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FOREWORD

This Final Supplement to the Washington Metropolitan Area
Transit Authority Regional Transit System Final Environ-
mental Impact Statement (August, 1975) was prepared by the
Urban Mass Transportation Administration in cooperation
with the Washington Metropolitan Area Transit Authority
(WT4ATA) to meet the requirements of the National Environ-
mental Policy Act of 1969 (NEPA) . This final supplemental
statement documents the environmental impacts of the pro-
posed Rockville-Shady Grove Extension to the 196 8 Adopted
Transit System in the Washington, D. C. metropolitan area.

The WMATA Regional Transit System Final Environmental
Impact Statement, which considered the environmental impacts
of the entire regional metro system was circulated in August
1975 and is on file for reference at the Washington Metro-
politan Area Transit Authority, 600 Fifth Street, N. W.

,

Room 2F, Washington, D. C. 20001 and the Urban Mass
Transportation Administration, Office of Transit Assistance,
400 Seventh Street, S. W. , Room 9306, Washington, D. C. 20590,

This statement is the result of an impact assessment conducted
by the Washington Metropolitan Area Transit Authority and its
consultant. Public hearings were held on December 9-10, 19 74
on the Environmental Impact Assessment.

The Draft Supplemental Environmental Impact Statement for this
extension was circulated in November, 19 76 to appropriate
agencies and to the public for review in accordance with the
Council on Environmental Quality's guidelines and UMTA proce-
dures. The questions and comments received during the review
are answered in this Final Supplement. Certain sections have
been rewritten and expanded to include additional data and
information, and portions were revised or added as appropriate
to respond to the comments received. The appendix of the
Draft Supplemental Impact Statement has not been changed.
Therefore, the appendix is not being circulated with the main
text of this Final Supplement statement.





SUMMARY SHEET

SUPPLEMENT #1 TO FINAL ENVIRONMENTAL STATEMENT

WASHINGTON METRO SYSTEM

U. S. Department of Transportation, Urban Mass Transportation
Administration

1. Name of Action: Administrative Action

2. Description of Proposed Action:

a. This supplemental statement discusses the following
changes to the Metro Route A:

- elimination of the terminal station and service
and inspection facility at Rockville, Maryland.

- extension of Route A to Shady Grove, Maryland
(2.66 miles of at-grade track)

- addition of terminal station and service and
inspection yard at Shady Grove, Maryland.

b. This total additional cost for these modifications is
estimated at: Cost in

c. The affected area would be Shady Grove. These charges
will have some impact on the entire system, as they
are expected to increase transit ridership by making
transit m.ore readily accessible to a greater number of
communities

.

d. UMTA Project Number: IT-23-9003

3. Summary of environmental impact and adverse effects:

a. Possible long-term adverse effects:

(1) The permanent adverse environm.ental impact will be
the transformation from a rural to an industrial
landscape which will involve clearing, regrading,
building and paving on a 70-acre tract in
the headwaters of Crabbs Branch. The Metro

Millions of
Dollars

Running Track including Shady Grove Sta.
Shady Grove S&I Yard and Shop
Bridges (highway access)

50.5
39 . 7

3.6
93.8



facility will require some 28 acres of parking and access
roads, a 36-acre rail yard and several acres for drainage
detention. The headwaters basin is zoned industrial and
may be expected to receive impacts from private development.
This transformation will destroy the existing landscape of
old fields, pastures, hedgerows and meadows.

Storm runoff will be alleviated by detention ponds with cul-
verts and channels designed to release excess runoff from
parking lots and rail yards at a rate which Crabbs Branch
can accommodate. Two considerations must be noted. Devel-
opment in this area will increase downstream flooding and the
effects of severe rainstorms would be only partially amelio-
rated by the detention basins. Finally, it must be noted
that detention basins cannot eliminate dissolved salts,
dissolved solids, suspended solids and dissolved chemicals,
all of which may potentially effect the stream's health.
Water quality will be reduced in Crabbs Branch but the
effects of Metro will be assimilable. However, with the
cumulative effects of Metro, the County Service Park, a
County Processing Facility and planned industrial develop-
ment, the health of Crabbs Branch will invariably suffer.
No flood plain problems are associated with this project.

Local traffic congestion in the area of the Shady Grove exten-
sion will probably increase. However, substantial road im-
provements are planned by Montgomery County in the near future
which will hopefully alleviate this impact. Other negative
impacts are the closing of Frederick Avenue, Westmore Road
and Redland Road, thus eliminating at-grade crossings of the
B&O Railroad, and the reconstruction of the Gude Drive
bridge and the Derwood Road bridge over the railroad and
Metro alignments. The traffic impacts created closing
Frederick Avenue and Westmore Road can be partially mitigated
for the local area by improving access via the Park Street
Underpass. The closing of Redland Road is proposed to be
mitigated by connecting it to Field Road on the northeast. At
present the local jurisdictions have under study the cost/
benefit of additional connections across the project.

No long-term adverse impacts on air quality are expected from
the Metro facilities at Shady Grove.

As much of this segment of the route is open space, noise from
trains will have no adverse effect. However, where the train
passes residences, sound barriers will be used to mitigate
noise impacts. Wherever the train passes an industrial sec-
tion, sound barriers will be necessary only for commercial
office or commercial retail buildings.
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(6) A minor long-term impact due to construction-related traffic
and Metro-induced traffic will be experienced by area school
children.

(7) A majority of the right-of-way will be in the existing rail-
road right-of-way, therefore, the impact on land take v/ill

be minimal. Relocation will be minimal as well.

(8) No 4 (f ) lands, no historic or archaeological sites are
affected by this project. '

b. Short-term adverse environmental impacts:

(1) Distributing the ground for grading during construction
will constitute short-term impact. Construction o'f the
site will also have an impact on air quality, noise, traffic
as well as erosion and sedimentation.

(2) School children may experience minor to moderate short-term
impacts during construction. The Derwood Bible Church will
experience minor negative impacts due to traffic disruption
during construction of the Shady Grove site.

c. Long-term beneficial effects:

(1) ,. There will be beneficial impact on regional air quality in
that a Shady Grove station will reduce vehicle miles travele
to downtown and the accompanying emission of pollutants.

(2) Population and employment growth is expected due to the Shad
Grove extension. The extension will increase Metro's
accessibility to a greater area north of Rockville.

Alternatives considered for A017 and A016'^:

a. No Build - This alternative would require a terminal station at
Rockville and an S&I yard in downtown Rockville.

b. Two alternative terminal and service yard locations and four
alternative alignments with aerial and tunneling options were
studied

.

This Supplemental Environmental Statement is being circulated to the
following Federal, State and local agencies:

^A016 is the S&I Yard.
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Assistant Secretary for Enviranment , Safety aid Consimer
Affairs, U.S. Department of Transportation

Honorable Walter E. Washington, hJayor - Ccnmissioner

District of Coliinbia

Honorable Marvin Mandel - Governor of the State of Maryland

Honorable Linwood Holton - Governor of the Ccmmonwealth of

Virginia

The Council on Envirormental Quality

Environmental Protection Agency
^

Department of Agriculture

Department of Conmerce

Department of Defense

Department of Health, Education and Welfare

Departrent of Housing and Urban Development

Department of the Interior

Anny Corps of Engineers

Federal Highway Administration

Federal Railroad Administration

Advisory Council on Historic Preservation

Department of State Planning Baltimore, Maryland (State Clearinghouse)

Metropolitan Washington Council of Governments (Regional Clearinghouse)

National Capital Planning Ccnmission

Maryland Department of Transportation
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Virginia D^^artrrent of Transportation

D.C. Departrnent of Highways

D.C. City Council

Montgorery County Council

Prince George's County Board of County Carmissians

Maryland - National Capital Park and Planning Ccrnmissicn

Washington Metropolitan Area Transit Ccmmissicn

D.C. Redevelcpment Land Agency

6. Dates of availability of statesnent for piblic review *

The Final Environmental Statenent for the Washington Metrcpolitan
Area Regional System was made available to CEQ and for public
review in August, 1975. The FinalSuppleinent EnvircsTmental
Stat3Tient is being made available for public review in April
1977, at the Urban Mass Transportation Administration, Office
of Transit Assistance, 400 Seventh Street, S.W. , Room 9306,
Washington, D.C. 20590 and the Washington Metropolitan Area
Transit Authority, 600 Fifth Street, N.W^ Room 2F Washington,
D.C. 20001 .
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REVIEW AND FINDIITGS

Based on information included in this Environmental Impact Statement
(EIS) and comments received, the Administrator of UMTA, before for-
mally approving any project, must make the following review and
findings required by the respective sections of the Urban Mass Trans-
portation Act of 1964 as amended.

Section 3(d) revised that the applicant

(1) has afforded an adequate opportunity for public hearings
pursuant to adequate prior notice, and has held such
hearings unless no one with a significant economic,
social or environmental interest in the matter requests
a hearing:

^ (2) has considered the economic and social effects of the
project and its impact on the environment; and

(3) has found that the project is consistent with official
plans for the comprehensive development of the urban area

Section 14 (b) .o« the project application includes a detailed
statement on

(1) the environmental impact of the proposed project,

(2) any adverse environmental effects which cannot be
avoided should the proposal be implemented;

(3) alternatives to the proposed project; and

(4) any irreversible and irretrievable impact on the

environment which may be involved in the proposed
project should it be implemented

Section 14(c) ... that

(1) adequate opportunity was afforded for the presenta-
tion of views by all parties with a significant
economic, social or environmental interest, and fair

consideration has been given to the preservation aad

enlianceraent of the environment and to the interest of

;
• the community in which the project is located; and

(2) either no adverse environmental effect is likely to

result from such project, or there exists no feasible

and prudent alternative to such effect and all reason
able steps have been taken to minimize such effect.
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PREFACE
PREFACE

In February 1972 Washington Metropolitan Area Trar.sit Aathcrity
(WMATA) retained the firm of Wallace, McHarg, Robercs and Todd
(WMRT) to prepare an assessment of the environmental Linpact

of the 196 8 Approved Regional Metro System. The WMATA staff
subsequently requested the preparation of an Environmental Im-
pact Statement (EIS) based on the appraisal. This stal:ement
was intended to serve as the system-v/ide EIS. It is intended
that, where more site-specific information on a route or segment
of the Metro System is required for local impact estimates,
detailed studies and statements will be prepared.

To this date, WMRT has prepared environmental impact sfidies
• for the C, D, and L Routes, the L' Enfant Route, and Se^.^iments

A-9a and A013 of the Rockville Route.

On May 9, 1974 the WMATA Board amended the current Environmental
Impact Study contract with VMRT to include the preparation of
an environmental study on the extension of the Rockville Metro
Route from Grosvenor Station to the terminal station. The Study
is concerned with A Route Segments AO 14, A015, AOIG and AO 17

(possible Rockville Route extension to Shady Grove) . Although
the performance of the Study for all segments was done sim.ultan-
eously, two separate Environmental Impact Statements ha.\e been
prepared. This Report covers the extension of the ARS-b8 19 6 8

Approved Regional Metro System beyond Rockville or Segment A017.
This Report deals with the possible relocation of the -Lermmal
station and Service and Inspection Yard at Gude Drive or Shady
Grove. This extension was not part of the Approved 19 6 8 System
and therefore must follow a different review process.

Information for this Study was provided by the WMATA s-caff,
their consultants, and County and Municipal planning agencies.
The Study involved interviews and information meetings with the
WMATA Board, the WMATA staff, their consultants, and with plan-
ning bodies having jurisdiction in the Study Area. The Study
included field reconnaissance, and a detailed revievving of re-
ports and engineering data as available and relevant.

The estimated environmental impacts identified m this Report
are based upon analysis provided by the WMATA staff and consul-
tants unless otherwise indicated.
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a. Background

Planning for Washington's regional rapid rail system
began nearly a quarter of a century ago when the
National Capital Planning Act charged the National
Capital Planning Commission (NCPC) with the responsi-
bility of developing plans aimed at improving the move-
ment of people and goods. In 1955, Congress authorized
the NCPC and the National Capital Regional Planning
Council (NCRPC) to conduct a four-year Mass Transportation
Survey. The results of the Survey, presented in 19:j9,

recommended rail rapid transit as part of a balanced
system of highways and transit. In response to public
hearings on the 1959 Survey Plan, Congress croated a
temporary Federal agency, the National Capital Transpor-
tation Agency (NCTA) to begin planning the rapid rail
system. In 1962, NCTA proposed an 83-mile rail transit
system composed of six trunk lines radiating from down-
town Washington.

Underlying this system was the wedges and corridors
concept of the Year 2000 Policies Plan, published in
1961 by the National Capital Regional Planning Commis-
sion. This Plan proposed a series of corridors of urban
development radiating away from Washington with wedges
of open space between the corridors . A high speed
transit and freeway system was proposed to run along
the center of urban corridors, connecting all parts of
the region with a circumferential freeway system.
Centers of intensive commercial, industrial and resi-
dential development were proposed every few miles along
the corridors to be served by rapid transit stops and
freeway interchanges.

The extensive 83-mile regional system encountered diffi-
culties in Congress and NCTA was requested to redesign
it into a 25-mile system serving the District. In 1965,
a 25-mile Modified Rapid Transit System largely within
the District was re-submitted to Congress and approved
as the nucleus of a regional system.

On February 20, 1967, the Washington Metropolitan Area
Transit Authority (WMATA) came into existence after the •

execution of an interstate compact by Maryland, Virginia,
and the District of Columbia, which had been authorized

1



by Congress.

This agency-/ WMATA, for which this Study is prepared,
replaced the National Capital Transportation Agency,
October 1, 1967, and is uniquely responsible and respon-
sive to the jurisdictions of the District of Columbia and
the Maryland and Virginia suburbs although the funding for
the System comes from Congressional appropriations and revenue
bonds as well as from these jurisdictions. Any costs over
the ARS-68 System for Segment A017, however, involves UMTA
(Urban Mass Transportation Administration) ^^d the transfer
of Interstate Highway Funds.

The legislation creating WI-IATA calls for it to plan,
develop, finance, and provide for the operation of the
regional transit facilities, and coordinate the opera-
tion of all public and privately owned transit facilities
to arrive at a truly regional system and to "expand the
basic system authorized by the National Capital Trans-
portation Act of 1965 into a regional system." Thus,
WMATA was instructed to base the larger regional system
upon the previously approved 25-mile system.

On March 1, 1968, after a series of conferences of local.
State and Federal officials and staff, and after exten-
sive public hearings in each of the jurisdictions on the
alternatives discussed at those conferences, WMATA adopted
the 97.7 mile Regional Metro System. The construction of
this system officially started December 9, 1969, the same
day the President signed legislation authorizing Federal
participation in the system's construction.

Modifications to this Adopted Regional System have been
necessary since 196 8 to respond to constraints of engineer-
ing, the environment, and the concern of citizens and
government agencies.

Purpose of the Study

The 1968 Adopted Regional Metro System (ARS) included
the Rockville or A Route. The Rockville Route serves
the northv/estern portion of the District and the western
half of Montgomery County. It begins in subway at Metro
Center Station and follows G Street to 15th Street and
then through Lafayette Square where it follows Connecticut
Avenue north in tunnel to a point beyond Van Ness Center.
There it turns to the Tenley Circle area and continues
northwest in tunnel along Wisconsin Avenue to the Capi-
tal Beltway where it proceeds north to Rockville by
means of surface aerial and subway construction. In the
Approved Regional Metro System Plan of 1968, the A Route
includes 15.5 miles of service and 13 stations: 7 in the
District and 6 in Montgomery County. The Rockville Route
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is presently under construction and is scheduled to begin

service in October of 1980 to Van Ness-WTI Station, and

in September of 1981 to Shady Grove.

This Study is concerned with Segment A017 or the possible
extension of 'A' Route beyond Rockville, The following
table presents a chronology of events affecting the ex-
tension of the 'A' Route. The table only includes those
events related to Rockville and the 'A' Route extension.
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Date Event

Feb., 1968 Montgomery County Council adopts Regional
Rapid Rail Transit Plan

Mar. 1,1968 WMATA defines Adopted Regica.ii System

Mar. 2 8, 19 6 8 Meeting between W[4ATA and Ci-y of Rock-
ville re Rockville Station

Feb. 26, 1969 Meeting betv,een ir.AATA and City of iock-
ville re transit right-of-way and possible
relocation of S&.I facility

Sept. 8, 1969 WSTC Board Meecing: TO? Committee dis-
cussion regarding engin(Bering and design
status of Rock^'ille Route

Nov. 10, 1971 Letter from Montgomery County Execucive
to WMATA requesting staff review regar-
ding possibilitiy of utilizing property
north of Rockville for S&I facility

Nov. 15, 1971 WMATA staff memo re alternative location
for Rockville Sc^I

Nov. 16, 1971 Letter from WMATA to Montgomery County
Executive re study of alternative site
for Rockville Route Sil facility and
responsibility for increased cosrs v/hich
would be incurred by such relocation

Dec. 29, 1971 Letter from City of Rockville r.o WI-IATA

re planning for Rockville Route, inclu-
ding Twinbrook Station

Jan. 4,1972 Meeting re rime schedule for three sta-
tions on Rockville Route

Jan. 4,1972 Meeting with WSTC staff and commissioners
re schedule of Rockville Ro\ite

Jan. 18, 1972 Letter from WSTC to City of Rockvil.le
in response to Dec. 2'\ 1971 letter to
WMATA re coordinated planning for
Rockville Route

Feb. 1,1972 Letter from City of Rockville to WSTC
setting down points of concern re pian-

• ning of Rockville Route in preparation
of staff meeting with WSTC and WI^'iATA

Feb. 8,1972 Staff meeting between WSTC and TVMATA and
Rockville City Manager re coordinated
planning for Rockville Route, including
Twinbrook and Rockville Stations, S&I Yard
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Date Event

Feb. 10,1972 TOP worksession with Rockville City
Manager and staff to promote coordinated
planning process for Rockville Stations,
lineage and terminal facilities

Mar, 29,1972 TOP worksession to initiate formal plan-
ning coordination for the Rockville Sta-
tions (Twinbrook and CBD)

Aug. 17, 1972 City of Rockville requests WSTC to initi-
ate studies on feasibility and impact of
combining Twinbrook and Nicholson Lane
Metro Stations into one station at
Nicholson Lane.

Aug. 28, 1972 WSTC Board meeting - WSTC adopts resolu-
tion requesting WMATA to undertake study
of Rockville Route, station locations and
S&I location from Nicholson Lane to
Shady Grove Road

Sept. 13, 1972 WSTC Board meeting - Discussion of
letter received from WMATA noting initia-
tion of feasibility study as noted above
had been undertaken

Sept. 22, 1972 TOP worksession re Rockville Route inclu-
ding Rockville Station and S&I Yard

»

Sept. 29, 1972 WMATA OPERA Committee meeting re Rock-
ville Route feasibility study

Oct. 25, 1972 Letter from Roy Dodge of WMATA to General
Architectural and Engineering Consultants
requesting general plan development in
the area of Nicholson Lane, Twinbrook
and Rockville Stations be deferred until
further notice. This action taken as
a result of WSTC action requesting fea-
sibility study on Rockville line from
Nicholson Lane through Rockville

Nov. 13, 1972 WSTC Board meeting - Discussion of pre-
vious Board action re initiation of
feasibility study

Nov. 14, 1972 Letter from WSTC to WMATA requesting
clear statement setting forth actual
time delays envisioned in conducting the
requested feasibility study on the Rock-
ville line
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Date Event

Nov. 29, 1972 Letter from WMATA to WSTC responding to
Nov. 14 WSTC request for statement re
time delays on Rockville line

Dec. 11, 1972 WSTC Board meeting - Decision to forward
copy of WMATA letter re delays on Rock-
ville Route to County Executive and
Council requesting their reaction to
delays on Rockville Route as noted in
WMATA letter of 11/29/72

Dec, 27, 1972 WMATA staff memorandum re cost estimate
on alternate S&I Yard location of Rock-
ville line and future station

Mar. 15, 1973 WMATA OPERA Committee meeting re Twin-
brook Station. Three schemes presented
in addition to modified scheme

Mar. 23, 1973 TOP worksession re Rockville Stations,
S&I Yard, and possible extension to
Shady Grove Road •

Apr. 1,1973 Report to WSTC Board re staff meeting
with City of Rockville and Gaithers-
burg re feasibility study

Apr, 23, 1973 WSTC Board meeting and discussion of
feasibility study

May 16,197 3 Letter from County Council and Executive
to SHA requesting plans for Md. 355 be
revised to accommodate possible extension
of Metro to Shady Grove Road

May 16,1973 Memorandum from Montgomery County Executive
to County Council re Md. Route 3 55 widening-
Metro Extension to Shady Grove Road

May 22,197 3 Letter from Montgomery County DOT to
WMATA requesting timetable of actions for
Rockville Route, including Twinbrook Sta-
tion, Nicholson Lane Station and Rockville
Station, and extension of line

June 4,197 3 Letter from City of Rockville to WMATA
requesting schedule for staff recommen-
dations and public hearings for Rock-
ville Route

7



Date Event

June 15,1973 WMATA response to City of Rockville
letter of June 4,1973, re schedule of
actions on Rockville Route

June 27,1973 Letter from WMATA to Montgomery County
DOT summarizing events regarding plans
for Rockville Route Stations and provi-
ding scheduling sequence for future
actions

July 11,1973 Letter from WMATA to SHA re Metro exten-
sion and right-of-way

Aug. 3,1973 OPERA meeting re Rockville Route

Aug. 29, 1973 TOP worksession - Rockville Route

Sept. 4, 1973 TOP worksession - Rockville Route

Sept. 11, 1973 . TOP worksession - Rockville Route

Sept. 19, 1973 TOP worksession - Rockville Route

Sept. 20, 1973 Letter from WMATA to SHA stating agree-
ment to pay just compensation to SHA for
costs resulting from SHA realignment of
Md. 355 subject to receipt of authori-
zation from WMATA Board of Directors to
extend Metro north of Rockville

Sept. 29 , 197-3 WMATA OPERA Committee meeting - feasi-
bility study

Oct. 26, 1973 TOP worksession - Rockville Route

Oct. 31, 1973 TOP worksession - Rockville Route

Nov. 6,1973 TOP worksession - Rockville Route

Nov. 14, 1973 Rockville City Council adopts Position
Paper re Terminal Station and Location of
S&I Yard

June 20,1974 Preliminary Evaluation Report - Segments
A014 to A017 presented to WMATA Board
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Date Event

Feb. 25, 1975 Montgomery County Council passes EIS Resolution
for segments A014 to A017 of the A Route. The
EIS Resolution incorporates alternative system
Rockville D for the end of A Route. Rockville
D refers to the System with Nicholson Lane,
Twinbrook and Rockville Stations and the exten-
sion beyond Rockville to Shady Grove.

March 6, 1975 WMATA Board passes EIS Resolution referring to
the action of the Montgomery County Council.
Rockville System D is approved segments A014-
A017.

June 24, 1975 Montgomery County Council passes General Plans
Resolution on segments A014-A015.

July 8, 1975 Montgomery County Council passes General Plans
Resolution on segment A017.

July 17, 1975 WMATA Board approves General Plans Resolution
on A014 and A015 as well as on A017 and A016.
Same day for action but separate resolutions.

SHADY GROVE EXTENSION
Rockville Route

Coordination following WMATA Board approval of
EIS in preparation for General Plans Development:

This coordination evolved through the following
avenues

:

1) WMATA Staff coordination with staff from local
jurisdictions - State, Montgomery County, City
of Rockville, city of Gaithersburg and Town of
Wa?;hington ' s Grove. Refered to as the Shady
Grove Coordinating Committee.

2) Maryland National Capital Park and Planning Com-
mission (MNCPPC) through its staff and their
Shady Grove Citizens Advisory Committee - with
assistance of the WMATA staff. (See attached
sheets from MNCPPC Preliminary Sector Plan for
list of representaives and comments on role
they played)

.

3) Formal presentations to the various Planning
Boards, City and County Councils, Historic Dis-
trict Commissions, etc. by the WMATA staff.
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March 17, 1975

March 19, 1975

March 26, 19 75

April 2, 1975

April 7, 1975

April 8, 1975

April 16, 1975

April 22, 1975

April 23, 1975

April 28, 1975

April 29, 1975

May 23, 1975

June 3, 1975

June 11, 1975

June 18, and
June 30, 1975

July 8, 1975

July 9, 1975

WMATA staff presentation of Rockville Station
and Shady Grove extension to City of Rockville
Mayor and Council.

WMATA staff met with the Shady Grove Coordinating
Committee.

WMATA staff met with the City of Rockville 's
Transit Impact consultant.

Met with Shady Grove Coordinating Committee regard-
ing storm sewer alternative plans in conjunction
with County's Service Park and proposed Central
Processing Facility.

WMATA staff attended all day seminar of MNCPPC
regarding coordination of all visual aspects of
development of private and public facilities in
the Shady Grove Sector Plan area.

Shady Grove CAC meeting primarily on access roads.

Met with Shady Grove Coordinating Committee.

WMATA staff met with property owner in Shady Grove
Station area regarding status of plans and impact
on resident land access.

Met with Shady Grove Coordinating Committee.

Montgomery County Planning Board reviewed General
Plans

General Plans Piiblic Hearing - Rockville Station
and Extension

WMATA staff met with City of Rockville staff.

WMATA staff briefing to the Montgomery County
Council concerning public hearing testimony and
staff recommendations.

Shady Grove Coordinating Committee

Montgomery County Council work sessions on the
Rockville Station, Shady Grove Station and Stor-
age and Inspection Yard.

Montgomery County adopts Resolution 8032 3 on
Rockville Station and extension.

Discussions with Montgomery County Council members
regarding County vs WMATA participation in storm
sewer plans.
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July 17, 1975 WMATA Board adopts Resolution on Rockville Station
and extension

August 6, 1975 Shady Grove Coordinating Committee

Sept. 5, 1975 WMATA staff meeting with B&O (Chessie System)
staff regarding extension.

Oct. 22, 1975 Shady Grove Coordinating Committee

Oct. 23, 19 75 Montgomery County Planning Board reviewed General
Plans revisions

Nov. 4, 1975 Shady Grove CAC meeting at MNCPPC

Nov. 5, 1975 Shady Grove Traffic Sub-committee of Coordinating
Commission

Nov. 11, 1975 Shady Grove Sector Plan public hearing by MNCPPC
including Metro Station and S&I Yard

Dec. 11, 1975 Montgomery County Planning Board work sessions
on Sector Plans public hearing, including Metro

. and timing

Dec. 16, 1975 WMATA staff met with Rockville Planning Commission
and Historic District Commission.

Feb. 12, 1976 Participated in discussions with Montgomery County
Planning Board on design modifications to General
Plans

Feb. 24, 1976 Participated in panel discussion to the Rockville
Chamber of Commerce regarding plans for Rockville
Station and extension to Shady Grove.

May 6, 1976 WMATA staff met with City of Rockville staff.
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b. Glossary of Terms

Stations

Nicholson Lane Station refers to the ARS platform lo-
cation alternative approximately 425 feet north of
Nicholson Lane, parallel to Rockville Pike.

A Combined Station refers to a station platform lo-
cation which serves the projected ridership from two
previous ARS stations.

Nicholson Lane Combined Station refers to the station
design proposed to service the Nicholson Lane area and
the Twinbrook area, located at Nicholson Lane.

Twinbrook B Combined Station refers to a combined sta-
tion located on Rockville Pike in the parking area of
the Dart Drug Shopping Center. This station is part of
the B-C alignment.

Twinbrook ARS Station refers to the ARS platform loca-
tion alternative located on the B&O corridor north of
Halpine Road.

Twinbrook ARS-M Station is the modified design of the
ARS alternative located on the B&O corridor south of .

Halpine Road.

Rockville Station signifies the ARS station platform
alternative located on Hungerford Drive and the B&O
corridor in Rockville.

Rockville WMRT represents a station at the alternative
location of the S&I Yard in Rockville if an extension
of the Route is built.

Rockville S&I Yard refers to the service and inspection
yard at Rockville (S. P. 810+00 to 845+00).

Gude Drive Station is the terminal station alternative
located at Gude Drive as part of the extension beyond
Rockville

.

Gude Drive S&I Yard refers to the service and inspec-

tion yard alternative at Gude Drive as part of the

extension beyond Rockville.

Shady Grove Station is the terminal station alternative loca-

ted at S.P. 941+80 on the B&O corridor, north of Fields Road.

Shady Grove S&I Yard refers to the service and inspection

yard' at Shady Grove , on the west side of the B&O tracks,

north of Shady Grove Station ( S.P. 9 50) .
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Grosvenor Station is the station located on Rockville
Pike at Grosvenor (part of A013 segment) north of Rock
Creek Park.

Platform refers to the station platform used for em-
barking and diseml)arking from trains.

Kiss- and- ride refers to the parking spaces used by short-
term users who stop to pick up or drop off passengers

.

Scheme signifies the alternative station site designs
(B-l,B-2, etc. )

.

S . P

.

refers to "station point" or the 500 foot reference
points on the alignment.

East and West when applied to alignment refer to the sides
of the B&O corridor.

Deferred station platform refers to a station postponed
at present, but to be possibly built in the future.

Alignments

AO 14 refers to the segment of the A Route from just north
of Grosvenor Station (S. P. 580+00) to just south of Twin-
brook Parkway (S. P. 679+50 )

.

AOl

5

is the segment from 160 feet south of Twinbrook
Parkway (S. P. 679 + 50) to Park Road ( S . P . 8 70 + 00 ) in Rockville.

A016 is the segment from Park Road (S. P. 870+00) to
Frederick Drive in Rockville. This segment number only
applies to the S&I Yard at Rockville.

A G 17 refers to a terminal and S&I Yard north of Rockville.
For the purposes of this report, "A017" includes a S&I
Yard north of Rockville and eliminates the vard in Rock-
ville (A016)

.

Cut and cover refers to the tunneling method where a
tunnel is dug by cutting away the surface and then cover-
ing the shaft after completion.

Surface signifies the alignment at-grade.
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Tunnel refers to the sub-surface shaft(s) for

Single or double box refers to the number of
a tunnel.

Alignment pertains to the design of the railroad track
route

.

Systems

Rockville A pertains to the system which has a Nicholson
Lane/ Twinbrook Combined Station, Twinbrook deleted and
Rockville Station and S&I Yard.

Rockville B refers to the system with Nicholson Lane,
Twinbrook, and Rockville Station and S&I Yard.

Rockville C signifies the System with Nicholson Lane/Twinbrook
Combined Station, Rockville Station and extension beyond Rock-
ville (Gude Drive or Shady Grove with SSd Yard)

.

Rockville D refers to the System with Nicholson Lane, Twinbrook
and Rockville Stations and extension beyond Rockville (Gude
Drive or Shady Grove with S&I Yard)

.

ARS-6

8

refers to the Adopted Regional System with Nichol-
son Lane ARS , Twinbrook ARS-M and Rockville ARS Station
and S&I Yard. •

A Route refers to the Metro route from downtown Washington
to a terminal and yard at Rockville, Maryland.

Extension refers to the addition to "A" Route beyond
Rockville to a terminal and yard between Rockville and
Gaithersburg

.

Impact Matrix Tems

Positive pertains to impacts beneficial to the community or
the environment.

Negative refers to impacts detrimental to the community or
the environment.

Short-term signifies the impacts of short duration usually
due to the construction process.

Long-term refers to the impacts which have a lasting effect.

the track.

shafts in
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Evaluation Matrix Terms , "Impact Factors"

Patronage refers to the potential ridership available for a
system.

Displacement/Relocation refers to the businesses and/or homes
displaced by Metro construction

.

Employment refers to the number of employees displaced.

Access refers to the availability of access to the stations.

Traffic refers to the potential traffic generation projected
for each station and its impact/as well as existing conditions.

Safety pertains to the safety related problems (with the BS<0,

and/or the community)

.

Operation pertains to operational efficiency of the Metro
System itself.

Convenience refers to the ease of reaching or leaving station
facilities

.

Construction costs refers to the costs associated with con-
struction of the Metro System.

Land Use/Value Intensity pertains to the present land use
and its compatibility with Metro,

Conformance with General Plans refers to how well the Metro
station location conforms with the Master Plans of the com-
munity involved.

Community Involvement refers to the position of local com-
munity groups on the construction of Metro.

Community Structure refers to the impact of Metro on the
inherent character of the neighborhood. >

Retail/Commercial signifies the impact of Metro on local
retail and commercial establishments.

Government Agencies refers to whether the local and regional
government agencies favor or disapprove of the Metro construc-
tion.

Historical/Archaeological signifies the impact that Metro con-
struction will have on important historical and/or archaeolo-
gical resources.
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Parkland/Recreational refers to land designated as public
parks or for recreation, that will be affected by Metro
construction.

Schools/ Institutions pertains to the impact of Metro on these
community facilities.

Soils/Geology refers to the impact of Metro on surface and
subterranean formations

.

Water/Hydrology signifies the impact of Metro on surface and
sub-surface water.

Vegetation/Wildlife refers to the impact of Metro on exis-
ting plant species and wildlife habitats.

Physiography refers to Metro's impact on existing land con-
tours .

Air Quality refers to the existing air quality and the poten-
tial change in quality due to Metro.

Noise and Vibration refers to the potential noise and vibra-
tion disturbance resulting from Metro trains.

Parking pertains to the efficiency of parking facilities.

Site development refers to how construction of a Metro sta-
tion will encourage or discourage outside development of the
area

.

Scenic resources pertains to the impact of Metro on the scenic
qualities of the imposed corridor (visually and physically)

.

Agency Abbreviations

HEW - Department of Health, Education and Welfare

DOT - Department of Transportation

UMTA - Urban Mass Transportation Administration

EPA - Environmental Protection Agency

CEQ - Council on Environmental Quality

SCS - Soil Conservation Service
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M-NCPPC - Maryland National Capital Park and Planning
Commission

WASH COG - Metropolitan Washington Council of Government

NCPC - National Capital Planning Commission

CBD - Central Business District

TOP - Technical Operations Panel

OPERA - Operations, Planning, Engineering, Real Estate,
Accounting

5 HA - State Highway Administration (Maryland)

WMATA - Washington Metropolitan Area Transit Authority

WSTC - Washington Suburban Transit Commission

HCPB - Montgomery County Planning Board

Md . DOT - Maryland Department of Transportation

METRO - The rail transit system to be built and operated
by WMATA

NCTA - National Capital Transportation Agency (absorbed
by WMATA in 1967)

NCRPC - National Capital Regional Planning Council

MCPB - Montgomery County Planning Board
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c. Method and Work Process

This document covers the segments A016 and A017.
Initially the A016 segment was the Service and
Inspection Yard located in Rockville. Segment
A017 refers to the proposed extension of the Rockville
"A" Route from Rockville to Shady Grove. Due to
the relocation of the terminus of the Segment A016,
the "A" Route, Service and Inspection Yard, has been
relocated to Shady Grove.

The method developed in this Study seeks to identify and
assess the degree of impact of each system and alignment
alternative, and to discern the alternative of maximum
positive impact and least negative impact to the
existing natural and man-made environment.

In order to accomplish this, the existing environment
was described in terms of certain value categories which
were defined as 21 "impact factors" (see Glossary of
Terms for definitions of "Impact Factors"). These were
evaluated in terms of their magnitude and "area of in-
fluence", in which the environment is susceptible to
impact. Through a comprehensive analysis of these im-
pact factors, a matrix showing potential environmental
problem and opportunity areas is established.

The design characteristics of the proposed system, align-
ment, station platform location and site design alternatives
are then described with maps and supporting data, and com-
pared with the design characteristics of all other al-
ternatives considered and with the existing environment
as described in the Impact Summary Matrix. The values
and objectives of various interest groups concerned are
reviewed through examination of public hearing records,
written plans and publications, or personal contact.

A framework is required to relate all of the foregoing
ingredients of the Study to each other, so that the im-
pact of the design characteristics of each alternative
alignment can be perceived by value (positive or nega-
tive) , and magnitude (minor, moderate, or major), in
relation to the many impact factors and interest groups
identified. This framework is provided by the Environ-
mental Impact Matrix.

Once the Matrix graphically identifies these inter-
relationships ard the critical' characteristics that
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distinguish alternatives, the alignment alternative of
the least negative impact and highest posxtive impact
becomes evident and facilitates a more rational decision-
making process for alignment selection.

By comparing the verbal statements of the Impact Summary
Matrix with the Environmental Impact Evaluation Matrix
the consultant's value judgments are identified, as in
the assignment of relative magnitudes (minor, moderate or
major) to the impacts identified in the Matrix. Value
judgements are supported wherever possible by technical
data. Initially no quantitative values are assigned to
each cell of the Matrix; however, after the criteria and
categories are established, a numerical rank helps to
communicate relative magnitude. Hov/ever, totalling these
numerical values for each alternative particularly in
the Preliminary Evaluation has proved to be of less
value than the conclusions that can be drawn from the .

weighting process itself. Obviously some "impact factors"
are much more easily quantified than others. Where a
more subjective judgement is required the method of
evaluation should not suggest a precision of data that is
not present. This is particularly true when the rela-
tive weights vary with each scale of concern. On a
regional level, the taking of five houses by a station
alternative might be considered a minor long-term impact;
however, on the scale of a station site design evaluation,
the removal of five houses might rank as a major or
moderate long-term impact depending on the relative dis-
placement characteristics of the other design alterna-
tives under consideration.

The Decision Tree

The evaluation/comparision of the "A" Route alternatives
has been organized as a simple decision tree which initially
incorporates all alternatives, related to the six alterna-
tive systems, and proceeds through a qualitative and
quantitative evaluation and comparision of each with the
objective of narrowing the field to those alternative
systems that exhibit the least negative and most positive
impacts on a regional basis. These remaining systems are
then qualitatively and quantitatively re-evaluated in
more detail in terms of their local impacts with respect
to alignment alternatives and station platform location
-options. From this analysis that system which represents
the least negative and most positive impacts in terms of
overall regional and local performance with respect to
alignments, station platform locations and station design
is then recommended as the preferred alternative after a

Preliminary and Final Evaluation of those alternatives
recommended for further study.
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As the diagram of the decision tree indicates, all
systems with alignment alternatives and station options
are to be considered in the Preliminary Evaluation after
30 days of analysis. Those alternatives selected for
Final Evaluation will go through a more detailed analysis
which will include an assessment of air quality, and noise
and vibration impacts. From this Final Evaluation, a
preferred system alternative is selected along with a
preferred alignment; station platform locations and site
designs

.

As mentioned earlier in order to measure the relative
environmental impact of each alternative against a data
base of socio-economic, cultural, ecological and visual/
physical factors, an Environmental Impact Evaluation
Matrix was established.

The methods used for the Preliminary Evaluation and Final
Evaluation were designed to provide estimates of the po-
tential impact of the Rockville alternatives on the natu-
ral and man-made environment. The estimates were arrived
at through a five-step process which included:

(1) Selection and review of engineering base maps
which show the existing physical environment
in outline form, and the preliminary plan and
profile characteristics of Metro in each mapped
segment;

(2) A review of public hearing records, staff cor-
respondence, and data on the physical and opera-
tional characteristics of the Metro system;

(3) A discussion of Metro characteristics, impacts,
issues and alternatives with WMATA staff and
consultants

;

(4) A field reconnaissance along the segments under
consideration recording information on maps and
with slides regarding the existing natural and
socio-economic environment with a preliminary
evaluation of the impact of Metro construction
and operation. This step is represented by the
Environmental Impact Summary Matrix v/hich records
verbally all impacts related to the impact cate-
gories:

Socio-Economic

Displacement/Relocation
Community Structure
Land Use/Value/Intensity
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Retail/Commercial
Schools/Ins titutions
Convenience ,

Traffic/Safety
Construction Costs
Community Involvement
Parking . ,

Cultural

Historical/Archaeological
Park/Recreation

Ecological

Soils/Geology
Surface Hydrology
Physiography
Vegetation/Wildlife
Air Quality
Noise and Vibration

Visual/Physical

Site Design/Development
Scenic Resources

The definitions of these 20 impact factors is in-
cluded in the Glossary of Terms in the Introduc-
tion of this Report. Wherever possible, the impact
are quantified such as number of square feet of
building taken, or number of dollars in construc-
tion costs, or number of employees displaced.
It is from the statements in the Environmental
Impact Summary Matrix that the Environmental Im-
pact Evaluation Matrix is drawn.

(5) Evaluation of environmental impacts of the alterna-
tives and an assignment of value (positive or
negative) , magnitude (major, moderate or minor)
and duration (long-term, or short-term) to each
impact estimate and cross referencing them with the
21 impact factors and interest groups identified-

This ranking is done graphically in the Environmental Im-
pact Evaluation Matrix with the following symbols:
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Ma j or Modera te Minor

Q Q (T^ negative long-term

Q negative slior t- torrii

O O positive long-- ter:a

^ 0 positive sliort-term

In order to more easily assess the env-iro}i..i rntal ir.oa.rt

of each alternative over all factors identified in the
Matrix to malic comparison between tlieia, it is necer.spj-y
to assign numerical values to the rarii.incjs. The nuiiieri-

cal vaJ.ues quicken recognition of critical impact
factoj-s \,'hicli distinguishes altecnat;: ^^es . In the Pj:*:-

limi.nary Evaluation, the fcllovinQ valu'^:j v."ere assigned;

Major Moderate Minor

-4 -2 -1 negative long- teriu

-2 -1 -1/2 negative shoi t- teri;i

-1-4'" +2 +1 positive long- tern

+2 +1 +1/2 positive short- tern

Once the matrix graphi.cally and numerically identifies
the interrelationship of faictors, the alternatives
possessing the most favorable impact characteristics
can be selected for further study in the Final Evijluation

Impact Happing

The impact symbols used in the maps of aligiim.ent and sta--

tier, impacts record spatially each impact in terms of
its magnitude and duration. The number and letter desig-
nation assigned to each syiabol serves to cross-ref ererjce
the symbols to t]ieir more detailed description on tlie

Segment Impact pages of this Report. Tlie siime synho.l

and lettcr-nujTLb'v.-r designation may appear more than once
on each map segment if i-hc descr.i pt- j on of the ij.ipacl:

applj.es to more than one locauion /. long t!ic al;ignmcnt.
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The difference from the Evaluation Matrices is that the
map symbols each represent an impact group (i.e., Eco-
logical, Socio-Economic, etc.), and relate to a verbal
description on an accompanying Segment Impact sheet.
The symbols used m mapping:

Socio-Economic

2
I Ecological

A Visual-Physical

S Cultural

The symbol indicates the impact group affected while the
reference number is indexed to the Segment Impact sheets.

Many impacts of Metro construction and operation cannot
be adequately described at the scale of the map segment.
These regional or system-wide impacts of Metro are dis-
cussed in the Draft Environmental Statement .-^ The overall
impact at the route level or system-wide level should,
therefore, not be based only upon the illustration of
positive and negative impacts in the Impact Trade-off
Matrices of the Draft Environmental Statement . This Re-
port is intended to provide the background descriptions
and estimates at the site specific and route level to
support the statements made in the Draft Environmental
Statement .

Limits of the Method

Even at the segment and route level, WMRT recognizes
limits to its method of assigning values to each impact
symbol. These steps in the process are included only
to give a graphic illustration to the relationship be-
tween impacts. The method does not imply that impacts
'with the same symbol are necessarily the same. The method
does, however, portray all of the estimates of potential
impacts such that decisions can be made by WMATA working
with public agencies and communities involved.

1 "Draft Environmental Statement", WMATA and U.S. DOT, WMRT
Consultants, February 1973.
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The remaining steps in the work process follow those
required to answer the specific concerns of the National
Environmental Policy Act and include: (1) the identifi-
cation of the probable adverse impacts which cannot be
avoided; (2) evaluation of the relationship betv/een local
short-term uses of m.an's environment and the maintenance
and enhancement of long-term productivity; (3) a des-
cription of any irreversible and irretrievable commit-
ments of resources which would be involved in the proposed
action, should it be implemented; and (4) the statement of
measures taken and proposed to minimize harm to the existing
environment

.
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d. Scope of Study

This Environmental Study covers the extension of the 'A'
Route beyond Rockville, Md. The Study was performed in
compliance with Article VI, Section 14c, of WMATA's In-
terstate Compact, and CEQ Guidelines for the preparation of
Environmental Impact Statements under the National Environ-
mental Policy Act of 1969.

This Report do^ not analyze in detail the Pre-ARS alterna-
tives or those studied between 1968 and February 1969
when the system was revised to its present form. These
region-wide or route alternatives are discussed in the
Summary Report on the system-wide Draft Environmental
Impact Statement (summarized in Appendix B of this • Report )

.

This Report focuses upon the more detailed alternatives
for terminal location, service and inspection yard loca-
tion and route alignment. All alternative alignments for

the extension were considered in the Preliminary Evalua-
tion. These included historic and current alternatives
as proposed by the WMATA staff, their consultants, local
planning agencies, and citizens in the local community.

"Environmental Impacf'in this Study, as in the guidelines for
the implementation of the National Environmental Protec-
tion Act of 1969, is broadly defined. It encompasses the
ecology of both the natural and man-made environment, and
its relationships to the visual, physical, cultural, and
socio-economic aspects of the human existence. Factors
used to categorize impacts so that relationships can be
established and trade-offs can be clearly articulated
are divided into four groups. Positive as well as nega-
tive impacts are considered. The impact factors listed
and defined below are used throughout this Report.

Ecological Factors : Those factors dealing with the
climate, soils, geology, water quality and hydrology
( f loodplains , surface and subsurface water), wildlife,
vegetation, noise and other physiographic features (land
forms, topography, slopes). They include the regional
impact of the disposal of spoil from cuts; the effect
on water quality due to increased sedimentation or ground
water due to runoff from parking lots or Service and
Inspection Yard facilities; change in stream flow regi-
men, where applicable, due to runoff and/or increased
sedimentation; changes in stream biology; changes in
vegetation; implications of an increase in noise level;
changes in air pollution levels or concentrations; and
tne importance of good management and construction pro-
cedures .
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Cultural Factors : Tfiose factors that denote a particu-
lar stage of advancement in a civilization, such as
historical or archaeological sites and objects, parks
and recreational facilities, and certain institutions
such as museums, libraries and schools. They include
the location and potential disturbance of historic
sites or recreational activities; and the location and
potential disturbance of institutional activities.

Visual, Physical Factors: Those elements of line, slope,

space and form that constitute a visual experience, inclu-
amg scenic resources and the design of structures.
They include the location and evaluation of scenic re-
sources in the area; existing and proposed parking
facilities and variations likely to occur duo to transit
accessibility and operation; and design and spatial
considerations of importance in evaluating station lo-
cation.

Socio-Economic Factors : Those factors which influence
man's life style and subsistence, and his interaction
with other men such as population distribution, commu-
nity structure and cohesiveness , employment, the use of
land including shopping, retail and commercial activity
•and industrial production. They include socio-economic
and housing characteristics for the existing and pro-
jected population in the area of the stations, probable
relocation of families and businesses resulting from
transit land needs; expected change to and provisions
for public schools, and other public facilities; citi-
zen participation through neighborhood or civic asso-
ciations; and effects of mass rapid transit station
locations and transit operations on land use and land
values

.

Construction factors such as traffic disruption, con-
struction noise or erosion of excavated material, will
fit within the above impact factors and are treated in
a time dimension. For example, the noise from construc-
tion of the system is treated as a short-term impact,
whereas the noise from the operation of the Metro cars
is treated as a long-term impact, or one of continuing
duration.
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1. GENERAL FINDINGS AND SPECIFIC CONCLUSIONS

This Environmental Impact Study has led to certain findings and
conclusions which have been reached on the basis of the data,
analysis and evaluation techniques documented in the body of this
Report. Perhaps the most important finding in the Study of Rock-
ville Segments A016 and A017 (extension of A Route beyond
Rockville) supports the re-evaluation of the ARS-68 alignment
terminating at Rockville and favors the extension of the Route
to a terminal station and S&I Yard at Shady Grove. The Segment
involved in this extension (A017) was investigated as part of
this Environmental Impact Study. Although the research and eval-
uation for these Segments were done simultaneously, the comoleted
studies for the A014-A015 Segments and A017 and A016 Extension have
rate reports. Each report will be subject to a different- review
process. This Report deals with A017 and A016.

Despite the necessity to separate the findings with respect to
the review process, for the purpose of this* Envirorjnental Im-
pact Report, all sections of the Rockville line from A014 to the
terminal station and S&I Yard were looked at together in order
to assess the performance of the system as a whole. It is im-
possible to examine the service area implications and regional
impacts of adding, deleting or moving a station, within these
segments of the Rockville Route without looking at the entire A
Route System from Grosvenor (Parkside) to the terminus.

General Findings

1. WMATA, as well as other County and municipal planning agencies,
has investigated a wide range of alternatives to the proposed ac-
tion for Rockville Route Segment A017 as well as for Segfaents A014-
A016.

2. The proposed change from the original design of these segments
of the Approved Regional System of the 1968 (ARS-68) to the pre-
ferred alignment is based primarily on the desire to minimize nega-
tive environmental impacts documented by this Report.

3. The preferred system alternative for the end of the Route,
Rockville System D, v/hich recommends the extension of the terminal
station and Ssd Yard beyond Rockville to Shady Grove, would pro-
vide for the maximum positive impact on the corridor area.
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This system was approved in 19 75 by Montgomery County Council
and WMATA Board with EIS and General Plan Resolutions. The
Sill Yard is referred to as segment A016. ' "

~

Specific Conclusions

1. Major changes are expected to take place in the vicinity of
Shady Grove terminal station and S&I Yard and to a lesser extent
at Rockville Station with respect to increased density, visual
character, movement and traffic, and the character of the natural
environment. These changes will be due, in part, to the intro-
duction of Metro at Shady Grove Station and S&I Yard to the
area. The changes are also anticipated by the local government,
regional and local planning agencies, and policies to effect
these changes have been approved and adopted by them. In fact,
a County Service Park is being planned at Shady Grove in the site
adjacent to Metro on the east side of the B&O Railroad tracks.

2. Although there may be a general improvement in regional traf-
fic congestion and access due to Metro, the area in the vicinity
of the Rockville Station can expect an increase in congestion due
to over-capacity traffic volumes created by station parking and
surrounding development.

3. All feasible alternatives to . the alignment and station loca-
tion for Metro will result in some measure of negative impact to
the rural environment around Shady Grove. These negative impacts
are kept to a minimum by the preferred alternative, and should be
balanced with the positive impacts and long-term benefits of Metro
relative to other forms of transportation.
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Surface Alignment

Alternative Alignments

Platform Location

Service, Storage and Inspection Yard (Sai)

'A' ROUTE SEGMENTS A014. A015, A016 AND A017
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SUMMARY OF THE ENVIRONMENTAL EVALUATION

2.1 Proposed Action

The extension of Metiro Route A beyond Rockville to the vici-
nity of Shady Grove Road is intended to improve the operational
efficiency of the transit line, to improve access to the ter-
minal station, and to relieve Rockville of both the traffic
generated by a terminal station and the presence of a rail
yard near the heart of the City. A location for the terminal,
parking areas, and Service and Inspection Yard was found near
the Baltimore and Ohio Railroad, on industrially zoned land,
some 2.7 m.iles north of the proposed Rockville Metro Station
(Rockville ARS Station)

.

2 . 2 Description of the Proposed Action

Route A extension follows an alignment on the west side of the
Baltimore and Ohio Railroad tracks between Rockville and
Gaither sburg. This alignment is referred to as SG-W or Shady
Grove-West in the Evaluation of the Proposed Action and Its
Alternatives. The alignment is parallel to the B&O tracks for
a distance of about 2.66 miles from the start of the extension,
at the north end of the Rockville ARS Station to the entrance
to the proposed S&I Yard near Shady Grove Road. The extension
will be built at-grade, typically at a grade and elevation
close to that of the existing B&O tracks. In its route from
Rockville Station to the Shady Grove Station just north of
Fields Road, the alignment intercepts six roads which presently
cross the railroad tracks, either at-grade or on structures.

Park Road is carried under the B&O tracks to join Middle Lane
at Hungerford Drive (Md. 355). Construction of the Rockville
Station parking and access roads will require a widening and
an improvement of this presently narrow underpass.

Frederick Avenue, which presently crosses the B&O tracks at-
grade, would be closed by the Metro line, which does not
tolerate grade-level crossings. Westmore Road crosses the
B&O some 1800 feet north of Frederick Avenue; an at-grade
crossing, it too would be closed.

Gude Drive is carried over the B&O tracks on a bridge that
would require reconstruction to accom.uiodate the Metro align-
ment. Der^'/ood Road bridge would also require reconstruction.

A new bridge connecting Fields Road with Redland Road would
eliminate the need for a grade crossing at Redland Road and
would improve access to the Metro Station north of Fields
Road.
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The terminal station will be about 2.66 miles from Rockville
Station, 400 feet north of Fields Road. The station will be
a center-platform surface structure with pedestrian underpasses
to connect the station to parking lots and access roads on the
east and west sides of the rail alignment.

Parking will be provided at the Shady Grove Station for 3000
cars. Spaces for 57 cars and 6 buses will accommodate stand-
ing vehicles while passengers arrive or depart.

Access to the station and parking will be from Sommerville
Drive on the west. On the east side of the alignment, par-
king access will be from Shady Grove Road or the Outer Belt-
way link over a limited access road built to serve only the
station. Buses will enter the east side from either Shady
Grove Road or the Outer Beltway link on the same limited
access road or from Fields/Redland Road.

The Service and Inspection Yard at Shady Grove will provide
storage for Metro cars, inspection and service shops, car
cleaning facilities and turn-around loops.

The Service and Inspection Yard will occupy about 36 acres of
land; the parking and station area west of the B&O will occupy
about 11 acres, and the parking lots and station area to the
east will occupy twenty acres or more, depending on the re-
quirements for water management ponds. The access road from
Shady Grove Road extended or the Outer Beltway link to the
parking area on the west will occupy some 3 or 4 acres, de-
pending on right-of-way dimensions.

Changes in the ridership projections and service areas of
Metro, as well as community opposition about certain features
of the ARS System, particularly the terminal station and yard
at Rockville, led to the proposal of numerous alternatives
for the design of the end of the Rockville Route. These al-
ternatives were generated by citizen groups. County and muni-
cipal planning agencies, the WMATA staff and their consultants.

2 . 3 Alternatives to the Proposed Action

The alternatives proposed in the Rockville segment under study
can best be understood in terms of different levels of decision-
making as well as planning and design concern. First, there
is the system level which deals with all the components of
the end of the Rockville Route (alignment, station and yard
location) . Secondly, there is the alignment level which deals
with the precise routing of the tracks themselves and whether
they are below grade, at grade, or above grade. The third
level deals with station platform and S&I Yard location or
where the platform anc yard is incorporated into the alignment.

35



And finally, the station and yard design level which deals
with the proposed access and parking configuration of the site
design. Alternatives are found at all of these levels along
Segment A017 of the A Route. They will be discussed in the
order presented. The system alternatives deal with all the
segments at the end of the Rockville Route—A014, A015, A016,
as well as A017— in order to evaluate the necessity and per-
formance of the proposed extension beyond Rockville.

a. System Alternatives

Within the corridor under study, there are five system
alternatives to the ARS-68 System. The ARS-68 System
(the presently -j^funded system) includes alignments A014,
A015 and A016. The stations are Nicholson Lane ARS,
Twinbrook ARS-M (south of Halpine Road) and Rockville
ARS. The S&I Yard is in Rockville. The five system-
alternatives to ARS-68 are defined as follows:

1. Rockville A

Rockville A System alternative includes alignments A014
and A015 along with A016. The stations are Nicholson
Lane and Twinbrook Combined (with three station location
alternatives) and a terminal station and S&I Yard at
Rockville,

2. Rockville B
'

Rockville B System alternative includes Alignments A014
and A015 along with A016. The stations are Nicholson
Lane and Twinbrook (six platform location alternatives)
and a terminal station and S&I Yard at Rockville.

3. Rockville C

Rockville C System alternative includes Alignments A014,
A015/ A017 and A016. The Stations are Nicholson Lane Combined
(three platform location alternatives) , Rockville (two
platform location alternatives) and extension of terminal
station and S&I Yard beyond Rockville (two station plat-
form alternatives)

.

4 . ockville J

The Rockville D System alternative includes Alignments
A014, A015/ A017 and A016 . The stations are Nicholson Lane
and Twinbrook (six platform location alternatives), Rock-
ville (two platform location alternatives) and final
extension of terminal station and yard beyond Rockville
(two platform location alternatives).

^A016 is included here because it represents S&I Yard in Rockville
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5. No Action

The No Action project alternative for A017 and A016 considers
terminating the Rockville Route of the Metro at Rockville. The
Systemwide EIS, completed in 1975, covered the ARS-68 System to
the City of Rockville. This study of A017 and A016 was initially
carried out in 1974 before the Systemwide EIS was circulated or
approved. This project report was structured to address the
issue of the need for the extension beyond Rockville. The No Action
alternative for A017 and A016 should be viewed, however, in the
context of the five system alternatives plus the ARS-68 for end
of A Route, illustrated diagrammatically on the map entitled
"System Alternatives for the End Segments of The Rockville Route."
(See page 42)

b. Alignment and Terminal Station and Yard Location
Alternatives

Only system alternatives C and D include the extension of the
A Route beyond Rockville. Systems ARS-6 8, A and B would be
the equivalent of the No Action alternative for Segment A017
and A016, or terminating the Metro Route in Rockville. Within
the A017 and A016 Segment of Systems C and D, six alternative
alignments were studied with two alternative terminal station
and service yard locations. These eight alternatives, with the
addition of the No Action alternative, are described below:

SG-Wa:* Identical in alignment, terminus, and loca-
tion of service yard to SG-W (proposed ac-
tion) ; SG-Wa spans Frederick Avenue and
Westmore Road on an aerial structure.

SG-Ea: An aerial structure - carries Metro tracks
over the B&O from the west to the east
side of the B&O tracks; proceeding north-
ward, the aerial structure spans Frederick
Avenue and Westmore Road before the align-
ment returns to an at-grade position.
North of Fields/Redland Road, the Shady Grove
Station occupies a site east of the location
proposed for SG-W and about 2000 feet further
north. The Service and Inspection Yard is
east of the station.

SG-WEa: This extension to Shady Grove follows the
west side of the B&O Railroad to a point
south of Derwood Road where an aerial
structure carries the Metro tracks from
the west to the east side of the B&O.
Station and yard locations are identical
to SG-Wa.

*Two station platform locations are possible for SG-W and
SG-Wa; the one described in 2.2 supercedes an earlier
location 1000 feet further north of Fields Road. SG-Shady
Grove, W=v;est, E=east, a=aerial, t=tunnel, GD=Gude Drive.
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SG-WEt: A tunnel under the B&O tracks near Der-
wood Road carries Metro from west to
east, the alignment is identical to SG-
WEa

.

GD-W: The Gude Drive alternative places the
terminal station north of Gude Drive,
about one mile short of the Shady Grove
terminal. GD-W follows the west side of
the B&O tracks (identical to SG-W)

;

north of Gude Drive, a station is provi-
ded. Yard tracks north of the station
go through a tunnel under the B&O tracks
to a Service and Inspection Yard on the
east side of the railroad, north of Gude
Drive.

GD-Wa: This alternative is identical to GD-W,
except that an aerial structure on the
west side of the B&O spans Frederick
Avenue and Westmore Road.

GD-Ea: This alternative crosses from the west
to the east side of the B&O Railroad
on an alignment identical to SG-Ea.
Frederick Avenue and Westmore Road are
spanned as in SG-Ea. The terminal sta-
tion is north of Gude Drive on the east
side of the B&O, with the S&I Yard
immediately north of the station,

SG-Wt: Following the same alignment as SG-W,
but it would be an underground alignment
to a surface station and service yard
at Shady Grove. Construction would be
accomplished by excavating a trench,
building a double-box tube^ and refilling
the excavation.

No Action Adoption of this alternative would require
(RK-W) : a terminal station at Rockville and a Ser-

vice and Inspection Yard in downtown Rock-
ville, between Hunger ford Drive and the
B&O tracks, north of Park Road as planned
in the Adopted Regional System (ARS-1968).

These nine alignment, station and yard location alterna-
tives for A017 are illustrated diagrammatically on the
map entitled "Alignment and Terminal Alternatives for
A017."
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2.4 The Preliminary Evaluation

The purpose of the Preliminary Evaluation is to make a first
cut analysis of all feasible and proposed alternatives. As
stated in Task III of the Scope of Service, "those alterna-
tive alignments that prove to be unacceptable shall not be
studied beyond this point."

Of the six systems, Alternatives ARS-68, Rockville A, PsOck-

ville B, Rockville C, Rockville D and No Action, only ARS-
68 (the funded system) , Rockville C System and Rockville D

System were reconimended for more detailed consideration in
the Final Evaluation.

For the proposed Metro extension beyond Rockville which is
incorporated within Systems C and D, the Preliminary Eval-
uation indicated that only alignment Shady Grove-West (SG-W)
should receive more detailed consideration in the Final
Evaluation. (This evaluation was carried out against 20
impact factors by the means of a matrix included in Chapter
5 of this Report.) This alignment (SG-W) would be assessed
and compared to a No Action alternative for the proposed
extension, as incorporated in the ARS-68 System which places
the terminal station and S&I Yard in Rockville.

As explained in the Preface, separate Environmental Impact
Statements have been prepared for the A014-A016 Segments
and the proposed A017 extension of the Rockville Route.
Of necessity, the Preliminary Evaluation for both Reports
had to examine and assess all sections of the Rockville line
from A014 to the terminal station and S&I Yard, After the
Preliminary Evaluation, the two Reports became quite dis-
tinct from one another. The A014-A016 Report proceeded to
analyze in greater depth and detail Systems ARS-68, C and
D and their components so as to establish a preferred and
recommended system for the portion of the Rockville Route
beyond Grosvenor.-^ The AO 17 Report proceeded to analyze in
greater depth and detail the impacts of the SG-W alignment
with a station and S&I Yard at Shady Grove and to evaluate
the No Action alternative.

2.5 The Final Evaluation

Since the No Action alternative was determined to have
severe long-term negative impacts on the City of Rockville
(Chapter 6 of this Report) , the Final Evaluation examined
in detail the potential impacts of the proposed SG-W align-
ment with a terminal station and S&I Yard at Shady Grove.
The evaluation included detailed studies of the air quality
and noise and vibration impacts of the alignment, station and
SStI Yard under consideration. A more detailed evaluation
was done with respect to alignment impacts, visual/physical
impacts, cultural impacts, traffic impacts, and socio-economic
impacts

.

-System D was passed in 1975 as the proposed action by the
Montgomery County Council and^the WMATA Board.
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2.6 The Preferred Alternative Is Also The Proposed Action

Based on the comprehensive evaluation described above, the
Shady Grove-West alignment and its components is recommended
as the preferred alternative and the proposed action for
the Rockville extension, or the A017 Segment.

The advantages of the Shady Grove-West alignment are numerous.
Not only does it relieve the City of Rockville of the long-
term irreversible impacts which a terminal station and an
S&I Yard would have on the City, but it provides a
terminal station at a location which can better serve up-
County residents and anticipated development in the Gaithers-
burg-Germantown area, and provides a site for the station and
service yards with ample room for the most efficient layout
in an area whose future industrial uses will be compatible.

The Shady Grove site permits a flexibility of design and
access .that would be impossible in downtown Rockville. As
the site is presently in pasture , herbaceous oldfield (per-
ennial grasses and v/eeds) or hedgerows, and occupies the
headwaters of Crabb ' s Branch, the impact of rail yard and
parking lot on natural systems is considerable. Construction
will require careful management to prevent or mitigate harm-
ful effects on land, soil, air, plants, and especially water
quality. A detailed discussion of environmental considera-
tions relative to the proposal and its alternatives are dis-
cussed in Chapters 6 and 7 of this Report.

There is space for ponds to detain and settle runoff from
paved areas and there is room for trees and plantings to
soften the effects of the station. Because of their loca-
tion at the upper end of the Crabb ' s Branch drainage basin,
the yard and parking lots will occupy level to gently sloping-
land rather than the steeper, more disected terrain typical
of the middle and lower parts of drainage basins in the Pied-
mont. Therefore, surface runoff from these areas will be ea-
sier to control with the appropriate location of detention
basins. Besides runoff detention, other techniques will be
used to deal with water treatment and consumption. The S&I
Yard contains an automated car-washing operation. Of the
water used for this washing process, a high percentage will
be reclaim-id and the rest will be treated. A design for
such an operation at the New Carrollton Yard reclaims 70%
of the waste water. A description of the New Carrollton
system is in the Appendix of this Report.

Because the terminal area lies in a natural bowl, its visual
impacts will be limited to the area immediately surrounding
the site. As for cultural impacts, these will be negligible
as no archaeological, historic, park or recreational sites
are affected by the preferred alignment.
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From a traffic perspective, if the proposed and projected
roadway improvements discussed in Section 3.5 are effectu-
ated in the Shady Grove area, Metro-related traffic impacts
'will be positive and long-term at the regional level in that
south-bound auto traffic from the Shady Grove area north to
beyond Montgomery County is expected to be diverted to rapid
rail transit at the Shady Grove Station. By thus reducing
vehicle miles traveled by automobiles, the preferred alterna-
tive for the A017 Segment of the Rockville Route will have a
beneficial long-term impact on regional air quality since
accompanying the reduction of vehicle miles traveled are
lower emissions of carbon monoxide, hydrocarbons, oxides of
nitrogen, oxidants and particulates.

As for noise and vibration, ground-borne vibration from the
transit trains, and from any other activities associated with
operations of the transit system will not be noticeable or
perceptible as a mechanical motion at any point along the
preferred and proposed alignment for the AO 17 Segment.
The air-borne noise from transit trains operating at-grade and
on aerial structure will be noticeable but at an acceptable
level with the use of sound barrier walls as proposed by
noise and vibration consultants (see Appendix E) at specific
locations and will produce noise which will be consistent
with the existing noise environment.

Finally, the preferred and proposed SG-W alternative is ex-
pected to accelerate population and employment growth in the
area surrounding the Snady Grove Station and in the areas to
the north and northwest of the station in accord with local
and regional plans for the area. The preferred alternative
will provide increased accessibility to the new employment
centers in these areas, and increased accessibility for the
growing population of the northern portion of the 70-S
corridor to employment opportunities located to the south and
southeast

.
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TRACKS NORTH OF ROCKVILLE APPROACHING SHADY GROVE
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DESCRIPTION OF EXISTING AND PROJECTED ENVIRONMENTAL CONDITIONS

3 . 1 Introduction

Before an in-depth evaluation of environmental impacts can
be made for each alignment and station alternative, at the
end of the A Route, it is necessary to understand the exis-
ting environmental conditions. These conditions include
Ecological (geology, soils, hydrology, and vegetation/wild-
life) , Visual/Physical (texture and grain of development)

,

Cultural (historical/archaeological, schools/institutions
and parkland/recreational) , Air Quality, Noise and Vibration,
and Socio-Economic (population, employment, traffic charac-
teristics) . The following sections describe the aspects of
these conditions relevant to the impact evaluation and selec-
tion of a preferred Metro alignment for Segment A017 of the
Rockville Route. The Preliminary Evaluation (Section 5) and
the Final Evaluation (Section 7) assess the impacts of the
proposed actions and its alternatives, in the context estab-
lished by the inventory and interpretation of these existing
environmental conditions. These conditions supply the common
reference base for measuring the alignfaent and station alter-
natives with the least negative and positive impacts.

3.2 Ecological Conditions

Geology

A017 Segment lies entirely within an area of the Piedmont
physiographic province that is underlain by the upper peli-
tic schist of the western Wissahickon Formation of late
Precambrian Age. The rocks are medium grained, banded or
laminated, quartz-rich phyllite and schists with magnetite,
quartz veins, sandstones and conglomerate beds composed of
muscovite, chlorite, albite and quartz. The western se-
quence forms a broad northeast trending belt of metasedimen-
tary rocks that extend from Fairfax County , Virginia through
Ma^ryland and southeast Pennsylvania. The formation coarsens
from west to east.
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Poor exposure and structural complications make approxima-
tion of stratigraphic thickness difficult. The width of
the belt (5-9 miles in Montgomery County) and prevalence of
steeply dipping beds suggest that even with structural repe-
tition, the sequence is thousands of feet thick.

"The top of the formation is not exposed , therefore , total
thickness is unknown. But at least 14,000 feet of rocks
belonging to the western Wissahickon Formation are now
exposed along the Potomac, and the original thickness may
have been much greater. "1

The bedrock in the area surrounding A017 is overlain by a
layer of saprolite (bedrock weathered or decomposed in situ)
of variable thickness. From an engineering point of~~view,
the decomposed rock is expected to act as a stiff or compact
soil of moderately good quality.

The fresh unweathered Wissahickon schist is generally gray
or dark-bluish to greenish gray, fine to medium grained. No
fresh unweathered crystalline rocks are found at or even
very near the ground surface within the study area. This
is because these dense, hard crystalline rocks weather or
decompose readily to form a deep mantle over the relatively
fresh bedrock of compact residual soil and rotted rock that
becomes gradually and progressively denser and more rock-like
with increasing depth.

The Wissahickon schist, upon decomposition, produces a red-
dish, yellow or tan, clayey, silty soil. These soils, be-
cause of their high clay content, tend to be relatively heavy
and impermeable.

The major structural features of the crystalline rocks in
the area is their schistosity or foliation, which is the
lamination that results from the parallel arrangement of
platy or elongated mineral grains, e.g. abundant mica,
characteristic of Wissahickon schist.

Foliation in the area strikes north, or a few degrees east
or west of north, and dips steeply to vertically. Lineation
plunges southward at about 10^ to 30^.

Another important structural feature is the joint system in
the crystalline bedrock of the area. Joints, which are frac-
tures in the bedrock along which there has been no appreciable
movement of the jointed blocks of rock parallel to the frac-
ture plans, are commonly present in the area.

2

Iq.W. Fisher, The Petrology and Structure of the Crystalline
Rocks Along the Potomac River, Johns Hopkins University, PhD
Dissertation

.

^Minor Piedmont streams are controlled by joints in rock. On the
proposed Shady Grove site, the two branches of Crabb's Creek are
controlled by a major joint set north-west, south-east trending.
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Geo-Hydrology

Crystalline rocks underlying the area are covered by a
mantle of weathered, decomposed rock of varying thickness,
formed in place. The thickness, porosity and permeability
of this "saprolite" helps to govern the occurrence of ground
water beneath the area, because the saprolite contains most
of the ground water stored in crystalline rocks. Saprolite
is a stage in the breakdown of crystalline rocks by the pro-
cess of chemical weathering. This process is promoted by the
percolation through the rock of ground water containing dis-
solved carbonic acid and humic acids.

Crystalline rocks of the types present in the study area have
a compact fabric, with little or no appreciable porosity or
permeability in the fresh unbroken rock. Therefore, ground
water is contained and m>oved almost entirely within the frac-
ture (joints, faults, cleavage planes). Weathering proceeds
most rapidly along the avenues of ground water movement.
Weathering enlarges the fractures, and further facilitates
the movement of water through otherwise relatively imper-
meable rocks; on the other hand, ground water within sapro-
lite or decomposed rock zone is stored in the interstitial
voids between the residual grains and the movement of water
is more like that in hard, compact soils, or unconsolidated
sediments. It should be emphasized that in this area,
ground water moves only through small cracks and fissures
generally only fractions of an inch wide in the relatively
sound rock and through the tiny pore spaces in the soils
and decomposed rock.

There are no large cavities that can accommodate underground
streams, such as can occur in limestone terrain under cer-
tain conditions. Movement of ground water in the fractures
and pore spaces of the materials underlying the study area
are generally quite slow, on the order of fractions of an
inch to a few inches a day.

Soils

The A Route extension to Shady Grove transects an area of
upland silt loams in the Chester-Glenelg-Manor Association.
The soils vary from well-drained to poorly-drained, depending
upon their topographic position. Because they are erodible
and occupy slopes of 0 to 15%, measures to control erosion
and sedimentation will be required both during and after con-
struction.

Chester (Ch) soils are fertile, deep, and well-drained with
a high moisture-supplying capacity. They are easy to work
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and are good to excellent agricultural soils. These soils
developed from mica schist or granitized schist.

Chester silt loam, 0 to 3% slopes (ChA) occurs in a small
area to the north of the Crabbs Branch/ in an area proposed
for the alternate service and inspections yard at Shady Grove
east of the existing B&O Railroad tracks.

Chester silt loam, 3 to 8% slopes, moderately eroded (ChB2)
surrounds the above mentioned Chester soil (ChA) to the west
of the B&O tracks and north of the Crabbs Branch and occurs
in a narrow band west of the B&O Railroad tracks. This soil
appears again further south and to the west of the B&O tracks
in the vicinity of Westmore Road and Hunger ford-Frederick
Drive (State Route 355). A small area of this soil straddles
the B&O tracks just to the south of Derwood Road.

Elioak (Ee, Ek) soils are deep, well drained, very red soils
that developed from materials weathered in place from mica
schist containing large quantities of mica and many veins of
white quartzite. These soils are mature and have strong
horizons and structural development, particularly in subsoil.
They occur mostly on ridge tops.

Elioak silt loam, 3 to 8% slopes, moderately eroded (Ee32)
is a deep, well-drained, nearly level to gently sloping,
acid soil. This soil area in the vicinity of the B&O Rail-
road tracks and Redland Road. The soil requires relatively
simple management and erosion control practices when under
cultivation.

Elioak (EkB3) silty clay loam, 3 to 8% slopes, severely ero-
ded has lost original silt loam topsoil through erosion. The
present surface layer is mostly subsoil. Special attention
should be paid to erosion control. This soil occurs in a
thin band crossing the B&O Railroad tracks, north of, and
immediately adjacent to the above mentioned Elioak soil, EeB2

Elioak silty clay loam, 8 to 15% slopes, severely eroded
(EkC3) requires careful management in order to prevent severe
erosion problems. This soil occurs in a small area to the
east of the B&O Railroad and north of Redland Road, and im-
mediately south of the above mentioned soil.

The Glenelg (Gh) soils are moderately deep, well-drained soil
developed from weathered mica schist, granitized schist or
gneiss. The subsoil is texturally finer than surface soil.

Glenelg (GhB2) silt loam, 3 to 8% slopes, moderately eroded
occupies gently sloping uplands. Simple practices are needed
to control erosion. This is an important agricultural soil.
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This soil is well to excessively drained,
and should be kept in vegetative cover to
This soil is the most prevalent along the

The soil occurs in two major areas; one from Westmore Road
south straddling the B&O Railroad tracks into Rockville,
another between Derwood and Redland Roads, spreads south
almost to Westmore Road. Another area of this soil appears
in the proposed Shady Grove service and inspections yard,
west of the B&O Railroad tracks, and south of the Sears
Warehouse

.

Glenelg (GhB3) silt loam, 3 to 8% slopes, severely eroded,
occurs on gentle slopes, but erosion has removed most of the
surface and in places part of the subsoil. This soil is well
drained but special care is- needed to dispose of excess water
because the soil is so easily eroded. This soil is used pri-
marily as pasture. The soil occurs in an area that will be
partially occupied by Shady Grove Station and parking lots.
There is another small area of this soil in the proposed al-
ternate service and inspections yard to the west of the B&O
tracks.

Glenelg silt loam, 8 to 15% slopes, severely eroded (GhC3)
is well-drained. The soil erodes readily and must be managed
intensively to control erosion. This soil occurs in the vi-
cinity of the proposed parking lots of the Shady Grove Station.

Glenville (Gm) soils are moderately well-drained and have
distinct fragipans, or silt pans, in the subsoil. These
soils developed primarily from materials weathered from mica
schist, phyllite, and gneiss. Glenville soils are on upland
flats and in somewhat depressed areas throughout the Piedmont
plateau, generally around the heads and upper courses of inter-
mittant drainage ways. These soils are slowly permeable be-
cause of the fragipan in the subsoil. At times, the surface
soil is wet, and other times, very dry because moisture cannot
rise easily from the lower level. Some depressed spots are
temporarily ponded after heavy rains or quick thaws.

The A017 Segment of the Rockville Route crosses many small
areas of Glenville soils. One area occurs in the vicinity
of the proposed alternate station at Gude Drive west of the
B&O tracks. Another area occurs just south of Gude Drive to
the west of the B&O tracks. Three small areas of this soil
also occur to the north of Westmore Road. A small area of
this soil also falls within the proposed alternate Shady
Grove service and inspections yard west of the B&O Railroad
tracks.

Worsham soils (Wo) are poorly drained, with a moderately fine
textured, slowly permeable subsoil. These soils developed
mainly from mica schist and gneiss. The surface soil consists

acid, easily eroded,
control erosion.
A017 section.
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mostly of silty material washed from adjacent, higher areas.
These soils are found in depressions, at the heads of drains
and along small drainage ways, and are very poorly drained.
They are not in floodplains, but occupy upland flats, depres
sions and sloping areas around and above the heads of small
streams. Since these soils are poorly drained, runoff from
higher areas will accumulate in Worsham area and will pond.

A substantial portion of the proposed alternate Shady Grove
service and inspections yard west of the B&O Railroad tracks
occupies an area of Worsham soil. Both proposed alternate
stations at Shady Grove (east and west of the B&O tracks)
fall partially on this soil as do their parking lots. The
proposed alternative station at Gude Drive east of the rail-
road tracks also partially falls on this soil.

There is a small area of Made land (Ma) within the proposed
alternate Shady Grove service and inspection yard west of th
B&O tracks. Made land consists of areas that have been so
altered by industrial and building activities that they can-
not be classified as soils. In this case, the Made land is
dumped material brought in from outside the area. It con-
sists of a mixture of fill soils, building rubble, and
trash and garbage.

The dumping is still going on and the area of Made land is
consequently increasing in size. The dumping activity has
serious consequences for building because of the lack of uni
formity and the unpredictability of the materials involved.

The tables which follow list those soils relevant to the
alternative proposals for the A017 section by soil type and
map symbol.

The different soils that occur within the A017 section are
shown on the composite maps of environmental impacts. The
soils are abbreviated in a three-letter one-numLer code.
The first two letters are initials for the soils series
name; the third capitol letter refers to the slope of the
ground; and the number refers to the degree of erosion.
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SOIL CHARACTERISTICS THAT AFFECT ENGINEERING, A017 SEGMENT
(From U.S.D.A. Soil Conservation Service, Soil Survey, Montgomery County, Maryland, 1961.)

Soil Type Suitability for Susceptibility to Suitability as Material for

:

Suitability as Source of

:

(Map Symbol) Winter Grading Road Subgrade Road Fill Topsoil Sand Si Gravel

Chester Silt Loam
(ChA, ChB2)

Not Suitable Slight to Moderate Fair to Good Fair to Good Good Not Suitable

Elioa.k Silt Loam
(EeB2)

Not Suitable Slight to Moderate Fair to Good Fair to Good Fair to Good Not Suitable

Elioak Silty Clay Loam Not Suitable

(EkB3, EkC3)
Slight to Moderate Fair to Good Fair to Good Fair to Good Not Suitable

Gleneig Silt Loam
(GhB2, GhB3, GhC3)

Not Suitable Slight to Moderate Fair to Good Fair to Good Fair to Good Not Suitable

Glenville Silt Loam
(GmA)

Not Suitable Strong Poor

Poor

Poor Fair Not Suitable

Worsham Silt Loam
(WoA)

Not Suitable Very Strong Poor Poor Not Suitable

Slope Key Degree of Erosion Kay

A^ = 0- 3% No Number = Little Erosion

B =3- 8% 2 = Moderately Eroded

C = 8-15% 3 = Severely Eroded

D = 1 5-25% 4 = Very Severely Eroded

E = 25-45% Ex.: ChB2 - Ch = Chester silt loam; B = 3%-8%; 2 » Moderately eroded

F = = 45-65%

For Worsham Soils A=0-8%
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REVISED BUREAU OF PUBLIC ROADS OR AASHO CLASSIFICATION

Group Sub-
group

Per Cent Passing
U.S. Sieve No.

Character of

Fraction Passing
No. 40 Sieve

Group
Index
No.

Soil Description Subgrade
Rating

10 40 200
Liquid Plasticity

Limit Index

A-1

A-l-a

A-l-b

50 max

50 max

30 max

50 max

25 max

15 max

25 max

6 max

6 max

6 max

0

0

0

Well-graded gravel or sand; may
mclude fines

Largely gravel bm can mclude sand
and ftnci

Gravelly sand or graded sand, mav
mclude fines

A-2'

A-2-»

A-2-5
A-2-6
A-2-7

35 max

35 max

35 max
35 max

40 max 10 max

41 mm 10 max
40 max 1 1 mm
41mm 11 mm

0 10 4

0

0
4 max
4 max

Sands and gravels with excessive

fines

Sands, gravels wiih low-plasticuy sill

fines

Sands, gravels wuh elasiic silt fines

Sands, gravels with clay fines

Sands, gravels with highly plasticclay

fines

Excellent to

Good

A-3 51 mm 10 mix Nonplastic 0 Fine sands

A-» 40 max 10 max 8 max Low-compressibility sills

Fair to Poor

A-S 36 mia 41 mm 10 niax 12 max High<omprcssibility silts, micaceous
silts

A-6 36 mm 40 max 1 1 mm 16 max Low-to-medium<ompressibilily clays

A-7
A-7-5
A-7-6

36 mm
36 mm
36 min

41 mm 1 1 mm
41 mm 1 1 mint
41 mm 1 1 mint

20 max
20 max
20 max

High<ompressibility clays

High-compressibiUly silty clays

High-compressibiliiy. high-volume-
change clays

A-8 Peat, highly organic soils Unsatisfactory

• Group A-2 includes ill joils having 35 per cent or leii pmsimg a No. 200 si«we that canno* be cliued as A-I or A-3.

f Pluucity indcs oi A-7-3 subgroup is equal to or less than LL-JO PlutiCKy index of A-7^ subgroup u greater than LL-30

UNIFIED SOIL CLASSIFICATION (After U.S.Wataway Experiment Station & ASTM D 2487 -66T)

Group
Symbol

Laboratory Classification Criteria

Major Division Finer than
' 200 Sieve

%
Supplementary Requirements

Soil Description

Coarse-gramed
(over 50"a by
weight coarser
thar> No. 200
sieve)

Gravelly
soils (over
half of
coarse
fraction

larger

than No. 4)

GW

GP

GM
GC

0-5*

0-5'

1 2 or more*
1 2 or more*

Ou D,a greater than 4.

Dvi' iDu 0„) between 1 & 3

Not meeting above gradation for GW

PI less than 4 or below A-line

PI over 7 and above A-line

Well-graded gravels, sandy gravels

Gap-graded or uniform gravels, sandy
gravels

Silly gravels, silty sandy gravels.

Clayey gravels, clayey sandy gravels

Sandy soils

(over half

of coarse

fraction

finer than
No. 4)

s\v

SP

SM
SC

0-5*

0-5'

12 or more*
12 or more*

D,o:D,a greater than 4,

£),„ (D„ 0,„) between 1 <i 3

Not meeting above gradation
requirements

PI less than 4 or below A-linc

PI over 7 and above A-lme

Well-graded sands, gravelly sands

Gap-graded or uniform sands, gravelly

sands
Silty sands, silty gravelly sands
Clayev sands, clayey gravelly sands

Fine-grained
(over 50° u by
weight finer

than No. 200
sieve)

Low com-
pressibility

(liquid

limit less

than 50)

ML

CL
OL

Plasticity chart

Plasticity chart
Plasticity chart, organic odor or color

Slits, very fine sands, silty or clayey fine

sands, micaceous silts

Low plasticity clays, sandy or silty clays

Organic silts and clays of low plasticity

High com-
pressibility

(liquid

limit more
than 50)

MH

CH
OH

Plasiiciiy chart

Plasticity chart

Plasticity chart, organic odor or color

Micaceous silts, diaiomaceous silts,

volcanic ash
Highly plastic clays and sandv clays

Organic silts and clays of high plasticity

Soils with fibrous
organic matter

Pt Fibrous organic matter; will char, burn, or glow Peat, sandy peats, and clayey peat

' For soils having 3 to 12 per cent pawinf iha No. 200 sieve, use a dual symbol siich as GW-GC.

Source IntroducTory Soil Mechanics & Founaaxicns-Sower & Sower-3rd Edition— 1970
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Hydrology

Crabbs Branch lies in the northwest part of the Rock Creek
basin, which comprises a. total area of 77.37 square miles.
Precipitation within the Rock Creek basin averages 43.5 inches
per year. Runoff and base flow total an average of 12.6
inches per year (29% of precipitation) ; evapotranspiration
accounts for the remaining 30.9 inches or 71% of precipita-
tion. Ground water movement (base-flow) is 8.5 inches or
67% of the total flow in streams; the remaining 4.1 inches
(33%) is direct surface runoff. Loss by evapotranspiration
is greatest in summer and early fall, with a maximum of 86%
of precipitation in September, and a minimum of 45% in Febru-
ary. Analysis of the hydrologic cycle in Rock Creek water-
shed indicates that effective ground water recharge (base-
flow) is approximately 0.42 million gallons per day per square
mile (mgd/sq .mi . ) . The area of Crabbs Branch basin is 1513
acres. Total effective recharge within the basin is .99 mgd.
The mean yield from wells drilled in the upper pelitic schist
of the Wissahickon Formation that underlies A017 is 11 gallons
per minute (gpm)-'-.

Crabbs Branch is approximately 1.9 miles long. The average
gradient of Crabbs Branch is 2%. All of the stream lies on
the western Wissahickon Formation and joins Rock Creek in the
area referred to as Middle Rock Creek.

At the point of confluence, the width is 25 feet, depth is
3 feet, with clear water, good quality, normal odor and fast
flow. The headwaters consist of two streams which come
together in a "V" on the site. The "V" is on Worsham silt
loam (see soils section) . The streams at the headwaters are
supposedly ephemeral, though an August 3rd reconnaissance
found them to be more than the ephemeral trickle expected,
especially at a time of year when evapotranspiration rates
are so high; base flow would probably be at its lowest: width
±3 feet, depth ±7 inches.

Turbidity (35.1 mg/1) is high at the confluence with Rock
Creek; this point is downstream of Lake Needwood which is
believed to be the source of high turbidity, as colloidal
clay and silt particles remain suspended during the detention
period, and never settle out. Fecal coliform count is high,
as the headwaters are in pasture. The ph reaction is cir-
cumneutral (7.3+) ; this is well within the optimum range.

^Based on wells drilled in the western series of the Wissahickon
Formation throughout Montgomery County, Dingman and Meyer (1954)

"The Water Resources of Howard and Montgomery Counties", Bull. #14

Md. Department of Geology, Mines and Water Resources.
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Water Quality of Rock Creek

Water Temperature, Dissolved Oxygen. pH, BOD-5, Nitrate-Nitrite, Phosphate, Turbidity, Total Coliform

Count and Fecal Coliform Count in Lower Rock Creek, Middle Rock Creek and Southlawn Branch

Date
From
To

WATER DO LAB BOD N028.N03 T P04 TURB
TEMP PH 5 DAY N-TOTAL P04 HLGE
CENT MG/L SU MG/L MG/L MG/L PPM SI02

Station 40010, 40020. 40030, and 40030- Lower Rock Creek

72/01/01
Year

Number
Maximum
Minimum

Mean

Stand Dev

82.0000

24.0000

,0000000

1 1 .4634

7.05743

94 0000

16.2000

6.90000

9.956S9

2.13165

92.0000

7.70000

6.70000

7.28259

.208631

73/01/00
00/00/00

Station Number 223.000 232.000 92.0000

Maximum 24.0000 16.2000 7.70000

Minimum .0000000 6.70000 6.70000

Mean 13.4419 9.75235 7.28259

Stand Dev 6.86729 1.83266 .208531

99/99/99

Station 40050, 40060. 40070 and 40030 - Middle Rock Creek

72/01/01
Year Number 94 0000 96.0000 95.0000

Maximum 23.0000 14.1000 84.0000

Minimum .0000000 6.60000 6.40000

Mean 11.9468 9.96249 7 34735

Stand Dev 6.82873 2.18697 .289801

92 0000

6.90000

.0000000

2.21739

1.37588

92.0000

6.90000

.0000000

2.21739

1.37583

92.0000

3.18000

.980000

1.83858

.427955

92.0000

3.18000

.980000

1.83858

.427955

and Southlawn Branch

73/01/00
00/00/00

Station

99/99/99

Number

Maximum
Minimum
Mean

Stand Dev

256 000

25.0000

.0000000

13.5664

6.83499

304.000

14 1000

4.40000

9.87663

1.94643

217.000

8.90000

6.40000

7 40413

.358909

95.0000

53.0000

.100000

3.36841

6.22031

216.000

58.0000

.0000000

4.69883

6.07265

95.0000

5.25000

1.16000

2.07726

.735598

113.000

5.25000

.500000

2.09327

.754640

92.0000

3.95000

.0400000

.288151

.438426

92.0000

3.95000

0400000

.283151

.438426

95.0000

4.36000

.0500000

.322315

.450589

217.000

4.36000

.0300000

.280967

.356171

92.0000

145.000

.500000

26.4196

25.0139

92.0000

145.000

.500000

26.4196

25.0139

94.0000

189.000

1.00000

34.9362

34.7612

107.000

189.000

.0000000

35.1075

34.6499

TOT COLI
MPN CONF
TUBECODE
Log

92.0000

240000

93.0000

7913.46

4.26939

92.0000

240000

93.0000

7913.46

4,26989

95-0000

.2400E+07

23,0000

4799.76

1 1 .9699

206.000

.2400E+07

23.0000

5767.16

9.64572

FEC COLI
MPN
TUBECODE

92.0000

93000.0

43.0000

1231 .26

4.38333

92 0000

93000.0

43.0000

1281.26

4.88333

95.0000

.2400E*07

3.60000

1087.24

13.6435

206.000

.2400E+O7

3.60000

858.107

10.6945

NOTE: Figures represent the mean of the combined total for each set of four stations. Station locations can be found on the Map of flock

Creek Watershed.

Source; Water Quality of Montgomery County Streams and Sewage Treatment Plant Effluents, Wm. J, McCaw, III, 1973, page F-7,
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Monitoring station

Alignment

Source: McCaw, W J . Water Quality of Montgomery County
Streams and Sewage Plant Effluents. Montgomery Co ,

Md., Deot of Environmental Protection, January 1973. 54

LOCATION OF STREAM MONITORING
STATIONS IN REGION

metro



CD

Open Space (parte-

cam-golf course-etc)

Residential area

Agricultural land

Multiple purpose
structure

'—
« Oama^ reacti

Four or more lanes

Other first class roads

ROCK CREEK WATERSHED
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Source: Work Plan for the Upper Rock Creek Watershea.
Montgomery Co., Md., August 1962. metro



Description of Sampling Sites Along Crabbs Branch

On the northwest side of the B&O tracks at Shady Grove, behind
Sears Warehouse towards the B&O tracks, spoil from construction
in the area is being dumped. Most of the spoil is soil, but
some of it is gravelly fill. The southern tip of the soil is
covered by a large trash heap; mattresses and a discarded sofa
sit on a pile of trash bags, which are spilling down the slope.
The area that is covered by spoil is the proposed site of the
Shady Grove SSI Yard. The spoil will have to be removed by
WMATA. In the meantime, the Montgomery County Environmental
Protection office reports a sizeable increase in stream sedi-
ment for Crabbs Branch probably caused by this dumping. This
area is in the headwaters of the stream.

The headwaters of Crabbs Branch (sampling site designated on
the map as CC13 ) are on the site of the proposed Shady Grove
terminus. The water in the stream directly north of the site
may come from a spring; it runs parallel to the B&O tracks
for several hundred feet, then turns southeast into a grass-
lined detention basin, then through a culvert under the B&O
Railroad tracks. Field samples taken on August 28, 1974 re-
vealed that the northernmost stream was clear, and fast
running .

.

The stream, which had been disturbed by the movement of a
large tractor, could be seen easily only in cleared areas.
The bottom of the stream was covered with a yellowish scum.
The depth ranged from 6-8 inches and width was 2.5 feet.
The stream at this point has an immature drainage pattern,
and is on clayey and relatively impermeable soil. The moi-
sture retention capacity, hence bank storage capacity, is
very low.

The other branch of Crabbs Creek (designated sampling site
CCIO on map) flows south, then turns about 100° to the east,
passes through a culvert, and joins the northernmost branch
on the eastern side of the B&O Railroad tracks. Samples were
taken 10 feet above the point where runoff enters the stream
from, a shopping center parking lot. Rocks in the stream were
sliraey. The stream is Ih feet wide, and 6-10 inches deep
at this point. Small frogs, gnats, dragonflies and yellow
jackets were abundant in the area around the stream, which
is fast moving and clear. Vegetation grows undisturbed up
to the banks, which are 2-2^5 feet high.

The two streams converge about 3 50 feet east of the B&O
tracks. About 1500 feet downstream, where the creek passes
under Redland Road, sample CCll was taken. At this point
the stream is fairly clear and moves slowly due to extensive
aquatic vegetation along the banks. This vegetation covers
approximately 1.5 feet on each side of the stream. The banks
are about 5-7 feet high here, and the water is 1.5 feet deep,
and full of minnows. This particular area under the bridge
is a haven for large black and yellow spiders.
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CRABB'S BRANCH WATER QUALITY, AUGUST 1974

(Based on samples from four stations taken August 28 and 29, 1974; analysis by

Montgomery County Department of Environmental Protection)

Sampling
Station

Code
PH
Reaction

Dissolved

Oxygen
(ppm)

Nitrogen

Chloride as N02,N03 Phosphate
(mg/l) (mg/l) (mg/l)

Turbidity

as SIO2
(ppm)

Iron (Fe)

(mg/I)

Celsius

Temperature
(OC)

Alkalinity

as CaC03
(mg/l)

Fecal Cotiform
Count per 1 00
ml of Sample

CC10 7.5 9.4 37.0 9.16 0.13 5.0 0.38 26.3° 40 3900

CC11 6.7 6.2 16.0 3.32 0.23 1.0 3.04 20.9° 44 200

CC12 7.0 6.4 13.0 2.67 0.22 19.0 1.39 31.0° 40 4300

CGI 3 7.2 1.6 15.0 1.02 0.27 49.0 5.54 23.0° 196 1500

NOTES:
1. BOO (BIOLOGICAL OXYGEN DEMAND) samples were not analyzed.

2. Turbidity: 0-10 low, 10-30 moderate; 30+ extreme.

3. CGI 4 Analysis: See Table, "Analysis of Crabb's Branch Water Quality Near Its Confluence with Rock Creek".

4. ppm = parts per million; mg/l = milligrams per litre; ppm=mg/l.

CRABB'S BRANCH WATER QUALITY, QUARTERLY MEANS
(Based on samples monitored each quarter during 1973, 1974 at station CC14 by
Montgomery County Department of Environmental Protection)

Fecal

Date Turbidity^

Stream
Flow
Severity

Coliform
MPN Tube
Code Log Iron mg/l

Water
Tempera-
ture (C°)

Air Temp.
(C°) D.O. mg/l

B.O.D.
5-Oay
mg/l pH

Mar. 73 1.4 4.2 900.8 8.5 9° 11.4° 10.8 2.4 7.31

June 73 1.0 3.4 1111.6 .510 19° 24° 8.54 1.6 7.5

Sept. 73 1.0 3.0 411.9 .508 13.4° 14.2° 9.8 1.06 8.6

Dec. 73 2.0 3.0 2300.0 2.78 5.0° 7.0° 11.8 1.1 7.8

Apr. 74 4.0 36.0 .43

June 74 4.0 2300.0 1.04

1 . Explanation of Turbid Severity:

1 . Clear

2. Moderately turbid

3. Very Turbid

2. Streamflow Severity:

1 . Dry
2. Puddled
3. Low Flow
4. Normal Flow
5. Above Normal Flow
6. Flood
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The next sample, CC12, was taken about 2000 feet downstream,
in the Needwood Golf Course, which is a part of Rock. Creek
Park. The creek at this point is quite beautiful and easily-
accessible as it is at the westernmost part of the golf cours
marking the edge of a densely wooded area. The vegetation
grows to the edge of the bank; the stream banks are 3 feet
deep; water is roughly 1 foot deep, and the bottom is fairly
rocky. There are groundhogs, rabbits, mice and a variety of
birds, as well as watersnakes. The water contained minnows,
and the area around the stream was gnat-infested. This area
is well vegetated. The photosynthetic zone extends across
the stream. The stream meanders through Rock Creek Park to
join Rock Creek 800 feet south of Lake Needwood. Samples
(CC14

)

were taken 500 feet above the point of convergence
with Rock Creek. Crabbs Branch at this point has a fairly
rocky stream bed, is about 6 feet wide, 10-12 inches deep
and is very clear, with minnows, and small silverfish. The
vegetation grows out to the bank which is about 3 feet high
on the north side, and 2 feet high on the south side. The
land slopes about 45'-' to the south. This area is also very
well shaded.

Analysis of Field Samples

At sampling point CCIO , nitrogen and chloride are excessively
high. The headwaters of the southwestern branch of Crabbs
Creek is located in pasture land; animal waste is the factor
that determines these high levels. Fecal coliform count is
high, also because the animal waste goes into the stream.
Nitrogen enrichment is quite high, especially considering
that analysis of samples did not include ammonia and organic
nitrogen. What has been measured here, then, is the minimal
amount of nitrogen in the stream, and this single source
contributes 9.16 mg/1.

Turbidity is low. There is very little suspended sediment
in the stream. The alkalinity is within an acceptable range,
given a ph of 7.5. Phosphate is well within an acceptable
range. This sampling point is extremely well oxygenated.
The iron (Fe) level is within an acceptable range.

At sampling point CCll , both chloride and nitrogen levels
have dropped but are still very high, again because the
stream runs through pasture land. Phosphate level is high,
due probably to the use of fertilizers. The turbidity is
low, and there is an iron increase, the source of which is
probably the dump near the Sears Warehouse. Oxygen is un-
satured, but still well above the danger point for fish (5.0)

At point CC12 , chloride and nitrogen are reaching acceptable
levels. The nitrogen level is down, but the stream is
slightly enriched, enough to stimulate the growth of aquatic
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vegetation along the sides of the stream. Alkalinity is
normal considering ph and the physiographic region.

Point CC13 is the northern headwaters of Crabbs Creek. The
dissolved oxygen level is extremely low. The spoil/trash
dump accounts for this, as it also accounts for the high
level of turbidity (49). Iron could be from the dump; this
seems extremely likely, as the Fe levels drop according to
distance downstream from CC13. Fe level at CC13 is highest
at 5.54 mg/1, 3.04 mg/1 at CCll which is 3000 feet downstream
and 1.39 mg/1 at CC12, which is about 2000 feet below CCll.

All information on point CC14 has been taken from the Storet
computer. The relevant data from those printouts are on the
charts following this page.

Water Supply for Shady Grove Terminal and Service Buildings

There are two water mains which cut through the site. The
larger pipe (48") has its origin on the Potomac River, across
from Watkins' Island. The other (36") pipe is supplied v;ith

water from the Patuxent water facility. The bulk of the v;ate
used in the area of' the site is from the Potomac. These two
pipes deliver an average of 25 mgd; approximately 85% comes
from the Potomac facility.

Sewage Disposal

There is a sewer at Fields Road and 355 (Rockville Pike)

,

but it is a very small pipe (8") and the flow through this
pipe and its connection, the Vfetts interceptor, never exceeds
0.-2 mgd. Sewage flows to secondary treatment facilities,
about 28 miles away at the Blue Plains Dulles interceptor.
The velocity of the Potomac here, 96.1 river miles from the
river's mouth, ranges from 1700 cfs to 43,120 cfs.
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GROUND WATER RESOURCES
Mean Montfilv Precipitation and Total Runoff, and Estimatad Ground-

Water Runoff and Lou by Evaporation and Tranjpiration in Rock CroeW

Basin, Montgomery County, for th« period 1933-1949
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Vegetation

The appearance of the undeveloped land on A017 Route (north
of Rockville to Shady Grove) is quite different from the
vacant land along the sections from Nicholson Lane Station
to Rockville. Cropped fields, thin hedgerows, expanses of
pasture, files of trees and shrubs along streams, occasional
successional woods and an assortment of long-established
ornamental shrubs and trees aie the dominant vegetation
experiences here. It is difficult to find even the smallest
remnant or regrowth of the original forest types. It is
hard to imagine that these fields were once covered by the
deciduous forest characteristic of this region. Clearing,
farming and other uses have modified the land's appearance
to such an extent that any resemblance to the original has
been lost.

However, it is neither an ugly landscape nor necessarily in-
ferior vegetation, simply different. The landscape was
molded by efforts to get the highest return in productivity;
it has been cleared, right to the streams and only the nar-
rowest of hedgerows have been retained. This has had a power-
ful and sometimes negative effect on soils and water quality
and hAs changed the very nature of the vegetation itself.

Despite these modifications, the evaluation of vegetation is
based on its importance for erosion control, for wildlife,
and its aesthetic value. Vegetation quality is ranked in
four categories: (1) good-natural; (2) good-managed; (3) dis-
turbed but healthy (managed or natural), (4) poor-very dis-
turbed .

The crescent-shaped area between the BS<0 tracks and Hungerford
Drive (Middle Lane to Frederick Avenue) has a large area of
woods. However, they are full of weeds, the result of severe,
probably chronic disturbance. The trees which border the yard
are typical disturbance species but even they give no hint of
how severely disturbed are portions of the interior. More
than half of the vegetation is early successional, consisting
primarily of introduced grasses , forbs and trees, mostly tree
of heaven, mulberry , cherry and sassafras. Vines are an im-
portant component of this area with grape and poison ivy gi-
ving the area the appearance of a dishevelled jungle. Much
of this is poor and highly disturbed with few, if any trees
or associations worth saving. The best looking plants on the
site are the escaped ornamental grasses which are surprisingly
conimon and help to stabilize the soil (Category 4).

The area north and south of Gude Drive is typical of highly
managed vegetation. Except for one sizable woods of about
30 acres and small scattered patches of less than 5 acres
each, it is land entirely devoted to pasture or nursery.
Streambanks have been almost uniformly denuded and there are
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visible signs of erosion on overgrazed fields. The extent
of modification has been so pervasive that well-planned
development might be less ecologically damaging. Such posi-
tive measures as encouraging streamside vegetation should be
immediately taken, regardless of future land use. The suc-
cessional woods on the opposite side from the nursery are
a mixture of highly disturbed successional trees rarely over
30 feet tall. Half of the area is in low shrubs and grasses
while the other half supports sassafras, cherry, tree of
heaven and occasional maples and tulip poplars, grape cat
brier and poison ivy have been very successful here (category
4) .

The Gude Nursery contains a valuable collection of ornamental
and specimen shrubs and trees of prodigious size. Although
there are many conifers here which can be transplanted, some
are too big and too old. The most important stock consists
of unusual hardwood trees and very large boxwoods. The con-
dition of the plant material is excellent; almost every
specimen is of remarkable value. Though some plants are too
big to move, all those which may be displaced should be re-
located to serve as visual barriers. This is a marvelous
resource which can and should be used; it is classified as
Category 2

.

Between Fields Road and Shady Grove Road is an area of
heavily modified vegetation consisting of oldfields, pasture
and wood lots. Occasional large trees border the streams, but
most woody vegetation has been removed. On either side of the
tracks, a very diverse, low vegetation is evident. These in-
clude escaped clumps of ornamental grasses, many colorful fall-
blooming forbs such as thistles, sneezeweed, sunflower, aster,
goldenrod and thoroughwort . A thick, hedge-like assortment of
sassafras and cherry occurs intermittently along the track.
The condition of this successional vegetation is good although
it is far from being irreplaceable. For this reason it is
classified as (2). However, management of all the agricul-
tural land is poor and falls so short of its potential that
it should be classified as managed-fair (3).

The vegetation shows the effects of changes in response to
market conditions; abandoned and mis-managed fields deterio-
rate while they are being held for sale to industrial developer

Wildlife

Along the B&O Railroad tracks, development directly north of
the proposed Rockville S&I Yard limits habitats for small
mammals; even so, it is possible to find mice, grey squirrels,
and rabbits. Further north, above Westmore Road, vegetation
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coverage is extensive; larger mammals, such as raccoon and
possum can be found there.

Past Redland Road on the proposed location of the terminal
station and S&I Yard at Shady Grove, open fields, hedgerows
and dense vegetation along the streams provide habitats for
different species. Field reconnaissance found several
species of frogs, box turtles and evidence of deer. The
abundant pole weed provides a good source of food for both
birds and mammals. Both quai!L cind pheasant nest in the
open field.

Many birds are found in the area:

Year ' round Summer Winter

Cardinal
Carolina wren
Bob white
Redwing blackbird
Crackle
Goldfinch
Wood thrush
Carolina chickadee
Starling
Crows
Morning dove
Woodpecker
Brown creeper

Robin Yellow-
Yellow throat bellied
Kingbird sap sucker
Indigo bunting
Catbird
Bluejay

Fishery Resources for Crabb's Creek

Data on fishery resources of Rock Creek is taken from the 1975
Maryland National Capital Park and Planning Commission report
A Provisional Inventory of the Fishes of Rock Creek, Little
Falls Branch, Cabin John Creek, and Rock Run, Montgomery County ,

Maryland This includes a description of species collected at
2 7 sampling stations in the Rock Creek watershed. One station
is located on the Upper Crabb's Creek immediately downstream of
Redland Road in the vicinity of the Shady Grove terminal.

The following list indicates the species collected at the station
in 1950 and 1974:

Species 1950 1970

Cyprinidae
Blacknose Dace Rhinichythys atratulus
Rosyside Dace Clinostomus funduloides
Creek Chub Semotilus atromaculatus
Common Shiner Notropis Cornutus

88
14
14
1

17
1

1
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Catostomidae
White Sucker Catostomus commersoni 16 33

Centrarchidae
Bluegill Sunfish Lepomis macrochirus
Green Sunfish Lepomis cyanellus

1

1

Percidae
Tessellated Darter Etheostoma olmstedi 98 36

TOTAL SPECIES 6 7

Sampling indicates a total of 6 and 7 species present in Crabb '

s

Creek in 1950' and 1974 respectively. One species disappeared
and two were added during this time period. All with the excep-
tion of the white sucker decreased in abundance. The exact cause
of the drop in abundance in Rock Creek has not been conclusively
determined. It has been suggested however that impoundments on
the Creek have been partly responsible for the decline in distri-
bution since 1950. The maintenance of species diversity over
the 24 year period suggests that pollution loading in the stream
from urban and agricultural land uses has been limited.
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3.3 Visual and Physical Conditions

The northern extension beyond Rockville of the Adopted Re-
gional System 'A' Route, will follow the Baltimore and Ohio
tracks from Rockville to Shady Grove Road, a distance of
2.7 miles.

The extension will be built at-grade; its relationship to
the landscape will be nearly identical to that of the exis-
ting railroad, requiring cuts where the railroad enters
cuts and requiring embankments of fill where the railroad
crosses low areas. The alignment will vary according to
local conditions, but it will be from 50 to 80 feet wide
and parallel to the Baltimore and Ohio right-of-way.

The adjacent lands on both the east and the west sides of
the tracks are devoted mostly to industrial or commercial uses
where they are developed. The east side of the alignment from
Lincoln Avenue to Ashley Avenue is bordered by a residential
area of single-family houses. On the west, from Middle Lane
to 500 feet north of Frederick Avenue, are small industries
and commercial establishments in a strip along Hungerford
Drive. One woodland of several acres interrupts the regula-
rity of this commercial strip.

Beyond Frederick Avenue, Hungerford Drive (Md.355) is adja-
cent to the railroad right-of-way for a distance of 3000 feet •

to Campus Parkway. Montgomery County Community College is
opposite the railroad, on a hill. The Campus is about 1000
feet from Hungerford Drive. Commercial and industrial build-
ings with their related parking and storage areas stretch at
irregular intervals along the west side of the alignment from
Campus Parkv/ay to Shady Grove Road.

On tlie east side of the tracks, though the land is zoned for
industry/ the aspect is more rural and forested. An under-
ground tank farm for the Washington Gas and Light Company is

north of Westmore Road. Between the utility and Gude Drive
is a collection of buildings and storage areas. North of
Gude Drive are the nurseries of A. Gude and Sons. The view
from the alignment is of a dense woods filled with small to
semi-mature trees. Beyond the woods, the land rises in a

gentle slope covered by large, fully grown specimen trees
and shrubs. The greenhouses are further up the hill, about
800 feet from the railroad.

From Derwood Road to Redland Road, the small residential
community of Derwood borders the east side of the alignment.
Opposite Derwood, on the west side, is an industrial and
commercial area on Fields Road and Scmmerville Drive.

Between Fields Road and Shady Grove Road are large tracts on
the east and west sides of the alignment. The farmland on
the edst side has been acquired by the County for a Service
Park, a warehousing, service, and storage facility. It is
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Looking north on the Shady
Grove site

Looking north on the Shady Grove site

Looking west on the Shady Disturbed terrain on the Shady Grove site

Grove site



Looking east, from B&O tracks at Shady Grove site

> -A

Looking northeast, from B&O tracks

at Shady Grove iite

Pasture east of B&O tracks at Shady Grove site Typical right-of-way vegetation at

Shady Grove site

Pasture east of B&O tracks at Shady Grove site Looking east, from B&O tracks
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presently in pasture with a large woodland along one border
of the track. On the west side of the alignment are the
pastures and old fields of a rural property in the process
of being transformed into industrial land. A large Sears
Warehouse dominates the view of the farm and of the meadows
at the headwaters of Crabbs Branch. Most of the land
bounded by the tracks, Shady Grove Road, Frederick Road
(Md. 355) and Fields Road, lies in a wide, shallow basin
broken by the low hill. The eastern side of the basin is
dominated by the railroad embankment that cuts across it.

The landscape where the alignment is proposed is characterized
by the gently rolling terrain and broad shallow basins typical
of drainage divides and headwaters in the Maryland Piedmont.
Historically, Indian trails followed the broad ridge that
separates Rock Creek drainage from the Cabin John and Watts
Branch drainage basins. Rockville Pike and Old Georgetown
Road followed the same ridgeline, where grades were gentle
and stream crossings unnecessary. From Twinbrook to Gaithers-
burg, the B&O Railroad follows an alignment that is close to
Rockville Pike and requires few stream crossings, none of them
over large streams. As a consequence, cuts and fills along
the railroad are, with a few exceptions, slight; grading for
the Metro extension will be similar.

3.4 Cultural Conditions

Historic Buildings and Sites

The A017 alternatives do not affect any know historic sites
or structures or archaeological sites, either on property
required for the right-of-way or in the adjoining properties
which will be influenced by the introduction of the rapid
transit line. The National Register of Historic Places does
not include any structures located in the area, nor are there
any structures considered potentially eligible for inclusion
on the Register- Documentation of this is included in the
Addendum to this Report.

The Peters House, an historical structure located on Oakmont
Avenue between Route 355 and the B&O alignment, will not be
affected by Metro. There is an historical marker on Route 355
near Redland Road noting the grave of Brigadier General Jeremiah
Crabbe , officer during the Revolutionary War. However, the
exact location of the grave is uncertain. Should it be affected
by Metro, the grave will be moved. Since local tradition places
the grave in the Derwood Cemetery, it is unlikely to be disturbed
by Metro construction near the railroad.

Parks and Recreational Areas ' '
^

The A017 alternatives do not affect any public park or recrea-
tional facilities as none are nearby.
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Schools

Public schools in the A017 corridor are located such that
no structures or facilities will be affected. However,
school children will be affected by Metro both during and

(Continued on page 73)









after construction. College Gardens Elementary School, West
Rockville Elementary School, Merryvale Elementary School,
Washington Grove Elementary School, Gaithersburg Junior High
School, Julius West Junior High School, Gaithersburg High
School, Rock Terrace High School, and Richard Montgomery High
School have service areas which encompass the proposed Metro
alignment (see school service area maps included in this
Section) . Students attending these schools who live in the
vicinity of the Metro alignment will be affected during
Metro construction as they walk or are driven to school.

.

The short-term negative impact involves safety concerns
which include hazards from temporary disruption of traffic,
from construction equipment and from the site itself during
construction. Each of these areas of concern is dealt with
by WMATA through the safety provisions included in all their
construction contracts. Examples of these contract provisions
dealing specifically with safety during construction are in-
cluded in Chapter 13 of this Report entitled "Measures Taken
to Minimize Harm to the Environment".

Upon completion of Metro construction, the only safety concern
affecting school children will be due to increased traffic re-
sulting from Metro stations.-'- This is a long-'term negative
impact that can be substantially reduced with additional and
improved signal systems at appropriate intersections and
with the assistance of school crossing guards at particularly
congested intersections.

Institutional Uses

Institutional uses along the A017 corridor are limited to
Montgomery Junior College and Derwood Bible Church.

Montgomery Junior College is located in northern Rockville,
west of Route 355 and directly south of College Parkway.
The College is expected to benefit from Metro as a result
of the increased accessibility that will result from rail
rapid transit and feeder bus service.

Derwood Bible Church is located on the corner of Derwood and
Redland Roads, two blocks from the B&O alignment and within
walking distance to the proposed County Service Park, des-
cribed in Chapter 6 of this Report, and the proposed Shady
Grove Station. Those driving to church may experience
heavier traffic than is presently the case. This is a minor
impact which would, at most, minimally affect the church.

Overall traffic volume will be reduced as a result of
Metro. On a county-wide basis, Metro will have a positive
impact on school children's safety.
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3.5 Traffic and Highway Characteristics

This Section describes existing traffic and highway character-
istics and how they affect access to the Metro Station pro-
posed at either Gude Drive or Shady Grove. This Section also
includes a list and brief description of proposed roadway im-
provements affecting the A017 Segment of the Rockville Route
as well as the A014 and A015 Segments. (If an A017 is built,
there is no A016, since this Segment identified solely the
S&I Yard in Rockville and its location, which would be super-
ceded by the extension.)

The Metro alignment for Segment A017, the proposed extension
of the Rockville Route, is to follow the Baltimore and Ohio
Railroad alignment to an area just north of Gude Drive or
to an area between Fields Road and Shady Grove Road where a
station and Storage, Service and Inspection (S&I) Yard would
be located. Approximately a mile south of the proposed Gude
Drive Station and SS.I Yard, and west of Route 355 there is a
major institutional complex consisting of Montgomery College,
the County School Board Headquarters, Rock Terrace High School
and the Rockville Municipal Swim Center. A neighborhood con-
venience shopping center fronts on Route 355 just south of
the Gude Drive intersection. North of Gude Drive, between
Route 355 and the railroad, there are scattered highway-
oriented uses such as automobile sales, a fresh produce busi-
ness, fast foods, a credit union, and a small shopping center.
East of the B&O Railroad is the Gude Drive Nursery consisting
of 150 acres on which the greatest portion of Metro facilities
at the proposed Gude site would be located, in particular, the
S&I Yard.

New development in the area is proposed for the areas north of
Gude Drive. For example, a recreational area is planned by
Montgomery County at the Southlawn Lane and Gude Drive land-
fill sites. The Potomac Electric Power Company recently sub-
mitted a proposal to the City of Rockville to consolidate
their administrative office and operational functions in one
complex to be located on 70 acres of the 104-acre Seldeen
property, just east of 1-270 and north of Gude Drive extended.
Two major areas open to private development are the industrial
land west of Route 355 and land zoned for residential use east
of the B&O Railroad on the Mobley tract. Both areas are pre-
sently in agricultural use. Large scale development of these
areas does not seem imminent.

The major access roads to the proposed Gude Drive Station
will be Route 355, presently under widening and roadway im-
provements to a six-lane divided arterial, and Gude Drive,
a two-lane collector street.
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Shady Grove Road and Oakmont Avenue are presently congested
at peak hours. The Shady Grove Route 35 5 leg of the inter-
section experiences substantial travel time delays and traf-
fic back-ups under peak hour traffic conditions. Traffic
volumes on Shady Grove Road at Route 355 currently exceeds
20,000 vehicles per day. Volumes have grown at an annual
rate of approximately 2,000 vehicles per day and are cur-
rently in excess of acceptable levels. 1 The Oakmont Avenue-
Route 355 leg of the intersection has less extensive traffic
and travel delays at peak hours than the Shady Grove-Route
355 leg, but these are nonetheless significant. The inter-
section of Redland Road and Route 355 (Frederick Avenue)
also presently experiences travel time delays and traffic
back-ups under peak hour traffic conditions.

Traffic counts available for the Shady Grove area are Average
Weekday Traffic Counts and A.M. Peak - P.M. Peak Hour Counts
made available by Montgomery County DOT as shown on the maps
at the end of this section.

Several of the access roadways mentioned above are slated for
improvements to reflect the needs of the area during the next
ten to twenty years.

Fields Road will be extended from the B&O Railroad tracks to
meet with Redland Road near Needword Road with a bridge to
be built over the Metro and B&O tracks. Fields Road from
Route 355 to Redland Road is proposed as a four-lane roadway.
The Fields Road extension will provide direct access to the
proposed Metro Station; it should relieve traffic congestion
in the Route 355- (Frederick Avenue) Redland Road area, and
increase traffic safety by providing grade separation over
the B&O and Metro tracks.^ This facility is in conceptual
stage only (see end of this Section)

.

The Gaithersburg Vicinity Master Plan which considers the
provision of rail rapid transit "the key to the planning and
developm.ent of the Gaithersburg corridor city" , and would
like to see the transit system extended as far as the German-
town corridor city, proposed to relocate and upgrade Shady
Grove Road. This project includes the construction of a 100-
foot wide, divided, four-lane highway with a 24-foot median
in a 120-foot right-of-way, from Route 355 to Route 115 (Mun-
caster Mill Road), a distance of 13,500 feet. ^ This project
is referred to as the Shady Grove Road extension (see end of
this Section). Status of facility, detailed design, complete
construction plans, complete right-of-way acquired, and the
proposed contract award date was November 15, 19 74^.

Shady Grove Sector Plan Newslater, Page 7, Maryland-National
Capital Park and Planning Commission, July 19 74.

^Montgomery County Capital Improvement Program, 1974.

3lbid.

"^Correspondence with Edward A. Daniel, Montgomery County DOT,
August 30, 1974.
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Route 355 is substantially traveled at peak hours and the
intersection of Gude Grive and Route 355 experiences travel
time delays and back-ups under peak hour traffic conditions.
The available traffic counts for the Gude Drive area are in-
cluded at the end of this Section.

The extension of Metro to either Gude Drive or to the Shady
Grove alternative sites will require the closing of Frederick
Avenue and Westmore Road to the east of the B&O Railroad
tarcks, as at-grade crossing cannot be retained, and an al-
ternative to closing these two roadways has not been resolved.
The Gude Road bridge will require reconstruction to accommo-
date either Metro Station alternative for the A017 Segment.

There are several transportation system changes called for
by Master Plans for the Gude Drive area (see the list at the
end of this Section) . The widening of Route 355 to a six-lane
urban divided highway will improve access to a Metro Station
at Gude Drive as will the Gude Drive extension to the west of
Route 355 and the proposed reconstruction of Gude Drive into
a four-lane divided highway from Route 355 to Route 28,
though the latter improvement is only programmed at present
beginning south of Southlawn Lane . ^ Improvements notwith-
standing, access to a station at Gude Drive would be diffi-
cult since all Metro auto induced traffic would converge at
Route 35 5 and Gude Drive.

The site of the proposed station, accompanying parking faci-
lities and S&I Yard is adjacent to an already approved county-
wide facility called the Montgomery County Service Park which
will include maintenance and storage operations for various
County agencies and departments. Other County facilities
are also planned in or near the Shady Grove area, and com-
mercial and industrial land uses are anticipated to the west
and northwest of the proposed Shady Grove Metro Station.
Presently, however, there are no major traffic generators in
the vicinity of the proposed Shady Grove Station.

The major access roads to the proposed station and S&I Yard
will be: Route 355 (Frederick Road) , presently a two-lane
undivided arterial; Shady Grove Road, a multi-lane divided
arterial; the proposed Shady Grove Road extension (from Route
355 to Muncaster Mill Road); Oakmont Avenue, a two-lane
collector street; Fields Road, presently a two-lane collector
street; and Redland Road, presently a two-lane undivided
collector street with at-grade crossing of the B&O Railroad
tracks

.

Shady Grove Road is substantially traveled at peak hours.
Oakmont Avenue experiences slight to moderate traffic. How-
ever, the intersection of Route 355 (Frederick Road), Shady

Preliminary Rockville Capital Improvement Program, 19 75.
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Route 355 (Frederick Road) will be upgraded to a six-lane
divided highway with improvements at the intersection with
Shady Grove Road.-'- The two segments from Rockville to Mont-
gomery Village Avenue are fully funded.^

Project planning for the Intercounty Connector (Outer Belt-
way) from the Western Arterial to the Baltimore-Washington
Parking has changed from the concept originally indicated
in the 1975-1979 Primary State Highway Improvement Program.
The low priority now given this facility is due to extreme
difficulty in funding and political infeasibility of imple-
menting a complete outer circumferential highway in the
Washington Region in the foreseeable future. For the pre-
sent plan period the proposed limits (for planning purposes)
of the Intercounty Connector are the Western Arterial in
Montgomery County and 1-29 5 in Prince George's County.
The project can be described as a four-lane divided access
controlled highway beginning at an interchange with 1-2 70
approximately midway between Muddy Branch Road and Shady
Grove Road. The alignment proceeds in an easterly direc-
tion generally along the southern boundary of the City of
Gaithersburg. It crosses over Maryland 355 and the B&O
Railroad and terminates at the interchange with the access
road to the Shady Grove Metro Station. The segment of the
Outer Beltway from 1-270 to the direct access road serving
the station is proposed to be funded as an interstate
highway substitution under the State's proposal.-^

A north-south limited access road between the Metro parking
lot on the east side of the railroad to the proposed segment
of the Outer Beltway, with an interchange at Shady Grove Road
is also planned. The direct access road from the Outer Belt-
way segment to the station 'is included in the State's request
for State Highway Fund transfer and is proposed to be funded
as part of the Metrorail extension^. WMATA has further pro-
posed an additional limited access road to Metro parking
facilities on the west side of the B&O Railroad. This access
road would be from Sommerville Drive and Fields Road.

Facilities which will serve as major access roads to a Metro
Station at Shady Grove must be improved and new ones construc-
ted if the Shady Grove Station is to be attractive enough to
divert auto patrons from highways to mass transit. As an

Maryland Highway Improvement Program, 1975.

2 Correspondence with Edward A. Daniel, Montgomery County DOT,
August 30, 19 74.

"^Maryland DOT Interstate Highway Substitution Program (Pre-
liminary Draft) , 1974.

^Ibid.
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example, the proposed County Medical Center to the southeast
of the proposed Shady Grove Station is expected to generate
80,000 daily trips-^. In addition, many thousand trips will
be generated by the proposed commercial office district
recommended to be located adjacent to the Medical Center^.
These trips cannot be handled by the existing and proposed
highway system^. The Gaithersburg Vicinity Master Plan
indicates that the Shady Grove Metro extension will divert
a substantial number of these automobile patrons from high-
ways to rail transit.

The following list and the accompanying map included in this
Section indicates future highway improvements, and their
respective locations, which will affect access to a Metro
Station at Gude Drive or Shady Grove as well as to the pro-
posed transit stations on Segments A014 and A015 of the Rock-
ville Route'^.

^Gaithersburg Vicinity Master Plan, January 1971, Page ^0"/

^Ibid.

3
Ibid.

^Capital Improvement Programs of the State of Maryland,
Montgomery County and the City of Rockville; Gaithersburg
Vicinity Master Plan, January 1971; Rockville Master Plan,
July 19 70; North Bethesda-Garrett Park Master Plan, Decem-
ber 19 70; Wallace, McHarg, Roberts & Todd Investigation.
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Frederick Ave. south of Shady
Grove site

Frederick Ave. southwest of Gude Dr. Frederick Ave. south of Shady
Grove site

/ ^

^ i

Redland Road and B&O tracks Frederick Ave. south of Gude Dr.

-I

M

Rt. 355 in Rockvtlle

/ *

f ^2

-
I if TinlitiliYiifirifiiViffl^

New St. and Hungerford Drive in

Rockviile

Westmore Rd. and Frederick Ave.

Rt. 355 in Rockviile

I'-'^r-giirT-^Trm-iiTTa'^IK^T

Hungerford Drive looking south

BO metro





PR0GRAJ4MED HIGHWAY IMPROVEMENTS THAT DIRECTLY AFFECT
SEGMENT AO 17 AS WELL AS SEGMENTS AO 14 AND AO 15

OF THE ROCKVILLE ROUTE

Improve-
ment Lo-

cation

Fiscal
Year of
Planned
Comple-
tion

Completed
1975

F.Y. 80

F.Y. 80

F.Y. 79

Roadway
and
Route
Number

North Washington
Street Sidewalk

Southlawn Lane

Lofstrand Lane

Croydon Avenue-
Highland Avenue

Project Description

Design, right-of-way and
construction of a side-
walk on the east side of
North Washington Street
between Frederick Avenue
and the North Washinqton-
Hungerford intersection,
to serve this fully de-
veloped commercial area

Construction of street
widening to improve ac-
cess from Gude Drive to
Southlawn Industrial Area
from Lofstrand to Gude

Construction of primary
industrial road and utili-
ties to improve access to
Southlawn Industrial Area
from Southlawn to Dover

Construction of secondary
residential street connec-
ting Croydon and Highland
Avenues, to accomplish
separation of industrial
and residential area traf-
fic

F.Y. 79 North Street
and North Adams

Construction of secondary
residential streets and
utilities to provide ac-
cess and allow single
family residential develop-
ment of the interior area
west of North Washington
Street and south of Martins
Lane from east of North Van
Buren to the end of exis-
ting North Adams
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Improve-
ment Lo-

cation

Fiscal
Year of
Planned
Comple-
tion

F.Y. 79

After
F.Y. 83

F.Y. 80

F.Y. 79

Roadway
and
Route
Number

North & South
Washington St.,
West Middle Lane

Mason Drive

Gude Drive
(West) Rt. 355
to Research
Boulevard -

Phase I

Rockville Pike
(Rt. 355)

Project Description

Reconstruction to 49' width;
needed for improvement of
traffic flow operations in
downtown area; includes 36'

width in Middle Lane
approach to N. Washington
Street westerly to serve
adjacent shopping center

Construction of secondary
industrial street, to pro-
vide access to properties
in area, remove industrial
traffic from North Horners
Lane from Lofstrand Lane
to Lofstrand Lane extended

Partial construction of
major cross-county highway,
bypassing the City of Rock-
ville north of Woodley
Gardens. Connecting the
Southlawn Industrial Area
to 70-S, relieving Mont-
gomery Avenue of automo-
bile and heavy truck traf-
fic from Md. 355 to Research
Boulevard

Reconstruct a six-lane di-
vided highway including
sidewalks on both sides
from Westmore Road to Shady
Grove Road

10 F.Y. 79 Frederick Road Reconstruct a six-lane di-
vided highway for 1.10 miles
and 62* wide straight for
1.8 0 miles including side-
walks on both sides and an
interchange at Diamond Avenue
from Montgomery Village to
Shady Grove Road
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Improve-
ment Lo-

cation

11

12

Fiscal
Year of
Planned
Comple-
tion

F.Y. 79

Completed
1976

Roadway
and
Route
Number

Veirs Mill Road

Shady Grove Road

Project Description

Reconstruction of six-lane
divided highway for 0.41
miles and a four-lane urban
divided highway for 0.17
miles from Md. 355 to E.
Md. 28 (including sidewalks)

Construct four-lane divided
major highway from Md. 355
(Frederick Road) to Md.
115 (Muncaster Mill Road)
along planned location
(13,500 feet), including
bridge over B&O Railroad
and pedestrian underpass
at Mill Run Drive

13 F.Y..80 Park Road Under-
pass

14 F.Y. 77- East Jefferson
78 Street

15 F.Y. 80 Redland-Fields
Road

Construction of additional
two-lane railroad under-
pass. Construction pro-
grammed to coincide with
underpass widening sche-
duled by Metro System

Construct arterial roadway
paved 50 feet wide, with
curbs, gutters, and side-
walks, on East Jefferson
Street from Montrose Road
to Executive Boulevard
(1500 feet)

This project includes the
design and construction of
an industrial street 50 feet
wide with curb, gutter, and
sidewalk or bikeway on both
sides within an 80 foot right-
of-way from the B&O Railroad
to proposed road 1-6, and a
primary street 36 feet wide
with curb, gutter, and side-
walk on both sides from pro-
posed road 1-6 to Redland
Road
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Improve-
ment Lo-
cation

16

Fiscal
Year of
Planned
Comple-
tion

F.Y. 80

17 F.Y. 79

Roadway
and
Route
Number

Research Bou-
levard

Twinbrook/
Nicholson
Lane Sta-
tion Access

Project Description

Construction of the re-
maining portion of pri-
mary industrial street
between Route 28 and
Shady Grove Road to provide
access to industrial area
west of Interstate 70-S
north and south from exis-
ting terminal

This project provides
funds for design, right-
of-way and construction of
access roads to the proposed
Twinbrook and Nicholson Lane
Transit Stations. Although
the Adopted Regional System
proposes stations at each
of these locations, studies
are currently- being conduc-
ted by WMATA, at the request
of the County Council, to
determine the feasibility
and desirability of modi-
fied locations. Therefore,
specific recommendations
for access improvem.ents
cannot be made at this time;
however, it is evident that
the expenditure of funds
to improve access to the
ARS or modified station
locations will be necessary
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26350 - AADT

(14210) - Averaq« Daily Traffic Volume (directional)

BBB STATION PLATFORM

SHADY GROVE ANNUAL
AVERAGE DAILY TRAFFIC

88

Source:

1 . Dept of Transportation Div of Traffic

of Engineering Montgomery County
2. Montgomery Courrty Planning Board metro
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STATION PLATFORM

ALIGNMENT

THRU TRAFFIC

1974 SHADY GROVE TOTAL PEAK-HOUR
TRAFFIC VOLUME (5-6 p.m.)

Sourca: Montgomerv County PLannlng Board October, 1976 metro
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3 . 6 Air Quality

An air quality impact analysis was done by Environ-
mental Research & Technology, Inc. The results of

this analysis, together with an updated addendum
(September 1976) is included in Appendix D of this
report.

3.7 Noise and Vibration

The following summary is taken from the full Noise and Vi-
bration Study done by Wilson, Ihrig & Associates, Inc.,
accoustical consultants to WMATA, The entire Noise and Vi-
bration Study is included in Appendix E of this Report.

Procedures for Evaluating Community Noise Levels

Establishing the existing noise level or noise environment
in a community requires measuring the noise at a large
number of locations at several different times of day and
preferably on several different days and at different times
of the year. Community noise is a continually fluctuating
entity dependent on many factors. Because the noise level
does fluctuate over a relatively wide range, it is necessary
to make measurements which are statistically significant
and which can be analyzed on a statistical basis.

The community ambient or background noise level is generally
the lowest during the evening and nighttime hours and the
possibility of intrusion from transit train operations is
greatest during this time period. Therefore, design
criteria and standards must be based on nighttime operations
and noise levels. Any noise and vibration reduction features
provided in the transit system facilities are functional at
all times but must be designed for the most critical time
period in order to accomplish the desired purpose.

Noise measurements made in the past along sections of the
Metro system which were under design were made for the
purpose of assessing the typical background noise or noise
climate of the transit system corridor area to provide a
basis for determining the criteria which should be applied
in the design of the Metro system structures in order to
minimize or avoid intrusion from the system operations.
Thus the observations of the ambient community noise level
were made primarily during the evening and nighttime hours.
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While corrjnunity noise level data for the evening and nighttime
hours are sufficient to establish the design criteria and
evaluate the potential impact of the transit system, such
measurements are not sufficient for a complete assessment
of the community area. In evaluating the community noise
levels along the Wr-IATA Metro system alternative routes, a

consistent set of procedures and criteria for the evaluation
have been requested- Therefore, in each environmental
assessment study area along the Metro system alternative
routes, noise measurements are being accomplished to give
data for ail times of day rather than just evening and
nighttime hours.

For some types of studies complete 24-hour surveys of the
noise level are perform.ed in order to obtain a coin[jlete
statistical representation of the daily noise exposure in a
community area. It has been found, however, that the noise
in communities can be characterized adequately by making
spot check surveys using at least four characteristic times
of day. Because of time limitations and because of the
purpose of the noise measurements, the spot check type of
survey is being used as the measurement procedure for the
Metro system environmental studies.

For the assessments, sound level data are taken at
representative selected locations along each of the routes
and alternatives. A sufficient number of locations for
measurements are selected to be representative of each of the
characteristic types of communities adjacent to the proposed
transit system routes to provide information on the typical
noise environment for each of the community sections along
the routes. For the purposes of the assessment studies the
characteristic times of day are:

Daytime: 10:; 00 a

.

,m. to 2 : 00 p . m.

.

Rush Hour: 4 :; 00 p.. m

.

to 6 : 00 p . m

.

Evening

:

7 :; 00 . m

.

to 10 : 00 p.m.

Nighttime

:

11

;

: 00 P-. m

,

to 2 : 00 a . m.

Complete measurement samples are taken at each site for each
of the four characteristic times of day. For residential
areas the measurements are repeated at least once to
demonstrate the consistency and repeatability of the noise
data and to assure that the observed noise environment is
representative for each site. Most measurements show little
variation from day to day, however, this should be checked
in each community area. The morning rush hour is not
measured because the noise level results would be essentially
the sam^e as for the evening rush hour.
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Each nieasurcmcnt consists of a 10-minute lony continuous

sample of noise at the site recorded by means of a calibrated

precision magnetic tape recorder and sound level meter.

The recordings obtained arc later analyzed to obtain thr.

statistical distribution of noise level and other details of

the analysis. The tape recordings can be used to obtain

spectral analyses of the noise at the sites, such as octave ,

band analyses, and represent a permanent record or documentation

of the noise environment at the time of the measurements.

The most frequently used and readily understandable method
of describing the noise climate provailincj at a location in
a community is derived from statistical anaJysir, of the noise
levels in decibels. The factors derived from the analysis
are the levels exceeded 90% of the time, 50% of the time, 10%
of the time, and 1% of the time, designated L^^, Lr^Qf L-j^q ^nd
L^, respectively.

is a description of the typical minimum of "residual"

background noise level observed during a monitoring period
and is normally made up of a summation of a large number of
sound sources distant from the measurement position and not
recognizable as individual sound sources. Occasional local
motor vehicle passbys do not strongly influence L^q and it

is not intended to describe local traffic or ambient noise.
The most prevalent source of this residual background noise
is the street and highway traffic but it can also be influenced
by stationary sources such as air conditioning equipment.

L^Q represents the long-term statistical average sound level

over the monitoring period and does reveal the long-term
influence of local traffic. If many samples of the
instantaneous sound level are taken over the monitoring
period, 50% of the samples will lie above L^q and 50% of the
samples will lie below L^q-

L^Q describes the average peak or maximum sound levels

occurring, for example, during nearby passbys of trucks, buses,
automobiles, or airplanes. Thus, while L^q does not describe

the long-term noise levels prevailing it docs describe the
typical maximum noise levels observed at a point and is
strongly influenced by the momentary maximum sound level
occurring during vehicle passbys.

Lj^ is r epresentai tve of the occasional maximum or peak sound

level which occurs m an area.
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Because of some inherent deficiencies of the statistical
measure in evaluating the noise exposure effects of short
duration, high level sounds (such as train, truck or bus
passbys) , the Energy Equivalent Level has been developed as
a convenient and valid single-number descriptor of community
noise. Because it is an energy integral over time, LgQ
represents the constant or steady sound level which would
give the same noise energy level as the fluctuating value
integrated over the total time period. Some consider Leq
noise exposure in an area and most new evaluation systems
such as the community noise equivalent level, CNEL, or the
"Day-Night" average level, Ldn/ use the energy equivalent
concept

.

All of the noise levels determined in the community noise
measurements and the noise levels projected for the transit
system operations are presented in terms of A-weighted sound
level in decibels, abbreviated dBA. This measurement scale
is used because it has become accepted as the best compromise
scale, using frequency weighting which approximates the hearing
characteristics of the human ear. The A-weighted sound level
shows good correlation of subjective response of people and
communities with the measured noise levels. Also, most noise
ordinances, standards and specifications are now being written
in terms of A-weighted sound level. In some cases the pro-
jections have been prepared or calculated in terms of Noise
Criterion Level, NC level, because it is necessary to include
information on the frequency characteristics of the noise for
projection purposes. However, these can be converted to and
correlate well with A-weighted sound levels in dBA.

Existing Noise Levels

Prior to the adoption of the Montgomery County Noise Control
Ordinance, the sound level data for the community assessment
were taken at representative selected locations between July
15, and July 31, 1974 to determine an ambient noise level
for the area. WMATA's 1976 review of those levels indicates
that the noise level data for the community assessment remains
essentially the same.

The location of measurement sites in the assessment are in-
cluded on Figures 1, 2, and 3 in Appendix E maps of the area
showing the proposed Rockville Route. Table I in Appendix E
gives a general description of each measurement location.
Measurements were made at 3 6 individual sites along the A
Route

.

Because most of the proposed alignment parallels either the
Rockville Pike or the B&O Railroad tracks, the observed noise
levels at many of the measurement locations have been influ-
enced by railroad train passbys and/or heavy vehicular traffic.
Review of the data for locations along Segment A017 shows that
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the railroad train passbys do not have a significant effect on

LiOf Li and LeQ/ but affect L50 and L90 to a lesser degree.
It should be noted that the length and the speed of the rail-
road train strongly affect the statistical analysis at a

measurement position. Thus, Lio , L]_ and L^q can be markedly
different even when only a single train passby occurs during
the sample period at a position, when compared with the analy-
sis of a sample with no trains.

At points in residential areas away from main thoroughfares,
and in the absence of any railroad train passbys, t:he typical
nighttime L50 range is 45 to 50 dBA. The quietest areas were
found to be at locations 1 and 2 near the proposed Shady
Grove Station and in the residential areas near locations 21
and 26 where the mean sound level was 44 dBA.

Table III in Appendix E presents the total Energy Equivalent
Noise Level, L^q, in dBA, for the eritire data , . calculated in the
basis of equal contribution for each of the four times of day.
For each measurement location, the noises generated by railraod
train passbys, if any, were included in the total LgQ calcula-
tions. Thus, at the measurement locations near the B&O Railroad,
the occurrence of a railroad train passby was random, depending
on the exact time a particular sample was made and the time of
the passbys. However, neglecting the railroad train passbys
from the total Leq calculation would completely ignore the
effect of the railroad trains and give an incorrect impression
of the noise environment. Since the surveys were not complete
24-hour surveys, the total Leq for the day may not be precise
due to inappropriate time allotment for the time periods
measured, compared to the time period between trains. A com-
plete 24-hour survey would accurately account for the influence
of the railroad train passbys throughout the entire day, rather
then just during the period sampled. However, the data given
is representative for each of the areas at the time of observa-
tion and shows the comparison of the total environment at the
various locations along the route.

Table III also shows the measured noise levels summarized for
the evening and nighttime measurement periods. Since the
evening and nighttime are the periods with lower ambient noise
and are the periods used for establishing the noise environment
appropriate to the criteria for a transit system facility
design, the data given provide a basis for categorizing the
communities through which the transit system route passes and
thereby provide a basis for selecting the appropriate
maximum acceptable noise level from train operations and
ancillary facilities. This then establishes what noise and
vibration reduction features should be included in the transit
system facilities.

^For location of the measurement sites, see Appendix E.
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From the noise level data obtained in the course of the survey

it IS possible to draw approximate contours indicatinq

community noise level ranges for the study area. Figure 5

in Appendix E presents such noise level contour charts for

the A017 study area indicating the approximate noise level

contours or noise range contours for the community area as

determined by the average of the evening and nighttime data,

as on Table III.

Figure 11 is statistical distribution plots along the A017

study area showing the detailed statistical distribution m
terms of noise level exceedance in percentage of time for the

noise levels along different sections of the A017 Segment for

the nighttime and evening measurements. The data is shown on a

chart indicating the proposed criteria for non-aircralL noisu

in residential areas as presented by T. J. Schultz in the

flUD "iMoisc Assessment Guidelines, Technical lUickcj round " ,

]^ef)ort TL'/MA-172. These charts provide a means of q raph i cd 1 1 y

comparing the evening and nighttime ambient noise distribution:;
along different sections of the route. A review of the charts
shows that most of the areas are in the normally acceptable
range for residential areas. However, some areas near the
B&O Railroad tracks are in the normally unacceptable range
due to a railroad train passby during the sample period. In
the areas where a railroad train passby has influenced the
distribution, the noise environment is essentially identical
to other areas except for the high sound level portion of the
statistical distribution (the upper few percent vs sound
level on the percent exceedance charts).

Noise and Vibration Criteria

The appropriate audible noise criteria for the noise created
by transit system facilities and operations depend on the
activities of the occupants and on the ambient noise level
in an area. In general, it is found that persons occupied
with various tasks or recreational activities are not aware
of an intruding transient or short duration noise until its
level IS about 10 decibels, dD, greater than the typical
background noise. Conversely, it is possible for persons
who are quietly sitting and listening to detect an intruding
transient sound when it is about 5 dD less level than the
background noise. For steady noises, such as ventilation
fan noise, intrusion or annoyance occurs when the noise adds
signi f icnatly to the pre-existing background noise or when
the fan noise results in a background noise level which is
excessive for the type of area or type of building occupancy.
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It is, therefore, necessary to compromise on the maximum
noise level criteria for most areas and types of occupancy
since there are usually several varieties of activities or
occupancy. Also, it is unreasonable in all cases to design
for a noise level that is not noticeable or is undetectable.
It is more appropriate to design for a level that is
acceptable or non-intrusive but which may be audible at
some t imes

.

The general purpose of the criteria determined for use in

the design of the WMATA Metro facilities is to determine the
maximum acceptable noise level from trains on surface or
aerial structures, from fan and vent shaft openings or for
ground-borne vibration from trains for different types of
areas and nearby buildings.

There are five general categories of areas or types of
communities where the noise from transit train operations or
ancillary facilities could create audible intrusion or
impact. Therefore, these areas, indicated in the following
Table, are the areas which are considered and categorized in
determining or defining the maximum permissible noise levels
for Metro system operations,

COMMUNITY CATEGORY AREAS USED IN
ESTABLISHING METRO SYSTEM NOISE
LEVEL CRITERIA (See Pages 20 and
21 in Appendix E) "

Area
Category Description

Typical
Ambient Noise

Levels at Night

II

Quiet urban residential, and
suburban residential areas.

Average urban residential areas,
apartments and hotels in quiet
areas, open space recreational
areas

.

35-40 dBA

40-45 dBA

III Noisy urban residential or
average semi-residential-
commercial areas.

45-55 dBA

IV

V

Commercial areas with office
buildings, retail stores, etc.,
with primarily daytime occupancy.
Open space parks and suburban
areas near highways or high speed
boulevards with distant
residential buildings.

Industrial or Freeway and Highway
Corridors with either residential
or commercial areas adjacent.

Over 55 dBA

Over 60 dBA
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3 . 8 Socio-Economic Conditions'
'

General Characteristics

Socio-economic data drawn from the U.S. Bureau of the Census
for 1970, the 1976 Growth Policy Report of the Montgomery
County Planning Board, and Projections of the Metropolitan
Washington Council of Governments indicate the for Montgomery
County the rate of growth has been slower in the '70s than in
the '60s or '50s. However, the number of households is grow-
ing faster than the population as the number of people per
household decreases. Furthermore, the relative number of
young children is declining and the median age of the County's
population is increasing. This trend is predicted to continue.
Between 1976 and 1986 Montgomery County should experience a
decline in the number of children 5-9 years old and a small-
increase in the number under 5 years old through 1981, and a
subsequent increase by 1986. Between 1976 and 1986 Montgomery
County can expect the number of people over 65 to increase
75%. In general the entire population of the County is in-
creasing in age. In 1970, the median age of the County's res-
idents was 27.9; by 1986 it will advance to 33.4. (See "Changes
in Population Age Profile 1960-1970" and "Comparison of Popula-
tion Structure 1970-1986".)

Since the middle '60s the black population of the County has
been increasing. This is due largely to the fact that fair -

housing legislation has made it possible for many black
families to exercise the same kinds of housing choices as
white families.

Montgomery County has enjoyed high average family incomes for
several decades. In 1970 the County's median family income
was the highest in both the region and the nation. Since
1969 the number of families earning more than $25,000 has
more than doubled. At the same time the number earning less
than $12,000 was almost halved. (See "Montgomery County:
Estimated Family Income 1969-77".) As a result of this shift,
median family income in 1972 was $22,000, in contrast with
$16,700 in 1969, a rate of change more than double the rate of
inflation. This relative affluence is largely due to the sig-
nificant proportion of the labor force working in professional
and managerial occupations and to the very large number of
families with more than one income producer.

As disposable income rises the County's housing goes up in
price. In Montgomery County, housing does not filter down
from the more affluent to the less affluent. Instead, used
housing trends to be upgrade, especially as the population
becomes more affluent. Consequently, there is a serious and
growing deficit in low and moderate income housing. It is

therefore imperative that Metro construction not disrupt the
existing low and moderate income communities adjacent to the
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COMPARISON OF POPULATION STRUCTURE
MONTGOMERY COUNTYJ976-I986
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AT-PLACE EMPLOYMENT MONTGOMERY
COUNTY 1951-1986
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Growth of Non-Agricultural At-Place Employment
,
Washington SMSA and Montgomery County,

1950, 1960, 1970, 1974 (in thousands)

Washington SMSA Montgomery County

% Increase % Increase

Industry 1950 1960 1970 1974 1950-74 1950 1960 1970 1976 1950-

Construction 39.6 50.0 68.7 88.7 224.0 3.7 8.2 14.3 16.7 386.5

Manufacturing 25.4 34.8 43.6 48.6 191.3 1.8 4.9 9.5 9.4 527.8

Transportation,

Communication
& Public Utilities

40.0 44.4 60.3 66.5 166.3 0.7 1.4 4.1 6.5 585.7

Wholesale Trade ZO. / oy .z /I O /I onQ Q U.z 1 K
1 .0 D.O Z 1 u.u

Rptail TraHp 94 6 29.5 187.9 205.2 216 9 5 6 14 5 36 3 42.7 648.2

Finance, Insur-

ance & Real Estate 30.1 40.7 68.4 79.2 263.1 1.0 3.9 13.0 16.6 130.0

Services 81.3 36.5 252.2 300.5 369.6 8.1* 23.3* 53.4 64.9 659.3

Federal Gov't 227.4 236.2 316.2 337.3 148.3 9.9 19.1 36.6 52.7 369.7

State and Local

Gov't 32.8 54.5 119.7 155.8 475.0 3.7 9.3 18.0 21.4 486.5

TOTAL 591.5 744.3 1156.5 1324.2 223.9 34.7 86.2 191.8 237.4 552.7

* Includes services, seif-employed and private household workers.

Source: U.S. Department of Labor, Bureau of Labor Statistics, Employment and Earnings, States and Areas,

1939- 1970. Bulletin 1370-8. 1 97 1

.

The Maryland-National Capital Park and Planning Commission, Factors Influencing Development,

Montgomery County, December 1969.

The 1970 data for Montgomery County were compiled from various sources including the Employ-

ment Security Administration, Department of Employment and Social Services, State of Maryland,

December 1971

.
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the corridor as these cannot be replaced through the normal
operations of the private housing market or via presently in-
adequate public subsidy or construction programs.

Over 50% of County residents work in the County, and there
are almost as many job opportunities in the County as there are
residents in the labor force. (See "Employment and Commuting
in Montgomery County 1960-1970".) It is expected that the
County labor force will grow much faster than the population
over the next ten years. From 1970-1976, an average of 12,000
additional jobs per year located in the County, representing a
growth rate of 5.7% per year. If present trends continue, the
average annual number of at-place jobs will increase by 8,300
between 1976 and 1981, and by 7,700 between 1981 and 1986. In
this period the County will capture approximately 19% of the
employment growth in the SMSA.

The 70-S Corridor, which encompasses the area surrounding the
A017 Segment, accounted for 53% of the County's increase in
population during the 1970-1976 period.

Estimated Change 1970
Forecast Population Population 76 Number/

Area 1970 1976 Percent

Percent
Share of
County
Growth

70-S
Corridor 26,936 62,300 35,364/231% 53%

Total
County 552,809 590,000 67,191/113%

The 70-S Corridor's age distribution is younger, with more
pre-school children than the population in the County at
large. (See "Distribution of County Forecast .Area Population
by Age " .

)

It is anticipated that the 70-S Corridor will experience more
growth during 1976-1986 than any other forecast area within
Montgomery County. (See "Population Increase, Montgomery
County 1976-1986 by Forecast Area".) The 70-S Corridor will
account for 47% of the County's population growth during this
period.

Source: Population estimated by staff of Montgomery County
Planning Board; except 1970 wnich is U.S. Census figure.
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Forecast
Area

1
Estimated

Population
Estimated

Change
Number

1976-86
Percent

Percent Share
County Growth

1960-70 1976-851986

70-S
Corridor 108,300 46,000 174% 8. 3 47%

Total
County 687,000 97,000 116% 100% 100%

Date for 1970-1976 shows that 34,656 dwelling units were built
in the County. The 70-S Corridor accounted for 35.0 percent
of the activity.

The 70-S Corridor is projected to have most of the sewered and
vacant land available for development in Montgomery County
during the 1970 's. This is expected to encourage a rapid
growth rate and accompanying building activity. Another attrac-
tive characteristic of this area which will probably be an
inducement for development is that the area contains ample
multi-family zoning.

Community Characteristics

The foregoing discussion of the socio-economic context of the pro-
prosed end of the "A" Route must now be narrowed so as to focus
more specifically on the areas adjacent to the proposed A017 Seg-
ment alternatives. Socio-economic data from the U.S. Bureau of
the Census for 1970 has been utilized to evaluate existing popula-
tion and housing characteristics for the corridor under study.

This is the most current information available for the alignment
corridor; while 1970 Census figures have been updated to 1974 for
political jurisdictions in the Washington Metropolitan Area. They
have not been revised for tracts within jurisdictions. Data for
socio-economic projections have been taken from the forecasts made
to 1995 by the Metropolitan Council of Governments for Transporta-
tion Zones along the Corridor.

The study area which includes five census tracts is shown on the
Census Tract map included in this Section. Summary data descri-
bing existing income characteristics, housing types, rental and
ownership distribution, age groups and racial composition is
found on tables included in this Section.

Census data indicates that the study area has a higher proportion
of children (under 18 years) and a lov;er proportion of elderly
than either the region or the District. Data further indicates

Source: Population estimated by staff of Montgomiery County
Planning Board; except 1970 is U.S. Census figure.
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Income Characteristics for Census Tracts Adjoining the A0 17 Segment

No. Familiss No. Families ^1aH i^n
I * lOVJ ICJl 1

Earning Less Earning More Family
No. Families than S12.000 than 325,000 Income

7010.04' 261 99 — $14,423

7012.08 310 80 42 $14,557

7007.05 728 430 69 $1 1,108

7007.04 791 217 48 $15,374

7007.03 1,165 174 135 $1 7,492

Total Montgomery
County $16,710

Washington, D.C. S 9,583

Washington SMSA $12,933

'Census tract 7010.04 is included in both the A014-A016 Environmental Impact Report and
the A01 7 Environmental Impact Report because the A01 6 and AO! 7 Segments of the "A"
Route overlap.

Source: U.S. Census.

Comparison of Population and Housing Characteristics for Census Trad
Adjoining the A017 Segment and Washington, D.C, and Washington

SMSA for 1970

Race and Age Percent of Total Population

Total In Group 62 Years
Population Negro Quarters Under 18 and Over

Washington, D C. 756,510 71 5 30 12

Washington SMSA 2,861,123 26 3 35 8

7010.04 ' 6,556 1 46 2

7012.08 1,349 4 - 44 5

7007.05 2,719 36 5

7007.04 2,881 1 37 4

7007.03 4,785 1 47 3

'Census tract 7010.04 js included in both the A014-A016 Environmental Impact Report and
the A017 Environmental Impact Report because the A016 and A017 Segments of the "A"
Route overlap.

Source: U.S. Census.
,

Housing Characteristics in Vicinity of A017 Segment by Census Tracts

Total Average Value Average Contract Lacking Some 1.01 if Mora
Census Year Round Owner Occupied Rent, Renter Oc- or All Plumbing Persons/Room
Tract Housing Units Unit (S) cupied Unit (S) Facilities Total

7010.04' 1,739 40,400 233 2 17

7012.08 342 38,300 101 30 19

7007 05 918 32,300 118 6 52

7007.04 886 31,200 157 3 46

7007.03 1,21

1

36,900 203 6 15

'Census tract 7010.04 is included in both the A014-A016 Environmental Impact Report and the A017 Environmental Impact
Report because the A016 and A017 Segments of the "A" Route overlap.

Source: U.S. Census, 1970.
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Comparison of Population and Housing Characteristics for Census Tracts

Adjoining the A017 Segment and Washington, D.C., and Washington SMSA for 1970

Housing Units
Total No. Structures

Year Round No. One Unit of Ten or No. One Person
Housing Units Structures More Units Housaholds

Washington, O.C. 278.374 102,110 104,042 84,239

Washington SMSA 937,518 376,882 NA NA
7010.04* 1,739 1,384 112 70

7012.08 342 329 16

7007,05 918 356 462 118

7007.04 886 565 127 98

7007.03 1,211 1,018 128 47

'Census tract 7010.04 is included in both the A014-A016 Environmental Impact Report and the A017 En-

vironmental Impact Report because the AO! 6 and A01 7 Segments of the "A" Route overlap.

Source: U.S. Census 1970.

Comparison of Population and Housing Characteristics for Census Tracts Adjoining

the A017 Segment and Washington, D.C., and Washington SMSA for 1970

Owner and Renter Occupied Units

OWNER OCCUPIED RENTER OCCUPIED
Average Average Cont.

Census Tract Total Value (S) % Negro Total Rant (S) % Negro

Washington, D.C. 73,980 26,500 61 188,558 123 63

Washington SMSA 413,262 NA 15 484,870 142 34

7010.04* 906 40,400 1 773 233 2

7012.08 263 38,300 5 72 101 4

7007.05 285 32,300 609 118

7007.04 509 31,200 367 157 1

7007.03 898" 36,900 273 203 3

•Census tract 7010.04 is included in both the A014-A016 Environmental Impact Report and the A017 En-
vironmental Impact Report because the A016 and A017 Segments of the "A" Route overlap.

Source: U.S. Census 1970.
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Traffic analysis zone boundary
TRAFFIC ANALYSIS ZONES

mill Alignment

Source: 1. Metropolitan Washington Council of

Governments - 1977
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that the area has a very small black population, a condition that
will most likely change as job and housing opportunities in the
area increase over the next ten years. The median income of the
study area is lower than the median for the County, as a whole,
but by comparison with the region and the District, the study
area enjoys a relatively high median income.

Housing in the study area consists of 71.7% one-unit structures
as compared to 40.2% regionally and 36.7% one-unit structures in
the District. The number of one-person households is significantly
lower than in the District - 6.8% as opposed to 30.3%. Owner-
occupied housing units average $35,820. In general, contract
rents are higher than those in either the region or the District,
with tract 7012.08 and 7007.05 as exceptions. As for substandard
or overcrowded units , proportionarely few units in the study area
are either substandard or overcrowded by Census definition.

Socio-economic projections for the Study area were provided by the
Washington Council of Governments for Transportation Zones as shown.

The forecast indicates that in the Rockville area population is
expected to increase by 120% by 1995. _ The areas showing the most
significantly projected growth is located east of the alignment
between Rockville and Shady Grove. Two zones in Rockville are
forecasted to lose population by 1995.

Increases in the number of households in the corridor area suggest
a change in population age structure. In the Rockville area, the
number of households is expected to increase or remain the same
in all zones, while population is expected to decline in all but
one. Shady Grove is expected to experience a 158% increase in
the number of households , and the area west of the corridor between
Rockville and Shady Grove a 275% increase. These projections are
consistently higher than those forecasted for population growth,
suggesting the immigration of childless couples and es tablishement
of single member households.

Employment forecasts show the greatest increases in at-place employ-
ment in the Rockville portion of the corridor area. Some growth is
expected in the Shady Grove area as well. The rate of at-place
employment growth, however, only exceeds population growth rate
in two zones in Rockville, indicating that most of the new popula-
tion will be working outside the corridor area.

Civic Associations and Citizen Interest as Reflected by Mayor and
Council of Rockville

In the corridor under study, civic associations are usually organize
by residential area development, as indicated by the Civic Associa-
tions map. For example, three civic associations close to the pro-
posed Shady Grove alternative are the Rosemont Citizen's Associarion
the Parks2.de Estates Civic Association, and the Washington Grove
Citizen's Action Committee.
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The Progressive Citizen's Association, in the City of Rock-
ville on the east side of the B&O tracks and the proposed
Metro alignment, is particularly concerned with the impact
the Shady Grove extension will have on the community of
Lincoln Park, which it represents. Lincoln Park is primarily
a lower-middle income black community whose access to the
Rockville CBD is by way of Park Road, Frederick Avenue, West-
more Road and Gude Drive. The Progressive Citizen's Associ-
ation is concerned that, should Frederick Avenue and Westmore
Road be closed by the Metro extension, Lincoln Park would be
isolated from the rest of Rockville, especially from the
Rockville business district.

Despite the reservations of the Progressive Community Asso-
ciation, the majority of Rockville residents, as represented
by the Mayor and Council of Rockville, favor the Rockville
Route extension, specifically favoring an extension to Shady
Grove. The Mayor and Council of the City of Rockville issued
a position paper in November of 1973 which voiced concern over
the location of an S&I Yard and a terminal station in Rock-
ville. The City of Rockville insists that locating an S&I
Yard in downtown Rockville would be contrary to the City's
efforts to upgrade the downtown; would create excessive noise
and air pollution; and would deny the City prime taxable land.
As to the location of a terminal in Rockville, the City's
position is that it would create intolerable congestion in the
downtown area as well as excessive parking demands. Conse-
quently, the City favors moving the terminal station to a
site north of Rockville to relieve the traffic and parking
problems that would otherwise be caused by channeling up-
County demand for Metro into a cramped downtown site. The
City also favors moving the S&I Yard to a site north of Rock-
ville to avoid a land use conflict in the downtown, to remove
the adverse environmental and aesthetic impact on the downtown;
and to retain 27 acres of prime taxable land. The City of
Rockville further recommends that the S&I Yard and terminal
station be located at Shady Grove as this location is compat-
ible with surrounding land use proposals ; land is available in
sufficient quantity for Metro facilities; and there will be good
access to the site.

Citizen interest is also reflected via the Citizen's Advisory
Committee for the Shady Grove Sector Plan which was established
to assist the Montgomery County Planning Board and staff in
the preparation of the Shady Grove Sector Plan. The Maryland
Department of Transportation, which is making an access study
of the Shady Grove site as part of its general access study of
other station sites in the County, will use the same Citizen's
Advisory Committee to satisfy Federal requirements for citizen
participation. The access study is coordinated with the Mont-
gomery County Planning Board's Impact and Sector Plan studies
which are presently under way for the Shady Grove area.
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CIVIC ASSOCIATIONS

1. Summit Hall Committee Association

2. Washington Grove Citizens Action Committee
3. Rosemont Citizens Association

4. Horizon's Condominium Homeowners Association

5. Winter's Run Civic Association

6. Parkside Estates Civic Association

7. Needwood Civic Association

8. Woodley Gardens Civic Association

9. College Gardens Civic Association

10. Federation of Civic Associations

1 1. Regents Square Homeowners Association

12. Woodley Gardens E.W. Homeowners Association

13. West End Citizens Association

14. Rockshire Civic Association

15. Glenora Hills Citizens Association

16. Progressive Citizens Association

17. East Rockville Civic Association

18. David Scull Court Citizens Association

19. Rock Creek iVIanor Citizens Association

20. Burgundy Estates Civic Association

21. New IVlark Commons Homeowners Association

22. Twinbrook Citizens Association

23. Twinbrook Forest Condominium Association

24. Hungerford-Stoneridge Civic Association

25. Potomac Woods Civic Association

26. Rock Creek Citizens Association

27. Wheaton Woods Citizens Association

28. Montrose Civic Association

29. Walnut Woods Citizens Association

30. Tilden Woods Citizens Association

31. Luxmanor Citizens Association

32. Wickford Citizens Association

33. Randolph Citizens Association

34. Viers Mill Village Citizens Association

35. Holiday Park Citizens Association

36. Rock Creek Palisades Citizens Association

37. Garrett Park Estates Citizens Association

38. Garrett Park Citizens Association

39. Ken Gar Civic Association

40. West Kensington Civic Association

41. Wildwood Manor Citizens Association

42. South Grosvenor Citizens Association

43. Parkwood Citizens Association

44. Byeford Civic Association— Rock Creek Highland

45. Rock Creek Coalition

46. Mid-County Civic Alliance

47. North Bethesda Congress of Civic Associations

48. Montgomery County Civic Federation

49. Grosvenor Park Condominium Association
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^ Approximate location

Source: 1. Maryland-Nat'l Capital Park & Planning Comm. 1977

2. City of Rockvilla
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SHADY GROVE SITE
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4. DESCRIPTION OF THE PROPOSED ACTION AND ITS ALTERNATIVES

A terminus for the 'A' Route requires sufficient vacant or easily
cleared land for parking lots and a Service and Inspection Yard
with its associated sidings, turning loops and other facilities.
Access to the station from outlying areas should be good and
space for parking should be ample.

Over the years since the Adopted Regional System (ARS-68) set
Rockville as the terminus of Route A, development in, planning,
and terminal design improvements made the inadequacy of Rockville
as an end-point for the Metro Route evident. The City of Rock-
ville and the County were especially concerned about the effects
on the town center of thousands of daily commuter trips to the
terminal. The proposed location of the S&I Yard was being occu-
pied by development, and the city government objected to the
presence of a rail yard in the downtown area.

It was resolved that, if suitable land could be found along the
B&O tracks north of Rockville and south of Washington Grove, a
prqsosal to extend the 'A' Route to a more northerly terminus
would be examined and proposed.

Potential sites for the facility exist north of Gude Drive, where
it crosses the railroad, and north of Fields Road, where it
crosses the railroad. At Gude Drive, there is room for parking
lots and Sisd Yard on the east side of the B&O, on lands of the
A. Gude Nursery. At Shady Grove, north of Fields Road and south
of Shady Grove Road, there is ample space on either the east or
west sides of the B&O.

Because of disruption to the nursery and inferior access at Gude
Drive and because of a firm decision by Montgomery County to de-
velop the east-of-the-tracks side at Shady Grove as a Service
Park, attention was concentrated on the west side location for
the S&I Yard at Shady Grove (proposed action) after the Prelimi-
nary Evaluation described in Chapter 5 of this Report recommended
that Gude Drive be dropped from consideration.

The extension of Metro Route A beyond Rockville to the vicinity
of Shady Grove Road is intended to improve the operational effi-
ciency of the transit line, to improve access to the terminal
station, and to relieve Rockville of both the traffic generated b
a terminal station and the presence of a rail yard near the heart
of the City. A location for the terminal, parking areas, and
Service and Inspection Yard was found near the Baltimore and Ohio
Railroad, on industrially zoned land, some 2.7 miles north of the
proposed Rockville Metro Station (Rockville ARS Station)

.
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The site permits a flexibility of design and access that would
be impossible in downtown Rockville. As the site is presently
in pasture, herbaceous oldfield (perennial grasses and weeds)
or hedgerows, and occupies the headwaters of Crabb ' s Branch, the
impact of rail yard and parking lot on natural systems is con-
siderable. Construction will require carefu'' management to pre-
vent or mitigate harmful effects on land, soil, air, plants, and
especially water.

On the other hand, there is space for ponds to detain and settle
runoff from paved areas and there is room for trees and plantings
to soften the effects of the station. Because of their location
at the upper end of the Crabb ' s Branch drainage basin, the yard
and parking lots will occupy level to gently sloping land rather
than the steeper, more disected terrain typical of the middle and
lower parts of drainage basins in the Piedmont.

A detailed discussion of environmental considerations relative to
the proposal and its alternatives follows their descriptions.

4 . 1 Description of the Proposed Action

Route A extension follows an alignment on the west side of
the Baltimore and Ohio Railroad tracks between Rockville
and Gaither sburg . The alignment is parallel to the B&O
tracks for a distance of about 2.66 miles from the start of
the extension, at the north end of the Rockville ARS Station
to the entrance to the proposed S<il Yard near Shady Grove
Road. The extension will be built at grade, typically at a

grade and elevation close to that of the existing B&O tracks,
in its route from Rockville Station to the Shady Grove Station,
just north of Fields Road, the alignment intercepts six roads
which presently cross the railroad tracks, either at grade or
on structures.

Park Road is carried under rhe B&C tracks to join Middle Lane
at Hungerford Drive (Md. 355). Construction of the Rockville
Station parking and access roads will require a widening and
an improvement of this presently narrow underpass.

Frederick Avenue, which presently crosses the B&O tracks at
grade, would be closed by the Metro line, which does not
tolerate grade-level crossings. Westmore Road crosses the
B&O some 1800 feet north of Frederick Avenue; on at-grade
crossing, it too would be closed.

Gude Drive is carried over the B&O tracks on a bridge that
would require reconstruction to accommodate the Metro align-
ment. Derwood Road bridge would also require reconstruction.

A new bridge connecting Fields Road with Redland Road would
eliminate the need for a grade crossing at Redland Road and
would improve access zo the Metro Station north of Fields
Road

.
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The terminal station will be about 2.66 miles from Rockville
Station, 400 feet north of Fields Road. The station will be /
a center-platform surface structure with pedestrian under- ^

passes to connect the station to parking lots and access
roads on the east and west sides of the rail alignment.

Parking will be provided at the Shady Grove Station for 3000
cars. Spaces for 57 cars and 6 buses will accommodate stand-
ing vehicles while passengers arrive or depart. Approximately
5% of the parking lot area will be landscaped.

Access to the station and parking will be from Sommerville
Drive on the west. On the east side of the alignm^ent, park-
ing access will be from Shady Grove over a line built to
serve only the station. Buses will enter the east side from
either Shady Grove Road on the same exclusive drive or from
Fields/Redland Road.

The Service and Inspection Yard and Shady Grove facility will
provide storage for Metro cars, inspection and service shops, car
cleaning facilities and turn-around loops.

The Service and Inspection Yard will occupy 48 acres of land;
the parking and station area west of the B&O will occupy
about 36 acres, and the parking lots and station area to the
east will occupy about 30 acres or more, depending on the
requirements for water management ponds. The access drive
from Shady Grove Road extended to the parking area on the
west occupies some 3 or 4 acres, depending on right-of-way
dimensions.

4 . 2 Description of the Alternatives

Two alternative terminal and service yard locations and four
alternative alignments were studied. The alternatives are
described below:

SG-W:* The Proposed Action, described in 4.1
above

.

SG-Wa:* Identical in alignment, terminus, and lo-
cation of service yard to SG-W; SG-Wa spans
Frederick Avenue and Westmore Road on an aerial
structure

.

SG-Ea: An aerial structure carries Metro tracks
over the B&O from the west to the east
side of the B&O tracks; proceeding north-
ward, the aerial structure spans Frederick.

* Two station platform locations are possible for SG-W and
SG-Wa; the one described in 4.1 supercedes an earlier loca-
tion 1000 feet further north of Fields Road.
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Avenue and Westmore Road before the align-
ment returns to an at-grade position.
North of Fields/Redland Road the Shady-
Grove Station occupies a site east of the
location proposed for SG-W, and about 2000
feet further north. The Service and In-
spection Yard is east of the station.

This extension to Shady Grove follows the
west side of the B&O Railroad to a point
south of Derwood Road where an aerial struc-
ture carries the Metro tracks from the west
to the east side of the B&O. Station and
yard locations are identical to SG-Wa.

A tunnel under the B&O tracks near Derwood
Road carries Metro from west to east, the
alignment is identical to SG-^'TEa.

The Gude Drive alternative places the ter-
minal station north of Gude Drive, about
one mile short of the Shady Grove terminal.
GD-W follows the west side of the B&O tracks
(identical to SG-VO ; north of Gude Drive, a
station is provided. Yard tracks north of
the station go through a tunnel under the
B&O tracks to a Service and Inspection Yard
on the east side of the railroad, north of
Gude Drive.

This alternative is identical to GD-W,
except that an aerial structure on the west
side of the B&O spans Frederick Avenue and
Westmore Road.

This alternative crosses from the west to
the east side of the B&O railroad on an
alignment identical to SG-Ea. Frederick
Avenue and Westmore Road are spanned as in
SG-Ea, The terminal station is north of
Gude Drive on the east side of the B&O,
with the S&I Yard immediately north of the
station

.

Following the same alignment as SG-W, but
it would be an underground alignment to a
surface station and service yard at Shady
Grove. Construction would be accomplished
by excavating a trench, building a double-
box tube and refilling the excavation.
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No Action: Adoption of this alternative would require
(RK-W) a terminal station at Rockville and a Ser-

vice and Inspection Yard in downtown Rock-
ville, between Hungerford Drive and the
B&O tracks, north of Park Road as planned
in the Adopted Regional System (ARS-19 68') .

Synopsis of Alternatives

Westmore
Length in Feet , Road and

Frederick Redland
Surface Aerial Total Avenue Road

SG-W 14,220 400 14,620 Closed Closed

SG-Wa 10,120 4, 500 14 , 620 Open Closed

SG-WE 12,900 2,200* 15,100 Closed Closed

SG-Ea 10,300 4,800 15,100 Open Closed

GD-W 9,300 400 9,700 Closed Open

GD-Wa 5,200 4,500 9,700 Open Open

GD-Ea 6,300 4,800 11,100 Open Open

No Ac-
tion
(RK-W) 0 0 0 Open Open

SG-Wt tunnel 14,620 14,620 Open Open

*Aerial (SG-WEa) or tunnel (SG-WEt)
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PRELIMINARY EVALUATION — .PROBABLE IMPACT OF THE PROPOSED
ACTION AND OF ITS ALTERNATIVES ON THE ENVIRONMENT

5.1 Introduction

As stated in Task II of the Scope of Services, two studies
for the end sections of the Rockville Route have been done
simultaneously. The first study deals with Sections A014,
A015 and A016. The second study treats A017 (proposed ex-
tension north of Rockville) and will be circulated under CEQ
Guidelines. The completed studies have separate re-
ports. However, for the purpose of the Preliminary Evaluation,
all sections of the Rockville Route from A014 to the terminal
station and S&I Yard were examined together in order to assess
the performance of the System as a whole. It is impossible
to examine the service area implications and regional impacts
of adding, deleting or moving a station within these Sections
of the Rockville Route without looking at the entire A Route
System from Grosvenor (Parkside) to its terminus.

The objective of the Preliminary Evaluations Report of Alter-
natives for the Rockville Sections A014, A015, A016 and A017
(extension beyond Rockville) is to make a first-cut analysis
of all feasible and proposed alternatives. As stated in Task
III of the Scope of Services; after 30 days of study, "those
alternative alignments that prove to be unacceptable shall
not be studied beyond this point."

Within the four segments under consideration, there are six
system alternatives, four variations on the basic route align-
ment, and more than fourteen station platform location options
with numerous site design variations.

In order to carry out a Preliminary Evaluation of all these
alternatives, different levels of system design concern were
established. The Rockville alternatives were first grouped
in terms of alternative systems, as defined by alignment and
station options.

The six alternative systems are defined as follows;

System Alternatives

1. ARS-68 — ARS-68 System alternative includes Alignments
A014, A015 and A016 with stations at Nicholson Lane, Halpine
Road (two ARS platform options) and a terminal station and
yard at Rockville (A016).

2, Rockville A — Rockville A System alternative includes
Alignment AO 14 and AO 15 with the alternative of Alignment
B-C, and A016. The stations are Nicholson Lane Combined
(three platform options) and a terminal station and yard at
Rockville (A016)

.
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Grosvenor Service Area

Nicholson Service Area

Twinbrook Service Area

Rocl<ville Service Area

SERVICE AREAS
ARS-63 SYSTEM ALTERNATIVE
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Grosvenor Service Area SERVICE AREAS
NO ACTION
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Grosvenor Service Area

Nicholson Lane Service Aiea

Twinbrook Service Area

Rockvllle Service Area

Shady Grove Service Area SERVICE AREAS
ROCKVILLE D SYSTEM ALTERNATIVE
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3. Rockville B — Rockville B System alternative includes
Alignments A014 and A015 with the alternative of Alignment
B, and A016. The stations are Nicholson Lane, and T^//inbrook

(six platform options), and a terminal station and yard at
Rockville (A016).

4. Rockville C — Rockville C System alternative includes
Alignments A014 and A015 with the alternative of Alignment
B-C, and A017. The stations are Nicholson Lane Combined
(three platform options), Rockville (two platform options),
and extension of the Route beyond Rockville to a terminal
and yard at Gude Drive or Shady Grove.

5. Rockville D — The Rockville D System alternative includes
Alignments A014 and A015 with the alternative Alignment B, and
A017. The stations are Nicholson Lane and Twinbrook (six plat-
form options), Rockville (two platform options), and exten-
sion of the Route to a terminal and yard beyond Rockville at
Gude Drive or Shady Grove.

6. No Action — The No Action System alternative amounts to
terminating the A Route at Grosvenor Station.

The six system alternatives are shown on the map entitled
"System Alternatives for End Segments of the Rockville Route."

5 . 2 Impact Factors Considered

Environmental Impact in the Preliminary Evaluation as in the
National Environmental Policy Act of 1969, is broadly defined.
It encompasses the ecology of both the natural and man-made
environment, and its relationship to the visual-physical,
cultural and socio-economic aspects of the human experience.
Positive as well as negative impacts are considered. The
impact factors listed and defined below are used throughout
this Report.

2.1 Ecological Factors ; Those elements of climate, atmosphere,
soils, geology, water quality and hydrology (f loodplains , sur-
face and subsurface water) , wildlife, vegetation, noise and
other physiographic factors (land forms, topography, slopes)
which make up the natural environment.

a. Geological conditions, soil conditions:

1. Conditions of the soil and rock affecting the con-
struction of a surface alignment.

2. Excavation, spoil disposal.
3. Fill, source of borrow material.
4. Stability of slopes.
5. Effects on ground water of fill or excavation.
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b. Terrain - plant cover:

1. Impacts of construction on forest or agricultural
resources

,

2. Impacts of construction on the terrain; relationship
of proposed action to land forms, drainage basins
and streams.

3. Unique plant communities, wildlife habitats.

Runoff, Drainage Management:

Changes in runoff or stream channel generated by the
proposal

.

Changes in quality of surface water.
Effects on groundwater and on baseflow in streams.

d . Air Quality :

1. Metro's impact on regional air quality.
2. Impact on local air quality where park-and-ride, kiss-

and-ride, and bus route commuter traffic is focused on
Metro stations.

e. Noise and Vibration

2.2 Visual, Physical Factors : Those elements of line, slope,
space and form that constitute the visual experience, including
scenic resources and the design of structures,

1. Appearance of the alternative alignments.

2. Appearance of stations and parking lots.

3. Appearance of Service and Inspection Yard.

4. Appearance of aerial structures in alternatives
which require aerial structures.

2.3 Cultural Factors : Those factors that denote a particular
stage of advancement in a civilization, such as historical
or archaeological sites and objects, parks and recreational
facilities, and certain institutions such as museums and
libraries and schools,

1. Effects on parks, playgrounds, recreation areas,

2. Effects on historical, cultural, or archaeological
sites.

3. Effects on public institutions.

134



4. Effects on schools.

2,4 Social and Economic Factors : Those factors which influence
man's subsis tence, and his interaction with other men, such
as: population distribution, community structure and cohesive-
ness, housing or business displacement, employment, the use of
land including shopping, recall and corrimercial activity, in-
dustrial production, and traffic patterns.

1. Takings and easements.

2. Traffic and access by roads.

3. Adjacent land uses.

4. Future impacts on the development of land around the
terminal

.

5. Effects on community structure.

6. Displacements of housing, businesses.

7. Displacements of vehicle or pedestrian traffic

8. Permanent street closings.

5 . 3 Short-Term and Long-Term Impacts

Those displacements, inconveniences, and losses occasioned
by the construction of Metro which can be corrected or replaced
when the System is built are short-term impacts. Noise and
dust, temporary street closings, construction easements, and
landscape disturbances endure only until the Route is built.
Permanent easements, land takings, physical obstructions,
traffic changes, s-cations, parking lots and rail-yards are
long-term impacts; they are the consequences of Metro's con-
tinuing operation.

Choice among alternatives is mainly on the basis of long-term
impacts since it is by its ultimate consequences that the
Metro System will be evaluated.

Construction factors such as traffic disruption, construction
noise or erosion of excavated material, will fit within the
above impact factors, and are treated as a time dimension.
For example, the noise from construction of the System is
treated as a short-term impact, whereas the noise from the
operation of the Metro cars is treated as a long-term impact,
or one of continuing duration.
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5.4 Method and Work Process

The evaluation/comparison of A Route alternatives has been
organized as a simple decision tree which incorporates all
alternatives, related to the six alternative systems, and
proceeds through a qualitative evaluation and comparison of
each with the objective of narrowing the field to those
alternative systems that exhibit the least negative and
most positive impacts on a regional basis. The remaining
systems are then re-evaluated in more detail for their local
impacts with respect to alignment and station location. From
this analysis, the system which represents the least negative
and most positive impacts in terms of overall regional and
local performance is recommended as the preferred alternative
after a Final Evaluation is made on the basis of relative
impacts on factors whose own relative importance is assumed
to be equal. Comparison between factors such as housing
displacement and stream quality is fraught with problems of
mensuration and value. The number of houses displaced can
be counted and their value estimated from tax data, but the
effects on stream quality are difficult to estimate and even
harder to compare with effects on dwellings, since such com-
parison must assume a universally accepted system of values
that includes both houses and streams.

The choice of an alternative is based on the net preponderance
of positive long-term impacts over the other alternatives.
Alternatives equal in their long-term impacts are distinguished
according to their short-term impacts.

A field reconnaissance was conducted along the alignments
under consideration to record information regarding the exis-
ting natural, social, and economic environment. A Preliminary
Evaluation of the impact of Metro construction and operation
was made. This step is represented by the Environmental Im-
pact Summary Matrix which records verbally all impacts re-
lated to 21 impact factors (see Matrices which follow) . Then,
a Preliminary Evaluation of environmental impacts was made
by assigning values (positive or negative), magnitude (major,
moderate, or minor) and duration (long-term or short-term) to
each impact estimate.

The ranking is shown in the Environmental Impact Evaluation
Matrix by the following symbols:

Major Moderate Minor

. • negative long-term

Q negative short-term

O 0 O positive long-term

e e e posi tive short-term
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5.5 Evaluation Matrices

Environmental Impact Summary Matrices deal with the terminal
alternatives and the Environmental Evaluation Matrices assess
the relative impact of each system, alignment, station plat-
form location and site-design alternative. The Summary
Matrices describe impacts while the Evaluation Matrices com-
pare alternatives. The first set of Matrices contains data;
the second contains interpretations from those data.
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1990 AM Peak Hour Arrivals - All Modes* for Rockville Route

Stations — Route A 4
1

A OCAna
IQOn AM PosL 1

1990 AM Peak 2- Hour Transit Work Hour Total Tran- Hour Total Tran- . ARS 1390 AM Peak
Hour Transit Work Trips (Bus Only & sit Trips (Bus sit Trip«» (Rail 1-Hour Total Transit

Trips (Bus Only & Rail Related) Only & Rail Re- Relatod Only) Trips* (Rail Related
Rail Related) (60% - 1

)

lated) (100%-2) (9tj%-3) Only)

Nicholson 2276 1366 1503 14.?8 2134

Twinbrook 1526 916 1008 958 1647

RockviMe'

uuifh T lAji n W pIiminafoHVVIlll 1 WlllUf vJU^ C;i 1 1 1 1 1 1 lo I Cvj 9048 5429 5972 5673

8808 5295 5814 5523 5391

— WIUl oIldtJY Olvjvc dUtJCU Oi

Twinbrook eliminated 4538 2753 3028 2877
— with Shady Grove added &

TwinbrO"k incluJed 4360 2615 2878 2734

Shady Grove 4575 2745 3020 2869

Nicholson/Twinbrook Combined 3506 2104 2314 2198

Source WMATA Planning Staff, 1974.

1990 24 Hour Total Transit Trips (Rail Related Only)

Nicholson 9,125

Twinbrook 6,121

Rockville

A. with Twinbrook eliminated 36,249

B. with Twinbrook included (ARS) 35,291

C. with Shady Grove added & Twinbrook eliminated18,383

D. with Shady Grove added & Twinbrook included 14,045

Note: Conversion factor from one hour to 24 hour total is 15.55%

Source; WMATA planning staff, 1974.

Rockville Route: 1990 Park/Ride

1990 AM Park Parking Space

Hour Auto Trips Req'd to Meet Parking Space:

to Station (Park/ Daily Park/ Currently

Station Ride Only) Ride Demand Programmed

Nicholson 397 860 1000

Twinbrook 120 260 1000

Rockville

— with Twinbrook eliminated 1557 3425 500
— with Twinbrook included

(ARS) 1581 3373 500
- with Shady Grove added &

Twinbrook eliminated 547 1185 500
- with Shady Grove added &

Twinbrook included 527 1142 500

Shady Grove 1060 2297 3000

Nicholson/Twinbrook combined 484 1048 2000

Source. WMATA Planning Staff, 1974.
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5.6 Findings of the Impact Evaluation Matrix with Respect
to Alternative Svstems

a. Systems

The evaluation of the system alternatives was strongly
influenced by a study of the service areas for the Rock-
ville Route. The "Service Areas Map" shows the ridership
catchment area for each station on the Proposed ARS-68
System: Grosvenor, Nicholson Lane, Twinbrook, and Rock-
ville. The impact of adding or deleting a station from
the ARS-68 System was assessed in terms of the distribution
of patronage, traffic patterns and parking demands.

The Table of "1990 AM Peak Hour Arrivals—All Modes"
suggests the distribution of ridership based on Alterna-
tive Systems ARS, A, B, C, and D. Working from this
Table, a chart of "1990 AM Peak One Hour Arrivals" (rail-
related only) shov/s the distribution of demand for each
alternative.

Obviously, if an extension beyond Rockville is not built
(the No Action alternative) , a heavy demand is put on the
Rockville terminal. The "Service Area Maps" show the
ridership catchment areas for each alternative.

Ridership demand is reflected in the parking figures.
The Table "Parking Demand and Supply for Four Rockville
System Alternatives" shows the surplus or deficit in
parking spaces. In terms of daily demand for parking
alternatives, Systems A and B show substantial deficits at
Rockville and Twinbrook, of 2009 and 199 3 spaces respectively.
Systems C and D, on the other hand, show surpluses of 977 and
941 spaces respectively. Peak hour demands show the same re-
lationship; C and D have greater surpluses than A and B. Sy-
stems A and B also have a deficit of over 1000 cars at the
Rockville Station for the peak hour. This deficit, of course,
forces patrons to drive farther south to find parking space
at Twinbrook or Nicholson Lane. This tendency, which is re-
ported in the series of maps entitled "1990 AM Peak Hour Park/
Ride Traffic Diversion from Rockville Station Service P.rea"
shows the added traffic problems imposed by Systems A and B.

Diversion of ridership must inevitably reduce the level of
traffic service in the Rockville Pike corridor. The Table
entitled "Level of Traffic Service Comparison for Twin-
brook and Nicholson Lane — Transit Station Alternative
Conditions" shows the impact of each system on major inter-
sections in the corridor. Systems A and B have a worse
effect than C or D.
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The service area implications of the six system alterna-
tives were weighed with the other impact factors con-
sidered in the Environmental Evaluation Matrix to select
the most promising alternatives for study in the Final
Evaluation.

Of the six system alternatives, Rockville D has more
positive impacts and fewer negative impacts on the 20
socio-economic, cultural, ecological and visual/physical
factors examined. Rockville C equals Rockville D in
positive impacts but has more negative impacts. All
other systems, including ARS-68, exhibit significant
negative impacts. The following table summarizes the
Regional Evaluation of the Six Alternative Systems
considered for the end of A Route.
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System

ARS-68

Rockville A

Rockville B

Rockville C

Rockville D

Alignments

A014, A015, A016
(a No Action al-
ternative to the
Rockville exten-
sion, A017)

A014 , A015 (or B-C)

,

and AO 16 (a No
Action alternative
to the Rockville
extension, A017)

A014, A015 (or B)

,

and A016 (a No
Action Alternative
to the Rockville
extension, A017)

A014, A015 (or B-C)

,

and AO 17 (exten-
sion system)

A014 , A015 (or B)

,

and A017 (extension
system)

Comments

•Projected parking deficit
.Reduction in existing
level of traffic service
.Restricted access to ser-
vice area
.City and County opposition
.Already funded
RECOMMENDATION
Deserves further study

.Projected parking deficit

.Reduction in existing
level of traffic service
.Restricted access to ser-
vice area
.Governmental opposition
.Discouragement of patron-
age
RECOmENDATION
Drop from consideration

.Projected parking deficit

.Reduction in existing
level of traffic service
.Restricted access to ser-
vice area
.Governmental opposition
REC0MJ4ENDATI0N
Drop from consideration

.Projected parking surplus

.Good access to service area
•Minor effect on existing
levels of traffic service
•Excellent operational effi-
ciency
•Governmental support
RECOMMENDATION
Deserves further study

.Projected parking surplus
•Overlap of service areas
•Minor effect on existing
traffic service levels
.Operational inefficiency
.Additional cost
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System Alignment Comments

.Governmental support
RECOiMMENDATIQN
Deserves further study

No Action Terminate A Route
at Grosvenor Sta-
tion, no S&I Yard
on the Route , no
service to Rock-
ville (i.e. , eli-
minate A014, A015
and A016)

.Severely restricted ser-
vice area
.Discouragement of rider-
ship
.Projected parking deficit
.Operational inefficiency
.Governmental opposition
RECOiMMENDATI ON
Drop from consideration

Conclusion

From this analysis it is evident that in terms of the regional
impacts on patronage, access, traffic, travel expense, operation
and community involvement, the Rockville C and D system alterna-
tives show clear superiority over the other four alternatives.
Final Evaluation therefore included study of ARS-6 8 and Rockville
C .and D; systems Rockville A and B were not further considered.

After a series of public hearings where all concerned citizens
and groups were able to express their views, the Montgomery
County Council and the WiMATA Board approved resolutions in 19 75
to proceed with alternative System D. Work on General Plans of
the system was begun.

Status
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5.7 Terminal-Alignment Alternatives for the 'A' Route Ex-
tension

There are several options for the location of a terminal
station and service and inspection yard north of Rockville,
and for the alignment to serve the terminal.

A Route Extension Alternatives

Alignment in
Relation to Terminal and Yard Locations
the B&O Tracks Rockville Gude Drive Shady Grove

GD-W SG-W*

GD-Wa SG-Wa

SG-WE+
SG-Wt

GD-Ea SG-Ea

West, at grade RK-W (No
Action)

West, aerial in part
West, then east, at

,

grade
West, underground
East, aerial in part

*SG-W has two platform options; an early platform location was
dropped in favor of one closer to Fields Road.

+SG-WE has two options for carrying the Metro tracks from the
west to the east side of the B&O: aerial (a) or tunnel (t)

structures

.

Details of the alignment, station, and yard alternatives are
discussed in Chapter 4 of this Report, "Description of the
Proposed Action and Its Alternatives". Station site designs
are also discussed there.

The No Action alternative (RK-W) would, of course, be one of
the three system alternatives for a terminal station and ser-
vice yard in Rockville (ARS-68, A or B)

.

For any of the three systems (A, B or ARS-68), the station
and yard in Rockville are the same. For the sake of compar-
ing an adopted and funded alternative with the proposed action
(extending the system) , the ARS-68 terminal and service yard
at Rockville are evaluated.
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5 . 8 Alignment Evaluation Matrices

Impacts for the nine alignments studied as alternatives for
the Rockville Extension are tabulated according to Long-
Term Impacts (Table A) and Short-Term Impacts (Table B)

.

The tables record impacts as negative or positive, with purely
judgmental dimensions assigned to them: major, moderate,
minor. The judgments are based upon a well-informed under-
standing of the magnitude each impact will have, but it should
not be assumed that these magnitudes are based upon any real
measure of impact. Impact categories are assumed to be co-
equal in the absence of any universally accepted value system.
Magnitudes are on the order: Major: 2X Moderate: 2X Minor for
purposes of agreggating them.
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5 . 9 Alignment Evaluation Conclusions

The alignments, when evaluated according to their long-term
impacts, fall into the following interval order.

A ROUTE EXTENSION

TERMINUS ALIGNMENT

INTERVAL ORDERING OF ALIGNMENT ALTERNATIVE

WORST BEST ^1

50 40 30 20 10

SHADY GHOVE WEST-AERIAL SG-Wa

SHADY GHOVE fcAST AERIAL SG Ea

SHADY GROVE /JEST GRADE SG-W

SHADY GROVE WEST TO-EAST SG WE

GUDE Dt'.iVE WEST-AERIAL GD-Wa

SHADY GROVE WEST-TUNNEL SG-Wt

GUDE DRIVE WEST GRADE GD-W

GUDE DRIVE EAST-AERIAL GD-Ea

ROCKVILLEWEST RK-W

Long-terr.i netpiCive inipacis

Short term negative impdcts

Align itien IS are r ji.kea di-rorrtmy l- . lornj ler : .1 imparts, jlign merits with eQuol long-term imparts are then ranked according to

short-term impacts

The Shady Grove site for a terminal location has better im-
pacts for all but one alignment than does the Gude Drive site.
The Shady Grove terminal location has better access and is
more in conformance: with surrounding uses than does Gude
Drive

.

The west-of -the-B&O alignment to Shady Grove is superior to
the east side alignment. There are problems of dislocation
and safety on the east, where Metro would be very close to
the underground tanks of the Washington Gas & Light Company's
storage farm. Metro would also pass close to the only two
communities on the Route, Lincoln Park and Derwood, both on
the east of the B&O,
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Of the west side alignments, SG-Wa, an alignment featuring an
aerial structure above Frederick Avenue and Westmore Road, is
ranked highest. It would, however, be an obtrusive element
in an otherwise small-scale and suburban setting. More impor-
tant, Metro's investment in an aerial structure to permit
Frederick Avenue and Westmore Road to remain open will be
for a short-term, high-cost remedy whose only virtue is that
it permits a presently bad condition (grade crossings of the
B&O) to be continued. The presence of an aerial Metro struc-
ture parallel to an at-grade B&O alignment will make it dif-
ficult to replace the grade-crossings; any route across the
B&O, where accidents have been experienced, must go over the
railroad and under the transit line. Alternatively, the B&O
tracks could be raised on an embankm.ent to overpass the two
roads

.

A better solution to the problem of communication between
Lincoln Park and the Rockville business district would be to
examine the location and construction of a bridge over both
Metro and B&O rails. A pedestrian-bicycle overpass would be
an interim solution which might, in the long-run, be better
than vehicular access with its attendant traffic and safety
problems in a residential neighborhood. Such considerations
apply to all the proposed aerial alignments. At present
local jurisdictions are studying the cost/benefit of connec-
tions across the project.

The Shady Grove west-to-east alignment (SG-WE) is equal to
the west side alignment in terms of impacts. It is a longer
and more expensive alignment, however, as it requires a
bridge or tunnel to cross from the west side of the B&O to
the east. The only reason for such a maneuver v;ould be
the superiorities of the east side rail yard location over
the west side rail yard. No superiority can be discovered,
however; effects on streams would be worse on the east,
though soils are better drained.

Current County plans for a Service Park in the same area would
be completely upset, and negotiations over condemnation rights
would add a minimum of one year to the construction schedule.

That leaves Shady Grove terminal with an at-grade west-of-the-
B&O alignment (SG-W) as the preferred, if not the highest
ranking alternative.

The negative impacts of the No Action alternative (RK-W, a
terminal in Rockville) are many. They primarily concern the
alternative's unsatisfactory impact on system operations, the
inability of such a terminal location to accommodate the influx
riders which it is the purpose of the Metro system to attract,
and the strong opposition from City and County based on the
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blighting effect a railyard and Metro-generated traffic -

would have on downtown Rockville (see EIS for A014-A015)

.

The cut and cover alignment (SG-Wt) for Segment A017 was
also considered. The construction of a cut and cover tunnel
instead of the proposed at-grade construction would have a

greater short-term impact on the community and the environ-
ment than an at-grade alignment.

Cut and cover construction will cause considerable short-
term disruption to utility lines which presently cross the
B&O Railroad corridor. These utilities serve both the
community and the B&O. It may also necessitate additional
construction work and underpinning to the existing B&O track.
Furthermore, cut and cover construction will produce many
thousand cubic yards of spoil.

The major impact, however, would be economic. It is estimated
that construction costs will average $2,000.00 more per foot
than at-grade construction (additional costs may be incurred
deoending on depth and obstructions). This means that the
14,620 foot Segment (A017) will cost approximately $29,240,000
more than an at-grade route.

Such an expenditure to hide Metro tracks in a corridor al-
ready occupied by railroad tracks can hardly be justified,
less so when one considers that most of the adjacent land
uses are existing and zoned industrial.
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HUNGERFORD DRIVE IN ROCKVILLE , MARYLAND
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DESCRIPTION OF THE ACTION'S PURPOSES

6 . 1 Function of Station North of Rockville

When WMATA approved the Regional Metro System (ARS) in 1968
the terminal station for the Rockville Route (also called
the 'A' Route) was designated for downtown Rockville, at a
site between the B&O Railroad and the recently built Rock-
ville Mall. While this decision may have been appropriate at
the time, sui sequent analyses and events have combined to
indicate that Rockville is no longer an appropriate locaticai
for a terminal station due to the immense traffic problem
serving the developing up-County residential and employment,
areas imposes upon the City. Significant, negative impacts
would ensue from heavy roadway congestion throughout Rock-
ville. Public consensus now indicates the need for a terminal
station at a location beyond Rockville.

As the terminal station on the Route, Rockville is attractive
to potential park-and-ride patrons from a service area tliat

is much larger than the service areas for stations at inter-
mediate points, closer to the District of Columbia (see Ser--
vice Area Map). Moreover, Rockville's service area has been
developing, and is expected to continue developing rapiijly in
accordance with the regional and County corridor development
policies. A demand analysis conducted in 1974 by Wr4A'('A ' s

planning staff indicates a need for almost 1600 spaces to meet
peak hour park-ride demand and in excess of 3000 parking
spaces to meet total daily park-ride demand at Rockville.
However, the number of park-ride spaces programmed for Rock-
ville is 500 and the constrained nature of the site indicates
that this many spaces will be difficult to provide. Even
if more' spaces could be provided, a substantial negative
community impact could be expected because prime downtown
land would be consumed by parking instead of commercial and
other uses which benefit the community.

With the ARS System demand for parking at Rockville signi-
ficantly greater than the supply, the overflow is e::pected
to go into neighboring comm.ercial and residential areas, and
it is admitted that some transit traffic would spill over
from the Rockville Station to Twinbrook and Nicholson Lane
Stations even though this is not reflected in the VJMT.TA de-
mand analysis. This diversion of traffic to the two stat'ons
south of the Rockville Station would in turn create congesr.ion
along the approaches to Twinbrook and Nicholson Lane Stations.
Such a problem would discourage potential patronage of Metro.
There is also a strong possibility that additional park-^ind-
ride patronage at Twinbrook and Nicholson Lane would exceed
the number of parking spaces programmed for them. In addition,
such an overflow and diversion of Metro patrons would entail
unnecessary miles traveled and fuel consumed.
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If one ignores the foregoing concerns for a moment and
assumes that it is possible to park 3000 cars near the
Rockville Station, the street network leading to the Sta-
tion is unable to accommodate such traffic. Existing
traffic conditions in central Rockville are inadequate
for present needs, as documented in the 1973 Traffic Opera-
tions to Increase Capacity and Safety (TOPICS) Study con-
ducted by Maryland DOT. This study indicates that many
roadways leading into Rockville, Montgomery Avenue (Md.3 55)
being an outstanding example, are not, and will not be,
suited for handling the non-Rockville demand that a terminal
station will generate. (The maps and chart at the end of
this Chapter indicate Rockville demand volumes for Rockville
as a terminal station.) Even more crucial are the existing
poor levels of service found at several key intersections
on Hungerford Drive and Montgomery Avenue, two names for
Md. 355, a key access roadway for Metro patrons. In addi-
tion, within a 2500 foot radius of the Station are tv;o of
Rockville 's ma^or accident locations; the City's worst
accident location being approximately one block from the
Station at the intersection of Jefferson Street and Hunger-
ford Drive.

From the foregoing it is evident that a terminal station
at Rockville would cause serious problems for Rockville 's

street system, with spill-over effects on the proposed Twin-
brook and Nicholson Lane Stations; a teirminal station at
Rockville would negatively affect commercial and residential
areas adjacent to the proposed Station; moreover, a terminal
station at Rockville would result in the City's being less
attractive as a shopping and employment center contrary to
the regional wedges and corridors plan v/hich envisions
Rockville as an urban center to attract business, industry,
and new residential development.

A terminal station north of Rockville is essential if the
City of Rockville is to survive as anything but a massive
parking lot (level of service F at most intersections), and
is equally essential to give Rockville the opportunity to
fulfill its regional role as an attractive urban nucleus.

6 . 2 Function of Storage and Inspection Yard North of Rockville

The Regional Metro System adopted by WMATA in 196 8 designated
the Storage, Service and Inspection (S&I) Yard for the Rock-
ville Route in downtown Rockville at a site just beyond the
proposed Rockville Station on a relatively unimproved tract
of land between the B&O Railroad and Hungerford Drive (Route
355). Similar to the problem with a terminal station in
Rockville, subsequent analyses and refinements of system

153



154 metro



design criteria by WMATA indicate that an S&I Yard in Rock-
ville is inappropriate. The S&I Yard cannot be eliminated
since it is operationally necessary to serve the Rockville
Route if Metro is to extend north on this Route beyond
Grosvenor Station. The necessity for Metro to extend to
Rockville has been amply established, and since an S&I Yard
is therefore necessary to the Route, it is necessary to
look beyond the City of Rockville for a location for this
facility.

The City of Rockville is a poor location for such a facility
because a 26.5 acre SSd Yard (the ARS-Modified design for
the Rockville S&I Yard approved ir. 1974 ) would have a severe
blighting influence on the downtown area.^ In addition, such
a facility would be contrary to the City's efforts to upgrade
the downtown area and would be incompatible with the sur-
rounding land, most of which is zoned commercial. Further-
more, an S&I Yard at the presently proposed site v/ould result
in a loss to the City of Rockville of prime taxable land.

The foregoing are socio-economic considerations which strongly
indicate that a Storage and Inspection Yard serving the
Rockville or 'A' Route should be located beyond the City of
Rockville.

Aside from socio-economic conditions, there is also an opera-
tional consideration for locating the Yard beyond Rockville.
The 26.5 acre SS<I design for Rockville is the product of
several design modifications to the 17c7-acre Rockville S&I
Yard originally adopted in 1968. The original design no
longer conformed to newer and more refined operating criteria.
The ARS-Modified scheme, which takes additional space and re-
quires additional equipment, most important of which is a
turntable, meets basic operational requirements. While tliis

scheme makes it possible to build an operable yard in Rock-
ville, train movement within the yard is still considered
inefficient because of tight spaces. A yard loop is more
efficient to turn trains than is a turntable. However,
space requirements do not permit a loop within the Rockville
yard. (A one-loop track requires a minimum radius of 300
feet and a minimum area of 35-40 acres.) To obtain the
space for a loop at a reasonable cost and without deleterious
impacts on business and residential neighborhoods, the S&I
Yard which serves the Rockville Route must be located beyond
the City of Rockville in a less urbanized setting.

See EIS for A014-A016, Chapter 6 "Final Evaluation".
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Rockville Route: 1990 AM Peak Hour Station Arrivals (Rail Related Only)

ALTERNATIVES: with/without Twinbrook
with/without Shady Grove

ARS-68 A B D C No Action

Shady Grove 2869 2869

Rockville 5391 5523 5673 2734 2877

Twiribrook 1647 958 958

2134 1428 2198 1428 2198

TOTAL 9172 7909 7871 7989 7944

Source: VVMATA Planning Staff, 1974.

Pdri^iiig Demand and Supply for Four Rockville System Alternatives

Parking Req'd

to Meet Daily

Demand

Parking Space

Under Current

Design

1990 AM Peak

Demand for

Parking

Peak Parking

Space Avail-

able

Peak Deficit

Parking

Space

Deficit or Deficit or
Surplus Surplus

Alternative System A
D r-vi-'U \;i 1 1 .

.

nuoK V 1 1 1 U 500 -2925 -
1 UO 1

I'llV^MluMoWi t Will

hr ^(".k Pnrnhinpfl 2084 2000 + 916 484 2000 + 1516

A Total 4509 2500 -2009 2065 2500 + 435

Alternative System B

Rockville 3373 500 -2873 1557 500 -1057

Twinbrook 260 • 1000 + 740 120 1000 + 880

Nicholson Lane 860 1000 + 140 397 1000 + 603

B Total 4493 2500 -1993 2074 2500 + 426

Alternative System C

Shady Grove 2297 3000 + 703 1060
•

3000 + 1940

Rockville 1142 500 - 642 547 500 - 47

Nicholson Twin-

brook Cornbined 1048 2000 + 916 484 2000 + 1516

C Total 4487 5500 + 977 2091 5500 +3409

Alternative System D
Shddy Grove 2297 3000 + 703 1060 3000 + 1940

Rockville 1142 500 - 642 527 500 - 27

Twinbrook 260 1000 + 740 120 1000 + 880

Nicholson Lane 860 1000 + 140 397 1000 + 603

D Total 4559 5500 + 941 2104 5500 +3396

156



Station platform ROCKVILLE DEMAND VOLUME
WITH TWIN8R00K INCLUDED WITHOUT SHADY GROVE

Alignment

1990 AM PEAK HOUR AUTO TRIPS
TOTAL TO STATION 2026
TOTAL PROM STATION 471

Source WMATA Planning Start 1974 metre
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Not available

Station Diatform

Alignment

1990 AM PEAK HOUR AUTO TRIPS
TOTAL TO STATION 719
TOTAL FROM STATION 172

ROCKVILLE DEMAND VOLUME
WITH SHADY GROVE ADDED WITH TWINBROOK ELIMINATED

Source WMATA Planning StaH iy7';
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B&O ALIGNMENT APPROACHING SHADY GROVE
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FINAL EVALUATION — PROBABLE IMPACT OF THE PROPOSED ACTION
AND OF ITS ALTERNATIVE

7 . 1 Introduction

Based upon the findings of the Preliminary Evaluation as
described and presented in Chapter 5, the Final Evaluation
evaluates the alternatives recommended in greater detail
for their ecological, visual/physical, cultural, traffic,
air quality, noise and socio-economic impacts. The result
of these analyses is a preferred alignment, station and
yard for the A017 extension to the Rockville Route, ImpacT_s
are discussed in Sections 7.3 through 7.10. Conclusions
are found in Section 7.11.

7.2 Impact Factors Considered

The impact factors considered in this Report were grouped
into four categories in the Preliminary Evaluation: socio-
economic; cultural; ecological, and visual/physical. The
major problems or opportunities present in each category,
either long-term or short-term, resulting from each of the
three system alternatives selected for the Final Evaluation
(ARS-68, Rockville C System and Rockville D System) and from
the stations included by each of these systems, are studied
in greater detail in the Final Evaluation of the A014-A016
Report. The A014-A016 Final Evaluation also includes a care-
ful investigation of the air quality and noise and vibration
which would result from each alternative.

In this Final Evaluation, for the A017 Segment, the potential
impacts of the proposed SG-W alignment with a terminal station
and S&I Yard at Shady Grove are examined in detail. The Final
Evaluation includes an in-depth analysis of the air quality
and noise and vibration impacts of the alignment, station and
S&I Yard under consideration as well as a more detailed eval-
uation with respect to alignment impacts, visual/physical im-
pacts, cultural impacts, traffic impacts, and socio-economic
impacts

.

7.3 Ecological Impacts

The proposed extension of A Route to Shady Grove will have
moderate impacts on soil, water, vegetation and other natural
features along its alignment. Far greater in extent will bo
the effects of the terminal station and its associated parking
lots, access roads, repair shops and car storage ^ards.

The transformation from a rural to an industrial landscape
will involve clearing, regrading, building, and paving on a

70-acre tract in the headwaters of Crabbs Branch. Problems
related to soil erosion, runoff, sedimentation^ and stream
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health are the principle impact from this action over both the
short- and the long-term. The Metro facility will require
some 28 acres of parking and access roads, a 36-acre rail
yard, and several acres for drainage detention. Sharing the
headwaters basin with Metro will be a 130-acre County Service
Park, a centralized service and storage facility that will
replace pastures with warehouses, parking lots, repair shops,
materials storage yards, and a commuter rail station (not re-
lated to Metro) . The remainder of the basin is zoned in-
dustrial and may be expected to receive impacts from private
development. Present industrial development includes a Sears
Warehouse, a land-fill operation, an industrial-commercial
"park" at Derwood, and two car lots on Route 35 5.

a. Impacts on Vegetation, Terrain, and Wildlife

Clearing for the Metro facilities will destroy the existing land-
scape of old fields, pastures, hedgerows, meadows, and near
the Sears Warehouse, landfill. The plants are not likely to
be replaced, except where pioneering old field species are
allowed to grow on landscaped areas or in water management
basins. Most of the area will be permanently transformed by
parking lots and rail yard. Landscaped areas will most likely
be mown or planted with ornamental species. The plant commun-
ities destroyed are no different from those that cover every
abandoned field and grow along every fence. They are valuable
for the food and cover they offer wildlife, and their loss
will constitute a loss of habitat for pheasants, partridges,
woodchucks, squirrels, foxes, and other animals who inhabit
them. Development of the Shady Grove terminal facility will
represent a particularly important loss of wildlife habitat.
Mitigating actions which could potentially reduce this impact
will be determined by coordination between WMATA and the Fish
and Wildlife Service as required by the Fish and Wildlife
Coordination Act. These will potentially involve both on-
and off-site wildlife management practices.

Sedimentation and contamination of Upper Crabbs Creek,
although ameliorated by stormwater management and erosion
control devices, will have a negative impact on the fishery
resources of the stream. Species which have shown a reduced
abundance since 1950 will probably be most susceptible to
contamination. These include the Blacknose Dace, the Rosy-
side Dace, Creek Chub, and Tessellated Darter. Invertebrate
diversity and abundance and relative abundance of algae
species will probably also be affected.

Transformation of the terrain and its cover will reduce
the ability of the ground and soil to detain and absorb
rainwater; these effects are discussed under Hydrology.
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b. Impacts on Soil and Geolq_gical Materials

Construction will be in an area whose soils are predominantly
Worsham, a poorly drained alluvial soil, and Glenelg, a well-
drained silt loam. Regrading will completely obliterate the
soil horizons and will require ditches to drain the rail yard
and parking lots. Though no on-site test boring has been
made as yet, it is doubtful, judging from soil descriptions,
that bedrock will be encountered in any of the excavation or
grading operations.

Solid waste impacts of the A017 extension to Shady Grove cannot
yet be determined. The following table however generally de-
scribes the extent of cut and fill operations required along the
2.66 mile alignment.

Station Points 792+50
to 845+00:

792+50 to 815.00 On fill retained by a reinforced con-
crete retaining wall

815.00 to 845.00

Station Points 845.00
to 845.00:

Shallow cuts or fills (2-4 feet)

845.00 to 863.00 Cut 5 to 8 feet deep, with graded sides

863.00 to 877.00 At grade

877.00 to 885.00 Shallow cuts (2-4 feet) on the west side;
a slight embankment to the east for a
distance of about 20 feet and a height
of 2 to 4 feet above the B&O Alignment

Station Points 885.00
to 930.00 :

885.00 to 895.00 Same as 877.00 to 885.00

895.00 to 906.50 At grade or on a low embankment of fill
less than 4 feet high

906.50 to 925.00 - Cut 5 to 8 feet deep

(Station 920. 00) 30 foot cut where IDerwood Road crosses
the tracks

925.00 to 927.00 10 to 20 feet cut

92 7 to 9 30.0 0 At grade
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station Points 930.00
to S&I Yard:

930.00 to 932.00 At grade

932.00 to 943.00 30 foot cut

94 3.00 Shady Grove
Station)

On fill, approximately 15 to 30 foot
embankment

This indicates that the line will be above ground for the
entire segment, primarily in shallow cuts from 2 to 4 feet
deep. The deepest cuts will be located imm.ediately south
of Shady Grove Station where the Derwood Road bridge will
be reconstructed over the alignment. Much of this material
will be utilized for filling and regrading for the Shady
Grove Station which will be on fill retained by a 15 to 30
foot embankment. Any excess material generated by cuts at
Derwood Road and those immediately north of it, as well as
in the Rockville and Gude Station areas, will be removed
to a disposal site, the location of which will be determined
by the individual contractor. One known disposal site, iden-
tified as a Metro disposal site in the Systemwide Environ-
mental Impact Statement, is located in Grosvenor. Should
any fill be required in construction, it will be brought in
by the individual contractor from presently unidentified
borrow areas.

There are two basic problems related to the disposal of any
excess spoils :

- Pollution problems resulting from erosion and
sedimentation; and

- Transportation problems due to traffic conges-
tion at the construction and dumping sites;

Both problems are predominantly short-term in nature.

WMATA requires the hauling contractor to provide for the
removal and disposal of spoil resulting from the construc-
tion process. A disposal site will ba selected after
consultation with and approval by the Montgomery County
Soil Conservation District. The contractor is required to
obtain all necessary permits and uphold all ordinances
vvrith respect to the performance of his operations. (See
Addendum.

)
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c. Impacts on the Hydrologic System, Upper Crabbs Branch
Basin

There are about 716.5 acres in the Upper Crabbs Branch basin
(upstream from the point where Redland Road crosses Crabbs
Branch). Uses are mostly agricultural at present, and the
present peak flow in Crabbs Branch at Redland Road during a
2-year storm of 24-hour duration (3.2 inches of rainfall),
is 458 cubic feet per second (cfs). (See table B for a
comparison of existing and projected runoff.) Projected
runoff from a 2-year storm, when the Metro facilities and
the County Service Park are built, is 903 cfs, an increase
of about 100%. Metro-induced increases in runoff would
increase stream flow at Redland Road by 4 8% to 6 78 cfs.'^

Since streams in the Maryland Piedmont are estimated to
adjust their channel profiles and cross-sections in re-
sponse to the bank-full (two-year) storm, the computed
doubling of stream flow at Redland Road bridge would have
a dramatic effect on Crabbs Branch.

Maryland State law (Chapter 245, Acts of 1970) gives County
Soil Conservation Districts the power to protect stream
channels from the destructive effects of development.
The Montgomery County Soil Conservation District has esta-
blished standards for storm water detention based on the
two-year storm (a storm whose statistical recurrence in-
terval is two years for a total 24 hour rainfall, of
3.2 inches), and on the assumption that undeveloped land
has a coefficient of runoff equal to 0.20. A computation
of detention storage requirements at three places on Crabbs
Branch where water management structures can' be accommo-
dated shows the need for 2.63 acre-feet of storage west
of the B&O Railroad tracks and 5.73 acre- feet east of the
B&O tracks (Table C) . It should be noted that runoff
has been calculated for the entire sub-basin upstream from
the noted locations; no changes in runoff other than those
induced by Metro construction have been assumed, though
existing land uses generate runoff in excess of that per-
mitted by the Montgomery County Soil Conservation District
formula: Q=A (0.20) (3.2).

•Flows are computed according to the Rational Formula:
Q=Aci , where Q=flow in cubic feet per second, A=area in
acres, c=coeffient of runoff, i=total rainfall in inches.
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Water ihed

Strsam flow coda

Sub-batin cods

CRABB'S BRANCH DRAINAGE BASIN

Source: U.S. Geological Survey Mao-Roctcville & Gaithersburg Quadrangles-! :24,0O0.
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1-12
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calculation points

Upper basin

Lower basin

UPPER CRABB'S BRANCH
TRIBUTARIES & DRAINAGE BASIN
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UPPER CRABB'S BRANCH PEAK FLOW TABULATIONS

ACRES

R

Q

P

O

N

M

L

K

J

H

G

F

E

D

C

B

TABLE 8:

RUNOFF FROM A 2 YEAR STORM

se.o

17.6

212.5
20 136 \
25 170 /

8.6
20

25

13.5
20

40

9.4
20

80

34.2
20

67

9.2
20

25

18.0
20 11 \
40 23 /
20

33

20

71

32

52

7.0
20

40

4.9
20

40

50.3
20 32 \
70 112 y

7.1
20

25

18.8
20

81 48 /
16.1

20

30 15 /
239.3

20 153 \
39 298 /

2 YEAR STORM. I = 3.2"

WEIGHTED COEFFICIENT OF RUNOFF RUNOFF

TOTAL AKL. 716.5 ACRES

RUNOFF

ALLOWABLE CW
DEVELOPED CW

Includes runoff estimated for proportion of County Service Park m sub-basin, weighte' C reflects esti
as a result of Service Park consfructmii. Service Park occupies 72.2 dcres of 8. and 50.3 acres of G.
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TABLE C: STORM WATER DETENTION REQUIREMENTS FOR THE SHADY GROVE
STATION AREA

STREAMFLOW

CALCULATION

POINT

AREA OF SUB-BASIN
(Includes Metro areas

and all adjacent areas

in the sub-basin)

WEIGHTED

COEFFICIENT

OF

RUNOFF

C

STORAGE CAPACITY
FOR A 2 YR. STORM
(Montgomery Co. SCO)
i = 3.2". c = 0.20-

STORAGE CAPACITY
FOR A 10 YR. STORM
(Prince George's Co. SCO)
1 = 5.1", c = 0.25'

aJ o ALRcb
(Areas )

0. Jj 60,000 =
1 .J7

Cubic Ft. Acre/Ft.

80,000 = 1 .83

Cubic Ft. Acre/Ft.

89.1 ACRES
(Areas )

0.35 55,000 = 1.26

Cubic Ft. Acre/Ft.

70,000 = 1,60

Cubic Ft. Acre/Ft.

SUBTOTAL 115,000 = 2.63

Cubic Ft. Acre/Ft.

140,000 = 3.43

Cubic Ft. Acre/Ft.

©O 278.2 ACRES
( Areas N, 0. P, Q, R)

0.67

(1)

550,000 = 12.6

Cubic Ft. Acre/Ft.

780,000 = 17.9

Cubic Ft. Acre/Ft.

(2)

2.78.2 ACRES
(Areas N, 0, P.. Q, R)

0.39

(2)

250,000 = 5.73

Cubic Ft. Acre/Ft.

350,000 = 8.03

Cubic Ft. Acre/Ft.

TOTAL (1) 665,000 = 15.23

Cubic Ft. Acre/Ft.

932,000 = 21.33

Cubic Ft. Acre/Ft.

TOTAL (2) 365,000 = 8.36

Cubic Ft. Acre/Ft.

490,000 = 24,76

Cubic Ft. Acre/Ft.

(1 ) Includes runoff calculated for that part of the sub-basin occupied by county service park, (25 acres) coefficient of runoff
assumed to be 0.70.

(2) Includes all of sub-basin as in (1 ), but no allowance for county service park.

Based on:

Montgomery County SCO Detention Requirements
and
Prince George s County SCO Detention Requirements
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UPPER CRABB'S BRANCH PEAK FLOW TABULATIONS

ACRES

R

Q

212.5
20 212 V
25 266 /

8.e
20

25

TABLE E:

ALLOWABLE PEAK FLOW,
2 YEAR STORM

10 YEAR STORM, 1 = 5'

WEIGHTED COEFFICIENT OF RUNOFF

TOTAL AREA: 716.5 ACRES

RUNOFF RUNOFF

ALLOWABLE CW
DEVELOPED CW
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Under the existing regulations , Metro is committed
provide the required storm water detention capacity by

constructing detention ponds with outlets and channels
designed to release the excess runoff from parking lots and
rail yards at a rate which Crabbs Branch can accommodate.

Three considerations must be noted, however:

1. Downstream flooding during low frequency storms will be
more severe as a result of Metro development in the drain-
age basin, and it will be greatly increased by the combined
developments of Metro, County, and private industry. More-
over, the structures are designed to limit peak flow in the
stream, not the total runoff.

THEORETICAL HYDROGRAPH FOR THE SAME RAINSTORM,

UNDER DIFFERENT CONDITIONS OF DEVELOPMENT

Rainfall
Volums B = Volums C

-Plow-O«v«)oped. no detention (B)

.FIovv-Develop«d, with dfltention (C)

Flov*-Undevwlop«d lA)

Peak flwv limitad

by detention baiin

Arbitrarv be»e flow
separation line
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.As the theoretical hydrograph shows , the area between the
curve for a developed condition and the curve for an unde-
veloped condition equals the excess runoff generated by
development. The area under the flattened curve (for de-
veloped with detention capacity) is the same as the area
under the tallest curve. The increased runoff results in
a loss to the ground water reservoir and a reduction of
base flow in the stream.

The detention basins can be designed to hold permanent
pools with trickle outlets, thereby compensating for
some of the loss in base flow. Such provisions would
require deeper basins than those which are intended to
drain completely. The amount of base flow which trickle
outlets can replace has not been empirically determined.
The theoretical maximum would be all the excess runoff
the basin can hold less evaporative losses; in effect, a
reservoir to limit total yearly surface runoff rather
than a detention basin to limit episodic peak flows.

3. Detention basins can reduce peak flow only from those
storms which their capacity can accommodate. Thus, once
a basin's capacity is reached the volume and rate of dis-
charged stormwater will be that typical of the unregulated
condition; for any storm of greater recurrence interval
than two years, such as Hurricane Agnes (recurrence inter-
val 25 years), increased flooding associated with develop-
ment of the Shady Grove Site will not be ameliorated by
the required detention facilities. Flood levels in Rock
Creek will be higher, stream bank erosion, sedimentation
and siltation more severe, and potential damages to pro-
perty and hazards to public welfare more serious.

d. Impacts on Water Quality

1. Parking lot runoff, hydrocarbons, grease, oil gasoline,
road salt, dirt, and debris, are washed from parking lots
by the rain. The chief problems are caused by dissolved
chemicals and metals used as fuel additives. Road salts
will be washed from cars and, if they are applied to the
drives and parking lots, from the pavement. Lead and
zinc are released in exhaust, contained in the road dirt
that coats automobiles and contained in the gasoline and
lubricants that may leak from parked vehicles. It is
difficult to estimate the quantity of such pollutants
generated by Metro's 3,000 car parking lot; they will,
however enter the storm drainage and cannot be removed
by settling or screening.
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2. Service shop drainage: water, oil and chemicals that
are washed from the floors of the repair shops will be
collected, treated to remove oil, grease, and solids,
and discharged to the sanitary sewer systems (Watts
interceptor)

.

3. Rail-car washing water: car washing and rinsing will
require about 15,000 gallons per day (GPD) of water.

The solution used to wash the cars (based on New Carroll-
ton specifications) will contain 2-3% oxylic acid and a
90% biodegradable detergent containing some phosphates."^
2.5% lime will be used in the rinse water to neutralize
the acid in the wash water.

A recycling and treatment system, such as that planned
for the New Carrollton terminal of Metro, will recover
70% of the water and reduce demand to 4500 GPD. Waste
water from car washing will total 3750 GPD, discharged
into the sanitary sewer as untreated effluent (Watts
interceptor)

.

4. Rail-car storage yard runoff: runoff from the storage
yard will be detained in the same basins provided to
control parking lot runoff. The water will contain dirt
and trash washed from the cars and the ground, and
hydrocarbons from lubricants. Quantities cannot be
estimated, but the inability of the storm drainage manage-
ment basins to remove dissolved or suspended matter will
result in some addition of dissolved pollutants to Crabbs
Branch.

5. Spills: accidental spills of lubricant, chemicals,
detergent or acid from repair shops, carwashing build-
ings or rail yards are possible. Provided they are quickly
contained and cleaned-up, they should cause no damage
to the water quality. The detention basins provide a
further check on runaway spills, though water-soluble
materials will, under the best of conditions, be only
partly recoverable.

Most of the deleterious effects on hydrology and, by
extension, soil erosion, stream health, and aquatic life
are common to any rail terminal of the size and type
proposed for Shady Grove. Rain storms will sweep across
3000 cars , carrying pollutants into local streams, wherever
they are parked.

Contents of car-washing solutions were obtained from the
Key Chemical Corp. , a supplier of washing chemicals to
transit agencies.

^Based on preliminary estimates for the New Carrollton
Yard, Nov., 1973, DeLeuw, Gather & Co.
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The conditions peculiar to the Shady Grove terminal are

:

2) that it is in the headwaters of a stream, an affluent
of Rock Creek, in good health; b) that it occupies an
area of highly erodible soils and poor drainage; and c)

that it requires ditches and culverts to relocate the
existing streams on the site.

a) Health is hard to assess on a stream which has never
been monitored, and sampled only once. A qualitative
estimate offered by Lewis H. Williams, of the Montgomery
County Department of Environmental Protection was that,
on a scale from "very poor" to "excellent", Crabbs Branch
is "good"p-^ Field reconnaissance and sampling done in
August of 1974 (see Chapter 3.3) revealed that the stream
channel is well-adjusted to its runoff load along the
stretch from the B&O tracks to its confluence with Rock
Creek. The biota are numerous, species are numerous and,
though excessive amounts of nitrogen, chloride, and fecal
coliforms are present in the upper part of the stream,
they are assimilated by plants and animals downstream.
A benefit arising from the industrial development of the
upper Crabbs Branch basin is that the source of nitrogen
and fecal waste, the cows, will be- replaced by cars.

Given the unavoidable effects the Shady Grove terminal
will have on Crabbs Branch, and without reference to
similar effects such as would be common to any proposal
of this magnitude, water quality in Crabbs Branch will
be reduced by the proposal.

Metro affects on Crabbs Branch will be incremental and
probably assimilable. It cannot be stated, however, that
the cumulative effects erf a Metro terminal, a County
Service Park, a County Processing Facility (trash) , and
various existing and future private industrial develop-
metns will constitute as assimilable impact on a stream
as small and rural as Crabbs Branch. When 700 acres in
the headwaters of a 1500 acre basin are zoned for in-
dustries, parking lots and materials storage yards, the
stream will invariably suffer.

Such point and non-point pollution sources as planned for
Shady Grove will typically alter the physical, chemical,
and biological characteristics of stream systems. In a
headwater stream, such as Upper Crabbs Creek, physical
alterations will primarily include light attenuation and
temperature increases due to turbidity and siltation.
Chemical alterations will result from changes in the pH

,

redox-potential , and natural chemical balance. In a
headwater stream there will typically be a marked drop
in the dissolved oxygen concentration. Biological alter-
ations typically include changes in community structure,

Personal communication to Ed Boyer, WMRT.
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species diversity and population size. These are most
directly due to temperature increases and reduced concen-
trations of dissolved oxygen. The impact of such changes
on the fishery resources of Crabbs Creek are discussed
under Impacts on Wildlife, and generally include a loss
in the abundance and diversity of fish populations.

Water Quality Protection Measures

A well managed erosion control plan, strictly adhered to
during construction, a carefully designed stormwater manage-
ment system, and an adequately maintained water recyclying
system will prevent the worst effects of erosion, siltation,
and contamination of Crabbs Creek resulting from the Shady
Grove construction.

Specific aspects of an erosion control plan, given the high-
ly erodible soils of the Shady Grove area, are discussed
under b. of this section.

The Shady Grove stormwater management system will combine
structural and non-structural measures designed to minimize
impact on the Creek as well as provide for efficient removal
of runoff from the site. It will include construction of a
stormwater collection system and detention pond, the con-
struction of ditches and culverts, and the establishment of
vegetated swales and parking lot landscaping. The detention
pond, swales, and landscaped areas will provide for settling,
filtering and some recharge of overland flow. The pond will
be sized for the 2-year storm as required by the Montgomery
County Soil Conservation District; 5% of the parking lot area
will be committed to landscaping; and attempts will be made
during design to direct some overland flow to vegetated swale
areas. Provisions for trapping sediments, floating debris,
and floating oil can be a part of structural measures to
mitigate the worst effects from Metro-induced runoff during
high-frequency storms.

The specific types, locations and design of measures to be
used at Shady Grove , cannot be described at this time ; such
details will not be determined until the Final Design stage
of the project. Vegetated areas, however, will be planted
to provide for maximum erosion prevention and control while
slowing the velocity of overland flow. This will include
planting wth grasses such as Bermuda grass, fescue, love-
grass , orchard grass , and shrubs and trees such as botton-
bush, spicebush, viburnum, witch hazel, red maple, black
gum, beech and willows. Such measures will reduce sedimenta-
tion and siltation of drainageways in the site area. Some
heavy metals and other contaminants will also be removed
from runoff water by passage through soil material prior to
discharge into stream channels. Vegetative uptake of con-
taminants by vegetation will be limited primarily to small
quantities of nickel and cadmium (contained in runoff waters
resulting from the wear of rubber tires on paved surfaces).
At present no other uptake processes have been researched
and documented sufficiently to support use of additional
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vegetative
lot runoff.

types in the removal of contaminants from parking

A wastewater recycling system in the Service and Improvement
Yard will provide for the reuse of water in car washing oper-
atins. This will reduce demand on city water supplies and
the impact on the County Sewage Treatment Plan by 70%. It
will also contribute to reducing the quantity of wastewater
leaving the site as overland flow which could potentially
contaminate Crabbs Creek v/ith water high in detergents.
(It should be noted however that the detergent to be used
is low in nutrients and is biodegradable.)

b. Because all of the soils on the site are highly erodible

,

erosion from cleared areeas during construction and from
spoils sites will have to be reduced by an effective erosion
control program requiring WMATA contractors to:

- Save natural vegetation wherever possible;
- Avoid unnecessary disturbance of the soil (only the

smallest practicable area should be exposed at any
one time during development)

;

- Install permanent storm drains , roads and parking
lots as early as possible;
Plant temporary vegetation on denuded soils;

- Install permanent vegetation speedily after con-
struction;

- Construct basins to trap sediment on-site.
(These may be of various types: debris basin?,
desilting basins or silt traps,

- Engineer to take care of the contaminants
in water run-off that follows development;
Keep the time of exposure of bare soil to a minimum;
Fit the development plan to the topography and
soil so as to create the least erosion poten-
tial.

In Montgomery County all contractors will be required by the
Soil Conservation Service to:

- Construct berms on the top of embankments and
t£ike water down in paved downspouts

;

Provide sediment traps before and after every
culvert, and excavate collected silt;
Construct temporary sediment basins in staging
areas, parking lots and other areas which even-
tually will have storm drainage systems when
construction is complete.

Enforcement of erosion and sedimentation control ordinances and
WMATA contract provisions should res'ilt in adequate control over
negative impacts due to Metro. It siould be realized, however,
that a completely effective sediment control program, including
temporary land treatment and planting of ground cover, construc-
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tion of silting basins, and use of earth and brush dikes, could
be expensive in terms of time and money. Optimally, ameliora-
tion of the impacts will be achieved by trying to prevent erosion
at the source. Only coarser particles can be fairly effectively
trapped in silting ponds unless long residence times are allowed
for sediment-laden water. Thus, despite control measures that
fulfill the requirements of state and local ordinances and WMATA
contracts, some sedimentation could still occur. Its significance,
will be limited and dependent upon the existing condition of re-
ceiving streams.

c) The site's topography is fairly level for the Maryland
Piedmont; it is complicated by the presence of two small
streams, the sources of Crabbs Branch. Because it is
very near the uppermost parts of the drainage basin, the
Shady Grove facility will not have the problem of managing
large volumes of runoff from places up-stream. Water-
management structures can be built on these small streams,
though they would be better built off-stream.

.
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7 o 4 A lignment Impacts

The .alignment impacts related to Socio-Economic , Ecological,
Visual/Physical and Cultural data are recorded spatially
and verbally in this Section. Each impact category has a
different map symbol that is referenced by number to the
impact description sheets accompanying each portion of the
Segment. On this description sheet a distinction is made
as to whether the impact is short-term or long-term.

The ecological considerations related to the location of the
station platforms is discussed as an integral part of the
alignment impact. Platform ecological impacts, as v;ell as
station site design, are also dealt with in this Section of
tlie Report. A more detailed discussion of ecological impacts
can be found in Section 7.1 of this Report.

7 . 5 Visual and Physical Impacts

Tl\Q extension of Metro 'A' Route follows the Baltimore and
Ohio tracks from Rockville to Shady Grove. The alignment is
on grade at elevations that are close to those of the exis-
ting rail line.

From the north end of the Rockville Station platform, the
tracks to Shady Grove will be carried over a widened Middle
Lane on an aerial structure. North of Middle Lane, the
alignment will be on fill retained by a reinforced concrete
wall about eight feet high. Between the tracks and Hunger-
ford Drive (Md. 355), a strip of land 100 feet or more in
wid^-.h will be available for commercial development related
to the highway. The retaining wall will be carried to Sta-
tion 815+00 where the alignment will be at nearly the same
grade as the surrounding land. Shallow cuts or fills (2-4
feet) will be required from this point to Station 845+00
to produce an even roadbed near grade-level. On the west,
the inbound track of Metro will be at least 100 feet from
Hunqerford Drive. Between Stations 820+00 and 850+00, a
distance of 3000 feet, the Metro tracks will be farther than
100 feet from Hunger ford Drive, passing behind a wood lot
filled with saplings and semi-mature trees and shrubs,
then behind an existing shopping area.

From Station 845+00 to 863+00, the alignment will be in a
cut 5 to 8 feet deep, whose sides will be graded slopes. From
863+00 to 877+00 (approximately) the alignment will be at
grade, at least 20 feet from Hungerford Drive. The alignment
from 855+00 to 875+00 will require the relocation of Hungerford
Drive when it is widened because the present street veers too
close to the Baltimore and Ohio tracks to allow the construc-
tion of Metro bet\^een the street and the railroad. To accommo-
date the alignment at this point, as well as provide for exist-
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IMPACT
NUMBER

OCC 2CC
X LU OuJ
Oh- -IH IMPACT DESCRIPTION

o

©

©
©
©

Loss of 15 buildings and property, including 1 home, to Rockviile Station parking and riglu of-

way: see A015 Segment Environmental Impact Study.

Traffic disruption due to construction operations: traffic on Park Road will be disrupted during

the construction of an aerial structure supporting the B&O Railroad and Metro tracks. Park Road
will also be widened, causing further traffic problems and congestion, pending decision on the

proposed Ashley-Manakee overpass. During this construction period east-west traffic betv/een the

Lincoln Park Community and the Rockviile Central Business District will utilize the Frederick

Avenue or Westmore Avenue at-grade crossings if those crossings have not yet been closed by
Metro construction. Such decisions will be made in the Final Design Phase. While long traffic de-

lays are not anticipated due to WMATA contract agreements stipulating that vehicular and pedes-

trian circulation be maintained throughout the construction period, it will be difficult in this

instance to avoid congestion; if Frederick Avenue and Westmore Road have been closed, east-

west traffic will be detoured long distances to either Gude Drive or Veirs Mill Road.

Loss of five buildings housing businesses: Exxon Auto Center (12 emp.; 50,000 sq.ft. lot)

Nationwide Brake and Alignment Center (5 emp.; 6,000 sq.ft. of 16,000 sq.ft. lot)

Montgomery Tire Safety Center (8 emp.; 2500 sq.ft. of 17,600 sq.ft. lot; involves only a portion

of the building)

Merchant's Tire Center (9 emp.; 3600 sq.ft. of 24,000 sq.ft. lot; building may be saved by a

retaining wall)

Disruption of commercial parking areas due to construction: Metro construction will take ap-

proximately 24,000 square feet of parking facilities belonging to Heckingers Corporation. This

represents 1 1% of the firm's property and a loss of 60 to 80 parking spaces.

Loss of two buildings along right-of-way: C&P Telephone (10,000 square feet of 48,000 sq.ft. lot)

C&P Telephone Garage (storage building, 46,000 square feet taken for contractor's offices)

Frederick Avenue closed permanently due to right-of-way: the elimination of the existing at-grade

crossing of the B&O Railroad will prevent through traffic flow on Frederick Avenue in Rockviile.

While from a regional traffic point of view the road closing is not significant, it will intercept local

traffic flow. Those vehicles presently westbound expecting to turn onto Route 335, and those

vehicles presently eastbound will have to detour to either Park Road to cross the railroad right-of-

way to either exit from or enter into the Lincoln Park community. This detour represents an

obstacle for local traffic in approaching the Rockviile Central Business District from the east.

Right-of-way widening takes sapling to semi-mature treesanda few specimen trees: sapling and
semi-mature trees typical of old field habitats in disturbed areas will be cleared from small iso-

lated areas in the Rockviile area. The trees are generally less than 30 feet in height and are in

generally poor condition. A few more mature specimens of introduced trees will also be removed.

Right-of-way takes mature and semi-mature trees and disrupts mixed forest and old field wild-

life habitat: the Metro construction will disturb or eliminate a 50 to 80 foot strip of semi-mature

forest and old field vegetation for a distance of approximately 1200 feet in the City of Rockviile.

This strip presently borders a larger wooded area extending from the B&O tracks to Hungerford

Drive which has been severely disturbed and is characterized as having poor vegetative quality.

Mature and semi-mature trees and saplings which will be taken include introduced species and

those typical of disturbed areas, such as trees of heaven, mulberry, cherry, and sassafras. Few
trees in the entire wooded area are considered worth saving, generally of poor condition, and

entangled in vines and undergrowth.

Infringement on parking and recreation area of St. Mary's Church and School: see A01 5 Segment
Environmental Impact Study. ^

Loss of historically recognized B&O Railroad "Rockviile Station" (c. 1875) due to track alignment:

see A015 Segment Environmental Impact Study, Section 4(f) Determination (DOT Act of 1966).
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Loss of on« buildmg to right-of-way: Saah Furniture (31,000 sq.ft. of 92,000 sq.ft. lot;

will take entire building, although moving the structure is being considered).

Hungerford Drive requires relocation due to right-of-way: Hungerford Drive is presently being

reconstructed from an underdesigned two lane rural roadway to a six-lane road with a concrete

median strip. The improvement extends from Shady Grove Road to Manakee Road and is

scheduled for completion in the fall of 1977. It is sized to handle traffic projections in excess of

those anticipated with opening of the transit system, and is expected to greatly facilitate traffic

flows in the area. The land affected by the reconstruction required by the Metro alignment is

vacant, wooded property owned by Montgomery Community College and vacant residential lots.

Only one structure is taken by the expansion required for Metro.

Westmore Road closed permanently due to right-of-way: through traffic on Westmore Road will

be shifted elsewhere with the elimination of the existing at-grade crossing of the B&O Railroad.

This change taken together with the closing of Frederick Avenue will cause a long-term local im-

pact because east-west movement to and from the Lincoln Park community will be restricted.

Access from the community to the Rockville Central Business District will be possible only by
Gude Drive and Park Road via several secondary and primary residential streets.

Disruption to Campus Drive and access to Montgomery Community College: the relocation and

expansion of Hungerford Drive will require a 100 foot right-of-way along the western edge of

the Montgomery Community College property. The campus itself is located uphill and several

hundred feet from the roadway. Views of the widened road and of the Metro and B&O Railroad

alignment from the college will be hidden from view by existing wooded areas and by street

landscaping. Disruption to the Campus Drive access road will be temporary and will not prevent

vehicles from entering or exiting at any time during the construction period. After completion

of the construction access to the college will be greatly enhanced.

Loss of three buildings to right of way: LaFontaine Bleu Restaurant, Universal Printing and

United Auto Parts.

Loss of vegetation to right-of-way consisting of semi-mature and mature trees: Metro construc-

tion will require clearing of semi-mature and mature trees and old field vegetation along much
of its right-of-way. The majority of trees to be taken are less than 30 feet in height in this section,

are of generally poor health, and are species characteristic of disturbed areas.
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Loss of property along right-of-way: the amount of property to be lost along the right-of-way

will vary from 50 to 80 feet depending upon local conditions. Final acreage to be committed
will be determined after Final Design Phase of the alignment.

Loss of one building of Pargas Gas to right-of-way:

Disruption and loss of property along right-of-way: actual acreage to be committed will be

determined after final engineering of the alignment has been completed.

Disruption and reconstruction of Gude Drive Bridge: the Gude Drive Bridge will be reconstructed

to allow for both the Metro and B&O rail lines to pass beneath it. This will cause congestion dur-

ing the construction period when the 1 1,050 vehicles utilizing the overpass on an average weekday
are rerouted or confined to single lane restricted crossings.

Disruption and loss of property to Gude Nursery: the Gude Station will occupy approximately

14 acres at the intersection of Gude Drive and Frederick Road, the present site of the Gude
Nursery offices, store, and parking areas.

Loss of access road to Gude Nursery: the Metro alignment will eliminate the existing at-grade

crossing of an unpaved access road between the main nursery office and retail area and the green-

houses and planting fields. However, because the nursery offices will be entirely taken by Metro
construction, the impact of additionally closing the access road to greenhouses becomes unim-

portant.

Disruption and loss of property to farm: south of Derwood Road the Metro construction will dis-

rupt farming activities for a distance of approximately 1000 feet. A 50 to 80 foot strip of field

will be permanently committed to the right-of-way. Actual acreage to be committed will be deter-

mined after Final Design Phase of the alignment.

Disruption and reconstruction of Derwood Road Bridge: reconstruction of the Derwood Road
Bridge will disrupt traffic flows from Frederick Road to Redland Road. Average weekday traffic

volumes of 1950 cars will be completely or partially diverted to Redland Road during the con-

struction period. This will create temporary local congestion, particularly at the intersection of

Redland Road and Frederick Road, increasing the number of cars flowing on Redland Road from
6400 to 8350. With completion of the new bridge traffic flow from Redland Road to Frederick

road will be safer and less congested.

Erosion and sedimentation during construction into natural drainage: construction in the area of

Gude Station could cause severely accelerated rates of erosion and sedimentation if adequate con-

trol measures are not utilized to manage stormwater and filter runoff from the site. Final Design

of Gude Station and construction provisions however will ensure compliance with all Montgomery
County regulations pertaining to stormwater management and erosion control. Negative impacts

on the landscape and water quality, and increased construction costs, will therefore be minimized.

Refer to the Montgomery County Erosion and Sedimentation Policies in the appendix to this

report.

Loss of mature and semi-mature trees belonging to Gude Nursery and along railroad right-of-way:

vegetation in the 50 to 80 foot Metro right-of-way to the west of the B&O tracks will be com-
pletely cleared This will primarily disturb old field habitats characterized by species typical of

disturbed areas. The few mature and semi-mature trees to be taken primarily include trees of

heaven, mulberry, cherry and sassafras. Ornamental plantings belonging to the nursery in the area

will not be directly affected by the construction or taking of property.
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6 •
Loss of semi-mature and mature trees along right-of-way: in this segment of the alignment most
of the cleared area will be either agricultural or disturbed old field habitats. Semi-mature and
mature trees will be taken in only a few areas. The majority of those to be cleared are less than

30 feet in height, are of generally poor health, and are species typical of disturbed areas.

B •

Loss of farmland to right-of-way: the Metro alignment will take a 50 to 80 foot wide right-of-

way of existing farmland for approximately 600 feet in the area immediately south of Redwood
Road. Actual acreage to be committed will be determined after Final Design Phase of the alignment.
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(
•

Redland Road closed permanently due to right-of-way (access would be provided by possible

Fields Road extension): through traffic flow on Redland Road will be prevented with the elimina-

tion of the existing at-grade crossing of the B&O Railroad. This will prevent existing movements
of 6400 vehicles per day over the B&O alignment. The negative impact of this closing will be

eliminated however by the extension of Fields Road from Frederick Avenue to Redland Road
as a four lane roadway and bridge which will be built over the B&O and Metro tracks. It is antici-

pated that this will relieve traffic congestion in the Frederick Avenue/Redland Road area and
will increase traffic safety by providing grade separations over the right-of-way.

15 •
Construction of yard requires extensive regrading of land: construction of the S&l yard v/ill re-

quire regrading of approximately 48 acres of land. The volumes of material to be relocated, or

in excess, can not be determined until the final design has been completed. Impacts associated

with such massive earth moving can be mitigated by strictly implemented storm water manage-

ment and erosion control plans.

13 •
Construction of yard requires channelization of existing streams and extension of culverts:

channelization of drainageways and extension of culverts will become necessary with regrading

of the 48 acre S&l Yard site. This generally can be expected to cause elevated and shortened

flood hydrographs due to loss of recharge potential. This effect would therefore be observed in

Upper Crabb's Creek which drains the yard area. The nature of the flood hydrograph change

however cannot be described until final design of the yard has been completed and the extent

of channelization and ditch and culvert location determined. Their design and construction will

however conform with all County regulations.

8 •
Erosion and sedimentation during construction in open field: construction of the Metro tracks will

cause accelerated erosion and sedimentation on highly erodible soils along portions of the alignment.

The increase in soil loss and subsequent negative impacts will be mitigated by erosion control de-

vices properly utilized at the appropriate time. These will include the use of straw bale filters,

berms, diversions and swales, all of which will slow and filter runoff before leaving the construc-

tion site. Erosion control plans will comply with all Montgomery County regulations for all the

construction operations.

10 •
Loss of semi-mature trees and minor vegetation: construction of the Service and Improvement

' Yard will require complete clearing of a large area of old field vegetation along Upper Crabb's

Creek west of the B&O tracks. This primarily includes shrubs and herb species with only scat-

tered semi-mature red maples, mulberries and cherries. The majority of the yard area will take

agricultural fields and disturbed vegetation typical of areas used for pasture.

11 • •
Erosion, sedimentation and disruption of natural drainage from construction of station and yard:

extensive regrading during construction of the Shady Grove Station, parking lots, and Service and
Improvement Yard, will permanently alter the natural drainage of the area. Without proper use of

erosion control devices, clearing of natural vegetation and exposure of highly erodible bare soil to

the energy of falling rain will result in accelerated soil loss and sedimentation of drainageways,

particularly of Upper Crabb's Creek. Special efforts however will be taken to minimize soil loss by
design of a comprehensive erosion control plan, staging construction operations and locating struc-

tural and non-structural control measures to restrict soil losses to those only slightly greater than

typical of natural conditions. This will ensure compliance with all Montgomery County erosion

i control regulations.

12 •
Loss of prime farmland to station parking and yard: the Shady Grove Station and parking facilities

will occupy land now used for farming and open pasture on both sides of the B&O tracks. The
parking and station area west of the B&O will occupy about 36 acres and the parking lots and

station area to the east will occupy about 30 acres or more, depending on requirements for water

management ponds. The access drive from Shady Grove Road extended to the parking area on
the west will occupy some 3 or 4 acres depending on right-of-way dimensions.
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Potential contamination of natural drainage from S&l Yard: construction of tine S&l Yard will

create a potential source of pollution to natural drainageways in the Sinady Grove area. Pollutant

levels will be high in runoff from the 3000 car parking lot and the maintenance and service shop
area if permitted to discharge untreated into drainageways. This would have a severe impact upon
the chemical, physical and biological characteristics of streams, particularly on Upper Crabb's

Creek which flows between the Metro alignment and the yard. Control devices will therefore be

used to regulate the quantity and quality of stormwater and non-point discharges from the site.

These however cannot be described until final design of the yard. 1 t is assured however that they

will comply with all Montgomery County and State of Maryland regulations pertaining to the

quantity and quality of overland flow leaving development sites.

Loss of scenic open parcel and farmland fields to S&l Yard: the Metro Service and Improvement
Yard will occupy approximately 48 acres presently used as farmland and open pastureland.

At the end of the Metro line, the tracks leave the B&O lines and veer to the west across Upper
Crabb's Creek through a disected stream corridor and open area characterized by old field vege-

tation with some mature and semi-mature trees. The tracks then swing south and open out into

the service yard over an area now used for farmland. Land east of the Yard between it and Fred-

erick Road is an open old field habitat with mature and semi-mature trees lining a drainage chan-

nel. To the north and south it is developed in commercial and industrial uses; and to the west it

remains in open farmland and pastureland. The Yard and Station therefore will take an undevel-

oped attractive parcel between two developed areas and eliminate views of open farmland and

pastureland to those travelling along Frederick Road.
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ing and projected traffic volumes, it is being reconstructed
from Shady Grove Road to Mannakee Road. Completion of the
improvement is scheduled for the fall of 1977. The land
affected by the reconstruction is either property of the
Montgomery Community College or is vacant residential lots
(one lot is occupied by a structure that will be taken for
the widening of Hungerford Drive) . The Community College
Campus is uphill and several hundred feet from Hungerford
Drive. The view of Hungerford Drive from the Campus will be
of a widened street, closer to the Campus by nearly 100 feet;
beyond the street, the parallel tracks of Metro and the Balti-
more and Ohio Railroad will be visible. Existing wooded areas
and street or specimen plantings will hide most of the highway
since the relocation and widening will reduce the width of
these woodlands but not their effectiveness as visual barriers.
The outbound, east side of the alignment is bounded by the
Baltimore and Ohio tracks; beyond the railroad are industrial
and commercial buildings, parking lots and storage yards.

From Station 877+00 to Gude Drive (Station 980+00) the align-
ment will require shallow cuts off from 2 to 4 feet on the
west side; a slight embankment will separate Metro from the
existing B&O tracks on the east side (a distance of about 20
feet and a height of 2 to 4 feet above the railroad alignment)

.

At the Gude Drive overpass, the cut will be deeper and the
bridge will be reconstructed to accommodate both railroad and
Metro beneath it. Various industrial and commercial buildings
with their associated parking lots occupy the area between the
tracks and Hungerford Drive. On the east, the mature specimen
plantings of the Gude Brothers Nursery will provide an undis-
turbed screen from both Metro and the B&O Railroad. From Sta-
tion 895+00 (some 400 feet north of Gude Drive) to Station 906+50
the alignment will be at the existing grade or on a low embank-
ment of fill less than 4 feet high. Adjoining lands are gen-
erally wooded with dense saplings to mature trees and a heavy
undergrowth of shrubs and vines. Some lands on the west side
of the alignment are cleared or developed in industrial uses.

From Station 906+50 to 925+00 the alignment is in a cut 5 to 8

feet deep. The cut is about 30 feet deep where Derwood Road
bridge crosses the tracks at Station 92 0+00. The Derwood com-
munity lies east of the B&O tracks across a broad area of
fields and hedgerows. Metro construction will not disturb
the hedgerows and trees on the. east side of the B&O, so the
view from Derwood will be unchanged. Most of the alignment
will be in a cut 10 to 20 feet deep, further reducing the
visual impact of Metro on Derwood. On the west side, the
tracks will be hidden from view by the same cut. Station 907+00
to 927+00. From 927+00 to 932+00, the alignment will be at
grade, closing Redland Road. From 932+00 to 94 3+00 (approxi-
mately) the tracks will enter a 30 foot cut into the hillside
where Fields Road will be extended via a new bridge to join
Redland Road (by others) . The Shady Grove Station and its
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associated parking areas will be north of Fields/Redland Road,
hidden from Derwood by a hill. Where the alignment emerges
from the cut. Shady Grove Station will be built on fill above
a small stream. The valley will be crossed on a 15 to 30 foot
high embankment, beside the existing B&O embankment.

The large parking lots required to accommodate 300 0 cars at
Shady Grove will be visible from the Station and from the
access road linking the east-side parking to Shady Grove Road.
The Service and Inspection Yard will be partly in excavation
and partly in fill. The view of the yard from Md. 3 55 will
be partly blocked by a low intervening hill and by commercial
buildings along the highway.

Surrounding buildings are for industrial or commercial uses.
The land on the east side of the B&O tracks will be a County
Service Park, with warehouses, garages and parking lots for
County vehicles.

The historic character of the surrounding area is rural with
gently rolling fields and woodlands. The present aspect shows
the recent changes that have been made. Warehouses and in-
dustries appear in fields that have been abandoned from culti-
vation and are being held for development. The future charac-
ter will be totally industrial and substantially paved over.

7.6 Cultural Impacts

As discussed previously under Section 3.4 of this Report,
the cultural impacts of the A017 Metro Segment will be
negligible. No historic or archaeological sites are
affected, nor are parks or other recreational facilities
impacted as none are in the immediate vicinity of the seg-
ment under study.

During construction of the A017 Segment, there will be a
short-term negative impact on school children living in the
vicinity of the construction activity. The impact will be
due to temporary traffic disruption and the potential of
hazards resulting from the presence of construction equip-
ment and Metro-related construction activity. This impact
can be minimized by well-designed traffic control measures
and adherence to contract safety provisions by WMATA con-
tractors .

A relatively minor long-term negative impact will also be
felt by school children living along the AO 17 Segment due to
the increased Metro-induced traffic projected for the road-
ways in the Shady Grove area. The impact will be greatest
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during the A.M. peak hours as school trips and Metro-bound
auto work trips will coincide in the A.M. However, the im-
pact can be mitigated by grade separations for local through-
traffic, pedestrian walkways, the installation and proper
maintenance of traffic signals at intersections, and the pre-
sence of school crossing guards at particularly congested
intersections

.

The relocation and expansion of Hungerford Drive is taking
a 10 0 foot right-of-way along the western edges of the Mont-
gomery Community College property. The campus itself is lo-
cated uphill and several hundred feet from the roadway. Views
of the widened road and of the Metro and B&O Railroad alignment
from the College will be hidden from view by existing wooded
areas and by street landscaping. Disruption to the Campus
Drive access road will be temporary and will not prevent vehi-
cles from entering or exiting at any time during the reconstruc-
tion period. After completion of the construction access to
the College will be greatly enhanced.

As discussed under Section 3.8 of this Report, Derwood Bible
Church, located on the corner of Derwood and Redland Roads,
would suffer a minor short-term impact during Metro construc-
tion and the potential exists for a very minor long-term
negative impact when Metro is in operation along the A017
Segment. During construction of the segment, those driving
to the Church will be inconvenienced by construction-related
traffic disruption. As above, this impact can be minimized
by well-designed traffic control measures. When Metro is in
operation, the roadways in the vicinity of the Church will be
more congested, partially as a result of Metro-induced traffic,
but mostly due to other projected growth in the Shady Grove
area. However, those using Derwood Church facilities will be
using the roadways primarily during off-peak hours and should
therefore not suffer any significant perceptible inconvenience
due to Metro-related traffic.
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7. 7 Traffic Impacts

A comprehensive assessment of Metro-related traffic impacts
includes average daily traffic projections and service level
projections for the roadways and intersections in the Shady
Grove area. These are available as 1984 Metro Peak Hour
Traffic Volumes and 1984 Total Peak Hour Traffic Volumes, from
studies completed by the Montgomery County Planning Board
and are included at the end of this section.

It is generally recognized that without certain roadway im-
provements, access to a Metro Station at Shady Grove will
not be feasible because the existing roadway will not have
the capacity to handle additional Metro-induced traffic.
These improvements include, but are not limited to: the
Fields Road extension; an Outer Beltway segment, or a facil-
ity of similar capacity, from 1-270 to a direct access road
between Metro parking facilities and an Outer Beltway seg-
ment. Improvements underway and recently completed are the
reconstruction of Maryland 35 5 to a six-lane urban divided
road, from Mannakee Road to Shady Grove Road and the exten-
sion of Shady Grove Road from Oakmont Avenue to Muncaster
Mill Road. These improvements are described under Section
3.5 of this report.

While all of these improvements are necessary for adequate
access to the proposed Metro Station at Shady Grove, the
segment of the Outer Beltway from 1-270 to a direct Metro
access road must be singled out as particularly important.
Although Shady Grove Road presently provides a higher level
of east-west access than is available at any location be-
tween Rockville and Gaithersburg , Shady Grove Road will be
heavily used in the station areas by the proposed County Ser-
vice Park and other urban growth projected for the area.
Montgomery County DOT has indicated that Shady Grove Road
will not be able to adequately serve both the Service Park
and the Metro Station. Montgomery County DOT points out
that, with both the Service Park and Metro facilities in
the Shady Grove area, levels of service at the intersections
of Shady Grove Road and Route 355 would be F and E in the
A.M. and P.M. peak periods respectively, whereas at the
intersection of Shady Grove Road and the access road to
Metro, levels of service would be E and F in the A.M. and
P.M. peak periods respectively. (See "Memorandum" at the
end of this Section.)

-'-The final draft of the Shady Grove Sector Plan was given
preliminary approval by the Montgomery County Planning
Board, February 4, 19 77.
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This situation could be alleviated by an interchange at Route
355 and Shady Grove Road and by an interchange at Shady Grove
Road and the direct access road. These interchanges would
alleviate congestion on Shady Grove Road and improve access
to Metro facilities providing that only County Service Park
(including commuter- rail auto-induced traffic) and Metro
auto-induced traffic are considered. These measures do not
take into account additional traffic which is expected to be
generated when the vacant land adjacent to the Service Park
undergoes development, as it is planned to. If one takes
this factor into account, it suggests that the Outer Beltway
link between 1-270 and the Metro access road is crucial if
one is to avoid re-creation of the very problem the extension
is intended to address- inadequate access to a terminal sta-
tion in a high-growth corridor.

The Shady Grove Demand Volumes maps included at the end of
this Section show the projected impact of Metro-induced
vehicular trips only in the A.M. peak hour in 1990 both
with and without the Outer Beltway link. The Outer Beltway
link is predicted to take transit traffic off of arterial
approach routes in the vicinity of the Metro Station so
that the roadways will be freed for development traffic and
non-through transit traffic. Furthermore, the Outer Beltway
link is preducted to encourage those drivers coming down 1-2 70
to use the Shady Grove Metro Station, thereby reducing traf-
fic on 1-2 7 0 south of Shady Grove Road. Not only will the
Outer Beltway link be conducive to removing automobile traf-
fic from 1-2 70 below Shady Grove Road as well as relieving
local arteries of Metro-related traffic, but it will give
the residents of northern Montgomery County and those living
beyond Montgomery County better access to the D.C. area via
Metro

.

An assessment of Metro-related traffic impacts must also look
at parking demands and capacity at the proposed Shady Grove
Station. Unlike the parking spill-over that would occur at
Rockville, were Rockville the terminal station for the Rock-
ville Route, the Shady Grove Metro terminal station will have
ample capacity to meet parking demands as demonstrated by the
following table

1980 A.M.
Peak Hour
Auto Trips
to Station
(Park/Ride
Only)

Parking
Spaces
Required
To Meet

Parking
Spaces
Currently
Programm.edStation

Daily Park/
Ride Demand

Shady Grove 1,060 2,297 3,000

Isource: WMATA Staff, January 1974.
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As the foregoing analysis should have demonstrated, a Metro
Station at Shady Grove will serve upper Montgomery County
and beyond, thereby giving many travelers rapid access to
D.C, ; it will alleviate traffic on 1-270 below Shady Grove
Road if the Outer Beltway link is constructed; and Metro
parking facilities are numerous enough to avoid spill-over
into neighboring areas.

While these long-term positive impacts at the regional and
local level outweigh the short- and long-term negative
local impacts, it is nonetheless necessary to discuss Metro-
related negative traffic impacts. These negative impacts
are the result of construction activity and of the Metro
alignment's closing of Frederick Avenue, Westmore Road, and
Redland Road, thus eliminating existing at-grade crossings
of the B&O Railroad, and the reconstruction of the Gude
Drive bridge and the Derwood Road bridge over the railroad
and Metro alignments. By the time Metro construction begins,
Hungerford Drive will have already been reconstructed to
accommodate existing and projected traffic volumes and the
proposed Metro alignment; short-term negative local impacts
will have already been eliminated and traffic flov; through
the area greatly enhanced by comparison to previous condi-
tions.

Construction .activity along the A017 Segment will disrupt
traffic, thereby producing a short-term negative impact.
The Redland Road, Gude Drive, and Der-wood Road negative im- •

pacts will be eliminated when Fields Road is extended to meet
Redland Road with a bridge built over the B&O and Metro tracks,
thereby replacing the Redland Road at-grade crossing, and
when Gude Drive bridge and Derwood Road bridge are rebuilt.
The negative impacts on Frederick Avenue and Westmore Road
are long-term in that east-west movement from and to the
Lincoln Park Community will be restricted. Lincoln Park
Community is located to the east of the proposed Metro align-
ment. The Community's access to the Rockville CBD is presently
via Park Road to the south, Frederick Avenue, Westmore Road,
and Gude Drive to the north. The City of Rockville has pro-
vided existing traffic data for Frederick Avenue and Westmore
Road as follows:

Frederick Avenue (at Route 3 55)-^

During the twelve hours monitored, 4,274 vehicles crossed the
B&O tracks. Of these, 1,977 were eastbound and 2,297 were
westbound. Of the 2,297 westbound vehicles, 845 turned right
onto Route 355 and 1,452 turned left onto Route 355.

Data based on counts taken 6/25/74 for twelve hours between
7:00 A.M. and 7:00 P.M. (per traffic engineer, traffic counts
taken on a Tuesday, Wednesday or Thursday are representative
of average weekday traffic operations)

.
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Based on the counts taken by the City of Rockville, the
average hourly eastbound traffic is 165 vehicles, and the
average hourly westbound traffic is 191 vehicles. The A.M.
peak hour for eastbound traffic on Frederick Avenue is from
7:00 A.M. to 8:00 A.M. - 185 vehicles. The A.M. peak hour
for westbound traffic on Frederick Avenue is from 7:30 A.M.
to 8:30 A.M. - 282 vehicles. Of the 282 westbound vehicles,
14 9 turn right onto Route 355 and 133 turn left onto Route
355.

The P.M. peak hour for both eastbound and westbound traffic
on Frederick Avenue is from 4:00 to 5:00 P.M. During the
P.M. peak hour 205 vehicles are eastbound. Of these, 116
turn right off of Route 355 onto Frederick and 89 turn left
off of Route 355 onto Frederick. 320 vehicles are westbound
during the P.M. peak hour. Of these, 184 turn left onto
Route 3 55 and 136 turn right onto Route- 355.

Westmore Road (west of the B&O Railroad tracks and east
of Route 355)-'-

Based on the counts taken by the City of Rockville, average
weekday westbound traffic on Westmore Road is 1,362 vehicles;
average weekday eastbound traffic is 1,226 vehicles; average
hourly westbound traffic is 54.5 vehicles; and average hourly
eastbound traffic is 51.5 vehicles. The A.M. peak hour for
eastbound traffic on Westmore Road is 7:00 A.M. to 8:00 A.M. -

57 vehicles. The A.M. peak hour for westbound traffic is
from 8:00 A.M. to 9:00 A.M. - 198 vehicles. Although turning
movements onto Route 35 5 were not recorded, it should be
noted that all westbound traffic must turn either left or
right onto Route 3 55.

Westmore Road experiences no evening peak hour(s) as the 12:^00

to 6:00 P.M. traffic counts do not vary significantly.

From a regional traffic point of view the closing of Frederick
Avenue and Westmore Road is not significant- However, the
impact at the local level is significant. Those vehicles
presently westbound expected to turn onto Route 355, and those
vehicles presently eastbound into the community will have to
detour significantly to either exit from or enter the Lincoln
Park community. This will present considerable loss of both
pedestrian and vehicular access. It is estimated that approxi-
mately 8 00 vehicles would use Frederick Avenue and Westmore
Road during peak hours at the time of the Metro opening.
Frederick Avenue is also a popular pedestrian crossing. Pedes-
trian count taken on the overpass (May, 1975) indicated that
150 residents of Lincoln Park utilized the bridge in the 9 A.M.
to 4 P.M. survey period.

1, Data based on counts taken 9/3/74 for a 24-hour period.
No revised counts are available as of January, 19 77.
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A proposal is presently being considered to solve traffic
problems resulting from the closing of these roadways. The
City of Rockville has formulated a proposal and encouraged
the Montgomery County Council to endorse upgrading and
improving the Park Road underpass which the State has agreed
to totally or partially fund, as well as upgrade Horner's Lane
and other feeder streets.

The proposal will provide automobile access to the Lincoln
Park community. The Park Road underpass coupled with a
pedestrian overpass at the present at-grade crossing of
Frederick Avenue is considered by the City to be the best
alternative.-^^ It will provide maximum access to the
community, regular traffic flow through it, and not represent *

an economic hardship to the City of Rockville. Industrial
access from the northeast to Westmore Road will be via Dover
Road and an upgraded Southlawn Lane; easterly residential
access will be from Lincoln Avenue between Horner's Lane
and 1st Street; and Park Road and Westerly Road will provide
residential access from the southwest. Several secondary
residential streets will be reclassified to primary streets
and Horner's Lane improved to ensure circulation through the
community and the provision of fire and police protection,
(see map of proposed actions for access to Lincoln Park on
next page)

The exact location of the pedestrian bridge is now under
study by the local j ur isdicrions involved. At present the
local jurisdictions are doing a cost/benefit analysis of
additional crossings of the project.
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Public school Proposed Access to Lincoln Park
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(Reproduced)

MEMORANDUM '

" March 26, 1974

To: Mr. Anthony C. Kanz, Deputy Director, Department of
Transportation

From: Ronald C. Welke, Chief, Division of Traffic Engineering

Subject: Montgomery County Service Park - Shady Grove Metro
Station/Rockville Metro Route

I. GENERAL DISCUSSION

The purpose of this memorandum is to provide technical evaluation
of the relative impact of the proposed County Service Park as
compared to full development of the site as presently zoned. The
impact will be considered both with and without the presence of
a possible Metro Station and corresponding connection of the neces-
sary access road to an improved portion of Fields Road. The im-
pact is measured by calculation of the probable level of service
under the above conditions at the following intersections:

1. Md. 355 and Shady Grove Road
2. Access Road and Shady Grove Road

The following conditions will be assumed for the purpose of analysis:

Md. 355 A six lane divided highway with
adequate left turn storage and
phasing both north and southbound
at Fields Road and at Shady Grove
Road

Shady Grove Road A four lane divided highway with
adequate left turn storage and
phasing both east and westbound
at Md. 355 and at Access Road

Access Road A four lane undivided highway from
Shady Grove Road east of the rail-
road right of way and to the County
Service Park or (with Metro) to
improved Fields Road

The following assumptions were used for traffic generation under
various conditions

:

Condition #1 Actual volume data for existing
system
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Condition #2 Existing zoning of proposed site
with 500 car parking facility for
commuter rail (825 in, 205 out
A.M.; reverse P.M.)

Condition #3 County Service Park with 500 spaces
for commuter rail service (750 in,
445 out A.M.; reverse P.M.)

Condition #4 County Service Park (as above.
Condition #3) 2,000 spaces for
Metro park and ride (includes
500 for commuter rail) east of
railroad tracks, with access north
to Shady Grove Road and south to
Fields Road. 700 park and ride
spaces located west of the railroad
tracks and having access to Md « 355
and Fields Road. 50 kiss and ride
spaces east of railroad tracks
having a peak hour turnover of 7

vehicles per hour (i.e., 350 one-
way trips in; 350 one-way trips
out A.M. and P.M.). Distribution
was assumed to be 7 5% north and
25% south.

Condition #2/3 Analysis of these conditions was
accomplished by assigning 100%
of all trips to and from Shady
Grove Road.

The remaining trip distribution was based on data provided by
WMATA relative to trip demands for the Shady Grove Metro Station
Service area. Trips 'were generated using a percentage distribu-
tion as indicated by the demands calculated by WMATA.

II. RESULTS

The following table of Service Levels is related to the four
conditions discussed in Section I of this memorandum:
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Kanz

Location 1

Condition Number
2 3 4

Shady Grove Road
and Md. 35 5

AM
PM

B
B

C
D

D
D

F
E

Shady Grove Road
and Access Road

AM
PM

N/A
N/A

A
C

B
C

E
F

III. CONCLUSIONS

Service Levels produced by the County Service Park are slightly
worse than those resulting from development of the existing zoning
during the AM peak period. Service Levels for both the County Ser-
vice Park and the existing zoning are the same during PM peak per-
iod. Service Level during the PM peak will reach Level "D" at
Md. 355 and Shady Grove Road and Level "C" at the intersection of
Shady Grove Road and the Access Road/ both acceptable operating
conditions

.

The Service Levels that result from Metro-related traffic added
to the County Service Park without alternate access reaches
Levels "E" and "F" on Shady Grove Road indicating operation beyond
established limits of tolerability . This condition is not due to
the presence of the County Service Park but rather due to the lack
of adequate highway facilities to handle the Metro demand traffic.

RST/md
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8 Air Quality Impacts^

a. Construction Related Air Quality Impacts

During construction there is a potential for short-term
adverse air quality due to increased emissions from
construction vehicles, construction activity, spoil
removal, and construction-induced congestion. The con-
struction activity and spoil removal will influence
particulate emissions while the emissions from the con-
struction vehicles and construction-induced congestion
will have an impact on local emissions of carbon monoxide,
hydrocarbons and oxides of nitrogen.

The area within Segment A017 which will have the greatest
potential to contribute to increased particulate emissions
during construction is the proposed Shady Grove Station
with its accompanying parking facilities, and the S&I Yard
at Shady Grove. This potential for a greater negative
short-term impact in this area of the segment is due to
the large area under construction at the station and S&I
sites

.

When clearing and grubbing natural vegetation, construc-
tion crews remove the trees, brush and ground vegetation
that serve to anchor topsoil. The earth exposed in this
manner becomes a source of dust and particles as it is
eroded by wind. The potential for dust is further en-
hanced by the movements of heavy duty vehicles over the
construction sites.

The extent of this impact will depend greatly upon pre-
cautions taken during construction. If existing construc-
tion regulations ' are enforced, the impact will be minimized
Primary control measures which would further reduce the
impact are

:

.Restriction of vehicle flow on unpaved surfaces;

.Watering twice a day during periods of high wind
and construction activity;
.Minimizing the period during which the cleared and
regraded lands are exposed.

Another potential for a short-term negative impact is
due to increased emissions from construction vehicles.
The impact of the local pollutant concentrations at the
station and along the construction route will depend on
the number of construction vehicles at a particular con-
struction site, and on the numoer of vehicles which de-
tour due to the construction impedance.

Source: "Air Quality Impact Analysis Metro Route Segments
AO 14 to AO 17", Environmental Research & Technology, Inc.,
September 1974. See Appendix D for the Air Quality Report
in its entirety.
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While emissions from construction equipment ' are not sig-
nificant in the context of regional emissions of trans-
portation related pollutants, the potential for negative
impacts on local air quality does exist, although it is
anticipated that construction vehicles' emissions will
not be significant with regard to oxides of nitrogen.
For other pollutants there is the potential for local
adverse impacts specifically at times of peak traffic
conditions and at times of adverse meteorological con-
ditions. This potential for negative impact on local air
quality can be minimized by reducing the construction
activities, or by diverting a portion of the traffic at
times of adverse traffic and meteorological conditions.

As signaled above/ construction activity will also result
in traffic congestion which can be expected to increase
local concentrations of carbon monoxide and hydrocarbons,
because at the lower vehicle speeds associated with con-
gestion, automobiles emit more carbon monoxide and hydro-
carbons than at the higher speeds associated with free
flowing traffic. It logically follows that the greatest
congestion-related impact would occur on lanes with
existing free flow conditions , for if a particular lane
affected by construction is already congested, the addi-
tional traffic impedance due to construction will not
increase concentration contributions. Since most inter-
sections along the A017 Segment are projected to have
relatively stable flow conditions when WMATA begins con-
struction, one can conclude that Segment A017 has greater
potential for negative impacts on air quality during con-
struction than other segments of the Rockville Route where
free flow conditions rarely exist. It must be remembered
that the impact of construction-induced congestion, as
well as other construction related impacts, are short-term
and can be considerably mitigated by well-designed con-
trol measures.

b. Regional Air Quality Impact of Segment A017 of the
Rockville Route-'-

The A017 Segment of the Rockville Route provides poten-
tial beneficial impact on regional air quality. The con-
struction of the Rockville extension, as the A017 Segment
is often called, is consistent with the transportation
control strategies attempting to reduce vehicle miles
traveled (VMT) in the National Capital Interstate Air
Quality Control Region. The existence of Metro inherently
encourages a diversion of automobile trips to transit
trips, thereby reducing the VMT and the accompanying
emissions of carbon monoxide, hydrocarbons, oxides of

For further details, see Appendix D of this Report.
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nitrogen, oxidants and particulates. Specifically, con-
struction of a station at Shady Grove will result in a
minimum reduction of 90,370 VMT per peak two hours, and
additional VMT savings can be expected from the non-peak
hours in each day.

c. Local Air Quality Impacts of Segments A017 and A016 to the
Rockville Routel

The potential exists in the vicinity of the Shady Grove
Station site, as it does for every Metro Station, for
minor short-term degradation of air quality. However,
carbon monoxide emissions generated by Metro-induced
traffic are not likely to exceed the 25 parts per million
peak hour standard. The contribution of Metro-related
emissions to the eight-hour CO levels are minimal due
to the concentration of commuter trips in the peak hours.
The inclusion of commercial facilities in land contiguous
to the Metro station, as indicated in the Shady Grove
Plan, may however reduce the number of vehicle trips in
the immediate area during commuting hours. This will
possibly result in .somewhat smaller increases in one-hour
CO levels in the Station area. Violation of eight-hour
CO standards would almost invariably be the result of con-
gestion induced by normal traffic growth which is not
related to the Metro facilities.

No long-teirm local impacts are expected from Metro
facilities within the A017 Segment of the Rockville
Route since Federal vehicular emissions controls are
expected to greatly reduce the impact of the automobile
within a few years of the completion of the A017 Segment.

7 . 9 Noise and Vibration Impacts ^

Introduction

Projecting the level of noise expected from Metro train
operations for surface or aerial structure operations re-
quires consideration of the design features of the transit
system facilities which are being included and will be
included in Metro system facilities and structures for con-
trol and reduction of noise and vibration. In making the
projections of the expected noise and vibration levels, the
procedure used has been to determine the expected levels for
operation with standard Metro system facilities and also to
determine the expected vibration and noise levels with
special design features for reduction of the noise and vibra-
tion, where needed to meet the criteria for maximum allowable
levels

.

^ Ibid .

2 Source: "Noise and Vibration Study, Alternatives for the
Rockville Route Sections A014, A015, A016 and A017", Wilson,
Ihrig & Associates, Inc., August 1974. The entire study is
under Appendix E of this report.
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Evaluation of the typical noise levels and type of occupancy
in each community area provides a basis for selecting the
appropriate category of maximum noise and vibration level
criteria which should be applied. Comparison of the expected
performance with the criteria provides a means for determining
those areas where special design features are needed to reduce
noise and vibration to acceptable levels.

It should be noted that the transit system industry in general
and the WMATA Metro transit system in particular has established
very strict criteria for maximum noise and vibration levels from
new transit system facilities and equipment. This is because
with a new transit system it is desirable both to provide a
favorable environment for patrons of the system and to minimize
transmission of noise and vibration to adjacent communities,
buildings and structures. Acoustical impact is a very important
factor influencing community and patron acceptance of any new
transportation system and, particularly, the acceptance of a
new rail transit system. Because of the importance of noise
and vibration the rail transit system industry and the WMATA
Metro system have established and are adhering to noise level
criteria which are more restrictive than those applied to any
other transportation system and are, in fact, more restrictive
than are applied by most community noise standards and ordi-
nances.

Noise Levels from Surface and Aerial Structure Operations
Along AO 17 Segment of Rockville Route

Much of the area along A017 is open space, with only a few
residential and some commercial and industrial buildings
adjacent to the alignment. Approximately five houses located
adjacent to Stations 923+00 to 925+50 on the outbound track
side and at Stations 928+50 to 929+00 on the inbound track
side indicate the need for sound barrier walls adjacent to
the alignment because of the residential nature of the area.
The wayside noise levels from eight-car trains traveling at
75 mph along this section of the alignment are such that a
sound barrier wall is recommended at all five houses in order
to achieve satisfactory wayside noise levels. However, if
the normal train in this area at night do not include eight-
car trains and if the speed is less than 75 mph, then sound
barrier walls will be necessary only in areas where the houses
are closer than approximately 200 feet from the alignment.
Construction of the walls however will be delayed until found
necessary.
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It should not" be necessary to provide sound barrier walls for

wayside noise reduction at any of the industrial buildings
along the A-17 section. Some reduction of the wayside noise
is indicated as necessary at commercial buildings along the

inbound track at about station 835+00, 839+00, 889+50 and
896+00. In these cases if the usage is light industry, then

a sound barrier wall should not be necessary, however, if the

usage is a commercial office or commercial retail type then

sound barrier walls are indicated in order to meet the design
criteria goals for maximum wayside noise.

Construction Noise

One of the impacts associated with a rail rapid transit
system project is the short-term noise and vibration impact
of construction activities. As with any large project, the
construction of a rapid transit system involves the use of
machines and procedures which, in the past, have resulted in
intense noise levels and, occasionally, high vibration levels
in and around the construction site.

In recent years considerable progress has been made in the^
reduction and control of construction noise through
modifications of the equipment to reduce noise generated at
the source, through modifications of construction procedures
and by selection of those construction procedure alternates
which are less noisy. Also, in many areas and for many types
of construction projects there have been noise limits or noise
standards included in the construction contracts or applied by
governmental agencies in order to limit the noise impact from
the construction. These efforts at reducing construction
noise have produced considerable success and with new
construction projects the work can be and is accomplished with
considerably less noise impact than is traditionally expected.

For at-grade construction the impact will be due to demolition;
clearing and grading; placement of materials, including any
retaining walls and the ballast and ties and track; plus any
finishing activities such as fencing and landscaping.

For the aerial structure configuration the activities will
include demolition; ground clearing and grading; erection of
foundations including, possibly, pile driving; construction
of the aerial structure columns; erection of girders and
the finishing.
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Construction Equipment Noise Levels

There is considerable information available on the typical
noise levels created by modern construction equipment and
there is a growing body of information on lower noise levels
which can be achieved with modified equipment or equipment
which is designed with noise reduction and control as one
of the design parameters.

Measurements made at transit system construction project sites
provide the best information relative to expected noise levels
from the type of construction activities which will be
associated with the A Route construction. Table IX presents
a series of noise levels observed for various types of
machines and activities associated with the WMATA Metro
construction project. These data are for construction
activities using standard present day equipment without noise
control or noise reduction modifications to the equipment.
The data was obtained before noise restrictions and limits
had been applied to the construction activities on the Metro
pro j ect

.

Typical noise levels at construction sites, as indicated by
Table IX, do result in substantial acoustic impact on
neighboring communities and in new and future projects such
noise levels are considered unacceptable. There are many
techniques available for reducing 'the noise, some of which
involve little or no cost and some of which involve considerable
cost. In some instances modifications of procedures or use
of different procedures and equipment can result in much
lower noise levels and impact. For the Metro project one of
the procedures, a very effective procedure, has been to
include noise limit specifications in the construction
contracts in order to reduce or limit acoustic impact due to
construction activities.

Ground-Borne Vibration from Construction

Because of the nature of some construction activities, high
amplitudes of ground-borne vibration may result in some
impact in neighboring community areas. Blasting and impact
pile driving are two types of activities traditionally
associated with high levels of ground-borne vibration. It
is also possible that some types of heavy vehicles and
excavation activities can generate sufficient ground-borne
vibration levels to be perceptible or noticeable in nearby
buildings

.
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The vibration levels created by the normal movement of
vehicles including graders, loaders, dozers, scrapers and
trucks generally are of the same order of magnitude as the
ground-borne vibration created by heavy vehicles running
on streets and highways. Large trucks and buses operating
on city streets and on highways generate ground-borne
vibration due to v;heel/roadway ' in terac tion ^md particularly
high vibration levels can be associated with truck and bus
operations on rough or pock-marked streets. In general, the
ground-born'i vibration from veh.icle operations on streets,
even very rough streets, is not sufficient to create
noticeable impact on adjacent community areas. This
vibration is of a level that is generally imperceptible or
barely perceptible and is considered acceptable, producing
little or no impact. Thus, it can be expected that the normal
vehicle activities at the construction sites will not generate
sufficient ground-borne vibration to result in significant
impact

.

Construction Noise Specifications

There are numerous procedures available for reducing the
noise generated by construction equipment and activities. One
of the most effective methods of assuring controlled noise and
minimum acoustic impact is the inclusion of noise limit
specifications in the construction contract documents. Recent
projects of the New York City Transit Authority and the
Washington Metropolitan Area Transit Authority have included
noise restrictions in the contract specifications. The
experience with these noise limit specifications and with
the contractors working within the requirements is that
considerable success in the reduction of construction noise
has been realized.

For the .Rockville 'A' Route, the construction contracts will
include a section on noise limits. In many instances, noise
standards or limitations applied to construction or other
noisy type activities have been based on average conditionsm a conuuunity or, alternately, on the most severe or
critical conditions. The noise limit law or standard has
then been written with one set of restrictions which apply
to every area. This procedure is not consistent with best
economy or best benefit to the community. In many
instances this results in either excessive noise in quiet
residential areas or excessive cost for noise reduction in
commercial or industrial areas where there no benefit to
be gained from the noise reduction. The noise limitation
specifications for nhe Metro have four different levels of
noise limitations which are applied consistent with the tvpe
of community area m which the construction takes place.
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Table X in Appendix E indicates noise level limitations ex-
cerpted from the WMATA Metro construction contract documents
to provide an indication of the degree of noise impact which
can be expected from the construction activities along the
•a' Route.

Summary of Noise Projections

Evaluating the short- and long-term impact requires comparison
of the expected or projected noise levels with existing typical
noise levels and with criteria for reasonable and appropriate
noise levels or the levels of noise which are considered to
create intrusion or impact.

Prior to the adoption of the Montgomery County Noise Control
Ordinance, the sound level data for the community assessment
were taken at representative selected locations between July
15, and July 31, 1974 to determine an ambient noise level for
the area. WMATA' s recent review of this section, indicates
that the noise level data for the community assessment taken
in 1974 remains essentially the same. During the Final Design
stage when the alignment and station locations are established,
WJ4ATA's consultant will re-evaluate the noise levels in light
of the new adopted County Noise Ordinance.

Using these data and- data obtained from various recent and
new operational and experimental rail transit vehicles and
systems, Metro's acoustical consultant. Dr. G. P. Wilson,
examined in detail those areas where the introduction of Metro
system may upset the ambient conditions, WMATA' s consultant
recommends preventative action to be taken. His recommenda-
tions are reviewed and evaluated objectively by WMATA'

s

General Engineering Consultant and the WMATA staff.

Noise disturbances from at-grade and aerial transit train
operations comprise the long-term noise impact of the pro-
posed Metro alignment. The short-term noise impact is com-
prised mainly of construction noise, affecting the community
around the proposed Rockville Route before Metro trains begin
operations

.

It is important to note that the ground-borne vibration
from the transit trains, and from any other activities
associated with operation of the transit system will not be
noticeable or perceptible as a mechanical motion at any point
along the Rockville Route. The levels of vibration at the
source are low enough and the distance between the transit
system facilities and the nearest buildings are sufficient
that there will be no noticeable or perceptible vibration
which residents of the area can feel. Further, there will be
no effect of the vibration on existing structures. The
amplitudes of vibration are many orders of magnitude less
than that required for any potential effect or structural
damage to the structure

.

200 REVISED



Airborne wayside noise from at-grade and aerial transit
train operations is another factor which could create intrusion.
This noise as opposed to noise from ground-borne vibration is
attenuated by the walls or exterior boundaries of a building
Thus the noise level inside a building effecting the occupants
is dependent not only on the external noise level, but also
upon the amount of attenuation by the walls and windows of
the structure. Since the interior noise level from this
external noise is dependent upon the amount of attenuation
provided by the boundaries of a building (over which Metro
has no control) the noise criteria for maximum allowable
wayside noise are specified as exterior levels in a particular
community as discussed in Appendix D of the Noise and Vibration
Report found in Appendix E of this Report.

As with noise induced from ground-borne vibration, at-grade
and aerial noise is transient, occurring only at the time of
a transit train passby. Thus the projected maximum wayside
noise levels can be compared with Lio and Ll as presented on
Table II in Appendix E, the community noise level measurement
results. At most of the areas along the proposed Rockville
Route, the transient sound levels due to transit train pass-
bys will be less than transient levels produced by B&O Rail-
road train operations.

Review of the measured LlO and Ll levels in several areas
indicates that transit trains produce lower levels of noise
than Ll observed when including railroad train passbys , but
that transit trains produce higher levels of noise than Lio
and L]_ observed without any railroad train passbys. Thus
there are a number of residential, office, and commercial
buildings where the use of sound barrier walls is recommended to
avoid significant acoustic impact.

With the use of sound barrier walls as indicated in the Summary
of Recommendations, the impact of noise from the transit
trains operating on the surface ballast and tie tracks and the
short section of aerial structure will be minimized to be
consistent with the noise environment existing in the areas
through which the Metro trains will pass. Reference to the
measured ambient noise levels given on Table II of Appendix
E as the Lio and Li noise levels and comparison of these with
the expected noise levels from the transit trains given on
Tables VI, VII and VIII of Appendix E shows that the transient
noise levels produced by the transit train operations will be
consistent with and comparable to transient or short-time
duration noise levels already existing in the area near the
Metro tracks. While the transit trains will add some noise to
the community areas along the above-ground sections of the
alignment, the impact will be minor because of the pre-existing
noise levels, particularly along those sections of the align-
ment located near the B&O Railroad tracks.
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A possible short-time impact could arise from noise during
construction of the Metro facilities. The typical noise
levels observed at rail transit construction projects at a

distance of 50 ft. are above even the L]_ observed from all
but a few locations with a B&O Railroad train passby. Thus
there is potential for major noise impact from the construc-
tion activities. If the construction activities do meet
the construction noise specifications of Table X in Appendix
E, then the effect of construction noise will usually be
negligible or at most occasionally noticeable but acceptable
to the community.

Since the noise levels anticipated from the construction and
operation of the transit system are based on prediction, and
considering the huge cost involved in providing sound barrier
walls, noise measurements will be taken again during construc-
tion and after the section is in operation to determine actual
noise levels. During construction all state and local
regulations will be complied with by utilizing silenced equip-
ment and techniques. In those instances where it is determined
Metro noise levels associated with operation of the system are
excessive, WMATA will: install sound barrier walls to reduce
the noise levels to permissible levels; apply for an exception
to state and the County Noise Control Ordinance when expendi-
ture of public funds would not justify the benefit to be
gained; or purchase land adjoining the alignment where the cost
of installing adequate noise control measures is found too ex-
pensive and for which an exception cannot be obtained. ^vMATA
is committed to one of these actions in all instances where
violations occur by the Master Agreement betv/een it and Mont-
gomery County.

Drawing DDS-108, included in the Addendum (item 5, page 306)
shows the type of sound barrier wall that will be used on A017
if required.
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Summary of Noise Projections

Location by
Station Number

Design Section A-17

807+00 to 834+20

834+20 to 835+90

835+90 to 838+60

838+60 to 840+30

840+30 to 889+10

889+10 to 890+10

890+10 to 894+80

894+80 to 897+30

897+30 to 920+00

920+00 to 926+10

' 926+10 to 927+60

Recommended Design

No special noise reduction
features

Sound Barrier Wall extending
to 3.5 ft height above
top-of-rail on west side of
inbound track only

No special noise reduction
features

Sound Barrier Wall extending
to 3.5 ft height above
top-of-rail on west side of
inbound track only

No special noise reduction
features

Sound Barrier Wall extending
to 3.5 ft height above
top-of-rail on west side of
inbound track only

No special noise reduction
features

Sound Barrier Wall extending
to 3.5 ft height above
top-of-rail on west side 'of
inbound track only

No special noise reduction
features

Sound Barrier Wall extending
to 3.5 ft height above
top-of-rail on east side of
outbound track only

Sound Barrier Wall extending
to 3.5 ft height above
top-of-rail on west side of
inbound track and on east side
of outbound track
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Location by
Station Number Recommended Design

Design Section A-17 [cont.

]

927+60 to 931+80

931+80 to 950+00

Sound Barrier Wall extending
to 3.5 ft. height above top-
of-rail on west side of in-
bound track only

No special noise reduction
features

Shady Grove S&I Yard

Shady Grove Station

7.10 Socio-Economic Impacts

No special noise reduction
features

No special noise and vibra-
tion reduction features re-
quired except possibly sound
barrier walls for protection
of patrons from B&O Railroad
train noise

As previously discussed in this report (Section 3.8) the area
surrounding the A017 Segment, the Shady Grove Station area, and
the area to the north and northwest of the proposed station is
anticipated to experience more growth during the next two years
than other areas within Montgomery County. Growth is to be
according to the Shady Grove Sector Plan, recently given approval
by the Montgomery County Council. (The final approved draft is
expected to be adopted by Maryland-National Capital Park and
Planning Commission by spring 1977.

The basis of the plan is the Metro Station at Shady Grove and
associated actions of its implementation. The sector plan
covers the area between the two corporate municipalities of
Rockville and Gaithersburg and extends from 1-270 eastward to
Mill Creek Towne. The plan is used as the foundation on which
to prepare comprehensive zoning amendments, proposal of public
projects, and a general outline and program for imiplementation
of plan recommendations.

The Shady Grove Sector Plan area encompasses 2,900 acres and
provides a framework for development between Gaithersburg
Vicinity and Rock Creek Master Plans. Gaithersburg and Rock-
ville through their respective master plans will guide develop-
ment within these municipal, limits, as Montgomery County has
planning responsibility for areas lying between city limits.
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A Metro Station at Shady Grove will increase accessibility to
the City of Gaithersburg and the new town of Germantown,
thereby doing a great deal to help fulfill the regional plan-
ning goals, as expressed in the Wedges and Corridors Plan, of
having Gaithersburg and Germantown develop as urban centers
as part of the development of the 1-270 Corridor.

Constructing the A017 Segment of Metro concurrent with or
prior to new development, will serve to foster the use of
rapid rail and built Metro-oriented commuting habits before
auto-centered habits are formed, thereby relieving congestion
on the north-south roadways, 1-270 in particular, assuming
the Outer Beltway or a facility of similar capacity is con-
structed to serve as a direct link between , 1-2 70 and the
Shady Grove Station area.

The A017 Segment of Metro will simultaneously provide D.C.
residents with increased, inexpensive, and rapid access to
the developing and anticipated employment centers in the
north and northwestern suburbs of Montgomery County and will
provide residents living in the northern and northwestern
portion of Montgomery County, and even parts of southern
Frederick County, with increased and' rapid access to employ-
ment centers along the 1-2 70 Corridor and within the District
of Columbia.

In summary, the major socio-economic impacts expected as a
result of the construction of the A017 Segment of Metro are
an acceleration of population and employment growth in the
northern section of the 1-270 Corridor, increased accessibil-
ity to the new employment centers in this area, and increased
accessibility for the growing population of the northern
portion of the 1-270 Corridor to employment opportunities
located to the south and southeast.! It should bo pointed
out that even v/ithout the proposed Metro, grov;th vvill occur
in the areas of the alignment from Rockville to Shady Grove.
I'hc impacts typically resulting fron this grow'th howeve::,
which will occur with or without construction of the transit
facility, can be mitigated by good local planning for the
adequate provision of services, utilities, and roadway im-
provements .

1. See "Summary of the Plan" - Final Draft Shady Grove Sector
Plan, October, 1976 - in Addendum.
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PROPOSED ZONING &HWY. PLAN

SHADY GROVE SECTOR PLAN
MOWIV**!*^ COjMTt »T.AM»Ma 90AAO

Source: Montgomery County Plannir>q Board ^^m,
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7.11 Conclusion

The foregoing sections of this Chapter (Sections 7.1 through
7.8) have described and analyzed Metro-related impacts for
the A017 Segment of the Rockville Route, often referred to
as the Rockville Extension or the Shady Grove Extension.
The following statements summarize the major findings of
Sections 7.1 through 7.10.

Ecological Impacts

Short-term impacts are those associated with disturbing the
ground for construction. Slight disturbance will be felt
along the alignment, more serious impacts will be felt at
the terminal. Highly erodible soils on the terminal site
require stringent measures to protect slopes and contain and
settle runoff. Short-term impacts on vegetation and wild-
life are minor.

Long-term impacts are most evident at the Shady Grove terminus
of the Route. Here, some 70 acres of pasture and oldfield
will be bared, graded, paved and, here and there, landscaped.
Vegetation and wildlife habitat on the site will be destroyed,
though there are no unique or rare plants or animals. Crabbs
Branch will suffer a reduction in water quality from chemicals
contained in parking lot runoff. The volume of flow in the
stream will increase, though detention ba'sins will reduce the
rate of flow to that which the stream can presently accommodate.
The basins will not reduce peak flows from major storms of 50
or 100 year -intervals . This will result in increased flood
peaks in storm hydrographs in Rock Creek downstream of the
Terminal Station, thus increasing potential flood hazards.

Alignment Impacts

The major short-term negative impacts expected as a result of
the A017 alignment are erosion and sedimentation, particularly
at the teirminal station and S&I Yard sites.

The major long-term negative impacts attributable to the A017
alignment are the loss of prime farmland at the terminal sta-
tion site and at the S&I site, the potential contamination of
natural drainage and ground water at these sites if the pre-
cautionary measures recommended in this Report are not followed,
and the disruption of traffic which will occur as a result of
the closing of Frederick Avenue and Westmore Road.

Visual and Physical Impacts

Major negative impacts will result from the construction of
3000 parking spaces at the terminal station, the rail yard,
and the roadways to provide access to these facilities.
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The construction of these facilities and accompanying roadways
will result in substantial disruption and regrading of some
70 acres of land, transforming abandoned farmland into terraces,
embankments and paving. While it should be noted that these
Metro facilities will be in harmony with their proposed future
industrial surroundings, they will in themselves, nonetheless
have negative visual and physical impacts. However, because
the terminal area lies in a natural bowl, it will not be vis-
ible from anywhere but immediately surrounding sites.

Cultural Impacts

The cultural impacts of the A017 and A016_will be negli-
gible. No historic or archaeological sites are affected, nor
are parks or other recreational facilities impacted as none
are in the immediate vicinity of the A017 and A016. School

\X children will experience a minor to moderate short-term nega-
tive impact during construction and a minor long-term negative
impact as a result of construction-related traffic disruption
and Metro-induced traffic respectively. Derwood Bible Church
will experience a minor short-term negative impact during
Metro construction due to traffic disruption.

Traffic Impacts

The existing roadway network surrounding the station area in
Shady Grove does not have the capacity to handle projected
Metro- related traffic. For station access to be adequate,
traffic congestion during peak periods to be reduced, and
impacts to adjacent residential neighborhoods to be minimized,
several scheduled roadway improvements must be completed prior
to the operation of the Shady Grove terminal station. Parti-
cular improvements that are determined to provide adequate
access to the station and improve over-all vehicular circula-
tion through the area are a limited access road from 1-270
to the Metro Station, Maryland 355 widening and improvements,
Metro access road from Shady Grove Road (presently extended-
opened 11/76) to station area, and Fields/Redland Roads im-
provements. If these roadway improvements can be completed
in parallel to the Shady Grove Terminal development and oper-
ation, Metro-related impacts will be positive and long-term
from a regional perspective.

Air Quality

During construction there is a potential for short-term ad-
verse air quality due to increased emissions from construction
vehicles, construction activity, spoil removal and construc-
tion induced congestion, particularly at the Station and S&I
Yard sites. The extent of this impact will depend greatly
upon precautions taken during construction.
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The A017 Segment will have a beneficial long-term impact on
regional air quality in that a Metro Station at Shady Grove
is expected to reduce vehicle miles traveled and the accom-
panying emissions of carbon monoxide, hydrocarbons, oxides
of nitrogen, oxidants and particulates. The incorporation
of commercial facilities in the Shady Grove complex as
planned by the County will also help to mitigate air quality
impacts

.

Noise and Vibration

Ground-borne vibration from the transit trains, and from
any other activities associated with operations of the trans-
it system will not be noticeable or perceptible as a mechani-
cal motion at any point along the A017 Segment.

The air-borne noise from transit trains operating at-grade
and on aerial structure will be noticeable but at an accep-
table level with the use of sound barrier I'/alls at specific
locations and will produce noise which will be consistent
with the existing noise environment.

The noise generated by construction activities will constitute
a short-term impact of noticeable to acceptable level.

Socio-Economic Impacts

The major socio-economic impacts expected as a result of the
construction of the A017 and A016 of Metro are an acceleration
of population and employment growth in the area surrounding
the Shady Grove Station. The Montgomery County Service Park
planned adjacent to the station area will employ approximately
1,200 people. Other industrial and commercial developments
are likely to occur west of the Shady Grove Station area in
the corridor between 1-270 and the B&O rail line. Roadway
extensions and improvements to the east of the station com-
bined with the pressure to develop large tracts of available
land will result in residential growth in areas north and
east of the station.
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8. RELATIONSHIP OF PROPOSED ACTION TO LAND USE PLANS, POLICIES,
AND CONTROLS FOR THE AFFECTED AREA

Land Use

The entire Baltimore and Ohio corridor, from Rockville to Shady
Grove Road is zoned Light Industrial (I-l) and Industrial and
Office Park (1-3)1 (see Zoning Map). Both the Metro Station and
the Storage and Inspection (S&I) Yard v/ould be consistent with
zoning for the area. Moreover, the Master Plan for Gaithersburg
and vicinity recommends the Rockville Route extension and a
station in the vicinity of Shady Grove Road. The Master Plan
stresses that Metro service is the key to planning and develop-
ment of the Gaithersburg corridor city as envisioned by the
general plan for the Maryland-Washington regional district
"...on wedges and corridors", adopted by the Maryland-National
Capital Park and Planning Commission in 1964 and updated in
January 1970.

The Gaithersburg and Vicinity Master Plan also endorses Montgomery
County's proposal for a County Medical Center complex to be lo-
cated at Shady Grove Road and the proposed Western Arterial (M-
90). The medical center will be a major employment center
occupying 280 acres and projected to have an ultimate 20,000
employees and another 10,000 or more patients, visitors and stu-
dents. Approximiately 80 , 000 daily trips would be generated by
employees, not counting the trips that would be generated by
patients, visitors, and students. The trips anticipated to be
generated by the medical center cannot be easily handled by the
existing and proposed highway network unless a substantial num-
ber of potential drivers are diverted to Metro rapid rail and
feeder bus. The station at Shady Grove and feeder buses serving
the center should therefore alleviate potential congestion.

The proposed Shady Grove Station, S&I Yard, and Metro parking
facilities are located adjacent to an already approved County-
wide facility called "The Montgomery County Service Park".
It is intended that the Service Park planning effort be coordinated
with the Maryland-National Capital Park and Planning Commission's
area master plan studies, with ^^MATA Shady Grove Station studies,
with the needs expressed by area civic associations, and with the
improvements of Shady Grove Road and Route 355.

Although detailed plans for the Service Park are not finished,
its concept is sufficiently developed to permit a description of
its components. Such is necessary since the Service Park will
interface with Metro facilities.

Montgomery County has acquired a 130-acre tract of land located
on Shady Grove Road extended, immediately east of the B&O tracks
(see County Service Park and Vicinity Map included in this Sec- •

tion) . The County Service Park, which will occupy this parcel
of land, is envisioned as a multi-agency maintenance and storage
complex which will contain:

Source: "Approved and Adopted Master Plan Gaithersburg Vicinity",
The Maryland-National Capital Park and Planning Comm., Jan. 1971.
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1. The County's liquor warehouse;

2. A Department of Transportation road maintenance depot;

3. The Maryland-National Capital Park and Planning Commis-
sion's central park maintenance facility;

4. The County public school's central transportation, re-
pair, maintenance, and regional bus storage facilities;

5. Provisions for an Amtrak commuter rail station;

6. Other public facilities which may be determined appropri-
ate for location at this site, as detailed plans are
developed.!

In addition to the foregoing, a Central Processing Facility (CPF)
for the proposed Montgomery County Solid Waste Disposal System,
whose service area will be the entire County, will be constructed
either within or in the vicinity of the Service Park. Site selec-
tion for the CPF is underway. The CPF will handle all residen-
tial, commercial, and industrial processible wastes for which the
County has disposal responsibility.

Planned roadway improvements will provide Montgomery County Ser-
vice Park with direct access to major highways serving the County,
and v/ill provide the same ease of access to Metro patrons using
the proposed Shady Grove Station. The proposed improvements in-
clude the follov/ing:

1. Shady Grove Road ; Construction of a 100-foot wide, divided,
four-lane highway with a 24-foot median in a 120-foot right-of-
way, from Md. Route 355 (Frederick Road) to Md . Route 115 (Mun-
caster Mill Road), a distance of 13,500 feet. This project is
included in the Gaithersburg Vicinity Master Plan. As of January
1974 the detailed design is complete; construction plans are com-
plete; and right-of-way has been acquired. 2 When completed, the
facility is projected to have a rated capacity of 30,000 vehicles
per day. As a result of this extension, there will be direct
access to I-70S without having to pass through any residential
areas. The extension will also provide effective access to the
eastern sectors of the County.

2. Route 355 (Frederick Road) is programmed for upgrading to six-
lane urban divided standards, with completion of the Rockville-
Gaithersburg link scheduled for 1975.

-'Source: Maryland-National Capital Park and Planning Commission,
July 1974.

2 Sources: See Section 3.5 of this Report.
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3. Fields Road : The Gaithersburg and Vicinity Master Plan calls
for construction of Fields Road, including a grade separated
rail crossing, from Route 355 to Redland Road.

4. A separate access road is proposed from Shady Grove Road Ex-
tended to the County Service Park.

5. Montgomery County DOT has proposed a direct access link to
route traffic from I-70S to the Metro Station. This may involve
construction of the Outer Beltway or a road of similar capacity
from I-70S to the Shady Grove area and a limited access roadway
from the Outer Beltway to the terminal parking area. The fea-
sibility of a partial interchange with the Outer Beltway at Route
355 to provide maximum utilization of the direct access facility
is being studied.

For Metro patrons to reach parking facilities that would be on
the west side of the Railroad, in the area of the S&I Yard, access
(under study) would be via Sommerville Drive and a new link con-
necting Fields Road West of Route 355 with the parking area. The
intersection of this link with Route 355 would provide access for
Route 355 traffic, separating that traffic from traffic destined
for the Fields Road industrial/commercial complex.

It should be evident from the foregoing that locating a Metro
Station, accompanying parking facilities, and an S&I Yard at
Shady Grove Road, adjacent to the proposed County Service Park,
is compatible with zoning for the area and would not disrupt any
existing or planned residential communities; it is compatible
with proposed adjacent land uses; enough land is available at the
proposed Shady Grove site to comfortably permit an S&I Yard and
ample Metro parking facilities; Metro patrons would have direct
access to major highways serving the area; there would be a link
between the Metro and commuter rail stations as a result of the
two stations being located next to one another; a Metro Station
at Shady Grove would give employees direct access to the Service
Park and to nearby expected industrial and commercial facilities
(see County Service and Vicinity Map)

.

Financing

The 197 3 Highway Act includes an interstation substitution provi-
sion which authorizes the shifting of money from a given interstate
route to some other urban transportation project, including transit.
Proceedings are being carried out by Maryland DOT to effectuate a
transfer of 80-20 funds from the 1-95 and North Central Freeway
projects to the Shady Grove Metro extension, to a direct access link
to route traffice from I-70S to the Metro Station, and to other neces-
sary access roads in the vicinity of the Station and S&I Yard.

IWMATA Staff, 1974.

212







J

215



9. ANY PROBABLE ADVERSE ENVIRONMENTAL EFFECTS WHICH CANNOT
BE AVOIDED

The short-term inconveniences and displacements caused by Metro
construction are the least avoidable of impacts,

9.1 Short-term Effects

Construction requires the re-routing of traffic and the
temporary closing of bridges at Middle Lane, Gude Drive,
and Derwood Road. The necessity of shifting Hungerford
Drive away from the B&O tracks to accommodate Metro

• (Sta. 855+00 to 875+00) will be accomplished as a part of
planned improvements to the road; inconveniences and traf-
fic congestion will probably result.

Other short-term impacts of construction easements, where
essential to gain access to the work site, or to store ma-
terials, v;ill be required. Noise, vibration and dust will
result from construction activities. The movement of equip-
ment and materials may be necessary over some local streets.
Construction in the Metro right-of-way will expose soil to
wind and rain wherever cuts or fills are required. Large
areas of soil will be exposed during construction of the
rail-yard and parking lots at Shady Grove.

Regulations to control dust, noise, and erosion, and to
protect the public's safety are applied to every contract.
They are discussed in Chapter 13, "Measures Taken to Mini-
mize Harm to the Environment."

9 . 2 Long-term Effects

Takings for rights-of-way and station areas constitute a
long-terra impact on the socio-economic environment. The
taking of any open space or parkland is adverse. Thus, a
discussion of park disruption and takings is included
separately under the following section. Historic buildings
and archaed-ogical sites are included in this discussion.
Some funding strategy must be devised to save the station
at Rockville, which is an architectural period piece.
There are no arci^ed-ogical sites of significance along the
subject alignment.

There will be a permanent loss of access to the community
where at-grade crossings must be closed; at Frederick
Avenue and Westmore Road. The closing of Redland Road will
not be a permanent one, as there are plans to extend Fields
Road across the railway to intersect Redland Road and pro-
vide an improved arterial route in the County.
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The permanent loss of plant cover and wildlife habitat
where parking lots and rail yards are built cannot be
avoided. Drainage detention structures will compensate
for increased parking lot runoff during rain storms of
average (2 to 10 year interval) intensity, but excep-
tional storms will result in greater runoff.
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10. IMPACTS ON PARKLAND, HISTORICAL SITES AND ARCIIALOLOGICAL SITLS

The following section is a survey of those publicly owned
which may be affected by Metro construction or operation,
include public parks, recreation areas, wildlife refuges,
toric and archaeological sites of Federal, State or local
nificance.

In the planning and design of the Metro system, WMATA has at-
tempted to avoid the use of parkland, historic places or archae-
ological sites for transit or related facilities. In those cases,
however, v/hera no feasible alternative to such use could be pro-
vided, WMATA' s policy has been to minimize any potential adverse
environmental impact on the area to be used.

With regard to parklands and historic places, provisions for
minimizing impact have been made through master agreements
between l/MATA, the National Park Service, and local jurisdic-
tions, through WMATA contract specifications for construction,
and through design of shared transportation rights-of-way.

Master agreements, notably those between WMATA. and the National
Park Service, impose stringent conditions under which transit or
related facilities may involve or affect parkland or historic
places. The National Park Service Agreement with WMATA calls for
consultation and coordination between the two agencies from the
preparation of initial alternative plans through to their final
design. In the application for and issuance of permits for park-
land use, information regarding the nature and extent of work,
the possible impact of the action on the site, and plans for re-
design, reconstruction and relandscaping of the site will be con-
sidered. WMATA is responsible for aesthetically agreeable tem-
orary facilities, safety and access of parkland during construc-
tion, prevention of unnecessary damage and pollution, and horti-
cultural maintenance and replacement of areas affected by Metro
activities. For permanent use of parkland, WMATA must replace
it with suitably located lands to provide comparable public ser-
vice. More specific information on the National Park Service
Agreement is contained in Appendix B.

WMATA contract specifications are designed to uphold the master
agreements and to assure contractor compliance with the standards
set for the regional system. They include protection of existing
vegetation and structures, co-operation with National Park Ser-
vice in regard to permits and protection of park property, and
precautionary measures to avoid drainage problems and stream
pollution

.

The sharing of transportation rights-of-way minimizes additional
environmental impact attributable to Metro activities, such as
the Alignment of AO 17 paralleling the B&O Railroad tracks.
Use of existing transportation corridors reduces potential
additional adverse impact on the surrounding areas, including
the parklands through which the transit system may pass.

lands
They

his-
sig-
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Parklands and iiistoric sites and buildings have been located by
obtaining Lists and maps from State, County and local agencies.
Sites on the National Register of Historic Places were located
from the most recently published list. For the District of
Columbia, the National Capital Planning Commission (NCPC) has
published the report, Downtov/n Urban Renewal Area Landmarks

,

Washington, D.C. , based upon the inventory by the Joint Committee
on Landmarks. In addition, NCPC has prepared maps and suppor-
ting lists of historic landmarks outside of Urban Renewal Areas.

For the hxstori.c sites and landmarks identified in the District
portion of Metro routes, the three categories established by the
Joint Conmittee are indicated in the xmpact description. These
categories have been identified as follows by the Joint Committee:

"Category I: Landmarks of great importance which contribute
significantly to the National cultural heritage or that of
the District of Columbia and its environs, and which must
be preserved.

Category II: Landmarks of importance which contribute sig-
nificantly to the cultural heritage or visual beauty and
interest of the District of Columbia and its environs,
and which, should be preserved or restored, if possible.

Category III: Landmarks of value which contribute to the
cultural heritage or visual beauty and interest of the
District of C:olum.bia and its environs, and which should be
preserved or restored, if practicable."

On March 8, 1968, the Joint Committee issued a revised list of
Category I and II landmarks in the National Capital and recom-
mended them for inclusion on the expanded National Register of
Historic Places provided for in the National Historic Preser-
vation Act of 1966 (P. L. 89-665) , Category III landmarks were
recommended for further study and possible nomination to the
National Register at a later date.

In the case of archaeological sites, discussions with Dr. Charles
McNett of the Department of Anthropology, the American University,
revealed that on a regional level, the Metro System poses mini-
mal potential impact on documented archaeological sites. This is

because tlie System closely follows existing rights-of-way and thus
is usually rarther than one-half mile from such sites. However,
whei.p Mecro activites are close to known sites, such as Rose
Hill Quarry off Connecticut Avenue (A Route), previous develop-
mient has usually disrupted the area and no additional threat to
the site is posed by Metro activities. Provision has been made
in WMATA contract specifications for Historical and Scientific
Specimens

.

"All arr.i.cles of historical or scientific value, including
but not limited to coins, fossils, and articles of antiquity,
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which may be uncovered by the Contractor during the progress
of the work shall become the property of the Authority. Such
findings shall be reported immediately to the Engineer who
will determine the method of removal, where necessary, and
the final disposition thereof.

"

There are no affected parklands, historic structures, or archaeolo-
gical sites along the extension of the A Route to Shady Grove.
This has been confirmed by the State of Maryland Historic Preser-
vation Officer and by an archeological survey of the Rockville
Route performed for WMATA by Thunderbird Research Corporation
(see Addendum) •

-'-Dr. William M. Gardner (Ph. D. , Anthropology) , Thunderbird Research
Corporation, An Archeological Survey of the Washington Metropolitan
Area Transit Authority's Rockville, Glenmont , ""New Carrollton and
Addison Routes in Marvland, December, 1976.
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11. THE RELATIONSHIP BETWEEfl LOCAL SPIORT-TEim USES OF MAN ' s
ENVIRONMENT AND THE MAINTENANCE AND ENHANCEMENT OF LONG-
TERM PRODUCTIVITY

The relationship between local short-term uses of man's environ-
ment and the maintenance and enhancement of long-term producti-
vity of that environment for the A017 Segment of the Rock-
ville Route is essentially the same as the relationship for
the entire Rockville Route, and for the entire Metro System.

Local short-term Metro activities can generally be classified
as costs: monetary costs, the costs of pollution, the costs
of inconvenience and the costs of safety, all associated v/ith
construction. This is true throughout the region and along the
entire Rockville Route as v/ell as within the area of the pro-
posed A017 Segment. Among the long-term results of those
short-term construction activities, however, there appear to be
many more benefits than costs.

The construction of a Metro System to serve the Washington Metro-
politan Area will greatly increase accessibility within the region
thereby increasing land valu.es, emp,loyment opportunities, labor
pool availability, and mobility within the region for those who
do not or cannot drive, Metro will decrease dependency upon the
automobile for travel between the central portion of the District
and the outlying areas of the region .1 All of these effects can
be characterized as enhancements of regional economic vitality,
with accompanying social benefits.

The System will both encourage and allov; implementation of the
wedges and corridors concept for future development in the re-
gion. Without such a system, this concept would be virtually
impossible to implement.

Long-term costs are local rather than regional and are confined
primarily to a deterioration of air quality and an increase in
traffic hazards in the immediate area of Metro stations, as a
result of increased peak-hour commutation traffic at the stations.

Each segment of the Metro System is a nearly inseparable part of
the whole. Without the A014-A017 Segments, the Rockville Route
cannot be completed and without the Rockville Route, a substan-
tial vii.« secuor woui^i i.e omitted fr^^m the entire Metro System,
It is therefore appropriate and important to consider the long-
term regional benefits of the entire system, as well as the
local short-term and long-term costs associated with any
one segment in evaluating the segment's environmental impact.

Such increased accessibilitv will reduce reliance on the automobi
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12. IRREVERSIBLE AND IRRETRIEVABLE RESOURCE C0f4MITMENTS

Resource commitments for the construction of the Metro System and,
by extension^ of any segment, include labor, land, money, mater-
ials, and energy.

The labor commitment necessary for the construction of the Metro
System is not one that would be made elsewhere if it were not made
to Metro. A decision is not being made as to whether to use a
given labor force to perform one major job or another; the deci-
sion is rather whether or not to assemble the labor force neces-
sary to perform the work. Many of the skills needed are skills
in which there is substantial or fluctuating unemployment. Such
a commitment would therefore be beneficial by causing increased
employment of people with these skills.

Land is one of the major irretrievable commitments made to the
construction of the Metro System. , Where routes are elevated
or at-grade, the land commited is, in effect, not only the Metro
right-of-way , but also in terms of irreversible impacts, all land
adjacent to such elevated or at-grade routes.

Another major resource commitment is money. While initial in-
vestments of money are irreversible, it is expected that over an
extended period of time the initial investment should generate
many times its original amount in indirect economic stimulation
throughout the Region. Unfortunately, in the design, planning
and building of a Metro System, time is money. Although planning
and design time is required in order to produce the optimum align-
ments within given constraints, this process can become costly in
terms of delays in scheduling.

The construction of Segments A017 and A016 is contingent on
Segments A014 and A015 being built. The design and construction
schedule included in this Section indicates that design for
Segments A014 and A015 began in July 1975. Should the commence-
ment of design for these Segments be delayed, an average
escalation cost of $250,000* per week for each v/eek of delay,
based on a six-month period, will be incurred for Segments A014,
A015, A017 and A016.

The tables of estimated costs for Segments A014, A015, A016 and
AQ17 suggest the scale of impact significant changes in con-
struction schedules might have.

*1970 dollars

^Source: tmATA staff, August 1974 (A016 refers to the S&I Yard)
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Estimated ARS-68 Alignment Costs for Cut and Cover and At-Grade
Construction

Segment Construction Costs Including Signals and Substations

A014 $121,984,000

A015 • 57,968,000

A016 20,858,000

Total , $208,810,000^

''"Source: DeLeuw, Cather, August 1974 . Estimates are tentative,
subject to change and approval.

2
Real estate costs not included.

"^Cost estimates are escalated to project mid-point of construction.

Estimated System C Alignment Costs for Cut and Cover and At-Grade
Construction-^

2Segment Construction Costs Including Signals and Substations

A014 $123,430,000

A015 49,511,000

A017 35,000,000

S&I Yard at Shady Grove 19,819,000
3

Total $227,760,000

Source: DeLeuw, Cather, August 1974. Estimates are tentative,
subject to change and approval.

Real estate costs not included.

Cost estimates are escalated to project mid-point of construc-
tion .
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Estimated Costs for Stations and Storage, Service & Inspection
Yards; Segments AQ14, A015, AQ16, AQ17 of Rockville Route^

Stations

Construction Costs
Including Structural, Real
Finish and Stagework Estate- Total

Nicholson Lane
ARS

Nicholson Lane
Split, West
and East-N

Nicholson Lane
Combined Split,
West & East-N

Twinbrook T-SS"^
Twinbrook ARS

Rockville ARS 1

Rockville ARS 3

Shady Grove

17,446,000

35,399,000

36,753,000
12,641,000

10,560,000
7,900,000

10,046,000^
13, 652, 000

2,600,000

4,465,000

5, 900,000
7,175,000

4,660,000
3,420,000
2,340,000
2,000,000

20,046,000

39, 864 , 000

42,653,000
19,816,000

15, 220 , 000
11, 320,000
12, 386, 000
15, 652, 000

Totals 144 ,397, 000 32, 560, 000 176,957, 000

S&I Yards

Rockville ARS-M
Shady Grove

20
19

,858,
r.819.

000
000

1,
3,

900,
500,

000
000

28,758,
23, 319

,

000
000

Totals 40 . 677, 000 11, 400, 000 52,077, 000

Totals 185 ,074, 000 43, 960, 000 229,034, 000

iSource: DeLeuw, Gather, August 1974. Estimates are tentative,
subject to change and approval.

2
Cost estimates are escalated to project raid-point of construction.

"^Estimates include acquisition, demolition and displacement costs.

4The costs for a Twinbrook T-S3 and T-S4 hybrid station site de-
sign as proposed in this Report would not differ significantly
from the Twinbrook T-S3 estimates.

^The cost for a Twinbrook ARS M-1 and M-2 hybrid station site de-
sign as proposed in this Report would not differ significantly
from the Twinbrook ARS iM-2 estimates.

Escalated estimated cost to mid-point of construction for two-
level garage is $3,289,000.
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Recent Estimated Costs for Rockville Extension to Shady Grove

Cost in
Millions of
Dollars

Running Track including Shady Grove Station 50.5

Shady Grove S&I Yard and Shop 39.7

Bridges (highway access) 3.6
9378

Credits which can be applied to Rockville extension are as
follows:

Credit of Rockville ARS-M S&I Yard (Construction Cost and
Real Estate): $28,758,000

The elimination of a Twinbrook Station at either the T-S
or ARS-M sites would give the System a credit of $8.5 to
$10.0 million in construction costs plus a credit in real
estate costs of $7,175,000 and' $4,660,000 respectively.

Source: DeLeuw, Gather 1977.

Resource commitments represented by the investment of materials
in the establishment of a Metro System are quite minor in that
few of such materials are rare and only limited quantities are
necessary. The most irreversible aspect of this resource com-
mitment is its form. That is, once a system is entirely con-
structed, it becomes difficult to incorporate changes. Clearly,
however, this is not a reasonable argument against the commit-
ment of such resources, as it would argue against any such
commitment at any time.

The commitment of energy in the form of electricity to operate
the system should be considerably less than would be the commit-
ment of energy necessary to move the same projected ridership
by other modes of transportation. Within the A014-A017 Segments,
as discussed at length in other portions of this Study, there are
few natural resources that will be irreversibly damaged by any
of the proposed alternative alignments. The effects on such
resources depend on the location of the terminal and service
yard for the Rockville or A Route.
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13. MEASURES TAKEN TO MINIMIZE HARM TO THE ENVIRONMENT

It is not possible to avoid entirely all negative environmental
impacts from the proposed action. It is necessary, therefore,
to establish procedures for decreasing or minimizing harm wher-
ever feasible.

Construction contract requirements established by WI4ATA for
minimizing harm in terms of safety factors, ecological factors,
social and economic factors, and physical and design factors are
set out in this Section. If performance is not in accordance
with these contract requirements, work by the contractor can be
stopped until the condition is corrected.

Safety Factors

Short-term safety concerns that require specific measures are
those associated with construction. These short-term safety
concerns include hazards from temporary disruption of traffic,'
from construction equipment and from the site itself during con-
struction. Each of these areas of concern is dealt with by
WMATA through the safety provisions included in all their con-
struction contracts. Examples of these contract provisions
dealing specifically with safety during construction include the
following:

2.15 Safety Requirements

(a) The Contractor shall be responsible for ensuring
that the most stringent provisions of statutes and reg-
ulations of the District of Columbia, State of Maryland,
or political subdivision in which the work is being
performed, as well as the Metro Coordinated Safety
Program and Reporting Procedures Manual, issued by the
Authority, and the Department of Labor, Occupational
Safety and Health Administration, occupational safety
and health standards pertaining to the safe performance
of the work are observed. Further, that the methods of
performing the work do not involve undue danger to the
personnel employed thereon, the public and public and
private property. Should charges of violation of any of
the above be issued to the Contractor in the course of
the work, a copy of each charge shall immediately be
forwarded to the Engineer.

(b) The Contractor shall employ and assign to the work
a full-time Safety Superintendent who has specialized
training and experience in construction safety super-
vision, and is acceptable to the Engineer. The Safety
Superintendent shall be employed exclusively for the
purpose of supervising the safety of persons on or about
the work and the property affected thereby. Once em-
ployed, the Safety Superintendent sha] 1 not be changed
without permission of the Engineer.
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(c) First-Aid Stations: (1) At the site of the work, at
least two first-aid stations shall be established and
fully equipped. (2) A certified first-aid attendant shall
l>>-. on duty in each station at all times when v/ork is in
progress except when on emergency calls. Location of
stations shall be coordinated with the Engineer.

2.23.2 Construction Staging

(a) The Contractor's particular attention is directed
to the fact th£;t both vehicular and pedestrian traffic
must be maintained on the various existing streets within
and adjacent to the project site at all times during the
life of the contract.

(b) Th-:- particular order in which the various stages are
to be performed will be optional v/ith the Contractor,
provided that stage v;ork within the limits of one stage
is completed before work in another stage is commenced;
and provided that all other requirements pertaining to
maintenance of traffic are complied with.

'J'he Contractor shall prepare and submit to the Department
of Ilighv/ays and Traffic or the Maryland Department of
Transportation, for approval, working drawings including
comprehensive staging and decking plans. No work shall
be started prior to approval.

2 . 3 . 3 Maintenance of Traffic

111 tiic Central Business District and on Conuiicrcial
.'streets, activity of the Contractor v/hicli v/ill inter-
fere with the orderly movement of pedestrian and
vc-liiciil ar traffic will not be permitted from 10:00
.i.m. to 9:00 p.m. Monday through Saturday in the
Christmas Shopping period from December 1 to January
1 , except for the first year of construction or in an
emergency or when authorized by a special permit.

The Contractor shall be responsible for maintaining
traffic, and for erecting and maintaining traffic con-
trol devices . .

Maintenance of traffic shall be as required by the
following authorities:

In Maryland within the right-of-way of VJisconsin
Avenue - Maryland State Highway Administration

Outside of Wisconsin Avenue right-of-way - xMont-
gomery County Dept. of Public Works

233



) 'L'raffic ConlTol fjoviccs: 'rraffic conLr(jl (Ji'vir-i.v,

shall includtj, but iiot be liini Led to the foilov/my

(1) Temporary Directional and Electrical Warnirig
and Uetour Signs

(2) T'-iuporary Barricades

[2) '•'^niporary Liyhtiny, Ovcrhtja.i IVarniny LiyiiLs,
Flashiny Lights and Lanterns

(4) Teraporary Paving and Stripping

) Traffic Control Signs: Traffic contircl .sigi^.s a;^.d

signing shall conform to the requirements of the
appropriate autr.ority. bach char.ge m location of
traffic s'nall be adequately pos;.eii i th a .'-..iinmuni

of Lv/o signs mountc<-i on barrica'.ies or sl.au(^..irJ

tJOsLs. V-/hen channel.i '/ing traffic v; i tl; J.aLeral
transitions, the length of taper shall be the maxi
m.um possible up to 200 feet.

,

•

) Striping: The Contractor shaJ 1 ir..stall all n^.-'ces-

sary ten.porary striping required in conne-ction v/it

all temporary street v;ork . Tlie Contractor .-^hall

also obliterate striping superceded by the nev;

s tr iping

.

Redirecting Traffic: All channelizing, slnifting of
traffic lanes, and_ barricading of traffic in con-
nection with this work v;i].l be subject to the appro
val of the appropriate authority.

1'emporary Closing: Prior to the temporary closing
to traffic of any street, sidev;alk or otiicr .iccess ,

or to changing traffic patterns from that indi-
cated on the Contract Dra-.vings, cwnjroval shall be
obtained from the appropriate aut'nority by the
Contractor at least 30 days prior to th.e time of
such closures and changes are to be m.ade. Devia-
tions from this v/ill bo by a bona-fide emergency
condition only and as approved by the appropriate
authori ty

.

Contractor's Surface Operations: The Contractor
shall schedule his surface operations so as v-.ot to

be v/orking intermittently throughout Lh.e area.
Any excavation or construction acti^'ity :.^haj.l be

carefully scheduled and vigorously pursued te co~\-

pletion as required to permit opening of the str^^et

az'-^as to traffic as soon as possible with.out any
annecessary delays.
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(g) Temporary Walkv/ays: In areas where the removal of
existing sidewalks is necessary, access to adjacent
businesses, entrances, and properties shall be main-
tained by temporary walkv;ays having a width of not
less than six feet.

ih) I n torsoc tions : Ail intersections shiail be ex-
cavated and decf'.T^d in stages as indicated on t.he

C(Dntract Drawings. Construction shall he so
phased that the required numL)er of traffic lanes
on each street will be provided at all tim.es during
the operations. Upon completion of decking, traf-
fic in all intersections shall be fully maintained.

(i) Temporary Pavement and Patching: The Contractor
shall construct, maintain any temporary pavement
and patching that are required to safely and ex-
peditiously handle vehicular and pedestrian traf-
fic, within or adjacent to the contract site. The
temporary pa\'ement composition and patching shall
conform to the requirements of Section 3.53, Restor-
ation of Miscellaneous Surface Facilities. Any con-
struction, maintenance or removal required by the
Contractor's operations off the site shall be in-
cluded under this article.

2.23.4 Access Lo Adjacent Property

(a) The Contractor sliall conduct construction operations
III Hucli a manner as to cause as little incon-
venience as poiisible to o'.vncrs of property affec-
ted by such operations. Convenient access to all
property from roads and highways along the line of
work siiall be maintained. When access to adjacent
properties is temporarily cut off due to the Con-
tractor operations, the Contractor shall render
every assistance to provide access to the property
and the transfer of con^jnodi ties , including refuse,
to and from the property.

2.23.5 Protective Devices

(a) V.'herover necessary and as indicated herein and on
contract drawings, the Contractor shall erect ar;d

maintain signs, fences, barricades and pedestrian
bridges and provide watchmen for the protection of
public travel, adjoining property and adjoining
public places. The Contractor shall cake positive
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measures to prevent, at all times, entry to the
site of the work and storage areas by children,
animals and unauthorized adults.

Fences

:

(1) The Contractor shall furnish and construct
v;ooden fencing to serve two purposes : to fence
off pedestrian sidewalks and to enclose parking
and operating areas. The location of fences
for pedestrian sidewalks stiall be as shown on
tfic Contractor's working drawij-igs or as rccjuircd
by the Engineer.

(2) All temporary fences erected by tb.o Contrac-
tor shall be substantially constructed of sounc!

lun^ber, neat in appearance and sh.ctll i)e painted
with two coats of a' suitable exterior paint of
a color selected by the Engineer. Unlo.-^s

otherwise indicated, fences shall be six feet
high and shall consist of a stud f rai;\c'.vork and
a covering of tig'ntly fitted t) 1 a i;c.'-> . Tlie typ''-

of fence whether fixed or movable shall be as
directed by the Engineer.

(3) Immediately pri.or to the end of this Contract,
fencing to be left in place, as r.hown on thf
contract drawings, sl\all be restored Lo first
class condition and repainted.

Barricades: The Contractor shall, during the
prosecution of the work, barricade or close all
openings in floors, walls or other parts c^f the
structure while the openings arc not in regular
use and shall similarly barricade or close the
openings before final acceptance of the work.
Barricades shall be substantial in character,
neat in appearance, constructed of ap[.roved r.ia t'-^r i als
either new or used, and be of size and arrangement
satisfactory to the Engineer.

Pedestrian Bridges: Bridges for pedestrians shall
be constructed of suitable materials in accordance
with local requirements, be provided with riandrails
or v;ith sides tightly boarded in accordance v;ith
said recuirements and shall have a m. inimum. v/icl-iI

of six feet or such greater minimum width as will
accommodate the normal traffic flow at the particu-
lar location. The Contractor shall submit to the
Engineer, for review, design and erection drawiiigs
for all bridges required.
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(c) Watchmen: Tlic Contractor shall employ v/atchnion in
adequate numbers to safcyuard the site of the
work at all times. If .the Engineer at any time
determines the staff insufficient or inccniuc ton t

,

personnel incrciiso or rep laccmcii ts shall be pro-
vided immediately.

U till tics

..(b) I'lic Contractor shall, through the l'.ng i iiecr , <^stab-

lish and maintairi direct and continuous contact
with the owners or operators of the respective
utilities and- shall cooperate with them at all
times and in all places of the work. Before com-
mencing construction, the Contractor shall verify
tiic locations of all utilities v/hich may be affec-
ted by his operations, and shall submit liis plan
for performing the work to the L-ngineer for his re-
view and approval, and to the Utility Ov/nor. Ilo

work in the vicinity of or which may affect utili-
ties shall be started until approved by the Engineer.

(c) Th'.: Contractor shall notify tlie Engineer, Utility
Companies, and the jurisdictional departments at .

least 4 8 hours in advance of construction which
may interfere with the operation of such utilities,

liar ri cades and Signs

Barricades, signs and markings, in accordance v/i. th
the safety requirements of Section 2, Special Condi-
tions, shall be furnished for all excavated areas and
subs tajitially anchored to the street on all sides of
excavated areas except at entrances to access ramps.
They shall be painted and maintained in good repair
and in their proper position at all times

.

At all times that work requiring the entry or exit:
of vehicles or equipment is not being performed,
the entrance or exit of said ramps shall be protected
by warning signs and barricades in accordance with
the above-mentioned safety procedures.

Safetv and Intearitv of Structures

The Contractor shall assume full responsibility for
the safety of all excavations performed under this
section, as well as for the safety and integrity of
all affected structures, until the completioii and
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acceptance of the work. In fulfillment of this re-
sponsibility, the Contractor subject to the provisions
of these specifications, shall adopt any and all mea-
sures that he may consider necessary to avoid damage
to excavations and structures, which might result from
his work. All underground excavation not to be sup-
ported by a cast-in-place cor.crete lining during this
contract shall be turned over to the Authority in a
safe and stable condition.

All machine excavation, and conventional rock excava-
tion and removal of material, shall be performed and
surrounding rock supported, if necessary, in a manner
that will insure the safety of personnel and the work.

Ecological Factors . .

.

_

There will be some problems in terms of adverse ecological im-
pacts. Short-term adverse ecological impacts will include a
lessening of air quality as a result of traffic congestion and
construction, and noise and vibration associated with • construc-
tion and loss of vegetation. Long-term adverse ecological im-
pacts will include potential airborne noise from transit trains
operating at-grade and on aerial structures, and changes in
storm runoff, channel geometry and water quality that are caused
by parking lots , the rail yard, and car service facilities*
Wi^LATA writes provisions for mitigating short-term ecological
damage in their construction contracts, and has set construction
policies designed to mitigate long-term noise and vibration im-
pacts .

Excerpts from WMATA contracts and a description of construction
policy for abatement of noise and vibration indicate measures
being taken.

Standard Specification Section 225, Seeding and Sodding : short-
term measures for critical area stabilization (erosion and sedi-
ment control)

.

PART 1 - GENERAL

2. Article 1.3 PRODUCT DELIVERY, STORAGE, AND HANDLING : Add the
following

:

(C) Fertilizer for Critical Area Stabilization:

(1) Deliver fertilizer to the site fully labeled in
accordance with applicable State Fertilizer laws
and bearing the name, trade name or trade mark,
and warranty of the producer.
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(D) Sod for Critical Area Stabilization:

(1) Bill of lading, delivered with sod, must bear an
official Maryland, Virginia, or other State
"Certified Sod" label.

PART 2 - PRODUCTS

3. Article 2.1 MATERIALS ;

Add the following to paragraph A;

4. Temporary seeding for critical area stabilization (erosion
and sediment control): Use Spring Oats, Italian Ryegrass,
Sudangrass, Millet, or Rye during the seasons specified herein-
after under seeding.

5. So'i ftjr critical area stabilization (erosion and sediment
control ) :

(a) Class and Composition: State certified turfgrass
sod, having the following composition:

Kentucky Bluegrasses
15-40% Merion
15-40% Kenblue or South Dakota Cettified
0-35% Fylking, Pennstar or Windsor

Creeping Red Fescue
20-50% Pennlawn or Illahee

(b) Thickness of Cut: Machine cut at a uniform soil
thickness of 3/4 inch, plus or minus 1/4 inch, at
the time of cutting. Exclude top growth and thatch
in measurement for thickness.

(c) Pad Size: Individual pieces of sod cut to the sup-
plier's standard width and length. Maximum allow-
able deviation from standard widths and lengths will
be 5 percent. Broken pads and torn or uneven ends
will not be acceptable.

(d) Strength of Sod Sections: Standard size sections
strong enough to support their own weight and retain
their size and shape when suspended vertically from
a firm grasp on the upper 10 percent of the section.

(e) Moisture Content: Do not harvest or transplant sod
when moisture content (excessively dry or wet) may
adversely affect its survival.
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(f) Time Limitations: Deliver and install sod within
a period of 36 hours. Sod not transplanted within
this period will be inspected and approved by the
inspecting officer or his representative prior to
its installation. - ;

Add the following to paragaph D:

3. Mulch used in critical area stabilization (erosion and sedi-
ment control) : Clean, unweathered small grain wheat straw.

Add the following to paragraph E:

Liquid asphalt, AASHO M81 Type RC-7 0.

Add the following paragraph to the article:

(.H) Soil Tests: Have a state laboratory or recognized
commercial laboratory make soil tests to determine
the exact requirements for both lime and fertilizer
used in critical area stabilization.

PART 3 - EXECUTION

3. Article 3.1 SEEDING :

At the beginning of paragraph A. 5 insert the following:

"For permanent seeding," . .

Add the following to paragraph A:

7. Temporary seeding for stabilization in areas subject to
erosion: Apply lime at the rate of 4,000 pounds per acre and
fertilizer at the rate of 500 to 800 pounds of 10-20-10 ferti-
lizer (or equal) per acre and incorporate lime and fertilizer
into the soil surface by discing or harrowing.

Add the following to paragraph B:

5. Temporary seeding for stabilization in areas subject to
erosion: Distribute seed during one of the following seasons,
using the types and quantities specified:

(a) March 1st to April 30th:

3 bushels Spring Oats or 40 pounds Italian Rye-
grass (20 pounds of annual lespedeza may be used
with the above at one-half the seeding rate shown
- Use hulled seed and inoculate.)
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(b) May 1st to August 14th:

35 pounds Sudangrass or 35 pounds Millet.

(c) August 15th to October 31st:

40 pounds Italian Ryegrass or 3 bushels Rye.

(d) November 1st to February 28th:

In lieu of seeding, use critical area stabi-
lization mulching or critical area stabiliza-
tion sodding, as specified hereinafter.

6. Temporary seeding for stabilization in areas subject to
erosion: Apply seed uniformly with cyclone, drill or culti-
packer seeder at a depth of one-fourth to approximately one
inch on a firm, moist seedbed. Use of hydroseeder is not
recommended except if slopes are unworkable by conventional
seeding equipmient. On sloping land, all operations should be
at right angles to the general slope or on the contour.

4. Article 3.2 MULCHING : Add the following:

(H) For Temporary Seeding in Critical Area Stabilization:

(1) Use 1-1/2 to 2 tons per acre of wheat straw mulch.

(2) Anchor mulch, over temporary seeding, by use of
asphalt emulsion binder, pegs and twine, or mulch
anchoring tools. (These methods of anchoring are
described in paragraph 1.3 below).

(I) For Critical Area Stabilization Using Mulching Only:

(1) Use 1-1/2 to 2 tons of wheat straw mulch per acre.

(2) Spread mulch uniformly by hand or by mechanical
means so that at least 75 percent of the soil sur-
face will be covered. For uniform distribution of
hand spread mulch, divide area into approximately
1,000 square feet sections and place 3 bales, ap-
proximately 100 pounds, of mulch for distribution
within each section.

(3) Mulch anchoring should be accomplished immediately
after placement to minimize loss by wind or water.
This may be done by one of the following me -hods,
depending upon the size of the area, steepness of
slopes and costs. On sloping land, methods c, d
and e below should be done on the contour wherever
feasible:
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(a) Peg and twin method: Drive 8 to 10 inch
wooden pegs to within 2 to 3 inches of the
soil surface every 4 feet in all directions.
Stakes may be driven before or after apply-
ing mulch. Secure mulch to soil surface by
stretching twine between pegs in a criss-
cross within a square pattern. Secure twine
around each peg with two or more round turns.

(b) Nettings method: Staple light weight paper,
jute, cotton or plastic nettings to the soil
surface according to manufacturer's recom-
mendations. (Netting is usually available
in rolls 4 feet wide and up to 300 feet long)

,

(c) Slit method: With a square pointed spade,
cut mulch into the surface soil in contour
rows 18 inches apart.

(d) Anchoring tool method: Use tractor drawn
implement especially designed to punch and
anchor mulch into the surface soil. This
practice affords maximum erosion control, but
its use is limited to those slopes upon which
the tractor can operate safely. Tool pene-
tration should be 2-3 inches.

(e) Pick chain method: The rolling spiked-chain
implement can be operated on slopes of 3:1
gradient or steeper. It is attached to a
tractor or truck which operates along the top
of the slope. The pick chain can also be used
for seedbed preparation and mixing lime and
fertilizer with the soil.

(f) Asphalt tie-down method: Use either liquid
asphalt applied at 0.1 gallons per square yard
or emulsified asphalt applied at 0.04 gallons
per square yard. Spread asphalt in a manner
to present a uniform appearance.

5. Article 3.3 SODDING: Add the following:

(D) For Critical Area Stabilization Using Sod:

(1) Application rates for fertilizer: Determined by
soil tests. (Under unusual circumstances where
there is insufficient time for a complete soil
test, fertilizer materials which supply 2h lbs.
actual N per 1000 sq. ft., 2h lbs. actual P2O5
per 1000 sq. ft., and 2H lbs. actual K2O per
1000 sq. ft. can be applied.) Distributed fer-

tilizer evenly over the area to be sodded.
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(2) Application rates for lime: Determined by soil
tests. (Under unusual circumstances where there
is insufficient time for a complete soil test,
lime shall be applied at a minimum rate of 50
pounds of ground limestone or its equivalent per
1000 sq. ft.) Distributed lime uniformly over
the entire area to be sodded.

(3) Grading:

(a) Tillage: Lime and fertilizer uniformly mixed
into the top 4 inches of soil by discing,
harrowing, or other approved methods

.

(b) Final Grading: Level any undulations or ir-
regularities m the surface resulting from
fertilizing, liming, tilling or other causes
prior to sodding. Reconstruct flooded, washed
out or areas damaged other'-*'ise and re-estab-
lish grades in accordance with the Contract
Drawings

.

(4) Maintenance of areas: Prior to sodding, clear
the surface of all trash, debris and stones larger
than 1-1/2 inches in diameter, and of all roots,
brush, wire, grade stakes and other objects that
would interfere with planting or maintenance
operations

.

(a) Acceptance of areas will be given by the En-
gineer upon satisfactory completion of each
area as shown on Contract Drawings.

(b) Maintain the accepted areas which are to be
sodded until the effective date to begin
sodding operations.

(5) Moistening the Soil: During periods of high
temperature and after all unevenness in the soil
surface has been corrected, lightly irrigate the
soil immediately prior to laying the sod.

(6) Starter Strip: Lay the first row of sod in a
straight line with subsequent rows placed parallel
to and tightly against each other. Stagger lateral
joints to promote more uniform growth and strength.
Exercise care to insure that the sod is not
stretched or overlapped and that all joints are
butted tight in order to prevent voids which would
cause air drying of the roots.
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(7) Sloping Surfaces: On sloping areas where erosion
may be a problem, lay sod with staggered joints
and secure by tamping, pegging or other approved
methods.

(8) Watering and Rolling: Water sod immediately
after installation to prevent excessive drying
during progress of the work. As sodding is com-
pleted in any one section, roll the entire area.
Irrigate the entire area to a depth sufficient
to thoroughly wet the underside of the new sod
pad and soil immediately below the sod. Have
adequate water available at the site prior to
and during installation of the sod.

(9) Acceptance: Perform sodding for acceptance on
a daily basis within 14 hours of completion of
an area unless otherwise specified.

(10) Disclaimer: The Contractor will not be held
liable for damages incurred to sod caused by
deicing compounds, fertilizers, pesticides or
other materials not applied by him or under his
supervision, nor for those caused by acts of God
or vandalism.

Maintenance of Critical Area Sod:

(1) Watering:

(a) First Week: Keep soil on sod pads moist at
all times. In the absence of adequate rain-
fall, perform watering daily or as often as
necessary during the first week and in suf-
ficient quantities to maintain moist soil to
a depth of at least 4 inches. Water soil
during the heat of the day to help prevent
wilting.

(b) Second and Subsequent Weeks: Water the sod
as required to maintain adequate moisture in
the upper 4 inches of soil necessary for the
promotion of deep root growth.

(2) Mowing: Do not attempt the first mowing until
the sod is firmly rooted and secure in place.
Do not remove more than 1/3 of the grass leaf by
the initial cutting or subsequent cuttings.
Maintain grass height between IH and 2h inches,
unless other-vise specified.
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(3) Time Limitation: Duration of maintenance re-
sponsibilities will be 30 days, unless other-
wise specified.

(4) Disclaimer: The Contractor will not be held
liable for damages incurred to sod caused by
deicing compounds, fertilizers, pesticides and
other materials not applied by him or under his
supervision, nor those caused by acts of God or
vandalism.

(5) Replacement: Replace sod that is not uniform
in color and quality, and reasonably free of weeds,
diseases or other visible imperfections, during the
maintenance period.

PART 4 - MEASURE:4ENT AND PAYMENT

6. Article 4.1 BASIS : Modify to read as follows:

(A) Topsoil: Cubic yard.

(B) Seeding: Square yard.

(C) Sodding: Square yard.

2,50 Pollution Abatement

(a) The Contractor shall conduct his operations in a
manner to minimize pollution of the environment
surrounding the area of v/ork by every means possi-
ble. Specific controls shall be applied as follows:

(1) Material Transport ; Trucks leaving the site and
entering paved public streets shall be cleaned of
mud and dirt clinging to the body and wheels of
tlie vehicles. Trucks arriving and leaving the
site with materials shall be loaded in a manner
which will prevent dropping of materials or debris
on the streets. The Contractor shall maintain a

suitable vehicle cleaning installation and
inspection installation with permanent crew for
this purpose. Spills of materials in public areas
shall be removed immediately at the Contractor's
expense.

' ^ ^''''^.-i'-'-
['^'^ L'j riu L:: : ilo wa:j tc or cro.sioii mater-

ia Ls sliaii .ilJ'jv/'jd to ';iiLcr nuLural or nuui-
niadc- waLcr c;r L;'_;wagc rMiiovul r^y s Luiu.-s . lirosLon
materials frcra excavations, borrow areas, or
s fcockr^ L ind fill snail be conLained within the
w(jr!< ar'-ja. 'J'luj Coni.raci:or shaJi fVjvclop mcLhods
for ccMiLrul oC wasLr- anJ -jrosion v/fiich sliall
mcludo such mc'cii^s an fii.Lration, scLLieiiiont
and manual rc;aovai to satisfy the above require-



(3) B urnincj : No Lurniny of wasLc .shall ho allowed
wiLiiout writLcii pcritiission . When po rnii rj.s ion \ z
granted burning shall be conducted in accordance
v;ith the regulations of the jurisdictional
authority. The contractor is put on notice that
all burning of trees rubbish or oLher matorial
wiien so pcrmiLtcd shall be cotiducl:(jd in accord-
ance with state and/or local regulations. All
burning shall be done in a manner to minimizes
air pollution and no rubber, heavy oils, or other
flamn.able agents which unduly pollute the air
sliall be used in the burning operations . v-Jheri

it becomes necessary, the (Wt-IATA) Engineer will
inform the contractor of unsatisfactory con-
struction procedures and operations insofar
as erosion control, v/ator and D.i.r {.lol iution arc
concerned. If the unsatisfactory c- )!;r; tr uc tion
procedures and opera tion.s arc not: correcLed
promptly, the Engineer may suspend the perfor-
mance of ether construction until the unsatis-
factory condition has been corrected.

2.5 2 Dust Control

The Contractor shall at all times control the. genera-
tion of dust by his operations in the buildings and
in other construction and storage areas. Control of
dust is mandatory and shall be accomplished by water
sprinkling or by other methods approved by the Engineer.

3.4.3 Surface Drainage

Surface drainage shall be intercepted and diverted
away from the excavations through the use of dikes,
curb walls, ditches, pipes, sumps or other means
satisfactory to the Engineer. VJhen these are no lon-
ger required, they s'hall be demolished, all debris siiali

be removed, and the site or sites shall be restored to

its or tiioir original condition. Surface drainage
syste.TiS siiall not cause erosion, either on or off the
si te .
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2.52 Maintenance of Highways 'and Waterways

The Contractor shall prevent and control pollution of
waterways in the layout of his work. Storm and/or
waste water carrying trash and other potential pollu-
tants shall not be allowed to discharge into p'oblic
drainage systems. The Contractor shall maintain his
operation such as excavation stockpiled earthwork,
graded or ungraded slopes or other areas in such a

manner as to prevent and/or minimize sedimentation of
any natural water course.-^

2.56 Water and Air Pollution Abatement

The Contractor shall conduct his operations in a manner
to minimize erosion of soils and to prevent silting and
muddying of streams and rivers. Unless otherwise pro-
vided for in the Contract, water pollution control mea-
sures will not be paid for directly but will be consid-
ered as an obligation of the Unit Price Schedule. The
Contractor shall conform to the following practices and
controls

:

(a) When borrow material is obtained from other than
commercially operated sources, erosion of the bor-
row site shall be so controlled both during and
after completion of the work that erosion will be
minimized and sediment will not enter streams or
other .bodies of water. Waste or disposal areas and
construction roads shall be located and constructed
in a manner that will keep sediment from entering
streams

.

(b) When work areas or gravel pits are located in or
adjacent to live streams, such areas shall be sepa-
rated from the main stream by a dike or other barrier
to keep sediment from entering a flowing stream. Care
shall be taken during the construction and removal of
such barriers to minimize the muddying of a stream.

(c) All waterways shall be cleared as soon as practicable
of falsework, piling, debris or other obstructions
placed during construction operations and not a part

:- of the finished work.

(d) Water from aggregate washing or other operations con-
taining sediment shall be treated by filtration, a
settling basin or other means sufficient to reduce the
sediment content to not more than that of the stream
into which it is discharged.

WMATA, Specifications excerpted from Contract COOS, segment
located in Virginia.
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(e) Pollutants isuch as fuels, lubricants, bitumens, raw
sewage and other harmful materials shall not be dis-
charged into or near rivers and streams or into na-
tural or man-made channels leading thereto. Wash
water or waste from concrete mixing operations shall
not be allowed to enter streams.

(f) All applicable regulations of fish and wildlife
agencie^i and statutes relating to the prevention and
abatement of pollution shall be complied with in the
performance of the contract.

The Contractor is put on notice that all burning of
trees, rubbish or other material when so. permitted
shall be conducted in accordance with State and/or
local regulations. All burning shall be done in a
manner to minimize air pollution and no rubber,
heavy oils or other flammable agents which unduly
pollute the air shall be used in the burning opera-
tions.

When it becomes necessary, the Engineer will inform
the Contractor of unsatisfactory construction pro-
cedures and operations insofar as erosion control,
water and air pollution are concerned. If the un-
satisfactory construction procedures and operations
are not corrected promptly, the Engineer may sus-
pend the performance of other construction until
the unsatisfactory condition has been corrected.

4 . L . G ii 1 asL Vibr a Lion ConLrol Asso ciated with C on.'^ L ruc Lion

'I'lu' Cor.i r..':L()r nhall oL .ill Liint.s \)(: r(^.:.[u)\\::\\,li: for

,,11/ M.iiii.i'i' c-.iu:;od- by vibraLion duo Lo blasLing or his

oLhoL" o[_' _ L ''1 Li.ons .

The Knci !t..f:r will monitor vibrations by mc^as ur ing the

"P(,^ak [VjrLicic Velocity" in the vicinity of blar;ting,

or olh.-t; opi.;ra t ion:: cau?-;ing vibration. bata Croni such

mcasurcMiciiLs will be made available to the Contractor

should th..: Contractor desire to use such data in con-

trolling his operations. The Peak Particle Velocity,

_

as mcasurcJ by the bngincer on, or at, any structure in

the v.icim, ty of blasting operations, shall i\ot exceed

two inches per second. Peak Particle Velocities not

exceeding three inches per second may be permitted at

freshlv-placod concrete, if the age of the concrete _ is

less than seven days. Any limitations on Peak Particle

Velocity ao not relieve the Contractor of his respon-

sibility in assuring the integrity and safety of adja-

cent structures.

WMATA, Specifications excerpted from Contract C004, for segment
located in D.C. and Virginia, the Potomac River Crossing.
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. 45

Peak Particle Velocity is defined as the maxinm!;i of
tiio three velocity components, measured in thrr^e u'U-

tually perpendicular directions at any point by un
appropriate instrument.

Shurt-l'erm Ljoise Control Associated v/lLli Con.s tru': t icm

The Contractor shall extciid every effort to mi. a i ivd

noises caused by his operation, v/hich thr? Lingi nc'-j r may
consider objectionable. The Coiitractor shall provide
wlicre necessary working machinery and equipment fitted
With efficient noise suppression devices.

2.45.1 Protection of Public and Employees

Noise abati^ment measures and precautions shall L>c

taken in order to reduce exposure to noise. P-:. rn

sible noise exposure shall be calculated in accc:-r

with the procedures established under th*.; V'alsh-i:

Public Contracts Act. Sound levels for [aiblic no
exposure due to construction wi II Ll: hkj.i s u T' J .1 i

closest point adjacent to the; s I tc: in n<:)rm.i 1 usi.-

the public while cons true tiori work ir; in progr-ji-s

Employee noise exposure levels will, be n:(.'as ur-jci a

employee's normal work station. In either case,
levels shall not exceed tiie follov;ing:

dance
. a 1 e y

: 'le

1
, '

L I. ! 1 f.

soun.

lixposuro
Per Day
in Hours

8

G

4

3

2

Sound L t

ve 1 in
dBA*

9 0

92
95
97

100

I-Jx[)(j:--. Lire

Per Day
in__Hcjurs

1-1/2
1

1/2
1/ 4 or less

Soiiu'l Lt

ve I i. a

(AUr. "

I 1)2

.1 D'S

110
115

*Measured on the A weighting network of a General Purpose sound
level meter (conforms to American National Standards Institute
specifications SI. 4-1971) at slow response. Sound level for im-
pulsive or impact noise (noise of duration less than one :-.u:cond)

shall not exceed a peak sound pressure level of 140 dB when
measured on an approved impact noise ar\alyzer. In lieu of the
above procedure, 125 dB measured on tlie C weighting netv/ork of
a General Purpose sound level meter at fast respoiiso v/il L be
accepted as an equivalent measure of tlie peak sound pressure
level

.
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In tunnel construction, where the above requirements
may not be obtained, individual auditory protection
shall be provided.

2.45.2 Noise Restrictions at Affected Structures

In addition to the provisions of Article 2.45.1, sound
levels for noise due to construction activities will
be monitored at the building line of structures affec-
ted acoustically by the Contractor's operations and
plant.

2.4 5.2.1 Mobile Equipment

Sound levels for nonscheduled , intermittent, short-
term noise from mobile equipment shall not exceed Lne

following : **

Residential
S true tures

Principal
Arterial
Streets

Residential
S tree ts

Daily, except
Sundays and
Legal Holidays
7:00 a.m.. to
7:00 p.m. 80 dBA 7 5 dBA

Daily, except
Sundays and
Legal Holidays
7:00 p.m. to
7:00 a.m. 6 5 dBA 6 0 dBA

7:00 p.m.
Saturday to
7: 00 a.m.
Monday and
Legal Holidays 6 5 dBA 6 0 dBA

U usincss -_Cumin(jrcial IJ L^ucturcs : Daily, iucJuding
f.-iunday and Legal Holidays, all hours, a maximum of

0 5 dHA.

**Measured at the building line on the A weighting network of a

General Purpose sound level meter at slow response. To minimize
the effect of reflective sound waves at buildings, measurement
may be taken 3 to 6 feet in front of the building face.
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2.45.2.2 SLabloitary Equipment

Sound level limits for repetitively scheduled and
relatively long-term noise from stationary equipn\cnt

shall not exceed the following:**

Daily, except
Sundays and
Legal Holidays
7 : 00 a .m. to
7:00 p.m. 6 5 dBA 6 0 dBA

Daily, except
Sundays and
Legal Holidays
7:00p.m. to

7:00 a.m. • 55 dBA 50 dBA

7:00 p.m.
Saturday to
7:00a.m.
iMonday and
Legal Holidays 5 5 dBA 5 0 dBA

Business - Comraercial Structures: Daily, including
Sundays and Legal Holidays., all hours, a maximum of
7 0 dBA.

The Contractor shall provide such equipment, sound-
deadening devices, and. Lake such noir;c abaL(-menl-.

measures that are necr,-ssary Lo com[) i y with Lh'.- rciiuirc-
nicnts of this contract, consisting of, but not limited
to the following:

(a) Shields or other physical barriers to restrict
the transmission of noise.

(b) Soundproof housing or enclosures for noise pro-
ducing machinery

.

(c) Efficient silencers on air intakes of equipment.

Pes iden tial
S true tures

Principal
Arter ia

1

S tree ts

Kf.'.s iden tial
S tree ts

2.45.2.3 Noise Abatement Measures

**Ibid.

i
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(d) Efficient intake and exhaust mufflers on internal
combustion engines.

(e) Line hoppers and storage bins with sound deaden-
ing material

.

(f) The prohibition of the use of air or gasoline
driven saws.

(g) Conducting truck loading, unloading and hauling
operations so that noise is kept to a minimum.

(h) Routing of construction equipment and vehicles
carrying spoil, concrete or other materials over
streets tha.t will cause the least disturbance to
residents in the vicinity of the work. The
Engineer shall bo advised in writing of the pro-
posed haul routes prior to the Contractor securing
a permit from the local government.

(i) Siting of stationary equipment shall be subject to

the approval of the Engineer in accordance with
Article 2.42.

2.4 5.3 Construction Equipment Noise

Powered equipment, truck or power hand tool that produces
a maximum sound level exceeding the follov/ing limits
shall not be used during construction operations. The
sound level limits specified are referenced to a dis-
tance of 50 feet from the equipmept. Sound levels
shall be measured in substantial conformity with
Standards and Recommended Practices established by
the Society of Automotive Engineers, Inc., including
the latest revisions to SAE J366a and SAE J952b.

Where required by agencies having jurisdiction, certain
noise producing work may have to be performed during
other than regular working hours or only at specified
periods

.

Type of Equipm^ent Sound Level Limits

(a) Construction and Industrial
machinery, such as crawler-
tractors , dozers , rotary drills .

'

and augers , loaders , power .
•

shovels, cranes, derricks,
motor graders, paving machines, ••,„.„„

off-highway trucks, ditchers,
trenchers , compactors , scrapers ,

•- ••
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wagons, pavonicnL breakers,
compi.-cssors , and pneumatic
power equipment.

ih) llLyhw.iy Trucks

Long-Term Air-Borne Noise Control Associated with Metro
Operation -^ ~

With the use of sound barrier walls at specified locations,
as indicated in the Summary of Recommendations within Appendix
E of this Report, the impact of noise from the transit trains
operating on the surface ballast and tie tracks and the short
section of aerial structure will be minimized to be consistent
with the noise environment existing in the areas along the
A017 Segment through which the Metro trains will pass.

Socia l and I'icononuc l''ac tor

Whenever any ljusiiiess, family or individual is to be dis-
placed by VJMA'l'A , a program of relocation assistance is appli-
caDle. This program is administered in accordance with the
"Uniform i^L- loc;a t ion Assistance and Real Property Accjuisition
Policies Act of 1970,"

w:4ATA also has master agreements relating to highv/ay facilities,
water and sever facilities with the District of ColuKtbia, Arlmu-
ton Couiity and the National Park Service, wliich included cjuid^_--

linos and working relationships to maintain uninterrupted service
and traffic in construction areas and to restore these areas to
their existing conrditions. There is a cooperative agreement
betv/een V/MATA and the National Park Service relating to the use of
the National park land.

Ph y sicaj. and Design Factors

vvMATA contract requirements designed to mitigate any adverse
p>:;-sicai and design factors include the following:

^.51 Restoration of Miscellaneous Surface Facilities

(a) During construction operations on this Contract,
certain areas currently grassed and landscaped may
be disturbed or otherwise damaged. The restoration
of these areas shall be a part of the work required
of the Contractor. Restoration of pavements,
sidev/alks, curbs, tree boxes, and planted areas is

specified in the Technical Provisions.

See Appendix E, Wilson, Ihrig and Associates, Inc., Noise and
Vibration Study, for additional detail.

0 0 dbA

8 3 dlJA
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2.53 Pavement Restoration

The Contractor shall secure permits from the District

of Columbia Department of Highways and Traffic or the

Maryland Department of Transportation for all pavement

restoration within the limits of said Department's

jurisdiction. The Contractor shall submit working

drawings of such pavement restoration prepared in

accordance with the requirements of the Contract Docu-

ments and the Jurisdiction Department to the Engineer

for approval by the affected department.

Much of the cost expended by WMATA for the planning and
development of Metro has been for the preparation of de-
tailed design standards, directive drawings and land-
scape design standards for Metro structures, stations
and attendant facilities. Leaders in the fields of ar-
chitectural design, landscape architecture and engir.eer-
ing have been retained as major consultants. There is
evidence that WMATA is concerned with making Metro as
aesthetically meritorious as any transit system in the
nation.

Detailed architectural lighting criteria have been de-
veloped by Harry Weise and Associates with the follow-
ing objectives:

" Design Objectives

General . The lighting design of the Washington
Metropolitan Area Transit System has been de-
veloped as an integral part of the total archi-
tectural concept with the purpose of creating
an image consistent with the concepts of optimum
comfort. Comfort implies freedom from visual
noise, such as disorderly, irrelevant patterns or
overly bright lighting fixtures.

Aboveground Stations : Because of the small quan-
tity of enveloping surfaces, direct light sources
shall be used and shall define the shape and ex-
tent of the platform and canopies. The light
sources shall be consistent with the architectural
elements and shall not compete with the building
definition. Disturbance of the neighborhood
through glare and light spillage shall be avoided.
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Exterior Spaces : The lighting for parking lots,
kiss-and-ride areas, bus loading areas, pedes-
trian walkways and similar supporting facilities
shall provide safety and amenity of the user.
The arrangement of lighting shall make the pedes-
trian and driver aware of the organization of the
area by providing for the maximum clarity and
amount of visual information. The lighting shall
be organized as a natural lead-in to the station
entrance. Disturbance of the neighborhood through
glare and light spillage shall be avoided."

WMATA, Specifications excerpted from Contract C004, for Segment
located in D.C. and Virginia, the Potomac River Crossing.
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14. COMMENTS ON DRAFT EIS, A SUMMARY OF RESPONSES AND AN
INDEX TO LOCATION OF RESPONSES IN REVISED OR NEW TEXT
OF REPORT

14.1 Comments from Public Agencies

The following agencies submitted comments on the Draft
Environmental Impact Statement: -I-)

A) Maryland Department of State Planning (pages 257,
258, 25.8a)

B) Advisory Council on Historic Preservation (page
259)

C) Maryland Department of Transportation (page 260)
D) Metropolitan Washington Council of Governments

(page 261)
E) U. S. Department of Transportation, Federal

Highway Administration (pages 26 2)

F) Department of Transportation, Office of the
Secretary (page 263)

G) United States Deoartm.ent of the Interior (pages
264 and 265)

H) United States Environmental Protection Agency
Region III (pages 266)

One copy of each responding agency's comments is in-
cluded in the following pages. Each commenting
letter is followed by a summary of the response made
to its comments On the Draft eIS and a reference to
the location within the EIS of changes made. Each
paragraph of the agency letters is numbered for re-
ference purposes.

14.2 Comments from General Public

No comments from the general public were received.

The complete list of agencies to which copies of the Draft
Statement were sent is included in the Summary at the
beginning of this report.
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MARVIN MANOEL
COVCRNOR

MARYLAND
DEPARTMENT OF STATE PLANNING

301 WEST PRESTON STREET
BALTIMORE. MARYLAND 21201

TELEPHONE: 301-383-2431
VLADIMIR A. WAHBE

sccncTARY or state planning

December 16, 1975

Mr. Peter Benjamin, Director
Office of Program Analysis
Urban Mass Transit Administration
Room 9310 .

400 7th Street, S. W.

Washington, D. C. 20590

SUBJECT: EIIYIROIJMENTAL IMPACT STATEMENT REVIEW

Applicant: Washington Metropolitan Area Transit Authority (U. S. DOT)

Project: Draft Supplement 1 to EIS for Metro Route from Shady Grove
to Rockville -r^IT-ZS-gOOa

State Clearinghouse Control Number: 77-11-463

State Clearinghouse Contact: Warren D. Hodges (383-2467)

Dear Mr. Benjamin:

(1)

The State Clearinghouse 'has reviewed the above Statement. In accordance with the proce-

dures established by the Office of Management and Budget Circular A-95, the State Clear-

inghouse received comments from the following:
(2)

Department of Economic & Community Development , Environmental Health Administration ,

and the Division of Transportation and jjevelopment : noted that Statement appears
to adequately cover those areas of interest to their agencies.

(3)
State Highway Administration : referenced their earlier letter (copy attached)
to the applicant which lists the various proposed road improvements in the
vicinity of the project. .The Highway Administration indie 'Led that close
coordination is needed between the applicant and their agency to minimize
the possibility of potential future conflicts.

(4)

Department of Natural Resources : noted (copy attached) that further- attention
and information is needed on the impacts this project will have an on affected
waterways near the project.

C5)
Our staff reviewed the Statement and suggested that further attention should be

given to the following areas of concern:

(5a) • /— Average daily traffic and service level projections for nearby
roadways and intersections should be discussed.
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Mr. Peter Benjamin
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(5b)

— Methods should be developed and presented which will insure that an
adequate level of access will be maintained for Lincoln Park after
Initiation of the project.

Further evaluation of the no action alternative should be included.
Conventional and conmiinity feeder bus and pool systems operating to

the Grosvenor Station may prove to be more feasible.

We hope these comments will be helpful to your agency in their continuing evaluation
of this project and we expect that? the concerns raised in the review will be ade—
quately addressed and resolved prior to the development of the final Statement.
Thank you for your attention to the A-95 review process.

Att.

cc: Walter Scheiber
Lowell Frederick
Donald Noren
Clyde Pyers
Wm. Sprague
Henry Silberm .nn

(5c)

(6)

Sincerely,

Vladimir Wahbe
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Maryland Department of State Planning
State Office Building
301 West Preston Street
Baltimore, Maryland 21201

1 b '^^

Dater-' _D.e.cember 14, 19 76

SUBJECT: ENVIRONMENTAL IMPACT STATEMENT feviE^^.^

Applicant: (U. S. DOT) Washington Metro Area Transit Authority

_ , Draft Supplement 1 to EIS for Metro Route from Shady Grove
Project: Rockville

State Clearinghouse Control Number: 77-11-^63

We have reviewed the above draft environmental impact stateraent and our cooments as

to the adequacy of treatment of physical, ecological, and sociological effects of
concern are shovm below:

Check (X) for each item
None Ccmraent enclosed

1« Additional specific effects which should
be assessed:

2. Additional alternatives which should be
considered:

3. Better or more appropriate measures and
standards which should be used to evaluate
environmental effects:

A. Additional control measures which should be
applied to reduce adverse environmental effects
or to avoid or minimize the irreversible or
Irretrievable commitment of resources:

5* Our assessment of how serious the environmental
damage from this project might be, using the
best alternative and control measures:

We identify issues which require further dis-
cussion of resolution as shown:

See attached letter and
place Mr.E. T. Camponeschi
Chief, Bu.of Project Plann
on WAT A ' ^ m^ilir^a 7 -i

cc: Hugh G. Downs
Lisle E. McCarl
Thomas Hicks
Jerry L. White
Win. F. Lins , Jr.
Eugene T. Camponeschi

Signature_

Title

regarding activities on
the A- 017 segment.

Chief, Planning Support Secti

Agency State Highway Administration





RESPONSES TO COMMENTS OF THE
MARYLAND DEPARTMENT OF STATE PLANNING (keyed to pages and
paragraphs of letter)

1. Responses to Comments of the Department of Economic
& Community Development, Environmental Health Admini-
stration and the Division of Transportation and
Developm.ent

.

(page lA, paragraph 2)

These agencies made no comment. The Statement appears
to adequately cover those areas of interest to them.

2. Responses to the State Highway Administration as
summarized by the State Clearing House (page lA,
paragraph 3)

Issue — Proposed Road Improvements

Updated highway improvements have been included in 3.4
Traffic and Highway Characteristics. Data for this
revision were obtained from the State of Maryland's
Preliminary Highway Program (1978-1982) and the adopted
Montgomery County Capital Improvements Program (1977-
1982). (pp81-87, 184-189a) (p 364)

Issue -- Coordination with the State Highway Administra-
tion

Coordination between WMATA and the State Highway Admini-
stration is set forth by the Master Agreement with the
Maryland Department of Transportation. The following
sections are quoted from the Master Agreement between
WMATA and Maryland DOT.

"14. The State has designated the Office of Engineering
Development of the State Highway Administration as the
office to receive, expedite, distribute and coordinate
the plans and specifications of the Rapid Transit System
for review and comments with the various State Depart-
ments affected by the rapid transit construction. The
State will return two copies of plans and specifications
with all the comments from various State Departments to

the Authority's General Engineering Consultant."

"16. The Section Designer in coordination with the
State shall prepare a plan showing how the traffic will
be handled on roads which are disrupted during the con-
struction of the rapid transit system. The plan will
show the construction phases, roads to be closed, detour
routes and signs, and other pertinent _nformiation needed
for the review and approval by the Authority and the
State." (see page 288a in the Addendum for additional
references)

.
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Responses to Department of Natural Resources as
summarized by the State Clearing House (page lA,
paragraph 4)

Issue — Impacts on Nearby Waterways

7.3 Ecological Impacts has been revised to describe
impacts on the biological, chemical and physical
characteristics of Crabbs Creek, the stream draining
the Shady Grove Terminal site (p 161, pp 171-174).

Responses to the Maryland Department of State Planning
(pages lA, 2A and paragraphs 5, 5a, 5b and 5c)

Issue -- Average Daily Traffic and Service Level Pro-
jections for Nearby Roadways (page lA, paragraph 5a)

Projected traffic volumes available for the Shady Grove
area are based on anticipated completion of programmed
roadway improvements. Both 19 84 Metro Peak Hour Traffic
Volumes and 1984 Total Peak Hour Traffic Volumes ensure
the need for a Metro 1-270 connector Road. These are in-
cluded in 7.7 Traffic Impacts, (pp 184-189a)

Updated traffic volum^es for the roads in the Shady Grove
area have been included in 3.5 Traffic and Highway
Characteristics. 1974 data included in 7.7 Traffic
Impacts describing Volumes on Frederick Avenue and West-
more Road remains the most currently available, (pp 76,
77, 88-90, 185-189a)

Issue -- Access to Lincoln Park (page 2A, paragraph 5B)

A proposal for mitigating the problem of access to
Lincoln Park resulting from the closing of Frederick
Avenue and Westmore Road are described in 3.5 Traffic
and Highway Characteristics. Specifically, this proposal
is for the reconstruction of the Park Road underpass to
be accompanied by upgrading or im.provement of existing
residential streets. (pp 189, 189a)

At the present time local jurisdictions including Maryland
DOT are further studying the cost/benefit of additional
connections across this project.

During construction WMATA must follow the provisions for handling
traffic set forth in the Master Agreement (see #2, P^ge 257,

Responses to State Highway Administration)
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Issue -- Evaluation of No Action Alternative (page 2A,
paragraph 5c)

The No Action Alternative to the A017 and A015 extension
to Shady Grove would be to terminate the A Route at
Rockville. The A017 segment is not part of the 1968
Adopted Regional System which extended only to Rockville.
Therefore, this supplemental statement is required for
conformance with CEQ Guidelines. The Adopted Regional
System included Grosvenor Station and was reviewed in the
systemwide EIS and accepted in 1975. Feeder bus and pool
systems to serve a terminal station in Rockville were
studied and considered Infeasible due to problems of
severe traffic congestion. The environmental impacts
associated with a Service and Inspection Yard in Rockville
were studied and deemed unacceptable as well.
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Advisory Council on
Hiscoric Preservation
1522 K Street N.W.
Washington, D.C. 20005 November 18, 1976

Mr. Peter Benjamin, Director
Office of Program Analysit

. .

U.S. Department of Transportation
Urban Mass Transportation Authority
Washington, D.C.

Dear Mr. Benjamin:

Thank you for your request of November 2, 1976, for cotnments on the
draft supplemental environmental statement for Metro "A" Route from
Rockville to Shady Grove, Maryland.

Pursuant to our responsibilities under Section 102(2) (C) of the National
Environmental Policy Act of 1969 and the Council's "Procedures for the
Protection of Historic and Cultural Properties" (36 C.F.R., Part 800),
we have determined that your draft environmental statement does not contain
sufficient information concerning historic and cultural resources for
review purposes. Please furnish data indicating:

(a) Compliance with Section 106 of the National Historic Preser-
vation Act of 1966 (89 Stat.. 915) .

^3^) 1. A property listed in the National Register of Historic
Places is not located within the area of environmental impact,
and the imdertaking will not affect any such property. In
making this determination, the Council requires evidence
that you have consulted the annusil edition of the National
Register (Federal Register

,
February 10, 1976, and its monthly

supplements)

.

(31-i) 2. A property listed in the National Register is located
within the area or environmental impact, and the undertaking
will or will not affect any such property. In cases where
there will be an effect, the final environmental impact
statement should contain evidence of compliance with Section 106

of the Council's Procedures for the Protection of Historic
and Cultural Properties" (36 C.F.R., Part 800). In this
regard, the Council notes pages 221 and 222 of the environmental
impact statement, in which there is a general discussion of

the Joint Committee on Landmarks ' Catagory I and Catagory II
landmarks in the project area. However, no indication is given
as to which properties may be affected by construction of
the METRO "A" Route.

The Council is an independent ttnii of the Executive Branch of the Federal Government charged by the Act of
October 1 5, 1966 to advise the President and Congress in the field of Historic Prcservaticm. NE^

13 ,

•
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Page 2.

,^ ^ 1- nirh F— -'-<"» "'•'' '•-r 11593 of Hay 13. l'^?'-
,

(4) " „^f!^if75fr'^frS^^
eith;r of -the £cllo„i.g ccnditioas exists:

of Historic rxaceb
, . „ 1 1 nnf affect any such

property. In mklng thxs i^^'^™"^'""'
J^^e State Historic

eyldeace of consultation with the ^-PP"?^^^^"
,„3„,^ the

Preservation Officer and evidence of an
j££°«,^"^/^^^„as that

ir:;rsTf^r ^t:tfH=^Tr;serat5:n Officer he included .

in the final environmental statement.

-1,1. fn- Inclusion in the National Register

-:rfhS ^re-ilfie-a^ e ct ^re^'"
statement should contain

J^J^"" ."f^^.p^^^ures for the

Srtr:fHirrlfan^d^cStn-ai Lo'pLties.. (36 C.P.K.

.

Part 800).

(3, (c) TO ensure
l^^ZTc:Zl.'lt^^^^^^

'

resources, the Advxsory Council rec
appropriate State

statement contain evidence of -nta t wi h J^e^app concerning
Historic Preservation Officer. ^ cop

^^^^^^ should be

the effects of the undertaking ^von these
^^^^^

included in the environmental state^nt The Sta
^^^^^

Preservation Offi-^o^^^J^/^^; ^^^/^llL House, 21 State
Historic Preservation Ot^icer, ii

Circle, Annapolis, Maryland 21401.

9 99 of the environmental

C6)Finally, the Council notes the statement on page 22-^ „^3^„„3,Mlity
iB^act stateiDent ^^^S^rding the Rockville

^^^^^ government"),

for saving the station
lll^.^^^f,f,\l^\T^,, with the National Historic

^ you are
J- Urba^ Hass Transportation Administration

Preservation Act of 196& rests wil
Authority,

and the Washington Metropolitan Area Transit

(202-254-3380).

Sincerely yours.

John D. McDermott

Director, Office of Review

and Compliance
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RESPONSE TO THE COiMMENTS OF THE
ADVISORY COUNCIL OF HISTORIC PRESERVATION
(keyed to pages and paragraph of letter)

1. Issue — Compliance with Section 106 of the National
Historic Preservation Act (page IB, paragraph 3a)

The annual edition of the National Register of Historic
Places indicates that no properties of historical signi-
ficance will be affected by the A017 and A016 Metro
alignment. A statement to this effect is included in
3.4 Cultural Conditions under Historic Buildings and
Sites (p 69)

.

2. Issue Compliance with Executive Order 11593 of May
13, 1971 (page 2B, paragraph 4a)

Consultation with the State of Maryland Historic Preser-
vation Office has indicated that no buildings are affected
by the A017 or A016 alignment which are considered eligible
for the National Register of Historic Places. Letters
from the State Historic Preservation Officer documenting
this finding are included in the Addendum (item 3, pages
298, 298a, 314)

3. Issue Comprehensive Review of Cultural and Historical
Resources (page 2B, paragraph 5)

A letter from Mr. John M. Pearce of the Maryland Histori-
cal Trust is included in the Addendum (item 3, page 298)
as evidence of this consultation.

4. Issue — Historic Significance of the Rockville Station
(Page 2B, paragraph 6)

The Rockville Station, Saint Mary's Church and the hard-
ware store described on page 222 of the Draft Environ-
mental Impact Statemient, are not located in the A017
and A016 project covered by this EIS. These structures
are in segment A015. Questions as to the proposed pro-
ject's impact on the structure are, therefore, not re-
quired here. The 106 and 4(f) statements covering the
Rockville Station and other historic properties are being
prepared as part of the transfer of Interstate Highway
Funds for funding of the A015 project.
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Stale Highway Administration * •

Harry R. Hughes
S«cr«lai|

Bernard M. Evans
Admmitlrator

December 14, 1976

Mr. Peter Eenjajain, Director
Office of Prograon Analysis
Urban Mass Transit Administration
Room 9310
400 7th Street, S.W,
Washington, D.C. 20590

Dear Mr. Benjamin: • .

RE: Draft Supplement 1 ' '
..

Final Enviromnent al Inpact Statement ..
.

Metro Access Route '
.. . . •'

•'

Rockville to Shady Grove
".

. .
/ IT-23-9003

(1) -In response to your November 5, 1976, letter requesting this
agency to consider and comment on the referenced document, there
are several changes v/hich should be made regarding the scheduling
of programmed hichv/ay improvements by the Marylamd State Highv;ay
Administration.

(2) The latest approved Primary and Secondary State Highv;ay Improve-
ment Programs which may be used as references cover fiscal years 1976
through 1980. The 1976-1980 State Secondary Highway Improvement
Program included two line items for the reconstruction and widening
of Md. 355 and one item for reconstructing and widening Md . 586,
Viers Mill Road. Line 10 indicated that funds would be available in
fiscal years 1975, 1976, and 1977 to reconstruct Md. 355 to a six
lane urban divided road ;vith pedestrian/bikeways on both sides from
0.1 mile south of Westmore Road to Shady Grove Road. This project
is currently under construction bet-.veen Mannakee Street ajid Shady
Grove Road (including the Shady Grove Road/Oakmont Road intersection)
and is expected to be complete by November, 1977. Line 11 indicated
a six lane urban divided improvement from Shady Grove Road to Diamond
Avenue and a x'ive lane reconstruction (62' street) from Diamond Avenue
to Montgomery Village Avenue with pedestrian/bikeways on both sices
for the entire lenath. Construction fundine for line 11 was ex-oected

IC





Mr. Peter Benjamin '

December 14, 1976

Page 2 _ .

'•

to begin in- fiscal year 1976 and continue through fiscal 1978. Line

-17 indicated that the widening of Md. 536, Viers Mill Road as a six

*lane urbaji divided highv;ay from Md. 355 to First Street and as a four

lane urbain divided highway from First Street to east of Md. 28 was
expected to require construction funds in fiscal years 1976, 1977,
and 1978.

_
...

(3)- However, the latest analysis of the State Highv;ay Administration's
diminished allocation for the fiscal years 1977 to 1982 from the
Maryland Depajrtment of Transportation's Consolidated Xraxisportation
Fund has caused the delay of construction funds on several projects.
The improvement of Md. 355 from Shady Grove Road to Montgomery Village
Avenue and the Md. 586 project are two of those projects on v;hich the
funding of the construction phase has been delayed until such time as
additional funds become available. This is a change to that indicated
on pages 78, 81, 84, 85 and 86 of the referenced report and the State's
1975-1979 Secondary Highway Improvement Program quoted therein.

The 1975-1979 Primary State Highway Improvement Program indicated
that project planning would be initiated on the Intercounty Connector
(Outer Beltway) from the Western Arterial to the Baltimore-Washington
Park;vay. However, due to the extreme difficulty in funding, low
priority, ajid political infeasibility of implementing a complete outer
circumferential highway in the Washington Region in the foreseeable
future, the Secretary of the Maoryland CKapartment of Transportation has
deemed it appropriate to change the concept of this facility. At this
time, for planning purposes the proposed limits of the Intercounty
Connector ajre the Western Arterial in :>!ontccmery County and 1-95 in
Prince George's Counxy. Further advancement of this project will most
likely be high priority segments identified in the project planning
stage

.

(5) The portion of the Intercounty Connector, from 1-270 (formerly
I-70S) to a point approximately 0.45 mile east cf the Baltimore and
Ohio Railroad, has been designated as 1-370 and is included in the
Maryland Department of Tr ansDort at ion ' s Interstate Transfer Request.
This Interstate Transfer Request, approved by the U.S. Department of
Transportation in July, 1975, also includes a roadway, from 1-370
southwards to Shady Grove Road and one-half the cloverleaf' interchaaigG
(consisting of two ramps and two looDs ) at Shady Grove Road. The
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Mr.- Peter Benjamin
December 14, 1976

Page 3

xemaining portion of the Metro Access Road (M-94 in the Shady Grove
Sector Plan), from Shady Grove Road to the Shady Grove Metro Station,

and the remaining half of the interchange at Shady Grove Road v;ould

be the responsibility of the Washington Metropolitan Area Transit
Authority .

' •

(6) Contrary to the statements "...Several interchanges with the
. Outer Beltv;ay have been proposed. Among these are inter chcLn-es

• at I-70S, at Route 355, ..." (page 78, paxagraph 2); the Sta. e High-
' way Administration has .not proposed an interchange at the Ir.ter-

county Connector and Md. 355. In addition, such an interchange is

not included in the February, 1974 Draft Master Plan of Hichv/ays;

the January, 1971 Approved and Adopted Gaithersburg and Vicinity
Master Plan; and the October, 1976 Final Draft of the Shady Grove
Sector Plan all of these documents were prepared by the Maryland-
National Capital Park and Planning Commission

«

(7) -The State Highway Administration anticipates beginning a project
planning study on the Intercounty Connector and the Rockville Facility
in late spring or early summer, 1977, which would substantiate the
need and best aJLignment for a facility such as the Intercounty Connector
The alternatives studied for the Intercounty Connector will address the
difference in the opinions of the Cities of Rockville and Gaithersburg
concerning the location of the facility. If and v/hen the need for the
Intercounty Connector is documented, the study would then investigate
various alternative locations and schemes for the Intercounty Connector,
with a high priority given to implementation of the 1-370 segment once
location approval is received from the Federal Highway A.dmdnistr at ion

.

Very truly yours.

Bernard M. Evans
State Highway Administrator

BME:RWi:bh ...

bcc: C. E. Pyers

M. S. Caltrider
E, Kasaoff 3C j^j,^^

J. L. Vhite





RESPONSE TO COMMENTS OF THE
MARYLAND DEPARTMENT OF TRANSPORTATION
(keyed to pages and paragraphs of letter)

1. Issue — 1978-1980 State Highway Improvement Programs
(page IC, paragraph 2)

The 1976-1980 State Highway Programs have been super-
ceded by the 1978-1982 figures. This update has been
confirmed by correspondence with Wayne McDaniel of
Maryland DOT. The 1978-1982 figures have been used,
therefore, to update this report, (p 364)

2. Issue — Current Approved Primary and Secondary State
Highv/ay Improvement Programs (page 2C, paragraph 3)

Updated approved highway improvements are presented in
3.5 Traffic and Highway Characteristics. This includes
a list of future improvements obtained from the State
of Maryland's Preliminary Primary Highway Program
(1978-1982) and the adopted Montgomery County Capital
Improvements Program (1977-1982) . Alternative improve-
ments under consideration by the City of Rockville are
described in 7.7 Traffic Impacts,' (pp 75-87, 189-189a)

3. Issue -- Revised Outer Beltway Proposal (page 2C, para-
graphs 4 and 5, page 3C, paragraphs 6 and 7)

Comments pertaining to the Outer Beltway Proposal have
been revised to reflect current State and County capital
improvement plans. These are included in 3.5 Traffic
and Highway Characteristics . (p 75)
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metropolitan Washington

COUNCIL OF GOVERNMENTS
1225 Connecticut Avenue, NAV., Wasliing-ton, D. C. 20036 223-6800

METROPOLITAN CLEARINGHOUSE REVIEW COmENTS

COG NUMBER : 77-M-T/EIS-l

PROJECT NAME : - Draft Suppleraental Environinental Impact
Statement for the Metro "A" Route from
Rockville to Shady Grove

FEDERAL AGENCY : Urban Mass Transportation Administration

PROJECT DESCRIPTION ;

(1)

In 1972, the Washington Metropolitan Area Transit Authority
(^vMATA) , with consultant assistance, prepared an Environmental
Impact Statement for the 19 68 Approved Regional Metro System
(ARS-68). That EIS was prepared and evaluated with the under-
standing that more detailed statements would be prepared when more
site-specific inform.ation on a route or segment was needed.

This Draft Supplemental EIS is concerned with the environmental
impacts of extending ARS-68 for 2.6 6 miles from Rockville to Shady
Grove. The extension involves the construction of a terminal sta-
tion, parking for 3,000 automobiles, and a service and inspection
yard in the Shady Grove area south of the City of Gaithersburg

.

These facilities are proposed as an alternative to the construction
of the service and inspection yard adjacent to downtown Rockville.

Construction funds for the extension are included as part of
the Phase B-2 Interstate Highway Transfer Application .currently
undergoing review by UMTA. Local matching funds to provide 20
percent of the $63 million cost would come from the transfer of
Interstate Highway funds originally programmed for 1-270 and 1-95
within the Capital Beltway.

(4) The extension of the Metro "A" Route from Rockville to Shady
Grove was included in the Transportation Improvement Program for
Fiscal Years 1977-1981, which was approved by the Transpor-cation
Planning Board on June 30, 1976. The Metropolitan Clearinghouse
endorsed the proposed extension on June 1, 1976, and again as part
of its review of the Transportation Imcrovement Program on Novemiser
15, 1976.

RELATIONSHIP TO THE METROPOLITAN PLANNING PROCESS :

(5

)

In considering the relationship or the Shady Grove extension
to the metropolitan planning process, the adequacy of the Draft:
Supplem.ental EIS was evaluated in term.s of its doc^im.entation of
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the land use, transportation and noise impacts of the project and
the steps needed to ameliorate those impacts.
(6)

Regional Development Impacts

The extension of the Metro "A" Route to Shady Grove is suppor-
tive of regional developm.ent policies as adopted by the COG Board
of Directors. These policies encourage the development of new com-
munities in corridors radiating from the central area of Washington,
D.C. The 1-270 corridor has been identified in local planning studies
as an area for future urban growth and development. The Shady Grove
area between Rockville and Gaithersburg has been developing in recent
years as an employment center, consistent with local plans. The
extension of the Metro system^ to Shady Grove will further the poli-
cy of providing efficient mass transit service to population and
employment centers in the region.

(7) The Draft Supplem.ental EIS recognizes that the Shady Grove
extension will increase developm.ent pressures in the 1-270 corridor.
Close coordination will be needed between WMATA, the Maryland Depart-
ment of Transportation and the affected local jurisdictions to assure
that the roads, water lines, sewers, schools and other public facili-
ties needed to respond to these developm.ent pressures are provided in
a tim.ely and efficient manner.

The Metropolitan Clearinghouse recommends that the population
and employment forecasts for the 1-270 corridor (pages 98-111) be up-
dated in the Final Supplemental EIS to reflect the results of COG's
Cooperative Forecasting Program. Up-to-date forecasts of population,
households and employment to 1995 were developed jointly by COG and the
local jurisdictions. In August, 1976, these forecasts were adopted
by the COG Board of Directors for use in all metropolitan planning
programs .

•

Transportation Impacts

(9 )
' The traffic impact analysis m the Draft Supplemental EIS has

been carried out in a competent and comprehensive manner. Both
positive and negative impacts have been recognized and considered.
The principal transportation impacts will be on the highways in the
vicinity of the Shady Grove station, including Route 355, Shady Grove
Road, and Fields-Redland Road. In their present state, these roads
do not have sufficient capacity to handle the expected levels of
Metro-induced traffic; hcwever, the im.provements which are planned
by the State and local jurisdictions should help tc alleviate these
capacity deficiencies.

(10) The Draft Supplem.ental EIS documents the need for constructing
a portion of the Cuter Beltway between 1-270 and the Metro station
access road east of the Montgomery County Service Park. This free-
way link, designated as 1-370, is crucial if adequate access to the
Shady Grove terminal station is to be provided, and the Draft Supple-
mental EIS suggests early action on this facility while a decision
on the entire Outer Beltway is pending. The Maryland Department cf
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Transportation has programmed funds for conducting preliminary en-
gineering studies on this link, with construction on the project ex-
pected during the 1978-1981 period.

Noise Impacts

(11) rpvjg analysis of noise and vibration impacts caused by Metro
operation along the "A" Route has been adequately documented in
the Draft Supplemental EIS. The measurement methodology employed
is consistent with the American National Standard Methods for the
Measurement of Sound Pressure Levels (ANSI SI. 13-1971). The metho-
dology is designed to obtain information useful in assessing the
effects of noise on people. Each measurement consisted of a con-
tinuous ten-minute sample of noise at the site, recorded by means
of a calibrated precision magnetic tape recorder and a Type I pre-
cision sound level meter. The readings were then analyzed to ob-
tain a statistical distribution of noise levels. These recordings
provide a permanent record of the noise environment at the time of
measurement.

(12) The construction noise analysis in the Draft Supplemental EIS
is felt to be inadequate, in that it relies on construction noise
specifications as determined by WI4ATA which are in conflict with
the Montgomery County Noise Control Ordinance. Thus, the per-
missible noise levels established by WMATA to determine the impact
of noise on the surrounding residential environment are excessive.
In addition, these construction noise limits would exceed the noise
level criteria established by the Environmental Protection Agency
and the Department of Housing and Urban Development for residential
uses.

^^^^The Clearinghouse recommends that the Final Supplemental EIS
contain an analysis of construction noise based on the criteria
established in the Montgomery County Noise Control Ordinance. If
this analysis indicates that construction noise levels will be in
excess of those allowed by the ordinance, possible methods to
ameliorate or alleviate the impact of the noise on surrounding resi-
dential areas should be explored, including utilization of "quieted"
equipment

.

STAFF REC0MJ4ENDATI0N :

^^^I^e staff recommends endorsement of these commients and recommen-
dations by the Land Use Policy Committee.

COM-MITTES ACTION :

(15)r>^3 Land Use Policy Committee endorsed these comir.ents and
recoiTimendations at its meeting on December 8, 1976. The committee
emphasized the importance of timely completion of the various high-
way facilities needed tc support the operation of the Shady Grove
terminal station.
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RESPONSE TO COFaMEHTS OF THE
METROPOLITAN WASHINGTON COUNCIL OF GOVERNfffiNTS
(keyed to pages and paragraphs of letter)

1. Issue -- Close Coordination between UMTA and local
jurisdictions in planning for development (page 2D,
paragraph 7)

The Master Agreements signed between WMATA and Maryland
DOT as well as with the local jurisdictions provide for
this close coordination (see item 1 of the Addendum,
page 267)

.

2. Issue - Update of Population and Employment Forecasts
for the 1-270 Corridor (page 2D, paragraph 8)

3.8 Socio-Economic Conditions of the Revised Study has
been revised to include the most recent population
characteristics and projections available for Montgomery
County and the Washington, D. C. SMSA. 1976 estimates of
population characteristics and projections for 1986 are
available for Forecast Areas within the County. Revised
1980 and 1990 projections are available for Transportation
Zones in the 1-270 Corridor. Revised 1974 Census figures
are available for jurisdictions in the Washington, D. C.
SMSA, but 'not for individual census tracts, (pp 98-111)

3. Issue — Construction Noise Analysis (page 3D, paragraphs
12 and 13)

If during construction noise levels are found not to be

in conformance with regulations of the Montgomery County
Noise Ordinance, measures to ameliorate or alleviate the
impact will be taken. A discussion as to how this will
be done is included in 7.9 Noise and Vibration Analysis

(pp 200-201a) . A check made v/ith Mr. Bernstein of EPA,
Office of Abatement Control, confirms the fact that EPA
and HUD have no official construction noise level
regulation for residential uses. A copy of Montgomery
County Noise Control Regulations is included in Addendum
item 9, page 341.
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U. S. DEPARTMENT OF TRANSPORTATION
FEDERAL HIGHWAY ADMINISTRATION

, I

REGION THREE

31 Hopkins Plaza
Baltimore, Maryland 21201

December 20, 1976

' -
.

IN REPLY REFER TO:

03-00.4.7
Mr. Peter Benjamin
Director, Office of Program Analysis
Urban Mass Transportation Administration
400 7th Street, SW
Washington, B.C. 20590 '

Dear Mr. Benjamin:

We have reviewed the draft supplement to the FEIS for Metro A Route,
Rockville to Shady Grove, and offer the following comments for your
consideration in preparing the final statement.

(1.) The data and information regarding proposed highway improvements
appear to be based on coordination during 1974. For example,
the Interstate Spur (1-370) to Shady Grove was approved in

1975. Also, the recent slow down in funding highway improvements
by the State of Maryland has altered the status of other planned
improvements. We would hope that the final supplement reflects
more current information regarding the status of highway improve-
ments.

(2.) The closing of streets or roads may have significant impacts in

urban areas. The alternatives to closing Frederick Avenue and

Westmore Road mentioned on page 149 can hopefully be resolved
prior to the final supplement. The final supplement can be

strengthened by discussing the following areas of possible impacts:

a. Amount of traffic to be rerouted.

b. Secondary impacts to businesses on these streets.

c. Effect on fire and police protection.

(3. ) The final statement should include a better description of the
impacts of relocating Hungerford Drive, and possible impacts to

the community college.

(4. ) The assessment of probable impacts to historical resources should
include coordination with the Maryland Historical Trust (SHPO)

.
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The impacts to the historic structure (Rockville Station) have been
included in the statement. This site is outside the limits of this
EIS and apparently does not require a Section 4(f) statement accord-
ing to UMTA/WMATA procedures. If the approval of this supplement
for Section A017 does not require a Section 4(f) statement for the
Rockville Station, then the information regarding impacts to it
should be deleted.

We appreciate the opportunity to review this statement and are looking
forward to receiving a copy of the final supplement.

Sincerely yours,

W. H. White
Regional Federal Highway
Administrator

By: "^ay Bergeron, Director
Office of Environment and Design
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RESPONSE TO COMMENTS OF THE
U. S. DEPARTMENT OF TRANSPORTATION FEDERAL HIGHWAY ADMINI-
STRATION (keyed to pages and number headings in letter)

1. Issue -- Updated Information Regarding the Status of
Highway Improvements (page IE, paragraph 1)

Current primary and secondary State and County highway
improvements are presented in 3.5 Traffic and Highway
Characteristics. This includes data obtained from the
State of Maryland's Preliminary Primary Highway Program
(1978-1982) and the adopted Montgomery County Capital
Improvements Program (1977-1982) (pp 75-87, 189-189a)

2. Issue — Impacts of Closing Frederick Avenue and West-
more Road (page IE, paragraph 2)

Impacts of closing Frederick Avenue and Westmore Road
the proposed mitigating action to access problems to the
Lincoln Park community are described in 7.7 Traffic
Impacts. This includes a description of proposal to
improve the Park Street Underpass below the B&O and
Metro alignments (p 189-189a) . This section of text
includes general discussion of fire and police protection as
well as traffic impact and circulation to business uses.

3. Issue — Impacts of Relocating Hungerford Drive (page
IE, paragraph 3)

Hungerford Drive is presently being relocated and up-
graded from Shady Grove Road to Mannakee Road, from a
two lane rural roadway to a six lane highway with a
concrete median strip. This improvement is being made
to accommodate existing traffic flows as well as those
projected from the opening of the transit system and to
provide more space for the Metro alignment. The upgrading
will be completed in the fall of 1977. Traffic flow in
the area will be greatly facilitated well before commence-
ment of Metro construction. Regardless of the steps
taken to eliminate these impacts, adequate provision
of police and fire protection to the Lincoln Park
community will not be threatened; before the closing
of any streets, the Master Agreement with Montgomery
County provides for coordination with all police and
fire departments to ensure continued provision of
services. (Addendum, item 1, pages 277 and 278)

Issue -- Impacts on Montgomery Community College
(page ^E , paragraph 3)

Impacts on Montgomery Community College associated with
Metro-related construction are limited to those result-
ing from the relocation of Hungerford Drive which is being
carried out by Maryland DOT. These are addressed in 7.5
Visual and Physical Impacts, (pp 183, 177)

262





Issue Impacts on Rockville Station and Compliance
with Section 4(f) of the DOT Act of 1966 (page IE
and 2e ,

paragraph 4)

The Rockville Station, Saint Mary's Church, and the hard-
ware store described on page 222 of the Draft Environmental
Impact Statement, are not located in the Metro A017 or
A016 projects, which are covered by this EIS. These histor
properties are in the A015 project. Questions as to the
proposed project's impact on the structures are therefore
not required here. The 106 and 4(f) statements are being
prepared for these properties in the transfer of Inter-
state Highway Funds for-.the funding of the A015 project.
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Form DOT F 1320.1 (1-6')

UNITED STATES GOVERNMENT DEPARTMENT OF TRANSPORTATION

M.emoranclu
OFFICE OF THE SECRETARY

771

Draft Supplement 1 to Final EIS, Extension
2 0 DEC 'E75

of Metro "A" Route from Rockville to Shady date:

Grove, Maryland and Relocation of Service
^^ ^^^^

SUBJECT: and Inspection Yard from Rockville to reftr to: TES-7^
Shady Grove (IT-23-9003)

FROM t Assistant Secretary for Environment,
Safety, and Consumer Affairs

TO
: Director, Office of Program Analysis, UMTA/UTA-30

This office has reviewed the draft supplemental impact
statement (EIS) for the extension of the Washington Metro "A"
Route from Rockville to Shady Grove. We have comanents to
offer regarding a potential section 4(f) involvement, the
discussion of growth impacts, and measures proposed to mini-
mize transit vehicle noise levels. Our specific concerns are
as follows:

(1) Section 4 (f

)

-
.

On page 222 of the EIS, there is an indication that the
"A" Route alignment would require the taking of the

-historic Rockville Station of the B&O Railroad. Sec-
tion 4(f) of the DOT Act of 1966, as amended, would
appear to apply in this situation, if the Station is an
historic property "of national, State, or local signifi-
cance as so determined by such officials." (Section 106
of the Historic Preservation Act would also apply to
any property on or eligible for the National Register
of Historic Places.) Given this possibility, we believe
that the final statement should include a proposed
section 4 (f ) determination with the documentation or
provide a detailed explanation as to why this matter
does not fall under the section 4(f) provision.

(2) Growth Impacts

With respect to accelerated or induced population growth
which might be generated by the extension of the Metro
route to a station at Shady Grove, the EIS seems to
treat the phenomenon solely as a beneficial impact (see,
e.g., the summary sheet and pages 203, 204, and 207).
A hastening of the population growth and of the antici-
pated expansion of employment opportunities in portions
of the I-70S Corridor could also have significant adverse
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(4)

consequences, and appropriate recognition should be
accorded to that consideration in the final EIS . In
particular, the statement should discuss the consistency
of such development with local plans, and the ability
of local agencies to provide necessary facilities and
services for the new development.

(3) Measures to Reduce Noise

There are a number of references in the EIS to the use
of noise barriers as a means of reducing the impact of
noise from transit vehicle operations along the extension
of the "A" Route. On pages 202 and 203, recommended
noise reduction actions (barriers) are listed for various
sections of the route. However, neither these tables nor
the text evidence a firm commitment to construction of
noise barriers where v/arranted. It would be desirable
for the final EIS to address this matter more explicitly.

One additional point relates to the discussion on" page 25, from
which it could be inferred that measures to minimize harm are
more appropriately considered at the regional or system-wide
level. This appears to be a misstatement and should be corrected.

Thank you for the opportunity to comment on this draft EIS . We
look forward to receiving the final statement, including the
comments received from other government agencies and the general
public.
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RESPONSE TO COMMENTS OF THE
DEPARTMENT OF TPJ\NSPORTATION
OFFICE OF THE SECRETARY
(keyed to pages and paragraphs of letter]

1 . Issue -- Section 4(f) (page IF^ paragraph 1 )

The Rockville Station, Saint Mary's Church, and the
hardware store described on page 222 of the Draft
Environmental Impact Statement are not located in
Metro Project A017 or A016 which are covered by this
EIS. These structures are located in A015 project.
Questions as to the proposed project's impact on the
structures are, therefore, not required here. See
response number 4 on page 262a.

2 . Issue -- Growth Impacts (pages 1 and 2F, paragraph 2 )

7.10 Socio-Economic Impacts has been revised to address
accelerated or induced growth generated by the Metro
extension and its consistency with local plans and capa-
cities for providing facilities and services, (pp 203-
204a)

3 . Issue — Measures to Reduce Noise (page 2F , paragraph 3]

WMATA is committed in its Master Agreement with Mont-
gomery County to comply with all existing regulations.
Any violations of the Montgomery County Noise Control
Ordinance must therefore be mitigated in one of the
three following fashions:

- The construction of noise barriers as
described on pp 202 and 203 and in the
detail included in the Addendum (item
5 , page 3 06 )

;

- Application for an exception to the
County Noise Control Ordinance; or

- The purchasing of land adjoining the
alignment.

Copies of the Master Agreement and Noise Control Ord-
inances are included in the Addendum. Additional
discussion is on page 201a.

4. Issue Discussion of Measures to Minimize Harm (page
2F, paragraph 4)

The statement in the text pertaining to the considera-
tion of measures to minimize harm has been deleted,
(p 25))
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United States Department of the Interic

OFHCE OF THE SECRETARY
WASHINGTON, D.C. 20240

In reply refer to: ..
• - •

(ER-76/1052)

DEC 15 1976

Dear Mr. Benjamin:
.

',

This is in response to yoiir request for Departnent of the
Interior cor.irtents on the draft suppler.ental environr.ental
statement for METRO "A" Route from Rockville to Shady
Grove, Montgomery County, Maryland.

GENERAL COMMZTITS

We are pleased to note that the draft supplemental
statement contains a discussion of cultural resources. lie

suggest, however, that documentation of consultation v;ith

the State Historic Preservation Officer be included in the
final supplement to support the statement (page 69) that
the A017 alternatives do not affect any knovTn historic
properties or archeological sites.

The preferred alternative of the Shady Grove-VJest alignment
requires that the terminal station and service and inspec-
tion yard occupy an area of 70 acres in the headwaters of
the Crabb's Branch drainage, and that a large parking area
is proposed in this location. Soils in this area are
characteristically/ poorly drained. Although storm water
runoff m.anagement retention basins and/or ponds are
proposed in this area, an apparent oversight is the om.ission
of a description of the locations and design of the proposed
ponds. This should be included in the final statement.

The statement also lacks information on the fishery resources
of Crabb's Creek. Although Crabb's Creek is relatively sm.all
in size, any construction in or near it will likely impact
the biological resources of Rock Creek. Such im^pacts should
be discussed in the final stater.ent. The following publica-
tions contain information that miay be of use in such a
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discussion: "

.

Dietenenn, Allen J., 1975. "A provisional inventory
of the fishes of Rock Creek, Little Falls Branch,
Cabin John Creek, and Rock Run, Montgomery County,
Maryland." Maryland iTational Capital Park and
Planning COiUmission and Montgoc^iery County Planning
Board,

"Biological Survey of Rock Creek (from Rockville,
Maryland to the Potomac River)." October 19G6.
CB-SR3P V7orking Docum.ent No. 4, U. S. Department of
the Interior, Federal VJater Pollution Control
Administration, Middle Atlantic Region, Charlottesville,
Virginia,

SPECIFIC COMMEirrS

(4) Page 65, Wildlife , Reference is m^ade to water m.occassins
- around stream.s near the proposed location of the term.inal sta-
tion at Shady Grove. We question the validity of this Gtatem.ent,
since the approximate northern limit of water moccassins is the
Dismal Swamp area in Virginia.

Page ISl, Impacts on Soil and Geologic Materials . The draft
statem^ent indicates taat the proposed construction "will require
ditches to drain the railyard and parking lots." The final
stater.ent should discuss the location of these ditches and should
indicate how they will be stabilized (i.g., riprap, vegetation,
etc.,) to prevent erosion, especially during periods of
excessive rainfall.

(6) The final statem.ent should also disclose the locations of
proposed disposal areas for the m.aterial which will be excava-
ted for the project. Im.pacts of this disposal and procedures
to prevent erosion of the spoil material should be discussed.

("7) Psge 152, Impacts on the Hvdrolopric Svstem, Upper Crabb's
Branch Basin . Pro jeered sunoff from a 10-year sTorm indicates
that there will be a significant increase in runoff in Crabb's
Creek. The final statem^ent should address precautions v/hich
will be taken to insure that the increased runoff will not
result in flooding downstream or erosion of the streambanks.
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(8) Page 171, Impacts on Water Quality . We recomniGnd that the
final statement consider and discuss the vegetation of
ponding areas and detention basins in order to reduce runoff
and aid in filtering upland runoff. We also suggest that
concrete vaults and cisterns beneath the proposed parking
areas be considered in the final statement in order to reduce
•runoff, and runoff-related impacts on v;ater quality.

(9) Page 173. The final statement should detail the plans
required for ditches and culverts needed to relocate

. existing streams on the project site.

(10) Page 205, Ecological Impacts . The final statement should
* dis£:uss the anticipated impacts, such as flooding, of a 50 or

10 0 year storm on tiie detention .. basin- areas' as v;ell as on
downstream areas. V/e note that the draft statement indicates
that the proposed detention basins v;ill not reduce peak flows
from major storms of 50 or 100 years intervals.*.

(11) Page 226 , Irreversible and Irretrievable Resource Comma.tments .

Although land is addressed as a major irretrievable resource
commitm.ent , the final statement should also recognize the
direct and perm.anent less of upland wildlife and associated
habitat.

SUMMARY COMMENTS

^^^^ The final statem.ent should address and document coordination
with the U.S. Fish and Wildlife Service as required by the Fish
and Wildlife Coordination Act (PL 35-624, 15 U.S.C. 661). Please
contact the Regional Director, U.S. Fish and Wildlife Service,
U.S. Post Office and Courthouse, Boston, Massachusetts 02109,
(FTS: 2 2 3-29 61) for com.pletion of this requirem.ent . Mitiga-
tive measures for the loss of 70 acres of upland wildlife
habitat at the Shady Grove terminal station and additional
measures to prevent siltation and further degradation of Crabb's
(Dreek would be recommended by the Service.
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Thank you for the opportunity to review this statement

Sincerely yours,

DBputy Assistant
Secretary of the- Interior

Mr. Peter Benjamin, Director
Office of Prorran Analysis
Urban Mass Transportation
Administration
U.S. Department of Transportation ^

VJashington, D. C. 20590'
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RESPONSE TO COMMENTS OF THE
U. S. DEPARTMENT OF INTERIOR
(keyed to pages and paragraphs of letters)

1. Issue — Impact on Historic Properties (page IG, oaragraoh
1)

^
'

Consultation with the State of Maryland Historic Preservation
Officer has indicated that no properties or structures included
in or considered eligible for the National Register of Historic
Places will be affected by the A017 or A016 projects (p69) .

Documentation of this has been included in the Addendum of
the revised report. (Item 3, pages 298 and 298a)

2. Issue -- Location and Description of Detention Ponds (page IG,
paragraph 2, Page 2G, paragraph 5^ page 3G/ paragraph 9)

A description of the location and design of the proposed de-
tention ponds and plans for ditches and culverts needed to re-
locate existing streams in the area of the Shady Grove Sta-
tion and Service and Improvement Yard will not be available
until Final Design has been completed. WMATA, through its
Master Agreement with the County, ensures compliance with all
County and State regulations pertaining to quantity, quality
and discharge rate of overland flow from development sites
(pp 171, 174). Copies of all appropriate codes and ordinances
are included in the Addendum of this Study. (Item 4, page 299
Item 8, page 325)

3. Issue - Fishery Resources of Crabb"s Creek (page IG , paragraph
3)

A description of fishery resources in Crabb ' s Creek has been
included in 3.2 of the Revised Study. This includes a listing
of species and numbers of individuals collected at a single
collection station in the Shady Grove area, (pp 65-65a)

Issue — Impact on Biological Resources of Rock Creek (page
IG, paragraph 3)

Impacts on the biological resources of Rock Creek are dis-
cussed in the revised 7.3 under Impacts on the Hydrologic
System, Upper Crabb' s Branch Basin, (p 161)

4 . Issue — Wildlife (page 2G, paragraph 4)

The reference in the text to water moccassins around streams
in the vicinity of the terminal station has been deleted
(p 65)

.

5 . Issue - Spoil Disposal (page 2G , paragraph 6)

The location of spoil disposal sites, impacts of hauling
procedures and measures to prevent erosion of spoil mater-
ial are included in 7.3 of the Revised Study (pp 161a,
161b). Selection of a disposal site, if necessary, will be
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determined after consultation with the Montgomery County
Soil Conservation District. A more detailed description of
these procedures can be found in the Environmental Impact
Statement for the complete Metro Transit System. The
Addendum of this Study includes all local codes and ordinances
regulating disposal of excavated materials (item 8, page 325).

Issue — Impacts on Hydrological System, Upper Crabb ' s

Branch Basin (page 2G, paragraph 7 and 3G , paragraph 10 )

Detention basins in the area of the Shady Grove Terminal
will be designed to accommodate overland flow volumes from
storms as required by permit-issuing authorities in Mont-
gomery County. . At present this requires ponds sized for 2-

year storms. These will only partially ameliorate down-
stream impact of the 50-year and 100-year storm flood peaks.
Impacts of flooding from 50- and 100-year storms are
described under Ecological Impacts in Section 7.3 Ecological
Impacts under Impacts on the Hydrologic System, Upper Crabb 's

Branch Basin, (pp 162, 171)

Issue -- Impacts on Water Quality (page 3G, paragraph 8)

Vegetative and structural measures which can be used to
filter runoff and to reduce the volume of stormwater dis-
charged to streams are discussed in 7.3 under Impacts on
the Hydrologic System, Upper Crabb' s Branch Basin. Speci-
fic details of these and the potential use of concrete
vaults and cisterns cannot be described until Final Site
Design is complete, (pp 171-174c)

Issue — Irreversible and Irretrievable Resource Commit-
ments (page 3G, paragraph 11)

The development of a Storage and Inspection Yard at Shady
Grove will mean an irreversible and irretrievable loss of
approximately 70 acres of upland wildlife and associated
habitat.

Issue - Coordination with the U. S. Fish and Wildlife Ser-
vice (page 3G, paragraph 12)

Appropriate measures which will help to mitigate the impact
on wildlife, resulting from the loss of upland wildlife
habitat, at the Shady Grove Site, will be determined by
consultation with the Fish and Wildlife Service.

Arrangements have been made between WMATA and Frank Pisapia
of the Fish and Wildlife Service of Annapolis, Maryland for
a meeting.
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UNITED STATES ENVIRONMENTAL PROTECTION AGENC
region iii

6th and walnut streets
philadelphia. pennsylvania 19106

December 15, 1976

Mr. Peter Benjamin
Director, Office of Program Analysis
U.S. Department of Transportation
Urban Mass Transportation Administration
Nassif Building
400 Seventh Street, S-W.

Washington, DC 20590

Re: METRO "A" Route Extension from Rockville to Shady Grove,
Montgomery County, Maryland (IT-23-9003)

Dear Mr. Benjamin:

(1) We have reviewed the Draft Supplemental Environmental Impact
Statement for the above proposed project and we have classified it as

LO-2 in EPA's reference category. We have enclosed a copy of our
Definition of Codes for the General Nature of EPA Comments to describe
this rating in more detail. Also, 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, we shall publish this rating in the Federal Register.

While we wish to commend the general scope and detail of the

Supplement in addressing potential environmental effects, we note
aspects of air and water quality as well as solid waste impacts which
warrant further information in the final Supplement and more consider-
ation in further project development. We also note in a positive sense
that the study cf alternatives is exemplary in demonstrating how a meaning-
ful selection of alternatives can identify potential problems to the sponsor
and lead towards appropriate and feasible measures to mitigate impacts
through project planning and design. Our concerns in these areas are
outlined below.

Air Quality

The Supplement has adequately addressed the shortcomings in

air quality impact evaluation techniques we noted in our informal
review letter of August 3, 1976 to Mr. Mano of your office. None-
theless, we mention ona type of possible project design modification
for your consideration which might have added beneficial effects on

regional air quality through reduction of vehicle trips.

(2)

I
(3)

]

1

I
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(4) The incorporation of convenience shopping facilities directly
into the terminal/parking facility might eliminate the need for several
vehicle trips and vehicle miles of travel in the following way: commuters
asked to get groceries or other provisions either on the way to or from
home could walk directly to the store (or stores) rather than making an

' extra trip by auto to a shopping center. This could reduce the air
pollutants generated by the additional miles of travel as well as the
considerable amount of emissions associated with extra engine starts
and stops. Of course, the possibility of increased congestion at the
site and increased microscale pollution levels from non-commuter traffic
attracted to the shopping facilities must be considered. We are not
sure that the benefits outweigh the detriments; nonetheless, we feel
such station design alternatives warrant at least preliminary consider-
ations at Shady Grove and other stations on fixed-guideway metropolitan
systems.

(5) -We recognize that there may be many inhibitions to such changes
due to zoning, funding, or policy conditions. The final statement
should discuss the viability of multiple-use programming (including
retail facilities) in transit stations in respect to current UMTA policy,
planning and design.

. Water Quality

(6) The Supplement has provided detailed discussion about potential
water quality impacts which may occur due to increased rates of run off

from the facility and parking lot construction. Two mitigating measures
which might be viable in this situation may warrant further consideration.

(7) First, the illustrative drawings do not appear to indicate the

possible use of landscaping dispersed within the parking lot areas
themselves to act as absorbers of part of storm water falling on the
parking lots. Although portions of the site include poorly drained
soils, excavation and replacement of more appropriate soils in vegetative
beds might mitigate the collective impacts of run off from the project.

(8) Second, we wonder if there might not be appropriate plant types
to remove through the vegetative uptake process some of the identified
contaminants which are identified as non-removable by settling or
screening (page 171). While we do not have specific suggestions for
such a program, you may wish to contact Mr. Frank Condon of EPA (at

202-A26-02S7) for further information on highway related run off
pollution and vegetative uptake procedures.

/
/

/
/
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Disposal of Solid Waste

The Supplemental does not adequately address whether the project
will entail solid waste impacts from construction materials. The final
EIS should indicate whether the proposed construction will result in

a surplus or deficit of excavated materials and describe the planned
means of disposal of any surpluses.

i^^) We hope this review will assist you in the preparation of the
final Supplement to the Environmental Impact Statement. We would
appreciate receipt of a copy at such time as it is filed with the Council
on Environmental Quality. If you have questions or if we can be of
further assistance, you may wish to contact Mr. Sam Little of my office
directly at 215-597-4388.

Sincerely,

icholas M. Ruha
Chief

EIS & Wetlands Review Section

Enclosure
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DEFINITION OF CODES FOR THE GENERAL NATURE
OF EPA C0t2-[EIiTS

ENVIROMgNTAL I>?ACT OF TIiE ACTION

LO—Lack of Objection

EPA has no objections to the proposed action as described in the draft icpact state
ment; or suggests only minor changes in the proposed action.

ER—Envircnnental Reservations

EPA has reservations concerning the environcental effects of certain aspects of

the proposed action. EPA believes that further study of suggested alternatives
or Eodificaticns is required and has asked the originating Federal agency to

reassess these aspects.

EU—Environnentally Unsatisfactory

EPA believes that the proposed action is unsatisfactory because of its potentially
harmful effect on the environment. Furthermore, the Agency believes that the
potential safeguards vhich might be utilized E:ay not adequately protect the
environcent froni hazards arising from this action. The Agency recor-=nds that

alternatives to the action be analyzed further (including the possibility of no

action at all)

.

ADEQUACY OF THE IrlPACT STATEZ-IENT

Category 1-—Adequate

The draft icpact statement adequately sets forth the environizental i-pact of the
proposed project or action as well as reasonable alternatives available to the
project or action.

Category 2—Insufficient Information .

•

EPA believes that the draft impact statement does not contain sufficient informa-
tion to assess fully the environmental impact of the proposed project or action.
However, from the information submitted, the Agency is able to make a preliminary
determination of the impact on the environment. EPA has requested that the origi-
nator provide the information that was not included in the draft statement.

Category 3—Inadequate

EPA believes that the draft impact statement does not adequately assess the environ
mental ir.pact of the proposed project or action, or that the statem.ent inadequately
analyzes reasonable available alternatives. The Agency has requested more infcrmat
and analysis concerning the potential environmental hazards and has asked that sub-
stantial revision be made to the impact statem.ent.

4H NEW





RESPONSE TO C0I4MENTS OF THE
U. S. ENVIRONMENTAL PROTECTION AGENCY
(keyed to pages and paragraphs of letter)

1. Issue -- Incorporation of Convenience Shopping Into
Terminal/Parking Facility (page IH, paragraph 3; Page
2H, paragraphs 4 and 5)

Commercial facilities are not planned for inclusion in
Metro station facilities due to zoning difficulties, fire
regulations and expense. Access to commercial areas con-
tiguous to Metro facilities has, however, been included
in Metro station design where specific businesses have
provided WMATA with the necessary funds and met the zoning
requirements. At present the Shady Grove Sector Plan
indicates that commercial facilities will be included in
the complex to be built near the Terminal and Station area.
If implemented, this Plan may reduce average daily trips
in the area and have some effect upon ambient CO concen-
trations in the Station area. A statement to this effect
is included in 7.8 Air Quality Impacts, (p 195)

2. Issue -- Landscaping Within Parking Lot Areas (page 2H,
paragraph 7)

'

Approximately 5% of the Station parking area will be land-
scaped to provide for the infiltration and filtering of
stormwater. Reference to this is included in 7.3 Ecologi-
cal Impacts. Final location and area to be comjnitted to
landscaping, however, will not be known until Final Design
of the Station has been completed, (pp 174-174c)

3. Issue Vegetative Uptake of Contaminants (page 2H, para-
graph 8)

The possible use of vegetation for the uptake of conta-
minants from the parking lots and maintenance areas of the
Terminal Station is discussed in 7.3 Ecological Impacts.
Additional use of vegetation has been investigated and not
found feasible at this time. Further research into the
vegetative recycling of contaminants is needed before
appropriate vegetative types and effectiveness can be
determined, (pp 174, 174a) These findings were confirmed
by Mr. Frank Condor.

4. Issue -- Surplus/Deficit of Excavated Materials (page 3H,
paragraph 9)

The disposal of spoil materials or extent of filling re-
quired by the Metro construction is described under
Impacts on Soil and Geological Materials in 7.3
Ecological Impacts as revised, (pp 161a, 161b)
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ADDENDUM

FINAL SUPPLEMENT NO. 1

FINAL ENVIRONMENTAL IMPACT STATEMENT

METRO A ROUTE
SHADY GROVE TO ROCKVILLE

MONTGOMERY COUNTY, MARYLAND

IT-23-9003

U.S. DEPARTMENT OF TRANSPORTATION

URBAN MASS TRANSPORTATION ADMINISTRATION

IN COOPERATION WITH THE

WASHINGTON METROPOLITAN AREA TRANSIT AUTHORITY

MARCH, 1977





1

metro

BETWEEN

WASHINGTON METROPOLITAN AREA TRANSIT AUTHORITY

AND

!

MONTGOMERY COUNTY, MARYLAND

MASTER AGREEMENT
NO. MA- 023
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COOPERATIVE AGREEMENT
BETWEEN

MONTGOMERY COUNTY
AND

THE WASHINGTON METROPOLITAN AREA TRANSIT AUTHORITY
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COOPERATIVE AGREEMENT
BETWEEN

MONTGOMERY COUNTY, MARYLAND
AND

THE WASHINGTON METROPOLITAN AREA TRANSIT AUTHORITY

This cooperative agreement, made and entered into this 15th day of

March 1972, by and between MONTGOMERY COUNTY, MARYLAND, acting

by and through its Chief Administrative Officer and the WASHINGTON

METROPOLITAN AREA TRANSIT AUTHORITY, acting by and through its General

Manager.

WITNESSETH:

WHEREAS, the Authority was created effective February 20, 1967, by

Interstate Compact by and between Maryland, Virginia, and the District of

Columbia, pursuant to Public Law 89-77^, approved November 6, 1966; and

WHEREAS, the Authority is an instrumentality of the District of
Columbia, the Commonwealth of Virginia and the State of Maryland; and

WHEREAS, the Authority's primary function is to plan, develop, finance
and provide for the operation of a rapid transit system serving the

Washington Metropolitan Area Transit Zone; and

WHEREAS, the Authority is authorized to locate, construct and maintain
any of its transit and related facilities in, upon, over, under or across
any streets, highways, freeways, bridges and any other vehicular facilities,
subject to the applicable laws governing such use of such facilities by
public agencies; and

WHEREAS, the Authority shall comply with all laws, ordinances and
regulations of the signatories and political subdivisions and agencies
thereof with respect to use of streets, highways, and all other vehicular
facilities, traffic control and regulation, zoning, signs and buildings;
and in the absence of such laws, the use of such facilities by the Authority
shall be subject to such reasonable conditions as the highway department
or other affected agency of a signatory party may require; and

WHEREAS, paragraph 68 of the Interstate Compact provides that any
highway or other public facility or any facilities of a public utility
company which will be dislocated by reason of a project deemed necessary
by the Authority to effectuate the authorized purposes of the Compact, shall
be relocated if such facilities are devoted to a public use, and the
reasonable cost of relocation, If substitute facilities are necessary, shall
be paid by the Authority from any of its monies; and
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WHEREAS, it is the intent of this agreement to establish herein the general

guidelines and working relationship details between the Authority and the County

pursuant to County laws and the enabling legislation previously mentioned in

order that the Authority's rapid transit facilities may be accommodated in the

Coun ty

.

NOW, THEREFORE, in consideration of the mutual covenants herein contained,

the parties agree as follows:

ARTICLE I
- DEFINITIONS

I. It is agreed that for the purpose of this agreement words and phrases

shall be defined as follows:

a. Autho r i ty shall mean the Washington Metropolitan Area Transit
Autho r i ty

.

b. County sha 1 1 mean Montgomery County, Maryland.

c. CAP shall mean the Chief Administrative Officer of the County.

d. Depa rtmen

t

sha 1 1 mean the Department of Public Works of Montgomery
County, Maryland.

e- Department of Environmental Protection shall mean the
Department of Environmental Protection of Monto^omerv County, Maryland

f. WSS

C

shall mean the Washington Suburban Sanitary Convnission.

g. Authority's Engineer or Inspe ctor shall mean the authorized
representative of the Authority with such power as may be delegated to him.

h. County's Engineeror Inspector shall mean the authorized
representatives of the respective Department with such power as may be

delegated to him.

i . Coun ty
'

s Fac II i t i es shall mean all structures, improvements,
services, and other properties under the jurisdiction of the County and shall
include, but be not limited to, surface markings, sidewalks, trees, landscaping,
police and fire alarm systems, street lighting and traffic signal systems, and
storm sewer systems including drainage structures.

j . WSSC Fac I 1 1 1 i es shall mean all structures forming a part of the
sanitary sewerage and the water systems and shall include, but be not limited
to, street fixtures such as manhole covers, fire hydrants, water valve boxes
and covers, water pipes, water valves, water meters, and sewer pipes.
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Pub ] i c Space shall mean the area between the private property

lines under the control and jurisdiction of the County and consisting of alleys,

roadways, medians, grass and utility strips, automobile parking areas or

any combination thereof. The term includes real property interests and

easements for streets, sidewalks, highways, public parking lots, public parks,

storm sewers, water mains, sanitary sewers, and other public purposes under

the control and jurisdiction of the County.

1. Authority's Contractor shall mean the individual, partnership,
or corporation that agrees to provide all labor, material services and perform
all work required under a contract with the Authority.

m- County's Contractor shall mean the individual, partnership,
or corporation that agrees to provide all labor, material services, and perform
all work required under a contract with the County.

n. Sect i on shall mean a physical portion of the Authority's rapid
transit system to be constructed under one or more construction contracts.

o. Sect i on Pes i gne r shall mean an individual engineering or
a rch i tectu ra 1 -eng i neer i ng firm selected by the Authority to prepare contract
plans, specifications and cost estimates for a section of the Authority's
rapid transit system.

P. General Engineering Consultant, (GEC ), shall mean an engineering
firm retained by the Authority to prepare engineering design criteria, general
plans, directive drawings, standard drawings and guide specifications for the
rapid transit system; to review the work of the various Section Designers; and
to coordinate the review of the Section Designer's plans by the public agencies
affected by the work.

q. General Architectural Consul tant, (GAC) , shall mean an
architectural firm retained by the Authority to prepare the architectural
conceptual design, general plans, directive drawings, standard drawings, and
to coordinate and review the architectural work during the final design phase.

f
. General Soils Consul tant, (GSC)_ , shall mean a firm retained by

the Authority to perform soils and geologic investigations for the rapid
transit system, and to review foundation and underpinning designs prepared
by the Section Designers or the Authority's Contractors.

s
. General Construction Consultants, (GCC)

,

shal 1

mean an engineering firm retained by the Authority to provide management
of construction and stage contracts, and technical inspection on the rapid
trans i t projects

.

t. Bet te rmen ts shall mean and include any upgrading of County's
facilities in terms of function, capacity, durability, or efficiency, made
for the benefit of and at the election of the County, not attributable to
the raoid transit construction as determined by mutual agreement between
the Authority and the County. Replacement in kind or to meet current desig-
criteria standards as defined in Article IV shall not be considered ro be a

betterment. Betterments include, but are not limited to the following
examp 1 es

:
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(1) An increase in the gutter-to-gutter width to increase the

number of lanes in the traveled way.

(2) An increase in the gutter-to-gutter width to provide for a

median, with no increase in the capacity of the traveled way.

(3) improvement in the landscaping of an area above existing

cond i t i ons .

(k) Increase in material thickness and/or quality above that of current

County construction standards. ^

(5) Increase in existing pipe size greater than the minimum size
specified in the current adopted County Design Criteria Standards for storm
sewer sizes.

ij. Author i za 1 1 on shall mean approval by the County for the

Authority to proceed with the construction of any phase of a Section, or

approval by the Authority for the County to proceed with the design and/or
construction of a related transit project.

v. Relocation and Its derivation shall mean the adjustment of
County's facilities required by the rapid transit system, such as removing
and reinstalling the facility Including necessary rights-of-way at a new
location; moving; rearranging; construction; reconstruction; or abandoning
the existing facilities; constructing either a permanent or temporary
replacement facility; or a substitute facility functionally equal to the
existing facility.

Pi 5 locate shall mean to displace, disrupt, disarrange, abandon,
or to put out of proper place.

X. Ma i n ta i n shall mean supporting complete in-place, protecting,
construction temporary replacement facility or continuing facility in service.

y. Salvage Value , shall mean either the amount which could be received
for County-owned material and property if sold; or, if desired by the County, the
amount mutually agreed to between the County and the Authority.

z.. Arterial Streets shall mean through streets as defined by the
adopted County Master Plan of Highways or Sectional Master Plans.

aa . Peak Traffic Hours shall mean the nornial workday hours, normally
five (5) hours per day, during which parking or standing is prohibited on the
designated streets.

bb. Non-peak Traffic Hours shall mean the daylight hours between the
morning and evening peak traffic hours, and weekend hours.

cc . Overnight Traffic Hours shall mean the hours during the night
between the evening peak traffic hours and the peak traffic hours the following
mo rn i ng .
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dd. Commercial and Office Streets shall mean those major highways,

arterial, business or industrial streets and primary streets within the

planning area boundaries of Silver Spring, Kens i ngton-Wheaton , North Bethesda-

Garrett Park and Bethesda-Chevy Chase as outlined in the respective Master Plans.

These streets shall be subject to special work restrictions in

that the orderly movement of pedestrian traffic shall be maintained during

business hours. Street space Interruptions shall be kept to a minimum during

peak traffic hours except by special permit.

ee. Central Business District shall mean all streets within the

CBO boundaries of Silver Spring, Kens I ngton-Wheaton , North Besthesda-Garrett
Park and Bethesda-Chevy Chase as defined in the respective Master Plans. These
streets shall be subject to special traffic and pedestrian circulation
restrictions (normally from November 22 to January 8) to be mutually agreed
to during the development of contractural plans and specifications.

ff. Pub 1 i c Setback shall mean the portion of the street between
the property side of the sidewalk and the building or property lines.

gg . S 1 dewal k Space shall mean the portion of a street between the
curb lines or the lateral lines of a roadway and the adjacent property lines
Intended for the use of pedestrians. 1 1.. encompasses the area normally
designated for grass and utility strips.

ARTICLE 11 - General

2. The County agrees to cooperate with the Authority in procuring,
consistent with the authorities and responsibilities of the County those
areas suitable for construction sites and for location of the Authority's
permanent and temporary facilities, and utilizing land under the ownership
of the County.

3. The Authority shall perform the relocation, modification or
construction of the County's facilities, in accordance with the plans
prepared by the Authority's Section Designers and approved by the County unless
It Is mutually agreed that the County shall perform the design and
construction as provided In ARTICLE XII - "Design and Construction by County
to accommodate the Authority'.'.

k. The County agrees and consents to the relocation, modification or
construction of the County's facilities by the Authority subject to the
restrictions hereinafter set forth, and further subject to the requirements
for notice and opportunity for objection as may be required by the Charter,
County Code and Maryland Constitution.

5- County's facilities, affected by transit construction, which are '^equired
to be kept In service and In place shall be maintained by the Authority.
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6. Replacement and rrxDd i f i cat i ons to the County's facilities necessitated

by the reason of the Authority's rapid transit project without betterment shall

be at the Authority's expense.

7. Replacement and modifications to the County's facilities which result

in betterments to the County's facilities shall be paid for by the County on the

basis of the additional costs arising from the betterments above the cost of

replacements in kind as determined by special bid items or by mutual agreement
betv;een the Authority and the County.

8. Any new facilities added by the Authority at the County's request

for the general improvement to the County's facilities and not as replacements

or modifications necessitated by the rapid transit project shall be at the

expense of the County. The costs of construction to be paid by the County

shall be determined by use of special bid items, and the cost of design shall

be determined by mutual agreement.

9. The Authority, in coordination with the County, shall make such

studies as may be required to determine the need for street and highway
i mp rovemient s in the Immediate vicinity of its stations.

a. Improvements to the County's streets made necessary by Increased
traffic at the Authority's rapid transit stations shall be designed and
constructed by the County at the County's expense.

b. Provision of minimum roadway facilities in the nature of drive-
ways necessary solely to gain access to transit facility sites from the

nearest or most appropriate existing or programmed public street or highway,
as determined by the Authority, shall be planned, constructed and financed
by the Authority.

10. It is agreed that one set of complete specifications is desirable
for all work on the rapid transit system projects. To accomplish this task,
the County agrees to work with the Authority in modifying the Authority's
guide specifications, as necessary to Incorporate the County's requirements
concerning work Involved on County's facilities which work Is to be performed
by the Authority's contractor.

11. The Section Designer in coordination with the County shall prepare
a plan showing how the traffic will be handled on roads which are disrupted
during the construction of the rapid transit system. The plan will show the
construction phases, roads to be closed, detour routes and signs, and other
pertinent Information needed for the review and approval by the Authority
and County. These plans shall be submitted by the Authority's General
Engineering Consultant to the Department for approval at the normal 65%
review stage.

12. The Department of Public vyorks has been designated as the County
Coordinating Agency to receive and to distribute the Authority's Plans and
Scec i f icac ions of the Rapid Transit System to the appropriate County Departments
at 30/. 65': and 1

00"< stages. It shall thereafter be the resDons i ^
i 1 I ty of the

Autnonty's consultants to obtain che necessary permits or aporovals from the
various County Deoartments.
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13. The Authority shall furnish the County a strip-map of the transit

routes in Montgomery County, and shall delineate on said map such land areas

where it feels that proposed developments could affect future transit construction.
The County shall endeavor to inform the Authority of proposed developments in

the area designated on the strip-map, such as building permits, site plans,

development and improvement plans, and rezonings. The County shall furnish,

upon request, to the Authority copies of such building permits and plans;

however, the County shall not be liable for failure to provide complete

information or be responsible for error in such data.

ARTICLE III - DESIGN AND PLAN APPROVAL

]k. The design of replacements and modifications to the County's
facilities for the Authority's project shall be included in the overall

design of the rapid transit project.

15. Coordination of designing and development of the final plans and

specifications shall be accomplished by the Authority's Section Designer
conferring from time to time with the respective County's point of contact
to insure that the plans conform to the County's current standards. County
representatives shall endeavor to furnish the Section Designer an approval or

comments on any proposed design within ten (10) working days, after submission
the reof

.

16. The General Engineering Consultant shall transmit three (3) sets
of plans and specifications to the Department of Public Works as stated in paragraph
#12 for review and comments at various review stages 30^, 65^, and 100%. The Department
shall endeavor to return two {Z) sets of each submission to the General Engineering
Consultant with the County's comments within fifteen (15) working days. The
County at the 6S% review stage shall give the Authority preliminary written
approval of the plans and specifications and shall give final written
approval of the plans and specifications at the 1001 review stage. One set
of full size approved construction plans shall be submitted to the Department
for its record and use prior to bidding.

17- The County's written approval of the plans and specifications shall
constitute a general construction permit to the Authority to permit the
construction of that section of the rapid transit system complete, with
related facilities, and modifications to certain County's facilities in conformity
with approved plans and specifications.

18. The Authority shall assume full responsibility and cost of obtaining
any needed modification to the State Fire Safety Regulations necessary to permit
the construction of subway stations.

19. The County's expenses of review, coordination and approval of the
Authority's plans by the County shall be at the County's expense.
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ARTICLE IV - DESIGN REQUIREMENTS AND CRITERIA

20. Relocation, modification and construction of Coun tyi- fac i 1 i t i es

shall conform to the design requirements of the respective County Department and
shall be in accordance with the latest edition of the following:

a. The Authority's Guide Specifications as approved by the

County Oeoartments.

b. Latest edition of Design Criteria for Maryland State Highway

Admi n i s t ra t i on

.

c. Construction standards and specifications for materials,
highways, bridges, and incidental structures, Maryland State Highway
Administration latest edition .

d. County standards and specifications.

e. Washington Suburban Sanitary Commission current adopted
Sanitary Sewer and Water Main Specifications and Standards.

f. The American Association of State Highway Officials Design
Spec i f i ca t i ons

.

g. The American Society for Testing and Material Standards.

h. The Illuminating Engineering Society Manual.

i. Montgomery County Soil Conservation District Standards for Soil

Erosion and Sediment Control.

21. In addition to the design standards above, the Authority shall

locate ventilation grating openings to cause the least effect on existing
features of landscaping, improvements and the environment. They shall be

located preferably In raised median strips, the public setback or in other
public land. Placement of ventilation gratings In sidewalks shall be

avoided, If practicable. Where location In other areas Is impracticable,
ventilation grate openings will be authorized at approved locations
immediately behind the street curbs, provided the width does not exceed
forty percent of the sidewalk width. Where possible, gratings will be
located outside of the far tangent points at street intersections or
crosswalk area. Openings, such as mechanical access openings, will be
permitted in sidewalks. A checker metal plate Is permissible. All vent
and fan shaft openings affecting the County's facilities shall be submitted
fo'' County approval.

22. The standard details pertaining to the relocation, modification and
construction of County* fac I 1 1 1 1 es shall be shown on the latest revision of
the Authority's Standard Utility Drawings for County's facilities. The drawinqs
shall be incorporated in all sets of contract drawings involving the
relocation, modification and construction of County's facilities.
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ARTICLE V - MAI NTENANCE OF TRAFFIC

23. The Authority's construction on arterial, commercial and office

streets except in tunnel and under decking or on portions of roadways closed

by permit, shall be conducted during peak traffic hours In such a manner so

as to allow orderly movement of pedestrian and vehicular traffic. Trucking

of excavated material, supplies and equipment shall be limited to streets as

designated by the County and State. The Authority and the County agree
that they shall jointly approve a plan which shall govern the operations of

the Authority's Contractor. The plan shall consider the contractural
obligations of the Authority and the economic impact on the business
establishments. Any exception to the restriction requested by the Authority
which cannot be mutually resolved will be referred to the Chief Administrative
Officer for resolution.

2k. Access to business establishments : In the operations of the

Authority's Contracto.r, special consideration shall be given to the necessity
of providing access at all times to business establishments for pedestrians,
deliveries and fire-fighting equipment.

25- Street Closings : The Authority shall request permission from the

County for partial or complete temoorary closinqs to vehicular traffic
of streets in accordance with Article II (11) in the construction areas
during the construction period, and providing adequate detour routes over
adjacent streets, subject to the following limitations:

a. Signs, Pavement Markings and Barricades shall be Installed
and maintained by the Authority's Contractor in accordance with (1) the
"Detour Plans" prepared by the Section Designer, (2) County construction
specifications, and (3) National and State Manual on Uniform Traffic
Control Devices.

b. In advance of any partial or complete temporary closing of any
street, the Authority's Engineer shall submit to the County for approval
three (3) copies of his detailed plan showing the size, location and legends
of signs, markings, and barricades which he proposes to install. The plan
shall be submitted In sufficient time to permit approval at least two weeks
in advance of the proposed closure.

c. The Authority shall give such notice as required by the
County of the necessity to close a street as set forth in paragraph b.,
and shall notify the Fire and Police Departments of the street closing.

d. The Authority's Contractor shall notify the County
th ree (3) working days in advance of implementation of the approved plan
to allow verification by the County that all necessary detours, signs,
pavement markings and other protective measures have been provided by the
Authority's Contractor, and in order that the County may approve all
said measures, which approval shall not be unreasonably withheld.

277 NEW



e. Partial dosing of arterial cross streets sliall be permitted
during non-peak traffic hours and overnight traffic hours. When feasible,

the County shall grant permission to partial closing arterial cross

streets to traffic from 8:00 p.m. Saturday to 5^00 a.m. Monday.

f. Permanent closing of any streets shall be in accordance with
the provisions of Montgomery County Code, Section 2k-h3 thru 55, as amended.

26. Bus Routing : The Authority shall be responsible for notifying
WMATC and the County where the rerouting of bus traffic is necessitated

by construction of the rapid transit system.

27. Access ramps, pits and storage areas shall be located on side
streets whenever possible. Access ramps shall generally be located in the
center of the roadway, except on one way streets. Trucks entering or leaving
the work area via access ramps shall be operated In such a manner to minimize
interference with the flow of traffic in the traveled roadway.

28. To assist the Authority In the development of construction staging
plans, the County upon request from the Authority's GEC, shall furnish the
fol lowi ng I nformat ion for each section of the rapid transit system:

fol

a. The
lowing periods,

traffic requirements in

with the time duration
lanes "X" feet wide during the
of each period:

(1) Peak traffic hours des I rab 1

e

(2) Peak traffic hours minimum

(3) Non-peak traffic hours des I rab 1

e

Non-peak traffic hours minimum

(5) Overnight traffic hours absolute minimum

the

b. Streets which may be closed
duration of the closing.

completely during construction

c. Parking restrictions which will be imposed during the construction
period.

d. Suggested location of access ramps within the area of the street.

ARTICLE VI - LANDSCAPING

29- Trees and lanscaped areas under the control of the County shall be
preserved whenever practicable. Trees in the construction area and which are
to remain shall be protected in accordance with the Coun tyis requ I rements and
standards. Trees which must be removed shall be replaced with trees of a
species in like kind unless otherwise designated by the County. Replacement
trees shall have a minimum of two and one-half (2 1/2) Inch caliper and be
guaranteed for a period of one year. Landscaped areas shall be restored- to
the original condition to the extent practicable. The County reserves the
right to dig and transplant trees and shrubs scheduled to be removed.
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ARTICLE VII - SURFACE AND STRE ET RESTORATION

30. All pavement restoration in public streets shall be in strict

conformance with the current specifications and practices of the County
and shall be inspected by the Authority.

31. Restoration shall be accomplished by the Authority's Contractor

at Author i tyi-expense on the basis of a replacement in kind or to meet

current standards of the County. Betterments related to surface and

street restoration requested by the County and approved by the

Authority shall be designated by the Authority's Section Designer and

constructed by the Authority's Contractor. The design and construction
costs related to the betterment shall be at the County's expense. The

Authority's obligation shall be limited to the replacement cost alone.

ARTICLE VIM - STREET LI GHTING SYSTEH AND
TRAFFI C S I GNAL SYSTEM

32. The County's lighting system is normally served by cables and

ducts owned by the Potomac Electric Power Company except that some are
owned by the County and served by private cable and ducts. The County's
traffic signal system is normally served by the Potomac Electric Power
Company to the County's cable and conduit within the intersection,
except for detectors and interconnect cables. The Authority's plans
shall, where practicable, indicate that the Authority's Contractor
shall maintain the ducts and cables complete in place.

33- In those instances where the construction of the Authority's
rapid transit system requires a temporary or permanent relocation of
portions of the County's street lighting system and traffic signal system,
the County shall order the work for installing ducts", cables, and
making connections in coordination with the schedule of operations of
the Authority's Contractor, except that in decked areas, temporary poles,
lights and ducts shall be furnished, erected and removed by the Authority's
Contractor. Temporary work shall be coordinated by the Authority's
Engineer with the County. Relocations required shall be requested by
letter.

. Cost of work performed by the County in such relocations
shall be at the Authority's expense on a reimbursement basis. Separate
cost records shall be maintained by the County for each project. Work
performed by the Potomac Electric Power Company for the County in such
relocations shall be at the Authority's expense on a reimbursable basis.
Billings for this work shall be direct from the Potomac Electric Power
Company to the Authority and shall be accompanied by a letter from the
County approving the work performed.

ARTICLE IX - PARKING METERS

35. The County shall remove and reinstall parking meters in
coordination with the schedule of operations of the Authority's Contractor,
as reviewed and approved by the County. The Authority's Contractor shall
remove the posts for the parking meters and the County shall store ind
re i ns ta 1 1 the pos ts .
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36. Work performed by the County in the removal and reinstallation
of parking meters shall be at the Authority's expense on a reimbursable basis.

Separate cost records shall be maintained by the County for each project.

ARTICLE X - PROJECTIONS IN PUBLIC SPACE

37- The Authority's plans shall indicate those vaults, signs, display
windows, footings, foundations, trees, and other projections In public space
which must be removed to accommodate the construction of the Authority's
rapid transit system. The projection Into public space affected by the

construction shall be identified as early as possible in the design phase
by the Authority's Section Designers.

38. Upon a determination by the Authority that any projection into

public space must be rennoved, the Authority shall notify the County
which after verifying the projection relative to the County's records,
will initiate action for abandonment and removal of the projection in

accordance with the procedures established and agreed upon by the Authority
and the Coun ty

.

ARTICLE XI - IN S PECTION AND APPROVA L OF
CONSTRUCTION

39. The Authority and the County agree that a duplication of effort
In the Inspection of construction of the Authority's rapid transit system
sha 1 1 be a vo i ded

.

kO , Work performed by the Authority's Contractor shall be inspected
by the Authority. If the Authority requests the County to provide
personnel to augment the Authority's Inspection forces and the County agrees;
and if such inspection services are performed by the County, this will be

on a reimbursable basis. Contacts of the County's inspectors with the
Authority's Contractors shall be through the Authority's Engineer.

k] . The Authority's Engineer shall inspect the installation,
maintenance and removal of sheeting and shoring. The sheeting and shoring
shall be removed to a point measured vertically from the finished surface
elevation 6 feet within blocks and 8 feet through street Intersections
unless otherwise noted on the plans or in the specifications.

^2. The Authority's Engineer shall inspect the Coun tyi fac I 1 1 1 i es to
Insure that the work has been installed in compliance with the County's
standards and in accordance with the plans and specifications approved by
the County. The Authority shall certify in writing to the County that
the facilities have been constructed In accordance with the County's
standards

.
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^3- The DeDartment of Envirojuaental Protection and other County agencies
as their responsibilities are involved, mav from time to time inspect the
construction to determine compliance with laws and ordinances of the County
or the State. The Authority agrees to require that its contractors comply
with all laws and ordinances that are applicable.

ARTICLE XII - DESIGN AND CONST RUCTION BY COUNTY

TO ACCOMMODATE AUTHORITY

kk. The Authority and the County, subject to available appropriation,

may agree that the County shall design and construct certain structures

related to the Authority's system or that the adjustment of the County's

facilities is a direct result of the accommodation of the Authority's system.

In such event, the approval of such projects shall be as follows:

a. A supplemental agreement covering details of financial and

const -"uct ion arrangements shall be executed for each project prior to start

of design work. The agreement shall include provisions for progress payments
to be made, the amount and degree of inspection services to be provided, monthly
construction progress reports to be furnished, and provide for allocation of

costs based on final contract cost.

b. Upon completion of preliminary design by the County, the County

shall provide the Authority with a preliminary cost estimate of the facilities
' to be paid by the Authority, together with three (3) sets of the preliminary

plans and specifications.

c. Upon approval of the preliminary plans and cost estimate by

the Authority, the County shall complete the design. The County upon the

Authority's approval of final design and cost estimate shall advertise the

project for bids. The County shall then inform the Authority of the Authority's
share of the cost based upon the low bidder's unit prices, and shall furnish
the Authority with three (3) copies of the abstract of bids, together with
three (3) sets of the final plans and specifications. The Authority shall have
the right to review the bids, and reject or approve the lowest responsible
bid in consultation with the County.

d. After review and approval of the budget estimate by the Authority,
funds of the Authority shall be obligated. The County shall thereafter obtain
the Authority's approval for modifications to the contract which will affect
the Authority's portion of the project and shall inform the Authority promptly
when the Department is aware that the budget estimate is likely to be exceeded.
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ARTICLE XIII - DESIGN AND CONSTRUCTION BY AUTHORITY TO

ACCOMMODATE COUNTY

kS- The County projects, or portions thereof, which have been authorized and

for which the preliminary engineering has been completed may, by mutual agreement,

be constructed by the Authority. In such event, the County shall initiate a request

to the Authority for the incorporation of specific parts of the project into a

future Authority final design contract. The County and the Authority shall agree
in advance as to the allocable costs to each. Generally, design costs shall be

reimbursed on the basis of actual costs, and construction costs shall be allocated
on the basis of unit bid prices of the accepted bidder. Final allocation of costs
shall be determined by the final quantities installed under the contract.

kS . After the Authority has started final design of a rapid transit project,
and the County determines through a review of the Authority's plans that economies
in design and construction may be realized by the integration of a County project,
or portion of such project, into the Authority's project, the County shall inform
the Authority. Thereafter the following procedure shall be followed:

a. A supplemental agreement covering details of financial and construction
arrangements shall be executed for each project prior to start of design work.

The agreement shall include provisions for progress payments to be made, the
amount and degree of inspection services to be provided, monthly construction
progress reports to be furnished, and the allocation of costs based on final
contract cost.

b. After review and approval of the proposal by the Authority, the
Authority shall negotiate a modification to the existing final design contract
to incorporate the design of facilities requested by the County. The County shall
be obligated to reimburse the Authority for the increase in design costs.

c. Upon completion of preliminary design by the Authority, the
Authority shall provide the County with preliminary cost estimates of the facilities
to be paid for by the County, together with three (3) sets of the preliminary
plans and specifications.

d. Upon approval of the preliminary plans and cost estimates by the
County, the Authority shall complete the design. The Authority upon the County's
approval of final design and cost estimates shall advertise the project for bids.
The Authority shall then inform the County of the County's share of the cost based
upon the accepted low bidder's unit prices, and shall furnish the County with three
(3) copies of the abstract of bids, together with three (3) sets of the final plans
and specifications. The County shall have the right to review the bids, and make
recommendations In consultation with the Authority on rejecting or approving the
lowest responsible bid.

e. After review and approval of the budget estimate by the County, funds
of the County shall be obligated. The Authority shall thereafter obtain the County's
approval for modifications to the contract which will affect the County's portion
of the project, and shall Inform the County promptly when the Authority Is aware
that the budget estimate is likely to be exceeded.

f. The Supplemental agreement between the Authority and the County
on each project shall include provisions for progress payments by the County
to the Authority for review of the amount and degree of inspection services on the
project, for monthly construction progress reports to be furnished to the
County oy the Authority, and provisions relating to a final allocation of costs
based on final contract cost.
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kj . In the event any publicly owned utility facilities must be relocated

or rearranged to accommodate a street improvement desired by the County and

is included in an Authority administered construction contract at the County's

request but which Is not necessitated by the Authority's rapid transit system
construction, It is understood and agreed that such relocation will be

accomplished at no expense to the Authority and that the County will issue

all necessary notices to relocate or remove such facilities and pay all costs

connected therewith that the affected utility is not legally obligated to

assume.

ARTICLE X IV - FI NAL INSPE CTION AND ACCEPTANCE

48. In order to insure the prompt transfer of responsibility for

maintenance of County's facilities as soon as the work has been completed, the

Authority shall inform the respective County Department in writing that the facility
has been completed, and that the facility Is ready for final Inspection and

acceptance. In the event mechanical equipment Is Involved such as for a

pumping station, operation manuals and maintenance data shall be forwarded
with the reques ts

.

49. The final inspection shall be attended by representatives of the
Authority, the County, and the Authority's Contractor. If deficiencies
are found, the Authority shall direct the required corrective work. After
all deficiencies are corrected and the new facility is acceptable to the
County, the County shall forward a letter of acceptance to the Authority.
If keys to a facility are involved, they shall be forwarded to the County
immediately after receipt of the letter of acceptance.

50. The Authority shall furnish the County one (1) set of reproducible
"as-built" plans showing all County facilities constructed, relocated or
modified resulting from construction of the rapid transit system.

ARTICLE XV - LAND ACQUISITION AND RIGHT OF
WAY PLATS

51. The Authority will submit right of way plats to the County for
their review and comments. Acceptable plats will be held by the County in

a binder of a type specified by the County and furnished by the Authority
until such time as the instrument of conveyance is submitted. Both the
plat and the Instrument of conveyance shall then be recorded. Recordation
plats may be drawn to any legible scale; however, they shall conform to the
County's requirements concerning size of plat, and to the information contained
thereon. The Authority shall furnish the County with one reproducible copy of
each plat as recorded.

52. The Authority shall assume full obligation of costs and responsibility
in acquiring any County owned property. The Authority will pay to the County
the fair market value, hereafter called "FMV", as such value is defined by
Article 33A, Annotated Code of Maryland (1957 Ed., as amended) for any County
owned land or for any interest in land. This FMV shall be determined by
mutual agreement of the County and the Authority based on respective staff
appraisals. If agreement on the value of the property is not reached within
1 ^4 days after exchange of staff appraisal estimates, such value shall be
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determined by an independent valuation of the property made by an appraiser

acceptable to both the County and the Authority, the cost of which shall be

shared equally. Such valuation shall be made in accordance with terms and

conditions agreeable to the County and the Authority and shall be binding on

both parties. '
-

The County will endeavor to grant to the Authority a right of way entry

permit to any land or to any interest in real property owned by the County,

when it has been mutually agreed by the Authority and the County tnat the

subject land is required for rapid transit facilities. All grants hereunder

shall be subject to the provisions, including notice and advertising require-

ments of Section 5 (B) , Article 25A, Annotated Code of Maryland (1957 Ed.).

The County and Authority agree that the right of the Authority to proceed with

construction at the earliest time is for the benefit of both the Authority and
the County; and whenever possible, the County will agree to such prior
entry provisions, by written agreement, while negotiations are still pending

on final determination of FMV.

Whenever permanent subsurface or temporary surface easements orother use of

County's land or public rights of way are agreed to as necessary for rapid

transit facilities, the County will grant such easements or use without cost.

53. The Authority agrees to restore the land and/or public rights of way

disturbed by the construction of the rapid transit system. This restoration will

be to its original condition; or, if desired by the County, to another configuration

the cost of which will be paid by the Authority not to exceed the cost that

vyould have been incurred to restore the prooerty to its original condition.

ARTICLE XVI - DISPOSITION OF SALVAGED MATERIALS

5^. Materials salvaged by the operations of the Authority's Contractors
such as, but not limited to catch basin and manhole tops, steps, and frames;
storm sewer pipe; parking mreters and posts; and street light standards and
traffic signals, controls and related equipment shall be used within the
contract limits if approved by the County's Engineer. Material which has
to be removed during construction, not reused and desired by the County shall
be delivered to the County. The County shall credit the Authority for the
salvaged value of the mate^r'a] delivered to them as stated in Article I,

paragraph 1, subparagrapr. y. Material that Is not reusuable and not claimed
by the County shall becomie -che property of the Authority's Contractor, and
shall be removed promptly by him, unless otherwise noted on plans.

ARTICLE XVII - AS-BUILT DPuAWINGS

55- The Authority Engineer shall maintain a set of "as-built" drawings
which shall be available for review by the County during the progress of
the work.
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56. Upon completion of the work under an Authority contract, the

Authority shall furnish the County with "as-built" plans showing all facilities

i nsta 1 1 ed

.

ARTICLE XVIII - REIMBURSEMENTS

57. The Authority shall reimburse the County for the following types

of services provided by the County.

a. Construction performed and/or materials supplied by the

County resulting from a relocation of any of the County's facilities.

b. Construction performed by the County resulting from a relocation
of the County's Street Lighting and Traffic Signal System.

c. Construction performed by the County in the removal and

reinstallation of parking meters to accommodate the Authority's construction.

d. Design and construction performed by the County under the

provisions of ARTICLE XII.

e. Inspection services, If requested by the Authority and agreed
to by the County.

58. Upon approval of the Authority's plans as provided in ARTICLE III,

the County shall, within 25 days after such approval, provide the Authority
with a budget estimate of the costs to be reimbursed to the County.

59. The Authority shall have the right to audit the County's records at

such times and places as mutually agreed to, to include books, records,
documents, papers, and other suoportlng data involving those transactions, In

which theCounty performs construction and other services for the Authority.

60. The County shall have the right to audit the Authority's records
at such times and places as mutually agreed to, to Include books, records,
documents, papers and other supporting data involving those transactions In

which the Authority performs construction and other services for the County.

61. The Authority and the County agree that they shall jointly establish
administrative procedures and guidelines which will expedite the review,
approval, and payment of reimbursement invoices by the Authority and the County;
and which procedures and guidelines shall adequately protect the financial interests
of both parties. The Authority's Office of Comptroller shall be responsible to
coordinate the above procedures with the County.

ARTICLE XIX - CONSTRUCTION PERMITS

62. The written notice of approval of final clans and specifications
as stated in ARTICLE ill - paragraph 17 shall constitute approval from the
County to the Authority to permit the construction of The Rapid Transit System
complete, including related facilities in Montgomery County and modification
to certain County's facilities, in conformity with the approved plans and
specifications for that section of the system.
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63. The Authority's Contractor, as soon as practicable after award

of the contract and after approval by the Authority's Contracting Officer,

shall submit his construction time schedule to the County.

6^. The Authority's Contractor shall coordinate his work completely
with each County Department affected by his activity.

65. The County shall make no charge for construction permits since
the Authority is paying for the cost of inspection and "as-built" plans.

ARTICLE XX - POINTS OF CONTACT

66. Until further notice, the following personnel are designated
as points of contact:

For the Author i ty

Ass i stent Di rector
Office of Engineering 48^-2695 •

Civil Engineer
Office of Engineering 484-2752

Director of Construction 484-2664

Director of Real Estate 484-2676

Office of Comptroller 484-2654

For General Engineering Consultant

(Deleuw, Cather & Company)

Chief Construction Engineer 554-9330

Chief Utilities Engineer 554-9330

For General Construction Consultants

(Bechtel Associates Inc.)

Construction S Inspection 484-6410
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67. Until further notice, the following personnel are designated as

points of contact:

For the County

Department of Public Works

1. Plan Review at all stages

nirp.ctnr 279-1000

2. Road & Bridge Design/Construction

Chief of Bureau Engineering 279"IOOO

3. Street Lighting & Traffic Sytem Control
Chief of Bureau Traffic Engineering 279"1000

k. Parking Facilities S Parking Meters
Chief of Bureau Parking 279-1000

5, Subdivision Permits and Right of Way Acquisition

Chief of Bureau Staff Services 279-1000

Department of Environmental Protection '

Sediment/Erosion Control

Chief, Division of Environmental Health Services 279"1000

Department of Environmental Protection
Building and Electrical Inspection/Permits

Director 279-1000

County Attorney

Legal Determination/Land Acquisition

Deputy County Attorney 279-1000

68. The parties agree that the article and paragraph headings are solely
for convenience of reference and shall neither constitute a part of this agreement
nor have any legal effect whatsoever.

69. In witness whereof, the parties have executed this agreement as of
this date entered on the first page.
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ATTEST: APPROVED;

Secretary
Washington Metropolitan Area

Transit Authority

Manager
Washington Metropolitan Area

Trans i t Author i ty

DATE

WITNESS: APPROVED;

t< Jt

Administrative Officer
Montgomery County, Maryland

DATE r, ^'di-cL K^^:^
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The Master Agreement between WMATA and Maryland DOT is
very similar in its provisions to the Master Agreement
between WT-IATA and Montgomery County, Maryland which is
included in the Addendum of this Report in its entirety.
Relevant sections of the specific Master Agreements have
been used in response to agency comments. For the com-
plete text of the Master Agreement betV'/een WJ-IATA and
Maryland DOT contact

WMATA Office of Engineering
Room 4F05
600 Fifth Street, N. W.
Washington, D. C. 20001
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VMSHINGTON METROPOLITAN AREA TRANSIT AUTHORIT/

600 Fifth Street, N W., Washington, D C 20001

(202) 637-1234

MINUTES

425th Meeting of Board of Directors
March 6, 1975

The meeting was called to order at 9:33 A.M,

Directors

Mr. Joseph Alexander
Mr. Sterling Tucker
Mr. Francis W. White
Mr. Everard Munsey
Mr. CJeatus E. Barnett

Staff
Mr. Jackson Graham
Mr. Warren Quenstedt
Mr. Schuyler Lowe
Mr. Delmer Ison

Mr. John R. Kennedy
Mr . Roy T. Dodge
Mr. Ralph L. Wood
Mr. WI 1 1 iam Herman
Mr. William Alldredge
Mr. Donald O'Hearn
Mr. Sprague Thresher
Mr. Nicholas Roll

Mr. John A. Robertie
Mr. Stanley Underwood
Mr. Ed Jasnow
Mr. Herbert Leonard
Mr. Albert Roohr
Mr. Fairfax McCandlish
Mr. Gerald Gough
Mr. Gil Cave
Mr. Paul Will is

Mr. Johan Sikkar
Mr. J. E. Bovvman

Mr, Howard Lyon

Mrs. Pat Sestito
Mr. Michael Bresnahan

Mr. Robert Winick
Mr. Edward Daniel
Mr. Wayne McDaniel
Mr. George Howie
Mr. Shiva Pant
Mr. Frank Kent
Ms. Judith Valentine

Ms . Dee Al 1 I son

Ms. Gloria Fischer
Mr. WI 11 iam Cu 1 1 en

Othe rs
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Present were:

Alternate Directors

Mr. Rufus Phil 1 ips

Mr. Carlton R. Sickles
Mr. Charles E. Seatley,

Mr. George Keyes
Mr. Russell Rushton
Mr. Al len Long
Mr. Joseph Muldoon
Ms. Kathy Truschke
Mr. Emanuel Mevorah
Mr. John Griffin
Mr. Alvin WI 1 1 iamson

Mr. Charles Dowdy
Mrs. Marilyn McGInty
Mr. Paul Hyatt
Mr . La rry Hef 1 i n

Mr. Angus MacLean
Mr. John Warrington
Mr. Thomas Trimmer
Mr. Mathew Piatt
Mr. Vernon Garrett
Mr. Godfrey Butler
Mr. Robert Sloan
Mr. Robert Barringer
Mr. G. Richard Ravll le

Mr. Cody Pfanstiehl
Mr . WI 1 1 Iam Bo leyn

Mr. Richard Lawson
Mrs. Chris Simerman

Mr. Anthony Rachal
Mr . Jack Meyer
Ms. Mar lee inmcinn

Mr. David Erlon
Mr. Jerome Alper
Mr. Robert Hendricks
Mr. Henry Hulme

Mr. Dou'glas Schneider
Mr. Thanas Crosby
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RESOLUTION "

Of
EOARDCF DIRECTORS

OF
WAS HINGTON N E T R OP OL IT A N A R E A TRANS IT A UT HORITY

WHE REAS, the Adopted RegionalSystemofthe Wa s h in g to n

Me tro p o lita n A re a T ra n s it A u th o rity p ro v id e s fo r a lig n me n t o f th e

rail line from the vicinity of Tuckerman Lane to the Oity of Rockville and

provides for rail transit stations to be located on the Rockville Route in the

vicinity of Nicholson Lane, Halpine Road, and Park Road in the City of Rockville,

and a proposed storage and inspection yard to be located in the City of Rockville

beyond the Rockville Station; and

WHEREAS, the Adopted Regional System was modified in 1970 at the request

of Montgomery County to move the Twinbrook Station from north of Halpine Road

to a location south of Halpine Road, designation as ARS-Modified; and

V/HEREAS, WMATA was directed by the Montgomery County Council on
November 20, 1973 to proceed with the preparation of General Plans for a terminal

station and storage and inspection yard in the City of Rockville, and alternatively

for an extension of the Metro Route and the relocation of the terminal station

and storage and inspection yard to the vicinity of Shady Grove Road; and

WHEREAS, on February 26, 1974, WMATA was requested by the Montgomery
County Council to prepare preliminary plans for alternative rail transit station

sites in the vicinity of Nicholson Lane and in the vicinity of Twinbrook Parkway;

and

WHEREAS, on December 9 , 1974, WMATA held a public hearing on the

Environmental Impact Statement prepared for that segment of the Rockville Route

north of the Grosvenor Station to the terminal location in the City of Rockville,

including a consideration of alternative locations of the Twinbrook Station or its

elimination from the system; and

WHEREAS, on December 10, 1974, WMATA held a public hearing on the

Environmental Impact Statement prepared for the proposed extension of the Rock-
ville Route from the City of Rockville to the vicinity of Shady Grove Road; and

WHEREAS, on February 11, 1975, the WMiATA staff report was distributed

to the Montgomery County Council and Montgomery County Executive; and

WHEREAS, on February 25, 1975 , the Montgomery County Council adopted
Resolution 8-130 recommending the ARS alignment from the Grosvenor Station to

the Rockville Station; the location of the Nicholson Lane, Twinbrook and Rock-
ville Stations; and the extension or the system to the vicinity of Shady Grove
Road, including the relocation of tie storage and inspection yard from the City
of Rockville,
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NOV' , THEREFORE, BE IT RESOLVED by the Board of Directors of the

Washington Metropolitan Area Transit Authority:

1. That the Nicholson Lane Station be located north of planned IV arinelli

Road and its western extension and designed v;ith surface facilities on

both sides of RockviUe Pike at system cost; and

a. That an underground passageway and second entrance con-

necting the facilities shall be provided at the expense of

Montgomery County at a cost not to exceed $2.3 million; and

b. That 500 parking spaces be provided on each side of RockviUe
Pike but that the General Plan shall show land acquisition sufficient

to accommodate a future expansion to 1000 parking spaces on each

side of RockviUe Pike; and

c. That cost estimates be prepared for the future expansion of the

parking facilities from a total of 1000 to a total of 2000 parking

spaces

.

2. That the Twinbrook Station be located at the ARS-Modified site south

of Halpine Road;

a. That an alternative design for the east side be prepared in pre-

liminary form for the General Plan public hearing that will relocate

the parking, bus, and kiss-n-ride facilities so as to buffer the

Twinbrook community, and as part of this design, a connection
be provided to Ardennes Avenue which would be closed to vehicular

traffic south of Halpine Road; and

b. That an adjustment of the amount of parking be accomplished
between the west side and east side so as to eliminate the need
to relocate Chapman Avenue; and

c. That an alternative design for the west side be prepared in

preliminary form for the General Plan public hearing that would provide

bus facilities other than a curb-drop design.

3. That the RockviUe Station be located immediately south of Park Road
with off-street station facilities located on both sides of the B&O/C&O
Railroad; and

a. That surface parking for 500 cars be provided but that an estimate

for a 1000 car parking structure be prepared for comment at the

General Plan public hearing; and
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b. That the station design provide for an interface between the

Metrorail and commuter rail services; and

c. That the staff of WMATA is hereby directed to cooperate with

the City of Rockville Historic District Commission regarding the

preservation and relocation of the existing Rockville Railroad

Station; and

d. That the staff of WMATA is directed to accelerate its land

acquisition and parking facilities construction on the east side of

the Railroad so as to maintain uninterrupted commuter rail station

operation by relocating such operations prior to Metro construction

on the west side; and

4. That the ARS alignment from the Grosvenor Station to the Rockville

Station be approved.

5 . That the extension of the Metro Route A from the City of Rockville

to the Shady Grove Road vicinity, including the relocation of the storage

and:tiispection yard from the City of Rockville to the Shady Grove Road
vicinity is hereby approved; and

a. That the estimated costs of said extension shall include the

replacement of lost access created by the closing of Frederick Road
and Westmore Road; and

b. That the estimated costs of the Shady Grove extension be funded

by the timely Federal approval of the State of Maryland/Montgomery
County request for an Interstate Highway Fund transfer; and

6. That the Chairman is hereby authorized to execute the Memorandum
of Understanding on the substitution of the Shady Grove extension as a

Public Mass Transit Substitute Project within Montgomery County; and

7 . That the Authority prepare the formal UMTA grant application for

the substitute project as outlined in the Memorandum; and

8. That the dates of April 28 and April 29 are set for the General
Plans Public hearing on the Nicholson and Twinbrook Stations and
related alignment and on the Rockville and Shady Grove Stations and
related alignment and storage and inspection yard; and

BE IT F.URTHER RESOLVED that the Board of Directors finds that the proper

and timely performance of its functions requires that this resolution be, and
it is hereby, effective immediately.





BOARD CONSIDERATION OF PUBLIC HEARINGS ON ROCKVILLE ROUTE FROM

TUCKERhMi'l LANE TO ROCKVILLE, AND ON SHADY GROVE EXTENSION, ROUTES

A-14-16 :

'

Mr. Piatt referred the Board to furnished copies of the

staff's February 10 report and General Manager's covering memorandum
on the December 9 and 10 public hearings on the Rocl<ville Route,

Routes A-14-16. Mr. Piatt noted that this matter had been deferred
on February 27 for further review with the Montgomery County staff
on the proposed resolution presented by Mr. Barnett at the FebnJary 27

meeting. Mr. Piatt presented a summary of activities to date. He

noted that the hearing material was distributed to the Board on
January 6, 1975 and the staff report on February 10, 1975- On the

same date copies of the staff report were mailed to witnesses who
submitted statements for the hearing record, oral or written. He
noted that the witnesses were asked to submit comments in response
to the staff report. He stated that no comments had been received.

Mr. Piatt reported that meetings had been held with the

Montgomery County staff and summarized the proposed resolution
which had been amended as result of those discussions. Mr. Piatt
covered the recommendations and cost information relative to each
station and the Shady Grove extension. in response to questions
Mr. Piatt discussed the justification for the staff position as

contained in the proposed resolution regarding the allocation of
the various costs as a system cost or local add-on cost for the
Nicholson Station and Shady Grove extension.

Mr. Piatt noted that agreement had been reached to delete from
the February 27 proposed resolution the request that net revenue
gains be capitalized and credited to the County for the extension.

Mr. Tucker questioned whether the application of the add-on
policy was being handled the same as for the second entrance for
the U Street Station. Mr. Piatt responded that the County is paying
for the second entrance and passageway which were in a(Jdition to

the facilities listed In the May 10, 1971 Resolution.

Mr. Sickles stated that his concept of the purpose of add-on
costs was to cover the cost of additional facilities such as additional

escalators, entrances and similar facilities and not for the purpose
of funding extensions to the basic system. He stated that the

approval of the resolution could be considered a precedent which

may have to be broken in case of future extensions to the basic system.

He stated concern over setting a precedent which might precluce
Federal participation in the funding of future extensions.
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Following further discussion, Mr. White moved, seconded by

Mr. Barnett that the Resolution be adopted as furnished and amended
by Mr. Munsey, which motion was unanimously passed. The Resolution
reads as follows:

WHEREAS, the Adopted Reg i ona 1 . Sys tern of the Washington
Metropolitan Area Transit Authority provides for alignment
of the rail line from the vicinity of Tuckerman Lane to the

City of Rockville and provides for rail transit stations to

be located on the Rockville Route in the vicinity of Nicholson
Lane, Halpine Road, and Park Road in the City of Rockville,
and a proposed storage and inspection yard to be located in

the City of Rockville beyond the Rockville Station; and

WHEREAS, the Adopted Regional System was modified in 1970

at the request of Montgomery County to move the Twinbrook
Station from north of Halpine Road to a location south of
Halpine Road, designation as ARS-Modi f led ; and

WHEREAS, WMATA was directed by the Montgomery County
•Council on November 20, 1973 to proceed with the preparation
of General plans for a terminal station and storage and
inspection yard in the City of Rockville, and alternatively
for an extension of the Metro Route and the relocation of
the terminal station and storage and inspection yard to the

vicinity of Shady Grove Road; and

WHEREAS, on February 26, 197^, WMATA was requested by

the Montgomery County Council to prepare preliminary plans
for alternative rail transit station sites in the vicinity
of Nicholson Lane and in the vicinity of Twinbrook Parkway;
and

WHEREAS, on December 9, 197^, WMATA held a public hearing
on the Environmental Impact Statement prepared for that segment
of the Rockville Route north of the Grosvenor Station to the
terminal location in the City of Rockville, including a considera
tion of alternative locations of the Twinbrook Station or its

elimination from the system; and

WHEREAS, on December 10, 197^, WMATA had a public hearing
on the Environmental Impact Statement prepared for the proposed
extension of ,the Rockville Route from the City o^ Rockville to

the vicinity of Shady Grove Road; and

294





WHEREAS, on February 11, I975, the V/MATA staff report

was distributed to the Montgomery County Council and
Montgomery County Executive; and

WHEREAS, on February 25, 1975, the Montgomery County

Council adopted Resolution 8-130 recommending the ARS

alignment from the Grosvenor Station to the Rockville
Station; the location of the Nicholson Lane, Twinbrook
and Rockville Stations; and the extension of the system to

the vicinity of Shady Grove Road, including the relocation
of the storage and inspection yard from the City of Rockvi»lle,

NOW, THEREFORE, BE IT RESOLVED by the Board of Directors
of the Washington Metropolitan Area Transit Authority:

I 1. That the Nicholson Lane Station be located north
of planned Marinelli Road and Its western extension and
designed with surface facilities on both sides of Rock-
ville Pike at system cost; and

a. That an underground passageway and second entrance
connecting the facilities shall be provided at the

expense of Montgomery County at a cost not to exceed
$2 ,3 fTii 1 1 ion; and

b. That 500 parking spaces be provided on each side
of Rockville Pike but that the General Plan shall show-

land acquisition sufficient to accommodate a future
expansion of 1000 parking spaces on each side of Rock-
ville P i ke ; and

c. That cost estimates be prepared for the future
expansion of the parking facilities from a total of

1000 to a total of 2000 parking spaces.

.2. That the Twinbrook Station be located at the ARS-
Modified site south of Halpine Road;

a. That an alternative design for the east side be

prepared in preliminary form for the General Plan
public hearing that will relocate the parking, bus,
and kiss-n-rlde facilities so as to buffer the Twinbrook
community, and as part of this design, a connection
be provided to Ardennes Avenue which would be closed
to vehicular traffic south of Halpine Road; and
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b. That an adjustment of the amount of parking be

accomplished between the west side and east side

so as to eliminate the need to relocate Chapman
Avenue ; and

c. That an alternative design for the west side be

prepared in preliminary form for the General Plan
public hearing that would provide bus facilities
other than a curb-drop design.

3. That the Rockville Station be located immediately
south of Park Road with off-street station facilities
located on both sides of the BsO/CSO Railroad; and

a. That surface parking for 500 cars be provided but
that an estimate for a 1000 car parking structure
be prepared for comment at the General Plan public
hearing; and

b. That the station design provide for ;)n interface
between the Metrorail and corrjnuter rail services; and

c. That the staff of WMATA is hereby directed to

cooperate with the City of Rockville Hir.toric

District Commission regarding the preservation and
relocation of the existing Rockville Railroad
Station; and

d. That the staff of WMATA Is directed to accelerate
its land acquisition and parking facilities con-
struction on the east side of the Railroad so as to

maintain uninterrupted commuter rail station operation
by relocating such operations prior to Metro construction
on the west side; and

h. That the ARS alignment from the Grosvenor Station to

the Rockville Station be approved.

5. That the extension of the Metro Route A from the City
of Rockville to the Shady Grove Road vicinity, including
the relocation of the storage and Inspection yard from

the City of Rockville to the Shady Grove Road vicinity Is

hereby approved subject to the Interstate Highway Fund
transfer as set forth in Section 5b; and
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a. That the estimated costs of said extension shall

include the replacement of lost access created by

the closing of Frederick Road and Westmcre Road; and

b. That the estimated costs of the Shady Grove ex-

tension be funded by the timely Federal approval of

the State of Ma ry 1 and/Montgomer/ County request for

an Interstate Highway Fund transfer; and

. 6. That the Chairman is hereby authorized to execute
the Memorandum of Understanding on the substitution of
the Shady Grove extension as a Public Mass Transit •.'

Substitute Project within Montgomer/ County; and .; .

' ^7- That the Authority prepare the formal UMTA grant
• application for the substitute project as outlined In

the Memorandum; and

8. That the dates of April 28 and April 29 are set for

the General Plans Public hearing on the Nicholson and
- Twinbrooi< Stations and related alignment and on the

Rockville and .Shady Grove Stations and related alignment
and storage and Inspection yard; and

BE IT FURTHER RESOLVED that the Board of Directors finds
that the proper and timely performance of its functions re-

quires that this resolution be, and it is hereby, effective
immed I atel y

.

Ayes: 5 ~ Mr. Alexander, Mr. Tucker, Mr. White, Mr. Munsey and Mr. Earnett

Noes: None.

AUTHORITY TO INITIATE PROCUREMENT ACTION FOR DESIGN OF SECTION A-U
(3A0141), NICHOLSON LANE STATION :

Mr. Dodge referred the Board to furnished copies of Procurement
Action No. I, Contract No. 3A01^1, requesting authority to Initiate
procurement action for a fixed price contract for preparation of plans

and specifications for Section A-1^ of the Rockville Route for one

structural, one station finish, one landscaping and two parking lot

contracts.
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p/L^ DiT-/-3
t i

5 O

ihe Miryl^in-cL Hi.SLoricarT'n.iSC

SA.nv Hoii5.-, 7. : Stai-Ctrci, .\im.:!.-clu, M^.ry'.arJ Z1401

301: 267-/.-'. 12 or 301: l6y-l.fjt-

Nc verrJDer 19 76

Mr. Vernon K. Garrett, Jr.
Direc-cor
Office of Engineering
Wa3hing-:on Metropcli-can Area^ Tr

Au-rno:ri ty
60 0 Fif-ch Stree-, N.W.
Washington, B.C. 20001

IIZ: Historic r re r.er\^at ion
Compliance;. VryiATA Route

A- 17

Dear Mr,. Garrett:

The State Historic Preservation. Of.c'ice lias reviewed
the information of ^lovember 9, 1975, co]''.cern:.ng the, impc3ct
of Metro construction on historic sites in the viciinity cf
the A-17 (Shady Grove Station and Line) secti-on and concurs
with your determination of no efl'ect fo:-." all siteiL- except
chat the effect of increased traffio cn the. ^Jest i^'ontgcr.-.e.ry

Avenue Historic District should be acdressed.,

I understand that arcliaeology will be treat:et:i separ-
ately as a result of your archaeologica.L sur^^^ey.

Stat
/'Z' JC'hn n'. '^'^arce
e/Histo.ric Prest;r'7-ation
I Officer

NA:VJ>IP/njm

cc: i^s . Eileen McGuckian
Mrs. Mary ,\nn Kephart
Mr. Michael Dvyer
Ms. Ellen Ramsey
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The Maryiani.: Hisconcal Trust

ShawHousi, 21 Str.tc CircL', \nnapcl:s, Marylzr.d 21401

301: l6j~i^ IZ- or 501: .Zi'yj .

Mr. Vernon K. Garrett, Jr.
Di rector
Office of Engineering
Wa.shington Metropolitan Area Transit
Authority
600 Fifth Street, N.W.
Washington, D.C. 2000.1. March 7, 19 77

Re.: Historic Preservation Compliance
WMATA Project A-17

Dear Mr. Girrett: '

Thank you fo3: the answers to my questions concerning
potential traffic impact generated at the Shady Grove
Station on the West Montgomery Avenue Histoi'ic District.
After considering the matter I concur v;ith i'our deter-
mination of no effect.

Sincerely Yours

,

NAM: JNP:bjn
cc: Ms. McGuckian

Mrs . Kephart
Mr . Dwye r
all wi-h copy of letter
Mr. Garrett

from

Enclosure
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REVISED
January 9, 1975

TO WHOM IT MAY CONCERN

ON-SITE STORM WATER MANAGEMENT POLICY

Background

The Maryland Sediment Control. Act of 1970 requires Montgomery Soil

Conservation District (MSCD) approval of sedimient control plans in connection
with clearing, grading and land development prior to the start of any clear-
ing and/or grading.

The Attorney General of Maryland, in an opinion fon'/arded to the

Director, Maryland Department of Water Resources by letter dated April 6, 1971,
interprets the Maryland Sediment Control Act to include control of off-site
erosion and subsequent sedimentation resulting from increased storm water
runoff generated by development.

In June of 1971, the MSCD adopted a policy requiring the developer to

manage the storm water runoff from his property to reduce the hazard of off-
site erosion and resultant sedimentation following development. Included as

an attachment to that policy, was the "Interim" Storm Water Management Criteria
which the District had adopted.

Over the past 4 years and in particular during the past 10 months, the
Supervisors of the MSCD have had the opportunity to evaluate the 1971 policy
and its effectiveness. Their evaluation has indicated that the policy was
very effective in most cases in preventing erosion and subsequent sedimenta-
tion, however, it also uncovered certain weaknesses and needs of the storm
water management policy, which is directed at improving both the program
and envi ronment.

On January 9, 1976 , the Supervisors of the MSCD adopted the following
storm water management policy and accompanying criteria. The old storm
water management policy adopted in 1971 will be cancelled on April 30, 1976 .

This new policy will take effect on May 1, 1976 . Therefore, all development
plans initially submitted to the MSCD for approval after May 1, 1976, shall
include provisions for on-site storm water management which satisfy the
attached criteria.

New Policy and Effective Date
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General Definitions, Interpretations and Considerations

For purposes of clarity and administrative efficiency, the following
statements shall apply to this policy and the resultant plans developed under
the policy:

A. Institutional developments shall be defined as: churches, cemeteries,
rescue squads, fire departments, hospitals, libraries, schools, day
care centers, nursing/convalescence homes, recreational facilities
and their related buildings and parking lots.

B. All parking lots, as conventionally constructed, shall be considered
impervious and therefore included in the impervious area considera-
tions. (Specially designed treatments with proven results and
accompanying supportive documentation may be considered pervious.)

C. Building on or resurfacing already impervious area^ shall NOT require
storm water management NOR shall it be included as an addition of'

impervious area.

D. Impervious area calculations for buildings shall include all over-
hanging projections such as eaves, canopies and porticoes.

E. Special consideration will be given to those cases where adequate
off-site storm water management facilities provide the required con-
trol. In such cases on-site storm water management may be waived
by the District provided that the delivery system, from the developing
site to the off-site storm water management facility, is adequately
protected against erosion. A letter requesting a waiver, along with
supportive information and data must be submitted to the District,

Exemptions

Under this policy, the only developments exempt from the MSCD's storm
water management requirements are:

1. Any minor land disturbing activity involving less than 500 cubic
yards of earthwork and less than 5,000 square feet of disturbed
area, and which is promptly stabilized to prevent erosion and

sedimentation.

2. Any land disturbance which will qualify the owner to use the
"Standard Sediment Control Agreement for Small Land Disturbing
Activities on a Single Lot or Parcel" as approved by the MSCD and

administered by the Department of Environmental Protection and/or
other applicable municipal agencies.

3. Accepted agriculture land management practices such as: plowing,
and construction of agricultural structure; and, nursery operations
such as the removal or transplanting of cultivated sod, shrubs and

trees and tree cutting at or above existing ground, and logging
operations leaving the stump, ground cover and root not intact.
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4. Individual private septic systems which do not alter the natural

terrain.

5. Subdivisions consisting of lots with a minimum lot size of 2 acres

or greater, however, the MSCD encourages that ponds be given due
consideration on subdivisions of this size.

Waiver Categories

The development categories listed below identify those developments
for which the MSCD will consider granting a waiver of the requirements for

storm water management.

A. Subdivisions of detached single family residential developments:

Minimum Lot Size Maximum Subdivision Size

1 acre 10 acres
1/2 acre 5 acres
15,000 square feet 2 acres
9,000 square feet 2 acres
6,000 square feet 2 acres

B. Subdivisions of multi-family residential developments:

Subdivision developments which total 2 acres or less.

C. Institutional developments:

Developments in which there is 2 acres or less of disturbed
area and , included therein, 1 acre or less of Impervious area,

D. Industrial and commercial developments:

Developments in which the total disturbed area is 30,000
square feet or less and , included therein, 15,000 square
feet or less of impervious area.

NOTE : Any new projects which are additions, extensions and/or modifi-
cations to those developments listed in the above categories
which have been granted a prior waiver under this policy shall

be required to provide storm water management for the enti re

site when the acreage limitations listed for each are exceeded
by the subsequent addition, extension and/or modification thereto.

Owners who have projects falling within these categories and who desire
not to provide storm water management for the site must request, in writing ,

that the requirements be waived. {See Appendix A for sample letter to be

used.) Each request will be considered individually by the District, and the
owner (and engineer) will receive a written reply from the MSCD within 30

days informing him of the action taken.
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It should be noted that in reviewing the waiver application, all storm
drainage outfalls, receiving channels and channel capacities, velocities and
other related storm drainage discharge considerations will be closely examined
to determine the need for additional outfall treatment and channe"! protection
needs. Further, the owner shall furnish the District a "declaration of
adequacy" which may be obtained from the Montgomery County Department of
Transportation or other appropriate municipal agencies prior to granting a

storm water management waiver when adequacy of the receiving storm drain
system is in question.

I. Hydroloqic Criteria

All runoff shall be computed using the runoff curve number method.
The peak discharges and volumes of runoff can be determined by using
Chapter 2 of the SCS Engineering Field Manual or by using TR-55 "Urban
Hydrology for Small Watersheds".

To determine the (allowable peak release rate) and V (required
volume of storage), the before and after development hydrologic compu-
tations will be performed. The before-development peak Q for the 2-year
storm will be the maximum allowable release rate for the after-development
2-year storm. The computations for after-development will yield the Q^-

(peak Q into the structure) and V (total volume of runoff). Given Q ,

Q^. , and V^,, the required volume o? storage (V^) can be determined by
using the routing curves in Chapter 11 of the SCS Engineering Field Manual
If needed, the more detailed flood routing procedures as presented in

Section 4, SCS National Engineering Handbook, shall be used.

If the storm water management structure is considered a pond,

additional criteria as outlined in Engineering Memorandum MD-2 and SCS

Standard 378 shall be met. Additional information and references regard-
ing the design of ponds can be obtained by using the "Storm Water Manage-
ment Pond Design Manual" prepared by the Maryland Association of Soil

Conservation Districts.

Rather than providing a single established runoff curve number for

all land uses in the county, the following before-development conditions
have been established by the MSCD for the following land use conditions
and hydrologic soil groups:

Cropland

All cropland shall be considered as contoured
good hydrologic conditions.

no-tin row crops

,

Hydroloqic Soils Group A B C D

Runoff curve number 62 71 78 81
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Pasture and Range Land

Pasture and range land shall be considered to have no rnechanical

treatment, good hydrologic condition.

Hydrologic Soils Group ^ B_ £ _D

Runoff curve number 39 61 74 80

Woodland

Woods shall also be considered to be in good hydrologic condition

Hydrologic Soils Group A B_ £ £
'

Runoff curve number 25 55 70 77

Meadow or Idle Land

Idle land will use the runoff curve numbers given for meadow,
good hydrologic condition.

Hydrologic Soils Group A B_ C_ £

Runoff curve number 30 58 71 78

These runoff curve numbers listed above were -selected from Chapter 2,

page 2-30.4, SCS Engineering Field Manual. They also correspond with
page 2-5, TR-55, Urban Hydrology for Small Watersheds. For land areas
outside of the proposed development such as off-site drainage areas, the
appropriate runoff curve number will be selected from Chapter 2 (page 2-

30.4) SCS Engineering Field Manual or TR-55.

II. Documentation and Certification

All plans must be prepared in sufficient detail, with references to

appropriate Standards and Specifications, to ensure understanding by

those responsible for construction as well as by the county or municipal
inspector charged with ensuring construction as per design, (See Appendix
B for required certification statements.) Changes in design, or devia-
tions from design during construction, without prior approval of the

Montgomery Soil Conservation District, will not be permitted.

The individuals preparing the on-site storm water management plan(s)
shall certify on the plan that the design meets the requirements of the
MSCD storm water management criteria. This certification shall appear on

the first sheet only with the first sheet referencing all other sheets
(i.e., sheet 1 of 4). The owner shall certify on the first sheet that
all clearing, grading, construction and development will be done strictly
in accordance with the plan(s) as approved, or amended and aporoved by

the District. (See Appendix B for required certification statements.)
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storm water management plans which include measures located on

public lands or public improvements shall have the approval of the

appropriate public agency prior to MSCD approval.

Plans which are not properly documented and certified, or which
do not in fact reflect current on-site conditions or support the

certification, will be rejected.

Maintenance

The responsibility, and sufficient funding, for maintenance
must be agreed upon by the appropriate governmental agency prior

to approval of any of the above described methods on public land .

A letter accepting this maintenance responsibility, signed by the
appropriate responsible agency head, must be submitted with the
plan. On private land , the owner must accept this responsibility
and provide for maintenance. (See Appendix B for required main-
tenance statement.)

303



APPENDIX A

REQUEST FOR STORM WATER MANAGEMENT WAIVER

Name (of Owner)

:

Address

:

Phone:

Engineer:

Re (Site Name):

Waiver Category:

I hereby request that the Montgomery Soil Conservation District waive the
requirement for storm water management for the above named site. I believe that
my development falls into the waiver category indicated above based on the follow-
ing information which I hereby certify as being accurate.

Proposed amount of disturbed area:
'

Acres

Proposed amount of impervious ar^a:
.

Acres

I understand that if any changes are made in the above figures, I will
notify the f'tontgomery Soil Conservation District in writing.

%
I further understand that I will receive written notification from the

Montgomery Soil Conservation District informing me of the status of this request
within 30 days.

Date Owner's Signature

Attachment: Site development plan showing existing and proposed grading,
including information concerning the outfall and receiving
downstream conditions.



APPENDIX B

REQUIRED CERTIFICATION STATEMENTS

Owner's Certification :

"I/We hereby certify that all clearing, grading, construction and/or
development will be done pursuant to this plan."

Date Owner's Signature

Design Certification :

"I hereby certify that this plan has been prepared in accordance with the
'Standards and Specifications for Soil Erosion and Sediment Control in

Developing Areas', MSCD 'On-Site Storm Water Management Policy' and the
'Storm Water Management Criteria' dated Janaury 9, 1976, and Montgomery
County Department of Transportation 'Interim Storm Drain Design Criteria'
dated July 1, 1968."

Date (P.E. or R.L.S,)
Registration No.

On Sites Where Infiltration is Used, This Note MUST appear on the Plan:

"I hereby submit supportive data regarding the infiltration capacity and
certify that an on-site investigation was made and this investigation has

indicated that the proposed location for the storm water management infiltra-
'tion structure has sufficient soil depth and the soil has acceptable
infiltration capacity."

Date Registration No. Date of On-Slte Investigation

Maintenance Certification on Private Lands:

"I hereby certify that I assume maintenance responsibilities for all storm
water management structures shown hereon. If maintenance responsibility
is legally transferred, I agree to supply the MSCD with a copy of the

document (signed by both parties) transferring said maintenance responsibility,"

Date Owner's Signature
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6

SUMMARY OF THE PLAN
FOR SHADY GROVE

2.1 INTRODUCTION

Land use, transportation, and environment are the key elements of the plan.

This chapter includes a summary of recommendations for each of these elements.

This summary is followed by a discussion of the need for a sector plan, in light of

the development activity that the Shady Grove area is experiencing. The chapter
concludes with a description of issues that confront Shady Grove.

2.2 RECOMMENDATIONS

2.21 Land Use

Confirm the basic land use patterns recommended in the Gaithersburg
Vicinity and Rock Creek Master Plans.

Modify the recommendations of the Rock Creek Master Plan concerning
the Shady Grove area to reflect the master plan relationship to the sector plan

proposals.

Provide rezoning in stages, to light industrial uses, as the road system is

developed to accommodate increased traffic.

Maintain the plan for commercial centers, rather than allowing strip

commercial development.

Maintain the plan for low-density residential areas, along with light

industrial areas, around the proposed Metro station.

Preclude the development of Shady Grove as a competing urban core
between the Cities of Rockville and Gaithersburg.

Provide a mechansim to assure unified, cohesive design and landscaping for

the development of this area as a pleasing transition between Rockville and

Gaithersburg, while allowing existing and future Shady Grove communities to retain

their own identities.

Schedule the construction of major public facilities (for example, sewer,

water, and roads) to prevent a major lag in services and to assure their efficient

development.

2.22 Transportation

Develop all modes of transportation to the Metro station, including

commuter rail service and Metro bus service, as well as facilities for bicycles,

pedestrians, and cars, and the feasibility of Diai-a-Ride service.
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Reduce local traffic congestion by providing a limited-access road from I-

270 to the Metro station.

Keep roads serving industrial development separate from roads serving

residential areas, where possible.

Provide a transit easement, or right-of-way, through Gaithersburg to

Germantown, adjacent to the B <5c O Railroad, for the future expansion of Metro or

other public transportation.

Provide a system of bikeways, as shown in Figure 18.

Modify primary and arterial roads as shown on the Highway Plan (see folded

map in back cover).

2.23 Environmental

Minimize air pollution by providing a highly accessible public transportation

system.

* Provide adequate facilities to manage both the quantity and quality of

storm-water runoff from the area above Redland Road and to provide protection

for the remainder of the Crabb's Branch stream valley.

Modify land use recommendations in areas of potential noise pollution,

wherever possible.

Recognize natural constraints, especially in the preparation of land use

recommendations.

2.3 SHADY GROVE IN TRANSITION

Shady Grove is characterized by open farmland and low-density residential

development. Dense residential or commercial development is not proposed for the

area (see Figure 1, Regional Map). The development policies established in the

sector plan comply in this respect with the intent of "... On Wedges and Corridors ,"

the county's General Plan .

Migration to this area is recent. Because of the low-density and the

abundance of open space. Shady Grove has been found quite desirable by families

moving from down-county and other more urban areas. The migration to Shady
Grove, of course, has resulted in a decrease in open space. Residents are

increasingly concerned about the impact of newcomers on the area's available

space and services. All are especially concerned about an adequate road system,
and many are worried about the identity of their community.

The trend toward less open space can be seen in the area's zoning and
development history. Farms were preaominant in the area until 1950 when a rapid

change to residential development began. Ninety percent of the present homes
were built after 1950; and over 50 percent since 1965. It is expected that by 198^
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residential development will be complete. The Shady Grove area is now beyond the

halfway mark in transition from farmland to residential communities.

Change is also apparent in employment, in the environment, and in

transportation. In employment, the shift is from farming and related occupations

to industrial and office jobs. About nine percent of the ultimate zoning capacity of

the area for commercial and industrial employment is in use at present.

Change in the environment is indicated by the increase in developed land.

More intensive development affects air quality, storm-water runoff, quality of

streams, community image; hence, the area's environment.

The transition from two-lane country roads to higher-capacity suburban roads

has begun. The construction of Shady Grove Road Extended is one example.

Development by the private sector—residential, commercial, and industrial

—

has been under way for 15 to 20 years and is about IS percent complete. By 198^,

approximately 75 percent will be developed.

Public sector development, on the other hand, characterized by schools,

roads, and parks, is only 1^ percent complete. The result is a lag in public services.

Some of the difficulties this creates, however, can be abated by the proper timing

of the construction of facilities critical to the area. With Metro coming to the

area, certain facilities—primarily access roads to the Metro station—become
critical (see Figure 3, "Proposed Major Public Projects").

2A THE FUTURE: ISSUES FOR PLANNING

2.^1 Introduction - '
. .

The significance of the change that will occur in the Shady Grove area
requires clear identification of the issues facing the community.

Due to the presence of Metro and the proposed major road network, Shady
Grove will become more accessible. This greater accessibility, along with the

location of many regional and county facilities, will create enormous pressures for

denser development than that which is recommended in the county's general plan.

Additionally, rapid change of an area that is presently farmland with

scattered subdivision development to a low-density residential and light industrial

nature may result in even greater lag in the provision of adequate public services

and in a chaotic distribution of development mixed with open space. Rapid change
may also bring with it potential for the loss of identity by older, established

communities and for development of an amorphous "Shady Grove" community.

Pressure for light industrial development in Shady Grove is felt, as well, from
the proximity of similar development along 1-270 and along Shady Grove Road from
1-270 to Md. 355. This pressure must be reconciled with the General Plan, which
portrays Shady Grove as an area of partly industrial, partly low-density residential

development. The challenge is to maintain residential integrity while meeting
industrial employment needs.

309 NEW



o ProQosed Public Projects

CSP County Sefvica Park

CPF Central Processing Faality

S4I Storage 4 Inspectran Yard

M Metro Station

• •• • Sector Plan Boundary

Proposed
Major

Public

Projects I

SECTOR PLAN
THE MONTGOMERY COUNTY PLANNING BOAHO 9.
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2A2 County Service Park

Montgomery County has proposed a multl agency 130-acre development
scheme along Shady Grove Road Extended, immediately east of the Q in O Railroad

tracks, which includes the following county facilities:

County government liquor warehouse, including offices, warehousing, and
distribution facilities;

County government road maintenance and construction depot;

M-NCPPC park maintenance depot serving the east-central region of the

county;

' Department of Education regional transportation bus storgae facility and

its central transportation repair and maintenance facilities.

Issues involved in the development of this County service park are:

Appropriate zoning for the county service park;

Compatability with existing and proposed development;

Impact on traffic circulation patterns;

Control of noise pollution;

Compliance with urban design recommendations;

Impact on Crabb's Branch stream caused by storm-water runoff; and

Scheduling of development to coincide with the development of other

public facilities.

2A3 Metro Transit Station

A 96-acre site is proposed for a Metro transit station immediately south of

the county service park. The area will also include a parking area for automobiles
on both sides of the B ifc O Railroad and for adjacent Metro storage and inspection

yards west of the B (5c O Railroad.

Issues of concern in the development of the Metro station area are:

Access to patrons traveling south on 1-270, Md. 355, and the Eastern

Arterial roadway as well as to nearby residents;

Visual compatibility with existing commercial and residential communities;

Impact on peak-hour traffic volume;

Implications for development in the immediate area surrounding the

station;
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Archiitectural characteristics of the station.

Metro Access Road/Outer Beltway

A direct Metro access road is proposed using the outer beltway right-of-way,

originating a 1-270 north of the existing Shady Grove Road interchange and termi-

nating at the Metro station parking facility. The proposed roadway (1-370) will

provide direct access to the Metro station without interfering with local traffic

circulation patterns. An interchange with the proposed Shady Grove Road is also

planned. Use of the access road may be expanded in the future for cross-county
travel as part of an outer beltway.

Issues to be addressed in development of the Metro access road are:

Scale of roadway construction;

Effect of construction on Shady Grove traffic patterns;

Impact of the road itself on the safety, appearance, and traffic flow in

adjacent residential communities; and

Potential for eventual expansion of the road as part of the proposed outer

beltway.

2A5 Central Processing Facility

The County Executive and the County Council have choosen a site on Md.
355, in the vicinity of the Sears warehouse, for the solid waste central processing

facility.

Issues of concern that emanate from the proposed facility are:

A possible change in the character of the Shady Grove Road area from light

to heavy industrial uses;

Impact of trash trucks traveling past residential communities close to the

facility;

Visual appearance from Md. 355, adjacent residential communities, and

Shady Grove Road;

* Possibility of noise pollution; and

' Design and landscaping of the facility.

2AS Maryland Route 355

Maryland 355 is scheduled for improvement to a six-lane, divided highway in

the State of Maryland Capital Improvement Program for Fiscal Years 1975-1977.
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Issues to be addressed regarding this change in the highway's character
include:

Timing of necessary construction and its completion;

Containment of strip commercial development;

* Construction of a bikeway system; and

Provisions of landscaping.

2.^7 Redland-Fields Roads

The Montgomery County Capital Improvements Program for Fiscal Years
1975-1978 provides for the extension of Fields Road from Md. 355 to Redland Road.
Fields Road will be upgraded to include curbs, gutters, sidewalks, a bike lane and a

bridge over the B <?c O Railroad.

Issues of interest in the Redland-Fields Road plan are:

Impact on safety, appearance, and traffic flow in adjacent residential

communities; and

Timing of construction and completion;

Extension of Fields Road west from its intersection with Md. 355, through
the King Farm, to Piccard Drive. (See Figure 18. "Proposed Highway Plan.")

2AZ Urban Design

Shady Grove will be the scene of widely diverse types of development—from
single-family residential to commercial, light industrial, and perhaps office uses-
constructed by both the public and the private sector. There is great likelihood

that, unless carefully planned and developed, the total area may appear discordant

and "cluttered" with buildings.

Issues presented by the area's over all design include:

Guidelines for the design of nonresidential structures in Shady Grove;

A harmonious landscaping pattern;

Flexibility in the expression of personal taste; and

Maintenance of the present identify of established communities.
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WA.SHsNGTO>-i ;V!£TROPOLiTA)N AREA TRANSiT AUTHORiT^/ /

60C rifin Srr^-i: r-4.vV
.
'I'v'as :;:g.-i. D. C 20001

'202
:
637-: 23-: •

JAN i 2 1977

\-\' . Daniel R. Duff

Attorney Advisor
Urban Mass Transportation

Admin i s trat ion

^00 Seventh Street, S. W.

V/ashington, D. C. 20550

Re: ' iJMTA Phase B-2
Gram; No. [T-23-900! I'R)

Dear Mr. Duff:

Transmitted ^'or your i nformat; ion and use is a copy of the

December 8, 1976 transrnirtal letter to the Ma'-ylanc State
Historic Preservation Officer v/ith the "Archaeological Survey
of the Metro Rockville, Olenmo'it, New Carroll ton ar.c Addison
Routes, in Maryland".

The archaeological survey was performed by the Thunderbird
Research Corporaticn of F'ronc Royal, \/irginia.. The surve^/ was
conducted in compliance v/ith the requirements of Section '06 of

the National Historic Preservation Act and Executive Ordei'

1159:-

The results of the survev showed that these routes v/i1l

have no effect on any known archaeological sites.

Very X.ri\i yours.

/ernon K. Garrett, Jr.

Attachment Directo-
as stated Office of Engin^Berin
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'or.

DEC . 8 1975

Mr, John N. Pe.^rce

Stara Historic Preservation Officer
The Marylanc historical Trust
21 State Circle
Annapolis, Maryland 2]k0]

he: Co<T:pliance witli the Recu i raiients

of Section 10b of che National
Historic Preservation Act and
Executive Orde' 1

; 333

Dear iMr. Pearce:

TranSiTii teed rierewirn are ten copies or "An Archaeologica l

Survey of tne ?/ash i nc ten y.e tropo 1 i tan Area Trar.sit A.j tiior i t /
' s

Rcckville, oien.-cnt, Nev; Sarrollton and Addison Rouiies in

hary'iand", ,:n cc,~pi iance with the reqiii '-eme.Tts of Sect'on 136

of tine National iiistorlc Preservation A:t and ixecuc ve Crcer
li593. Two /i.etrc ?.c-.:-zei in i^'arylaid, the 'areenoeii: iXouce and
rhe iirancn Acute, were net covered zy the '2por~ as cneir

c 1 gnrnents are net r 1 r", at tnis ti.'ne. Wnea t.nose rojtes are
in a i^iOre aefinite 30sti.:r3, t.he/ will be studied fror.i an

a rcna eo 1 og . ca i stancpcini: ana t'e results inciu-ed in ruture
106 determ ina t icns . .

casec upon 3r. ua'ure''S reoo'c ani: ; i accorcarioe v.'ith tne

criteria of effect in 36 Z'K tZ'j.o, it is :he ("etarrn ; nar, i on o~

tne Aucncrity trat our ur der tak i ng s in :ne i^tate of rlaryianz :or

'cne Kcc'Kvii.'Ie -.A), Gienrxint (5), ^ew Oa'roi.ton (C) anci Acciiion

(G; Pvtutes .vvi ! I nave nc ef rect Oii ani/ known a rcnaeo 109 i ca i ss ces

and "Jr.az szacy and " nves ~
1 cat ion corr'.pi iiis vji'cn .Soo

iVaciora! nistoric Preservation Act ana Zj<;ei:utive Ord^ir :1553.

it is i'.ooec tnar you vvi 1 concur In our ceteriTii na : 'on =nc

final i2e tne 'eview orccess cr, the pr-:V iou:^ '; y ;,uPn;r.:ec 106

reports ccy>:rinc iiTipacts on historic properr.ies in .-l.- 'y a nci

.

' ' Very t r jj / you r i .

£ncl osure
as i ".a '.ed
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1HUNDERBVRD research corporation
A Non-Prcfir Corporation

ROUTE 1, 30X 212-0

FRONT ROYAL, VIRGINIA 22630

OR. WILLIAM M. GARDNER Phd.

President

AN ARCHEOLOGICAI, SURVST OF THE WASHINGTON METROPOLITAN
AREA TRANSTT AUTHORirfS ROC;^ILLE, GLEMMONT,
NEW" CARROLI.TON A^ID ALDISON ROUTES IN MARYLAND

• FINAL REPORT

D?TR0DUCTION

TJie purpose of this transmittal is to report on. the results of an <irch-

eological site reconnaissance along four of the Washington Metropolitan

Transit Authority^'s rapid rail transit routes (Jiap 1). These routes, Elock\ille,

Glenmont, New Carrollton and Addison, lie in Montgomery and Prince George's

County, Maryland. The area surveyed vas restricteid to these four right-of-

^ys with, the outer Borders being the termini of the respective routes,

and the inner border corresponding to the District of Columbia boundaries.

Events leading up to this reconnaissance began in April, 1976, wiien Mr.

Roy T. Dodge, chief of design and construction for the Authority, contacted

Dr. William M. Gardner, President of the Thunderbird Research Corporation inquirin

as to his interest, availability and capability for performing an archeological

reconnaissance of the above mentioned segments of the rapid rail transit system.

Following correspondence in May which expressed Dr. Gardner's desire to undertake

the project, a meeting in late September between Dr. Gardner and Mr. Royce A.

Drake resulted in the request for submission of a proposal by the Thunderbird

316 NEW





Research. Corporatioa. Thi,s proposal which, outlined vhai: the ''TRC vocld do

uas submitted in early October and on October 15, Dr. Gardner vas given

notice to proceed. The reconnaissance took pl.ace during tEe last week, of

October and the first week of November.

Methodology and Results

The methdology employed for this sur-/ey was sim.Llar to that utiliz(^d in

previous surveys' of this: nature undertaken by the Thmderbird Research Coirporation,

The initial basic srtep, which took place in the. proposal stage, was the

outlining tlirough map studies of areas which had a high probability cf contain-

ing prehistoric sites. Tha corridors all lie in the easternmost frijiges of

the Piedmont physiographic zone and the only streams crossed are 2nd and

3rd order. The usual expectation for archeological sites locations in thti

Piedmont are along or adjacent to such streams in thi general proximity ol!

specific sets_ of lithic raw materials. In this part:£cular area of the Piedmont,

the raw materials are cobbles from the Pliocene Potomac, quartz outcrops, and

steatite beds. Cobbles are ubiquitous. Quartz intrusions are rather comiion.

Steatite outcrops are less common. These latter two are hard to predict nrom'

map study alone. Streams on the other hand are readily discerned on natu::a_l

feature topographic maps such as those printed by the U. S. Geological Su:rvey.

ik:cordingly the site prediction model was heavily bL,ised in the direction of

streams.

Eight areas were singled out as being the highest probability locati(ms.

These were:

Rockville P.oute—^TI-.e area of Grosvenor Station, which is on
high ground fairly close to Rock Creek and near the head of
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two spring's of streans t4i£cFl lead into Rock- Creek; idcng Rock
Creek, wfiers the footing:? etc. for the aerial route crosses
that Creek; and at Snad^ Grove Station which lies on higher
elevations adjacent to CrabD,''s Creek.

Glenmont Route—The area of the Glenmont Storage Yard which
is located in what is an undeveloped area in the mi-cst of
heavy suburban development on a relatively high topographic
surface between Northvest Branch and Rock Greek; and at
the Whsaton and Forest Glenn Stations which are located on
topographic highs between Rock Creek and Northwest branch
and Sligo Creek.

. .

•

New Carrollton Route—Tlie entire route since it follows terraces
and floodplain of Beaverdam Creek and the Landover Station
which- was near a site designated on the Potomac River Site
Maps- as S-19

.

The next step wns archival and background research. The following sources

were contacted:

Mr. Tyler Hastian, Maryland State Archeologist
Dr. Charles McNett, American University
Potomac Rij^er Consortium Files
Montgomery County Hall of Records
Michael Dwj'-er, Montgomery County Park Historian
Montgomery County Historical Society
John Walton, Prince Georges County Park Historian

In should be noted that in the compilation of toe Potomac River Consijrtium

Files undertaken in 1968—70 by Gardner and McNett, a number of sources were

consulted which were not duplicated in this reconnaissance. These included the

D.C. Public Library Fashingtonian Collection; the Sm.Lthsonian Institution Archives

and all available archeological publications pertinent to the area gcing back

to the 1850's.

Only one site was encountered during this search. This is S-19 (referring

to Smithsonian Archives number) which was identified only as "Woodland" site,

which if the identification is correct would date it to somewhere between

1000 B.C. and 1 700 A.D. Although an exact location could not be ascertaired
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tha genera] area of this site was visited and it iay outside the proposed

Landover Station. , ,.'
. ,.

Following develcpriJent of the predictive model and background and archival

research ,' fi el d investigations were initi^ited. n-iis consisted of visits to

all the high probability locations and where possible augerinrj and excas'ation

of two-foot test squares. In addition the entire lertgth of those areas

where surface disturbance was proposed were examined,, again whtir«; this v/as .

possible. Mo archeologi ca 1 sites were encountered, either in the high proba-

bility areas or in any other location within the right-of-way. The closest

.^rdieologi Cell sites to impact areas were S-19, along the New Carroll ton Route,

and several possible sites reported to be in the For^ist Glen P.ark area near

the Gleninont Route. A general summary of each of the routes h.i given belcw.

Glenmont Route , v 'r- 'vV

Tne Glenmont Storage Yard is a wooded and essentially undeveloped

area. Several streams occur in the area. The entire area wa;; walked over

and all surface exposures such as dirt roads, bare patches in the fields,

erosional cuts, and stream banks were examined. In nddltion, several two-

foot square test pits were excavated at various area<^ adjacent to the streams.

Cobbles were visible in the stream bed and quartz chunks were found on the

higher elevations In the field. No prehistoric artifacts were found.

The area between the Wheaton Station and the proposed Glenmont

Storage Yard proved to be highly urbanized and developed. Most of the proposed

Metro construction in this stretch will involve minimal surface disturbance.

Driving and foot reconnaissance failed to locate any archeo logi cal sites cr
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any areas where archeologi ca 1 sites might be encountered in tndi stufbed

context.

The area In which the Wheaton Station will be located is heavily

urbanized making archeologi cal reconnaissance virtually impossible. Two

Vi/ooded areas, one on either side cf Georgia Avenue, were found in the Fore:st

Glen Station area. Surface reconna i ssancii and several two-foot square

test units failed to locate any traces of archeologi cal sites.

The final stretch of this corrider before the District line is

between the Forest Glen and Takoma Stations. The Metro tracks are being laid

within the Baltimore and Ohio tracks and any cultural resources which might

have been located here, would have already been heavily disturbed.

Addison Route ; • /• " ^ .'--^

With the exception of the Addison Road and Capitol Heights Stations,

the Addison Route in Maryland will be a tunnel operation keeping surface

disturbance to a mlnlrnum. These two stations are located within already

well developed urban areas. The two stations have already been under construction

for some time; therefore, any cultural resources located here would have

already been destroyed.

Rockvi 1 le Route

The Rockvi 1 1 e-Shady Grove Route begins at the Shady Grove Station.

An intensive surface survey of this area was undertaken. Construction of the

station has already begun including the erection of the station irself and an

adjacent parking lot which has been graded and paved. No evidence of a rcMeo 1 og i ca

1
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material was found within the impacted areas and sirce r.he impact boundaries

have a] ready been reached in this area, no further testing war. deenried necessary

Between the Shady Grove station and the Twirbr'ook. station the Metro line

follows the B 5 0 Railroad Line running both adjacent to the R S 0 facks

and between them. The areas directly adjacent tc and betvy«:en the B ;> 0 tracks

have already been disturbed by that railroad line and evidence: of archeol ogi cal

resources were lacking.

Between the Twinbrook and Grosvenor stations the major operation

is tunneling with little or no surface disturbance. However, betv/een Grosvenor

station and just south of Route ^95, a high priority area adjacent to Rock

Creek Park and a potentially good area for finding cultural material, serious

and extreme surface disturbance has taken place in the process of erecting

aerial pylons. Large holes have been made and fill piles abound. No arcneo-

logical material was found In the backdi rt piles. .-

Finally, from the Medical Center station to the D.C. line, tunn-sling

will be the major operation and the areas above the tunnels are ven/ urba.nized,

being those alcng Wisconsin Avenue. Within this area no evidence of cultural

resources can be or were found.

New Carroll ton Fbute

The New Carroll ton route was by far the most disturbed of all the

routes. Construction has been under way for app roxi -nate 1 y tv<o years beginning

with the Deanwood Station going right through to the New Carroll ton station.

For the most part the Metro line runs between the B > 0 railroad and the

Pennsylvania railroad lines. For this reason, along most of this line the

mpacted areas are those that have .already been disturbed by the two
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previously mentioned railroad lines. Hcwever, there are several areas along

this route that have been graded off fcr parking loti and power substations

which are close to Beaverdam Creek and could potentially have been areas

where cultural material would have been located. Beaverdarr Creek itself

has been disturbed. In many places, the course of the creek has been chan-

nelled Into culverts and from the New Carroll ton to Landover stations, is

disturbed from original railroad construction and present grading efforts ..

by Metro.

The site numbered S-19 by the Potomac River Consortium Survey,

located approximately five hundred feet from the Landover Stat i on^ appea rs

not to have been disturbed. While not pinpointed by this survey team, th<i

fields in which the site is located have not been di:3turbed.

•
'

- -Tli6 only area where subsurface testing was done along this route

was a topographically high area just north of the Nesv Carrol Icon station

where several proposed roads are to be put. No evidence of aboriginal

occupation was found.

Flecommendat i ons

No ardieologi cal sites were encountered during :he reconnaissance and

on the faasisi of this none are expected. The absence of arcneo1o<;i cal s ? te;S

in the predicted areas can be related to several factors. Pri.me among these

is a masking effect produced by urban development and construction resulting

in a modification of the existing landscape and the destruction of any sites

which mignt have been there. Equally important is the narrowness of the

rapid rail transit corrido's and the scattered and snail nature of the

322
NEW





arcnsologi cal sites which are prevalent in the P I tidmont . Given the limited

resources available for the prehistoric inhabitants and che tranrjitory nature

of their sites in the Piedmont and the amount of prior disturbance, the

chances of finding archeologi cal sites are slim. Under pristine condit;or,s

this would not be the case.

On the basis of this survey, the four corridors studied are judged to

be free from any Impact to prehistoric and non-standtng historic resources.

Dr. William M. Gardner served as the principal investigator for the

survey. Paul Rubenstein was assistant investigator. Archival and backgrcund

research were conducted by Rubenstein and Sharon Doyle. The fle'd craw

consisted of Rubenstein, Doyle, Constance Arzlgian, Dennis Curi-^, Elizabeth

Fairley, Robert Wall, Gary Haynes and William Boyer. All are staff members

of the Thunderblrd Research Corporation. Rubenstein, Dcyle, Curry, Wall,

Haynes, and Boyer are all graduate students In archeology at Catholic

University and each has four or more years of field experience. Arzlgian and

Fairley a-e undergraduate majors in archeology at Catholic, each with two

years field experience. Gardner has a Ph.D. in anthropology v/ith 16_ years

field experience.

Fe rsonne

1

Respectfully submitted.

WI 1 1 i am M. Gardner
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MAP 1

Shaded Areas Surveyed for Metro Transit System
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BILL NO. 57-74

Executive

:

Effective:

Introduced
Enacted:

October 8, 1974

October 14, 1975
October 22, 1975

January 6, 1976

COUNTY COUNCIL

FOR MONTGOMERY COUNTY, MAKYLAJ©

October Legislative Session 1974

Chapter 14

AK ACT Co amend Chapter 19, title "Excavation, Grading and Sediment Control," of

the Montgomery County Code 1972 and to enact in lieu thereof a ne« Chapter

19, title "Sediment Control", to provide for a definition for approved

plan, land disturbing activity and permit; permit requirements for certain

land disturbing activities; permit application requirements; procedures

to govern major modification of approved plans; conditions of permit

issuance; permit revocation and suspension for failure Co conform to

approved plan specifications; performance bonds or le'.ters of credit of

amounts dependent upon the area involved in land d Lscurb ing activity;

inspection of land disturbing activity,, includint; procedures where vater

retention structures have been provided; prohibited conduct involving

land disturbing activities; and procedures for adopting executive rules

and regulations; and subject areas for such rules and regulations.

Be It Enacted bv the County Council for Montgomery Co'incv, Maryland, that -

Sec. 1. Chapter 19, title "Excavation, Crsrtin? and Sediment Control,"

of the Montgomery County Code 1972, is herrby ropealcri in its entirety and a

new Chapter 19 is enacted in lieu thereo: to read as loilous:

19-1. Definitions.

For the purposes of this ChapCfr, the :al lowing words and phrases shall

have the meanings respectively ascribed to th.^m by this section:

Approved plan. jV set of represenr.it iona! drawings or other documents

submitted by an applicant as a prerequisite to obtaining a sediment control permi

and containing such inf ortnal ion ana jpeci: ications required by the Department

Chapter 19. Sed^.-cnc Control
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and the District under regulations adopted in accordance with procedures set

forth in this Chapter in order to minimize off-sice sedimentation from land

disturbing activities, and approved by the District as being adequate Co

meet the requirements of Title 8, Subtitle H, Natural Resources, Annotated

Code of Maryland, 1974, and approved by the Department as being adequate to meet

the provisions of this Chapter.

Department. The Department of Environmental Protection.

Developer. A person, partnership or corporation building more Chan one

house, or building one house for occupancy by ocher than Che owner.

Director. The Director of the Department of Environmental ProtecCion.

District. The Montgomery Soil Conservation District.

Erosion. The process by which the ground surface Is worn by the action

of wind or water.

Excavating. Any act by which soil, earth, sand, gravel, rock or any

similar material is cut into, dug, quarried, uncovered, removed, displaced,

relocated or bulldozed, and shall include the conditions resulting therefrom.

Fence, approved. A permanent, semi-permanent or portable fence not less

Chan forty-two inches in height so constructed and so located as shall be approved

in the permit application to surround sediment basins, steep excavations or ponding

areas where it is necessary for the safety of members of the public.

Filling. Any act by which soil, earth, sand, gravel, rock or any similar

niaterial is deposited, placed, pushed, pulled or transported and shall include

the conditions resulting therefrom.

Finishing grade. The final grade or elevation of the ground surface

conforming to the approved grading plan.

Grading. Any act by which soil is cleared, stripped, stockpiled, or any

cotEbinaCion thereof.

Land disturbing activity. Shall mean any earth movement and land changes

which may result in soil erosion from water or wind and the movement of sediments

into State waters or onto lands in the State, including but not limited to, tilling,

clearing, grading, excavating, stripping, filling and related activities and Che

covering of land surfaces with an impermeable material.

Natural ground surface. The ground surface in its original state before

grading, stripping, excavating or filling, and other land disturbing activities.
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Permit. The County sediment control permit issued by the DepartmeiU

authorizing land disturbing activities in accordance with the requirement'^ ijL

this Chapter.

Pemittee. Any person to whom ,i permit is issued pursuant to this Chapter.

Person. Any person, corporation, partnership, joint venture, agency,

unincorporated association, municipaL corporation, County or State agency within

the State or any combination thereof.

Professional engineer. An engineer duLy registered by the State to practice

professional engineering under the requirements of Artie Le 75 L/2 of the .TTirtotatod

Code of Maryland, 1957.

Professional land surveyor. A person who has been duly registered anu

licensed under the requirements of Article 75 1/2 of the Annotated Code of .Maryla:;u, '.-'^7

.

Sediment. Soils or other sur.lci.al materials transported by wind or

surface water as a product of ero.'sion.

Site. Any lot or parcel of l.inU or a series of lots or parcels o: land

adjoining or contiguous or joined tocether under one ownership where grai'.ir.f;.

excavating or filling is, was or wi i I be performed.

Slope. The inclined surface of a CiL., excavation or natural terr.iii;.

Soil. Any earth, sand, gravel, rock or any other similar material.

Stripping. Any activity which removes the vegetative surface cover i nc 1 udi:'?

.

tree removal, clearing, grubbing and storage or removal of top soil.

Watercourse or drainageway. Any natural or artificial watercourse, including,

but not limited to, streams, rivers, creeks, ditches, channels, canals, conduits,

culverts, drains, waterways, gullies, ravines or washes, in which water flo\js i;: ,1

definite direction or course, either continuously or i nt ermi t c o-i 1 1 y ; and includ.ng

any area adjacent thereto which is subject to inundation by reason of over: Low or

flood water.

19-2. Permits.

(a) No person shall engage in any land disturbing activitv without first

obtaining a permit from the Department or Environmental Protection, except as

provided for In this Chapter.

(b) Nothing set forth in this Chapter shall be construed to be in conflict

with Title 8, Subtitle 11, Natural Resources, Annotated Code of Maryland. I97i.

(c) No permit shall be required under this Chapter for the following:

(1) Any minor land disturbing- activity involving, l.?ss Chan 500 cubic

yards of eath movement, and less th.in 5,000 square feet of disturbed surface area,

and which Ifl promptly stabllzed to prevent erosion and sedimentation,
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(2) Accepted agricultural land tiunagemenc practices such as: plowing,

and construction of agricultural structures; and nursery operations such as the

removal or transplanting of cultivated sod, shrubs and trees and tree cuccing ac

or above existing ground, and logging operations leaving the stump, ground cover

and root mat intact.

(3) Quarry operations subject to Chapter 38 of this Code, and the

stockpiling with slopes at a natural angle of repose, of raw or processed sand,

stone and gravel at quarries, concrete, asphalt and material processing plant and

storage yards, providing sediment and erosion measures have been and are being

employed to protect against off-site damages in accordance with an approved plan

for grading, erosion, and sediment control.

(4) Refuse disposal areas or sanitary landfills operated and conducted

by. the County; provided, that sediment and erosion control measures have been and

are being employed in accordance with an approved plan for grading, erosion and

sediment control.

(5) Grading and trenching for utility installations regulated and

caitrolled by the Washington Suburban Sanitary Commission, only to the extent of

any exemption from the provisions of this Chapter required by State law. ;

(6) Individual private septic systems which do not alter the natural

terrain.

(7) Authorized Montgomery County Capital Improvement and Public

Works Projects; provided, that sediment and erosion control measures have been and

are being employed in accordance with an approved plan for grading, erosion, and

sediment control.

(d) Exemption from a permit does not exempt the projects listed in

paragraphs (1), (2). (3), (4), and (7) of subsection (c) of this section from

other provisions of this Chapter Including inspection, but excluding bonding and

liability insurance.

19-3. Same-Application.

(a) To obtain a permit an applicant shall first file an application therefor

in writing upon fores furnished by the Department. The application must be signet^

by the owner of the property, or an authorized agent, where the land disturbing

activity is to be performed. If the owner is a corporation, it must be signed by

the president or vice-president, attested by the secretary or assistant secretary and
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the corporate seal affixed. The application shall be accompanied by scale plans

or drawings, including a grading, erosion and sediment control plan, and the

permit fee, approval of the State Department of Natural Resources where applicablt,

and a bond as required in Section 19-11.

(b) The plans accompanying the application shall be prepared and certified

by a professional engineer, land surveyor or architect, or other person qualified

and approved by the Department, and shall contain the following:

(1) A vicinity sketch and boundary line survey of the site for

which the permit is sought and on which the work is to be performed;

(2) Location of any buildings, structures, utilities, sewers, water

and storm drains on the site where the work is to be performed;

(3) Relationship of site to surrounding land: existing topography,

drainage and structures;

(4) Elevations, and/or contours, dimensions, location and extent of

all work proposed to be dona, and the existing elevations and/or contours of the

land

;

(5) A certification of chn quantity of excavation and fill involvou;

and area affected by the land dtsti.rhing activity in square feet, that being the

total site area less that area to remain undisturbed and certified as having

effective erosion resistant Rround cover.

(6) Detailed plans of all drainage provisions, retaining walls,

cribbing, vegetative practices, erosion and sediment control measures, location

of approved fences around sediment b.isins, steep excavations or ponding areas,

and other protective devices to be constructed in connection with, or as a part

of the proposed work, together with a map shoving the drainage area of land tributary

to the site, and estimated cubic ii'.ic per second runoff of the area served by any

drain;

(7) A timing schedule .in^l sequence indicating the anticipated starting

and completion dates of the devclopnont sequence, stripping and/or clearing, rough

grading and construction, final grading and vegetative establishment, and maintenance,

and the time of exposure of each area prior to the completion of effective erosion

and sediment control measures;

(8) A clear and definite delineation of the limits of work, (i.e.,

showing areas to remain undisturbed and showing areas to be disturbed);
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(9) Other plana, drawings or maCeriala and informaCion as required

by the Department or the District.

(c) The Department may waive the requirement for scale plans or drawings

if it finds that the information on the application is sufficient to show that the

work will conform to the requirements of this Chapter, provided that no such waiver

shall be construed as waiving the requirements of the District.

(d) A separate permit shall be required for each separate non-contiguous

site.

(e) No permit shall be transferable without the written consent of the

Department

.

(f) No permit shall be issued for land disturbance which is for building

or development not permitted by existing zoning, special exceptions and variances

applicable to the land.

19-i. Same-Referral of plans.

Prior to the issuance of a permit, a copy of the plan shall be referred to

the District for review and approval of the proposed erosion, and sediment control

measures, and shall be referred to the Department of Natural Resources, where

required by State law. The Department o: NjturaL Resources and the District shall

notify the Department of their recommendac ions and/or approval so that the applicant

may be notified in a timely manner.

19-5. Same-Modifications of plans.

(a) Major modifications of the approved plam shall be submitted to the

Department and reprocessed in the same manner as the original plan and referred in

accordance with Section 19-4 of this Chapter where:

(1) Inspection has revealed the Inadequacy of the plan to accomplish

the erosion and sediment objectives of the plan, and appropriate modifications to

correct the deficiency of the plan are approved by the District.

(2) The person responsible for carrying out the approved plan finds

that because of changed circumstances or for other reasons the approved plan cannot

be effectively carried out and proposes revisions to the plan that are consistent

with the requireaients of this Chapter and rules and regulations promulgated pursuant

thereto and the District and Department approve the proposed revisions.

(3) The Department nay, tn emergency situations and at its discretion,

order repairs or modifications in order to protect stream channels, other properties
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or the general public from damage, to remain In effect until such modif Lcntions

or revisions Co the plan shall have been approved and inplemented.

(b) Field modifications of a minor nature may be authorized by the

Department; provided, that written authorization is given to the person performing

work pursuant to this Chapter, with a copy forwarded in a timely manner to the

District.

19-6. Fees.

The County Executive, by written regulation, adopted pursuant to Section

2-105 of this Code, may establish, increase or decrease permit and inspection fees

and set non-refundable fee schedules for filing, additional submissions, and permit

renewals in an amount not to exceed the reasonable cost of administering and

enforcing this Chapter.

19-7. Same-Conditions upon issuance.

In granting any permit, the Director may attach such conditions thereto

as he may deen reasonably necessary to prevent sedimentation to public or private

property or any sewer, storm drain or watercourse, to prevent the operation from

being conducted in a manner hazardous to life or property, or in a manner Likely

to create a nuisance. 'uch conditions may include, but are not limited to, the

erection or installation of walls, drains, dams and structures, plantings, erosion

and sediment control measures or devices, furnishing necessary easements and a

specified method of performing the work which shall be identified on the sediment

control plan submitted for approval. No permit shall be issued until a sediment

control plan is approved by the District, and the owner certifies that all land

disturbing activities shall be performed pursuant to the sediment control plan

and modifications incorporated pursuant to Sec. 19-5 herein. The approved plan

shall be a condition of the permit. No person shall violate any such conditions

so imposed.

19-8- Sace-Expiration; renewal.

Every permit issued hereunder shall expire at the end of- the period of cime

set out in Che permit. The permittee shall fully perform and complete all of Che

work required to be done within one year after the date of issuance unless specified

otherwise by Che OepartrcnC for good cause shown. If Che permittee shall be unable

to complete the work within the specified tine, he shall, within thirty days prior

to expiration of the permit, present In writing to the Department a request for an
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extension of time, setting forth therein the reasons for the requested extension.

If In the discretion of the Director, such an extension is warranted, he may grant

additional time for the completion of the work for an additional fee. Said fee co

be established by the County Executive by written regulation adopted pursuant Co

Section 2-105. Where the Director determines that the extension of time will

require a substantial modification of the grading, erosion and sediment control

plan, any extension of a permit shall be subject to approval of a revised sedimenc

control plan by the District.

19-9. Same-Revocation or suspension.

(a) Any permit issued under this Chapter may be revoked or suspended by ;

the Director, after notice, for:

(1) Violation of the plan or of any other condition of the permit;

(2) Violation of any provision of this Chapter or any other applicable

law, ordinance, rule or regulation relatiiig to the work;

(3) Existence of any condition or the doing of any act constituting

or creating a nuisance, hazard or endangering human life or the property of others.

(b) In addition to the authority set forth in subseccion (a), the Director

may post a site with an order directing the jiermictee to cease all land disturbing

activity being performed inder permits Issued under this Chapter when such activity

does not conform to the specifications, including modifications thereof, of an

approved plan or other conditions of the permit Issued hereunder, provided chat:

(1) Written notice to comply shall have been furnished to the permittee;

and '

(2) Said notice includes Che nature of the corrective measures required

and the time within which corrections shall be made.

(c) Nothing contained in this section shall be interpreted as restricting

the Department from proceeding directly with alternative enforcement procedures

as set forth in Sec. 19-19. '

19-10. Performance bond.

(a) The Director shall, before issuing a permit, require a cash or corporate

bond, or an Irrevocable letter of credit from a financial institution, in a form

satisfactory to him and approved by the County Attorney, conditioned upon Che

faithful performance of the conditions in the pemlc and soil erosion, and sedimenc

control measures specified in the permit within Che time specified by the Director
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or within any extension thereof granted by the Director. The amount of the bond or

collateral required by this section shall be $300 plus 2i per square foot of the area

included in the land disturbing activity, plus such amounts as deemed necessary by the

Director to secure the cost of improvements required in approved plans, not to exceed

a total amount of $10,000. The Director may grant a partial or complete vaiver of

such bond, upon application, where he finds minimal impairment of existing surface

drainage, ninimal erosion hazard and minimal sedimentation hazard upon any adjacent

land or watercourse, and no hazard to human life or property. A corporate bond shall

be maintained and renewed annually and shall be executed by a surety or guaranty compan

qualified to transact business in the State. A cash bond shall be deposited with the

Director of Finance, who shall give his receipt therefor, reciting that the cash has

been deposited in compliance with and subject to the provisions of this section. The

bond shall obligate the principal, his executors, administrators, successors and assigr

jointly and severally with the surety and shall inure to the benefit of the County, ic

>

officers, employees and to any person aggrieved by the principal's failure to comply

with the conditions thereof. The principal and the surety shall under the bond continu

to be firmly bound under a continuing obligation for the payment of all necessary cost.-

and expenses or liabilities which may bo incurred or expended by the Department to

meet the minimum requirements of this Chapter.

(b) Whenever the Department shall find that a default has occurred in the

performance of any term or condition of the permit, bond or letter of credit, written

notice thereof shall be given to the principal and to the surety of the bond. Such

notice shall state the work to be done, the estimated cost thereof and the period of

time deemed by the Department to be reasonably necessary for the completion of such -or

(c) If a cash bond has been posted, notice of default as provided by the precvu

paragraphs shall bo given to the principal, and if compliance is not had within tho ti.-

specified, the Department shall proceed without delay and without further notice or

proceedings whatsoever to use the cash deposited, or any portion of such deposit, z.i

cause the required work to be done by contract or otherwise in the discretion of the

Director.

(d) In the event of any default in the performance of any term or

condition of the pcmlt, bond or letter of credit, the County, the surety or

any person employed or engaged on his behalf shall have the right to go upon

the site to complete the required work necessary to control erosion and

sedimentation or si*kc it safe. In the event the Department undertakes the

required work or rukes the site safe with the funds from the forfeited cash

or corporate bond, such funds shall be used to pay the cost of contracting.
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Including engineering and administration, for necessary restoration of the site

to control erosion and sedimentation within the requirements of the plan, permit,

bond or Chapter. If the cost of the work, necessary to control erosion and

sedimentation or to make it safe exceeds the amount of the cash or corporate bond,

the permittee shall continue to be firmly bound under a continuing obligation for

payment of all excess costs and expenses incurred by the County. The cost and

expenses shall be a lien upon all property and all rights to property, real or

personal, of any person liable to pay the same from and after the time said cost

is due and payable. The cost shall be listed on the tax bill and shall be

collected in the manner of ordinary taxes.

(e) No person shall interfere with or obstruct the ingress or egress to

or from any such site or premises by an authorized representative or agent of any

surety or of the Department engaged in completing the work required to be performed

under the permit or in complying with the terms or conditions thereof.

(f) A corporate bond shall remain in full force and effect, until a

completion certificate is issued pursuant to Section 19-14. A cash bond shall

be returned to the depositor or to his successors or assigns upon issuance of a

completion certificate foe the work in accordance with Section 19-14, except any

portion thereof that may have been used.

19-11. Liability insurance.

If in the opinion of the Director the nature of the work is such that it

may create a hazard to human life or endanger adjoining property or property at

a higher or lower elevation, or any street or street improvement, or any other

public property, then the Director may, before Issuing the permit, require that

the applicant for a permit file a certificate of insurance showing that he is

insured against claims for damages for personal Injury and property damage in

an amount not less than twenty-five thousand dollars. Including damage to the

County by deposit or washing of material onto County streets or other public

improvements, which may arise from or out ot the performance of the work, wh^;ther

such performance be by himself, his subcontractor ^r any person directly or

indirectly employed by him, and the amount of such insurance shall be prescribed

by the Director in accordance with the nature of the risks Involved. Such

insurance shall be written by a company licensed to do business in the State

and approved by the County. Neither issuance of a permit, nor compliance with
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the provisions hereto or any condition imposed by the Department shall n-lieve

any person from any responsibility for damage to persons or property otherwise

imposed by law, nor impose any liability upon the County for damages to persons

or property.

19-12. Inspection.

(a) No land disturbing activity shall proceed until approved by the

Department. All work shall be performed in accordance «ith a schedule shown

on the approved plan or a revised schedule approved by the Department.

(b) After commencing initial land disturbing activity the Department

shall Inspect at the following stages:

(1) Upon completion of stripping, clearing and the stockpiling of

soil but prior to related off-site land disturbing activities;

(2) During rough grading. Including hauling of imported or wasted

materials;

(3) Upon completion o: rough grading, but prior to placing topsoil.

permanent drainage systems, ground covers, or other permanent site development

improvenents identified on the approved plan;

(i) Upon completion of final grading, including established ground

covers and planting, and installation of all vegetative measures and all other

work in accordance with the approved plan.

(c) The permittee shall notify the Department forty-eight (48) hours

before commencing any land disturbing activity. Upon receiving such notice,

the Department shall inspect the work and notify the permittee of its approval

or in what respect there has been a failure to comply with the requirements of

this Chapter. Any portion of the work which does not comply shall be promptly

corrected by the pcrnittee. The Department may make additional inspections as

it deems appropriate, and shall have the right to waive inspections, excluding

Che final Inspection as provided in Section 19-14.

(d) The Department shall maintain a permanent file of its inspections.

Upon conpletion of the work, the permittee, or owner, shall file with the

Department a certification that all grading, drainage, erosion control measures,

and facilities and vegetative measures have been completed in conformance with

Che approved plans and specifications, the permit and the provisions of :his

Chapter.
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(e) When sedlmenC control plans for land disturbing activities include

the use of water retention structures such as ponds, catch basins, related

facilities and when such plans show by affidavit Chat chey have been prepared

by a licensed professional engineer or land surveyor and that said licensed

professional engineer or land surveyor will supervise the construction of such

facilities in accordance with the provisions of such plans and regulations adopted

in accordance with this Chapter, the Director may waive the inspections required

by this section. Before the issuance of a completion certificate in accordance

with Section 19-14, said licensed professional engineer or land surveyor shall

certify to the Department that Che facilities Included on the approved plan have

been constructed in accordance with said plan or modifications made thereto and

approved by the Department and District.

19-13. Maintenance of structures, measures and devices.

The permittee or the owner of any property on which work has been done

pursuant to a permit granted hereunder, or any other person or agent in control

of such property, shall Mintsin in good condition and promptly repair or restore

all grade surfaces, walls, drains, dams and structures, plantings, vegetation,

erosion, and sediment cont-ol -measures and other protective devices. Such repair

or restoration, and maintenance, shall be in accordance with the approved plans,

specifications and permit as required by this Chapter until permanent measures

are accepted by the Department.
,

19-14. Completion.

Inroedlately upon completion of the project, the permittee shall notify

the Department. The Department shall make a final inspection and shall prepare

a final inspection report, a copy of which shall be submitted to the District.

If upon final inspection of any work it is found by the Department chat

the work subject to inspection has been <;ac i s: accori ly completed in accordance

with the requirements of this Chapter, the permit, conditions, plans, drawings

and specifications, as the case may be, and tt.c required reports have been

submitted, a completion certificate covoriny; S4ich work shall be issued to the

ovner by the Department.

19-15. Protection to adjacent property durlr.j excavation.

No person shall excavate on land sufficiently close Co the property line

to endanger any adjoining public street, sidewalk, alley or other public property
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without supporting and protecting such public street, sidewalk, alley or other

public property from settling, cracking or other damage which might result from

such excavation. If in the opinion of the Director the nature of the excavation

is such as to create a hazard to life or property unless adequately safeguarded,

the applicant shall construct such walls, fences, guard rails or other structures

to safeguard the public street, sidewalk, alley or other public property and persons

using such, as the Director may require.

19-16. Deposits of soil, material or liquid prohibited.

(a) No person shall engage in any land disturbing activity or by any

action cause or permit any soil, earth, sand, gravel, rock, stone, or other

material, or liquid to be deposited upon or to roll, flow, or wash upon or over

the premises of another in a manner to cause damage to such premises without the

express consent of the owner of such premises affected; no person shall engage in

any land disturbing activity or by any action cause or permit any soil, earth,

sand, gravel, rock, stone, or other ciaterial or liquid to be deposited or to roll,

flow, or wash upon or over any public street, street improvement, road, sewer,

storm drain, water course, or right-of-way, or any public property in a manner

to damage or to interfere with the use of such property.

(b) No person shall when hauling soil, earth, sand, gravel, rock, stone

or other material over any public street, road, alley or public property allow

such materials to blew or spill over and upon such street, road, alley or public

property or adjacent private property.

(c) If any soil, earth, sand, gravel, rock, stone or other material or

liquid is caused to be deposited upon or to roll, flow or wash upon any public

or private property in violation of subsections (a) and (b) above, the person

responsible shall be notified and shall cause the same to be removed from such

property within thirty-six (36) hours. In the event of an immediate danger to

the public health or safety, notice shall be given by the meat expeditious means

and the material or liquid shall be removed innediately. In the event it is not

so removed, the Department shall cause such removal and the cost of such removal

by the Department shall be paid to the County by the person who failed to so

remove the material and shall be a debt due the County. The cost of such removal

shall be a lien upon all property and all rights to property, real or personal,

of any person liable to pay the same from and after the time said cost is due and
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payable. The cost of such removal shall be listed on the tax bill and shall be

collected in the manner of said taxes. Provided, however, that nothing contained

in this section shall be interpreted as prohibiting the Department from proceeding

directly with alternative enforcement procedures set forth in Section 19-19.

19-17. Rules and regulations.

.(a) The Director may recommend written rules and regulations for the

administration of the provisions of this Chapter and may, at his discretion, hold

public hearings as part of this rule-making process, with opportunity for full

participation from the Montgomery Soil Conservation District and shall obtain the '

recoimnendatlons from the District prior to forwarding his recommendations tor

rules and regulations. Such rules and regulations and amendments thereto shall

not conflict with nor waive any provisions of this Chapter nor be less restrictive

than its provisions and shall become effective upon their adoption by the Countv

Executive in accordance with the procedures set forth in Chapter 2, Section 2-105

of this Code.

(b) The Director shall hold public licarings, upon adequate public notice

of no less than thirty days, with opportunity for full participation from the

Soil Conservation District and shall obcain chc recommendations from the Soil

Conservation District prior to forwarding his recommendations for rules and

regulations for provisions set forth in subsection (c). Such rules and

regulations shall not conflict with nor waive any provisions of this Chapter

nor be less restrictive than rules or regul.itions promulgated and in effect as

requirements of the Maryland Department of Natural Resources. Such rules .in<i

regulations and amendments thereto shall become effective upon choir adopt . on

by the County Executive in accordance with Chapter 2, Section 2-105 of ctiis Codo

and upon their approval as submitted or amended by resolution oi chc County Council.

(c) Regulations promulgated pursuant to this Act sh.ill establish criteria

which shall not conflict with, nor wiave any provisions co this Chapter nor be

less restrictive than criteria adopted for the sane purp'-'so by the Soil

Conservation District. These regulations shall include but not be limited co

the following provisions:

(1) Maximuta duration of exposure;

(2) Critical slope protection;

(3) On-site grading controls;
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(4) On-site drainage controls;

(5) Protection of specimen trees.

19-18. Exemptions.

The provisions of Sections 19-10 and 19-11 and the criminal provisions

of Section 19-19 shall not apply to municipal corporations, County or State

agencies within the State or any combination thereof,

19-19. Penalties.

Any person violating the provisions of this Chapter shall be guilt/ of a

tnisdemeanor , and upon conviction, shall be subject to a fine of noc more than one

thousand dollars for each and every violation. Each day that the violation continues

shall be a separate offense. In addition thereto, the County may institute injunccive.

mandamus or any other appropriate action or proceedings at law or equity for the

enforcement of this Chapter or to correct violations of this Chapter, and any

court of competent jurisdiction shall have the right to issue restraining orders,

temporary or permanent injunctions or mandamus or other appropriate forms of remedy

or relief.

Sec. 2. Severability.

The provisions of this Act are severable and if any provision, sentence,

clause, section or part thereof is held illegal, invalid or unconstitutional or

Inapplicable to any person or circumstances, such illcj^ality, invalidity or

unconstitutionality , or inapplicability shall not affect or impair any of the

remaining provisions, sentences, clauses, sections or parts of the Act or their

application to other persons or circumstances. It is hereby declared to be the

legislative intent that this Act would have been adopted if such illegal, invalid

or unconstitutional provision, sentence, clause, section or part had not been

included therein, and if the person or circumstances to which the Act or any

part thereof is inapplicable had been specifically exempted therefrom.

Sec. 3. Effective date.

This Act shall take effect on the 76th day following the date on which

it becomes law.

339









BILL NO. 64-73, Noise Control

Introduced: November 20, 1973
Enacted: January 21, 1975
Executive: Returned without signature.
Effective: April 24, 1975

COUNTY COUNCIL

FOR MONTGOMERY COUNTY, MARYLAND

November Legislative Session 1973

Chapter 31

AN ACT to amend Chapter 32, title "Offenses-Miscellaneous", of the Montgomery

County Code 1972, as amended, by repealing Section 32-21, title, "Radios,

phonograph, loudspeakers, etc. --Operation regulated; penalty," and to add

a new Chapter 31B, title "Noise Control", to the Montgomery County Code

1972, as amended, to follow immediately after Chapter 31A thereof, to

relate generally to the control of unnecessary noise in Montgomery

County; to establish maximum noise levels permitted generally throughout

the County effoctivo October 1, 1976 in certain areas, at certain times

(TikI under certain circumstances and to specify permitted deviations

therefrom; to require the County Executive to establish in writing within

six months after the effective date of this Chapter, rules, regulations,

standards and procedures to measure noise limits set forth in this Chapter,

to revise such limits where necessary and to carry out the purposes and

intent of this Chapter; to provide for special noise limits applicable

to the construction, repair and demolition of structures and to the

operation of motor vehicles; to authorize the County Executive to designate

noise sensitive areas in which certain noise-producing activities may be

prohibited; to designate certain unlawful noise- producing activities

prohibited throughout the County; to provide for temporary and special
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exemptions from the provisions of this Chapter when such exemption would

be in the public interest; to provide for the administration of this

Chapter by the Director of the Montgomery County Department of Environmental

Protection; to provide for the establishment of a Noise Control Advisory

Board to advise the County in the administration and enforcement of this

Chapter; to establish a procedure for the enforcement of this Chapter; to

provide for the admissibility and certain presumptions with respect to

sound level meter readings; to specify penalties for the violation of

this Chapter; and to provide for the adoption of this Chapter by incorporated

towns, villages or municipalities in the County and for the enforcement

thereof by the County.

Be It Enacted by the County Council for Montgomery County, Maryland , that -

Sec. 1. Section 32-21, title "Radios, phonographs, loudspeakers, etc.--

Operation regulated; penalty", of Chapter 32, title "Offenses - Miscellaneous", of

the Montgomery County Code 1972, as amended, be and it is hereby repealed in its

entirety.

Sec. 2. Th?re is hereby added to the Montgomery County Code 1972, as

amended, a new Chapter to be known as Chapter 31B, title "Noise Control", to

follow immediately after Chapter 31A thereof, and to read as follows:

31B-1. Declaration of Policy; Construction.

(a) The County Council for Montgomery County hereby declares it to be

the public policy of the County that every person is entitled to ambient noise

levels that are not detrimental to life, health and enjoyment of property. It

is hereby declared that excessive or unnecessary noi^gs within the County are a

menace to the health, safety, welfare and prosperity of the people of the County.

It is declared further to be the policy of the County and the intent of this
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Chapter to reduce the outdoor ambient noise level in the County so as to promote

imblic health, safety, welfare, and the peace and quiet of the inhabitants of the

County, and to facilitate the enjoyment of the natural attractions and resources

of the County. It is further declared that this Chapter is not intended to

control internal noise levels between attached dwelling units such as apartments,

condominiums, townhouses, or other structures having common or party walls.

For the purpose of reducing and controlling outdoor ambient noise

levels in the County, and providing a method of measurement and enforcement

which is as objective and reliable as possible, it is hereby declared to be

the policy of the County to establish the standards and procedures contained

herein relative to noise. In this regard, the Council notes that noise control

standards for sounds resulting from quarry operations are contained in Chapter

38 of the Montgomery County Coae 1972, as amended.

(b) This Chapter shall be liberally construed so as to effectuate the

purposes and intent set forth herein.

31B-2. Definitions.

For the purposes of this Chapter, acoustical terminology shall be as

defined by the American National Standards Institute (ANSI), except as specifically

def-ined herein. The following words and phrases shall have the meanings

respectively ascribed to them by this section:

(a) "Ambient Noise" means the total noise associated with a given

environment, usually comprising sounds from many sources both near and far.

fb) "Agricultural Use" means any farming operation related directly to

the commercial production of livestock, food and/or fiber.

(c) "Decibel (dB)" means the unit of measurement of relative sound

pressure equal to twenty times the logarithm to the base 10 of the ratio of the

effective sound pressure to a reference pressure of 20 micronewtons per square

3''i3
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meter In formula: dB = 20 Log-in

wiiere P is the average root-mean-squared pressure of the measured sound, and

P indicates the reference sound pressure.
0

(d) "Decibel -A- Weighted (dBA)" denotes the sound level, in decibels,

measured with a sound level meter using the A-weighting network or scale as

specified in ANSI 514.' 71 specification for sound level meters.

(e) "Department" mear^s the Montgomery County Department of Environmental

Protection.

(f) "Director" means the Director of the Montgomery County Department

of Environmental Protection.

(g) "Emergency Work" means work made necessary to restore property to a

safe condition following a public disaster, work required to protect persons or

property from imminent exposure to danger, or work by private or public

utilities w len restoring utility service.

(h) "Impulsive" noise means a short burst of acoustical energy such

as that produced by weapons fire, punch press or drop hammer. A pressure time

history of a single impulse includes a rapid rise to a maximum pressure followed

by a somewhat slower decay, both occurring within one second.

(i) "Motor Vehicle" means a surface vehicle which is self-propelled or

propelled by electric power obtained from overhead trolley wires, but not

operated upon rails.

(j) "Muffler" means a device designed for and effective in reducing

noise while permitting the flow of gases.

(k) "Noise" means any steady-state or impulsive sound occurring on

either a continuous or intermittent basis.
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(1) "Periodic Noise" means repetitive fluctuations in sound level

occurring at a repetition rate not to exceed one period every half second

or more.

(m) "Person" means an individual, corporation, iiartnershi p , association,

organization or any other legal entity.

(n) "Sound Level" means the level observed on an approved sound level

meter, as specified in Section 318-7 hereof.

(o) "Source" means any activity, occupation, business or operation

conducted on land, or water, or in or upon a building or other structure,

including streets and thoroughfares.

(p) "Violator" means any person actually causing, operating, responsible

for, or otherwise having direct or indirect control over any use which is proved

to violate any provision, standard, regulation or rule of this Chapter.

(q) "Zone" means an area within which certain designated uses are permitted

and certain others are prohibited according to established requirements which are

the same for all uses in the applicable area, except as otherwise provided herein,

this Chapter applies to:

(1) "Industrial Zones", which include I-l , 1-2, and 1-3 zones as

described in the Zoning Ordinance for the Maryland-Washington Regional District

in Montgomery County, as amended, and any other industrial zones which might be

adopted hereafter by the District Council.

(2) "Commercial Zones", which include C-0, C-T, C-1, C-2, C-3, C-M,

C-P, H-M, R-CBD, R-C-CBD, CBD-1 , CBD-2, CBD-3, CBO-0.5 and Country Inn zones as

described in the Zoning Ordinance for the Maryland-Washington Regional District

in Montgomery County, as amended, and any other commercial zones which might 3e

adopted hereafter by the District Council.
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(3) "Residential Zones", which include R-A, RA-C, R-E, R-R, R-150,

R-9C, R-60, R-40, R-T, P-30, R-20, R-10, R-H, P-R-C, Town Sector, Planned

Neighborhood and Planned Development zones as described in the Zoning Ordinance

for the Maryland-Washington Regional District in Montgomery County, as amended,

and any other residential zones which might be adopted hereafter by the District

Counci 1

.

318- 3. Administration.

(a) The administration of this Chapter is hereby vested in the Director

of the Department of Environmental Protection under the general supervision of

the Chief Administrative Officer and the County Executive.

(b) The Director shall be responsible for:

(1) Enforcing the provisions of this Chapter.

(2) Employing individuals trained in acoustical engineering or

equivalent fields necessary to assist the Director in the administration and

enforcement of this Chapter.

(3) Training field inspectors to assist in the administration and

enforcement of this Chapter.

(4) Procuring noise measurement instrumentation devices and

training inspectors in the calibration and operation of such devices, as set

forth in Section 31B-7 hereof.

(5) Providing assistance and expert testimony in connection with

matters dealing with noise control litigation as may be necessary to aid in the

enforcement of this Chapter.

(5) Acquiring, developing, maintaining, and making available to

the public information pertinent to noise control in the community.
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(7) Coordinating the County noise control program with other

governmental and non-governmental agencies and activities at the federal, state,

regional and local levels.

(c) At least every third year following the effective date of this

Chapter, the County Executive shall evaluate, with the advice and assistance

of the Director and the Noise Control Advisory Board, the effectiveness of the

noise control program in Montgomery County and shall make recommendations to the

County Council for any legislative changes necessary to improve that program.

(d) Within six months after the effective date of this Chapter, the

County Executive, with the advice and .assistance of the Director, the Noise

Control Advisory Board and other appropriate governmental agencies, shall

establish in writing the following:

(1) Rules, regulations and procedures to be used in measuring

noise levels set forth in this Chapter.

(2) Such other noise control rules, regulations and standards

as the County Executive, with the advice and assistance of the Director and

the Noise Control Advisory Board, may deem necessary and proper to accomplish

the purposes and intent of this Chapter including when appropriate, rules,

regulations or standards promulgated by the State or federal government as

well as rules, regulations or standards revising the noise limits set forth

in this Chapter, if such revisions are deemed necessary. Any such rule,

regulation or standard shall be established only after the County Executive

or his designee, after reasonable notice to the public, shall have conductec a

public hearing, at which hearing all interested persons shall be given an

opportunity to testify and to submit alternative proposals for consideration.

In no case shall such rule, regulation or standard become effective prior to

October 1 , 1976.
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(e) Within six nonths after the effective date of this Chapter, the

County Executive, with the advice and assistance of the Director and the Noise

Control Advisory Board, shall propose in writing regulations and standards for

the control of noise dui to construction, repair or demolition of structures or

fa^ ilnies within 800 feet of occupied residential uses, or within 400 feet of

occupied commercial uses.
_

(f) Unless they are superseded by regulations adopted in accordance

with subsection 31B-3(d) of this Chapter, the noise standards set forth in

this Chapter at the time of its enactment shall take effect on October 1, 1976.

31B-4. Noise Control Advisory Board.

(a) For the purpose of advising the County Executive and the Director in

the administration and enforcement of this Chapter, there is hereby established

d Noise Control Advisory Board. The Board shall consist of seven (7) members to

be appointe'i by the County Executive, subject to confirmation by the County

Council. Members of the Board shall be experienced in or familiar with the

problems of noise control and to the extent possible shall be representative of

business and industry, medicine, labor, the environmental field and the general

public. Each of the members appointed to the Board shall serve for a term of

four (4) years or until his successor has been appointed and confirmed. Initial

terms of members shall be as follows: one member for one (1) year, two members

for two (2) years, two members for three (3) years, and two members for four (4)

years.

(b) The Board shall elect one of its members as Chairman and another

of its members as Vice Chairman, each to serve at the pleasure of the Board.

The Board shall meet on call by the Chairman as frequently as required to perform
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Its duties but not less than once each quarter. A majority of the members

of the Board shall constitute a quorum for the transaction of business, and

a majority vote of those present, but not less than four, at any meeting

shall be sufficient for any official action taken by the Board.

(c) Members of the Noise Control Advisory Board shall serve without

coi ipensation unless the County Council shall by resolution fix a rate of

coi pensation. Members shall, however, be reimbursed for actual reasonable

expenses necessarily incurred in the discharge of their duties and responsibilities

on the Board in accordance with funds appropriated therefor by the County.

(d) The Board shall provide advice and assistance to the Director in

the administration and enforcement of this Chapter. In this regard, the Board

shall be responsible for:

(1) Reviewing and commenting on all noise control rules, regulations

and standards prior to the establishment of such rules, regulations and standards

by the County Executive;

(2) Advising and making recommendations to the Executive and the

Director on the effectiveness of the noise control program.

(e) The Director shall be responsible for providing administrative,

secretarial and staff services to the Board.

31B-5. Maximum permissible sound levels; general.

(a). Effective October 1, 1976, except as otherwise provided in Sections

31B-6, 31B-8, 31B-9, 31B-12 and 31B-13 of this Chapter, a sound level which

emanates from any operation, activity, or source and which exceeds the maximun

permissible sound levels established by the following subsection (b) is p'ohibited.
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(b) The following maximum permissible sound levels are hereby established:

(1) If the sound emanates from sources located within a commercial

or industrial zone, the maximum permissible sound level is:

(i) 62 dB(A) at any point on the property line;

(ii) 55 dB(A) at any point on a boundary separating a

commercial zone or industrial zone from a residential zone.

(2) If the sound emanates from sources located within a residential

use zone, the maximum permissible sound level is 55 dB(A) at any point on the

property line of the residential use.

31B-6. Maximum permissible sound levels for construction repair or

demolition of structures.

(a) Effective October 1, 1976, during the hours from 7:00 a.m. to 9:00

p.m. , the maximum permi ssi bl e" sound levels due to construction, repair or

demolition of any structure or facility, measured at least 50 feet away from

the source or at the property line, whichever is greater, shall not exceed the

sum of 20 dB(A) and the maximum permissible sound levels aoplicable to that

source under provisions of Sections 318-5 and 31B-8 of this Chapter.

(b) In cases involving noise from the construction, repair or demolition

of a public street or thoroughfare, the property line shall be the boundary of

the public right-of-way.

(c) The County Executive shall, within 90 days following publication of

proposed regulations and duly advertised public hearing thereon required under

subsection 31B-3(e) of this Chapter, establish further requirements to minimize

the noise produced where construction, repair or demolition of any structure

or facility is undertaken on or after October 1, 1976 within 800 feet of an

occupied use located in a residential zone, or within 400 feet of an occupied

use located within a commercial or industrial zone.
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(d) During the hours from 9:00 p.m, to 7:00 a.m., the requirements of

Section 318-5 of this Chapter shall be applicable to the construction, repair

or dwiolition of any structure or facility. However, in the performance of

emergency work, as defined in Section 31B-2(g) of this Chapter, conducted at

any hour of the day or night, the provisions of this Chapter shall not apply.

31B-7. Admissibility of sound level meter readings; presumptions.

(a) The results of any reading of any sound meter approved for use by

the Director shall be admissible in any civil or criminal action for enforcement

of this Chapter and shall be presumed to be accurate to within plus or minus

2 dB(A), if it is first shown that the meter was properly calibrated, that it

was manned by a competent operator, that proper operating procedures were

followed and that proper records were kept. "Properly calibrated" shall mean

approved by the Director as being within plus or minus 0.5 dB at a single

frequency between 200 and 1000 Hz (cycles per second) prior to the reading.

"Competent operator" shall mean any person who has received training in the

use of equipment in a training program approved by the Director. The Director

may approve for use any meter conforming at least to the requirements for

Type II sound level meters, as defined by ANSI SI. 4-1971 (specifications for

sound level meters), or the latest revision thereof, using the A-weighting

network.

(b) In any civil or criminal action for enforcement of this Chapter,

it shall be presumed that any meter approved by the Director for use or

calibration is in conformity with the above standards. It shall also be

presumed in any civil or criminal action for enforcement of this Ch&pter that

where any person is prima facie shown to have violated the sound level

limitations set forth by or through this Chapter, the alleged violator was not

within the allowable deviations of subsection 31B-8.

3 51 NEW



Bill No. 54-73

31B-8. Deviations from maximum permissible sound levels.

(a) The maximum permissible sound levels established by Section 31B-5

of this Chapter may be exceeded during the hours from 8:00 a.m. to 9:00 p.m.:

(1) By no more than 5 dB(A) for a duration not to exceed 12 minutes

in any one hour period.

(2) By no more than 10 dB(A) for a duration not to exceed 3 minutes

in any one hour period.

(3) By no more than 15 dB(A) for a duration not to exceed 30 seconds

in any one hour period.

(b) The maximum permissible sound levels established by Section 31B-5

of this Chapter shall be reduced by 5 dB(A) for:

(1) sounds of periodic character, or

(2) sounds of impulsive character, or

(3) an audible tone such as a hum, whine or screech.

(c) The noises from certain sources associated with residential iving,

such as home workshops, power tools, power garden equipment and vehicular repairs,

although not considered desirable by most residents, are nevertheless to be

tolerated. Effective October 1 , 1975, such activities sh.ill be allowed to

persist in excess of the noise limits specified in Section 31B-5 and in this

Section only between the hours of 9:00 a.m. and 9:00 p,m. At all other times,

the noise limits specified in Section 31B-5 and in this Section shall apply.

Subject to approval by the County Council, the County Executive may, by written

regulation, revise the noise limits and the hours of operation applicable to

the types of sources covered by this subsection.

31B-9. Maximum permissible sound levels for motor vehicle operations.

(a) Effective October 1, 1976, the use or operation of a motor vehicle

in such a manner as to exceed the maximum sound levels established by the
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following subsection (b), measured at a point 50 feet from the centerline of

travel of the motor vehicle is prohibited. In the event that it is impractical

to obtain ""^uch nitasurement 50 feet from the centerline of travel, the distance

shall be measured, and the following correction factors shall be applied to the

maximum permissible sound levels for the distances listed.

25 - 29 feet +6 dB(A) 59 - 74 feet -2 d3(A)
30 - 37 " +4 " 75 - 93 " -4

38 - 46 " +2 " 94 - 117 " -6 "

47 - 58 " 0 " 118 - 150 " -8

(b) Subject to the provisions of subsection (a) of this Section, the

following maximum permissible sound levels are established for motor vehicle

operation effective October 1, 1975:

(1) Where the posted speed limit is 35 mph or less;

(i) For motor vehicles with a gross vehicle weight of more

than 10,000 lbs. operating on a street or other thoroughfare, 86 dB(A),

(ii) For motorcycles, 82 dB(A),

(iii) For all other motor vehicles, 76 dB(A).

(2) Where the posted speed limit is more than 35 mph:

(i) For motor vehicles with a gross vehicle weight of more

than 10,000 lbs. , 90 dB(A),

(ii) For motorcycles, 86 dB(A),

(iii) For all other motor vehicles, 82 dB(A).

(c) Nothing in this section shall be deemed to abridge or conflict with

the powers of the State over motor vehicle control pursuant to Article 66 1/2 of

the Annotated Code of Maryland.

31B-10. Noise Sensitive Area.

Whenever the protection of the public health, safety and welfare so require,

the County Executive, after a duly advertised public hearing and with the advice
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nf thp Director and the Noise Control Advisory Board, may designate in writing

any geographical area of the County as a Noise Sensitive Area in which certain

nm sp-produci ng activities may be prohibited effective Oct. 1, 1976. Such

designation shall include a description of the subject area by reference to named

si-.reets, the reasons for determination as a Noise Sensitive Area, and a list of

those activities which if undertaken in such area, would constitute unnecessary

noise. Such designation may be limited to specified times or days of the week. In

cases where the limitations imposed by Executive Regulation, promulgated under

authority granted herein, are more stringent than those prescribed by restrictions

within this Chapter, such regulations shall control within such noise sensitive

areas.

31B-11. Special Noise Limits.

The following provisions shall be effective October 1, 1976:

(a) It shall be unlawful for any person to sound a horn or other

signaling device on any motor vehicle except as an emergency or danger warning

signal

.

(b) It shall be unlawful to operate any radio, phonograph, loudspeaker,

or other such noise producing machine or device upon public streets or thorough-

fares for the purpose of commercial advertising or attracting the attention of

the public in a manner which exceeds the limits contained in this Chapter or

which might hereafter be established by the County Executive by written regulation.

(c) Every motor vehicle having an internal combustion engine shall be

equipped with an exhaust muffler system in good working order and in cons cant

operation to prevent excessive or unusual noise. No person shall use a muffler

cutout, bypass, or similar device upon a motor vehicle on a highway. Noise

levels which exceed the limits contained in this Chapter or which might hereafter

be established by written regulation of the County Executive pursuant to this
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Chapter shall be deemed to be excessive.

(d) It shall be unlawful for any person to sell anything by outcry

between the hours of 9:00 p.m. and 8:00 a.m. The provisions of this subsection

shall not b'l construed to prohibit selling by outcry of merchandise, food and

beverages at licensed sporting events, parades, fairs, circuses and other similar

licensed entertainment events.

(e) It -shall be unlawful for any person to use any drum or musical

instrument upon the streets and other thoroughfares between the hours of 9:00

p.m. and 8:00 a.m. This subsection shall not apply to any person who is a

participant in a school band or duly licensed parade or who has been otherwise

duly authorized to engage in such conduct.

(f) It shall be unlawful for any person to willfully or knowingly operate

or permit to be operated a radio, television, loudspeaker or loudspeaking devices,

music-making machines or other noise-making devices of any nature whatsoever,

either upon private property or upon public highways or other public property in

a manner which exceeds the limits contained in this Chapter or which might here-

after be established by the County Executive by written regulation.

(g) It shall be unlawful for any person owning, harboring, keeping, or

in charge of any animal or fowl to allow such animal or fowl to cause noise

which exceeds the limits contained in this Chapter or which might hereafter be

established by written regulation of the County Executive.

- 31B-12. Temporary Exemption.

The Director is hereby authorized to grant a temporary exemption from

the maximum permissible sound levels established by this Ciapter if such

temporary exemption would be in the public interest. An application for a temporary

exemption shall be accompanied by a fee determined by written regulation of the

County Executive in an amount sufficient to defray the administrative costs

of processing the application. Upon receipt of an application for a temporary
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exemption, the Director shall give public notice of the application and the

fact that any adversely affected party may request a public hearing on the

application. A temporary exemption must be in writing, signed by the Director

or his appointed reprrsentative, and must set forth the name of the party It

whom the exemption is granted, the description and location of the property

!or which the exemption is authorized, the maximum sound level permitted and the

period of time during which the exemption shall be effective and any other'

conditions or qualifications deemed necessary for the protection of the public.

A temporary exemption shall be granted only for a reasonable period of time in

view of all the facts and circumstances. A temporary exemption shall not be

renewable and shall not be granted more than three (3) times in any one calendar

year with respect to a given property and location. In no case shall the

holder of a temporary exemption be authorized to exceed the maximum permissible

sound levels established by this Chapter by more than 25 dB(A).

318-13. Special Exemption.

In addition to temporary exemptions provided for in Section 31B-12 of

this Chapter, the Director is hereby authorized to grant a special exemption

from compliance with any or al_l of the requirements of this Chapter in the

event of hardship, or if such exemption would otherwise be in the public

interest. An application for a special exemption shall be accompanied by a

fee determined by written regulation of the County Executive in an amount

sufficient to defray the administrative costs of processing the application.

Upon receipt of an application for a special exemption, the Director shall

give public notice of the application and the fact that any adversely affected

party may request a public hearing on the application.

356 NEW



Bill No. 64-73

31B-14. Applicability'.

(a) The provisions of this Chapter shall not apply to:

(1) Warning devices necessary for public safety such as police,

fiihe and airbulance sirens and train horns;

(2) Motor vehicles and other equipment employed for emergency

work by a governmental agency or by a public utility company;

(3) Any agricultural use as defined in Seciton 31B-2(b) of this

Chapter.

(b) Subject to the exceptions contained in subsection (a) of this

Section, this Chapter shall be applicable to all uses and activities throughout

the County, except in any incorporated city, town or other municipality which

by law has authority to enact regulations similar to those contained in this

Chapter; provided that, should any such incorporated city, town or other

municipality adopt this Chapter and request the County to enforce the provisions

thereof within its corporate limits, the County shall thereafter administer and

enforce the same within such incorporated city, town or municipality.

31B-15, Enforcement.

(a) Whenever the Director has reason to believe that a provision of

this Chapter, or a provision of any standard, regulation or rule established

pursuant to this Chapter, has been violated, the Director or his designee may,

at his option and depending on the nature of the case, cause a summary criminal

citation to be served on the alleged violator pursuant to Section 1-7 of the

Montgomery County Code, 1972, as amended, or he may follow the below procedures:

(1) Cause written notice to be served upon the alleged violator.

Such notice shall specify the provision or provisions alleged to have b'^en

violated and the facts alleged to constitute a violation, including, as
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applicable, dB(A) readings noted and the date, time and place of their detection.

The notice of violation shall include an order that corrective action be taken

within 30 days or within such additional period of time as the Director may

find appropriate in view of the nature of the action required to be taken. Any

order issued pursuant to this subsection shall be deemed to be final unless, no

later than 10 days after the order is served, the person named therein requests

in writing a hearing. •

(2) Within thirty (30) days following receipt of a request for a

hearing pursuant to subsection (a)(1) of this Section, the Director or his

designee, after five days' written notice to the person requesting the hearing,

shall conduct such hearing at which all interested parties, either alone or with

councel , shall have the opportunity to appear and be heard. Within fifteen (15)

days following the close of the hearing, the Director shall issue a written

opinion affirming, modifying, or rescinding his order previously issued. The

opinion shall state the evidence upon which the decision based, and shall

include a notice of the right of any aggrieved party to enter an appeal pursuant

to Section 31B-16 of this Chapter.

(3) If corrective action has not been initiated by the alleged

violator within the time specified in an order issued pursuant to subsections

(a)(1) and (a)(2) of this Section, and an appeal is not noted under Section

31B-16 of this Chapter, the Director may request the County Attorney to institute

in any court of competent jurisdiction such legal proceedings as the County

Attorney may deem necessary for the enforcement of the order.

(b) Any person may commence a civil action on his own behalf against

any other person who is alleged to be in violation of a noise control requirement

under this Chapter. The action shall not be commenced prior to the expiration
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of sixty (60) days following written notice of the alleged violation from the

prospective plaintiff to the alleged violator and to the Director. In no event

shall the action be commenced if the County Attorney for Montgomery County has

begun and is prosecuting a civil action to seek compliance by the alleged

violator with applicable noise control requirements.

31B-16. Appeals,.

Any person aggrieved by a final action of the Director rendered under

this Chapter, or by any standard, rule or regulation established by the County

Executive pursuant to the provisions of this Chapter, may appeal to the Circuit

Court for Montgomery County in accordance with the Maryland Rules of Procedure

for review of such action,

31B-17. Penalties.

(a) Any person who violates any provision of this Chapter shall be

guilty of a misdemeanor and, upon conviction thereof, shall be subject to a

fine not to exceed one thousand dollars ($l,OOOcOO) and costs. Each day of

violation following notice thereof shall constitute a separate offense, provided

the violation can be corrected immediately following notice.

(b) Action pursuant to subsection (a) of this Section shall not be a

bar to enforcement of this Chapter by injunction or other appropriate remedy.

The County Attorney is hereby authorized and empowered to institute and maintain

in the name of the County any and all such appropriate enforcement proceedings.

(c) Nothing herein shall be construed to abridge or impair the right

of any person to seek in a court of law damages or other relief on account of

injury to persons or property.. -

Sec. 3. Severability-

The provisions of this Act are severable, and if any provision, sentence,

clause, section or part thereof is held illegal, invalid or unconstitutional

or inapplicable to any person or circumstance, such illegality, invalidity,
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unconstitutionality, or inapplicability shall not affect or impair any of the

remaining provisions, sentences, clauses, sections or parts of the Act or their

application to other persons or circumstances. It is hereby declared to be the

legislative intent that this Act would have been enacted if such illegal, invalid

or unconstitutional provision, sentence, clause, section or part had not been

included therein, and if the person or circumstances to which the Act or any part

thereof is inapplicable had been specifically exempted therefrom.

This Act shall take effect on the 76th day following the date on which

it becomes law.

Sec. 4. Effective date.

Approved

:

President, Coun Date

Returned with'iut signature. February 4, 1975

County Executi\ e Date

ATTEST:

February 4, 1975

Date
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Resolution No. 8-78

Introduced: January 21, 1975
Adopted: January 21 , 1975

COUNTY COUNCIL

FOR MONTGOMERY COUNTY, MARYLAND

By: County Council

Subject: Bill No. 64-73, Noise Control - Legislative Intent

WHEREAS, members of the County Council, individually and collectively,

have had under consideration for well over two years the issue of noise control

legislation for the County, and

WHEREAS, during the course of its discussions on noise control

legislation the Council reviewed noise control measures enacted in other

jurisdictions throughout the United States, the State of Maryland and the

Washington Metropolitan Area, and

WHEREAS, following a public forum conducted by several Council members

on the subject of noise control in December 1972, the Council established a

Noise Control Task Force composed of fifteen (15) highly qualified volunteer

experts and other persons interested in the noise and acoustics fields who

were ready, willing and able to assist the Council with the development of a

workable noise control bill for Montgomery County, and

WHEREAS, following a period of intensive study during which the

Noise Control Task Force reviewed noise control bills prepared by the Council

and the County Executive, the Task Force

developed and forwarded to the Council a recommended noise control bill which

was introduced by the Council on November 30, 1973 as Bill 64-73, and

WHEREAS, following a public hearing and worksession on Bill 64-73,

it was agreed by the Council to proceed with enactment of that measure in the

interest of the health, safety and welfare of the residents of the County.
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MOW, THEREFORE BE IT RESOLVED by the County Council for Montgomery

County, Maryland, that - '

'

3ill 64-73 has been enacted by the Council on January 21, 1975

with the following understanding:

1. The Council discussed at length and was deeply concerned about the

matter of noise occasioned by trash removal during the early morning hours.

After considering the possibility of prohibiting trash removal between certain

hours, the Council agreed that the maximum permitted noise levels as specified

in Bill 64-73 would provide an adequate enforcement mechanism to deal with this

noise problem without the need for an outright prohibition against trash

removal. Furthermore, it is the understanding of the Council that the Executive

branch is now developing and will subsequently transmit to the Council amendments

to the County trash collection ordinance. It is the intent of the Council that

the matter of trash removal noise be further addressed at the time such

amendments are forthcoming.

2. The Council noted the concern a number of citizens expressed

during the public hearing and during the discussions at the worksessions

about the need for an enforcement mechanism responsive to citizen complaints

and also the desirability of having the Director of the D( partment of Environmental

Protection cooperate with and support citizens' groups by conducting noise

measurements and providing advice on noise sources not specifically covered in

Sill 64-73. The Council fully intends that noise control enforcement be

responsive to citizens' complaints and that the Department of Environmental

PrntecLion cooperate and assist to the extent possible citizens' groups in their

efforts to identify and control sources of noise pollution. In this regard,

the Council urges the Director of the Department of Environmental Protection,



under authority contained in Cbe noise control law, to use every available means

to see that citizens' complaints are responded to promptly and that cooporation

Is fostered between the County government and citizens' groups concerned ^Lth

the subject of noise contr61,

A True Copy.

ATTEST;

Ann"a" P . Spates, 'Secretary

of the County Council for

Montgomery County, Maryland

363 NEW





MarylandDepartment ofTransportation

Office of tfie Secretary

Harry R. Hughes
Secretary

f^arvin fvlandel

Governor

Division of Transportation Planning and Development
8720 Georgia Avenue - Suite 904
Silver Spring, Maryland 20910

Mr. John Patterson
Office of Engineering
Washington Metropolitan Area Transit Authority
600 Fifth Street, N.W,
Washington, D.C. 20001

Dear John:

This is to confirm that the FY 1978-1982 Consolidated
Transportation Program represents the current statement of
the Maryland Department of Transportation's operational and
Capital costs for all transportation activitieSo As such,
it supersedes and replaces all previous programs, including
the FY 1976-1980 State Highway Improvement Program,

If I can be of further assistance, please advise.

Sincerely,

Wayne McDaniel
Group Manager
Public Transit
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