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Won-lolled oplions o Corridor T and Corrider 2 were dopped  From Turther consideration Tor
two reasons: (&) tolls wonld be necessary to help fund the project and (b tolls woald be needed
to effectively manage traffic demand and congestion on the new highway.

1CC

3 Corridor 1 amd Corridor 2 Non-Tolled Options

Preliminary estimates imdicated that the cost to build the TOC wouold be at least 51,93 billion,
Current estimates, as shown in Table 8-2, indicate thar the cost would range from $1.98 o $2.15
billion. A cost of this magnitnde wonld raguire cosc-affective financing options. Traditionally.
the primary source of funding for the vast majority of Marvland’s transpomation projects has
bezn the Marvland Transportation Trust Tund (TTT). The TTT is not camently fanded, nor can it
he expected o be funded, at a level that, alone, withoot additional funding sources, could fond a
projact af the magnitude of the ICC. If the TTF alone were used to tond the [CC, MDOT s
ability to address other pressing teansportation needs throughout the State would be adversely
affected. NWumerous other worthwhile projects would have to be deferred or shelved, Toll
revenue financing is a logical and appropriate funding source 0 help fund a project of the

magnimde of the I1CC.

In addition to serving as a critical sowrce of funding to implement a project. tolls can be an
elfective ol in managing congestiom,  Congestion mamagement continees W be an issue of
atatewide and regional impontance, and is o key goal of the ICC, It is anticipated that, oier time,
demand to nse the IOC would exceed the capacity of the roadway. Wariably priced tolls can
provide an cffective means of managing traffic demand to more desirable levels of service,
resulting in more economic and efficient use of the roadway, Value pricing wounld help manapge
congestion, provide for a more predictable trin ome, allow for more effective transit use of a
highway, and result in environmental beneafits.

E. Alternatives Retalned for Detalled Study (ARDS}

Congsidering the results of preliminary planning analyses, public comments generated from the
Novermber 2003 Alternatives Pablic Workshops, and agency comments, the Laad Agencies
devaloped a series of alternatives and options for detailed smdy and pregented them in an JCC, !
2700 US I, ARDS wepon dated March 3, 2004 (SHaA, 2004), This repomt was distribuied oo the
ICC Interagency Working Group (IAWG) members, including the LUSACE and the MDE. The
USACH and the MDE concurrad on the ARDS in April and May 20004, respectively.

The altcrnatives and options prescoted in the ARDS report were similar to those presenicd ar the
Movember 2003 Alternatives Public Workshops,  This sectiom describey in detsil the three
alternatives that evolved from the altematives screening process and were pregented for
consideration in the DEIS and at the January 2005 Public Hearings.

These alternatives are:

+  Mo-Action
Corridor 1
*  Conrmidor 2
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Hased upon comments received from the public and regulatory agencies, several smdies of
alignment refinements for Comidors | emd 2 wers made subsequent to publication of the DTS,
The refinements resulting from these studies are summarized in the introductory descriptions of
Corridors 1 and 2 with the text for Corridors 1 and 2 reflecting the adopted refinements.

1. Mo-Action

The No-Action {or No-Build) Allemative serves s a4 baseline scenano o compare with the Ruild
Alternatives. With this alternative, no substantial improvement would be made to east-west
transportation facilities in the smdy area bevond those improvements included in the TFR's
CLEP for 2030, Routine maintenance and minor improvenents such as highway resurfacing and
gafery improvements, and adjusimant of bus routes 1o aceommodae new development, wionld
continne. In addition, localized improvements, such as the addicion of mam lanes at intersections.
wounld occur. However, none of these improvements would substantially improve owverall ease-
weat transportation in the study arca,

The major roadway and transit elements of the CLRP include (please refer to the JOC Travel
Anatysis Tecanical Reporr (SHA. 2004) for a complete listing of the highway and transit
elements of the CLRFP):

I-95/Contee Koad inlerchanpe

270 Improsvement: 1-370 to I-70

US 1 widening wo & lanes; Cherry Hill Road to T-495

L5 29 upprade (oo expressway): MDD 630 to Howard County Line (currently ander
CONSOnction

MDD 2Z8/MD 198 upgrade and widening: M 97 to T-95

MD Z3/MD 97 Interchanpe

MD 212 Relocated: US 1 to I-95

MD 3535Montrose RosdRamdolph Rowd interchungys

Montrose Parkcway: Existing Monimose Road to Old Georgetown Road
Bi-County Transitwiy: Bethesda to hew Canmollton

Comdor Gities Trumsitwey: Shudy Grove Metromal Stubion to Clarkesburg

" * B @

- # O O O B %

In addition, the No-Action Alternative assumes implamentation of the Travel Demand
Manygement measurss mcluded m the CLEP, These measures apply throughout the Washington

Metropalitam ares

The improvements included in the No-Action Alternative ave assumed to be in place in 2030
regardless of the 1UC zlternative being considered. ‘Lhus, this altemative is the baseline for the
tmamsportation andlysis of each alemative,

2, Daild Alternatives

As noted earlier, Cormidor 1 and Comidor 2 would include the following basic features:
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Limited access highway with interchanges spaced throughout the facility
Multi-maodal highway (mransit, bicycle, ind pedesirian rouces)

Vanable treatments for 5Wh

Landscaping

Intelligent Transportation Systems, such as variable message signs

Fully Electronic Toll Collection (ETC) with no toll plazas

1CC
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In wddhtion, the busic design elements of the Build Alternativess would include the following:

&) mph design speed
Six hasic Tanes (three per direchion)
Varjable tvpical sections, with a median of variable width (varying from 26 feet in
especially sensitive areas to 50 feet, depending upon sight distance and SWM
requirememnts}

*  Cuoardrail, retaining walls, and other roadside treatments to reduce the road's footpring
INoise barriers and screening where warranted, feasible, and reasonable
Mimmized impact m park sreas, wsing mimmal cut, long brdees &t magor stream
crossings, and envircnmentally sensitive constructicon rechnigues
Environmental Stewardship features
Fapress bus service and park-and-ride lots

a. Tolls

The ICC would be g wil highway fruom east of Shady Grove METRO Access Road to U5 1, Tr
would be owned by the Maryland Transportation Authority [MATA), which would manage the
T as a part of the MdAITA"s oall facility system.

The specific details of toll rates, policizs, and practices for the ICOC will be detcrmined by tho
MdJTA prior o opening of the roadway to waffic,  For illustrative purposes, bowever, the
discussion helow cutlines curreni expectations and 1ssues under consideration.

Toll Hates: Toll rates will e sat by the Mlaryland Transportaton Authorily o achieve the (wo
goals listed below:

* o pememite adequete revenue to cover operating costs of the faclity, to maoe g substantial
cottribuiion to its capital cost, and, to contribute to the fonding available for the MATA s
gystom of toll highways, annclz, and bridges, and

* o manage truthic demand und congestion om the 1CC moadway.,

In setting tolls o achieve the two poals soated above, consideration would also be oiven o the
desire [o moaxumize nie of the ICC 0 a5 to decrease traffic on allernanive routes.

This Final Impact Statemen: (FEIS) does not mclude s recommendation, nor will the ICC study
teumn determine the toll rates to be set for users of the ICC, Tt 15 not infended that the Record of
Decigion regarding thiz project stipulate o affect ICC toll rates. Meverheless, i s appropriale
for the purposes of this smdy to make assumptions about the toll rates thar may be adopred for
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this facility in the future, These assumptions have been developed based on the preliminary
forecasts available during the study.

Specifically, for planning parposes, this study assumed a 17-cent per mile peak rate and a 13-
cent per mile off-pesk rate (expressed in 2004 dollars). Additionzliy, the siwdy analvzed effects
of higher and lower toll retes, which are, respectively:

»  25-cent per mile peak rates17-cent per mile oft-peak rate, expressed in 2004 dollars
#  13_cent per mile peak ratefS-cent per mile off-peak rate, expressed in 2004 dollars o
illustrate senaitivity of raffic demand to possible toll mtes

The toll rat2s to be 52t by the MdTA for the ICC wonld likely be different from thos2 stdied
conjunction with preparation of the DEIS and this FEIS. However. based on analysis
documentad in this report, it iz not expectad that the use of different rates wonld result in
aubstantially different environmental and community impacts.

After the project opens, the CC oll rares would be revised perindically as needed to meet
fundine requirements and to manage traffic volumes and congestion. To address congestion, a
pilicy could be establisbed to review and potentially reviza toll mtes on the TCC at regular
Tmlervals,

L'se of Tolls for Revenue (zeneration: Current forecasts and traftic analysis indicate that, at
least doring initial vears of operation. each of the three toll rates smdied for planning purposas
would adequately manage traffic demand and congestiom on the ICC, Thus, in initial years of
operation, ol mtes might be based more on the need to penerat2 adequate revenue than o
repulate traffic demand. In this regard, it i= important o note that the rates selected for initial
vears of operation might be higher than the 17-cent per milef13-cent per mile rate in order to
generate adequate revenue,

Use of Toll Rates to Manage Congestion:  When travel demand on the 100 approaches the
desired LOS threshold. toll rates may be adjosted to managa wratfic flow. reducing congestion
and providing predicrable travel times, The benefits of effactive congestion management ars:

*  Persons using a4 facility {motorists and users of public transit on the facility} can be
assured of raveling at relatively rapid and predictable speeds. with minimized delays that
might otherwize be encounterad

*  Pulentially wnsale comdilions associated with start-and-stop driving conditions i a
congested environment can be minimized
Environmental and social impacts associated with conaestion can be minimized
Cnvirommental impacts that would be asscciated with a facilicy designed to accommodats
the full, unconstrained traffic demand can be diminished

To effactivaly manage traffic volumes and congestion, toll rates would need to be set ar ratas
aufficiently high enough to diseourgge tnpa on the TCC in execss of deaired volumes.  As
indicated above, for planning parposes, the TOC study ream assomed a baseline rate (17-cent per
mile rate doring peak periods; 13-cent per mile rate for off-peak periods), and also conducted a
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sengitivity analysis to ass2ss the potential effects of toll rates that are higher and lower than the
baseline rate, The sensitivity analysis showed that higher wll rates could effectively manage
congestion levels on the ICC, withoor substantially increasing traffic volomes on ather roads
the study area. For the resnlts of that sensitivity analvsis, see Chapfer 1¥.J.

It is important to note that the toll rates required to offectively manage traffic to acceptable
congestion levels could be different. Ower time, growth in raffic demand on the TCC could
necessitate substantially higher toll rates.

Toll-Related Impacts: The 1CC would not include toll barriers, so the collection of tolls would
not affect the footprint of the facility and thus would not require additional ROW. Because wolls
have the potential to affect raffic volumes on the TCC and on other roads, which in turm could
affect ratfic-related impacts, olling is considered when addreszing traffic-related impacts of the
ICC, such as air quality and noise impacts. Tolls have also been considered in addressing
environmental justice and community impacts.

Minfrnmy/maxinmm tell rates: Use of mintmuom and maximom toll rates in combmation with
a per mile rate strmmcre would be considered. For example, 2 minimum toll rate of 50 c2nts or
$1.00 might apply even if a very shon trip would otherwise result in a lesser toll according to the
per rmile e in elMecl. A mairmgm ol rale would cap the ol at g specilied @mooung, even iT the
per mile rate applied o a long distance trip would otherwise reaull in a higher toll, Minimuwm
and maxinmum tolls rares h2lp adjnst and conorol the relative proportions of shont and longer
distance trips, and can be uscfol in managing congestion in specific locations when caused by a
high volume of short distance rips.

Yarlation by Time of Day/Congestlon Levels: Variable tolls can he “semi-gtatic:” i.e., with
pre-astablished rates during defined peak and non-peak periods. or “dynamic™; i.e., ratas that
would change more frequently — cven within peak periods - in response to actwal real-rime
variations in measured traffic volumes. Both semi-static and dynamic structures are being
considered for the TCC; however, it is probable that the semi-static would be preferred. Dynamic
pricing works best where there i an immediately adjacant free alternative route, thus allowing
nwitorists to make a “market” decision based on immediatchy-observed toll rates and levels of
cotgestion on the (wo alternative routes, Hecauss there is no free route immediately adjacent oo
the 1CC, the "semi-static™ variable pricing toll rate structure might be more appropriate for the
ICC — allowing motorizts to plan their wip and rowe, knowing in advance whar the cost on the
ICC would be.

Yariation by Segment: Managed roadway variable tolls can be sef at a consistent rate
thronghout the entire facility, or vary by location it substantially higher traffic demand in
particular segments requires higher rates to manage traffic, Both options are being considered
for the ICC; however, it is anticipaed that woll rates would be applicd congistently on all sectons
of the roadway. This kited of rale structure is more easily commuanicated 1o poential users,

Variation by Collection Methodolopy and Payment Type: Toll rates wouald likely vary by
collection methodology and type of payment. {For discuszion of collection methodology, scc
below), Vehicles equipped with E-ZPass™ transponders could pay 3 buse toll rate. The toll Tate
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for motorists without B-7Pags™ tramsponders, but who have sranged a video tolling account,

would be incrementally higher, reflecting the higher processing costs associated with a video
tolling collection system. Those motorists who neither have E-ZPass" " trans ponders nor have a
video wolling account could be subjact to higher administrativa fees and higher charges reflecting
thair atatus as a ol violator,

Varlaton hy Vehicle Class: Toll rates could also vary by class of vehicle (g.g., trucks wonld
pav more than sutomobiles). [t is corrently anticipated that all vehicles vsing the [CC woald be
charged a toll.

Tolls would be collected through a combination of elestronic (D-FPasa ™ tran sponder) and video

tall collection. A cash collection aption is not envisiongd, To assure a high level of accoracy in
the collection of tolls fl;?m commercial vehicles, consideration would be given to requiring all
tracks to have BE-ZPass™ transponders.

F-ZPuss ™ Collectivn: A rooterist with an B-7Pass™ transpoander in his or her vehicle has a
pre-astablished, pre-paid account. This account would be antomatically debited when the vehicle
passed under a toll equipment pantry spanning the roadway.

Yideo Toll Collection: Yideco tolling would work in a similar fashion., Motorists wounld amangs
a video 1ol account prior po, or immediaiely after a wip on the ICC, The account would lkely be
arranged by phone, intermet, or i person at E-7Pass™ offices or other locations,  Video
equipment on the roadway would march the license plate image with the registared licensze plate
number ¢stablished under the account,

Momrists who use the K0C withoul an F-7Pass™ transponder or an eslablished video toll
acconunt wild be considered 0] violators.  Video equipment on the roadway wounld record the
license plata image. The registerad owner of the vehicle would be billed throwugh the mail.

With use of electromic wansponders and video wlling, wils could be collected at highway speeds.
There would be me need for motonsis o slow down and pass theoueh a 601l barrier. The costs
and immpacts related to toll boriers (addidonal pavementVROW scquisiionipotential delay (o
motorists) would be avoided.

b. Major Drainage Crossings

In Octoher/MNovember 2000, representatives of local, State, and Federal agencies made site visits
to the major dminage crossings aloag the ICC Build Altemnatives then under consideraion.
These included all stream crossings with g driinage area of 005 square mile or more, @ well as
several smaller crossngs of a purhculardy sensitive nature,  Agencies represented at some or all
of the mestings included: the USACH, 118, Fish and Wildlife Service (LUISFWS), 115
Environmental Protection Agency (EPA), National Park Service (NPE), MDE, Meryland
Departrment of Matersl Resources (DNE), amd the M-NCPPC.  Also in attemdunce  were
represemfutives of the FHWA, SHA. and Montgomery County DPW&ET.

Considering the comments made during the site vizits as well a8 subsequent coordination with
the agencies, prelininay struchure types were selected and showu in the DEIS at the numnecous
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crossings, Further coordination regarding the major drainage crozsings has taken place since the
publication of the DTS, a5 well as mors detailed planning studies. The crossing types and sitss
have thus bean refined and are shown on the enginesring plates and discussed in Chapier [V.F.5
of the FEIS.

o Stormwater Management

A congervative approach toward profaciing water resources through SWNM has been established
far the ICC. The regulations poverning WM for all SHA and MdAT A projects are entorced by
the MDE, MDE anforces both State and Faderal level permit(s) and approvals with regard to
SWM and emosion end sediment control (BSC). MDI performs plan review, approval, and
permil isspance functicns for all applicable SHA and MdTA projects, as well as for ather State
and Federal asencies having projacts in Maryland

ICC studies inchide alternatives within two watershed sob baging, the Washington Mewopolitan
Argg (02-14-02) gl he Puluxenl River Area (02-13-11), ay designuted by MDE (Code OF
Maryland Regulations (COMAR) 26, 0802,08), In these watershed sub-baging, ICC aliernativas
wonld cross up to eight subwatersheds (Fable -7 MDE regulations assign Use
Classifications I through IV to stream segments. depending on the condition of the stream in
each segment. For example:;

*  Lse I stream meets State criterda for water contact recreation and protection of aquatic
life;

*  [lse TP stream meers the same crilera but camies a “P* designation as a potable water
supply.

¢ Use II refers to tidally influanced waters, of which there are none affected by ICC
alternatives,

# Lz U refers o Namral Trout Warters, carrying the most stringant of water quality
Criteria.

*  Use TV refers to Reercational Trowt Watcrs

Tuable Mi-1 lists the subwatersheds crossed by the ICC and their stream 1T3g designations:

Table TII-T
10C Subwatershed Stream Use Designations (from COMAR 26.08.02.08)
Slrcam MDE Strcam Use Deslgnation al ICC erussing localion
Kok Creek s IW
Marth Branch Rock Creek Ulse TIT
Narthwest Branch s TV
Paint Branch Use TIT
Titrle Traint Branch Tlae T
Tdian Creek Tl 1
Tributarica tie Rocky Gorge (above dom) Uz I
Tribwtarics te Panoear Biver fbelow dam) e I
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Two of the subwatersheds crossed by TCC altematives are comzidered Montgomery County
Special Protection Aregs (SPAs), Conatruction of the TCC would comply with SPA requirements
im those subwatersheds where they apply: Upper Rock Creek SPA (above Muoncaster Mill Road)
and Uppar Paint Branch SFA (above Fairdand Road). [CC alternatives would cross the Upper
Rock Creek SPA in tha North Branch Rock Creek subwatershed along Comridors 1 and 2, and tha
Upper Paint Bramch SPA in the Gowd Hope, Gum Springs, and Painl Bramch mais lem
subwarersheds along Corridor 1, and Lett Fork and Right Fork (ot Paint Branch) subwatersheds
along Comridor 2. Compliance with SPA requirements means there are additional criteria that
must he addressad, beyond MDE requivements, a5 well as participation in an additional process
ttrough Mumigornery Counly Drepartment of Permilling Services (WMDES) Tn wial, the addilional
somriny of the 1CCs 5WM plans is designed to maximize protection of water rasources.

MDE repularions require developers having projects in Maryland to address SWM quoality and
quantity control on comatruction sitcs during and aftor comstruction through implementing Beat
Management Practices (BMPs) in pocordance with the 2000 Morylond Stormwearer Desiyn
Marpual (MDE, 20000, During constrmuction, plans approved by the appropriate authorities must
be implemented to address BESC, and after construction is complete, BMPs that address SWM
{quality and quantity of stommwater runoff} must be in place and functioning proparly, at which
time BMP inspection and maintenance programs begin,

Duoring construction of the ICC, state-of-the-art ESC will be provided, including exceeding MDE
requirements sat forth in the (994 Marvlond Srandards and Specifications for Seil Erosion and
Sedimeny Congrol (MDE, 1954) and redundant F3C mewsures and BWMPs in environmenlually
gengitive locations.  Structural AMPs 1o be in place during congtruction would include runctt
filters (silt fences, super silt fences. and inlet protection devices), water handling devices (earth
dikes, temporary swales, and storm drain diversions), sadiment trapping devices {gediment traps
andd basing), dewalering devices (sump pits, sedimenl Lanks amld removable purnping slations),
and other BMPs a5 approptiale.  Environmental agencizs invalved in the project have already
voiced concerns about critical stream crossing locations and other places where ESC is
PRLIAMOUALE,

To address posi-consvraction, long t2rm water quality and quantity control requirements, the
project would exceed the minimum requirements sel forth in the 2000 Marviund Stormwater
Degion Manual by providing water quality trearment for 1.3 inches of rainfall instead of 1.0 inch
of rainfall throughout the ICC, The 2N Maryland Sormwater Design Manea! requircs that
1.0 irech oof rainfall be reated to address water quality requirements,

In roadway sections, excepl within SPAs, water quality contral would be provided through the
nze of open swales and prass channel credits as allowed in the 2000 Marvland Storsmviater
Desige Manwaf, Roadside ponds would be required in places where channel protection volumes
(Cpv ) anel extreme storm (Op) quantity control requirements prevail, Cpy would be designed for
24-howr detention in Use I and TP subwatersheds. In Use 1T and TV subwatersheds, Cpy designs
would be limited to 12 hours to minimize the potential for incressing receiving stream

tempeTatuTes,
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To address sensitive stream issues within SPAx, a concept of “linear stormmrater freatment™ has
bezn developed, which would involve widening the TCC median to 30 feet to provide sand filters
im the divided roadway median &nd along roadway shoulders thronghomnt the length of the SPA.
Sand filters and collection systems would be designed to maximiza inflltration of stormwater,
thareby racharging groundwater for the purpose of supplying cool, clean water for stream
baseMow, Twelve-bour Cpy s W be provided in pipes undergroond, aguin o minimise the
potential for solar heating of standing water, and Qp may be provided in surface ponds where
necessary. Providing Qp storage typically is not a temperatare concern because the storapge
tacilitizs (ponds} would remain dry except during extrame storm events and would drain
relutively guickly, prior w allowing the swred nunofll w be healed.  The purpuose of lingar
srormwater trearment in SPAs wonld be to excludz open water ponds that cause redoced tree
cover and add heat to stormwater by solar radiation prior to draining to thermally sensitive
receiving streams,

1CC

The overall approach m water resources protection along the TOC is w provide state-of-the-art
stormwater treatmeant cosomized to meet individual watershed needs. Highly sensitive streams
wonld be afforded exoa protection by design and throoeh rigoroas review processas ar the local
and Statc lovels,

d. Environmental Stewardship

The Build Altemnatives would alse wchide an "Envitonmezmal Stewardship” component.  Tlis
would include state-of-the-art etforts focused on restonng, recreating, or enhancing study area
festwres” functioms and values from past developments (plesase refer to the 70C Eavirormenae!
Stewardship Technical Memorandwm 270 o US 7 (8HA, 2004) for more detwls)
Opponunities to restore or enhance natural, culoaral, and human resoarces would include, bur not
be limited to:

Waler quality improvementy

Stream habitat restoration

Parkland trals ereation amd enbamesment
Commumty enhancernent opporfumtes
Cultural resource preservition

Increased soreape of wetlands and forests
Hipghway and bridpe beautification

" # # ¥ # W W

3 Corridor 1

Cormdor 1 15 simmilur to that which was presented 1o the March 3, 2004 8CC, 7270 00 7S 7, ARDS
report and at the June 2003 Public Workshops (Appendix A, Volume I, Flates T thraugh 40).
Several alienment and imterchemge options have been considered (includine an option to
terminate the TCC at 795 and an option to eliminate the interchange at MTY 187, An optional
bicycle/pedesinian route his also been comaadered.

The alignment options, which ara similar to those presented at the November 2003 Aliernativas
Public Workshops, are listed below:
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Rock Creek Option A
Rock Creek Oprion C
Northwest Branch Option A
Morthwest Branch Option B

*® & W B

Interchanpges would be provided at the following locations along Coridor 1:

MT3 355

Shady Grove METRO Access Road/Shady Grove Foad
ML) w7

MTY 182 {optiomal}

MD 6350

L5 2%Briges Chaney Road

1-95

Virginia Manor Road

L I N I DN R I N

In addition, the 10T would be designed so oax not to preclude the construction of o future
interchange with M-83 (a planned easterly extension of Midcounty Highway) and A-39 (a
planned road west of 1-95).

Cormidor 1 would be a new multi-modal facility chat provides an opportumity for cast-west transit
service, meluding bus service. New capress bus routes ane cummently being evalusted. The bus
rontes assumed in the travel demand model would serve:

Shady Grove METRO - Greenbelt METE.O

shady Grove METRO - Muirkitk and South Lawrel MARC

Columbia — Shady Grove METRO

Rockvill: METRO - Muirkick MARC

Ruronaville — Greenbelt METRO

Glenmont METRO — Shady Grove METROShacdy Grove Adventist Hospital

" # # ¥ # 2

Revisioms and refinements resulting from comments received and studies conducted along
Corridor | since publication of the DELS are presentad below,

#  Stormwater Manapement (SWM) in park areas - The DEIS showed sevaral SWM areas
for the TOC in parks, requiring acguisition of parkland outside the roadway footprine, Tn
order 10 minimize impacts o parkland, these stormwater facilities will be placed
underground. within the roadway footprint of the ICC. Howewver, some areas will be
temporarily required ootside the roadway footprint to accommodate erosionfsediment
comtrol measures during construction, These areas are shown om the engineering plates,
After constraction, the land for these temporary emsion/sediment control measures will
be regraded and re-vepetated prior to being remmmed to the park owner (see Section
TV.E.7.d).

*  Pedesirian/Bicyele Roue - The DEIS presentzd a bicyele/pedestrian roure plan for the
gmody araa, with some segments along the ICC. Corridor 1 incloded provisions oo
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accommindate these segments of the trail along the TOC, but not construction of the trail
imelf, Conatruction of the trail itself in those segments of the hicycle/pedestrian mute
plan along the ICC is now inchuded in Corridor |

« MDD 355 interchange - The confignration of Ramps L and M (northeast qoadrant of
ICCMIY 355) has been modificd to mimmize weaving conflicts on the ramps
approaching I 3335,

# CUwverhill Road™Medham Road Connection to Redland Eoad - The alienment of the
conmection associated with Rock Creek Option C — Olde Mill Run Grade Separation has
been modified to averd acguisibon of a comer of Rock Creek Remonal Parke

# Rock Cregk Option © — The horizontal alignment of Rock Creek Option O has been
refined from the westem edge of Winters Run to east of MD 115 to eliminate two sets of
covmpound curves that, thouph sceeptsble by Amenican Assoeistion of Stale Hiphway
Tramsporrtalion CiTicals (AASHTO) critena, were nol desirable.

# (3as Lines west of MD 115 - Several transmission gas lines located west of MD 115
wion ld raquire relocation onder Rock Creek Options A or C. The limits of distorhance in
this wrese have been mevised to show the land regquired for these relocutions.

* Morth Branch Eock Creek Tributary Crossing (Sta. 328, Wetland [ 7} - The DEIS showed
a 160-foot long brdse. Based upom comments from USFWS, altemmatives were
considered, including culverts sand other bridge lengthe. The result, shown m the FEIS, 15
a 1 35-foot long brdge, with rermrval of the existing oxbow in the stream.

& JOC at MD Y7 - The DELS showed the ICC over MDD Y7, Numerous comments from
nearhy mesidents have suggesied that the ICC go under rather than over MDY 97, Tminal
sludies comducted since publicetion of the DELS 1n mespomse to these comments indicute
thar placing the ICC under rather than over MD %7 would increase the project’s cost,
primarily due to increased excavation, relocation of utilities, and maintenance of traffic
om MDD 97 dunng comstructiom. The configuration shivwn in this FETS continney o have
the ICC over MD 97, bowever, the study tearn continues to evaluate both options and the
impact area shown in this document is slighdy larger than thar shown in the DEIS
accommodate either confisuration. More detailed engineenng will be neaded to make
the: fimal determination. SHA 1 commattad fe working with the nearhy commuomities in
both muking this determination and developing appropnate screening und  aesthetic
EATENLE.

¢« MD 28 Grade Separation - The alienment and typical section of MD 28 has been
modified not to preclude future proposed MDD 28 improvements being comsidered uy purt
of the S1IA’s on-going stody of MD 2E/MD 198,

# ‘lhe east abutment of the casternmost Northwest Branch Bridge on Northwest Branch
Cptiom A hay been set at approximatel y Station S01+40 and retaining walls cxtended o
the east to minimize natural environment impacts in the area of the abuiment.

* The potential pedestrian/bicycle trail shown in the DELS berween Nomhwest Branch and
Mutley Rosd has been deleted.

=MD &30 interchange - The confipuration of the interchanpe has bean modified o improve
tuming radii and sightlines, making MDD 650 wider, In addition, the proposed cul-de-sac
at Cape Muay Koad has been recomfigured to onment the majonty of new pavement on the
south side of Cape May Road,
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#  The brdge at S, 673 near the seep sast of MY 650 has baen replaced with & culvert, Tt
wits dzbermined thal a culverl woold be prefemed al tis location sdber Qe g bindpge
since it was a low clearance hridge and the channel under it would have to be rip-rapped.
A culvert gt this lacation would be less likely to alter the existing seep drainage/aquifer
and potenatially provide a more natural drainage channel then o brdge would,

* The alignment and profile betwean 5. G80HM +/- and 5ta. TEX+00+/- hava been shifred
to the sonth and raised to avoid impacts to residences in the Countryside Community.
Modifications result in less than 0.1 acres of increasad wetland 2HH, svoid impacts to
streamn 2T, provide a higher bnidge over both Gum Sprng emd Pant Branch, reguire
higher and longer retaining wall & at the east abutment of the Gum SpringPaint Branch
bridee, lower and shorter length retaining walls east of the bridge, and maintain the same
high points and low points for drainage as the current design. Mo change in the Limit of
Dhsturbance 15 mequited.

# [Interchanpe ar (d Columbia Pike - The DELS incloded two ramps &t Old Colimbia Pike
to provide access to'from the west. These mmps have been dropped from Comidor 1
eliminatimg several residential dsplacememts along Shervisw Lane. These remnpe wouald
lave provided local meel access W e commuonily.,  However e connnunitiss and
several resource agencles expressed a preference tor dmppmg the ramps and AcCEQONE a
less direct connection to the ICC throagh use of the existing road network.

L5 29 park-und-nde lot - The FEIS no longer includey the identification of w futune park-
and -ride 1ot in the southwest quadrant of the ICC Corridor 1/ US 29 interchange. The
elimination of the ramps at Old Columbia Pike as shown in the DEIS, a5 well as no direct
arcesy provided from the ICC to Farland Rosd, severely impacted seeess to the potential
park-ind-nde lot, thus making it ne lomger feasible.

¢ Y5O0 mterchange ared - The alienment has been retined to accommodate the shift i
ICC east of I-95 (described below), as well as to address the latest traffic modeling needs.
Cme of the more sipmificunt refnements wae the addition of 1 Soothbound 195 auxiliary
lane, belween the MDD 198/ Contes Rowad o mumpr (St 8117 amd te Southbowmd ulf-naunp
at M1 212 (Sta. 710).

¢ TCC alipnment eqst of 1-95 = The alipnment has heen shifted approximately 750 feat o
the south to reduce mpacty to wetlunds md a rore plnt species. Comidor 1 would stll
mmtersect U3 | ar approximarely the same locaton 4s shown in the DEIS.

¢ Maintenance Facilities - In order to properdy operate and maintain the ICC, two
mmanmtenamee facilitiey would be needed. These fucihibes were not shown in the DETS but
are shown in this FEIS. The western facility would be located at the intersection of
Shady Grove EoadCrabbz Branch Way and the eastern tacility north of the ICC between
Yirgima Manur Road and US 1, with aceess provided from the TCCVingma Muanor Rosad
mterchange. Please refer to Secffon IIEES for addibioma] information segarding
maintenance facilities.

Several other studies were completed following publication of the DEIS in response o
cormments received from gyencies and the public, but did not reeolt o symificant modifeatons
of Corfidor 1. Such studies included:
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*  Overhill Road (Rock Creek Option C — Olde Mill Run Cul-de-Sac Option}:  The TIEIS
showed the ICC crossing over Overloll Roaed. A stody was perfonoed o examine
lowraring the 10O 1o pass under Orverhill Eoad; however, such an arrangement wionold
produce no change in residential or bosiness displacements, would make sceess from
Crvorhill Road to cxisting residences and businesacs more difficult, and would imercasc
cost by approximately $4,700,000. Therefore, the profile as shown in the DEIS was
retained.

¢ T8 29; The DTS showed a three level interchange at 115 29, Tn response to comments
frum the Corps of Engmeens reganding the wvisual itmpact of the mterchinges to the
commaonitizs of Tanglewood and Avconshire, smdies were conducted to evaluate the
feasibility of a o level interchange at this locadon. Multiple options were developed,
but each potential solotion was found to have negative igsues (substandard geometry,
unavceptable level of operations, additiomal nght of way mpacts) that outweighed the
potental visual benefics.  Altheagh the three level interchange remains as the design
included in the FEIS, the SHA 15 committed to mimmizing the visual impact through the
congtruction of bermsfserzening at the Tanglewood community, as well as the
presieryation of wooded acmeape om S1TA land near the Avomsbime community.

1CC

Featres of Corridor 1 are described in detail below and shown in Appendix A, Plates 1 - 4.
a. Alignment, Options, and Interchanges

Comridor T would begin with the widening ol exisling T-370 from four ur sin lawes  from
approximately 30 feet west of MD 335 {where the improvements would connect to roadway
widening planned as part of an [-270) smdy) to the viciniey of Crabbs Branch Way.

The gxisting ramp from aorthbound T-370 to northbound MTY 355 would be modificd to acrve
baoth morthbound and southbound traffic. Tue w the modification of this ramp and the widening
of [-3T0 in this area, some reconstruction of the existing ramps on the north side of MD 355
wonld also be inchoded.  Ar the Shady Grove METRO Acces:s Foad, existing I-370 would be
recomstructed, and ramps provided between the Aceess Road and T-370 to the west and TCC to
the east, Modificatioms would be made at the Access Road ramps at Shady Grove Roac,

From Crabbs Branch Way, Cormridor | would deviate from [-370, extending to the northeast and
passing between the Mill Creek South and Redland Station subdivizions., Approximataby S00
feet south of Tpsilon Thive, Comidor 1 would pass over Shady Grove Road.,  Continuing in an
easterly direction, the aliemative would pass beneath Redland Road approximately 900 feet
gouth of Medham Road, on the north side of the Shady Grove Presbiterian Church.

From the west side of Redland Road o the east side of MI> 115, there are two alignment options:
Rock Creek Option A and Rock Creek Option C,

Rock Creek Option A (Appeadic A, Plates 3, 4 and 5) would include the reconstroction of
approximately Y00 lingar feet of Redland Boad. East of Nedham Road, Rock Creek Option A
would curve to the southeast throngh Rock Creck Regional Park to a crossing of Necdwood
Road approximately 2,100 feet southwest of MDD 115, Rock Creek Option A would pass over
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Needwood Road, requiring recomstruction of approximately 1500 linear feet of Needwood Road,
Thiz nption would continues in a southeasterly direction and pass beneath MT2 115 approximately
800 feat north of Avery Park Drive, requiring the reconstruction of approximately 400 lingar
teet of MI2 115.

Raock Creck Option C (Appendix A, Plates & through 11} would curve to the northcast starting
just west of Redland Road, passing through the Cashell Esrates subdivision. This option would
then corve to the east and pass thiough the Winters Ron subdivision between Hearherford
Court/Pilgrims Cove and Fammingdale Court, utilizing the area reserved for M-B3 (Midcoanty
Highway), M-53 is the designation in Momtgomery County's master plan for the extengion of
Midcounty Highway, which currently has lis eastern terminus at Shady Grove Road. The Upper
Rock Creek Master Plan shows two options for connecting M-83 to the ICC, which essentially
follows Rock Creek Option A in the master plan. M-83 Alternate A follows Rock Creek Option
C through Winters Run and conncets to the TCC ncar MDY 115, M-83 Alernate B swings
aoutheast from the M-83 crossing of Redland Road, pagses through Cashell Estates, and conmects
to the ICC in Rock Creek Park soathwest of the Winters Run subdivision. Although an M-83
connection is not part of this ICC projecr, the [OC has been preliminarily designed so as not to
preclude an interchange that accommodates movemcnts from casthoond M-83 to casthound TCC
and from westhound TCC w westhound M-83. For Rock Creek Oprion A, the potential future
interchange would depend on the alipnment selected for M-83. Measures to accommodate this
possible fomre interchange include grading the ICC roadway and constructing a longar beidpge
for M 115 over the ICC o0 accommodate potontial future accelemation/deceloratiom lancs, Tt
should be noted that any future construction of M-83 would require widening the TCC Rock
Creek Option A bridee over Rock Creek and constracting the aoxiliary lanes. M-83 would
connect 10 Rock Creek Option C on the wast side of the Winters Foa subdivizion. Although the
ROW lines and the retaining walls through most of Winters Run have been et o accommodate
potential future sccelerationddeceleration lanas for WM-E3, some reconstruction as well as
additicnal ROW and residential displacements would be required on the sowrh side of Rock
Creak Option C at the western end of Winters Eun,

Two verlival alignment aplivns are being congidered for Rock Creek Option C at ils crossing of
Clcle Mill Run, the entrance road from MD 115 o Wingers Run:

¢  The Olde Mill Run Grade Separation Option would place the ICC in a cot, with a bridge
ter carry Olde Mill Run over the TOC, and refining walls along bath sides of the TCC,
The hridge could range in width from approximately 60 feed (needed o carry Olde Mill
Ruon and sidewalks aver the [CC) to T feet (which would provide a poential park-type
area over the [CC on both sides of Olde Mill Ron).

*  The Olde Mill Run Cul-de-Sac Opticm wouwld bave the TOC cross Olde Mill Run near ils
existing gradz, with a cul-de-sac on both sides of the [LC. Under this scenario, the
residences in Winters Bun sonth of the ICC would mtilize an extension of Garrett Foad
and recomstructed Crverhill Road to ageess Redland Road,

Fast of Wintere Run, Rock Creek Option C would curve o the southeast and pass beneath
Meedwood Road approximately 1,000 feet south of MD 113, requiring reconstruction of
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approximately 70D linear feet of Needwood Road. Tt would then cross onder MDD 115 at
essentially the same location as Rock Creck Option A,

Contimaing in an easterly direction, Corridor 1 would pass throuph the North Branch Stream
Walley Fark and south of the Cakdale snbdivision o a crossing of Emory Lane, approximatedy
B00 foot northeest of Pinetree Road,  Approximately 1,400 lincar feot of Emory Tanc would be
reconsiructed and raised as muoch as seven feer, 1o permit Corridor 1 10 pass heneath,

Contimuing southeasterly between the Brooke Manor subdivision on the north and the Sycamore
Acres/Preserve subdivizsions on the south, Corridor | wounld crozs owvar MDD 97 approximately (L6
mile north of MD 28, (As described in Secion JIT-E.J above, placing the TCC under M 97 is
also being congidered.) At MDD 9T (Appendix A, Plate 14), a partial cloverleafl interchange is
proposed, with loop ramps and diamond-type ramps in the northwest and southeast goadrants.,
and directional ramps in the northeast and soathwes: quadrants,.  Two new signalized
intemsections would be introduced on M 97,

Exigting MDD 97 has four through lanes in the vicinity of Corridor |, while the {Nney Master Flan
indicates an ultimate six-lane roadway. Under Comidor 1, one throngh-lane wounld be added in
esch direction from MDD 28 through the ICC intarchange to the vicinity of Barchellor's Forest
Rowl, Additional auxiliary lum lanes would also be provided, The exisling service rowd on the
wesl side of MDD 97 north of M 28 that provides access to the Preserve would be extended to
intersect M2 97 at the new signalized intersection an the south side of the ICC. Contimaing in a
goutheasterly direction, the alternative would cross bencath MDD 28 just wear of Wintergats
Drive, M 28 would be reconstructed for approximately 2,400 linear feet, with 118 grade being
raised approximately six feet at the Corridor 1 crossing,

Batween MDD 2E and MD 182 (Appendiz A, Plates 15 through I7), Corridor 1 would pass
through the Longmead community, Although a 300-foot wide reservation for a highway cxists
im thig araa, residences and community facilities abut Corridor | om both sides, Corridor | wiould
be penerally loveer than existing ground through Longmead and would pass beneath Longrmead
Crossing Drive, an existing road connecting the two sidas of the development, Retzining walls
would be provided. if nocessary, to avoid grading outside the reservation arca.

Corridor 1 includes an interchange at MDY 1H2 (Layhill Road). As an option, the stody team has
also considered building Corridor 1 without the MD 182 interchange (Appendiv A, Plater 17
and 18, MD 182 iz a norch sonth oriented roadway that seirves the communities in the center of
the: srudy ames, It comnects MDD 97 (Georgia Avenue) nesr the Glenmome emo Statdon and MDD
108 throngh the cenler of the awdy area. It 15 a four-lane road berween MDD 97 and Bel Pre
Road, and a two-lane mad for the remainder. I an interchange with the [C0 were not provided,
local mosorists would need to travel a substantial distance to access the ICC via either the MDD &7
(Georgia Avenue) or MD 650 (Wew Hampshire Avemue) interchanges, This additional ravel
would be made along some of the east-west local madways and associated intersections that
would have the oreatest amount of traftic reduction afforded by the ICC. Therefore, as a result of
the icchnical studics performed as parnt of this stady, the study tcam has concluded that providing
the: M2 182 imterchange, with both Build Alematives, is needod to provide safe and efficient
traftic operations and to greatly enhance community mohility and safety,
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Hast of MT2 182, from approximately 800 feet south of Park Vista Dinive to west of Notley Road,
the alemative would cross Layhill Tocal Park, Northwest TBranch Recreational Park, and
Morhwest Branch Suream Valley Park - Unit 3. Two alignment options have been considersd
this area: Northwest Branch Option A (which has been developed to reduce floodplain impacts)
and Northwest Branch Option B (which follows the ICC alignment shown on Montgomeary
Counly’s master plawy, HBoth of thess oplivns would begin al the proposed interchange al M
182.

Under Northwest Branch Option A (Appendiz A, Plater 17 throwgh 20), the alternative would
continue southeast from MDD 182 through Layhill Local Park and Northwest Branch Recreational
Park and cross over Bonifant Road in the vicinity of the National Capital Trolley Museum, The
alternative would then ener Northwest Branch Stream Valley Park - Unir 5, pass just to the ezst
of the Andobon Woods community, and then curve to the northeast, passing betwean the Souch
Stonegate and Sherwond Forcst subdivigions.  Between MDD 182 and Notley Road, Notthweat
Hranch Option A would cross Northwest Branch ag thiree locations,

Under Nonhwest Branch Option B (Appendix A, Plates 21 through 24, the altemative wouald
cross Bonifant Road approximately 600 feer wast of the National Capital Trolley Museum, pass
just east of the Audubon Woods community, and then curve to the northeast, passing between
the South Stonegate and Sherwond Forest subdivizions, Between NI (82 and Motley Road,
Morhwest Branch Option B would cross Worthwest Branch at thres Iocations.

Corridor 1 would then pass under Motley Road, approximately 300 lincar fect of which would be
reconsiructed with no subsiantive change in alignment. Continuing in an easterly direction,
Corfidor 1 would pass north of the Colesville Manor subdivision, and then crogs under MID 650
approximately 400 feet south of Cape May Road. An wrban diamond-ovpe interchanpe. with a
gignalizcd intcracction, is proposcd at MD 630 for Cormridor 1. MDD 650 would remain at its
exisiirg horizontal and vertical alignment, with a bridge carrying it over the proposed TICC, The
exisling six through-lanes would be carried on MDD 630 through the interchange, with auxiliary
tun lanes added. e to proximity of the proposed interchange on MDD 630 with Cape May
Road, the closing of Cape May Road at MDD 650 would also be part of this altcrnative.

From MDD 650, Coridor 1 would proczed inan eastedy, then southeasterly direction uoward
Paint Branch, passing south of Dr, Charles R. Drew Elementars Schocl and the Spring Oaks
Estates and Gum Springs Farm subdivizsions, The altemnative would generally follow a reserved
highway comidor through the Upper Faint Branch Stream Valley Park, Afrer crossing Paint
HBranch, Corridor | would pass between the Countryside and Hardings subdivisions 1o a crossing
under Old Caolumbia Pike approximately 1,300 feet north of Faidand Road. Continoing in a
southeasterly direction, Corridor 1 would crogs US 29, where an interchange wonld be provided,
approximatcly 0.4 mile south of Briggs Chancy Road.

A full interchange with multiple semi-clirectional ramps 15 proposed at US 29 (Appendic A,
Plates 28 throagh 30). (A semi-directional ramp is one used to exit a road in a direction
oppogite from the desired dircetion of travel. but then used 6o tom toward the desired direction of
wavel; 4 dircctiomal ramp is one used w exit 8 road in the desited direction of travel.) The
interchange would be designed to accommaodate all movements to and from the proposed ICC
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