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The Critical Issue of
East-West Connectors

The Trangportation Policy Report |1 Task Force spent significant energy exploring
various east-west connectors — that is, facilities that would better connect the 1-270 and
Georgia Avenue/l-95 corridors north of the Beltway. Thisissue, perhgps more than any
other, divided the Task Force. The following narrative provides background and a
discussion of the options.

Background

The notion of an east-west cross-county transportation facility dates asfar back asthe
1950s and gppeared in various revisons of state and county plans, initidly as a part of an
outer beltway, through the 1960s and 1970s, until the Maryland Department of
Transportation (MDOT) in 1979 formally began a study of an “intercounty connector”
that would link 1-270 and 1-95. The study resulted in a modification of aroute that had
been in county plans since the late 1960s and that by 1987 had emerged from the new
study as the Intercounty Connector (ICC) Master Plan dignment. AsMDOT proceeded
with the preparation of afind Draft Environmenta Impact Statement (DEIS), however,
federd environmenta agencies expressed concerns about the effects of the highway on
the Paint Branch watershed and Rock Creek Park and proposed severa alternative
alignments, so that in late 1991, yet another DEIS commenced that compared the
benefits, costs and impacts of the master plan dignment with severd dternativesto the
north, aswell as severad stand-aone trangt options, an upgrade existing roads option, and
ano-build option.

By the summer of 1997, the Environmenta Protection Agency had indicated that there
were sgnificant environmenta impacts dong the Master Plan dignment, particularly
through the Paint Branch, in their preiminary comments to the Draft Environmental
Impact Statement. In the fal of 1997, the Montgomery County Council voted against
studying further the dternative northern dignments because of their inconsistency with
county master plans and the Generd Plan and their potentid thregt to the Patuxent
watershed. Instead, the Council proposed a network of east-west improvements that
included road widenings and intersection improvements, which remains the Council
mgority’s policy today. In 1998, Governor Parris Glendening formed a panel known as
the Trangportation Solutions Group that in July 1999 recommended building a limited-
access, four-lane, east-west facility without stipulating a specific route. In September
1999, Glendening announced he was cancedling the |CC, notwithstanding the
recommendation of the Transportation Solutions Group.

With the County Council reiterating in September 1999 that it “ opposes a limited access
highway in anorthern dignment because it is not congstent with adopted magter plans
and would have adverse community and environmental impacts,” and the Governor and
the State Highway Adminidiration averse to pursuing the Master Plan aignment,
Glendening announced his support for limited-access “ corridor improvements’ along the
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eastern and western ends of the ICC magter plan dignment and moved to begin disposing
of the center portion of the ICC Magter Plan right-of-way (65 percent of the ICC
aignment has dready been acquired by state and local agencies). The Maryland Board
of Public Works voted 2-1 to reject any attempt to sdl off the right- of-way, and when
five members of the Montgomery County Council moved to dispose of the county-owned
portion of the right-of-way, the state legidature intervened and that effort was abandoned.
With continuing concern over both the environmenta impacts and mounting traffic
congestion in the east-west corridor, the issue has reached a tdemate in which deep
divisons within the government and among the citizenry have prevented any new
CoNsensus.

In adraft of an earlier Trangportation Policy Report (known as TPR 1), Planning staff
recommended linking awestern piece of the ICC to MD 28-198. The County Council
asked the Planning Department to examine other options west of Georgia Avenue besides
a“Western Parkway,” including widening Muncagter Mill Road and a Midcounty
Highway (M-83) connection to Muncaster Mill Road as master planned or to MD 28.
The current TPR Task Force sudied linking the western part of the ICC to aloca arterid
in Round 2 of our traffic modeling, in addition to the Muncaster Mill Road and ICC
options, but found the advantage in countywide net speed impact over the Muncaster Mill
option to be negligible. In Round 3, the Western Parkway option was not included in the
testing after Task Force members questioned its compatibility and effect on the
resdentia wedge east of Georgia Avenue. Instead, Task Force members settled on the
following two options, which represent sharply different philosophies and priorities and
reflect the divergent makeup of the group.

The Options

A mgority of the Task Force members favor pursuing afull ICC on the Master Plan
dignment. The mgority voted to recommend completing the DEIS that was suspended
in 1999 before it reached the find EIS phase and, if necessary, overcoming the federa
rejection of the middle piece of the Magter Plan dlignment with enhanced mitigation and
improved design of the facility. The Task Force mgority maintained that traffic
modeling indicated the ICC had more impact in improving travel speeds, reducing v/c
ratios, and improving accessbility and mobility countywide and particularly between the
[-270 and I-95 corridors of any other project or set of policy changes the Task Force
studied.

Other Task Force members, pointing to the lega and environmental obstacles presented
by the ICC and chdlenging the facility’ s anticipated traffic benefits, favor amore
constrained set of intersection improvements and arterid links that would connect a
widened Muncaster Mill Road to awidened MD 28-198. In this dternative, west of
Georgia Avenue, the widening of Muncagter Mill was favored over the Mid-County
Highway or a stand-aone limited-access Western Parkway because it would avoid the
important environmental area between Muncaster Mill Road and Georgia Avenue and
would be more compatible with the MD 28-198 roadway.
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We will discuss each of these perspectivesin turn.

Argumentsin Favor of thelCC

Task Force members who supported the ICC cite several arguments for their position:

.

Congestion on Montgomery County roadsis severe and getting wor se, with
norelief in sight. Planning staff has indicated that severe traffic congestion on
the Capitd Betway will extend to nearly dl hours of the day, with a 14-hour
daily rush hour projected by 2020 (up from five hours per day in 1997). While
the ICC is primarily designed to relieve loca congestion on exigting arteria
highways north of the Beltway, and that is where most of its benefits are seen,
traffic modeling confirmed that the ICC dso isthe only mgor project the Task
Force studied, apart from widening the Beltway, that had any measurable impact
on Beltway congestion.> No projectsin the current Montgomery County’s
Congrained Long- Range Plan have any measurable impact on Beltway
congestion, and the 1997 DEISflatly rgected dl of the numerous “stand-aone”
trangt dternatives in this corridor.

| CC supportersfeel thereisno practical alternativeto a limited access
connector, ascalled for in the county’s magster plans, to support the land-use
decisions of the last 30 years and the development that has already occurred
in theregion’stwo primary planned development corridors. Linking these
corridors was aways necessary and remains so today, in addition to meeting the
chdlenges of future population and job growth and the demands it will place on

our transportation network by 2025 and 2050.

ThelCC on the Master Plan alignment isthe single most effective project for
relieving traffic congestion on theroads and for reducing aver age commuting
times. Although the ICC's primary purpose would not be to relieve traffic on the
Beltway, the 1997 DEIS indicates it would divert up to 15,000 cars per day off
Montgomery County’s most heavily used and most heavily congested facility, |-

495. Comparison of the DEIS results with more recent Maryland Department of
Transportation Beltway studies indicates that the |CC would perform that function
37 times better than an Inner Purple line that would paralle the Beltway.

Moreover, the Outer Purple Line, which the Task Force rejected, performed twice
aswdl asthe Inner Purple Line, in terms of Beltway relief (400 cars per day as
opposed to areduction of 200 cars per day with the inner Purple Line), which il
leaves the ICC achieving 18 times more Beltway rdlief.

Round 2 of the modeling completed for TPR |1 showed that the ICC would
increase the average speed throughout the county by almost seven percent. While
this may not seem drametic, a seven percent increase in the average speed of al

! According to the 1997 DEIS, the |CC would divert up to 15,000 cars per day off the Beltway and nearly
80,000 per day off existing arterial and secondary roads.
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750,000 peak-hour trips throughout the entire county, just from the addition of
one new road link, is an enormousimpact. In particular, the ICC performsfive
times better than widening Muncaster Mill Road and produced more
improvements to average travel speeds than any other facility the Task Force
studied.

The I CC hasbeen on the county'stransportation and master plansfor more
than 30 years, isidentified in our General Plan, and isboth consistent with
and necessary to support the county’slongstanding “ wedges and corridors’
land-use concept. Infact, the ICC was part of the network of circumferentia
highways designed to link the region’s planned development corridorsin a

coherent network. Traffic modding in this study reveded the soundness of the
county’'s “wedges and corridors’ land-use planning when supported by both the
now-completed 103-mile Metro system (planned a the same time) and key
roadway links such asthe ICC that aso were designed to support the devel opment
that was planned and built in those corridors.

ThelCC isthe most effective transportation project at relieving congestion
on thelocal roadsin itsvicinity. Perhgpsthe most impressive and sgnificant
data regarding the performance of the ICC isits effect on residentid roadsin the
eadtern part of the county. Traffic on many congested loca roads would decrease
by at least 4,000 cars per day, with as much as a 50 percent improvement in
congestion in some cases, according to the 1997 DEIS. Thislevd of impact was
seen on each of the following roads

Muncaster Mill Road from Norbeck to Redland

MD 28-198 from Bel Preto the county line

Briggs Chaney Road from MD 650 to U.S. 29

The Capita Bdtway from the Prince George' s county line to the eastern 1-270
spur

All of the eastern 1-270 spur

[-270 from the Beltway to 1-370

Segments of Viers Mill Road above and below Randolph as well as through
Rockville

Rockville Pike from Randolph Rd. to Shady Grove Rd

Most of Randolph Road from Layhill to U.S. 29

All of Fairland Road

Portions of Georgia Avenue, U.S. 29, MD 108 and others

[ Wy 000D

000D

By comparison, traffic on only five very short north-south roadways would
increase by a least 4,000 cars per day, and these were confined to those segments
near intersections with the ICC that could be accommodated with alimited

number of discreet intersection and road widening improvements in those specific
segments.
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No other project, including public transportation networks or facilities,
comes closeto the ICC at relieving congestion on the county'sroads and
freeways. Even acombination of the Purple Line, the Corridor Cities
Trangtway, anew light rail spur serving White Oak, and a North Bethesda
Trandtway, combined, only improved the average countywide travel speeds by
1.85% in our traffic models, compared to seven percent for the ICC.

The county hasa great need to inter connect the growing 1-270 and 1-95
corridorsand the ICC isthe only effective way to meet that need based upon
the modeling results and the results of previous studies. In the absence of the
ICC, BWI Airport has produced a brochure illustrating six “back road” routes
through Montgomery County neighborhoods to the airport so airport users can
avoid the Betway.

ThelCC istheonly project with the capability to meet the demand to
interconnect the western part of the county with the state's only major
airport, the greater Baltimoreregion, Prince Geor ge's County, and other
principal regions of the state.

Construction of the ICC with moder n mitigation techniques such as end-on
congtruction, limited tunneling, and advanced storm drainagefiltration and
collection would minimize the adver se impacts on the natural environment.

Alternative East-West routes would cause significant environmental damage,
disrupt established communities, carry substantial costs, but be less effective
than the ICC in meeting east-west transportation demands. All the proposed
dternatives are to the north of the Master Plan dignment, farther from the

county’ s population and business centers and less consistent with the county’s
commitment to Smart Growth and the protection of the Patuxent watershed.

Egtablishing toll or High Occupancy Toll (HOT) lanes would create a source
of revenueto fund a substantial share of the | CC construction and
maintenance costs.

The | CC would provide a capacity for express bus service between the ends
of thel CC and neighboring communities; and the ICC right-of-way isa
potential location for a future east-west transit line.

Many of the Task Force sattemptsto agree on a network of facilities focused
on the absence of any adequate alter native east-west connectivity other than
the ICC. Twenty-one Task Force members supported afina package of
recommended facilities that included the ICC (Task Force protocols required 22
voteson any fina package). No other package that did not include an ICC

received more than 16 votes.
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Alternatives proposed or favored by Task Force membersopposng thelCC
do not addressthe goals of congestion relief, accessto airports, or accessto
other principal regions and activities of the state, or the needs of the vast
majority of county residents who need to use their automobiles for some or
all of their daily trips. The Task Force mgority felt it was important to stress
that 75 percent of the daily tripsin the Washington region are not to and from

work, and the vast mgority of these trips (i.e., shopping, through trips, shipping

and deiveries, multiple-destination trips, etc.) are not likely to utilize mass transit
evenif it were available. Moreover, previous state and federal studies have

rgected trangt dternaivesto the ICC. Similarly, land-use-only approaches also
were discredited by the modding results, which showed only atwo percent
reduction in travel demand over 50 years from even the most aggressive
“dternaive land use’ scenario tested. Findly, loca road and intersection
improvements brought only limited short-term relief and resulted in higher traffic
volumes on existing local roads, rather than lower volumes produced with an ICC.

ThelCC had significant positive impacts on local inter sections, according to
the 1997 DEIS. The performance of intersections is measured by Critical Lane

2 The 1997 DEIS evaluated four road alternatives, three independent transit alternatives and a TSM/TDM
(Traffic Supply Management/Traffic Demand Management) alternative, and measured each against the
county’ s Constrained Long Range Plan (CLRP). The DEIS refersto the CLRP asthe “No-Build” option.
Thefollowing statement is taken almost verbatim from DEIS (Draft Environmental Impact Statement, Vol.
1, Pages1-4 to 1-8, March 1997 ("DEIS")):

Interstate 95 and Interstate 270 are the two most intensive business, employment, and transportation
corridorsin the State of Maryland.... The I-270 Corridor is one of the premier centers of high
technology inthe U.S., extending approximately 18 milesfrom the Capital Beltway (1-495) through
Clarksburg in northern Montgomery County and into Frederick County. The I-270 facility serves
business and residential centersin the 'Technology Corridor,' such as Rockville Gaithersburg,
Germantown and Clarksburg. Today, I-270 accommodates more than 175,000 vehicles per day
(March 1997).

1-95 isthe premier travel corridor in Maryland, connecting the eastern states and metropolitan areas
and providing accessto air, water, and rail terminals. Asan example, 1-95 provides access to the
Bdtimore-Washington International Airport (BWI), the fastest growing international airport in the
region. Efficient accessto BWI isanimportant component of Maryland's and the counties' need for
an east-west transportation link. Maryland's principal airport, BWI handled 116,000 tons of cargo
and served 13,163,000 passengersin 1995. The importance of air travel to business and to
individual employment opportunity is evidenced by the fact that 62 percent of the regional (BWI,
Dulles, National Airports) air travel in 1987 wasrelated to business. The goals of the federal
Intermodal Surface Transportation Efficiency act (ISTEA) of 1991 emphasi ze access to ports,
airports, and intermodal transportation facilities. MDOT and MWCOG seek to maintain and
improve all modes of ground access to BWI, and a major component of achieving these goalsis
improved access between Montgomery County and BWI.2

Currently, the Capital Beltway isthe only access-controlled highway linking the I-95 and 1-270
corridors. Motorists wanting to travel from the 1-270 Corridor to 1-95 must first travel south
anywhere from six to ten milesto 1-495, then endure the congestion on the Capital Beltway all the
way to 1-95. [-495 operates at capacity during peak traffic periods and the degree of congestion on
these facilitiesis expected to worsen by 2020. To avoid the already severe traffic congestion,
motorists traveling between the 1-95 and 1-270 Corridors often use intermediate arterials and
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Volumes (CLV). TableVI-9 of the DEIS® shows the PM Peak hour performance
at 63 intersections;* comparing the four roadway dternatives against the "no

build" option. Of the 63 intersection measurements, the ICC Magter Plan
aignment improved congestion in 51 instances.

The ICC on the Magter Plan alignment improves 30 of the 35 intersections so
measured at the P.M. peak:

o 14 intersections reduce the number of cars by more than 300
o 16 intersections reduce the number of cars by more than 150

Only five intersections showed an increase of more than 150 cars, and the ICC on
the Master Plan dlignment is the only dternative that does not increase any
intersection congestion by 300 or more vehicles.

collectors, which were neither designed nor intended to accommodate long-distance travel or the
current volumes of traffic that clog residential neighborhoods. Even with the planned improvements
on several of these roads, they will not be capable of carrying the projected 2020 traffic volumes.
Moreover, thismix of functions, especially of local access and through traffic, creates community
concerns.

For example, one of the most prominent east-west routes, M ontrose Road/Randol ph Road/Cherry
Hill Road/Powder Mill Road, crosses 88 intersections and 489 driveways over its 10.4-mile length.
These intermediate east-west roadways and intersections on these roadways al so operate at or near

capacity.

Consequently, the existing network is unable to handle effectively either the existing or projected
travel volumes between the [-270 and 1-95 Corridors. The absence of an adequate link between the
1-270 and 1-95 corridors threatens the region's livability, safety, and environmental quality. It also
severely impedes sensible economic growth within both corridors.

Even assuming completion of all the transportation improvements (other than a major east-west
transportation link) included in the [Metropolitan Washington Council of Government]'s CLRP, the
number of intersections and roadway linksin the area which operate at or near capacity is expected
to increase substantially by the year 2020. Traffic congestion will continue, and indeed become
worse, on the one available access-controlled highway — the Capital Beltway — and on the
intermediate arterials and community streets which were intended to accommodate mostly local
traffic.

In sum, because of projected residential and commercia development, much of which has aready
been approved, the number of east-west tripsislikely to increase substantially by the year 2020.
The existing transportation infrastructure does not have adequate capacity to accommodate this
predicted increase, because the one existing east-west controlled-access facility (1-495) is heavily
congested and is located at the southern extremity of the Study Area, and because the existing
network of intermediate arterials and community streets also are heavily congested and are designed
primarily to accommodate local rather than cross-county traffic.

3Vol. 3, Section VI, pages 22, 23; see also the maps at Figure V1-8

“ Actually, there are fewer than 63 different intersections, since some of the measures are taken for different
lanes at the same intersection.
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The 1997 DEIS, asafar more detailed project study than the TPR’s much
broader planning study was ableto replicate, contains several important
findingsrelating to the ICC on specific arguments made by both sides of the
issue, including:

0 “Exiging conditions are presented as areference point. The discusson of
dternative effects, however, is dways made by comparing each of the build
dternaivesto the no-build.” (DEIS, page VI-3)

0 “TheMager Plan dignment (MPA) ...provides mgor enhancementsto
access bility, mohbility and connectivity.” (DEIS, page VI-5)

0 “ThelCC aso reduces congestion amost uniformly throughout the study
areq, reducing the critica lane volume (CLV) a severd intersections
compared to the no-build dternative.” (DEIS, page V1-5)

0 “Trave time[with the MPA] between activity centersin the1-95 and I-270
corridorsis reduced by 40 percent to 50 percent, both viatranst and via auto
or truck.” (DEIS, page VI-5)

o0 “TheMPA and NA [Northern Alternative] provide the greatest increasein
access to employment, as measured by travel time” (DEIS, page VI-7)

0 “None of the dternatives [including the trangt aternatives studied] grestly
affects transt mode share for work trips.” (DEIS, page VI-7)

0 “Thetravel demand forecadts indicated thet this dternative [MPA] would
improve congestion subgtantialy at 28 of the 54 sudied intersections, in
comparison to the no-build dternative. 1t woud aso attract between 50,000
and 78,000 vehicles per day off existing local roadsin the Study Area.”
(DEIS Mgor Investment Study Overview, page 13).

0 “Noneof the trangt dternatives would produce a substantia reduction in
highway person trips...” [and] “did little to address the need for improved
east-west transportation in the Study Area. The Master Plan Trangit
Alternative and Randolph Road Trangtway failed to meet the minimum
gpplicable threshold for avidblerall trangt facility. The White Oak
Trandtway margindly met the minimum applicable threshold....” (DEIS
Magor Investment Study Overview, page 15).

0 “None of the stand done trangt aternatives provided sgnificant rdief to the
traffic congestion in the Study Area” (DEIS, Mgor Investment Study
Overview, page 15).
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o0 “TheMPA and NA reduce trave time by as much as 40% - 50%. They dso
have the greatest average travel time reduction, which isin the range of 23%-
24%.” (DEIS Mgor Investment Study Overview, page 38).

The per centage of congested lane miles, accessibility to jobs and housing,
averagetravel speeds, v/cratioson the existing arterial road network, and
various origin-destination pairsall improved significantly with the |CC in
the Round 2 facilities tests, and in the scenario testswhen comparing
scenariosthat included the | CC with those that did not. Theimprovements
were most noticesble in some cases in 2025, with fewer impacts shown in 2050
due to the fact that demand had increased without proportiona capacity
improvementsin that period, so conditionsin every scenario declined as aresult
from 2025 to 2050. However, it was the scenarios that included the ICC, both in
our Round 1 scenarios, and in our fina Round 3 scenarios, which came the closest
to maintaining current travel conditions.

It isalso important to note that the Planning Board traffic mode only looks
at traffic data during a one-hour peak period. With many of our mgor
facilities dready exceeding their design capacity during that peak hour, this mode
does not dlow usto draw any conclusions regarding what happensin the red
world when demand exceeds available capacity to this degree. Many trips shift
beyond the peak hour (those that respond by taking aternative local roads when
magor facilitiesfill up are cgptured in thismodd, but only until thet available
capacity isfilled, then the model smply assumes shorter trip lengths will result
because people cannot make their existing commute in areasonabletime). Asa
result, mgjor changes the ICC and other capacity improvements may be having
may not show up very much in the one peak hour, but may be much more
noticeable on the “shoulders’ of the peak hour, hence the need for further analysis
on what the length of “rush hour” conditionsis likely to be with or without the
ICC. Thiswas supposed to be included in our study data but is not yet complete.
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TPR TASK FORCE: ROUND 1 MODELING RESULTS
SELECTED ORIGIN-DESTINATION PAIRS, TRAVEL TIMES DURING PM PEAK-HOUR
[Source: MNCPPC Traffic Maodel Output, Round 1 Scenario Tests]

Key: Scenatio 2 = "2025 Baze Caze"; Scenatio 3 = "Road Emphasziz", Scenario 4 = "Transit Emphasis”

ORIGIN/DESTINATION 2025
% Change in Travel Minutes Saved,
Scenario 2 Scenario 3 Scenario 4 Time Between Each Way in PM
(hase case] (Roads) ({transit) | Scenario 3 (ICC) and peak-hour, under
Scenario 4 (no ICC) | Scenario 3 (ICC)

From To

YWhite Oak Gaithershurg 429 38.2 46.2 17.32%

White Oak Frederick 83 85.4 106.5 19.81% 21.1
YWhite Oak Shady Grove 35.3 30 7 18.92%

White Oak Bl 487 485 53.2 8.83% 47
Gaithersbury Silver Spring 372 343 40.2 14.658% 5.9
Gaithersburg White Oak 40.2 352 455 23.14% 10.6
Gaithersburg Mew Carralltan 58.4 52.2 E1.1 14.57 % 5.9
Gaithersburg Bl 746 G398 a2b6 15.50% 12.8
Shady Grove Silver Spring 327 31 3549 13.65% 49
Shady Grove White Oak 6.2 292 40.4 2T72% 11.2
Shady Grove Mew Carrallton 243 46.3 =T 19.06% 109
Shady Grove B 706 G389 77 17 76% 13.8

[ote: These tables only reflect the time savings that would accur, each way, on trips during the Ph-peak-hour.  Ware
detailed studies, including the 1997 DEIS on the ICC, using average daily traffic maodels, found much greater
differences, including a countywide average travel time savings of 24% and Gaithersburg to Laurel time savings of 40%-
E0%.

TPR TASK FORCE: ROUND 2 FACILITIES MODELING RESULTS
IMPACT OF ICC ON PM PEAK-HOUR TRAVEL SPEEDS
[Source: MMNCPPC Traffic Model Output, Round 2 Facilities Tests]

ICC Impact on Countywide Travel Speeds:
Ave. Speed (with ICC)

Increase of H5.5% over base case (no-ICC) test, countywide

ICC Impact on Key Screenlines in 2050:
Average Speed

Test 4 Base Case Test 5B ((CC) % Change

Rock Creek 11.67 mph 25.01 mph 114.30% Impravement

Mew Hampshire Ave 26.09 mph 30.66 mph 17 82% Improvement

Bottarm Line: Significant improverments in average speeds in both of the major screenlines
impacted directly by the ICC.

Impact of ICC on Job and Housing Accessihility (via auto):
51,000 more jobs would be accessible within 45 min. to County workers

Jobs: (over base case)
49 000 maore househaolds would be accessible within 45 min. to
Housing: employers in the County (over base)

10
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Round 3 Scenarios Analysis: Key Transportation HOE Results
[Source: TPR I, Round 3 Trafic Modeling Resuts]

2025 2050 2050 2050
CLRP 2025 Roads 2025 Transit Haster-  Roads = Transit
Key Transportation Heasures {base) (ICC) (Ho ICC) plan pase) ({ICC) (Ho ICC)

(% change | (%% change (% change (%6 change
from base)  from base) from base) from base)
Awerage VIC rafios (wolume-to-capacity) 0BG - 0E% -1 .52% 0EE -1 47% 0.00%
Auwerage speeds (mph) 23z 12.93% £17% 208 1005% -8
% Congested Lane Miles 1341 -27 BT -9.92% 1576 -1.26% 2.30%

It isnot appropriate to use traffic modeling data to compar e aver age speeds
over time, asopponents of the ICC have. Traffic modding datais appropriate
when comparing different options in the same planning year. Thereasonis

obvious. By 2025, the county will have significant population growth, so travel
would declinesiif there is no change in the network. Comparing a base year with

a 25- or 50-year time horizon, without adjusting for population, isjust as
inappropriate as looking at average family incomes over a 50-year period without
adjudting for inflation. The result is meaningless and invdid.

Data from the DEI'S does not support the contention that the | CC would not
significantly reduce congestion. According to the document: “The MPA would
subgtantialy reduce congestion.” This gppears numerous times in the document.

The Task Force's Measures of Effectivenessinclude congested lane miles,
which improved under theroads scenario in Round 3 relative to the transit
scenario and the base case.

Arguments Against thelCC
Task Force members who opposed the ICC cite severd arguments for their position:

ThelCC would produce mixed transportation results at high monetary cogt,
with enormous adver se environmental impacts and significant adver se
community impacts. Proponents of the ICC vasily overdtate its benefits while
downplaying its cost and adverse impacts.

According to the DEIS, the cost to build the | CC would be ailmost $1.5 billion

(adjusted to today’ s dollars). Environmenta mitigation techniques proposed by
some members of the Task Force would send the cost even higher.

11
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The ICC would not reduce aver age commuting times. The same Round 2
tests’ |CC proponents cite for their average speed claims show that average trip
times would increase with the ICC. The samdl increase in average speed smply
does not improve average commuting times. Further, only asmall percentage of
commuters would travel the full length of the ICC between I-270 and 1-95 or U.S.
1.

Round 2 tests show that by 2050 aver age speeds, even with the ICC, will
decr ease almost 18 percent from the 1998 base.

ThelCC would not significantly reduce congestion. The following bullets
address congestion from a number of perspectives. The ICC falson dl counts:

o Round 2 tests show the ICC would not reduce the overall average
Volume/Capacity (V/C) ratio (amgjor indicator of road congestion) in 2050.
If the ICC were built, the V/C is projected a 0.68. If it were not, the V/C
would be 0.67.

0 Round 2 tests show that more miles would be driven in congested conditions
with the ICC than without it.

o ThelCC would not sgnificantly reduce congestion on the Beltway. With or
without the ICC, the DEIS projects that traffic on the Beltway will increase by
about 40 percent by 2020. DEIS dataindicate that the ICC would reduce the
projected traffic on the eight Beltway segments between MD 201 and MD 355
by 0.25 percent to 7.05 percent, depending on the segment. The seven percent
reduction cited by ICC proponents is reached on only one segment, and al but
two segments show areduction of less than 3.8 percent. The DEIS explicitly
dated that the ICC would not sgnificantly improve the level of service on the
Bdtway, 1-270, or 1-495 within the study area (see DEIS pages VI-23 and VI-
24).

o DEISdatashow that nearly 90 percent of the intersections that would be
failing without the ICC dso would be falling with the ICC (see DEIS pages
VI-22 and VI-23, Table VI-9).

On balance, the | CC would increaserather than decrease traffic on local
roads. The DEIS shows that building the ICC would increase sudy area Vehicle
Miles Traveled (VMT) on local roads from 7,728,000 to 8,426,000, or nine
percent. This would occur because building the ICC on the Master Plan dignment
would increase totd study area Vehicle Miles Traveled (VMT) from 31.6 million
per year to 34.5 million, or 9.1 percent, without changing the percentage of VMT
on locd roads. Asexplained inthe DEIS (a page VI-31):

® Round 2 tests were the closest we came to isol ating the impact of the ICC.
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None of the (ICC) adternatives substantiadly affects the percent of
travel on local roads. This characteristic reflects the fact that most ICC
users would be traveling to or from alocation in the ICC study area,
therefore using the ICC for only a portion of their trips and relying on
the local roads to complete their trips.

In sum, building the ICC would divert traffic from segments of some loca
roads and increase it by more on others.

Round 3 trip tables show small time savingson tripsusing the ICC
compared to tripsunder the Transt Oriented Scenario. The biggest
effect in 2025 or 2050 is a Sx-minute savings on the 79-80-minute trip
from Gaithersburg to BWI. Other time savings are less.

ThelCC would not enhance safety. The sefety andyssin the DEISTals
to account for the substantia increasein total VMT and locd road VMT
the ICC would produce. A more objective andys's probably would show
higher fatditiesin the ICC study areawith the ICC than without it. This
would be consgtent with Planning staff’s Round 3 andysis of countywide
fatalities under the Master Plan base case, the Road Oriented Scenario and
the Trangt Oriented Scenario the TPR consdered during this process.

TPR 11 did not even mode tolls (including HOT lanes) on the ICC, much less
determinethat tolls could financeit.

ThelCC would increase air pollution, fuel consumption and greenhouse gas
emissions. Round 2 tests showed that the ICC would increase countywide vehicle
milestraveled (VMT) by 12.4 percent. Reduction in VMT isthe Measure of
Effectiveness the Task Force adopted for improving air quality and is areasonable
(though not perfect) indicator of reduced fuel consumption and greenhouse ges
emissons

The | CC would cause enor mous per manent environmental damage to
forests, streams, wetlands and par kland. The damage would be particularly
acute in the western and center sections, where the ICC would devastate stream
valey parks dong Mill Creek, the north branch and main sem of Rock Creek,
Northwest Branch and Paint Branch. These are among the last best placesin
Montgomery County in terms of naturad beauty, quaity and diversity of habitat,
and abundance and diversity of species. Federa agencies recognized and
commented on the mgjor adverse environmental impacts of the ICC on the Master
Plan dignment, as well as the specid nature of the places affected.

13
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End-on construction cannot effectively mitigate theseimpacts.® Asthe EPA’s
regiona adminigtrator told Council member Gail Ewing in a September 1997
|etter:

EPA does not fed this technique would serve as a mitigative measure
for the wide variety of long term environmental impactsidentified ....
For example, once congtructed, the highway corridor would fragment
large contiguous forest aress, adversely impact the stream valey

parks, generate potentialy polluting storm water runoff in the Paint
Branch Watershed, and would be an intrusion into the peace and quiet
of the many neighborhoods bisected by the dignment. These impacts
would be redlized regardless of the construction technique employed.

Primarily because of the serious adver se impacts on parkland, federal
regulator s have indicated repeatedly that they will not approve the

| CC on the Master Plan alignment. Although these are not fina agency
decisons, gpprova by the agencies and the courts is Speculative a best.

The I CC should have been removed from the master plan long ago.
The ICC’ s environmenta problems have been clear snce at least 1987,
when the first DEIS was rel eased. Nobody should be proud of the fact that
the ICC remains on the master plan over 14 years later.

Montgomery County should drop the CC, not pursue alternate ICC
routes such asthe Northern Alignment studied in the DEIS. Alternate
|CC routes have subgtantid community and environmenta impacts, face
major political opposition, and were not included in the Task Force's
modding or voting. Y et even if the stated purpose of going through il
another Draft Environmental Impact Statement were to obtain approva of
the Magter Plan alignment, the effect would be to keep dl the dternate
routes dive,

Continuing to pursue the | CC will waste resour ces and divert
attention from optionsthat better balance competing concerns and
have a chance of being implemented relatively soon.

Widening Muncaster Mill Road to four lanesfrom Shady Grove Road
to M D 28-198 balances cogt, transportation and environmental
concerns much better than building the ICC. This project produces
useful trangportation benefits at a fraction of the cost of the ICC ($66

8 End-on construction is a"top-down" technique. Heavy equipment is not placed on the ground; instead, it
is placed on top of work platforms mounted on concrete piles. From these platforms, a crane drives piles
and pushes the bridge viaducts forward one bay at atime. Once abay is completed, the crane "crawls"
forward onto the next work platform to repeat the cycle Source:
http://www.fhwa.dot.gov/environment/wetlands.htm.

14
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million v. $1.43 hillion) and the environmenta impact of the ICC. For
example, to the extent increasing countywide average speed is considered
ussful, Muncagter Mill widening is highly cog-effective. It increases
countywide average speed by 1.4 percent. The following table, based on
the September 8, 2001, Maor Facilities Workbook, shows the relative
environmenta impactsin Montgomery County, as cdculated by staff for
TPR.” This methodology cannot fully capture the devastating

" The table does not include the impact of widening MD 28-198 to four lanes, which probably will occur
regardless of whether the ICC isbuilt and which wasincluded in al TPR Il scenarios and modeling.

15
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environmenta impacts of the ICC or the specid nature of the places
affected. The DEIS and agency comments on the DEIS are more
complling and more thoroughly researched.® But the methodology does
give agood idea of the relative impacts of the projects.

8 The following excerpts are from the August 1, 1997, letter from the EPA’s Regional Administrator
commenting on the DEIS:

EPA believesthat the potential adverse impacts associated with the proposed Master Plan Alternative
(MPA) from the direct, indirect and cumulative impacts to aquatic and terrestrial resources and the human
environment are unacceptable. Consequently we have given the Master Plan Alternative an EU
(Environmentally Unacceptable) rating....

EPA bases thisrating on the potential adverse impactsto Montgomery County's last remaining reproducing
brown trout stream, adverse impacts to wetland acreage and function, extensive stream physical habitat and
water quality impacts, extensive parkland impacts and adverse impacts to existing neighborhoods and
communities....

EPA finds potential adverseimpacts to the naturally reproducing brown trout stream in the Paint Branch
watershed unacceptable. Paint BranchisaUseIll Natural Trout Waters, a Special Native Trout
Management Areaand in 1995 the Montgomery County Council designated the area as a Special Protection
Area (SPA). Considerable resources have been committed to this watershed and special land development
regulations have been developed. Two subwatersheds of Paint Branch, Gum Springs and Good Hope
Branch, provide virtually all the critical spawning areafor the trout population....

All of the above [construction sediment, impervious surface increases, stream temperature increases,
decreases in base flow and an accel eration of the widening of the stream channel] would adversely alter the
spawning stream's physical habitat and water quality. EPA believesthat these impacts would likely
eliminate the trout resource from the Paint Branch Watershed. Elimination of the trout would remove the
existing use of the stream, aviolation of EPA's antidegradation policy.

The MPA, with collateral road construction (the Rt. 28/198 connector), would impact the greatest acreage
of wetlands of any alternative. The 22 to 23 acres potentially impacted by the MPA and the associated
connector represents one of the largest wetland impacts reviewed by EPA in Maryland in recent times.
Thisimpact is particularly large for the Piedmont Province, since wetlands are relatively less abundant in
this area, as compared to the Coastal Plain. The undisturbed nature of these wetlands nestled in large
undisturbed stream valleys parks provides val uable functions to the highly developed study area....

The MPA wetland impacts are also located in sensitive areas such as the Paint Branch and the Anacostia
River watersheds, both of which are the subject of intense study and restoration efforts. The MPA impacts
more floodplains and associated forested wetlands that any alternative. The functions these forested
wetlands provide in flood control, water quality improvement and wildlife habitat are valuable and only
rarely found in area as devel oped as the study area. The wetlands and adjacent parklands and woodlands
constitute some of the largest remaining contiguous forest areas in Montgomery County. The wetlands and
forests which would be bisected by the MPA are home to 27 species of permanent and winter resident neo-
tropical migratory birds. The Montgomery County Department of Park and Planning estimates that the
MPA would fragment over 1080 acres of the migratory and forest interior bird habitat.

Construction of the MPA would impact approxi mately five and one-half miles of stream habitat. The loss
of riparian corridors and physical stream habitat over such alarge area represents a significant degradation
tothelocal stream system....

Perhaps one of the most striking impacts of the MPA istheimpact on parklands. Between 145 and 158
acres of Section 4(f) parkland would be taken. Nearly one-third of the ROW of the MPA islocated in
existing or planned parks. The MPA threads its way from park to park with over mile wide crossingsin
somelocations. Theimpact to the natural ecosystem, forest fragmentation, direct loss of habitat, increased
wildlife mortality, and increased air and noise pollution are significant. Hiking trails, equestrian trails,
passive recreation and pursuits of solitude would be adversely impacted....

16
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Environmental Measures of Effectiveness (Acres Affected)®

ICC Muncaster

Mill
Wetlands 32.5 0.03
Floodplain 53.01 1.41
Stream/L ake 121.67 4.99
Wetlands/Floodplain/Stream/L ake 146.7 5.18

Combined (Eliminating Overlap)
Parkland 73 3.76
Biodiversity Areas 115.61 2.26
Top Ten Natural Areas 75.58 0.34
Parkland/Biodiversity/Top Ten 152.29 3.82
Combined (Eliminating Overlap)

Significant Forest 139.7 131
Interior Forest 98.84 0
Playing Fields (Number) 1 0
Well Service Area 32.86 0
Buildings Affected by Transportation 21 1
Right of Way (Number)
Increasein Countywide VM T +12.4% +1.1%
(surrogate measurefor air pollution)

[G]iven the magnitude of the natural environment and social impacts of the MPA, EPA recommends that
the MPA, as described in the DEIS, be dropped from consideration.

¥ MD 28-198 is widened to four lanes under both options.



