the Federal and State Law require the State Highway 
Administration to provide payments and services to persons displaced by a 
public project. The payments that are provided include replacement housing 
payments and/or moving costs. The maximum limits of the replacement housing 
payments are $15,000 for owner-occupants and $4,000 for tenant-occupants. 
In addition, but within the above limits, certain payments may be made for 
increased mortgage Interest costs and/or Incidental expenses. In order 
to receive these payments,, the displaced person must occupy decent, safe 
and sanitary replacement housing. In addition to the replacement housing 
payments described above, there are also moving cost payments to persons! 
businesses, farms and non-profit organizations. Actual moving costs for 
residences include actual moving costs up to 50 miles or a schedule moving 
cost payment, Including a dislocation allowance, up to $500. 

The moving cost payments to businesses are broken down into several cate- 
gories, which include actual moving expenses and payments "in lieu of" actual 
moving expenses. The owner of a displaced business is entitled to receive 
a payment for actual reasonable moving and related expenses in moving his 
business, or personal property; actual direct losses of tangible personal 
property; and actual reasonable expenses for searching for a replacement 

The actual reasonable moving expenses may be paid for a move by a commercial 
mover or for a self-move. Generally, payments for the actual reasonable 
moving expenses are limited to a 50 mile radius. In both cases, the expenses 
must be supported by receipted bills. An Inventory of the items to be moved 
must be prepared, and estimates of the cost may be obtained. The owner may 
be paid an amount equal to the low bid or estimate. In some circumstances, 
the state may negotiate an amount not to exceed the lower of the two bids 
The allowable expenses of a self-move may include amounts paid for equipment 
hired, the cost of using the businesses vehicles or equipment, wages paid 
to persons who physically participate in the move, and the cost of the actual 
supervision of the move. 

When personal property of a displaced business is of low value and high bulk 
and the estimated cost of moving would be disproportionate in relation to 
the value, the state may negotiate for an amount not to exceed the difference 
between the cost of replacement and the amount that could be realized from 
the sale of the personal property. 
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In addition to the actual moving expenses mentioned above, the displaced 
business is entitled to receive a payment for the actual direct losses of 
tangible personal property that the business Is entitled to relocate but 
elects not to move  These payments may only be made after an effort by 
the owner to sell the personal property Involved. The costs of the sale 
are also reimbursable moving expenses. If the business 1s to be reestablished 
and persona property 1s not moved but Is replaced at the new location, the 
payment would be the lesser of the replacement costs minus the net proceeds 
of the sale or the estimated cost of moving the item. If the business is 
being discontinued or the item is not to be replaced in the reestablished 
business, the payment will be the lesser of the difference between the value 
of the item for continued use in place and the net proceeds of the sale or 
the estimated cost of moving the item. 

If no offer is received for the personal property and the property is aban- 
doned, the owner is entitled to receive the lesser of the value for continued 
use of the item 1n place or the estimated cost of moving the item and the 
reasonable expenses of the sale. When personal property is abandoned without 
an effort by the owner to dispose of the property by sale, the owner will 
not be entitled to moving expenses, or losses for the item involved. 

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

In lieu of the payments described above, the state may determine that the 
owner of a displaced business is eligible to receive a payment equal to the 
average annual net earnings of the business. Such payment shall not be less 
than $2,500 nor more than $10,000. In order to be entitled to this payment, 
the State must determine that the business cannot be relocated without a 
substantial loss of Its existing patronage, the business is not part of a 
commercial enterprise having at least one other establishment in the same 
or similar business that is not being acquired, and the business contributes 
materially to the income of a displaced owner. 

Considerations 1n the state's determination of loss of existing patronage 
are the type of business conducted by the displaced business and the nature 
of the clientele. The relative importance of the present and proposed 
locations to the displaced business, and the availability of suitable re- 
placement sites are also factors. 

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

For displaced farms and non-profit organizations, actual reasonable moving 
costs generally up to 50 miles, actual direct losses of tangible personal 
property, and searching costs are paid. The "in lieu of" actual moving 
cost payments provide that the state may determine that a displaced farm 
may be paid a minimum of $2,500 to a maximum of $10,000 based upon the net 
income of the farm, provided that the farm has been discontinued or relocated. 
In some cases, payments "in lieu of" actual moving costs may be made to 
farm operations that are affected by a partial acquisition. A non-profit 
organization is eligible to receive "in Heu of" actual moving cost payments, 
in the amount of $2,500. 

A more detailed explanation of the benefits and payments available to dis- 
placed persons, businesses, farms, and non-profit organizations is avail- 
able in Relocation Brochures that will be distributed at the public hearings 
for this project and will also be given to displaced persons individually 
in the future. 

In the event comparable replacement housing is not available to rehouse 
persons displaced by public projects or that available replacement housing 
is beyond their financial means, replacement "housinq as a last resort" 
will be utilized to accomplish the rehousing. Detailed studies will be 
completed by the State Highway Administration and approved by the Federal 
Highway Administration before "housing as a last resort" could be utilized 
"Housing as a last resort" could be provided to displaced persons in several 
different ways although not limited to the following: 

1. An improved property can be purchased or leased. 

2. Dwelling units can be rehabilitated and purchasecfcor leased. 

3. New dwelling units can be constructed. 

4. State acquired dwellings can be relocated, rehabilitated and 
purchased or leased. 

Any of these methods could be utilitzed by the State Highway Administration 
and such housing would be made available to displaced persons. In addition 
to the above procedure, individual replacement housing payments can be in- 
creased beyond the statutory limits 1n order to allow a displaced person 
to purchase or rent a dwelling unit that is within his financial means. 
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The "Uniform Relocation Assistance and Real Property Acquisition Policies 
Act of 1970" requires that the State Highway Administration shall not pro- 
ceed with any phase of any project which will cause the relocation of any 
person, or proceed with any construction project until it has furnished 
satisfactory assurances that the above payments will be provided and that 
all displaced persons will be satisfactorily relocated to comparable decent, 
safe and sanitary housing within their financial means or that such housing 
is in place and has been made available to the displaced person. 
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APPENDIX B 

• 

Environmental Assessment Form 

The Environmental Assessment Form, which is included on the following 
pages, was developed in response to the requirements of the Maryland 
Environmental Policy Act of 1974. This report is to be prepared for all 
state actions and registered with the Maryland State Clearinghouse through 
the Maryland Department of Transportation. 

The form provides a rather comprehensive summary of the areas of environ- 
mental concern. The items that are noted as having comments attached are 
discussed within the text of the Environmental Impact Statement. Footnote 
references are provided for the convenience of the reader. 
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ASSESSMENT OF SIGNIFICANT ENVIRONMENTAL EFFECTS 

i       ^ f0!l7ing ^"^s. -hould be answered by placing a check in the appropria^ 
column(s) .   If desxrable, the "comments attached" column can be checked by itself or   • 
m combination with an answer of "yes" or "no" to provide additonal information or to 
overcome an affirmative presumption. 

term JLT.TfT^8 ^ qU?,tio?8» ^ signifi^t beneficial and adverse, short and long 

SiSHois^r"- action' on"site and off"site during construction and ^eration 

All questions should be answered as if the agency is subject to the same require- 
ments as a private person requesting a license or permit from the State or Federal 
Government. 

Comments 
Yes     No Attached 

X      '   p. 63 

A.        Land Use Considerations 

1. Will the action be within the 100 year 
flood plain? 

2. Will the action require a permit for con- 
struction or alteration within the 50 year 
flood plain? X 

3. Will the action require a permit for dredging, 
filling, draining or alteration of a wetland? X p. 53 

4. Will the action require a permit for the con- 
struction or operation of facilities for solid waste 
disposal including dredge and excavation spoil? X 

5. Will the action occur on slopes exceeding 15% X ^,15 

6. Will the action require a grading plan or a 
sediment control permit? X p. 52 

7. Will the action require a mining permit for 
deep or surface mining? X 

8. Will the action require a permit for drilling 
a gas or oil well? X 

9. Will the action require a permit for airport 
construction? v 

10.    Will the action require a permit for the cross- 
ing of the Potomac R^ver by conduits,»cables 
or other like devices? < Y 
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11. 

12. 

13, 

Will the action affect the use of a public 
recreation area, park, forest, wildlife 
management area, scenic river or wildland? 

Will the action affect the use of any natural 
or man-made features that are unique to the 
county, state or nation? 

Will the action affect the use of an archaeo- 
logical or historical site or structure? 

^ 

Comments 
Yes      No Attached 

P. 98- 

P. 95 

B.        Water Use Considerations 

14. 

15. 

Will the action require a permit for the change 
of the course, current, or cross-section of 
a stream or other body of water? 

Will the action require the construction, 
alteration or removal of a dam, reservoir 
or waterway obstruction? 

16.    Will the action change the overland flow of 
storm water or reduce the absorption capacity 
of the ground? 

17. 

18. 

20. 

Will the action require a permit for the drilling 
of a water well? 

Will the action require a permit for water 
appropriation? 

19.    Will the action require a permit for the con- 
struction and operation of facilities for     ' 
treatment or distribution of water? 

Will the project require a permit for the con- 
struction and operation of facilities for sewage 
treatment and/or land disposal of liquid waste 
derivatives? 

21.    Will the action result in any discharge into 
surface or subsurface water? 

P. 52 

51 

P. 51 
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30. Will the action require a permit for the use of 
pesticides, herbicides or other biological 
chemical or radiological control agents? 

E. Socio-Economic 

31. Will the action result in a pre-emption or division 
of properties or impair their economic vise? 

y* ̂  

X         p. 69 

Comments 
Yes     No Attached 

22. If so, will the discharge affect ambient water 
quality parameters and/or require a discharge 
permit? 

C. Air Use Considerations 

23. Will the action result in any discharge into the 
air? 

24. If so, will the discharge affect ambient air 
quality parameters or produce a disagree- 
able odor? X p. 74 

25. Will the action generate additional noise which 
differs in character or level from present con- 
ditions? X p. 67 

26. Will the action preclude future use of related 
air space?        X p. 65 

27. Will the action generate any radiological, elec- 
trical, magnetic, or light influences? X 

D. Plants and Animals 

28. Will the action cause the disturbance, 
reduction or loss of any rare, unique or 
valuable plant or animal?        X „   19, 20 

29. Will the action result in the significant reduction 
or loss of any fish or wildlife habitats? X p. 49,  51 
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Comments 

Yes     No Attached 

32. Will the action cause relocation of 
activities, structures or result in a 
change in the population density or 
distribution? 

33. Will the action alter land values? 

34. Will the action affect traffic flow 
and volume? 

X 

35. 

36. 

37. 

38. 

39. 

40. 

41. 

Will the action affect the production, 
extraction, harvest or potential use' 
of a scarce or economically important 
resource? 

Will the action require a license to 

construct a sawmill or other plant for 
the manufacture of forest products? 

Is the action in accord with federal, 
state, regional and local comprehensive 
or functional plans-including zonipg? 

Will the action affect the emplbyment 
opportunities for persons in the area? 

Will the action affect the ability of the 
area to attract new sources of tax revenue? 

Will the action discourage present sources 
of tax revenue from remaining in the area, 

- or affirmatively encourage them to relocate 
elsewhere? 

Will the action affect the ability of the 
area to attract tourism? 

F.        Other Considerations 

42. 

43. 

Could the action endanger the public health 
safety or welfare? 

Could the action be eliminated without 
deleterious effects to the public health 
safety, welfare or the natural environment' 

p.j35 

p. 58 

P. 57 

p. 39 thru 47 

JL       p.Jl 

JL       P. 62 
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44. Will the action be of statewide signifi- 
cance? , 

45. Are there any other plans or actions 
(federal, state, county or private) that, 
in conjunction with the subject action could 
result in a cufnulativ.e or synergistic impact 
on the public health, safety, welfare or 
environment? 

'fcvfl 
Yes      No 

Comments 
Attached 

p.   39 

46.     Will the action require additional power 
generation or transmission capacity? 

Conclusion 

47. This agency will develop a complete environ- 
mental effects report on the proposed action. 

The Federal  law and the State law overlap in many respects relative to environ- 
mental requirements.    The Maryland Department of Transportation feels it would 
be inefficient to duplicate the effort involved in preparing a separate State 
Environmental  Effects Report on any project for which a Federal Environmental 
Impact Statement is required.    Therefore, an Environmental  Impact Statement has 
been prepared for the project which satisfies the requirements of both the 
National Environmental  Policy Act and the Maryland Environmental  Policy Act 
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Summary of Supporting or Relevant Studies 

The proposed project has been a common consideration in several planning 
studies during recent years. Since this project interfaces with airport, 
rail terminal and other proposed highway projects, the analyses and 
recommendations resulting from the following studies are significant in 
establishing the need for this project. These studies are frequently cited 
throughout the Final EIS. 

The Baltimore-Washington International Airport Master Plan Study 

The study was initiated in October 1975 and was adopted in the spring of 1977. 

The purpose of the Master Plan was to (1) provide a course of action that 
enables Baltimore-Washington International Airport to meet the aviation needs 
of Maryland and (2) assure that the airport's development is in harmony with 
its area of influence. 

To achieve this purpose, the study looked at both on and off airport issues, 
including aviation-related facilities, access, community development, 
environmental resources and economic matters. 

The proposed project was a key element in the recommended airport access 
improvements. Improvements to 1-195, the airport's major access road, are 
considered essential in order to assure that adequate facilities are avail- 
able to serve both projected airport growth and nearby industrial and 
residential development. 

The Master Plan Study indicates a projected increase of six million passengers 
per year and 12,000 additional parking spaces by 1995. Studies also show that 
BWI Airport handles approximately 50 percent of the air cargo shipped by the 
three regional airports (Dulles, Washington National and BWI). This cargo 
is shipped to the airport by trucks which must use 1-95, since truck traffic 
is banned from the B-W Parkway south of MD Route 175. The 1-195 connection 
to 1-95 will improve the access for trucks destined to the airport, expecially 
from the Washington, D. C. area. 

The growth in the use of the BWI Airport is substantiated by the Baltimore 
Regional Planning Council Socio-Economic Projections completed in 1977.2 

This report states that the Baltimore metropolitan area "shows an increasing 
tendency toward suburbanization of employment with a particular emphasis in 
the Baltimore/Washington corridor. Firms are giving increasing attention to 
the advantage of locating between the two population centers which represent 
a combined market of six million persons". Population and travel growth can 
be associated with this employment growth and 1-195 will help accommodate the 
increased travel to the airport and adjoining industrial areas. 

Baltimore/Washington Expressway - Maryland Route 46 Study 

This report provided a preliminary analysis of alternatives for improving 
the Baltimore/Washington Parkway and constructing the segment of Maryland 
Route 46 (1-195) from the Parkway to U. S. Route 1. 
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The Draft Interim Alternatives Location Report, completed in April  1976, 
recommended that detailed engineering, environmental, social and economic 
studies be completed for three (3) alternatives:    the "no-build" alternative 
a four-lane alternative and a six-lane alternative. 

The report stated that the segment of 1-195 under consideration "should 
permit balanced distribution of traffic among the major east-west highways 
provide some relief for the congested portions of the Baltimore Beltway 
(1-695) in the vicinity of the Parkway interchange, and could permit 1-95 
to handle more traffic to and from the airport". 

Since changes in major east-west highway volumes could alter use of the 
Parkway, the two improvements were studied simultaneously. 
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Historical Resume' 

The project was Initially included in the State Roads Commission 1968-1988 
twenty year needs study as a part of a north-south expressway in the Rolling 
Road corridor, which extended from the Baltimore/Washington International 
Airport to Security Boulevard, north of Interstate Route 70. The expressway 
was also known as the "Metropolitan Boulevard", because it was to be an 
arterial road serving predominantly commuter oriented traffic In the 1-695 
corridor. 

Studies proceeded in the early 1970's for the portion between 1-95 and 
Security Boulevard. However, in response to public opposition, studies 
stopped and the expressway north of 1-95 was dropped from the Secondary 
Highway Improvement Program in 1974. The expressway south of 1-95 has been 
included in all subsequent State Highway needs studies since 1968 and has 
been described as either a four-lane or six^lane freeway connecting with 
existing Route 166 at U. S. Route 1 and ending at the BWI Airport. 

Funds for the project were first Included in the State Highway System 
Supplementary Construction and Reconstruction 1970-74 Program and were 
included in the subsequent Primary Highway Improvement Programs developed 
through 1976. Interstate 195 is currently included in the Draft 1980-1985 
Interstate Comprehensive Work Schedule and-.ts described as a six-lane free- 
way from BWI Airport to Interstate 95. 

In July of 1975 the U.S. Department of Transportation, by written corres- 
pondence to, then. Governor Mandel, agreed to withdraw the portions of 1-270 
and 1-95 inside the Capital Beltway from the Interstate System. That same 
correspondence approved several substitution projects. The proposed extension 
of MD 46 (1-195) from 1-95 to the Baltimore/Washington International Airport 
is one of the approved substitution projects. 

Section 107(e) of the Surface Transportation Act states: "By September 30, 
1986, all routes or portions thereof on the Interstate System... must be 
under contract for construction or construction must .have commenced". There- 
fore, any extensive delays in the pre-«construction phases of the 1-195 
project may contribute to disqualification for Interstate Federal-aid under 
Section 107(e). 

Previous Studies in the Project Corridor - An Engineering Study was completed 
in 1965 for the portion of Rolling Road (Route 166) in the vicinity of 
Interstate 95 (Wilkens Avenue to Francis Avenue). Another study was completed 
in 1967 for Rolling Road from Interstate 95 south to the Baltimore/Washington 
Parkway Interchange with MD 46. In these studies, alignments were evaluated, 
cost estimates were prepared and a relocation of MD 166 was recommended from 
Wilkens Avenue to the Baltimore/Washington Parkway. 

In 1974, a study of proposed improvements to the Baltimore/Washington Parkway 
from Washington to Baltimore included the study of MD 46 from the BWI 
Airport to U.S. Route 1. An Interim Alternatives public meeting was held in 
1976 and a draft Interim Alternatives Location Report was completed. 
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Completed Segments - The 0.9 mile section of MD 166 from Francis Avenue 
north to Rolling Road is a four-lane expressway which was built in the 
early 1970's as part of the Interstate Route 95 Interchanae. 

The portion of MD 166 from Francis Avenue to U.S. Route 1 is a four-lane 
expressway which was built in 1973-74.    This construction included ramp 
connections to U.S. Route 1 and acquisition of right-of-way south of Route 
1 to the Harbor Tunnel Thruway. 

Current Status and Estimated Construction Schedule - The current studies 
on 1-195, which began in May 1978, Include completion of Phase II services 
and preparation of an Ertvironmental  Impact Statement. 

The Baltimore Region's General Development Plan identifies the 1-195 improve- 
ments among the recommended long-range highway projects.    The project is 
included in the Class II category which is comprised of facilities which 
may be necessary to achieve the region's objectives. 

The 1-195 project is listed in the Development and Evaluation Program of the 
Maryland Department of Transportation 1981-1986 Consolidated Transoortation 
Program (CTP).    Activities are continuing in anticipation of eventual addition 
to the Construction Program of the CTP.    However, no commitment is made beyond 
the design phase.    Implementation of this project will depend on future revenue 
increases and competition wfth other projects fn the Development and Evaluation 
Program. 
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