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Washington Post 8taff Writer

Ten years after planning
began for stations on the
Washington area’s Metro rapid
transit system, sevious prob-
lems still must be overcome.

The 98-mile system is to be
completed by 1980 and con-.
struction is now proceeding on!
a firm timetable. But station |
planners are still grappling
with the spectre of clogged ac.
cess roads, stations located be-|
yond normal walking dxstancel

from high- density areas, and|
traffic patterns that will force
cars and byses to circle a sta-
tion before entermg it.

Pressure 1is beginning to
mount to correct the defects
as the final design stages are
reached for the stations.
Changes can still be made, but
the high cost of domg so
($2,000 a foot to move a sur-
face line, many times more for
putting lines underground)
will haye to be borne solely by
the local‘ jurisdictions.

Of the'.82 stations in the sys-
tem, about a dozen currently
are viewed by planners as pos-.
ing serious. design problems.
This number changes as fmal\
plans are  adépted for some
stations and new.questions are
raised about others. scheduled\
for later .construction. The,
problems result, say the plan-
ners, from both public and of-i
ficial indifference in the mid-
1960s to the system many felt
would never be built. |

Among the specific prob-

lems:

® At the Suitland station in
Prince George’s County, a sin-
gle, federally owned access
road must handle both auto-
mobile traffic to the massive
Census Bureau complex along
with buses and cars to the sta-
tion.

® At the College Park sta-
tion on Calvert Road, the ac-
cess road crosses the main
line of the Baltimore and Ohijo
Railroad at grade level just
west of the proposed station.
Freight trains will delay pe-
destrians and cars coming
from the west to the single
station entrance on the east
side of the tracks.

® At Alexandria’s King
Street station, there is a
poorly designed intersection
of four major streets. Under
present plans, a car or bus ap-
proaching the station from the
north on Commonwealth Ave-
nue would have to make a
right turn onto King and three
left turns to enter the station.

® At Alexandria’s Madison
Street station, the traffic pat-
tern forces traffic to circle
Parker-Gray Middle School to
reach and leave the station.

See STATIONS, C3, Col. 1
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Metro Encounters
Station Problems
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@ The National Airport sta-

tion dumps suitcase-carrying

passengers beyond easy walk-
ing distance from the main
terminal.

¢ The Franconia and Vi-

enna station sites in Fairfax
County are in the middle of
areas planned for low-density
development and just outside
of areas planned for high-
density commercial and resi-
dential uses.

These design anomalies
exist despite a planning proc-
ess that began in the early
1960s and exhaustive public
hearings on route alignment
and station locations in each
metropolitan area jurisdiction
before the system was adopted
in 1968.

Some major changes were
made by local governments
during this period in both
alignments and station loca-
tions that had been proposed
by the Metro staff and its con-
sultants. But indifference in
the mid-1960s let some obvious
design faults slip through,
planners say.

As the result of a court
order, a second round of hear-
ings is being held on each sta-
tion as it goes into final de-
sign. The latitude for changes
now, however, is narrow.

At this point, one jurisdie-
tion cannot make changes that
would require new station lo-
cations or alignments in other
jurisdictions. Moreover, any
changes made now that add to
the cost of the entire system
must be borne entirely by the
jurisdiction requesting the
new design.

This add-on cost agreement
among Washington Metropcli-
tan Area Transit Authority
members already is having its
impact. The Federal Aviation
Administration, for instance,
would like to put Metro under-
ground at National Airport in
order to place the station en-
trance at the main terminal.

The planned elevated sta-
tion is northwest of the north
terminal and cannot be moved
south because the elevated
line must curve to miss the
terminal building and run-
ways. Stations cannot be lo-
cated on a curve.

The federal government is

the major contributor to the'

$3-billion Metro construction
fund, but the added cost—$30
million—of putting the airport
segment underground would
have to come out of FAA's
own budget.

As described by Metro and
local government planners, the
basic theory of Metro route
alignment and station location
is simple. It called for split-
ting corridors of intensive de-
velopment with rapid transit
routes and placing stations at
locations that would either
feed passengers {rom high-
density residential areas or at-
tract them to high-density
employment centers.

The theory had not changed

since the system was adopted |

tour years ago, but the public
awareness of it has increased.

possible and will be limited to
a half-circle on the east side of
the tracks at King Street.

At both stations, the RF&P
tracks will form a barrier to
the west. At King Street, de.
velopment to the west and
north is further limited by the
existence of a single-family
neighborhood, Rosemont, and
the George Washington Ma-
sonic Memorial.

The Madison site is unusual
lin that it is sandwiched be-
!tween two schools, Parker-
{ Gray on the east side of the
tracks and George Washington
Secondary School on the west.
Development around the sta-
tion would require relocation
of one or both schools.

Access is possible only from
the east and traffic looping
into the station from the west
will have to pass under the
tracks at the narrow Braddock
Road underpass.

This tunnel is often
Fhronged with children walk-
ing betweer a public housing
project and the schools.

Alexandria is in the midst of
design change studies with the
Metro staff. One proposal calls
for shifting the line between!
Monroe Street and Xing|
Street from the railroad east-]
ward to Rte. 1, which courses
through a predominantly
black residential area, and.
putting both the highway and
tracks underground or in an
open cut.

The council has been told,
- however, that this change
icould add from $15 million to
$50 million to the city’s Metro

bill, depending on how much
.of the line is put under-
,ground.

| Alexandria’s problem with
‘access to stations on railroad
right-of-ways and development
around them 1is shared by
other suburbs and the District
of Columbia. Metro planners
concede that the convenience
and economy of following both
railroad and planned freeway
right-of-ways into the suburbs
was purchased at the price of
station design headaches.

Both railroads and freeways
prove formidable barriers in
planning pedestrian and auto-
mobile routes to the stations.

Montgomery and Arlington
counties avoided many of
these problems by placing
major segments of their
iroutes underground along
major but unlimited access ar-
teries like Wilson Boulevard
and Fairfax Drive in Arling-
ton and Wisconsin and Geor-
gia Avenues in Montgomery.

These stations, however, as
well as those located on rail-
road lines or freeways, require
street improvements to pro-
vide adequate access. Planners.
and local government budget
officials point out that the
capital costs of these access
road improvements near sta-
tions must by borne by the
local governments alone al-
i though they are a direct result;
‘of Metro construction.

The opportunity for inten-
sive development around sta.
 tions located in existing trans-

1

| portation corridors in Arling-
, ton and Montgomery are so
great that both jurisdictions;

Objections have come from have tried to dampen some

officials and community proposals for fear of creating
groups who feel the theory |¢q6 much congestion.

was poorly applied
areas.

in their;

“We can't afford to let every
station become an intensive

The Alexandria City Council, development center,” said Wil-

has been the loudest objector.|liam H. Hussman Jr. Mont.
It has threatened to back out | gomery’s deputy administrator
of Metro if changes are not and a member of the Washing-
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Map shows some of the Metro stations that pose design problems.

stations are located at planned
or existing intensive develop-
ment centers. Prince George's
Plaza is an exception, but
here pedestrians will have to
cross Bellcrest Road and East-
West Highway after leaving
the station to reach the plaza.

The New Carrollton station
in Prince George's could de-
velop into a major center,
planners feel, if the Metro-
liner stop there is combined
with the Metro station and 100
acres of state-owned land is
developed commercially.
Access to the area, however,
is complicated by the Penn
Central Railroad tracks, limit-
ed-access John Hanscen High-
way and a dispute between
Prince George's County and
the town of New Carrollton
over improvement and mainte-
nance of 85th Road between
the station area and Annapolis
Road.

Proposals for new develop-
ment and access improve-
ments around stations got off
to a slow start in Washington
partly because of the diffi-
culty of assembling large
tracts and partly because no
city agency was working on
station designs until last year.

Finally, a transit develop-

John Fondersmith. was
formed to develop station pro-
posals for the city’s WMATA
representatives. The team'’s
work h as resulted in access
improvement to far Northeast
stations and provisions {for
petter pedestrian access to
possible future developments
around stations in commercial
areas. .

As an example of the latter,
Fondersmith presuaded Metro

zanine break in the escalator
to the surface from the Me-
Pherson Square station. The
mezzanine can then provide
underground access to future
redevelopment on both sides
of 14th Street.

have
that opens onto a public side-
walk, but commercial develop-
ments, such as department

meet WMATA specifications.
Use of these entrances may
not be restricted.

Early in its existence, the
WMATA board of directors

ager and real estate director

ment team, headed by plannerf

planners to incorporate a mez-

Every Metro station will
at least one entrance

stores, may gain direct access
to stations by paying for con-
struction of entrances that

delegated to its general man-

veloper Hubert Hoffman re-
tain air rights above the Ei-
senhower Avenue station in
Alexandria in exchange for
Hoffman’s donation of the sta
tion site.

In these instances, the board
can consider the financial as-
pects of the agreement on de-
ciding whether to approve the
deal. Final identification of
property to be bought and
price paid, however, is left to
the staff.

Some of the private propos-
als complicate final station de-
sign immensely. An example
is the Friendship Heights sta-
tion on Wisconsin Avenue at
the D.C.-Montgomery line.

Commercial links to the sta-
tion are being sought by land-
owners on three corners of

Y]

the Western and Wisconsin
Avenue intersection. The
Washington Suburban Transit
Commission finally adopted a
station design that was flexi-
ble enough to adjust to sev-
eral plans for development of
the area that must be ap-
proved by both D.C. and Mont-
gomery officials.

The flexible plan was
adopted before all the devel-
opment and access questions
were resolved to avoid delay-
ing Metro's design and con-
struetion timetable. ‘

The expectation is that’
every suburban jurisdiction
will find itself struggling with
final station designs in the
face of construction timetables
as Metro’s radial routes reach
out from the District.

made in Metro’s route within'ton Suburban Transit Commis.-!
the city and, in fact, has not sion. | .
made the Jan. 1 installment on  Arlington planners have al-l tracdtsdfo;' thet ‘;u{;cﬁ?sit?éfl-ivr:;
its $30.6-million share. readyv recommended a cutbacy;,“e‘fj et ti%l;qs r’I?‘ne tk%eorv was

The Alexandria segment of ©f previously planned densi. talni fha tically appointed
the Huntington line follows ties in the Jefferson Davis b!a d € pobl Z Y};ou\%p A
the east side of the Richmond, Highway corridor served by ! olar dmft-:m e risv te interes!
Fredericksburg and Potomac Metro stops at Pentagon Cm’isu ated romMptr al d deals.
Railroad tracks. Although an and Crystal City. pressures ond ? o an doe}
earlier City Council approved _ " Fairfax, Metro routess) The hoard, mwevelt', deal:
this route 'the present lZiounci]'l ,miss all nine of the planneq Pass on special property dea’s

> e Bles ' regional centers in the county, with private interests thal
believes it inhibits develop-; y¢ planners hope to see the| might affect the functioning

ment around two of the city's Franconia station, in the heartiof the transit system. Exam-
four stations. " of a low-density area, shiftecl|ples are the approved station

Some councilmen feel that to the Snringfield regional| entrance connecting to Wood-
development around the Madi- center on Rte. 95. | ward and Lothrop’s downtown
son Street station will be im-' Few of the Prince George's store and a proposal to let de-

the authority to make con-

Reproduced with permission of the copyright owner. Further reprodijction prohilj-if(;-(j--\/vithout permission.



