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SUBJECT: Transportation Policy Report Il, Staff Recommendations

Transportation Policy Report Il (TPR IlI) has been the most intensive and
comprehensive effort ever undertaken by a Planning Board-appointed advisory group.
During the past 18 months, the TPR Il Task Force, led by co-chairs Stan Schiff and
Sam Raker, has held 48 Task Force meetings, three all-day workshops, 38 core team
meetings, 79 work group meetings, 10 community workshops/forums and 14 focus
groups. Work group leaders in particular dedicated countless hours to attend and
prepare for their meetings.

~ As the Planning Board noted on November 28, this dedication is in the best tradition of
citizen involvement in Montgomery County. Staff would also like to acknowledge the
contributions of representatives from the Maryland Department of Transportation,
Montgomery County government, the cities of Gaithersburg and Rockville and the
Washington Metropolitan Area Transit Authority. These representatives brought insight
and perspective to the process and enriched the Task Force’s discussions.

The Task Force was empowered to direct the work of technical staff while staff, in turn,
modeled networks and land uses the Task Force approved for testing. During this
process, the Task Force established criteria for evaluating these networks and staff
performed the analysis within the limits of time and budget. Nationally recognized
experts provided advice on bus system improvements, transportation demand
management practices, and the land use-transportation relationship. Guided by staff,



the core team set meeting agendas. We used a nationally recognized facilitator at all
Task Force and core team meetings. The Task Force developed its own decision rules.
We provided an independent professional writer for their report and we strove to have
the Task Force develop consensus on its recommendations.

Through this effort, we have learned an enormous amount. Some of this knowledge has
improved our technical insight into future transportation issues. Some provides a
context for the nature of competing philosophies within the county on land use and the
provision of transportation infrastructure.

Attached is a staff report that provides a policy and facility blueprint for the development
of future Master Plans. Staff takes full responsibility for its content. This document fully
endorses the policy recommendations of the Task Force on land use, bus, and
Transportation Demand Management and the consensus it reached on some facilities.
In developing a network of facilities, however, staff is making a recommendation-
whereas the Task Force did not. We have not had sufficient time to share these
recommendations with the Task Force directly. But we are making these
recommendations now in response to the requirements of the work program and to
frame the resolution of these issues by the Planning Board and the County Council.

We are certain that each Task Force member has a unique perspective on the
deliberations that accompanied this task. In that light, we want to share our perspective
on the source of the philosophical conflicts that presented themselves in this process.
We do this in an effort to help the Planning Board through its own decision-making
process; at the same time we acknowledge that the Task Force and its individual
members may not share our perspective.

PERSPECTIVES ON CONGESTION

The Task Force created five major evaluation criteria to determine whether land use
and ftransportation are successfully balanced. These criteria assessed whether
proposed facilities and facility improvements:

¢ Provided a transportation system that efficiently and reliably moves people,
goods and services locally, countywide and regionally

» . Supported balanced and orderly growth

e Protected the natural environment from negative impacts of growth and
transportation

+ Ensured the cost-effectiveness of public investment in transportation

¢ Improved pedestrian and traffic safety.

Who would not desire a future where congestion is reduced, environmental resources
are protected and travel is safer, all at low cost? The problem is that none of the facility
networks and land uses modeled in TPR Il yield all of the results all of the time.



Building more highways can increase travel speeds, but this aiternative has high costs
and significant environmental impacts. We can reduce environmental impacts with more
transit options and fewer roads, but congestion levels will still increase. All of the
evaluation criteria the Task Force noted are important, but each person defines and
weighs these criteria differently when evaluating alternative futures. The deadlock in
pursuing consensus on a transportation network is indicative of a conflict of values over
the future of the county.

What developed in the Task Force is a continuum of opinion. These opinions range
from “add all facilities that reduce congestion and connect the county to airports” to
“reduce vehicle miles of travel per capita, avoid environmental impacts.and promote
transit.” A full set of values lies within these extremes and is worthy of expression.
Central to this division are approaches to traffic congestion.

Congestion occurs when the number of vehicles trying to get to the same place at the
same time exceeds the capacity of the facilities available to serve that demand.
Congestion is a mismatch between the supply of roads and the demand for travel at a
given time. Congestion affects motorists as well as people attempting to travel by bus,
to make deliveries, cross the street or just exit their driveway. In its worst form, the
delays caused by congestion erode the time we spend with our families, reduce access
to services and affect where we live, work and shop. Congestion decreases our quality
of life and adds to our stress and aggravation.

Congestion can be reduced by increasing the supply of facilities or by decreasing the
demand to travel at congested times. At the risk of oversimplifying complex ideas, the
following is an attempt to illustrate the dichotomy between two general approaches to
congestion, which we have labeled “Supply Siders” and “Demand Managers.” This
description is a composite of ideas expressed within the Task Force. S

Supply Siders

The traditional way government has addressed congestion is to increase the supply of
transportation facilities. Building more roads in the right places can reduce congestion.
This has not been the case in the recent past in Montgomery County, however, as
growth has outstripped our infrastructure improvements.

In recent years, the Washington D.C. metropolitan area has added employment and
retail centers, entertainment venues and housing without adding or improving the
connections between these centers or the jurisdictions in which they lie. Residents from
one jurisdiction pass through another to reach their homes and jobs. The last segment
of freeway constructed in Montgomery County was only two miles long, from |-270 to
Shady Grove Metro. The existing roadway network is so close to its carrying capacity
that the slightest incident can cause major delays. The answer a Supply Sider proposes
to this problem is to enrich the roadway network by widening roadways and providing
new parallel links, both north-south (such as 1-270, Great Seneca Highway, Midcounty
Highway, Clopper Road) and east-west (i-495, Randolph Road, Montrose Parkway,
ICC, MD 28/198). .



Certainly, land use is a source of travel demand. When a particular location and land
use becomes successful, other land uses are attracted to it. This development creates
more demand for roadway capacity and increases congestion for all users.

Supply Siders define successful planning as the accommodation of growth without
increasing congestion. At present and for the foreseeable future, the car best meets the
needs of the individual. From the Supply Siders’ perspective, the purpose of
government is to build roads to meet the needs of residents and businesses.

A "market accommodation” philosophy stands behind the Supply Siders' set of values.
In this line of thinking, land use should be market driven. Existing and proposed zoning
in master plans substantially reflects this market. The intentional manipulation of land
use policy away from market forces to reduce future roadway demand would result in
less growth and less wealth for the county. If, for example, policies were enacted to
restrict the market by reducing the amount of housing in less dense areas, less housing
would be built. This would be true even if county policy permitted more housing in dense
areas. That is because the market is different at different densities. It is hard to convince
families with children that multifamily housing is a preferred lifestyle. Similarly, giving
businesses only the choice of multistory buildings may cause companies that want
something else to locate elsewhere. But even businesses outside Montgomery County
can create traffic on our roads, as motorists drive to and from them from locations in the
county.

Public policy changes that are “anti-car,” such as limits on the number of parking spaces
or taxes on parking or on miles traveled, would inhibit the county's competitive position.
Employers would be likely to flee to jurisdictions that do not have such restrictions.
However, policies that induce additional transit ridership by making transit more
attractive (by providing rider amenities, increasing service or decreasing the price to
riders) are not objectionable.

In a policy environment that provides “carrots” (positive reasons to change) or “sticks”
(penalties for undesirable activities), carrots for transit use are fine, sticks that limit car
use are abhorrent. It is bad policy to penalize citizens for car usage. The market for car-
oriented development remains strong. The individual freedom inherent in car travel
cannot be matched by transit alternatives. Even in the best transit oriented development
projects, a large portion of residents drive.

Building significant transportation facilities allows people to live farther from work, yet
still spend the same amount of time commuting. The ability to travel longer distances at
higher speeds increases the number of possible locations people can choose to live.
But increasing projected vehicle miles traveled is not a problem for-the Supply Sider
who values greater choice in housing and job locations. Increasing car accessibility is a
key tenet of the Supply Siders’ point of view.



But only the most radical Supply Sider, pointing solely to the high transit operating costs
borne by the public, is anti-transit all the time. Most Supply Siders would support transit
but measure the success of the new transit facilities by their ability to reduce travel on
roadways. Transit must be so good that it attracts riders without the need to increase
the direct cost of car travel, as demand managers often try. By this standard, adding
new highways reduces traffic more than enhancing transit. Increasing the supply of
transit alone will not decrease congestion, they argue.

Supporters of roadway solutions do not ignore the environmental impacts of roadways.
Engineering can minimize and somewhat mitigate environmental effects when road
alignments cannot be built to avoid sensitive environmental areas. The possibility of
negative impacts is not denied. Planning concurrently for pedestrian and bicycle
movement, safe pedestrian crossings and access to adjacent neighborhoods and
activity centers also can minimize localized community impacts. [f economic
development is one’s primary value, however, not building a roadway because of
environmental and community impacts is not an option.

Demand Managers

Conversely, Demand Managers argue that the very idea that a jurisdiction could build its
way out of congestion with more roads is flawed. The relationship between supply and
demand in the transportation arena is clear; increasing the capacity of roadways
uitimately creates more demand than the greater capacity can accommodate. As soon
as a new highway is built, people who had avoided the road during the peak hour
change their habits and use it. Meanwhile, users of mass transit shift to cars as a faster
alternative.

When we expand the capacity of transportation facilities, we increase demand for
development in areas proximate to that facility. When highways are improved and the
time needed to travel between home and work is reduced, people can and do choose to
live greater distances from their jobs. Some may move from areas served by transit
areas to areas oriented to cars. Thus, new highways increase the amount of vehicles
miles traveled and supply creates demand in a cycle that creates an insatiable appetite
for more roads. Congestion is never cured. '

Demand Managers question the wisdom of building highways, because new highways
increase energy consumption (by increasing vehicle miles traveled), exacerbate
pollution and often become congested soon after they are completed. Moreover, the
social costs of car use are not internalized. Air and water are polluted; air pollution leads
to health problems; and accidents increase as more cars are driven and more miles are
traveled. The costs of poor health caused by car-generated air pollution are borne, not
by motorists, but by individuals susceptibie to lung problems. The costs of a degraded
environment are borne mostly by aquatic habitat, which are offset somewhat by human
restoration efforts, but again, the driver does not absorb the cost.



To a Demand Manager, congestion is a sign of bad land use policy. Demand Managers
want to reduce the reasons people travel by car and reduce the distances between
destinations. The poster child of non-sustainable development is the isolated
concentration of single-family houses that require residents to use more than a quart of
gasoline to drive to the store and get a quart of milk. Balancing jobs, housing and retait
uses, then, is the Demand Manager's preferred mix of land use.

To Demand Managers, growth in vehicle miles traveled per capita is a measure of the
failure of land use policy. It means that activities have spread farther apart. It means
more energy will be consumed, more land converted to parking lots, and more
pollutants going into our air and water.

Demand Managers say that the “free market” idealized by Supply Siders is a myth as
large as curing congestlon ‘The market is always distorted by public palicies. How land

is zoned, how parking is required or priced, how roadways and transit are priced, and -

how land is taxed all affect the market. Demand Managers want these market factors
adjusted to favor land use in locations and densities that reduce the need for car trips.
Even if these changes reduce the county's growth rate, demand is diminished, they
argue.

Demand Managers contend that providing transit alternatives is more likely to cure
congestion than massive road building. Transit is more sustainable because it requires
less energy, has a smaller footprint on the landscape (in locations where a separate.
right-of-way is needed), and produces less poliution. Moreover, transit provides a travel
choice to people who cannot afford cars and/or do not have the capability to drive a car.
This issue will become more prominent as our population ages and car-oriented
neighborhoods trap people who cannot drive in their homes. As a matter of public
policy, transit should be favored as a more equitable solution for people who cannot
afford a car, for every worker in the household and for people who cannot drive a car
themselves. :

Demand Managers want a future where people have more ability to choose a transit-
oriented lifestyle. In that new future, if people choose to use roadways, they are
choosing to endure congestion. Congestion is tolerable as Iong -as a reasonable
opportunity to use transit exists.

The success of our region is based on a quality of life that includes abundant rural open
spaces and access to natural stream valleys. The CEOs who locate their companies in
Montgomery County because of our schools and educated work force will stay, grow
and bring more business to the area. Congestion has not extinguished the
attractiveness of New York City, Chicago, Los Angeles or Atlanta. Why would the
Washington D.C. region’s economy collapse due to congestion when no other area in
the country has had that experience?

As a group, Demand Managers do not believe ali roads are bad. Roads with limited
direct environmental impacts and that serve to reduce local concentrations .of



congestion are acceptable. Roads that provide better access to transit are also
beneficial. However, new freeways that facilitate long commutes are not acceptable, nor
are roadways that put more pressure on the agricultural wedge.

Demand Managers argue that new freeways should be judged by their ability to reduce
congestion. However, none of the facilities we tested were capable of doing that to any
significant degree. Demand Managers do not believe that the environmental effects of
new highways can be fully mitigated. Even assuming that environmental impacts could
be mitigated, the centrifugal effect of new highways, bringing development pressure
upon the agricultural reserve and undeveloped areas outside the county, makes them
intolerable. '

PERSPECTIVES ON THE WORK OF THE TPR Il TASK FORCE

Supply Siders and Demand Managers look at different things when judging a network of
transportation solutions. For Supply Siders, average speed, reductions in congested
lane miles, and accessibility are paramount. A Demand Manager, meanwhile, locks at
environmental impacts, reductions in vehicle miles traveled, proximity of jobs and
housing to transit and pedestrian facilities, increased transit trip shares and transit trip
times to key locations. In TPR Il, no network that we tested was acceptable to both
viewpoints. Each group, examining the same data, settled on a network that worked
best from their standpoint. Even where data did not exist, opinions were strong, based
on different visions for the county.

Can we build our way out of congestion? If you measure congestion by average vehicle
speed, we can. But it would carry a very high cost; require building corridors through
environmentally sensitive areas and increase total travel. To reduce congestion in 2025,
Montgomery County would need to devote 10 times the existing resources for
transportation. Even under this scenario, congestion would still exist, but with more
highways, more people could travel faster. By 2050, additional right-of-ways, beyond
the ones tested in TPR |l, would need to be created or expanded to hold congestion at
existing levels.

Adding transit did not reduce congestion levels in any of our tests. This was true even
with an alternative land use that placed more growth near transit corridors and
forecasted a more balanced geographic mix of jobs and housing. This scenario did
reduce travel times between areas connected by transit right-of-ways, however, and
increased accessibility by transit to jobs and housing.

As a single facility, the Intercounty Connector is, was and will continue to be a divisive
issue, carrying both travel benefits and environmental costs. Supply Siders insist the
ICC is the only acceptable link to BWI. The only alternative suggested to improve airport
accessibility was a connection from [-270 to Dulles Airport via a new bridge. But there
was no facility network or policy that persuaded the Demand Managers to agree to an
alternative that included the ICC.



Even though the majority of vehicles in Montgomery County travel north and south, the
greatest deficiency in the county’s network are east-west connections. Every network
that we tested without the ICC showed very high congestion for motorists who would

cross Rock Creek Park.

Even so, Montgomery County clearly needs improvements to its roadway and transit
systems and changes to its land use pattern to improve accessibility in the future.
Despite their divergent and varied opinions, Task Force members reached more
agreement than the absence of a recommended network would indicate. In the final
analysis, the networks proposed by the Supply Siders and Demand Managers differed

on only ten projects.

For who is right and who is wrong? Obviously the question is not that simple. We need
to both reduce demand and increase supply. The attached report provides staff's
perspective on how to weigh these competing values and our recommendations for land
use changes and a transportation network that best implement the General Plan vision .
for the future of Montgomery County.

CRL:kew
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SUMMARY OF STAFF RECOMMENDATIONS

Land Use Recommendations

Establishing a Quality of Life Agenda

Creating vibrant communities and business centers is the focus of the land use recommendations
in the Transportation Policy Report. Unique land use characteristics and development patterns
will reduce demand on the transportation system. The following land use recommendations
begin to establish a quality of life agenda that improves mobility, and uses the existing

-transportation system.

Guide Development to Metro Station Areas and Activity Centers - Establish mixed-use
activity centers in selected locations within the County. In the near term the staff recommends a-
focus on the following Metro stations arcas and activity centers:

» . Shady Grove Metro Station area

« MCPS/Montgomery Coliege

=  Twinbrook

=  Fortune Parc

s  Wheaton CBD Metro Station revitalization area
= White Oak/FDA Center

» Langley Park Transit Center

Balance Jobs and Housing: Improve the balance of jobs and- housing as described in the
following:

» Balance jobs and housing county-wide — plan for a county-wide balance of jobs and
housing (e.g. jobs equal to the number of workers in each household)

» Improve the balance of jobs and housing in I-270 Corridor — Increase the opportunities
for housing concurrently with employment

= Improve the balance of jobs and housing in the Eastern County — Support employment
center growth at the White Oak/FDA Center

* Improve the balance of jobs and housing at the neighborhood scale - examine
opportunities to live near work at locations of higher density such as Metro stations

= Re-examine jobs and housing in Clarksburg, Germantown and Gaithersburg due to the
removal of portions of M-83

Long-Term Vision for Arterials: Improve the visual and functional qualities of arterials and

older commercial strips. In the near-term, staff recommends focusing on MD 355 (Rockville
Pike) in the upcoming Master Plan for the Gaithersburg and Vicinity Area.

Recommended Transportation Network

In the final round of scenario tests (Round 3), the Task Force developed two scenarios: one with
a road emphasis, one with a transit emphasis. These were based on different transportation



network and land use pattern assumptions. The Master Plan land use and transportation network
served as a base against which to compare these scenarios.

At the end of the Round 3 tests, the Task Force was unable to reach consensus on a package of
transportation facilities. Staff has developed a network that attempts to build on the common
elements included in both the road-emphasis and transit-emphasis scenarios. This staff network
is described in this section of the report.

Given the contentious issue of east-west roadway connections, two alternatives were tested: the
staff network with the ICC on the Master Plan alignment and the staff network with the western
arterial. Travel forecasts were conducted for both networks and results are presented for purposes
of comparison. (The discussion of these east-west alternatives is discussed in a separate section
of this report. Appendix A provides a complete list of the staff network facilities as well as the
2025 and 2050 alternatives tested in TPR I Round 3.)

Transit Facilities

Montgomery County is served by an extensive and diverse transit system. The system includes
major facilities and services such as the two legs of the Metrorail Red Line on the Washington
Metropolitan Area Transit Authority (WMATA) Metrorail system (Metrorail or Metro), MARC
commuter rail, WMATA Metrobus service, Ride-On bus service operated by the Montgomery
County Department of Public Works and Transportation (DPWT), HOV lanes on 1-270, local
shuttle services, and transportation management associations (TMAs). The diversity of this
system allows for the consideration of a wide variety of future transit improvements.

One of staff's underlying principles in developing the future transit network was to build on the
successful Metrorail network. Each of the major transit initiatives proposed for construction
would tie well to the Metrorail system, in effect increasing the reach of Metrorail service.

Under the adopted CLRP, transit ridership is anticipated to increase 50 percent between 1998
and 2025, by which time only the Georgetown Branch light rail transit (LRT) between Bethesda
and Silver Spring would be added as new facility. Even with this increase, the transit mode share
would remain relatively constant, at around 17 percent of work trips. This is an indication of how
much "new" person travel is being generated in the county.

Today about one-half of Montgomery County Metrorail riders access the system by automobile.
Staff has focused future improvements in areas where pedestrian access to transit can play a
much larger role. An expanded transitway system can provide locations for denser, mixed-use
development, expanding the capacity for residents to walk to transit and increasing jobs and
household accessibility by transit.

Staff recommends the following major transit improvements: the Corridor Cities Transitway
(CCT) as either a busway or LRT from the Shady Grove Metro station to Clarksburg, the Inner
Purple Line LRT from Bethesda to New Carrollton, a LRT extension from the Inner Purple Line
to the U.S. Food and Drug Administration (FDA) site in White Oak, the Georgia Avenue



Busway, and a HOV network including lanes on I-270 and the Capital Beltway (I-495,
Beltway).1

The Corridor Cities Transitway (CCT) is planned to serve the communities of Rockville
(King Farm), Gaithersburg, the Life Sciences Center, Germantown and Clarksburg. A
dedicated alignment, primarily at-grade, would begin at the Shady Grove Metro station and
terminate at the Clarksburg Town Center. Various alternatives to extend the transitway to
Frederick have been proposed, but Frederick County has not identified an alignment,

Determining whether bus rapid transit (BRT) or light rail transit (LRT) is most appropriate
for the CCT is beyond the scope of the TPR II. However, the adopted alignment can
accommodate either mode. Roughly 80 percent of the alignment is secured in dedication or
reservation. Modeling results assumed that the operating characteristics for either mode were
roughly the same, resulting in similar ridership forecasts that show little difference between.

'BRT and LRT.

The CCT would help address the future heavy travel demand in the rapidly growing I-270
corridor and provide additional capacity through one the county’s major traffic bottlenecks
(thé convergence of 1-270, MD 355 and Clopper Road at Great Seneca Creek just north of
Gaithersburg). In the TPR II analysis, about one-third of the CCT's ridership would occur
between Shady Grove and the Life Sciences Center and about one-half would occur south of
Metropolitan Grove. Extending the Red Line from Shady Grove to Metropolitan Grove was
examined in comparison, but the CCT was found to provide the more cost-effective solution.

The Inner Purple Line from Bethesda to New Carrollton would expand upon the
Georgetown Branch, extending it east from Silver Spring through Langley Park and College
Park and terminating at New Carrollton. The TPR II analysis has found that the Georgetown
Branch removes the need for circuitous trips on the Metro Red Line. A trip that takes 35
minutes through downtown Washington today would take nine minutes on the Georgetown
Branch.

Projected ridership for the Georgetown Branch is good, with about 7,000 to 10,000 peak
period passengers (and approximately 25,000 daily riders) by 2025. The demand in the peak
direction, if not accommodated by light rail transit, would require buses running on East-
West Highway (MD 410) at less than two-minute headways to meet demand levels.

For the entire Inner Purple Line, the segment between Bethesda and Silver Spring would
have the highest passenger demand. However, the segment from Silver Spring to Langley
Park also had strong demand, with volumes decreasing along the line east of College Park.

The FDA Light Rail Line would serve as a spur connection to the Inner Purple Line. It
would connect with the Inner Purple Line at Langley Park and travel north along New
Hampshire Avenue (MD 650) to the FDA site and White Oak. The FDA LRT would
significantly boost ridership on the Inner Purple Line and provide an option for travelers

! Because HOV lanes constitute both a highway improvement and a transit improvement when used by buses, the
HOV recommendations are discussed in both the transit and highway sections.
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around the congested Colesville Road/Columbia Pike (U.S. 29) corridor through Four
Cormners. MD 650 has less severe right-of-way limitations in this area than does U.S. 29,

The Georgia Avenue Busway would operate as a two-way, two lane facility in the median
of Georgia Avenue (MD 97) from the Glenmont Metrorail station north to Olney. The
analyses conducted during the feasibility study and TPR II show ridership estimates
justifying the need for the facility. The facility would carry the equivalent of a travel lane at
capacity during peak periods. This facility would capitalize on the investment in the
Glenmont Metrorail station. Right-of-way impacts would be minimal.

A comprehensive HOV system with express bus operations is recommended, including an
extension of the existing lanes on [-270 to 1-70 in Frederick County and the implementation
of HOV lanes on the Beltway. Effective system connectivity between these major facilities is
essential to their successful operation. Developing efficient connections to Metrorail stations
and high-density employment centers should be high priorities.

The expansion and enhancement of the county’s bus system should be pursued to improve
service and increase ridership using cost-effective approaches. Roadway capacity
enhancements (particularly at intersections), intelligent transportation systems (ITS)
technologies, and rigorous route planning should be undertaken expeditiously to increase
service and make the best use of transit resources.”

Highway Facilities

The staff’s recommended highway network addresses the county's most heavily traveled
corridors, including I-270, I-495, and U.S. 29, It also includes significant improvements to east-
west travel and mobility throughout the county.

These improvements are necessary given the rapid growth of Gaithersburg, Germantown and
Clarksburg; increasing regional travel generated outside the county; and the need to strengthen
major activity centers inside the Beltway. Some of the larger projects are described below.
(Individual projects in the staff-recommended highway network are listed in Appendix A.)

Staff recommends the addition of HOV lanes along 1-270. North of Montgomery Village
Avenue/Quince Orchard Road (MD 124), 1-270 would have three general-purpose lanes and
one HOV lane in each direction (an alternative labeled in many reports as "6+2 HOV total")
until Clarksburg Road (MD 121). North of MD 121, I-270 would have two general-purpose
lanes and one HOV lane in each direction ("4+2 HOV total") until reaching I-70 in the City
of Frederick. These lanes would expand the reach of the existing HOV network, and when
combined with the Beltway HOV, would form a powerful regional transportation asset for
use by HOVs and express buses.

The staff network also adds a general-purpose lane in each direction on both 1-270 spurs
("64+2 HOV total" on each spur) to improve mobility downcounty and improve accessibility
to the Rock Spring activity center.

¢ Roadway capacity enhancements and ITS technologies are considered transit improvements inasmuch as they
improve bus operations.
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Two new interchanges along I-270 are added in the staff network: one at Newcut Road
Extended in Clarksburg and another at Watkins Mill Road Extended north of Gaithersburg,

The major highway and arterial network within the I-270 corridor would receive significant
improvements in the staff network. Most of the changes are detailed in current master plans.
These improved roads include Ridge Road (MD 27), Woodfield Road (MD 124), Brink
Road, Wightman Road, Clopper Road (MD 117), Great Seneca Highway (MD 119), and
Muddy Branch Road.

The Capital Beltway High Occupancy Vehicle (HOV) project would add one HOV lane in
each direction on the Beltway between the American Legion Bridge and I-95 in Prince
George’s County. These lanes would add significant capacity to the Beltway and integrate it
with the existing and expanded HOV network dlong I-270 and its spurs (see above). This:
integration would form a building block for a regional HOV system that allows for express-
bus services to link key activity centers.

All i ght master-planned interchanges on Columbia Pike (U.S. 29) are included:

¢ Spencerville Road/Sandy Spring Road (MD 198) and Blackburn Road, including the
road realignment of U.S. 29 between MD 198 and Dustin Road

Briggs Chaney Road

Fairtand Road

Randolph Road

Greencastle Road

Musgrove Road

Tech Road and Industrial Parkway

Stewart Lane

There would also be an interchange at U.S. 29 and the Eastern Connector (see below). U.S.
29 is the major north-south facility in the eastern part of the county and carries substantial
local and regional traffic. The master plans call for the construction of these interchanges to
relieve congestion and provide for local east-west movement.

The Eastern Connector between Columbia Pike (U.S. 29) and U.S. 1 in Prince George’s
County would be constructed along the ICC Master Plan alignment (MPA) right-of-way. The
Eastern Connector would have two general-purpose lanes and one HOV lane in each
direction ("4+2 HOV total"). The Eastern Connector provides a much-needed connection
between the eastern part of the county and I-95.

The staff network includes the master-planned Montrose Parkway as a four-lane facility
from Montrose Road to Veirs Mill Road (MD 586), with a grade-separated interchange at
Rockville Pike (MD 355) and Montrose Road/Randolph Road. In addition, Veirs Mill Road
would be widened to six lanes between Twinbrook Parkway and Randolph Road to add
capacity for traffic leaving the Montrose Parkway at its eastern terminus. These projects
provide congestion relief in North Bethesda, Twinbrook, and Aspen Hill.



‘e Concerning east-west travel, the staff network would widen Norbeck Road (MD 28y
Spencerville Road (MD 198) to four lanes between Georgia Avenue (MD 97) and U.S. 29. A
discussion of higher capacity east-west connections, such as the ICC, follows in a separate

section.

e Finally, the staff network relieves many of the congestion “hot spots™ throughout the county
by upgrading these intersections to grade-separated interchanges. These interchanges within
the non-freeway network include MD 355 at MD 27, MD 355 at Nicholson Lane, MD 97 at
MD 28, MD 97 at Randolph Road, Randolph Road at MD 586, Randolph Road at
Connecticut Avenue (MD 185), and Randolph Road at New Hampshire Avenue (MD 650).

East-West Roadway Connections

How to provide for east-west highway movement has been the single most complex and
controversial transportation issue of the past decade in Montgomery County. Large amounts of
data have been prepared and analyzed, and TPR II added to this base of information. Staff
reviewed previous work while preparing the analysis for TPR I to learn what we could from it.
On this issue, we present the Board a range of alternatives, identify a preferred one, and explain
the reasons for our recommendations.

The provision of east-west movement between I-95 and I-270 above the Capital Beltway is a
trade-off between the auto mobility provided by new or widened roads, and the accompanying
impacts on natural resources and existing communities that would fall in the path of roadway
changes. Several studies have verified that the travel demands for east-west movement require
significant improvements. An Intercounty Connector was included as a freeway in each of the
master plans adjacent to the ICC alignment. The ICC Draft Environmental Impact Statement
(DEIS) showed high travel demands. The State of Maryland Transportation Solutions Group
(TSG) concluded that a new roadway connection was nceded, without recommending how it
should be accomplished.

The following advantages and disadvantages include subjective elements put forward by
opponents and proponents:

As advantages, the ICC would:

e Increase average speed and accessibility countywide and in particularly within the
Georgia Avenue and Eastern areas of the county

e Reduce congestion and increase speeds across the Rock Creek screenline

¢ Relieve or reduce congestion at many intersections and on some local roads

Increase network reliability by adding redundancy to the county freeway system,

providing an alternative to the Beltway

Connect the 1-270 corridor to BWT airport

Enhance the county’s attractiveness to business

Support existing land use and travel behavior

Connect the housing resource area east of Rock Creek to the jobs west of Rock Creek

Add HOV lanes to the network for cross-county bus operations.
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As disadvantages, the ICC would:

Increase vehicle miles traveled (VMT) countywide and increase average trip distance
Increase total congested VMT countywide

Negatively affect the environment in a number of irreparable ways by splitting interior
forests, impinging on wetlands in a high quality watershed, reducing parkland, and
potentially decreasing air quality (see increased VMT) ‘

Absorb fiscal resources that might otherwise be spent on transit

Adversely affect local neighborhoods.

The full Master Plan alignment is problematic under current environmental regulations
Many intersections would still be over desirable congestion levels .

The ICC may have a sprawl-inducing impact on land use.

Staff Recommendations on the ICC

The following recommendations are based on a number of findings about the roadway network
in the corridor between Shady Grove Road and U.S. 29.

Staff have reviewed the extensive forecasting done for the TPR II, and part of the Upper Rock
Creek Master Plan analysis that examined in detail many of the roadway altermatives in the
western part of the ICC corridor.

From this analysis, staff recommends that the Planning Board and County Council:

Make a decision about the ICC in the section between MD 28 and U.S. 29. Staff
recommends completing an EIS for the Master Plan ICC alignment, to determine if a
roadway configuration and environmental mitigation that will allow for a four-lane
freeway with two additional bus/HOV (six lanes total) lanes can be constructed between
[-370 and U.S. 29. After completion of the EIS and the accompanying documentation,
consider a public referendum on the project. If the EIS and the referendum support
building the ICC, then begin project planning and programming,.

Irrespective of any ICC decisions, construct the Eastern Connector in the ICC right-of-
way from the master plan ICC interchange with U.S. 29 to U.S. 1. The Maryland State
Highway Administration (SHA) soon will begin detailed planning for the Eastern
Connector to determine how intersections are to be handled and what the cross section
should be.

If it is determined that the full ICC cannot be built, build the Western Connector, a four-
lane major arterial highway between the 1-370 and MD 28, with at-grade intersections.
This would provide the critical link between housing in the Georgia Avenue corridor and
the jobs and other activities in the I-270 corridor. Four lanes are consistent with the
number of lanes. that will be on MD 28/MD-198 from MD 97 to US 29 and the at-grade
intersections will create a link in balance with the remaining sections to the east.

16
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o If the full ICC is built, then also build the Midcounty Highway extension from the current
intersection of Midcounty Highway and Shady Grove Road to the ICC, as shown in the
master plan. This four-lane major highway would provide a needed network connection
to areas east of I-270. This is one instance where the staff is recommending a facility that
did not get a majority of Task Force votes.”

e If the decision is made not to construct either the full ICC or the Western Connector, then
construct the Midcounty Highway extension from the Shady Grove Road to the point
where the Master Plan alignment for Midcounty Highway intersects the ICC MPA right-
of-way, then continue along the ICC MPA to reach MD 28. This alternative is preferable
to widening Muncaster Mill Road (MD 115).

Table 1. Rock Creek Screenline

Number of | Capacity | Pk Hour Avg Avg
Scenario Lanes {veh/hr) Volume | Vol/Cap | Speed
1998 Base, Existing Network 6 7,980, 6,465 0.81 15.8
2025 CLRP, Existing Network 6 7,980 7,375 0.92} 10.81
h050 Base, Existing Network 6 . 7080 7,665 0.96 8.4
2050 MP, Extension of M-83% 10 13,300 11,430 0.86 15.1
2050 Transit, Widen MD 115*% 8 10,640 9,735 0.91 11.2]
2050 Staff, Full ICC 12 21,180 17,175 0.81 24.7

# Note: M-83 is Midcounty Highway Extended; MD 115 is Muncaster Mill Road.

Table 1 presents travel forecast data for the ICC corridor, specifically those roadways
crossing Rock Creek, including MD 28, Muncaster Mill Road, and the ICC alternatives.
Six scenarios are shown: the 1998 Base, 2025 CLRP and 2050 Base all have the
existing network assumptions crossing the screenline; the 2050 Master Plan network,
which assumes a four-lane extension of Midcounty Highway, the 2050 Transit-
Emphasis network, which assumes a widened four-lane Muncaster Mill Road; and the
2050 Staff network, which includes the full six-lane 1ICC (with HOV lanes). The capacity
of the roadways crossing the screenline are presented along with the forecasted peak
hour traffic volumes in both directions. The average volume-to-capacity ratio gives an
indication of the amount of capacity that would be used and the congestion levels that
would result. Average speed is a clear indicator of the performance of the roadways

crossing the screenline.
The data show the following:
¢ Without any roadway improvements to the screenline, congestion levels would increase

and the average speed would continue to drop from roughly 16 miles per hour in 1998 to
11 mph in 2025. If no improvements were made by 2050, the average speed would

3 The section of Midcounty Highway from Shady Grove Road to the ICC ROW received 16 affirmative votes from
the Task Force, one vote short of the 17 required to keep a project “in play.” A
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approach 8 mph. This would result in long delays and lost accessibility to jobs and
households for central areas of the county. Some additional capacity is essential.

s The Intercounty Connector would provide significantly more capacity at much higher
speeds than any of the alternatives. The peak hour capacity with the ICC is roughly
double the screenline capacity if only Muncaster Mill Road is widened. The screenline
speed for the 2050 staff network with the ICC is about 25 miles per hour, significantly
higher than any other alternative and an improvement over existing conditions.

o Staff found that widening MD 115 did little to increase movement between Shady Grove
Road and MD 28 and did not significantly improve speeds in the corridor. Average speed
for the Rock Creek screenline would be about 11 mph in 2050 with the widening. In tests
conducted for the Upper Rock Creek Master Plan, it was found that, even if Muncaster
Mill Road were widened to four lanes, traffic would seek other routes because of the
circuitous nature of this road in relation to the jobs and housing that it connects to in the
Georgia Avenue and I-270 area. This widening also would be very disruptive in terms of
impacts on environmental resources and households along it.

e An extension of the Midcounty Highway as a four-lane major highway would increase
the screenline capacity by 66 percent and result in an average screenline speed of more
than 15 mph, which is close to the existing speed.

The ICC is the most significant project in the proposed network in terms of increasing average
speeds in the county, a key measure of system performance. The ICC would increase the average
speed of all county travel by seven percent, even with increased VMT overall. Increasing VMT
can be seen as a benefit in term of allowing more travel or a negative because of the effects on

air quality.

Many significant benefits would be found at the District level,* especially in the Eastern County

and Georgia Avenue. In particular, improvements would include 19-percent increases in district-

level average speed, reductions in the percent of congested lane miles and increased accessibility

to jobs and households by auto and transit (due to bus services on the ICC HOV lanes). Access

to jobs from homes in the Georgia Avenue district increased 10 percent, indicating how this area
-is becoming cut off from adjacent areas in the absence of roadway improvements.

The impacts of the full ICC on Montgomery County environmental resources are profound.
Building the ICC is a choice in favor of accessibility and against the environment.

The ICC was included in the transportation network when all the current County Master Plans
were adopted. Removirnig any major portion of the ICC, or all of it, would require a re-
examination of zoning and development patterns and the transportation network throughout
much of the County and particularly the middle and eastern portions. The effects on the Shady
Grove area would be to cut it off from many county households.

* For TPR II analysis below the countywide level, the county is divided into smaller areas called Districts. There are
five (5) Districts: I-270 Corridor, Georgia Avenue, Eastern County, Inside the Beltway, & Rural.
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Network Costs

Table 2 summarizes the estimated capital costs for the Master Plan and staff recommended
network in two ways. One shows the costs by transit and roadways, the other the costs by section
of the County. The costs for projects that travel through the rural district are included in the other

areas.
Major Transportation Facilities Not Recommended By Staff

Although TPR II examined many road and transit projects, much of the Task Force's attention
was focused on a few major facilities, the Intercounty Connector being one. Some of the other
high-profile facilities not recommended by staff include the Midcounty Highway crossing Great
Seneca creek, a new Potomac River crossing, and the Outer Purple Line.

Midcounty Highway North of Montgomery Village Avenue

The comments at the public forums and review of the environmental and community constraints
on extending Midcounty Highway from its current terminus at Montgomery Village Avenue to
MD 27 have convinced staff that this section is not feasible to construct. It is reluctantly
recommended that this be deleted from the Master Plans.’ However, this action must be
accompanied by an update to the land use sections of the Clarksburg and Germantown Master
Plans by reducing the total development levels to be commensurate to what the reduced roadway
network would support.

This section of Midcounty Highway was intended to connect this part of the county with activity
areas to the east, and little additional capacity on other roads is available. There is no good travel
option from Montgomery Village Avenue to the north except MD 355, and that road, as well as
the remaining area network, is already slated for widening to the master plan maximum.
Removing this roadway makes sense from an environmental and community disruption
perspective but would create transportation capacity deficiencies that must be rebalanced.

QOuter Purple Line

Staff has not included the Quter Purple Line in our recommendations. The Maryland Department
of Transportation (MDOT) Capital Beltway Corridor Study provided information that augmented
the TPR II forecasting work on the Outer Purple Line. The findings of the MDOT study,
supported by recent actions by the Planning Board and the Montgomery County Council, are that
the Inner Purple Line is more desirable as a way to connect communities and serve potential high
* transit use areas. It is also more feasible from a cost perspective. The Inner Purple Line would
have a greater percentage of trips where pedestrians walked to the stations, while the Outer
Purple Line would rely heavily on automobile access.

® This section of Midcounty Highway received 16 affirmative votes on the Task Force. The northernmost section of
Midcounty Highway, from MD 27 to MD 355 in Clarksburg, received a majority (24) of Task Force votes and
appears in the staff network. The CLRP contains Midcounty Highway from MD 27 to Middlebrook road, this
section would have to be removed from the CLRP concurrent with its deletion from the Master Plan.
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Ridership forecasts showed that the Inner Purple Line would carry roughly 25 to 30 percent more
riders per mile than the Outer Purple Line. This finding is significant because the TPR forecasts
assumed the same speed and operating characteristics for both the Inner and Outer lines, while
the MDOT study assumed significantly higher speeds for the Outer line. If it assumed that the
Georgetown Branch segment will be operational when the Outer Purple Line is built, ridership
per mile would be even lower on the Outer Purple Line.

Potomac River Crossings: The “Techway”

The Techway received a good deal of study during the TPR II process. Alignments studied
included the 1) “High Techway” as a 6-lane limited access road and bridge from I-270 into
Virginia, and 2) “Low Techway” as a 4-lane arterial bridge and associated widenings and
extensions of the current arterial network.

Travel forecasts showed that significant demand would exist for both alternatives. The High
Techway would carry about 10,000 vehicles and the Low Techway would carry about 5,900
vehicles in both directions in the peak hour (the existing Legion Bridge carries about 16,000
vehicles in the peak hour). The demand is approaching the assumed capacity for either bridge.
The High Techway would have a much bigger impact on countywide traffic, increasing
countywide VMT by 18% and average speed by 8%. The Low Techway would increase
countywide VMT by 4% and average speed by 3%. Forecasts also show that many of the trips
using the bridge would travel between the Dulles Corridor and I-270 corridor, but most trips
would not extend further east over to Georgia Avenue or beyond.

The VMT increases from the High Techway cause both the percent of the lanes at congested
levels and the percent of VMT at congested levels to increase. (4% increase in congested VMT
and 2% increase in congested lane miles.)

Although there are certainly some transportation technical benefits for the Techway, the
environmental and community impacts outweigh the benefits. The road would cross the C&O
Canal (National Park Service Property) and county parkland as well. The High Techway
alternative impacts the environment at the bridge and also along the eight-mile alignment of the
connecting freeway. Although a particular route was tested, any alignment would negatively
impact existing communities. The areas impacted include: 86 acres of Combined
Wetlands/Ficodplain/Stream/ Lake, 25 acres of Parkland/Biodiversity, and 42 acres of significant
forest. The High Techway would impact about 183 buildings. Tunneling, as some have
suggested, would dramatically increase cost. The High Techway changes the focus of the region.
The center of gravity of Montgomery County’s access1b1]1ty to and from suburban employment
centers would be moved further from the Core.

The Low Techway bridge’s direct environmental impacts are less, but still significant. The areas
impacted include: 14 acres of Combined Wetlands/Floodplain/Stream/Lake, 3 acres of
Parkland/Biodiversity, and 4 acres of significant forest. The Low Techway would impact about 2
buildings directly in the potential right-of-way.

The connection from the bridge to the existing roadway system at any point is problematic. The
Low Techway would be connected to MD 118, MD 28, and River Road. The extended MD 118
would negatively impact an existing community in ways completely unanticipated by the
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existing and proposed master plan. Traffic on the three connecting roads would roughly double
with the new bridge. As a result, speeds would decrease by ten miles per hour on MD 118.

The accessibility gains are precisely where they are least desired. There is little benefit to the
County in making Darnestown more accessible to the Dulles Corridor. This is a low density
wedge area of the county where the General Plan would affirm that land use. As a matter of
political will, the zoning could be maintained but the Techway would create market pressures to
increase zoning density where it is not planned to do so.

Priorities for the Staff Recommended Transportation Network

Staff offers the following as a general sequence of implementation for the many projects
included in the staff-recommended transportation network. Because project planning and
construction often take many years, in some cases these projects would be undertaken on parallel. -
tracks and not sequentially. Staff have relied on the following general policy objectives in
determining how to set the priorities:

» Supporting existing communities and those locations where development has already
been approved.
Remove major intersection delay points by building interchanges.

e Build a larger transitway network: light rail, busways or HOV lanes.

e Serve east-west travel,

Sequence of Implementation

1. Build all projects in the Constrained Long Range Plan (CLRP), which includes the
Georgetown Branch Light Rail between Bethesda and Silver Spring and the full
Montrose Parkway and funds for WMATA to increase Metrorail service to the ends of
the Red Line, plus the following projects that should be added to the CLRP as soon as
possible (Objective: To support current communities and remove intersection delays at
major intersections):

e Veirs Mill Road (MD 586) widening to six lanes between Twinbrook Parkway and
Randoiph Road

e Clopper Road (MD 117) widening to six lanes between Seneca Crcek State Park and

. Quince Orchard Road (MD 124)

e Norbeck Road (MD 28} and Spencerville Road (MD 198) widening to four lanes

between Georgia Avenue (MD 97) and Columbia Pike (U.S. 29)

Grade-separated interchange at MD 355 and Cedar Lane

Grade-separated interchange at Randolph Road and MD 586

Grade-separated interchange at Randolph Road and Connecticut Avenue (MD 185)

Grade-separated interchange at Randolph Road and New Hampshire Avenue (MD

650)

Grade-separated interchange at MD 355 and Nicholson Lane

e Grade-separated interchange at Great Seneca Highway (MD 119) and Sam Eig
Highway

e Grade-separated interchange at Darnestown Road and Shady Grove Road
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2. Complete the Environmental Impact Statement (EIS) for the Inter County Connector
(ICC). (Objective: Support communities, and serve east-west travel)

3. Build the southern section of the Corridor Cities Transitway (CCT) from Shady Grove
Metro to an interim terminus. (Objective: Build transitway network)

4. Build the remainder of the inner purple line east of Silver Spring. (Objective: Build
transitway networks)

5. Build the Capital Beltway (I-495) High Occupancy Vehicle (HOV) lanes between the
American Legion Bridge and I-95. (Objective: Build busway/HOV network)

6. Build I-270 HOV lanes from current terminus to Montgomery County/Frederick County
line (Objective: Build Busway/HOV network) .

7. Build the ICC on the Master Plan Alignment (MPA) or the Western Connector®
(Objective: Serve existing communities and improve east-west travel)

8. Build the Georgia Avenue Busway from the Glenmont Metro to Olney (Objective: Build
Transitway network). :

Funding of Transportation Facilities and Operations

One clear finding from the TPR II analysis is that the current. level of transportation capital
funding will not provide a transportation system that meets the county’s needs from many
perspectives. This finding is reflective of similar reviews of the future at the regional level. The
MWCOG recently published its Year 2000 Annual Report entitled, “Facing the Transportation
Funding Crisis.” '

The cost estimates for the staff network are in the range of $8 to $9 billion in capital costs. This
is several times what is seen as available given current funding patterns. To meet this level of
capital expenses and operate it in the future will require a combination of federal, state and
county resources. The Task Force had several funding recommendations and the Staff concurs
with these. However, the severity of this problem cannot be overstated. For example, the
Metrorail system -- the backbone of the regional transportation network -- is severely
underfunded and will have capacity constraints unless additional funds for new equipment and
operations are allocated. The funding issue may end up being the most difficult of all the issues
identified in TPR IL ‘ :

® See separate section on the ICC.
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BACKGROUND OF TRANSPORTATION POLICY REPORT

The land use vision and transportation network proposed here addresses the future needs of
Montgomery County for the year 2050. It was developed through an intensive planning effort
that included detailed technical analysis, advice and participation from nationally recognized
consultants and extensive public involvement.

TPR I, completed in 1999, found that, given projected household and employment growth for the
year 2020 (as estimated by the Council of Governments), combined with a variety of
“affordable” transportation networks, the quality of Montgomery County’s transportation system
would decline significantly.

A 34-member citizen Task Force representing civic groups, employers, special interest groups,
local governments and government agencies and individuals led TPR II. The Task Force
developed scenarios that tested combinations of transportation facilities and land use against a
set of criteria, known as Measures of Effectiveness (or MOEs), defined by the group. The Task
Force agreed on several policy recommendations that address land use, growth, funding issues,
the bus system and transportation demand management (TDM). A prominent element of TPR II
was a public involvement program that involved citizens and organizations that have not
traditionally participated in transportation or land use planning. This extensive outreach gave the
Task Force and staff a broad picture of Montgomery County's transportation needs.

The Task Force's final report will contain its recommendations, as well as pro-con statements on
each of the major facilities, the results of their analysis and appendices that detail the forecasting
process and other elements of TPR II.

This staff report proposes a land use and transportation network, augmented by supportive
policies, to carry out the vision of the General Plan. This transportation system would provide
citizens a variety of ways to travel about Montgomery County and the region. This approach
recommends the building and widening of roads where appropriate, as well as improving and
expanding transit, pedestrian and bicycling facilities and ride sharing alternatives.

An important feature of the proposed network is the coordinated planning of road and transit
service with land use to maximize the benefits of serving and coordinating development with
public investments in transportation. This network would link land use policies that shape
communities with a transportation system that connects them and focuses on the connections that
link local and regional business and residential centers.

'Shaping The Future

This staff report is an effort to develop a comprehensive transportation and land use response to
future needs. Our ability to identify a probable range of future conditions is critical to
maintaining Montgomery County’s exceptional quality of life and our global competitive edge.
However, it is important to be realistic about our ability to foresee the future.

In transportation planning, staff examines existing land use and travel behavior and applies these
relationships to future land use and transportation facilities. Revolutionary changes or single
large-scale events can affect the future significantly. Predicting these important events and their
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outcomes is beyond the scope of this project. For example, emergency preparedness is now on
the top of many agendas, but the Task Force never discussed this issue. The history of
transportation is one of technological innovation, from ships and canals to trains, cars and
aircraft. Just this month, a motorized gyro-balanced scooter was touted as the future of
transportation. This report does not assume or forecast any leaps in technology. If electronic
communication dramatically increases the number of people who work at home, the severity of
future congestion forecast in this report would be overestimated.

The proposals that emerged through the TPR process represent the most promising and
reasonable transportation alternatives we have developed. The following range of probable
conditions underpin this proposed network:

Condition #1: Dynamic Forces

e A changing economy demonstrating specialization, concentration, and often accompanied .
by “back office” functions in surrounding counties.

s A growing region characterized by dispersed concentrations of vibrant employment,
housing, and recreation centers.

¢ Burgeoning electronic communication options that allow many business functions to
locate almost anywhere in the region, thereby blurring the lines between work and home,
while possibly affecting conventional transportation patterns.

e A maturing county reflecting an aging population, infrastructure, and an increasing
portion of growth occurring as redevelopment.

e An increasingly diverse immigrant population that is generally younger and growing
faster than the population as a whole,

e A continuing need to provide emergency response services, a necessary roadway network
function, the need for which has been recognized for decades, yet made more visible in
recent months.

Condition #2: Transportation Infrastructure

The public debate over new and/or expanded facilities will be complicated by'thc following six
factors that directly contribute to “policy gridlock™

s The funding available for new or expanded transportation facilities has not kept pace with
increases in demand. Other important priorities such as security and education compete
with transportation projects for public funds. Any additional commitment to
transportation funding may be perceived as a reduced commitment to other priorities.

e Maturing counties have less vacant land, particularly in urban areas. That means the

financial and social cost of buying land for transportation facilities is much more
expensive.
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e FEstablished ncighborhoods often view new transportation facilities as potentially
threatening to community quality of life. Such facilities often increase traffic and create
inconveniences for neighboring land uses.

e Many residents want to preserve green space rather than build more transportation
facilities.

e Tighter environmental laws and a beiter understanding of the potential environmental
impacts of construction have made some planned transportation projects extremely costly
or infeasible.

e There are no perfect answers. There are negative attributes to every large project that
must be weighed against potential benefits.

Condition #3: Community Values and Perspectives

To create a transportation network and land use pattern that protects Montgomery County’s
exceptional quality of life, we must have a grasp of how people want to live and what they value.
TPR II's public involvement effort helped to guide our recommendations and, hopefully, will be
used in future Planning Board and County Council deliberations. The complete record of public
deliberation in TPR II was transmitted with the Task Force Report.

A glimpse into public sentiment reveals a range of likes and dislikes that reflect the values and
needs of our citizens. A number of shared community values emerged, including economic well-
being, transportation choice, easy access to jobs, affordable housing, neighborhood livability and
open space protection. Each of these is an element that contributes to quality of life.

Many citizens who expressed opinions felt that a balance of road and transit improvements and
expansions would help relieve congestion and address connectivity problems. Although they
entered the process with divergent backgrounds, viewpoints, and civic and business priorities,
these citizens articulated the need to break “policy gridlock” and better manage transportation

needs in the future.
The process uncovered many recurrent sentiments:

s Citizens generally support master plan visions and recommendations but stressed that
implementation of capital projects to deliver those recommendations is woefully lacking.

s Roadway connections to key local and regional destinations are missing from current
plans and projects, particularly connections to BWI and Dulles.

o The county needs an enhanced bus system that makes more effective connections
between places. where people live and work. Strong sentiment was expressed for

improving the image of transit.

o Smaller community-focused transportation improvements could make neighborhoods
more livable.
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e Many citizens view the county as an urban community but view government response to
transportation as suburban.

Staff Comments on Task Force Findings

The Task Force recommendations address measures of effectiveness, policy, facilities, the bus
network, and transportation demand management (TDM). Each of these subject areas affect land
use. In addition to the following summary, the Task Force’s specific recommendations can be
found in the Appendix.

The Task Force’s Measures of Effectiveness (MOEs) articulate the goals and objectives the
Task Force used to evaluate facilities and transportation networks. These measures value
alternatives that provide a broader range of transportation choices and more efficient land-use
patterns, improve sidewalks and pedestrian pathways, provide facilities for bikes and establish
mixed-use communities. Staff concurs with the Task Force’s findings in most cases; some of the
Task Force’s specific MOE recommendations on other actions and data needs deserve careful
review because of the difficulty of determining future values.

The Task Force’s growth policy recommendations support transit-oriented and mixed-use
development and suggest a comprehensive vision for planning, redeveloping and improving
major thoroughfares. Staff concurs with these growth policies.

The Task Force’s land use policy recommendations include exploring opportunities for more
housing at Metro stations and at other activity centers; placing more jobs in eastern Montgomery
County at the White Qak/FDA site and the West Farm Technology Park; developing the
Montgomery County Public School site with the addition of a transit stop on the Metro Red Line;
and supporting master plans that provide a long-term vision. All of these policies are consistent
with staff views. ' '

Staff supports the Task Force’s transit-oriented design policy that articulates land use and
transportation facility initiatives and recommends the implementation of several urban design
measures,

Roadway and transit facilities, including the Corridor Cities Transitway and new MARC and
Metro stations in the I-270 transit package, the Inner Purple Line, and the Georgia Avenue
Busway endorsed by the Task Force reflect the staff’s future land use vision. Staff also concurs
with local road improvements that work to complete the network near transit and critical to
making transit-oriented communities work.

The Task Force’s recommendation of an improved and augmented bus network will provide
county residents and businesses a comprehensive and compatible bus network that strongly
supports the staff’s land use vision. The Task Force’s transportation demand management
(TDM) recommendations- are consistent with the County’s on-going efforts to encourage use of
transit and other non-auto modes, and reduce peak-hour auto travel.
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LAND USE VISION, PRINCIPLES AND ACTIONS

Land Use Vision: Establishing a Quality of Life Agenda

Montgomery County is uniquely positioned over the next fifty-years to address quality of life
issues. Significant park and open spaces will be of great value as the region grows and land is
developed. This land use vision establishes a prionty to protect and enhance existing
communities and open space resources, and to confirm the General Plan, known as “Wedges and
Corridors”. The General Plan guides the County’s growth by concentrating jobs and housing
inside the Beltway and along the 1-270 Corridor, and protecting large areas of the County for

agricultural and open space uses.

This land use vision directs growth to mixed-use activity centers and Metro station areas. As an
example, job growth will be directed to the White Oak/FDA activity center in the eastern part of
the County, and housing growth will be directed to the 1-270 Corridor concurrently with job -
growth. Opportunities to improve the balance of jobs and housing within planning areas will
reduce commutes and enable people to live close to work. Development will be focused in areas
with existing infrastructure and services including transit stations, schools and other community
facilities. Master Plans will foster the creation of communities that offer access to a mix of uses,
an interconnected system of local streets, quality streetscapes, and transportation choices (roads,
rail transit, buses, walking and bicycling).

This vision would support transit-oriented development by providing sufficient density at the
County’s activity centers and Metro station areas to support a mix of uses served by a range of
transit and vehicular transportation options. This vision includes providing a range of
transportation options for work and recreation activities to reduce the dependence on the
automobile. They also include significant attention to issues of community character and safety.

Agricultural and rural open space preservation will continue. Some future jobs and housing
growth will be shifted from rural areas to designated growth areas.

Principles and Policies Making the Vision a Reality

The fand use and transportation vision focuses on establishing communities that respond to
significant challenges. These challenges include responding to the needs of our diverse
population and demographic trends in Montgomery County.

Principles And Policies for Land Use: Principles and policies for implementing the land use
vision provide a framework for defining quality of life in our communities. These principles and
policies are intended to reduce the need and cost for providing transportation infrastructure,

The Task Force established a set of land use principles and policies that address quality of life
issues. Although an alfernative land use was developed for testing purposes, the TPR Task Force
elected not to recommend changes to the existing master plans. Recognizing the need to increase
community input, to improve the knowledge of land availability, and to understand the need-for
other community facilities before recommending specific land use changes, the TPR Task Force
recommends implementing broad land use changes through the master plan process.
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The staff supports the policies and principles recommended by the Task Force as described in the
following: :

Examine opportunities to improve the balance of jobs and housing within planning areas
in order to reduce commutes and enable people to live close to work.

Explore opportunities for more housing at Metro stations areas and in other activity
centers, where appropriate.

Continue to support the preservation of agriculture and open space in the rural areas
through such measures as the purchase of land or easements and the strengthening of the
Transfer of Development Rights (TDR) program. -

Place more jobs in the East at the FDA/Percontee sites and at the West Farm Technology
Park.

Plan for a new activity center at Langley Park with a balance of jobs and housing,
preferably in conjunction with the development of the Inner Purple Line.

Support more housing at appropriate locations in the I-270 Corridor.

Develop the Montgomery County Public School site with the addition of a new transit
stop on the Metro Red Line.

Focus development in areas with adequate infrastructure including schools and other
community facilities. '

Support master plans that provide a long-term vision that improves the visual and
functional qualities of the county’s arterials such as MD 355 and Georgia Avenue.

Examine opportunities to reduce congestion and improve visual quality through such land
use measures as creating mixed-use nodes or centers, reserving land for open space and
civic uses, and clustering developments.

Principles and Policies for Metro Station Areas and Activity Centers: The principles and
policies described in the following apply to Metro stations areas and other activity centers served
by transit include the following: '

Variety of uses: Plan for a mix of housing, office, and retail uses that provide
opportunities to walk to work and travel for short distances to services.

Focus communities toward transit: Plan for the pedestrian, and frequent and reliable
transit choices. -

Create attractive and safe local streets for people: Plan for an interconnected local street

system including ample sidewalks, crosswalks, lighting, and trees that encourage the use
by pedestrians and bikes in addition to automobiles and transit vehicles.

30



e Provide public facilities, and open space and recreation opportunities within
communities: These facilities and spaces should be provided within walking distance to
reduce the need for long distance travel by automobile.

e Design the community for livability: Orient buildings to streets, locate larger parking
facilities behind buildings, and encourage the joint use of Metro properties instead of

single use parking structures.

s Plan for infill development: Plan for an appropriate increase in density, and encourage the
retention of institutions in existing neighborhoods,

e Plan for revitalization: Encourage public/private partnerships and establish incentive
zoning.

Additionally, the TPR Task Force developed policy recommendations that support transit-
oriented development through land use measures, transportation facility initiatives, and urban
design measures at Metro station areas and activity centers. Staff support implementing these
policies through the Master Plan process.

Principles and Polices for Balancing Jobs and Housing: Fostering a balance of jobs and
housing within the framework of the General Plan is a critical feature of the existing master plan
process. This balance is achieved when the number of jobs is equal to the number of workers in
each household. The projected ratio of jobs and households applied countywide is in balance.
This is not the case in major sub-areas of the County. Existing master plans already establish
principles that attempt to provide this balance. Achieving this balance will reduce some of the
current dependence on the automobile and have the positive effect of reducing demands on the
transportation system. As new master plans are approved, establishing this balance should
continue to be a feature. Findings indicate improving the balance of jobs and housing would
accomplish the following:

» Reduce vehicle miles traveled
+ Increase percentage of County jobs accessible by walking, biking or transit
+ Take advantage of existing infrastructure including Metro

Principles and Policies for Arterials: The arterials provide a first impression of the County and
a front door to existing and future communities. Improving the visual and functional qualities of
these arterials should be a high priority. As part of the quality of life agenda, transportation
planning should recognize this need to improve arterials.
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RECOMMENDED LAND USE PLANNING ACTIONS
NECESSARY TO IMPLEMENT THE LAND USE VISION

The following paragraphs summarize the actions to implement quality of life, and improve the
balance of jobs and housing. In the near term (the year 2025), the Department will continue to
explore opportunities to implement.land use and policy recommendations through the master
plan process by: 1) creating additional mixed-use activity centers in selected locations within the
County, 2) identify the opportunities to balancing jobs and housing at a variety of levels, and
3) improving the visual and functional qualities of the County’s older commercial strips. These
three actions are described in the following:

Guide Development to Metro Station Areas and Activity Centers: The Department should
focus efforts on Master Plan revisions at the Shady Grove transit station area, creating a new
Metro station in Rockville at the Montgomery County Public School site, improving the
Twinbrook Metro station area, and guiding development at the White Flint Metro station site.
Opportunities for Metro station area development exist in the Wheaton CBD, Glenmont, and a
future Langley Park Metro station in conjunction with the Inner Purple Line. Limited,
countywide opportunities exist in less dense activity centers with a mix of uses and housing
types, and bus service. Providing mixed use at Metro stations and activity centers could increase
reverse commuting, provide a diversity of housing types including housing for the elderly, and
provide transit options that reduce auto dependence.

Preliminary work at Shady Grove, Twinbrook, and Wheaton CBD Metro Station Areas through a
recent charrette process explored ideas on land use, development programs, and conceptual
planning. Each of the three charrettes accommodated future growth at Metro stations in an
attractive and positive way. Public endorsement of these concepts and the charrette process will
be incorporated into upcoming master plan revisions. In the near-term, staff recommends
focusing on locations where market demand and transportation infrastructure combine to create
development opportunities as follows: a

Shady Grove Metro Station area
MCPS/Montgomery College:

Twinbrook

Fortune Parc

Wheaton CBD Metro Station revitalization area
White Oak/FDA Center

Langley Park Transit Center

Continued work with residents and businesses through design charrettes and the Master Planning
and Regulatory Planning processes will establish community identity, appropriate density, and
easy access to transit while establishing compatibility with existing development.
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Balancing Jobs and Housing
The following actions identify the opportunities to balance jobs and housing at a variety of levels.

e Balance jobs and housing county-wide: Plan for a county-wide balance of jobs and
housing (e.g. 1.6 jobs for each household) .

¢ Improve the balance of jobs and housing in I-270 Comdor Increase the opportunities for
housing concurrently with employment .

¢ Improve the balance of jobs and housing in the Eastern County: Support employment
center growth at the White Oak/FDA Center.

e Improve the balance of jobs and housing at the neighborhood scale: Examine
opportunities to live near work at locations of higher density such as Metro stations.

¢ Re-examine jobs and housing in Clarksburg, Germantown and Gaithersburg due to the
removal of portions of M-83.

Provide a Vision for Arterials: Improve the visual and functional qualities of arterials and
address traffic congestion of the older commercial strips. Ever increasing north-south traffic and
retail development have made these older corridors congested, unattractive, and unsafe for
pedestrian movement. As new development replaces obsolete buildings and land uses,
opportunities are created to rethink the auto-dominant land use pattern. Clustering a variety of
uses and densities, and improving the physical relationship with streets and sidewalks creates
attractive pedestrian-oriented shopping and living environments. A corridor study or functional
plan for these important corridors could be used to recommended improvements. In the near-
term, staff recommends focusing on MD 355 (Rockville Pike) in the upcoming Master Plan for
the Gaithersburg and Vicinity Area.
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EVALUATION OF RECOMMENDED TRANSPORTATION
NETWORK |

A significant portion of the TPR II planning effort was focused on evaluating transportation
facilities. Much of the discussion on community building in this report highlighted the role that
transit-oriented development would have in building communities. However, while many activity
centers would be located at rail transit stations, the future transportation system should include
roadways, bus service and pedestrian facilities so that the entire population is served.

New and improved roads are needed to keep up with the growth expected over the next 50 years,
New and improved transit service, including rail lines and bus routes, will provide residents with
alternative modes for traveling. In addition, supportive policies developed by the Task Force’s TDM
and bus work groups are a critical part of the package of improvements.

The staff network is composed primarily of facilities that are in master plans. Travel forecasts have
confirmed that virtually all of the master planned facilities are needed. However, the analysis also
shows that some additional improvements are needed, including major transitways and an expansion
of the High Occupancy Vehicle (HOV) lane network.

HOV lanes accommodate both carpools and buses and can form part of a network that provides high
quality bus service between key activity centers, in locations where light rail or Metrorail is not
available or time efficient for the user.

One master planned roadway has received special discussion: the Intercounty Connector (ICC).
Travel forecasts performed for TPR II showed this facility to be critical to reducing future
congestion. However, it has faced years of community opposition and carries significant
environmental impacts. Staff has developed phased recommendations for the Board’s consideration.

General Findings From Staff Analysis Of Travel

The forecasting and evaluation tasks of TPR II were conducted in three rounds of scenario testing.
These tests were used to narrow the list of projects under consideration and to describe future
conditions of the county’s transportation network. The following discussion is grouped into three
categories: projected changes to travel patterns, future mobility and congestion levels and
accessibility to jobs and households.

Travel

Existing trends point to a future where growth will make today’s traffic congestion problems worse.
Changes in development patterns will affect travel patterns in a number of ways:

e As the county matures, changing travel patterns are placing greater burdens on the
transportation system. More people live and work in the suburbs than in the District of
Columbia. This trend will become more dominant in the future. Circumferential (suburb-to-
suburb) travel is increasing at a much more accelerated rate than the traditional radially-
oriented travel to D.C.
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The total number of north-south work trips will continue to be greater than east-west work
trips, although there will be more growth in east-west travel. For example, today, trips
between jobs inside the Beltway and homes in the 1-270 corridor are roughly double the
number of trips between jobs in the I-270 corridor and Montgomery County homes east of
Rock Creek. However, the roadway and transit network available to serve the growing
number of east-west trips is much more constrained than that available and planned for north-

south travel.

As congestion continues to increase, trip lengths are expected to get shorter as people try to
reduce their time spent commuting. As a result, the percentage of residents staying within the
county to work is expected to increase slightly, from 58 percent in 1997 to 65 percent in
2025. Scenarios that included adding highway capacity across the Potomac River forecast the
percent of people working in the county at 61 percent.

Travel within cormridors will increase dramatically. For example, work trips that begin and
end within the I-270 corridor are projected to grow 70 percent between 2000 and 2025.

Countywide transit mode shares are expected to remain relatively constant in the future,
accounting for 17 to 20 percent of trips, even when significant transit improvements are
made. Suburban-to-suburban trips, which represent the most rapidly growing segment of
travel, are very difficult to serve with fixed-route transit such as light or heavy rail. This is
true even when land use changes are made to bring some jobs and households closer to
existing and proposed rail stations.

Mobility

Most of the transportation facilities considered in TPR II were proposed to improve mobility; i.e., to
improve the performance of the transportation system in the movement of people and goods. Some
of the changes in mobility include the following:

The percentage of travel occurring in congested conditions will increase if new capacity is
not added beyond current plans. The 1998 base scenario showed 19 percent of VMT
occurring on congested road segments. By 2025, under the Constrained Long Range Plan
CLRP),” the percent of congested VMT would climb to 30 percent, and by 2050, under
current master plans, this percentage would reach 32 percent.

None of the transportation scenarios tested was found to have congestion levels better than
today's system. Only when significant highway improvements, equivalent to all of the
master-planned facilities, were made by the year 2025 did average speed and congestion
approach current conditions.

The most significant bottlenecks in the county occur at stream valley crossings because of the
limited number of alternate routes. In particular, movement on roads crossing Great Seneca
Creek and Rock Creek showed the greatest capacity deficiencies in the county.

" The CLRP is the 25-year fiscally constrained transportation plan for the Washington Region. County facilities are
submitted by Maryland and Montgomery County officials and adopted by the Metropolitan Washington Council of
Governments (MWCOG).
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Although congestion cannot be eliminated, improvements to the most severely congested
links and intersections will result in significant timesavings when totaled over all travelers.

Accessibility

Transportation planners long have recognized that travel is a derived demand, meaning that people
travel to participate in activities and fulfill other basic needs. No one drives at the peak hour of
traffic to enjoy the experience. Accessibility is an important goal for the transportation system.
Accessibility means being able to reach activities such as work and shopping within a reasonable
travel time (in TPR II, peak hour trip times less than 45 minutes were considered reasonable). This
concept highlights the link between transportation and land use. As congestion increases on
roadways, or as the network stays static while development moves outward, accessibility decreases
in the absence of land use changes. A few key points to consider:

Accessibility can be improved by expanding highways, but transit networks provide
accessibility gains that are not subject to congestion delays.

Compact, transit-oriented land use can provide large increases in accessibility, even as
mobility is declining, by clustering important activities closer together and close to the high-
capacity transportation networks such as rail or busways.

Although none of the future scenarios were forecasted to reduce congestion, all of the future
scenarios showed improvements in accessibility simply because of the projected growth in
jobs and households during the next 50 years.

Comparison of the Staff Network with Master Plan Network

The staff-recommended network differs from the master plan network in the following ways:

" The ICC, as noted above.

Midcounty Highway between Montgomery Village Avenue (MD 124) and Ridge Road (MD
27) is in current master plans but is not included in the staff network, as noted above.

Capital Beltway HOV lanes are in the staff network but not in current master plans.

The staff network would remove the master planned widenings of Georgia Avenue (MD 97)
between Olney and the Montgomery County/Howard County line, as well as Olney-
Laytonsville Road/Damascus Road (MD 108) widening between the Damascus Central
Business District (CBD) and the Town of Laytonsville. These facilities were not justified in
terms of travel demand and do not support smart growth principles.

The master pianned'North Bethesda Transitway is not included in the staff network because

of its high cost, relatively low ridership, and the ability to serve the travel demands with
buses. '
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¢ Clopper Road (MD 117) is reduced from the master-planned six lanes to four lanes though
Seneca Creek State Park to reduce the environmental impacts on the park. Six lanes are
retained on other sections and the transition will be made where the lanes can be terminated

at cross streets.

e An additional lane was added to each of the I-270 spurs in each direction to reduce future
congestion levels. This was introduced in the Task Force testing, and staff found it beneficial
enough to warrant further study. Issues of right-of-way and engineering feasibility have not
been explored, but it is not consistent with current master plans.

o The staff network interchanges on Randolph Road are not in current master plans, except for
Randolph Road at MD 97.

Comparison of Measures of Effectiveness (MOEs)

Tables 4-5 compares the transportation and environmental MOEs for the staff network with the
Master Plan network. For some transportation measures, the Master Plan network performs better
than the staff network at the county level. This is primarily due to the large influence of the master
plan connection of Midcounty Highway between its current terminus at Montgomery Village
Avenue and MD 27, which is not included in the staff network.

Another major difference between the staff network and the Master Plan network is that the Master
Plan network does not include the ICC between I-370 and U.S. 29. This is because the testing for
TPR 1T has defined the Master Plan base without the ICC to allow for comparisons with scenarios
that do or do not contain it. Staff did not have a full Master Plan network to compare against in time
for this review.

Examining the countywide MOEs, staff has found that the Master Plan and staff network perform
very similarly on most of the auto mobility and congestion-related measures. However, on the
accessibility and transit measures, the staff network is superior because it builds on the Master Plan
network, with a greatly expanded transitway and HOV system.

The staff network (with the ICC) has two percent more lane miles and eight percent more vehicle
miles traveled than the Master Plan as modeled. This is due primarily to the inclusion of the ICC and
the Beltway HOV lanes in the staff network. Average countywide speed is projected to be about
seven percent greater with the staff network, again due in large part to the ICC. The percentage of
the county lane miles that are congested stays about the same in both networks, although the total
congested VMT is greater in the staff network.
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The transportation MOEs also show that the staff’s expanded transitway network would increase
transit accessibility to jobs and housing. Transit improvements include not only the Inner Purple
Line and FDA connector, but also some express bus service to take advantage of the I-270 and
Beltway HOV lanes. Jobs accessible within 45 minutes by transit went up by 12 percent, and
households from jobs by 15 percent.

District Level Findings

Evaluating transportation changes at the county level is problematic because of the large base of
travel that these changes must be compared against and also because increases and decreases can
cancel each other out countywide. At the district level, changes are more apparent (see Tables 6-
8 for the district level MOEs).

The Eastern County district showed significant impacts when the Intercounty Connector and the
light rail extension to White Oak were added:

e Lane-miles and VMT increased by 25 percent.

e Average speed increased by 18 percent.

e Percent congested lane miles dropped from 16.4 percent to 10.2 percent.

o Auto accessibility to jobs increased by 3.7 percent and to households by 5.6 percent.
s Transit accessibility to jobs and hduseholds would more than double,

The Georgia Avenue Corridor district also showed large improvements from adding the
Intercounty Connector:

o Lane miles increased by 5 percent and VMT increased by 11 percent.

e Average speed increased by 19 percent.

e Percent congested lane miles dropped from 14.9 percent to 9.4 percent.

e Auto accessibility to jobs increased by 10 percent and to households by 2 percent. The
fact that accessibility to jobs went up so significantly while households did not
underscores the importance of connecting the jobs in the 1-270 corridor with the

households in the Georgia Avenue corridor.

» Transit accessibility to jobs increased by 19 percent and to households by 15 percent.
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The 1-270 corridor district shows a decrease in many transportation MOEs because of the
removal of Midcounty Highway from the network:

e While lane miles are one percent lower in the staff network, VMT would be five percent
higher. VMT can increase when cars are forced to take a more circuitous route to get
around a gap in the roadway network.

e Average speed is about four percent lower with the staff network.

» Percent congested lane miles increases from 4.8 percent to 5.9 percent.

e Auto accessibility to jobs increased by six percent and to households by eight percent.
The ICC could affect the increases in accessibility as well.

» Transit accessibility to jobs increased by 9 percent and to households by 11 percent.

48



SUPPORTIVE
TRANSPORTATION

POLICIES




SUPPORTIVE TRANSPORTATION POLICIES

Transportation Demand Management (TDM) Recommendations

TDM recommendations approved by the Task Force recommend that the county:

1. Encourage employers to provide transit passes to employecs.

2. Encourage employers to provide cash to employees who elect to forego parking permits
(parking cash-out). Encourage employers to coordinate parking cash-out with employer-
provided transit pass benefits.

3. Set an example by improving the programs for all county government employees.

4. Make real-time bus information available at major bus stops and also through the Internet
to computers and to pagers and cell phones.

5. Open more commuter stores.

6. Provide protected bus shelters with adequate space for lighting, wheelchairs and,
wherever possible, accessible by sidewalks.

7. Continue to improve walking and bicycle access to transit stops and other destinations.
8. Continue to encourage telecommunications as an alternative to travel whenever possible.
9. Create an information booklet showing all TDM opportunities and incentives available to

people and businesses in Montgomery County.

Staff believes that many of the Task Force's TDM recommendations have considerable merit and
therefore supports them for near-term funding and implementation. These measures would help
achieve more efficient and effective operation of the county’s transportation system. They are
relatively low cost items that deserve prompt funding consideration.

Most of the recommendations would entail some important new initiatives. Recommendations 1
and 2 would require additional resources to allow a significant expansion of the employer
outreach efforts of the DPWT Commuter Services Section. Most of recommendation 3 would
require implementation of new or enhanced transit-friendly policies by county government and
M-NCPPC. Recommendation 4 calls for Ride-On, and especially WMATA and MTA, to caich
up with recent technological advances and make a commitment to implement real-time bus
information, which is already being provided or planned by some other transit providers in the
Baltimore-Washington region and around the nation. Recommendation 5 would require a county
commitment to replicate and expand on the successful experience of the Silver Spring storefront
operation. Recommendation 6 puts a new emphasis on making bus shelters more pedestrian-
friendly.
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The remaining recommendations are not new. For example, recommendation 7 calls for
continuing to improve access to transit, which the county is already doing, but this effort could
be accelerated. Recommendation § calls for continuing to encourage telecommunications, which
the county's employer-outreach initiatives are designed to do. Recommendation 9 calls for the
development of informational material that is already available in various formats and may
simply need to be updated on a timely basis.

Bus Service Recommendations

The Task Force adopted the following bus service recommendations, which are listed in an
abridged version below:

1. Aggressively continue to pursue a bus routing system that better interconnects activity
centers and has more frequent service, greater penetration into residential and
employment areas, and extended hours.

2. Provide bus service that has many safe and convenient transfer nodes, preferably at retail
and other activity centers.

3. Put in final form, approve, and implement DPWT’s guidelines for bus stops.

4, Encourage WMATA to purchase buses that are more comfortable and user-friendly,
similar in quality, but not necessarily the same size, as the ones that are being purchased
by the county for Ride-On,

5. Expand efforts, in partnership with other transit providers in the region, to make real-time
bus information available at select bus stops and through the telephone and Internet to
computers, pagers, and cellular phones.

6. Expand the county’s marketing and promotional efforts to better inform potential bus
users about the service features of the region’s bus system in order to overcome
socioeconomic stereotypes of buses, and improve customer service.

7. Pursue opportunities to construct queue jumpers and to allow real time adjustments to
traffic signals to provide buses a time advantage over general-purpose traffic.

Staff believes these recommendations have considerable merit and supports them for future
funding and implementation. The intent is to make bus service more appealing and more
responsive to the needs of potential riders. The cost of enhancing bus service, consistent with
these recommendations, however, would be substantial. Therefore, solid county and regional
commitments are needed to proceed in these directions.

- Recommendations 1 and 2, which would significantly alter and enhance the existing bus routing
and transfer system, would require the greatest policy and funding commitment.
Recommendations 3 and 4 would provide physical amenities at bus shelters and in buses that
would make using bus service a more appealing option for more people. Recommendation 5
reinforces the TDM recomimendation that calls for real-time bus information in order to take the
uncertainty out of waiting for a bus. Recommendation 6 places emphasis on producing new
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informational materials that can help overcome stereotypes relating to bus usage and on
improving customer service.

In staff's view, recommendation 7 is the only one that requires adjustment. Pursuing
enhancements such as queue jumpers and real time adjustments to traffic signals are two good
ways to give buses a time advantage, however, some mention of the greater benefits achieved by
creating exclusive lanes for buses is also needed. As general purpose lanes get more congested,
buses will get stuck in clogged traffic long before they reach the traffic signals and their
schedules will be severely disrupted unless they have dedicated lanes. A bus lane can be
provided by either adding a lane to an existing road or by converting an existing general-purpose
lane for bus use. Either option can be difficult to implement, however, but if governmental policy
is to make transit a priority in the travel stream, such bus lanes will become more necessary in

the future.

Parking Tax Recommendations

Increases in parking taxes on the order of $3 per space per day were raised during Task Force
discussions. Supporters held that such a measure would make transit more cost-competitive with
the automobile by removing the direct or indirect subsidy of free or low-cost parking. One reason
this was not included in the Task Force's final recommendations or in staff recommendations
was that business community members were concerned that parking impact fees would place the
county at a competitive disadvantage with other jurisdictions and hurt economic growth.

There is reason to believe that parking impact fees could have a positive rather than a negative
impact on economic competitiveness. Developers still would have the option of building as many
spaces as they want but could simply make a payment that would be used to fund alternatives to
driving alone in the area. The TDM and bus projects that result would provide commuters with
more choices and actually make the county more appealing for businesses.

A related issue deals with the financial impact of parking impact fees on existing businesses that
have long-term leases and a significant number of parking spaces. A parking tax could be in the
hundreds of thousands of dollars annually on individual properties, and some owners may have
limited ability to pass the tax onto parking users. There also are many places where parking fees
are already imposed. Should these areas increase the fees as much as those where parking is now
free? These questions do not have good answers at this time. '

Over the years, Montgomery County has introduced many tools for managing growth that were
meant to preserve the county’s quality of life. These tools were adopted even though most other
jurisdictions, particularly those in neighboring states, did not have them. The adequate public
facilities ordinance, the growth policy, and traffic impact fees are three prominent examples.
Similar concerns were raised before these tools were adopted, but the county’s economic health
has not been harmed. Given the need to raise revenues to improve the quality of TDM and bus
options in the county, staff believes the Board should consider further study of parking fees.
However, many issues must be resolved before such fees are ready for implementation.

52



APPENDIX

53



| abeg

99 $ e X X X WiN WiN YiN abueydiau maN (¥Z1 QW) "aay aBepa 1oz
AawoBluoy 18 (S5E AW} Py ¥ouepeld
[ $ e x x ViIN VIN YiIN SjuaLenosdun uopdasINuE P I S10A1d 18 DAY IoRIBuLGD |02
S $ B/ X X VN WiN YIN SHUBLIBAD ALY LUOEIESINU| "PAY SOOI 1€ “OAY Junung |61
G $ Bl X X viN viN WiN SIUBWBACKILLL LOLIBSIBILY ¥sep gt
"PAIG ANSIBAIUN JE "BAY JNOGOBULOY
5 $ Bju X X X 7 VIN ViN SJUBLIBAIILY LORIBSIBILY "PY IBULBK 1 Bjid B|IANI0H | L1
99 $ g X X X Vit YN YN abueysolu| maN “Amdid UOJOOAR |1
PUE Py UMOISBUIES 1€ “PY 8A0IS ApEYS
99 $ B X X X YIN YiIN YN abUeyssIU| meN (611 aw)|st
"AMH EIBUSS JES)D) 1B “AMY BIT weg
99 $ BjU X X X VN YiN VN afiveyassiul ma/BpRIBDN . "1 8pRY J8 §5¢ ANt
0oz $ B X X X WiN WiN WIN LsaW/eRs 19)UB]) UMD BItajooy €L
QN/BZ AW PUE '8Z OW/GSE
am " BIPPIINISSE QW
1B suaweacidw) ebueysiaiy
99 $ e/ X X X YN VN YN afiueyssalu) map suejlzi
UOSIOYIIN 1B {SSE Qi) 8xid BlIANIoY
58 H B/ X X X X wiN WiN YN abiueysiau) moN Ao BS0UCKH pue ‘P ydopuey puefLL
'y BSOUUOWY B {SSE (i) 8¥id BIlpPoY
62 $ B/U X X X YN WIN YiN abUBYIBIU| MmEN ‘30 uoyRAIRSgO 18 {12 OW) 'PH mmu_m_or
99 s B/ X X X YN ViIN YiN abueyomju mapy ‘AMH BIBUSS JERIS) JB "BAY 15BN ASN|6
00k H 2 X b 4 X X ¥iN WiIN YiN abueyasajul meN POPUBICT "PY | SUBHEAA JE L7 [2
&2 $ E/U X X X X ¥iN WiN YiN abueyoisiu mep ; epesbdny (81 QW) 'PY umolaBioeny |2
' PIQ Pue Josuuog efipepoy 18 042-1
34 5 B X X X YiN YiN Wi abueydRIL) MEN POPUBLXT 'PY INIMBN 2 02| P
zZ H ep X X x X VIN WiIN WiN obueyassiu) mop / apeibdn PUIE
POOMLLE] PUR ‘PAIg AJBRIOWS( JB 042
6 $ Bl X X X X WIN vIN ¥iN 107 8pIy-pue-yed (211 QW) "Pd 18ddotd ¥e ose-|2
apryay ‘sbuepiey epeibdn
99 $ ] X X X YN WIN WiIN obueydiay moN (zz aw)[s
‘Y 86pnd 1€ (S5 QW) P ¥ouspeld
sabueyasail)
A0PFIIOD OLT-T
{LOOZWS) 150D | (sanw) uibueafoig | Joposuuod wepsepm fore )] ueld du19 [ soue oL woid odA1 ueLuBABIL) BB Polid a
tende pejewys3 HUM IOMIBN BEIS 0S0Z | YIAM YIOMIN UB)S 0S0Z | JOISEN 958G 0502 [ dW3L
spoaiold ¢ punoy
L00Z/FLIEL 1| uoday Asnjod uoyepodsusi]

S}S21 0S0Z Pue dU1D YNM S198/014 O 51 sAIsUByaIdwed



Z abeq

pepUBIXT ‘P UBLISOD 7§ 'PY UBYSOS

g€ $ 662 X X X X z/9 | puowug [eay eyuapo|  PeOY maN P BUlUGPIM i€
8L $ FAFA x X X g FTE e py reddoi) Buirspipy {g11 QW) Py umaueunon (62
ENeS
9 $ 591 X X X X 9 P 02 uorsueixg / Buopiag (811 QW) Py umojueulsn |82
A SUBREM
Bunsixz
[ $ 9¢'8 X 9 aurl (8Z aw) Buiapi (46 aW) enuaay elfag]L 1z
"00 PIEMOH | "Dy %0BGION
S $ 5t X X X X 9 (811 QW) Rls| UOISUILXA / BUILBPIA ‘PMA ABpng oue |2
PHY | 400Y &S
MOJUBULSS)
or $ 8e'e x X X ¥ “any PH BuapIA (82 AW} pY umoisaweg|ce
159p Aoy | paod iy
¥s $ I8¢ X v P P ledeD Buiuapiy (801 QW) Py snaseuieq|e vz
BIASUOAET [ pIBMOH 40
1583 Y 0Oz 4
06} $ 185 X 9 ¥Zt QW 121 QW Buapip (211 aw) "py seddop|L've
skt s BS'¥ X X 9 (¥z1 peoy Guiuspigm (21t QW) 'PY JeddoiD|rz
Anl Py (uued oy .
PIBYO
Eallle]
12 [ (3 X X X 19 w3 Py Buwapip (121 QW) Py BangswelD (€2
‘PYINIMEN | umciButg
£5 s 8z’ X X X X | 4 ‘pPAIG ‘8Ay nog UOISUE]X] popualxg oAy uewdey) [T
sAlNIaxXg
£y $ e X X X X r [Py usyso9] “py ebpiy Buluapip ‘P UBLIUBIM - "PY NuLg| L2
sAemyBiH
(L00ZWS) 1500 [{SBj} Bus eloud | Jsopeuun) walsam o] ued d¥10 | seue oL wosy odf) wewsaoiduy alweN P6ioid al
rendeg pelewsy PIM IOMIBN HEIS 0S0Z | Y JIOMIGN HEIS 0S0Z | 49158 ased 050z  dW3L
s1a9lo1d € punoy
LOOZIFLIEL $)581 0S0Z PUB J¥1D Ui s1aafold §0 1517 sarsuayaadwon Il woday Adnod uoneuodsues)



¢ abey

[

¥l $ el X X X z {ssc aw) PH peoy moN (508-v} "AmH Auncopin| Ly
P usjbuyg
YoUBpS
20T H 98'01 X [ "DY UMO} ‘PN pEOY MaAN (E8-W) Ami Aunoopiin| oy
Bugg  |eacis) Apeus
[ $ z9't x X x v | (iLgwd | (pZeawd Bujuapim ‘P veipbuo |68
Py seddoiD | Py PIEUDIO
AN
152 H iy X X {AOH YN ¥IN {sunds yjog vo Aem sandg 0Lz - Yomiau AOH URIBYeD | 1'EE
T+9) 8 yoea suey | ppe) Suiuapipa
eg $ 2Lz {AQH v ¥IN Aluo 1nds 1Sem 1BJoN sindg 042+ - Womeu AQH uaisyon et
Z+9) 8 (Jnds 1594 LD pURDQUUISH
8ue | ppe) Butuapip
CLE'L $ 291e (AQH 7] vz} aW) Guiuspip 0z-|2€
Z+ok g PY PIEYIG
3ounD / (P21
QW) ‘erY
abeina o
SEL $ XD x X X ACH 02 (121 QW) Buapim 0.2-1|9€
T+P R
Bungsper)
[i743 $ 26'9 b 4 X X ACH | ZL W) | (¥Z1 QW) Butuapim 0227158
Z+9 Py P PRYIO
Sungsyes [acunG / (bZ1
aw) aay
abeya oW
s $ 150 F X X z umoy umoshedy ssedAg - pecy maN (papuapcs 601 QW) ssedig umopspely|ve
-SHEAH JO | Jo yuoN i
wnes (sse | (s5¢ QW)
aw) pa [Py Kouepary
youapalyd Bugsyxgy
Bugsg
113 s 3:41] X X x ¥ Ay Pu LOISUa)xy *1q epno|ee
159M Ay [aa0io) Apeys
T [ 6L X X X X 9 P Py Bumapip (L1 QW) “Amy eosusg jeeun (Z€
procsgeippin | umosauleq
(Loozws)iseD | {senw) pbue oeloid 1 J0p0euL0D LIeISaMA 01 ueld dd1D | seue o4 wosd edA1 jualusacIdL| aweN 1sloid al
|ende?) pajewys3 UHAA YIOMIBN HEIS 0S0Z | UMM HIOMIBN HEIS 0507 | P)ISEW 9588 0507 ELER
spaloid ¢ punoy
L00Z/FLIT) S1S91 0S0Z PUE d¥ 1D Yim sjoaforg joisi aaisuayaidwo)

|| Hodsy Aoijod vonepodsuer)



v abed

-3 } 1

860 x X X 9 {eg-W) {s5€ W) Buruapip {22 aw) 'pd =bpny 1 05
AmH Py wopepery
Runoapiy
S0k ] ¥s'9 vo | (8oL aw} | (55 W} GUILGPIAA {1z an) P ebpra| 05
SMISEWE] [Py Youspars
15 ulewy
9 $ 57 x ¥ |suriumop | {80 AW} Bujuspipm (801 QW) 'PH siAsuoe ]t ek
SjpAsuciie PH :
SNISBLUE] )
55 $ 96E x X X L4 Y SUT UMDY, Buiuspipy (80t QW) "PY BilASUORET - ABui| ey
Hiyd ABUIQ | SHIASUCAET
£9 H £6E X X X [ (2zaw) | 1zt aw) Buiapip / peoy moN uolsualxg /P NameN | ¥
‘P 8bpiy ‘P
fungsyern
oL $ F¥0 x x X X v ‘BAY Py udiopuey POy MaN .15 jeqaN | o
uewdeyn
09 F Yoz X X P 4 k] {82 QW) DAY Buiuapiaa ‘py youesg Appnpn| sy
P puoweiq
umalsaweq 1S9
09 $ {wibuay X x X X v | {9ssaw) | sseaw peOy maN {uonoas wesea) “Amid esanuap |1 vy
aiue 259P) ¥1'g ‘pH
W S38A
0L $ {pbue| X X b 4 X [ SSE AW [Py esonuon peOY mep {uon2as weIsap) Avd asoquopn | p
eIue "%6p) ¥L'E
2 $ Si'k X X X X 9 Ay (gLt QW) Buiuapip P ¥00UqBIPDIN EY
Aunoopiy LE|
UMOJUBLLIDE)
(3 s sz'T X X ¥ (511 aw) e pecy meN {£8-W) AmH Auncopiw |2y
PN |3r0iD Apeys
18ysE2UNpy
e
MOH DD
(LoDZWS) 150D | (senw) pbue 1o8lold | Jopd8utio) wiesam oN UEfy dd 12 | seuel al wol4 adA ] JUBtLGACIdW]| SUIEN 108i0ig al
1ENdeD pajewnsy M HIOMIBN LIS 0S0Z | UMM JHOMIBN HeIS 0502 | s9isew ased o502 IGLED
5193014 ¢ punoy
LO0ZIPLIZE $1S31 0S0Z bue 441D uiim sjoaload Jo isi aalsuayaadwon

1} voday Aoitod uonepodsues|



g abegq

0Lk $ 611 I3 x X X zisie | (zzaw) -KmH Buepy papuepeg pyi{09
‘py abpry | Auncopiy PIBIPOOAA PUB {PZ L QW) "PY PRYROOM
I3 $ 6.0 X X X X v (ziraw) | (sseaw) PROY MBN POpUREXT "PY HIW SUDJEM]ES
‘Pt Jaddor) | py Houspely
v $ g6} X X x 9 [ A ‘Buluapip {985 QW) 'PY W S1IBAJ9S
ydiopuey | yooiquimp
iz $ [} ¥ {ezaw} | {os1 aw) Buapia {Aemyoar-mol Jo 8oeid){ 1'ZS
- peumey | pysany {Z+1 QW) 'PY edBueg
-Saeg
£5 $ €8¢ ¥ {osL aw) ‘P Guruspip {Aemeoa)-mol jo eosid){2 g
Py JaalY |aacuD) Apeus 'py asnoybueay Asuld
9€ s 18T ¥ {8z anl FETe} Buapia {Aemcjo8l-moj Jo Boeid) |0
‘PY UMO) BA0USS (811 Q] Py uMmouELLBD
-sewe]
6E - 8z ¥ [N (811 Guivapim {Aemyoar-mo) jo soaid) |92
404 2y |aW) PY umoy (82 QW) Py umeseweq
-UBULIIG)
orl $ 65'F ¥ “Awid wiod (leusye) peoy may { ssinquye Kesmybiy -uou Lim| 25
Aunogy | asnoyyzolg sajeware BUISS01s 1Ay JBWoLd Jo| -
xepieq Jeau efipug *253p) {Aemyael-mol)) Aemyde |
o181l g
[ $ [ X X X X 4 Ay 012+ Guiuepip 'pY umoibuis|es
Aunoopiiy
2z s 9z X X x X ¥ (vZ1 AW} | Py udyson Buiuapip P 100425 1aynous|rs
PH
PISIPOOM
g $ T X X X X ) (541 aw} |'po eepieug Guruspipm Py 8A029) Apeys|es
oY I
Jaysesunpy
chh $ 9’9 ¥ (egraw) | 2+ aw) Bumapim (06t QW) 'PY JeNH(TS
pusies | py eosuag .
[33 $ IEE v (g6t {681 PW) Buluapip (061 aw) Py 1Bay|LS
Aemieg P shes
1eyded
St $ T X x x v Py oueas | (ea-w) AmH Buapip {2z QW) "pY ebpra{z'05
Aunoopriy
(100zWs) 150D F{senw) yibuat oefoid | Jo1oeuLOD LuB}SBM 201 uetd EERER D oL wold 6df) yustwanosduy alue 19skid [
|eydes pejewnsy UM pOMBN JRYS 0502 | UNM HIOMIBN HRIS 0502 | JGISEN 8SEH 050Z ICLEN
sy0aloid £ punoy
LO0Z/YLIZL S1591 0502 PUE YD ynm syoafoly jo 3siT aasuayaidwon

11 Hoday A0y uonepodsuesf



g abegq

v $ I X x X X N viN WIN Aupoey sapsuen BB BACID ApRyS (2L
SN PUE BPIY-PUB-Ed MON
] $ B X X WIN ued Guidg en sng ssesdxg sny sseidxg epsayleg yuoN|tL
yooy ea | AewoBiuopy
JOUBASOIS)
93 $ sZ X YN [Hed Guuds new JsAop Aemyisuel] epsalpeg yronjos
oo eia | AawcBuoy | -aidoad - Aempisuert map
JOUBASOIS)
188 s [ 4 YN sA0I U [8acud) Apeys UOISUINT JIBIONSN 8A0)S uepodoyaiy |69
epodonay
or $ B X .4 wiN YN SUORETS UGUELS CUIW MaN UOLELS CUAIN SJOW |89
anep
3A0JS) ApRYS
PUE I|pA20y
uzamag
€ 5 B X X X X ¥iN WIN MOY Awid UOREIS DV MIN EPSaLIag YHoN DYYIN| L9
8S0HUOK
puB "aay
nog uasmiag
bl X X x X WiN HHOPet Poo HOIHOPT THouepeht-eivin (99
H0ttHod
¥ $ em X X X N WIN WiN 107 8piy-pue-Ed MaN UMOIUBUIBE) S
[4 H £/ X X X X ¥ wiN ¥/N 18JU87) 1ISUB) | MBN UMOIBLLES) |+9
[¥48 $ IE'E WiIN wBen  {asois Speys ney ybn Kemjisuer) senin) sopuwos) |#'29
580UBIDS
e
50 S o'l vIN Bing A0ID ney won Aemyisuer) seqiD JopuoD{e'zy
-Syey  Juegodonap
oL B ar's WiIN aAIS U onew Aemsng Aemusuer} senD Jopwion |2z
eydogap J9acio Apeuys .
00 $ LE} X X X ViN Gang onapy e Wb Aemyisues] sanrD) JopusoD|tZ9
- (aacug) Apeyg
0os $ LI'EL viN | Binasyies onapy Aemsng Kemyisuea) seni7y sopwop |29
aa0xy Apeys
£ $ eu X X X X YIN YN ¥iN 1Bjua’) WSURLY MBN Singsyed| g
NSUeLL
{100ZW$) 1503 | (sali} ybue oalorg i ¥D WiarsoMm o0t uBld dd1Y | seueq al wol4 adf | Jsuweacdw) aweN aloig 7]
ende) pajewns3 HHM XJOMIBN YRIS 0502 | UMM HIOMON LEIS 0S0Z | 19158 9588 0502 CLEN
sjoafold £ punoy
LO0ZIFLIZL S1S21 050Z PUB dU13 Yim s1afoid 03517 aasuayaadog

|| Hoday Aojo4 ucnepodsues )



¢ abedq

0l $ B X X X ¥iN VIN YN sabuByIBILY mal (pspuny jouj suoglesualll ¥ 18 62 SN|58
28z $ B b 4 X X x YiN ViIN ViIN sabiLreyaIeu) map {4410 J0) POpUNy Jou puepied) | rg
: (papury) suogIesiell ¥ 1€ 6Z SN
62 $ B/l X X YN ¥IN VN sbueyAu MON (985 QW) 'PH IW S4A 18 PY ydiopuey [£9
99 $ B X X YIN ViN YiIN abueyosalu maN : {ose aw)|ze
. "aay eaysdweH maN 18 B ydiopuey
62 $ E/U X x YN YIN YiN abueydIa MaN (sg1[18
W) ey INaQ0auue7) B "py ydiopuey .
o $ Bt X x X X VIN ¥N VIN sfueipialu) maN 'Y udiopuey 12 (26 W) ‘eAy eiboen|og
ar 4 Eju X X X WIN YiN ¥iN abueydialy meN "y 4o8cON 1B (26 QW) "eay eifwoen|6L
sabueyasajug
LINAOD NHILSVYE NV J0RIAV ¥IDHOED
£ $ X X X X JAJUBY) JISUBS ] MON Asjbuen reLuoye |
] $ X X X X WA JISUBLL MaN Buudg sanng
¥ZZT'L s & X X wv/N | uowoned | epseyieg ey b Bur] ajding teuu[Z°8L
MBN
(474 $ ve WIN Hed epsayieg rey b sup] ejding Jeuw '8
ebajioD
6181 s iz N uojoneD FENT S pEY B su] a|ding Jeuul|es
MoN suosiy
=1:74 $ 'y x X WiN Suudg epseyieq UCHIDBLUOY) (1.1 fARNN0I] MBN yauerg umojebioan |97
amIg
nsues)
18 R [:had X x X 9 aun o'g (56%-1) Buiuapia, {061 OW) PeOY Jeary|SL
Kemiiag
|ended
826 $ (Al X X (AOH 56 ebpug (Aem pea {567} Aemyeg epden |z
. +8) 0L uojia QUE| AQH | PPE) Buluspip,
ueslawy
shemyBiH
o] s el . 4 X W¥/N YiN WiN abueydsae meN aue Jepa]) Je {SS5E Q) odtd B|pANooyd | EL
saBueysiejuy
AWML EH1 HAISNI
(roozWs) 1500 [ (semy) ybuapeloigd |  Jopteuuo) wisjsam aH uerd EERERE ] T Lo adA] Jueaaoaduw slEN palold al
repde?y pejewnsy UHAL YIOMIBN 4815 050Z | WRIM MOMBN HEIS 0SOT | 48)SBHY 858G 0502 ELEN
spsfoid g punoy
LO0ZIVLZE 5153 050Z PUe d¥1D YuM spoalold Josi assuayardwon Il voday Adijod uonenodsuel |



g abegq

|:74 $ 89’} X X X ¥ oy vad PEOY MBN (s5800Y ¥Q4} £8Z-¥|66
I Japmod
ir $ £6'Z ¥ {oss  |(z81 aw} pu Buriapim 'PY POCMION |96
QW) Ay | pag 010Q
anysdwey
MEN
74 $ BE'l b ¢ X X ¥ ‘PH Ele] Bumapim (zeL QW) Py fiuie(se
POOMION | EISIA MR
£h1 $ al'B X X X [ 6Z SN |9y ebioag Buwapia (861 Q) PH|¥6
) aiaBouRds pue (8Z QW) 'PY FIBUON
99 $ Wy X 2 (82 Py Surmepia (511 QW) 'PH MW sesedunyy[e6
aw) 'py |aa0uo Apeysg
$28G40N
gLt $ el X X 9 1sn BZ SN PEOY MEN opsuues waisel - 00|16
are 3 69'6 X ACH 82 GW 08| PEOY MEN ) (wawuble 4y Buole(L 06
Z+¥ uny) HOJIBULOY WS, - DI
Sauer g
PEV'LS 6C'91 x AOH =g ool PEOY MBN {wewubite W) 02106
T+t
S3UB] 9
174 $ 251 b 4 X X 14 eun 6Z SN Buiuapip ‘P epseousals) |68
Aunog o4
£ $ Lo X x ¥ 625N |uduesg jued Guiuapim ‘Pd puepielL e
9 $ 552 X ¥ aul  youesg ey Butuapim ‘PY puepeslen
Aunod Hd
€€ $ Z0°4 X X X z © afnamioorg ssedAg - peoy meN ssedAg olaeo0ig] L8
Wnog "eay | 3o yuoN
Sh [3 1 x X X X ¥ sun ‘PRI BISED Bujuspia Py Keuey) stbug|as
i Anog o4 | 1 sugoroimy
shemtyBi
(toozwshison | (senw) whue oeloud | Jopoauuod usejsam 0t ueld d¥1] | seus o1 wol4 ad4) JusweAoidw e 196/01d a
lenden pejewiys3 1M HIOMIBN HEIS 0S0Z | LI JIOMIBN LIBIS 0507 | JOISE 958 0508 ELED
sjaafold ¢ punoy
L002/PLIT) S1S21 0S0Z PUE 447D Ylim spoafold 103510 aatsuayaiduio)

|| Hoday Axjog uohepodsuenj



6 abed

£0L'g B |e8i's $ [ 09 $|oeri ¢ (1002 suoupg) 1500 rende) psjewns3 (R0)
oF s $8'Z X X X ¥ (50e-v) Py uug {555 QW) Py wuspeifsos
Amp
Aunoopyy
‘ ' . p
Pl AX
69 $ [ F X x viN [EITT) R Aemsng (26 QW) entisay EIBI080) [Z01
JULLIUI|D
B $ [T X X /N | {059 QW) |wed As|Buet ey b wued 1S9 { vod| 1ok
‘eAYy
eaysdweH
MAN BIA °
AED BlUM
65 H e X x x X WIN /N apimAuno) OuomaN sjuawesosdwy sng{ 17001
pajuswbny woy ejesedes)
sjuswacudw) sng pIEPUES
HJ 3 Efu X X YN YN apimunon siysuey AomeN sng pejuswbny | 001
pauy Buisn uomauL sng meN
. Hsuer)
(1o0ZWshisoD | (selp) taBua josloid | screeunoD weisam 291 uejd dy70 [ seumn oL Wi od4] juawsaosduw) tieN 1700)d at
151des) pajewnsy HHA NIOMIAN HEIS 0S0Z | UNM SOMIBN HBIS 0507 | JOISER 95ET 0507 IGiLET
sja9foig £ punoy
LO0ZIvLIZL §JS31 0S0T PUE dy1D Yim spoalong Jo 3si] saisuayaadwon

1l Hoday Aonog uonepodsues



	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	
	

