3

SOCIAL EFFECTS

This chapter provides a general description of the existing demographics of the study area, and the living
and working environments of people within it. The social aspects and built environment of the Dulles
Corridor were studied in detail, and the project’s No Build Alternative and the Locally Preferred Alternative
(LPA) were analyzed to identify and assess the potential effects of each on the study area’s population,
housing, places of employment, land use, neighborhoods, and community services and facilities.
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.
Each section in this chapter defines a study area, the methods used to make the assessments, and the
existing conditions in each area. Study area definitions vary according to the issues under evaluation.
For topics such as displacements and relocations, the study area is the limit of disturbance for the
proposed improvements. For visual effects, the extent of the study area changes along the corridor
depending on the nature of views and the locations of those viewsheds.
The LPA is evaluated against the No Build Alternative in terms of potential long-term and construction
(short-term) effects and, where appropriate, measures to mitigate effects are identified. The assessment
includes the following elements:
Section 3.1 provides a description of existing and planned land uses within the Dulles Corridor.
Regional, county, and local land use characteristics are presented and corresponding regulations and
county plans are described. In addition, projections of population, household, and employment growth
due to land use changes in the corridor are assessed.
Section 3.2 provides a description of each neighborhood in the corridor and its associated community
facilities (schools, places of worship, and recreation areas, etc.).
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Section 3.3 provides a discussion of the residential, commercial, and institutional properties that are
likely to be displaced or relocated by construction of the proposed alternatives.
Section 3.4 provides a description of the existing views and aesthetic conditions in the corridor and the
potential of the alternatives to affect the visual character of the corridor.
Section 3.5 documents the historic and archeological resources in the study area. The discussion
includes regulations that govern cultural resources, an overview of the history of the study area, identifies
archaeological and historic resources within the study area, and the status of each resource. This section
also presents the effects of each of the alternatives on these cultural resources.
Section 3.6 provides a physical and graphic description of the publicly owned parklands and recreation
areas in the study area and assesses the potential effects of the proposed alternatives on these facilities.
Section 3.7 provides a description of the safety and security issues with the existing Metrorail system,
and how these issues would be addressed for the LPA to provide a safe and secure environment for
transit patrons in the Dulles Corridor.
In Section 3.8, to comply with Executive Order 12898, this section provides a description of minority and
low-income populations, their location relative to the alternatives, and the results of the analysis.
Particular focus is placed on any minority or low-income group or neighborhood that would be
disproportionately affected by the project.

3.1

LAND USE AND SOCIO-ECONOMICS

As described in Chapter 1, population, housing, and employment in the Dulles Corridor are growing
rapidly. This section discusses existing and future land use, major development activities, and land use
controls within the Dulles Corridor. It also addresses changes in current land use that would result from
the direct conversion of land within the corridor as well as changes in population, household
characteristics, and employment that would occur in the corridor as land is developed. Changes in the
corridor associated with increased densities or changes in the land use mix that are permitted under the
Fairfax County Comprehensive Plan and the Loudoun County Revised General Plan if transit
improvements are made, are discussed in Chapter 5.
3.1.1

METHODOLOGY

Potential changes in land use were determined by interpreting aerial photographs and reviewing
comprehensive plans. Land use data provided by Fairfax and Loudoun counties were incorporated into a
Geographic Information System (GIS) database for the project and then updated through field verification.
The study area for this analysis was defined as land within 300 feet of either side of the centerline of the
No Build Alternative and the LPA and within a half-mile radius of the proposed station areas. This area
was selected based on review of the anticipated limit of disturbance of the proposed improvements and
was determined to be of sufficient size to capture the potential land use effects. Land use was assessed
at the regional, county, and corridor level. Projections of land use changes included direct conversion of
land for transit facilities.
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Historic U.S. Census data, including data from Census 2000, were reviewed to obtain population and
employment information. The Metropolitan Washington Council of Governments’ (MWCOG) forecasts of
growth in population, households, and employment documented in Round 6.3 Forecasts (Round 6.3)
were used to project growth through year 2025. MWCOG is the Metropolitan Planning Organization
(MPO) for the Washington metropolitan region. The Round 6.3 data are provided in regular intervals
through year 2025. The Round 6.3 forecasts do not provide data for the opening year of the Wiehle
Avenue Extension in 2011, however data for the year 2010 and for the opening year of the full LPA in
2015 is included.
The effects of secondary development within the half-mile station areas associated with the No Build
Alternative, the Wiehle Avenue Extension, and the full LPA are described in Chapter 5. Chapter 5 also
includes the effects of population and employment changes within the station areas.
3.1.2

EXISTING CONDITIONS AND FUTURE PROJECTIONS

This section describes current land use, population, housing, and employment characteristics within the
Dulles Corridor and is divided into regional and corridor-level analyses. The regional-level discussion
includes analyses for the Washington, D.C. metropolitan area and for Fairfax and Loudoun counties. The
corridor-level analysis focuses on the land use characteristics of the Dulles Corridor.
3.1.2.1
Regional Characteristics
Land use within the Washington metropolitan region follows the same pattern found in many major U.S.
metropolitan areas. At the heart of the region is downtown Washington, D.C. Surrounding this urban
core is a series of rings of suburban development with decreasing densities, surrounded by a series of
outer suburbs that are rural in nature.
While every major classification of land use exists within the region, some characteristics are unique to
specific geographic areas. To meet its high employment and space requirements in the vicinity of the
nation’s capital, the federal government has more land defined as government or publicly owned than
most other regions. Although the majority of federally owned land lies within Washington, D.C.,
government uses have recently expanded into Arlington County, the City of Alexandria, and Fairfax
County. Metrorail corridors, such as the Rosslyn-Ballston Corridor in Arlington County, have extensive
mixed-use land classifications. These mixed-uses have developed over time as the land around Metrorail
stations has been developed according to local comprehensive plans that support increased densities
and a mix of uses.
Regional activity centers are located throughout the Washington metropolitan region. Major regional
activity centers include the District of Columbia, Bethesda, Chevy Chase, and Silver Spring in Maryland;
and Tysons Corner, Springfield, Centreville, and Reston in Virginia. Each of these activity centers
contains a mix of retail, office, industrial, commercial, and residential land uses that support major
employment and residential bases. Several of these major regional activity centers are located within the
Dulles Corridor, including the City of Falls Church, Tysons Corner, Reston, Herndon, Dulles Corner,
Dulles International Airport and Eastern Loudoun County.
Development in the region over the last 50 years has occurred along radial transportation corridors, such
as I-270, I-95, I-66 and the Dulles Toll Road, and along the Capital Beltway. Activity centers, such as
Tysons Corner and Springfield, have developed at major crossroads. As development along these
corridors has intensified, suburban development has spread to fill in the areas between these corridors.
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MWCOG is responsible for maintaining and updating the regional population and employment model,
which is used by the region for planning purposes. MWCOG has defined the region to include
Washington, D.C., Montgomery, Prince George’s, Arlington, Fairfax, Loudoun, Prince William, Frederick,
Charles, Calvert, and Stafford counties; and the cities of Alexandria, Fairfax, Falls Church, Manassas,
and Manassas Park. For air quality conformance, this definition of the region and the MWCOG model
projections are used throughout this Environmental Impact Statement (see section 4.6).
As shown in Table 3.1-1, the region's population is expected to grow steadily through year 2025, at an
average of approximately 58,000 more persons per year. Population growth is expected to be spurred by
the long-term strength of the region's economy, high rates of migration into the region from other U.S. and
international locations, and less-rapid declines in average household size than were previously
anticipated in prior forecasts. The region's population that is 65 years of age and older will more than
double between 2000 and 2025, while the number of children will increase by approximately 30 percent
during the same period.
Table 3.1-1: Expected Growth in Regional and County Population
2000

2005

2010

2015

2025

Total Change
(2000 - 2025)

Percent
Increase

4,458,797

4,877,851

5,208,832

5,507,071

5,887,286

1,428,489

32%

1.60

1.75

1.87

1.98

2.12

0.52

32%

987,919

1,065,896

1,136,325

1,172,569

1,210,815

222,896

23%

3.72

4.01

4.28

4.42

4.56

.84

23%

168,748

238, 409

299,571

350,333

422,190

253,442

150%

0.51

0.71

0.90

1.05

1.27

0.76

150%

Region
Population
Persons/Acre
Fairfax County
Population
Persons/Acre
Loudoun County
Population
Persons/Acre

S o u r c e : MW C O G R o u n d 6 . 3 F o r ec a s ts ; MW C O G p r oj e c ti o ns f o r F a i r f a x C o u n t y i n c l u d e t h e c i t i e s o f F a i r f a x a n d F a l l s
Church.

The greatest population growth in the region will be in Loudoun, Fairfax, and Montgomery counties.
Outer jurisdictions that will experience the fastest rates of growth and greatest total amounts of growth
are led by Loudoun (150 percent), Charles (62 percent), and Frederick (55 percent) counties. The
region's central jurisdictions will grow more slowly. In Arlington County and the City of Alexandria,
population will increase by 16 and 17 percent, respectively. Washington, D.C. will experience an end to
its recent short-term population loss and is expected to grow by 24 percent during the 2000 to 2025
forecast period.
MWCOG predicts an increase of more than 587,000 households in the region during the 2000 to 2025
forecast period, reflecting the growth in jobs and the migration of new residents moving into the region.
The largest number of new households will be in Loudoun and Fairfax counties (shown in Table 3.1-2),
and Montgomery County, which collectively will contribute nearly 50 percent of the household growth
during the forecast period. Loudoun County will grow the most rapidly of all corridor jurisdictions, adding
approximately 90,000 households to a year 2000 base of 59,900 households.
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Table 3.1-2: Expected Growth in Regional and County Households
2000

2005

2010

2015

2025

Total Change
(2000 - 2025)

Region

1,710,808

1,868,254

2,005,977

2,132,867

2,298,269

587,461

34%

Fairfax
County

363,734

395,433

422,869

436,373

449,885

86,151

24%

59,900

84,855

106,572

124,553

149,985

90,085

150%

Loudoun
County

Percent
Increase

S o u r c e : MW C O G R o u n d 6 . 3 F o r ec a s ts ; MW C O G p r oj e c ti o ns f o r F a i r f a x C o u n t y i n c l u d e t h e c i t i e s o f F a i r f a x a n d F a l l s
Church.

Regional employment projections, shown in Table 3.1-3, predict an increase of 41 percent from 2000 to
2025, with employment experiencing a slightly higher rate of growth than both population and
households.
Table 3.1-3: Expected Growth in Regional Employment and Employment within Corridor Juridisctions
Area

2000

2005

2010

2015

2025

Total Change
(2000 - 2025)

Percent
Increase

2,826,210

3,079,949

3,376,883

3,584,716

3,994,729

1,168,519

41%

1.02

1.11

1.21

1.29

1.44

0.42

41%

573,027

635,428

694,622

720,163

778,498

205,471

36%

2.16

2.39

2.62

2.71

2.93

0.77

36%

87,044

109,926

137,083

166,214

224,453

137,409

158%

0.26

0.33

0.41

0.50

0.67

0.41

158%

Region
Employment
Jobs/Acre
Fairfax County
Employment
Jobs/Acre
Loudoun County
Employment
Jobs/Acre

So u r c e : MW C O G R o u n d 6 . 3 F o r ec a s ts : MW C O G p r o j e c t i o n s f o r F a i r f a x C o u n t y i n c l u d e t h e c i t i e s o f F a i r f a x a n d F a l l s
Church

Fairfax County, Prince George’s County, Loudoun County, and Washington, D.C. are projected to add the
largest numbers of new jobs to the region’s employment base during the 2000 to 2025 forecast period,
followed by Montgomery, Arlington, Frederick, and Prince William counties. As with population and
household growth, the largest percentage increases in employment will occur in the outer suburbs of
Virginia and Maryland.
Despite the tremendous growth in suburban employment indicated in the
forecasts, Washington, D.C. will continue to have the largest number of jobs of any single jurisdiction and
will account for more than one-fifth of the region’s employment.
3.1.2.2
Local Characteristics
Land use along the Dulles Corridor is controlled by Fairfax County, the Town of Herndon, and Loudoun
County.
A.
Fairfax County
Fairfax County encompasses 399 square miles. Over the past 50 years, Fairfax County has changed
from a rural and agricultural area to an urbanized metropolitan area. The county, particularly the eastern
portion, is now largely developed and includes a mixture of low-density residential, commercial, industrial,
and public land uses. About 54 percent of the land in Fairfax County is used for residential purposes.
Industrial and commercial land uses each account for almost 4 percent of the total developed acreage.
Other major land uses include parklands (12 percent) and public facilities or institutions (11 percent).
About 16 percent of the land in Fairfax County is now vacant or undevelopable open space.
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With more than 100 million square feet of office space, and more than 500,000 employees, Fairfax
County is one of the nation’s largest commercial real estate markets (Fairfax County Economic
Development Authority, 2003). The majority of this development has taken place along the major
transportation corridors in the county: the Dulles Toll Road, I-66, I-495 (Capital Beltway), I-395/I-95, and
Route 28.
The highest growth rates in Fairfax County occurred during the 1940s and 1950s. While the rate of
growth has slowed since that time, the county is continuing to grow and is home to more than one million
residents, making it the most populous jurisdiction in the region. MWCOG projections show the county
population increasing by approximately 15 percent between 2000 and 2010, and 24 percent between
2000 and 2025. In 2025, Fairfax County will still be the most populous jurisdiction in the region and will
be one of only two in the region with more than one million residents.
Fairfax County has more than 380,000 housing units, of these, approximately 50 percent are single-family
homes, 26 percent are multi-family units, and 24 percent are townhouses.
Employment in Fairfax County has increased and will continue to increase rapidly. As shown in Table
3.1-3, employment in Fairfax County is estimated to increase by 36 percent between 2000 and 2025,
adding more than 200,000 jobs and outpacing population in the county.
B.
Loudoun County
Loudoun County encompasses 517 square miles and is much more rural than Fairfax County. More than
60 percent of the total land area in the county is used for agricultural purposes, and 24 percent is in
residential use. Industrial and commercial uses account for 6 percent of the total acreage, with public and
open space uses accounting for the remaining 9 percent.
Like Fairfax County, commercial development is focused along the county’s major transportation
corridors: Route 7, Route 28, and the Dulles Greenway. The county contains 12.6 million square feet of
office space and 14 million square feet of industrial and flex space for more than 100,000 employees.
Almost all commercial development in the county is focused in the eastern portion of the county, leaving
the remainder of the county largely agricultural, with a few small towns located at major crossroads.
The rapid growth in Loudoun County is part of a second wave of suburban expansion. From 1900 to
1960, the population of the county remained relatively stable. However, starting in the 1960s, the county
began three decades of approximately 50 percent growth per decade. According to the most recent U.S.
Census, the county increased in population by more than 95 percent in the past decade.
Loudoun County population is expected to increase 78 percent between 2000 and 2010, and by 150
percent between 2000 and 2025. The vast majority of new development is planned for the eastern third
of the county, resulting in significantly higher densities in that area.
Although Fairfax County has far more residential units than Loudoun County, Loudoun County’s housing
stock is growing at a faster rate. Loudoun County has approximately 73,000 units, representing an
increase of 17.4 percent over 2000. Of these, 54 percent are single-family, 26 percent are townhouses,
and 20 percent are multi-family.
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As shown in Table 3.1-3, employment in Loudoun County is estimated to increase by more than 158
percent by 2025, four times as fast as Fairfax County. This reflects the job growth occurring in the
existing and emerging activity centers in the county.
3.1.2.3
Land Use Controls and Comp reh ensive Planning
Current comprehensive plans and zoning ordinances for the study area were reviewed to determine their
land use objectives and transportation policies in relation to the project. The proposed land use as
defined in these comprehensive plans for the entire Dulles Corridor area is shown in Figure 3.1-1, and
reflects the mix uses that are currently permitted in the corridor.
The study area for determining potential long-term land use effects of the alternatives was defined as land
within 300 feet of either side of the centerline of the No Build Alternative and the full LPA and within a
half-mile radius of the proposed station areas. Fairfax County, the Town of Herndon, and Loudoun
County regulate land use within these areas through comprehensive planning and zoning ordinances. A
brief summary of the comprehensive plans of these three jurisdictions follows.
A.
Fairfax County Comprehensive Plan
The Fairfax County Comprehensive Plan has three components: the Policy Plan, Area Plan, and the
Comprehensive Plan Map. The Policy Plan explains the county's goals, objectives, and policies
regarding land use, transportation, housing, environment, and other planning areas. The Area Plans are
site-specific, and are divided into Planning Districts, Community Planning Sectors, and special areas,
such as the Tysons Corner Urban Center and several Suburban Centers. The third component, the
Comprehensive Plan Map, is a generalized depiction of the pattern of future land use, transportation,
public facilities, and other planned features.
The Area Plans implement the Policy Plan's goals and objectives at the more detailed Planning District
and Community Planning Sector levels. The Area Plans contain detailed recommendations for a wide
range of planning areas. The Dulles Corridor includes the McLean, Vienna, and Upper Potomac planning
districts, the Tysons Corner Urban Center, the Reston-Herndon Suburban Center, and the Dulles
Suburban Center. Based on the work of the Dulles Corridor Land Use Task Force, appointed by the
Fairfax County Board of Supervisors to review the Fairfax County Comprehensive Plan as part of the
County’s commitment to transit supportive policies in the corridor, revisions to the Comprehensive Plans
for Reston, the Herndon area outside of the Town of Herndon, and the Dulles Corner area have been
adopted by Fairfax County, and have been incorporated into this analysis.
In addition, the Dulles Corridor Land Use Task Force recommended that covenants that are in effect in
Reston be lifted. These covenants restrict residential development within close proximity to the Dulles
Toll Road and would have to be lifted in order for Fairfax County to implement mixed-use development at
the Transit Station Areas in Reston.
B.
Town of Herndon Comprehensive Plan
The Town of Herndon's Comprehensive Plan, adopted June 1990, sets goals for land use, parks and
recreation, public facilities, transportation, and heritage preservation. The Transportation Element of the
plan was updated in 1997 and reflects rapid transit in the Dulles Corridor. All land within the town is
assigned to one of four land use categories: neighborhood conservation, services and industry,
community facilities, and adaptive areas. Each of these categories has general land use goals
established for large areas of the town, with specific uses and densities specified in the zoning
regulations.
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C.
Loudoun County Revised Comprehensive Plan
On July 23, 2001, the Loudoun County Board of Supervisors approved a Revised Comprehensive Plan,
which will guide development in the county for the next 20 years. Adoption of the Revised
Comprehensive Plan, which includes the General Plan and the Countywide Transportation Plan, came
after a year-and-a-half of extensive study and public input, including community meetings, public
hearings, and public comment.
The Revised Comprehensive Plan includes several refinements that promote the development of efficient
and convenient local commuter transit services, including rail in the Dulles Greenway Corridor. The plan
refines recommended uses within the corridor, including more detail on transit nodes located in the
vicinity of the proposed stations at Route 606 and Route 772. As part of the implementation of the
Revised Comprehensive Plan, the Loudoun County Board of Supervisors adopted changes to the
county’s zoning ordinance and developed a new zoning map. The revisions include changes to land use
in the proposed station areas that would allow for transit-oriented development with increased densities,
mixed-uses, pedestrian amenities, and reductions in automobile parking requirements.
D.
Loudoun County Toll Road Plan
During the development of the General Plan, the Loudoun County Planning Commission and Board of
Supervisors identified the need to formulate more specific land use policies for land adjacent to the Dulles
Greenway. In 1995, the county issued the Toll Road Plan, with the goal of maximizing the economic
benefit from development within the corridor. The Toll Road Plan, although separate from the General
Plan, is part of the County’s comprehensive plan. In Loudoun County, the Dulles Corridor falls within the
Toll Road Plan’s area.
The land use strategy for the Dulles Toll Road area is designed to promote compact development at
interchange and transit facilities. The highest intensity development in the planning area would occur at
nodes, which are planned around the Route 606 and Route 772 interchanges with the Dulles Greenway.
Nodes are intended to be areas of dense, compact development centered on a transit station with
densities tapering from the core. The Toll Road Plan states that nodes will be mixed-use in character in
all locations, except for those located within Business Employment areas, which will not have a residential
component.
3.1.2.4
Corridor Characteristics
The Dulles Corridor is expected to experience substantial growth (nearly 50 percent) in population and
employment (nearly 70 percent) over the next 25 years. However, land use patterns throughout the
corridor are expected to remain largely as they are today, with most new growth occurring at existing and
emerging activity centers including the City of Falls Church, Tysons Corner, Reston/Herndon, Dulles
Corner, Dulles International Airport and Easter Loudoun County.
A.
Existing and Future Land Uses
This section discusses existing and future land uses within the project corridor. Details regarding
neighborhoods, community services, cultural resources and parks are located in Sections 3.2, 3.5 and 3.6
of this chapter. Future growth in commercial or mixed-use development is expected to occur in Tysons
Corner, Reston, Herndon (near the Route 28 interchange), and in Loudoun County near the intersection
of Route 772 and the Dulles Greenway.
Land use in the area surrounding the Dulles Connector Road between West Falls Church and Tysons
Corner is almost entirely residential in nature. According to the Fairfax County Comprehensive Plan,
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development in the area surrounding the Dulles Connector Road will continue to be residential in the
future. Infill and redevelopment is expected to generate small increases in population and employment in
this section.
East of the Capital Beltway, the Tysons Corner area consists primarily of offices with areas of residential
development located on the fringe. The Fairfax County Comprehensive Plan calls for this area of Tysons
Corner to maintain roughly the same proportion of land uses, but at a more intense level. Commercial
uses in this area are to continue their development as office parks. The vacant parcels would infill with
additional office use; low-rise buildings would redevelop to mid-rise and high-rise office buildings with
supporting retail and service uses. In the residential areas, the plan calls for continued residential use at
the existing scale with redevelopment of existing low-rise garden apartments to mid-rise, multi-family
dwelling use to encourage more housing adjacent to employment locations.
West of the Capital Beltway, Tysons Corner is divided into several areas of development with various
types of land use. The West*Park area is located north of Westpark Drive and east of International Drive
and includes more than five million square feet of office space in more than 25 buildings. Residential land
use in the West*Park area includes the Lincoln Apartments complex adjacent to International Drive. The
West*Park area is planned to continue as an office park, with supporting retail and services, and the
option of residential uses.
Immediately south of West*Park is the Tysons II area, bounded by Westpark Drive, International Drive,
and Route 123. It includes the Galleria at Tysons II shopping mall (with more than one million square feet
of retail space) and a significant amount of office, hotel, and residential land uses. Adjacent to the mall
are several large office towers and a hotel. To the north of the shopping mall are two residential
developments. In 2003, Fairfax County approved up to 6.8 million square feet of mixed-use development
for the area between the Galleria shopping mall and Route 123. The development would consist of nine
high-rise towers, four of which would stand 30 stories. It would also include pedestrian bridges, small
plazas, wide sidewalks, structured parking, and a park with an amphitheater.
The Tysons I area is bounded by Route 123, Route 7, and the Capital Beltway. This area contains the
largest shopping mall in the region (eighth largest in the country), the Tysons Corner Center, as well as
several office buildings and smaller retail land uses. The Tysons Corner Center area is to continue its
regional shopping focus, but could add convention or recreation uses. West of International Drive, the
area surrounding the Route 7 and Route 123 interchange is envisioned to gradually redevelop from the
existing strip retail development to mid-rise and high-rise office buildings that would include support retail
and service uses.
International Drive, Westpark Drive, Route 123, and Route 7 bound the Greensboro Drive area, which
features much of the prominent office development in Tysons Corner. The most prominent feature in the
area north of Greensboro Drive is the Rotonda Condominium Complex, which has more than 1,100 units.
In contrast to the large shopping malls to the east, retail land use within this portion of Tysons Corner is
focused along Route 7 and consists primarily of car dealerships and an assortment of service and
convenience retail outlets. Adjacent to the Dulles International Airport Access Highway (DIAAH) and
Dulles Toll Road, the Tyco Road area includes the majority of the industrial uses in the Tysons Corner
study area, including several automobile repair shops, two storage facilities, and a flex industrial building.
In the future, the Greensboro Drive area would continue to be the office core of Tysons Corner. Because
no undeveloped land is available, infill and redevelopment opportunities would be encouraged. Some
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surface parking lots could be redeveloped into office space with structured parking. In addition, the
Fairfax County Comprehensive Plan encourages the development of pedestrian-oriented plazas and
courtyards in the Tysons Corner area. The high-density residential uses to the north and east of
Greensboro Drive are anticipated to remain, while the industrial area to the north of Spring Hill Road
could either remain industrial or be redeveloped for mixed-use. The retail uses along Route 7 are
planned for redevelopment with mid-rise and high-rise office buildings that include retail and support
services.
West of Route 7, the study area includes a mixture of office parks, strip retail, hotels, and other uses.
Major commercial development is centered on Spring Hill Road and Westwood Center Drive, generally in
multi-building office parks near the DIAAH and Dulles Toll Road. West of the retail land use on Route 7
are a number of residential uses, including townhouse communities, providing a buffer for the singlefamily neighborhoods farther west. Within the section of the corridor generally bounded by the Route 7
interchange with the DIAAH and the Dulles Toll Road, no changes in land use are projected by 2025 for
the majority of residential areas.
Tysons Corner has transformed from a rural crossroads with a general store in the 1950s to the urban
center of Fairfax County today. Tysons Corner has roughly 26,000 residents and 87,000 employees.
Although Tysons Corner contains less than 2 percent of the county’s population, it has approximately 15
percent of the county’s jobs. By 2025, population in Tysons Corner will increase by 36 percent and
employment will increase by 42 percent.
Land use in the section of the corridor that extends from Tysons Corner to Route 28 varies from purely
residential neighborhoods in the east to suburban office parks in the west. West of Tysons Corner and
east of Reston are single-family detached homes on half-acre to 1-acre lots. West of Hunter Mill Road,
the section includes parts of Reston, Herndon, and Dulles Corner, an area comprised of suburban office
parks adjacent to the DIAAH and the Dulles Toll Road, with residential areas, primarily single-family
neighborhoods, at the periphery.
Within the area generally bounded by the Route 7, the Dulles Toll Road and Hunter Mill Road, the
dominant land use is single-family residential, with some small institutional uses such as churches, as
well as the Wolf Trap Center for the Performing Arts. Reston, a planned community located on either side
of the DIAAH and Dulles Toll Road, extends from the Hunter Mill Road interchange on the east to the
Fairfax County Parkway on the west. Residential areas are located north of Sunset Hills Road and south
of Sunrise Valley Drive, with an approximately equal number of residents on either side.
Residential development was prohibited from parcels immediately adjacent to the Dulles Toll Road
between Sunset Hills Road and Sunrise Valley Drive until recent changes in the Fairfax County
Comprehensive Plan. However, it is still prohibited by existing land covenants. In general, land between
Sunrise Valley Drive and Sunset Hills Road has been developed with retail and commercial office space.
North of Sunset Hills Road, the Reston Town Center features more than 900,000 square feet of office
space in three towers and one low-rise building, and approximately 270,000 square feet of retail space.
Several medium- to high-density residential uses are currently being developed in the area just west of
the Town Center. More retail space is located west of the Reston Town Center on Sunset Hills Road.
South of the DIAAH and the Dulles Toll Road, there is a cluster of small retail outlets adjacent to the
Reston International Center. A number of undeveloped parcels in Reston are located near Wiehle
Avenue. Two are located on Michael Faraday Court, another is adjacent to Isaac Newton Square, and
several small parcels used as a power easement are adjacent to the W&OD Railroad Regional Park.
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The Town of Herndon, and portions of Fairfax County known as Dulles Corner, lie west of Reston. Office
development exists north of Sunrise Valley Drive and along both sides of Herndon Parkway in Herndon
and in the Dulles Corner area. Office use in this area also includes the Dulles Technology Center and
Dulles Corner Park on Fox Mill and Horse Pen Roads. The Dulles Technology Center contains low- and
mid-rise office/flex development. The Dulles Corner Park is located between Horse Pen Road and the
Dulles Toll Road/Route 28 interchange.
The Herndon-Monroe Park-and-Ride lot, owned and operated by Fairfax County, is located south of the
DIAAH and Dulles Toll Road. The facility has 1,745 parking spaces and provides connections to a
number of local and express buses. Residential land use in the Herndon/Dulles Corner area consists of
single-family homes with some townhouses, condominium units, and apartments.
As part of recent revisions to the Fairfax County Comprehensive Plan, the county has defined some
portions of the corridor as Transit Station Areas. Within these Transit Station Areas, located at Wiehle
Avenue, Reston Parkway, Herndon-Monroe, and Route 28, proposed changes in land use mix are now
incorporated into the latest revisions in the Comprehensive Plan. The changes in land use mix are now
permitted without the construction of Metrorail, but at lower densities, and could result in a change of land
uses from office to mixed-use, allowing for residential development to occur in the study area by 2025.
As stated previously, covenants must be lifted in order for residential development to occur in close
proximity to the DIAAH/Dulles Toll Road in Reston. Additional density bonuses are permitted if Metrorail
is implemented.
Despite language in the Fairfax County Comprehensive Plan allowing residential development in this
area, the Reston Center for Industry and Government Declaration of Protective Covenants and
Restrictions prohibits residential development of any kind in areas that have been zoned for industrial or
commercial uses.
Land in the Reston/Herndon area is projected to continue to develop into office, residential, and mixeduse classifications as undeveloped parcels are developed. However, the recent changes to the Fairfax
County Comprehensive Plan, covenant issue not withstanding, are likely to encourage the introduction of
residential uses along the DIAAH and Dulles Toll Road, and the intensification of residential and
commercial development by 2025. Most growth in this portion of the corridor is anticipated to occur in the
Reston, Herndon, and the Center for Innovative Technology/Dulles Station areas. Reston is projected to
add more than 15,000 residents and nearly 20,000 employees, while the Herndon/Dulles Corner area is
expected to add nearly 20,000 residents and 22,000 employees.
Dulles Airport, as shown in Figure 1.1-1, encompasses 11,000 acres of land within both Fairfax and
Loudoun counties west of Route 28. The terminal buildings have more than 50 shops and restaurants.
No residential facilities are present on airport property, but hotel and office buildings are present.
The Metropolitan Washington Airports Authority (MWAA) recently completed a new master plan for
improvements to Washington Dulles International Airport (Dulles Airport). The plan calls for $3.4 billion in
improvements, including the construction of a new circulator people mover system, two new parking
garages, an additional concourse, and an additional runway, all of which are to be completed by 2007.
This expansion is needed to accommodate projected increases in passengers and employment at the
airport. As part of their planning efforts, MWAA projects that employment will grow to 30,000 by 2010 and
as much as 65,000 by 2035. In comparison, the MWCOG projections in Table 3.1-3 are much lower.
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The segment of the project corridor located in Loudoun County is bounded by Route 7 to the north,
Fairfax County to the east and Route 659 and Goose Creek to the west, exclusive of Dulles Airport
property. This portion of the corridor has industrial, residential, and undeveloped land. The eastern
portion of this section, nearest Dulles Airport, is largely industrial in nature and dominated by several
large warehouse facilities. The western portion of the study area, where developed, is residential,
ranging from multi-family complexes to large-lot, single-family homes.
The Loudoun County Revised Comprehensive Plan calls for the development of “keynote employment”
and industrial land uses in the eastern portion of the Dulles Greenway north of the airport. In general, the
area south of the Dulles Greenway and outside the airport property is planned for industrial use. North of
Dulles Greenway plans call for large-scale regional office development and the creation of a high-density
node immediately north of the airport property. Due to its proximity to the airport, county regulations
prohibit residential development in this node.
Along the Dulles Greenway near Route 772, the planned land use is a high-density, mixed-use node for
office, residential, and retail development. The area north of the Dulles Greenway is planned for a
regional office node that could include 15 to 25 percent residential land uses. South of the Dulles
Greenway, the Revised Comprehensive Plan calls for development of a mixed-use node. Land north of
the station is designated for high-density residential development. On January 6, 2003, the Loudoun
County Board of Supervisors adopted revisions to the county’s zoning ordinance and a new zoning map
that included changes within the Route 772 Station area. The permitted zoning in the area will now allow
for the development of a mix of compatible, compact, high-density, transit-oriented uses. This area is
expected to receive much of Loudoun County’s growth over the next 25 years.
3.1.3

LONG-TERM EFFECT S

This section discusses the long-term (2025) effects to land use that would result from the No Build
Alternative, the Wiehle Avenue Extension, and the full LPA. Table 3.1-4 presents a summary of these
effects. These effects are defined as the compatibility of the No Build Alternative, the Wiehle Avenue
Extension, and the full LPA with existing land uses in the corridor, zoning of the parcels in which the
project facilities would be located, planned development, and locally adopted comprehensive plans.
Secondary development effects, such as increased densities, population and employment changes are
discussed in Chapters 5 and 9.
The land use plans adopted by local governments within the Dulles Corridor all contain guidelines to
support higher densities, mixed-use development, and walkable, bicycle-friendly development in close
proximity to transit stations.
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Table 3.1-4: Land Use Compatibility
Locally Preferred Alternative
No Build
Alternative
(2025)

Land Use Elements

Wiehle Avenue
Extension
(2025)

Wiehle Avenue
Extension
(2011)

Full LPA
(2025)

Compatible with Existing Land
Use

Yes

Yes

Yes

Yes

Compatible with Zoning

Yes

Yes, although special
exceptions would be
required at some
station areas.

Yes, although special
exceptions would be
required at some
station areas.

Yes, although special
exceptions would be
required at some
station areas.

Compatible with Planned
Developments

No

Partially

Partially

Yes

Consistent with
Comprehensive Plans

No. All plans
assume highcapacity transit
improvements
in the Dulles
Corridor.

Partially. Plans assume
the high-capacity transit
improvements included
in the full LPA.

Partially. Plans assume
high-capacity transit
improvements for the
full LPA.

Yes

3.1.3.1
No Build Altern ative
Under the No Build Alternative land use would continue to be directed by existing comprehensive
planning guidelines with no transit-based density bonuses. Local land use and transportation plans
reflect any improvements included in the No Build Alternative. Therefore, the No Build Alternative is
consistent with existing land use and zoning in the corridor.
However, the No Build Alternative is not compatible with planned developments, many of which have
been designed to accommodate higher density in build-out years that would be allowed should highcapacity transit be implemented in the corridor. The No Build Alternative is also inconsistent with locally
adopted comprehensive plans. The comprehensive plans for all localities include the provision of transit
within the Dulles Corridor as a critical element of their transportation systems by 2025.
3.1.3.2
Wiehle Avenue Extension
The Wiehle Avenue Extension would be consistent with planned developments in Tysons Corner that
have anticipated the presence of high-capacity transit in the corridor, however, it would be inconsistent
with planned developments near Reston Parkway, Herndon-Monroe, Route 28/Dulles Corner, and Route
772 in Loudoun County that were designed in anticipation of high-capacity transit improvements.
Similarly, the Wiehle Avenue Extension would be partially consistent with the Fairfax County
Comprehensive Plan, but it would not provide the high-capacity transit improvements envisioned in the
Loudoun County portion of the corridor.
Because Wiehle Avenue Extension would be constructed primarily within existing transportation rights-ofway, direct land use conversions and conflicts with surrounding land uses would be minimal. The
extension of Metrorail within existing transportation corridors would be consistent with existing and future
land uses. The Wiehle Avenue Extension would be consistent with existing zoning along the proposed
alignment, except in some cases where special exceptions would be required for the construction of
station facilities. Station facilities typically consist of entrance pavilions, parking facilities, bus bays, Kiss &
Ride areas, park-and-ride lots, and new access roads. Ancillary facilities would also be located at several
areas along the corridor and convert small areas of land with minimal effect. Ancillary facilities include
traction power substations, stormwater management ponds, and tie-breaker stations.
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Direct land use conversions that would result from the Wiehle Avenue Extension are described starting
from the Orange Line connection and extending west.
Beginning from the east, the Wiehle Avenue Extension would add a new lead track to connect with the
existing rail yard at West Falls Church. New facilities, including more rail car storage spaces, would be
added within the existing rail yard area.
Existing residential land would be converted for ancillary facilities for a tie-breaker station, located on the
south side of the Dulles Connector Road and an access road from Plainfield Street. Further west,
residential land along the property line between two residences on the cul-de-sac at the south end of
Baldwin Drive would be converted for use as an access road to a new substation located within the rightof-way of the Dulles Connector Road. In addition, a traction power substation would be added within the
Dulles Connector Road right-of-way via an access road provided off of Olney Road.
After turning off the Dulles Connector Road Corridor, the alignment would require right-of-way that would
convert some commercial land along the north edge of Route 123, but would not displace any businesses
or impact any structures. At the Tysons East Station, undeveloped land has been proffered for station
facilities. The station platform, mezzanine, and bus bays would be constructed on the north side of Route
123, while a stormwater management pond, a Kiss & Ride facility and bus bays would be constructed on
the south side of Route 123. Construction of these facilities would not cause the removal of any existing
or planned structures, nor would it preclude permitted uses on the remaining portion of the site.
At the Tysons Central 123 Station, land currently zoned for commercial use would be converted for
station facilities. On the north side of Route 123, undeveloped land would be converted for the station
mezzanine, platform, an entrance pavilion, and bus bays. A portion of the land required for these facilities
has been proffered to Fairfax County. South of Route 123 undeveloped land would be converted for
more bus bays and another entrance pavilion that would connect to the station platform via a pedestrian
bridge across Route 123.
The alignment would go below ground immediately west of the Tysons 123 Station. The next station,
Tysons Central 7, would be underground with entrance pavilions on both sides of Route 7. The south
entrance pavilion would be located in the current parking lot for the Tysons Square Center shopping
center and would require the conversion of approximately 35 parking spaces. The entrance pavilion
located north of Route 7 would displace one business and an auto repair shop. In addition, ventilation
and emergency equipment shafts would be added to the sidewalks along the side of Route 7 above the
station.
The alignment would continue underground for about 1,600 feet until emerging above ground and
proceeding along the west side of Route 7 converting some existing access roads and the edges of some
parking areas for the facility. At the Tysons West Station, a portion of the parking area for an existing
auto dealership located on the south side of Route 7 would be converted for station facilities.
On the north side of Route 7, an existing auto collision center and car rental office zoned for commercial
use would be converted to station facilities, including a Kiss & Ride facility bus bays. Special exceptions
to the existing zoning may be required for the construction of station facilities.
The alignment would continue along Route 7 before turning westward onto the DIAAH. A substation
would be located on commercial property located adjacent to the DIAAH and a stormwater management
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pond would be constructed on undeveloped land zoned for commercial use located between the DIAAH
and Sunset Hills Road.
Recently adopted comprehensive plan amendments allow for mixed-use development in conjunction with
the implementation of high-capacity transit at the Wiehle Avenue Station area. Changes to the land use
at the Wiehle Avenue Station area would be dependent upon the progress of joint development being
pursued for the site. Under the current plans (without joint development), station facilities would replace
an existing park-and-ride lot and a portion of a storage business located north of the DIAAH/Dulles Toll
Road. On the south side of the DIAAH/Dulles Toll Road, the landscaped buffer that is currently part of an
office development on Sunrise Valley Drive would be converted to bus and sidewalk facilities that would
connect to a pedestrian bridge leading to the station mezzanine, which would be located in the center of
the DIAAH/Dulles Toll Road.
A tie-breaker station would be located just west of the station between a parking lot and the DIAAH/Dulles
Toll Road. Express bus service west of the Wiehle Avenue Extension would include conversion of
undeveloped land at the Route 772 station area, located in Loudoun County, to accommodate a transit
center with approximately 300 parking spaces.
3.1.3.3
Full LPA
The full LPA is consistent with the Fairfax County Comprehensive Plan and the Loudoun County Revised
Comprehensive Plan, which discuss the potential for Metrorail service in the corridor. The full LPA is also
consistent with existing and future land uses in the corridor. A mix of existing land uses along the corridor
and several major activity centers could support transit, particularly in Fairfax County. By year 2025, the
land use mix would remain generally the same, although intensities would increase and new land uses
would be created as Loudoun County develops and converts currently undeveloped land to industrial,
office, and residential uses.
Because the full LPA would be constructed primarily within existing transportation rights-of-way, direct
land use conversions and conflicts with surrounding land uses would be minimal. The extension of
Metrorail within existing transportation corridors would be consistent with existing and future land uses.
The full LPA would be consistent with existing zoning along the proposed alignment, except in some
cases where special exceptions would be required for the construction of station facilities. Station facilities
typically consist of entrance pavilions, parking facilities, bus bays, Kiss & Ride areas, park-and-ride areas,
and new access roads. Ancillary facilities would also be located at several areas along the corridor and
convert small areas of land with minimal effect. Ancillary facilities include traction power substations,
stormwater management ponds, and tie-breaker stations.
Direct land use conversions that would result from the full LPA would be similar to those described for
Wiehle Avenue Extension in areas east of the Wiehle Avenue station area.
The Reston Parkway Station facilities would be located partially on land that has been proffered for transit
facilities. The facilities on the north side of the Dulles Toll Road would displace some parking spaces in
the existing TRW parking lot, which were not proffered for transit facilities. The facilities would include the
north entrance pavilion, bus bays, and a Kiss & Ride area. On the south side, approximately 70 parking
spaces at the Nextel building on Edmund Halley Drive would be displaced and about 1.25 acres currently
used for drainage would be used for station facilities. Land for station facilities (1.5 acres) has been
proffered at this location. The facility would include bus bays, a Kiss & Ride area, and station entrance

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

3- 18

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

SOCIA L

EFF EC TS

pavilions. A traction power substation would be located west of the station between the Dulles Toll Road
and Sunset Hills Road, near the intersection with Town Center Parkway.
Facilities at the Herndon-Monroe Station would require land north of the DIAAH and Dulles Toll Road.
Approximately 10 parking spaces in the President’s Plaza office development would be displaced by the
station entrance pavilion. South of the DIAAH and Dulles Toll Road, touchdown facilities would be
incorporated into the existing Herndon-Monroe park-and-ride garage.
Most of the area that would be used for the Route 28 Station facilities has been proffered for transit facility
uses. On the north side, the land required for the station touchdown, bus bays, and a Kiss & Ride area is
currently undeveloped. South of the DIAAH and Dulles Toll Road, undeveloped land, planned for mixeduse development, would be converted to bus bays and a parking structure with approximately 2000
parking spaces. These proposed station facilities are consistent the approved development plan for the
area.
The Dulles Airport Station would be located underground, as would the alignment near the station. The
construction of a Storage & Inspection Yard (S&I) on Site 15 (see Figure 2.3-1) and a stormwater
management pond would involve the conversion of land owned the Federal Aviation Administration (FAA)
and operated by MWAA from part of a designated buffer zone around the airport to another land use
designation. In 2001, the Airport Land Use Plan was amended to include a category of “Regional
Facilities,” which could include major transportation facilities.
The Loudoun County section of the full LPA would place Metrorail tracks in the median of the Dulles
Greenway and would include two stations in the vicinity of Route 606 and Route 772.
The Route 606 Station facilities would convert undeveloped land for station facilities. North of the Dulles
Greenway, these facilities would include bus bays, a stormwater detention area, a Kiss & Ride facility,
and a park-and-ride with approximately 2,000 spaces, in addition to the existing 750 parking spaces. The
station of the adjacent Dulles North Transit Center platform and mezzanine would be constructed in the
median of the Dulles Greenway.
The Route 772 station would convert undeveloped land for station facilities. On the north side of the
Dulles Greenway, facilities would be constructed on currently undeveloped land and would include bus
bays, a Kiss & Ride area, and a park-and-ride structure with approximately 1,650 parking spaces. On the
south side of the Dulles Greenway, facilities would be constructed on currently undeveloped land and
would include bus bays, a Kiss & Ride area, and a park-and-ride structure with approximately 1,650
parking spaces. The station platform, mezzanine, and a tie-breaker station would be located in the
median of the Dulles Greenway.
Southwest of the intersection of the Dulles Greenway and Route 772, currently undeveloped land would
be converted for use as a possible stormwater management detention pond.
3.1.4

CONSTRUCTION EFFECT S

The following sections detail the short-term construction effects to land use that would result from the
alternatives under consideration.
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3.1.4.1
No Build Altern ative
The No Build Alternative is not anticipated to result in construction-related impacts to population, housing
and employment. However, some effects to population, housing, or employment could occur as a result
of some of the projects assumed under this alternative. Identification of these effects would be the
responsibility of the agencies and jurisdictions implementing the improvements.
3.1.4.2
Wiehle Avenue Extension
Several construction staging areas would be required for the project in Tysons Corner; potential staging
areas are shown in Figure 2.3-3. These would result in temporary uses of land along the corridor,
although the effects would be minimal. Details regarding the parcels that would be temporarily acquired
for these areas are described in Section 3.3.
Construction associated with the Wiehle Avenue Extension would not result in impacts to levels of
population or create a need for housing. Construction would generate short-term employment
opportunities. The number of person-years of jobs that could be created by construction of the Wiehle
Avenue Extension is described in Chapter 5 of this Final EIS.
3.1.4.3
Full LPA
There could be temporary uses of land along the corridor associated with construction staging areas of
the stations, but this effect would be minimal. Temporary uses of land could also be required for the
construction of the LPA through Tysons Corner and Dulles Airport.
Construction associated with the full LPA would not result in population growth or create a need for
housing. Construction would generate short-term employment opportunities. The number of personyears of jobs that could be created by construction of the full LPA is described in Chapter 5 of this Final
EIS.
3.1.5

MITIGAT ION

To mitigate the long-term effects of the Wiehle Avenue Extension and the full LPA on changes in land use
associated with the project, DRPT and WMATA would continue to coordinate with Fairfax County,
Loudoun County and the Town of Herndon to encourage appropriate transit-oriented development in the
station areas. DRPT and WMATA would also work with Fairfax County to ensure that the park-and-ride
requirements at the Tysons West station (500 spaces) are incorporated into Fairfax County’s
Comprehensive Plan, and would also assist Fairfax County in pursuing joint-development opportunities at
the Wiehle Avenue station.

3.2

NEIGHBORHOOD, COMMUNITY SERVICES, AND COMMUNITY
COHESION IMPACTS

3.2.1

METHODOLOGY

This section covers potential impacts to neighborhoods, social groups, community services, and
community cohesion in the study area defined for the Dulles Corridor Rapid Transit Project. Sources of
information about neighborhoods and community facilities included Fairfax and Loudoun county
governments, field surveys, Alexandria Drafting Company (ADC) street maps, and U.S. Census data.
Changes in neighborhoods and community facilities were identified through review of comprehensive
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plans, real estate development proposals, and through coordination with Fairfax and Loudoun county
officials and local community organizations.
Neighborhoods within 300 feet of the centerline of the LPA and within one half-mile of the proposed
station areas were included in the study area. This initial study area was selected after a review of the
anticipated limits of disturbance (a half mile at stations) for the proposed improvements. Additional
neighborhoods and community facilities were added to this study area based on the outcome of the
noise, vibration, air quality and visual impact analyses. The study areas for noise, vibration, air quality
and visual effects were not dependent on the project’s anticipated limit of disturbance. For example,
noise impacts were analyzed within 1,000 feet of the proposed alignment. Generally, noise impacts from
the types of facilities proposed are not expected to exceed 200 to 400 feet, depending on the topography.
However, the study area for noise was broadened to ensure that all potential effects would be captured.
Traffic analyses were also conducted for areas outside of the 300-foot boundary including intersections
and routes that provide access to the stations. For the visual effects analysis the study area changes
along the entire length of the corridor based on topography and the type and scale of existing
development (see Section 3.4 for details). The 300-foot buffer and half-mile radii were the starting point
and focus for the direct community impact assessment. Any other neighborhoods that were projected to
have dispersed effects outside of this boundary were added to the neighborhood analysis.
Impacts to neighborhoods, communities and community services were assessed using techniques
described in the Federal Highway Administration’s Community Impact Assessment: A Quick Reference
for Transportation. Areas of assessment and their effects on communities include:













Changes in population and employment;
Community cohesion and interaction;
Isolation effects;
Social values – social groups benefited or harmed;
Barrier effects;
Noise and vibration;
Physical intrusions – dust, odor, light;
Access changes – bicycle, pedestrian, transit, and vehicular;
Community facility impacts;
Displacements;
Safety – pedestrian and bicyclists, crime, and emergency response; and
Property values.

In many cases, details on specific impacts, such as noise and vibration, traffic access, and property value
impacts are detailed in other sections of this Final EIS. In this section, overall impacts to the communities
within the corridor are assessed. This assessment also addressed the requirements of Executive Order
13045, Protection of Children from Environmental Health Risks. This Order requires federal agencies, as
part of their programs and policies, to consider such risks and ensure that federal standards take into
account special risks to children. Profiles of the study area were prepared to identify the presence of
social groups and persons over the age of 65 or less than 18 years old. No concentrations of these two
groups was identified in the study area.
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EXISTING CONDITIONS

The Dulles Corridor includes neighborhoods within Fairfax and Loudoun counties, as well as the Town of
Herndon. Many of the neighborhoods are located close to the Dulles Connector Road, the DIAAH, and
Dulles Toll Road. In Tysons Corner, Reston, and Loudoun County, the neighborhoods studied are
generally located within a half-mile of the station areas.
3.2.2.1
Neighborhood Characteristics
The neighborhoods within the study area are depicted on Figures 3.2-1 (a-c). The characteristics of
these neighborhoods are described further in Table 3.2-1, as they occur along the corridor from east to
west.
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Table 3.2-1: Neighborhood Characteristics
Community
Facilities Within or
Adjacent to
Neighborhoods

Neighborhood

Location

Housing
Type

Brilyn Park

North and South sides of I-66

SF

South side: I-66 and Great
Falls Street; North side:
Gordon and Fisher Avenues

None

Locust Ridge and
Locust Street

South of I-66 on Locust Ridge
Court and Locust Street

SF

Locust Street

None

Speer

Between the Brilyn Park and
Locust Ridge neighborhoods

SF

Great Falls Street and Brilyn
Place

None

Access Via

Z.B. Groves

North of I-66 on Osborn Street

SF

Great Falls Street

None

McLean Meadows

North of I-66 on Casemount Drive

SF

Haycock Road and
Casemount Drive

None

Ellison Heights/Mt.
Daniel

South of I-66, east of the West
Falls Church Metrorail Station

SF

Great Falls Street and
Highland Avenue

Mt. Daniel School,
Highpoint Pool

The Pavilion and
The Villages

South of the West Falls Church
Metrorail Station, north of Haycock
Road

TH/C

Falls Reach Drive

George Mason High
School

Westhampton

East of the Dulles Connector Road
and northeast of I-66

SF

Great Falls Street

Westhampton Church
of Latter Day Saints

Idylwood

West of the Dulles Connector
Road

SF

Idylwood Road

Lemon Road
Elementary School,
Mount Royal Park;
Pimmit Run Stream
Valley Park

Great Falls Manor

East of the Dulles Connector Road

SF

Great Falls Street

Tuckahoe Recreation
Club, Pimmit Run
Stream Valley Park,
Our Small World Child
Center

Pimmit Hills

West of the Dulles Connector
Road

SF

Route 7 and Magarity Road

Pimmit View Park;
Olney Park

McLean Ridge

West of the Dulles Connector
Road and south of Chain Bridge
Road

TH

Magarity Road

None

Hunting Ridge

East and west sides of the Dulles
Connector Road

SF

Great Falls Street and Chain
Bridge Road

None

Hallcrest Heights

Southeast quadrant of the Dulles
Connector Road/Route 123
interchange

TH

Great Falls Street and Chain
Bridge Road

None

The Westerlies

North of Magarity Road, adjacent
to the Dulles Connector Road

TH

Magarity Road

None

The Commons of
McLean

Northwest of Magarity Road and
south of Chain Bridge Road

TH/A

Magarity Road, Chain Bridge
Road, and Anderson Road

Westgate Park and
Westgate Elementary
School

Gates of McLean

On Spring Gate Drive between I495 and Route 123

A

Chain Bridge Road

None

The Colonies

Magarity Road

A

Magarity Road

None

Dolley Madison
Village and
McLean Chase
Condominiums

Adjacent to the I-495/Route 123
interchange

A/C

Magarity Road

None

The Lincoln at
Tysons

Southeast quadrant of the
International Drive/Jones Branch
Drive intersection

A

Jones Branch Drive,
International Drive

None

Avalon Crescent

Intesection of Park Run Drive and
Westpark Drive

A

Westpark Drive, Park Run
Drive

None
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Housing
Type

Neighborhood

Location

Lillian Court at
Tysons II

Intersection of Tysons Boulevard
and Park Run Drive

TH/C

Tysons Boulevard, Park Run
Drive

None

The Rotonda

Northwest quadrant of the
Westpark Drive/International Drive
intersection

C

International Drive,
Greensboro Drive

None

Tysons Tower

Spring Street

A

Gosnell Road

None

The Oaks of
Tysons

East of Gosnell Road

A

Gosnell Road

None

Tysons Court

West of Gosnell Road

TH

Gosnell Road

None

Brentwood Courts,
Monticello of
Tysons, Tysons
Townes, Westwood
Townes, and
Amberwood

West of Gosnell Road on the edge
of Tysons Corner

TH

Gosnell Road, Route 123

None

Tysons Green

Southwest portion of Tysons
Corner north of Old Courthouse
Road

SF

Courthouse Road, Irwin
Street

Raglan Road Park,
Westbriar Elementary
School, Old
Courthouse Spring
Valley Environmental
Quality Corridor

Westwood Village

West of Route 7 and Westwood
Center Drive and south of the
DIAAH and Dulles Toll Road

TH/C

Westwood Center Drive

Ash Grove Historic
Site

New Carrington

Northwest of the DIAAH/route 7
interchange

SF

Route 7 and connections with
the Wolf Trap Woods
neighborhood

Berea Church of
Christ

Bluffs of Wolf Trap

South of the DIAAH and Dulles
Toll Road

SF

Montmorency Street, via The
Trails neighborhood

None

The Trails

South of the DIAAH and Dulles
Toll Road

SF

Courthouse Road

None

Wolf Trap Woods

Northside of the DIAAH and Dulles
Toll Road, west of Route 7

SF

Route 7

Wolf Trap National
Park for the
Performing Arts

Chapel Hill

South of the DIAAH and Dulles
Toll Road

SF

Beulah Road

None

Carters Grove

South of the DIAAH and Dulles
Toll Road (off Beulah Road)

SF

Beulah Road

None

Coral Ridge

South of the DIAAH and Dulles
Toll Road

SF

Beulah Road

None

Cinnamon Creek,
Wolf Trap
Meadows,
Windstone, and
Victoria Farms

North of the DIAAH and Dulles Toll
Road

SF

Beulah Road, Brown’s Mill
Road

Wolf Trap Stream
Park, Difficult Run
Stream Valley Park,
Jehovah’s Witnesses
Congregation of
Vienna

Chatham’s Ford,
Sun Valley, and
Hunter Mill Estates

South of the DIAAH and Dulles
Toll Road

SF

Beulah Road, Hunter Mill
Road

Sun Valley Park,
Meadowlark Botanical
Gardens adjacent to
Chatham’s Ford

Lakeport

South of Sunrise Valley Drive and
the DIAAH and Dulles Toll Road

TH

Sunrise Valley Drive

None

Upper Lake

North of Lake Thoreau and south
of the DIAAH and Dulles Toll Road

SF

Sunrise Valley Drive

Lake Thoreau, Lake
Thoreau Pool, Upper
Lake Tennis Courts
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Community
Facilities Within or
Adjacent to
Neighborhoods

Housing
Type

Access Via

Within the Upper Lake
neighborhood

TH

Sunrise Valley Drive

Boston Ridge
Playfield

Great Meadows

South of Sunrise Valley Drive,
north of Reston National Golf
Course

SF

Sunrise Valley Drive

None

Wethersfield

South of Sunrise Valley Drive,
west of W iehle Avenue

TH

Sunrise Valley Drive

None

Hunters Green

Southwest quadrant of the Sunrise
Valley Drive/Soapstone Road
intersection

TH

Soapstone Road

Reston National Golf
Course

Newbridge

Off Soapstone Road, south of the
DIAAH and Dulles Toll Road

TH

Soapstone Road

Reston National Golf
Course

Indian Ridge

Southside of Sunrise Valley Drive,
east of Reston Parkway

TH

Sunrise Valley Drive

Reston National Golf
Course

South Gate

Southeast quadrant of the Reston
Parkway/Sunrise Valley Drive
intersection

TH/A

Reston Parkway and Colts
Neck Road

None

Stratford

Across from Reston Town Center,
north of the DIAAH and Dulles Toll
Road

C

Reston Parkway

None

West Market

Northside of the DIAAH and Dulles
Toll Road, west of Reston Town
Center

TH/C

Town Center Parkway

None

Polo Fields

Southside of the DIAAH and
Dulles Toll Road, south of
Herndon-Monroe Park-and-Ride

SF

Sunrise valley Drive, Fox Mill
Road

None

Woodland Park

South of the DIAAH and Dulles
Toll Road, west of Polo Fields

TH

Sunrise Valley Drive

None

The Downs

North of Herndon Parkway, east of
Van Buren Street

SF

Van Buren Street

Haley Smith Park

President’s Court

South of the DIAAH and Dulles
Toll Road

SF

Van Buren Street, Senate
Court

None

Chandon Woods
and W orldgate

North of the DIAA and Dulles Toll
Road

SF/C

Herndon Parkway, Worldgate
Drive

Montessori Country
School

Reflection Woods
and Reflection
Lake

North of the DIAAH and Dulles Toll
Road, west of Elden Street

SF/TH

Parcher Avenue

None

Neighborhood

Location

Winterport and
Boston Ridge

Dulles Green

Astoria Circle

TH/A

Rock Hill Road

None

The Regency

Between Waxpool, Shellhorn, and
Ryan Roads

SF

Waxpool Road

None

Comstock Crossing

On Waxpool Road near the
intersection with Shellhorn Road

TH

Waxpool Road

None

Groves at Flynn’s
Crossing

Blossom Road Terrace

A

Ryan Road

None

SF – Si n g l e F a m i l y
T H – T o w n h o us e
A – A p ar t m e n t
C - Condominium

3.2.2.2
Community Facilitie s and Services
Community facilities include hospitals, parks, places of worship, day care centers, schools, government
offices such as post offices, police and fire stations, cultural centers, and special service providers.
These facilities provide services to the residents and visitors of the corridor. Community facilities also
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contribute to community cohesion of the neighborhoods in which they are located and are viewed as
valuable amenities to the residents in the study area, as defined in Section 3.3.1.
Existing community facilities are located throughout the corridor. These community facilities are shown in
Figures 3.2-1 (a-c), and listed in Table 3.2-2, as they occur in the corridor from east to west.
Table 3.2-2: Community Facilities and Services in Study Area
Community Facility or Service

Location

Mt. Daniel Elementary School

2328 Oak Street, Falls Church

Highpoint Pool

6840 Woodland Drive, Falls Church

Faith Bible Presbyterian Church

6901 Haycock Road, Falls Church

George Mason Jr./Sr. High School

7124 Leesburg Pike (at Haycock Road), Falls Church

Mount Royal Park

7141 Idylwood Road (at Idylwood Court), McLean

Lemon Road Elementary School

7230 Idylwood Road, McLean

Church of Latter Day Saints

Greenwich Street at Kirby Road, McLean

Pimmit Run Stream Valley Park

Old Dominion Road and Leesburg Pike, McLean

Tuckahoe Recreation Club

1814 Great Falls Street, McLean

Olney Park

1840 Olney Road, McLean

Our Small World Children's Center

1700 Great Falls Street, McLean

Pimmit View Park

1905 Storm Drive, McLean

Westgate Elementary School

7500 Magarity Road, Falls Church

Westgate Park

7508 Magarity Road, Falls Church

Scotts Run Stream Valley Park

Meadow Road and Tremayne Place, McLean

Capital Church*

7903 Westpark Drive, McLean

Apostle Mission Church*

7903 Westpark Drive, McLean

McLean Hamlet Park

8119 Dunsinane Court (north of Dulles Toll Road), McLean

Spring Hill Elementary School

8201 Lewinsville Road, McLean

Tysons-West*Park Transit Station

8300 Jones Branch Drive, McLean

Shiloh Baptist Church

1331 Spring Hill Road (Lewinsville Road east of International Drive),
McLean

Charity Baptist Church

1328 Spring Hill Road (International Drive and Lewinsville Road),
McLean

U.S. Postal Office

1544 Spring Hill Road south of Tyco Road, McLean

Fire Company #29

1560 Spring Hill Road, McLean

Raglan Road Park

8590 Raglan Road, Tysons Corner

Westbriar Elementary School

1741 Pine Valley Drive, Tysons Corner

Old Courthouse Spring Branch Stream Valley
Environmental Quality Corridor

West of Tysons Corner

Berea Church of Christ

8817 Leesburg Pike, McLean

Ash Grove Historic Site

Leesburg Pike and Dulles Toll Road, Vienna

Barns of Wolf Trap

1624 Trap Road (south of Dulles Toll Road), Vienna

Wolf Trap National Park for the Performing Arts

1551 Trap Road (north of Dulles Toll Road), Vienna

Meadowlark Gardens Regional Park

9750 Meadowlark Gardens Court, Vienna

Jehovah’s Witnesses Congregation of Vienna

Beulah Road and Dulles Toll Road, Vienna

Wolf Trap Stream Valley Park

Coral Bells Court west of Beulah Road, Vienna

Sun Valley Park

Between Abbey Oak Drive and Dulles Toll Road, Vienna

Tamarack Park

Abbey Oak Drive and Nevar Court, Vienna

Difficult Run Stream Valley Park

Meadowlark Road south of Dulles Toll Road, Vienna

Cartersville Baptist Church

Hunter Mill Road north of Sunrise Valley Drive, Reston

Reston Presbyterian Church

10610 Sunset Hills Boulevard (Hunter Mill Road north of Dulles Toll
Road), Reston

W&OD Railroad Regional Park

Throughout Mid-Corridor
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Location

Lake Thoreau

South of Sunrise Valley Drive, Reston

Lake Thoreau Pool

Sunrise Valley Drive and Upper Lake, Reston

Boston Ridge Playfield

Sunrise Valley Drive and Headlands Circle, Reston

Upper Lake Tennis Courts

Sunrise Valley Drive and Upper Lake, Reston

Fire Company #25

1820 Wiehle Avenue, Reston

Reston East Park-and-Ride

North of Dulles Toll Road and Wiehle Avenue, Reston

VDOT Park-and-Ride

Sunset Hills Road and Wiehle Avenue, Reston

Hidden Creek Country Club Golf Course

1711 Clubhouse Road, Reston

Good Beginnings School

11501 Sunrise Valley Drive, Reston

Reston National Golf Course

South of Sunrise Valley Drive, Reston

Newbridge Recreation Area

Newbridge Court south of Sunrise Valley Drive, Reston

YMCA

12196 Sunset Hills Road, Reston

Haley Smith Park

Van Buren and Herndon Parkway, Herndon

Montessori Country School

612 Alabama Drive, Reston

Herndon - Monroe Park-and-Ride

Fairfax County Parkway and Monroe Street, Reston

Sunrise Valley Park Wildlife Habitat and Nature Preserve

Sunrise Valley Drive and Monroe Avenue, Reston

Reston Montessori School

1928 Isaac Newton Square

Sunset Hills Montessori

11180 Ridge Heights Round, Reston

Mulberry Childcare and Preschool

1946 Isaac Newton Square

Chandon Park

900 Palmer Drive, Herndon

Hutchison Elementary School

13209 Parcher Avenue, Herndon

Soccer Fields

Farougi Court north of the Dulles Toll Road, Herndon

Center for Innovative Technology

2214 Rock Hill Road, Herndon

So u r c e s : F a i r f a x C o u n t y D e p ar t m e n t o f S ys t em s M a n a g e m e n t f or H um a n S e r v i c e s , R e s e a r c h , A n al ys i s , a n d Pr o j ec t
Se r v i c e s .
* B o t h A p os t l e Mi s s i o n a n d C a p i t a l C h u r c h e s a r e t e m p o r a r i l y r e n t i ng t h e f a c i l i t y l o c a t e d a t 7 9 0 3 W e s tp ar k D r i ve f r om
W est Group Properti es, LLC.

3.2.3

LONG-TERM EFFECT S

The long-term effects of the No Build Alternative and the LPA on neighborhoods and community facilities
are described in the following sections. Table 3.2-3 presents a summary of these effects.
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Table 3.2-3: Summary of Long-Term Effects to Neighborhoods and Community Facilities
Locally Preferred Alternative
Community
Effects

Wiehle Avenue
Extension
(2025)

Wiehle Avenue
Extension
(2011)

No Build
Alternative
(2025)

Full LPA
(2025)

Changes in
Population and
Employment

Any effects are
due to existing
highway and
transit
infrastructure
and services
within the
corridor and
improvements
that are
committed to be
implemented by
2025

The W esterlies, The
Commons of McLean, Gates
of McLean, The Colonies,
Dolley Madison Village and
McLean Chase
Condominiums, Lillian Court
at Tysons II, Avalon
Crescent, The Lincoln at
Tysons II, Rotonda, Tysons
Tower, The Oaks of Tysons,
Tysons Court, Brentwood
Courts, Monticello of Tysons,
Tysons Townes, Westwood
Towns, Amberwood, Tysons
Green, Westwood Village,
Lakeport, Upper Lake,
Winterport/Boston Ridge,
Great Meadows,
Wethersfield, Hunters Green,
and Newbridge

The W esterlies, The
Commons of McLean,
Gates of McLean, The
Colonies, Dolley Madison
Village and McLean Chase
Condominiums, Lillian
Court at Tysons II, Avalon
Crescent, The Lincoln at
Tysons II, Rotonda,
Tysons Tower, The Oaks
of Tysons, Tysons Court,
Brentwood Courts,
Monticello of Tysons,
Tysons Townes,
Westwood Towns,
Amberwood, Tysons
Green, Westwood Village,
Lakeport, Upper Lake,
Winterport/Boston Ridge,
Great Meadows,
Wethersfield, Hunters
Green, and Newbridge

The W esterlies, The
Commons of McLean,
Gates of McLean, The
Colonies, Dolley Madison
Village and McLean Chase
Condominiums, Lillian
Court at Tysons II, Avalon
Crescent, The Lincoln at
Tysons II, Rotonda,
Tysons Tower, The Oaks
of Tysons, Tysons Court,
Brentwood Courts,
Monticello of Tysons,
Tysons Townes,
Westwood Towns,
Amberwood, Tysons
Green, Westwood Village,
Lakeport, Upper Lake,
Winterport/Boston Ridge,
Great Meadows,
Wethersfield, Hunters
Green, Newbridge, Indian
Ridge, Stratford, South
Gate, West Market, Polo
Fields, Woodland Park,
The Downs, President’s
Court, Chandon W oods,
Worldgate, Reflection
Woods, Reflection Lake,
Dulles Green, Rock Hill,
the Regency, Comstock
Crossing, the Groves at
Flynn’s Crossing

Community
Cohesion and
Interaction

Potential for
some impact to
cohesion
associated only
with other
projects, none
have been
identified
specifically for
neighborhoods
in this study area

No effect

No effect

No effect

Isolation Effects

Potential for
some impact to
cohesion
associated only
with other
projects, none
have been
identified
specifically for
neighborhoods
in this study area

No effect

No effect

No effect

Social Values –
Social Groups
Valued or Harmed

No effect
identified on
communities in
study area

No effect

No effect

No effect
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Locally Preferred Alternative
Community
Effects

Wiehle Avenue
Extension
(2025)

Wiehle Avenue
Extension
(2011)

No Build
Alternative
(2025)

Full LPA
(2025)

Barrier Effects

No effect
identified on
communities in
study area

No effect

No effect

No effect

Noise and
Vibration

Some noise
increases could
be associated
with other
projects in No
Build Alternative

Potential for increased
noise and vibration at the
following communities:
Victorica Farms, Westwood
Village, New Carrington,
Coral Ridge, Brilyn park,
Westhampton, Great Falls
Manager, Hunting Ridge,
Hallcreast Heights, McLean
Ridge, Commons of McLean,
Ellison Heights/Mt. Daniel,
Idylwood, Pimmit Hills

Potential for increased
noise and vibration at the
following communities:
Victorica Farms,
Westwood Village, New
Carrington, Coral Ridge,
Brilyn park, Westhampton,
Great Falls Manager,
Hunting Ridge, Hallcreast
Heights, McLean Ridge,
Commons of McLean,
Ellison Heights/Mt. Daniel,
Idylwood, Pimmit Hills

Potential for increased
noise and vibration at the
following communities:
Victorica Farms,
Westwood Village, New
Carrington, Coral Ridge,
Brilyn park, Westhampton,
Great Falls Manager,
Hunting Ridge, Hallcreast
Heights, McLean Ridge,
Commons of McLean,
Ellison Heights/Mt. Daniel,
Idylwood, Pimmit Hills

Physical
Intrusions – Dust,
Odor, Light

No effect
identified on
communities in
study area

Construction Effects:
Potential for increased dust,
odor, light at the following
communities: Idylwood,
Hunting Ridge, McLean
Ridge, Westwood Village

Construction Effects:
Idylwood, Hunting Ridge,
McLean Ridge, Westwood
Village

Construction Effects:
Idylwood, Hunting Ridge,
McLean Ridge, Westwood
Village, Reflection W oods
and Lake, Dulles Greens
Long-Term Effects:
Hunting Ridge, Westwood
Village

Access Changes
– Bicycle,
Pedestrian,
Transit, and
Vehicular

Access to
corridor
neighborhoods
and community
facilities limited
due to lack of a
Build Alternative

Long-Term Effects:
Hunting Ridge, Westwood
Village
Bicycle and Pedestrian
Improvements:
Pedestrian bridges across
existing roadways are
planned for the following
stations: Tysons East,
Tysons Central 123, Tysons
Central 7, Tysons West, and
Wiehle Avenue.
Neighborhoods within
Proximity of Transit
Stations with Enhanced
Access:
The W esterlies, The
Commons of McLean, Gates
of McLean, The Colonies,
Dolley Madison Village and
McLean Chase
Condominiums, Lillian Court
at Tysons II, Avalon
Crescent, The Lincoln at
Tysons II, Rotonda, Tysons
Tower, The Oaks of Tysons,
Tysons Court, Brentwood
Courts, Monticello of Tysons,
Tysons Townes, Westwood
Towns, Amberwood, Tysons
Green, Westwood Village,
Lakeport, Upper Lake,
Winterport/Boston Ridge,
Great Meadows,
Wethersfield, Hunters Green,
and Newbridge.
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Long-Term Effects:
Hunting Ridge, Westwood
Village

Bicycle and Pedestrian
Improvements:
Pedestrian bridges across
existing roadways are
planned for the following
stations: Tysons East,
Tysons Central 123,
Tysons Central 7, Tysons
West, and Wiehle Avenue.
Neighborhoods within
Proximity of Transit
Stations with Enhanced
Access:
The W esterlies, The
Commons of McLean,
Gates of McLean, The
Colonies, Dolley Madison
Village and McLean Chase
Condominiums, Lillian
Court at Tysons II, Avalon
Crescent, The Lincoln at
Tysons II, Rotonda,
Tysons Tower, The Oaks
of Tysons, Tysons Court,
Brentwood Courts,
Monticello of Tysons,
Tysons Townes,
Westwood Towns,
Amberwood, Tysons
Green, Westwood Village,
Lakeport, Upper Lake,
Winterport/Boston Ridge,
Great Meadows,
Wethersfield, Hunters
Green, and Newbridge.

Bicycle and Pedestrian
Improvements:
Pedestrian bridges across
existing roadways are
planned for the following
stations: Tysons East,
Tysons Central 123,
Tysons Central 7, Tysons
West, Wiehle Avenue,
Reston Parkway, HerndonMonroe, Route 28, and
Route 772.
Neighborhoods within
Proximity of Transit
Stations with Enhanced
Access:
The W esterlies, The
Commons of McLean,
Gates of McLean, The
Colonies, Dolley Madison
Village and McLean Chase
Condominiums, Lillian
Court at Tysons II, Avalon
Crescent, The Lincoln at
Tysons II, Rotonda,
Tysons Tower, The Oaks
of Tysons, Tysons Court,
Brentwood Courts,
Monticello of Tysons,
Tysons Townes,
Westwood Towns,
Amberwood, Tysons
Green, Westwood Village,
Lakeport, Upper Lake,
Winterport/Boston Ridge,
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Locally Preferred Alternative
Community
Effects

Wiehle Avenue
Extension
(2025)

Wiehle Avenue
Extension
(2011)

No Build
Alternative
(2025)

Increase in Traffic Volumes
at Stations: All station areas
would experience a slight
increase in traffic volumes on
local roadways near stations.
Potential Parking Spillover:
Potential parking spillover
can be expected at Tysons
East, Tysons Central 123,
Tysons Central 7, Tysons
West, and Wiehle Avenue.

Increase in Traffic
Volumes at Stations: All
station areas would
experience a slight
increase in traffic volumes
on local roadways near
stations.
Potential Parking
Spillover:
Potential parking spillover
can be expected at Tysons
East, Tysons Central 123,
Tysons Central 7, Tysons
West, and Wiehle Avenue.

Full LPA
(2025)
Great Meadows,
Wethersfield, Hunters
Green, Newbridge, Indian
Ridge, Stratford, South
Gate, West Market, Polo
Fields, Woodland Park,
The Downs, President’s
Court, Chandon W oods,
Worldgate, Reflection
Woods, Reflection Lake,
Dulles Green, Rock Hill,
the Regency, Comstock
Crossing, the Groves at
Flynn’s Crossing.
Increase in Traffic
Volumes at Stations: All
station areas would
experience a slight
increase in traffic volumes
on local roadways near
stations.
Potential Parking
Spillover:
Potential parking spillover
can be expected at Tysons
East, Tysons Central 123,
Tysons Central 7, Tysons
West, Wiehle Avenue,
Herndon-Monroe, Reston,
and Route 28.

No effect
identified on any
community
facilities or
services in study
area.

Traffic congestion at Fire
Company #25 on Wiehle
Avenue.

Traffic congestion at Fire
Company #25 on Wiehle
Avenue.

Traffic congestion at Fire
Company #25 on Wiehle
Avenue.

Longer and more frequent
traffic queing in the vicinity of
Sunrise Valley Drive and
Wiehle Avenue

Longer and more frequent
traffic queing in the vicinity
of Sunrise Valley Drive and
Wiehle Avenue

Longer and more frequent
traffic queing in the vicinity
of Sunrise Valley Drive and
Wiehle Avenue

Displacements

Some
displacements
could be
associated with
other projects in
No Build
Alternative

No Effect

No Effect

No Effect

Safety –
Pedestrian/
Bicyclists; Crime/
Emergency

No effect
identified on
communities in
study area.
Traffic projected
to increase in
neighborhoods.

Slight increase in local
vehicular traffic volumes in all
station areas. Pedestrian
bridges across existing
roadways are planned to
improve safety for the
following stations: Tysons
East, Tysons Central 123,
Tysons Central 7, Tysons
West, and Wiehle Avenue.

Slight increase in local
vehicular traffic volumes in
all station areas.
Pedestrian bridges across
existing roadways are
planned to improve safety
for the following stations:
Tysons East, Tysons
Central 123, Tysons
Central 7, Tysons W est,
and Wiehle Avenue.

Slight increase in local
vehicular traffic volumes in
all station areas.
Pedestrian bridges across
existing roadways are
planned for the following
stations: Tysons East,
Tysons Central 123,
Tysons Central 7, Tysons
West, Wiehle Avenue,
Reston Parkway, HerndonMonroe, Route 28, and
Route 772.

Community
Facility Impacts
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Locally Preferred Alternative
Community
Effects
Property Values
adjacent to
Metrorail Stations

Wiehle Avenue
Extension
(2011)

No Build
Alternative
(2025)
No new Metrorail
Stations; current
trends continue

Neighborhoods within
Station Areas where
Property Values May
Increase due to 5 new
Stations:
The W esterlies, The
Commons of McLean, Gates
of McLean, The Colonies,
Dolley Madison Village and
McLean Chase
Condominiums, Lillian Court
at Tysons II, Avalon
Crescent, The Lincoln at
Tysons II, Rotonda, Tysons
Tower, The Oaks of Tysons,
Tysons Court, Brentwood
Courts, Monticello of Tysons,
Tysons Townes, Westwood
Towns, Amberwood, Tysons
Green, Westwood Village,
Lakeport, Upper Lake,
Winterport/Boston Ridge,
Great Meadows,
Wethersfield, Hunters Green,
and Newbridge.

Wiehle Avenue
Extension
(2025)
Neighborhoods within
Station Areas where
Property Values May
Increase due to 5 new
Stations:
The W esterlies, The
Commons of McLean,
Gates of McLean, The
Colonies, Dolley Madison
Village and McLean Chase
Condominiums, Lillian
Court at Tysons II, Avalon
Crescent, The Lincoln at
Tysons II, Rotonda,
Tysons Tower, The Oaks
of Tysons, Tysons Court,
Brentwood Courts,
Monticello of Tysons,
Tysons Townes,
Westwood Towns,
Amberwood, Tysons
Green, Westwood Village,
Lakeport, Upper Lake,
Winterport/Boston Ridge,
Great Meadows,
Wethersfield, Hunters
Green, and Newbridge.

Full LPA
(2025)
Neighborhoods within
Station Areas where
Property Values May
Increase due to 11 new
Stations:
The W esterlies, The
Commons of McLean,
Gates of McLean, The
Colonies, Dolley Madison
Village and McLean Chase
Condominiums, Lillian
Court at Tysons II, Avalon
Crescent, The Lincoln at
Tysons II, Rotonda,
Tysons Tower, The Oaks
of Tysons, Tysons Court,
Brentwood Courts,
Monticello of Tysons,
Tysons Townes,
Westwood Towns,
Amberwood, Tysons
Green, Westwood Village,
Lakeport, Upper Lake,
Winterport/Boston Ridge,
Great Meadows,
Wethersfield, Hunters
Green, Newbridge, Indian
Ridge, Stratford, South
Gate, West Market, Polo
Fields, Woodland Park,
The Downs, President’s
Court, Chandon W oods,
Worldgate, Reflection
Woods, Reflection Lake,
Dulles Green, Rock Hill,
the Regency, Comstock
Crossing, the Groves at
Flynn’s Crossing.

3.2.3.1
No Build Altern ative
The No Build Alternative would not produce mobility benefits beyond those that would be provided by
planned future transportation projects and improvements. This alternative would not cause any changes
to the currently anticipated future changes in population, employment, community cohesion or isolation.
The No Build Alternative would not cause any additional residential displacements, safety impacts or
changes in property values beyond those anticipated to occur due to planned future transportation
projects.
Current trends in property values indicate that values are likely to increase regardless of the
implementation of the Dulles Corridor Rapid Transit Project. No new Metrorail Stations would be built
under the No Build. Therefore, it is expected that current trends in property values would continue.
3.2.3.2
Wiehle Avenue Extension
The Wiehle Avenue Extension would be primarily located within a transportation right-of-way, therefore no
isolation effects or community cohesion effects are projected for 2011 or 2025. Several communities
throughout the corridor would be affected by noise. The neighborhoods affected by noise would be
Victoria Farms, Westwood Village, New Carrington, Coral Ridge, Brilyn park, Westhampton, Great Falls
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Manor, Hunting Ridge, Hallcreast Heights, McLean Ridge, Commons of McLean, Ellison Heights/Mt.
Daniel, Idylwood, and Pimmit Hills since these neighborhoods would be located close to the proposed
alignment. The proximity of the Hunting Ridge and Westwood Village neighborhoods to the alignment
would cause these neighborhoods to experience some additional effects such as light intrusions.
According to the Fairfax County Comprehensive Plan, higher density redevelopment and in-fill
development could be constructed in the transit station areas, which would add population and
employment in the area. The potential increases in population and employment could increase traffic
volumes and the use of community facilities as well as change the character of development at the transit
stations.
Five Stations are planned under the Wiehle Avenue Extension. Historically where Metrorail Stations have
been constructed and are in operation in Northern Virginia, such as the Clarendon and Ballston Stations
in Arlington, adjacent properties have experienced an increase in value. It is expected that these trends
would continue.
All of the neighborhoods located near station facilities could experience increases in traffic congestion,
population, and employment as a result of the station locations and potential future development.
However, the overall traffic impact in the corridor is localized to specific streets in the vicinity of the station
areas. This increase in vehicular traffic could affect pedestrian safety at each station location.
Implementation of the Wiehle Avenue Extension could result in longer and more frequent traffic queing in
the vicinity of Fairfax County Fire Company #25 at the intersection of Sunrise Valley Drive and Wiehle
Avenue and could affect egress and access to the station. Fairfax County Fire Company #25 currently
has pre-emptive traffic signal to control the flow of traffic.
Under Wiehle Avenue Extension, neighborhoods located west of Wiehle Avenue would not receive
mobility benefits from access to Metrorail service. Neighborhoods located within a half-mile of the
Herndon-Monroe park-and-ride would receive access to transit service via the proposed Express Bus
Service.
3.2.3.3
Full LPA
In addition to the effects described under the Wiehle Avenue Extension, one additional neighborhood,
Reflection Woods would experience an increase in noise under the full LPA.
One additional community facility, the interim use soccer fields north of the DIAAH and Dulles Toll Road,
would be affected by the Route 28 Station. The soccer fields would be converted to a transit facility per
the terms and conditions set forth in the Dulles Green Proffer. Excerpts from this proffer statement are
included in Appendix I.
Eleven stations are planned under the full LPA. Historically where Metrorail Stations have been
constructed and are in operation in Northern Virginia, such as the Clarendon and Ballston Stations in
Arlington, adjacent properties have experienced an increase in value. It is expected that these trends
would continue.
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CONSTRUCTION EFFECT S

The following sections detail the short-term construction effects to neighborhoods of the No Build
Alternative and the LPA.
3.2.4.1
No Build Altern ative
Under the No Build Alternative, there would be no construction effects from the Dulles Corridor Rapid
Transit Project. However, construction-related impacts to neighborhoods and community facilities could
result from the improvements assumed as part of this alternative. Identification of these effects would be
the responsibility of the agencies and jurisdictions implementing the improvements.
3.2.4.2
Wiehle Avenue Extension
During construction of the Wiehle Avenue Extension, construction-related traffic, noise, air quality, and
visual impacts would occur. These impacts are addressed in the individual topic sections. Generally,
these short-term impacts would not affect most of the neighborhoods because they are not located
immediately adjacent to the proposed alignment or stations where major construction would occur, or
they are already buffered from the transportation corridor.
The Idylwood neighborhood would experience noise effects and some additional truck traffic during
construction of the improvements to the West Falls Church S&I Yard. Three neighborhoods, Hunting
Ridge, McLean Ridge, and Westwood Village would experience physical intrusions, such as light, dust
and odors during the construction of the alignment in Tysons Corner. Additionally, the construction of the
median stations would be visible to the Pavilion neighborhood. West of the Wiehle Avenue Station,
construction of enhanced bus facilities would not affect neighborhoods or community facilities.
3.2.4.3
Full LPA
In additional to the effects described under the Wiehle Avenue Extension, the Reflection Woods,
Reflection Lake and Dulles Green neighborhoods would experience construction effects such as, light,
dust and visual effects from construction equipment under the full LPA.
3.2.5

MITIGAT ION

Mitigation strategies for impacts upon neighborhoods in the corridor would focus on reducing noise,
visual, traffic, and construction effects. These are discussed in their respective sections of the Final EIS.

3.3

PROPERTY ACQUISIT ION AND DISPLACEMENTS

This section presents information regarding the property acquisitions (partial or full) and displacements
that would occur as a result of the Dulles Corridor Rapid Transit Project. Federal and state laws require
that property owners be paid fair market value for their land and improvements, and that they be assisted
in finding replacement business sites or dwellings. Displacements result from right-of-way acquisitions
that require the use of a property occupied by a residence or business. Partial acquisitions occur when
only a portion of an existing land use is required and as such may not result in a displacement or
relocation. Full acquisitions occur when a complete parcel is required and may result in either a
displacement or relocation.
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LEGAL AND REG ULAT ORY CONT EXT

Under the Uniform Relocation Assistance and Real Property Acquisition Policy Act of 1970, as amended,
all federal agencies are required to meet certain standards for the fair and equitable treatment of persons
displaced by federally supported actions. Relocation assistance will follow the guidelines set forth in Title
49, Part 24 of the Code of Federal Regulations (49 CFR Part 24).
3.3.2

METHODOLOGY

To identify potential acquisitions and displacements that would occur from implementing the Dulles
Corridor Rapid Transit Project, the limit of disturbance for the LPA was overlaid onto corridor parcel maps.
Each of the parcels was then analyzed to determine if an acquisition was necessary and if the acquisition
would displace a residence, business, community facility, or institutional use. If land is acquired that does
not include a residence, business, or institutional use, a displacement does not occur. Conversely, a
partial acquisition could result in a displacement, even if it does not take a building. If a partial acquisition
results in the inability to use the parcel as it was used prior to the acquisition, it could result in a full
displacement. For example, if all of the parking was taken from a business, then the business would not
be able to remain open and a displacement would occur. Land proffered for transit facilities by private
landowners and land required from public agencies (Fairfax and Loudoun counties, Virginia Department
of Transportation, MWAA) has not been analyzed for displacements.
3.3.3

LONG-TERM EFFECT S

The long-term effects of the No Build Alternative, the Wiehle Avenue Extension, and the full LPA that
would result in partial or complete acquisitions of land parcels and displacements are described in the
following sections. Table 3.3-1 presents a summary of these effects. Temporary uses of land for
construction are discussed in Section 3.3.5.
Table 3.3-1: Acquisitions and Displacements

Acquisition Type

No Build
Alternative
(2025)

Wiehle Avenue
Extension
(2011)

Wiehle Avenue
Extension
(2025)

Full LPA
(2025)

0

11 (3.9 acres)

11 (3.9 acres)

11 (3.9 acres)

Private Residential Parcels (partial
acquisitions)
Private Commercial Parcels

0

37 (13.4 acres)

37 (13.4 acres)

64 (28.1 acres)

Government and Proffered Parcels

0

14 (15.0 acres)

14 (15.0 acres)

36 (166.0 acres)

Total Parcels

0

62 (32.3 acres)

62 (32.3 acres)

111 (198.0 acres)

Residential Displacements

0

0

0

0

Business Displacements

0

3

3

3

Notes:
1.
O n l y p a r t i a l a c q u i s i t i o ns a r e r e q u i r e d f or a l l r e s i d e n t i a l a n d m o s t c o m m e r c i a l p a r c e l s .
2.
P ro p e r t y r e q u i r em e n t s a r e p r e l i m i n ar y a n d s u bj e c t t o c h a n g e b a s e d o n n e g o t i a t i o n s w i t h p r o p er t y o wn e r s a n d
f u r t h e r d es i g n r e f i n e m e n t .

3.3.3.1
No Build Altern ative
Under the No Build Alternative, there would be no direct effects from the Dulles Corridor Rapid Transit
Project. However, displacements or relocations could occur as a result of some of the projects assumed
under this alternative. Identification of these effects would be the responsibility of the agencies and
jurisdictions implementing the improvements.
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

3- 40

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

SOCIA L

EFF EC TS

3.3.3.2
Wiehle Avenue Extension
The property acquisition effects associated with the Wiehle Avenue Extension would require partial
acquisition (or easement) of two residential properties for ancillary facilities located along the Dulles
Connector Road, but would not cause any displacements. The line and track for the Wiehle Avenue
Extension would require 15 partial acquisitions from commercial properties located along Routes 123 and
7.
The Tysons Central 123 station would require partial acquisition of one commercial parcel. This
acquisition would not require the removal of structures or preclude existing uses on the remaining
portions of the parcel. At the Tysons Central 7 Station, one auto repair business would be displaced for
the north entrance pavilion and three partial acquisitions of commercial parcels would be required for the
station and south entrance pavilion.
At the Tysons West Station, partial or complete land acquisitions would be required from eight parcels.
The majority of the right-of-way required is for the bus bays and Kiss & Ride facilities. This acquisition
would displace two businesses (an auto collision center and car rental office). These businesses would
have their operations affected by the loss of a limited number of parking spaces and some alteration of
on-site circulation and access.
Between the Tysons West and Wiehle Avenue stations, partial acquisitions of nine residential and two
commercial parcels would be required along the alignment for ancillary facilities including stormwater
management facilities, traction power substations, and tie-breakers. These ancillary facilities would not
result in any displacements.
At the Wiehle Avenue Station, complete or partial acquisitions of six commercial parcels would be
required. Construction of an access road would require removal of some structures from an existing
storage business. West of Wiehle Avenue Station, partial acquisition from one commercial property
would be required along the alignment for a tie-breaker station. The facility would not result in a
displacement.
The Wiehle Avenue Extension requires the acquisition of property interest in the median and other parts
of the Dulles International Airport Access Highway and Dulles Connector Road. The U.S. Department of
Transportation (USDOT) owns the Access Highway and Connector Road. MWAA has leased the
property from the USDOT through the year 2067. DRPT will seek conveyance of the Access Highway
and Connector Road property interest needed for the Project from the USDOT and MWAA. The acquired
property interest will be adequate to assure DRPT's or WMATA's continuing control of the Project
property throughout the useful life of the Project.
3.3.3.3
Full LPA
The effects associated with the full LPA would be similar to those described for the Wiehle Avenue
Extension in areas east of and including the Wiehle Avenue station area.
At the Reston Parkway Station, three partial acquisitions of commercial properties would be required, but
would not result in any displacements.
Between the Reston Parkway and Herndon-Monroe stations, partial acquisition (or an easement) of four
commercial properties would be required long the alignment for ancillary facilities. The facilities would not
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result in any displacements. At the Herndon-Monroe Station, four partial acquisitions of commercial
properties would be required, but not result in any displacements.
Between the Herndon-Monroe and Route 28 stations, partial acquisition (or an easement) of one
commercial property would be required along the alignment for a stormwater management pond. The
facility would not result in a displacement. At the Route 28 Station, five partial acquisitions of commercial
properties would be required, but would not result in any displacements.
The full LPA requires the acquisition of property interest in the median and other parts of the Dulles
International Airport Access Highway and Dulles Connector Road, and in parts of the Dulles Airport
property itself, including the site of the S&I Yard and portions of eight parcels that are currently leased to
commercial entities. The USDOT owns the Access Highway, the Connector Road and the Dulles Airport
property. MWAA has leased the property from the USDOT through the year 2067 and has sublet certain
commercial parcels to businesses. DRPT will seek conveyance of the Access Highway, Connector Road
and Airport property interest needed for the Project from the USDOT and MWAA. The acquired property
interest will be adequate to assure DRPT's or WMATA's continuing control of the project property
throughout the useful life of the project.
As the alignment leaves the airport property, and transitions into the median of the Dulles Greenway, it
traverses private property requiring the partial acquisition of one commercial property. Between Route
606 and Route 772, partial acquisition of three commercial parcels would be required along the alignment
for ancillary facilities.
3.3.4

CONSTRUCTION EFFECT S

Construction effects on property displacements, relocations, or acquisitions (partial or full) that would
occur due to the Dulles Corridor Rapid Transit Project are presented in this section. Construction staging
areas would be required for temporary use during the construction period. The locations of the
construction staging areas are illustrated in Figure 2.3-3. In most cases, the construction staging areas
are located within existing transportation rights-of-way.
3.3.4.1
No Build Altern ative
No construction effects would result from the No Build Alternative.
3.3.4.2
Wiehle Avenue Extension
The project has identified seven sites for which property required for construction staging would be leased
or otherwise acquired for temporary use. None of the property acquired would require permanent
displacements or impede existing activities. Therefore, no short-term construction impacts related to
displacements or relocations would occur.
3.3.4.3
Full LPA
Property required for construction staging would be leased or otherwise acquired for temporary use at
one site in addition to the seven sites for the Wiehle Avenue Extension. None of the property acquired
would require permanent displacements or impede existing activities. Therefore, no short-term
construction impacts related to displacements or relocations would occur.
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MITIGAT ION

The acquisition of right-of-way and the relocation of displacees would be conducted in accordance with
the Uniform Relocation Assistance and Real Property Acquisition Policy Act of 1970, as amended.
Relocation resources would be made available to all residential, business, and nonprofit displacees
without discrimination. DRPT would prepare a detailed acquisition and relocation plan prior to initiating
any property acquisition or relocation activities.

3.4

VISUAL AND AESTHETIC CONDITIONS

This section presents the results of a visual impacts analysis of the proposed Dulles Corridor Rapid
Transit Project.
3.4.1

METHODOLOGY

The Federal Transit Administration (FTA) does not have a specific methodology or set of guidelines for
conducting visual assessments of transit projects. As is the generally accepted practice, the Federal
Highway Administration (FHWA) visual assessment methodology was applied for this analysis. The
following steps were used in the analysis:
1. The study area was defined by dividing the Dulles Corridor into visual assessment units,
which are relatively homogeneous areas of similar visual character. Figure 3.4-1 illustrates
the boundaries of these visual assessment units.
2 Each visual assessment unit was evaluated for existing visibility, visual character, quality of
views, and presence of important visual resources.
3. The types of viewers present in each visual assessment unit were identified. Different types of
viewers have different levels of sensitivity to visual changes based on their familiarity with the
environment, what they are doing, how much time they spend looking at the environment, and
their sense of ownership of the view.
4. Project plans, photographs, computer-generated visual simulations, and artist renditions of
the project were reviewed regarding the visible physical changes that would occur.
5. The visual impact of the project’s visible physical changes was assessed and classified into
three basic categories: substantial, minimal, and negligible visual impacts. Substantial visual
impacts of a transportation project a re those that would result in a deterioration in the
ability to use the adjacent land as intended, a reduction in the quality of that use, obstruction
of an important view, interference with a specific design in the environment, degradation of a
natural condition, removal of a substantial percentage, or the last amount of, landscaping or
natural vegetation, and similar levels of visual disturbance. Minimal impacts are those visual
effects that do not produce these conditions. Negligible impacts are those where the visible
changes would be barely noticeable to the general public.
6. If substantial visual impacts were identified, mitigation was developed, if available, to reduce
the impacts.
3.4.2

EXISTING CONDITIONS

The Dulles Corridor is located within an area that has undergone and is undergoing continued
development. In the last few years, office, industrial, and mixed-use development has occurred in much
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
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of the study area, especially in the vicinity of Tysons Corner, Reston, Herndon, and more recently,
Loudoun County. Portions of the corridor contain older residential developments.
For visual analysis purposes, the corridor can be divided into five distinct regions, referred to as visual
assessment units. From east to west, these are the Orange Line Connection, Tysons Corner, MidCorridor, Dulles Airport, and Dulles Greenway visual assessment units. The existing visual conditions in
each of these areas are discussed below, and representative photographs of the Dulles Corridor are
shown in Figures 3.4-2a through 3.4-2e. Figure 3.4-3 shows the view corridors within the Dulles Airport
visual assessment unit. Table 3.4-1 summarizes the visual characteristics of each unit. Specific
characteristics of each visual assessment unit can be found in the Draft EIS.
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Table 3.4-1: Visual Characteristics
Visual Assessment Unit
Orange Line Connection

Limits of Visual
Assessment Unit
Eastern end of corridor,
along I-66 and Dulles
Connector Road, to Dulles
Connector Road/Route 123
interchange

Visual Characteristics

Viewers

Narrow, enclosed
transportation facility with
short views of landscaping,
sound barriers and traffic;
No distinctive views or focal
points

Highway users, users of
West Falls Church Metrorail
Facility

Adjacent characteristics:

Residents of homes
adjacent to I-66 and Dulles
Connector Road.

Mostly residential
development, with small
amount of industrial (WFC
Yard) space at the I66/Dulles Connector Road
interchange
Tysons Corner

Route 123 interchange with
Dulles Connector Road to
the Dulles Toll Road at
Route 7 interchange

Tall buildings and varied
topography provide
important views into and out
of the area. Many buildings
posses a distinctive
architectural style,
contributing to important
views and focal points

Permanent and temporary
residents, workers and
people traveling through the
area

Adjacent characteristics:
Various planned
developments (large and
small-scale commercial
developments,
hotel/restaurants, office
commercial, light-industrial
and multi-family residential)
Mid-Corridor

Route 7 crossing of the
Dulles Toll Road/DIAAH to
the Route 28 interchange

Narrow, enclosed
transportation facility with
short views of landscaping,
sound barriers, and traffic

Highway users

Adjacent characteristics:

Residents with views of
Dulles Toll Road/DIAAH

Eastern portion mostly lowdensity residential; western
portion mostly planned
office commercial
development
Wolf Trap Farm Park for
Performing Arts within unit
Hunter Mill Road, a Virginia
Scenic Byway within unit
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Visual Assessment Unit
Dulles Airport

Limits of Visual
Assessment Unit
Dulles Toll Road/Route 28
interchange, continues to
airport, ending at Dulles
Greenway

Visual Characteristics

Viewers

Extensive visibility due to
openness of airport
property; views from main
terminal are limited due to
lack of low windows.
“Peekaboo” sequence
designed by airport
architect, Eero Saarinen.

Airport workers and
travelers

Adjacent characteristics:
Airport related land uses
dominate area; other
transportation related
facilities
Terminal and tower are
eligible for listing on NRHP
Dulles Greenway

Northwestern edge of the
airport, adjacent to
Greenway to western
corridor terminus near
Route 772

Motorists on roadways and
workers in industrial
buildings

Relatively flat topography
and low-degree of
development provide
extensive visibility
Adjacent characteristics:
Undeveloped and
developing land, (mostly
industrial and warehousing)

3.4.3

LONG-TERM EFFECT S

Analysis of visual impacts involves visible physical changes and the reaction of viewers to the changes.
The sensitivity of views affects whether a visible physical change would have an adverse or beneficial
visual impact. The potential visual effects of the LPA are summarized in Table 3.4-2. More detailed
descriptions of the potential visual effects are provided in Section 3.4 of the Draft EIS.
Table 3.4-2: Summary of Long-Term Visual Effects
Physical Changes

Visibility From

Types of Viewers

Viewer Sensitivity

1

Visual Impact

2

Orange Line Connection Visual Assessment Unit
Metrorail alignment in
Dulles Connector Road
center median,
including new rail yard
lead, traction power
substation

Dulles Connector Road

Motorists, transit riders

Moderate

Minimal

West Falls Church
Metrorail Yard
improvements,
including additional
storage tracks, traction
power substation

West Falls Church
Station

Transit workers

Moderate

Negligible

New Metrorail bridge
over Pimmit Run

Dulles Connector
Road, Pimmit Run
Stream Valley Park

Motorists, transit riders

Moderate

Negligible

Recreational trail users

High

Minimal

Motorists, transit
riders,
office/commercial
viewers,

Moderate

Minimal

Tysons Corner Visual Assessment Unit
Elevated alignment
along Route 123 and
Route 7; underground
alignment along Route

Route 123, Route 7,
intersecting and
parallel roadways,
adjacent commercial
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Visual Impact

Physical Changes

Visibility From

Types of Viewers

Viewer Sensitivity

123 and Route 7;
portals on Route 123
and Route 7

and uses along Route
123 and Route 7,
distant residences

Residents (distant)

Moderate

Minimal

Tysons East Station:
elevated; including
traction power
substation

Route 123, Scotts
Crossing/Colshire
Drive; adjacent offices;
nearby residences

Motorists, transit
riders, office workers

Moderate

Minimal

Residents

High

Minimal

Tysons Central 123
Station: elevated;
including traction
power substation

Route 123, Tysons
Boulevard, adjacent
and nearby
commercial uses
(malls), Scotts Run
Stream Valley Park

Motorists, transit
riders, commercial
viewers

Moderate

Minimal

Tysons Central 7
Station: underground
with aboveground
entrance pavilions

Route 7, adjacent
commercial uses,
adjacent offices

Motorists, transit
riders, commercial
viewers, office workers

Moderate

Minimal

Tysons West Station:
elevated

DIAAH, Dulles Toll
Road, Route 7,
Westwood Center
Drive/Tyco Road
adjacent offices,
nearby hotels,
commercial uses;
distant residences; Ash
Grove historic site

Motorists, transit
riders, office workers,
commercial viewers,
hotel guests,
employees, distant
residents, recreational
users

Moderate

Minimal

Motorists, transit
riders, misc. viewers in
adjacent land uses

Moderate

Minimal

Residents

High

Negligible

Motorists, transit
riders, office workers

Moderate

Minimal

2

Mid-Corridor Visual Assessment Unit
LPA alignment in
DIAAH (center
median), including
removal of median
landscaping

DIAAH, Dulles Toll
Road, crossing roads,
plus some adjacent
land uses (though
mostly screened by
soundwalls,
landscaping, and
topography), Hunter
Mill Road Proposed
Historic District

Wiehle Avenue,
Reston Parkway,
Herndon/Monroe
Metrorail Stations
(center median of
DIAAH)

DIAAH, Dulles Toll
Road, Wiehle Avenue,
Reston Parkway,
adjacent parking
areas, adjacent office
buildings, adjacent
roadways

Route 28 Station
(center median of
DIAAH)

DIAAH, Dulles Toll
Road, adjacent
roadways, adjacent
residents

Traction Power
substations along
DIAAH/Dulles Toll
Road, including one
near the Barns at Wolf
Trap

DIAAH, Dulles Toll
Road, plus potentially
the Barns at Wolf Trap

New Metrorail bridge
over Difficult Run

DIAAH, Dulles Toll
Road, Difficult Run
Stream Valley Park

New Metrorail bridge
over W&OD Railroad
Regional Park

DIAAH, Dulles Toll
Road, W&OD Railroad
Regional Park
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Motorists, transit riders

Moderate

Minimal

Residents

High

Minimal

Motorists, transit riders

Moderate

Minimal

Motorists, transit riders

Moderate

Negligible

Recreational trail users

Low

Negligible

Motorists, transit riders

Moderate

Minimal

Recreational trail users

Low

Negligible
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Physical Changes

Visibility From

Types of Viewers

Viewer Sensitivity

1

Visual Impact

2

Dulles Airport Visual Assessment Unit
LPA alignment (mostly
underground, with
portals east and west
of the terminal, as well
as ventilation and
emergency access
shafts); alteration of
the “peekaboo”
sequence

Airport roadways,
terminal, parking
areas, other airport
uses

Dulles Airport Station
(underground)

Airport roadways,
terminal, parking
areas, other airport
uses

Traction Power
Substation

Airport roadways,
parking areas, other
airport uses

Motorists, transit riders

Moderate

Minimal

Airport workers, air
travelers

High

Substantial

Motorists, transit
riders, airport workers

Moderate

None

Airport workers, air
travelers

High

None

Motorists, transit
riders, airport workers

Moderate

Negligible

Airport workers, air
travelers

Moderate

Negligible

Dulles Greenway Visual Assessment Unit
LPA alignment in
Dulles Greenway
(center median)

Dulles Greenway,
Cultural Resource
House in Ryan (53-23)

Motorists and transit
riders

Moderate

Negligible

Route 606 Station
(adjacent to Dulles
Greenway)

Dulles Greenway,
Dulles Transit Center

Motorists and transit
riders

Moderate

Negligible

Route 772 Station
(adjacent to Dulles
Greenway)

Dulles Greenway,
Cultural Resource
House in Ryan (53-23)

Motorists and transit
riders

Moderate

Minimal

S&I Yard Site 15

Route 606; Dulles
Airport north-south
runway; industrial land
uses

Motorists. air travelers,
airport workers,
office/warehouse
workers

Moderate

Minimal

1 V i e w s e ns i t i vi t y l e v e l s a r e d i s c u s s e d i n S e c t i o n 3 . 4 . 1
2 S u b s t a n t i a l vi s u a l i m p a c t s a r e t h o s e t h a t r e s u l t i n d e t er i o r a t i on i n t h e a bi l i t y t o u s e t h e a d j a c e n t l a n d a s i n t e n d e d , a
r e d u c ti o n i n t h e q u a l i t y o f t h a t u s e , o bs t r u c t i o n o f a n i m p o r t a n t vi e w , i n t e r f e r e n c e w i t h a s p e c i f i c d es i g n i n t h e
e n vi r o n m e n t , d e g r a d a t i o n o f a n a t u r a l c o n d i t i o n , r e m o v al o f a s u bs t a n ti a l p o r t i o n o r t h e l a s t a m o u n t o f l a n d s c a pi n g o r
t h e n a t ur a l ve g e t a t i o n , o r s i m i l a r l e v el s o f vi s u a l d i s tu r b a nc e . L es s t h a n s u b s t a n t i a l i m p a c ts a r e t h o s e vi s u al e f f e c t s
t h a t w o u l d n o t r e s u l t i n t h e s e c o n d i t i o n s . Mi n i m a l vi s u a l i m p a c t s a r e t h o s e t h a t w o u l d b e b ar e l y n o t i c e a b l e t o t h e
g e n er a l p u b l i c .

3.4.3.1
No Build
No visual effects from the Dulles Corridor Rapid Transit Project would occur under the No Build
Alternative. However, there could be effects from improvements assumed under this alternative. Visual
effects resulting from improvements assumed under the No Build Alternative would be the responsibility
of agencies and jurisdictions implementing the improvements.
3.4.3.2
Wiehle Avenue Extension
The Wiehle Avenue Extension is primarily located within an existing transportation corridor. The Wiehle
Avenue Extension would introduce new visual elements, such as Metrorail stations, pedestrian walkways,
parking structures, tie-breaker stations and traction power substations, into the existing visual setting of
the study area. However, due to the existing land uses and existing visual and aesthetic characteristics
of the area, the Wiehle Avenue Extension and associated facilities would have a less than substantial
effect on sensitive resources and viewers.
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3.4.3.3
Full LPA
The visual effects of the full LPA would be similar to those of the Wiehle Avenue Extension in areas east
of, and including, the Wiehle Avenue Station. The LPA is primarily located within an existing
transportation corridor. The LPA would introduce new visual elements, such as Metrorail stations,
pedestrian walkways, parking structures, tie-breaker stations and traction power substations, into the
existing visual setting of the study area. Due to the existing land uses, lack of sensitive viewers, and
existing visual and aesthetic characteristics of the area, the full LPA and associated facilities in general
would have a less than substantial effect on sensitive resources and viewers. However, the full LPA
would have a substantial visual affect on the peekaboo sequence within the Dulles International Airport
Historic District.
3.4.4

CONSTRUCTION EFFECT S

The visual effects associated with construction of the LPA would be similar to and include those
described in Section 3.4.4 of the Draft EIS for the Metrorail Alternative (T6/Y15). Most construction and
mitigation techniques have not been identified at this time, but it is assumed that standard Best
Management Practices would be used for construction.
The construction staging areas will be located along the corridor for construction of the LPA. Views into
construction staging areas could occur relative to the selected locations, potentially impacting views from
highly sensitive viewers. Construction staging areas often contain construction equipment, stockpiles of
materials, construction maintenance facilities, refueling stations, employee welfare facilities (including
portable toilets), and parking for employee vehicles. This type of land use, though temporary, is generally
not visually compatible with most surrounding development or undeveloped land, including the type of
development that is most common throughout the Dulles Corridor: office, commercial, residential,
recreational, and open space. In many cases, large numbers of viewers would be able to see the
construction staging areas, either from high-volume roadways or from tall office and residential buildings.
Thus, it is likely that at least some of the construction staging areas would result in substantial short-term
visual impacts if not screened from view.
In Tysons Corner, construction of the elevated and underground segments of the LPA would have
additional visual effects. Elevated segments take longer to construct and would be more visible and
harder to screen from view. Thus, these portions of the LPA have a greater chance of resulting in
construction-related visual impacts in Tysons Corner. The density of development in Tysons Corner and
the height of many of the buildings allows for large numbers of viewers to see the construction.
Underground segments, on the other hand, require special construction techniques and special staging
areas. Construction of underground segments creates the need for removal of spoils (wastes) that must
be stockpiled or hauled away and could result in visual impacts. Any accumulation of dirt outside the
excavation resulting from haul trucks is particularly likely to result in visual impacts.
Underground operations would have construction activity visible only at the entrances and at stations.
However, if, cut-and-cover tunnel construction techniques are used, whereby a trench is dug, tunnel lining
and support are constructed from aboveground, and then the tunnel is covered, construction activities
would be visible from areas surrounding the entire tunnel, not just at the entrances and stations.
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MITIGAT ION

To mitigate any visual effects of the project, DRPT and WMATA would consider designs for Metrorail
stations, aerial structures, and portals that are compatible with the surrounding environment. In addition,
landscaping would be provided at stations. Using established WMATA designs, traction power
substations and tie-breaker stations would be designed to be compatible with the surrounding
environment. At Dulles Airport, the design of the two tunnel portals would consider the historic terminal
and other contributing elements to the historic district. DRPT and WMATA would coordinate with the
Metropolitan Washington Airports Authority and the Virginia Department of Historic Resources in the
design of these facilities.

3.5

CULTURAL RESOURCES

This section presents information regarding the impacts to archaeological and historic architectural
resources that would occur due to the Wiehle Avenue Extension and the full LPA. The discussion
includes a description of regulatory requirements, methods of identifying existing historic properties, the
archaeological and architectural resources identified, discussions of impacts, and potential mitigation
measures.
3.5.1

LEGAL AND REG ULAT ORY CONT EXT

Section 106 of the National Historic Preservation Act, 16 U.S.C. 470(f), as amended (Section 106),
governs federal actions that could affect historic properties. Section 106 requires federal agencies to take
into account the effects of their undertakings, including licensing and approvals on historic properties, and
to afford the Advisory Council on Historic Preservation (ACHP) and other interested parties a reasonable
opportunity to comment on such undertakings. As defined broadly by 36 CFR 800.16, a “historic
property” means “any prehistoric or historic district, site, building, structure, or object included in, or
eligible for inclusion in, the National Register of Historic Places (NRHP) maintained by the Secretary of
the Interior.” This term includes archaeological sites and properties of traditional religious and cultural
importance to Native American tribes or Native Hawaiian organizations that meet the NRHP criteria.
Section 101(b)(4) of NEPA requires federal agencies to coordinate and plan their actions so as to
preserve important historic, cultural, and natural aspects of the country’s national heritage.
Properties that qualify for inclusion in the NRHP must meet at least one of the following four criteria:


Criterion A:




Criterion B:
Criterion C:



Criterion D:

Association with events that have made a significant contribution to the broad
patterns of our history;
Association with the lives of persons of significance in our past;
Embody the distinctive characteristics of a type, period, or method of
construction, or the work of a master, or high artistic values, or a significant and
distinguishable entity whose components may lack individual distinction; or
Have yielded, or may be likely to yield, information important in prehistory or
history (36 CFR 60.4).

Properties that qualify for the NRHP also must possess integrity, defined by the following seven aspects:
location, design, setting, materials, workmanship, feeling, and association. The term “eligible for inclusion
in the NRHP” includes both properties formally designated as eligible and all other properties determined
to meet NRHP criteria. Normally, NRHP eligibility requires a property to be at least 50 years of age. In
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order for buildings and structures less than 50 years of age to be eligible for the NRHP, these resources
must be highly significant and meet the “special criteria considerations” as outlined in 36 CFR 60.4.
National Historic Landmarks are defined as historic properties of outstanding national significance that
have been specially designated by the Secretary of the Interior, in accordance with 36 CFR 65.
Section 4(f) of U.S. Department of Transportation Act, as amended (49 USC 303 (c)) states that U.S.
DOT may not approve the use of land from a publicly owned park, recreation area, wildlife or waterfowl
refuge, or historic site of national, state, or local significance, unless a determination is made that there is
no feasible and prudent alternative to the use of that land and the action includes all possible planning to
minimize harm to the property resulting from such use. Chapter 7 of this Final EIS contains a complete
discussion of sites and issues covered by this statute and its regulations.
3.5.2

METHODOLOGY

An integral part of the Section 106 process is to determine the area within which archaeological and
historic architectural resources would be affected or are likely to be affected. As defined by 36 CFR
800.16 (d), the Area of Potential Effect (APE) represents the “geographic area or areas within which an
undertaking could cause changes in the character or use of historic properties, if any such properties
exist.” In accordance with 36 CFR 800.4(a), DRPT and WMATA consulted the Virginia Department of
Historic Resources (VDHR) in determining the boundaries of the APE.
The APE for archaeology was initially defined as 200 feet beyond the predicted limits of disturbance and
200 feet beyond station footprints to allow for possible variation during construction. In delineating the
APE, major human-made and natural features were considered. Survey work determined that portions of
the APE had been disturbed by development-related construction and did not require intensive-level
survey, and several areas were removed as a result of the selection of the Metrorail Alternative (T6/Y15)
as the LPA. The remaining areas, a total of 138.07 acres, constitute the revised APE for archaeology on
which the field investigations described in the Project’s April 2004 Identification and Evaluation Report—
Archaeology are based. Figures 3.5-1a and 3.5-1b show the revised APE for archaeology.
During the development of the Draft EIS, the APE for architecture was established at 1,000 feet from the
centerline to account for the uncertainty of the proposed design plans for the various alternatives under
consideration. The potential for direct, indirect, audible, and/or visual impacts to historic resources was
assessed for a wide area to ensure a comprehensive study of all NRHP-listed or -eligible resources that
could be affected by the proposed undertaking. Following the selection of the Metrorail Alternative
(T6/Y15) as the LPA and subsequent narrowing of the study area, VDHR, DRPT, and WMATA agreed
that a 1,000-foot APE was no longer necessary or appropriate. Based on an analysis of the impacts
associated with the Wiehle Avenue Extension and the full LPA, the APE for architecture was revised to
600 feet from the centerline. Figures 3.5-1a and 3.5-1b show the revised APE for architecture.
The Cultural Resources Technical Report (Phase 1a) was prepared in August 2003 to provide further
documentation of the data upon which the Draft EIS cultural resources analysis and Section 4(f)
evaluation was based. The information presented in that report partially fulfilled the requirements of
Section 106, including documentation of known archaeological and architectural resources that might be
affected by the proposed project and identification of areas that may contain archaeological and/or
architectural resources.
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In order to complete the requirements of identification and evaluation under Section 106, the Identification
and Evaluation Report—Archaeology and the Identification and Evaluation Report—Historic Architecture
were prepared in April 2004 to document archaeological and historic architectural resources within the
APE that had not previously been recorded and evaluated for NRHP eligibility. A Phase 1b
archaeological survey of selected portions of the corridor was undertaken to determine the presence or
absence of prehistoric and historic archaeological resources that may be in the APE and to provide
recommendations on further cultural resource investigations.
Based on the Phase 1a survey completed in August 2003, 49 areas within the APE were recommended
for additional archaeological survey. The total surveyed area was 138.07 acres, and a total of 2,101
shovel tests were excavated. Nine isolated artifact locations were identified; however, no archaeological
sites were identified, and no remains of previously identified archaeological sites were found within the
APE. Because no historic properties were identified, no additional archaeological studies were
recommended.
Based on the August 2003 Phase 1a survey and in coordination with VDHR, DRPT and WMATA
identified 83 historic architectural resources within the APE that required Phase 1b survey and
documentation. These resources are located in the portion of the corridor between the West Falls Church
Metrorail Station and Tysons Corner in Fairfax County. The scope of this phase of work involved the
execution of a reconnaissance level survey of each resource in accordance with VDHR survey guidelines.
A historic context on the rapid development of Fairfax County during the second and third quarters of the
twentieth century was developed in order to evaluate these resources within a relevant context for
eligibility of listing in the NRHP. No new potentially eligible resources were identified during this
investigation, and no additional architectural studies were recommended.
Together, the August 2003 Cultural Resources Technical Report (Phase 1a) and the April 2004
Identification and Evaluation Reports for archaeology and historic architecture serve as a detailed record
of the cultural resources data collection that was performed during the preliminary engineering and
environmental review process, as well as fulfilling the requirements of identification and evaluation under
Section 106.
3.5.3

EXISTING CONDITIONS

The following sections describe the process used to identify historic properties, their historic context, and
the archaeological and historic architectural resources that were identified.
3.5.3.1
Efforts to Identify Historic Properties
The identification of potentially affected historic properties is a critical step for compliance with both
Section 106 and NEPA. Identification was conducted in accordance with the regulations implementing
Section 106 and the Secretary of the Interior’s Standards and Guidelines for Archeology and Historic
Preservation (48 FR 44716-44742), as well as guidance issued by VDHR.
Efforts to identify historic properties included, but were not limited to, public input obtained from public
scoping meetings and other public meetings conducted for NEPA and Section 106 compliance, meetings
or contact with other interested parties and agencies, including DRPT, WMATA, MWAA, and VDHR, and
contact with individuals knowledgeable about known or potentially historic properties. Historic literature
and maps were researched, along with historic context information from state and local guidelines and
secondary sources.
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Key file materials, such as the NRHP and National Historic Landmark nomination forms, files and
inventories for locally significant properties housed at VDHR and Fairfax County, and previous
investigations (e.g., surveys and compliance-related reports) were reviewed. Shovel-testing of areas
determined to have a high likelihood of archaeological potential; and reconnaissance-level survey of
architectural resources in the APE were conducted.
Several repositories were consulted to identify known or potential historic properties and develop the
historic context for the APE. Repositories visited included but were not limited to: the Library of
Congress, VDHR, the Virginia State Library, the Virginia Room of the Fairfax County Library, the Fairfax
County Planning Office, Fairfax Archaeological Services, Fairfax County Park Authority (FCPA), the
Thomas Balch Library in Leesburg, the Virginia Room of the Spotsylvania County Public Library, the
Architecture Library of the University of Maryland in College Park, and the Gelman Library of George
Washington University in Washington, D.C.
3.5.3.2
Historic Context
Knowledge of local prehistory and history helps to place cultural resources within their historic context. A
summary of prehistoric (Native American prior to European contact) and historic (since European
immigration to the Americas) development within Fairfax and Loudoun counties is provided in the
Project’s April 2004 Identification and Evaluation Report—Archaeology and Identification and Evaluation
Report—Historic Architecture.
3.5.3.3
Archaeological Resources
Archaeological resources are locations with evidence of past human activity. The sites identified below
are listed in order from east to west; actual locations of archaeological sites are kept confidential to
protect the sites from disturbance and are not provided in this Final EIS. The description begins with the
site number assigned by the State Historic Preservation Officer (SHPO), beginning with 44, the code for
Virginia (the 44th state in alphabetical order). The next two letters designate the county or city (FX for
Fairfax County or LD for Loudoun County). The following number is assigned in sequence as new sites
are recorded with the state. In parentheses after the site number is the name given to the site by those
who provided the site information to the state.
Based on the selection of the Metrorail Alternative (T6/Y15) as the LPA and subsequent narrowing of the
APE, as well as the results of additional testing of previously identified sites during the Phase 1b survey,
several archaeological resources discussed in the Draft EIS, and the Supplemental Draft EIS are no
longer considered to be affected by the full LPA or the Wiehle Avenue Extension. Previously identified
sites that no longer fall within the APE for archaeology include: Site 44FX2662 (Zipf); Site 44FX2024
(Magarity Site); Site 44FX0051 (Maplewood); Site 44FX2299 (Jarrett #4); Site 44FX1569 (Dulles Toll
Road Site); Site 44FX2034 (Reston Land Parcel 912 A&B); Site 44FX1489 (Worldgate Hotel Site); Site
44FX0232; Site 44FX2233 (Dulles Green/DG 2); Site 44LD0500 (Trueno); Site 44LD0491 (HE-696A
“Orange”); Site 44LD0380 (HNWF-1A); Site 44LD0383 (HSEE-BR); Site 44LD0472 (HE-P620A); Site
44LD0377 (HNWB-1A); Site 44LD0378 (HNWB-1B); and Site 44LD0852 (Shellhorn Road 1). Detailed
summaries of these resources can be found in the documents listed above.
Seven previously-identified archaeological sites are located within the revised APE for archaeology and
are summarized in Table 3.5-1.
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Table 3.5-1: Archaeological Resources Identified
Site

Description

Listing

44FX0388 – Olney Park/Dulles
Access Connector

Prehistoric archaeological site; most
likely a rock quarry

Eligibility undetermined

44FX2405 – Scott’s Run Site

Prehistoric archaeological site; lithic
workshop used to process stone tools

Eligibility undetermined

44FX0915 – Arrowhead Farm

Historic archaeological site, early 20
century

th

Eligibility undetermined

44LD0379 – Indian Creek Site

Prehistoric, early/middle archaic
occupation archaeological site

Potentially eligible for listing in the NRHP

44LD0432 – Runway #1

Prehistoric archaeological site

Eligibility undetermined

44LD0406

Prehistoric and historic occupation with
artifacts dating to the Early Archaic
period archaeological site

Potentially eligible for listing in the NRHP

44LD0408

Prehistoric archaeological site

Not eligible for listing in the NRHP

S o ur c e : I d e n t i fi c a t i o n a n d E v al u a t i o n R e p or t - A r c h a e o l o g y, A p r i l 2 0 0 4 .

In addition to these seven previously identified archaeological sites, nine isolated artifact locations were
discovered during the Phase 1b archaeological survey conducted in early 2004. However, by definition,
none of these meet the minimum requirements for consideration of eligibility for listing in the NRHP. The
April 2004 Identification and Evaluation Report—Archaeology contains a discussion of these locations, as
well as the other survey areas where shovel tests did not result in the identification of archaeological sites
or isolated artifact locations.
3.5.3.4
Historic Architectural Resources
Generally, historic architectural resources are buildings, structures, landscapes, or objects greater than
50 years of age. Locations of the known architectural resources within the APE are shown in Figures 3.51a and 3.5-1b.
Based on the selection of the Metrorail Alternative (T6/Y15) as the LPA and subsequent narrowing of the
APE, as well as the further reduction of the APE to 600 feet prior to Phase 1b survey, several
architectural resources discussed in the Draft EIS, and Supplemental Draft EIS are no longer considered
to be affected by the LPA or the Wiehle Avenue Extension. Previously identified sites that no longer fall
within the revised APE for architecture include: Bois de Gosses (29-81, 1358 Windy Hill Road, McLean);
Shiloh Baptist Church (29-189, 1331 Spring Hill Road, McLean); Wiehle/Sunset Hills Proposed Historic
District (29-14, Reston); Robert Wiehle House (29-14-1, 1830 Old Reston Avenue, Reston); Smith
Bowman Distillery (29-14-2, 1875 Old Reston Avenue, Reston); Sunset Hills (29-14-3, 1850 Reston
Avenue, Reston); Ratcliff/Meiselman House (29-245, 2346 Centreville Road, Herndon); Middleton Farm
(29-253, 13801 Frying Pan Road, Herndon); Cockerille House (53-1100, Route 789, Sterling vicinity);
House, and Route 772 (now Petworth Court) (53-1095, Ryan).
Nine known historic resources are located within the revised APE for architecture. Summaries of these
resources can be found in Table 3.5-2. Detailed descriptions of these resources are contained in the
Draft EIS and Supplemental Draft EIS.
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Table 3.5-2: Historic Architectural Resources Identified
Resource

Description

Listing

The Lewinsville Post Office (29-338),
1554 Great Falls Road, McLean

Architectural resource, dating to the
1850s

Potentially Eligible for listing in the NRHP

Ash Grove (29-2), 8900 Ash Grove
Lane, Vienna

Architectural resource, dating to the
1790s

Potentially Eligible for listing in the NRHP

Wolf Trap National Park for the
Performing Arts (29-159) 1551 and
1555 Trap Road, Vienna

130-acre complex consisting of historic
farm and associated outbuildings
developed for the performing arts

Listed on the Fairfax Co. Historic
Landmarks Inventory; Potentially eligible for
listing in the NRHP

Plantation (29-5180) 1624 Trap Road,
Vienna

Architectural resource, dating to 1895

Listed on the Fairfax Co. Historic
Landmarks Inventory; Potentially eligible for
listing in the NRHP

Hunter Mill Proposed Historic District
(29-5180), Reston

District, stretching along Hunter Mill
Road from Baron Cameron Road
(6oute 606) to Chain Bridge Road
(Route 123), with various resources and
contributing elements identified along
the roadway

Potentially Eligible for listing in the NRHP

Launders House (29-240), 2300
Centreville Road, Herndon

Architectural resource, built around
1910

Potentially Eligible for listing in the NRHP

Washington Dulles International Airport
(53-8)

Proposed historic district within the
11,000-acre airport complex with
various contributing elements, including
the “peekaboo sequence” consisting of
a series of viewsheds designed to allow
motorists to gradually view structures
on the airport property as they
approach

Eligible for listing in the NRHP

House, Route 643 (53-23), Ryan

Architectural resource, dating to the late
th
19 century

Potentially Eligible for listing in the NRHP

S o u r c e : I d e n t i f i c a t i o n a n d E v al u a t i o n R e p or t - Hi s t o r i c A r c hi t ec t u r e , A pr i l 2 0 0 4 .

3.5.4

LONG-TERM EFFECT S

As defined in Section 106 of the National Historic Preservation Act, an effect on a cultural resource could
occur due to an action that could 1) physically damage or destroy all or part of the property; 2) isolate the
property or alter the character of the property’s setting, when that character contributes to the property’s
qualification for the NRHP; 3) introduce visual, audible, or atmospheric elements that are out of character
with the property or alter its setting; 4) result in neglect of a property leading to its deterioration or
destruction; or 5) result in the transfer, lease, or sale of the property without adequate restriction or
conditions included to ensure preservation of the property’s significant historic features.
The long-term effects of the Wiehle Avenue Extension and the LPA on cultural resources could be direct
or indirect. Direct effects would result from actual physical contact with the resources, while indirect
effects would be from noise and visual impacts. Indirect impacts are more likely to affect historic
architectural resources than archaeological sites. Exceptions include archaeological sites that are open
to the public for visitation, such as those located at historic house museums or battlefield parks. The
noise impacts at the identified historic architectural resources within the APE were assessed in
accordance with applicable noise criteria. Potential impacts on historic architectural resources were
assessed using FTA and WMATA criteria for noise. Vibration levels at the historic resources were judged
to be below FTA criteria for annoyance and well below the threshold for minor cosmetic damage.
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Table 3.5-3 summarizes the effects of the Wiehle Avenue Extension and the full LPA archaeological
resources, while Table 3.5-4 summarizes the effects of the Wiehle Avenue Extension and the full LPA on
historic architectural resources.
Table 3.5-3: Project Effects on Archaeological Resources
Resource

No Build Alternative

Wiehle Avenue
Extension

Full LPA

Site 44FX0388 (Olney Park/Dulles
Access Connector Site)

Continues current
conditions.

No historic properties
affected.

No historic properties
affected.

Site 44FX2405 (Scott’s Run Site)

Continues current
conditions.

No historic properties
affected.

No historic properties
affected.

Site 44FX0915 (Arrowhead Farm)

Continues current
conditions.

Continues current
conditions.

No historic properties
affected.

Site 44LD0379 (HNWE-1A or Indian
Creek Site)

Continues current
conditions.

Continues current
conditions.

No historic properties
affected.

Site 44LD0432 (Runway #1)

Continues current
conditions.

Continues current
conditions.

No historic properties
affected.

Site 44LD0406

Continues current
conditions.

Continues current
conditions.

No historic properties
affected.

Site 44LD0408 (HSP-789A)

Continues current
conditions.

Continues current
conditions.

No historic properties
affected.

Table 3.5-4: Project Effects on Architectural Resources
Resource

No Build Alternative

Wiehle Avenue
Extension

Full LPA

The Lewinsville Post Office (29-338),
1554 Great Falls Road, McLean

Continues current conditions.

No historic properties
affected.

No historic properties
affected.

Ash Grove (29-2), 8900 Ash Grove
Lane, Vienna

Continues current conditions.

No adverse effect.

No adverse effect.

Wolf Trap National Park for the
Performing Arts (29-159), 1551 and
1555 Trap Road, Vienna

Continues current conditions.

No historic properties
affected.

No historic properties
affected.

Plantation (29-188), 1624 Trap Road,
Vienna

Continues current conditions.

No adverse effects

No adverse effects

Hunter Mill Road Proposed Historic
District (29-5180), Reston

Continues current conditions.

No adverse effect.

No adverse effect.

Launders House (29-240), 2300
Centreville Road, Herndon

Continues current conditions.

Continues current
conditions.

No historic properties
affected.

Washington Dulles International
Airport (53-8)

Continues current conditions.

Continues current
conditions.

Adverse effect.

House, Route 643 (53-23), Ryan

Continues current conditions.

Continues current
conditions.

No adverse effect.

3.5.4.1
No Build Altern ative
The No Build Alternative would continue current conditions and would have no adverse effects on known
archaeological or architectural resources in the corridor.
3.5.4.2
Wiehle Avenue Extension
The Wiehle Avenue Extension would have no adverse effects on known archaeological resources in the
corridor. There are two previously identified sites (44FX0388 and 44FX2405) located within the Wiehle
Avenue Extension portion of the APE; however, no remains of these sites were found within the APE
during the 2004 Phase 1b survey. Therefore these sites would not be affected by the Wiehle Avenue
Extension. Although Site 44FX0388 was described in the Draft EIS as being potentially disturbed by the
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construction of a nearby tie-breaker station, design refinements associated with the relocation of this tiebreaker station have eliminated this potential adverse effect.
The Wiehle Avenue Extension would result in minor impacts to three historic architectural resources: Ash
Grove Historic Site, the Plantation, and the Hunter Mill Road Proposed Historic District. However,
construction of the Wiehle Avenue Extension would not affect the characteristics that contribute to these
resources’ eligibility for the NRHP; therefore, no adverse effects would occur.
The Ash Grove Historic Site and the Plantation would experience a minor increase in noise as a result
of Metrorail operations; however, predicted noise levels do not exceed FTA or WMATA criteria at either
property. Therefore, this would not adversely affect these resources.
The Hunter Mill Road Proposed Historic District could experience minor visual impacts from the
Wiehle Avenue Extension. The LPA would pass through the potential historic district in the median of the
DIAAH /Dulles Toll Road. In addition, three stormwater management ponds and two traction power
substations would be located along the DIAAH/Dulles Toll Road within the potential boundaries of the
Project facilities district. These Project facilities have been sited to lessen their visibility by being placed
adjacent to the DIAAH/Dulles Toll Road (within or adjacent to existing public right-of-way) and are not
near any significant contributing elements of the potential district. Due to the existing conditions, Metrorail
operations would not be a predominant source of noise in the area and would not change the overall
noise levels in the proposed district. Implementation of the Wiehle Avenue Extension would not have an
adverse effect on the characteristics that make the Hunter Mill Road Proposed Historic District significant.
Because the proposed district boundaries have yet to be determined, it is possible that these ancillary
facilities would be located outside of the proposed district.
3.5.4.3
Full LPA
In addition to the effects on cultural resources discussed for the Wiehle Avenue Extension, the full LPA
would also have the additional following effects.
The LPA would have no adverse effects on known archaeological resources in the corridor. There are
five previously identified sites located within the APE for the full LPA; however, no remains of these sites
were found within the APE during the 2004 Phase 1b survey. Therefore, these sites would not be
affected by the LPA.
The LPA would result in an adverse effect on the Dulles International Airport Historic District and minor
impacts to the house at 22017 Shellhorn Road (Route 643) in Ryan (53-23). Based on the results of the
consultation with VDHR, the impacts to the “peekaboo” views of the main terminal control tower from the
DIAAH, a contributing element to the Dulles International Airport Historic District, would constitute an
Adverse Effect under Section 106. (This was previously identified in the Supplemental DEIS as No
Adverse Effect). However, the implementation of the mitigation measures stipulated in a Memorandum of
Agreement (MOA) executed between FTA, VDHR, and DRPT would reduce this effect significantly
enough that it would no longer be considered adverse. A discussion of the mitigation measures included
in the MOA is provided in Section 3.5.6.
In his design for the airport, architect Eero Saarinen incorporated all aspects of airport operations,
including the terminal, runways, passenger movement devices called “mobile lounges,” airport services
and support systems, landscaping, land use, and roadways. It also provided for the DIAAH, a dedicated
access road to provide an efficient and direct route to the airport from Washington, D.C. A 1989 historic
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architectural survey of the airport property identified 13 of the approximate 62 buildings at the airport as
contributing buildings to a historic district associated with the Main Terminal, as well as the 18 original
mobile lounges, terminal area landscaping, and the DIAAH.
Also identified as a contributing element to the district was the “peekaboo sequence,” a series of
viewsheds designed by Saarinen to allow motorists to gradually view structures on the airport property.
Saarinen intended that this peekaboo sequence heighten viewer interest by providing motorists
approaching the airport along the DIAAH a variety of views of the Main Terminal and control tower from
different points along the roadway, each revealing an increasingly greater glimpse of the structures and
creating a sense of dramatic expectation. Although several of the peekaboo views have been
compromised or eliminated since Saarinen implemented his original design in the 1960s—a result of
commercial construction, changes to the Route 28 interchange, and growth of landscaping and
vegetation at the perimeter of the airport property and within the Route 28 interchange—the views that
exist today remain important elements of the Dulles International Airport Historic District.
The full LPA would approach Dulles Airport at grade in the median of the DIAAH above ground before
transitioning to a subway west of the Route 28 interchange after Horsepen Run. Three remaining
peekaboo views that provide approaching motorists views of the airport’s control tower are located in this
area. In response to concerns raised during the Draft EIS comment period, the vertical profile of the
Metrorail alignment and the concrete safety barrier required to separate the Metrorail tracks from
vehicular traffic on the DIAAH were lowered by 3 feet to minimize the visual impacts of the full LPA on
these three peekaboo views. Although these efforts have reduced the potential impacts, the design
changes do not alter the full LPA’s location within the boundaries of the historic district, and security
fencing atop the concrete median barriers would still be required. As a result, the three peekaboo views
could still be affected by the full LPA because a new physical element would be introduced between the
approaching motorists’ views of the control tower as they near the airport proper. Therefore, the visual
effect of the portion of the LPA in this area would constitute an adverse effect to the Dulles International
Airport Historic District.
With the exception of these three peekaboo views, the full LPA would not result in any additional adverse
effects on any other elements of the Dulles International Airport Historic District. A full analysis of the
effect of the full LPA on the district can be found in the April 2004 Identification and Evaluation—Historic
Architecture.
The Route 772 station would be slightly visible from the house located at 22017 Shellhorn Road (Route
643) in Ryan (53-23). Since the publication of the Draft EIS, the Route 772 station footprint has been
reconfigured to be consistent with proposed development in the vicinity of the station site. Although the
footprint of the proposed station facilities has been decreased and relocated closer to the Dulles
Greenway, the station would still have some visual impact on the house, and the impact of the full LPA on
this resource was changed from “No Historic Properties Affected” in the Draft EIS to “No Adverse Effect”
in the Supplemental Draft EIS. However, the house is presently abandoned and deteriorating, and the
property has been compromised by the construction of commercial warehouses immediately east of the
farm and the earlier construction of the Dulles Greenway to the south and west. In addition, the approved
Loudoun Station development would add new commercial development between the house and the
station facilities. This site would experience an increase in noise; however, predicted noise levels do not
exceed FTA or WMATA criteria at this property. Therefore, this resource would not be adversely affected
by the full LPA.
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CONSTRUCTION EFFECT S

Construction effects on cultural resources result when there is direct physical impact. Construction
effects could also occur from the operation of heavy equipment on or near a resource. Construction
noise and vibration impacts were analyzed and were judged to be below the FTA impact criteria for
structural damage along the project corridor (see Sections 4.7 and Section 4.8).
3.5.5.1
No Build Altern ative
The No Build Alternative would continue current conditions and would have no construction effects on
known archaeological or architectural resources in the corridor associated with this project.
3.5.5.2
Wiehle Avenue Extension
Construction activities associated with the Wiehle Avenue Extension would not result in additional
impacts to any known archaeological or historic architectural resources. Several potential construction
staging areas would be located along the corridor; however, these staging areas have been sited to avoid
all known archaeological and architectural resources. Noise from construction would not change overall
noise levels in the corridor in such a way as to result in an adverse effect on any architectural resource.
3.5.5.3
Full LPA
Construction activities associated with the full LPA would not result in additional impacts to any known
archaeological resources. Several potential construction staging areas would be located along the
corridor; however, these staging areas have been sited to avoid all known archaeological resources.
With the exception of Dulles Airport, no construction effects on historic architectural resources discussed
would be anticipated from construction activities related to the full LPA. Noise from construction would
not change overall noise levels in the corridor in such a way as to result in an adverse effect on any
architectural resource.
During the construction period, there would be short-term impacts to the Dulles Airport terminal. No
vibration effects would occur that would exceed FTA criteria. During a portion of the construction period,
the area directly over the Dulles Airport underground station, directly in front of the terminal, would be
excavated from the surface to allow construction of the station itself. The tunnels leading to and from the
Dulles Airport Station also would be excavated from the surface, and then covered within the Dulles
International Airport Historic District. During this time, proximity impacts, including air quality, noise, and
visual effects, would occur. None of the proximity impacts would have any long-term effects that would
compromise the significance of the resource.
3.5.6

MITIGAT ION

To mitigate the effects of the full LPA on the cultural resources present at Dulles Airport, the at-grade
Metrorail alignment in the DIAAH median has been lowered to preserve the historic “peekaboo” view
sequence of the control tower and main terminal. In addition, the design of the Dulles Airport station, two
tunnel portals, and aerial structures would consider the historic terminal and other contributing elements
of the historic district. DRPT and WMATA would coordinate the design of these facilities with the MWAA
and the VDHR. As further mitigation, DRPT would also implement treatment measures, such as
interpretive exhibits, public artwork, photo documentation, or landscaping to provide Metrorail users and
airport travelers with an appreciation for the airport’s unique historic characteristics. A treatment plan
incorporating these measures will be developed in accordance with the Section 106 Memorandum of
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Agreement (see Appendix F). Additionally, the Section 106 MOA discusses mitigation for discovery of
unknown archaeological artifacts.

3.6

PARKLANDS AND RECREAT ION AREAS

This section describes existing public parklands and recreation areas located within the study area of the
project. An assessment of the long-term operating and short-term construction effects of the No Build
Alternative, the Wiehle Avenue Extension and the full LPA on these resources, and proposed measures
to mitigate any potential adverse impacts on parklands, is provided in the following sections. Additional
details are presented in the Section 4(f) Evaluation and 6(f) Evaluation included in Chapter 7.
3.6.1

LEGAL AND REG ULAT ORY CONT EXT

Section 4(f) of the U.S. Department of Transportation Act of 1966 protects public parks and recreational
lands, wildlife habitat, and historic sites of national, state, or local significance from acquisition and
conversion to transportation use. Section 4(f) is implemented by regulations 23 CFR 771.135. The
Section 4(f) Evaluation in Chapter 7 provides detailed information on the conditions of “use” under
Section 4(f).
Section 6(f) of the U.S. Land and Water Conservation Fund Act of 1965 (16 U.S.C. 4601-4 to 4601-11)
preserves, develops, and assures the quality and quantity of outdoor recreation resources through
purchase and improvement of recreational lands, wildlife and waterfowl refuges, and other similar
resources. Certain conditions must be met before conversion of these resources to other usage.
Federal Transit Law 49 USC §5301(e) requires that special effort should be made to preserve the natural
beauty of the countryside, public park and recreation lands, wildlife and waterfowl refuges, and important
historical and cultural assets when planning, designing, and carrying out an urban mass transportation
capital project with Federal financial assistance under sections 5309 and 5310 of this title.
3.6.2

METHODOLOGY

Potential effects to publicly owned or leased parks and recreation lands (parks) that are located within the
proposed limit of disturbance for the various alternatives or immediately adjacent to these areas are
described in this section. The study area for parklands and recreation areas was initially defined as an
area within 300 feet of the proposed alignments, station areas, S&I Yard, and maintenance and storage
facility. After the noise, vibration, and air quality effects (discussed in Chapter 4) were carefully analyzed,
this study area was reviewed to ensure it adequately covered all of the parklands and recreational areas
potentially affected. Section 3.2 contains information on neighborhood parks and community facilities that
are not within or immediately adjacent to the limits of disturbance for any of the alternatives, and are not
publicly owned.
Parklands and recreation areas in the study area were identified in coordination with the Fairfax County
Park Authority (FCPA), Fairfax County Planning Department, Loudoun County Planning Department,
Northern Virginia Regional Park Authority (NVRPA), the National Park Service (NPS), and the
Commonwealth of Virginia Department of Conservation and Recreation (DCR). Parkland boundaries
were confirmed with reviews of park master plans, the Outdoors 2002, Virginia ADC maps, aerial
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photography, comprehensive plans, and information found on websites of the FCPA, NPS, NVRPA, and
Hunter Mill Defense League.
3.6.3

EXISTING CONDITIONS

There are no publicly owned or officially designated wildlife or waterfowl refuges in the vicinity of the study
area.
Public parklands and recreation areas within the study area are shown on Figures 3.6-1a and 3.6-1b.
The size, ownership, and recreational features for each park identified are summarized in Table 3.6-1.
Five agencies have jurisdiction and ownership of parkland resources: NPS, NVRPA, FCPA, Fairfax
County School Board, and City of Falls Church School District.
Table 3.6-1: Parklands and Recreation Areas
Park Name

Ownership

Acres

Park Features and Description

Existing Resources
George Mason High School Athletic
Fields
7124 Leesburg Pike

City of Falls Church

17

Athletic fields used by both the school and the
City of Falls Church Parks and Recreation
Department for organized recreation, including
soccer, softball, and baseball.

Mount Royal Park
7141 Idylwood Road

Fairfax County Park
Authority

3

Currently a passive park with an open
recreation area, but planned improvements to
convert this to an active park include the
addition of a picnic area, tot lot, play area,
tennis courts, and an exercise area.

Pimmit Run Stream Valley Park
Great Falls Street/Lemon Road

Fairfax County Park
Authority

67.92

Linear passive park located on either side of
the Dulles Connector Road and consisting of
an informal hiking trail and natural area. The
informal hiking trail crosses under the
Connector Road, though the land under the
existing highway bridges is not part of the park
and is not owned by FCPA.

Olney Park
1840 Olney Road

Fairfax County Park
Authority

18.02

Neighborhood park with two baseball fields,
one basketball court, tennis courts, hiking trail,
natural area, open area, picnic area,
playground, tot lot, restroom facilities, and a
parking lot.

Westgate Park
7508 Magarity Road

Fairfax County Park
Authority

12.5

Active park with two baseball fields, two lighted
tennis courts, a picnic area, and an open area.

Scotts Run Stream Valley Park
Chain Bridge Rd/Magarity Road

Fairfax County Park
Authority

23.62

Linear passive park with a trail.

Ash Grove Historic Site
Leesburg Pike/Dulles Toll Road

Fairfax County Park
Authority

12.3

Active park consisting of a historic house,
detached brick kitchen, and wood-framed
smokehouse. The Ash Grove Historic Site
was dedicated to FCPA by the developer of
the Tysons Village townhouses.

Wolf Trap National Park for the
Performing Arts
1551 Trap Road

National Park
Service

130

Picnic area, restrooms, open area

Meadowlark Gardens Regional Park
9750 Meadowlark Gardens Court

Northern Virginia
Regional Park
Authority

95

Active park with gardens, meeting and
reception rooms, gazebos, trails, and a gift
shop.
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Park Name

Ownership

Difficult Run Stream Valley Park
Browns Mill Rd/ Beulah Road

Fairfax County Park
Authority

863.33

Passive park with a hiking and equestrian trail
that extends into the Wolf Trap Meadow
subdivision. The trail crosses under the
DIAAH and Dulles Toll Road, though the land
under the existing highway bridges is not part
of the park and is not owned by FCPA.
Construction of a natural surface trail, as part
of the Fairfax Cross-Country Trail, is planned
for 2004.

Washington & Old Dominion
Railroad Regional Park
21293 Smiths Switch Road

Northern Virginia
Regional Park
Authority

45 miles long
and 100 feet
wide

A 45-mile long, 100-foot wide recreational trail
extending from Arlington County to Loudoun
County. The park consists of a paved trail for
walking, running, and bicycling, as well as a
32-mile adjacent gravel equestrian trail.

Hutchison Elementary School
Athletic Fields
13209 Parcher Avenue

Fairfax County
School Board

34.8

Active park with two baseball fields and six
football fields. Through an agreement with
Fairfax County Public Schools, the FCPA uses
the school’s athletic fields after hours.

Soccer Fields

Fairfax County
Board of
Supervisors

3.76

Interim use soccer fields, part of a developer
proffer to develop land at a later date as a
transportation facility.
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LONG-TERM EFFECT S

This section discusses the long-term (2025) effects to parklands that would result from the No Build
Alternative, the Wiehle Avenue Extension and the full LPA. Table 3.6-2 summarizes the long-term effects
to parklands. There would be no long-term effects to officially designated wildlife or waterfowl refuges as
a result of the No Build, the Wiehle Avenue Extension or the full LPA because these resources do not
exist within the study area.
Table 3.6-2: Summary of Long-Term Effects on Parklands
Locally Preferred Alternative
No Build
Alternative
(2025)

Wiehle Avenue
Extension
Opening Year
(2011)

Wiehle Avenue
Extension
(2025)

Full LPA
(2025)

George Mason High School Athletic
Fields
7124 Leesburg Pike

No Effect

No Effect

No Effect

No Effect

Mount Royal Park
7141 Idylwood Road

No Effect

No Effect

No Effect

No Effect

Pimmit Run Stream Valley Park
Great Falls Street/Lemon Road

No Effect

No Effect

No Effect

No Effect

Olney Park
1840 Olney Road

No Effect

No Effect

No Effect

No Effect

Westgate Park
7508 Magarity Road

No Effect

No Effect

No Effect

No Effect

Scotts Run Stream Valley Park
Chain Bridge Road/Magarity Road

No Effect

Minor Effect
(visual)

Minor Effect
(visual)

Minor Effect
(visual)

Ash Grove Historic Site
Leesburg Pike/Dulles Toll Road

No Effect

Minor Effect (noise)

Minor Effect (noise)

Minor Effect (noise)

Wolf Trap National Park for the
Performing Arts
1551 Trap Road

No Effect

No Effect

No Effect

No Effect

Meadowlark Gardens Regional Park
9750 Meadowlark Gardens Court

No Effect

No Effect

No Effect

No Effect

Difficult Run Stream Valley Park
Browns Mill Road/ Beulah Road

No Effect

No Effect

No Effect

No Effect

Washington & Old Dominion Railroad
Regional Park
21293 Smiths Switch Road

No Effect

No Effect

No Effect

No Effect

Hutchison Elementary School
Athletic Fields
13209 Parcher Avenue

No Effect

No Effect

No Effect

No Effect

No Effect

No Effect

No Effect

Converts to
Transportation Use

Park Name

*

Soccer Fields
Land Bay 5 at Dulles Greens

* L a n d f or f i e l d s w as d e d i c a t e d t o F a i r fa x C o u n t y f o r s t a t i o n f a c i l i t i e s a s s o c i a t e d w i t h t h e p r o j e c t . S o c c e r f i e l d s a r e
t em p o r ar y u s e o nl y.

3.6.4.1
No Build Altern ative
There would be no long-term effects on parklands associated with the No Build Alternative.
3.6.4.2
Wiehle Avenue Extension
The Wiehle Avenue Extension would not adversely affect any of the park resources identified between
the end of the Metrorail Orange Line and Wiehle Avenue. The alignment would span three parks, Pimmit
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Run Stream Valley Park, Difficult Run Stream Valley Park and the W&OD Regional Railroad Trail. These
parks would not experience long-term impacts as a result of the Wiehle Avenue Extension due to the
existing conditions at these crossings and the fact that planned bridge structures related to these
crossings would not be located within park property.
The Draft EIS and Supplemental Draft EIS documented that there would be an adverse effect on the
crossing at the W&OD Regional Railroad Trail. Subsequent to these documents, DRPT received
confirmation from NVRPA in February 2004, that there would be no impact to the trail and that the
planned crossing would adhere to NVRPA design guidelines.
Two resources, Scotts Run Stream Valley Park and the Ash Grove Historic Site would experience minor
proximity impacts.
Scotts Run Stream Valley Park is located adjacent to Route 123, a major thoroughfare within Fairfax
County. The surrounding area consists of suburban development, with various multiple-floor commercial
office buildings, apartments and transportation facilities currently within view of this resource. Route 123
has recently been widened from four to eight lanes and its crossing of the park was expanded. In
addition, a new multiple-floor office building has been constructed along the eastern side of Scotts Run
Stream Valley Park. The Tysons East Station would be located adjacent to the park, where the park
abuts Route 123. The station would have a minimal effect on the visual character of the surrounding area
and park. Due to the existing conditions of the area, the visual effects resulting from the Wiehle Avenue
Extension would not result in a substantial impairment of the use or function of this park.
Ash Grove Historic Site is located adjacent to the DIAAH/Dulles Toll Road and a residential complex.
Ash Grove would experience a minor increase in noise as a result of the implementation of the Wiehle
Avenue Extension. Based on the existing conditions at the site, the Wiehle Avenue Extension operations
would not substantially impair the use or function of this resource.
In addition to the existing resources identified, Fairfax County has developed a Countywide Trails Plan
that identifies areas that could become trails. Currently, there are no formally designated easements for
these proposed trails. Several of the trails identified in the Plan are within the study area.
The new Metrorail bridge structure over Hunter Mill Road, a designated Virginia Scenic Byway, and
proposed stormwater management ponds, and the Tysons East Station are within proximity to proposed
trails.
During engineering and design, coordination with Fairfax County would continue to avoid and/or minimize
impacts to these proposed facilities. It is likely that these trails, if officially designated during the final
design and engineering, could be incorporated into the design of the Wiehle Avenue Extension, thereby
enhancing accessibility to these trails.
3.6.4.3
Full LPA
With the exception of the interim use soccer fields at Dulles Greens, the long-term effects related to
implementation of the full LPA would be the same as discussed for the Wiehle Avenue Extension. The
soccer fields are a temporary special use of this land. The land for these soccer fields was dedicated to
Fairfax County in a proffer for station facilities associated with the project in the future. Additional
information on the terms of the proffer is provided in Appendix I. There would be no other additional
impacts to park resources as a result of the full LPA.
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According to Fairfax County’s Countywide Trails Plan, as described above, several trails identified in the
Plan are within the study area. The following project-related actions are within proximity to these
proposed trails:




Reston Parkway Station
Herndon-Monroe Station
Route 28 Station

During engineering and design, coordination with Fairfax County would continue to avoid and/or minimize
impacts to these proposed facilities. It is likely that these trails, if officially designated during the final
design and engineering, could be incorporated into the design of full LPA, thereby enhancing accessibility
to these trails.
3.6.5

CONSTRUCTION EFFECT S

3.6.5.1
No Build
No construction effects would occur from the No Build Alternative.
3.6.5.2
Wiehle Avenue Extension
Temporary construction effects would likely occur to Pimmit Run, Scotts Run Stream Valley Park, Difficult
Run Stream Valley Park and the W&OD Railroad Regional Park. Construction activities would be
scheduled so that disruption to the use of these facilities would be minimized. Signage and temporary
access around construction activities would be provided so that access to these parklands would be
maintained. It is not anticipated that construction activities would impair the use of these park resources.
Temporary, non-adverse construction-related noise, increased air borne particulate matter, visual and
stream water quality impacts would occur. Sections 3.6 - Visual and Aesthetics, 4.2 - Water Resources,
4.6 - Air Quality and 4.7 – Noise provide a more in-depth description of the temporary construction effects
related to these topic areas. Standard Best Management Practices would be employed to avoid and/or
minimize construction related impacts. It is assumed that after construction activities are complete, preconstruction conditions would be reestablished.
A contractor work area would be located in the vicinity of the Ash Grove Historic Site. The work area
would be located within the interchange of Route 7 and the DIAAH/Dulles Toll Road. Temporary nonadverse effects, such as increased noise and air borne particulate matter, may result. Best management
practices would be used to avoid and minimize these impacts to the extent possible. Upon completion of
the alignment, it is assumed that current conditions would resume.
3.6.5.3
Full LPA
Aside from the impacts discussed for the Wiehle Avenue Extension, there would be no constructionrelated effects to existing park resources within project limits west of Wiehle Avenue.
3.6.6

MITIGAT ION

DRPT would design and construct the Metrorail overpass of the W&OD Railroad Regional Park in
accordance with the NVRPA Guideline for the Development of W&OD Trail Bridge Crossings.
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During construction, use of and access to the W&OD Railroad Regional Park would be maintained using
measures that may include signage and temporary access around construction activities. Disruption to
Pimmit Run Stream Valley Park, Scotts Run Stream Valley Park, and Difficult Run Stream Valley Park
during construction would be minimized to extent possible. DRPT would continue to coordinate with
NVRPA and FCPA in mitigating any construction impacts of the project upon parklands in the corridor.

3.7

SAFETY AND SECURITY

This section describes safety and security issues in the existing Metrorail and Metrobus system, and
those associated with the proposed LPA.
3.7.1

LEGAL AND REG ULAT ORY CONT EXT

WMATA employees and contractors follow the safety requirements and guidelines established by federal
and state Occupational Safety and Health Administrations (OSHA) and facilities are designed and
constructed to meet the Americans with Disabilities Act Accessibility Guidelines (ADAAG). In addition,
the applicable guidelines as issued by other appropriate federal, state and local transportation, fire and
safety agencies are applied to WMATA facilities. WMATA has also developed its own safety procedures
for construction and operations of its facilities.
WMATA passenger facilities are designed in accordance with the guidelines established in National Fire
Protection Association (NFPA) 130, Standards for Fixed Guideway Transit and Passenger Rail systems.
NFPA 130, an industry standard, has been developed to ensure maximum passenger safety during
emergency situations such as fire events. The guidelines presented in Executive Order 13045, Protection
of Children from Environmental Risks, were developed to reduce the safety risks to children. WMATA
facilities incorporate the applicable EO 13045 guidelines in the design and construction of the transit
facilities.
Due to the proximity of the proposed transit facilities to an air terminal and other air passenger facilities on
the grounds of the Dulles Airport, security discussions were initiated with the Transportation Security
Agency (TSA), an agency within the Department of Homeland Security. The result of the discussions was
that TSA has requested that the Agency be considered a stakeholder on the project and actively
participate in developing security measures for the transit facilities located at the airport.
3.7.2

METHODOLOGY

Safety and security issues were determined by identifying the respective concerns as they applied to the
construction, operation, and maintenance of the project. These concerns were developed, in part, with
reference to industry standards and government regulations. Once identified, they were compared to
existing WMATA practices and procedures. If the existing practices and procedures adequately covered
the safety and security concern, no impact was deemed to occur. The physical study area for safety and
security was the limit of disturbance for the proposed improvements.
3.7.3

EXISTING CONDITIONS

This section discusses WMATA’s current safety and security measures for both patrons and employees.
Safety refers to providing safe conditions for passengers, employees, and pedestrians within the
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Metrobus and Metrorail systems. Security refers to the enforcement of laws and protection measures for
passengers, employees, and pedestrians within the Metrobus and Metrorail systems. Safety and security
procedures related to construction activities are discussed in Section 3.7.5.
3.7.3.1
Safety
Existing WMATA procedures and adherence to applicable federal, state, and local regulations and
industry standards ensure that safety and security concerns related to a patron’s access to stations and
the use of the Metrobus and Metrorail systems’ facilities including stations, parking areas, trains, and
buses, are adequately addressed.
A.
Stations and Facilities
Metrorail stations and facilities are designed to provide open and unobstructed lines-of-sight. Stations are
well-lit and equipped with call boxes, staffed kiosks, and public-address systems. All facilities are
designed in accordance with ADAAG Guidelines. Escalators are well signed and emergency stop
features are easily accessible. Stairwells and elevators are clearly signed. Station manager kiosks are
located adjacent to the fare collection array. Many stations and parking facilities on the Metrorail system
are monitored by closed-circuit television (CCTV). In addition, WMATA assigns operating and police
personnel to control passenger traffic and monitor the platforms during peak periods at selected stations.
Additional safety features include safety zones under the platform to allow passengers who fall into the
train way to avoid the train, hotlines from central control to police and fire departments, automated smoke
exhaust systems in tunnels, call boxes, passenger information displays on platforms, and cellular phone
service.
B.
Trains
Each Metrorail train car contains safety features designed to maintain a safe passenger and employee
environment. Passenger-activated safety measures include intercoms to the train operator, fire
extinguishers, and emergency exit doors.
Operator-activated safety features include driver operation of doors, two-way radio contact between train
operator to central control, and on-board public address system to passengers.
C.
Buses
WMATA operates a variety of buses in its fleet, including commuter buses, low-floor transit buses, and
articulated buses. Safety features onboard buses include emergency escape windows, manual door
releases, ceiling escape hatches, fire extinguishers, two-way radio communication between operators
and central control, and emergency silent alarms.
D.
Pedestrian/Motorist Safety
The process of station planning and design includes efforts to eliminate or at least minimize potential
pedestrian and motor vehicle conflicts. However, on station sites with severe physical constraints,
primarily situations where pedestrians must cross access roads or bus ways to reach the station or
parking facilities, WMATA relies heavily on roadway and pedestrian signing and well-marked cross walks.
E.
Operational Safety Measures
Operational safety measures employed by WMATA include: staff training in emergency response and
rescue, including what to do in the event a harmful chemical agent is released; many stations are
equipped with bomb containing trash receptacles and the technology to sense the presence of chemicals;
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increased frequency of station patrols by special response teams and police officers; increased public
address announcements to customers and reinforced security and safety procedures; and use of vehicles
furnished with fire-retardant materials, mechanical door releases and auxiliary battery back up to open
train doors in the event of a power outage.
3.7.3.2
Security
Mass transit operations can become an attractive target for terrorist or criminal acts or become a victim of
collateral damage caused by terrorist acts. The result can be confusion, panic and disorganization on the
part of transit patrons, employees and officials as well as the general population. As such, ensuring the
safety and security of resources and people has become an increasingly important goal of WMATA and
the FTA. To assist in accomplishing the goal, the FTA has developed a security initiative to improve
security on transit systems nationwide.
The initiative includes: in-depth security assessments,
development of plans to address deficiencies, testing the plans in realistic situations, training employees
to understand and implement the plan, and undertaking research to enhance human capabilities.
A.
Law Enforcement
WMATA has a law enforcement department with more than 357 sworn police officers. Metro Transit
Police Department (MTPD) officers provide a variety of law enforcement and public safety services on the
Metrobus and Metrorail systems and have arrest powers and jurisdiction for crimes on or against WMATA
facilities throughout the 1,500-square mile Transit Zone that includes Maryland, Virginia, and the District
of Columbia. Crime in the Metrobus and Metrorail systems varies by location, with most crime occurring
in parking lots of the outlying areas of the system. Table 3.7-1 lists numbers of crimes from 1999-2003 by
location on the system. Crimes include arson, assault, larceny, motor vehicle theft, attempted motor
vehicle theft, homicide, and robbery.
Table 3.7-1: Numbers of Crimes
Location

1999

2000

2001

2002

2003

Bus

69

52

76

75

12

Rail

232

333

313

400

38

Parking Lots

666

686

1,123

986

88

B.
Metrorail System and Facilities
In addition to the previously described FTA initiative and WMATA’s existing safety measures and
procedures, WMATA has implemented and/or proposed additional measures aimed at improving the
safety and security on the Metrobus and Metrorail systems before and after the occurrence of any
incident. Such an occurrence may include a terrorist or criminal threat or action against federal, MWAA,
or WMATA facilities, patrons, or employees. These measures include: chemical sensors at underground
Metrorail stations, installation of cameras on additional buses, installation of videotaping capability for the
1,400 security cameras in stations, upgraded public address system at Metrorail stations, the removal of
trash bins from station platforms, the addition of bomb containment trash bins on the mezzanine levels of
stations, use of explosive ordinance detection equipment, the transfer of newspaper vending machines to
locations outside the stations, increased announcements reminding patrons of safety, expanded intrusion
detection system at WMATA facilities, the installation of identification card access at sensitive field
locations, increased surveillance at bus divisions and rail yards, back-up operations control center,
biological sensors pilot program, decontamination pilot program, construction of a mock tunnel for
employee training and drills, and regularly scheduled training drills and exercises designed to simulate
terrorist, criminal, and accidental actions.
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C.
Dulles Airport
Because airport security continues to be a sensitive topic, FAA, Transportation Security Administration
(TSA), and MWAA keep most safety or security procedures or measures not relating directly to passenger
service confidential. MWAA’s security features include all required national security requirements
directed by TSA, such as increased passenger screening and increased vehicle searches and other
measures implemented in association with the Department of Homeland Security’s terror code system.
A variety of Metrorail facilities are expected to be located on Dulles Airport property as part of the
proposed full LPA, including: alignments that are both aerial and underground, two portals for trains to
enter and exit a tunnel, vent and emergency access shafts, traction power substations, and a rail car
service and inspection yard (S&I Yard).
Security during construction of these facilities would be based on MWAA requirements and applicable
security clearances would be required for all personnel involved in the construction of project facilities.
Permanent security would be based on WMATA’s policies at the time operations begin plus any
additional TSA and MWAA requirements. Portals, vent shafts, and emergency access shafts would be
located outside of the airport secure zone and would be equipped with intruder detection systems. The
S&I Yard would be isolated from the airfield operations using standard MWAA fencing equipped with an
intruder detection system. WMATA’s standard security provisions for their other yards and shops will also
be integrated into the S&I Yard at Dulles Airport subject to approval of FAA, TSA and MWAA.
Because multiple police forces would be involved in the security of the Metrorail facilities at Dulles Airport,
mutual aid agreements would be developed to ensure that no gaps, inconsistencies, or conflicts in
security coverage arise. Coordination with FAA, TSA, and MWAA regarding security issues is described
below.
D.
Agency Coordination
In its comments on the Draft EIS, the FAA expressed concerns regarding the Metrorail facilities to be
located on Dulles Airport property and indicated that the TSA would need to review and approve the
project’s plans and procedures. Coordination meetings to discuss the project and related security issues
were held with TSA and MWAA on March 11, 2003 and April 24, 2003. In these meetings, it was agreed
by all parties that many of the security issues for the Metrorail extension and the facilities planned at
Dulles Airport in particular would be worked out in the later phases of the project (e.g., during preliminary
engineering and final design) after the environmental process is complete. The TSA indicated that it has
not yet developed specific policies, criteria, or requirements to address rail transit facilities on airport
property. TSA expressed its interest as a stakeholder in continued involvement related to security
concerns and noted that security measures were constantly changing and improving.
Coordination will continue throughout the remainder of the preliminary engineering and final design
stages of the project to develop and/or update the Master Agreements, Mutual Aid Agreements or
Memoranda of Understanding regarding security for the Metrorail extension with the jurisdictions affected
(e.g., Fairfax County, Town of Herndon, MWAA, and Loudoun County).
3.7.4

LONG-TERM EFFECT S

The long-term effects of the No Build Alternative and the LPA on safety and security are described in the
following sections.
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3.7.4.1
No Build Altern ative
Under the No Build Alternative, there would be no safety and security related effects from the Dulles
Corridor Rapid Transit Project. However, there could be effects from the improvements assumed under
this alternative. Identification of these effects would be the responsibility of the agencies and jurisdictions
responsible for implementing the improvements.
3.7.4.2
Wiehle Avenue Extension
For the Wiehle Avenue Extension, safety and security effects would be similar to those described below
for the proposed LPA east of and including the Wiehle Avenue Station. Safety and security effects at
premium bus facilities would be similar to those described below for the LPA west of the Wiehle Avenue
Station.
If the LPA were not constructed in its entirety by 2025, then safety and security effects west of Wiehle
Avenue would be similar to the No Build Alternative.
3.7.4.3
Full LPA
The full LPA can be expected to experience safety and security concerns similar to the current Metrorail
system. These concerns include; fire, derailment, loss of power, flooding, hazardous materials incidents,
criminal acts, extreme weather, or medical emergencies. Further, there would be a need to account for
additional security issues relating to project work and operations at or near Dulles Airport. The issues
and solution affecting the Metrorail system in proximity to an airport would be similar to those already in
place or being resolved by WMATA for Ronald Reagan Washington National Airport.
A.
Metrorail Stations and Facilities
The safety and security concerns at stations include threats of personal crime, car theft, fire, and
terrorism. New Metrorail stations, including designated parking, Kiss & Ride, and pedestrian areas, would
be constructed with the same or current evolution of safety features as at existing Metrorail stations.
Transit areas would be signed and lighted for directing pedestrians and motorists to appropriate and safe
areas. No additional adverse effects to pedestrians or motorists are anticipated since pedestrian bridges
over existing roadways would be provided at most stations and improvements to crossings would be
provided to intersections adjacent to stations. For the project’s underground line and station at Dulles
Airport, there are no emergency access shafts, exhaust vent shafts or other openings of the project in the
airport airside secure zone. Rather, these have been located outside the security fence in a parking lot of
general aviation or in a DIAAH interchange.
The new Metrorail stations would be underground, aerial, and at ground level. Station heights could
affect emergency response and fire evacuation. The maximum height of the evacuation walkway level of
each of the aerial stations would be approximately 65 feet. The maximum depth of the evacuation
walkway in underground segments would be approximately 57 feet.
The third rail that provides power to the Metrorail cars could pose a serious safety threat. However, no
effects are anticipated along the alignment, as appropriate measures such as fencing and warning signs
would be in place. As with the existing Metrorail system, the risk of passengers falling off station
platforms and coming into contact with the track would be possible. However, as previously noted,
Metrorail stations have a safety zone under the platforms that provides refuge for passengers who fall on
the rail guideway.
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B.
Neighborhoods
No safety or security impacts are anticipated under this alternative.
C.
Traffic Increase
Projected increases in vehicle traffic at and near Metrorail stations are described in detail in Chapter 6 of
this Final EIS.
D.
Trains
In emergency situations, the operation of the LPA along the corridor would follow the existing plans and
procedures found in WMATA’s Standard Operating Plan. This plan provides procedures to prevent
collisions with other Metrorail cars and disruptions in operations along the line or at stations. Typically, if
there is a problem along one track, Metrorail service is maintained by a controlled operation of trains in
both directions (single tracking) on the second track. Passengers would continue to have direct access to
all stations along the line during a single tracking operation.
3.7.5

CONSTRUCTION EFFECT S

This section outlines potential construction safety and security effects resulting from the LPA.
3.7.5.1
No Build Altern ative
Under the No Build Alternative there would be no construction-related safety and security effects from the
Dulles Corridor Rapid Transit Project. However, there could be effects from the improvements assumed
under this alternative. Identification of these effects would be the responsibility of the agencies and
jurisdictions responsible for implementing the improvements.
3.7.5.2
Wiehle Avenue Extension
For the Wiehle Avenue Extension, construction effects would be similar to those described below for the
LPA east of and including the Wiehle Avenue Station. West of the Wiehle Avenue Station, construction of
facilities for Express Bus Service would have minimal construction-related safety and security concerns.
All construction activities associated with the LPA would be in compliance with OSHA standards.
3.7.5.3

Full LPA

Construction activities in the Tysons Corner area, along the DIAAH and Dulles Toll Road, and along the
Dulles Greenway—especially for pedestrian bridges and rail aerial structures—would result in temporary
lane closures, diversion of traffic, and removal of shoulders, potentially affecting traffic safety. However,
the contractor would ensure that the effects are minimized by following applicable state and local codes
as well as industry standards. Traffic safety maintenance measures, such as signage, would be
employed to minimize the effects. In addition, the contractor would coordinate with applicable authorities,
including VDOT, to ensure that affects related to construction on the roadways are minimized.
Other construction-related safety and security concerns include safety of the public and construction
workers in and around the construction areas. The contractor would follow applicable state and local
codes as well as the contractor’s standards such as erecting temporary construction fencing and
providing the public with information regarding the construction activities to minimize potential effects.
Coordination will continue with TSA regarding security procedures for all construction personnel as well
as construction activities at Dulles Airport.
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MITIGAT ION

To mitigate any potential effects upon safety and security, WMATA would update its Safety and Security
Program with elements required by TSA and/or MWAA. Coordination with these agencies will continue
during the project’s design.
During construction, strategies to reduce the safety and security effects associated with construction
activities could be used, including: temporary construction fencing and security staff to protect the public
and the worksite from unauthorized entry of vehicles, people, and animals; and temporary signage to
direct motorists and pedestrians around construction areas.
Mutual aid agreements for emergency response would be developed with Arlington County, Fairfax
County, MWAA, and Loudoun County. These agreements would identify the roles and responsibilities of
each jurisdiction in responding to emergencies, general policing and security, and emergency access. All
emergency response procedures along the DIAAH and at Dulles Airport would be subject to MWAA fire
and life safety standards. Procedures at other locations would be based on the local jurisdiction’s
requirements. No tunnel exits of any kind, including vent shafts, emergency access shafts or any other
kinds of openings will occur within the secure zone of the airport.

3.8

ENVIRONMENTAL JUSTICE

This section presents the environmental justice effects of the proposed Dulles Corridor Rapid Transit
Project.
3.8.1

LEGAL AND REG ULAT ORY CONT EXT

Executive Order 12898, Federal Actions to Address Environmental Justice in Minority Populations and
Low-Income Populations, directs federal agencies to "promote nondiscrimination in federal programs
substantially affecting human health and the environment, and provide minority and low-income
communities access to public information on, and an opportunity for public participation in matters relating
to human health or the environment." It also defines the terms “minority” and “low-income” in the context
of environmental analysis.
The Council on Environmental Quality (CEQ) has oversight responsibility for and has written guidance
regarding the federal government's compliance with Executive Order 12898 and the NEPA process.
Likewise, the U.S. Department of Transportation (U.S. DOT) and the U.S. Environmental Protection
Agency (EPA) have drafted guidelines to provide these agencies with guidance regarding compliance
with environmental justice requirements.
3.8.2

METHODOLOGY

To assess potential environmental justice impacts, EPA guidance recommends that screening first be
performed to determine the location of potentially affected low-income and minority populations, followed
by a determination of whether disproportionate impacts may occur. The sections below document the
process used to identify low-income and minority populations in the Dulles Corridor.
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3.8.2.1
Identifying Minority and Low-Income Populations
The study area defined for the Dulles Corridor Rapid Transit Project environmental justice evaluation
extends 300 feet to either side of the proposed centerline of the LPA, expanded to a one-half mile radius
at proposed station locations. This area was selected based on a review of the anticipated limit of
disturbance of the proposed improvements. Furthermore, this area was checked against the results of
noise, vibration, and air quality analysis to ensure that all potentially affected environmental justice
populations are included in the analysis.
U.S. Census Bureau data were used to identify low-income and minority populations within the study
area. Low-income and racial characteristic data at the census block group level from the Census 2000
were used in the analysis. Census 2000 used new subcategories of minority groups. For the purpose of
this analysis, these groups have been combined to be consistent with the racial groups described in
Executive Order 12898.
Two threshold standards for identifying minority or low-income populations were developed for this project
for areas where 50 percent of the population of a census block group is minority or living below the
poverty level; or areas where the minority or low-income population of a census block group is at least 10
percentage points higher than the comparison population.
It should be noted that this methodology provides a broad assessment of locations where minority
communities could potentially be located. It should not be interpreted that this methodology identifies all
areas that meet the “greater than 10 percent” criteria as minority concentrations in and of themselves.
The “greater than 10 percent” is used as a broad indicator that there is the potential that a minority or lowincome community might be located within a larger census block group. The actual presence is
determined by field investigation and coordination with local jurisdictions. This methodology has been
used for several environmental justice analyses for transportation projects.
3.8.2.2

Identifying Impacts Disproportionately Affecting Minority and Low-Income
Populations
According to U.S. DOT Order 5680.1, a disproportionately high and adverse effect on minority or lowincome populations is one that, "(1) is predominately borne by a minority or a low-income population, or
(2) will be suffered by the minority population or low-income population and is appreciably more severe or
greater in magnitude than the adverse effect that will be suffered by the non-minority population or nonlow income population."
3.8.3

EXISTING CONDITIONS

The following sections identify the minority and low-income populations potentially affected by the project.
3.8.3.1
Minority Populations
Census 2000 block groups with populations that are at least 50 percent minority or are at least 10 percent
higher than the minority population of the county or the study area as a whole are listed in Table 3.8-1.
Six block groups meet at least one of these thresholds. All six block groups and applicable
neighborhoods are located in Fairfax County and are shown in Figure 3.8-1. No U.S. Census block
groups that meet the thresholds for identification as a minority population are located in the Loudoun
County portion of the project corridor. A summary of each block group is provided below.
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Table 3.8-1: Census Blocks That Meet Environmental Justice Thresholds
Amer. Indian/
Alaskan
Native

Black (not
Hispanic
origin)

Asian/
Pacific
Islander

Hispanic

Mixed-Race
Minority

Total Minority

4712 BG3

0.0%

3.1%

24.6%

9.7%

2.6%

40.1%

4809 BG8

0.1%

6.3%

14.9%

27.7%

0.9%

50.0%

4809 BG9

0.2%

9.1%

12.1%

30.7%

2.4%

54.5%

4810 BG1
4811 BG1

0.2%
0.1%

13.6%
12.8%

15.1%
24.4%

24.8%
12.8%

2.6%
3.2%

56.3%
53.3%

4825 BG8

0.2%

10.2%

15.1%

20.5%

3.5%

49.6%

Fairfax County

0.2%

8.4%

13.0%

11.0%

2.8%

35.4%

Study Area

0.2%

6.0%

12.1%

8.9%

2.1%

29.3%

Tract/Block
Group

* P er c e n t a g e s t h a t m e e t m i n o r i t y t hr e s h o l ds a r e i n b o l d .
* * T o ta l Mi n or i t y f i g u r e s m a y n o t e q u a l t h e s u m o f i n d i vi d u a l c a t e g o r i es d u e t o r o u n d i n g .
* * * M i x e d - R a c e Mi n or i t i e s c o ns i s t s o f c o m b i n a t i o n s o f a l l r a c i a l g r o u p s e l i g i bl e f o r e n vi r o nm e n t al j u s t i c e c o n s i d e r a t i o n
e xc l u di n g t h o s e i n t h e ‘W h i t es a n d S o m e O t h e r ’ c a t e g o r y w h i c h d o e s n o t h a ve e l i g i b l e r a c e c o m p o n e n ts .
So u r c e : U . S . C e n s us B u r e a u , G C T - P L : 2 0 0 0 U . S . C e n s us R a c e a n d H i s p a n i c o r L a t i no .

A.
Tract 4712, Block Group 3
This block group is located east of Tysons Corner and is bordered by Dolley Madison Boulevard, I-495,
Magarity Road, and Scott Run (within one-half mile of the Tysons East Station). This block group is
largely comprised of multi-family residential neighborhoods, including the McLean Place townhouses and
the Dolley Madison Apartments at Tysons. This neighborhood meets the minority threshold because the
Asian population is more than 10 percent higher than the Asian population of the county as a whole.
B.
Tract 4809, Block Groups 8, and 9
Block Groups 8 and 9 are located on the north side of the DIAAH and are bordered by Van Buren Street,
Alabama Drive, and Centreville Road. The residential area within a half-mile radius of the proposed
Herndon-Monroe Park and Ride Stop is a portion of the Chandon Woods neighborhood. Chandon
Woods is a residential neighborhood with townhouses and single-family homes. Block Groups 8 and 9
meet the minority thresholds because the Hispanic populations are more than 10 percent higher than the
Hispanic population of the study area and the county, In addition, the total minority population both Block
Groups 8 and 9 also exceeds the 50 percent threshold.
C.
Tract 4810, Block Group 1
This block group on the north side of the DIAAH is bordered by Elden Street, Loudoun County, and the
Town of Herndon. A portion of the Reflection Lake neighborhood is within a one-half-mile radius of the
proposed Herndon-Monroe Park and Ride Stop. Reflection Lake is a neighborhood of townhouses and
single-family homes. This block group meets the minority threshold because the Hispanic population is
more than 10 percent higher than the Hispanic population of the study area and the county, and because
the total minority population is more than 50 percent.
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D.
Tract 4811, Block Group 1
This block group is located on the south side of the DIAAH between Monroe Street and Centreville Road.
A small portion of the block group, containing the Woodland Park townhouse neighborhood (southwest of
the intersection of Monroe Street and Sunrise Valley Road), is located in the study area (approximately
one-half mile from the proposed Herndon-Monroe Park and Ride Stop). This block group meets the
minority threshold because the Asian population is more than 10 percent higher than the Asian population
of the study area as a whole, and because the total minority population is greater than 50 percent.
E.
Tract 4825, Block Group 8
This block group is located south of the DIAAH and is bordered by the Dulles Toll Road, Centreville Road,
Sully Road, and Lee Highway. The residential portion of this block group, which includes the Dulles Town
Center complex, is within a half-mile radius of the proposed Route 28 Station site. This block group
meets the minority threshold because its Hispanic population is more than 10 percent higher than the
Hispanic population of the study area as a whole.
3.8.3.2
Low-Income Populations
None of the Census 2000 block groups that are partially or entirely within the project corridor meets the
threshold for low-income populations.
3.8.4

LONG-TERM EFFECT S

This section includes a discussion of the potential disproportionate impacts to minority and low-income
populations that would result from the project. The analysis of environmental justice impacts of the LPA
consists of a determination of whether environmental impacts identified in other sections of this Final EIS
disproportionately affect minority or low-income populations. If no substantial impacts are predicted to
occur, then there would be no substantial impacts that disproportionately affect minority or low-income
populations. Benefits of the transit improvements to minority or low-income populations are also
identified. The long-term effects of the No Build Alternative, the Wiehle Avenue Extension, and the full
LPA on environmental justice communities are described in the following sections. Table 3.8-2 presents
a summary of these effects.
Table 3.8-2: Effects to Environmental Justice Communities
Locally Preferred Alternative
Environmental
Justice
Communities
(Census Tract,
Block Group)
McLean Place
Townhomes,
Dolley Madison
Apartments at
Tysons (Tract
4712, BG3)

No Build
Alternative
(2025)
No Effect
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Wiehle Avenue
Extension
Opening Year
(2011)

Wiehle Avenue
Extension
(2025)

Full LPA
(2025)

Located within ½ mile
of the proposed Tysons
East Station
Increased access to
transit through Metrorail
Service
No disproportionate
impacts

Located within ½ mile
of the proposed Tysons
East Station
Increased access to
transit through Metrorail
Service
No disproportionate
impacts

Located within ½ mile
of the proposed Tysons
East Station
Increased access to
transit via proposed
Metrorail Service
No disproportionate
impacts
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Locally Preferred Alternative
Environmental
Justice
Communities
(Census Tract,
Block Group)

No Build
Alternative
(2025)

Wiehle Avenue
Extension
Opening Year
(2011)

Wiehle Avenue
Extension
(2025)

Full LPA
(2025)

Chandon Woods
(Tract 4809, BG8)

No Effect

Located within ½ mile
of the Herndon-Monroe
Park and Ride Stop
Increased access to
transit via the proposed
1
Express Bus Service
No disproportionate
impacts

Located within ½ mile
of the Herndon-Monroe
Park and Ride Stop
Increased access to
transit via the proposed
1
Express Bus Service
No disproportionate
impacts

Located within ½ mile
of the Herndon-Monroe
Park and Ride Station
Increased access to
transit via proposed
Metrorail Service
No disproportionate
impacts

Chandon Woods
(Tract 4809, BG9)

No Effect

Located within ½ mile
of the Herndon-Monroe
Park and Ride Stop
Increased access to
transit via the proposed
1
Express Bus Service
No disproportionate
impacts

Located within ½ mile
of the Herndon-Monroe
Park and Ride Stop
Increased access to
transit via the proposed
1
Express Bus Service
No disproportionate
impacts

Located within ½ mile
of the Herndon-Monroe
Park and Ride Station
Increased access to
transit via proposed
Metrorail Service
No disproportionate
impacts

Reflection Lake
(Tract 4810, BG1)

No Effect

Located within ½ mile
of the Herndon-Monroe
Park-and-Ride stop
Increased access to
transit via the proposed
1
Express Bus Service
No disproportionate
impacts

Located within ½ mile
of the Herndon-Monroe
Park-and-Ride stop
Increased access to
transit via the proposed
1
Express Bus Service
No disproportionate
impacts

Located within ½ mile
of the Herndon-Monroe
Park-and-Ride stop
Increased access to
transit via proposed
Metrorail Service
No disproportionate
impacts

Woodland Park
(Tract 4811, BG1)

No Effect

Located within ½ mile
of the Herndon-Monroe
Park-and-Ride stop
Increased access to
transit via the proposed
1
Express Bus Service
No disproportionate
impacts

Located within ½ mile
of the Herndon-Monroe
Park-and-Ride stop
Increased access to
transit via the proposed
1
Express Bus Service
No disproportionate
impacts

Located within ½ mile
of the Herndon-Monroe
Park-and- Ride stop
Increased access to
transit via proposed
Metrorail Service
No disproportionate
impacts

Dulles Town
Center (Tract 4825,
BG8)

No Effect

Access to transit at the
Herndon-Monroe Parkand-Ride Stop via the
proposed Express Bus
1
Service
No disproportionate
impacts

Access to transit at the
Herndon-Monroe Parkand-Ride stop via the
proposed Express Bus
1
Service
No disproportionate
impacts

Located within ½ mile
of the proposed Route
28 Station
Increased access to
transit via proposed
Metrorail Service
No disproportionate
impacts

1 E x pr e s s b us s e r v i c e w o u l d s e r v e a r e a s w es t o f W i e hl e A v e n u e a n d p r o vi d e c o n n e c t i o n s t o M et r o r a i l .

3.8.4.1
No Build Altern ative
Under the No Build Alternative, the six minority block groups would not benefit from increased
accessibility that transit improvements in the corridor would bring. Effects on minority and low-income
populations could result from improvements assumed under the No Build Alternative. However,
identification of these effects would be the responsibility of the agencies and jurisdictions responsible for
implementing the improvements.
3.8.4. 2
Wiehle Avenue Extension
The Wiehle Avenue Extension would provide Metrorail service from the Orange line East Falls Church
Station to Wiehle Avenue and Express Bus Service from Wiehle Avenue to Route 772. Under the Wiehle
Avenue Extension, environmental justice areas west of Wiehle Avenue, including Chandon Woods,
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Woodland Park, Reflection Lake, and Dulles Town Center communities would receive bus service rather
than rail transit service. Therefore, the only environmental justice community that would have direct
access to Metrorail service under the Wiehle Avenue Extension would be the community associated with
the McLean Place Townhomes and Dolley Madison Apartments, which is near the proposed Tysons East
Station. The Chandon Woods, Woodland Park, Reflection Lake, and Dulles Town Center communities
would have access to the proposed Express Bus Service via the Herndon-Monroe Park-and-Ride stop.
Disproportionate impacts would not occur under the Wiehle Avenue Extension.
Some noise, visual, economic, and traffic impacts would occur. However, none of the environmental
justice populations identified would be disproportionately affected. Displacements and relocations would
occur within Tysons Corner under the Wiehle Avenue Extension; however, none of the environmental
justice populations identified would be displaced.
3.8.4.3
Full LPA
The six minority block groups identified would benefit from the increased accessibility that the full LPA
would provide.
Some noise, visual, economic, and traffic impacts would occur as a result of the LPA. However, none of
the environmental justice populations identified would be disproportionately affected. Displacements and
relocations would occur within Tysons Corner under the LPA; however, none of the environmental justice
populations identified would be displaced.
3.8.5

CONSTRUCTION EFFECT S

This section includes a discussion of the potential disproportionate effects to minority and low-income
populations that would result from construction of the LPA.
3.8.5.1
No Build Altern ative
Under the No Build Alternative, there would be no effects from the Dulles Corridor Rapid Transit Project.
However, construction-related impacts (and/or disproportionate effects) to the identified environmental
justice populations could result from the improvements assumed under this alternative. Identification of
these effects would be the responsibility of the agencies and jurisdictions responsible for implementing
the improvements.
3.8.5.2
Wiehle Avenue Extension
Construction activities related to the Wiehle Avenue Extension between the Orange Line and Wiehle
Avenue would not disproportionately affect the one minority community identified within the McLean Place
Townhomes and Dolley Madison Apartments at Tysons Corner. Construction of facilities for Express Bus
Service under the Wiehle Avenue Extension would have limited potential for disproportionate effects.
3.8.5.3
Full LPA
Construction staging areas could result in short-term air quality, noise and visual impacts along the
alignment. These staging areas would be placed to avoid disproportionately affecting any of the six
minority block groups.
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3.8.6

EFF EC TS

MITIGAT ION

No disproportionate impacts to minority or low-income populations are anticipated from either the Wiehle
Avenue Extension or the full LPA. Therefore, no mitigation measures are proposed.
3.8.7

PUBLIC INVOLVEMENT OUT REACH

Executive Order 12898 directs agencies to utilize existing law to ensure that they provide opportunities for
community input in the NEPA process, including input on potential effects and mitigation measures. The
public involvement program is discussed in Chapter 11.
Additional public outreach efforts included the addition of contacts within minority communities to the
project mailing list: presidents of neighborhood associations, resident managers, property management
companies, and neighborhood resource coordinators.
Significant outreach activities included mass distribution of flyers and newsletters throughout the corridor,
speaking engagements, a project kiosk at Tysons Corner Center and a public information center in
Reston, and special outreach at community events. Specific outreach focusing on minority populations
within the corridor was conducted in advance of all public meetings.
Outreach to minority populations would continue throughout the NEPA process and the design and
construction phases of the project. Any press releases advertising public hearings or other public project
meetings were sent to communications outlets directed toward minority communities in the region,
including Asian Fortune, El Tiempo Latino, Impacto (Latino), Iran Times, Pho No (Vietnamese),
Washington Afro-American, Washington Hispanic, Metro Herald (African American), Telemundo TV
(Latino), WHUR FM (African American), and WKYS FM (African American).
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