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SUMMARY 

1. Administrative Action 

Federal Highway Administration 

( ) Draft (X) Final 
(X) Negative Declaration 
( ) 4(f) Involvement 

2. The following individuals should be contacted if 
additional information concerning the proposed project is 
desired: 

Mr. Edward A. Terry, Jr. Mr. Eugene T. Camponeschi 
FHWA SHA 
The Rotunda-Suite 220 300 West Preston Street 
711 West 40th Street Baltimore, Md. 21201 
Baltimore, Md. 21211 Phone:(301)383-4327 
Phone:(301)962-4021 Office Hours:8:15 a.m. to 
Office Hours: 7:45 a.m. 4:15 p.m. 

to 4:15 p.m. 

3. Description of Proposed Action 

The proposed project involves the elimination of the 
high-speed railroad at-grade crossing at Knecht Avenue in 
Southern Baltimore County.  The Federal-Aid Highway Safety 
Act of 1970 initiated the grade crossing elimination program 
which is to eliminate all public ground-level railroad/high- 
way crossings along the Northeast Corridor Route.  Congress 
has set the completion date for this program for February 4, 
1981.  Four alternatives and a No-Build Alternate were 
studied.  Alternate 2-A has been selected. 

4. Summary of Environmental Impacts for Selected 
Alternate 

a. Alternate 2A would require acquisition of 
2 businesses and 3 dwellings. 

b. Several entrances on Parker Avenue would 
be removed and/or relocated by Alternate 
2-A. 

c. Alternate 2-A would result in a reduction 
in response time for emergency vehicles 
needing to cross the railroad tracks. 

5. Summary of Alternates Studied 

Alternate 1 and 1-A proposed improvements along Parker 
Avenue to go under the Amtrak railroad.  Alternate 1 
proposed temporary runaround tracks to maintain train traf- 
fic.  Alternate 1-A proposed construction with the tracks in 
place and the use of temporary piers and abutments to be 
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followed by permanent ones.  One or two tracks could have 
been constructed at a time. 

Alternate 3A proposed an industrial boulevard from 
Benson Avenue to Washington Boulevard utilizing the existing 
underpass of 1-95.  This alternate included a pedestrian 
overpass near the existing at-grade crossing. 

With the No-Build Alternate, no improvements would have 
been made to the existing network of roads except normal 
maintenance. A pedestrian overpass, as in Alternate 2-A and 
3-A would also have been constructed. 

All of these Alternates were discussed in the Draft 
Negative Declaration which was completed in July of 1979. 
Reasons these Alternates were dropped and 2-A was selected, 
are discussed on page 21 . 

6 .  Selected Alternate 2-A 

Alternate 2A follows the same basic alignment as 
Alternate 1 and 1-A, however, with an overpass of the 
railroad. The overpass splits into 2 ramps, one curving 
north and one curving south with both tieing into 
Southwestern Boulevard. A pedestrian overpass would be 
constructed independent of the two ramps. 

4 
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II.  LOCATION AND DESCRIPTION OF PROJECT 

A. Location 

1. General 

The proposed project is located in southern Baltimore 
County.  The study area encompasses approximately four 
square miles included in both southwest Baltimore City and 
Baltimore County.  The existing at-grade railroad crossing 
is located approximately 2000 feet south of the city line 
and just east of Southwestern Boulevard.  See Figures 1 and 
2. 

2. Socio-Economic 

The Knecht Avenue railroad crossing is in an industrial 
area with light manufacturing and trucking firms.  This 
industrial area is surrounded by several residential 
neighborhoods which include Arbutus, Halethorpe, Maiden 
Choice, Lansdowne, and Violetville, of which Arbutus and 
Violetville are the closest to the existing crossing.  Also 
a tract of industrially zoned vacant land is located east of 
the existing railroad crossing. 

The four census tract area in Baltimore County had a 
population of 15,164 in 1970.  This declined to 14,181 by 
1978, representing a 6.4% decrease. Additionally, the 
Regional Planning Council's Southwestern Regional Planning 
District (containing the pertinent census tracts) declined 
in population by 4%.  Even though a population decrease is 
apparent, a certain residential stability is indicated by 
the percentage of owner occupied houses. The average 
percentage of owner occupied houses in the study area is 
66.8% which compares favorably with the figure for the state 
with 55% and for Baltimore County with 68%.  Over 90% of the 
residents have lived in the study area for more than 5 
years, emphasizing neighborhood stability.  The median 
income for the study area was $10,860, slightly below that 
of the county and the state of $12,081 and $11,06 3 
respectively. 

The study area is serviced by two police stations, the 
Southwest District Police Station in Baltimore City and the 
Wilkens Station for Baltimore County. There are three Fire 
Stations in or near the study area; Violetville, Arbutus, 
and Lansdowne Volunteer Fire Departments.  It is the 
position of the Baltimore County Fire Department that the 
grade crossing should not be closed unless a suitable 
overpass or underpass facility is constructed.  Currently, 
depending on the type of emergency being responded to, the 
Crossing may be used. That decision is a judgement of the 
unit responding to the call and the location from where they 
are at the time of the call.  Both the Fire Department and 
the Police Department have been forced to wait for the 
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4 
at-grade crossing to clear during emergency calls.  The 
estimated loss of time for a second unit to respond via an 
alternate route is 4-7 minutes. 

There are twelve schools in or serving the study area 
of which six are of direct concern.  The three county 
schools are Maiden Choice Elementary School, Arbutus Jr. 
High School, and Lansdowne Senior High School.  There are 
also three parochial schools in the area:  Cardinal Gibbons 
High School, Archbishop Keough High School, and Our Lady of 
Victory Elementary School.  None of the bus companies 
serving any of the six schools use the railroad crossing. 
Several churches are also present in or very close to the 
study area. 

St. Agnes Hospital, at Caton and Wilkens Avenues is the 
closest hospital to the study area. Ambulance service 
applies the same judgement decisions as the Police and Fire 
Department. 

Currently, Mass Transit Administration (MTA) Bus #3 uses 
Leeds Avenue while MTA Bus #22 uses Benson Avenue.  There 
are no connecting links in the area between the two buses. 
People which depend on MTA Bus #3 who work in the industrial 
area must cross the tracks to get to and from work. 

Land Use 

Proposed land use for most of the study area is 
industrial as stated in the Baltimore County Master Plan and 
the General Development Plan of the Regional Planning 
Council, 1977 (See figure 3).  Presently, the area between 
Benson Avenue and Washington Boulevard is either industrial 
or vacant with several residential uses, one west of 1-95 
and three east of 1-95. Several residences front on Benson 
Avenue southwest of the Knecht Avenue/Benson Avenue inter- 
section.  The vacant land within the study area is mentioned 
in the Master Plan as an area suitable for industrial 
development.  The Baltimore County Master Plan categorizes 
chis area as prime industrial land for its proposed land use 
because of the proximity to many transportation modes. The 
Master Plan includes construction of an industrial access 
road which would facilitate the area's development. 

The land between Benson Avenue and Washington Boulevard 
is zoned Light Industrial and Manufacturing and is 
surrounded by an inner ring of low density residential areas 
and an outer ring of Medium Density Residential land.  There 
have been no attempts to change current zoning. 

3.  Natural 

Vegetation 

The property between the 1-95 underpass and U.S. Route 1 
is primarily vacant.  A substantial amount of this property 
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is used for storage of wrecked automobiles, therefore, the 
natural aspects of the open space has been severly altered 
This vacant land provides the only vegetative communities in 
the study area.  Discontinuous patches of vegetation occur 
as lawns or building grounds in other areas under study. 
Grass dominates these areas, in association with some herbs, 
ornamental shrubs and trees.  Fences, parking areas and 
roads separate these plots. 

Several small farm fields or gardens exist near the 1-9 5 
underpass.  This area is neither prime nor unique farmland. 
No endangered plant species or unique habitat lie within the 
study area. 

Wildlife 

The infringement of people and industrial development 
has left the project area with only minor wildlife value. 
Common animals include rabbit, gray squirrel, field mice and 
other small rodents.  Numerous songbird species also inhabit 
the area.  There are no known rare or endangered species in 
the project area. 

Water Resources 

No defined surface water bodies exist in the study area. 
A small stream parallels the railroad tracks in a man made 
culvert. There are no wetlands or floodplains that will be 
impacted by the proposed project. 

Historic and Archeological Resources 

One historic site has been identified in the project 
area and has been determined not to be eligible for the 
National Register of Historic Sites.  The project will have 
no effect on this site. (See letter in Appendix B).  No known 
archeological sites exist in the project area. 

B. Description of Project 

1.  Type of Project 

The Knecht Avenue high-speed railroad grade elimination 
appears in the 1979-1984 Consolidated Transportation Program 
of the Maryland Department of Transportation as a special 
project. The project is recognized in the Regional Planning 
Council Transportation Improvement Program. 

The project has been developed in accordance with the 
process described in Chapter V of the Maryland Action Plan. 
The Action Plan for Highway Project Development describes an 
interdisciplinary approach.  This study process assures that 
consideration of all factors, engineering, the beneficial/ 
adverse socio-economic and natural environmental impacts, 
are addressed and documented. 

V v 
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Design criteria was furnished by the AASHTO 
publication- "A Policy on the Design of Urban Highways and 
Arterial Streets -1973".  "Desirable" values were usid for 
all design elements. 

Knecht Avenue consists of bituminous concrete and is 
twenty two (22) feet in width and is in fair to good con- 
dition with no shoulders.  Parker Avenue parallels Knecht 
Avenue approximately 250' apart.  Parker Avenue consists of 
bituminous concrete and is in good condition.  This road is 
30' m width and has curb and gutter on both sides and a 5' 
sidewalk on the west side only.  The curb and gutter and 
sidewalk stop at the parking lot entrance to the General 
Electric Building.  Approximately 100' from this point 
Parker Avenue and Knecht Avenue come together and cross the 
Amtrak Railroad tieing into Southwestern Boulevard.  A 
traffic light is located where Parker Avenue and Knecht 
Avenue meet, and at the intersection of Knecht Avenue and 
Southwestern Boulevard.  Knecht Avenue then crosses South- 
western Boulevard and dead ends at Leeds Avenue.  This 
section of road is twenty-four feet in width with no 
shoulders. 

The proposed typical section for Alternate 2A will 
consist of a 2-lane urban section which will have curb and 
gutters with sufficient grading beyond the curb to provide 
for sidewalks.  (See figure 4).  The structure would consist 
of two (2) 12 foot lanes with eigth foot shoulders, curb and 
gutters and one (1) or two (2) 5 foot sidewalks for approxi- 
mately one-half the project then the proposed roadway splits 
into two (2) one-way ramps. The proposed typical section 
for the ramps will consist of one (1) roadway with a curb 
and gutter on one side and shoulder on the other side (See 
figure 4). 

The proposed right of way for Alternate 2-A will be 
approximately 80'.  A design speed of 50 mph was utilized in 
the development of the selected alternate, both horizontally 
and vertically. 

2. Traffic Data 

The existing travel patterns at Knecht Avenue show 3,800 
trips using Knecht Avenue east of U.S. Route 1.  Of the 
3,800 trips, 26% or 1,000 trips are to or from the north on 
U.S. Route 1.  Of the 3,800 trips, 13% or 500 are to or from 
the south on U.S. Route 1.  The remaining 61% or 2,300 are 
to or from the area west of U.S. Route 1. The percentage of 
average daily truck traffic consists of 4.9% for gasoline 
powered and 6.5% for diesels. The design hour volume of all 
trucks (diesel and gasoline) is 4%. The 2,300 trips are 
broken down as follows: 

\> 
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45% or 1,050 trips are shopping type of trips from 
the Violetvile area and from the Morrell Park area 
to the Arbutus Plaza Area. 30% or 700 trips are 
through trips destined for areas beyond Washington 
Boulevard. 25% or 500 trips are destined for the 
industrial area between Southwestern Boulevard and 
Washington Boulevard. 

The future traffic (2002 ADTf 5,200 trips) which is a 
37% increase over the next 25 years would disperse generally 
along the same adjacent roads and also would not in 
themselves cause any significant change in level of service. 
The inconvenience associated with permanently closing the 
crossing, which has been in existence for many years would 
result in an adverse impact to the local residences. 

The existing crossing of the Amtrak Rapid Rail System 
with Knecht Avenue has experienced 10 accidents from 
November, 1973 to July, 1977, 2 of which were fatal.  This 
accident rate can be expected to increase as more vehicles 
and trains use the crossing. Traffic volumes for Alternate 
2-A and the no-build are shown in Figures 5 and 6. 

3.  Description of Alternates Studied 

Due to the existing horizontal alignment of Knecht 
Avenue near the Washington Aluminum Company, the proposed 
improvements (Alternates 1 and 1-A) were along Parker 
Avenue. Moving these improvements to Parker Avenue created 
a more free flowing horizontal alignment with less property 
damage. The reasons for not selecting the following 
alternates are discussed in the Need Section. 

Alternates 1 & 1-A 

The improvements along Parker Avenue (From Benson 
Avenue to the existing at-grade crossing) were necessary to 
obtain the grade separation at the Amtrak Railroad and 
Knecht Avenue. The horizontal and vertical alignments for 
alternates 1 and 1-A both went under the railroad.  These 
alignments are the same with one exception, the way the 
underpass structure at the Amtrak railroad would be built. 

Alternates 1 and 1-A started at Benson Avenue near 
Misty Harbor Ltd. and traveled in a northwesterly direction 
(Figure 7).  Both alternates centered along Parker Avenue 
were tangent until they reached the railroad tracks (Amtrak) 
where the proposed improvements made a gradual curve to the 
left tieing into the east side of Southwestern Boulevard. 

The proposed vertical alignments for Alternates 1 
and 1-A followed the existing road profile for approximately 
800'.  From that point, the profile left the existing ground 
with a crest vertical curve and proceeded down a grade 
transitioning into a sag vertical curve going under the 
Amtrak railroad, with a vertical clearance of 16.5'.  The 
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proposed roadway then curved upward tieing into the existing       ^ 
grade on Southwestern Boulevard. 

The existing entrance into Barton Cotton Company, 
approximately 925' from Benson Avenue,was to be replaced by 
a new entrance due to grade changes.  The first entrance 
into the General Electric Company approximately 1275* from 
Benson Avenue was to be removed permanently and the second 
entrance approximately 1340' from Benson Avenue to be 
replaced.  Knecht Avenue was to be closed to through traffic 
into Parker Avenue. The existing Knecht Avenue was to be 
extended over Parker Avenue into the General Electric 
Company parking lot becoming their only entrance. 

To construct Alternate 1, a temporary runaround 
track would have been built to maintain the train traffic on 
the Amtrak railroad. Approximately one mile of track would 
have to be relocated. 

Alternate 1-A could have been built with the tracks 
in place. Temporary piers and abutments would have been 
built first to support the existing track.  Permanent piers 
and abutments would then be constructed. The bridge deck 
and tracks would have been constructed and then moved in 
place. One or two tracks could be constructed at a time 
depending on the area. 

Alternate 3-A 

This alternate started approximately 300' south of 
Parker Avenue on the east side of Benson Avenue. From this 
point, the proposed improvement was tangent until curving to 
the left behind the T-Com. Company building. (Figure 7). 

The improvement became tangent again running behind 
a vacant building curving to the right under the existing 
structure on 1-95.  This structure was built when 1-95 was 
constructed in anticipation of an improvement from Benson 
Avenue to Washington Boulevard. The roadway curved to the 
right with a compound curve heading south between 1-95 and 
Washington Boulevard.  The improvement became tangent again 
then curving to the left before tieing into Washington 
Boulevard (near the Interstate Tire Company).  A traffic 
light may have been needed at this location. 

Preliminary study alternates depicted Alternate 3A 
tieing into Washington Boulevard at the Landsdowne Boulevard 
signalized intersection.  Due to the adverse citizen 
response at the March 29, 1978 Public Information Meeting, 
the alternate was revised to tie into Washington Boulevard 
approximately 17 00' (1/3 of a mile) south of Landsdowne 
Boulevard. This alignment also complied with portions of 
the developmental road system as shown in the Baltimore 
County Comprehensive Plan, 1977.  For these reasons 
Alternate 3A did not tie into the existing intersection of 
Washington Boulevard and Landsdowne Boulevard. 
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This alternate included the closing of the at-grade 
crossing and construction of a new road from Benson Avenue 
to Washington Boulevard. Also included with this Alternate 
was a pedestrian crossing at Parker/Knecht Avenue and the 
Amtrak Railroad. 

No-Build Alternate 

With the No-Build Alternate, the existing at-grade 
high speed railroad crossing of Amtrak with Knecht Avenue 
would be closed permanently on the specified date of 
February 4, 1981. All traffic in this area would have to use 
existing roads to get from one side of the railroad tracks 
to the other. No improvements would be made to the existing 
network of roads except normal maintenance as scheduled. 
This alternate would include a pedestrian overpass at the 
existing crossing. A comparison of the alternates is shown 
in Figure 9. 

The No-Build Alternate was dropped because of citizen 
comments requesting some type of traffic movement at the 
existing crossing.  A summary of the citizens comments is as 
follows: 

In favor of—  Alt. 1-A or 2-A Alt. 3-A No-Build Misc. 

Citizens 20 10        9      32 
Businesses          7 2 1 
Elected Officials    1 2 1 
Community Assoc.     5 
Baltimore City       * *(Favors any build alternate) 
Baltimore County     2-A 

In addition to the above tables, 13 comments were 
received expressing opposition to Alternate 3-A and the 
No-Build.  Miscellaneous comments favored no specific 
alternate, but expressed opposition to any alternate that 
would increase traffic in their area. As stated above, the 
existing crossing will be closed to all pedestrian and 
vehicular traffic on February 4, 1981, thereby eliminating 
any traffic movement. 

Alternate 2-A (Selected Alternate) 

This improvement is located along Parker Avenue 
from Benson Avenue to the existing at-grade crossing. This 
alignment goes over the railroad. 

Alternate 2-A starts at Benson Avenue near Misty 
Harbor Ltd. and travels in a northwesterly direction (figure 
8) similar to Alternates 1 and 1-A. This alternate is also 
centered along existing Parker Avenue. The proposed 
improvement is tangent to Benson Avenue for approximately 
1,250' than splits into two (2) ramps. Ramp "A" for 
northbound traffic onto Southwestern Boulevard and Ramp "B" 
for the returning traffic from Southwestern Boulevard. 
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Ramp "A" curves to the right, crossing over the 
Amtrak railroad. This ramp becomes tangent again behind the 
Exxon Service Station at Knecht Avenue and Southwestern 
Boulevard. From this point the ramp travels for approxi- 
mately 1020' tieing into the northbound lanes of South- 
western Boulevard. An acceleration storage lane will be 
provided. A left turn movement will be provided for traffic 
desiring to go south on Southwestern Boulevard to Leeds 
Avenue. 

Ramp "B" starts approximately 290' north of the inter- 
section of 1-695 and Southwestern Boulevard.  Ramp "B" 
curves slightly to the right and then curves to the left. 
From the end of this curve the ramp improvement is straight 
for approximately 470' and then curves to the right crossing 
over Amtrak Railroad tieing into Ramp "A" and Parker Avenue. 
Approximately 10 00' from the beginning of Ramp "B" a left 
turn movement will be provided for traffic heading south on 
Southwestern. The existing median on Southwestern Boulevard 
through this area will have to be removed and widened to 
provide left turn storage lanes. A traffic light may be 
required. 

The existing entrance into Barton Cotton Company, 
will be replaced due to the grade change. The entrances into 
the General Electric Company parking lot will be modified, 
with one removed permanently. Knecht Avenue will be closed 
to through traffic into Parker Avenue. The existing Knecht 
Avenue will be extended under Ramp "A" providing the General 
Electric Company their only entrance. 

Approximately 350' of retaining walls will have to be 
built on Parker Avenue. At the end of this retaining wall. 
Ramp "A" and Ramp "B" split and both are built on structure. 
Approximately 550* of retaining walls will be needed on Ramp 
"A" and 750' will be needed on Ramp "B".  These retaining 
walls will be constructed on both sides of the improvement. 

This alternate also provides for pedestrian traffic over 
vhe railroad tracks.  Final Design will decide whether a 
sidewalk can be added to one of the ramps or a separate 
pedestrian overpass structure would be required.  If a 
separate structure is necessary, it will be provided within 
the immediate study area for the Alternate 2A overpass and 
not further up or down tracks. 

Because a replacement structure at the existing Knecht 
Avenue/Amtrak Railroad tracks was preferred and there would 
be no significant adverse social, economic or natural 
environmental effects to the total area. Alternate 2-A is 
the selected alternate for location approval, final design 
and ultimate construction. 

?\ 
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III.  Need 

As a significant part of a larger federal program, the 
high-speed grade crossing elimination program in Maryland 
has been given top priority. The Federal-Aid Highway Safety 
Act of 1970 initiated the grade crossing elimination program 
which is to eliminate all public ground-level railroad/high- 
way grade crossings along the Northeast Corridor Route.  The 
objectives of this federal program are to achieve a maximum 
of safety in crossing protection and to assure the success 
of the high-speed rail demonstration project that is 
currently taking place on the Northeast Corridor from 
Washington, D. C. to Boston, Massachusetts. Congress has 
set the completion date for the entire improvement program 
for February 4, 19 81. 

The increased speeds of the trains is expected to reach 
120 mph.  The replacement structure of the at-grade 
crossings is essential to obtain satisfactory safety 
standards. With the Knecht Avenue crossing being one of the 
most hazardous crossings in Maryland,  it is essential that 
some action be taken to eliminate the existing hazards. 

The Secretary of the Maryland Department of Trans- 
portation has the authority to approve a grade closing.  If 
progress is being made toward the installation of a grade- 
separated structure, the Secretary could extend the closing 
deadline date of February 4, 1981 temporarily.  However, if 
definite progress is not taken, there will be no alternative 
but to close the crossing permanently on February 4, 1981. 

Citizen input from the May 5, 1977 Public Initiation 
Meeting, the March 29, 1978 Public Information Meeting and 
the August 30, 1979 Public Hearing supported some type of 
improvement prior to the February 4, 1981 closing of the 
crossing. A summary of these comments is presented on Page 
16. Each community referenced in the Socio -Economic 
section of this report was represented at the meetings. The 
controversy stems from an historic Baltimore County proposal 
:f the extension of Landsdowne Boulevard to Wilkens Avenue. 
That proposal is no longer under consideration. 

This document has been prepared to evaluate the impact 
of a high-speed railroad grade elimination at Knecht Avenue. 
The alternates provide methods for the industrial park 
traffic to obtain their destinations without going through 
the different residential streets. This is the primary goal 
of the neighborhoods in the area. Alternate 2-A would 
achieve this goal by placing truck traffic on Southwestern 
Boulevard. 

A public hearing was held August 30,1979 and over 1/2 
of the citizens were in favor of some type of structure 
replacement at Knecht Avenue and the Railroad tracks. Since 
that time, Baltimore County has strongly endorsed Alternate 
2-A.  Baltimore City favors any build alternate which would 
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maintain a crossing at Knecht Avenue. (See Appendix B). 
Additional correspondence with Baltimore County Fire 
Department, showed their position that the grade crossing 
should not be closed to the fire companies in the area 
unless a suitable overpass or underpass facility is 
constructed.(See Appendix B). 

As stated in Section II, currently the decision whether 
or not to use the existing crossing is a judgement of the 
emergency unit responding to the call.  If the crossing is 
permanently closed (No-Build Alternate), a 4 -7 minute delay 
in response time would result. The Violetville Fire 
Department's main responsibility is the industrial area east 
of the tracks, however, if a grade separated structure is 
built, Baltimore County Fire Department expressed a desire 
to extend that area of responsibility to include a part of 
the west side of Southwestern Boulevard. 

Alternate 1-A was dropped from further consideration due 
to excesive cost for traffic service, excess drainage 
network (2500' of pipe) for roadway low point in the 
underpass, and amtrack opposition to an underpass alternate. 

Alternate 3-A was dropped due to strong citizen 
opposition (Arbutus, Violetville and Landsdowne Community 
Association) and the fact that the existing traffic network 
using the at-grade crossing would be disrupted. The major 
citizen concern was to provide a safe crossing where the 
existing hazardous crossing is located and Alternate 3-A 
would not provide this function. 

3* 
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IV. Basis for Negative Declaration 

Based on the environmental studies completed for the 
project, it has been determined that the project will not 
have a significant effect upon the quality of the human 
environment. 

The project will not have any adverse effect on the 
ecology, water quality, air or noise quality. There are no 
rare or endangered species in the area.  No historic or 
archeological sites will be impacted by the proposed 
project. The project would not have any significant impact 
on the social-economic features of the area. There is no 
impact to any floodplains or wetlands by the proposed 
project. There would be no disruption or isolation of local 
communities. 

In view of the lack of significant environment effects 
and m accordance with the Federal-Aid Highway Program 
Manual, Volume 7, Chapter 7, Section 2, Paragraph 12, the 
project qualifies for submission as a Negative Declaration. 

? < 
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V. Social, Economic,  and Environmental Factors 

A. Socio-Economic Considerations 

Alternates 1A, 3A, and the No-Build required no acquisi- 
tion of any improvements in the area.  Alternate 1 required 
the acquisition of an auto-parts store, a service station, a 
three-story brick plant and a shed. These acquisitions were 
all a result of the runaround tracks. The selected Alter- 
nate 2A will require two service stations, two 2 story frame 
dwellings, and one 2 story stone dwelling. The estimated 
value of the residences to be displaced is over $40,00 0 for 
each improvement. There is sufficient available housing in 
the area for relocation purposes. There are no established 
minority communities within the study area. The relocation 
study also concluded that five (5) available sites in the 
area exist for the relocation of the two service stations. 
A summary of the relocation assistance program is enclosed 
in Appendix C. 

Selected Alternate 2A will have no adverse impact on any 
schools, churches, hospitals, police or fire service. 
Access for these organizations either now avoid the Knecht 
Avenue crossing or have alternate routes available to them. 
Construction of the overpass will reduce the response time 
for emergency vehicles.  School buses which now always avoid 
the crossing would use the overpass resulting in less time 
and gas spent by the current circuitous route.  The crossing 
should remain open during construction, so that emergency 
vehicles may use it. There are no parks located in the 
project area. 

The selected alternate is consistent with the land use 
and transportation plans for the area.  The selected 
alternate will have no effect on land values or economy of 
the area.  It should be noted that there is a definite 
convenience associated with selected Alternate 2-A as 
compared to the No-Build.  This project addresses the unique 
situation of maintaining access across the tracks.  If the 
ifo-Build Alternate were selected, the existing crossing 
would be closed to all vehicular traffic next year. As 
mentioned in the traffic section on page 10, 45% or 1,050 
trips per day crossing the existing tracks are shopping 
type.  Depending on the exact location of the origin of 
these trips, the additional mileage which would result from 
the No-Build Alternate is 2 to 3 miles.  This results in 
2-3,000 additional miles being traveled at an estimated 
additional gasoline comsumption of 114 to 171 gallons per 
day using 17.5 miles per gallon as the average. Also, 
multible routes available would place additional traffic in 
the Violetville Communiy which is the basis of their strong 
opposition to the No-Build Alternate. Independent of the 
money lost in gasoline consumption and additional time 
required if the crossing is closed, the inconvenience 
associated with a circuitous route would affect the local 
social atmosphere of the area's residence.  Also, the 
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inconvenience to the vehicle user could result in choosing 
alternate shopping areas, thereby having an adverse effect 
on local businesses. 

"It is the policy of the Maryland State Highway Adminis- 
tration 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 discrimination on the 
grounds of race, color, religion, national origin, physical 
or mental handicap in all State Highway program projects 
funded in whole or in part by the Federal Highway Adminis- 
tration. 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 enviromental effects of all 
highway projects. Alleged discrimination actions should be 
addressed to the Highway Administration for investigation". 

B. Historic and Archeological Resources 

One historic site, a farm house located at the eastern 
extreme of Knecht Avenue near the 1-95 underpass, is located 
in the project area. The site is of Maryland Historic 
Inventory quality. This project would not impact the site. 

C. Air Quality 

A microscale analysis was prepared to compare the Build 
Alternates which appear to have the most severe impact, from 
an air quality viewpoint, and the No-Build Alternate for the 
Knecht Avenue High Speed Railroad Grade Crossing Elimina- 
tion. The Build Alternates studies were 1, 1A and 2A. 
There were no sensitive receptors along Alternate 3A within 
7 5 feet of the roadway. The worst case analysis used the 
EPA HIWAY Line Source Model to calculate carbon monoxide 
concentrations for two cross-sections located on Knecht 
avenue between Southwestern Boulevard and Leeds Avenue and 
on Parker Avenue. The microscale analysis determined that no 
violations of the one or eight-hour carbon monoxide Ambient 
Air Quality Standards will occur in 1985 or 2005 for any of 
the alternates studied. The results shown in Tables 1 
through 5 show that the Build Alternates studied generated 
greater carbon monoxide concentrations for each location and 
study year. 

Background carbon monoxide concentrations are based on 
NDIR monitoring conducted by Anne Arundel County at the 
Linthicum sampling station, located approximately three 
miles southeast of the project area. The maximum one and 
eight-hour monitored concentrations were roll-back adjusted 

& 
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7 to the 1985 and 2005 study years as shown on the table 
below: 

TABLE 1 
BACKGROUND CARBON MONOXIDE mg/m3 

year one-hour eight-hour 
1976 11.6 9.0 
1985 6.3 5.1 
2005 4.7 3.9 
Standards 40.0 10.0 

The project Air Quality Analysis assessed the micro- 
scale carbon monoxide impact of the facility. This analysis 
determined that no violation of State or Federal Ambient Air 
Quality Standards for carbon monoxide will occur adjacent to 
the project during the completion and design years. 

The air quality consistency of this project on a 
regional level is assumed in the following ways: 

A.  The National Memorandum of Understanding between 
U.S. Department of Transportation and Environmental 
Protection Agency dated June 14, 1978 formally 
integrates the transportation and air quality 
planning processes for transportation projects 
receiving federal aid highway funds. This 
Agreement recognizes that the "reduction of air 
pollution is an important national goal, and must 
be among the highest priorities of the 
transportation planning process in areas not 
meeting primary Air Quality Standards". This 
process provides for extensive input from the 
public, local and State transportation, and air 
quality agencies.  In addition, the procedures call 
for the joint administration of the air quality 
aspects of the urban transportation planing process 
between U.,S. Department of Transportation and 
Environmental Protection Agency. This includes 
joint review of the following documents and 
activities to ensure that air quality 
considerations are adequately addressed: 

1. The Transportation Plan for the 
urban area, 

2. The Transportation Improvement 
Program which identifies projects 
for implementation, 

3. The State Implementation Plan. 
Transportation Control Plan for 
addressing attainment with Air 
Quality Standards, 

4. The review process which "certifies" 
that adequate transportation and air 
quality planning is being conducted 
in the urbanized areas. 

-25- 



^ 

TABLE 2 
3 

Total Caroon Monoxide Concentrations (mg/m ) 

Along Knecht Avenue between Southwestern Boulevard 

and Leeds Avenue 
No-Build Alternate 

Receptor 
Number 

Distance From 
Edge of Road 

(feet) 

1985 2000 

One-Hour Eight-Hour One-Hour'Eight-Hour 

I 15 R.O.W. 6.9 5.3 5.4   j   4.1 

2 25 6.8 5.3 5.3   !   4.1 

3 35 6.7 5.2 5.3 4.1      | 

4 40 6.7 5.2 5.2 4.1 

— 5 65 6.6 5.2 5.1 4.0 

i    e  115 ,6.5   !   5.2 5.0 4.0 

TABLE 3 
3 

Total Carbon Monoxide Concentrations (mg/m ) 

Along Knecht Avenue between Southwestern Boulevard 

and Leeds Avenue 

Alternates 1-1A and 2A (Selected) 

Receptor 
Number 

Distance From 
Edge c.f Road 

(feet) 

1985 2000 

One-Hour Eight-Hour Ono-Hour Eight-Hour 

1 20 I.O.W. 8.6 5.0 5.9 4.3 

2 30 8.4 5.8 5.7 4.2 

3 40 8.2 5.7 5.7 4.2    ; 

4 45 8.1 5.7 5.6 4.2 

5 70 7.8 5.6 5.4 4.1 

6 120 7.2 5.4 5.2 4.1 
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TABLE 4 

Total Carbon Monoxide Concentrations (mg/m3) 

Along Parker Avenue 

No-Build Alternate 

i Receptor 
Number 

Distanca From 
Edge of Road 

(fee:) 

1985 2005 

One-Hour Eight-Hour One-Hour Eight-Hour 
1 15 R.O.W. 7.3 5.4 5.0 4.0 
2 25 7.2 5.4 5.0 4.0 
3 35 7.1 5.3 

 — ——i 
5.0 4.0 

4 40 7.1 5.3 5.0 4 0 
5 65 6.9 5.3 4.9 4.0 
6 115 6.7 5.2 4.8 3.9 

TABLE 5 

Total Carbon Monoxide Concentrations (mg/m3) 

Along Parker Avenue 

Alternates 1-1A and 2A (Selected) 

1 Receptor Distance From 
Number Edge of Road 

(feet) 

20 R.O.W. 

30  

40  

45  

70  

120 

198! 

One-Hour 

9.3 

9.0 

S.8 

8.6 

6.2 

7.5 

Eight-Hour 

6.0 

5.9 

5.9 

5.8 

5.7 

5.5 

2005 

One-Hour 

6.4 

6.2 

6.1 

6.0 

5.8 

5.4 

Eight-Hour 

.4.4 

4.4 

4.3 

4.3 

4.2 

4.1 

 1 
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B. Through the urban transportation planning 
requirement of Title 2 3, United States 
Code, Section 134, as implemented by the 
RPC forum, the same state and local 
agencies responsible for planning 
transportation projects in the urbanized 
area are also responsible—from a 
transportation control plan 
perspective—for assurring attainment of 
Air Quality Standards. 

C. Therefore, Knecht Avenue is included in the 
regional transportation plan and Transportation 
Improvement Program for the urbanized area and is 
programmed for Federal-Aid Highway funding. Thus 
it is subjected to this federal review and project 
development process. Therefore, the regional 
consistency of the project is addressed prior to 
undertaking the final project planning studies 
presented in this environmental document. 

Since regional pollutants such as hydrocarbons and 
oxides of nitrogen, precursers of photo-chemical oxidants 
(smog) are addressed through this regional planning process 
only carbon monoxide emissions, a more localized pollutant, 
are being addressed quantatively in this analysis (environ- 
mental document). 

Based on this analysis of microscale, regional and 
construction air quality and coordination with the U.S. 
Environmental Protection Agency and the Maryland Bureau of 
Air Quality, we find the project consistent with the State 
Implementation Plan. 

The analysis performed did not assume an inspection/ 
maintenance program for all in-use vehicles.  It is 
reasonable to forecast that if the air analysis was redone 
utilizing the inspection/maintenance program the air quality 
levels would be less than shown in the preceeding tables, 
inspection/maintenance will become State law in July, 1982. 
The inspection/maintenance program will become voluntary in 
July, 1981. 

D.  Noise Quality Impacts 

An ambient noise survey was conducted on January 9, 16, 
and 17, 1979 to assess existing noise levels in the study 
area. Table 6 indicates the noise levels measured. These 
levels may vary from day to day, but are indicative of 
general conditions in the study area and are intended as one 
basis to assess the impact of proposed alternates. 

Noise levels measured were L^Q levels. L^Q 
represents the noise level exceeded for ten percent of the 
measurement period, in this case ten minutes. Ambient noise 
levels are representative of peak hour levels. 
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TABLE $'-  PROJECT NOISE 

Knecht Avenue Railroad 

LEVELS 

Crossing Sheet   l      of   l 
US Pi ^SrRIPl)ON AMBIENT Lm DESIGN  Lin 

I 

1 TIME Mn ALTERNATE   1 ALTERNATE   1A ALTERNATE 2A ALTERNATE    3A No-Bui]d 

1 Residential 
10:30 66dBA 

70dBA+ 70d3A+ 70dBA+ 70dBA+ 
70dBA+ a.m. 

2 American  Legion 
10:50 66dBA 

71dBA*+ 71dBA*+ 71dBA+ 71dB#f' 71dBA*+ a.m. 

3 Residential 
1:50 56dBA 

56dBA 56dEA 56dBA 56dBA+ 
47dBA p.m. 

- 
4 Residential 

10:45 6Sd3A 
64dBA 62dBA ? .T. 

5 Residential 
2:30 60dBA 

60dBA p.m. 

i 

6 Residential 
3:1-0 60dBA 

71dBA*^ p.m. 
1 

7 Residential 
11:20 47dBA 

53dBA a.m. 

 r ..._r._. 1 

 ,  
- 

•Design noise level  violation. 
+Dfesign  levels  controlled by  traffic noise < genfltrators other  than Knecht Aven.ie. '•' 

. < SHA, fil  ^-fl?        A/27/77 . _.. „  to ' 



Noise levels near the existing crossing are controlled 
by traffic noise from Leeds Avenue and Southwestern 
Boulevard. Knecht Avenue traffic is only a minor 
contributor to these levels. The other receptors experience 
traffic noise from Interstate 95 or Interstate 695. 

A major contributor to noise levels in the portion of 
the study area between Southwestern Boulevard and Interstate 
95 is rail traffic. Measurements of peak noise levels from 
train traffic were made at a distance of fifty feet from the 
track centerline. Peak metroliner levels range 89-91dBA 
when the train whistle is not in use and from 102-104dBA 
when the whistle is used. One freight train was measures at 
80dBA with no whistle noise. 

Seven (7) noise sensitive areas have been identified in 
the study area. All are Category B activities. The follow- 
ing is a description of each area. 

& 

NOISE 
SENSITIVE 
AREA 

DESCRIPTION 

One and One-half block 
residence on leeds Avenue 
northwest of existing 
Knecht Avenue. 

ALTERNATE 
AFFECTING 

1,1 A 

4&5 

6 

Arbutus American Legion      1,1A 
located northeast of exist- 
ing Knecht Avenue at Leeds 
Avenue. 

Two 1-1/2 story frame      1,1A,2A 
residences on existing 
Knecht Avenue approxi- 
mately 800 feet southeast 
of Southwestern Blvd. 

Residential area on Benson   3A 
Avenue north of 1-695 

One residence on existing    3A 
Knecht Avenue west of 1-95 

One residence on Sulphur 
Spring Road east of 1-95. 

3A 

Figure 10 shows the location of each noise sensitive 
area. 

Implementation of the No-Build Alternate would result in 
a decrease in L^Q noise levels at two receptors. The 
design noise levels would be exceeded at one site. This is 
due to traffic noise generated from Southwestern Boulevard. 
Alternate 2-A would have no adverse noise impact. 
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i 6 
Table 6 indicates the relationship of ambient and design 

noise levels for each alternate.  Noise abatement measures 
were considered. None are planned because design noise 
levels anticipated result from sources other than the 
proposed project.  A copy of the noise quality analysis is 
available for review at the State Highway Administration. 

E. Natural Environment 

Due to the residential and industrial developmental 
characteristics and lack of natural environmental features 
in the area,this project will not have any impacts on the 
natural environment. This would include no impacts to water 
quality, floodplains, wetlands, rare or endangered species 
or wildlife in the area. 
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APPENDIX A 

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 environmental 
concern. 

^ 



ASSESSMENT OF SIGNIFICANT ENVIRONMENTAL EFFECTS 

The following questions should be answered by placing 
a check m the appropriate coluinn(s).  If desirable, the "com- 
ments attached" column can be checked by itself or in combination 
with an answer of "yes" or "no" to provide additional information 
or to overcome an affirmattvo prftsumpfeian. 

In answering the questions, the significant beneficial 
and adverse, short and long term effects of the proposed action, 
on-site and off-site during construction and operation should be 
considered. 

All questions should be answered as if the agency is 
subject to the same requirements as a private person requesting a 
license or permit from the State or Federal Government. 

i\ 

A.  Land Use Considerations 

1. Will the action be within the 
100 year flood plain? 

2. Will the action require a permit 
for construction or alteration 
within the 50 year flood plain? 

3. Will the action require a permit 
for dredging, filling, draining 
or alteration of a wetland? 

4. Will the action require a permit 
for the construction or operation 
of facilities for solid waste 
disposal including dredge and 
excavation spoil? 

5. Will the action occur on slopes 
exceeding 15%? 

6. Will the action require a grading 
plan or a sediment control permit? 

7. Will the action require a mining 
permit for deep or surface mining? 

8. Will the action require a permit 
for drilling a gas or oil well? 

9. Will the action require a permit 
for airport construction? 

10.  Will the action require a permit 
for the crossing of the Potomac 
River by conduits, cables or 
other like devices? 

Yes No 
Comments 
Attached 



11. Will the action affect the use 
of a public recreation area, park, 
forest, wildlife management area, 
scenic river or wildland? 

12. Will the action affect the use of 
any natural or man-made features 
that are unique to the county, 
state or nation? 

13. will the action affect the use of 
an archaeological or historical 
site or structure? 

B.  Water Use Considerations 

14. Will the action require a permit 
for the change of the course, 
current, or cross-section of a 
stream or other body of water? 

15. Will the action require the 
construction, alteration or 
removal of a dam, reservoir or 
waterway obstruction? 

16. Will the action change the over- 
land flow of storm water or 
reduce the absorption capacity of 
the ground?• . X 

17. Will the action require a permit 
for the drilling of a water well?    

18. Will the action require a permit 
for water appropriation? 

19. Will the action require a permit 
for the construction and opera- 
tion of facilities for treatment 
or distribution of water? 

20. Will the project require a permit 
for the construction and operation 
of facilities for sewage treatment 
and/or land disposal of liquid 
waste derivatives? 

21. Will the action result in any 
discharge into surface or sub- 
surface water? x 

Yes  No   Attached 
comments -*TD 



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 disagreeable odor? 

25. Will the action generate addi- 
tional noise which differs in 
character or level from present 
conditions? 

26. Will the action preclude future 
use of related air space? 

27. Will the action generate any 
radiological, electrical, 
magnetic, or light influences? 

D.  Plants and Animals 

28. Will the action cause the dis- 
turbance, reduction or loss of 
any rare, unique or valuable 
plant or animal? 

29. Will the action result in the 
significant reduction or loss 
of any fish or wildlife habitats? 

30. Will the action require a permit 
for the use of pesticides, herbi- 
cides or other biological, chemi- 
cal or radiological control 
agents? 

E.  Socio-Economic 

31.  Will the action result in a pre- 
emption or division of properties 
or impair their economic use? 

X 

X 

X 



Appenoix A   i<~ont tnUen; Up) 
Comments 

fes  No  Attached 

3?.     Will the action cause relocation 
of activities, struclures or 
result in a change in the popula- 
tion density or distribution?      X  • _^ 

33. Will the action alter land values?   .   X^ 

34. Will the action affect traffic 
flow and volume? •    Jj 

35. Will the action affect the pro- . 
duction, extraction, harvest or 
potential use of a scarce or 
economically important resource?     .   __ 

30.  Will the action require a 
license to construct a sawmill or 
other plant for the manufacture 
of forest products? _____  __ 

3 7." Is the action in accord with 
federal, state, regional and local 
comprehensive or functional plans— « 
including zoning?   

38. Will the action affect the employ- 
ment opportunities for persons in        y 
the area? _____  _____ 

39. Will the action affect the ability 
of the area to attract new sources 
of tax revenue? ___  X 

40. Will the action discourage present 
sources of tax revenue from remain- 
ing in the area, or affirmatively 
encourage thern to relocate else- 
where? _____    X 

41. Will the action affect the ability        x 
of the area to attract tourism? 

F.  Other Considerations 

42. Could the action endanger the pub- 
lic health, safety or welfare? 

43. Could the action be eliminated 
without deleterious effects to the 
public health, safety, welfare or 
the natural environment? 



Comments 
Yes  No   Attached 

Ai 
A4. Will the action be of statewide 

significance? '  X 

45. Are there any other plans or 
actions (federal, state, county 
or private) that, in conjunction 
with the subject action could 
result in a cumulative or syner- 
gistic impact on the public health, 
safety, welfare or environment?   X^ 

46. Will the action require additional 
power generation or transmission 
capacity? ____  JL 

G.  Conclusion 

4 7.  This agency will develop a com- 
plete environmental effects report 
on the proposed action. 
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Maryland Historical Trust 
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April 7, 1978 

PROJt',; .-.AHNING 

Mr. Eugene T. Camponeschi 
Bureau of Project Planning 
State Highway Administration 
300 West Preston Street 
Baltimore, Md. 

RE:  Knecht Ave. 
B274-101-482 
RR-18 (20) 

Dear Mr. Camponeschi: 

After reviewing the proposed alignment of the 
above mentioned project I have determined that within the 
project limits there remains one historic site, the farm house 
at the present eastern extreme of Knecht Ave. This site \£ of 
Maryland Historic Inventory quality, and the extent of its 
associated property is minimal, am arbitrary one acre parcel 
(to include the barn) with its southernmost boundary at the 
northern edge of the culvert which passes under 1-95 at that 
point. 

While there are no sites of National Register 
quality within the proposed limits of the project, it is the 
opinion of this office that the site in question deserves con- 
sideration in the formulation of landscape plans. 

Sincerely yours. 

*M vJl6Mt-^- 
[Joftn N. Pearce 
State Historic 
Preservation 

JNP:JDH:mms 

cc: -•'Ms. Ballard:  Mr. Edwards:  Mr. Hnedak 

Response:  Only Alternate 3-A would have had an impact to this site. 
Alternate 2-A is the selected alternate which is more than 
1/2 mile from the site, therefore, no landscaping plans will 
be applicable. 
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Amtrak ^^^S Av^uat U, 1977 

RE: Knecht Avenue Amtrak'j 
Railroad Crossing  ' 
Train Traffic Statistics 
Contract No. B ZTh-lOl-klQ 

Mr. Eugene T. Camponeschi, Chief y. 
Bureau of Project Planning 
Maryland Department of Transportation 
300 West Preston Street 
Baltimore, Maryland 21203 

Dear Mr. Camponeschi: 

Referring to your letter dated July 1?. above subject. 

Per your request, below is ir.formatior. indicating number of Trains which 
pass over Knecht Avenue Crossing daily at present and yearly since 1970. 

Monthly Average  Annual Average 

300 3600 
328 3936 
352 ^221+ 
-366 ^16 
UOO ^800 
376 U512 
*«o        U560 
396 ^752 

Concerning requested infrccation on accident statistics f.br the same 
period, attached is a report vhich was obteir.ed from the Conr?[il and Amtrak 
Police Department files for the period 1973 through the present date.. 

We.are advised that there are no records available in the Conrail Police 
Department at all concerning this crossing pricr zo  1973. 

Very truly yours, 

:-. L.^-.arp      . 
Tivisior. Superintettdent 

Daily Average 

Year Passenger Freight Total Trains 

1970 ' hi 28 75 
19"1 50 32 52 
1972 58 30 88 
1973 62 30 92 
197L 68 32 100 
1975 65 29 oU 
I-* 62 33 95 
1977 68 31 99 
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MIL. 

*W flv 73 
TYPE OF ACCIDFNT 

15 Apr 7H 

SM Jan 7b 

M Apr 7t 

Auto ran off cross- 
ing, fouling the 
tracks 

Train/Truck 

Train UPB-H/Auto 

Metro lia/Trespas- 
ser-Cmale} 

25 Oct 7t 

^ Nov 7t 

"^ 

Auto/Crossing Gate 
•Chit and run} 

Train IbT/Pedes- 
trian 

53 Feb 77 

13 flar 77 

Auto/Crossing Gate 
•Chit and run} 

Auto/Crossing Gate 
•Chit and run} 

?1 Apr 77, Auto/Crossing Gate 
•Chit and run} 

IS  Apr  77 Auto/Crossing  Gate 
•Chit  and  run} 

DAMAGE 

NONE 

Yes 

Yes 

NONE 

Yes 

NONE 

Yes 

Yes 

Yes 

Yes 

"OTAL NUMBER OF  ACCIDENTS IN   n73 
'OTAU NUMBER OF   ACCIDENTS IN   n74 
"OTAL NUMBER OF   ACCIDENTS IN   1175 
""TAL NUMBER OF   ACCIDENTS IN   n7b 

9XAL NUMBER OF   ACCIDENTS IN   1177 

TYPE  OF   DAMAGE 

Not Applicable 

Truck sustained dam- 
age; no damage sus- 
tained by train 

Auto sustained dam- 
age; minimal damage 
sustained by train 

Not Applicable 

Crossing Gate dam- 
aged/repaired by 
C S S Dept. 

Not Applicable 

Crossing Gate dam- 
aged/repaired by 
C & S Dept. 

Crossing Gate dam- 
aged/repaired by 
C & S Dept. 

Crossing Gate dam- 
aged/repaired by 
CSS Dept. 

Crossing Gate dam- 
aged/repaired by 
C & S Dept. 

INJURY 

NONE 

NONE 

Yes/auto 
driver 

Yes* 

NONE 

Yes« 

NONE 

NONE 

NONE 

NONE 

FATALITY 

L3^L 

- 1 
- 1 
- 0 
- 4 

- M {to date} 

NONE 

NONE 

.NONE 

*Yes 

NONE 
" | 

*Yes 

NONE 

NONE 

NONE 

NONE 
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Mr. Francis J. Koller, Jr. 
Project Manager 
MD DOT 
P.O.B.  717 
300 W.  Preaton Street- 
Baltimore, MD    21203 

Reference:    MP 101.5 Knecht Avenue 
Grade Crossing Elimination Project 

Dear Mr. Koller: 

In reply to your letter dated May 23, 1978 regarding an alternate 
scheme to construct an underpass for the subject project we offer the 
following: 

1. It Is possible to construct an underpass without having 
to construct *. by-pass track. Ve are enclosing a brief description 
of the construction procedure that has been used In the past. The 
description is condensed; however ve can supply you with a detailed, 
non-laymen type description iM you so desire. Also enclosed are . 
sketches to assist In following the procedure. 

2. It would be necessary to keep all four tracks in continued 
operation. Generally, tracks can be taken out of service at night and 
some times during weekends. j 

i 

3. The construction cost for the temporary structure could be 
figured about $150,000 per track. Ve see on the photogrtaaetry, 
there are six (6) tracks that must be carried on a temporary structure. 
Including sozse figure for the railroad's work incidental to installation 
of the temporary structure, we could figure roughly $1,000,000. The 

• permanent structure could be figured roughly at $100/S.F. 



^ 

rancla J. KolUr. Jr. 
July 5, 1978 
P«g« TVp 

4. Aatrak would prefer an overhead hlghwar bridge. There 
would be less interruption not having to build a temporary 
structure to carry the railroad. 

5. We do «ot have any work presently scheduled for «*•"£*«££ 
«f ,h. trades in this area. If we should have any -eason to te»porarily 
'cloTe £FZ2£; we «1U advise you sufficiently in advance of the 

closing.    ' 

If you have any further questions. ple«e do not hesitate to ell 

this office (215) 597-4687.  . 

•ery truly yours. 

A 

• 

H. P. Houwen, P.E. 
Assistant Chief Engineer 
Design and Construction - NEC 



TEMPORARY RAILROAD UNDERPASS 

It 1* poaslble to construct • tcnporary railroad underpass and 
nalntaln railroad traffic with minimal Interruption. The following 
is a briefs sequence of the operations to construct the bridge. 

1. Construct temporary piers and abutments beneath the tracks. 
This is accomplished using steel bearing piles with cap beams. Some 
of the work must be done during evening hours in that track must be 
removed .to excavate to place the steel beams. This operation is done, 
one or two tracks at a time depending on the area. 

2. Remove one track,excavate to place temporary pier caps and 
temporary bridge sections and replace track to continue service. This 
operation is done one - r two tracks at a time depending on the location 
and during evening hours. 

3. Excavate beneath temporary structure to construct new abutments 
and wingvalls as required. 

4. During the above operations, all sections of the perament 
Structure are being constructed adjacent to the temporary bridge. 

5. Remove the temporary structure, place a section of the 
* pennanent bridge on the new abutment, place ballast ties and rails 
and open track for service. This operation is done one or two tracks at 
a tine depending on the location and during evening hours. 

6. Remove all remaining temporary supports, etc. and finish 
remaining work with normal construction procedures. 

A' k 



BALTIMORE COUNTY 
n— , f7!^ DEPARTMENT 
tjfj TOWSON. MARYLAND 21204 
s^     825-7310 

PAUL H. REINCKE 
CHIEF 

^ 

March 11, 1980 

Eugene T. Camponeschi, Chief 
Bureau of Project Planning 
Maryland Department of Transportation 
P.O. Box 717 
300 West Preston Street 
Baltimore, Maryland 21203 

Bear Mr. Camponeschi: 

In response to your request for information regarding the impact 
of closing the Ehecht Avenue grade crossing, it has teen determined 
that any modification of this crossing would primarily affect the 
Violetville and Arbutus Volunteer Fire CompanieB. The attached 
memo, from our Battalion Chief for that area, provides specific 
responses to your questions. It is our position that this grade 
crossing should not be closed to these fire companies unless a 
suitable overpass or underpass facility is constructed. 

Thank you for the opportunity to comment on this matter, 
have any further questions, please contact us. 

Sincerely, 

If you 

Paul E. Eeincke, Chief 
BAI/TIMQEE COUNTY FIRE DEPAETMEOT 

101 
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Form 56 (11/78) 

BALTIMORE  COUNTY  FIRE  DEPARTWINT 
DEPARTMENT CORRESPONDENCE 

T 0:   DeBwiy-CM^i'-^ Hiaker  DATE: JforoliS* J9JQ  

FROM: Jabt. Chief i»_Edward Crooks  

SUBJECT: _^c^ Ave,_Crq8sing  

Dear Sir: 

The Knecht Ave Crossing -was used in 1978 & 1979 as follows: 

!• Violetville Vol« Approx. 299times or 30£ of their calls 

2. Arbutus Vol. Approx, U5 times or 1$ of their calls 

The crossing -would be used more if itwas an overpass or underpass* This 

would eliminate the possibility of being delayed by the train. 

The time saved by an overpass or underpass would vary according to, weather 

the gates had just closed or not, traffic conditions, tine of day etc. 

<» 

Respectfully Sjubmittec 

£tt. Chief J. Edward Crooks 



CITY   OF   BALTIMORE 

WILLIAM DONALD SCHAEFER, Mayor 

^ 

PLANNING COMMISSION 
DEPARTMENT OF PLANNING 
LARRY REICH, Director 
8th Floor, 222 East Saratoga Street, Baltimore, Maryland 21202 

July 2, 1979 
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Mr. Francis J. Roller 
Project Manager 
State Highway Administration 
Bureau of Project Planning 
300 West Preston Street 
Baltimore, Maryland 21201 

Dear Mr. Roller: 

RE: The Rnecht Avenue Railroad Crossing 

It has now been well over a year since the most recent meeting regarding 
the closing of the Rnecht Avenue Railroad crossing. At that time, it 
appeared that we were waiting for a position on this project from the 
Baltimore County Executive. I assume that the new Executive has been 
contacted and that there is now no reason why you caxuwt make a decision 
concerning this issue. 

The position of the Baltimore City Planning Department remains unchanged: 
A permanent closure of the rail crossing without an appropriate alter- 
native access route would have an adverse impact upon the existing 
Violetville street system. We strongly urge that a decision to construct 
an appropriate access facility be made soon, or that a "trial closure" 
se planned so that the impacts of a permanent closure can be accurately 
gaugetf. 

Sincerely 

Larry Reich 
Director 

wes 

Bernard L. Berkowitz, Physical Development Coordinator, Mayor's Office 
William Irgens, Transportation Coordinator, Baltimore County Office of 

Planning and Zoning 



BALTIMORE COUNTY 
EXECUTIVE OFF 

zsa.•*!   TOWSON.MAIV 
^ fij    (301)494-2450 

» • * • • 
EXECUTIVE OFFICE   ' ' /1/ 
TOWSON, MARYLAND 21204 9 

DONALD P HUTCHINSON 
COUNTY EXECUTIVE 

December 13, 1979 

Mr. M. Slade Caltrider 
State Highway Administrator 
300 West Preston Street 
Post Office Box 717 
Baltimore, Maryland 21203 • 

Dear Mr. Caltrider: 

Knecht Avenue Railroad 
Grade Crossing Elimination 

The Public Hearing held on August 30, 1979 on the various alterna- 
tives for elimination of the present Knecht Avenue grade crossing of the 
high speed Penn Central rail line produced a strong statement from the City 
of Baltimore. This statement reiterated the City's position that to close 
the present grade crossing to traffic and not provide alternatives would be 
detrimental and contribute to traffic congestion on the existing street pat- 
terns adjacent to the City line. 

We have carefully reviewed the hearing record and studied the various 
alternatives posed. As a result of this review, I do not recommend that the . 
present grade crossing be closed on a trial basis for six to eight weeks to 
determine the effect of a no-build alternative. From Baltimore County's view, 
no purpose would be served by a temporary closing as some permanent grade 
separation structure would be required at this location. 

With regard to the alternative recommending the use of a tunnel, 
such alternative is not acceptable from the standpoint of the possibility of ..r, 
flooding from the adjacent Herbert Run, as well as the high construction cost._ 
The community has been concerned about the flooding problems in the area, and 
tb^refore, those who voiced the desire for the tunnel alternative should be 
advised of the possibility of flooding. 

In summary, after weighing the public testimony for each of the 
c'     alternatives and considering the technical advantages and disadvantages, we 

strongly endorse Alternative 2-A. 

My personal hope is that we can move forward as expeditiously as 
possible for the elimination of the grade crossing. 

STATE H«Y ADM Sine* 

19 DEC <n tO* 23 Donaia jr. 'Hutcmnson 
County Executive ..,;.. 

DPH/SEC/IBZ •':':••'•'•"' ,••.. •:' ^/*fc^:-':*;'•^ 

••v.-;: ^m^^-A 
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"SUMMARY OF THE RELOCATION ASSISTANCE PROGRAM OF THE 
STATE HIGHWAY ADMINISTRATION OF MARYLAND" 

All State Highway Administration projects must 
comply with the provisions of the "Uniform Relocation 
Assistance and Real Property Acquisition Policies Act 
of 1970" (P.L. 91-646) and/or the Annotated Code of 
Maryland, Article 21, Section 12-201 through 12-209. 
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 for include 
replacement housing payments and/or moving costs. The 
maximum limits of the replacement housing payments are 
$15,000 for owner-occupants and $4,000 for tenant- 
occupants. In addition, but within the above limits, 
certain payments may be made for increased mortgage 
interest costs and/of 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 de- 
scribed above, there are also moving cost payments to 
persons, businesses, farms, and non-profit organiza- 
tions. Actual moving costs for displaced residences 
include actual moving costs up to 50 miles or a 
schedule moving cost payment up to $500. 

The moving cost payments to businesses are broken 
down into several categories, which include actual 
moving expenses and payments "in lieu of" actual 
moving expenses. The owner of a displaced business is 
entitled to receive a payment for actual reasonable 
moving and related expenses in moving his business, or 
personal property; actual direct losses of tangible 
personal property; and actual reasonable expenses for 
searching for a replacement site. 

The actual reasonable moving expenses may be paid 
for a move by a commercial mover or for a self-move. 
Generally, payments for the actual reasonable moving 
expenses are limited to a 50 milfe radius. In both 
cases, the expenses must be supported by receipted 
bills. An inventory of the items to be moved must be 
prepared, and two estimates of the cost must be obtained 
The owner may be paid the 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 

A 
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include amounts paid for equipment hired, the cost of 
using the business's vehicles or equipment, wages paid 
to persons who physically participate in the move, and 
thie 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 the replace- 
ment and the amount that could be realized from the 
sale of the personal property. 

In addition to the actual moving expenses mentioned 
above, the displaced business is entitled to recive 
a payment for the actual direct losses of tangible 
personal property' that the business is entitled to 
relocate but elects not to move. These payments may 
only be made after an effort by the owner to sell the 
personal property involved. The costs of the sale are 
also reimbursable moving expenses. If the business is 
to be re-established, and personal property is not 
moved but is replaced at the new location, the payment 
would be the lesser of the replacement costs minus the 
net proceeds of the sale or the estimated cost of 
moving the item. If the business is being discontinued 
or the item is not to be replaced in the re-established 
business, the payment will be the lesser of the difference 
between the depreciated value of the item in place and 
the net proceeds of the sale or the estimated cost of 
moving the item. 

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

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

In lieu of the payments described above, the owner 
of a displaced business is eligible to receive a 
payment equal to the average annual net earnings of the 
business. Such payment shall not be less than $2,500 
nor more than $10,000. In order to be entitled to this 
payment, the State mujst determine that the business 
cannot be relocated without a substantial loss of its 

V 



ooL      n-giPatronage'    the   business   is   not   part   of   a J 
commercial enteroriQ**  hat7ir»^  ^4.   i       ^ part   or   a 

loss C
0
0*nS.i,?f

eJi.a-li0nS   in   the  Site's determination of 

the  clientele       The  relative  importance of  the present 

^'•^^baA0vCaotfiOn%t2,the disPlaced businesTlnd 
factors; y        sultable replacement sites are also 

nfn     In .order   to  determine   the   amount   of   the   "in   lieu 
efrniTs1^ ^r8 ^^ the —rage annual'ilt earnings of the business is considered to be one-half 
of    the    net   earnings    before    taxes/ during   the    two 
^hbl^yeSrS.iininediately Preceding the taxable year In 
«hich   the   business   is   relocated.       if   the   two   taxable 
years are not representative, the State/with approval 

"wo-Tear^/riod^fHT• ^^""tion, .^uSe^SSw. 
Average annual nA*1 W°Uld ?e more representative. 

••nl?5  ht-S?    S     • earmgs    include   any   compensation 
S!if Jy * he* bu.8xne88 t0 the owner' his spouse, or his dependents  during   the  period,     should  a business  be  in 
monthV^ 11SS  ^r tWO y6ars'   but  for twelve  consecutive months   during    the    two   taxable   years   prior   to the 
taxable^year   in  which   it   is   required   to  relocate, thl 
owner   of   the   business   is   eligible   to   receive   the "in 
lieu   of"   payment,     m   all   cases,   the   owner   of the 
business   must   provide   information   to   support   Us net 
earnings,   such   as   income   tax   returns,PPfor   the tax   ' 
yearsm question, ' cax 

actua^reiXi^ farm8 and non-profit organizations, 
2?i«5 "asonable moving costs generally up to 50 
miles, actual direct losses of tangible personal 
property and searching- costs are paid? The P"in lilu 
^rm^av br^ ^ ^ment% P~vide that a displaced 
$10  000 Yh b^P -   nmiio^   of $2,500   to   a  maximim   of 
th*;   LI? ? POn  the   uet  income of  the  farn»,  provided that the farm cannot be established in the area or 
cannot operate as an economic unit. A nSn-p"f?t 
organization is eligible to receive "in iTeu of » 
actual   moving   cost   payments,   in   the   amount   of   $2,500. 

A   more   detailed   explanation   of   the   benefits   and 
Sr^and^no'3'16,^ disPlaced Persons, bu^nesses" 
p!^~Vand non-profit organizations is available in 
lulu r IT .Broc^res ^at will be distributed at the 
To H?,^ "?S f0r this Pro3ect and will also be given 
to   displaced    persons    individually    in    the    futurl 
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In the event adequate replacement housing is not 
available to rehouse persons displaced by public 
projects or that available replacement housing is 
beyond their financial means, replacement "housing as a 
last resort" will be utilized to accomplish the rehous- 
ing. 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 . 
purchased or leased. 

(3) New dwelling units can be constructed. 
(4) State acquired dwellings can be relocated, 

rehabilitated, and purchased or leased. 

Any of these methods could be utilized by the 
Stat6 Highway Administration and such;housing Would be 
made avaiiable to displaced persons. In addition to 
the above procedure, individual replacement housing 
payments can be increased beyond the statutory limits 
in order to allow a displaced person to purchase or 
rent a dwelling that is within his financial means. 

The "Uniform Relocation Assistance and Real 
Property Acquisition Policies Act of 1970" requires 
that the State Highway Administration shall not proceed 
with any"phase of any project which will cause the 
relocation of any person. Or proceed with any construc- 
tion project until it has furnished satisfactory 
assurances that the above payments will be provided and 
that all displaced persons will be satisfatorily 
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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