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Introduction
The Supplemental Environmental Assessment (SEA) 
is narrowly focused on proposed alignment and station 
modifications to one two-mile section of the CCT 
corridor that has been evaluated in detail in the 2002 
DEIS and 2009 AA/EA. In addition, this document 
describes the potential environmental effects of two 
Operations and Maintenance (O&M) sites that remain 
in consideration after extensive examination of five 
O&M sites in the 2009 AA/EA and the supportive 
technical report entitled, Corridor Cities Transitway 
Operations and Maintenance Facilities Alternatives 
Development and Analysis, May 2007. Some aspects 
of the transit alternative components, such as the 
location of electrical substations (for LRT if selected), 
have not been determined. These aspects will be 
developed in detail in later phases of the project, after 
a Locally Preferred Alternative (LPA) is selected. This 
document presents no new information regarding the 
highway alternatives. The latest information on the 
highway project is the 2009 AA/EA, included on a 
CD found in the inside back cover of this document 
and online at www.mta.maryland.gov/cct and www.
i270multimodalstudy.com.

This chapter describes the transit alternatives’ 
development history, physical location, costs and context 
within the overall ongoing Multi-Modal Corridor 
Study. This project’s primary transit alternative (the 
CCT) consists of both an alignment (physical location 
of guideway, stations and other facilities) and a mode 
(the type of transit vehicle that will be traveling on the 
alignment). For the CCT, two modes remain under 
consideration: bus rapid transit (BRT) and light rail 
transit (LRT), both described briefly in this chapter. 
These modes would operate on an exclusive transit 
guideway on a 14 to 16 mile alignment from COMSAT 
near Clarksburg, Maryland to the Shady Grove 
Metrorail station in Rockville, Maryland. 

History of Alternative  
Development
A wide range of alternatives were examined for the 
I-270/US 15 corridor in the two previous studies, 
the 2002 DEIS and the 2009 AA/EA. Together, 
these documents analyzed the transportation and 

environmental performance of a range of multi-modal 
alternatives containing both highway and transit 
improvements. The highway improvements included 
the addition of different combinations of general-
purpose lanes, high-occupancy vehicle (HOV) lanes, 
and Express Toll LanesSM (ETLsSM) on I-270 and 
US 15 in Montgomery and Frederick Counties. The 
transit alternatives included LRT running on the CCT 
corridor, BRT running on the CCT corridor, and 
premium buses running on HOV lanes as proposed 
in certain highway alternatives. A relatively low-cost 
Transportation System Management/Travel Demand 
Management (TSM/TDM) alternative, as well as a 
No-Build alternative were also examined, the latter to 
provide a future baseline case against which the impacts 
and benefits of the alternatives could be compared. 

The specific alternatives analyzed in these documents are 
listed in Table II-1, and are described in greater detail 
in Chapter II of the 2009 AA/EA (pages II-1 to II-15).

The 2009 AA/EA also analyzed a range of alternatives 
as a means of assessing the costs and transportation 
performance of the proposed transit alternatives against 
Federal Transit Administration (FTA) New Starts 
criteria. This analysis is referred to as an Alternatives 
Analysis (AA) and represents the first stage of the FTA 
New Starts process for all proposed transit major capital 
investments that anticipate receiving federal funding. 
Analysis of the transit alternatives used the most current 
regional travel demand model and land use projections 
to derive estimates of transit ridership, new transit riders, 
capital and annual operations and maintenance cost 
estimates, transit user benefits (a measure of travel time 
savings for all transit system users), and cost-effectiveness 
(a ratio of total costs per unit of user benefits). The 
detailed results were reported in Chapter III (pages III-2 
to III-3) of the 2009 AA/EA. 

The alternatives for the AA portion of that document 
include a transit No-Build (no transit improvements 
on the I-270/US 15 corridor paired with highway 
build alternative 6, as shown in Table II-2), a transit 
transportation system management alternative (transit 
baseline alternative expanding the use of the existing 
transportation system to meet the project Purpose and 
Need paired with highway build alternative 6, as shown 
in Table II-2), and BRT and LRT operating on the 
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Corridor Cities Transitway (paired with highway 
build alternative 6 or 7 as shown in Table II-2). 

While still a part of the I-270/US 15 Multi-
Modal Study, this SEA focuses only on the CCT. 
Specifically, this document primarily addresses 
the environmental impacts and transportation 
performance of recently proposed modifications to 
the original CCT Alignment from COMSAT to 
Shady Grove. 

As in the 2009 AA/EA, both BRT and LRT are 
still under consideration as modal choices. The 
designs for each are very similar and therefore design 
assumes the most conservative requirements for 
transitway widths, turning radii and other aspects 
of the alignment. Both modes would operate on 
exclusive guideways with signal priority provided 
at appropriate signalized intersections. Either 
mode would feature modern low floor vehicles, 
high platform stations, advanced fare collection, 
multiple door boarding, and specialized service 
branding. These service features are consistent with 
a high capacity, high quality transit service. Service 

Draft EIS EA 

Alt. 1: No-Build Alternative 

Alt. 2: TSM/TDM Alternative 
Alt. 3A: Master Plan HOV with LRT 
Alt. 3B: Master Plan HOV with BRT 

Alt. 4A: Master Plan GPL with LRT  
Alt. 4B: Master Plan GPL with BRT 
Alt. 5A: Enhanced Master Plan HOV/GPL 

with LRT 
Alt. 5B: Enhanced Master Plan HOV/GPL 

with BRT 

Alt. 5C: Enhanced Master Plan HOV/GPL
      with Premium Bus 

2009 EA

Engineering / Environmental Studies

Alt. 6A: Enhanced Master Plan with 1 ETL 
(instead of HOV) with LRT 

Alt. 6B: Enhanced Master Plan with 1 ETL  
(instead of HOV) with BRT 

Alt. 7A: Enhanced Master Plan with 2 ETLs  
(instead of HOV) with LRT 

Alt. 7B: Enhanced Master Plan with 2 ETLs  
(instead of HOV) with BRT 

2002 DEIS 

Engineering / Environmental Studies

Table II-1: Alternatives Evaluated in 2002 DEIS and 2009 EA

Table II-2:  Alternatives Evaluated in 
the 2009 AA
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2009 AA 

FTA New Starts Alternatives Analysis 

AA

Alt. 6.1 • No-Build Transit
Alt. 6.2 • Transit TSM 

Alt. 6A • LRT with Enhanced Master Plan 
highway alternative with 1 ETL 
(consistent with 2008 CLRP) 

Alt. 6B • BRT with Enhanced Master Plan 
highway alternative with 1 ETL 
(consistent with 2008 CLRP) 

Alt. 7A • LRT with Enhanced Master Plan 
highway alternative with 2 ETLs   

Alt. 7B • BRT with Enhanced Master Plan 
highway alternative with 2 ETLs
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frequencies would be high with timed transfers with 
local bus, express bus and other transit services as feasible 
and appropriate. See Chapter III for more on transit 
operations and performance. 

The Original CCT Alignment (shown in Figure 
II-1) was an alignment defined in the late 1980s and 
included in local area master plans in the early 1990s. 
MTA adopted this alignment and analyzed it in the 
2002 DEIS and it has remained consistent throughout 
the project planning process. Recently, the MTA 
received formal requests from the Montgomery County 
Executive, Montgomery County Council, and the City 
of Gaithersburg to consider modifying the alignment 
and several stations to correspond with and better serve 
planned development in the Gaithersburg area of the 
CCT corridor. 

Each of the alternatives analyzed for the CCT in the 
2009 AA/EA assumed the operation of three new 
premium bus transit routes operating from Frederick 
to Shady Grove operating on local roads and proposed 
managed lanes on I-270 with direct access ramps to park 
and ride lots and major activity centers. These routes 
were conceptualized to provide specialized premium 
transit service for persons coming from Frederick City 
and County with an anticipated destination in the lower 
half of the CCT corridor or at Shady Grove. These 
routes are referred to as FREDSG; FREDMGSG; and 
KMPTMGSG and described as part of Alternative 6.2: 
Transit TSM alternative on Table II-3 of the 2009 
AA/EA and illustrated in Figure II-6 (pages II-14 and 
II-15). These bus services are assumed to be a part of 
any CCT alternative, assuming that a highway preferred 
alternative would be selected that would include 
managed lanes on I-270. This document does not deal 
with these bus routes directly since the focus of this SEA 
is on modifications to the Original CCT Alignment and 
stations. The performance of the premium bus transit 
routes was fully analyzed as part of Alternative 6.2: 
Transit TSM in Chapter III of the 2009 AA/EA.

Lastly, the CCT assumes the future construction of a 
hiker/biker trail, consistent with the recommendations 
in the Montgomery County Countywide Bikeways 
Functional Master Plan, March 2005. All adopted 
modifications to the CCT alignment will include 
consideration of an adjacent hiker/biker trail during the 
design phase, consistent with the designs to date of the 
Original CCT Alignment. 

Overview of the 2009 Alignment 
Alternatives Feasibility Study
Montgomery County and the City of Gaithersburg 
each had processes underway to revise their local master 
plans to include both newly planned developments and 
redevelopments of a density and mix of uses that would 
be well-served by a high capacity transit service, the 
CCT. The County’s proposed Master Plan for the Life 
Sciences Center area, the Great Seneca Science Corridor 
Master Plan, formerly known as the Gaithersburg 
West Master Plan, specifically included a revised CCT 
alignment and phased different stages of land use 
development to different stages of CCT completion 
to ensure adequate transportation capacity to meet the 
demands of these anticipated future land uses. 

Responding to the requests of local officials, MTA 
conducted a feasibility study of alignment modifications 
in three specific areas within a roughly two-mile segment 
of the CCT corridor between I-270 to the east and 
Quince Orchard Drive to the west. They are:

•  An alignment modification to serve new 
development proposed for the Crown Farm 
property, located within the City of Gaithersburg 
along Fields Road and Omega Drive.

•  Two alignment modifications to serve the 
Life Sciences Center, a major expansion of the 
existing Shade Grove Life Sciences Center. 
A portion of the expansion will occur on the 
Belward Farm that is currently approved for 
additional development as the Johns Hopkins 
University Belward Research Campus. The 
portion of the research campus that has been 
constructed includes existing biotechnology 
firms.

•  An alignment modification to shift the Original 
CCT Alignment from one side of Great 
Seneca Highway to the other side to directly 
serve a proposed redevelopment of a large 
shopping center to a mixed-use transit-oriented 
destination. This proposed redevelopment 
is located adjacent to the Kentlands, a New 
Urbanist community.
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TrAnSIT MoDE DEScrIpTIonS

Light Rail Transit (LRT) is a railway that 
operates on exclusive rights-of-way and 
usually boards and discharges passengers at 
floor level. LRT is currently used worldwide 
and since 1980, LRT systems have opened 
in 13 metropolitan areas including Dallas, 
Portland, Salt Lake City, Baltimore, 
Houston, and Minneapolis. Typically, LRT 
vehicles are powered by electricity and use an 
overhead source for their power. LRT cars 
vary in width and length, but articulated cars, 
or several car sections hinged together, are 
most common in North America. The CCT 
would operate LRT vehicles along two sets 
of tracks. Passengers riding feeder bus service 
would transfer to the LRT vehicles at a CCT 
station.

LRT benefits include:

•  A three-car train of articulated cars can 
safely transport more than 400 passengers 

•  Fully automated operation is feasible on an 
exclusive track 

•  Cars are quiet and provide a smooth ride 

•  Externally supplied power allows for 
necessary heating and cooling without 
wasting fuel or loss in performance 

•  Passengers riding feeder bus service could 
transfer at CCT stations 

Bus Rapid Transit (BRT) is a roadway transit option 
that incorporates the conveniences of rail transit 
with the versatility of buses. BRT systems have been 
successfully implemented in Los Angeles, Boston, 
Oregon and many cities abroad. BRT vehicles utilize 
dedicated lanes but can leave the exclusive lanes to serve 
local destinations as needed. The CCT would be built 
as an entirely separate dedicated roadway facility, not as 
additional lanes adjacent to existing travel lanes. This 
separate facility, next to highways or in the median 
of existing streets, could also be used by emergency 
vehicles. BRT vehicles are built with multiple doors for 
entry and exit and can be built to station level making 
it easier for those with disabilities to board. Although 
capacities and schedules differ, riders will typically 
have minimal transfers due to the ability of the BRT to 
service both local and express routes.

BRT benefits include:

•  BRT vehicles can leave the dedicated lanes to serve 
local destinations, minimizing the need for multiple 
transfers

•  Clean emission and low emission vehicles can be used

•  Can provide frequent all-day service carrying more 
people faster than traditional fixed-route bus services 
that operate in mixed traffic

•  Generally have lower capital costs per mile than rail 
systems

•  Can be built in phases, providing options to the 
traveling public immediately, and can be expanded 
cost effectively

•  Some feeder buses could continue along the CCT to 
other destinations while others would terminate at a 
CCT station 

BRT in FranceLRT In Houston



Chapter II

II-5CorrIdor CItIes transItway supplemental envIronmental assessment

Figure II-1:  original ccT Alignment
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Each of these alignment modifications is a short (one-
half mile to 1.5-mile) diversion from the Original CCT 
Alignment. 

The purpose of the feasibility study was to determine 
the costs and benefits of a modified CCT alignment to 
serve one or more of these destinations. Additionally, 
an environmental screening was conducted to identify 
potential environmental “fatal flaws,” as well as areas 
of specific concern that might merit more detailed 
environmental analysis. This technical analysis, entitled 
Corridor Cities Transitway: Analysis of Alignment 
Alternatives Service Crown Farm, Life Sciences Center 
and Kentlands, was published in November 2009 and 
made available for public and agency viewing on the 
I-270/US-15 Multi-Modal Corridor Study website, 
www.i270multimodalstudy.com, as well as on the CCT 
project website, www.mta.maryland.gov/cct. 

The feasibility study showed that the alignment 
modifications and corresponding changes to station 
locations would result in considerable benefits to transit 
ridership and cost-effectiveness in serving the new 
destinations. Modeling also included updated land use 
assumptions, consistent with then current forecasts for 
the area, including changes related to these proposed 
new developments. Ridership increases of up to 40 
percent were projected for LRT and BRT alternatives 
incorporating the modified alignments and new stations. 
Cost-effectiveness also improved, bringing both LRT 
and BRT alternatives well within a comfortable range 
of acceptability according to standards set forth by the 
Federal Transit Administration (FTA). LRT alternatives 
for the first time met the standard for a “Medium” 
rating for cost-effectiveness and BRT alternatives fell 
within the “High” standard. FTA generally looks more 
favorably on projects that receive at least a “Medium” 
rating. These results occurred despite an increase 
in travel time and an increase in capital and annual 
operating costs, which resulted from the alignment 
modifications and new stations. 

After a considerable public review and comment 
process, the Montgomery County Council adopted 
the revised master plan with a revised CCT alignment 
on May 6, 2010. The plan includes a total of 52,500 
jobs and a total build-out of 17.5 million square feet 
of development. The positive results of the feasibility 
study analysis of modified CCT alignments, combined 

with a formal action by local governments to adopt the 
modified CCT alignments into a local master plan, led 
MTA to consider including the modified alignments 
and station locations in a decision of an LPA. The LPA 
is a transit project sponsor’s decision of a preferred 
transit alignment and mode to be taken into subsequent 
stages of planning and design. 

In consultation with the FTA, the MTA Study Team 
determined that a supplemental environmental 
analysis (this document) was needed both to provide a 
comparable level of environmental study of the proposed 
modified alignments to the previously studied CCT 
alignment and to provide the opportunity for public 
involvement on the proposed changes. This document is 
intended to help inform a decision on the LPA. 

Alignment Modifications
The study area for this document is a subset of the 
CCT corridor in the Gaithersburg area. It contains the 
three development areas under consideration for more 
direct service by the CCT alignment and stations. These 
areas, from east to west, are known as Crown Farm, Life 
Sciences Center (LSC), and Kentlands and are shown 
in Figures II-2 through II-5 and listed in Table II-3. 
Each of the destinations and their accompanying CCT 
alignment and station modification are described in the 
pages that follow. 

Alignment S1: Crown Farm
Figure II-3 shows how/where the transitway alignment 
through the Crown Farm deviates from the Original 
CCT Alignment at Omega Drive and Fields Road. 
At Omega Drive the at-grade alignment turns west 
onto the median of Fields Road. From Fields Road, 
the alignment turns south onto the future, northward 
extension of Decoverly Drive with an at-grade station 
at Crown Farm. The alignment continues down the 
median of Decoverly Drive before rejoining the Original 
CCT Alignment at the intersection of Decoverly Drive 
and Diamondback Drive. A new station is proposed that 
would serve the heart of the Crown Farm development, 
as well as existing development north of Fields Road. 
The developer has agreed to provide the right-of-way 
for the transitway and station and a limited amount 
of parking for the site. This new Crown Farm station 
would replace the Washingtonian Station on the 
Original CCT Alignment. 
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Figure II-2: Alternative Alignments
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Figure II-3: Alignment S1 – crown Farm
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Table II-3: proposed Alignment Modifications

DEvElopMEnT/
locATIon

ASSocIATED 
AlIgnMEnT 
MoDIFIcATIonS

DEScrIpTIon

Crown Farm S1 
S1 is an alignment modification to better serve new development proposed for the Crown 
Farm property, located within the City of Gaithersburg along Fields Road and Omega Drive.

Life Sciences Center S2 and S2c

S2 and S2c were developed to better serve the Life Sciences Center, a major expansion of 
the Shady Grove Life Sciences Center. A portion of the expansion will occur on the Belward 
Farm that is currently approved for additional development as the Johns Hopkins University 
Belward Research Campus. The portion of the research campus that has been constructed 
includes existing biotechnology firms.

S2c is a slight variation of S2. S2 turns west from Broschart Road at a point between 
Blackwell Road and Medical Center Drive. S2c turns west on Medical Center Drive. 

Kentlands S3

A proposed alignment modification in this area that would shift the CCT alignment from one 
side of Great Seneca Highway to the other side to directly serve a proposed redevelopment 
of a shopping center to a mixed-use transit-oriented destination located adjacent to the 
Kentlands. 

Alignments S2 and S2c: Life  
Sciences Center
Alignments S2 and S2c divert from the Original CCT 
Alignment at Diamondback Drive and continue 
south along the west side of Diamondback Drive. The 
DANAC station is proposed to be relocated from Great 
Seneca Drive to a location on Diamondback Drive 
with an open cut tunnel crossing of Key West Avenue. 
After Key West Avenue, Diamondback Drive turns into 
Broschart Road. An at-grade station, LSC Central, is 
proposed on the east side of Broschart Road just south 
of Blackwell Road. South of the station, the alignment 
turns west with an at-grade crossing at Broschart Road. 
The alignment continues west into a wooded area 
between the planned extension of Blackwell Road and 
Medical Center Drive, with an aerial crossing over Great 
Seneca Highway. An at-grade station, LSC West, is 
proposed north of Medical Center Drive. The alignment 
immediately turns north past the LSC West station and 
skirts the west side of the existing Montgomery County 
Public Safety Training Academy with a cut and cover 
tunnel under Key West Avenue and into the existing 
Johns Hopkins University Belward Research Campus 
(Belward Farm). The alignment proceeds through 
Belward Farm from Johns Hopkins Drive to Muddy 
Branch Road and proceeds north along the west side of 
Muddy Branch Road before joining Alignment S3, the 
Kentlands Alignment, on the west side of Great Seneca 
Highway.

Two different alignment and station location options 
are under consideration for LSC West. Alignment 
modification S2c is considered to reduce right-of-way 
and property impacts associated with crossing Great 
Seneca Highway by maximizing use of existing roadway 
rights-of-way, although slightly increasing the total 
alignment length. Alignment S2 turns west just south of 
the proposed LSC Central station location on Broschart 
Road whereas Alignment S2c continues south and turns 
west onto the north side of Medical Center Drive with 
an at-grade crossing at Great Seneca Highway. The 
alignment then turns north just east of Darnestown 
Road and rejoins Alignment S2 at the west side of the 
Montgomery County Public Safety Training Academy. 
The LSC West at-grade station would shift to a location 
just north of Medical Center Drive after the alignment 
turns north to skirt the Montgomery County Public 
Safety Training Academy. (See Figure II-4).

The alignment modifications serving the LSC include 
three new stations, LSC Central, LSC West, and LSC 
Belward. The new alignment relocates the DANAC 
station to Diamondback Drive and no longer provides 
for a Decoverly station as shown in earlier studies. 

Alignment S3: Kentlands
The Kentlands alignment modification, Alignment 
S3, diverts from the Original CCT Alignment at the 
intersection of Great Seneca Highway and Muddy 
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Figure II-4: Alignments S2 and S2c – life Sciences center
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Branch Road. The alignment skirts the west side of 
Great Seneca Highway with an at-grade alignment. The 
alignment begins to elevate to an aerial structure south 
of Kentlands Boulevard as the alignment proceeds north 
to the Kentlands Boulevard Commercial District. A 
new station is proposed just south of Main Street. The 
alignment would continue to Quince Orchard Road and 
make an aerial crossing over Great Seneca Highway on 
the south side of the intersection. The alignment would 
continue along the south side of Quince Orchard Road 
where it would rejoin the Original CCT Alignment at 
Twin Lakes Drive (Figure II-5). 

Service to the new Kentlands station would replace 
service at the Quince Orchard Park station on the 
original CCT alignment, which is located adjacent to 
the MedImmune campus just north of Orchard Ridge 
Drive along the east side of Great Seneca Highway. 

Stations and Other Facilities
In addition to the track (for LRT alternatives) or 
exclusive guideway (for BRT alternatives), all transit 
alternatives will require other supporting facilities, 
including stations, an operating and maintenance 
(O&M) facility, and, in the case of LRT, electrical 
substations to provide power to the overhead catenary 
power distribution system. While station locations and 
O & M sites are presented in this and prior documents 
at a conceptual level, the precise locations and design 
details of these facilities would be determined during the 
design phase of an LPA. 

Stations
The most recent station locations for the Original CCT 
Alignment are described in Chapter 2 of the 2009 
AA/EA (pages II-7) and are shown in Figure II-1 of 
this document. The alignment modifications described 
above will create new stations and shift the locations or 
eliminate others as described in Table II-4. 

Operations and Maintenance (O&M) Facility 
Locations
Operations and Maintenance facilities, more commonly 
called bus garages and train yards or shops, are needed 
to clean and maintain rolling stock, store active vehicles 
during non-peak and non-service  hours, store spare 
vehicles and parts, and house administrative, security, 
and other staff needed to run a transit system.

The 2002 DEIS and the 2009 AA/EA examined a 
number of potential O&M facility locations and 
conceptual designs. In 2007, MTA completed 
the Corridor Cities Transitway Operations and 
Maintenance Facilities Alternatives Development and 
Analysis, a technical report which analyzed the costs 
and service benefits associated with five O&M sites 
retained from a set of fifteen presented in Chapter II 
of the 2002 DEIS (pages II-19 to II-23). Based on the 
recommendations found in the O&M technical report, 
five O&M sites were retained and analyzed for their 
environmental impacts and transportation benefits in 
the 2009 AA/EA report. Based on the analysis of service  
and access needs and review of possible environmental 

Table II-4: Stations Associated with Alignment Modifications

AlIgnMEnT 
MoDIFIcATIon

nEw STATIon locATIonS
ASSocIATED chAngES To orIgInAl ccT 
AlIgnMEnT

S1 Crown Farm Station and park-and-ride lot. Replaces Washingtonian Station. 

S2

LSC Central Station, Broschart Road; 
LSC West Station and park-and-ride lot, Public Safety 
Training Academy
LSC Belward Station, Belward Campus. 

DANAC Station relocated from Decoverly Drive to Diamondback 
Drive.

Decoverly Station eliminated

S2c
LSC Central Station, Broschart Road; 
LSC West Station and park-and-ride lot, Medical 
Center Drive, LSC Belward Station, Belward Campus. 

DANAC Station relocated from Decoverly Drive to Diamondback 
Drive.

Decoverly Station eliminated.

S3 Kentlands Square Shopping Center Station Quince Orchard Station eliminated
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Figure II-5: Alignment S3 – Kentlands
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and community effects presented in these documents, 
the potential O&M sites under consideration has 
been narrowed down to two locations. These two 
sites are carried forward from previous studies as the 
most advantageous to transit operations with the least 
environmental and community impacts. 

Each of the proposed sites is suitable for use if BRT 
is selected, only the site in Metropolitan Grove could 
accommodate LRT. Both locations are being analyzed 
in this document to provide additional flexibility as 
the project proceeds towards selection of a preferred 
alternative. The O&M site locations are shown in 
Figure II-1, and Figures II-6 through II-8 show these 
locations in detail.

Observation Drive O&M Facility

This location is in the vicinity of the CCT northern 
terminus near COMSAT, and would be suitable only 
if BRT is chosen for the LPA. Figure II-6 presents a 
preliminary layout for a facility at this site. 

Metropolitan Grove O&M Facility 

This location could be used for either BRT or LRT 
alternatives and is situated adjacent to the proposed 
Metropolitan Grove station on land currently used as 
a police vehicle impound lot. Figure II-7 presents the 
preliminary layout of a BRT facility at this site, and 
Figure II-8 presents the preliminary layout of an LRT 
facility at this site. 
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Figure II-6:  observation Drive BrT operations and Maintenance  
Facility – preliminary layout
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Figure II-7:  Metropolitan grove BrT operations and Maintenance  
Facility – preliminary layout
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Figure II-8:  Metropolitan grove lrT operations and Maintenance  
Facility –  preliminary layout


