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Response to SDEIS Comment #1 
Refer to Chapter 9, Section 3.5 for a response to the P3 Program and Project Cost. 

 

Response to SDEIS Comment #2 
The intent of the project is to improve operations for all users, not just those "willing to pay the tolls".  The results of the 
operational analysis indicate that congestion will be reduced in the general purpose lanes and delays will be reduced on the 
local roads in most areas because the HOT lanes serve traffic that otherwise would be using the general purpose lanes and 
local roads.  Additionally, HOV 3+ and transit vehicles will also be able to use the managed lanes (and obtain the associated 
speed and travel time benefits) without paying a toll. Refer to Chapter 4 and FEIS, Appendix A for additional details on the 
results of the traffic analysis.  
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Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 
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AUDUBON NATURALIST SOCIETY – DENISSE GUITARRA (ORAL TESTIMONY) 

 

Response to SDEIS Comment #1 
NEPA’s CEQ regulations require every environmental impact statement to include a No Build Alternative for detailed 
assessment.  The No Build Alternative serves as a baseline alternative for comparison to all proposed action alternatives.  For 
the Study, the No Build Alternative does not include any improvements to I-495 and I-270 but does reflect all other multi-
modal transportation initiatives and projects included in the regional Constrained Long Range Plan, “Visualize2045”, adopted 
by the Metropolitan Washington Council of Governments in October 2018.  Refer to DEIS, Chapter 2, Section 2.3.  Based on a 
comprehensive review of regional demographics and traffic data, the No Build Alternative would not address any of the 
significant operational issues under existing conditions and fails to accommodate any of the congestion relief metrics 
established for evaluating all Build Alternatives.  Refer to DEIS, Chapter 3 and DEIS Appendix C. For a discussion of the basis 
for the Purpose and Need and for the Selection of the Preferred Alternative, please see related Common Theme Responses 
and the SDEIS and FEIS. 

Transit alternatives were considered. Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed 
Study. 

Refer to Chapter 9, Section 3.4 for a response on the NEPA approach, analysis, and impacts.   

Refer to Chapter 9, Section 3.4.G for a response to climate change considerations.  

Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed Study. 

Response to SDEIS Comment #2 
While MDOT SHA and FHWA recognize that congestion would be present during the afternoon peak period on I-270 
southbound and the I-495 inner loop in the design year 2045 due to downstream bottlenecks outside of Phase 1 South, the 
Preferred Alternative would provide tangible operational benefits to the system including significantly increasing throughput 
across the American Legion Bridge and the southern section of I-270 while reducing congestion. Refer to SDEIS Chapter 3, 
Section 3.3 and FEIS Chapter 4, Section 4.3.  

Refer to Chapter 9, Section 3.4.K for a response to impacts to properties and communities, including community facilities.  

Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 

Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.4.N for a response to indirect and cumulative effects. 

The FEIS reflects further design refinements and details, including final mitigation and commitments of the Preferred 
Alternative, many of which directly responded to public comments.  Refer to FEIS, Chapter 7 for a comprehensive list of 
mitigation and commitments. 
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Response to SDEIS Comment #1 
NEPA’s CEQ regulations require every environmental impact statement to include a No Build Alternative for detailed 
assessment.  The No Build Alternative serves as a baseline alternative for comparison to all proposed action alternatives.  For 
the Study, the No Build Alternative does not include any improvements to I-495 and I-270 but does reflect all other multi-
modal transportation initiatives and projects included in the regional Constrained Long Range Plan, “Visualize2045”, adopted 
by the Metropolitan Washington Council of Governments in October 2018.  Refer to DEIS, Chapter 2, Section 2.3.  Based on a 
comprehensive review of regional demographics and traffic data, the No Build Alternative would not address any of the 
significant operational issues under existing conditions and fails to accommodate any of the congestion relief metrics 
established for evaluating all Build Alternatives.  Refer to DEIS, Chapter 3 and DEIS Appendix C. For a discussion of the basis 
for the Purpose and Need and for the Selection of the Preferred Alternative, please see related Common Theme Responses 
and the SDEIS and FEIS. 

Transit alternatives were considered. Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed 
Study. 

Refer to Chapter 9, Section 3.4 for a response on the NEPA approach, analysis, and impacts.   

Refer to Chapter 9, Section 3.4.G for a response to climate change considerations.  

Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed Study. 

 
Response to SDEIS Comment #2 
While MDOT SHA and FHWA recognize that congestion would be present during the afternoon peak period on I-270 
southbound and the I-495 inner loop in the design year 2045 due to downstream bottlenecks outside of Phase 1 South, the 
Preferred Alternative would provide tangible operational benefits to the system including significantly increasing throughput 
across the American Legion Bridge and the southern section of I-270 while reducing congestion. Refer to SDEIS Chapter 3, 
Section 3.3 and FEIS Chapter 4, Section 4.3.  

Refer to Chapter 9, Section 3.4.K for a response to impacts to properties and communities, including community facilities.  

Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 
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Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.4.N for a response to indirect and cumulative effects. 

The FEIS reflects further design refinements and details, including final mitigation and commitments of the Preferred 
Alternative, many of which directly responded to public comments.  Refer to FEIS, Chapter 7 for a comprehensive list of 
mitigation and commitments. 
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BALTIMORE WASHINGTON LABORERS’ DISTRICT COUNCIL - VICTORIA LEONARD (ORAL TESTIMONY) 

 

Response to SDEIS Comment #1 
Thank you for your comments supporting improvements. The purpose of the Managed Lanes Study is to develop a travel 
demand management solution(s) that addresses congestion, improves trip reliability on I-495 and I-270 within the Study 
limits, and enhances existing and planned multimodal mobility and connectivity.  

FHWA and MDOT SHA have considered all comments received on the proposed improvements in the context of the Purpose 
and Need for the project and have identified Alternative 9 – Phase 1 South as the Preferred Alternative.  This alternative 
would best accomplish the Purpose and Need of the proposed action while fulfilling FHWA’s statutory mission and 
responsibilities, giving consideration to economic, environmental, technical, and other factors as detailed in the SDEIS and 
FEIS.  
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Response to SDEIS Comment #1 
Public comments supporting a direct connection of the shared use path from the ALB to the Chesapeake and Ohio Canal 
towpath were received by MDOT SHA, FHWA and NPS during the SDEIS public comment period.  To be responsive, a direct 
connection to the Chesapeake and Ohio Canal towpath has been incorporated into the preliminary design and is accounted 
for in the Preferred Alternative LOD and impact analyses. The three shared use path options connecting to MacArthur 
Boulevard presented in the SDEIS are no longer under consideration in this FEIS. The direct connection to the Chesapeake and 
Ohio Canal towpath results in fewer NPS property and natural resource impacts. MDOT SHA and the Developer will continue 
to coordinate with NPS to review the condition of the existing connection between the Chesapeake and Ohio Canal towpath 
and the MacArthur Boulevard sidepath outside of the Study Area. The alignment of the proposed shared use path connection 
to the Chesapeake and Ohio Canal towpath is shown in FEIS Appendix E. 
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CABIN JOHN CITIZENS ASSOCIATION - TINA ECK 

 

Response to SDEIS Comment #1 
Updated traffic analysis for the design year of 2045 indicates that the Preferred Alternative will provide operational benefits 
compared to the full No Build Alternative in six key metrics (system-wide delay, corridor travel time and speed, density and 
level of service, travel time index, vehicle throughput, and local network delay).  Refer to FEIS, Appendix A. The Preferred 
Alternative would significantly increase throughput across the ALB and on the southern section of I-270 while reducing 
congestion. The net impact of the project will be an overall reduction in delay on the surrounding arterials, despite some 
localized increases in arterial traffic near the managed lane access interchanges. Specific areas, such as MD 190/Cabin John, 
were evaluated in more detail as part of the FEIS, and mitigation is proposed where needed to maintain acceptable operations 
per FHWA Interstate Access Point Approval guidelines. Refer to FEIS, Appendix B, for MDOT SHA's Application for Interstate 
Access Point Approval.  

The traffic results showing delay increases on River Road and Clara Barton Parkway were preliminary and were based on draft 
designs.  Now that the Preferred Alternative has been identified and the design has been updated, these results have been 
updated.  The results indicate that the net impact of the Preferred Alternative will be an overall reduction in delay on the 
surrounding arterials, including a 4.8 percent reduction in daily delay on the arterials in Montgomery County, despite some 
localized increases in arterial traffic near the managed lane access interchanges.  The portions of the local road network with 
an anticipated increase in volumes were evaluated in more detail as part of this FEIS, and mitigation was proposed where 
needed to maintain acceptable operations and safety per FHWA Interstate Access Point Approval guidelines. Refer to FEIS 
Appendix B. 
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Response to SDEIS Comment #2 
It is anticipated that construction will last approximately five to six years. Details related to precisely when and where 
construction related activities will occur will be determined in final design, however, the project will likely require night work 
to occur when activities could not be completed safely during the day. Advanced notice of construction related activities 
would be provided and all reasonable efforts to minimize impacts to residential communities would be undertaken. Impacts 
associated with construction that will be further evaluated for the Selected Alternative in final design include traffic 
congestion associated with construction maintenance of traffic, utility disruptions, construction vibration, erosion and 
sediment and control, and construction related noise.  

The management of construction impacts is addressed in an agreement between MDOT SHA and the Developer.  Pursuant to 
that agreement, coordination with the neighboring communities will continue through final design and construction.   The 
agreement includes requirements to minimize impacts to surrounding communities and the traveling public, while completing 
construction as soon as possible. Work hours and duration of construction will be identified to minimize impacts to traffic in 
an effort to reduce construction related congestion and in consideration of noise and vibration impacts to adjacent 
communities. Construction methods and materials will comply with contract, state and federal regulation, and environmental 
permits and mitigation requirements. Careful attention will be taken to assure that material placement will occur when 
weather conforms to industry standards and regulation. In addition to required governmental inspections, the Developer is 
required by contract to provide independent environmental, quality, and safety oversight of its contractor’s performance. 
Refer to Final Phase 1 P3 Agreement, https://oplanesmd.com/p3-information/phase-1-agreement/. Once the Developer has 
selected a Design-Build Contractor(s), the schedule and duration for Phase 1 South construction will be made available to the 
public. 

Refer to Chapter 9, Section 3.4.I for a response to construction impacts. 

Refer to Chapter 9, Section 3.5 for a response to the P3 Program and Project Cost. 

 

Response to SDEIS Comment #3 
In addition to the significant work to avoid all direct impact to the Morningstar Tabernacle No.88 Moses Hall and Cemetery 
property, the SDEIS and FEIS describe reduction of impacts to the other resources that you have noted. Significant avoidance 
and minimization efforts also focused around the American Legion Bridge and adjacent National Park Service (NPS) properties. 
MDOT SHA and FHWA met with the NPS on December 8, 2020, to discuss the limits of disturbance (LOD) in the vicinity of the 
ALB that was presented in the DEIS. MDOT SHA convened an ‘ALB Strike Team’ composed of national and local experts on 
bridge design, natural resources, and cultural resources who were charged with the following mission: 

To develop and evaluate alternatives for the replacement of the ALB to avoid impacts, to the greatest extent practicable, and 
reduce overall acreage impacts to the Chesapeake and Ohio Canal National Historic Park and George Washington Memorial 
Parkway units of the NPS. 

The ALB Strike Team considered bridge construction approaches to determine if any of them could limit the LOD further. The 
ALB Strike Team conducted detailed investigation on a top-down segmental construction approach; a top-down cable stayed 
approach; and a slide-in place bridge construction approach. In addition, after field analysis and review of additional 
information, MDOT SHA and the ALB Strike Team determined that access to the site at river level could be consolidated to 
the north side of the river along Clara Barton Parkway, eliminating the construction access from the other three quadrants 
around the bridge and significantly reducing impacts to NPS land. This would be achieved by constructing a temporary 
construction access road entrance off of the Clara Barton Parkway in the northwest quadrant and installing a temporary 
bridge over the Chesapeake and Ohio Canal and a temporary haul road paralleling the Chesapeake and Ohio Canal towpath. 
This effort resulted in a 7.8 acre reduction in impact to the George Washington Memorial Parkway and a 5.3 acre reduction 
at the Chesapeake & Ohio Canal National Historical Park.  Refer to SDEIS, Chapter 4, Section 4.12.4 for additional details on 
the ALB Strike Team’s efforts. 
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Based on the current design and as presented in the FEIS, the Preferred Alternative would have an estimated permanent 
impact of 1.0 acres to the Chesapeake and Ohio Canal National Historical Park, and an estimated temporary impact of 9.1 
acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 1.1 acres to Clara Barton Parkway, and an estimated 
temporary impact of 0.7 acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 5.7 acres to Cabin John Regional Park, and an 
estimated temporary impact of 0.6 acres during construction.  

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 

 
Response to SDEIS Comment #4 
Impacts to receiving waters, including Cabin John Creek, will be addressed through the Maryland permitting process, which 
this project will be required to follow. Maryland Stormwater Management Law is relatively strict with the goal of maintaining 
post development runoff as nearly as possible to pre-development runoff characteristics.  Water quantity is required to be 
managed onsite to match existing conditions for the 10-year storm.  Water quality is required to treat all new impervious area 
and 50% of reconstructed existing impervious area to match the runoff characteristics of woods in good condition. Refer to 
Chapter 9, Section 3.4.E for additional information on impact analysis and mitigation of water resources, including wetlands, 
waterways, and stormwater management. 

 

Response to SDEIS Comment #5 
The Visual Impact Assessment (VIA) was completed on the Preferred Alternative and documented in the FEIS in Chapter 5, 
Section 5.6 and FEIS, Appendix H and includes renderings in the area of concern around Seven Locks Road and Cabin John 
Stream Valley Park, Unit 2.  The VIA concluded that construction of the Preferred Alternative would not introduce new 
elements incompatible with the existing visual character or qualities along the study corridors or that experienced by 
neighbors. Vegetation removal will be mitigated based on state and local agency requirements and standards to maintain the 
visual quality of the key locations. It is expected that aesthetic and landscaping guidelines will detail materials, lighting, 
signage, and vegetation standards contextually compatible with the study corridor. Aesthetic and landscaping guidelines will 
vary along the study corridor to incorporate the aesthetic and context of the neighbor stakeholders and surrounding 
resources. By inviting neighbor stakeholders in the development of the aesthetic and landscaping guidelines, MDOT SHA 
would ensure that the Preferred Alternative would be consistent with applicable laws, ordinances, regulations, policies, and 
standards. As a result, the contextual compatibility impact of the proposed action would be low. 

The Preferred Alternative does not include an elevated structure to implement the HOT managed lanes at Seven Locks Road. 
Between Persimmon Tree Road and Seven Locks Road, the Preferred Alternative includes four general purpose lanes and two 
high-occupancy toll managed lanes in each direction.  An acceleration lane will also be built along the outer loop for 
approximately 1000-feet east of Seven Locks Road.  No ramps are proposed in this area.  The proposed typical section serves 
to minimize the roadway footprint between the Carderock Springs Historic District and Gibson Grove Church along the outer 
loop and the Morningstar Tabernacle No. 88 Moses Hall & Cemetery along the inner loop.  The centerline of I-495 will be 
relocated such that it gradually shifts away from the Cemetery as it moves north from Persimmon Tree Road; at the Cemetery 
the proposed median barrier between inner loop and outer loop traffic will be approximately 25 feet further from the 
Cemetery than the existing median barrier.  Flyover ramps are no longer proposed in this area and thus will not create a visual 
impact.  A noise barrier in this area is anticipated to be located close to the existing right of way line.  Vegetation will need to 
be removed within the Limit of Disturbance to facilitate this construction.  
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This page is left intentionally blank. Since the DEIS, the Preferred Alternative eliminates of flyover ramps at MD 190/River Road by adjusting the location of the 
HOT lane direct access ramps between I-495 and MD 190. All HOT lanes direct access ramps within this interchange are now 
proposed to connect at a new intersection on the MD 190 bridge over I-495 without the use of flyover ramps.  

Between Seven Locks Road and MD 190/River Road, the general purpose lanes and managed lanes separate to allow space 
for highway ramps.  The existing Cabin John Parkway bridges will be replaced with new north-facing ramps to I-495 general 
purpose lanes, and I-495 managed lanes, and MD 190. New ramps connecting to Cabin John Parkway will be provided below 
existing I-495 grades, avoiding additional visual impacts to adjacent communities.  The existing loop ramps at the MD 190 
interchange will be replaced by diamond ramps.  This configuration typically allows ramps to be located further from adjacent 
houses than the SDEIS ramp configuration. 

Through the Section 106 review, MDOT SHA has completed extensive historical and archaeological research that thoroughly 
documents the Morningstar Tabernacle No. 88 Moses Hall Cemetery and its significant features, allowing the Preferred 
Alternative to avoid all known impacts.  MDOT SHA will continue to work with the community through the project's 
Programmatic Agreement on further studies and context-sensitive design of new facilities. 
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 CABIN JOHN CITIZENS ASSOCIATION – SUSAN SHIPP 

 

 
 

MDOT SHA acknowledges receipt of your DEIS Comment Letter sent on behalf of the Cabin John Citizens Association dated 
October 15, 2020 that was appended to this SDEIS Comment Letter.  Refer to Appendix T for a response to this DEIS Comment 
Letter. 
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Response to SDEIS Comment #1 
MDOT remains focused on supporting the State’s pandemic response and recovery, while delivering projects that support 
safety, mobility, and state of good repair for the critical infrastructure that composes the State’s transportation system.  With 
the new funding Maryland will receive from the Infrastructure Investment and Jobs Act (IIJA), MDOT is presented with new 
opportunities to advance projects across the entire State. As of January 2022, MDOT is awaiting federal rulemaking and a 
congressional appropriations authorization to access these new funds, which will provide approximately 20 percent more in 
federal highway dollars than the state currently has.  During this time, MDOT is reviewing each county's priorities and needs, 
the Statewide infrastructure needs, as well as the current State revenues to better understand what improvements will be 
able to advance with the additional federal funds.  

While this funding is a significant increase overall, it is only a 14% increase in the two traditional categories that a project 
like I-495 & I-270 Managed Lanes Study would be funded out of.  This amount of funding would not be adequate to fund a 
project of this magnitude over the five years of the IIJA bill.   

Updated traffic analysis for the design year of 2045 indicates that the Preferred Alternative will provide operational benefits 
compared to the full No Build Alternative in six key metrics (system-wide delay, corridor travel time and speed, density and 
level of service, travel time index, vehicle throughput, and local network delay).  Refer to FEIS, Appendix A. The Preferred 
Alternative would significantly increase throughput across the ALB and on the southern section of I-270 while reducing 
congestion. The net impact of the project will be an overall reduction in delay on the surrounding arterials, despite some 
localized increases in arterial traffic near the managed lane access interchanges. Specific areas, such as MD 190/Cabin John, 
were evaluated in more detail as part of the FEIS, and mitigation is proposed where needed to maintain acceptable operations 
per FHWA Interstate Access Point Approval guidelines. Refer to FEIS, Appendix B, for MDOT SHA's Application for Interstate 
Access Point Approval. 

The traffic results showing delay increases on River Road and Clara Barton Parkway were preliminary and were based on draft 
designs.  Now that the Preferred Alternative has been identified and the design has been updated, these results have been 
updated.  The results indicate that the net impact of the Preferred Alternative will be an overall reduction in delay on the 
surrounding arterials, including a 4.8 percent reduction in daily delay on the arterials in Montgomery County, despite some 
localized increases in arterial traffic near the managed lane access interchanges.  The portions of the local road network with 
an anticipated increase in volumes were evaluated in more detail as part of this FEIS, and mitigation was proposed where 
needed to maintain acceptable operations and safety per FHWA Interstate Access Point Approval guidelines. Refer to FEIS 
Appendix B. 
  

In consideration of the comments received, MDOT SHA commits to designing and constructing the ALB such that a future 
capital improvement project will have one or more feasible options to achieve the full design and implementation of a transit 
line across the ALB. These options will be enabled by designing the northbound and southbound structures to not preclude a 
possible future transit line including the addition of foundation and substructure elements.  
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See response to Comment #1 above.  
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See response to Comment #1 above.  

 

Response to SDEIS Comment #2 
It is anticipated that construction will last approximately five to six years. Details related to precisely when and where 
construction related activities will occur will be determined in final design, however, the project will likely require night work 
to occur when activities could not be completed safely during the day. Advanced notice of construction related activities 
would be provided and all reasonable efforts to minimize impacts to residential communities would be undertaken. Impacts 
associated with construction that will be further evaluated for the Selected Alternative in final design include traffic 
congestion associated with construction maintenance of traffic, utility disruptions, construction vibration, erosion and 
sediment and control, and construction related noise.  

The management of construction impacts is addressed in an agreement between MDOT SHA and the Developer.  Pursuant to 
that agreement, coordination with the neighboring communities will continue through final design and construction.   The 
agreement includes requirements to minimize impacts to surrounding communities and the traveling public, while completing 
construction as soon as possible. Work hours and duration of construction will be identified to minimize impacts to traffic in 
an effort to reduce construction related congestion and in consideration of noise and vibration impacts to adjacent 
communities. Construction methods and materials will comply with contract, state and federal regulation, and environmental 
permits and mitigation requirements. Careful attention will be taken to assure that material placement will occur when 
weather conforms to industry standards and regulation. In addition to required governmental inspections, the Developer is 
required by contract to provide independent environmental, quality, and safety oversight of its contractor’s performance. 
Refer to Final Phase 1 P3 Agreement, https://oplanesmd.com/p3-information/phase-1-agreement/. Once the Developer has 
selected a Design-Build Contractor(s), the schedule and duration for Phase 1 South construction will be made available to the 
public. 

Refer to Chapter 9, Section 3.4.I for a response to construction impacts. 

Refer to Chapter 9, Section 3.5 for a response to the P3 Program and Project Cost. 
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Response to SDEIS Comment #3 
In addition to the significant work to avoid all direct impact to the Morningstar Tabernacle No.88 Moses Hall and Cemetery 
property, the SDEIS and FEIS describe reduction of impacts to the other resources that you have noted. Significant avoidance 
and minimization efforts also focused around the American Legion Bridge and adjacent National Park Service (NPS) properties. 
MDOT SHA and FHWA met with the NPS on December 8, 2020, to discuss the limits of disturbance (LOD) in the vicinity of the 
ALB that was presented in the DEIS. MDOT SHA convened an ‘ALB Strike Team’ composed of national and local experts on 
bridge design, natural resources, and cultural resources who were charged with the following mission: 

To develop and evaluate alternatives for the replacement of the ALB to avoid impacts, to the greatest extent practicable, and 
reduce overall acreage impacts to the Chesapeake and Ohio Canal National Historic Park and George Washington Memorial 
Parkway units of the NPS. 

The ALB Strike Team considered bridge construction approaches to determine if any of them could limit the LOD further. The 
ALB Strike Team conducted detailed investigation on a top-down segmental construction approach; a top-down cable stayed 
approach; and a slide-in place bridge construction approach. In addition, after field analysis and review of additional 
information, MDOT SHA and the ALB Strike Team determined that access to the site at river level could be consolidated to 
the north side of the river along Clara Barton Parkway, eliminating the construction access from the other three quadrants 
around the bridge and significantly reducing impacts to NPS land. This would be achieved by constructing a temporary 
construction access road entrance off of the Clara Barton Parkway in the northwest quadrant and installing a temporary 
bridge over the Chesapeake and Ohio Canal and a temporary haul road paralleling the Chesapeake and Ohio Canal towpath. 
This effort resulted in a 7.8 acre reduction in impact to the George Washington Memorial Parkway and a 5.3 acre reduction 
at the Chesapeake & Ohio Canal National Historical Park.  Refer to SDEIS, Chapter 4, Section 4.12.4 for additional details on 
the ALB Strike Team’s efforts. 

Based on the current design and as presented in the FEIS, the Preferred Alternative would have an estimated permanent 
impact of 1.0 acres to the Chesapeake and Ohio Canal National Historical Park, and an estimated temporary impact of 9.1 
acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 1.1 acres to Clara Barton Parkway, and an estimated 
temporary impact of 0.7 acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 5.7 acres to Cabin John Regional Park, and an 
estimated temporary impact of 0.6 acres during construction.  

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 
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Response to SDEIS Comment #4 
Impacts to receiving waters, including Cabin John Creek, will be addressed through the Maryland permitting process, which 
this project will be required to follow. Maryland Stormwater Management Law is relatively strict with the goal of maintaining 
post development runoff as nearly as possible to pre-development runoff characteristics.  Water quantity is required to be 
managed onsite to match existing conditions for the 10-year storm.  Water quality is required to treat all new impervious area 
and 50% of reconstructed existing impervious area to match the runoff characteristics of woods in good condition. Refer to 
Chapter 9, Section 3.4.E for additional information on impact analysis and mitigation of water resources, including wetlands, 
waterways, and stormwater management. 

 

Response to SDEIS Comment #5 
The Visual Impact Assessment (VIA) was completed on the Preferred Alternative and documented in the FEIS in Chapter 5, 
Section 5.6 and FEIS, Appendix H and includes renderings in the area of concern around Seven Locks Road and Cabin John 
Stream Valley Park, Unit 2.  The VIA concluded that construction of the Preferred Alternative would not introduce new 
elements incompatible with the existing visual character or qualities along the study corridors or that experienced by 
neighbors. Vegetation removal will be mitigated based on state and local agency requirements and standards to maintain the 
visual quality of the key locations. It is expected that aesthetic and landscaping guidelines will detail materials, lighting, 
signage, and vegetation standards contextually compatible with the study corridor. Aesthetic and landscaping guidelines will 
vary along the study corridor to incorporate the aesthetic and context of the neighbor stakeholders and surrounding 
resources. By inviting neighbor stakeholders in the development of the aesthetic and landscaping guidelines, MDOT SHA 
would ensure that the Preferred Alternative would be consistent with applicable laws, ordinances, regulations, policies, and 
standards. As a result, the contextual compatibility impact of the proposed action would be low. 

The Preferred Alternative does not include an elevated structure to implement the HOT managed lanes at Seven Locks Road. 
Between Persimmon Tree Road and Seven Locks Road, the Preferred Alternative includes four general purpose lanes and two 
high-occupancy toll managed lanes in each direction.  An acceleration lane will also be built along the outer loop for 
approximately 1000-feet east of Seven Locks Road.  No ramps are proposed in this area.  The proposed typical section serves 
to minimize the roadway footprint between the Carderock Springs Historic District and Gibson Grove Church along the outer 
loop and the Morningstar Tabernacle No. 88 Moses Hall & Cemetery along the inner loop.  The centerline of I-495 will be 
relocated such that it gradually shifts away from the Cemetery as it moves north from Persimmon Tree Road; at the Cemetery 
the proposed median barrier between inner loop and outer loop traffic will be approximately 25 feet further from the 
Cemetery than the existing median barrier.  Flyover ramps are no longer proposed in this area and thus will not create a visual 
impact.  A noise barrier in this area is anticipated to be located close to the existing right of way line.  Vegetation will need to 
be removed within the Limit of Disturbance to facilitate this construction.  

Since the DEIS, the Preferred Alternative eliminates of flyover ramps at MD 190/River Road by adjusting the location of the 
HOT lane direct access ramps between I-495 and MD 190. All HOT lanes direct access ramps within this interchange are now 
proposed to connect at a new intersection on the MD 190 bridge over I-495 without the use of flyover ramps.  

Between Seven Locks Road and MD 190/River Road, the general purpose lanes and managed lanes separate to allow space 
for highway ramps.  The existing Cabin John Parkway bridges will be replaced with new north-facing ramps to I-495 general 
purpose lanes, and I-495 managed lanes, and MD 190. New ramps connecting to Cabin John Parkway will be provided below 
existing I-495 grades, avoiding additional visual impacts to adjacent communities.  The existing loop ramps at the MD 190 
interchange will be replaced by diamond ramps.  This configuration typically allows ramps to be located further from adjacent 
houses than the SDEIS ramp configuration. 
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Through the Section 106 review, MDOT SHA has completed extensive historical and archaeological research that thoroughly 
documents the Morningstar Tabernacle No. 88 Moses Hall Cemetery and its significant features, allowing the Preferred 
Alternative to avoid all known impacts.  MDOT SHA will continue to work with the community through the project's 
Programmatic Agreement on further studies and context-sensitive design of new facilities. 
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Response to SDEIS Comment #1 
As your Association and a number of residents in your community have  noted, the Lead Agencies agree that improvements 
to the American Legion Bridge are critical and are included in the Preferred Alternative. 

Updated traffic analysis for the design year of 2045 indicates that the Preferred Alternative will provide operational benefits 
compared to the full No Build Alternative in six key metrics (system-wide delay, corridor travel time and speed, density and 
level of service, travel time index, vehicle throughput, and local network delay).  Refer to FEIS, Appendix A. The Preferred 
Alternative would significantly increase throughput across the ALB and on the southern section of I-270 while reducing 
congestion. The net impact of the project will be an overall reduction in delay on the surrounding arterials, despite some 
localized increases in arterial traffic near the managed lane access interchanges. Specific areas, such as MD 190/Cabin John, 
were evaluated in more detail as part of the FEIS, and mitigation is proposed where needed to maintain acceptable operations 
per FHWA Interstate Access Point Approval guidelines. Refer to FEIS, Appendix B, for MDOT SHA's Application for Interstate 
Access Point Approval.  

The traffic results showing delay increases on River Road and Clara Barton Parkway were preliminary and were based on draft 
designs.  Now that the Preferred Alternative has been identified and the design has been updated, these results have been 
updated.  The results indicate that the net impact of the Preferred Alternative will be an overall reduction in delay on the 
surrounding arterials, including a 4.8 percent reduction in daily delay on the arterials in Montgomery County, despite some 
localized increases in arterial traffic near the managed lane access interchanges.  The portions of the local road network with 
an anticipated increase in volumes were evaluated in more detail as part of this FEIS, and mitigation was proposed where 
needed to maintain acceptable operations and safety per FHWA Interstate Access Point Approval guidelines. Refer to FEIS 
Appendix B. 

Refer to Chapter 9, Section 3.4.F for a response to adverse impacts to air quality. 

Refer to Chapter 9, Section 3.4.B for a response to traffic modeling and analysis. 

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 
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See Response to Comment #1 above. 
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Response to SDEIS Comment #2 
The information provided in the DEIS and SDEIS, and this FEIS and their relevant Appendices, include a description of the 
temporary and permanent property and resource by resource impacts associated with construction of the improvements; a 
detailed list of anticipated construction access and storage areas. As promised, the Visual Impact Assessment (VIA) was 
completed on the Preferred Alternative. See below for additional information on the VIA.  

 Advanced notice of construction related activities would be provided and all reasonable efforts to minimize impacts to 
residential communities would be undertaken. Impacts associated with construction that will be further evaluated for the 
Selected Alternative in final design include traffic congestion associated with construction maintenance of traffic, utility 
disruptions, construction vibration, erosion and sediment and control, and construction related noise.  

The management of construction impacts is addressed in an agreement between MDOT SHA and the Developer.  Pursuant to 
that agreement, coordination with the neighboring communities will continue through final design and construction.   The 
agreement includes requirements to minimize impacts to surrounding communities and the traveling public, while completing 
construction as soon as possible. Work hours and duration of construction will be identified to minimize impacts to traffic in 
an effort to reduce construction related congestion and in consideration of noise and vibration impacts to adjacent 
communities. Construction methods and materials will comply with contract, state and federal regulation, and environmental 
permits and mitigation requirements. Careful attention will be taken to assure that material placement will occur when 
weather conforms to industry standards and regulation. In addition to required governmental inspections, the Developer is 
required by contract to provide independent environmental, quality, and safety oversight of its contractor’s performance. 
Refer to Final Phase 1 P3 Agreement, https://oplanesmd.com/p3-information/phase-1-agreement/. Once the Developer has 
selected a Design-Build Contractor(s), the schedule and duration for Phase 1 South construction will be made available to the 
public. 

Also, to support community, environmental, and sustainability goals, the Developer is requiring the development of a 
Sustainability Plan for the project to achieve, at minimum, a Gold Award rating as recognized by the EnvisionTM Sustainable 
Infrastructure Rating System of the Institute for Sustainable Infrastructure (“ISI”) and target a Platinum Award in 
collaboration with the Section Developer. The Sustainability Plan will include actions related to the quality of life 
surrounding the infrastructure asset, stakeholder and community engagement, natural resource management, ecosystems 
and biodiversity health, climate resilience and carbon emissions. 

Refer to Chapter 9, Section 3.4.I for a response to construction impacts. 

Refer to Chapter 9, Section 3.5 for a response to the P3 Program and Project Cost. 

https://oplanesmd.com/p3-information/phase-1-agreement/
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Response to SDEIS Comment #3 
In addition to the significant work to avoid all direct impacts to the Morningstar Tabernacle No.88 Moses Hall and Cemetery 
property, the SDEIS and FEIS describe reduction of impacts to the other resources that you have noted. Significant avoidance 
and minimization efforts also focused around the American Legion Bridge and adjacent National Park Service (NPS) properties. 
MDOT SHA and FHWA met with the NPS on December 8, 2020, to discuss the limits of disturbance (LOD) in the vicinity of the 
ALB that was presented in the DEIS. MDOT SHA convened an ‘ALB Strike Team’ composed of national and local experts on 
bridge design, natural resources, and cultural resources who were charged with the following mission: 

To develop and evaluate alternatives for the replacement of the ALB to avoid impacts, to the greatest extent practicable, and 
reduce overall acreage impacts to the Chesapeake and Ohio Canal National Historic Park and George Washington Memorial 
Parkway units of the NPS. 

The ALB Strike Team considered bridge construction approaches to determine if any of them could limit the LOD further. The 
ALB Strike Team conducted detailed investigation on a top-down segmental construction approach; a top-down cable stayed 
approach; and a slide-in place bridge construction approach. In addition, after field analysis and review of additional 
information, MDOT SHA and the ALB Strike Team determined that access to the site at river level could be consolidated to 
the north side of the river along Clara Barton Parkway, eliminating the construction access from the other three quadrants 
around the bridge and significantly reducing impacts to NPS land. This would be achieved by constructing a temporary 
construction access road entrance off of the Clara Barton Parkway in the northwest quadrant and installing a temporary 
bridge over the Chesapeake and Ohio Canal and a temporary haul road paralleling the Chesapeake and Ohio Canal towpath. 
This effort resulted in a 7.8 acre reduction in impact to the George Washington Memorial Parkway and a 5.3 acre reduction 
at the Chesapeake & Ohio Canal National Historical Park.  Refer to SDEIS, Chapter 4, Section 4.12.4 for additional details on 
the ALB Strike Team’s efforts. 

Based on the current design and as presented in the FEIS, the Preferred Alternative would have an estimated permanent 
impact of 1.0 acres to the Chesapeake and Ohio Canal National Historical Park, and an estimated temporary impact of 9.1 
acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 1.1 acres to Clara Barton Parkway, and an estimated 
temporary impact of 0.7 acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 5.7 acres to Cabin John Regional Park, and an 
estimated temporary impact of 0.6 acres during construction.  

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 
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Response to SDEIS Comment #4 
Impacts to receiving waters, including Cabin John Creek, will be addressed through the Maryland permitting process, which 
this project will be required to follow.  Maryland Stormwater Management Law is relatively strict with the goal of maintaining 
post development runoff as nearly as possible to pre-development runoff characteristics.  Water quantity is required to be 
managed onsite to match existing conditions for the 10-year storm.  Water quality is required to treat all new impervious area 
and 50% of reconstructed existing impervious area to match the runoff characteristics of woods in good condition. Refer to 
FEIS Chapter 9, Section 3.4.E for additional information on impact analysis and mitigation of water resources, including 
wetlands, waterways, and stormwater management. 

 

Response to SDEIS Comment #5 
The Visual Impact Assessment (VIA) was completed on the Preferred Alternative and documented in the FEIS in Chapter 5, 
Section 5.6 and FEIS, Appendix H and includes renderings in the area of concern around Seven Locks Road and Cabin John 
Stream Valley Park, Unit 2.  The VIA concluded that construction of the Preferred Alternative would not introduce new 
elements incompatible with the existing visual character or qualities along the study corridors or that experienced by 
neighbors. Vegetation removal will be mitigated based on state and local agency requirements and standards to maintain the 
visual quality of the key locations. It is expected that aesthetic and landscaping guidelines will detail materials, lighting, 
signage, and vegetation standards contextually compatible with the study corridor. Aesthetic and landscaping guidelines will 
vary along the study corridor to incorporate the aesthetic and context of the neighbor stakeholders and surrounding 
resources. By inviting neighbor stakeholders in the development of the aesthetic and landscaping guidelines, MDOT SHA 
would ensure that the Preferred Alternative would be consistent with applicable laws, ordinances, regulations, policies, and 
standards. As a result, the contextual compatibility impact of the proposed action would be low. 

The Preferred Alternative does not include an elevated structure to implement the HOT managed lanes at Seven Locks Road. 
Between Persimmon Tree Road and Seven Locks Road, the Preferred Alternative includes four general purpose lanes and two 
high-occupancy toll managed lanes in each direction.  An acceleration lane will also be built along the outer loop for 
approximately 1000-feet east of Seven Locks Road.  No ramps are proposed in this area.  The proposed typical section serves 
to minimize the roadway footprint between the Carderock Springs Historic District and Gibson Grove Church along the outer 
loop and the Morningstar Tabernacle No. 88 Moses Hall & Cemetery along the inner loop.  The centerline of I-495 will be 
relocated such that it gradually shifts away from the Cemetery as it moves north from Persimmon Tree Road; at the Cemetery 
the proposed median barrier between inner loop and outer loop traffic will be approximately 25 feet further from the 
Cemetery than the existing median barrier.  Flyover ramps are no longer proposed in this area and thus will not create a visual 
impact.  A noise barrier in this area is anticipated to be located close to the existing right of way line.  Vegetation will need to 
be removed within the Limit of Disturbance to facilitate this construction.  

Since the DEIS, the Preferred Alternative eliminates of flyover ramps at MD 190/River Road by adjusting the location of the 
HOT lane direct access ramps between I-495 and MD 190. All HOT lanes direct access ramps within this interchange are now 
proposed to connect at a new intersection on the MD 190 bridge over I-495 without the use of flyover ramps.  

Between Seven Locks Road and MD 190/River Road, the general purpose lanes and managed lanes separate to allow space 
for highway ramps.  The existing Cabin John Parkway bridges will be replaced with new north-facing ramps to I-495 general 
purpose lanes, and I-495 managed lanes, and MD 190. New ramps connecting to Cabin John Parkway will be provided below 
existing I-495 grades, avoiding additional visual impacts to adjacent communities.  The existing loop ramps at the MD 190 
interchange will be replaced by diamond ramps.  This configuration typically allows ramps to be located further from adjacent 
houses than the SDEIS ramp configuration. 
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Through the Section 106 review, MDOT SHA has completed extensive historical and archaeological research that thoroughly 
documents the Morningstar Tabernacle No. 88 Moses Hall Cemetery and its significant features, allowing the Preferred 
Alternative to avoid all known impacts.  MDOT SHA will continue to work with the community through the project's 
Programmatic Agreement on further studies and context-sensitive design of new facilities. Refer to Chapter 9, Section 3.4.C 
for a response to analyses of parklands and historic resources. 
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Response to SDEIS Comment #1 
While the American Legion Bridge is proposed to be replaced, the width of the proposed replacement structure has been 
minimized to the extent practicable and one pier in the Potomac River has been eliminated to minimize disturbance associated 
with the structure.  The pier arrangement on either side of the main channel will remain approximately the same as the 
current pier arrangement, while the in-water pier nearest the Maryland shoreline will be shifted out of the river. During 
construction, the project will use trestles instead of causeways to support construction in the Potomac River and ensure flow 
velocities will be maintained below 3 feet per second at commonly observed discharges.   

During construction, it is anticipated that causeways, trestles and barges will be utilized to access the ALB corridor for 
demolition and construction. It is not anticipated that rocks will be placed across the Potomac due to it’s depth and that off 
the banks, the contractor will utilize steel trestles supported on temporary pilings that will be removed at the completion of 
construction as well as barges to obtain access. During the heavy construction operations, it is anticipated that water users 
will have temporary disembarkment and rentry requirements to detour around the construction. These are anticipated to be 
intermittent during construction. Permanent riprap for scour protection is anticipated to be placed around the pier footings 
but not across the entire channel between piers. 

Refer to Chapter 9, Section 3.4.I for a response to construction impacts. 

 

Response to SDEIS Comment #2 
Public comments supporting a direct connection of the shared use path from the ALB to the Chesapeake and Ohio Canal 
towpath were received by MDOT SHA, FHWA and NPS during the SDEIS public comment period.  To be responsive, a direct 
connection to the Chesapeake and Ohio Canal towpath has been incorporated into the preliminary design and is accounted 
for in the Preferred Alternative LOD and impact analyses. The three shared use path options connecting to MacArthur 
Boulevard presented in the SDEIS are no longer under consideration in this FEIS. The direct connection to the Chesapeake and 
Ohio Canal towpath results in fewer NPS property and natural resource impacts. MDOT SHA and the Developer will continue 
to coordinate with NPS to review the condition of the existing connection between the Chesapeake and Ohio Canal towpath 
and the MacArthur Boulevard sidepath outside of the Study Area. The alignment of the proposed shared use path connection 
to the Chesapeake and Ohio Canal towpath is shown in FEIS Appendix E. 

The Potomac River is a natural feature and not a district, site, structure, building, or object and not considered a historic 
property under Section 106 of NHPA.  While the river was not evaluated under Section 106, it was considered as a drainage 
basin, watershed and for surface  water quality in FEIS, Section 5.13. With regards to Section 106 Consultation, MDOT SHA 
has reached out directly to the CCA and request the organization to provide more specifics of their interest in historic 
properties. 

 
Response to SDEIS Comment #3 
The FEIS acknowledges in Section 5.13: The Preferred Alternative will affect the Potomac River in Montgomery County and its 
tributaries, which is designated as Scenic under the Maryland Scenic and Wild Rivers Program (MDNR, 2018a). Any aesthetic 
impacts to scenic streams would be mostly temporary, during construction activities. However, replacement of the American 
Legion Bridge could have a longer-term aesthetic effect on the Scenic designated rivers and will be designed to protect the 
scenic value of the resource. As noted in Section 5.13.2 of this document, MDNR will assist the MDOT SHA with coordination 
for Maryland Scenic Rivers. 
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Response to SDEIS Comment #4 
Refer to the response to Comment #1 above.  

Response to SDEIS Comment #5 
While the Potomac River has a recreational use, it is not a park as defined under Section 4(f) of the US Department of 
Transportation (USDOT) Act of 1966 as amended (49 USC. 303(c)). Construction of the new ALB should not prohibit the 
navigability of the main channel of the Potomac River and construction will be limited to the shorelines. 

MDOT SHA has coordinated extensively with the park administrators of the NPS parks impacted by the Preferred Alternative. 
Public comments supporting a direct connection of the shared use path from the ALB to the Chesapeake and Ohio Canal 
towpath were received by MDOT SHA, FHWA and NPS during the SDEIS public comment period.  To be responsive, a direct 
connection to the Chesapeake and Ohio Canal towpath has been incorporated into the preliminary design and is accounted 
for in the Preferred Alternative LOD and impact analyses. The three shared use path options connecting to MacArthur 
Boulevard presented in the SDEIS are no longer under consideration in this FEIS. The direct connection to the Chesapeake and 
Ohio Canal towpath results in fewer NPS property and natural resource impacts. MDOT SHA and the Developer will continue 
to coordinate with NPS to review the condition of the existing connection between the Chesapeake and Ohio Canal towpath 
and the MacArthur Boulevard sidepath outside of the Study Area. The alignment of the proposed shared use path connection 
to the Chesapeake and Ohio Canal towpath is shown in FEIS Appendix E. 

Response to SDEIS Comment #6 
Visual impacts from the River are accounted for in the VIA. Refer to response to #3 above.   

Response to SDEIS Comment #7 
As described in the FEIS, the Preferred Alternative in Virginia and Maryland falls within the Potomac River drainage basin. 
More specifically, the Preferred Alternative crosses the Middle Potomac-Catoctin (USGS HUC8 02070008) and Middle 
Potomac-Anacostia-Occaquan (USGS HUC8 02070010) watersheds. The USGS HUC8 watersheds are divided into smaller 
subwatersheds determined by USGS, Maryland, and Virginia. Within Virginia, the USGS HUC12 Nichols Run – Potomac River 
subwatershed includes two streams that cross the Preferred Alternative, Scotts Run and Dead Run. Within Maryland, MDNR 
12-digit watersheds are third order stream drainage watersheds determined by USGS contours in a joint state and Federal 
effort. MDNR 12-digit watersheds with streams that cross the Preferred Alternative include Potomac River/Rock Run, 
(021402020845), Cabin John Creek (021402070841), Watts Branch (021402020846), and Muddy Branch (021402020848). 
Note that while the Preferred Alternative LOD crosses the Rock Creek watershed (021402060836), the stream of Rock Creek 
is not within the Preferred Alternative LOD and is not impacted by the build improvements included in the Preferred 
Alternative. Refer to FEIS, Chapter 5. Section 5.13 and FEIS, Appendix M for additional details. 
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Response to SDEIS Comment #8 
Refer to the response to Comment #1 above.  
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CARDEROCK SPRINGS CITIZENS ASSOCIATION – JACK ORRICK (ORAL TESTIMONY) 

 

Response to SDEIS Comment #1 
The Visual Impact Assessment (VIA) was completed on the Preferred Alternative and documented in the FEIS in Chapter 5, 
Section 5.6 and FEIS, Appendix H and includes renderings in the area of concern around Seven Locks Road and Cabin John 
Stream Valley Park, Unit 2.  The VIA concluded that construction of the Preferred Alternative would not introduce new 
elements incompatible with the existing visual character or qualities along the study corridors or that experienced by 
neighbors. Vegetation removal will be mitigated based on state and local agency requirements and standards to maintain the 
visual quality of the key locations. It is expected that aesthetic and landscaping guidelines will detail materials, lighting, 
signage, and vegetation standards contextually compatible with the study corridor. Aesthetic and landscaping guidelines will 
vary along the study corridor to incorporate the aesthetic and context of the neighbor stakeholders and surrounding 
resources. By inviting neighbor stakeholders in the development of the aesthetic and landscaping guidelines, MDOT SHA 
would ensure that the Preferred Alternative would be consistent with applicable laws, ordinances, regulations, policies, and 
standards. As a result, the contextual compatibility impact of the proposed action would be low. 

As noted in the response to Comment #2 below the Preferred Alternative does not include an elevated structure to implement 
the HOT managed lanes at Seven Locks Road. 

 

Response to SDEIS Comment #2 
The Preferred Alternative does not include an elevated structure to implement the HOT managed lanes.  Between Persimmon 
Tree Road and Seven Locks Road, the Preferred Alternative includes four general purpose lanes and two high-occupancy toll 
managed lanes in each direction.  An acceleration lane will also be built along the outer loop for approximately 1000-feet east 
of Seven Locks Road.  No ramps are proposed in this area.  The proposed typical section serves to minimize the roadway 
footprint between the Carderock Springs Historic District and Gibson Grove Church along the outer loop and the Morningstar 
Tabernacle No. 88 Moses Hall & Cemetery along the inner loop.  The centerline of I-495 will be relocated such that it gradually 
shifts away from the Cemetery as it moves north from Persimmon Tree Road; at the Cemetery the proposed median barrier 
between inner loop and outer loop traffic will be approximately 25 feet further from the Cemetery than the existing median 
barrier.  Flyover ramps are no longer proposed in this area and thus will not create a visual impact.  A noise barrier in this area 
is anticipated to be located close to the existing right of way line.  Vegetation will need to be removed within the Limit of 
Disturbance to facilitate this construction.  
 

Since the DEIS, the Preferred Alternative eliminates of flyover ramps at MD 190/River Road by adjusting the location of the 
HOT lane direct access ramps between I-495 and MD 190. All HOT lanes direct access ramps within this interchange are now 
proposed to connect at a new intersection on the MD 190 bridge over I-495 without the use of flyover ramps.  

Between Seven Locks Road and MD 190/River Road, the general purpose lanes and managed lanes separate to allow space 
for highway ramps.  The existing Cabin John Parkway bridges will be replaced with new north-facing ramps to I-495 general 
purpose lanes, and I-495 managed lanes, and MD 190. New ramps connecting to Cabin John Parkway will be provided below 
existing I-495 grades, avoiding additional visual impacts to adjacent communities.  The existing loop ramps at the MD 190 
interchange will be replaced by diamond ramps.  This configuration typically allows ramps to be located further from adjacent 
houses than the SDEIS ramp configuration. 
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Response to SDEIS Comment #1 
The Visual Impact Assessment (VIA) was completed on the Preferred Alternative and documented views of the proposed 
improvements in the FEIS in Chapter 5, Section 5.6 and FEIS, Appendix H. The total VIA scoping questionnaire score for the 
Study is 20 so based on this score a Standard VIA was prepared, which what is typically be used for EA or EIS projects that are 
anticipated as having substantial adverse or beneficial visual impacts. In the Standard VIA document, report the findings of 
the establishment, inventory, analysis, and mitigation phases of the VIA process.    

The VIA specifically includes renderings in the area of concern around Seven Locks Road and Cabin John Stream Valley Park, 
Unit 2.  The VIA concluded that construction of the Preferred Alternative would not introduce new elements incompatible 
with the existing visual character or qualities along the study corridors or that experienced by neighbors. Vegetation removal 
will be experienced and will be mitigated based on state and local agency requirements and standards to maintain the visual 
quality of the key locations. It is expected that aesthetic and landscaping guidelines will detail materials, lighting, signage, and 
vegetation standards contextually compatible with the study corridor. Aesthetic and landscaping guidelines will vary along 
the study corridor to incorporate the aesthetic and context of the neighbor stakeholders and surrounding resources. By 
inviting neighbor stakeholders in the development of the aesthetic and landscaping guidelines, MDOT SHA would ensure that 
the Preferred Alternative would be consistent with applicable laws, ordinances, regulations, policies, and standards. As a 
result, the contextual compatibility impact of the proposed action would be low. 

As noted in the response to Comment #2 below the Preferred Alternative does not include an flyovers or elevated structures 
to implement the HOT managed lanes at Seven Locks Road or at MD 190. 

 

 



   FINAL ENVIRONMENTAL IMPACT STATEMENT 
 

 APPENDIX T – SDEIS COMMENTS - COMMUNITY ORGANIZATIONS CO-574 

 

 

 

 

 

#1  

Cont. 

 

 

See response to Comment #1 above. 
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Response to SDEIS Comment #2 
The Preferred Alternative does not include an elevated structure to implement the HOT managed lanes.  Between Persimmon 
Tree Road and Seven Locks Road, the Preferred Alternative includes four general purpose lanes and two high-occupancy toll 
managed lanes in each direction.  An acceleration lane will also be built along the outer loop for approximately 1000-feet east 
of Seven Locks Road.  No ramps are proposed in this area.  The proposed typical section serves to minimize the roadway 
footprint between the Carderock Springs Historic District and Gibson Grove Church along the outer loop and the Morningstar 
Tabernacle No. 88 Moses Hall & Cemetery along the inner loop.  The centerline of I-495 will be relocated such that it gradually 
shifts away from the Cemetery as it moves north from Persimmon Tree Road; at the Cemetery the proposed median barrier 
between inner loop and outer loop traffic will be approximately 25 feet further from the Cemetery than the existing median 
barrier.  Flyover ramps are no longer proposed in this area and thus will not create a visual impact.  A noise barrier in this area 
is anticipated to be located close to the existing right of way line.  Vegetation will need to be removed within the Limit of 
Disturbance to facilitate this construction.  

Since the DEIS, the Preferred Alternative eliminates of flyover ramps at MD 190/River Road by adjusting the location of the 
HOT lane direct access ramps between I-495 and MD 190. All HOT lanes direct access ramps within this interchange are now 
proposed to connect at a new intersection on the MD 190 bridge over I-495 without the use of flyover ramps.  

Between Seven Locks Road and MD 190/River Road, the general purpose lanes and managed lanes separate to allow space 
for highway ramps.  The existing Cabin John Parkway bridges will be replaced with new north-facing ramps to I-495 general 
purpose lanes, and I-495 managed lanes, and MD 190. New ramps connecting to Cabin John Parkway will be provided below 
existing I-495 grades, avoiding additional visual impacts to adjacent communities.  The existing loop ramps at the MD 190 
interchange will be replaced by diamond ramps.  This configuration typically allows ramps to be located further from adjacent 
houses than the SDEIS ramp configuration. 
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Response to SDEIS Comment #3  
 

1. Combination of NSAs for barrier analysis 

It is common practice to analyze barrier systems to benefit multiple NSAs.  Barrier systems often protect a variety of land 
uses with different noise environments.  Although the barrier system is evaluated for feasibility and reasonableness 
criteria as a whole, the top of barrier elevation and heights of each panel are optimized to benefit the noise levels at each 
specific receptor location, following the MDOT SHA barrier design goals (outlined in the MDOT SHA Highway Noise 
Abatement Planning and Engineering Guidelines).  Because of the varied topography of the Carderock Springs Community, 
the preliminary location of the noise barrier in some areas is at the top of the slope to reduce the highway noise levels 
efficiently and effectively.  In these cases, taking advantage of the higher existing ground allows the noise barrier to 
achieve a top of barrier elevation to effectively reduce the noise levels and meet design goals with less panel height than 
a noise barrier alignment at lower ground elevation.   

Table 4-7 of the Noise Analysis Technical Report (FEIS Appendix L) shows the predicted noise barrier reduction for each 
receptor analyzed (receptor locations are shown on pages 3 and 4 of the noise mapping).  As shown in Table 4-7, the three 
first row receptors in NSA 1-3 have high predicted sound levels ranging from 75 to 81 dB(A), but have predicted noise 
reductions ranging from 11 to 18 dB(A), which exceeds the MDOT SHA goal of 7 to 10 dB(A).  As comparison, the five first 
row receptors in NSA 2-01 have lower predicted sound levels ranging from 66 to 70 dB(A), but the predicted reductions 
are also lower, ranging from 6 to 10 dB(A).   

Because this project is in the NEPA phase, detailed engineering plans, including soil borings and field surveyed topography, 
are not yet available.  This level of detail is obtained during the final design phase of a project.  The design, appearance 
and final alignment of the sound barriers will also be finalized during final design.  The project must receive NEPA approval 
before final design is initiated, per 23 CFR 771.113(a).   
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Response to SDEIS Comment #3, continued 

2. Cost Effectiveness Determination 

The cost effectiveness criteria were applied uniformly and consistently throughout the project area.  Barrier dimensions 
are dependent on the topography of the area as well as the density and location of noise sensitive receptors.  A multi-
family dwelling, such as a condominium complex, has a high density of discrete noise sensitive residences in a small 
geographic area.  A community of single family homes may have the same number of residences, but they are spread out 
over a larger area and may have varied topography.  Residences in the same community may have very different noise 
environments, depending on the location.  For this reason, the approach to designing noise abatement may vary within a 
project area; however, the feasibility and reasonableness criteria used to evaluate the noise abatement is consistent.  NSA 
1-38 was added to the study area for the SDEIS.  In response to comments received on the SDEIS, MDOT SHA re-evaluated 
Burning Tree Country Club and is proposing a barrier system (identified in the FEIS as Barrier 495 MD-6/6A/7) that protects 
NSAs 1-38, 4-01 and 2-02.   

The square foot per residence (sfpr) value is used only in determining whether the barrier meets the cost effectiveness 
criterion and is reasonable to construct; it is influenced by the density of residences as much as by the size of the barrier.  
The noise barrier design will be further refined during the final design process as the barrier panel heights are optimized, 
resulting in potential changes to the sfpr value.  Having a sfpr value below the threshold allows the design-builder the 
flexibility to increase panel heights if necessary (for example, by locating the barrier closer to the roadway rather than 
upslope to avoid tree impacts).  If the sfpr is very close to the threshold, there is not much flexibility allowed for shifting 
the alignment to avoid other resources.  Also note that the sfpr is not calculated for replacement sound barriers because 
MDOT SHA has committed to replacing all impacted sound barriers regardless of whether they are cost effective.   
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Response to SDEIS Comment #3, continued 

3. Equivalent Residence Determination 

The Equivalent Residence (ER) value of 0.99 for Carderock Springs Elementary School was determined in accordance with 
the MDOT SHA Highway Noise Abatement Planning and Engineering Guidelines – Appendix D Equivalent Residences for 
Outdoor Noise Sensitive Uses.  Per Appendix D, the ER was determined by multiplying the Linear Frontage ER by the 
relevant use-time percentage (UTP).   The Linear Frontage ER is based upon the linear frontage of the use area along the 
subject roadway, approximately 500 feet for Carderock Springs Elementary School, using the metric of one equivalent 
residence for every 125 linear feet of frontage resulting in a Linear Frontage ER of four. The UTP equation calculates the 
use-time percentage based on the number of months-per-year, days-per-week, and/or hours-per-day the use operates.  
The outdoor fields were estimated to be used 5 days out of the 7 days in a week, for 10 hours out of the 24 hours in a 
day, and for 10 months out of the 12 months in the year, which yields a use-time percentage of 0.248. The Linear Frontage 
ER of four multiplied by the UTP of 0.248 equals 0.99 ER. 

The 0.99 ER for Carderock Springs Elementary School was only used for evaluating the cost effectiveness reasonableness 
criterion, which was met for Barrier System 495 MD-3.  As shown in Table 4-8, Barrier System 495 MD-3 is predicted to 
provide a 2045 Barrier noise reduction of 15 dB(A) at receptor M1-3-1, which represents outdoor noise sensitive uses at 
Carderock Springs Elementary School.  This predicted noise reduction of 15 dB(A) exceeds the design goal of 7-10 dB(A).  
As noted in the comment, an individual noise barrier to benefit Carderock Springs Elementary School is not likely to meet 
the feasibility and reasonableness criteria.  However, as shown in the Noise Analysis Technical Report Addendum (SDEIS 
Appendix E), Barrier System 495 MD-3 meets all of the feasibility and reasonableness criteria and is predicted to provide 
noise reduction exceeding the design goals at Carderock Springs Elementary School. 
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Response to SDEIS Comment #4 
The Preferred Alternative would result in 0.2 acres of impacts at Carderock Springs Elementary School.  The impacted property 
is adjacent to I-495 and Persimmon Tree Road and would not affect any facilities at the school.  The impacts are needed for 
construction of the roadway improvements on I-495, reconstruction of the bridge over Persimmon Tree Road and 
construction of the noise barrier.  

MDOT SHA employed a conservative approach to defining the LOD for all the DEIS Build Alternatives and Preferred Alternative. 
The LOD represent the proposed boundary within which all construction, mainline widening, managed lane access, 
intersection improvements, construction access, staging, materials storage, grading, clearing, erosion and sediment control, 
landscaping, drainage, stormwater management, noise barrier replacement/construction, stream stabilization, and related 
activities to the proposed roadway and interchange improvements. Property impacts associated with the LOD were broken 
into permanent (long-term) and temporary (short-term) areas. This conservative approach to defining the LOD fairly captured 
the full scope of potential impacts.  Moreover, the methodology used to assess impacts to a number of key resources 
appropriately considered a broader geographic area than the LOD immediately surrounding the anticipated construction and 
related activity boundaries.  When the project advances to final design, it is anticipated that the design will closely adhere to 
the LOD defined in the FEIS, as the LOD was established to include a reasonable area to construct the Preferred Alternative.  
For complete graphic descriptions of the Preferred Alternative LOD across the entire span of study limits, Refer to the FEIS, 
Appendix E- Environmental Resource Mapping.  The Preferred Alternative limits of disturbance results in sliver impacts to 
properties along I-495 on Thornley Court within the Carderock Springs community. Sliver impacts are proposed for elements 
such as roadside grading, retaining wall and bridge construction, on-site drainage and stormwater management, and noise 
barrier replacement/construction. These partial property acquisitions are considered ones that do not cause a residential 
relocation and have been assumed where a principle building of a residence is located more than 20 feet from the Preferred 
Alternative limits of disturbance. 

Project activities within the Carderock Springs Historic District are unchanged since the publication of the DEIS, but design 
advancement and further analysis of the limits of disturbance have resulted in a finding of no adverse effect for the property. 
The Preferred Alternative would result in impacts of less than 0.1 acre of the historic district, including permanent and 
temporary impacts. MDOT SHA has identified impacts, measuring 3.2 square feet, to the rear yard of 7610 Hamilton Spring 
Road, not 7608 Hamilton Spring Road. Additionally, 7608 Hamilton Spring Road does not contribute to the Carderock Springs 
Historic District because it is outside the period of significance. MDOT SHA completed a separate determination of NRHP 
eligibility for 7608 Hamilton Spring Road (Greenfield House, M:29-59-1) and found 7608 Hamilton Spring Road not eligible for 
the NRHP. 

These actions will not disturb the original topography and natural vegetation within the district itself, and the proposed noise 
wall will further screen the district from visual and audible effects already present along I-495. No diminishment of location, 
design, materials, association, and workmanship will occur, and setting and feeling will remain consistent with the existing 
highway facility. The Maryland Historical Trust (the Maryland SHPO) concurred with the no adverse effect determination in 
October 2021. 



   FINAL ENVIRONMENTAL IMPACT STATEMENT 
 

 APPENDIX T – SDEIS COMMENTS - COMMUNITY ORGANIZATIONS CO-580 

 

 

 

 

 

 

 

 

 

#1 

 

 

 

 

 

 

#2 

 

 

 

#3 

 

 

#4 

 

 

#5 

 

 

#6 

 

 

CITIZENS AGAINST BELTWAY EXPANSION (CABE)—SHOSHANNA ALLAIRE 

 

Response to SDEIS Comment #1 
Refer to Chapter 9, Section 3.4.B for a response to traffic modeling and analysis. 

 

Response to SDEIS Comment #2 
Refer to Chapter 9, Section 3.5 for a response to the P3 Program or Board of Public Works and Project Costs. 

 

Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.4.M for a response to impacts to utilities and associated cost of repairs. 

 

Response to SDEIS Comment #4 
Refer to Chapter 9, Section 3.4.E for a response to impact analysis and mitigation of water resources, including wetlands, 
waterways, and stormwater management. 

 

Response to SDEIS Comment #5 
Refer to Chapter 9, Section 3.4.F for a response to adverse impacts to air quality. 

 

Response to SDEIS Comment #6 
Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 
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Response to SDEIS Comment #7 
Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 

Response to SDEIS Comment #8 
Based on the current historic boundary, the Preferred Alternative will avoid direct impacts to the Morningstar Tabernacle 
No. 88 Moses Hall and Cemetery. Additionally, no atmospheric, audible, or visual  effects to the property have been identified 
from the Preferred Alternative.  No diminishment of location, design, setting, materials, workmanship, feeling or association 
has been found in these areas. The project will be governed by a programmatic agreement, including a treatment 
plan that specifies the methods, limits and consultation procedures for further investigation of areas with the potential 
for additional burials outside of the current historic boundary, no specific determination of effects to the 
Morningstar Tabernacle No. 88 Moses Hall and Cemetery will be made at this time, and will be made following completion 
of the additional investigations specified in the programmatic agreement and treatment plan (Refer to FEIS, Appendix J).   

Response to SDEIS Comment #9 
Refer to Chapter 9, Section 3.1 for a response on Purpose and Need, effects of the Pandemic, and impacts of 
teleworking/remote working. 

Refer to Chapter 9, Section 3.2.A for a response on Screening of Preliminary Alternatives Process. 
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CITIZENS AGAINST BELTWAY EXPANSION (CABE) – BARBARA COUFAL (ORAL TESTIMONY) Response to SDEIS Comment #1 
The Study did consider transit and teleworking options.  Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not 
Retained for Detailed Study. Refer to Chapter 9, Section 3.1 for a response on Purpose and Need and teleworking. 

Response to SDEIS Comment #2 
Based on our biennial bridge inspection findings and experience on similar heavily-traveled steel superstructure bridges, 
MDOT SHA estimates that the current lifespan of the superstructure and substructure of the existing ALB are 10-15 years 
before they would deteriorate to poor condition needing replacement.    

This assumes that additional repairs and preservation activities are not undertaken during that time. Even with repairs and 
preservation activities, such as a deck replacement, cleaning, painting, and steel repairs to the superstructure, and concrete 
repairs to the substructure units, this 59-year-old bridge would require considerable capital investment to maintain it in a 
state of good repair. In determining the need to replace a structure, we consider the cost to maintain and rehabilitate all 
three elements (deck, superstructure and substructure), the functional needs of the bridge, and the disruption to traffic during 
construction.   

Refer to Chapter 9, Section 3.5 for a response to the P3 Program or Board of Public Works and Project Costs. 
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CITIZENS AGAINST BELTWAY EXPANSION (CABE) – BARBARA COUFAL Response to SDEIS Comment #1 
Other alternatives were considered; refer to Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for 
Detailed Study. 

A TSM/TDM alternative was considered as part of the Study and included additional system and demand management 
measures applicable to I-495 and I-270, in addition to the ICM project. Benefits of these types of solutions optimize the existing 
system, but do not support long-term traffic growth. In order to assess the performance of the TSM/TDM alternative, MDOT 
SHA analyzed traffic modeling from the I-270 ICM project in the context of the modeling performed on the No Build Alternative 
for this Study.  Relatively minor short-term benefits from these measures were forecast for portions of I-270 and I-495, 
however, those benefits would not be sustained for the long-term.  Refer to DEIS, Appendix B.  Even though this alternative 
would not satisfy the Purpose and Need as a standalone strategy, many TSM/TDM elements are included in the Preferred 
Alternative, including: 

• Adaptive ramp metering along I-270 that is being installed as part of the I-270 ICM project.

• Needed changes at interchange ramp terminals and intersecting roadways to optimize lane configurations and traffic
signal timing to provide adequate traffic flow along the crossroads.

• Enhancements to acceleration and deceleration lanes which can improve traffic operations along the mainline in
locations where current design does not meet design guidelines.

Finally, the congestion pricing model to be employed as part of the proposed managed lanes is itself an effective travel 
demand management solution.   

Refer to Chapter 9, Section 3.1 for a response on Purpose and Need and teleworking. 
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Response to SDEIS Comment #2 
Refer to Chapter 9, Section 3.5 for a response to the P3 Program and Project Cost. 

Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 

Response to SDEIS Comment #4 
Updated traffic analysis for the design year of 2045 indicates that the Preferred Alternative will provide operational benefits 
compared to the full No Build Alternative in six key metrics (system-wide delay, corridor travel time and speed, density and 
level of service, travel time index, vehicle throughput, and local network delay).  Refer to FEIS, Appendix A. The Preferred 
Alternative would significantly increase throughput across the ALB and on the southern section of I-270 while reducing 
congestion. 
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Response to SDEIS Comment #5 
Based on our biennial bridge inspection findings and experience on similar heavily-traveled steel superstructure bridges, 
MDOT SHA estimates that the current lifespan of the superstructure and substructure of the existing ALB are 10-15 years 
before they would deteriorate to poor condition needing replacement.    

This assumes that additional repairs and preservation activities are not undertaken during that time. Even with repairs and 
preservation activities, such as a deck replacement, cleaning, painting, and steel repairs to the superstructure, and concrete 
repairs to the substructure units, this 59-year-old bridge would require considerable capital investment to maintain it in a 
state of good repair. In determining the need to replace a structure, we consider the cost to maintain and rehabilitate all 
three elements (deck, superstructure and substructure), the functional needs of the bridge, and the disruption to traffic during 
construction.   
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 COALITION FOR SMARTER GROWTH – JANE LYONS 
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Response to SDEIS Comment #1 
The I-495 & I-270 Managed Lanes Study fulfills the requirement to review potential impacts and allowed the agency decision-
makers and the public to understand the various advantages and disadvantages of a range of reasonable alternatives.  As 
required by the CEQ NEPA regulations, the DEIS and SDEIS summarize the reasonably foreseeable social, cultural, and natural 
environmental effects of the alternatives retained for detailed study to a comparable level of detail.  This analysis directly 
contributed to MDOT SHA’s evaluation of these alternatives and to recommendations for a full suite of potential measures to 
avoid and minimize impacts, as well as comprehensive mitigation proposals where impacts could not be avoided.  

 

Response to SDEIS Comment #2 
MDOT SHA acknowledges receipt of the Coalition for Smarter Growth’s DEIS Comment Letter dated October 16, 2020.  Refer 
to Appendix T, for a response to this DEIS Comment Letter. 

 

Refer to Chapter 9, Section 3.2.A for a response on Screening of Preliminary Alternatives Process. 
Refer to Chapter 9, Section 3.3.A for a response to Analysis of Alternatives Retained for Detailed Study. 
Refer to Chapter 9, Section 3.4 for a response on the NEPA approach, analysis and impacts.   
Refer to Chapter 9, Section 3.5 for a response to the P3 Program or Board of Public Works and Project Costs. 
 

Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.1 for a response on Purpose and Need. 

Updated traffic analysis for the design year of 2045 indicates that the Preferred Alternative will provide operational benefits 
compared to the full No Build Alternative in six key metrics (system-wide delay, corridor travel time and speed, density and 
level of service, travel time index, vehicle throughput, and local network delay).  Refer to FEIS, Appendix A. The Preferred 
Alternative would significantly increase throughput across the ALB and on the southern section of I-270 while reducing 
congestion. 
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See response to #3 above 

Response to SDEIS Comment #4 
Refer to Chapter 9, Section 3.4.B for a response to traffic modeling and analysis. 
 
Response to SDEIS Comment #5 
The Study’s Purpose and Need allowed for a robust analysis of a full range of alternatives that included evaluation of non-
tolled, general purpose lanes, tolled managed lanes, transit only, and a combination of highway and transit improvements. 
Initially a range of 15 preliminary alternatives were identified and analyzed based on previous studies and planning 
documents, input from the public and federal, state and local agencies during the scoping process. Additional alternatives 
were identified and analyzed in direct response to public and agency comments for a total of eighteen different alternatives.   

Non-highway alternatives were considered during the alternatives screening process. These included heavy rail and light rail 
parallel to the existing alignments (the Purple Line Light Rail was already proceeding), fixed guideway or Bus Rapid Transit 
along a new alignment parallel to the existing highway alignments and dedicated managed bus lanes on I-495 and I-270.  See 
DEIS Appendix B at pgs. 19-27.  As with all the alternatives under the Preliminary Range of Alternatives, these non-highway 
options were evaluated using the various project needs, a review of available data, similar proposals that had been made over 
time, as well as a qualitative traffic assessment of each alternative’s potential to reduce congestion on I-495 and I-270.  For 
all the major areas of concern, the standalone transit options failed to address the Study’s Purpose and Need and had major 
engineering and operational challenges associated with them. Based upon the analysis conducted and presented and input 
from agencies and public, FHWA and MDOT determined they would not adequately address long-term traffic growth, address 
trip reliability, roadway choices, and none of them accommodated homeland security and freight movement needs.  For these 
reasons, those preliminary standalone transit alternatives were dropped from further consideration.  

Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity.  

Refer to Chapter 9, Section 9.3.2 and 9.3.3 for a response regarding Alternative Screening and Alternatives Retained for 
Detailed Study 

Response to SDEIS Comment #6 
Public comments supporting a direct connection of the shared use path from the ALB to the Chesapeake and Ohio Canal 
towpath were received by MDOT SHA, FHWA and NPS during the SDEIS public comment period.  To be responsive, a direct 
connection to the Chesapeake and Ohio Canal towpath has been incorporated into the preliminary design and is accounted 
for in the Preferred Alternative LOD and impact analyses. The three shared use path options connecting to MacArthur 
Boulevard presented in the SDEIS are no longer under consideration in this FEIS. The direct connection to the Chesapeake and 
Ohio Canal towpath results in fewer NPS property and natural resource impacts. MDOT SHA and the Developer will continue 
to coordinate with NPS to review the condition of the existing connection between the Chesapeake and Ohio Canal towpath 
and the MacArthur Boulevard sidepath outside of the Study Area. The alignment of the proposed shared use path connection 
to the Chesapeake and Ohio Canal towpath is shown in FEIS Appendix E. 
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See responses to Comment #6 above.  
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DONTWIDEN270.ORG – JANET GALLANT (ORAL TESTIMONY) 

 

Response to SDEIS Comment #1 

Refer to Chapter 9, Section 3.5 for a response to the P3 Program or Board of Public Works and Project Costs. 
 

Refer to Chapter 9, Section 3.4.G for a response to climate change considerations. 

 

Response to SDEIS Comment #2 
As stated in the SDEIS and FEIS, direct and indirect connections from the proposed HOT managed lanes to existing transit 
stations and planned Transit Oriented Development as shown in Figure 3 3 at the Shady Grove Metro (I-370), Twinbrook 
Metro (Wootton Parkway), and Westfield Montgomery Mall Transit Center (Westlake Terrace).  The improved access to 
Twinbrook Metro Station is an example of an indirect connection.  Improved access via the managed lanes at Wooten Parkway 
would provide a driver a new way to access the station via Wooten Parkway.  

Refer to Chapter 9, Section 3.4.B for a response to traffic modeling and analysis. 

Refer to Chapter 9, Section 3.4 for a response on the NEPA approach, analysis and impacts.   

Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 

Refer to Chapter 9, Section 3.4.F for a response to adverse impacts to air quality. 
 

Refer to Chapter 9, Section 3.4.E for a response to impact analysis and mitigation of water resources, including wetlands, 
waterways, and stormwater management. 
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Response to SDEIS Comment #1 
NEPA’s CEQ regulations require every environmental impact statement to include a No Build Alternative for detailed assessment.  
The No Build Alternative serves as a baseline alternative for comparison to all proposed action alternatives.  For the Study, the No 
Build Alternative does not include any improvements to I-495 and I-270 but does reflect all other multi-modal transportation 
initiatives and projects included in the regional Constrained Long Range Plan, “Visualize2045”, adopted by the Metropolitan 
Washington Council of Governments in October 2018.  Refer to DEIS, Chapter 2, Section 2.3.  Based on a comprehensive review of 
regional demographics and traffic data, the No Build Alternative would not address any of the significant operational issues under 
existing conditions and fails to accommodate any of the congestion relief metrics established for evaluating all Build Alternatives.  
Refer to DEIS, Chapter 3 and DEIS Appendix C. For a discussion of the basis for the Purpose and Need refer to Section 9.3.1 and for 
the Selection of the Preferred Alternative refer to Section 9.3.3.C. 

Response to SDEIS Comment #2 
MDOT SHA acknowledges receipt of the DEIS Comment Letter from Sally Stoltz on behalf of the Dontwiden270.org dated October 
16, 2020. Refer to Appendix T for a response to this DEIS Comment Letter. 

Response to SDEIS Comment #3 
MDOT SHA has been monitoring traffic conditions throughout the pandemic. Permanent count stations on the Capital Beltway (I-
95 and I-495) and I-270 provide data that can and was used to compare counts. This information is provided FEIS. As an example, 
data from October 31 to November 13, 2021 was compared to November 3 to November 16, 2019, excluding the Veterans Day 
holiday. At the permanent count stations along the Capital Beltway, evening rush time volumes are close to or match pre-pandemic 
volumes. At these same count stations, the morning rush and mid-day volumes still appear to be trailing pre-pandemic volumes by 
5-15%. Volumes on permanent counts stations on I-270 appear to have rebounded to be slightly higher than pre-pandemic volumes 
(5-10%) for the evening rush, while morning peak period and mid-day volumes appear to be similar to pre-pandemic volume levels. 
In addition, real-time speed data obtained from the Regional Integrated Transportation Information System (RITIS) shows that along 
with the rebound in peak period volumes, I-270 and I-495 are also experiencing a corresponding increase in congestion, similar to 
pre-pandemic levels. Average vehicle speeds this Fall were below 20 mph during the PM peak on the I-495 Inner Loop between the 
American Legion Bridge and MD 190, same as in 2019. Average vehicle speeds on northbound I-270 between Watkins Mill Blvd and 
MD 118 are now below 40 mph during the PM peak period, which is slightly better than the 35 mph average speeds experienced in 
this section pre-pandemic.  This is despite I-270 serving higher volumes in 2021 compared to 2019, as the speed increase may be 
attributed to improvement projects along I-270 northbound, including the Watkins Mill Interchange, which opened in 2020.  Along 
southbound I-270, average vehicle speeds remain higher than pre-pandemic levels by approximately 5-10 mph, despite serving 
higher peak period volumes in 2021 compared to 2019. This can be attributed to the implementation of ramp metering in 
September 2021.  Even so, some congestion remains along southbound I-270 during the AM peak period, with average vehicle 
speeds of approximately 30 mph in November 2021. These results are provided in the FEIS, Appendix C. 

Additionally, MDOT SHA has been monitoring and evaluating the effects of potential long-term behavioral changes related to travel 
that have come from COVID-19. This includes changes in work from home, virtual learning, discretionary travel, and visitor travel. 
MDOT SHA evaluated LOW, MID, and HIGH scenarios of reductions in travel. The HIGH scenario was developed to represent a level 
of activity consistent with the period during the pandemic in late 2020/early 2021 that saw increases in activity because of loosening 
restrictions but prior to the rollout of vaccines with still high levels of work from home and remote learning. This scenario is seen 
as unlikely in the long term. The LOW and MID scenarios are more likely outcomes that will include some level of work from home 
continuing into the future for higher-income industries, a low level of remote learning and potential long-term declines in visitor 
and air passenger related travel. The resulting decrease in vehicle miles traveled (VMT) between the LOW, MID and HIGH scenarios 
was 5%, 10% and 15% respectively across the entire model region. The results indicate that the VMT under the LOW and MID 
scenarios is expected to exceed 2019 levels between 2030 and 2035. Additionally, even in the highly unlikely HIGH scenario, 2045 
No Build VMT is projected to exceed 2019 VMT, when there was significant congestion. Overall, the results confirm that the capacity 
improvements proposed under the Preferred Alternative would be needed and effective even if future demand changes from the 
pre-pandemic forecasts due to potential long-term impacts associated with the pandemic (e.g., teleworking, e-commerce, transit 
use) that are not formally accounted for in the current regional forecasting models. These results are provided in the FEIS, Appendix 
A. 

 



FINAL ENVIRONMENTAL IMPACT STATEMENT 

APPENDIX T – SDEIS COMMENTS - COMMUNITY ORGANIZATIONS CO-593 

#3 
Cont 



   FINAL ENVIRONMENTAL IMPACT STATEMENT 
 

 APPENDIX T – SDEIS COMMENTS - COMMUNITY ORGANIZATIONS CO-594 

 

 

 

 

 

#3 
Cont 

 

 

 
 

This page is intentionally left blank. 



   FINAL ENVIRONMENTAL IMPACT STATEMENT 
 

 APPENDIX T – SDEIS COMMENTS - COMMUNITY ORGANIZATIONS CO-595 

 

 

 

 

#3 
Cont 

 

 

 

 

 

 

#4 

 

 

 
 

Response to SDEIS Comment #4 
The I-270 Innovative Congestion Management (ICM) project is designed to address existing issues and short-term needs, 
unlike the Managed Lanes Study, which includes addressing long-term traffic growth as part of the Purpose and Need.  The 
type of improvements in the ICM project are known as Transportation System Management/ Transportation Demand 
Management (TSM/TDM).  

A TSM/TDM alternative was considered as part of the Study included additional system and demand management measures 
applicable to I-495 and I-270, in addition to the ICM project. In order to assess the performance of the TSM/TDM alternative, 
MDOT SHA analyzed traffic modeling from the I-270 ICM project in the context of the modeling performed on the No Build 
Alternative for this Study.  Relatively minor short-term benefits from these measures were forecast for portions of I-270 and 
I-495, however, those benefits would not be sustained for the long-term.  Refer to DEIS, Appendix B.  Even though this 
alternative would not satisfy the Purpose and Need as a standalone strategy, many TSM/TDM elements are included in the 
Preferred Alternative, including: 

• Adaptive ramp metering along I-270 that is being installed as part of the I-270 ICM project. 

• Needed changes at interchange ramp terminals and intersecting roadways to optimize lane configurations and traffic 
signal timing to provide adequate traffic flow along the crossroads. 

• Enhancements to acceleration and deceleration lanes which can improve traffic operations along the mainline in 
locations where current design does not meet design guidelines. 

Finally, the congestion pricing model to be employed as part of the proposed managed lanes is itself an effective travel 
demand management solution.   

The improvements included as part of the I-270 ICM project discussed above were all incorporated into the future year no-
build traffic models. While the 2017 traffic models did not include the I-270 ICM improvements, that is because they were 
not built and in place at that time. In addition, an interim year analysis for 2027 conditions, which will include traffic 
modeling and analysis results, will be provided within the FHWA-required Interstate Access Point Approval. Refer to FEIS, 
Appendix B, for MDOT SHA's Application for Interstate Access Point Approval.  
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Response to SDEIS Comment #5 
See response to Comment #3 above. 

 

Response to SDEIS Comment #6 
FHWA has participated as the lead Federal Agency on this NEPA Study.  Under the Preferred Alternative there is not a 
reduction or “loss” of the number of free or general purpose lanes on either I-495 or I-270.  On I-495, the Preferred Alternative 
consists of adding two new, HOT managed lanes in each direction from the George Washington Memorial Parkway to west of 
MD 187 with four general purpose (free travel) lanes remaining in the build condition. 

On I-270, the Preferred Alternative consists of converting the one existing HOV lane in each direction to a HOT managed lane 
and adding one new HOT managed lane in each direction from I-495 to north of I-370 and on the I-270 east and west spurs 
with five general purpose (free travel) lanes remaining in the build condition.  
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Response to SDEIS Comment #1 
The I-270 Innovative Congestion Management (ICM) project is designed to address existing issues and short-term needs, 
unlike the Managed Lanes Study, which includes addressing long-term traffic growth as part of the Purpose and Need.  The 
type of improvements in the ICM project are known as Transportation System Management/ Transportation Demand 
Management (TSM/TDM). We concur that the ICM project has been effective at reducing congestion on the lower portion of 
I-270 and this segment of I-270 south of I-370 currently operates well. However, HOT lanes are needed in this segment to 
address long-term needs and to provide system connectivity between the existing and proposed HOT lanes on I-495 in 
Maryland and Virginia and the ICC. The HOT lanes will not replace the ICM improvements, but rather will supplement them. 
Elements of the ICM improvements will be maintained following construction of the Preferred Alternative, including ramp 
metering, the additional auxiliary lane added in both directions along the I-270 west spur and I-270 mainline up to Montrose 
Road, auxiliary lanes between MD 189 (Falls Road) and MD 28 interchanges, and all improvements north of I-370. Elements 
that will not be maintained involve changes to the access and auxiliary lanes associated with the existing C-D road, which will 
be removed as part of the Preferred Alternative. 

 

A TSM/TDM alternative was considered as part of the Study included additional system and demand management measures 
applicable to I-495 and I-270, in addition to the ICM project. In order to assess the performance of the TSM/TDM alternative, 
MDOT SHA analyzed traffic modeling from the I-270 ICM project in the context of the modeling performed on the No Build 
Alternative for this Study.  Relatively minor short-term benefits from these measures were forecast for portions of I-270 and 
I-495, however, those benefits would not be sustained for the long-term.  Refer to DEIS, Appendix B.  Even though this 
alternative would not satisfy the Purpose and Need as a standalone strategy, many TSM/TDM elements are included in the 
Preferred Alternative, including: 

• Adaptive ramp metering along I-270 that is being installed as part of the I-270 ICM project. 

• Needed changes at interchange ramp terminals and intersecting roadways to optimize lane configurations and traffic 
signal timing to provide adequate traffic flow along the crossroads. 

• Enhancements to acceleration and deceleration lanes which can improve traffic operations along the mainline in 
locations where current design does not meet design guidelines. 

Finally, the congestion pricing model to be employed as part of the proposed managed lanes is itself an effective travel 
demand management solution.   
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DONTWIDEN270.ORG – SALLY STOLZ (ORAL TESTIMONY) Response to SDEIS Comment #1 
MDOT has closely monitored changes in traffic patterns throughout the pandemic, and as of early 2022, daily traffic 
volumes have already recovered back to over 90 percent of pre-COVID levels.  Although there is still uncertainty 
surrounding traffic projections resulting from the COVID-19 pandemic, transportation experts have analyzed pandemic 
traffic conditions and future traffic demand inputs and note that traffic volumes have continued to recover since the rollout 
of the vaccines in early 2021. Traffic volumes are anticipated to return to pre-COVID levels before the time the HOT lanes 
are operational. Given the ultimate 2045 design year, the HOT lanes will be required to accommodate long-term traffic. 

Refer to Chapter 9, Section 3.1 for a response on Purpose and Need and effects of the Pandemic and FEIS, Chapter 4, Section 
4.5 for additional details.  

Response to SDEIS Comment #2 
MDOT SHA has been monitoring traffic conditions throughout the pandemic. Permanent count stations on the Capital Beltway 
(I-95 and I-495) and I-270 provide data that can and was used to compare counts. This information will be provided within 
the FEIS. As an example, data from October 31 to November 13, 2021 was compared to November 3 to November 16, 2019, 
excluding the Veterans Day holiday. At the permanent count stations along the Capital Beltway, evening rush time volumes 
are close to or match pre-pandemic volumes. At these same count stations, the morning rush and mid-day volumes still appear 
to be trailing pre-pandemic volumes by 5-15%. Volumes on permanent counts stations on I-270 appear to have rebounded to 
be slightly higher than pre-pandemic volumes (5-10%) for the evening rush, while morning peak period and mid-day volumes 
appear to be similar to pre-pandemic volume levels. In addition, real-time speed data obtained from the Regional Integrated 
Transportation Information System (RITIS) shows that along with the rebound in peak period volumes, I-270 and I-495 are 
also experiencing a corresponding increase in congestion, similar to pre-pandemic levels. Average vehicle speeds this Fall 
were below 20 mph during the PM peak on the I-495 Inner Loop between the American Legion Bridge and MD 190, same as 
in 2019. Average vehicle speeds on northbound I-270 between Watkins Mill Blvd and MD 118 are now below 40 mph during 
the PM peak period, which is slightly better than the 35 mph average speeds experienced in this section pre-pandemic.  This 
is despite I-270 serving higher volumes in 2021 compared to 2019, as the speed increase may be attributed to improvement 
projects along I-270 northbound, including the Watkins Mill Interchange, which opened in 2020.  Along southbound I-270, 
average vehicle speeds remain higher than pre-pandemic levels by approximately 5-10 mph, despite serving higher peak 
period volumes in 2021 compared to 2019. This can be attributed to the implementation of ramp metering in September 
2021.  Even so, some congestion remains along southbound I-270 during the AM peak period, with average vehicle speeds of 
approximately 30 mph in November 2021. These results are provided in the FEIS, Appendix C. 

Additionally, MDOT SHA has been monitoring and evaluating the effects of potential long-term behavioral changes related to 
travel that have come from COVID-19. This includes changes in work from home, virtual learning, discretionary travel, and 
visitor travel. MDOT SHA evaluated LOW, MID, and HIGH scenarios of reductions in travel. The HIGH scenario was developed 
to represent a level of activity consistent with the period during the pandemic in late 2020/early 2021 that saw increases in 
activity because of loosening restrictions but prior to the rollout of vaccines with still high levels of work from home and 
remote learning. This scenario is seen as unlikely in the long term. The LOW and MID scenarios are more likely outcomes that 
will include some level of work from home continuing into the future for higher-income industries, a low level of remote 
learning and potential long-term declines in visitor and air passenger related travel. The resulting decrease in vehicle miles 
traveled (VMT) between the LOW, MID and HIGH scenarios was 5%, 10% and 15% respectively across the entire model region. 
The results indicate that the VMT under the LOW and MID scenarios is expected to exceed 2019 levels between 2030 and 
2035. Additionally, even in the highly unlikely HIGH scenario, 2045 No Build VMT is projected to exceed 2019 VMT, when 
there was significant congestion. Overall, the results confirm that the capacity improvements proposed under the Preferred 
Alternative would be needed and effective even if future demand changes from the pre-pandemic forecasts due to potential 
long-term impacts associated with the pandemic (e.g., teleworking, e-commerce, transit use) that are not formally accounted 
for in the current regional forecasting models. These results are provided in the FEIS, Appendix A. 
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Potential roadway or transit improvements on I-270 from north of I-370 to I-70 were not included as part of this Study, as 
alternatives for that segment will be developed as part of a separate NEPA process (https://495-270-p3.com/i270-
environmental/). 
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Response to SDEIS Comment #1 
Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 

 
Response to SDEIS Comment #2 
Refer to Chapter 9, Section 3.4.K for a response to impacts to properties and communities, including community facilities. 

 

Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.4.K for a response to impacts to properties and communities, including community facilities. 

 
Response to SDEIS Comment #4 
Through the Section 106 review, MDOT SHA has completed extensive historical and archaeological research that thoroughly 
documents the property and its significant features, allowing the Preferred Alternative to avoid all known impacts.  MDOT 
SHA will continue to work with the community through the project's Programmatic Agreement on further studies and context-
sensitive design of new facilities. 

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 

 

Response to SDEIS Comment #5 
MDOT understands the phenomenon of induced demand, and it is a consideration on all of our large roadway projects.  In 
this case, MDOT is recommending adding capacity via managed lanes (HOT lanes) instead of widening with additional general 
purpose lanes.  Managed lanes do a better job at regulating demand, including induced demand, due to dynamic pricing. 

Our study shows that there could be some induced demand as a result of this project, but the impact will be small (less than 
1% increase in vehicle miles traveled (VMT) in the region) and those effects are fully accounted for in the regional traffic 
models COG and TPB use. Even with these effects, the proposed managed lanes would reduce regional congestion delays and 
significantly improve travel times along both freeway corridors and on local roads throughout the region.   

Refer to Chapter 9, Section 3.4.B for a response to traffic modeling and analysis. 

 
Response to SDEIS Comment #6 
Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 

Refer to Chapter 9, Section 3.4.F for a response to adverse impacts to air quality. 
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Response to SDEIS Comment #7 
Refer to Chapter 9, Section 3.4.G for a response to climate change considerations. 

Response to SDEIS Comment #8 
Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed Study. 
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FALLS RIDGE HOMEOWNER’S ASSOCIATION – LEON FEUERSTEIN 

 

 

 

 

 

 

 

Response to SDEIS Comment #1  
MDOT SHA re-evaluated the Falls Ridge Community for noise impacts and abatement as part of the SDEIS and FEIS studies.  
Although we did identify noise impacts in your community, we found that a sound barrier does not meet MDOT SHA’s criteria 
for reasonableness, and therefore is not recommended for further consideration as part of this project. MDOT SHA’s noise 
impacts and abatement analysis was conducted in compliance with the agency’s Highway Noise Abatement Planning and 
Engineering Guidelines (2020), which are in turn, based on FHWA regulations at 23 C.F.R. Part 772, “Procedures for Abatement 
of Highway Traffic Noise and Construction Noise.  The federal regulations require MDOT SHA to assess whether abatement is 
“feasible and reasonable” based on a series of practical engineering and performance measures.  In order to meet the acoustic 
feasibility and reasonableness criteria established in the MDOT SHA Noise Guidelines, a 40 foot tall sound barrier was 
evaluated (note that 40 feet is the maximum height of a sound barrier in the State of Maryland).  The sound barrier would 
provide sufficient noise level reduction; however it does not meet the cost effectiveness threshold.   

MDOT SHA measures “cost effectiveness” using a quantity of barrier per benefited residence rather than a cost of barrier per 
benefited residence.  Abatement is cost effective only if the square footage of abatement is lower than the allotted cap.  The 
SF per benefited residence is 3,746, which is more than the 1,700 SF-p-r threshold for this barrier system. 

Although highway construction is a short-term phenomenon, MDOT SHA recognizes that it can cause significant noise impacts.  
The extent and severity of the noise impact depends upon the phase of construction.  Mitigation measures for construction 
noise will be considered during the final design phase of the project and can include the provision of temporary noise barriers 
or construction of permanent noise barriers first where possible. 
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FOX CHAPEL CIVIC ASSOCIATION – ANDY STIEF Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action.  As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 

Response to SDEIS Comment #2 
Thank you for your comment on the I-270 Pre NEPA study. The northern section of I-270 from I-370 to I-70 is part of a separate, 
independent planning study under the I-495 and I-270 Public-Private Partnership (P3) Program. We recognize that 
improvements are needed in the northern section of I-270 with or without the improvements being considered under this 
project, however, MDOT SHA has prioritized improvements that will address the major regional congestion at the American 
Legion Bridge. 
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 FRIENDS OF MOSES HALL 

 

 
 

MDOT SHA acknowledges receipt of the Friends of Moses Hall DEIS Comment Letter dated October 16, 2020 that was 
appended to this SDEIS Comment Letter.  Refer to Appendix T for a response to this DEIS Comment Letter. 
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Response to SDEIS Comment #1 
Based on the current historic boundary, the Preferred Alternative will avoid direct impacts to the Morningstar Tabernacle 
No. 88 Moses Hall and Cemetery. Additionally, no atmospheric, audible, or visual  effects to the property have been 
identified from the Preferred Alternative. No diminishment of location, design, setting, materials, workmanship, feeling or 
association has been found in these areas. The project will be governed by a programmatic agreement, including a 
treatment plan that specifies the methods, limits and consultation procedures for further investigation of areas with 
the potential for additional burials outside of the current historic boundary, no specific determination of effects to 
the Morningstar Tabernacle No. 88 Moses Hall and Cemetery will be made at this time, and will be made following 
completion of the additional investigations specified in the programmatic agreement and treatment plan (Refer to FEIS, 
Appendix J).   

MDOT SHA will continue to work with the community through the project's Programmatic Agreement on further studies and 
context-sensitive design of new facilities. 

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 
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Response to SDEIS Comment #2 
The Preferred Alternative includes the following elements and commitments related to the First Agape AME Zion Church 
(Gibson Grove Church) and Morningstar Tabernacle No. 88 Moses Hall Cemetery: 

• Direct and indirect impacts to historically African American Gibson Grove Community significantly minimized

• Gibson Grove Church is avoided with impacts minimized to 0.1 acre of temporary easement needed for drainage

• All direct and indirect impacts to Moses Hall Cemetery completely avoided

• Noise barrier with context sensitive treatment at the Moses Hall Cemetery

• Gifting land owned by MDOT SHA with potential graves back to Trustees of Moses Hall Cemetery

• Completing drainage improvements on Gibson Grove property and clearing space for their proposed parking lot

• Upgrading parking lot on the east side Seven Locks Road and making the sidewalk and path improvements to connect
to the existing parking lot.

• Constructing a new sidewalk along the west side of Seven Lock Road under I-495 to reestablish the historic connection
between Gibson Grove Church and the Moses Hall Cemetery.

Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 

Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 
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See response to Comment #3 above. 

 

Response to SDEIS Comment #4 
The Final Section 4(f) Evaluation concluded there would be no constructive use as a result of improvements proposed under 
the Preferred Alternative. Refer to FEIS, Appendix G for additional details.  
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Response to SDEIS Comment #1 
Refer to Chapter 9, Section 3.3.A for a response to Analysis of Alternatives Retained for Detailed Study. 

 

Response to SDEIS Comment #2 
Refer to Chapter 9, Section 3.4.B for a response to traffic modeling and analysis. 

 
Response to SDEIS Comment #3 
The project will be required to obtain a SWM and Erosion & Sediment permit.  In order to obtain these permits, the project 
will be required to control stormwater runoff for the 10-year storm to match existing conditions, provide water quality 
treatment for all new impervious area and 50% of reconstructed existing impervious area to match the runoff characteristics 
of woods in good condition and manage the 2-year storm during construction so that sediment is not released to local 
waterways.    Variances can be requested for minimal increases in stormwater runoff, however, detailed hydrologic 
calculations will be required to show that the minimal increases will not result in downstream flooding or erosion.  Given the 
strict permitting requirements, impacts to downstream water quality from stormwater runoff are not expected. Refer to 
Chapter 9, Section 3.4.E for additional information related to impact analysis and mitigation of water resources, including 
wetlands, waterways, and stormwater management. 

Response to SDEIS Comment #4 
Refer to Chapter 9, Section 3.4 for a response on the NEPA approach, analysis, and impacts. 
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Response to SDEIS Comment #5 
Refer to Chapter 9, Section 3.1 for a response on Purpose and Need and teleworking. 
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 FRIENDS OF CABIN JOHN CREEK – SANDRA LADEN 
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MDOT SHA acknowledges receipt of the Friends of Cabin John Creek DEIS Comment Letter dated November 4, 2020 that 
was appended to this SDEIS Comment Letter.  Refer to Appendix T, for a response to this DEIS Comment Letter. 

 
Response to SDEIS Comment #1 
The existing stream degradation within the Cabin John Creek Watershed is reported in the Natural Resources Technical Report 
Section 2.4.2 (FEIS, Appendix M), including issues from channelization and poor water quality. These support the statement 
that the streams within the watershed are already in need of restoration. FEIS Appendix M, Final Natural Resources Technical 
Report, Section 2.3.3, reflects the Preferred Alternative impacts to the Cabin John Creek Watershed as 31,556 linear feet of 
waterway impact and 1.36 acres of wetland impact. As noted in the FEIS, Chapter 7, mitigation is proposed at Site RFP-2:  
Stream restoration (6,074 functional feet) and wetland creation/restoration (4.61 acres of credit) along Cabin Branch east and 
west of Montgomery Village Avenue at Montgomery Village Golf Club. 

The SWM analysis completed for the FEIS indicates that over 95 percent of the water quality requirements can be met onsite.   

The FEIS reflects further design refinements and details, including final mitigation and commitments of the Preferred 
Alternative, many of which directly responded to public comments.  Refer to FEIS, Chapter 7 for a comprehensive list of 
mitigation and commitments. Also refer to Chapter 9, Section 3.4.E for a response to impact analysis and mitigation of water 
resources, including wetlands, waterways, and stormwater management. 

The Preferred Alternative does not include an elevated structure to implement the HOT managed lanes at Seven Locks Road. 
Between Persimmon Tree Road and Seven Locks Road, the Preferred Alternative includes four general purpose lanes and two 
high-occupancy toll managed lanes in each direction.  An acceleration lane will also be built along the outer loop for 
approximately 1000-feet east of Seven Locks Road.  No ramps are proposed in this area.  The proposed typical section serves 
to minimize the roadway footprint between the Carderock Springs Historic District and Gibson Grove Church along the outer 
loop and the Morningstar Tabernacle No. 88 Moses Hall & Cemetery along the inner loop.  The centerline of I-495 will be 
relocated such that it gradually shifts away from the Cemetery as it moves north from Persimmon Tree Road; at the Cemetery 
the proposed median barrier between inner loop and outer loop traffic will be approximately 25 feet further from the 
Cemetery than the existing median barrier.  Flyover ramps are no longer proposed in this area and thus will not create a visual 
impact.  A noise barrier in this area is anticipated to be located close to the existing right of way line.  Vegetation will need to 
be removed within the Limit of Disturbance to facilitate this construction.  

Between Seven Locks Road and MD 190/River Road, the general purpose lanes and managed lanes separate to allow space 
for highway ramps.  The existing Cabin John Parkway bridges will be replaced with new north-facing ramps to I-495 general 
purpose lanes, and I-495 managed lanes, and MD 190.  Third-level flyover bridges above the existing beltway grades will be 
avoided by providing median ramps from the price managed lanes to MD 190 which connect into the center of the MD 190 
bridge over I-495.  New ramps connecting to Cabin John Parkway will be provided below existing I-495 grades, avoiding 
additional visual impacts to adjacent communities.  The existing loop ramps at the MD 190 interchange will be replaced by 
diamond ramps.  This configuration typically allows ramps to be located further from adjacent houses than the SDEIS ramp 
configuration. 

The FEIS reflects further design refinements and details, including final mitigation and commitments of the Preferred 
Alternative, many of which directly responded to public comments.  Refer to FEIS, Chapter 7 for a comprehensive list of 
mitigation and commitments. 
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Response to SDEIS Comment #2 
This project will be required to meet Maryland SWM permitting requirements, which includes managing SWM runoff for the 
10-year to match existing conditions and providing water quality treatment for all new impervious area and 50% of 
reconstructed existing impervious area. As noted, a sizeable portion of pre-existing untreated surface, estimated to be 
approximately 72 acres, will now be treated resulting in improved downstream conditions. In addition, a more detailed SWM 
analysis was completed for the FEIS based on standard MDE approved hydrology and hydraulic procedures. Based on this 
more detailed preliminary SWM concept developed for the FEIS, the anticipated offsite requirements for the Preferred 
Alternative have been significantly reduced from 114 acres to 2.5 acres, representing approximately 95 percent of 
environmental site design requirements being met onsite.  Refer to FEIS Chapter 3, Section 3.1.6. 

 
 

Response to SDEIS Comment #3 
All of the proposed wetlands and waterways mitigation sites are located in the Middle Potomac-Catoctin watershed. Refer to 
Chapter 5, Section 5.12.4 and the Final Compensatory Wetlands and Waterways Mitigation Plan (CMP) (FEIS, Appendix O) for 
details on the wetlands and waters mitigation.  FEIS, Chapter 7 also provides a comprehensive list of the mitigation and 
commitments. 
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Response to SDEIS Comment #4 
In Maryland, SWM facilities are typically designed to treat a minimum of 1 inch of rainfall because the first inch “flushes” 
pollutants off of adjacent roads and other impervious area; therefore the first inch of rainfall typically contains the majority 
of the pollutants.  SWM facilities can be designed up to a maximum of the 1-year storm, defined as 2.6 inches of treatment, 
however, additional water quality credit cannot be received for treatment beyond 2.6 inches of rainfall.  

This project will base stormwater runoff estimates on NOAA Atlas 14 historical rainfall averages, which is the most recent 
statewide precipitation data and includes record data through December 2000. Use of NOAA Atlas 14 rainfall data is standard 
practice for MDOT SHA projects. At this time, Maryland does not require increased intensity or amount of rainfall to account 
for future climate change. 

MDE is considering updating Maryland regulations, including increasing the 1-year storm to 3 inches. If MDE regulations are 
updated, the project will be required to meet the updated regulations. 

The project will be required to obtain a SWM and Erosion & Sediment permit.  In order to obtain these permits, the project 
will be required to control stormwater runoff for the 10-year storm to match existing conditions, provide water quality 
treatment for all new impervious area and 50% of reconstructed existing impervious area to match the runoff characteristics 
of woods in good condition and manage the 2-year storm during construction so that sediment is not released to local 
waterways.    Variances can be requested for minimal increases in stormwater runoff, however, detailed hydrologic 
calculations will be required to show that the minimal increases will not result in downstream flooding or erosion.  Given the 
strict permitting requirements, impacts to downstream water quality from stormwater runoff are not expected. Refer to 
Chapter 9, Section 3.4.E for additional information related to impact analysis and mitigation of water resources, including 
wetlands, waterways, and stormwater management. 

 
Response to SDEIS Comment #5 
Unavoidable impacts to forested canopy or tree  canopy areas from construction of the Preferred Alternative in Maryland will 
be regulated by MDNR under Maryland Reforestation Law. Forest impacts must be replaced on an acre-for-acre or one-to-
one basis on public lands, within two years or three growing seasons of project completion (MD Natural Resources Code Ann. 
§5-103). Refer to Chapter 5, Section 5.16.4 for additional details on the forest mitigation plan.  
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Response to SDEIS Comment #6 
Significant avoidance and minimization efforts also focused around the American Legion Bridge and adjacent National Park 
Service (NPS) properties. MDOT SHA and FHWA met with the NPS on December 8, 2020, to discuss the limits of disturbance 
(LOD) in the vicinity of the ALB that was presented in the DEIS. MDOT SHA convened an ‘ALB Strike Team’ composed of 
national and local experts on bridge design, natural resources, and cultural resources who were charged with the following 
mission: 

To develop and evaluate alternatives for the replacement of the ALB to avoid impacts, to the greatest extent practicable, and 
reduce overall acreage impacts to the Chesapeake and Ohio Canal National Historic Park and George Washington Memorial 
Parkway units of the NPS. 

The ALB Strike Team considered bridge construction approaches to determine if any of them could limit the LOD further. The 
ALB Strike Team conducted detailed investigation on a top-down segmental construction approach; a top-down cable stayed 
approach; and a slide-in place bridge construction approach. In addition, after field analysis and review of additional 
information, MDOT SHA and the ALB Strike Team determined that access to the site at river level could be consolidated to 
the north side of the river along Clara Barton Parkway, eliminating the construction access from the other three quadrants 
around the bridge and significantly reducing impacts to NPS land. This would be achieved by constructing a temporary 
construction access road entrance off of the Clara Barton Parkway in the northwest quadrant and installing a temporary 
bridge over the Chesapeake and Ohio Canal and a temporary haul road paralleling the Chesapeake and Ohio Canal towpath. 
This effort resulted in a 7.8 acre reduction in impact to the George Washington Memorial Parkway and a 5.3 acre reduction 
at the Chesapeake & Ohio Canal National Historical Park.  Refer to SDEIS, Chapter 4, Section 4.12.4 for additional details on 
the ALB Strike Team’s efforts. 

Based on the current design and as presented in the FEIS, the Preferred Alternative would have an estimated permanent 
impact of 1.0 acres to the Chesapeake and Ohio Canal National Historical Park, and an estimated temporary impact of 9.1 
acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 1.1 acres to Clara Barton Parkway, and an estimated 
temporary impact of 0.7 acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 5.7 acres to Cabin John Regional Park, and an 
estimated temporary impact of 0.6 acres during construction.  

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 

Response to SDEIS Comment #7 
See response to Comment #2 above.  

 

Response to SDEIS Comment #8 
MDOT SHA acknowledges receipt of the Friends of Cabin John Creek DEIS Comment Letter dated November 4, 2020 that was 
appended to this SDEIS Comment Letter.  Refer to Appendix T, for a response to this DEIS Comment Letter. 
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Response to SDEIS Comment #1 
Thank you for your comments supporting improvements. The purpose of the Managed Lanes Study is to develop a travel 
demand management solution(s) that addresses congestion, improves trip reliability on I-495 and I-270 within the Study 
limits, and enhances existing and planned multimodal mobility and connectivity.  

FHWA and MDOT SHA have considered all comments received on the proposed improvements in the context of the Purpose 
and Need for the project and have identified Alternative 9 – Phase 1 South as the Preferred Alternative.  This alternative 
would best accomplish the Purpose and Need of the proposed action while fulfilling FHWA’s statutory mission and 
responsibilities, giving consideration to economic, environmental, technical, and other factors as detailed in the SDEIS and 
FEIS.  

 

The Preferred Alternative includes multiple elements to enhance transit mobility and multimodal connectivity in furtherance 
of the established Purpose and Need and in response to public and agency comments supporting such elements. Refer to FEIS 
Chapter 3, Section 3.1.4 and Section 3.2.1. These transit elements will serve to address the multi-modal mobility and 
connectivity need in the Purpose and Need and include: 

• Allowing bus transit usage of the HOT managed lanes toll free to provide an increase in speed of travel, assurance of 
a reliable trip, and connection to local bus service/systems on arterials that directly connect to urban and suburban 
activity centers;  

• Accommodating direct and indirect connections from the HOT managed lanes to existing transit stations and planned 
Transit Oriented Development at the Shady Grove Metro, Twinbrook Metro, Rockville Metro, and Westfield 
Montgomery Mall Transit Center; and   

MDOT SHA has also committed to certain regional transit improvements to enhance existing and planned transit and support 
new opportunities for regional transit service including increasing the number of new bus bays at WMATA Shady Grove 
Metrorail Station and increasing parking at the Westfield Montgomery Mall Transit Center. Additional transit opportunities 
have been identified through the approved P3 Agreement.  

 

Response to SDEIS Comment #2 
Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed Study. 
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Response to SDEIS Comment #1 
Thank you for your comments supporting improvements. The purpose of the Managed Lanes Study is to develop a travel 
demand management solution(s) that addresses congestion, improves trip reliability on I-495 and I-270 within the Study 
limits, and enhances existing and planned multimodal mobility and connectivity.  

FHWA and MDOT SHA have considered all comments received on the proposed improvements in the context of the Purpose 
and Need for the project and have identified Alternative 9 – Phase 1 South as the Preferred Alternative.  This alternative 
would best accomplish the Purpose and Need of the proposed action while fulfilling FHWA’s statutory mission and 
responsibilities, giving consideration to economic, environmental, technical, and other factors as detailed in the SDEIS and 
FEIS.  
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Response to SDEIS Comment #1 
MDOT SHA acknowledges receipt of the Greater Farmland Civic Association DEIS Comment Letter dated November 4, 2020 
that was appended to this SDEIS Comment Letter.  Refer to Appendix T for a response to this DEIS Comment Letter. 

NEPA’s CEQ regulations require every environmental impact statement to include a No Build Alternative for detailed 
assessment.  The No Build Alternative serves as a baseline alternative for comparison to all proposed action alternatives.  For 
the Study, the No Build Alternative does not include any improvements to I-495 and I-270 but does reflect all other multi-
modal transportation initiatives and projects included in the regional Constrained Long Range Plan, “Visualize2045”, adopted 
by the Metropolitan Washington Council of Governments in October 2018.  Refer to DEIS, Chapter 2, Section 2.3.  Based on a 
comprehensive review of regional demographics and traffic data, the No Build Alternative would not address any of the 
significant operational issues under existing conditions and fails to accommodate any of the congestion relief metrics 
established for evaluating all Build Alternatives.  Refer to DEIS, Chapter 3 and DEIS Appendix C. For a discussion of the basis 
for the Purpose and Need refer to Section 9.3.1 and for the Selection of the Preferred Alternative refer to Section 9.3.3.C. 

 

Response to SDEIS Comment #2 
Refer to Chapter 9, Section 3.5 for a response to the P3 Program and Project Cost.   

During predevelopment work for Phase 1, the selected Developer is working collaboratively with MDOT SHA and our utility 
partners to further identify, avoid and reduce any impacts to utilities and, where necessary, develop plans to relocate utilities 
in the most efficient and accommodating manner as possible. To the extent applicable, the selected Developer is required to 
adhere to the utility provider’s regulations, design standards, and specifications and coordinate any design and construction 
with the utility provider.   

Potential cost of utility relocation has consistently been factored into the overall estimates developed for the project.  The 
reduced footprint of proposed improvements associated with the Preferred Alternative as compared to the Build Alternatives 
discussed in the DEIS, together with ongoing coordination to identify, avoid and minimize conflicts with existing infrastructure 
to the maximum extent practicable have lowered the cost estimates significantly. It is too early in the predevelopment process 
to determine the exact scope and cost of any utility relocations that may still be required, but it now appears that these costs 
will be significantly lower than WSSC's original estimates. The cost estimate for the Preferred Alternative includes the cost of 
utility relocation based on planning level information and can be found in the Final Environmental Impact Statement. 
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See reponse to Comment #2 
 

Response to SDEIS Comment #3 
MDOT remains focused on supporting the State’s pandemic response and recovery, while delivering projects that support 
safety, mobility, and state of good repair for the critical infrastructure that composes the State’s transportation system.  With 
the new funding Maryland will receive from the Infrastructure Investment and Jobs Act (IIJA), MDOT is presented with new 
opportunities to advance projects across the entire State.  As of January 2022, MDOT is awaiting federal rulemaking and a 
congressional appropriations authorization to access these new funds, which will provide approximately 20 percent more in 
federal highway dollars than the state currently has.  During this time, MDOT is reviewing each county's priorities and needs, 
the Statewide infrastructure needs, as well as the current State revenues to better understand what improvements will be 
able to advance with the additional federal funds.  

While this funding is a significant increase overall, it is only a 14% increase in the two traditional categories that a project 
like I-495 & I-270 Managed Lanes Study would be funded out of.  This amount of funding would not be adequate to fund a 
project of this magnitude over the five years of the IIJA bill.   

 

Response to SDEIS Comment #4 
Updated traffic analysis for the design year of 2045 indicates that the Preferred Alternative will provide operational benefits 
compared to the full No Build Alternative in six key metrics (system-wide delay, corridor travel time and speed, density and 
level of service, travel time index, vehicle throughput, and local network delay).  Refer to FEIS, Appendix A. The Preferred 
Alternative would significantly increase throughput across the ALB and on the southern section of I-270 while reducing 
congestion. The net impact of the project will be an overall reduction in delay on the surrounding arterials, despite some 
localized increases in arterial traffic near the managed lane access interchanges. Specific areas, such as MD 190/Cabin John, 
were evaluated in more detail as part of the FEIS, and mitigation is proposed where needed to maintain acceptable operations 
per FHWA Interstate Access Point Approval guidelines. Refer to FEIS, Appendix B, for MDOT SHA's Application for Interstate 
Access Point Approval.  
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Response to SDEIS Comment #5 
Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 
Refer to Chapter 9, Section 3.6.B for a response to toll rate ranges and toll rate setting process. 

 

Response to SDEIS Comment #6 
Other alternatives including  stand-alone rail transit alternatives were considered; refer to Refer to Chapter 9, Section 3.2.B 
for a response to Alternatives Not Retained for Detailed Study. 

The Preferred Alternative includes multiple elements to enhance transit mobility and multimodal connectivity in furtherance 
of the established Purpose and Need and in response to public and agency comments supporting such elements. Refer to FEIS 
Chapter 3, Section 3.1.4 and Section 3.2.1. These transit elements will serve to address the multi-modal mobility and 
connectivity need in the Purpose and Need and include: 

• Allowing bus transit usage of the HOT managed lanes toll free to provide an increase in speed of travel, assurance of 
a reliable trip, and connection to local bus service/systems on arterials that directly connect to urban and suburban 
activity centers;  

• Accommodating direct and indirect connections from the HOT managed lanes to existing transit stations and planned 
Transit Oriented Development at the Shady Grove Metro, Twinbrook Metro, Rockville Metro, and Westfield 
Montgomery Mall Transit Center; and   

MDOT SHA has also committed to certain regional transit improvements to enhance existing and planned transit and support 
new opportunities for regional transit service including increasing the number of new bus bays at WMATA Shady Grove 
Metrorail Station and increasing parking at the Westfield Montgomery Mall Transit Center. Additional transit opportunities 
have been identified through the approved P3 Agreement. 

 

In response to input received from the City of Rockville, the Montgomery County Department of Transportation, and 
stakeholder organizations, the Preferred Alternative will accommodate pedestrian/bicycle facilities throughout the study 
area, including improvements currently noted in Rockville and Montgomery County master plans and are assumed under the 
Preferred Alternative base design.  These include: 

• New sidepath (west side) and new sidewalk (east side) on Persimmon Tree Road over I-495; 

• New bike lanes (both directions) and new sidepaths (both sides) on MD 190 over I-495; 

• New bike lanes (both directions), new sidewalk (south side), and new sidepath (north side) on MD 191 over I-495; 

• Reconstructed sidewalk (south side) and sidepath (north side) on Democracy Boulevard over I-270 west spur; 

• New two-way separated bike lanes (south side), and reconstructed sidewalks (both sides) on Westlake Terrace over 
I-270 west spur; 

• New Breezeway (south side) and reconstructed sidewalk (north side) on Montrose Road over I-270; 
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• Reconstructed sidewalk (south side) and shared use path (north side) on Wootton Parkway over I-270; 

• New bike lanes (both directions) and new sidewalks (both sides) on MD 189 over I-270; 

• New bike lanes/bikeable shoulders (both directions), reconstructed shared use path (south side), and new sidewalk 
(north side) on MD 28 over I-270; 

• New bike lanes (both directions), reconstructed shared use path (Millennium Trail, south side), and new sidewalk 
(north side) on Gude Drive over I-270; and 

• New Breezeway (south side) and new sidepath (north side) on Shady Grove Road over I-270. 

Additionally, the Preferred Alternative includes pedestrian and bicycle enhancements and new connections that are beyond 
the base design approach but are accounted for in the Preferred Alternative limits of disturbance. Refer to FEIS Chapter 3, 
Section 3.2.2.   These include: 

• Construct a new pedestrian/bicycle shared use path across the ALB to connect facilities in Maryland and Virginia; 

• Widen the existing variable-width sidepath along the east side of Seven Locks Road under I-495 (Cabin John Trail); 
and 

• Construct a new sidewalk along the west side of Seven Locks Road under I-495 to reestablish the historic connection 
between Gibson Grove Church and Morningstar Tabernacle No. 88 Moses Hall and Cemetery. 

 

Response to SDEIS Comment #7 

Refer to Chapter 9, Section 3.4.J for a response to impacts to greenspace and/or wildlife habitat. 

Refer to Chapter 9, Section 3.4.E for a response to impact analysis and mitigation of water resources, including wetlands, 
waterways, and stormwater management. 

Refer to Chapter 9, Section 3.4.G for a response to climate change considerations. 
 
 
Response to SDEIS Comment #8 

Refer to Chapter 9, Section 3.3.C for a response to Analysis of Alternatives Retained for Detailed Study. 

Refer to Chapter 9, Section 3.1 for a response on Purpose and Need and effects of the Pandemic. 
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See response to Comment #8 above. 
 

Response to SDEIS Comment #9 
Refer to Chapter 9, Section 3.1 for a response on Purpose and Need and teleworking. 
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Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action. As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 
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Your comments of support are noted. 
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Your comments of support are noted. 
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Your comments of support are noted. 
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Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action. As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 
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HISPANIC CHAMBER OF COMMERCE, MONTGOMERY CO. – CARMEN LARSEN (ORAL TESTIMONY) 

 

Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action. As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 

There will be significant economic benefit to the State of Maryland and the National Capital Region with the Preferred 
Alternative, Alternative 9 – Phase 1 South. The improvements will provide for faster and more reliable movement of goods 
and services and improved access to employment centers and housing. The delivery of these improvements will lead to more 
jobs. The preliminary, estimated capital cost for the Preferred Alternative is greater than $3 Billion and will support thousands 
of jobs per year during construction. Additionally, the Preferred Alternative will result in savings to the Transportation Trust 
Fund by providing hundreds of millions in infrastructure investment for state of good repair to the existing roads and bridges 
that needs to be completed, allowing public funds to be used for other necessary transit and highway improvements. This 
project will boost Maryland’s competitiveness in the region and improve quality of life. 
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Response to SDEIS Comment #1 
Your suggestions are appreciated. Based on additional design work by the Developer since the SDEIS, the limits Preferred 
Alternative are along I-495 from the George Washington Memorial Parkway to west of MD 187 and along I-270 from I-495 to 
north of I-370 and on the I-270 east and west spurs. 

In addition, the specific areas, including the MD 187 interchange along I-495 and the Rockledge interchange along I-270 east 
spur, are evaluated in more detail as part of the FEIS, and mitigation is proposed where needed to maintain acceptable 
operations per FHWA Interstate Access Point Approval guidelines. Refer to FEIS, Appendix B, for MDOT SHA's Application 
for Interstate Access Point Approval.  

Response to SDEIS Comment #2 
MDOT SHA acknowledges receipt of the DEIS Comment Letter from the Locust Hill Citizens Association dated September 10, 
2020 that was appended to this SDEIS Comment Letter.  Refer to Appendix T for a response to this DEIS Comment Letter. 

On I-270, the Preferred Alternative consists of converting the one existing HOV lane in each direction to a HOT managed lane 
and adding one new HOT managed lane in each direction from I-495 to north of I-370 and on the I-270 east and west spurs. 
The improvement limits along I-270 have not changed from those presented in the SDEIS. Along I-270, the existing collector-
distributor (C-D) lane separation from Montrose Road to I-370 would be removed as part of the proposed improvements. The 
managed lanes would be separated from the general purpose (GP) lanes using flexible delineators placed within a buffer.  
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Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action. As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 

There will be significant economic benefit to the State of Maryland and the National Capital Region with the Preferred 
Alternative, Alternative 9 – Phase 1 South. The improvements will provide for faster and more reliable movement of goods 
and services and improved access to employment centers and housing. The delivery of these improvements will lead to more 
jobs. The preliminary, estimated capital cost for the Preferred Alternative is greater than $3 Billion and will support thousands 
of jobs per year during construction. Additionally, the Preferred Alternative will result in savings to the Transportation Trust 
Fund by providing hundreds of millions in infrastructure investment for state of good repair to the existing roads and bridges 
that needs to be completed, allowing public funds to be used for other necessary transit and highway improvements. This 
project will boost Maryland’s competitiveness in the region and improve quality of life. 
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Response to SDEIS Comment #1 
The SDEIS published on October 1, 2021 was prepared to consider new information relative to the Preferred Alternative, 
Alternative 9 - Phase 1 South.  Building off the analysis in the existing DEIS, the SDEIS disclosed new information relevant to 
the Preferred Alternative while referencing the DEIS for information that remained valid. The SDEIS also described the 
background and context in which the Preferred Alternative, Alternative 9 - Phase 1 South was identified. The SDEIS was 
available for the public to review and comment on the Preferred Alternative during a 45-day comment period, which was 
later extended an addition 15 days, until November 15, 2021.   

Refer to Chapter 9, Section 3.7 for a response to comments related to public involvement and engagement. 
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Response to SDEIS Comment #1 
Refer to Chapter 9, Section 3.3.A for a response to Analysis of Alternatives Retained for Detailed Study. 

 

Response to SDEIS Comment #2 
Refer to Chapter 9, Section 3.5 for a response to the P3 Program and Project Cost. 

 

Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.4 for a response on the NEPA approach, analysis, and impacts.   

 

Response to SDEIS Comment #4 
Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 

 

Response to SDEIS Comment #5 
See response to #2 

 

Response to SDEIS Comment #6 
See response to #4 
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Response to SDEIS Comment #7 
Refer to Chapter 9, Section 3.6.B for a response to toll rate ranges and toll rate setting process. 

Response to SDEIS Comment #8 
See response to #4 

Response to SDEIS Comment #9 
The Preferred Alternative includes the resurfacing and rehabilitation of the general purpose lanes as well as construction of 
the managed lanes.   

Response to SDEIS Comment #10 
Refer to Chapter 9, Section 3.1 for a response on Purpose and Need. 
Refer to Chapter 9, Section 3.4.B for a response to traffic modeling and analysis. 

While MDOT SHA and FHWA recognize that congestion would be present during the afternoon peak period on I-270 
southbound and the I-495 inner loop in the design year 2045 due to downstream bottlenecks outside of Phase 1 South, the 
Preferred Alternative would provide tangible operational benefits to the system including significantly increasing throughput 
across the ALB and the southern section of I-270 while reducing congestion. Refer to SDEIS Chapter 3, Section 3.3 and FEIS 
Chapter 4, Section 4.3. 

The traffic analysis results on Local Network and Arterials Adjacent to the Study Corridors indicate that the net impact of the 
Preferred Alternative will be an overall reduction in delay on the surrounding arterials, including a 4.8 percent reduction in 
daily delay on the arterials in Montgomery County, despite some localized increases in arterial traffic near the managed lane 
access interchanges.  The portions of the local road network with an anticipated increase in volumes were evaluated in more 
detail as part of this FEIS, and mitigation was proposed where needed to maintain acceptable operations and safety per FHWA 
Interstate Access Point Approval guidelines.  In addition, based on follow-up meetings between MDOT SHA and Rockville, 
additional improvements were considered and incorporated where feasible, including modifications to the right-turning 
movement from the I-270 off-ramp onto eastbound MD 189, and additional turn lanes at Wootton Pkwy at Seven Locks Rd, 
Gude Drive at Research Blvd, and MD 189 at Great Falls Road.  All these enhancements will help manage and/or improve the 
function of the local roadway network. 

Response to SDEIS Comment #11 
Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed Study. 

Response to SDEIS Comment #12 
Refer to Chapter 9, Section 3.4.E for a response to impact analysis and mitigation of water resources, including wetlands, 
waterways, and stormwater management. 

Response to SDEIS Comment #13 
Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 

Response to SDEIS Comment #14 
Refer to Chapter 9, Section 3.1 for a response on Purpose and Need and effects of the Pandemic. 

Response to SDEIS Comment #15 
Chapter 9, Section 3.4.G for a response to climate change considerations. 
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MARYLAND HISPANIC CHAMBER OF COMMERCE – CJ SANTOS (ORAL TESTIMONY) 

 

 
 

Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action. As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 

There will be significant economic benefit to the State of Maryland and the National Capital Region with the Preferred 
Alternative, Alternative 9 – Phase 1 South. The improvements will provide for faster and more reliable movement of goods 
and services and improved access to employment centers and housing. The delivery of these improvements will lead to more 
jobs. The preliminary, estimated capital cost for the Preferred Alternative is greater than $3 Billion and will support thousands 
of jobs per year during construction. Additionally, the Preferred Alternative will result in savings to the Transportation Trust 
Fund by providing hundreds of millions in infrastructure investment for state of good repair to the existing roads and bridges 
that needs to be completed, allowing public funds to be used for other necessary transit and highway improvements. This 
project will boost Maryland’s competitiveness in the region and improve quality of life. 
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Response to SDEIS Comment #1 
The congestion and other transportation issues facing this region are so immense that multiple transportation initiatives are 
necessary to address or have a notable effect on reducing the negative impacts of transportation problems or fulfilling a 
transportation need.  The Purple Line, which was selected after a review of transit alternatives in the region, will address or 
have a notable effect on addressing the need to provide faster, more direct, and more reliable east-west transit service 
connecting major activity centers in the corridor including Bethesda, Silver Spring, Takoma/Langley Park, College 
Park/University of Maryland, and New Carrollton. It will provide better connections to existing Metrorail and MARC commuter 
rail services and improve mobility and connectivity to the communities in the corridor located between existing rail lines. 
When evaluating the need for the Study the projected benefits to the 495/270 Study area were included.  As set forth in the 
Study, Purpose and Need, the Managed Lanes Study was a critical adjunct to the regional plan. 

Refer to Chapter 9, Section 3.4 for a response on the NEPA approach, analysis, and impacts. 

Refer to Chapter 9, Section 3.1 for a response on Purpose and Need. 
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Response to SDEIS Comment #2 
As described in the SDEIS and FEIS, the Preferred Alternative will build a new American Legion Bridge and delivering two high-
occupancy toll (HOT) managed lanes in each direction on I-495 from the George Washington Memorial Parkway in Virginia to 
west of MD 187 on I-495, and on I-270 from I-495 to north of I-370 and on the I-270 eastern spur from east of MD 187 to I-
270. This Preferred Alternative was identified after coordination with resource agencies, the public and stakeholders to 
respond directly to feedback received on the DEIS, and to align the NEPA approval with the P3 Program planned project 
phased delivery and permitting approach.  

The Study evaluated the full length of the Study Area. While the Preferred Alternative does not include improvements to the 
remaining parts of I-495 within the Study limits, improvements on the remainder of the interstate system may still be needed 
in the future. Any such improvements would advance separately and would be subject to additional environmental studies 
and analysis and collaboration with the public, stakeholders and agencies.   

No Action is not the same as a No Build Alternative. NEPA’s CEQ regulations, 40 CFR 1500-1508, require every environmental 
impact statement to include a No Build Alternative for detailed assessment.  The No Build Alternative serves as a baseline 
alternative for comparison to all proposed action alternatives.  For the Study, the No Build Alternative does not include any 
improvements to I-495 and I-270 but does reflect all other multimodal transportation initiatives and projects included in the 
regional Constrained Long Range Plan, “Visualize2045”, adopted by the Metropolitan Washington Council of Governments in 
October 2018.  Refer to DEIS, Chapter 2, Section 2.3.  Based on a comprehensive review of regional demographics and traffic 
data, the No Build Alternative would not address any of the significant operational issues under existing conditions and fails 
to accommodate any of the congestion relief metrics established for evaluating all Build Alternatives.  Refer to DEIS, Chapter 
3 and DEIS, Appendix C. For a discussion of the basis for the Purpose and Need refer to Section 9.3.1 and for the Selection of 
the Preferred Alternative refer to Section 9.3.3.C. 
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Response to SDEIS Comment #3 
Refer to Chapter 9, Section 3.5 for a response to the P3 Program or Board of Public Works and Project Costs. 
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Response to SDEIS Comment #4 
The traffic analysis in the Supplemental Draft Environmental Impact Statement (SDEIS) followed accepted professional practices 
including using the latest Metropolitan Washington Council of Governments (MWCOG) Travel Demand Model, which has been 
thoroughly reviewed and validated, and traffic simulation models using VISSIM, which is the state of practice for traffic flow 
simulation.  The results were thoroughly reviewed by experts for the Maryland Department of Transportation State Highway 
Administration and the Federal Highway Administration.   
 
Anytime significant regional transportation improvements are made, such as to the American Legion Bridge and I-270, traffic in the 
region will redistribute in some locations.  That is reflected in in the traffic forecasting from the MWCOG model and traffic analysis 
results from the VISSIM model.  
 
It is logical that the volumes for the movements at MD 355 in question reduce slightly as a result of the improvements.  For the 
ramp to MD 355 southbound in the AM peak period , it is logical that some vehicles would avoid this ramp and stay on I-495 and 
access DC from the west under the Build condition.  For the section of the Inner Loop east of MD 355 in the PM peak period, it is 
logical that some vehicles would use the ICC instead under the Build condition. Also, the volume differences between Build and No 
Build are very small – less than 100 vehicles over four hours in the AM peak period example and only approximately 1% different in 
the PM peak period  example.  So, even if the trend was incorrect (which it is not), this is certainly not a “blatant error” or something 
that would have any impact on the overall results. 
 
The two largest origin-destination pairs for the Capital Beltway in Maryland are between the I-95/I-495 interchange and both the 
American Legion Bridge and Woodrow Wilson Bridge.  This is due to the significant I-95 “through” traffic that has to use the Capital 
Beltway as there is no direct I-95 connection through Washington DC.  Northbound traffic in Virginia in the I-95 corridor can use 
either the Woodrow Wilson Bridge or American Legion Bridge corridors to travel into Maryland and reach I-95.  A continuous HOT 
lane system from I-95 in Virginia to and up I-270 to I-370 will provide for capacity in the American Legion Bridge corridor reducing 
northbound traffic on the eastern side of the Capital Beltway.  This reduction of traffic on the eastern side of I-495 also allows traffic 
destined for points north like Baltimore to potentially use US 50 eastbound to MD 3 and/or I-97 to go north instead of continuing 
on the Capital Beltway and using the MD 295 or I-95 corridors (see below map).  While the distance is longer, less congestion on US 
50 and I-97 results in reduced travel time today during the PM peak period on many days.  This travel pattern is used today and will 
only be used more in the future without significant improvements to accommodate north-south travel between the Washington 
DC and Baltimore regions.      

While Phase 1 South is only 15-miles, it has significant regional transportation benefits even where improvements are not 
occurring.  Refer to Chapter 9, Section 3.4.B for a response to traffic modeling and analysis. 
 
FHWA responded directly to the October 18 letter included as an attachment to this comment. 
 
Response to SDEIS Comment #5 
The intent of the project is to improve operations for all users, not just those "willing to pay the tolls".  The results of the operational 
analysis indicate that congestion will be reduced in the general purpose lanes and delays will be reduced on the local roads in most 
areas because the HOT lanes serve traffic that otherwise would be using the general purpose lanes and local roads.  Additionally, 
HOV 3+ and transit vehicles will also be able to use the managed lanes (and obtain the associated speed and travel time benefits) 
without paying a toll. 

Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 

Refer to Chapter 9, Section 3.4.O for a response to impacts to safety considerations. 
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MARYLAND TRANSPORTATION BUILDERS AND MATERIALS ASSOCIATION – MICHAEL SAKATA (ORAL TESTIMONY) 

 

 
 

 

Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action. As a result of the NEPA process, including consideration of all 
public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified Alternative 9 Phase 1 South as 
the Preferred Alternative giving consideration to economic, environmental, technical, and other factors as detailed in the SDEIS and FEIS. 
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NATIONAL PARKS CONSERVATION ASSOCIATION – KYLE HART 

 
 

Response to SDEIS Comment #1 
MDOT SHA acknowledges receipt of the DEIS Comment Letter from the National Parks Conservation Association dated November 
9, 2020 that was appended to this SDEIS Comment Letter.  Refer to Appendix T for a response to this DEIS Comment Letter. 

NEPA’s CEQ regulations require every environmental impact statement to include a No Build Alternative for detailed 
assessment.  The No Build Alternative serves as a baseline alternative for comparison to all proposed action alternatives.  For the 
Study, the No Build Alternative does not include any improvements to I-495 and I-270 but does reflect all other multi-modal 
transportation initiatives and projects included in the regional Constrained Long Range Plan, “Visualize2045”, adopted by the 
Metropolitan Washington Council of Governments in October 2018.  Refer to DEIS, Chapter 2, Section 2.3.  Based on a 
comprehensive review of regional demographics and traffic data, the No Build Alternative would not address any of the significant 
operational issues under existing conditions and fails to accommodate any of the congestion relief metrics established for evaluating 
all Build Alternatives.  Refer to DEIS, Chapter 3 and DEIS Appendix C. For a discussion of the basis for the Purpose and Need and for 
the Selection of the Preferred Alternative, please see related Common Theme Responses and the SDEIS and FEIS. Refer to Chapter 
9, Section 3.3.A for a response to Analysis of Alternatives Retained  

Based on the current design and as presented in the FEIS, the Preferred Alternative would have an estimated permanent impact of 
1.0 acres to the Chesapeake and Ohio Canal National Historical Park, and an estimated temporary impact of 9.1 acres during 
construction. 

The Preferred Alternative would have an estimated permanent impact of 1.1 acres to Clara Barton Parkway, and an estimated 
temporary impact of 0.7 acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 5.7 acres to Cabin John Regional Park, and an estimated 
temporary impact of 0.6 acres during construction.  

Impacts to Plummers Island could not be avoided completely, but impacts have been reduced by 1.7 acres. In the DEIS, the Build 
Alternatives had 1.9 acres of impacts to Plummers Island. Under the Preferred Alternative, the impacts have been reduced to 
approximately 0.28 acres of impact at Plummers Island, of which less than 0.1 acres would be permanent impact and 0.27 acres 
would be temporary impact. Impacts to Plummers Island would be required for the ALB substructure, including permanent use for 
three, discrete, approximately 10-foot diameter pier foundations and temporary, construction activities. Temporary construction 
activities may include efforts such as excavation, access for demolition of existing bridge foundation and piers, and slope protection. 
Access to the existing and proposed piers is required for these activities. 

No wetlands, as delineated per Section 404 or the National Park Service, will be impacted on Plummers Island by the Preferred 
Alternative. The impact to the island was determined based on the Ordinary High Water (OHW) Mark. Area within the OHW mark 
is considered waterway by the US Army Corps of Engineers and permitted as such. Area landward of the OHW mark is considered 
part of the island. All construction impacts would be contained within the Limits of Disturbance included in the Final Environmental 
Impact Statement.  

We appreciate the ecological importance of Plummers Island and the greater Potomac Gorge, which include rare habitats and rare, 
threatened, and endangered (RTE) organisms. We recognize the long-term biological studies conducted on and around the island 
have contributed to the understanding of these important habitats and the wildlife they support and that impacts would not only 
affect these diverse habitats and wildlife, but would affect a place that is important to many people for recreation. MDOT SHA has 
limited impact to Plummers Island and the Potomac Gorge to the greatest extent practicable, while maintaining constructability of 
the project. MDOT SHA conducted a four-season RTE plant survey in 2020 to identify the RTE plant species located within the project 
area. MDOT SHA is coordinating closely with NPS to develop an ecosystem restoration plan to limit impacts as much as possible and 
mitigate for impacts that cannot be avoided and will continue to coordinate with the Washington Biologists Field Club to ensure 
your concerns are heard and responded to. 

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 
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Response to SDEIS Comment #2 
Despite the extensive avoidance and minimization efforts to NPS properties around the ALB including Plummers Island, 
impacts to Plummers Island could not be avoided completely, but impacts have been reduced by 1.7 acres. In the DEIS, the 
Build Alternatives had 1.9 acres of impacts to Plummers Island. Under the Preferred Alternative, approximately 0.28 acres of 
impact at Plummers Island, of which less than 0.1 acres would be permanent impact and 0.27 acres would be temporary 
impact. Impacts to Plummers Island would be required for the ALB substructure, including permanent use for three, discrete, 
approximately 10-foot diameter pier foundations and temporary, construction activities. Temporary construction activities 
may include efforts such as excavation, access for demolition of existing bridge foundation and piers, and slope protection. 
Access to the existing and proposed piers is required for these activities. 

Response to SDEIS Comment #3 
Significant avoidance and minimization efforts also focused around the American Legion Bridge and adjacent National Park 
Service (NPS) properties. MDOT SHA and FHWA met with the NPS on December 8, 2020, to discuss the limits of disturbance 
(LOD) in the vicinity of the ALB that was presented in the DEIS. MDOT SHA convened an ‘ALB Strike Team’ composed of 
national and local experts on bridge design, natural resources, and cultural resources who were charged with the following 
mission: 

To develop and evaluate alternatives for the replacement of the ALB to avoid impacts, to the greatest extent practicable, and 
reduce overall acreage impacts to the Chesapeake and Ohio Canal National Historic Park and George Washington Memorial 
Parkway units of the NPS. 

The ALB Strike Team considered bridge construction approaches to determine if any of them could limit the LOD further. The 
ALB Strike Team conducted detailed investigation on a top-down segmental construction approach; a top-down cable stayed 
approach; and a slide-in place bridge construction approach. In addition, after field analysis and review of additional 
information, MDOT SHA and the ALB Strike Team determined that access to the site at river level could be consolidated to 
the north side of the river along Clara Barton Parkway, eliminating the construction access from the other three quadrants 
around the bridge and significantly reducing impacts to NPS land. This would be achieved by constructing a temporary 
construction access road entrance off of the Clara Barton Parkway in the northwest quadrant and installing a temporary 
bridge over the Chesapeake and Ohio Canal and a temporary haul road paralleling the Chesapeake and Ohio Canal towpath. 
This effort resulted in a 7.8 acre reduction in impact to the George Washington Memorial Parkway and a 5.3 acre reduction 
at the Chesapeake & Ohio Canal National Historical Park.  Refer to SDEIS, Chapter 4, Section 4.12.4 for additional details on 
the ALB Strike Team’s efforts. 

Based on the current design and as presented in the FEIS, the Preferred Alternative would have an estimated permanent 
impact of 1.0 acres to the Chesapeake and Ohio Canal National Historical Park, and an estimated temporary impact of 9.1 
acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 1.1 acres to Clara Barton Parkway, and an estimated 
temporary impact of 0.7 acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 5.7 acres to Cabin John Regional Park, and an 
estimated temporary impact of 0.6 acres during construction.  

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 

Response to SDEIS Comment #4 
Refer to Chapter 9, Section 3.4.E for a response to impact analysis and mitigation of water resources, including wetlands, 
waterways, and stormwater management. 
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Response to SDEIS Comment #5 
The project will be required to obtain a SWM and Erosion & Sediment permit.  In order to obtain these permits, the project 
will be required to control stormwater runoff for the 10-year storm to match existing conditions, provide water quality 
treatment for all new impervious area and 50% of reconstructed existing impervious area to match the runoff characteristics 
of woods in good condition and manage the 2-year storm during construction so that sediment is not released to local 
waterways.    Variances can be requested for minimal increases in stormwater runoff, however, detailed hydrologic 
calculations will be required to show that the minimal increases will not result in downstream flooding or erosion.  Given the 
strict permitting requirements, impacts to downstream water quality from stormwater runoff are not expected. Refer to 
Chapter 9, Section 3.4.E for additional information related to impact analysis and mitigation of water resources, including 
wetlands, waterways, and stormwater management. 

 
Response to SDEIS Comment #6 
Refer to Chapter 9, Section 3.4.G for a response to climate change and greenhouse gas considerations. 

 
Response to SDEIS Comment #7 

Refer to Chapter 9, Section 3.2.A for a response on Screening of Preliminary Alternatives Process. 

Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed Study. 

Refer to Chapter 9, Section 3.1 for a response on Purpose and Need and teleworking. 
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NATIONAL PARKS CONSERVATION ASSOCIATION – KYLE HART (ORAL TESTIMONY) 

 
 

Response to SDEIS Comment #1 
Significant avoidance and minimization efforts also focused around the American Legion Bridge and adjacent National Park 
Service (NPS) properties. MDOT SHA and FHWA met with the NPS on December 8, 2020, to discuss the limits of disturbance 
(LOD) in the vicinity of the ALB that was presented in the DEIS. MDOT SHA convened an ‘ALB Strike Team’ composed of 
national and local experts on bridge design, natural resources, and cultural resources who were charged with the following 
mission: 

To develop and evaluate alternatives for the replacement of the ALB to avoid impacts, to the greatest extent practicable, and 
reduce overall acreage impacts to the Chesapeake and Ohio Canal National Historic Park and George Washington Memorial 
Parkway units of the NPS. 

The ALB Strike Team considered bridge construction approaches to determine if any of them could limit the LOD further. The 
ALB Strike Team conducted detailed investigation on a top-down segmental construction approach; a top-down cable stayed 
approach; and a slide-in place bridge construction approach. In addition, after field analysis and review of additional 
information, MDOT SHA and the ALB Strike Team determined that access to the site at river level could be consolidated to 
the north side of the river along Clara Barton Parkway, eliminating the construction access from the other three quadrants 
around the bridge and significantly reducing impacts to NPS land. This would be achieved by constructing a temporary 
construction access road entrance off of the Clara Barton Parkway in the northwest quadrant and installing a temporary 
bridge over the Chesapeake and Ohio Canal and a temporary haul road paralleling the Chesapeake and Ohio Canal towpath. 
This effort resulted in a 7.8 acre reduction in impact to the George Washington Memorial Parkway and a 5.3 acre reduction 
at the Chesapeake & Ohio Canal National Historical Park.  Refer to SDEIS, Chapter 4, Section 4.12.4 for additional details on 
the ALB Strike Team’s efforts. 

Based on the current design and as presented in the FEIS, the Preferred Alternative would have an estimated permanent 
impact of 1.0 acres to the Chesapeake and Ohio Canal National Historical Park, and an estimated temporary impact of 9.1 
acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 1.1 acres to Clara Barton Parkway, and an estimated 
temporary impact of 0.7 acres during construction. 

The Preferred Alternative would have an estimated permanent impact of 5.7 acres to Cabin John Regional Park, and an 
estimated temporary impact of 0.6 acres during construction.  

Impacts to Plummers Island could not be avoided completely, but impacts have been reduced by 1.7 acres. In the DEIS, the 
Build Alternatives had 1.9 acres of impacts to Plummers Island. Under the Preferred Alternative, the impacts have been 
reduced to approximately 0.28 acres of impact at Plummers Island, of which less than 0.1 acres would be permanent impact 
and 0.27 acres would be temporary impact. Impacts to Plummers Island would be required for the ALB substructure, including 
permanent use for three, discrete, approximately 10-foot diameter pier foundations and temporary, construction activities. 
Temporary construction activities may include efforts such as excavation, access for demolition of existing bridge foundation 
and piers, and slope protection. Access to the existing and proposed piers is required for these activities. 

No wetlands, as delineated per Section 404 or the National Park Service, will be impacted on Plummers Island by the Preferred 
Alternative. The impact to the island was determined based on the Ordinary High Water (OHW) Mark. Area within the OHW 
mark is considered waterway by the US Army Corps of Engineers and permitted as such. Area landward of the OHW mark is 
considered part of the island. All construction impacts would be contained within the Limits of Disturbance included in the 
Final Environmental Impact Statement.  

We appreciate the ecological importance of Plummers Island and the greater Potomac Gorge, which include rare habitats and 
rare, threatened, and endangered (RTE) organisms. We recognize the long-term biological studies conducted on and around 
the island have contributed to the understanding of these important habitats and the wildlife they support and that impacts 
would not only affect these diverse habitats and wildlife, but would affect a place that is important to many people for 
recreation. MDOT SHA has limited impact to Plummers Island and the Potomac Gorge to the greatest extent practicable, while 
maintaining constructability of the project. MDOT SHA conducted a four-season RTE plant survey in 2020 to identify the RTE 
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plant species located within the project area. MDOT SHA is coordinating closely with NPS to develop an ecosystem restoration 
plan to limit impacts as much as possible and mitigate for impacts that cannot be avoided and will continue to coordinate 
with the Washington Biologists Field Club to ensure your concerns are heard and responded to. 

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 

Refer to Chapter 9, Section 3.4.J for a response to impacts to greenspace and/or wildlife habitat. 
 

Response to SDEIS Comment #2 
As described in the SDEIS and FEIS, the Preferred Alternative focuses solely on building a new American Legion Bridge and 
delivering two high-occupancy toll (HOT) managed lanes in each direction on I-495 from the George Washington Memorial 
Parkway in Virginia to west of MD 187 on I-495, and on I-270 from I-495 to north of I-370 and on the I-270 eastern spur from 
east of MD 187 to I-270. This Preferred Alternative was identified after coordination with resource agencies, the public and 
stakeholders to respond directly to feedback received on the DEIS, and to align the NEPA approval with the P3 Program 
planned project phased delivery and permitting approach.  

While the Preferred Alternative does not include improvements to the remaining parts of I-495 within the Study limits, 
improvements on the remainder of the interstate system may still be needed in the future. Any such improvements would 
advance separately and would be subject to additional environmental studies and analysis and collaboration with the public, 
stakeholders and agencies.   
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Response to SDEIS Comment #1 
MDOT SHA recognizes there is some potential for human remains associated with historic properties to be present adjacent 
to Morningstar Tabernacle No. 88 Moses Hall and Cemetery which is not currently accessible for the types of thorough 
archaeological investigation necessary to definitively identify interments. This includes non-SHA neighboring properties. 
MDOT SHA has determined that areas for further GPR survey are not accessible or practicable at this time and further 
investigations as needed will be identified under the PA. MDOT SHA will work with the developer to minimize LOD to the 
maximum extent practicable adjacent to the Cemetery property. The Treatment Plan will include proposed investigations to 
identify and evaluate potential graves or human remains in specified sensitive areas to the maximum extent practicable to 
ensure avoidance or treatment prior to final design and construction. 
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See response to Comment #1 above. 

 

Response to SDEIS Comment #2 
Through the Section 106 review, MDOT SHA has completed extensive historical and archaeological research that thoroughly 
documents the property and its significant features, allowing the Preferred Alternative to avoid all known impacts.  The 
boundary of the historic property was updated in December 2021 to include the area of possible burial features identified by 
the May 2021 GPR survey within MDOT SHA right-of-way. The proposed design will entirely avoid the historic property 
boundary as updated and will not affect the property’s character-defining features, which are confined within the historic 
boundary. The project will not impact any markers, any known or suspected burials, and will avoid all impacts to the 
archaeological foundation of Moses Hall. The proposed noise barrier will further screen the property from visual and audible 
effects already present along I-495. MDOT SHA will continue to work with the community through the project's Programmatic 
Agreement on further studies and context-sensitive design of new facilities. 

Refer to Chapter 9, Section 3.4.C for a response to analyses of parklands and historic resources. 
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Response to SDEIS Comment #3 
The Preferred Alternative includes the following elements and commitments related to the First Agape AME Zion Church 
(Gibson Grove Church) and Morningstar Tabernacle No. 88 Moses Hall Cemetery: 

• Direct and indirect impacts to historically African American Gibson Grove Community significantly minimized 

• Gibson Grove Church is avoided with impacts minimized to 0.1 acre of temporary easement needed for drainage 

• All direct and indirect impacts to Moses Hall Cemetery completely avoided  

• Noise barrier with context sensitive treatment at the Moses Hall Cemetery 

• Gifting land owned by MDOT SHA with potential graves back to Trustees of Moses Hall Cemetery 

• Completing drainage improvements on Gibson Grove property and clearing space for their proposed parking lot 

• Upgrading parking lot on the east side Seven Locks Road and making the sidewalk and path improvements to connect 
to the existing parking lot. 

• Constructing a new sidewalk along the west side of Seven Lock Road under I-495 to reestablish the historic connection 
between Gibson Grove Church and the Moses Hall Cemetery. 
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See response #3 above. 

 

 

 

 

Response to SDEIS Comment #4 
Per NEPA and Section 4(f) practice the Final Section 4(f) Evaluation is included in this FEIS. 

Refer to Chapter 9, Section 9.3.4C regarding Section 4(f) Analysis 
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NORTHERN VIRGINIA TRANSPORTATION ALLIANCE – JASON STANFORD 

 

Response to SDEIS Comment #1 
The SDEIS published on October 1, 2021 was prepared to consider new information relative to the Preferred Alternative, 
Alternative 9 - Phase 1 South.  Building off the analysis in the existing DEIS, the SDEIS disclosed new information relevant to 
the Preferred Alternative while referencing the DEIS for information that remained valid. The SDEIS also described the 
background and context in which the Preferred Alternative, Alternative 9 - Phase 1 South was identified. The SDEIS was 
available for the public to review and comment on the Preferred Alternative during a 45-day comment period, which was 
later extended an addition 15 days, until November 15, 2021 .  Refer to Chapter 9, Section 3.7 for a response to comments 
related to public involvement and engagement. 
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Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action.  As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 

The SDEIS published on October 1, 2021 was prepared to consider new information relative to the Preferred Alternative, 
Alternative 9 - Phase 1 South.  Building off the analysis in the existing DEIS, the SDEIS disclosed new information relevant to 
the Preferred Alternative while referencing the DEIS for information that remained valid. The SDEIS also described the 
background and context in which the Preferred Alternative, Alternative 9 - Phase 1 South was identified. The SDEIS was 
available for the public to review and comment on the Preferred Alternative during a 45-day comment period, which was 
later extended an addition 15 days, until November 15, 2021.   

Refer to Chapter 9, Section 3.7 for a response to comments related to public involvement and engagement. 
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Thank you for your comments of support. 
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Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action.  As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 
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NORTHERN VIRGINIA TRANSPORTATION ALLIANCE – JASON STANFORD (ORAL TESTIMONY) 

 

 
 

Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action.  As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 
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ROCK CREEK CONSERVANCY – JEANNE BRAHA (ORAL TESTIMONY) 

 

 
 

 

Response to SDEIS Comment #1 
Approximately, 0.8 acres of additional impervious surface would be added to the Rock Creek watershed by the Preferred 
Alternative. The FEIS, Chapter 3, Section 3.1.6 provides more detail on the stormwater approach, which includes 
Environmental Site Design (ESD) to the maximum extent practicable (MEP). The result of ESD to the MEP is that onsite 
stormwater management has been maximized to ensure that chemical and sediment pollution do not negatively affect 
streams within or downstream of the project area. Areas within the LOD will be replanted to the greatest extent practicable, 
a requirement of Maryland Reforestation Law. Erosion and sediment control requirements will be met to prevent sediment 
discharges during construction.  
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Response to SDEIS Comment #1 
The FEIS reflects further design refinements and details, including final mitigation and commitments of the Preferred 
Alternative, many of which directly responded to public comments.  Refer to FEIS, Chapter 7 for a comprehensive list of 
mitigation and commitments. 
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Response to SDEIS Comment #2 
The project is required to provide stormwater treatment for all new impervious area, which includes approximately 0.8 acres 
in the Rock Creek watershed. Given the strict stormwater permitting requirements, impacts to downstream water quality 
from stormwater runoff are not expected.  

 

Response to SDEIS Comment #3 
MDOT SHA recognizes the value of vegetation for reducing the velocity of water flow, as a filtration system and for sediment 
control. MDOT SHA will replant all temporarily impacted areas to the greatest extent practicable and coordinate with the 
Maryland Forest Service to determine acceptable offsite mitigation opportunities. Maryland Reforestation Law requires state-
funded highway projects with over an acre of forest impacts to avoid and minimize forest impacts to the extent practicable 
and to mitigate all unavoidable forest impacts through first planting on-site where practicable, then planting the remainder 
of the requirement off-site on public lands within the affected county and/or watershed. If planting is not feasible, there is 
the option to purchase credits from forest mitigation banks in the affected county/watershed, or to pay into the state 
Reforestation Fund. All forest impacts will be replaced on an acre-for-acre or one-to-one basis on public lands, within two 
years or three growing seasons of project completion (MDNR, 1997) or mitigated through banks or reforestation fund 
payment, as determined through coordination with the Maryland Forest Service. Environmental Site Design (ESD) will be 
implemented to the maximum extent practicable to treat new impervious area in accordance with MDE’s stormwater 
regulations. ESD approaches include bioretention along with other environmentally sensitive approaches to stormwater 
treatment.  

 

Response to SDEIS Comment #4 
The project will be required to obtain a SWM and Erosion & Sediment permit.  In order to obtain these permits, the project 
will be required to perform analysis based upon the final design and will be required to control stormwater runoff for the 10-
year storm to match existing conditions, provide water quality treatment for all new impervious area and 50% of 
reconstructed existing impervious area to match the runoff characteristics of woods in good condition and manage the 2-year 
storm during construction so that sediment is not released to local waterways.    Variances can be requested for minimal 
increases in stormwater runoff, however, detailed hydrologic calculations will be required to show that the minimal increases 
will not result in downstream flooding or erosion.  Given the strict permitting requirements, impacts to downstream water 
quality from stormwater runoff are not expected. Refer to Chapter 9, Section 3.4.E for additional information related to 
impact analysis and mitigation of water resources, including wetlands, waterways, and stormwater management. 
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Response to SDEIS Comment #5 
MDOT SHA has committed that any future proposal for improvements to the remaining parts of I-495 within the study limits, 
outside of Phase 1 South, would advance separately and would be subject to additional environmental studies, analysis, and 
collaboration with the public, stakeholders, and agencies. 
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 SAFE SILVER SPRING – TONY HAUSNER 
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Response to SDEIS Comment #1 
Refer to Chapter 9, Section 3.3.A for a response to Analysis of Alternatives Retained for Detailed Study.  

 

Response to SDEIS Comment #2 
Thank you for your comment concerning impacts to the entire portion of the Maryland Beltway. As described in the 
Supplemental DEIS, based upon your letter it appears that the facilities and resources referenced are located outside the 
Preferred Alternative limits of build improvements and impacts have now been completely avoided. See Figure 1-1 in the 
Supplemental DEIS on page 1-2. Any future proposal for improvements to the remaining parts of I-495 within the study limits, 
outside of Phase 1 South, would advance separately and would be subject to additional environmental studies, analysis, and 
collaboration with the public, stakeholders, and agencies. 

 

Response to SDEIS Comment #3 
Thank you for your comment on the I-270 Pre NEPA study. The northern section of I-270 from I-370 to I-70 is part of a separate, 
independent planning study under the I-495 and I-270 Public-Private Partnership (P3) Program. We recognize that 
improvements are needed in the northern section of I-270 with or without the improvements being considered under this 
project, however, MDOT SHA has prioritized improvements that will address the major regional congestion at the American 
Legion Bridge. 
 
 
Response to SDEIS Comment #4 
The Study uses the MWCOG model, which includes all existing and approved planned transportation projects in the 
Washington, D.C., Metropolitan region.  The traffic analysis for the 2045 design year assumed completion of several 
background projects, both highway and transit projects, were included. The impacts of these background projects were 
assumed as part of the baseline conditions for the design year 2045 No Build Alternative and the 2045 Preferred Alternative.  
The background transit projects include: Purple Line Light Rail, Corridor Cities Transitway (CCT), US 29 Bus Rapid Transit (BRT), 
Randolph Road BRT and North Bethesda Transitway. Refer to FEIS, Chapter 3, Section 4.1.3. 

 
Response to SDEIS Comment #5 
Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed Study. 

 

Response to SDEIS Comment #6 
Refer to Chapter 9, Section 3.1 for a response on Purpose and Need and effects of the Pandemic.  

 

Response to SDEIS Comment #7 
Refer to Chapter 9, Section 3.3.B for a response to Analysis of Alternatives Retained for Detailed Study. 
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Response to SDEIS Comment #8 
Refer to Chapter 9, Section 3.6.B for a response to toll rate ranges and toll rate setting process. 

 
Response to SDEIS Comment #9 
MDOT SHA employed a conservative approach to defining the Limits of Disturbance (LOD) for all the DEIS Build Alternatives 
and Preferred Alternative. The LOD represent the proposed boundary within which all construction, mainline widening, 
managed lane access, intersection improvements, construction access, staging, materials storage, grading, clearing, erosion 
and sediment control, landscaping, drainage, stormwater management, noise barrier replacement/construction, stream 
stabilization, and related activities to the proposed roadway and interchange improvements. For additional details refer to 
Chapter 9, Section 3.4.A for a response to Limits of Disturbance. 

 
Response to SDEIS Comment #10 
Refer to Chapter 9, Section 3.4.G for a response to climate change considerations. 

 



   FINAL ENVIRONMENTAL IMPACT STATEMENT 
 

 APPENDIX T – SDEIS COMMENTS - COMMUNITY ORGANIZATIONS CO-695 

 

 

 

 

 

 

 

#1 

SEVEN LOCKS CIVIC ASSOCIATION, INC 

 

Response to SDEIS Comment #1 
The traffic results showing delay increases on River Road and Clara Barton Parkway were preliminary and were based on draft 
designs.  Now that the Preferred Alternative has been identified and the design has been updated, these results have been 
updated.  The results indicate that the net impact of the Preferred Alternative will be an overall reduction in delay on the 
surrounding arterials, including a 4.8 percent reduction in daily delay on the arterials in Montgomery County, despite some 
localized increases in arterial traffic near the managed lane access interchanges.  The portions of the local road network with 
an anticipated increase in volumes were evaluated in more detail as part of this FEIS, and mitigation was proposed where 
needed to maintain acceptable operations and safety per FHWA Interstate Access Point Approval guidelines. Refer to FEIS 
Appendix B. 
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 SIERRA CLUB MARYLAND CHAPTER ET AL. 

 

 
Refer to page CO-735 for the full Sierra Club SDEIS comment letter and page CO-826 for the comment response. 
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SUBURBAN MARYLAND TRANSPORTATION ALLIANCE (SMTA) – SAMUEL RAKER (ORAL TESTIMONY) 

 

 
 

Response to SDEIS Comment #1 
MDOT SHA and FHWA appreciate your comment on the proposed action.  As a result of the NEPA process, including 
consideration of all public, stakeholder and agency comments concerning the project, MDOT SHA and FHWA have identified 
Alternative 9 Phase 1 South as the Preferred Alternative giving consideration to economic, environmental, technical, and 
other factors as detailed in the SDEIS and FEIS. 
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 THE EVERGREEN COMMUNITY 

 

 
 

This page is intentionally left blank. 

 



   FINAL ENVIRONMENTAL IMPACT STATEMENT 
 

 APPENDIX T – SDEIS COMMENTS - COMMUNITY ORGANIZATIONS CO-699 

  

 

 
 

Thank you for your comments.  The 6 major issues listed on pages 1 and 2 of your comment letter are addressed on the 
subsequent pages associated with each detailed discussion in your letter. 
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Response to SDEIS Comment #1 
Refer to Chapter 9, Section 3.4.D for a response to Environmental Justice and equity concerns. 

Response to SDEIS Comment #2 
The Visual Impact Assessment (VIA) was completed on the Preferred Alternative and documented in the FEIS in Chapter 5, 
Section 5.6 and FEIS, Appendix H and includes renderings in the area of concern around Seven Locks Road and Cabin John 
Stream Valley Park, Unit 2.  The VIA concluded that construction of the Preferred Alternative would not introduce new 
elements incompatible with the existing visual character or qualities along the study corridors or that experienced by 
neighbors. Vegetation removal will be mitigated based on state and local agency requirements and standards to maintain the 
visual quality of the key locations. It is expected that aesthetic and landscaping guidelines will detail materials, lighting, 
signage, and vegetation standards contextually compatible with the study corridor. Aesthetic and landscaping guidelines will 
vary along the study corridor to incorporate the aesthetic and context of the neighbor stakeholders and surrounding 
resources. By inviting neighbor stakeholders in the development of the aesthetic and landscaping guidelines, MDOT SHA 
would ensure that the Preferred Alternative would be consistent with applicable laws, ordinances, regulations, policies, and 
standards. As a result, the contextual compatibility impact of the proposed action would be low. 

The Preferred Alternative does not include an elevated structure to implement the HOT managed lanes at Seven Locks Road. 
Between Persimmon Tree Road and Seven Locks Road, the Preferred Alternative includes four general purpose lanes and two 
high-occupancy toll managed lanes in each direction.  An acceleration lane will also be built along the outer loop for 
approximately 1000-feet east of Seven Locks Road.  No ramps are proposed in this area.  The proposed typical section serves 
to minimize the roadway footprint between the Carderock Springs Historic District and Gibson Grove Church along the outer 
loop and the Morningstar Tabernacle No. 88 Moses Hall & Cemetery along the inner loop.  The centerline of I-495 will be 
relocated such that it gradually shifts away from the Cemetery as it moves north from Persimmon Tree Road; at the Cemetery 
the proposed median barrier between inner loop and outer loop traffic will be approximately 25 feet further from the 
Cemetery than the existing median barrier.  Flyover ramps are no longer proposed in this area and thus will not create a visual 
impact.  A noise barrier in this area is anticipated to be located close to the existing right of way line.  Vegetation will need to 
be removed within the Limit of Disturbance to facilitate this construction.  

Since the DEIS, the Preferred Alternative eliminates of flyover ramps at MD 190/River Road by adjusting the location of the 
HOT lane direct access ramps between I-495 and MD 190. All HOT lanes direct access ramps within this interchange are now 
proposed to connect at a new intersection on the MD 190 bridge over I-495 without the use of flyover ramps.  

Between Seven Locks Road and MD 190/River Road, the general purpose lanes and managed lanes separate to allow space 
for highway ramps.  The existing Cabin John Parkway bridges will be replaced with new north-facing ramps to I-495 general 
purpose lanes, and I-495 managed lanes, and MD 190. New ramps connecting to Cabin John Parkway will be provided below 
existing I-495 grades, avoiding additional visual impacts to adjacent communities.  The existing loop ramps at the MD 190 
interchange will be replaced by diamond ramps.  This configuration typically allows ramps to be located further from adjacent 
houses than the SDEIS ramp configuration. 
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Response to SDEIS Comment #3 
The Preferred Alternative does not result in any full acquisitions or residential or business displacements; therefore, no homes 
would be taken due to the proposed roadway widening. 
 
Sliver impacts to properties along I-495 within the Evergreen community are proposed for elements such as roadside grading, 
on-site drainage and stormwater management, and noise barrier replacement/construction. These partial property 
acquisitions are considered ones that do not cause a residential relocation and have been assumed where a principle building 
of a residence or community facility is located more than 20 feet from the Preferred Alternative limits of disturbance. 
 
As the design is advanced on the Preferred Alternative there may be further reductions in impacts. An important benefit to 
conducting a P3 process with pre-development work concurrent with the NEPA process is to increase efficiency by receiving 
input by the Developer on design and ancillary elements of the project such as stormwater management. This collaborative 
effort ensures that the design and associated limits of disturbance (LOD) are appropriate and feasible ahead of final design. 
While additional LOD changes may occur during final design, including additional avoidance and minimization, the risk of 
substantial changes in the LOD or substantial increase in environmental impacts is significantly lowered by the early 
involvement of the Developer.  
 



   FINAL ENVIRONMENTAL IMPACT STATEMENT 
 

 APPENDIX T – SDEIS COMMENTS - COMMUNITY ORGANIZATIONS CO-702 

 

 

 

 

 

#3 

 

 

 

 

 

 

 

#4 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

#5 

 

 

Response to SDEIS Comment #4  
Since there is a documented drainage complaint at the Moses Cemetery the current draft SWM concept presented in the FEIS 
diverts all the impervious area from I-495 away from the cemetery property to the north side of the highway where it is 
treated in a SWM facility.  As a result, the houses between I-495 and Cypress Grove Lane will see a significant reduction in 
surface runoff. 

The majority of the SWM runoff along Cypress Grove Lane will be diverted, however, some runoff will still be directed to the 
existing 21”RCP located behind 8021 Cypress Grove Lane and the existing swale located between Osage Lane and Cypress 
Grove Lane.  This project will be required to control stormwater runoff for the 10-year storm to match existing conditions 
prior to leaving MDOT SHA ROW; therefore the runoff at both locations will not be increased and given that the surface runoff 
is being directed elsewhere, the total runoff will be significantly reduced. 

 

Response to SDEIS Comment #5 
Impacts during construction are a key consideration for the overall project.  As the design is finalized, constructability reviews 
will be completed and a Transportation Management Plan will be developed to assess operations during construction and lay 
out a set of strategies that will be implemented to manage work zone impacts. 

It is anticipated that construction will last approximately five to six years. Details related to precisely when and where 
construction related activities will occur will be determined in final design, however, the project will likely require night work 
to occur when activities could not be completed safely during the day. Advanced notice of construction related activities 
would be provided and all reasonable efforts to minimize impacts to residential communities would be undertaken. Impacts 
associated with construction that will be further evaluated for the Selected Alternative in final design include traffic 
congestion associated with construction maintenance of traffic, utility disruptions, construction vibration, erosion and 
sediment and control, and construction related noise.  

The management of construction impacts is addressed in an agreement between MDOT SHA and the Developer.  Pursuant to 
that agreement, coordination with the neighboring communities will continue through final design and construction.   The 
agreement includes requirements to minimize impacts to surrounding communities and the traveling public, while completing 
construction as soon as possible. Work hours and duration of construction will be identified to minimize impacts to traffic in 
an effort to reduce construction related congestion and in consideration of noise and vibration impacts to adjacent 
communities. Construction methods and materials will comply with contract, state and federal regulation, and environmental 
permits and mitigation requirements. Careful attention will be taken to assure that material placement will occur when 
weather conforms to industry standards and regulation. In addition to required governmental inspections, the Developer is 
required by contract to provide independent environmental, quality, and safety oversight of its contractor’s performance. 
Refer to Final Phase 1 P3 Agreement, https://oplanesmd.com/p3-information/phase-1-agreement/. Once the Developer has 
selected a Design-Build Contractor(s), the schedule and duration for Phase 1 South construction will be made available to the 
public. 

For additional information refer to Chapter 9, Section 3.4.I for a response to construction impacts. 

 

https://oplanesmd.com/p3-information/phase-1-agreement/
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Response to SDEIS Comment #6 

The traffic results showing delay increases on River Road and Clara Barton Parkway were preliminary and were based on draft 
designs.  Now that the Preferred Alternative has been identified and the design has been updated, these results have been 
updated.  The results indicate that the net impact of the Preferred Alternative will be an overall reduction in delay on the 
surrounding arterials, including a 4.8 percent reduction in daily delay on the arterials in Montgomery County, despite some 
localized increases in arterial traffic near the managed lane access interchanges.  The portions of the local road network with 
an anticipated increase in volumes were evaluated in more detail as part of this FEIS, and mitigation was proposed where 
needed to maintain acceptable operations and safety per FHWA Interstate Access Point Approval guidelines. Refer to FEIS, 
Appendix B. 

Response to SDEIS Comment #7 

As part of this project, the existing sound barrier that crosses Seven Locks Road along the outer loop of I-495 will be replaced 
and extended along the outer loop of I-495 to Persimmon Tree Road.  A new barrier is proposed along the inner loop of I-495 
from just south of Cabin John Parkway to Persimmon Tree Road.  The new barriers will be constructed as close to the roadway 
as possible to minimize or avoid property impacts.  As described in the Supplemental DEIS (SDEIS) and the supporting Noise 
Analysis Technical Report Addendum the noise analysis is based on the current preferred alternative design and MDOT SHA's 
Highway Noise Abatement Planning and Engineering Guidelines ("Noise Guidelines"), which detail implementation guidance, 
critical background information, rationale, and other comprehensive criteria associated with a highway noise study. The noise 
policy and guidelines are based upon the provisions contained in Title 23 of the Code of Federal Regulations Part 772 (23 CFR 
772), Procedures for Abatement of Highway Traffic Noise and Construction Noise and the Federal Highway Administration 
(FHWA) report FHWA-HEP-10-025, Highway Traffic Noise: Analysis and Abatement Guidance and subsequent revisions. 

The DEIS, SDEIS and FEIS all include the "Statement of Likelihood" that is required by FHWA regulation 23 CFR 772.13(g)(3):   

"A statement of likelihood shall be included in the environmental document since feasibility and reasonableness 
determinations may change due to changes in project design after approval of the environmental document. The statement 
of likelihood shall include the preliminary location and physical description of noise abatement measures determined feasible 
and reasonable in the preliminary analysis. The statement of likelihood shall also indicate that final recommendations on the 
construction of an abatement measure(s) is determined during the completion of the project's final design and the public 
involvement processes." 

Because we are in the NEPA phase of this project, we do not yet have detailed engineering plans, including soil borings and 
field surveyed topography.  This level of detail is obtained during the final design phase of a project.  The design, appearance 
and final alignment of the sound barriers will also be finalized during final design.  The project must receive NEPA approval 
before final design is initiated, per 23 CFR 771.113(a).  MDOT SHA is sensitive to the visual impact of a sound barrier when it 
is located directly adjacent to a residence.  Sound barriers are most effective when placed directly adjacent to either the noise 
source (the highway) or the receiver (the residence).  Ideally sound barriers are placed close to the highway, but in some 
cases, they must be located close to a residence in order to maximize the effectiveness.  Sound barriers have a height 
limitation of 40 feet, and any structure over 24 feet requires a significantly larger foundation (which leads to more ground 
disturbance and environmental impacts).  MDOT SHA will make every effort to keep the sound barriers as close to the highway 
as possible, but because of the varied topography of the Carderock Springs Community, it may be necessary to locate the 
walls at the top of the slope in order for them to effectively reduce the highway noise levels.   

At this time there is no sound barrier proposed along the flyover ramps at River Road, however this area will continue to be 
evaluated during final design.  The noise levels that were shown in the DEIS, as well as the 66 dBA contour line, were developed 
assuming the existing sound barrier was not there.  This was done in order to get a baseline worst case future noise level for 
design of the replacement sound barrier.  As shown in the above referenced mapping and described in the SDEIS, the 
receptors along Seven Locks Road north of I-495 are not impacted by noise under future build conditions.   
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Response to SDEIS Comment #8 

The FEIS reflects further design refinements and details, including final mitigation and commitments of the Preferred 
Alternative, many of which directly responded to public comments.  Refer to FEIS, Chapter 7 for a comprehensive list of 
mitigation and commitments. 

 

MDOT SHA acknowledges receipt of the Evergreen DEIS Comment Letter dated October 16, 2020 and Drainage and 
Stormwater Damage Attachments that was appended to this SDEIS Comment Letter.  Refer to Appendix T for a response to 
this DEIS Comment Letter. 
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WASHINGTON AREA BICYCLIST ASSOCIATION – STEPHANIE PIPERNO (NOVEMBER 10, 2021) 

 

Response to SDEIS Comment #1 
Public comments supporting a direct connection of the shared use path from the ALB to the Chesapeake and Ohio Canal 
towpath were received by MDOT SHA, FHWA and NPS during the SDEIS public comment period.  To be responsive, a direct 
connection to the Chesapeake and Ohio Canal towpath has been incorporated into the preliminary design and is accounted 
for in the Preferred Alternative LOD and impact analyses. The three shared use path options connecting to MacArthur 
Boulevard presented in the SDEIS are no longer under consideration in this FEIS. The direct connection to the Chesapeake and 
Ohio Canal towpath results in fewer NPS property and natural resource impacts. MDOT SHA and the Developer will continue 
to coordinate with NPS to review the condition of the existing connection between the Chesapeake and Ohio Canal towpath 
and the MacArthur Boulevard sidepath outside of the Study Area. The alignment of the proposed shared use path connection 
to the Chesapeake and Ohio Canal towpath is shown in FEIS Appendix E. 
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Response to SDEIS Comment #1 
NEPA’s CEQ regulations require every environmental impact statement to include a No Build Alternative for detailed 
assessment.  The No Build Alternative serves as a baseline alternative for comparison to all proposed action alternatives.  For 
the Study, the No Build Alternative does not include any improvements to I-495 and I-270 but does reflect all other multimodal 
transportation initiatives and projects included in the “Visualize2045” plan adopted by the Metropolitan Washington Council 
of Governments (2018).  See DEIS, Chapter 2, Section 2.3.  Based on a comprehensive review of regional demographics and 
traffic data, the No-Build Alternative would not address any of the significant operational issues under existing conditions and 
fails to accommodate any of the congestion relief metrics established for evaluating all Build Alternatives.  See DEIS, Chapter 
3 and DEIS Appendix C. For a discussion of the basis for the Purpose and Need and for the Selection of the Preferred 
Alternative, please see related Common Theme Responses and the SDEIS and FEIS. 
 
Based on our biennial bridge inspection findings and experience on similar heavily-traveled steel superstructure bridges, we 
estimate that the current lifespan of the superstructure and substructure are 10-15 years before they would deteriorate to 
poor condition needing replacement.   This assumes that additional repairs and preservation activities are not undertaken 
during that time. Even with repairs and preservation activities, such as a deck replacement, cleaning, painting, and steel 
repairs to the superstructure, and concrete repairs to the substructure units, this 59-year-old bridge would require 
considerable capital investment to maintain it in a state of good repair. In determining the need to replace a structure, we 
consider the cost to maintain and rehabilitate all three elements (deck, superstructure and substructure), the functional needs 
of the bridge, and the disruption to traffic during construction.  Refer to Chapter 9, Section 9.3.5 for a response on the P3 
Program and Project Costs. 
 

Response to SDEIS Comment #2 
Public comments supporting a direct connection of the shared use path from the ALB to the Chesapeake and Ohio Canal 
towpath were received by MDOT SHA, FHWA and NPS during the SDEIS public comment period.  To be responsive, a direct 
connection to the Chesapeake and Ohio Canal towpath has been incorporated into the preliminary design and is accounted 
for in the Preferred Alternative LOD and impact analyses. The three shared use path options connecting to MacArthur 
Boulevard presented in the SDEIS are no longer under consideration in this FEIS. The direct connection to the Chesapeake 
and Ohio Canal towpath results in fewer NPS property and natural resource impacts. MDOT SHA and the Developer will 
continue to coordinate with NPS to review the condition of the existing connection between the Chesapeake and Ohio 
Canal towpath and the MacArthur Boulevard sidepath outside of the Study Area. The alignment of the proposed shared use 
path connection to the Chesapeake and Ohio Canal towpath is shown in FEIS Appendix E. 
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Response to SDEIS Comment #3 
A shared-use path is generally considered a transportation feature, and not a noise sensitive land use.  It would not be eligible 
for noise abatement under 23 CFR 772.   
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WASHINGTON BIOLOGISTS’ FIELD CLUB – ROBERT SORENG (ORAL TESTIMONY) 

 

 
Response to SDEIS Comment #1 
Despite the extensive avoidance and minimization efforts to NPS properties around the ALB including Plummers Island, 
impacts to Plummers Island could not be avoided completely, but impacts have been reduced by approximately 1.6 acres. In 
the DEIS, the Build Alternatives had 1.9 acres of impacts to Plummers Island. Under the Preferred Alternative, the impacts 
have been reduced to approximately 0.28 acres of impact to Plummers Island, of which less than 0.1 acres would be 
permanent impact and 0.27 acres would be temporary impact. Impacts to Plummers Island would be required for the ALB 
substructure, including permanent use for three, discrete, approximately 10-foot diameter pier foundations and temporary, 
construction activities. Temporary construction activities may include efforts such as excavation, access for demolition of 
existing bridge foundation and piers, and slope protection. Access to the existing and proposed piers is required for these 
activities. 

No wetlands, as delineated per Section 404 or the National Park Service, will be impacted on Plummers Island by the Preferred 
Alternative. The impact to the island was determined based on the Ordinary High Water (OHW) Mark. Area within the OHW 
mark is considered waterway by the US Army Corps of Engineers and permitted as such. Area landward of the OHW mark is 
considered part of the island. All construction impacts would be contained within the Limits of Disturbance included in the 
Final Environmental Impact Statement.  

We appreciate the ecological importance of Plummers Island and the greater Potomac Gorge, which include rare habitats and 
rare, threatened, and endangered (RTE) organisms. We recognize the long-term biological studies conducted on and around 
the island have contributed to the understanding of these important habitats and the wildlife they support and that impacts 
would not only affect these diverse habitats and wildlife, but would affect a place that is important to many people for 
recreation. MDOT SHA has limited impact to Plummers Island and the Potomac Gorge to the greatest extent practicable, while 
maintaining constructability of the project. MDOT SHA conducted a four-season RTE plant survey in 2020 to identify the RTE 
plant species located within the project area. MDOT SHA is coordinating closely with NPS to develop an ecosystem restoration 
plan to limit impacts as much as possible and mitigate for impacts that cannot be avoided and will continue to coordinate 
with the Washington Biologists Field Club to ensure your concerns are heard and responded to. 

Response to SDEIS Comment #2 
The historic property boundary for the Washington Biologists’ Field Club was established using the tax parcel boundary, as is 
standard for MDOT SHA Section 106 survey efforts.  In preparing the National Register of Historic Places determination of 
eligibility documentation, MDOT SHA did not find character-defining features of the historic property that justified a different 
boundary.   

Response to SDEIS Comment #3 
MDOT SHA held a meeting with the Washington Biologists’ Field Club and NPS on November 29, 2021 to discuss Section 106 
mitigation of the Washington Biologists’ Field Club on Plummers Island historic property. 
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Response to SDEIS Comment #1 
The historic property boundary for the Washington Biologists’ Field Club was established using the tax parcel boundary, as is 
standard for MDOT SHA Section 106 survey efforts.  In preparing the National Register of Historic Places determination of 
eligibility documentation, MDOT SHA did not find character-defining features of the historic property that justified a different 
boundary.   

Response to SDEIS Comment #2 
Despite the extensive avoidance and minimization efforts to NPS properties around the ALB including Plummers Island, 
impacts to Plummers Island could not be avoided completely, but impacts have been reduced by approximately 1.6 acres. In 
the DEIS, the Build Alternatives had 1.9 acres of impacts to Plummers Island. Under the Preferred Alternative, the impacts 
have been reduced to approximately 0.28 acres of impact at Plummers Island, of which less than 0.1 acres would be 
permanent impact and 0.27 acres would be temporary impact. Impacts to Plummers Island would be required for the ALB 
substructure, including permanent use for three, discrete, approximately 10-foot diameter pier foundations and temporary, 
construction activities. Temporary construction activities may include efforts such as excavation, access for demolition of 
existing bridge foundation and piers, and slope protection. Access to the existing and proposed piers is required for these 
activities. 

No wetlands, as delineated per Section 404 or the National Park Service, will be impacted on Plummers Island by the Preferred 
Alternative. The impact to the island was determined based on the Ordinary High Water (OHW) Mark. Area within the OHW 
mark is considered waterway by the US Army Corps of Engineers and permitted as such. Area landward of the OHW mark is 
considered part of the island. All construction impacts would be contained within the Limits of Disturbance included in the 
Final Environmental Impact Statement.  

We appreciate the ecological importance of Plummers Island and the greater Potomac Gorge, which include rare habitats and 
rare, threatened, and endangered (RTE) organisms. We recognize the long-term biological studies conducted on and around 
the island have contributed to the understanding of these important habitats and the wildlife they support and that impacts 
would not only affect these diverse habitats and wildlife, but would affect a place that is important to many people for 
recreation. MDOT SHA has limited impact to Plummers Island and the Potomac Gorge to the greatest extent practicable, while 
maintaining constructability of the project. MDOT SHA conducted a four-season RTE plant survey in 2020 to identify the RTE 
plant species located within the project area. MDOT SHA is coordinating closely with NPS to develop an ecosystem restoration 
plan to limit impacts as much as possible and mitigate for impacts that cannot be avoided and will continue to coordinate 
with the Washington Biologists Field Club to ensure your concerns are heard and responded to. 
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Response to SDEIS Comment #3 
The oxbow of the Potomac River around Plummers Island would not be impacted by the Preferred Alternative. Bridge piers 
will not be placed in the oxbow and the bridge will span the oxbow to limit disruption to the waterway. The rocky outcrops 
flanking the channel will not be significantly reshaped, however bridge pier supports will need to be located on the rocky 
outcrop. The bridge pier support is anticipated to be a drilled shaft, which would limit the impact to the existing land form.  

 

Response to SDEIS Comment #4 
Full hydrologic and hydraulic analysis will be completed in final design to ensure that the implications of bridge construction 
on potential flooding are fully considered for both the oxbow of the Potomac River around Plummers Island and the Potomac 
River itself.  

 

Response to SDEIS Comment #5 
Water quality treatment for the ALB is not feasible since NPS has indicated that they will not accept any SWM on their land 
and all the land surrounding the ALB is owned by NPS. Some alternative practices exist that may be feasible to provide some 
level of pretreatment of the bridge or approaches that may be incorporated into the drainage design.  These practices are not 
approved to provide water quality credit in Maryland and may prove to be infeasible given the various site constraints during 
final design.  However, MDOT SHA will consider use of these alternative practices on or around the ALB area within MDOT 
SHA ROW. 

 

Response to SDEIS Comment #6 
While there have been many published studies discussing the effect of noise on wildlife, there is not an approved methodology 
for defining noise impacts to wildlife and evaluating the effectiveness of abatement.  The analysis of noise impacts and 
abatement for this project was completed in compliance with FHWA regulations (23 CFR 772), which are written to protect 
the human environment.  Humans as a species are perceptible to a specific range of sound frequencies; the noise levels used 
in our analysis are weighted to reflect this.   

 

Response to SDEIS Comment #7 
The shared use path is part of the new ALB.  The shared use path is supported by both state Governor’s and has a large amount 
of support from the public. 

 

Response to SDEIS Comment #8 
Refer to Chapter 9, Section 3.1 for a response on Purpose and Need, effects of the Pandemic, and impacts of 
teleworking/remote working. 

 

Response to SDEIS Comment #9 
Refer to Chapter 9, Section 3.4.G for a response to climate change considerations. 
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See response to Comment #9 above. 

Response to SDEIS Comment #10 
Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed Study. 
 

Response to SDEIS Comment #11 
Refer to Chapter 9, Section 3.4.M for a response to impacts to utilities and associated cost of repairs. 

Refer to Chapter 9, Section 3.5 for a response to the P3 Program or Board of Public Works and Project Costs. 

 
Response to SDEIS Comment #12 
Refer to Chapter 9, Section 3.6.A for a response on opposition to managed lanes or tolling public roads. 

Refer to Chapter 9, Section 3.6.B for a response to toll rate ranges and toll rate setting process. 

 
Response to SDEIS Comment #13 
Refer to Chapter 9, Section 3.5 for a response to the P3 Program or Board of Public Works and Project Costs. 

 
Response to SDEIS Comment #14 
Refer to Chapter 9, Section 3.4.I for a response to construction impacts. 

 
Response to SDEIS Comment #15 
Refer to Chapter 9, Section 3.4 for a response on the NEPA approach, analysis and impacts.   

 
Response to SDEIS Comment #16 
Based on our biennial bridge inspection findings and experience on similar heavily-traveled steel superstructure bridges, 
MDOT SHA estimates that the current lifespan of the superstructure and substructure of the existing ALB are 10-15 years 
before they would deteriorate to poor condition needing replacement.    

This assumes that additional repairs and preservation activities are not undertaken during that time. Even with repairs and 
preservation activities, such as a deck replacement, cleaning, painting, and steel repairs to the superstructure, and concrete 
repairs to the substructure units, this 59-year-old bridge would require considerable capital investment to maintain it in a 
state of good repair. In determining the need to replace a structure, we consider the cost to maintain and rehabilitate all 
three elements (deck, superstructure and substructure), the functional needs of the bridge, and the disruption to traffic during 
construction.   
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Response to SDEIS Comment #17 
Refer to Chapter 3 and Chapter 9, Section 3.3.A for a response to Analysis of Alternatives Retained for Detailed Study. 

 
Response to SDEIS Comment #18 
MDOT SHA acknowledges receipt of the WBFC DEIS Comment Letter dated November 6, 2020 that was appended to this 
SDEIS Comment Letter.  Refer to Appendix T for a response to this DEIS Comment Letter. 

 
Response to SDEIS Comment #19 
During the NEPA Study, options for rehabilitating or replacing the ALB were considered including double decking the existing 
bridge or constructing a new double decker bridge.  

Construction of a second deck over the existing structure is infeasible. The existing bridge piers cannot accommodate the load 
from a second deck. A new second deck structure would have to include structure elements that would completely span 
across the existing bridge width and new large piers and foundations that would support the new structure. These new piers 
would include substantial impact in the Potomac River and both shorelines, including on Plummer’s Island, outside of the 
existing bridge footprint. MDOT must maintain traffic on the existing American Legion Bridge, and this would not be possible 
if a new deck were to be constructed over the existing bridge.  

A new double-deck bridge replacing the existing bridge would have to be built off alignment since the structural design for 
such a bridge would have to be constructed completely separate from any demolition of the existing bridge. Either an 
upstream or downstream alignment would have considerable impacts along the Potomac River, both shorelines to 
accommodate the new alignment, and impacts to the George Washington Memorial Parkway and Clara Barton Parkway 
interchanges. In addition, a double-deck bridge would require substantial area on each shoreline to accommodate bifurcating 
the two directions of I-495 and ramping one direction to be above the other. Similar impacts and challenges would be 
associated with other major bridge designs, such as a suspension or cable-stayed bridge. 

As noted in the SDEIS, Section 4.4 and in the FEIS, Section 5.4, the ALB Strike Team considered a “west shift” of the LOD to 
entirely avoid impacts to Plummers Island and determined that a conventional construction approach with a west shift was 
also a viable option. However, MDOT SHA compared the NPS land impacts and those of the natural and cultural resources 
surrounding the ALB and determined that the on-center alignment would impact the least amount of total NPS Land; would 
not require re-configuration of the Clara Barton Parkway interchange; and would not require residential displacement, as the 
west shift alignment would. For these reasons, the on-center alignment with the reduced LOD required by the Base Option 
or Cast-In-Place Segmental bridge types was incorporated into the Preferred Alternative LOD.   
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Response to SDEIS Comment #20 
While there will be shading to the head of the oxbow of the Potomac River around Plummers Island from construction,  
trestles will be constructed over the channel so that the flow will not be affected. The trestles will be constructed so as not to 
increase flood flow onto the Potomac River floodplain. However, this floodplain functions to dissipate floodwaters from this 
large river on a regular basis, and alteration of the floodplain is part of the river’s flood cycle. Detailed hydrology and hydraulics 
analysis will be completed for this oxbow channel and for the Potomac River prior to construction to ensure that the pier 
design does not negatively impact flow. MDOT SHA has limited impact to Plummers Island to the greatest extent practicable. 
The vernal pool, “frog water,” on Plummers Island has been avoided and will not be affected by the Preferred Alternative. 
Protective silt fencing would be placed prior to construction to ensure that impacts do not extend beyond the LOD. 

Response to SDEIS Comment #21 
MDOT SHA conducted a four-season RTE plant survey in 2020 to identify the RTE plant species located within the LOD. MDOT 
SHA is coordinating closely with NPS to develop an ecosystem restoration plan to limit impacts as much as possible and 
mitigate for impacts that cannot be avoided. One component of the ecosystem restoration plan includes collection of seeds 
from seed-dispersed rare plant species prior to construction and propagation in a plant nursery followed by replanting post-
construction. Similarly, threatened individual plant species that cannot be propagated by seed will be collected, propagated, 
and replanted.  

Response to SDEIS Comment #22 
MDOT SHA has limited impact to Plummers Island to the greatest extent practicable to limit impacts to the important long-
term research plots located there. Unfortunately, there are a couple of research plots that would be affected by construction 
and shading of the replacement bridge and could not be avoided. MDOT SHA would like to work with WBFC to ensure that 
the disturbance results in the least impact to long-term studies.  

Response to SDEIS Comment #23 
MDOT SHA has limited impact to Plummers Island to the greatest extent practicable to limit impacts to past research plots 
and collection sites. There is no alternative to replacing the American Legion Bridge and unfortunately it passes through an 
important ecological area.  

Response to SDEIS Comment #24 
Invasive species do often establish in disturbed areas. The ecosystem restoration plan developed to mitigate for impacts will 
include a plan to control invasive species and will replant disturbed areas with native plant species to limit the opportunity 
for non-native colonization.  
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Response to SDEIS Comment #25 
MDOT SHA recognizes the dynamic flood regime of the Potomac River and understands the concerns associated with large 
storms during construction. To minimize this risk, trestles and temporary construction platforms will be built to withstand the 
100-year storm to ensure that construction materials do not blow out during storm events. Full hydrologic and hydraulic 
analysis will be completed in final design to ensure that the implications of bridge construction on potential flooding are fully 
considered for both the oxbow of the Potomac River around Plummers Island and the Potomac River itself.  

 
Response to SDEIS Comment #26 
In earlier coordination, NPS requested that no noise barriers be constructed within NPS-managed land due to Section 4(f) 
concerns.   

 
Response to SDEIS Comment #27 
Water quality treatment for the ALB is not feasible since NPS has indicated that they will not accept any SWM on their land 
and all the land surrounding the ALB is owned by NPS. Some alternative practices exist that may be feasible to provide some 
level of pretreatment of the bridge or approaches that may be incorporated into the drainage design.  These practices are not 
approved to provide water quality credit in Maryland and may prove to be infeasible given the various site constraints during 
final design.  However, MDOT SHA will consider use of these alternative practices on or around the ALB area within MDOT 
SHA ROW. 

 
Response to SDEIS Comment #28 
We understand that the long-term biological studies conducted on and around Plummers Island have contributed and 
continue to contribute to the understanding of a myriad of plant and animal species, trends in biodiversity, and effects of 
climate change, as well as many other important research contributions. MDOT SHA has limited impact to Plummers Island 
and the Potomac Gorge to the greatest extent practicable, while maintaining constructability of the project. The American 
Legion Bridge requires replacement, and it is unfortunate that it crosses important ecological areas that support long-term 
research. MDOT SHA is coordinating closely with NPS to develop an ecosystem restoration plan to limit impacts as much as 
possible and mitigate for impacts that cannot be avoided. 
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Response to SDEIS Comment #29 
MDOT SHA has been consulting with the Washington Biologists Field Club and Maryland Historical Trust through the Section 
106 process. MDOT SHA found the WBFC on Plummers Island to be eligible for the National Register of Historic Places, has 
found an adverse effect to the property, and is identifying mitigation through the Programmatic Agreement. 

MSOT SHA responded to your Section 106 comments through the Section 106 process and development of the draft 
Programmatic Agreement which was shared with representatives of the WBFC on January 4th as a consulting party.  

See previous pages for responses to other comments outside the Section 106 process that were raised.  
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See response above for SDEIS Comment #29. 
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See response above for SDEIS Comment #29. 
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See response above for SDEIS Comment #29. 
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See response above for SDEIS Comment #29. 
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See response above for SDEIS Comment #29. 
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See response above for SDEIS Comment #29. 
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See response above for SDEIS Comment #29. 
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See response above for SDEIS Comment #29. 

 

Response to SDEIS Comment #30 
NEPA’s CEQ regulations require every environmental impact statement to include a No Build Alternative for detailed 
assessment.  The No Build Alternative serves as a baseline alternative for comparison to all proposed action alternatives.  For 
the Study, the No Build Alternative does not include any improvements to I-495 and I-270 but does reflect all other multi-
modal transportation initiatives and projects included in the regional Constrained Long Range Plan, “Visualize2045”, adopted 
by the Metropolitan Washington Council of Governments in October 2018.  Refer to DEIS, Chapter 2, Section 2.3.  Based on a 
comprehensive review of regional demographics and traffic data, the No Build Alternative would not address any of the 
significant operational issues under existing conditions and fails to accommodate any of the congestion relief metrics 
established for evaluating all Build Alternatives.  Refer to DEIS, Chapter 3 and DEIS Appendix C. For a discussion of the basis 
for the Purpose and Need and for the Selection of the Preferred Alternative, please see related Common Theme Responses 
and the SDEIS and FEIS. 

Transit alternatives were considered. Refer to Chapter 9, Section 3.2.B for a response to Alternatives Not Retained for Detailed 
Study. 

Refer to Chapter 9, Section 3.6.A for a response on opposition to managed lanes or tolling public roads. 

Refer to Chapter 9, Section 3.3.A for a response to Analysis of Alternatives Retained for Detailed Study. 
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Response to SDEIS Comment #31 
Despite the extensive avoidance and minimization efforts to NPS properties around the ALB including Plummers Island, 
impacts to Plummers Island could not be avoided completely, but impacts have been reduced by approximately 1.6 acres. In 
the DEIS, the Build Alternatives had 1.9 acres of impacts to Plummers Island. Under the Preferred Alternative, approximately 
0.28 acres of impact at Plummers Island would be impacted, of which less than 0.1 acres would be permanent impact and 
0.27 acres would be temporary impact. Impacts to Plummers Island would be required for the ALB substructure, including 
permanent use for three, discrete, approximately 10-foot diameter pier foundations and temporary, construction activities. 
Temporary construction activities may include efforts such as excavation, access for demolition of existing bridge foundation 
and piers, and slope protection. Access to the existing and proposed piers is required for these activities. 
 

Response to SDEIS Comment #32 
See response to Comment #4 above.  

 

Response to SDEIS Comment #33 
The historic property boundary for the Washington Biologists’ Field Club was established using the tax parcel boundary, as is 
standard for MDOT SHA Section 106 survey efforts.  In preparing the National Register of Historic Places determination of 
eligibility documentation, MDOT SHA did not find character-defining features of the historic property that justified a different 
boundary.   
 

Response to SDEIS Comment #34 
See response to Comment #22 above. 

 

Response to SDEIS Comment #35 
Water quality treatment for the ALB is not feasible since NPS has indicated that they will not accept any SWM on their land 
and all the land surrounding the ALB is owned by NPS. Some alternative practices exist that may be feasible to provide some 
level of pretreatment of the bridge or approaches that may be incorporated into the drainage design.  These practices are not 
approved to provide water quality credit in Maryland and may prove to be infeasible given the various site constraints during 
final design.  However, MDOT SHA will consider use of these alternative practices on or around the ALB area within MDOT 
SHA ROW. 
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