2

ALTERNATIVES CONSIDERED

This chapter provides background information on the range of alternatives considered in the Draft
Environmental Impact Statement (Draft EIS) and Supplemental Draft Environmental Impact Statement
(Supplemental Draft EIS) for the Dulles Corridor Rapid Transit Project, and a definition of the alternatives
evaluated in this Final EIS.
The alternative formerly known as “LPA Phase 1” in the October 2003 Supplemental Draft Environmental
Impact Statement and Section 4(f) Evaluation has been renamed the Wiehle Avenue Extension in this
Final EIS and is expected to begin operations in 2011. This change reflects the federal approach to the
project’s funding under the Federal Transit Administration’s New Starts program. It will assure
consistency among the environmental, engineering and financial documents during the project’s
development.
In the October 2003 Supplemental Draft Environmental Impact Statement and Section 4(f) Evaluation as
well as this Final EIS, the term “full LPA” represents the Wiehle Avenue Extension and the second phase
of the Dulles Corridor Rapid Transit Project. This second phase would extend west from Wiehle Avenue
to Washington Dulles International Airport and Route 772 and is expected to begin operations in 2015.
The term “LPA”, “proposed action”, or “selected LPA” refers to both the Wiehle Avenue Extension and the
full LPA collectively.
Section 2.1 provides an overview of preliminary alternatives previously considered but eliminated from
further consideration early in the evaluation process.
Section 2.2 provides an overview of the alternatives considered in the Draft EIS and a summary of the
Draft EIS findings and recommendations.
Section 2.3 provides an overview of the alternatives considered in the Supplemental Draft EIS and a
summary of the Supplemental Draft EIS findings and recommendations.
Section 2.4 presents a description of the alternatives evaluated in this Final EIS, including a comparative
summary of the anticipated effects for each alternative.

2.1

ALTERNATIVES PREVIOUSLY CONSIDERED

This section presents an overview of the process that led to the selection of alternatives and includes a
brief summary of the reasons why particular alternatives were eliminated from further consideration.
Numerous alternatives were evaluated throughout the environmental review phase of the Dulles Corridor
Rapid Transit Project. Consistent with the approach outlined in the Evaluation Methodology Report
(November 2000), the effectiveness of each alternative was assessed based on social, environmental,
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economic, and transportation factors. The evaluation process applied increasingly detailed and
comprehensive measures of effectiveness to a decreasing number of alternatives. This process allowed
decision-makers to identify similarities, differences, and trade-offs between each alternative, and to carry
forward those alternatives that were determined to best achieve the following:







Improve transportation service;
Increase transit ridership;
Support future development;
Support environmental quality;
Provide cost-effective, achievable transportation choices; and
Serve diverse populations.

The initial set of alternatives considered for the Dulles Corridor Rapid Transit Project included various
rapid transit modes, alignments, station locations, and ancillary facilities. These alternatives were
developed based on recommendations from the Dulles Corridor Transportation Study (1997), the
Supplement to the Dulles Corridor Transportation Study (1999), and the scoping process for the Draft
EIS. These initial alternatives were subjected to a two-phase screening process to determine which
should be advanced for more detailed evaluation in the Draft EIS. For the initial screening process, most
measures were qualitative. Criteria included consistency with land use plans, order of magnitude capital
costs, access to activity centers within the Dulles Corridor and the region, and compatibility with existing
infrastructure, among others. Alternatives carried forward from initial screening were subjected to a more
rigorous evaluation in intermediate screening. In this phase of evaluation, many of the criteria applied
during initial screening were measured more quantitatively. Alternatives that performed well were
advanced for more detailed evaluation in the Draft EIS. The results of the screening evaluation are
documented in detail in the Final Alternatives Analysis Report (May 2001).
During the preparation of the Draft EIS and the subsequent public review and comment period, the
ongoing development and review of alternatives resulted in several design refinements of existing
alternatives, as well as the identification of new alternatives. These refinements and alternatives were
evaluated using the methodology developed for the project, and decisions regarding further analysis were
based on the same social, environmental, economic, and transportation factors used for initial and
intermediate screening. The results of these analyses are documented in post-screening technical
memoranda and detailed information on alternatives considered before and after publication of the Draft
EIS can be found in the Addendum to the Final Alternatives Analysis Report (November 2004).
Based on public comments received, agency coordination, and the evaluation of alternatives documented
in the Draft EIS, the Commonwealth Transportation Board (CTB) and the Washington Metropolitan Area
Transit Authority (WMATA) Board of Directors selected the Metrorail Alternative as the Locally Preferred
Alternative (LPA) for the Dulles Corridor Rapid Transit Project. Later, the two Boards revised the LPA.
Tables 2.1-1 through 2.1-5 present a summary of alternatives that were previously considered during the
two-phase screening process, and during the ongoing EIS and public review process. The tables identify
the consideration points for the various alternatives and reasons for their elimination from further
consideration. Additional information can be found in Appendix H of this Final EIS. More detail about the
alternatives considered and the rationale for advancing particular alternatives is presented in the Final
Alternatives Analysis Report, its Addendum to the Final Alternatives Analysis Report, and Attachment A
to the Public Hearings Report Supplement (November 2002).
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Table 2.1-1: Modes Considered
Alternative

Phase During Which
Considered

Personal Rapid Transit

Initial Screening

Not a technology intended to provide the long-distance, highspeed service required in the Dulles Corridor.

Light Rail Transit

Initial Screening

Would not be as cost-effective as Metrorail. W ould require a
transfer, which would reduce ridership. Would have costs
similar to Metrorail because it would also require grade
separation in Tysons Corner and at Dulles Airport.

Monorail

Initial Screening

Would not be as cost-effective as Metrorail. W ould require a
transfer, which would reduce ridership. Would have
comparable or higher costs than Metrorail.

Feeder System to Metrorail
Stations in Tysons Corner
(LRT, People Mover)

Initial Screening

Would not be cost-effective. Previous analysis showed
feeder system would not enhance ridership on mainline and
would substantially add to the cost of the project.

Bus Rapid Transit (BRT) or
Express Buses in a Dedicated
Lane on the Dulles International
Airport Access Highway
(DIAAH)

Initial Screening

Current and future traffic projections do not warrant
construction of a dedicated lane as part of the project. At
worst, during peak periods, traffic flow is expected to be
moderately congested.

BRT

Initial Screening, Draft EIS

Would not provide same degree of improvements in
transportation service or overall transit ridership as Metrorail.
Would be less likely to support focused development
patterns. Overall, would not satisfy long-term travel demand
in corridor.

Dulles Plan B

Public Review and Comment
Period

Increased use of High Occupancy Vehicle (HOV) lanes would
have benefits, but such an increase would not dramatically
increase the person-moving capacity of the corridor. HOV
incentives could reduce, rather than enhance, demand for
transit in the corridor. “Private” transit modes were
determined to be either infeasible in the corridor, or not as
beneficial as suggested in Dulles Plan B.

Proposed a combination of BRT
and increased use of the highoccupancy lanes along the
Dulles Toll Road, as well as
several forms of “private
transit,” including just-in-time
ridesharing (i.e., casual
carpooling, slug lanes) and
high-occupancy toll lanes.

Reason for Elimination

Table 2.1-2: Alignments Considered (Metrorail Only)
Alternative

Phase During Which
Considered

Route 7 (T7)

Initial Screening

Would not serve the eastern part of Tysons Corner area as
effectively as other alternatives.

Tysons DIAAH Station with
Feeder System (T8)

Initial Screening

Previous analysis showed forced transfer would lower
ridership, and alternative may have impacts on residences
and historic resources near proposed median station.

Partial Double-Track Loop
(T10)

Initial Screening

Could provide operational flexibility, but flexibility could be
provided by lower-cost options. Additional costs and impacts
would yield little or no additional benefits.

Large Aerial Loop (T11) and
Beltway Access through Tysons
(B1)

Initial Screening

Alignments would have higher costs but no greater benefits
than other alternatives. B1 would require substantial right-ofway acquisition, and T11 would provide inferior service
coverage compared to other loop alternatives.

Direct Service to Reston Town
Center (D2)

Initial Screening

Not consistent with existing or planned land use, and would
also preclude continued use of Section 4(f) parkland
(Washington and Old Dominion Trail [W&OD Trail]) in certain
areas. The DIAAH median is a prudent and feasible
alternative to park use.
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Alternative

Phase During Which
Considered

Reason for Elimination

Dulles, I-66, Route 50, and
Route 28 Connection (S1)

Initial Screening

Large loop inconsistent with federal guidelines for defining
scope of project. The various segments of proposed
alignment should be studied as separate projects.

Western Leg with Service to
West Falls Church (O2)

Initial & Intermediate Screening

Would have substantially higher costs, but negligible
increases in ridership. Would also have greater impacts on
adjacent communities.

Tysons Aerial Loop (T2) and
Tysons Underground Loop (T5)

Initial & Intermediate Screening

T2 would have greater potential for noise and visual impacts
than a similar alignment. T2 would also have operational
difficulties and higher costs, but would offer modest ridership
benefits. T5 would have fewer impacts, but much higher
costs and greater risk of cost escalation due to extensive
underground construction.

Interface with Beltway Rail Line
(T3)

Initial & Intermediate Screening

Beltway rail line not developed at a level of detail that would
make it appropriate or feasible to conduct detailed
coordination efforts. As work progresses, project team will
coordinate to the extent feasible on a connection between
systems.

Split Service with Local Tysons
Leg and Express Leg to Rest of
Corridor (T12)

Public Review and Comment
Period

Would have greater costs and impacts than Draft EIS
alternatives, would not effectively serve corridor activity
centers, and would likely result in ridership reductions.
Service would be difficult to integrate with existing Metrorail
operations.

Underground Version of T6
(T13)

Public Review and Comment
Period

Would have much greater costs than Draft EIS alternatives,
with no additional transportation service benefits. Reduction
of visual and noise effects can be achieved through much
lower cost mechanisms.

Variation of T4 with Two
Underground Segments (T14)

Public Review and Comment
Period

Would have greater costs, increased risks, no additional
ridership benefits, and the same operational complexities as
T4. However, it is a viable approach for mitigating visual
effects of T4. W as eliminated because T4 was not selected
as the LPA.

Alignment T1

Initial & Intermediate Screening,
Draft EIS

Would have similar impacts to T6, but would include fewer
stations and provide less service within the core of Tysons
Corner.

Original Alignment T9

Initial & Intermediate Screening,
Continued Development of
Draft EIS

Revised version of Alignment T9 was carried forward in lieu of
alignment advanced from screening. Revised alignment
offered cost savings, enhanced structural efficiencies, and
reduced visual effects. Though noise effects and right-of-way
requirements for revised alignment were greater, it allowed
for a wider range of Tysons Corner configurations to be
considered in detail.

Alignment T9

Continued Development of
Draft EIS, Draft EIS

Would have greater visual effects and less operational
flexibility than T6. Would also potentially conflict with
improvements planned at the Route 123/Capital Beltway
interchange.

Alignment T4

Initial & Intermediate Screening,
Draft EIS

Would attract less ridership than T6 (due to one-way track
segments in core of Tysons Corner) and would have much
greater visual effects.
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Table 2.1-3: Station Options Considered
Phase During Which
Considered

Reason for Elimination

Stations that were only
associated with Alignments T7,
T8, T11, and D2

Initial Screening

Eliminated because alignments were eliminated.

Addition of Hunter Mill Road
Station

Initial Screening

Not consistent with existing or planned land use, and lowdensity development at proposed site would not generate
enough ridership to support station. Strong opposition from
public and Land Use Task Force.

Platform connection to West
Falls Church Station for O2

Initial & Intermediate Screening

Eliminated because alignment was eliminated.

The MIS Tysons Central Station
for T1

Initial & Intermediate Screening

Location proposed in MIS eliminated because shifting station
to east would reduce costs, have better connections to
existing and planned development, and higher potential for
joint development.

Wolf Trap Station as a Special
Use Station

Initial & Intermediate Screening

Based on agency coordination, station and access facilities
were eliminated. However, project will include provisions to
accommodate a station in the future.

Relocation of Wiehle Avenue
and Reston Parkway Stations
Under or Near Highway
Overpasses

Initial & Intermediate Screening

Shifting the stations would increase costs and have
substantial impacts, but would offer few benefits. Proposed
land use density bonuses would move with stations, therefore
ridership potential would not increase above levels for
previously proposed station locations.

Accommodation for Route 28
LRT

Initial & Intermediate Screening

Plans for a Route 28 LRT system not developed at a level of
detail that would make it appropriate or feasible to conduct
detailed coordination efforts. Study for such a system not
underway or planned in future.

Five Median Station
Convertibility Concepts for
Phased Implementation
Alternative

Continued Development of
Draft EIS

Three concepts eliminated because they violated station
width criteria used for analysis. Two other concepts
eliminated because they would require reduced running
speeds, have the potential to damage the third rail during
BRT operations, and would limit rail testing and startup to
non-revenue hours.

Alternative

Table 2.1-4: Yard Locations Considered
Alternative

Phase During Which
Considered

Reason for Elimination

Nine potential yard sites in
Loudoun County

Initial Screening

Inconsistent with local land use plans or zoning, or
constrained/crossed by important water resources.

Two sites for BRT maintenance
facility and rail yard near Route
606 interchange (Y6, Y10)

Initial & Intermediate Screening

Topography and presence of water resources restrict
suitability of Y6, and Y10 would require extensive property
acquisition.

Rail yard site at south end of
Dulles Airport property (Y13)

Initial & Intermediate Screening

Inconsistent with approved Airport Layout Plan and may
affect environmental resources. Would also result in
significantly higher capital and operating costs due to length
of yard lead.

Two potential yard sites in
Loudoun County and three
potential yard sites on Dulles
Airport Property

Continued Development of
Draft EIS/ Supplemental Rail
Yard Study

Eliminated based on environmental constraints,
inconsistencies with land use plans, or operational
constraints.

Yard Site 7

Initial & Intermediate Screening,
Draft EIS

Would be least consistent with existing land use, future land
use plans, and existing zoning requirements, and would have
greater negative effects on economic development in
Loudoun County.
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Phase During Which
Considered

Alternative
Yard Site 20

Reason for Elimination

Supplemental Rail Yard Study,
Draft EIS

Would be less consistent than Y15 with existing land use and
future land use plans and would have greater negative effects
on economic development in Loudoun County.

Table 2.1-5: Alternatives Considered
Alternative

Phase During Which
Considered

Baseline Alternative

Draft EIS

Would not provide improved transit service in the Dulles
Corridor as well as Build Alternatives. W ould offer lower level
of transit service, so would not provide same mobility
benefits. Would also be inconsistent with local and regional
comprehensive plans, which specifically call for rapid transit
improvements in Dulles Corridor.

BRT Alternative

Draft EIS

Would not provide same degree of improvements in
transportation service or overall transit ridership as Metrorail.
Would be less likely to support focused development pattern.
Overall, would not satisfy long-term travel demand in corridor.

BRT/Metrorail Alternative

Draft EIS

Would not perform as well as Metrorail in terms of
transportation and land use benefits.

Phased Implementation
Alternative

Draft EIS

Would have greater costs, and would not offer a substantial
increase in benefits because end state would be identical to
Metrorail Alternative.

Original LPA
(Metrorail T6/Y15)

Supplemental Draft EIS

Would not include design refinements suggested by the
public and by federal, state and local agencies.

2.2

Reason for Elimination

DRAFT EIS ALTERNATIVES AND RECOMMENDATIONS

The Draft EIS evaluated the potential effects of several alternative transit improvements for the Dulles
Corridor. In addition to a No Build Alternative, four Build Alternatives that primarily ran along the Dulles
Connector Road, the DIAAH, and the Dulles Greenway were evaluated. The alternatives included:






No Build (Baseline) Alternative. The No Build Alternative was consistent with the “no-action
alternative” required by the Council of Environmental Quality’s (CEQ’s) regulations for
implementing the National Environmental Policy Act of 1969 (NEPA), as amended, and provided
a baseline for comparison against which the other alternatives were evaluated in the Draft EIS.
The No Build Alternative included existing highway and public transportation infrastructure in the
Dulles Corridor, and transportation system improvements that were included in the Washington
metropolitan region’s constrained long-range transportation plan and committed to be
implemented by 2025, aside from the Dulles Corridor Rapid Transit Project.
Bus Rapid Transit (BRT) Alternative. BRT is a bus-based transit system that operates like a
rail system. Passengers on BRT are provided rail-like amenities such as off-board fare collection,
level boarding, enhanced stations, and platforms. Because it often takes advantage of roadway
facilities, BRT is generally a lower-cost transit technology than rail. Three alignment options were
considered for the BRT Alternative in the Draft EIS.
Metrorail Alternative. Metrorail is the region’s rapid rail system. It is powered by an electrified
third rail and operates in exclusive rights-of-way. By using multiple-car trains, Metrorail is capable
of moving high volumes of passengers. Key features of the Metrorail system include fixed
stations, dedicated rights-of-way, advanced fare collection, relatively simple transfers between
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different lines, and multiple-door boarding from level platforms. For the Metrorail Alternative,
several alignment options were considered in Tysons Corner, and three sites were considered for
a Metrorail Service & Inspection (S&I) Yard in Loudoun County.
BRT/Metrorail Alternative. This alternative combined the BRT and Metrorail alternatives.
Metrorail would be constructed in the eastern part of the Dulles Corridor as far as Tysons Corner,
and BRT would be constructed in the western part of the corridor to Route 772 in Loudoun
County.
Phased Implementation. This alternative combined the other three Build Alternatives into a
program of rapid transit improvements that would be implemented in stages (BRT, then
BRT/Metrorail, then Metrorail). This approach would allow decision-makers to begin to address
the travel needs in the corridor with rapid transit in the near term, while allowing for future
development of rail.

Each of the Build Alternatives included several stations located in the median of the DIAAH, which were
similar to stations on the existing Metrorail system. The BRT stations were designed to allow future
conversion to rail stations. The alternatives also included the development of station and ancillary
facilities such as parking and bus transfer facilities, a bus maintenance and storage facility, a rail S&I
Yard, rail traction power substations and tie-breaker stations, and stormwater management facilities.
Evaluation of alternatives in the Draft EIS showed that the No Build Alternative would not provide the
same level of transit benefits to address needs in the Dulles Corridor as the Build Alternatives.
Depending on the mode selected, the Build Alternatives would provide a range of transit services with
different “trade-offs” relating to quality of service, benefits, and impacts. The advantages of BRT relative
to Metrorail included improvements in corridor transit service at an earlier date, fewer impacts on the
natural environment, fewer noise and visual impacts to communities, lower traffic impacts in the vicinity of
stations (though still higher than the No Build Alternative), lower costs, and higher cost-effectiveness.
Metrorail had several benefits relative to BRT, including greater improvements in transportation service
and capacity, greater increases in overall transit ridership, more focused support for future development,
and enhanced service to diverse populations. While the Metrorail Alternative was predicted to attract
more riders than the BRT Alternative overall, the BRT Alternative was found to be less costly to build than
the Metrorail Alternative, and therefore the BRT Alternative had a higher cost-effectiveness. The
BRT/Metrorail Alternative would have some of the advantages and disadvantages of both BRT and
Metrorail, and the Phased Implementation Alternative would have all of the benefits and impacts of BRT
and Metrorail combined, at a higher cost due to incremental implementation.
The Metrorail Alternative was the most preferred by citizens submitting comments for the public record.
While the BRT and BRT/Metrorail Alternatives would perform better in terms of cost-effectiveness and
implementation time, the BRT Alternative would not provide direct service connections to Tysons Corner,
and the BRT/Metrorail Alternative would require a mode transfer in Tysons Corner for service to the
western portion of the corridor. The Phased Implementation Alternative could be implemented sooner
than Metrorail, but would have higher capital costs and no additional ridership or economic development
benefits relative to the Metrorail Alternative.
As a result of the Draft EIS technical analysis, public comment, and agency coordination, the Metrorail
Alternative on Alignment T6 and with S&I Yard Y15 was selected as the Locally Preferred Alternative
(LPA) in late 2002. On November 21, 2002 WMATA’s Board of Directors amended the Adopted Regional
System (ARS) to include the Metrorail Alternative (T6/Y15), contingent upon the fulfillment of six
conditions (a seventh was added April 2004) as noted below:
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Satisfactory completion of the Final Environmental Impact Statement;
Issuance of a Record of Decision by FTA;
Board approval of a final financial plan for the construction, acquisition and operation of the new
facilities;
Execution of implementing financial commitments between Virginia Department of Rail and Public
Transportation (DRPT) and funding sources in the form of local funding agreements and the
Federal full funding agreement;
WMATA's determination that the project has been completed in accordance with the Final
Environmental Impact Statement, approved General Plans and all WMATA system requirements
and that the project, as built and tested, is suitable for acceptance into the Adopted Regional
System;
Conveyance to WMATA by DRPT of a property interest in the project property adequate to
assure WMATA's continuing control of the project property throughout the useful life of the
project; and
Any indemnification obligation from WMATA to Toll Road Investors Partnership II, the
Metropolitan Washington Airports Authority, or any other entity associated with the project is
subject to Board approval and any indemnification obligation provided by DRPT to Toll Road
Investors Partnership II, Metropolitan Washington Airports Authority, or any other entity
associated with the project will be subject to a determination by WMATA that such indemnification
does not create a liability or potential liability for WMATA.

On December 19, 2002, the CTB concurred with the WMATA Board and formally selected the Metrorail
Alternative (T6/Y15) as the LPA for the project. The Metropolitan Washington Airports Authority (MWAA)
endorsed the Metrorail Alternative in late 2002, and the Boards of Supervisors for Fairfax and Loudoun
Counties and the Town of Herndon also endorsed the selection of the Metrorail Alternative.
The Metrorail Alternative was recommended as the LPA because relative to the other alternatives, it
would:









2.3

Provide for higher ridership and new transit riders, as well as higher transit mode share for most
of the corridor;
Provide better access to corridor activity centers and increase overall mobility in the corridor;
Offer shorter travel times for trips within the corridor;
Support the comprehensive plans of Fairfax and Loudoun Counties in a manner consistent with
existing transportation infrastructure and planned improvements;
More likely to support focused transit-oriented development;
Reduce the potential for neighborhood effects through Tysons Corner;
Support the region’s air quality plans by contributing to the reduction in emissions thereby
improving the region’s air quality; and
Provide more operational flexibility in Tysons Corner.

SUPPLEMENTAL DRAFT EIS ALTERNAT IVES AND
RECOMMENDAT IONS

Based on subsequent public and agency coordination after the completion of the Draft EIS and after an
LPA was recommended, DRPT and WMATA identified a series of modifications to the project to resolve
outstanding design issues, reduce environmental and community impacts, and allow for construction of
the project in two phases. The Supplemental Draft EIS was prepared to assist decision-makers and the
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public in understanding the effects of the proposed modifications to the selected LPA. A comparative
evaluation was presented for the following alternatives:






No Build Alternative. The No Build Alternative for the Supplemental Draft EIS was the same as
the Baseline Alternative defined in the Draft EIS. The alternative included existing transportation
infrastructure and services, as well as improvements included in the region’s constrained longrange plan and planned to be implemented by 2025. The No Build Alternative provided a
baseline for comparison against which the other alternatives were evaluated.
Metrorail Alternative (T6/Y15). This alternative was the Metrorail Alternative evaluated in the
Draft EIS and originally selected as the LPA (with Alignment T6 through Tysons Corner and a
new S&I Yard at Site 15). The alternative would generally follow an alignment between the
Metrorail Orange Line near West Falls Church Station and Route 772 in Loudoun County, using
the median of the Dulles Connector Road, the DIAAH, and the Dulles Greenway. It would include
11 new stations and ancillary facilities, such as a new Metrorail S&I Yard, traction power
substations, tie-breaker stations, and stormwater management ponds. The Metrorail Alternative
(T6/Y15) was included in the Supplemental Draft EIS to facilitate understanding of the changes in
effects associated with the proposed modifications to the LPA.
Proposed LPA. The proposed LPA would be similar to the Metrorail Alternative (T6/Y15) in
terms of alignment, stations, facilities, and operating characteristics. The primary difference
between the two alternatives is that the LPA would be implemented in two phases. For the
Wiehle Avenue Extension, Metrorail would be constructed from the Metrorail Orange Line through
Tysons Corner to Wiehle Avenue, with interim express bus service in the western portion of the
corridor until rail service could be extended. The Wiehle Avenue Extension is anticipated to open
in 2011 with the full LPA opening in 2015. Other differences between the proposed LPA and the
Metrorail Alternative (T6/Y15) include additional improvements at West Falls Church S&I Yard to
accommodate operation of the Wiehle Avenue Extension or the full LPA; adjustments to
alignment plans and profiles for a variety of purposes including reducing potential noise impacts,
visual impacts, costs, or to improve operational efficiency; and design modifications of station site
plans and ancillary facilities to address operational changes or to respond to concerns of local
jurisdictions and landowners.

Evaluation of alternatives in the Supplemental Draft EIS showed that many of the benefits and potential
effects of the proposed LPA were similar to those presented for the Metrorail Alternative (T6/Y15) in the
Draft EIS. The proposed LPA would provide a greater degree of improvement in Dulles Corridor transit
services than the No Build Alternative, and overall would provide similar support for future development in
the Dulles Corridor to the Metrorail Alternative. Relative to the Metrorail Alternative, the design
modifications for the proposed LPA would result in slightly higher ridership, reduced visual impacts at the
eastern end of the corridor, and an increase in impacts on streams and water quality in the western end
of the corridor. The full LPA would provide higher transportation and economic development benefits
than the Wiehle Avenue Extension, and the Wiehle Avenue Extension would not be consistent with future
land use designations or future land development patterns west of Wiehle Avenue. Although
implementation of more express bus service in the western end of the corridor for the Wiehle Avenue
Extension would typically have minimal physical effects, this service would also result in fewer
transportation and development benefits.
General consensus among elected officials, public agencies, and the general public held that Metrorail
should be ultimately extended for the full length of the Dulles Corridor from the existing Orange Line
through Tysons Corner to Route 772 in Loudoun County. The proposed LPA was supported by the
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majority of the public submitting comments for the public record, although a number of commenters
expressed concerns about project phasing, Wiehle Avenue as the interim end-of-the-line station under
the Wiehle Avenue Extension, and noise and visual mitigation measures.
Based on the analysis contained in the Supplemental Draft EIS, public comments received on the
document, and agency coordination, the CTB approved the revision of the LPA in March 2004 to
incorporate the elements required for phased construction and the design refinements outlined in the
Supplemental Draft EIS and recommended in the Public Hearings Report. On April 15, 2004 the WMATA
Board also approved the revision of the LPA as outlined in the Supplemental Draft EIS and recommended
in the Public Hearings Report.

2.4

FINAL EIS ALTERNATIVES

This Final EIS was developed to respond to comments and issues raised during the circulation of the
Draft EIS and the Supplemental Draft EIS and to provide more detailed information on the design of
proposed mitigation measures for unavoidable impacts associated with the project. This Final EIS
presents an evaluation of the following alternatives:



The No Build Alternative (the baseline for comparison); and
The Wiehle Avenue Extension and the full LPA, which are assumed to open by 2011 and 2015,
respectively.

These alternatives are described in more detail in the following sections.
2.4.1

NO BUILD ALT ERNAT IVE

2.4.1.1
Introduction
The No Build Alternative includes all existing highway and transit infrastructure and services within the
corridor and any that are committed to be implemented by 2025, aside from the Dulles Corridor Rapid
Transit Project. The following elements are included:








Existing highways;
Existing Metrorail infrastructure;
Existing WMATA, Fairfax Connector, and Loudoun County bus services;
Planned highway and transit improvements through 2025 included in the 2003 update to the
Metropolitan Washington Council of Government (MWCOG) financially constrained long-range
plan (CLRP), which was adopted on December 17, 2003;
Marginal increases in local transit service and capacity commensurate with forecast population
growth in the corridor through 2025; and
Implementation of eight-car train operations, reconfiguration of lines and longer headways in the
Metrorail system to meet travel demand and to improve reliability.

The highway and transit networks defined for the No Build Alternative are also used as a starting point for
the LPA. The No Build network differs from the LPA network by the amount of proposed investment in
transit services and facilities.
The No Build Alternative evaluated for this Final EIS is an updated version of the No Build Alternative
evaluated in the Draft EIS and reflects changes in the existing highway and transit networks and changes
in future plans for infrastructure and services. Since the publication of the Draft EIS, several of the
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planned projects included in the Baseline Alternative were completed and some transit services have
been modified. In addition, plans for future improvements have been amended due to recent events,
budget concerns, and changes in priorities.
2.4.1.2
Detailed Description of the No Build Alternative
This section provides a detailed description of the transportation facilities and services associated with
the No Build Alternative. As indicated in Section 2.3, the No Build Alternative includes all existing
highway and transit infrastructure and services within the corridor and any that are committed to be
implemented by 2025, aside from the Dulles Corridor Rapid Transit Project.
The No Build Alternative for the Final EIS is an updated version of the No Build Alternative evaluated in
the Draft EIS. Several recent events have affected the range of planned improvements included in the
No Build Alternative.
In November 2002, the transportation sales tax referendum that was put to the Northern Virginia voters
failed to pass, making funding questionable for some of the projects previously included in long-range
plans. The Virginia Department of Transportation (VDOT) and the counties were forced to rethink their
long-range plans, and some of the projects included in the Draft EIS No Build Alternative are no longer
expected to be implemented by 2025.
Through the current Metro Matters initiative, WMATA is seeking funding from federal sources and its
compact jurisdictions for the most crucial elements of the CIP’s Infrastructure Renewal Program and its
Systems Access Program. The Metrorail sub-element of Metro Matters is most important for the Dulles
Corridor Rapid Transit Project since it implements eight-car train operations. Metro Matters would fund
the Metrorail improvements of the No Build Alternative for the opening years of the Wiehle Avenue
Extension and the full LPA. The evaluation of Build Alternatives in the Draft EIS, Supplemental Draft EIS
and this Final EIS have assumed that the No Build Alternative includes eight-car train operations.
The Draft EIS No Build Alternative was based on the projects included in the 2000 CLRP, which was the
last comprehensive update of the CLRP (including financial analysis). Federal planning regulations
require that the long range plan be updated every three years to reflect changes in funding capacities and
anticipated needs. The Final EIS No Build Alternative reflects the planned projects included in the 2003
update to the CLRP, which was adopted in December 2003.
A.
No Build Alternative Transit Network
The No Build Alternative includes all existing transit facilities in the region, as well as transit improvements
included in local transit plans and in the 2003 update to the CLRP through 2025. The following section
summarizes existing and planned transit services and facilities for both the corridor and the greater
Washington metropolitan region. The bus network for the No Build Alternative within the Dulles Corridor
is shown in Figure 2.4-1 with routes identified by transit service provider. Additional information on
planned transit improvements is provided in Chapter 6 of this Final EIS.
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Corridor Transit Services and Facilities
Three transit providers currently serve the Dulles Corridor: Fairfax County, Loudoun County, and
WMATA. The range of services in 2003, which are included in the No Build Alternative, are outlined
below.
Fairfax County’s Connector service operates 28 routes in the corridor, including a) express bus service
operating in the Dulles Toll Road and DIAAH, connecting major park-and-ride facilities and other areas of
Herndon and Reston with Tysons Corner, the West Falls Church Metrorail Station, and the Pentagon
Metrorail Station; and b) feeder bus and circulator services operating within Herndon, Reston, and Tysons
Corner. In 2002, Fairfax County enhanced its bus service in the Dulles Corridor by improving peak and
midday headways for Reston circulator services, and by increasing peak-period service from Reston to
Tysons Corner Center and the West Falls Church Metrorail Station. Fairfax Connector operates
approximately 166,000 revenue hours annually in the corridor, with a peak-period requirement of 65
buses. Current service represents a significant increase over 1998 service (65,000 hours of annual
revenue service, 43 peak-period buses).
Fairfax Connector ridership in the corridor averages
approximately 13,800 weekday passengers.
Loudoun County contracts with a private provider to operate express bus trips during the peak period
each weekday from communities within the county to Rosslyn, the Pentagon, and Washington, D.C.
There are 16 peak-direction trips during the a.m. peak and 15 trips during the p.m. peak. The County
recently expanded service to include peak-period, reverse commute trips from West Falls Church
Metrorail Station to Dulles North Transit Center and the MCI/AOL campuses (one trip in the a.m. peak,
and two in the p.m. peak). New service also includes new local circulator routes: one in the Sterling
area, one along Route 7, one between Dulles Airport and the Dulles Town Center, and one in the
Purcellville area. Current service results in approximately 12,000 annual hours of revenue service and
1,700 average weekday passengers.
WMATA operates 14 regional bus routes that either begin or end in the Dulles Corridor. Most of this
service provides connections to Tysons Corner, with some circulation within the Tysons area.
Several major intermodal facilities are located in the corridor, including the Dulles North Transit Center in
Loudoun County at the Route 606/Dulles Greenway interchange; the Herndon-Monroe Park-and-Ride lot
in Herndon; three park-and-ride lots in Reston (Reston South, Reston East, and Reston North); and the
Tysons-Westpark Transit Station in Tysons Corner, which provides Kiss & Ride access to Fairfax
Connector and WMATA service, but no parking. In addition, the Metrorail Orange Line serves the eastern
end of the corridor and would have eight-car trains operating at seven-minute headways during the peak
period in year 2025, and in the opening year. Parking and bus transfer facilities are located at the East
Falls Church and West Falls Church Metrorail Stations. Additional Metrorail Orange Line facilities—the
Dunn Loring and Vienna Stations—are located farther west along I-66.
The eastbound shoulder on the Dulles Connector Road between Magarity Road and the West Falls
Church Metrorail Station has been reinforced and widened to allow buses to bypass congestion to
improve service reliability. Three at-grade ramps allow for bus access between the DIAAH and the Dulles
Toll Road to improve safety and schedule reliability. These ramps, located near Beulah Road and Hunter
Mill Road, are used by Fairfax Connector and Loudoun County services.
Planned transit improvements in the corridor include all bus and ancillary facilities (e.g., park-and-ride
lots) in the update to the 2003 CLRP, minus the Dulles Corridor Rapid Transit Project. The No Build
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Alternative also includes bus service enhancements proposed for Fairfax and Loudoun Counties to meet
forecast growth in population and employment.
Specific improvements include the Reston Town Center Transit Center, a proposed new transit center for
Fairfax Connector service to be located on the south side of Bluemont Drive, between Explorer Street and
Library Street. Construction is expected to be completed in the next three to five years.
Loudoun County’s longer-term transit expansion plans include the addition of two local routes to improve
circulation within the county. In addition, the County plans to add more capacity to their existing express
bus routes as demand warrants.
With the exception of the Reston East Park-and-Ride lot, the existing park-and-ride facilities in the
corridor will remain at their current size. Fairfax County plans to expand the Reston East Park-and-Ride
to include a multi-level garage with 2,300 spaces by 2010.
Regional Transit Services and Facilities
The No Build Alternative also includes several public transportation systems and services that operate
outside of the Dulles Corridor. These services and facilities include the 103-mile Metrorail system with 8car trains, (and line reconfiguration and longer headways), and commuter rail service operated by Virginia
Railway Express (VRE) and Maryland Commuter Rail (MARC).
Local bus service provided by WMATA, Montgomery County, MD (Ride-On), the City of Alexandria, VA
(DASH), the Prince George’s County Bus; and Arlington County Transit are also included in the No Build
Alternative.
Transit improvements planned for the larger Washington metropolitan region are also part of the No Build
Alternative. Some of these projects are listed below:







New Metrorail Station at New York Avenue in Washington, D.C.;
New Metrorail/VRE station at Potomac Yards in Arlington, VA;
Blue Line Metrorail extension to Largo, MD;
New VRE station in western Fairfax County, VA;
New MARC station at Route 355/Randolph Road in Rockville, MD; and
Bi-County Transitway from Bethesda to Silver Spring to New Carrollton in Maryland.

The proposed extension of the Metrorail Orange Line from Vienna to Centreville, recently studied by
VDOT and DRPT, is not in the 2003 update to the CLRP. Therefore it is not included in the No Build
Alternative.
Assumed Operational Improvements for Regional Rail
Assumptions for Metrorail operating conditions under the Final EIS No Build Alternative are different than
those for the Draft EIS Baseline Alternative. For the Draft EIS, it was assumed that, in the future, Orange
Line, Blue Line, and Orange Line Supplemental services would continue to operate with existing service
patterns and frequencies (six-minute headways in the peak period, 12-minute headways in the off-peak
period). For the Final EIS No Build Alternative, Metrorail services were adjusted.
Peak-period service frequencies on the Orange and Blue lines would be reduced from six-minute
headways (ten trains per hour) to approximately seven minutes (eight to nine trains per hour), and half of
the peak-period Blue Line trains would be diverted from the Rosslyn tunnel to the Yellow Line to
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accommodate additional Orange Line service from Vienna. Supplemental Orange Line service would
continue to operate from Vienna and West Falls Church. The four to five diverted Blue Line trains would
continue to Greenbelt, while four to five Orange Line trains would be diverted to Largo and the eastern
end of the Blue Line.
Supplemental peak hour service on the Orange Line would be modified to operate to Stadium-Armory
rather than New Carrollton. Service would operate in both directions between West Falls Church and
Stadium-Armory and Vienna and Stadium-Armory, rather than in the peak direction only. In addition,
service would be expanded to operate for the full peak period, rather than in the peak hour only.
In addition, the No Build Alternative assumes improvements that would allow the regional Metrorail
system to continue to meet passenger demand for rail transit service through 2025, with passenger loads
as close as possible to desired standards. These improvements, which are in WMATA’s adopted 10-Year
Capital Improvement Plan (CIP), include the expansion of train operations from six- to eight-car trains for
75 percent (by the year 2025) of the trains operating in the peak period, the associated upgrade of
traction power systems, and the upgrade of train control systems to allow for precise stopping of eight-car
trains at stations. For the No Build Alternative in 2011, Metro Matters, which is a subset of the CIP, would
fund the expansion of trains to eight cars for 33 percent of trains operational in the peak period.
At the time the Draft EIS was published, it was anticipated that the CIP would also include an upgrade of
the train control system that would allow trains to run closer together along the mainline tracks in the
system’s core. However, it was determined that the funding capacities of WMATA Compact member
jurisdictions could not support this system upgrade and as a result, WMATA adjusted its planned future
operating plans for the Metrorail system.
B.
No Build Highway Network
The baseline highway network includes existing highways and other major roadways in the region, as well
as all regionally significant highway capacity improvements currently included in the approved list of
projects for the region’s 2003 update to the CLRP. This baseline highway network is assumed for the No
Build Alternative, the Wiehle Avenue Extension and the full LPA. The following sections summarize the
major highways, arterials, and other important roadway facilities within the Dulles Corridor. These
roadways are depicted in Figure 2.4-2. Additional information regarding existing roadways and planned
improvements is provided in Chapter 6 of this Final EIS.
Existing and Planned Highway Facilities in the Corridor
The major highway facilities within the Dulles Corridor, their existing capacity, and planned improvements
included in the 2003 update to the CLRP are outlined in Figure 2.4-2.
Interstate 66 – Inside the Capital Beltway, I-66 is a four-lane, limited-access facility connecting
Washington, D.C. with Arlington and eastern Fairfax County. High Occupancy Vehicle restrictions (HOV2) are in effect on both inbound lanes each weekday morning and on both outbound lanes each evening
peak period. Outside of the Beltway, I-66 is a six-lane facility in non-peak periods. The shoulder of the
roadway is open to traffic in the a.m. (inbound) and p.m. (outbound) peak periods. HOV-2 restrictions
(two persons per vehicle) are also in effect for one lane in the a.m. (inbound) and p.m. (outbound) peak
periods. The I-66/I-495 and I-66/US 29 interchanges are planned to be reconstructed by 2011.
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Dulles Connector Road – This four-lane facility serves traffic using I-66 to and from the east, the Capital
Beltway, Route 123, the Dulles Toll Road, and the DIAAH. In the eastbound direction, the shoulder of the
Connector Road has been widened and reinforced, and buses are permitted to use it during periods of
severe congestion. The Dulles Connector Road is owned by the federal government, leased by MWAA,
and operated by VDOT.
Interstate 495 (the Capital Beltway) – This is an eight-lane circumferential facility serving the entire
metropolitan area. Within the corridor, I-495 links Tysons Corner with westbound I-66, the Dulles Toll
Road, and with communities to the south and east of the corridor. Widening of the I-495/Dulles Toll Road
interchange was completed in 2003. Capacity improvements, including the addition of an HOV lane in
each direction, are planned for I-495 between the American Legion Bridge and the I-395/I-495/I-95
interchange, including ramps providing direct HOV access through Tysons Corner at Route 123. HOV
improvements are expected to be implemented between the Dulles Toll Road and I-66 by 2011, between
I-66 and the I-395/I-495/I-95 interchange by 2012, and between the American Legion Bridge and the
Dulles Toll Road by 2013.
Dulles Toll Road – This eight-lane toll facility serves the communities of Vienna, Reston, and Herndon
between Tysons Corner and the Fairfax/Loudoun County border. Peak-period HOV-2 restrictions are in
effect on one lane in the a.m. (inbound) and p.m. (outbound) peak periods. Toll collection improvements
were implemented at the Spring Hill Road interchange in 2003, and interchange improvements are
planned at Hunter Mill Road by 2010. The current toll on the Toll Road ranges from $0.25 to $0.85 for
passenger vehicles. Bonds used to construct the Toll Road are set to expire in 2016.
Dulles International Airport Access Highway (DIAAH) – This is a four-lane facility in the median of the
Dulles Toll Road. The DIAAH is owned by the federal government and operated by MWAA. Use of the
DIAAH is restricted to passengers, customers, and personnel of Dulles Airport. MWAA is planning to add
an additional lane in each direction on the DIAAH after 2010, or when average daily traffic on the facility
reaches an unacceptable level of service; the improvements have not yet been programmed.
Dulles Greenway – This is a four- to six-lane privately owned and operated toll facility extending west to
Route 7 in Leesburg, Virginia. Tolls on the Greenway range from $0.75 to $2.00, depending upon point
of entry and method of payment. A third lane in the eastbound direction between Route 772 and the
mainline toll plaza opened in December 2000, and a third lane in the westbound direction was completed
in 2003. Construction of two new interchanges at Route 653 and Battlefield Parkway is expected to be
complete by 2004, and the Greenway will be widened to six lanes between Route 901 and its western
terminus at the Routes 7/15 Bypass by 2006.
Other Significant Regional Roadways
In addition to the highways described above, several other major arterials serving regional travel patterns
are located within the Dulles Corridor.
Route 7 (Leesburg Pike) – This is a four- to six-lane facility generally parallel with the Dulles Connector
Road from the West Falls Church Metrorail Station into and through Tysons Corner, where it interchanges
with the Dulles Toll Road and continues northwest into northern Fairfax and Loudoun Counties. Route 7
within Tysons Corner is planned for expansion from six to eight lanes by 2013. Route 7 is also planned
for expansion from four to six lanes between Reston Parkway and the Dulles Toll Road by 2009, and
Rolling Holly Drive and Reston Parkway by 2015.
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Route 123 (Chain Bridge Road/Dolley Madison Boulevard) – This is a four- to six-lane facility linking
Tysons Corner with the communities of McLean to the east and Vienna to the west. Within Tysons
Corner, Route 123 is planned for expansion from six to eight lanes between Route 7 and I-495 by 2010.
Route 193 (Georgetown Pike) – This is a two- to four-lane facility connecting Route 123 in eastern
McLean with Route 7 in Great Falls. Route 193 serves as the northern boundary of the corridor study
area.
Route 7100 (Fairfax County Parkway) – This is a four-lane arterial that runs north-south through the
corridor study area between I-66 and Route 7. Route 7100 is planned for expansion from four to six
lanes between I-66 and Sunrise Valley Drive by 2015. Additional lanes will function as HOV lanes in the
peak period.
Route 28 (Centreville Road/Sully Road) – This is a six-lane, north-south arterial running parallel to the
eastern boundary of Dulles Airport between Route 50 and the Dulles Toll Road, continuing north to Route
7. Several improvements are planned on Route 28 within the corridor by 2015, including widening the
road to eight lanes and upgrading it to a freeway between Route 7 and I-66. New or upgraded gradeseparated interchanges at Route 625, Sterling Boulevard, Route 606, McLearen Road, the National Air
and Space Museum, and Westfields Boulevard are expected to be complete by 2006.
Route 50 (Lee-Jackson Memorial Highway) – This is a four- to six-lane, east-west arterial running
between I-66 and Route 28, forming the far southwest boundary of the corridor study area.
Loudoun County Parkway – This is a two- to four-lane, north-south roadway, which will link the Dulles
Greenway and Route 7, and be widened to a four- to six-lane facility, by 2007. The road will also be
extended south, connecting the Greenway to I-66 and Route 234. This southern extension is expected to
be complete by 2025.
2.4.2

LOCALLY PREFERRED ALT ERNAT IVE

2.4.2.1
Introduction
The LPA for the Final EIS generally follows an alignment between the Metrorail Orange Line near the
West Falls Church Station and Route 772 in Loudoun County, using the median of the Dulles Connector
Road, the DIAAH, and the Dulles Greenway (see Figure 2.4-3). The alignment diverges from these
routes to serve Tysons Corner and Dulles Airport. The LPA would include 11 new stations, as well as
ancillary facilities, such as a new Metrorail S&I Yard on Dulles Airport property, traction power
substations, tie-breaker stations, and stormwater management ponds.
Initially, Metrorail service would be provided from the existing Orange Line (between the East Falls
Church and West Falls Church stations) through Tysons Corner to Wiehle Avenue (the Wiehle Avenue
Extension) (see Figure 2.4-4). Interim express bus service, operated by Fairfax and Loudoun counties,
would be provided between Wiehle Avenue and the western portion of the corridor. It is anticipated that
the Wiehle Avenue Extension would begin operations in 2011. As part of the full LPA, Metrorail service
would be extended west of Wiehle Avenue to Dulles Airport and Loudoun County and is expected to
begin operations by 2015.

F i n al E n vi r o n m e n t a l I m p a c t S t a t e m e n t

2- 2 2

D u l l e s C o r r i d o r R a p i d T r an s it P r oj e c t

ALTERN ATI VES

C ONSIDER ED

This implementation schedule assumes that the remainder of Federal funding for the Wiehle Avenue
Extension is provided in the pending Congressional transportation reauthorization; that Federal funding
for the remainder of the LPA is provided in the subsequent transportation reauthorization; that all State
and local funding is fully available when needed to meet the construction schedule; that there would be
timely FTA approvals to advance to final design and construction for each phase; and that Virginia's
design-build approach Public-Private Transportation Act of 1995 (PPTA) for project delivery would be
used. The schedule for the Wiehle Avenue Extension and full LPA requires a period of up to 12 months
for DRPT conveyance, WMATA acceptance, and WMATA operations start-up and testing, after
substantial completion of PPTA construction activities. A more detailed implementation schedule will be
developed during preliminary engineering for each project phase.
A.
The Wiehle Avenue Extension Summary
Metrorail stations associated with the Wiehle Avenue Extension would include the following:
Tysons East Station would be an aerial facility located at the intersection of Scotts Crossing
Road/Colshire Drive and Route 123.
Tysons Central 123 Station would be an aerial facility located in the central core of Tysons Corner at the
intersection of Route 123 and Tysons Boulevard.
Tysons Central 7 Station would be an underground facility located near the Pike 7 Plaza between the
Route 7/Westpark Drive intersection and the Route 123/Route 7 interchange.
Tysons West Station would be an aerial facility located on Route 7 between Westwood Center
Drive/Tyco Road and Spring Hill Road.
Wiehle Avenue Station would be an at-grade facility in the median of the DIAAH west of the Wiehle
Avenue overpass.
For the Wiehle Avenue Extension, the Wiehle Avenue Station would serve as an interim terminal station.
The number of bus bays at the station would be increased, and Kiss & Ride spaces may be increased.
No additional long-term parking would be provided for the interim terminal station beyond the 2,300
spaces included in the full LPA. The Wiehle Avenue Extension would include construction of interim tail
tracks with a pocket track located west of Wiehle Avenue Station.
The Wiehle Avenue Extension would operate with a mix of six- and eight-car trains at approximately
seven-minute headways during the peak period (eight to nine trains per hour), and four-car trains at 12minute headways in the off-peak period (five trains per hour). To accommodate these operations, the
Wiehle Avenue Extension would require improvements to the West Falls Church S&I Yard including
construction of eight storage tracks and expansion of the maintenance building. Improvements to the
maintenance building include the addition of two service tracks with four maintenance bays, which can
service up to eight rail cars. Improvements at West Falls Church S&I Yard would also include a new yard
lead from the Dulles Corridor Metrorail line and construction of a sound attenuation box over the existing
yards loop track and a portion of the new yard lead. All improvements would be developed within the
public right-of-way.
The Wiehle Avenue Extension would also include express bus service between Wiehle Avenue Station
and transit centers/stops in the western end of the corridor, providing a level of service meant to closely
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replicate Metrorail service. Five routes or route families would provide service at frequencies comparable
to Metrorail headways to the following stations/stops:
Wiehle Avenue Station would be an at-grade facility in the median of the DIAAH west of the Wiehle
Avenue overpass.
Reston Town Center Transit Center is a new transit center by Fairfax County on the south side of
Bluemont Drive, between Explorer Street and Library Street.
Herndon-Monroe Park-and-Ride is an existing facility located adjacent to the Dulles Toll Road between
the Fairfax County Parkway and Monroe Street overpasses.
Dulles Airport Stop would consist of a curbside bus stop located along the existing ground
transportation roadway in front of the terminal.
Dulles North Transit Center is an existing facility located north of the Dulles Greenway near the Route
606 interchange.
Route 772 Stop would consist of a curbside stop and a 300 space park-and-ride facility located along
new roadways to be provided by development. In combination with the existing 750 spaces located at the
adjacent Dulles North Transit Center, total parking after the completion of the Wiehle Avenue Extension
would be 7,632 spaces.
The Wiehle Avenue Extension would also include operating plans for bus routes feeding into rail stations
within the corridor, as well as regional routes running the full length of the corridor.
B.
Full LPA Summary
Completion of the full LPA would extend Metrorail service from Wiehle Avenue Station through Dulles
Airport to Route 772 in Loudoun County (see Figure 2.4-4). Metrorail operations for the full LPA would be
the same as those for the Wiehle Avenue Extension. The following stations would be developed during
the second phase of construction:
Reston Parkway Station would be an at-grade facility located in the median of the DIAAH, west of the
Reston Parkway overpass.
Herndon-Monroe Station would be an at-grade facility located in the median of the DIAAH adjacent to
the existing Herndon-Monroe Park-and-Ride.
Route 28 Station would be an at-grade facility located in the median of the DIAAH, between Centreville
Road and the Dulles Toll Road/Route 28 interchange.
Dulles Airport Station would be an underground facility located beneath the surface parking in front of
the airport’s main terminal.
Route 606 Station would be an at-grade facility located in the Greenway of the DIAAH, west of the Route
606/Dulles Greenway interchange.
Route 772 Station would be an at-grade facility located in the median of the Dulles Greenway, east of
the Route 772/Dulles Greenway interchange.
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Under the full LPA, the Herndon-Monroe Park-and-Ride facility would be expanded from the existing
1,750 spaces to 3,500 spaces by 2025. A new parking structure, with 2,000 spaces, would also be
constructed at the proposed Route 606 Station for the full LPA. Total parking under the full LPA would be
16,382 spaces by 2025.
The new S&I Yard would be constructed on Dulles Airport property. The yard would occupy roughly 70 to
90 acres and would be designed for 250 rail vehicles but initially built for 184.
As shown in Figure 2.4-5, both construction phases would include construction staging areas at multiple
locations throughout the Dulles Corridor, as appropriate to the portion of the alignment under
construction.
2.4.2.2
Detailed Description of the LPA
This section provides a detailed description of the alignment and facilities associated with the Wiehle
Avenue Extension and the full LPA. As described in previous sections, DRPT intends to construct the
LPA in two major phases (see Figure 2.4-6). The Wiehle Avenue Extension would be constructed from
the Metrorail Orange Line in the vicinity of the West Falls Church Station to Wiehle Avenue, which would
function as an interim terminal station. The remainder of the LPA would be constructed from Wiehle
Avenue Station to Dulles International Airport and Loudoun County. The Wiehle Avenue Extension is
anticipated to be completed by 2011, and completion of the full LPA is anticipated by 2015.
A.
The Wiehle Avenue Extension
This section provides a detailed description of the alignment and facilities included in the Wiehle Avenue
Extension, as well as Metrorail operations and capital and operating costs associated with the alternative.
Engineering and architectural drawings showing the LPA alignment, stations and facilities, including the
phasing of construction, are presented in the Final General Plans Line and Systems & Facilities, FEIS
Volumes IV and V (General Plans). The Metrorail operating plan reflects the WMATA Capital
Improvement Plan (November 2002), described in Section 1.3.2.2, and thus differs from the operating
plan of the Supplemental Draft EIS.
The Wiehle Avenue Extension Metrorail Alignment and Stations
The Wiehle Avenue Extension would connect to the Orange Line between the East Falls Church and
West Falls Church stations. The tracks would diverge from the Orange Line tracks on flyover structures,
turning north and first passing over the westbound lanes of I-66, then over the outbound bus ramp
between the West Falls Church Station and the Dulles Connector Road. The tracks would continue on an
aerial structure to the median of the Dulles Connector Road, returning to grade just south of Idylwood
Road.
The Wiehle Avenue Extension would diverge from the Dulles Connector Road at the Route 123
interchange, transitioning to an aerial structure near Chain Bridge Road and passing through the Route
123 interchange on flyover bridges. The aerial alignment then proceeds along the north side of Route
123 to the Capital Beltway, with an aerial station (Tysons East Station) located in the northwest quadrant
of the intersection of Scotts Crossing Road/Colshire Drive and Route 123. The Tysons East Station
would be accessible from the street level on the north side of Route 123, and from a pedestrian bridge
touching down on the south side of Route 123 near Colshire Drive. The station facilities along Colshire
Drive would include bus bays and Kiss & Ride spaces.
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From the Tysons East Station, the Wiehle Avenue Extension alignment would proceed west, passing over
the Capital Beltway and continuing to the core of Tysons Corner. The alignment would include two
stations in the central core of Tysons Corner: Tysons Central 123 and Tysons Central 7. Neither of these
stations would have Kiss & Ride or park-and-ride facilities, because the stations are intended to facilitate
pedestrian access to and from the surrounding activity centers in the core of Tysons Corner and reduce
automobile dependence.
The Tysons Central 123 Station would be located along Route 123 at the intersection with Tysons
Boulevard and would operate partially aerial and partially on retained fill. The station would have two
entrances, one in the northwest quadrant of the intersection of Tysons Boulevard and Route 123 and one
at Tysons Corner Center mall on the south side of Route 123. The north station facilities would include
bus bays and a new bus-only turn lane along the west side of Tysons Boulevard. The south station
facilities would include bus facilities on the north side of the mall to provide feeder bus service to the
station.
The Wiehle Avenue Extension alignment would transition underground approximately 400 feet west of the
Tysons Central 123 Station. It would travel underground along the north side of Route 123 to the Route
123/Route 7 interchange, curve westward, and then continue underground along the south side of Route
7 to the Tysons Central 7 Station. The Tysons Central 7 Station would be underground near Pike 7 Plaza
on the south side of Route 7, between the Route 7/Westpark Drive intersection and the Route 123/Route
7 interchange. The station would be approximately 75 feet below ground with entrances on the north and
south sides of Route 7. Underground walkways would provide access to the station. The Tysons Central
7 Station does not include off-street bus bays.
West of Westpark Drive, the Wiehle Avenue Extension would transition from an underground to an aerial
alignment, running along the south side of Route 7 to an aerial station, Tysons West Station, at the
western edge of Tysons Corner. The Tysons West Station would be located on the south side of Route 7
between Westwood Center Drive and Spring Hill Road with station entrances at the south end of the
station near Spring Hill Road with a pedestrian overpass over Route 7. Bus bays and the Kiss & Ride
would be located between Tyco Road and Spring Hill Road, with access into the facilities via Tyco Road.
This would be a new entrance and would be protected by a new traffic signal on Tyco Road.
A 500-space park-and-ride facility may be constructed near the bus bays and short-term parking as part
of future redevelopment. The specific location and design of the park-and-ride facility is not known at this
time. The Tysons West Station would also include a pocket track west of the station platform. Pocket
tracks are located between the main tracks and are used to store out-of-service trains or equipment, and
to provide trains turn-around capability for short-run service.
West of the Tysons West Station, the Wiehle Avenue Extension aerial alignment would continue along
Route 7. At the DIAAH, the alignment would pass over the interchange ramps and continue west on the
DIAAH, transitioning to grade approximately 1,600 feet west of Route 7.
The Wiehle Avenue Extension would continue west at-grade in the median of the DIAAH. In the vicinity
of Trap Road, the alignment would include provisions to accommodate a future median station at Wolf
Trap National Park for the Performing Arts (Wolf Trap) to minimize the cost of construction and
disruptions to transit operations should a station be built in the future. The initial design and construction
of the Dulles Corridor Rapid Transit Project would incorporate a 1,700-foot-long section of retained fill to
support the tracks.
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The Wiehle Avenue Extension would continue at-grade in the DIAAH median to the Wiehle Avenue
Station; a median station located approximately 500 feet west of the Wiehle Avenue overpass, where the
Dulles Toll Road was previously realigned to accommodate a transit station. The DIAAH would be
similarly realigned for the station and its tail tracks. Station facilities on the south side of the Dulles Toll
Road would include five bus bays on the eastbound exit ramp, an entrance pavilion and a paved walkway
extending from the pavilion to Wiehle Avenue. On the north side of the Dulles Toll Road, the pedestrian
bridge would connect to station facilities including twelve revenue bus bays, Kiss & Ride spaces, and a
multi-level park-and-ride structure with 2,300 spaces. The station facilities would use the Reston East
Park-and-Ride and would be designed to accommodate future development. A second vehicular
entrance to the station facilities would be provided by an extension of the present access road and
conversion of a private road to public use.
Fairfax County will solicit joint development proposals that may modify the site plan of the station facilities
but not the requirements of the bus bays, Kiss & Ride, and park-and-ride spaces.
The Wiehle Avenue Extension alignment would end at a point approximately 2,000 feet west of the
Wiehle Avenue Station. This section includes tail tracks with pocket track.
The Wiehle Avenue Extension Metrorail Yard Facilities
The Wiehle Avenue Extension would include a new yard lead into the West Falls Church S&I Yard. The
yard lead would connect to the loop track on the north side of the yard, extending eastward and passing
under the eastbound travel lanes of the Dulles Connector Road before surfacing in the median of the
Connector Road. Here, the lead would be located between the inbound and outbound revenue tracks.
In addition, for the Wiehle Avenue Extension, eight storage tracks would be added within the loop track of
the existing West Falls Church S&I Yard, and a sound attenuation “cover box” would be constructed over
the yard’s existing loop track and a portion of the new yard lead. The storage tracks would have the
capacity to store 42 rail cars, with room to maneuver an additional 6 cars, for Metrorail operations in the
Dulles Corridor. The Wiehle Avenue Extension would also require expansion of the maintenance
building. Improvements to the maintenance building include the addition of two service tracks with four
maintenance bays, which can service up to eight rail cars. Expansion of the maintenance building would
require relocation of the current vehicle access road and construction of a retaining wall adjacent to the
westbound lanes of I-66. Some employee parking, loading docks, and ramps would also be relocated
within the yard. These yard improvements would be located within existing public right-of-way.
The Wiehle Avenue Extension Metrorail Ancillary Facilities
The Wiehle Avenue Extension would include additional ancillary facilities, such as traction power
substations, tie-breaker stations, and stormwater management facilities. Traction power substations are
typically one-story buildings of approximately 8,100 square feet that house facilities to supply direct
current power for the rail system. Tie-breaker stations are one story buildings of approximately 900
square feet that house equipment to break the rail line into sections, allowing power in one or more
sections to be shut down for maintenance without affecting the power supply to the rest of the system.
The traction power substations and tie-breaker stations included in the Wiehle Avenue Extension were
sited based on systems engineering requirements, environmental, and right-of-way constraints. A power
analysis was conducted to determine the number and size of substations required and the optimal
spacing for these stations. Based on this analysis, the Wiehle Avenue Extension would include 11
traction power substations and 4 tie-breaker stations (see Figure 2.4-7).
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The Wiehle Avenue Extension would also require 11 stormwater management facilities, most located
along the Dulles Toll Road. The locations of these facilities are also shown in Figure 2.4-7.
The Wiehle Avenue Extension Operations
The Wiehle Avenue Extension would include operating plans for trains running on the Dulles Line, on the
existing Orange Line between Vienna and New Carrollton, and on the Orange Line between West Falls
Church and New Carrollton. It would also include operating plans for bus routes feeding into rail stations
within the corridor, as well as regional routes running the full length of the corridor.
Dulles Corridor Metrorail service would operate between Stadium-Armory Station on the Orange Line in
the region’s core and Wiehle Avenue in Fairfax County and would be integrated with the existing Orange
Line service.
Orange Line trains currently operate between Vienna and New Carrollton on six-minute headways (ten
trains per hour) in the peak hours (6:00 to 9:30 a.m. and 3:30 to 6:30 p.m. weekdays) and 12-minute
headways (five trains per hour) during off-peak hours, except after 10 p.m., when trains run every 20
minutes. Orange Line service is supplemented by a peak-hour service in the morning and afternoon peak
direction, to provide extra capacity during the “peak of the peak” when the heaviest passenger volumes
on the Orange Line occur. These supplemental trains, or “trippers,” also operate with six-minute
headways (ten trains per hour), some between Vienna and New Carrollton and some between West Falls
Church and New Carrollton. The combination of Orange Line, Blue Line, and tripper service results in
approximately 29 to 30 trains per hour through the Rosslyn portal into the region’s core in the a.m. and
p.m. peak hour (for a combined two-minute headway, on average).
In the future, peak period service on the Orange and Blue lines would be reduced to approximately
seven-minute headways (eight to nine trains per hour), and approximately half of the Blue Line trains
would be diverted to the Yellow Line, resulting in four to five Blue Line trains per hour continuing to
Rosslyn. When operations begin on the Dulles Corridor line, supplemental Orange Line service would be
discontinued and Dulles Corridor trains would operate with approximately seven-minute headways. The
combination of Orange Line, Blue Line, and Dulles Corridor service would result in approximately 26 to 27
trains per hour through the Rosslyn portal during peak periods (approximately two- to three-minute
headway, on average) (see Figure 2.4-8). During the off-peak hours and over weekends, Orange Line,
Blue Line, and Dulles Corridor service would run on 12-minute headways (five trains per hour).
Dulles Corridor service would be different than the existing supplemental service because it would enter
the Orange Line between the West Falls Church and East Falls Church stations and would terminate at
the Stadium-Armory Station rather than running all the way to New Carrollton, as the supplemental
service now does. Moreover, this service would operate in both directions throughout the entire day, as
opposed to operating only in the peak direction during the peak hour, as is the case today.
In the peak period of the opening year of 2011, Orange Line, Blue Line and Dulles Corridor service would
operate with a mix of six- and eight-car trains. In the off-peak period, Dulles Corridor and Blue Line
service would use four-car trains, and the Orange Line would use a mix of four- and six-car trains.
Service would operate during the same hours of the day as current Metrorail service. The Dulles Corridor
service would not require changes to the existing Metrorail system that are not included in the No Build
Alternative. The No Build has changes funded by the Metro Matters, namely eight-car train operations.
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The Wiehle Avenue Extension would also include an interim, more express bus service for the western
end of the corridor to provide enhanced transit service to travelers that would be ultimately served by the
full LPA. The operating plan would consist of several routes that provide connections between Wiehle
Avenue Station, Herndon-Monroe transit center, Dulles Airport ground transportation, Dulles North transit
center and a new transit center in the locale of the future Route 772 Station. Service would have
frequencies comparable to proposed Metrorail headways. These routes would feed the interim terminal
station at Wiehle Avenue and in lieu of service to Reston Parkway, the operating plan for express bus
service would connect to the planned transit center at Reston Town Center. No service would be
provided to the Route 28 Station included in the full LPA because access to the proposed station facilities
from the highway is indirect, making it very difficult to serve this area effectively with rail-like bus service.
The feeder and corridor bus network for the Wiehle Avenue Extension consists of a complex system of
routes that would be run by WMATA, Fairfax County, Loudoun County and possibly MWAA’s Washington
Flyer. The routes operated by each provider are shown in Figure 2.4-1 in Section 2.4.1 for the No Build
Alternative. The existing bus network would be modified to accommodate the Wiehle Avenue Extension.
Several routes would be realigned to provide better service to the proposed Metrorail stations in the
corridor, and numerous routes would be eliminated and replaced by the modified routes or the Wiehle
Avenue Extension service. The service frequencies would be modified for other routes to be more
consistent with the new transit service in the corridor, reduce duplication of service, and in some cases to
better coincide with Metrorail headways.
The Wiehle Avenue Extension Construction Activities
The Wiehle Avenue Extension would connect with the Orange Line at a point between the East and West
Falls Church Metrorail stations. This connection would require new special track work including turnouts
and a double crossover, and some realignment of the existing Orange Line track. Due to the proximity of
the new track construction to the eastbound lanes of I-66, during construction there may be limited
closures of the inside shoulder and potentially the inner lanes of I-66 during off-peak and overnight
periods. WMATA would be able to maintain Orange Line operations by single-tracking trains to
implement such improvements. If construction would require closure of both tracks, most likely on
weekends, then bus service would be provided between East Falls Church and West Falls Church
stations.
Improvements at the West Falls Church S&I Yard would affect yard operations during construction. In
addition, yard modifications would require work within the north concrete embankment of I-66; however,
use and conveyance of I-66 right-of-way would not preclude potential improvements for I-66. The new
yard lead for the Wiehle Avenue Extension would cross under the eastbound lanes of the Dulles
Connector Road and connect to the Dulles main line in the median of the Connector Road (roughly 1,000
feet north of the West Falls Church Station). Construction of this lead track would most likely use a cutand-cover technique that would require building a Dulles Connector Road temporary detour for the
eastbound lanes.
At the eastern edge of Tysons Corner, construction of the aerial structure transitioning from the Dulles
Connector Road to Route 123 would require temporary lane closures on both the Connector Road and
Route 123. The pier placements for the aerial structure crossing Route 123 will be coordinated to not
preclude future improvements to Route 123.
In Tysons Corner, the Wiehle Avenue Extension requires 1.1 miles of underground structure (including
the Tysons Central 7 Station). This underground section may be mine-tunneled or excavated using cut-
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and-cover techniques, except at the underground station, which would be constructed with cut-and-cover
techniques only. Maintenance of traffic plans for cut-and-cover construction would require significant
staging to limit extended lane closures and keep as many lanes open to traffic as possible. Temporary
roadways, structures, and detours may be required to direct traffic through this area during construction
along Route 7. Construction of the western portal for the underground section would require detouring
the service roadway adjacent to Route 7 during construction and realigning the service road after the
portal is built.
Construction of feeder bus bays and Kiss & Ride facilities associated with the Tysons Corner area
Metrorail stations is expected to have minimal impacts. Construction of Kiss & Ride and bus facilities on
the south side of Route 123 at the Tysons East Station may require occasional lane closures on Route
123 and Colshire Drive. At Tysons Central 123 Station, the construction of the bus bays and the bus lane
on the north side of Route 123 may require brief closures of some lanes of Route 123 and Tysons
Boulevard. Similarly, construction of facilities at the Tysons West Station could require occasional lane
closures on Tyco Road. For all stations in Tysons Corner, construction of pedestrian bridges would
include some temporary closures of lanes in the vicinity of stations. The construction of the aerial flyover
segment across the eastbound lanes of the DIAAH and Dulles Toll Road would also involve limited partial
closures of these roadways.
Construction of the Wiehle Avenue Extension between the DIAAH/Route 7 interchange and Wiehle
Avenue would require DIAAH realignment at both the Wiehle Avenue Station and its tail track.
Realignment activities, as well as construction of pedestrian bridge and station site facilities, would
require occasional lane closures along the DIAAH. West of the Wiehle Avenue Station, construction of
facilities for express bus service would have limited transportation effects. The Route 772 transit center
would have no significant construction effect. In the long-term, if the LPA is not implemented in its
entirety, the expansion of parking at the Herndon-Monroe Park-and-Ride could cause temporary
disruptions to adjacent roadways and access to these facilities. Additional bus facilities at Dulles Airport
would have minor disruptions to adjacent roadways.
The Wiehle Avenue Extension Costs
The estimated total capital costs (excluding any required financing costs) of the Wiehle Avenue Extension
are approximately $1.5 billion (Year of Expenditure [YOE]). The incremental annual operations and
maintenance costs for the Wiehle Avenue Extension in 2011 and 2025 (over the No Build Alternative) are
estimated to be $47.47 million and $67.64 million in YOE, respectively. The costs for the Wiehle Avenue
Extension would be less than those for the full LPA due to the shorter alignment under this phase.
B.
Full LPA
This section provides a detailed description of the alignment and facilities included in the full LPA, as well
as Metrorail operations and capital and operating costs associated with the alternative. Engineering and
architectural drawings showing the full LPA alignment, stations and facilities, including the phasing of
construction, are presented in the General Plans: Line and Facilities, July 2004, FEIS Volume IV and V
(General Plans).
Full LPA Metrorail Alignment and Stations
The full LPA Metrorail alignment, stations and facilities are the same as those described for the Wiehle
Avenue Extension for the area east of and including the Wiehle Avenue Station.

F i n al E n vi r o n m e n t a l I m p a c t S t a t e m e n t

2- 4 4

D u l l e s C o r r i d o r R a p i d T r an s it P r oj e c t

ALTERN ATI VES

C ONSIDER ED

From the Wiehle Avenue Station, the full LPA would proceed west, at-grade in the median of the DIAAH,
with median stations at Reston Parkway, Herndon-Monroe, and Route 28. There would be small areas of
cut and fill along the alignment, predominantly in the vicinity of these stations, to allow for level platforms.
In addition, portions of the DIAAH would need to be realigned to accommodate the median stations. At
Herndon-Monroe and Route 28, the Dulles Toll Road would be realigned once the DIAAH was widened to
six lanes.
The Reston Parkway Station would be located where the Dulles Toll Road was previously realigned to
accommodate a transit station, approximately 1,000 feet west of the Reston Parkway overpass. The
station would include a pedestrian bridge to pavilions on the north and south sides of the Toll Road with
feeder bus bays and Kiss & Ride spaces. No park-and-ride spaces would be provided at the Reston
Parkway Station.
The Herndon-Monroe Station would be located east of the Monroe Street overpass. The project would
provide a pedestrian walkway between Herndon Parkway and the north entrance pavilion. On the south
side of the Dulles Toll Road, an entrance pavilion would be located at the existing Herndon-Monroe Parkand-Ride, which includes feeder bus bays, Kiss & Ride spaces, and a parking structure with 1,750 parkand-ride spaces. The structure would be expanded to approximately 3,500 spaces as part of the full LPA.
The DIAAH realignment would cause the reconstruction of one pier and two spans of the existing bridge
that serves Herndon-Monroe.
The Route 28 Station would be located east of the Dulles Toll Road/Route 28 interchange, north of the
proposed Dulles Station development along Fox Mill Road. Fairfax County has proposed an overpass at
a location just west of the station site. The location of this future overpass has been coordinated with
Fairfax County to accommodate the entrance pavilions for the station. Station facilities on the north side
of the Dulles Toll Road would include feeder bus bays and Kiss & Ride facilities. The facilities on the
south side would cover a larger area and would include bus bays, Kiss & Ride spaces, and a park-andride structure of 2,000 spaces.
At Dulles Airport, the full LPA would transition underground in the median of the DIAAH west of the Route
28 overpass. The underground alignment would turn south toward the terminal, then turn west to access
an underground station located in front of the terminal and under its surface parking lot, then turn north
and rise to the surface, transitioning to an aerial structure between Package Court and Rudder Road.
The elevated tracks would follow Autopilot Drive, heading toward the northwest corner of Dulles Airport
property and the Dulles Greenway in the vicinity of Route 606. This section includes an aerial pocket
track.
The underground station at the airport terminal will be designed to not preclude future construction of a
station for an airport landside people-mover planned by MWAA. Access to the Metrorail station
mezzanine would be provided via existing pedestrian tunnels that extend from the center of the existing
terminal to the parking structure north of the surface parking lot.
In Loudoun County, the full LPA would extend along the Dulles Greenway to a point near the Route 772
interchange. From the Dulles Airport area, the alignment would transition to grade in the median of the
Greenway just east of the Route 606 overpass. The at-grade tracks would extend westward, crossing
Broad Run on an elevated structure between the existing Dulles Greenway bridges. The tracks would
continue westward to the west side of the Route 772 overpass. A tail track, which would be available for
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storage and maneuvering of vehicles outbound of the Route 772 Station, would extend beyond the Route
772 overpass.
The full LPA’s two stations along the Dulles Greenway would be located in the median, with pedestrian
bridges connecting to station facilities. To accommodate these median stations, portions of the Greenway
would need to be realigned.
The Route 606 Station would be located just west of the Route 606 overpass and the Dulles North Transit
Center. The at-grade station would connect to new station facilities on the north side of the Greenway,
including bus bays, Kiss & Ride spaces, and a park-and-ride structure of 2,000 spaces. In addition, the
LPA would include a pedestrian connection to a proposed transit-related employment center north of the
station facilities.
The Route 772 Station would be located one-half mile east of the Route 772 overpass and would connect
to station facilities on the north and south side of the Dulles Greenway. Both the north and south facilities
would include an entrance pavilion, a feeder bus loop, Kiss & Ride spaces, and a park-and-ride structure.
Combined, the north and south parking structures would have 3,300 spaces. New roads, to be built by
the sites’ developers, would provide access to the station facilities.
Full LPA Metrorail Yard Facilities
Improvements at the West Falls Church S&I Yard would be the same as those discussed for the Wiehle
Avenue Extension. In addition, the full LPA includes a new Metrorail S&I Yard, located south of Route
606 and west of Horsepen Lake. The site—evaluated as Site 15 in the Draft and Supplemental EIS—is
on Dulles Airport property, north of an existing and a future runway. Approximately half of the site is
within designated runway approach surfaces. To be consistent with MWAA policies, occupied buildings
on the yard site would be located outside the approach surface.
S&I Yard Site 15, which would occupy roughly 70 to 90 acres, would be used for storage, maintenance,
inspections, and repairs of Metrorail vehicles. The S&I Yard would be designed to accommodate 250 rail
vehicles but initially built for 184. It would have several buildings, including an operations and field base
building, a service and inspection shop, and a car wash. The yard would also include a traction power
substation, a tie-breaker station, stormwater management facilities, and storage areas for materials.
Metrorail vehicles would access the proposed yard sites via lead tracks from the mainline.
Full LPA Metrorail Ancillary Facilities
The LPA would include 21 traction power substations, 7 tie-breaker stations, and 24 stormwater
management ponds. The locations of these facilities are shown in Figure 2.4-7.
Full LPA Metrorail Operations
Metrorail operations under the LPA would be similar to those discussed for the Wiehle Avenue Extension,
except that service would be provided between the Stadium-Armory Station on the Orange Line and the
Route 772 Station, and Dulles Corridor service would use a mix of six- and eight-car trains during the
peak period and a mix of four- and six-car trains during the off-peak period.
Full LPA Construction Activities
Construction of the full LPA, east of and including the Wiehle Avenue Station, would be the same as the
construction activities described for the Wiehle Avenue Extension. Construction of the full LPA beyond
the Wiehle Avenue Station would require road realignment in the vicinity of the DIAAH median stations,

F i n al E n vi r o n m e n t a l I m p a c t S t a t e m e n t

2- 4 6

D u l l e s C o r r i d o r R a p i d T r an s it P r oj e c t

ALTERN ATI VES

C ONSIDER ED

as well as construction of pedestrian bridge and station site facilities. These activities would occasionally
close lanes in off-peak hours.
The full LPA would include an underground alignment at Dulles Airport with a portal well north of the
terminal so as not to interfere with airport vehicular traffic. However, construction would displace parking
spaces close to the airport terminal during construction of the underground station and alignment. The
current assumption is that construction would proceed using cut-and-cover methods. Under this
approach, construction would affect parking, some vehicular and pedestrian traffic, and the Signature
Flight Support facilities. Minor disruptions would be expected to continue for at least two years.
Temporary roadways, structures, and detours will be used during this period to maintain traffic. The
possibility of using mined-tunneling methods for constructing the underground alignment will be studied
during preliminary engineering. Regardless of which method is selected for the underground alignment,
the underground station is likely to be constructed using the cut-and-cover method.
The western end of the Dulles Airport section is an aerial segment with a pocket track and crosses from
the airport property into the Dulles Greenway median. Construction of this elevated structure is not
anticipated to impact Greenway operations except for minimal off-peak lane closures of eastbound lanes
during work over and adjacent to this area.
Realignment of the lanes on the Dulles Greenway would be necessary around the Route 606 and Route
772 stations and where the yard lead tracks connect, possibly causing some disruption of traffic. If the
Dulles Greenway were realigned to accommodate stations prior to construction of the Route 606 and
Route 772 stations, temporary lane closures along the Dulles Greenway would be minimized during
construction of these stations.
Full LPA Costs
The estimated total capital costs (excluding any required financing costs) of the full LPA are estimated to
be $3.5 billion (YOE). The incremental annual operations and maintenance costs for the LPA in 2015
and 2025 (relative to the No Build Alternative) are estimated to be $93.92 million and $117.88 million,
respectively, in YOE dollars, respectively.
2.4.3

COMPARAT IVE EVALUAT ION OF ALT ERNAT IVES

All the alternatives have been evaluated for the forecast horizon year of 2025. Because certain predicted
effects of the Wiehle Avenue Extension vary depending on the year in which they are analyzed, the
impacts and benefits of the Wiehle Avenue Extension are described for both opening year (2011) and the
forecast horizon year (2025) to facilitate comparison across all alternatives.
Table 2.4-1 summarizes the major characteristics of these alternatives. The alignment, stations, ancillary
facilities, operational characteristics, and costs associated with each of the alternatives are discussed in
more detail in the following sections.
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Table 2.4-1: Alternatives Evaluated
Locally Preferred Alternative

No Build Alternative
(2025)

Wiehle Avenue
Extension
Opening Year
(2011)

Wiehle Avenue
Extension
(2025)

Full LPA
(2025)

New Metrorail Line

–

11.6 miles

11.6 miles

23.1 miles

New Metrorail Stations

–

5

5

11

Yard Facilities

–

Improvements to West
Falls Church S&I Yard

Improvements to
West Falls Church
S&I Yard

Site Y15 and
Improvements to West
Falls Church S&I Yard

Ancillary Facilities

–

11 substations, 4 tiebreaker stations, 11
stormwater facilities

11 substations, 4 tiebreaker stations, 11
stormwater facilities

21 substations, 7 tiebreaker stations, 24
stormwater facilities

7 minute peak period
service

7 minute peak period
service

7 minute peak period
service

7 minute peak period
service

12 minute off- peak period
service

12 minute off- peak
period service

12 minute off- peak
period service

12 minute off- peak
period service

Capacity and Reliability
Improvements to Metrorail
System

8-car train operations, line
reconfiguration, longer
headways

No improvements
beyond those included
in the No Build
Alternative

No improvements
beyond those
included in the No
Build Alternative

No improvements
beyond those included
in the No Build
Alternative

Express Bus Service

Fairfax and Loudoun
Counties planned transit
improvements (Express
Bus) in the Dulles Corridor
to West Falls Church
Station

More Express Bus
Service provided
between Wiehle
Avenue and points
west

More Express Bus
Service provided
between Wiehle
Avenue and points
west

No Express Bus
Service provided

Highway

Existing highways and
planned highway
improvements through
2025 included in the 2003
update of the MWCOG
constrained long-range
transportation plan
(CLRP)

No improvements
beyond those included
in CLRP

No improvements
beyond those
included in CLRP

No improvements
beyond those included
in CLRP

Other Bus Service

Existing Metrobus, Fairfax
Connector and Loudoun
County Bus Services;
marginal increases in
local transit service to
meet demand

Bus Service
improvements provided

Bus Service
improvements
provided

Bus Service
improvements provided

Characteristics

Metrorail Operating
Characteristics

Table 2.4-2 provides a summary of the anticipated effects of the alternatives evaluated in the Final EIS.
Results are summarized for the No Build Alternative and the LPA, including the Wiehle Avenue
Extension. These effects and proposed mitigation measures are discussed in more detail in Chapters 3
through 9. Table 2.4-3 provides a summary of mitigation measures proposed to address the anticipated
effects identified in Table 2.4-2.
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Table 2.4-2: Summary of Effects
Locally Preferred Alternative
No Build
Alternative
(2025)

Wiehle Avenue
Extension
Opening Year
(2011)

Wiehle Avenue
Extension
(2025)

Opening Year Total Ridership

Base

62,800

Not Applicable

Not Applicable

Opening Year Metrorail Ridership

Base

59,000

Not Applicable

Not Applicable

Base

29,100

Not Applicable

Not Applicable

Base

Not Applicable

2

91,200

Base

Not Applicable

68,500

91,200

Base

Not Applicable

34,400

47,800

7

7

7

7

12

12

12

12

$0

$1.5B

$1.5B

$3.5B

Not Applicable

50% Federal
50% Non Federal

50% Federal
50% Non Federal

50% Federal
50% Non Federal

Base

$47.5M

$67.6M

$117.9M

Yes

Yes

Yes

Yes

Consistent with Comprehensive Plans

No

Partially

Partially

Yes

Compatible with Planned Development

No

Partially

Partially

Yes

Yes

Yes

Yes

Yes

None

1

1

1

Full LPA
(2025)

Transit Operations
1

Opening Year New Trips

1

Forecast Year Total Ridership

1
1

Forecast Year Metrorail Ridership
Forecast Year New trips

1

Peak Period Headways (minutes)
Off Peak Period Headways (minutes)

73,300

3

Costs

Capital Costs (YOE)
Capital Funding Sources

4

Incremental Annual O&M Costs ( YOE)
Social Effects
Land Use
Compatible with Existing Land Use

Compatible with Local Zoning
Neighborhood Effects
Community Facility Impacts
Residential Displacements (No.)

0

0

0

0

Residential Properties Partially
Acquired (No.)

0

11

11

11

Unlikely

Likely

Likely

Likely

Continues
Current
Conditions

No Effect

No Effect

No Effect

0

12

12

13

Shifts in Population and Employment
Community Cohesion

Noise and Vibration (No. of Neighborhoods
Affected)
Commercial Displacements (No.)

0

3

3

3

Commercial Properties Partially Acquired
(No.)

0

37

37

64

Continues
Current
Conditions

Likely to Increase
Near Station Areas

Likely to Increase
Near Station Areas

Likely to Increase
Near Station Areas

Continues
Current
Conditions

Minimal

Minimal

Minimal

Property Values

Visual Effects
Tysons Corner
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Locally Preferred Alternative
Wiehle Avenue
Extension
Opening Year
(2011)

Wiehle Avenue
Extension
(2025)

Continues
Current
Conditions

No

No

Substantial

Potential Adverse Effect (No.)

–

0

0

0

Adverse Effect (No.)

–

0

0

0

Potential Adverse Effect (No.)

–

0

0

0

Adverse Effect (No.)

–

0

0

1

Section 4(f) Direct Use (No.)

0

0

0

1

Section 6(f) Conversion of Use

0

0

0

0

No Build
Alternative
(2025)
Dulles Airport Historic District

Effects on Archaeological Sites

Full LPA
(2025)

5

Effects on Historic Architectural Properties

Effects on Public Parklands (Section 4(f) and 6(f) Lands)

Disproportionate Impacts to Minority/ Low Income Populations
Neighborhoods Without Rail Service
Physical Impacts

6

4

4

0

None

None

None

None

Environmental Effects
Effects on Geologic Resources
Prime and Unique Farmland Soils (Acres)

None

None

None

Minor

Groundwater

None

Minor

Minor

Minor

Streams/Water Quality (linear feet)

0

0

0

245

Wetlands (Acres)

0

0

0

5.2

Floodplains (No. of 100-year crossings)

0

3

3

5

Stormwater Runoff

Continues
Current
Conditions

More Impervious

More Impervious

More Impervious

Aquatic Habitat

Continues
Current
Conditions

Minimal

Minimal

Minor

Diabase Glade Habitat

Continues
Current
Conditions

None

None

None

Effects on Rare, Threatened, and
Endangered Species

Continues
Current
Conditions

None

None

None

Effects on Water Resources

Effects to Habitat and Biota

Air Quality
Reduced Vehicles Emissions

Yes

Yes

Yes

Yes

No

Partially

Partially

Yes

–

251.6M

153.8M

401.7M

No

No

No

No

Noise Receptors Above FTA Criteria Before
Mitigation

–

184

184

183

Vibration Receptors Above FTA Criteria
Before Mitigation

–

7

7

7
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Locally Preferred Alternative
No Build
Alternative
(2025)

Wiehle Avenue
Extension
Opening Year
(2011)

Wiehle Avenue
Extension
(2025)

Groundborne Noise Receptors
Above Criteria

–

15

15

15

Hazardous Materials Generators
Potentially Affected

–

4

4

11

Energy Usage
(Percent change from No Build)

–

-0.27%

+0.04%

-0.49%

6,942

7,424

7,424

7,489

Full LPA
(2025)

Economic Effects
Total Transit Employees
8

Corridor Population

339,497

+2.1%

+4.5%

+11.0%

403,857

+3.0%

+6.3%

+16.0%

304.6

n.a.

+5%

+13%

Continues
current condition

Likely to increase

Likely to increase

Likely to increase

Number of Intersections
9
at LOS F – a.m.

11

2

3

14

Number of Intersections
9
at LOS F – p.m.

16

3

6

16

Partially

Partially

Partially

Yes

Population Increase at Stations

–

13% - 329%

13% - 986%

0% - 986%

Employment Increase at Stations

–

7% - 29%

16% - 29%

13% - 236%

Additional Demand for Public Services

–

Less than full LPA

Less than full LPA

Yes

Change in Visual Character at Stations

–

East of Wiehle Ave.

East of Wiehle
Ave.

Yes

Change in Development Character

–

East of Wiehle Ave.

East of Wiehle Ave

Yes

Effect on Undeveloped Land in Loudoun
County

–

No

No

Yes

Linkage Between Transportation and
Secondary Development

–

Weaker than
with Full LPA

Weaker than
with Full LPA

Strong

Effect on Transportation Demand
Management Strategies

–

Weaker than
with Full LPA

Weaker than
with Full LPA

Strong

8

Corridor Employment

Corridor Development
8
(in Million Square Feet)
Property Values Near Station Areas
Transportation Effects

Consistent with Transportation Plans
Secondary and Cumulative Effects
Potential for Effects Related to Secondary Development

Contribution of Project to Cumulative Effects

1
2
3
4
5
6
7
8

Average weekday riders.
Includes 3,800 express bus riders with no transfer to Metrorail.
“B” – Billions, "M" - Millions.
Non federal refers to monies that would come from local jurisdictions as well as the Commonwealth of Virginia.
Likely that resources destroyed by previous construction. Potential effects if resources remain.
Prime uplands include areas of mature or pristine deciduous or other forest types that support wildlife populations.
Planned mitigation measures will reduce impacts below FTA criteria.
Changes in population, employment, and development potential calculated for areas within 1/2-mile radius of proposed stations except in Tysons
Corner, where a 1,600-foot radius was used. Changes added to totals for all TAZs in corridor.
9 LOS - Level of Service; Measure of performance of intersections: A being the best and F being the worst.
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Table 2.4-3: Summary of Proposed Mitigation Measures
Area

Proposed Mitigation Measures

Land Use and Socioeconomics

Continue coordination with Fairfax County, Loudoun County and Town of Herndon to
encourage appropriate transit-oriented development.
Incorporate Tysons W est park-and-ride requirements (500 spaces) into Fairfax County
Comprehensive Plan.
Assist Fairfax County in pursuing joint-development opportunities at the Wiehle Avenue station.

Neighborhood, Community Services,
and Community Cohesion

See proposed mitigation measures for Noise, Visual, Traffic, and Construction effects.

Property Acquisition and
Displacements

All property acquisitions would be conducted in accordance with the Uniform Relocation
Assistance and Real Property Acquisition Act, as amended.

Visual and Aesthetic Conditions

Consider designs for Metrorail stations, aerial structures, and portals that are compatible with
the surrounding environment.
Provide landscaping at stations.
Using established WMATA designs, design traction power substations and tie-breaker stations
to be compatible with surrounding environment.

Cultural Resources/Section 4(f)

Lower the at-grade Metrorail alignment in the DIAAH median to preserve historic “peekaboo”
view sequence of main terminal control tower.
Develop treatment plan and implement specific measures (e.g., interpretive exhibits, public
artwork, or photo documentation) to highlight Dulles Airport’s unique historic characteristics.
Consider the historic characteristics and other contributing elements of the Dulles Airport
historic district in the design of the tunnel portals and their security barriers.

Parklands

Design and construct Metrorail overpass of the W&OD Railroad Regional Park in accordance
with the NVRPA Guideline for the Development of W&OD Trail Bridge Crossings.
Maintain use and access to the W&OD Railroad Regional Park during construction.
Minimize disruption to Pimmit Run Stream Valley Park, Scotts Run Stream Valley Park, and
Difficult Run Stream Valley Park during construction.

Safety and Security

Update WMATA Safety and Security Program with elements required by Transportation
Security Administration or the Metropolitan Washington Airports Authority.
Develop mutual aid agreements for emergency response with local jurisdictions.
Locate tunnel exits of any kind, including vent shafts, emergency access shafts or any other
kinds of openings outside the secure zone of the airport.

Environmental Justice

No mitigation measures are proposed.

Geological Resources

No mitigation measures are proposed.

Water Resources

Surface Waters/Water Quality
Plant riparian buffers near the affected areas for two streams [Tributaries W -50 and W-51]
converted to culvert or pipe.
Wetland Systems
Provide compensatory mitigation for unavoidable wetlands impacts associated with the S&I
Yard on Dulles Airport property and at the Route 28 station by purchasing additional credits at
an existing regional wetland bank. A 1:1 replacement ratio for impacts to emergent wetlands
and 2:1 replacement ratio for impacts to forested wetlands would be used.
Floodplains
Avoid changes in floodplain elevation(s) of more than 1 foot.
Critical Areas
Coordinate design of new crossings with Fairfax and Loudoun Counties to ensure consistency
with stream protection policies.
Other
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Proposed Mitigation Measures
Coordinate with the Federal Aviation Administration to ensure compliance with FAA Advisory
Circular No. 150/5200-33 and control potentially hazardous wildlife from interfering with airport
operations and safety.

Aquatic Biota and Habitat

See proposed mitigation measures for Water Resources, above.

Terrestrial Biota and Habitat

No mitigation measures are proposed.

Rare, Threatened, and Endangered
Species

No mitigation measures are proposed.

Air Quality

No mitigation measures are proposed.

Noise

Install parapet and trackside noise barriers at locations near sensitive receptors to address
noise impacts from Metrorail operations.
Extend 4-foot noise barrier 1,000 feet near Baldwin Drive to reduce noise due to Metrorail
passbys over 2 single switches west of Pimmit Run.
Enclose new lead track and existing loop track at the West Falls Church Yard to reduce noise
impacts from yard operations.
Analyze reflective highway noise impacts to the Hallcrest Heights residential community during
preliminary engineering and/or final design.
Comply with W MATA guidelines, Federal law (for Wolf Trap Farm Park) and local noise
ordinances during construction activities.

Vibration

Utilize dampening materials or devices under switches and crossovers near sensitive receptors.

Economic Effects

No mitigation measures are proposed.

Transportation Effects

Station Access
Construct roadway improvements specified in the General Plans necessary for access to
stations and facilities:
Tysons Central 123 Station – Dedicated right turn lane for buses on Tysons Boulevard and
acceleration lane on Route 123.
Wiehle Avenue Station – New left turn lane northbound on Wiehle Avenue; new left turn lane to
the eastbound Dulles Toll Road exit ramp at Wiehle Avenue; widen eastbound Sunset Hills
Road between W iehle Avenue and Isaac Newton Square and provide new left turn lane; and
improve private roadway south of Sunset Hills Road to VDOT standards. New entry for bus
ingress to the northside station facilities from the westbound Dulles Toll Road entry ramp; new
acceleration lane for bus egress from the station facilities onto the westbound Dulles Toll Road;
addition of bus bays on eastbound Dulles Toll Road exit ramp.
Route 606 Station – New left turn lane to northbound Route 789 at both the north and south
station entrances.
Yard Site 15 – New right turn and acceleration lanes on Route 606 for vehicular access to yard
facilities.
Station Vicinity
Construct additional roadway improvements to mitigate opening year traffic impacts in the
vicinity of Metrorail stations:
Tysons East Station – Add second left turn lane from Old Meadow Drive to southbound Route
123.
Wiehle Avenue Station – Improve right turn lane from eastbound Sunset Hills Road to
southbound Wiehle Avenue and improve right turn lane from westbound Sunrise Valley Drive to
northbound Wiehle Avenue.
Reston Parkway Station – Add northbound through lane on Reston Parkway at Sunrise Valley
Drive intersection and improve right turn lane from southbound Reston Parkway to westbound
Sunrise Valley Drive.
Herndon-Monroe Station – Add left turn lane from southbound Monroe Street to eastbound
Sunrise Valley Drive; improve right turn lane from eastbound Sunrise Valley Drive to
southbound Fairfax County Parkway; and modify lane configuration at the Van Buren (Monroe)
Street and Herndon Parkway intersection.
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Proposed Mitigation Measures
Route 606 Station – Add right turn lane from southbound Route 789 to westbound Route 606.

Secondary and Cumulative Effects

Any secondary or cumulative effects to the built and natural environment resulting from
additional station area development would be mitigated through compliance with Fairfax and
Loudoun counties' land use policies and development permitting processes.

Construction Effects

Develop Erosion and Sediment Control Plan.
Develop Stormwater Management Plan and comply with applicable federal, state and local
regulations and ordinances.
Use Best Management Practices for stormwater management and groundwater protection
during construction.
Comply with federal, state, and local regulations governing construction in floodplains.
Comply with the terms of the federal Coastal Zone Management Act consistency determination.
Comply with local regulations governing noise and vibration during construction and use
construction methods that minimize vibration.
Comply with VDEQ requirements for fugitive dust and emissions outlined in 9 VAC 5-50-90.
Prepare maintenance of traffic plans to address construction-related traffic management and
detours.
Maintain access (pedestrian and vehicular) to existing businesses during construction.
Communicate with affected businesses and residents in order to minimize construction effects.
Engage affected stakeholders to participate in the development of mitigation measures for
construction effects and maintenance of traffic plans.
Coordinate construction activities with VDOT for Commonwealth-owned roadways and MWAA
for the Dulles Airport property, including the DIAAH.
Comply with federal, state, and local regulations governing the use and handling of hazardous
materials during construction.
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