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PREFACE

PREFACE

INTRODUCTION

In 1994, the Virginia General Assembly passed
House Joint Resolution (HJR) 256, directing the Virginia
Department of Transportation (VDOT) to study the
Route I corridor in Fairfax and Prince William Counties.
This resolution was in response to concerns that a
complete and comprehensive study of the Route I
corridor is required to address growing travel demand
and to ensure coordinated revitalization efforts in the
corridor.

Technical Committee included staff from VDOT,
Virginia Department of Rail and Public Transportation
(VDRPT), Prince William County, and Fairfax County.
Two citizen representatives from each county also served
on the Technical Committee. Staff from the Virginia
Railway Express (VRE), Potomac and Rappahannock
Transportation Commission (PRTC), Washington
Metropolitan Area Transportation Authority (WMATA),
Fairfax Connector, Southeast Fairfax Development
Corporation (SFDC), Fort Belvoir. and Quantico also
provided input to the study through the Technical
Committee.

In 1996, Continuing Resolution HJR 21 was passed
requesting VDOT to continue its study of the Route 1
corridor in Fairfax and Prince William Counties. HJR 21
requires an interim report to the Governor and 1997
session of the General Assembly and a final report for the
1998 session.

STUDY GROUP MEMBERSHIP

A study team led by TransCore (formerly JHK &
Associates), a transportation engineering and planning
firm, was under contract to VDOT to lead the technical
efforts. Other members of the consultant team included
Dewberry and Davis. A. Morton Thomas & Associates,
Hunter Interests, Lardner-Klein Landscape Architects,
and Mary Means & Associates.

A Steering Committee comprised primarily of State
senators, delegates, and county supervisors whose
districts are located within the corridor provided policy
direction for the study. Representatives from Fort
Belvoir and the Town of Dumfries were also on the
Steering Committee. The members of the Steering
Committee are listed in the table below.

STAFF ASSIGNED
The Project Manager for VDOT was Joe Langley of

the Northern District Transportation Planning Section.
Larry Mi lIer of TransCore was the Project Engineer for
the consultant team.

ACKNOWLEDGMENT

VDOT's Northern Virginia District Transportation
Planning Section managed the technical study in
coordination with a Technical Committee. The

This Final Report was prepared in cooperation with
the Virginia Department of Transportation.
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Prince William County Board of Supervisors
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Prince William County Board of Supervisors
Member, Virginia State Senate
Chair, Fairfax County Board of Supervisors
Fairfax County Board of Supervisors
Fairfax County Board of Supervisors
Member, Virginia House of Delegate
Member, Virginia House of Delegate
Member, Virginia House of Delegate
Chair, Prince WilHam County Board of Supervisors

David 8. Albo
Hilda Barg
Samuel Bauckman
Col. Michael Leeper'
Maureen Caddlgan
Joseph V. Gartlan, Jr.
Katherine Hanley
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Dana Kauffman
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Succeeded Col. Thomas M. Brady due to change in command.
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EXECUTIVE SUMMARY

PURPOSE

This report presents the findings and
recommendations of the Route I Corridor Study. It is
intended to help the Virginia Department of
Transportation (VDOT), Fairfax County and Prince
William County guide project development and
implementation efforts in the corridor. The purpose of
the study was to identify current and future
transportation needs through the year 2020. The study
was also to develop a reasonable program of solutions
to meet those needs while accommodating county
specific economic development goals.

BACKGROUND

In 1994, the Virginia General Assembly passed
House Joint Resolution Number 256 directing VDOT
to perform a complete and comprehensive study of the
Route I corridor. The resolution was in response to
concerns about growing travel demand in the corridor
and a perceived need to ensure coordinated
revitalization efforts in the two counties. The 27-mile
study corridor extends from the Prince
William/Stafford County Line in the south to the
Fairfax County/Alexandria City Line near the Capital
Beltway (I-951I-495) in the north.

A cooperative study effort was managed by the
VDOT Northern Virginia District Office
Transportation Planning staff in coordination with
elected representatives and staff from state, county, and
local agencies. A Steering Committee comprised of
State senators, delegates, and county supervisors
provided policy direction for the study. Citizens
directly participated in the study as members of the
Technical Committee and via a Citizen-, Advisory
Committee.

The study emphasized public involvement and
L'OI1SenSLlS building. These were part of each of the
11l'1Jor project milestones. The project structure
provided the general public and interested parties
multiple opportunities (0 interact with members of the
study learn and make their views known prior to major
decision points.

vii

EXISTING PROBLEMS AND FUTURE

CHALLENGES

The Route 1 corridor has many positive qualities:
proximity to the Potomac and Occoquan Rivers, varied
shopping opportunities, unique recreation areas, and
attractive historic sites. However, the study team's
assessment of existing and future transportation
conditions in the corridor revealed a number of issues.
Transportation system improvements are needed to
address existing capacity and safety problems, meet
increasing demand for travel, and help revitalize
portions of the corridor. This assessment was based on
field reconnaissance, technical analyses, and input
from members of the study's Steering, Citizens
Advisory, and Technical Committees, state and local
transportation officials, business owners, and residents
of the corridor.

Today's Route 1

The Route I corridor serves large volumes of
travelers each day. However, the 27-mile corridor has
a significant number of problems due to the manner in
which the corridor has evolved over the past decades.
Other than the six-lane, divided segment in the
northernmost 4.5 miles, the roadway is basically a
four-lane undivided facility, often without left tum
bays. The roadway has received only spot intersection
and bridge improvements, with piecemeal frontage
improvements over the last 30 to 40 years.

Generally, Route 1 adequately accommodates
existing travel demand, but the experience in many
sections is uncomfortable for both motorists and
pedestrians. For a signalized arterial, travel speeds are
generally reasonable but there are several major traffic
bottlenecks and significant potential safety hazards.
Route I within the study corridor has a higher average
accident rate than other similar highways in Virginia.
A total of I Xsites are "high accident" locations. On
average, over three accidents per day occur on Route I
in the study corridor.

Transit serves the areas of greatest need. but transit
riders must endure poor bus stop conditions.
Pedestrians face numerous challenges due to lack of
continuous and/or adequate sidewalks. The chaotic
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appearance of many sections of Route 1 and abutting
properties creates a negative image of the corridor.

These conditions adversely affect not only
travelers but also the local communities that Route 1
serves. These problems limit community pride and
restrain economic development in portions of the
corridor. In general, Route 1 has a negative image in
the development community.

Tomorrow's Route 1

Significant growth is expected in the number of
people who live and work in the corridor. The Route I
Corridor in Fairfax and Prince William Counties is
now home to 157,000 people and 68,000 jobs. By
2020, the corridor will have over 240,000 residents and
115,000 jobs. Other nearby areas are also expected to
grow. This growth in people and jobs will increase
traffic by 10 to 60 percent in Fairfax County and by 45
to more than 100 percent in Prince William County.

This growth will contribute to more traffic
congestion unless improvements beyond those
currently funded are made. The graphic below shows
that Route 1 will have more hours of congestion per
day in 2020 than in 1995. In this analysis, "hours of
congestion" is defined as the number of hours per day
that traffic demand exceeds the roadway capacity.

Without transportation improvements beyond those
currently funded. Route I is projected to have 4 to 12
hours of congestion per day in 2020, depending upon
the location in the corridor.

Actions Needed

To improve mobility and accessibility in the
corridor, improvements are needed to all aspects of the
Route I transportation system. The roadway and
intersections must be widened and made more
efficient. Bus and train service needs to be improved
and complemented with improved pedestrian and
bicycle facilities. Methods to encourage more
ridesharing will also be required.

The study team realizes that the dual role of Route
I will continue into the future while accommodating
expected growth in the corridor. These roles are:

1) To provide access to the residences, businesses,
and other development in the corridor.

2) To provide for travel between Route 1 and origins
and destinations outside of the corridor.

Any program of improvements must address the
transportation needs. help to improve the sense of
community, and enhance economic development
opportunities within the corridor.

Hours 01 Congestion Per Day on Route 1
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CONCEPTS EvALUATED

The study team used the following four goals to
develop an appropriate range of concepts to meet the
future (2020) travel demand needs in the corridor:

•

•
•
•

Provide a safe and efficient transportation system
with an appropriate balance between the needs of
the residents, businesses, and other users of the
corridor.
Respect environmental and cultural resources
Enhance economic vitality
Be cost effective

EXECUTIVE SUMMARY

• Concept A. Includes major transit service
improvements. Roadway improvements are limited to
adding left turns throughout the corridor with painted
medians. No additional through lanes are constructed.

• Concepts B, C, and D. Include moderate to minor
transit service improvements. Each concept adds one
through lane in each direction and left tum lanes
throughout the corridor. Some locations have painted
medians in Concept B. Concepts C, C] , and D have
raised medians. Concept C I represents a variation on
Concept C in that no additional lanes are added to the
existing 6-lane roadway in the northern 4.5 miles of the
corridor.

The study team developed four alternative
Concepts to be compared to the Baseline scenario:
Concept A, B, C, and D. A variation on Concept C,
Concept C 1, was added based on community input.
These concepts represent a logical range of potential
solutions and are summarized as follows:

• Baseline. Assumes regional transportation
improvements consistent with Metropolitan
Washington Council of Government's (MWCOG)
2020 Constrained Long-Range Plan. On Route I,
however, only currently funded improvements are
assumed.

Each Concept was customized for the
characteristics and issues in each segment of the
corridor. For example, in Segment VII, Woodlawn to
Alexandria, the concepts (except C-I) include special
lanes for transit and high occupancy vehicles since
there is considerable transit usage in this area.

The study team evaluated the concepts to
understand the benefits and impacts of each option.
The evaluation addressed the impacts on travel in the
corridor, environmental/historic resources, economic
vitality, and quality of life. Costs associated with each
concept were also estimated. From this evaluation and
input from the community, the study team developed
the Plan summarized on the following pages.

, , I
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RECOMMENDATIONS

The Plan is a package of improvements that is a
combination of the best parts of each of the concepts
considered. The Plan balances conflicting objectives to
provide an overall positi ve impact on the corridor.

The purpose of the Plan is to guide transportation
improvements through the year 2020 in a corridor
where more than just transportation system
improvements are needed. Clearly, improvement of
many segments of Route ] presents challenges beyond
moving people and goods. Improvements to the
transportation system are one important element of
making Route I a better place. The Plan provides the
long-range vision of the transportation system within
which projects are developed and implemented.

VDOT and the Counties must work closely
together throughout the development and
implementation of projects to achieve all that is desired
and possible for Route I. Transportation
improvements provide substantial opportunities for the
Counties to leverage other initiatives in the corridor.

Overview

The following list and adjacent map summarizes
the Plan. Recommendations are then described in
more detail for roadway design features. transit and
ridesharing, land use and urban design, and economic
actions.

The key features of the Plan are consistent with
both Counties' Comprehensive Plans and include:

• A six-lane boulevard with streetscaping throughout
the corridor, except:

An eight-lane boulevard including two lanes
for high occupancy vehicles (HOY) is
recommended for the 4.5 miles between Route
235 North/Buckman Road and the Beltway.
Prior to final design, a detailed analysis should
be conducted to confirm that operating the two
additional lanes as HOY lanes is the most
effective strategy.

• Raised median for landscaping and left turns (16
feet wide typically) with minimum spacing
between median breaks of 700 to 1000 feet.

• Quality inter-parcel access and public access
easements, through integrated site plans. between
properties are preferred rather than service roads.

• Continuous sidewalks/trail along Route I that
connect with businesses, neighborhoods, and
transit stops.

• Accommodation for on-street bicycle usage.

• Improved roadway lighting and signing.

• "Smart Traver' systems including coordinated
traffic signals. variable message signs on Route I,
real time traveler information displays at transit
centers. and standard transit fare media for the
region.

• Enhanced local and express bus service oriented to
existing and new transit centers with coordinated
schedules.

• Feeder bus service to commuter rail stations.

• Transit Route maps and timetables at alI bus stops.

• Shelters, benches, and electronic displays at more
heavily used bus stops.

Tile Recommended Plan. includes all additional througli tanc if! each direction, lundscaped medians. WId pedestrian/bikefacilities
throughout the corridor to improve safctv {Inc! appeurance.

x
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Route 1 Corridor Transportation Plan Overview

WOODLAWN TO ALEXANDRIA

~r····'''~
P "A'
;~LE

. HAVEN

ALEXANOfilA

WOODBRIDGE

TRIANGLE/DUMFRIES

QUANTICO

o CHERRY HILUNEABSCO

Fairfax
County

-
c,

FORT BELVOIR

LORTON

Prince ""''''*'80 ...

William County

LEGEND

I'alh (\0 teet wide)

--- Sidewalk

Planned Roadway

New or lrnproved Interchange

l:~'l Existing P;lrk-and-Rlde LOI

iii New or Improved Park-and-Ride Lot

'W EXIsting Transit Center

New Transit Center

VRE Commuter Rail Station

!!l Metrorail StalillnmTotal Through Lanes on Route I

XI



Route 1 Corridor Study
Fairfax and Prince william Counties

Roadway Design Features

The roadway improvements are designed to
improve traffic operations, safety, and the appearance
of the corridor. The improvements include an
additional through lane in each direction. provisions for
streetscape elements, pedestrian and bicycle
accommodations, transit amenities. and utility
relocation/burial.

As shown on the previous page, the basic roadway
cross section is an urban, or closed, section with curb
and gutter and a raised median with a curb. The cross
section includes vehicle lanes nominally 12 feet in
width, where feasible. with appropriate offsets to curbs.
The outside lanes of Route I should be oversized to
accommodate on-street bicycle travel.

A continuous path. 10 feet wide, is included
throughout the corridor along the west side of Route I
Sidewalks are included on th'-e east side in all segment~
except through the Quantico and Fort Belvoir
segments.

The standard median width is 16 feet. This width
accommodates left tum lanes and provides adequate
space for landscaping in median sections without left
turn lanes. Wider medians are appropriate in special
areas (refer to the Land Use and Urban Design section)
or in locations with "back-to-hack' left turn lanes. The
additional width (typically four feet) provides space for
landscaping adjacent to left tum lanes and additional
space for pedestrian refuge.

Median break spacing is maintained at a minimum
'. of 700 to 1000 feet, depending upon design speed.

Reductions in this spacing should be discouraged to
smooth traffic flow, reduce traffic conflicts, and
improve appearance.

The right-of-way width for the basic roadway
section is approximately 125 feet for the six-lane
section and 150 feet for the eight-lane section.
Additional right-of-way will be required at selected
intersections. driveways, and other locations as
warranted by capacity and safety considerations for the
following seven items:

• Right-tum lanes
• Multiple left tum lanes
• Bus pull-outs

xu

• Wider medians for additional pedestrian refuge
and special landscaping treatments

• Interchanges
• Service roads where adequate interparcel access

cannot be provided
• Traffic signal supports and cabinets.

Service roads, while providing beneficial,
controlled public access away from the mainline lanes.
are not a preferred element of this Plan. This is due to
concerns for additional property impacts associated
with their width and traffic operational problems which
can occur at intersections. Integrated site plans that
provide quality interparcel access and public access
easements are, in general. preferred over service roads.
However. by not providing quality interparcel access.
property owners may be required to provide service
roads.

The increasing demand for travel in the corridor
will likely require the reconstruction or construction of
grade separated interchanges at eight locations along
Route I:

• Russell Road - reconstruction
• Route 234 (Dumfries Road/Potomac Parkway)
• Route 123 (Gordon Boulevard)

• Telegraph Road
• Fairfax County Parkway

• Woodlawn Road
• South/North Kings Highway
• Huntington Avenue/Fort Hunt Road.

Transit and Ridesharing

The Plan includes enhanced local and express bus
service that is oriented to existing and new transit
centers. These services have coordinated schedules to
minimize waiting times during transfers. The transit
centers provide connections to buses in the Route I
corridor as well as cross-county bus routes. Transit
services in the corridor should be "seamless"~
coordinated schedules and fare media among different
operators.

The Plan provides new fixed-route bus service
between Woodbridge and Hybla Valley to eliminate
the existing gap in bus service along Route I. In the
short-term this will require cooperation between
Fairfax County and the PRTC. Other locations for
new fixed route bus service include Lorton to

Huntington and Cherry Hill to Woodbridge.



Bus stops in the corridor require improvements.
JI bus stops should have route maps and timetables,

connecting sidewalks, and handicapped access. The
more heavily used stops should have shelters, benches,
and eventually, electronic displays with real-time route
specific information.

VRE commuter rail service is also improved in the
Plan including service, station, and track
improvements. In addition, the Plan provides access
improvements to the Rippon and new Cherry Hill
stations.

Ridesharing is further facilitated in the Plan
through expanded/new park-and-ride Jots and the HOV
lanes in Segment VII. The lots in Triangle and
Dumfries help to accommodate the growth expected In
the Cherry Hill area.

Land Use and Urban Design

For those sections of the corridor with
development adjacent to the roadway, two guidelines
are recommended.

I Emphasize nodes of activity.
Locate buildings close to the street

These guidelines maximize the effectiveness of
walking and transit as alternative means of travel in the
corridor.

The unique characteristics and needs of these
portions of the Route) corridor will require special
considerations by the Counties. Special incentives and
zoning changes are needed to realize the full potential.

The streetscape design intent for the corridor is to
provide an underlying continuity of elements, colors,
materials, and textures that are enhanced and
accentuated within designated special areas.

The special areas - such as development nodes,
historic sites. entries. and areas with significant
pedestrian activity - should take on their own character
and identity that is compatible within the overall design
vocabulary found in the corridor. Special areas may be
enhanced with additional planting, sidewalks,
pedestrian-scaled light fixtures, bus shelters, benches.
and trash cans. Additional colors may be used to

J,Iight the special areas.

The Plan includes a raised median (with a curb)
planted with trees, shrubs, and groundcovers. Street

Xlii
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trees and pedestrian paths, sidewalks, and crosswalks
are found throughout the entire corridor. Pedestrian
scaled lighting is located in special areas and the entire
corridor is illuminated with road-scaled light fixtures.

Utility lines should be relocated or placed
underground in priority areas so as to improve visual
aesthetics and eliminate conflicts with the proposed
landscape and sidewalk/path improvements. Signs are
organized to present a consistent appearance that
relieves visual clutter. Traffic signal mast arms are
VDOT standard types, painted black.

Economic Actions

Road and transit improvements are just one
element of a comprehensive revitalization plan for
Route 1. The following represent the key issues and
programs recommended to maximize the opportunity
provided by the proposed transportation improvements
to improve Route I's economic conditions.

• The unique circumstances of Route I require
changes to local zoning ordinances and special
incentives.
- The changes could include establishing special

zoning districts for revitalization areas and
creating mixed use lanes. Incentives could
include expanded tax abatement programs and
expedited approval process for projects
consistent with revitalization plans.

- Businesses that are displaced by transportation
improvements should be provided the
opportunity to relocate to the envisioned higher
quality nodal developments.

• A strong local public redevelopment effort will
need to be implemented.
- An entity should be created or empowered that

can acquire and assemble marginal real estate
to create development site opportunities, where
possible.

- At a minimum, significant public-private
partnership efforts should be undertaken.

• The image of Route I needs to be improved.
- Significant landscape improvement should

accompany road improvements.
- Blight should be reduced and development

patterns shifted from strip commercial to mixed
use development. The development pattern
will shift substantially only if a strong
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redevelopment agency exists which can
package the available real estate.

• Establish a mechanism for maintenance of
streetscaping, and landscaping elements.

VDOT recognizes the need for enhancements
to the roadway, but it is not the default
provider/maintainer.
The Counties, VDOT, and property owners
need to identify a stable funding source and the
party(s) responsible for maintenance.
Possible solutions for maintenance include
combinations of: "Adopt a highway" programs,
Park Authority staff and equipment used for
maintenance, and contracted maintenance.

NEXT STEPS

The long-range plan described in the previous
sections will not be implemented all at once.
Improvements will be made gradually over the next
two decades, if not longer. This retlects fiscal realities
and the fact that some problems will not emerge until
the future. The Plan includes a prioritized program of
improvements. This program categorizes projects into
short. medium. and long-term priorities. The full
program is described in Chapter 6. The following
provides a description of the highest priority activities.
the short-term projects.

Centerline Refinement Study

The next step toward implementing improvements
is for VDOT to conduct a study to refine the roadway
design centerline. This will reduce the uncertainty for
landowners along Route I. For purposes of this
planning study. the proposed centerline was assumed to

be the same as the existing centerline. The new study
should identify centerline adjustments that can reduce
right-of-way impacts and facilitate redevelopment.

The centerline study will be a cooperative effort
led by VDOT and include an active public involvement
program. The County Boards of Supervisors, local
landowners, those interested in and responsible for
revitalization, and others will need to be involved
throughout the study to develop consensus. The
refined centerline could then be used as a basis for
interim widening and final design of sections of Route
1. The Counties and/or redevelopment entities may
need to conduct supplemental studies to identify
redevelopment opportunity locations in revitalization
areas.

Short-term Projects

. "'T"~ .~",.",- ..High priority roadway and transit projects that
should be completed in the short-term are I isted in the
tables to the right. The roadway projects arc listed in
geographical order with costs for design. construction,
and right-of-way. The transit projects show the
estimated capital costs of the projects.

TOTAL COST

The total cost for the improvement program
described in this Plan is approximately $610 million.
Of this total, $330 million is for roadway and right-of
way, $240 million is for interchanges. and over $4()
million is for transit.

These costs are order of magnitude and include
administration, construction, and right-of-way costs.
They do not include costs for landscaping, placement
of utilities underground, or payment of damages
beyond land values. Funding source and/or responsible
agency is not listed or implied.
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SHORT-TERM ROADWAY PROJECTS

EXECUTIVE SUMMARY

Currently
Segment Proiect Cost Funded

All Segments Centerline refinement study $2.5 M $O.OM
Quantico Reconstruct Russell Road interchange (federally owned bridge $5.0 M $0.0 M

and ramps)
Triangle/Dumfries Relocate southbound Route 1 to Fraley Boulevard and widen to $25.0 M $0.0 M

6-lanes divided (Route 619, Jooiin Road, to Route 234)
Triangle/Dumfries Construct Route 234 interchanae $25.0 M $5.6M
Neabsco Replace bridge over Neabsco Creek and widen to 6·lanes $6.5 M $6.5 M

divided (Cardinal Drive to Neabsco Mills Road)
Woodbridge Widen to 6-lanes divided (Opitz Boulevard to Route 253, $20.0 M $O.OM

Occoquan Road)
Woodbridge Construct interchange at Route 1/Route 123 intersection and $40.0 M $1.0M

widen Route 1 to 6-lanes (Route 253, Occoquan Road, to
Occoquan Rivei')

Lorton Replace/widen CSX railroad bridge over Route 1 at 1-95 $5.0 M $0.0 M
interchanqe (CSX owns brtdoe)

Lorton Improve intersections and widen Route 1 to 6-lanes divided with $10.0 M $9.1 M
auxiliary lanes for turns (Lorton Road to Telegraph Road)

Woodlawn/Hybla Widen to 6-lanes divided (Route 235 South/Old Mill Road to $40.0 M $0.0 M
Valley Route 235 North/Buckman Road North)
All Segments Intersection/spot improvements (See Chapter 6) $17.7 M $0.0 M
All Segments Roadside improvements (See Chapter 6) $16.5 M $0.0 M

Subtotal - Short-term projects $213.2 M $22.2M

SHORT-TERM TRANSIT PROJECTS
Currently

Segment Project Cost Funded
Trianqle Construct new/expanded park-and-ride lot $1.5 M $0.0 M
Woodbridge Construct transit center $1.2 M $0.0 M
Woodbridge/ Implement fixed-route bus service $1.0 M $O.OM
Hybla Valley
Lorton Relocation of Lorton park-and-ride lot $0.4 M $O.OM
Lorton Implement feeder bus service to Lorton VRE $0.6 M $0.0 M
Lorton/Huntington Implement/expand fixed route bus service $1.5 M $O.OM
All segments Improve bus stops $0.2 M $0.0 M
All segments VRE track & sional improvements and service increases $9.0 M $9.0M
All segments Implement VRE bi-Ievel cars $10.5 M $10.5 M

Subtotal - Short-term projects $25.9 M $19.5 M
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CHAPTERl.

PURPOSE AND ORGANIZATION OF THE

REPORT

This report presents the findings and
recommendations of the Route 1 Corridor Study. It is
intended to help the Virginia Department of
Transportation (VDOT), Fairfax County and Prince
William County guide project development and
implementation efforts in the corridor.

Exhibit 1-1. Study Area

t
N
I

Fairfax
County

Prince

William County

INTRODUCTION

INTRODUCTION

The final report is organized into six chapters.
Chapter 1 describes the purpose, background and
organization of the study. Chapter 2 describes existing
and future (year 2020) baseline conditions for the
corridor. Chapter 3 summarizes existing and
anticipated problems in the corridor. Chapter 4
describes plan objectives and alternative concepts
considered in the study. Chapter 5 summarizes the
results of the evaluation. Chapter 6 describes the
Recommended Plan.

BACKGROUND OF

THE STUDY

In 1994, the Virginia
General Assembly passed
House Joint Resolution (HJR)
256 directing VDOT to
perform a complete and
comprehensive study of the
Route 1 corridor. The
resolution was in response to
concerns about growing
travel demand in the corridor
and a perceived need to
ensure coordinated
revitalization efforts in the
two counties. Copies of HJR
Number 256 and a 1996
Continuing Resolution (HJR
Number 21) are included in
Appendix A.

VDOT contracted with
the TransCore Team in 1995
for consulting services
supporting the two-year study
of the Route 1 corridor in
Fairfax and Prince William
Counties. As shown in
Exhibit 1-1, the 27-mile study
corridor extends from the
Prince William/Stafford
County Line in the south to
the Fairfax County/
Alexandria City Line near the
Capital Beltway (I-95/1-495)
in the north.
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The study team identified transportation needs
through the year 2020. A reasonable program of
solutions that meets those needs and accommodates
county-specific economic development goals is
recommended.

Specific objectives of the study include the following:

• Inventory and document the existing transportation
features (highway, transit, pedestrian, and bicycle)
in the corridor.

• Develop and evaluate near-term and long-term
alternatives for improved traffic and transit
operations through a design year of 2020.

• Recommend a set of improvements prioritized by
time frame.

STUDY ORGANIZATION

A cooperative study effort was managed by the
VDOT Northern Virginia District Office
Transportation Planning Staff in coordination with a
Steering Committee, a Technical Committee, a
Citizens Advisory Committee, and the general public.
Exhibit 1-2 shows the organization of the study.
Representatives from state, county. regional, and
military agencies were active participants in the study.

Exhibit 1..2. Study Organization

Steering Committee

Policy direction was provided by a Steering
Committee comprised primarily of State senators,
delegates, and county supervisors whose districts were
located in the corridor. A representative from Fort
Belvoir also participated. The Steering Committee
invited public participation throughout the study
process. All Steering Committee meetings were open
to the public.

Technical Committee

The Technical Committee guided technical study
efforts through VDOT. The committee included staff
from VDOT (Northern District and Central offices),
Virginia Department of Rail and Public Transportation
(VDRPT), Prince William County, and Fairfax County.
Two citizen representatives from each county also
served on the Technical Committee. Staff from
Virginia Railway Express (VRE), Potomac and
Rappahannock Transportation Commission (PRTC),
Washington Metropolitan Area Transit Authority
(WMATA), Fairfax County Connector, Southeast
Fairfax Development Corporation (SFDC), Fort
Belvoir and Quantico also provided input to the study
through the Technical Committee.

VDOT
Northern District

,-.-.- Steering Committee

- Technical Committee

TransCore
Team

I I I I

Public Information
Focus Group

Community Group Citizens Advisory

Meetings Meetings Committee
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INTRODUCTION

Citizens Advisory Committee Public Involvement

A Citizens Advisory Committee (CAe) appointed
by each County's Board of Supervisors also provided
input. The CAe was comprised of thirteen members;
eight from Fairfax County and five from Prince
William County.

Consultant Team

TransCore was the prime consultant on this study
and was also responsible for the traffic engineering and
transportation planning aspects of the study. TransCore
was supported by the consulting firms of Dewberry &
Davis (highway engineering and environmental
analysis), Lardner/Klein Landscape Architects
(landscape architecture and land use), Hunter Interests,
Inc. (economic development), A. Morton Thomas &
Associates (engineering and environmental support)
and Mary Means & Associates (public involvement
and historic preservation).

The Route I Corridor Study public involvement
process engaged citizens, elected officials, affected
individuals and organizations in the study corridor to
develop a consensus about the key issues and solutions
in the corridor. The study emphasized public
involvement and consensus building. These were part
of each of the project milestones. The project structure
provided the general public and interested parties
multiple opportunities to interact and make their views
known prior to and following major decision points.

Public input was sought during the data collection
and existing conditions assessment stage to establish a
common understanding of problems and issues. Public
input was also used to help develop and refine the
alternative concepts and select the preferred package of
improvements. The study provided for three public
information meetings as shown in Exhibit 1·3. Key
public involvement actions are summarized in the box
on the following page.

Exhibit 1-3. Project Schedule

OCT 95
NOV 97

JUNE 96 OCT 96 JUNE 97 AUG 97 •T T .- .- ..
DATA EXISTING & PREFERRED FINAL

COLLECTION AND FUTURE PROBLEMS
ALTERNATIVE CONCEPT PACKAGE REPORT

CONDITION
CONCEPTS EVALUATION SELECTION &AND NEEDS

ASSESSMENT IDENTIFICATION
DEVELOPMENT

REFINEMENT

~ ~ ~ ~ ~
Public Public Public Public Public
Input meeting meeting meeting input
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Key Public Involvement Actions

Public involvement actions were aimed at reaching
out to all members of the community and obtaining
focused feedback on key study issues. Actions such
as one-on-one meetings, focus groups, civic group
presentations and development of a Route 1 Corridor
Study mailing list provided opportunities for outreach
and feedback beyond the public information meetings.
The mailing list, which began with about 300 entries,
eventually grew to over 700 entries and continues to be
maintained by the VDOT Northern District Office. The
Route 1 Corridor Study was also included on VDOT's
website.

For each of the public information meetings,
meeting announcements were distributed to those on
the mailing list. For some of the meetings, flyers were
provided to local chambers of commerce and other
organizations for mailings to members and posting in
store windows along Route 1. Newsletters were
prepared and distributed describing the issues and key
findings to be discussed at each of the meetings.
Newsletters included comment forms on prepaid
postage return mailers.

• Focus group meeting with small business owners
• Citizens Advisory Committee meeting
• Steering and Technical Committee meetings
• Preparation and mailing of introductory study

newsletter
• Preparation of newsletter describing existing

problems and future challenges
• Public Information Meeting in each of the two

counties

During the development of alternative concepts
from July to October 1996, further outreach and
feedback efforts included:

• Civic group presentations
• Steering and Technical Committee meetings
• Citizens Advisory Committee meeting
• Preparation and mailing of newsletter describing

proposed alternative concepts
• Public Information Meetings in each of the two

counties
• Open house at Fort Belvoir on a weekday during

working hours

During the evaluation phase of the study, from
November 1996 to June 1997, outreach and input
actions included:

During July and August 1997, to resolve
outstanding issues, select, and refine the
Recommended Plan, the key public involvement
actions included:

• Civic group presentations
• Steering and Technical Committee meetings
• Citizens Advisory Committee meeting
• Coordination with Fairfax County Route 1

Revitalization Study
• Preparation of newsletter summarizing findings of

evaluation of concepts
• Public Information Meeting in each of the two

counties.

Each meeting was advertised in local and regional
newspapers. Public services announcements were
provided to the media prior to each public meeting.
The local media provided coverage of the study both in
advance of and following key informational meetings.
A number of newspaper articles highlighted the issues
and findings during the various study phases. The final
round of public meetings received television coverage
on local news shows.

The meetings were set up to gather feedback in a
variety of ways. They featured an open house format
with a formal presentation and a question and answer
period during the early evening hours. Input was
received from citizens from one-on-one interaction with
study team staff, the question/comment period,
comment forms, and stick-on notes on display
materials.

Key actions by the study team through June 1996
to gather input from the community on current issues,
problems and assets in the corridor included the
following:

• . One-an-one interviews with transit agency
representatives

• Focus group meeting with those who rely on transit
for transportation

•
•
•
•

•

Civic group presentations
Steering and Technical Committee meetings
Citizens Advisory Committee meeting
Further coordination with Fairfax County Route 1
Revitalization Study
Numerous one-an-one meetings with concernec
groups and Steering Committee members
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STUDY ApPROACH

The study was organized under the following basic
principles:

• Emphasize a highly inclusive and participatory
process

• Seek guidance from multi-jurisdictional leadership
• Address a full range of transportation modes

(highway, transit, pedestrian, and bicycle)

• Consider transportation's relationship to land use,
economics and other key community concerns.

The study team developed a four step process for
this study based on solving existing and future
transportation-related problems in the study corridor.
The study approach is discussed below.

Establish Existing and Future Conditions

Current conditions were established by field
observation of the corridor's characteristics including
counting traffic and noting existing features. Team
members also developed an inventory of environmental
and historical resources and gathered information on

ie current economic and business conditions in the
corridor.

The study team established future transportation
conditions by forecasting travel demand in the corridor
for the year 2020. These forecasts were based on
population and employment projections in the corridor
and the region developed by the Metropolitan
Washington Council of Governments (MWCOG). The
MWCOG had worked cooperatively with localities to
develop the population and employment projections.

Develop and Evaluate Concepts

During the summer of 1996, the study team
developed a range of alternative visions, or concepts,
for the corridor. These concepts incorporated ideas
from the community and identified possible solutions.
These concepts included ideas for:

• Improving the capacity and safety of the roadway
• Enhancing bus and rail service
• Adding carpool facilities
• Improving connectivity for bicycle routes and

pedestrian walk ways

1-5
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Each of the concepts included ideas for improving
the economic vitality and image of the corridor through
transportation and streetscape improvements.

The study team evaluated the alternative concepts
using a comprehensive set of objectives (describe~ in
Chapter 4). These objectives addressed the potential
impacts of the concepts on travel in the co.rrid.or,.
environmental/historic resources, economic vitality,
and quality of life. Costs associated with each of these
options were also estimated.

Find the Balance - Select Preferred Option

Together with the parties identified in Exhibit 1-2,
the study team worked to find the balance among
conflicting objectives. The selection process, therefore,
involved certain tradeoffs. The final selection by the
study team was driven by the underlying goal of trying
to maximize the overall positive impact on the
corridor.

Prepare an Action Plan

Based on the selected package of improvements,
the study team prepared the Recommended Plan. The
Plan documents the long-range vision for the corridor.

Recommendations are incorporated into a
prioritized timetable for improvements. This timetable
identifies actions to be taken by VDOT as early as
1997. The Counties and VDOT will use the study
recommendations to facilitate on-going and future
improvements in the corridor.
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CHAPTER 2. CORRIDOR CONDITIONS

INTRODUCTION

This Chapter describes existing and future baseline
conditions of the Route I corridor in Fairfax and Prince
William Counties. The conditions were assessed
through field observations, field data collection,
technical analyses, and discussions with local citizens
familiar with the corridor. The following sections
highlight the major findings of the existing conditions
assessment.

CORRIDOR OVERVIEW

The Route ] Corridor lies in the eastern portions of
Fairfax and Prince William Counties. Roadways in the
corridor area are oriented in a southwest-to-northeast
direction (parallel to the Potomac River).

The primary direction of travel in the study area is
north south. There are no major east-west travel
corridors across the Route 1 corridor in Fairfax or
")rinceWilliam Counties. This is due in part because
.here are no Potomac River crossings linking Maryland
and the two counties. Only the Woodrow Wilson
Bridge (1·95/1-495) provides a river crossing in close
proximity to the study area.

Major transportation facilities serving north-south
travel in the area are 1-95/1-495. Route 1. Telegraph
Road (in Fairfax County), George Washington
Memorial Parkway. and the rail line owned by CSX
Transportation (used by the VRE commuter rail
service). Through the Lorton area. only 1-95 and Route
I provide for significant north-south traffic movement.
According to VDOT's classification system, Route I
north of Route 253 (Occoquan Road) is an urban
principal arterial. South of Route 253. Route I is
classified as a rural minor arterial. The functional
classification of roadways in the corridor is shown in
Exhibit 2- J.

2- J

Within the Route I study corridor, the following
routes are also on the National Highway System
(NHS):

• Interstate 95
• Route 1 from Route 253 (Occoquan Road) to the

Capital Beltway
• Route 123 (Gordon Boulevard) north of Route I
• Route 234 (Dumfries Road) west of 1-95
• Route 6] 9 (STRAHNET1 connector for Quantico)
• Fairfax County Parkway (STRAHNET connector

for Fort Belvoir)

Comparing the northern and southern portions of
the corridor from a roadway network perspective,
Route) is in a different position in each portion. In the
southern portion, Route 1 is located near 1-95. Route 1
is therefore the second-highest classification roadway
in the corridor. Thus, trips to and from locations
outside the corridor need only use relatively short
sections of Route 1 to access 1-95.

Access to 1-95 is somewhat hindered by the current
nature of two connections: 1) Prince William
ParkwaylHorner Road, and 2) Dale Boulevard. In both
cases, the connection between 1-95 and Route 1 is
incomplete. Use of other minor arterial or major
collectors is required to make the connection. The
proximity to 1-95 also means that when congestion
occurs on 1-95, Route 1 is a primary alternate route.

North of Lorton Road, 1-95 is separated from
Route I by five miles. This separation makes Route 1
the highest classification roadway in this portion of the
corridor. Trips to and from locations outside the
corridor must travel longer distances on Route 1. In
addition, Route I is not well connected to parallel
north-south arterials such as Telegraph Road or the
George Washington Memorial Parkway. North of
Woodlawn Road, only South Kings Highway, North
Kings Highway, Huntington Avenue, and several
neighborhood collector streets provide connections
between Telegraph Road and Route I.

I STRAHNET is the Strategic Highway Network, roadways which are
deemed (0 be vital to national defense.
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became oriented to local and commuter travel. This
affected traffic on the roadway as well as the types of
businesses that could be supported.

Segment VII (Woodlawn to Alexandria) was
further subdivided into a southern portion (Route 235
South/Old Mill Road to Route 235 North/Buckman
Road) and a northern portion (Route 235
North/Buckman Road to Cameron Run). The southern
portion of Segment VII has a 4-lane, undivided cross
section; the northern portion has a 6-lane, divided cross
section.

Finally, there are many recreational opportunities
in and around the corridor. Often these are oriented
towards natural areas related to the Potomac River and
its associated waterways. These include Leesylvania
State Park, Mason Neck State Park and National
Wildlife Refuge, Pohick Bay Regional Park, Locust
Shade Park, Huntley Meadows Park, and Prince
William Forest Park.

For ease of reference and analysis, the 27-rnile
corridor was divided into seven segments. Segments
were defined based on similarities in adjacent land use,
travel demand patterns, and roadway facilities. The
seven-segments are listed below in Exhibit 2-2 and
shown graphically in Exhibit 2-3.

Exhibit 2-2. Length and Limits of Route 1 Corridor
Seaments
Segment Segment Segment Length
Number Name Limits (miles)
I Quantico Stafford County Line 2.2

to Route 619 (Joplin
Road/Fuller Road)

II Trianglel Route 619 (Joplin 2.5
Dumfries RoadIFuller Road) to

Route 234 (Dumfries
Road)

III Cherry Hilll Route 234 (Dumfries 3.5
Neabsco Road) to Dale

Boulevard
IV Woodbridge Dale Boulevard to 4.0

Occoquan River
V Lorton Occoquan River to 4.3

Telegraph Road
VI Fort Belvoir Telegraph Road to 3.5

Route 235 South/Old
Mill Road

VII Woodlawn Route 235 South/Old 7.3
to Mill Road to Cameron
Alexandria Run

One problem in many areas of the corridor is that
the Route 1 roadway presents an image of disorganized
commercial and industrial development. Visual clutter

'om numerous signs and billboards in retail areas has
.een cited as an example of a stress-inducing

environment. Some of the industrial development also
gives the corridor a unique, although not necessarily
positive, flavor. This type of development includes
junkyards. metal-shredding operations, sewage
treatment plants, and landfills.

The Route I Corridor is a diverse area. A mix of
residential, commercial, and industrial development
combines with recreational opportunities to provide
"something for everyone." People living in the
corridor cite, in particular, the convenience of the
varied shopping opportunities close to home.

The development, which is present today, is a
result of the changing land use patterns during the
corridor's history. In the northern portion of the
corridor, established neighborhoods of single-family .
homes and vestiges of commercial establishments from
the post-World War II suburban boom years are mixed
with newer developments such as townhouses and
revitalized commercial businesses. In the southern
portion of the corridor, new and ongoing residential
development in the Cherry Hill area stands in contrast
to the older retail areas of Woodbridge.

Major institutional uses such as the military
reservations at the Quantico Marine Corps Base and
Fort Belvoir contribute to the mix. Along the roadway,
their main features are native woodlands, which
provide a rural feeling within the surrounding suburbia.

The long history of the corridor is also evident
from the historic resources that have been preserved.
This history dates to the colonial era and is visible
through sites such as Mount Vernon and Pohick
Church. Later historical elements in the corridor. icons
from the 1t>50's and 1960's, provide a sense of
nostalgia for the "golden age" of the automobile.

CORRIDOR CHARACTER

The completion of 1-95 in the 1950's and 1960's
changed the function of Route I. Prior to 1-95, Route I
"t-~rved as the primary roadway for long distance travel

Ing the East Coast. The opening of 1-95 removed
_.JI1g distance travelers from Route I. As residential
development continued in the corridor, Route I travel
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Exhibit 2·3. Corridor Segments

WOODLAWN TO ALEXANDRIA
4-6 lanes, 45 mph

LORTON,
4 lanes, 35 to 50 mph

\
-......... - .-~ ...~

OUANncCl

CORRIDOR CONDITIONS

WOODBRlOGE
4 lanes, 35 to 50 mph

CHERRY HILUNEABSCO
4 lanes, 40 to 50 mph

TRIANGLE/DUMFRIES
4 to 5 lanes, 35 to 40 mph

QUANTICO
4 lanes, 40 to 50 mph

The existing number of through lanes and the posted speed limits (Ire shown for each segment.
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jEGMENT CHARACTERISTICS &
ASSESSMENT OF ROADWAY FACILITIES

• Landscape - including road oriented plantings,
landscaped medians, and native woodlands

The following section provides an assessment of
the corridor at the segment level, identifying key
features in each segment, including the following:

• Lighting - including roadway and special
pedestrian lighting

The TransCore team developed the sufficiency
criteria based on VDOT and Association of American
State Highway and Transportation Officials
(AASHTO) standards.

• Land use - including landmarks, public facilities,
open space, buffering and screening of commercial
activities from adjacent residential and commercial
neighborhoods

• Roadway features - including roadway cross
section, median and shoulder treatment,
intersection and service road definition and curb
cuts

• Gateway markings and signage - including area
"entry signs"

•

•

Utilities - including poles and overhead wires

Identified roadway problems - including physical
problems observed during field inv~ntory ~nd

those features that are not in compliance WIth the
roadway sufficiency evaluation cirteria listed in
Exhibit 2-4.

• Pedestrian accommodation - including sidewalks,
crosswalks and bicycle facilities

Elf Crit iasm·Exhibit 2-4. Roadway u iciency va ua 100 rr er

Desion Speed 50 mph

Maximum Grade 7 percent

Maximum Curvature 6 degrees

Minimum Stopping Sight Distance 400 feet

Minimum Lane Width 11 feet

Minimum Shoulder Width and Type 8 feet, gravel

Minimum Bridqe Width Pavement width plus 2 feet on each side
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EGMENT I QUANTICO
Stafford County Line to Route 619 (Joplin Road/Fuller Road)

Segment I passes through the Quantico Marine
Corps Base and Locust Shade Park. Route 1 is
primarily rural in character, consisting of a four-lane
undivided roadway with no pedestrian
accommodations. Development within Quantico is
located approximately fifty yards to the east of the road
and is visible from the road in winter. Locust Shade
Park, operated by the Prince William County Park
Authority, is located on the West Side. Recreational
activities within the park are also visible from the road
in the winter. The entry to Prince William County is
marked by a planting of daffodils in the VDOT right
of-way at the county line.

Land Use and Intensity of Land Use

• Locust Shade Park on west side (50 yards away)
• Quantico military reservation, including base

housing (mobile homes, detached), on east side (50
yards away).

oadway Features

• 4 lanes undivided
• Open roadway section with ditches
• Minimal paved shoulder
• ()- to IO-foot graded shoulder
• Few entrances.

Gateway Markings and Signage

• Daffodil planting in VDOT right-of-way at county
line.

2-7

Pedestrian Accommodations

• None.

Landscape

• Native woodlands east and west sides.

Lighting

• Roadway lighting only at Route 619 intersection

• No special lighting.

Utilities

• Overhead wires at scattered locations near
roadway.

Identified Roadway Problems

• The pavement, shoulder, and pavement markings
are in poor condition in most of the segment.

• Few adequate ditches exist. Existing shoulder side
treatments show erosion and appear inadequate.

• Many of the existing cross culvert ends are within
the clear zone of the roadway and present a
potential roadside hazard.

• The Russell Road interchange bridge piers
adjacent to the northbound and southbound
roadways are near the roadway and are
unprotected. The piers close to the roadway
present a potential roadside hazard. One fatal
crash occurred at this location during the course of
this study.



Exhibit 2-5. Typical View in Segment I
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EGMENT II - TRIANGLE/DuMFRIES
From Route 619 (Joplin Road/Fuller Road) to Route 234 (Dumfries Road)

Segment II traverses a mixture of land uses from
the community of Triangle, through the Town of
Dumfries, to the rural wooded transition into Cherry
Hill. Service oriented uses such as hotels and gas
stations are located at Route 619, oriented to 1-95
traffic. A small town ambiance and scale characterize
the communities of Triangle and Dumfries.

A unique feature of this segment is the separation
of the northbound and southbound lanes of Route 1 for
1.6 miles through the town of Dumfries, between
Brady's Hill Road and Possum Point Road. After
separating from the northbound lanes, the southbound
roadway follows Main Street through historic Dumfries
with its mix of light commercial and residential land
uses, narrowing to one lane at Curtis Street. The area
between the northbound and southbound roadways
contains businesses, residences, and a park. At its
widest point, the separation between the roadways is
nearly 1000 feet.

There is some sidewalk along the road within the
wn of Dumfries. No crosswalks are located within

this segment of Route 1. The Town of Dumfries has
marked its gateway with a sign next to the northbound
lanes and with ornamental flower plantings next to the
southbound lane.

Land Use and Intensity of Land Use

• Service oriented hotels and gas stations at 1-95
access and primary gate to Quantico (Route 619)

• Individual commercial parcels with parking
abutting Route 1

• Dumfries - small town character
• Mixture of houses in terms of style and density
• In northern portion of Segment II. industrial uses

on the east side of the road and scattered
development on the west side.

Roadway Features

• Triangle (southern portion of segment) ~ 4 lanes
undivided

• Dumfries - northbound roadway - :2 lanes
Dumfries - southbound roadway - primarily 3
lanes wide (2 southbound and I northbound),
narrows to 1 lane each direction at Curtis Street
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• Isolated raised medians only at Tripoli Boulevard
and Dumfries Road (Route 234) except for
roadway separation

• Mixture of open section with shoulder and curb
and gutter.

Gateway Markings and Signage

• Entry planting in the VDOT right-of-way
Daffodils north of Triangle Street
Entry sign and planting for Town of Dumfries
- northbound lanes
Entry planting for Town of Dumfries 
southbound lanes.

Pedestrian Accommodations

• Sidewalk on east side south of Quantico Creek
• Scattered pieces of sidewalk south of Curtis Street
• Sidewalk on west side at Curtis Street
• No sidewalk at northern end of the segment

Landscape

• Native woodlands west side in a few locations.

Lighting

• Widely spaced roadway light fixtures exist
throughout the segment

• No special lighting.

Utilities

• Overhead wires consistently throughout the
segment

• Majority occur along the southbound roadway.

Identified Roadway Problems

• The sight distance onto Route I from Old Stage
Coach Road at the Dumfries Road intersection
creates a hazardous condition.

• The pavement and pavement marking conditions
are poor in most of the segment

• A few right-tum lanes appear to have insufficient
lengths for deceleration and stopping.



CORRIDOR CONDITIONS

. SEGMENT I

• Shoulder conditions are generally poor throughout
the segment

• The frequency of driveways creates potential
safety problems due to left turn conflicts. Many of
these entrances are substandard.

Exhibit 2~6. Typical View in Segment II

• Large areas of unmarked pavement in poor
condition abut the roadway and act as access and
frontage for businesses in many locations.

• The southbound roadway through Dumfries
changes lane configuration five times in one mile

• Few shouldered areas have adequate. safe ditches.
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View looking north 011 Route / towan! Grahatn Park Road in Dumfric»
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Route 1 Corridor Study
Fairfux and Prince William C(lunties

SEGMENT III CHERRY HILL! NEABSCO
Route 234 (Dumfries Road) to Dale Boulevard

Segment III retains many of the qualities of older
segments of Route 1, with auto salvage yards, a closed
amusement park - Storyland, and clusters of free
standing stores with no connections to each other. The
main commercially developed areas are at the south
end of the segment bordering Dumfries and between
Crest Drive and Neabsco Mills Road. The remainder
of the segment is mostly wooded with some connecting
roads to residential development.

Some sections of the segment are being developed
for primarily residential communities, including River
Oaks and Southbridge on the east side. The road is
four lanes wide with no median; minimal turn lanes,
and no pedestrian accommodations. Any plant
materials are vestige pieces of native woodland.

Land Use and Intensity ofLand Use

• Primarily rural character
• Auto salvage yard, Storyland
• Cluster of free-standing stores at Neabsco Mills

Road

• Townhouses at Foxlair Drive
• River Oaks Shopping Center and housing
• Southbridge on the east - houses and townhouses
• Other townhouses on west side.

Roadway Features

• 4 lanes, undivided except in developed area at
Neabsco intersections

• Mostly open sections with shoulders.

Gateway Markings and Signage

• None observed.
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Pedestrian Accommodations

• No continuous sections of sidewalk, infrequent
sections associated with roadway widening.

Landscape

• Native woodlands east and west sides in patches.

Lighting

• Roadway lighting scattered; one or two lights each
at selected intersections

• No special lighting.

Utilities

• Frequent utility poles and overhead wires on west
side from Foxlair Drive to Dale Boulevard

• Limited number of poles and overhead wires on
east side and south of Foxlair Drive on west side.

Identified Roadway Problems

• Few adequate ditches exist resulting in severe
erosion and potentially hazardous conditions.

• The pavement conditions, as well as pavement
marking conditions, are poor in most of the
segment.

• A few right-tum lanes have insufficient lengths for
deceleration and stopping.

• Severa] utility poles are situated within the clear
zone of the roadway.

• Shoulder conditions are generally poor throughout
the segment.



Exhibit 2~7. Typical View in Segment III

CORRIDOR CONDITIONS

SEGMENT III

View looking north 011 Route I toward Cardinal Drive
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Route I Corridor Study
Fairtax and Prince William Counties

SEGMENT IV WOODBRIDGE
Dale Boulevard to Occoquan River

Segment IV is a suburbanized segment of the
corridor with numerous "strip" commercial centers and
freestanding, road-oriented businesses. Many of the
businesses have been in place for decades.
Landscaping bordering the road corridor and sidewalks
are located at the more recently developed areas.

Land Use and Intensity ofLand Use

• Service facilities throughout segment
• Older, free-standing buildings
• Some renovated shopping centers

• Auto-oriented commercial businesses
• No interconnection between parcels
• Large developed parcels, particularly car dealers

and shopping plazas.

Roadway Features

• 4 lanes. primarily undivided
• 16 intersections with tum lanes
• Four separate sections of continuous two-way left

turn lanes totaling 3600 feet

• Several sections of isolated raised medians
between Longview Drive and the Occoquan River
bridge

• Approximately 80 percent of the segment has curb
and gutter although they are not continuous and
frequently separated by shoulder sections.

Gateway Markings and Signage

• Signage and plantings on west side, south of
Occoquan River - Welcome to Prince William
County.

Pedestrian A ccommodations

• Sidewalks exist along approximately 60 percent of
the segment

• There arc numerous discontinuities. many more
than one-half mile in length.
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Landscape

• Some road-oriented landscaping at Koon' s auto
dealership

• Road-oriented landscaping at Opitz Crossing
Shopping Center; east and west side of road
(ornamental pears as street trees).

Lighting

• Roadway lighting is consistent along the segment
at varying spacing

• No special lighting.

Utilities

• Hundreds of utility poles exist in addition to the
poles supporting roadway lights; primarily on the
west side

• Overhead wires are prevalent.

Identified Roadway Problems

• The frequency of driveways creates potential
safety problems due to left tum conflicts. Many of
these entrances are substandard.

• The two-way left-tum median lanes have
numerous traffic conflicts due to the frequency of
driveways and the volumes of traffic.

• The sight distance cresting the southbound hill
after Longview Drive is substandard.

• Few adequate ditches exist resulting in severe
erosion and hazardous conditions.

• The pavement conditions, as well as pavement
marking conditions, are poor in most of the
segment.

• A few right-tum lanes have insufficient length for
deceleration and stopping.

• Several utility poles are situated within the clear
zone of the roadway.

• Shoulder conditions are generally poor throughout
the segment.



Exhibit 2-8. Typical View in Segment IV

CORRIDOR CONDI110NS

SEGMENT IV

View looking north Oil ROIl(e I toward Marumsco PI{/~(/ ill \·V()odhridgc
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Route 1 Corridor Study
Fairfax and Prince William C"unties

SEGMENT V LORTON
Occoquan River to Telegraph Road

Segment V is a developing stretch of the corridor.
In general, the western side of the corridor is more
developed than the eastern side. Heavy industrial uses
are located in the southern portion of the segment. The
land use in the northern portion of the segment features
wooded areas (particularly on the east side) and light
commercial with some multi-family housing.

Institutional uses, such as the Pollution Control
plant and the community library, are located in this
segment. New development at Gunston Plaza and the
Sunrise Retirement Center give definition to the
western side of the road in the northern part of this
segment. The historic Pohick Church and Cemetery
are at the north end of Segment V.

The northbound and southbound lanes of Route t
are separated at the 1-95/Route 1 Interchange.

Land Use and Intensity ofLand Use

• Land use character south of Gunston Road is
industrial - quarry, landfill, truck storage, lumber
yards

• Lorton recreational fields
• Lorton Community Library
• r.orton commercial area with relatively new

shopping center - Gunston Plaza

• Lower Potomac Pollution Control Plant
• Townhouses. single family, congregate care
• Pohick Church.

Roadway Features

• 4 lanes, undivided primarily
• 16 intersections with left-turn lanes
• Short portions of raised medians to channelize left

turns

• Painted/raised median in area near Gunston
Plaza!Armistead Road.

Gateway Markings and Signage

• None observed.
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Pedestrian Accommodations

• A relatively continuous sidewalk exists along the
west side of the road between Fernedge Lane and
Lorton Road (missing portion just south of
Armistead Road)

• Asphalt path exists from Lorton Road to Pohick
Road

• Crosswalk at Iibrary.

Landscape

• Native woodlands in patches
• Ornamental pears on west side, north of library.

Lighting

• Roadway lighting exists between:
Mims Street and Gunston Road South
Femedge Lane and Lorton Road

• Two isolated lights at Furnace Road
• No special lighting.

Utilities

• Utility poles and overhead wires are located
primarily along the west side except through the 1
95 interchange.

Identified Roadway Problems

• Lane drop on Route 1 at the 1-95 interchange, both
northbound and southbound.

• Vertical and horizontal clearances at the railroad
bridge over Route I north of the I~95 interchange
are inadequate and potentially hazardous.

• Severely limited sight distance creates a potentially
hazardous condition at the northbound approach to
Pohick Road.

• Other less severe sight distance problems exist:
In the northbound lanes at Gunston Road and
north of Lorton Road.
In the southbound direction, horizontal sight
distance is deficient at the two bridges over
Route I north of the 1-95 interchange.



• All unpaved ditches are in poor condition.
• Unpaved portions of the shoulders in all areas are

in poor condition and will continue to deteriorate.

Exhibit 2-9. Typical View in Segment V

CORRIDOR CONDITIONS

SEGMENT V

• Two right-turn lanes have inadequate lengths
based on stopping distance requirements.

("
, !

">, ',1 1

View looking north Oil ROUtl' I toward Armistead Road in Lorton
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Route 1 Corridor Study
Fuirfa» !l1Il1 Prince Wi[{illm Counties

SEGMENT VI FORT BELVOIR
Telegraph Road to Route 235 South/Old Mill Road

Segment VI traverses much of the Fort Belvoir
Post. The Accotink community has 2000 feet of
commercial development on the northwest side of the
roadway. The developed areas in the segment are
predominantly commercial with freestanding,
independent buildings and community and
neighborhood retail centers. Much of the landscape is
wooded, with the northern portion including open
space at Woodlawn Plantation and the Woodlawn
Plantation riding stables.

Land Use and Intensity ofLand Use

• Fort Belvoir
• Backlick Road/Accotink area, commercial area

with free-standing individual buildings on west
side of road

• Woodlawn Plantation.

Roadway Features

• 4 lanes, undivided
• Primarily an open section with shoulders and

ditches except in Accotink commercial area.

Gateway Markings and Signage

• Fort Belvoir entry signs.

Pedestrian Accommodations

• None.

Landscape

• Native woodlands.
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Lighting

• Roadway lighting with inconsistent spacing
between the Belvoir Road bridge and Route 235
South/Old Mill Road

• No special lighting.

Utilities

• Utility poles and overhead wires throughout the
segment.

Identified Roadway Problems

• Horizontal clearance from edge of pavement to the
bridge piers or abutments for the two bridges
passing over Route 1 are minimal. creating
potential hazards.

• Both paved and unpaved shoulder conditions are
consistently poor throughout the segment.

• Several right-tum and left-tum lanes do not have
adequate length.

• Through lanes are displaced outward to
accommodate the left-turn lanes, creating flow
disturbances and potential hazards

• Utility poles are inside the clear zone at some
locations.

• The pavement surface shows signs of wear and
failure except for the recently resurfaced area.

• Footpaths near the north end of Segment VI
indicate a need for a pedestrian facility.

• All existing unpaved ditches are in poor condition.



Exhibit 2~10. Typical View in Segment VI

~------.

CORRIDOR CONDITIONS

SEGMENT VI

View looking north on Rowe J toward Backlick Road and Tullev Gate at Fort Belvoir
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Identified Roadway Problems

• The limited horizontal and vertical sight distance
at the Popkins Lane intersection is a potential
hazard, especially in the northbound direction.

• Additional vertical sight distance limitations exist
in the northbound direction 0.2 miles south of the
Route 235 North/Buckman Road intersection.

• Numerous right- and left-tum lanes have
insufficient lengths for deceleration and stopping.

• Many utility poles are within the clear zone.
• Pavement markings are difficult to read at night.

Exhibit 2-11. Typical View in Segment VII

CORRIDOR CONDITIONS

SEGMENT VII

• Pedestrian facilities are inconsistent and
discontinuous. Roadside footpaths are evidence of
the need for additional sidewalks or trails.

• The frequency of driveways creates potential
safety problems due to left turn conflicts. Many of
these entrances are substandard.

• In the southern portion of the segment, large,
unmarked expanses of pavement along shoulders
lack clearly delineated entrances and commercial
parking areas. There are many areas where
vehicles are parked too close to the roadway.

• Additional right-turn lanes are needed to separate
turning movements from through traffic.

• A number of offset and/or closely spaced
intersections create added traffic conflicts.

, :'

<,:":~~~~~{~;')-, ;"'. ~i.~.,,~i\ '('j,~.'

View looking north 011 Route I toward Fordson Road if! Hvbla Vallev
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Route J Corridor Study
FI/I/"/II.1 1It11II'rill{'(' Willialll Counties

JAILY TRAFFIC VOLUMES

Daily volumes generally increase from south to
north in the corridor. The smaller volumes in the
southern portion of the study area reflect the less
intense development in that area and the effect of 1-95
immediately adjacent to Route 1. In the northern
portion of the study area, increased volumes reflect a

more densely developed corridor and the increased
importance of Route 1 as the urban arterial in this area.
In this part of the corridor, Route 1 diverges from 1-95,
increasing Route l' s importance in the transportation
network of the area. Average daily traffic (ADT)
volumes in the study area are summarized in Exhibit 2
12a and 2-12b.

Exhibit 2-12a. 1995 Daily Traffic Volumes (South)

Dally Traffic Volumes on Other Roadways In the Study Area
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Exhibit 2-12b. 1995 Daily Traffic Volumes (North)
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Route 1 Corridor Study
Fairiax and Prince William Counties

PEAK HOUR VOLUMES

There is generally a heavy directionality of traffic
northbound in the morning peak period and, to a lesser
extent, southbound in the evening peak period. The
increased off-peak directional flow in the evening is
due to increased non-commuter trips and increased
turning movements to side streets and businesses in the
corridor. The peak hour volumes somewhat mirror

Exhibit 2-13a. 1995 Peak Hour Traffic Volumes (South)

the ADT's with volume increasing as one progresses
north through the study area. Peak hour volumes in the
study corridor are summarized in Exhibit 2- I3a and
2- I3b. The volumes are summarized for both morning
and evening peak hours and for both directions of
travel.
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CORRIDOR CONDITIONS

Exhibit 2·13b. 1995 Peak Hour Traffic Volumes (North)
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Route 1 Corridor Study
Fairfaxand Prince William Counties

TRAVEL PATTERNS

The Route 1 corridor, under present conditions, is
predominantly used for short to medium distance
travel, particularly in Prince William County. For
longer travel distances, drivers use portions of Route I
to access faster alternative routes, such as 1·95, to reach
their destinations.

Traffic volumes generally increase from south to
north along the corridor. The vertical bars in Exhibit 2
14 denotes the number of northbound vehicles
traveling straight thru at each intersection. In Prince
William County. particularly, thru traffic volumes at
intersections decrease at locations where Route 1
intersects roadways that connect with 1-95. In Fairfax
County, the exhibit shows relatively large straight thru
traffic movements in the section between the 1
95/Route 1 interchange and Fort Belvoir entrances.
Immediately north of Fort Belvoir, northbound traffic
is at its lowest level in Fairfax County. As you travel
further north on Route 1, thru traffic volumes again
increase as traffic enters Route 1 from adjacent
developments.

Further examination of the data in Exhibit 2-14
shows that only a small percentage of traffic on Route
1 is long distance through traffic. The horizontal lines

in the graphic illustrate the maximum number of
vehicles traveling long distances on northbound Route
I during a typical morning peak hour.

In Prince William County, the maximum possible
long distance through traffic volume on Route 1 is the
number of thru vehicles observed at the southern end
of the corridor (Joplin Road ). This is equivalent to
approximately 300 peak hour vehicles, which is less
than 15 percent of the traffic in Woodbridge. This is
the theoretical maximum. The actual percentage is
likely to be substantially smaller. This is because
many of those moving straight thru Joplin Road may
be bound for destinations in Prince William County
along the corridor.

In Fairfax County, the maximum possible long
distance through traffic volume is estimated based on
field observations of vehicle registrations for vehicles
traveling northbound thru the Route 235 South/Old
Mill Road intersection. The number of non-Fairfax
County vehicles was observed to be approximately 400
vehicles per hour. This represents less than 15 percent
of the observed through traffic at Beacon Hill. Again,
this is the theoretical maximum. The actual percentage
is likely to be much smaller. This is because many of
those moving straight thru at Old Mill Road may be
bound for destinations in Fairfax County along the
corridor.

Exhibit 2-14. 1995 Morning Peak Hour Northbound Thru Movement Volumes at Intersections
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MODE SHARE

Considered together with 1-95, the corridor has
relatively high transit and high occupant vehicle
(HOV) usage. This high rate of non-single occupant
auto usage is due to the presence of VRE Commuter
Rail service and HOV express lanes on 1-95. For the
portion of the Route 1 corridor proximate to 1-95
(south of Lorton Road), the express lanes provide a
significant incentive for transit and rideshare usage
because of reduced travel times, increased travel time
reliability. and, in some cases, reduced commuting
costs. Exhibit 2-15 shows the existing morning peak
hour mode share at two locations:

CORRIDOR CONDITIONS

• South of the Capital Beltway, comprised of 1-95,
Telegraph Road, Van Dam Street, Route I, George
Washington Memorial Parkway, and the VRE line.

Vehicle occupancy on Route I during the
morning peak hour averages ).23 persons per
vehicle at the northern screenline and 1.14 persons
per vehicle at the Occoquan River crossing.
Average vehicle occupancy on Route I during the
PM peak hour increases slightly. This is expected
because the evening rush hour on Route ( includes
other trip types (shopping, recreational) aside from
commuter traffic.

• The Occoquan River crossing, comprised of 1-95,
Route 1, and the VRE line

Exhibit 2-15. 1995 Morning Peak Hour Mode Share

Capital Beltway Screenline

Total Person Trips
34,000 Persons

Bus & Rail Transit
4,100 Persons

Average Vehicle Occupancy
.35 PersonsNehicl

Transit Mode Share
12%

Occoquan River Crossing Screenline

Total Person Trips
13,500 Persons

High Occupant Vehicle
4.700 Persons

Average Vehicle Occupancy
1.4 PersonsNehicle
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Route 1 Corridor Study
Fairfax and Prince William Counties

TRAFFIC OPERATIONS
Exhibit 2-16. Route 1 Travel Times (in minutes)

This section describes the assessment of the
existing operating conditions on Route l , This
assessment was based on field observations, travel time
runs, arterial level of service analyses, and intersection
capacity and level of service analyses.

Travel Speeds

AM Peak Hour PM Peak
North- South- North- South-

Seament bound bound bound bound
I Quantico 1.7 1.5 1.7 1.5
II Trianole/Dumfries 3.8 4.9 4.5 5.1
III cnerrv Hills/Neabsco 6.2 6.0 6.8 7.4
IV Woodbridge 12.5 3.8 6.3 5.8
V Lorton 6.8 6.0 5.9 10.5
VI Ft. Belvoir 6.1 5.5 5.6 14.2
VII Woodlawn to Alexandria 15.0 14.7 15.4 15.0

TOTAL 52.1 42.4 46.2 59.5

Overall, Route 1 is performing fair as an arterial
roadway. Reasonable travel speeds in many sections
are negatively offset by delays at several bottleneck
locations. Travel speeds are generally better in the
morning peak hours than the evening peak hours. This
is to be expected due to the amount of retail
development in the corridor that results in a mix of
shopping trips and commuting trips.

Level of Service (LOS) estimates were made for
the arterial segments on Route 1 based on the observed
travel speeds. The LOS estimates were adapted from
the Highway Capacity Manual and were adjusted as
shown in Exhibit 2-17 to reflect operating conditions in
the corridor. The revisions/adjustments involved
adjusting the speed thresholds to reflect free-flow
speeds greater than 40 miles per hour.

Exhibit 2-17 Arterial Levels of Service Thresholds

Exhibit 2-18 shows the afternoon peak hour travel
speeds and arterial levels of service on Route I.

Level Arterial Classification/Free Flow Speed (mph)
of I I I "Service 40 45 50 40
A 35 39 44 36
B 28 32 35 29
C 22 25 28 22
D 17 19 21 17
E 13 15 16 12
F 13 15 16 12

ndfifThe corn or c ass ication a ree low speeds are as follows:

South Studv Limits to Joplin Road I 50
Joplin Road (Sm to Possum Point Road 11(40)
Joplin Road lNS) to Possum Point Road I 40)
Possum Point Road to Cherry Hill Road 1145
Cherrv Hill Road to Maryland Avenue 1(50
Maryland Avenue to Telecrapn Road I 40
Teleoraoh Road to Backlick Road I 50)
Backlick Road to Old Mill Road I 40)
Old Mill Road to North StudY Limits I 45

In the morning, the slowest speeds in the corridor
are in the northbound direction through Woodbridge
and in the extreme northern end of the corridor
approaching the Capital Beltway. In Woodbridge, the
number of signals and congestion at Route 123
Gordon Boulevard) contribute to slow conditions.

Near the Capital Beltway, congestion from the Capital
Beltway and in Alexandria backs up onto Route 1.

In the afternoon. the main backup is southbound
approaching Telegraph Road in Fairfax County, a
sever 'ongested intersection.

Typical peak hour travel times to traverse the
entire length of the corridor in the peak direction
approach or exceed one hour. Off-peak direction travel
times are slightly better than the peak direction. The
nearly one-hour duration is due to the length of the
corridor and the stop-and-go nature of travel on an
arterial with numerous traffic signals. Exhibit 2-16
shows observed peak hour travel times in the study
corridor to traverse each of the seven segments.
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CORRIDOR CONDITIONS

Exhibit 2-18. 1995 Evening Peak Hour Travel Speeds on Route 1
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Route 1 Corridor Study
Fairfax and Prince William Counties

Intersection Operational Performance

The operational analyses of key intersections show
that many are operating near capacity, particularly
during the evening peak hour. As shown in Exhibit
2-19, most signal controlled intersections operate at
overall acceptable levels of service due to the use of
long cycle lengths (typically 120 to 180 seconds)

2-29

and signal coordination. This produces better levels of
service on the Route 1 approaches than on the side
streets. The long cycle lengths tend to increase delays
on the side streets while maximizing the throughput of
the intersection. The number of intersections with high
volume to capacity (vic) ratios in the evening peak
hour indicates that there is limited reserve capacity to
absorb traffic increases on the existing facility.



Exhibit 2-19. 1995 Peak Hour Levels of Service for Intersections

CORRIDOR CONDITIONS

lAVAl nf "A,vi,.A (LOS' of I An",'· ("IVA'AII

Inte rsection· NB S8 EB WB LOS VIC
II-I. Hunt Hoao AM D D F f I: 0,95

PM C 0 F F 0 0.88
IHuntlnglon Avenue AM 0 0 E E 0 0.72

PM C C E 0 0 0,88
l:5hields Avenue AM ~ B t: t: B 067

PM C 0 E E 0 0,86

1:5· Kings HlghwaylOld K·Marl AM D C t: E D 0,92

PM C C F E C 0.B7
IBeacon Hill Road AM C B E F C 0.83

PM C C F E 0 0.87
IMemorlal ~treet AM C B D D B 0.77

PM C E F F 0 1.02

ILocknUd Boulevard/Dart Ent. AM C B E E C 0.90

PM C D F F 0 099

!Boswell OrJPlaza Entrance AM C C E F C 0.83

PM C C F E C 0.82
ISherwooo Hal! Lane AM B A 0'- F B o.za

PM C C .,. E 0 0.93

1M!. Vernon Hwy/N. Buckman AM 0 0 F F t: 1.01

PM F 0 F F E 1.09

ItiuCkman Ad. S. AM A A t:. 0 S 0.62

PM A A D 0 A 0.55

IMt. Vernon Hwy.lOlel MIll Rd. AM C C E D C 0.79

PM D 0 D F E 0.95

IWoodlawn Road AM B 0 F "0 0 0.95

PM F+ F+ F+ ... F+ ::-1.20

itielvOlr Road AM C B '0' D C 0.51

PM C B ... C B 0,51

Backlick Road AM B C F ... C 090

PM C E F F E 0,96

'1 e1egraph Rd.lOld Colchester AM C C E E C 091

PM B E F+ E F+ ::>1.20

.Pohick Roael AM l:J B I:l .0. S 0,83

PM A F F+ .0. F+ >1.20

Armistead Road AM C B D E C 0.89

PM C C F E C 1.00

Gunslon Road AM 0 I:l ~ F 0 1.00

PM B 0 0 F 0 0.97

rurnaCe Road AM D B F E 0 1.03

PM B D E F 0 0.91

Annapolis Way AM C A E '.- B 0.98

PM A A E .. A 0.76

[Gordon Boulevard AM !: C F - .. E 1.07

PM B B E '-' B 072

IOccoquan RdJDawson Beach Ad AM C C E E D 0.87

PM C D E F D 0.96

longview Drive AM C C E E D 0.86

PM 0 0 E F 0 091

Featherstone Road AM C B D F C 0.81

PM C C 0 E C 0.89

Opitz Boulevard AM C C F F 0 o 90

PM E E D 0 E 093

Neabsco Mill Road AM B B F F C 078

PM C C E F D 083

Ne ab sco RdJCaldinal Dr AM C B F F D 0.60

PM 0 0 F F D 097

Cherry Hill Road AM B B D 0 B 054

PM A A D E B 046

Durntrie s Rd.lOld Stage Coach AM D 0 E E D 079

PM 0 0 E F 0 083

Possum Pain! Road (Un srqnahzen true rsecuon) AM 0 C

PM F 0
CurtiS Drive AM _ .. A C 0 B 045

PM B C 0 B 061

Graham Park Road AM B ... D C B 040

PM 0 --- A C C 0.53

Joplin Road AM C C C C G 0.66

PM C C C 0 C 0.74

.. Route' IS NB/SS leas 10r all mte rs ec nons .oF + = worse tb a n LOS F 'IIC voiu m e \0 Cap2l.cl'Y R~·.ICJ LOS Lev et ot 5e.rlfl<::e
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Route 1 Corridor Study
Fairfax and Prince Willium COlin/ies

Safety

Route 1, a busy principal arterial without control
of access, has a high number of crashes as shown in
Exhibit 2-20. On average, about 3.4 crashes were
reported per day in the 27-mile corridor. Within any
one segment, frequency of crashes ranged from one
every ten days in Quantico to nearly one per day in the
northern portion of the Woodlawn to Alexandria
segment.

Segments with higher traffic volumes and longer
lengths had more crashes due to increased
opportunities for crashes. However, the Woodlawn
section shows a significantly higher crash rate (crashes
per hundred million vehicle miles of travel) than other
segments.

The study team performed a more detailed
examination of the crash data to better understand the
safety performance of the roadway. Segments and
intersections along Route f were reviewed to select
approximately 10 locations for detailed examination.
Crash rates were computed for each O.3-mile section of
Route 1 to identify problem areas. Crash rates were
also examined for 36 intersections under the traffic
operational study.

Based on the segment analysis, the study team
identified the area near the intersection of Route I with
Route 619 (Joplin Road/Fuller Road) as the worst
segment in the Corridor. However, a recent project
improved this intersection by adding tum lanes,

thereby eliminating this intersection from further study.
The highest-ranked problem segments are listed in
Exhibit 2-21 and the worst 15 intersections in Exhibit
2-22.

In addition to vehicle collisions, the study team
examined crashes involving pedestrians. Between
January 1992 and July 1995,61 crashes involving 67
pedestrians-including 6 fatalities-were reported. Of
these pedestrians, 23 were in the Hybla Valley to

Alexandria section and 9 were in Woodbridge. All but
one of the crashes involved pedestrians crossing the
Route I roadway.

Overall, many of the sections of Route 1 are
perceived as hazardous for both motorists and
pedestrians. Drivers must always be alert for stopping,
turning, or crossing vehicles. Pedestrians must
negotiate wide pavement areas with vehicles traveling
at substantial speeds. At night, there are many areas
with insufficient roadway lighting for pedestrian
crossing.

For the sections examined in details, the types of
crashes that occur on a recurrent basis confirmed these
perceptions. A review of the collision diagrams
revealed that the biggest single factor in crashes is
turning movements to and from driveways, especially
those located near busy intersections. Another frequent
crash type is left turn crashes at signal controlled
intersections. These tend to occur at locations with
higher speeds where vehicles tum left at a signal with
no protected left-turn phasing.

E hibit 2 20 C h H' t Sx u I - . ras IS ory ummary
Number of Crashes Avg.

Segment Prop. Crashes Crash
Length Total Fatal Injury Darnaqe Per Day Rate2

I Quantico 2.2 mi. 100 1 50 49 0.1 354
II Triangle/Dumfries 2.5 mi. 259 1 120 138 0.2 117

III Cherry Hills/Neabsco 3.5 mi. 390 3 191 196 0.3 354
IV Woodbridge 4.0 mi. 869 3 391 475 0.7 354
V Lorton 4.3 mi. 473 3 194 276 0.4 310

VI Ft. Belvoir 3.5 mi. 328 0 143 185 0.3 259
VII South Woodlawn 2.8 mi. 754 5 312 437 0.6 681
VII North Hvbla Valley to Alexandria 4.5 mi. 1,211 6 512 693 0.9 388

TOTAL 27.3mi. 4,384 22 1,913 2,449 3.4
Sou ree of data IS reponed crashes IIicluded In VDOT s HTRIS ACCidentSubsystem for penod January 1. 1992 10July 31. 1995.
Crash Rate IS crashes per nundrsc million vehicle miles and is based on traffic volumes included in the HTRIS System.
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CORRIDOR CONDITIONS

t C 0tj ISExh°bOt221 C h R tI I . ras aesa rr ca egments
Section Crash Rate to Crash/Crit Crash Rate

(by Milepost) Total Crash Critical Critical Rate Rank Rank
Start Stop Seqment Landmarks Crashes Rate Rate (Crash/Crit) (1=worst) (1:o:worst)

166.56 166.85 II Joplin Rd 143 1408 554 2.54 1 1
184.56 184.85 VII Cooper Rd/Sacramento DrlWoodlawn Shopping Ctr 212 1165 554 2.10 2 2
176.16 176.45 IV Gordon Blvd 121 615 327 1.88 3 15
186.96 187.25 VII Mt. Vernon Hwy/Rt. 235/Buckman Ad 241 608 500 1.86 4 16
175.26 175.55 IV Marumsco Shopping Ctr/Mt.Pleasant Dr & Mary's Way 195 9n 554 1.76 5 3
174.06 174.35 IV Featherstone Rd/Prince William Plaza 186 940 554 1.70 6 4
171.96 172.25 III Neabsco Mill Rd 152 860 554 1.55 7 5
191.16 191.45 VII Huntington Ave/Ft. Hunt Rd 218 694 500 1.39 8 8
182.46 182.75 VI Backlick Rd 154 749 554 1.35 9 6
186.06 186.35 VII Mount Vernon Shopping Ctr . 157 704 554 1.27 10 7
190.26 190.55 VII N. Kings Highway/Shields Ave 190 631 500 1.26 11 13
175.86 176.15 IV Occoquan Rd 132 681 554 1.23 12 9
174.96 175.25 IV Longview Or 132 681 554 1.23 13 10

184.86 185.15 VII Engleside Plaza 138 675 554 1.22 14 11
173.76 174.05 IV Opitz Blvd 131 666 554 1.20 15 12

189.36 189.65 VII Beacon Hill Rd 201 616 513 1.20 16 14

187.86 188.15 VII Boswell Ave 182 545 500 1.09 17 19

189.06 189.35 VII Memorial St 190 547 513 1.07 18 18

185.46 185.75 VII Green Leaf StlMoxley Trailer Park 128 571 554 1.03 19 17
NOTES:

1) Accident informationprovidedby the Virginia Departmentof Transportation. tor the years January 1, '990 to October 31, 1995.

2) Numberof accidents was tabulatedevery 0.3 mile lor the period 1/1/90 to 10131/95.

3} Crash ratesare crashes per 100 millionvehicle miles traveled.
4) Volumes used to compute crash rates are a combinationof VirginiaDepartmentof Transportation and TransCore data.

I5) Critical rates provided by the Virginia Departmentof Transportation are 1993 data segregatedby facility type.

Exhibit 2-22 Crash Rates at Selected Signal Controlled Intersections

Segment
No. Intersection

Total
Crashes

Annualized
AVQ. Cr/year

Crash
Rate

1/ Joplin Road (619)
III Neabsco Mill Road (638)
IV Longview Drive (1279)

V Telegraph Road (611) and Old Colchester Rd. (611)
VI Backlick Road (617)
IV Occoquan Road (253)

VII Buckman Road (S.) (836)

III Neabsco Road (610)
II Dumfries Road (234)

VII Mt. Vernon Highway (235) and Buckman Road (N.) (836)
VII Ft. Hunt Road (629)
VII Boswell Avenue (826)
IV Gordon Boulevard (123)
IV Opitz Boulevard (2000)
II Graham Park Road (1107)

79
107
113

95
89
79
67
55
52
91
96
88
60
66
23

22
30
32
27
25
22
19
15
15
25
27
25
17
18

6

2.12
2.04

1.96
1.48
1.42
1.40
1.26
1.11

1.09
1.05
1.03
1.03
1.00
0.96
0.95

NOTES:

1) Crash information provided by the Virginia Departmentof Transportation, Ior tne years January 1. 1992 to July 31, 1995.

2) Crash rates are crashes per 100 millionenteringvehicles
3} Volumes used to compute crash rates are a combinationof Virginia Department of Transportation and TransCoredata.
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TRANSIT/RIDESHARING
Rail

This section presents an inventory and assessment
of the existing transit services in the Route 1 Study
Corridor.

The following section summarizes rail services
provided by Metrorail and VRE.

Overview of Transit Characteristics Metrorail

Overall, the Route 1 corridor has a relatively good
~evel of transit coverage. Demand for existing service
IS below transit capacity. The transit services and
programs are radially oriented to the Pentagon and
D.C. core areas. Existing and recently added routes
serve short commutes and general-purpose non-work
trips along sections of the corridor.

Within the corridor, Segment vn has the highest
level of transit service. Metrorail, Fairfax Connector
and Metrobus service serve this segment. Segment I in
Quantico represents the other end of the spectrum; only
VRE commuter rail and one bus route serve this area.

Inventory of Existing Services

The Route J corridor provides transit services that
include fixed-route bus service, route deviation bus
service, Metrorail, Virginia Railway Express (VRE)
com~uter rail, and ridesharing. Commuter express
service from park-and-ride-Jots and paratransit service
~s ~lso p~ovided. Exhibit 2-23 provides summary
information for each of the transit services within the
study area for the entire corridor. Exhibit 2-24 shows
the major transit routes and park and ride lots in the
study corridor.

Metrorail provides heavy rapid rail service to/from
Huntington and Franconia/Springfield Stations and
destinations in the Washington metropolitan area.
Huntington Station is the southern terminus of the
Yellow Line. The Franconia/Springfield Station
opened during the summer of 1997 and is the southern
terminus of the Blue Line. Exhibit 2-23 shows the
service characteristics of the Mctrorail service at
Huntington and Franconia/Springfield Stations.

Virginia RailwayExpress

Virginia Railway Express provides weekday commuter
rail service between Fredericksburg and Union Station
in the D.C. core. Currently, there are four stations in
the Route 1 Corridor from Quantico to Lorton. Daily
ridership within the corridor is approximately 2,400
passengers a day. Exhibit 2-24 shows the VRE rail
line and the stations in the study area. Service is also
provided at the Franconia-Springfield Station.

Bus

This section provides an overview of the bus
service that is provided by Metrobus, Fairfax
Connector, and PRTC. These operators provide
service on 23 bus routes.

" SfTExhibtt 2 23 S

Source. Metrorail, VRE. Metrobus, Fairfax Connector & PRTC Timetables.

I . ummaryo ranslt ervices in the Study Corridor
ODerator RoutelStation General SDan of Service Genera' Headway in minutes Fare

Metrorail Huntington, 5:30 AM - Midnight 12 ·16 $1.10 - $3.25

~RE ~---
FranconialSprinafield
Quantico. Rippon 5:43 AM - 7:45 PM Scheduled Trains $4.75' $5.55
Woodbridge, lorton.

Metrobus
FranconialSprinQfield
9A-G Varies 30 -60 $1.10 - $2.15

~,!~,!-x~_g9~nec:iQr =l1Y AM & PM Peak Periods 30 $2.20 • $3.25
101 - lOi Varies 30 $0.50
303 AM & PM Peak Periods 30 $1.00 • $2.05

[P'RTe _.- --~ ------

pmniRide
Triangle! Oumflies! Marumsco N/A 1 AM trip $5.00

PRTcoinnii..Tr;k~-- Dumtnes --7:"30- AM • 6:00 PM
1 PMtriD
~5 $0.75

PRTC OmniLink-~-
-'!"-0.9.QQ!i~
To Woodbridge and Rippon 5:15 -7:30 AM

Feeder
30 $0.75 or free with

VRE Stations, from Route 1, 4:30·8:00 PM 30 ·60 VRE ticket
Lakeridge, Dale City, and
Montclair

, .

2-33



Exhibit 2-24. Major Transit Routes in the Route 1 Corridor

WOODLAWN TO ALEXANDRIA

o FORT BELVOIR

LORTON

LEGEND

CORRIDOR CONDITIONS

Gap in Bus Service

Gap in Bus Service

WOODBRIDGE

o CHERRY HILUNEABSCO

TRIANGLE/DUMFRIES

QUANTICO

P RTC Ornnikide Express Bus

OmniLink Bus

PRTC OmmLink Feeder Routes

VRE Station

Park-and-Ride Lot

CJ Metrorail Station
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Route 1 Corridor Study
Fairiax (//1(/ Prince Wi/lium C"unll/!'\

Metrobus
Omnil.ink Feeder Routes

The Washington Metropolitan Area Transit
Authority (WMATA) operates local and express
service on two bus lines, #9 and #11, with a total of 8
routes in the corridor. Approximately 3,900
passengers are carried each weekday.

PRTC operates feeder services that provide free
service to the Woodbridge and Rippon VRE stations.
Service operates in the morning from 5: 15 to 7:30 AM
and in the evening from 4:30 to 8:00 PM.

Fairfax Connector Omnil.ink Flexible Routes

The Fairfax Connector operates eight routes that
provide local service within the corridor. Exhibit 2-23
shows the service characteristics for Fairfax Connector
routes in the Route I Corridor.

PRTC

The Potomac and Rappahannock Transportation
Commission (PRTC) serves Prince William County,
and several other jurisdictions not in the study area.
PRTC provides commuter bus service to downtown
Washington, D.C. and the Pentagon along Route I and
1-95 on OmniRide. PRTC also provides feeder bus
service to Rippon and Woodbridge VRE stations on
OmniLink. OmniLink Flexible Routes also provide
service in the corridor.

Omnikide

PRTC operates two OmniLink Flex routes in the
corridor. The flex routes are designed to improve
access for passengers that are not able to access bus
stops. Passengers can either board at an existing stop,
make a same day two-hour minimum advance
reservation with PRTC if they live along a pre
determined corridor, or make a standing order if the
trip is made repeatedly. The one-way fare is $0.75.

Bus Stop Inventory

The Route I Corridor has approximately 90 bus
stops. Each of the bus stops was categorized as either
good, fair or poor based on the amenities and
conditions of the bus stop. Only nine bus stops have
either a bench or a shelter, and nearly 50 percent of the
stops were categorized as poor. The following are the
criteria for each category:

PRTC operates one OmniRide route that has one
A.M. and P.M. trip to/from Triangle/Dumfries/
Marumsco to the Pentagon, the McPherson Square
Metrorail Station and the State Department. One-way
fare for the trip is $5.00. Ten tokens can be purchased
for $35 representing a $1.50 discount per one-way fare.

• Good - concrete pad and a shelter
• Fair - sidewalk and/or concrete pad
• Poor - no sidewalk or pad

Exhibit 2-25 lists bus stops by segment and
categorizes them into the three categories. A typical
example of each category is shown in Exhibit 2-26.

tb SR tId R tiAIE hibit 2 "5 S" d B StX I I - ..._. rgne us ... ops one ou e an a mgs v eamen
Percentage of

Number of Signed Percentage for each Segment!)' Ratin!L Total Stops along
Segment Stops by SeQment Good Fair Poor Route 1

I. Stafford/Pnnce William line to Joplin Rd. 0 0% 0% 0% 0%
II. Joplin Rd. to Dumfries Rd. 7 0 57 43 8%
III. Dumfries Rd. to Dale Blvd. 5 0 60 40 6%
IV. Dale Blvd. to Occoquan River 1 0 0 100 1%
tv. Occoquan River to Teleqraph Rd. 6 0 33 67 7%

tvl. Telegraph Rd. to S. Rt. 235 3 33 33 33 I 3%.
VII. S Rt. 235 to Cameron Run 68 12 43 4~:/~-~-+--- 17~~70--Totcii-------------- ---_.'

90 10% 43%

Source: TransCore licld survey March, 1996.
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Exhibit 2-26. Graphical Representation of Bus Stop Rating

Picture 1
"Good"

Picture 2
"Fair"

Picture 3
IIp I'oor
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Fairia« and Prince Willlum Counties

Park-and-Ride Lots

The Route I Corridor has 10 park-and-ride lots
that provide parking and transit services for
commuters. These lots provide nearly 2,600 spaces
and have a usage rate of 77 percent. Exhibit 2-27
shows the location and usage rate for the park-and
ride-lots.

Exhibit 2-27a. Route 1 Corridor Park-and-Ride Lots

In addition to this, VRE and Metrorail also provide
five parking lots. These lots have 4,200 spaces with an
86 percent usage rate.

Usage Date
Segment Name Capacity Use Rate Observed Location

II Dumfries Shopping 55 20 36% 10/31/95 Intersection Rt. 1 & Graham
Center Park Rd.

II Triangle Commuter 29 36 124% 10/31/95 VA619&US 1
Lot

III K~Mart, Dale City 92 47 51% 10/31/95 Intersection Dale Blvd. &
Gideon Dr.

IV Featherstone Square 15 0.00 0.0% 10/31/95 Intersection Rt. 1 &
Featherstone Rd.

IV Hechinger's - 385 384 99% 11/01/95 Intersection At. 123 & Davis
Lakeridge Ford Rd.

IV Horner Rd. 445 546 122% 11/02/95 Horner Rd. (VA 639) at 1-95
Commuter Lot

IV 1-95/123 Interchange 700 95 13% 09/22195 Intersection 1-95 & Rt. 123. Exit
160

IV Marumsco Plaza 200 92 46% 08/01/94 US 1 & Longview Dr.
IV Potomac Mills Mall 569 660 116% 11/03/95 Potomac Mills Circle

(eastside)
V Lorton Park & Ride 100 131 131% 05/31/94 Lorton Rd. & Gunston Cove Rd.

Total 2.590 2,011 77%

Source: Virginia Department ot Transportation

Exhibit 2-27b. Rail Station Park-and-Ride Lots
Operator Station Capacity Use Usage Rate Connecting Services
Metrorail Huntington 3090 2997 97% r~~Qtrobus (9 A-C)

Fairfax r:;onnector
(101-110)

VRE Quantico 100 N/A N/A PRTC Flex (1 route)
Rippon 300 209 70% PRTe Feeder (1 route)

-- Woodbridqe 558 276 47% PRTC Feeder (3 routes)
Lorton 200 66 33% Fairfax Connector (303)

Total 4248 3548 86%

Source: Fairfax County Park-and-Ride Inventory, 1995.

Virg inia Railway Express Marketing Department. May, 1995.
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Ridesharing

PRTC and Fairfax County provide ridesharing
services to commuters. Ridesharing includes carpools
and vanpools. Fairfax County has four vanpools that
travel between Alexandria and D.C. and one to Crystal
City. PRTC has vanpools operating from Prince
William County to downtown D.C., the Pentagon, and
Bolling Air Force Base.

Paratransit Service

The definition of transit service coverage is based
on the following:

• Poor - Large parts of the corridor Jack transit
service;

• Fair - Sections of the corridor lack transit service;
• Good - The corridor has good transit coverage but

additional service hours are needed;
• Excellent - The corridor has good transit coverage

and service hours meet demand

Paratransit service is operated for passengers 65
years and older and for those with disabilities.
Paratransit service is operated in Prince William
County by the Association for Retarded Citizens
(ARC), Community Services Board (CSB). Didlake,
Inc., Prince William Area Agency on Aging (AAA),
and Prince William County Department of Social
Services (DSS). MetroAccess and Fastran provide
Fairfax County paratransit service.

The following is a summary of existing transit
issues along the corridor.

• Signed bus stops, waiting areas need to be
improved, and pedestrian access and safety issues
need to be addressed.

• Good coverage is provided by bus, heavy rail and
commuter rail service. Most major residential
areas and activity centers are served.

Assessment of Transit Service

• Prince William County segments of the corridor do
not have the densities needed to support traditional
fixed route transit service.

• PRTC has implemented non-traditional transit
service to provide service in areas with low
density.

• The span of service and frequency of service on
the weekends is a problem for the transit
dependent.

• Improved transit connections need to be made
between PRTC local service and the Fairfax
Connector and Metrobus services in the Ft. Belvoir
area and between the Lorton VRE Station and Ft.
Belvoir.

• Some areas have good seamless transit connections
that allow passengers to transfer from one system
to another [0 complete their trip.

• Weekend service coverage is inadequate,
especially in Prince William County.

Exhibit 2-28. Summar)' of Transit Service
AI RIb S

Exhibit 2-2~ is a summary of transit coverage for
each segment in the corridor.

Coverage oog oute V egment
Transit
Service

Segment Coveraae Comments
Segment I Fair Passengers cannot board or alight

on Quantico Marine Base.
Segment II Good ----- i Additio-nal service is needed on

~OmoiR,de and additional P.M.
service on Flex route

Segment III Good-- ---- OmniRide only provides one Ali-
I and one P.M.trip.___ ______

Segment IV Good 1-Noservice-along Route 1 Into

- - ~-

Fairfax Counjy.:_________~_ __
Segment V Poor : No -connection between PRTe and

i
Fairfax Connector services.

I No routes from lorton VRE Station
I to Ft. Belvoir.

No feeder bus service to Lorton

---------~--
VRE Station.

Segment VI Fair -The-southernhaTfoTthe-segrT)ent-~-

: has no transit service due to low
-------_.__.- ---_._-- -- -

tFOPulation deo_s~l'c___.. __
Segment VII Good - Pedestrian facilities need

, improving. Limited weekend PM
bus service.
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ECONOMIC CONDITIONS

The following sections describe the economic
conditions in the Route I study corridor.

Overview

Route 1 is a multi-functional, north/south
transportation route. It carries commuter traffic and is
a local arterial that serves a multitude of commercial
and residential uses within the corridor.

Land uses immediately adjacent to Route 1 are
predominantly commercial and consist largely of
uncoordinated retail serving the local market, with a
moderate number of new office buildings in the
northern sector. Housing types vary widely and
include low density, single family detached units and
townhouse neighborhoods, high rise apartment
buildings, and mobile home parks.

Before 1-95 was constructed in the 1960s, Route 1
was the major north/south transportation route for the
entire east coast. Accordingly, relatively large
volumes of traffic were handled. and this facilitated the
development of strip shopping centers, hotels/motels,
and gas stations to serve the long-distance through
traveler. Many of these hotels/motels were constructed
before 1970. Due to the shift in use from major
north/south transportation route to a commuter and
local arterial route. demand from through travelers has
decreased dramatically.

As a resu It. establishments along the Route 1
corridor now primarily serve the local community and
commuters. Due to the shift in demand characteristics,
a number of the hotels/motels located in the Route I
co~ri~or are no longer operational. These existing
buildings generally represent potentially significant
development and revitalization opportunities.

The most recent large-scale economic
development projects have occurred primarily in the
sectors of the Route I corridor just south of the
Occoquan River. Mixed-use residential developments.
such as Belmont Bay in the Woodbridge Area. coupled
With other commercial and residential developments
such as Southbridge, the Market at Opitz Crossing,
Potomac Professional Village, and the 2200 Opitz
~oulevard Office Complex, have had a significant
1mpact on the character and the market's perception of
these sectors.
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Summary of Existing Problems

Due to the diverse nature of the Route 1 corridor,
there are both limitations to, and opportunities for.
economic development. Generally, the entire corridor
has undergone a shift in market orientation to reflect
the shift from the primary north/south transportation
route for the entire east coast to that of a local and
commuter route. This shift has contributed to the
presence of a multitude of blighted properties
throughout the Route 1 corridor. The prior orientation
to serving the long distance through traveler has
resulted in obsolete development patterns and overall
poor physical appearance.

Quality large scale commercial development in the
northern sector has been hindered by difficulties in
consolidating small properties; by the limited depth of
the properties. which are bounded on the rear by
residential properties; and by a number of
environmentally sensitive areas.

A second major constraint to economic
development is east/west access to the Route 1
corridor. The Potomac River restricts access to the east
and only limited access is provided to the west in the
northern portion of Fairfax County.

The Route 1 corridor also suffers from a negative
image in the development community due to a
perceived crime problem, obsolete development
patterns, and poor overall physical appearance. This is
particularly true in the northern sectors and in the
Triangle/Dumfries sector.

The sectors in close proximity to the Potomac
Mills Outlet Shopping area have experienced a
substantial negative impact in retail demand. The
presence of this large-scale shopping center has
decreased the likelihood that retail centers located in
the Route I corridor will appeal to consumers who do
not reside in close proximity or use Route I for
commuting purposes. As a result, the majority of
existing uses are oriented to area residents and
commuters. This orientation has led to the
proliferation of strip retail, fast food restaurants. gas
stations, and similar retail services, which typically
represent disjointed development. This has contributed
to the problem of assembling large tracts of land for
development and to the overall perception of the area.



Description of Segment Characteristics

The following is a description of the economic
characteristics of each sector of the Route 1 corridor
from its southern boundary at Quantico Marine Corps
Base to the Capital Beltway in Northern Virginia.

Segment 1- Quantico (Stafford County Line to Route
619)

The Quantico Marine Corps Base and Locust
Shade Park make up this entire sector. As such,
economic development is not possible in this sector
because of its use as a military base or recreational
facility.

Segment II - Triangle/Dumfries (Route 619)

The Triangle Area, located north of Route 619,
generally consists of fast food restaurants, gas stations,
strip retail, and other commercial establishments,
including used car lots and junkyards, and a moderate
amount of low-income housing.

Due to their close proximity to the entrance to
Quantico Marine Base and Interstate 95,
establishments located in Triangle are largely oriented
toward serving military personnel, as well as Interstate
95 travelers and Route I commuters.

The Town of Dumfries is located in the northern
end of this sector, which includes a split in Route 1.
Dumfries primarily consists of strip retail
developments, mobile home parks and other low
income housing, used car lots, mobile home sales and
service, and a moderate amount of office space. There
are tracts of land currently available in the 3-6 acre
ranges. The Weems Botts Museum is located in the
west side of the split of Route I.

This area's problems include a confusing traffic
pattern and blighted and vacant properties.

Segment III - Cherry Hill/Neabsco (Route 234 to
Dale Boulevard)

The area just north of Route 234 consists mostly (If
large tracts of available land. Included in this area is
Southbridge on the Potomac. located on the Cherry
Hill Peninsula. This 2,SOO-acre site includes plans for
7,000 residential units and 4.2 million square feet of
non-residential uses. Thirty-nine acres of land zoned
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B-1 fronts Route I at the community entrance.
Construction for Phase I of this development is
underway.

North of the Southbridge development, the
frontage on Route I is characterized as primarily
wooded and undeveloped. There is a substantial
amount of adjacent residential development along the
Corridor before the River Oaks Shopping Center.

The River Oaks development includes the River
Oaks Shopping Center and single family townhomes.
This quality development is fairly representative of the
entire segment in terms of the quality and type of
recent development, which is primarily residential with
a moderate amount of commercial uses.

There is a substantial amount of available,
undeveloped land just north of the River Oaks
development. There are a number of residential
developments in this area, including Fox Run, Village
Gate, Georgetown Village, Riverwoods Apartments,
and Newport Estates. In addition, Leesylvania State
Park is located to the east of Route I.

The Prince William County Service Building is
located on the west side of Route I.

The area adjacent to Neabsco Mills Road (Route
638) consists largely of car and boat dealerships.
Route 638 leads to Interstate 95 and the Northern
Virginia Community College and Route I. North of
the intersection of Neabsco Mills Road and Route I is
a substantial amount of land for sale and other
undeveloped tracts of land not currently on the market.
This area is generally characterized as rural and hilly

Rippon Landing, a residential development of
apartments and town homes, is the primary
development in the northern end of this sector. Rippon
Commuter Rail Station is located off of Featherstone
Road. This facility's access and visibility are
considered poor.

The Cherry Hill area of this segment is
experiencing the greatest amount of economic growth
in the Route 1 corridor. 1t otTers the greatest potential
for sustained growth due to the substantial amount of
available land.
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Segment IV - Woodbridge (Dale Boulevard to the
Occoquan River)

The southern end of this sector is anchored by the
Market at Opitz Crossing, located at the intersection of
Route 1 and Opitz Boulevard. Phase I of this
development consists of approximately 150,000 square
feet of retail space anchored by a 54,000 square-foot
Safeway. Phase II will consist of an additional 70,000
square feet of retail and 130,000square feet of office
space.

Potomac Mills Outlet Shopping Center is located
west of Route I via Opitz Boulevard. Potomac Mills
has had a substantial impact on retailing in this sector
of Route 1as well as the sectors to the south and north.
As a result of this impact and the shift in orientation of
Route 1 due to the presence of Interstate 95, the focus
of recent retail development has been on local serving
establishments such as grocery stores, and video rental
establishments. In addition, a proliferation of fast food
restaurants and car dealerships has located in this area.

The impact of Potomac Mills is particularly
evident in the older retail centers such as the Prince
William Plaza, which currently has space available for
lease.

Adjacent to Longview Drive is the Marumsco
Plaza. The area just north and south of Longview
consists of a high concentration of residential and strip
retai I development.

Recent developments within close proximity to
Route I in this sector include the Potomac Professional
Village located at 1900-2100 Opitz Boulevard. This
development is a 100.000 square-foot office complex
of 25 office buildings. Suites are currently available
for sale or lease. In addition. the 2200 Opitz Boulevard
Office Complex has three separate buildings consisting
of 45.000 square feet.

Belmont Center is located just east of Route I
between the Occoquan River and Dawson Beach Road.
This 323-acre development is a multi-use project to
include up to two million square feet of office and
retail space, residential units, 600 senior housing units,
a marina. and a hotel.

The Woodbridge Commuter Rail Station is also
located at this intersection. There is a high
concentration of commercial and residential
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development in the immediate vicinity. Several
marinas operate below the Route 1 bridge.

Similar to the Cherry Hill area, this sector has
begun to see quality economic growth. This growth
should continue as developments such as Belmont Bay
continue to evolve.

Segment V - Lorton (Occoquan River to Telegraph
Road)

The southern end of this sector is primarily
characterized as industrial. A tract of approximately
100 acres is now for sale on the west side of Route I.
There is currently a golf driving range on a portion of
the frontage of this tract. The area also includes the
Lorton Industrial Center, low income housing, and a
limited amount of commercial development such as
junkyards, auto supply and boat sales establishment
and a substantial amount of undeveloped land.

At the intersection of Route 1 and Gunston Cove
Road is Gunston Square, a relatively new townhouse
development. Further north, the Lower Potomac
Pollution Control Plant is located on the east side of
Route I.

The northern end of this sector has a substantial
amount of residential development and a sizable
amount of undeveloped land.

The D.C. Department of Corrections Facility
represents a significant redevelopment opportunity if
plans go forward to relocate the facility and redevelop
the tract of land that it currently occupies.

Segment VI - Fort Belvoir (Telegraph Road to Route
235 South/Old Mill Road)

This segment primarily consists of Fort Belvoir.
which includes the Davison Army Airfield. Mount
Vernon Lifecare Retirement Community is located on
the west side of Route I in the southern part of this
sector.

In the areas near Backlick Road there is a small
amount of strip development and low-income housing.
The Fairfax County Parkway connects to I·95.

The northern end of Fort Belvoir primarily consists
of open green space. Woodlawn Plantation is located
on the west side of Route 1 just past the exit from the



northern end of Fort Belvoir. Because there is limited
development along Route 1 due to the presence of Fort
Belvoir, the segment receives little spin-off economic
impact from Woodlawn Plantation or from nearby
Mount Vernon.

Segment VII - Woodlawn to Alexandria (South
Route 235 South/Old Mill Road to Route 235
North/Buckman Road & North - Route 235
North/Buckman Road to Alexandria City Line)

Since 1985, over $380 million in new investment
has occurred in this segment of Route I. Much of this
development can be attributed to the efforts of the
Southeast Fairfax Development Corporation (SFDC).

According to the Fairfax County Police
Department, 23% of all serious crime in Fairfax
County occurs within this sector of the Route I
Corridor.

There is a substantial amount of tourist activity at
the southern end of this area since Woodlawn
Plantation and Mount Vernon are both located nearby.

The Woodlawn Community Business Center
consists primarily of three shopping centers located on
the west side of Route I. These centers include
Woodlawn Shopping Center, Engleside Plaza, and
Sacramento Center. The east side of Route I is
primarily strip commercial uses, including fast food
restaurants, auto repair establishments, and converted
residences. Pear Tree Village is a newer development.
Tenants are primarily locally oriented retail and service

_. businesses.

The area between the Woodlawn Community
Business Center and Hybla Valley/Gum Springs
Community Business Center is characterized as
primarily residential.

The southeast portion of this business center
includes the Gum Springs Redevelopment Area, which
consists of 32 acres planned for residential
development, office, and commercial uses.

Hybla Valley/Gum Springs Community Business
Center includes the Mount Vernon Plaza and South
Valley Shopping Center. Combined, these two
shopping centers provide over 550,000 square feet of
retail space. The South Valley Center, which was
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recently renovated, is in better condition than the
Mount Vernon Center.

Beacon/Groveton Community Business Center
includes the Beacon Mall (an enclosed shopping
center), the Service Merchandise Center, the Metrocall
office building, and an abundance of strip retail uses,
including gas stations, motels, banks, and auto-related
business. The shallow depths of the properties limit
development on the east side of Route 1. The
underutilized Groveton Redevelopment site south of
the mall has experienced little commercial
development in the last decade.

Penn Daw Community Business Center includes
the Penn Daw Shopping Center. Builders Square
Center, World of Ford auto dealership, and
neighborhood and community-serving retail
establishments. In addition, there are residential
neighborhoods east and northwest of the Penn Daw
Community Center. A small number of office
buildings are located in this area as is the Huntington
Metrorail Station. This area includes a substantial
number of high-rise apartment buildings and residential
neighborhoods.

The North Gateway Community Business Center
is the entry point to Route I from point's north
including Washington, D.C., the City of Alexandria,
and the Capital Beltway. This area is characterized by
high-rise residential buildings, office buildings, auto
dealerships, gas stations, and hotels.
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ENVIRONMENTAL RESOURCES

Exhibit 2-29 highlights the significant cultural,
historic and environmental resources in the Route 1
corridor. A detailed inventory is included in Appendix
D.
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Exhibit 2M29. Environmental Inventory
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/UTURE BASELINE CONDITIONS

To provide a mutual understanding of future
conditions and a basis for comparison, a Baseline case
for 2020 was evaluated. The study team used the
Metropolitan Washington Council of Governments
(MWCOG) Cooperative Forecasts (Round 5.3) as the
source for expected population and employment
changes in the corridor.

In addition to the MWCOG forecasts, the study
team made certain Baseline roadway network
assumptions. Under this scenario, no projects along
Route 1 are assumed to be constructed except those
already funded. On other facilities in the region,
transportation improvements are assumed in
accordance with the Constrained Long-Range Plan
(CLRP) and the Transportation Improvement Program
(TIP).

The projects in the Baseline scenario include
widening of Route 1 through the Telegraph Road,
Pohick Road, and Lorton Road intersections, and the
addition of left-turn lanes at Woodlawn Road and
~uckman Road in Fairfax County. Prince William
.ounty Baseline improvements include improvement
of the vertical alignment of Route I between Canal
Road and Stage Coach Road. raising and widening the
Neabsco Creek Bridge, and widening of the
southbound lanes of Route I on Main Street in
Dumfries.

Programmed Improvements (Funded)
Facility Lacalion ~

FAIRFAX COUHTY

1 Route' AI Buell..." RON SOuth A4d /e1l11Xtl le""6

2 Rout. I AI Wood~WI> Ra.d Add ifilllum 'an. noll/lbolJlJd

S Beula" 51 T.I~.aph RoW to F.,nCOni. Road Wid.... to alan..

4 Fal<l.. County Pl<wy. Ro... I to 1-95 Conll1'ucl4 laoo ",,,"'ay

6 11lleglaph Road Routo 1 to Beul." Str..t WId..-toalan".

• VRECommuter Ret Fr_""koburg 10 W..llin~on.D.C. Traclcand alg....llmplOllom.nt.

7 LOl1On Road 511V._ Road10 !lOUlo1 WId.nlO~lan..

• Pohic.Roa<l Roiling Road 10 South Run Road Imp"",o 2....NI ",odway.
p.rtlally 00 NI.. aI9""'''''

" Roling Road j·95 10DttIongOrlva WIlwl to 4 lao..

10 F'r."com.·Springheid fianct:JflUJ·Sprlngireid PkWy. CotlllnJcl MIIfro ...~ SfJIlicm
T"/I6POIIol.:", C, ..., atFIOfII/... CJr/tIe with 4000 p.ric"'9 ,pacu .nd

construel VREcommut... "'''.I.,ion w~h 200 parking "",eo.

11 FraflCOllUJ·SprirlgJield PkWy ~t F/'O",., Drive Con'Ir1JCIInI""'h."fI" (cOt7lf'W'e)

f2 HtSll-.c9511·395 1-495to Frana>nI•• Spnngll8ill Pkwy. Rocon&1ruet Inla,change(oj

13 /-9.511-495 AI Clermont Ontl, Conll/rlJCtInterch.nfl"

PRINCE WlLUAM COUHTY

6 VRE Commuler Rd Froderlc..burg '" Waahlngt<ll'.D.C. Trac. anallgnal'~....eml

14 Dal.Elvd. NeabtICOMilloRoad to Roulo I COI'Islrueta IiInll roa<tot.y

1& Raul. 1 At Neab8co Crao. RllPlllcobridge • 61.n05

l' Careoal Dr Gr""""",nl Dr1Yo 10 Roul. 1 Wid", to .-6 Ian"....altgn to
Naal>acoRood

17 Roul.234 .·95 10Rout. t Wid... \0 I lanea. r"""""trucl
io...."..n!!" .11·95 and CQfIatrucl
'nllPCl'lan9" al ROUIo 1

1. R"ut.1 Canal Rd. to Old Stago Coach Rd. IRlPrQY••aMIC.'al'!!nm""

1_ Re>uI" 1 SaLJIl'b<JuM Pouum Point Road 10U.n. Road Willenlo41a"".
(Marn SIr."1 (21._ "'ulncourld)

20 Roule 234 Wat_av Dr,to RoYl. 234 Bypass Wi<l""1041a0oa

21 /·1I5 Quanlico C... oIllO Occoquan RIVe, EJtlIllldHOVIa""s

22 /·95 AI Prince Wi/iam Pkwy. Co<tsrrucr fuRifIIfJ"'''''''lJ''

23 Polomac Pkwy. (R""lo Raul' I '0 Che"Y HIli VRE o'allo<1 Construel 2·I.na """"1$ ....a
23IEJIt_ad)

24 VRECommuter R.~ Ch""YH~1 Conol,ucf 1'.... statiOn

Other Planned Improvements Assumed in
Baseline Scenario

(Not Necessarily Funded)
Loealion

11 VRE COmmUhlJRail ftederiCksbuf9 10 W~shlnqr()n. DC ServlC&1ncr'il.a~es. tr~Ck & 5-lgn;;iC

rmprovemants

13 ADu1Q' Al Roul. 123 Cons1rUC1 tnt9rchang9

14 Prince William P\(Wy Cons'rUCl 4; laos road

15 Rlppo081ud. ROut8 1 to RIPPOn VRE Slatk)n CQnstfUCI 2·1~r\4t acG8SS road

16 BBn1\a Fl11gerCilk'j BlVCt OalQ Blvd. to Cardtnal Dr. Construe' 4 lanes.

17 1·95 Quantico Cr8~ 10 Ptlrn:a Wl1liami E:diJ'hdHOVlanas
SianO«!County U""

18 RoUle 123 Routlii!l 1 10 Occoql.l;jlln AN-&r Wid~ to 6 lanes

PRINCE WILUAMCQUNTV

12 Rout.. 123 Occoquan Rivar10 Braddoc. Rd

Widen 104 Ian••

Wid""t04Ian••

Construct ",Ian, roadw'ay

WidonkJllaoe.

ConSlrucl 6 'anes

Widen to 4 lanll$

Widen to 4 [an&$.

Widento6"n..

Widen 10 4 lar'i~ soulhbound.
and J .. nos nort"bou"d

SDrvic.. 'RCrea'S.s. track. & s9'\a1
jmprovem..nl:;

Wid~" to !Ol»'lanes.

Construet HOV ja"".

!HuI• ., 51.to Franconi. Rd

FAIRFAXCOUNTV

1 TlIIegraph Rd.

2 Franc""i. R<I. Cra" R<\10 Taleg."l'h Rd

3 SaYlh van Dotn 5' 1.I"9r..,h R<I_ to
Kings_neV~f1g. Pkwy.

4 Haytlelll Rd 1.1"9,""h Rd. to M.nt:hMlor
Lakes Blvd

5 Woodlawn Road _. 1 to Tolograph Rd

6 F.irl;o. CO\Jl1ty pltwy. Fuller10nRd. to
Francooia-Sprinqlield Pkwy

7 Fairla. County PItwy.l SY"".....""ke, Rd. 10 Front... Or.
Fraoc"ma-Sp"ngl''lk:! P\(wy.

8 POhle' Ad 1-95to R"ule 1

9 Lonon Rd Furnace Rll. \0 Sd."rbrook Rd
Sitv"rbrook Rd. to Raul. I

11 VRE Cornmu,e, Ra,l Fr&d.ncksOO'g 10Washington, D.C.

10 Rout" 1 lorlon Ro.d to T....graph Rd

Other projects which are planned for Route 1 but
do not have funding assigned to them were not
assumed to be constructed under the Baseline scenario.

All other projects currently listed in the CLRP
were assumed to be in place by 2020, regardless of
whether or not funding sources for the projects have
been identified. These projects include widening of 1
95 to four lanes in each direction south to Route 123,
addition of a third high occupancy vehicle (HOV) lane
on 1-95, completion of the Fairfax County Parkway and
Prince William Parkway, and enhancements to service
offered by Virginia Rai lway Express (VREL Exhibit
2-30 shows the locations of projects in the Route I
corridor area assumed under the Baseline scenario.

ItaliCSIndICate pro,tectscompt.eteas at 10/1197
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Exhibit 2·30b. Future Baseline Scenario

WOODLAWN TO ALEXANDRIA

G FORT BELVOIR

LORTON

6 11

~24

LEGEND

CORRIDOR CONDITIONS

WOODBRIDGE

TRIANGLE/DUMFRIES

QUANTICO

Programmed improvement (funded)

Other planned improvements assumed
in Baseline Scenario
(not necessarily funded)

1 Reference number for programmed
improvement
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1 Reference number for planned
improvement

O\!; VRE Commuter Rail Station

{~J MetroraiJ Station
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PROJECTED BASELINE DAILY TRAFFIC
VOLUMES

Increases in population and employment in the
Route 1 corridor will fuel an increase in transportation
demand in the corridor. MWCOG forecasts indicate
that additional development is expected to occur within
and adjacent to the corridor, as well as in Stafford
County. Population in the corridor is forecast to
increase by 86.000 people (from 157.000 to 243,000
people), two-thirds of which occur in Prince William
County. Employment in the corridor is forecast to
grow by Over 46,000 jobs (from 68,000 to 114,000), 70
percent of which will occur in Prince William County.

Daily traffic volumes on Route 1 in 1995 ranged
from 11,000 vehicles in 1995 to over 80,000 vehicles
per day in Segment VII. The busiest sections are:

• the Occoquan River Bridge
• between Pohick Road and Telegraph Road

• between Sherwood Hall Lane and Lockheed
Boulevard

• between Fort Hunt Road and the Capital Beltway

By the year 2020, traffic projections for the
Baseline scenario show traffic increasing on Route I to
a range from 54.000 to over 100,000 vehicles per day.
As shown in Exhibit 2-31, the southern segments of the
corridor will have the largest increases. In 2020. Route
1 in Prince William County will be as busy as the
section of Route I in Hybla Valley is today.

Traffic growth between 1995 and 2020 in southern
Prince William County (Segments I and II) is on the
order of 260 to 300 percent. In Segments III and IV,
(he growth is on the order of SO percent. Traffic growth
at the river crossing is approximately 50 percent.
Traffic volumes on Route I in Fairfax County increase
at a much lower rate. The growth is generally 10 to 60
percent with southern Fairfax growing faster than the
northern part of the study corridor.
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Growth in Route 1 Corridor

Household populalion 1990 2020 Change

Fairfax 110,000 140.000 +30,000 persons
Prince William 47,000 103.000 +56,000 persons

Total 157,000 243,000 +86.000 persons

Employment

Fairfax 42,000 57.000 + 15,000 jobs
Prince William 26,000 57.000 +31.000 Jobs

Total 68.000 114,000 +46.000 jobs

(Based on MWCOG Round 5.3 Cooperative Forecasts)



CORRIDOR CONDITIONS

Exhibit 2-31. 1995 and 2020 Baseline Daily Traffic Volumes

Expected growth in and around the corridor.
Residential Population Changes Employment Changes
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BASELINE YEAR 2020 CONGESTION

Small increases in the capacity of the corridor
coupled with traffic volumes that more than double in
locations would increase congestion in the corridor
both in time and space. In 1995, only the Occoquan
River crossing, the Lorton-Pohick-Telegraph area, and
the northernmost portions of Segment VII had
congestion lasting three-to-four hours per day. All
other locations in the corridor had congestion lasting
for an hour per day or less. Under the Baseline
scenario, congestion will last for at least 6 hours per
day throughout the corridor-from the Stafford
C?unty Li~e to the Alexandria City Line. Woodbridge
will experience the longest congested period with] 2
hours per day.

Exhibit 2-32. Baseline 2020 Hours of Congestion

As a result of this congestion, moving in and
around the Route 1 corridor will become more
difficult. Turns, especially left turns, to and from
Route 1 will be more hazardous with increased
opposing traffic. Delays at some signalized
intersections will grow to multiple cycle lengths.

Exhibit 2-32 shows changes in congestion levels
on Route 1 for the Baseline scenario. For the purposes
of this report, hours of congestion are defined as hours
of the day when the traffic demand exceeds the
capacity of the roadway. Drivers waiting through
multiple traffic signal cycles to clear intersections
characterize this level of congestion.

Segment Estimated Hours of Conzestion
1995 2020 Baseline

1. Quantico 0 6
II. Durnfries/Trianjrle 0 6

III. Cherry HiIJ/Neabsco 0 7
IV. Woodbridge

Occoquan Road I 12
Opitz Boulevard 0 4

V. Lorton
Occoquan Crossing 4 9
Lorton 3 8

VI. Fort Belvoir 0 7

VII. Hybla Valley to Alexandria
South of Route 235 0 7
North of Route 235 0 6
South of 1-95/1-495 4 6
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CHAPTER 3. SUMMARY OF PROBLEMS

SUMMARY OFPROBLEMS

INTRODUCTION

This chapter summarizes the problems in the
Route I corridor. These were developed based on the
analysis results of existing and future baseline
conditions. field reconnaissance, input from the study
Steering, Technical, and Citizens Advisory
Committees, state and local transportation officials,
business owners. and residents of the corridor.

OVERVIEW

The Route 1 corridor serves large volumes of
travelers each day. However, the 27-mile long corridor
has a significant number of problems due to the
manner in which the corridor has evolved over the past
decades. Other than the six-lane, divided segment in
the northernmost 4.5 miles, the roadway is basically a
four-lane undivided facility. The roadway has received
only spot intersection and bridge improvements with
piecemeal frontage improvements over the last 30 to 40
years. Projected increases in travel demand will make
it difficult for Route 1 to function effectively and
efficiently as a transportation facility.

Generally, Route I adequately accommodates
existing travel demand, but the experience in many
sections is uncomfortable for both motorists and
pedestrians. For a signalized arterial, travel speeds are
generally reasonable, but there are several major traffic
bottlenecks and significant potential safety hazards.
Bus and commuter rail transit serves the areas of
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greatest needs, but transit riders must endure poor bus
stop conditions and a lack of continuous local service
in the corridor. Pedestrians face numerous challenges
due to lack of continuous and/or adequate sidewalks.
The chaotic appearance along many sections of Route
I and abutting properties creates a negative image of
the corridor.

These conditions adversely affect not only
travelers, but also the local communities that Route 1
serves. These problems limit community pride and
restrain economic development in portions of the
corridor. In general, Route 1 has a negative image in
the development community.

PROBLEM LISTING

The following pages summarize the problems in
the Route I corridor for these six functional categories:

I. Physical roadway condition
2. Traffic operations and safety
3. Transit/ridesharing
4. Pedestrian accommodations
S. Land use/urban design
6. Economic conditions.

The latter two categories are not strictly transportation
issues, but are influenced by and exert influence upon
the transportation network. They are also issues that
are among the most visible to the users of Route 1.
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PHYSICAL ROADWAY CONDITIONS

The physical characteristics of the Route 1
roadway reflect its gradual, often piecemeal,
development over a number of decades. Some areas
have seen little improvement to the roadway since its
construction in the 1950's. Problems with the roadway
conditions include:

• Inconsistent roadway cross sections and
discontinuous service roads in areas where the
roadway has been widened in installments.

• Roadside traffic hazards such as inadequate
setback of fixed objects near the roadway.
including the piers of four bridges over Route I
(see photo below) and some utility poles.

• Poor conditions of shoulders and ditches. as shown
in the exhibits on the next page.

• Inadequate and inconsistent roadway lighting.

• Sight distance limitations at fifteen locations. The
most serious one is on Route I at the northbound
approach to Pohick Road.

• Lack of lane continuity through Dumfries
(southbound) and through the r-~):'i ink'rL'hange
north of the OC(..·I){-lU~m River where RO\l!L' 1
narrows to one lane.

Fixed objects JIl'l/1" the roadwav, such us the bride« pu:r SI!OH'/l here, present potentia] satctv JUI'::lIrd,.
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SUA/MAR}' OF PROBLEMS

Many ditches art' eroding to the point of destabilizing shoulders and guardrail posts.

~
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!v11l(-11 IJ(Rof/te I has inconsistent cross-sections and lacks left turn lanes.

3-3

,
~ i......,.

It....
.. f



Route 1 Corridor Study
Fairfax and Prince William Counties

TRAFFIC OPERATIONS AND SAFETY

Currently, reasonable travel speeds in many
sections of Route 1 are impeded by delays at several
bottleneck locations. Travel speeds are generally better
in the morning peak hours than in the afternoon peak
~ours-due in part to the increased retail center activity
In the afternoon peak period. However, by the year
2020 under the Baseline scenario, congestion will grow
from a few bottleneck locations to most of the corridor.
Exhibit 3~1 shows the hours of congestion for the years
1995 and 2020.

From a safety standpoint, the section of Route 1
under study has a higher accident rate than other
similar roadways in Virginia. More than 1200
accidents are reported annually along the 27-mile

corridor-an average of 3.4 accidents per day. Within
anyone segment, accident frequency ranges from one
every ten days in Segment I (Quantico) to nearly one
per day in Segment VII (Woodlawn to Alexandria). A
total of 18 sites were identified by the study team as
"high accident" locations; these locations are shown in
Exhibit 3-2.

The biggest single factor in accidents on Route I is
turning movements to and from driveways, especially
those located close to busy intersections. Another
frequent accident type involves left-turning vehicles at
signal controlled intersections without exclusive left
tum phases.

Exhibit 3-1. Estimated Hours of Congestion

-t=:================::::J 1~

20
Hours ofCongeslion Per Day

5 10 15o

/ --

Prince

William Count.'!

Fairfax

COIUln'

LEGEND

c::=:JExisting (1995)

[==:=J 2020 Baseline

3-4



Traffic operations and safety problems include:

• By 2020, without transportation improvements to
Route 1 beyond those currently funded, Route 1
will have an almost continuous series of congested
intersections during peak periods.

• In 1995, traffic bottlenecks during peak periods at
several intersections with Route 1, including:

Telegraph RoadlPohick Road
Route 123 (Gordon Boulevard)
Fort Hunt RoadlHuntington Avenue
Woodlawn Road

SUMMARYOF PROBLEMS

• Diversions of traffic from 1-95 in Prince William
County onto Route 1 slowing traffic and restricting
access to transit stations, businesses and
neighborhoods.

• Backups onto Route 1 from the Woodrow Wilson
Bridge and City of Alexandria restricting access to
businesses and the Capital Beltway.

• Operational and safety problems caused by
numerous access points, poorly delineated
driveways, and uncontrolled parking areas abutting
the roadway.

Exhibit 3-2. High Accident Locations In the Route 1 Corridor

WOODLAWN TO ALEXANDRIA

fb FORT BELVOIR

LORTON

LEGEND

WOODBRIDGE
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Route 1 Corridor Study
Fairfax and Prince William Counties

TRANSITIRmESHARING FACILITIES AND

SERVICES

Existing transit services provide good coverage
and are located in the areas with the greatest needs.
The amount and multiple types of service provide
much of the population of the Route I corridor with an
alternative to the single occupant automobile.
However, some aspects of service should be improved.
The identified problems include:

R

Lack of convenient suburb-to-suburb transit
services fails to serve a growing regional origin
destination pattern.

Limited or lack of off-peak and weekend service in
many areas, especially Prince William County,
leaves many without mobility choices during these
times.

By 2020 without improvements, the congestion on
Route I will impede the movement of buses and
increase transit travel times, reducing transit mode
share by making transit a less desirable option
compared to the single-occupant automobile.

•

•

•

• The poor condition of many bus stops in the
corridor as shown in Exhibit 3-3. Problems
include limited handicapped accessibility of many
stops. inconvenient and potentially unsafe
locations, unpaved waiting areas, lack of
connecting sidewalks, and lack of amenities. The
table below shows a summary rating of bus stops.

Bus Stop atinas
Number of Signed Bus

Fair PoorStops Good
90 SlOpS 9 Stops 39 Stops 42 SlOPS
(100%) (10%) {4J%) (47%)

Gaps in transit service north and south of the
Lorton area: no connections between Potomac and
Rappahannock Transportation Commission
(PRTC) services in Prince William County and
Fairfax Connector or Metrobus service in Fairfax
County.

Lack of transit service to Fort Belvoir from the
Lorton VRE Station or from points further south
make transit access to one of the largest employers
in the corridor difficult.

•

•
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Exhibit 3-3. Typical Bus Stop Conditions in the Route 1 Corridor

+

Lack (~lconnecting sidewalks lind paved waiting areas make using transit difficult.

3-7

SUMMARY OF PROBLEMS



Route 1 Corridor Study
Fairfax and PrinceWilliam Counties

•

PEDESTRIANIBICYCLE

ACCOMMODATIONS

Along an arterial roadway such as Route 1,
sidewalks are important to connect adjacent residences,
businesses, and institutions. Sidewalks also provide
access to bus service along Route 1. However, the
current Route 1 corridor is not "pedestrian-friendly."
Increasing traffic volumes in the future will exacerbate
the problems faced by non-motorized modes of travel
in the Route 1 corridor today.

• Difficulty in crossing Route I as a pedestrian due
to the roadway width and high traffic volume,
especially at night.

Bicyclists use the corridor in a manner similar to
automobile users; as a commuting roadway and as a
path to recreational sites in the Route 1 corridor.
However, bicyclists face challenges similar to
pedestrians:

Most shoulders unsuitable for safe bicycle use.

The sidewalk locations are shown in Exhibit 3-4.
Pedestrians in the Route 1 corridor face challenges
such as:

• Inconsistent and discontinuous sidewalks both
along Route 1 and connecting to adjacent
neighborhoods and businesses.

Exhibit 3-4. Location of Sidewalks

•

•

Numerous driveway entrances creating unexpected
conflict points.

Inconsistent or non-existent off-roadway network.

WOODLAWN TO ALEXANDRIA

\1) FORT BELVOIR

LORTON

" .

3-8
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Sidewall< on Route 1

Sidewalk on Service Road Only

WOODBRIDGE

CHERRY HILUNEABSCO

TRIANGLEIDUMFRIES

QUANTICO



SUMMARY OF PROBLEMS

Lack of side walk forces pedestrian 10 walk in roadway.

Many of the sidewalks 1I1ong ROIl!e J are discontinuous or have obstructions blocking them. Here the sidewalk ends at an
obstruction.

3·9



Route 1 Corridor Study
Fairfaxand Prince William Counties

LAND USElURBAN DESIGN

In the corridor there is little recognition of the
original settlement patterns, historic structures, or the
positive characteristics of the corridor. As a result, few
recognizable places or districts exist. In addition, a
consistent sense of scale is lacking in relationship to
either pedestrians or automobiles. Exhibit 3-5
illustrates urban design features in the Route 1
corridor. Other problems include:

• The poor appearance of Route 1 and adjacent areas
due to deteriorated buildings and under-developed
parcels.

• Chaotic visual environment resulting from
overhead wires and uncoordinated destination and
business signage,

Exhibit 3-5. Urban Design Features

WOODLAWN TO ALEXANDRIA

'!J) FORT BELVOIR ~.

LORTON

LEGEND

• Limited connections for vehicles and pedestrians
between adjacent land uses.

• Numerous access points (curb cuts) exist due at
least in part to minimal parcel interconnection.

• Large expanses of asphalt parking lots between
buildings and Route 1 reduces transit and
pedestrian accessibility and detracts from visual
appearance.

• Minimal amount of road-oriented landscape in the
corridor, except in the northern segment. The
presence of overhead wires creates potential
conflicts with new tree plantings and with existing
native woodlands.

WOODBRIDGE

QUANTICO

CD Existing Community Entrance Signs ® Histone Properties &',';1., Large Areas 01NallVe Womjjands

® Sigmftcanl VLews EXlsung tanoscapa Improl/ements _ cnaonc Visual Enl/lronment
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ECONOMIC CONDITIONS

Generally, the entire Route I corridor has
undergone a shift in market orientation. The market
has shifted over the past decades from the primary
north-south transportation route to a commuter and
local route. While some quality developments have
occurred in the corridor, many problems still exist,
including:

• Negative image of Route I in the development
community due to poor physical appearance and
obsolete development patterns (illustrated in the
picture below).

SUA-1MARY OF PROBLEMS

• Competition for the retail market for Route 1
businesses in portions of Prince William County
due to Potomac Mills/Prince William Parkway
shopping areas.

• Constrained retai I market in northern portions of
Fairfax County due to limited east-west
connections.

• Restrained opportunities for (re)development
caused by difficulties in consolidation of small
properties and limited property depths.

, TL

Lack ()facces~.~"olltrnland lack ofa consistent road edge treatment contribute to a negative image due to poor appearance and
numerous traffic conflict points.
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CHAPTER 4.

INTRODUCTION

PLAN OBJECTIVES AND ALTERNATIVES CONSIDERED

PLAN OBJECTIVES AND ALTERNATIVES CONSIDERED

• Respect environmental and cultural resources.

This Chapter describes the alternative concepts
developed for the Route I corridor and the criteria or
measures of effectiveness (MOEs) used for evaluating
the concepts.

Based on input received from the public during the
initial phases of the study, the study team developed a
set of overall goals that defined the vision of the Route
I corridor in the future. These goals were translated to
a set of-objective groups (OG). Evaluation criteria were
developed to assess how well each concept achieved
the goals of each objective group. The study team
refined the goal s. objectives. and criteria based on
feedback from the Steering, Technical, and Citizen
Advisory Committees.

Based on the goals and objectives, an overall
vision for the future Route ) corridor was developed.
This vision, as well as the need to address existing and
anticipated problems in the corridor, guided the
development of the alternative concepts. The
acceptability and appropriateness of the alternative
concepts were considered in light of file following:

• The VDOT mission of providing a safe and
efficient transportation system for the movement
of people and goods.

• The needs of the traveling public.

• The values and needs of the local communities.

The alternative evaluation process utilized a series
of evaluation criteria to measure the extent to which
each alternative satisfied each objective.

CORRIDOR GOALS

The recommended program of improvements
resulting from the Route I Corridor Study was to
achieve the follmving go~tls:

• Enhance economic vitality.

• Be cost effective.

Some of these goals may be conflicting. For
example, an improvement aimed at entirely alleviating
anticipated congestion may require substantial right-of
way and have direct and indirect effects on other goals
and objectives. Thus, the challenge was to find the
proper balance between these goals.

Based on the goals of the study, a set of seven
objective groups was developed. For each alternative,
all objectives were evaluated so as to understand their
implications. Each of the objectives and evaluation
criteria are discussed in greater detail in the following
paragraphs.

OBJECTIVE GROUPS AND MEASURES OF

EFFECTIVENESS

Under each of the seven objective groups, a set of
MOEs was developed to help quantify the impacts of
the alternative concepts. Some of the measures of
effectiveness were evaluated at the corridor-wide level.
Most of them, however, were considered at the
segment level.

The following sections describe the seven
objective groups and the MOEs under each objective
group.

OG 1. Modal Coverage and Connectivity

This objective group evaluates how the alternative
concepts encourage or provide an alternative to the use
of modes of travel other than the automobile. The study
team assessed how the concepts compared to the
Baseline in terms of the following:

• Pedestrian and bicycle faci lilies.

• Provide a safe and efficient transportation system
with an appropriate balance between the needs of
residents. pedestrians. businesses am! other users
of the corridor.

4-1

• Transit service coverage (which was measured as
the percentage change in population per revenue
mile of transit service).
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• Vehicle miles of travel.

• Vehicle hours of delay.

OG 2. Transportation System Operation

• Transit service performance - measured as the
percentage change in passengers per revenue hour.

OG 4. Environmental Resources

Access management was considered at two levels:
(a) median breaks and (b) privatel commercial
driveway access points. With a continuous two-way
left-tum median lane. there is essentially unlimited
access to roadside developments from either direction.
With raised. rather than painted medians. facility
access management is measured in terms of median
breaks per mile. Commercial and private entrances
were not considered individually. However. to
consider them as a whole. driveway access
management was measured in desired or anticipated
entrances per mile adjacent to the mainline through
lanes.

Each concept was evaluated to assess the rclati ve
environmental impacts. The following environmental
MOEs were considered.

Addressing existing safety deficiencies and
conforming to design standards are qualitative
considerations that go hand in hand. Given the nature
and age of Route I, the application of modern design
standards to the proposed improvements will greatly
enhance the safety of the corridor. This is especially
true of those standards addressing geometric design.
shoulder/berm design, and clear zone features. For the
purposes of this study, final design of the
improvements is assumed to apply to current design
standards and to address the existing safety problems
detailed in the existing conditions assessment.

the Occoquan Crossing
the Capital Beltway.

Hours of congestion - defined as the number of
hours during the day in which traffic demand
exceeds capacity. During congested hours, traffic
on Route I experiences slow travel speeds, stop
and go conditions, and significant back-ups and
delays at intersections. At signal controlled
intersections. it takes a few signal cycles to clear
the intersection.

Peak hour peak direction person throughput 
measured as the total number of people crossing a
specific screenline within a given period of time
(in this case, one hour). Person throughput was
evaluated at two pre-established screenlines:

This objective group differentiates between the
concepts as far as traffic operations are concerned. The
criteria used to measure the extent to which this
objective was met included:

•

•

The first three criteria were evaluated at the
corridor-wide level because it was difficult to quantify

.. these parameters on a segment-by-segment basis.

• Wetland - encroachments were assessed based 011

field reconnaissance and National Wetlands
Inventory Maps.

OG 3. Transportation System Design

The application of fundamentally sound design
principles ensures that a safe and effective
transportation system is provided. This objective group
evaluated (qualitatively and quantitatively) how well
each concept incorporated those design principles.

The MOEs for this objective group were:

• Existing safety deficiencies addressed

• Conformance to design standards

• Floodplain - encroachments were examined based
on the FEMA Flood Insurance Maps and field
reconnaissance.

• Air Quality - the Metropolitan Washington
Council of Governments' (MWCOG) Constrained
Long Range Plan (CLRP) assumes a six-lane
Route I. The plan was tested by MWCOG for air
quality conformity. The two high occupancy
vehicle (HOY) lanes proposed north of Little
Hunting Creek will have to be incorporated into
the MWCOG CLRP model once the
recommendations of this study are approved.

• Access management
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• Water quality - impacts were qualitatively
evaluated using general state guidelines. Best
management practices (BMP) were assumed for
stormwater management. Water quality will be
addressed in detail during final design.

• Wildlife - since all future improvements to Route I
will essentially involve widening the existing
roadway within the existing corridor, wildlife
impacts were not considered to be a discriminating
factor.

• Public Lands and Historic Resources - identified
based on various sources including the Fairfax and
Prince William Comprehensive Plans, Prince
William County Geographical Information System
(GIS) Maps and database, the Commonwealth of
Virginia Department of Historic Resources, and
commercially available maps.

Environmental impacts wi II be considered in much
greater detail during subsequent preliminary
engineering and environmental impact studies. Such
studies will be required before project implementation.
The intent of the environmental assessment for this
study was to assess the relative impacts of the
alternative concepts for critical parameters.

OG 5. Community Impacts

The measures of effectiveness that were evaluated
under community impacts were:

• Displacements - calculated by counting the number
of buildings inside the proposed right-of-way for
the alternative concepts. Displacements were also
assumed when the proposed right-of-way resulted
in insufficient area for parking and there was no
obvious means of re-orienting or repositioning the
parking lots. All displacements were calculated
based on expansion about the existing Route I
centerline.

• Community Character/Structure

• Conformance With Local/Regional Plans

PLAN OBJECTIVES AND ALTERNATIVES CONSIDERED

making the determination included: the width of
the proposed pavement, the addition of landscape
materials, and pedestrian improvements.

• Visual Consistency - qualitatively evaluated
against the desired character of each of the seven
segments. The desired character for each segment
was established at the beginning of the study. An
assessment was made as to whether the concepts
would achieve the desired character completely,
partially, or not at all. Dependent upon the
segment's desired character, factors that were
considered included the addition of trees in a
raised median, the preservation of native
woodlands, and other similar items.

• Conformance with Established Urban Design
Guidelines - involved evaluating the concepts for
their conformance to established urban design
guidelines for communities, facilities, and
streetscaping in each of the two counties.

OG 6. Economic Development

This objective group was developed to evaluate the
impacts of the alternative concepts on the economic
climate of the corridor. The impacts on economic
vitality were evaluated using the following factors:

• Accessibility - measured qualitatively for each
segment and indicated the ease of access to
existing businesses under each of the alternative
concepts.

• Economic Image - an indicator of how attractive or
conducive the segment was for economic
development in terms of its visual image.

• Adjacent Property Impacts 4 an indicator of the
impact the concepts had on property immediately
adjacent to the corridor.

• Overall Corridor Impacts - assessed qualitatively
and indicated how a specific concept affected the
overall economic climate of the entire corridor.

• Visual Character - qualitatively evaluated against
the existing appearance of the Route] corridor.
The underlying question was whether each concept
would make the corridor visually worse, better, or
keep it at the same level. Factors considered in

4-3
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OG 7. Cost

A conceptual set of construction and right-of-way
costs was developed for each of the concepts. The costs
are approximate, given the limited degree of detailed
design developed in the planning study. However, they
do provide a means of comparing the concepts and
give an idea about the level of funding needed to
implement the concepts.

The following costs were developed for the
alternative concepts.

• Capital Cost - including construction and right-of
way

• Operating Cost

• Incremental Phasing Feasibility.

DESIRED FUTURE CHARACTERISTICS

The study team considered the goals and
objectives in light of the identified problems and
established desired characteristics for the corridor. The
following summarizes characteristics that are assumed
to be part of each concept. The different concepts
allow for varying degrees of achieving some of these
desirable characteristics.

• Serves Local and Regional Needs Appropriately
Balances the needs of residents, businesses,
and other users of the corridor
Emphasizes movement of people, not just
vehicles, in the corridor
An improved Route I (not a freeway).

• Continuity
Consistent, appropriate roadway cross-section
within each segment
Smooth roadway cross-section transitions
between segments
Improved appearance am] identity.

• Improved safety
Left-turn lanes
Wider shoulders (in appropriate areas)
Adequate clearances to bridge piers and utility
poles
Safer pedestrian crossings and walkways
Improved lighting.

4-4

• Improved traffic flow
No major traffic bottlenecks
Enhanced access management policies (fewer
and better-defined entrances on Route I).

• Seamless transit service with coordinated
schedules

Local bus service in segments II-VII on Route
1 with no gaps in service and improved travel
speeds
Other services including "non-traditional"
demand responsive transit service
Enhanced VRE commuter rail services and
capacity.

• Continuous sidewalks and/or trails
Improved pedestrian access to local
commercial. institutional, and residential areas
Improved bus stops and access to bus stops.

• Special treatments for revitalization and
historic areas

Landscape materials
Benches, bus shelters, trash cans
Paving materials.

• Continuous landscape improvements
throughout the corridor

Highlighted commercial areas and key
intersections
Linked nodes with plantings.

• Improved signage
Coordinated, adequate destination and
directional signs
Coordinated resource signs for historic and
recreational areas
Appearance and size of commercial signs
Outdoor advertising signs-amortization
program.

• Respect for environmental and cultural
resources

FI istoric places
Environmental and recreational resources.



• Integrated Intelligent Transportation Systems
(ITS)

Variable message signs, overhead cameras,
and traffic detectors on Route 1
Arterial signal system coordinated with
adjacent freeway surveillance on 1-95
Advanced features potentially including "in
vehicle information" and computerized
displays of transit information.

• Ability to accommodate transportation
improvements beyond 2020

Future potential transit facilities
Technology changes.

The concepts that were evaluated are
described in the following section.

4-5
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CONCEPT DEVELOPMENT

Based on this overall vision of the Route 1
corridor, the study team developed a range of concepts.
The initial screening included eight alternatives,
representing varying degrees of roadway and transit
improvements. from this list, alternatives were
combined and some elements dropped (e.g., one-way
service roads) to pare the list of alternatives to four
build alternatives. The concepts were then presented to
the public at information meetings in October 1996 and
subsequently refined based on input received.

Exhibit 4-1. Description of Alternative Concepts

GENERAL DESCRIPTION OF
ALTERNATIVE CONCEPTS

Four alternative concepts were developed to be
compared to the Baseline scenario, and designated A,
B, C, and D. A variation of Concept C, Concept C I,
was added in Segment VII hased on community input.
These concepts represent a range of potential solutions.

Baseline Concept A
Limited Transit Service Improvements Major Transit Service Improvements

Limited Roadway Expansion Minor Roadway Expansion

TRANSIT
Service Limited new transit service Improve and expand existing service into

existing developed areas with little
transit coverage and begin new service to
support growth

Anticipated Conditions
Transit Mobility Declining transit mobility as new growth Largest increase in transit mobility beyond

areas are not served Base/me as additional areas and new
growth areas are served and existing
service areas are better served

Percentage Using Trensit Reduced percentage of people using transit Largest increase in percentage of people
as compared to today using transit

ROADWAY
Added Thru Lane No added through lanes No added through lanes

Median/Left Turn Limited added left turn lanes Add 'eft turn lanes throughout corridor
Treatment with painted medians (Includes

continuous two-way left turn lanes)

Access Management More 'han 50 entrances per mile maximum ~O% decrease In rnaxirnurn frequency of
(Entrances on Route 1) frequency (No reduction in existinq frequency) entrances through Improved detinition

of driveways

Anticipated Conditions
Safety Safety problems extend throughout Ailevintes some safety problems

comdor
Traffle Congestion Congestion problems extend throughout Congestion will remain in many locutions

corridor in corridor
Access Convenient access to many small businesses Convenient access to many small businesses

but numerous driveweys and left turn but numerous driveways and left tum
POints points

Landscaping Limited landscapmg opportunities on Limited median landscapmg opportunities
rcedside and median
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In general, Concept A provides the highest level of
transit improvements with minimal roadway capacity
improvements. At the other end of the spectrum,
Concept D has the highest level of roadway capacity
improvements and minor transit improvements.

The concepts are summarized in Exhibit 4-1 and
are as follows:

Concept A: Includes major transit service
improvements. Roadway improvements are limited to
adding left tum lanes throughout the corridor with

PLAN OBJECTIVES AND ALTERNATIVES CONSIDERED

painted medians. No additional through lanes are
included.

Concepts B, C, and D: Include moderate to minor
transit service improvements. Each concept adds a
through lane in each direction and left turns throughout
the corridor. Some locations have painted medians in
Concept B. Concepts C, CI, and D have raised
medians. Concept Cl is a variation of Concept C in
which no additional lanes are added to the existing six
lane roadway in the northern portion of Segment VII
(north of Route 235 NorthlBuckman Road).

Concept B ConceptC Concept D
Moderate Transit Service Improvements Moderate Transit Service Improvements Minor Transit Service Improvements

Moderate Roadway Expansion Major Roadwav Expansion Major Roadway Expansion

Expand existing service into existing Improve existing service and begin new Maintain existing service and begin new
developed areas with little transit service to support growth service to support growth
coverage and begin new service to
support growth

Moderate increase in transit mobility Slight increase in transit mobility beyond Maintain Baseline level of transit mob/My
beyond Baseline as additional areas Baseline as existing areas are better for existing service areas and serve new
and new growth areas are served served and new growth areas are served growth areas

Moderate increase in percentage of people Slight increase in percentage of people Maintain current percentage of people
using transit using transit using transit

Add a through lane in each direction Add a through lane in each direction Add a through lane in each direction

Add lett tum lanes throughout corridor Add left tum lanes with raised medians Add left tum lanes with raised medians
with raised medians at some locations throughout corridor throughout corridor

Median breaks at many minor streets and Median breaks at major streets and major
some entrances (minimum spacing of entrances only (minimum spacing of 1500
700 feet) feet)

20% reduction In rnaxrrnurn frequency of 40% reduction in maximum frequency Few entrances adjacent to thru lanes
entrances through consolidation of through consolidation of driveways and 20% reduction in driveways adjacent
driveways improved connections between parcels to turning lanes

Afleviates many safety problems in Affeviates safely problems Alleviates many safety problems
sections with medians throughout corridor throughout corridor

Auevietes much traffic congestion Afleviates much traffic congestion Alleviates much trattic congestion

Access to some small businesses in sections Access to some small businesses requires Access to some smalJbusinesses requires
WI(h medians reotures V-turns or access via u-tums or access via side streets but traffic u-tums or access via side streets but
side streets but trattic flow smoothed flow smoothed traffic flow smoothed

Landscaping opportunities increased in areas Landscaping potential maximized Landscaping potential msxtmizeo
with medians
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Roadway Cross-Section

Each Concept was customized to address the
characteristics and issues in each segment of the
corridor. This resulted in eleven different roadway
cross-sections for the whole corridor as

shown in Exhibit 4-2. The numbers in boxes above
each plan view corresponds to numbers shown on the
segment descriptions that follow the next section of the
text.

Exhibit 4-2. Roadway Plan Views
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Exhibit 4-2. Roadway Plan Views (continued)
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Transit

The Baseline retains the same level of transit
service in the corridor as MWCOG's CLRP. Concept
A increases train frequencies and adds longer trains
with bi-level cars on VRE. Demand-responsive transit
is available on a one-hour advance notification basis,
and real-time transit information is available at activity
and transit centers.

Exhibit 4-3. Transit Conce ts

Concept A

Fairtux
C"I/II/\

Concept B adds the same service improvements to
VRE and demand-responsive service as in Concept A.
Transit information is available at activity centers and
via a computer connection.

Concept B

Fairfax

C/lI/IIf\

Legend

Newi'mprovtrd Iransn 0 Transter POlnl • TranStl Center
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Concepts C and D maintain the existing VRE
service headways and have bi-level cars. Concept C
has longer trains, but Concept D does not. Both have
one-hour demand-responsive transit notification.
Concept C has transit information available via a
computer connection, and at activity centers, while
Concept 0 has transit information available only via a
computer connection.

" "1 • ., "" ','~ ,

Concept C

Fairtax

CfIIl/lI\'

Legend

PLAN OBJECTIVES AND ALTERNATIVESCONSIDERED

In addition to the transit service enhancements
described here, Segment VII, where transit use is at its
highest levels in the corridor, includes
accommodations for transit in the median or designated
lanes in the roadway.

The transit assumptions made for the corridor are
shown in Exhibit 4-3.

ConceptD

Fairfax

County

Now/~rt1prmmd 1ransd 0 Trsnster POInl • Transit Genler
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Pedestrian and Bicycle Facilities

All concepts had the same level of pedestrian and
bicycle improvements. A path was added along the
west side of the roadway throughout the corridor.
Sidewalks were added on the east side of the roadway
to complement the trail in developed nodes in the areas
of Triangle/Dumfries, Woodbridge, Lorton, and
Woodlawn to Alexandria. In Cherry Hill, a trail was
added to both sides of the roadway, as a trail was more
in character with the wooded surroundings in Segment
III. Based upon comments from the Technical
Committee, the trail on the east side was changed to a
sidewalk as this is more consistent with the expected
future character.

Consideration was also given to shared use of the
Route 1 roadway by bicyclists by widening the outside
lanes to 15 feet. Commuters on bicycle are more likely
to use the roadway than a separated bicycle trail.

DETAILED DESCRIPTION OF
ALTERNATIVE CONCEPTS

The following sections summarize the concept
alternatives on a segment-by-segment basis.
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SEGMENT I-QUANTICO
Stafford County Line to Route 619 (Joplin Road/Fuller Road)

This segment of Route I is a four-lane undivided
highway in a relatively rural setting. This is the
baseline for the Segment. Concept A adds a raised
median. The other build alternatives (Concepts B. C,
and D) add one travel lane in each direction. The
difference between the three concepts is in the median
treatment and the type of cross section - open (with
shoulders and no curbs) versus closed (with curbs).

Concept B is an open section. Concept C has an open
section and a graded median. Concept D is a closed
section.

The desired character for this segment is an arterial
roadway through mature woodlands.

Issues and Ideas
• Maintain native woodlands buffer beyond proposed right-at-way
• Promote military history attractions and nearby parks
• Discourage new entrances on Route 1 for base or park
• Widen shoulders and improve ditches
• Consider paved shoulders
• Consider adding continuous roadway lighting

Highlight entf~!JT10de"
with l8hdscaplng and lighting

QUANTICO
<~;>

4-14



a
BASELiNE

EJ

PLAN OBJECTIVES AND ALTERNATIVES CONSIDERED

SEGMENT I

CONCEPT A
Q

t:---~------_._~-----

• Add narrow, raised median

C9 1 hour

• 2 VAE trains per hour
• EXisting VAE station at Quantico

• 1 hour notificancn for demand
responswe bus service (1 Existing OmniLink bus route)

C9 1 hour

C9 1 hour

• 3 VAE trains per hour
• Bi-level cars, longer trains

• , hour notification lor demand
responsive bus service

• Real-time transit information available at
activity centers and via computer
connection

CONCEPTS
Gonoral Righi-of-Way Wjtllh = 2l0·220ft

W e ~ sa f4~
• Add thru lane
• Add standard width raised median

• 3 VRE trains per hour
• Bi-leval cars, longer trains

• 1 hour notification lor demand
responsive bus service

• Transit intormauon available at activity
centers and Via computer connection

CONCEPTC

-'~~_:::..WaWi<M. = 232-2~21t 'W

Wr-=? =~a
• Add thru lane
• Add Wide graded median

Legend *

(3) 4 hours

o(J.

~

Noo8/~"ny

MUIlI purpose Ira II

Sidewalk,

VRf St3lmn

Park-and-R~de tol

Overhead V,ew NumbfU

(aee Sernpts Overhead VI~WSl

.. Noll"c<nflOI'\ ume {In hOUlS} tor

demand IAspon5IVB bus ~e''''lc",

• Trans., mtormabon avalfabll1ty

.. r:lket'i-lOut.e ous S~f"ICI!

IrnrrOV~merns

.. Size ~lIdIC3,es IQla\\lJ6 ~moynl

ofllan'!Olf service Improvements

.. Size rndjc ates relative arnoum
01 rQ3l;1wa,;, iioXPi.W,S\OI1
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6£
C9 1 hour

44
(] 1 hour

~

• 2 VAE trains per hour
• 8,·level cars, longer trains

• 1 hour nonncatton tor demand
responsive bus service

• Transit information available at activity
centers and via computer connection

CONCEPT 0

• Add thru lane

• Add standard Width raised rneman

• 2 VRE trams per hour
• Bi-Ievel cars

• , hour notification for demand
responsive bus service

• Transit information available Ilia computer connection



Route 1 Corridor Study
Fairfax and Prince William Counties

SEGMENT II-TRIANGLE/DUMFRIES
Route 619 (Joplin Road/Fuller Road) to Route 234 (Dumfries Road)

The Baseline for this segment of Route] is the
existing four-lane cross section. Concepts A and B add
a two-way left-tum lane throughout the segment.
Concept B has an additional through lane in each
direction. Concepts C and D are six-lane sections with
raised medians. All of the build concepts include
relocating southbound Route I to Fraley Boulevard.

The desired character for this segment is a
suburban boulevard through a small town setting.

Issues and Ideas
• Continuous roadway lighting
• Consider placing utilities underground in Triangle
• Consolidate driveways through shared access and interparcel access
• Encourage parcel consolidation, especially in Triangle

Identify Weems-Botts
Museum and Dumfries

town center

4-16

Cherry Hill

Construct Interchange

Construct southbound
Roule 1 on Fraley Blvd.

P.
O'f)t



PLAN OBJECTIVES AND ALTERNATIVES CONSIDERED

SEGMENT II

D • Cross-section in Triangle IS shown

• Northbound and southbound roadways are separated In Dumfries II

CONCEPT A
_ General R,ghl-ol-Wey W,dlh ~ 90-100".9.'I

:;::::::<:~ l.. •
'Ua ~ I _ ~ JJL-

left
tum,

• Add continuous lell turn lane In Triangle

(] 1 hour

• 2 VAE trains per hour
• VAE station at Cherry Hill and Rippon
·2 VRE leeeder bus routes

• t hour nouncaucn for demand
responstve bus service (OmniUnk bus routes)

• Omnmde express bus routes
• 2 park and ride lots In Triangle and Dumfries

-*.-C9 1 hour

~~.

~~~gs

• 3 VRE trains per hour
• Bi·level cars, longer trams

• 1 hour notification fOr demand
responsive bus service

• Real-time transit inlormation available at activity
centers, major bus stops and via computer connection

• Increased bus service on key routes
• New routes In new growth & eKisting developed areas

II

CONCEPT B

IeII
turns

• Add continuous left tum lane in Triangle

A_A
CD 1 hour

lfJ.~

~~~

• 3 VRE trains per hour
• Bi-tevel cars, longer 'rains

• 1 hour notification for demand
responsive bus service

• Transit information available at activity centers,
major bus stops and via computer connection

• New routes in new growth 110 existing developed areas

CONCEPTC

Icrl

• Add tnru lane iums

• Add raised median with left turn lane

• Add thru lane

• Add raised median wilh left turn lane

Legend *

(3)4 hours

Muttr pwpcse fl.1I1

S,dSfttJlk

Eundeu 10'Hlway

VRE Stanon

Oveme ao View NI.JmWf

(see Sample Overhead Views)

• Notncanon tlm~ {m hOUIS) IQI

demand (lispons,ve bus StH\IIC9

.. lranSl'llnforma1IoC'l!' Jlval~ablhty

• Fcced-rcute bus servscu

rmprovemems

• SIll;!' Indlcales retanve arnramt
or uansn service Impf0vemenls

• S\ZQ lnOICC'lIp.$relatrve amount

Of roacwav p)(pah~'Ofl
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dfif&
(91 hour

-tj.otJ.

~~

44
(!) 1 hour

~
~~
~~

• 2 VR E trams per hour
• Bi-Ievel cars, longer trains

• 1 hour notification for demand
responsive bus service

• Transit Information available at aCllvity
centers and via computer connection

• Increased bus service on key routes
• New routes tn new growth areas

CONCEPT 0
_1' Ganeral R~h1-01-W'YW,dlh 0122-132 N ~ijj)1

~@ W~ro ~ Q~~:L.LL
IeI'I

turns

• 2 VRE trains per hour
• 8i-level cars, longer trams

·1 hour notification for demand
responsive bus service

• Transit mtorrnauon available via computer connection

• New routes In new growth areas



Route 1 Corridor Study
Fairfax and PrinceWilliam Counties

SEGMENT III-CHERRY HILL/NEABSCO
Route 234 (Dumfries Road) to Dale Boulevard

The Baseline for this segment of Route 1 is the
existing four-lane cross section. Concept A adds a
two-way left-turn lane throughout the segment with a
painted median where appropriate. Concepts B, C, and
D add a through lane in each direction and raised
medians.

The desired character for this segment is a
suburban boulevard through a quality residential area.

Issues and Ideas

• Add continuous roadway lighting
• Provide access to adjacent parcels via public side streets or interparcel connections between developments
• Install gUide slgnage 'or historic and recreational opportunities
• Widen shoulders and Improve ditches In wooded areas
• Consider paved shoulders In wooded areas
• Install curb and gutter In developed nodes

234

4-18
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PLAN OBJECTIVES AND ALTERNATIVESCONSIDERED

SEGMENT III

BASELINE CONCEPT A

a
General Rlght-of·Way Wrath = 100 n

• Lett tum lanes at a few mtersecuons II
~

Gene,al;RI1-(>'.~dtt1=90~'00n.
~'<$ l. •

'.1_ A -, , Ii! g :
kll

turns

• Add painted medianllelt turn lanes and widen shoulders

C9 1 hour

• 2 VRE trains per hour
• VAE station al Cherry Hill and Rippon
• 2 VRE leeeder bus routes

• 1 hour nonncanon lor demand
responsive bus service (1 EXisting OmniL,nk bus route]

• 1 OmniRide express bus route
• 1 park and ride 101 at Featherstone Road

$4_
(!) 1 hour

~"rfJ.'tJ.

~~~~

• 3 VRE trams per hour
• Bi-Ievel cars, longer trains

• 1 hour notification for demand
responsive bus service

• Real-time transit information available at
activity centers and via computer connection

• Increased bus service on key routes
• New routes in new growth & existing developed areas

CONCEPTS

~ Gen~ =.I-o,.waVW.Wldth = 122.132_" ~,

--l.Ii.., A I ~ ,.-. ~ Fa it ~ ;=J.J-
1<11

• Add ttlru lane turns

• Add standard WIdth raised median wilh left lurn lane

• 3 VAE Irains per hour
• Bi-Ievel cars, tonger trains

CD 1 hour • 1 hour notification for demand
responsive bus service

ifJ.~

:a~~

• Translr mlormation available at activity centers,
major bus stops. and via computer connection

• New routes in new groWlh & existing developed areas

CONCEPTC

• Add IhN tane
!ell

turns

• Add wide raised median and curb and gutter throughout

• 2 VRE trains per hour
• BI-tevel cars. longer trains

• 1 hour notification for demand
responsive bus service

• Transit informahon available at activity
centers and I/Ia computer connection

• Increased bus service on key routes
• New routes in new growth areas

CONCEPT 0

t~~-~::7~-:.m::: ~
Icrt
lum~

4da.
(91 hour

~~-tJ.

~~

II .Aad 2 thru lanes

• Add standard width raised median and curb and guller

Node/entry

VRE Sldillon

RuSlrlC,ed rlght-ol-way kxat)()ll~

.....h.~\11 purpose- Hall

S+d9~3Ik

FunOliid foadwa-,.

Pla.nned roecwav

Ovem...a.dView Numbflr

(~ee Samplo:.- oveet-eeo VII:'"WSJ

• Nf)!,r'LalrOfl rme (~hours! lor
d,~m.;md re.sponsrve bLJ~ servsce

Legend *

CD 4 hours

• Fransu m!ormalion available via computer connection

• New routes In new growth areas

• 1 hour notification tor demand
responsive bus service

~ ...R:l: •2 VRE trains per hour
ifilIiIh. iilIlIIit. •Br-Ievei cars

CD 1 hour
• S~ZP frlOIC.,les retanve amount

01 IranSI' service IrftprOVQfYlQn15

• F.ll:ad·routl3 bus servcc
rnprOVAn'fI'nts

.. SIZe IfldrcalQs IEilafive arnocnt

01 (02ldW~)I expaneroo
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Route 1 Corridor Study
Fairfax and Prince William Counties

SEGMENT IV-WOODBRIDGE
Dale Boulevard to the Occoquan River

This segment is defined by its commercial
development, much of it close to the roadway. The
Baseline in Woodbridge is the existing four-lane cross
section which includes left-tum lanes at some
intersections and driveways. Concept A keeps this
basic cross section, adding a two-way left-tum lane for
continuity throughout the segment. Concepts Band C

add a through lane in each direction with a raised
median. Concept D adds two reversible median lanes
which would be open to all traffic in the peak direction.

The desired character for this segment is a
suburban boulevard through a quality commercial area.

Issues and Ideas

• Pl",ce utilities underground or at rear of properties
• Encourage parcel consolidation
• Consolidate drlveways through shared access and interparcel access
• Install curb and gutter
• Eliminate billboards

Highhghl entries/nodes
~~ land.scaping and lighling

'"Cardinal Dr.

4-20
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PLAN OBJECTIVES ANDALTERNATIVES CONSIDERED

SEGMENT IV

6_
CS> 1 hour

666
CD 1 hour

II

BASELINE

L ~--~,,~w"~"."'::1-
Ae~iiiQ

left
turns

• Left tum lanas at some intersections and driveways only

• 2 VRE trains per hour
• VAE slation at WOOdbridge
• 3 VRE faNder bus routes

• , hour notification for demand
responsive bus service (2 OmniLink bus routes)

• 1 OmnlRlde bus route
• Multiple par\(.and ride lots (largest at

1-95/ Rt. 123 interchange)

II

CONCEPT A

~._--."'_.~'''!L

:J.Me§.&
lefl

turns
• Add painted median/left tum lanes InclUding

conunueus left tum lane

• 3 VRE trains per hoor
• 61·level cars, longer trains
• , hoor notlflcaUon for demand

responsive bus servtce

• Rell-tlme transllinlormalion available at activity
centers, major bus stops and via computer connection

• Transit eenler at VAE statlon or '·95 pal1l;&. rlde
~~~ • Increased bus service on key routes
~~~ • New routes In new growth & existing developed areas

CONCEPTS

II

~ G.......IRIghI....-Wl.Wodth.116-128tl.~

~a;e =' ...QrL
len

• Add thru lane turns

• Add painted medianlleft tum lanes and continuous left tum lane

• 3 VRE trains per hour
• Bi-Ievel cars, longer trains

• 1 hour notification for demand
responsiVe bus service

• Transit information avaUable at activity centers,
major bus stops and Via computer connection

• Transil center at VRE station or 1·95 pal1l;& ride
• New routes in newgrowth & existing developed areas

CONCEPTC

• 2 VRE trains per hour
• Bi-Iever cars, longer trains

• 1 hour notification for demand
responsive bus service

• Transit information available at activity
centers and via computer connection

• Transit center at VRE station or 1-95park & ride
• Increased bus service on key routes
• New routes in new growth areas

• New routes In new growth areas

·2 VRE trains per hour
• Bi-levet cars

• 1 hour notification for demand
responsive bus service

• Transit information available via computer connecuon

• Add thru lane

• Add standard width, raised median with left tum lane

• Add raised medians wilh lett tum lane

• Add reversible lanes (open to all tratlic In peak direction)

'4 ..
~~

6""
CD 1 hour..
~~

Nodal ...lry

VRE Statson

ReSlrtcted rlghl-ol-way locanons

l'JIunl purpose iraN

Sidewall<

l='un11ec roadway

Ptanned roadway

Overhead VieW Nurnbtif

~SlJ6 Samp", Qv~rhe.ild 'V"~IjI{S)

• F\xitd'fOllla bus SQtVIC-e

Irnprovementli

.. Nctrtscateon limo 11'n ~O\J(51Ior

(jqm,and responsive bus S&l'VKe

• :r~nsit 1Kl1orma.t'lOrI a....a'lablllty

• Size lOOlcatBs, 1~1.a.\i\le OJornaunt
01roadway expansIon

• Size indicates ,elaUvu amount
ot transrt serves ""Pro....arnents

• Number 01 VRE: tratns per nour

CD 4 hours

Legend *
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Route 1 Corridor Study
Fairfaxand PrinceWilliamCounries

SEGMENT V-LORTON
Occoquan River to Telegraph Road

The existing roadway in this segment is four lanes
with left-tum lanes at isolated intersections and
driveways. Concept A adds a continuous two-way left
tum lane throughout the segment with a painted
median where appropriate. Concepts Band C add a
through lane in each direction with a raised median.

Concept D continues the two reversible median lanes
from Woodbridge (Segment IV).

The desired character for this segment is an arterial
roadway through mature woodlands between planned
development nodes.

Issues and Ideas

• Encourage parcel consolidation
• Consolidate driveways through shared access and interparcel access
• Promote historic sites and varied opportunities at Mason Neck

Colchester

"
"

WOODBRIDGE
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PLAN OBJECTIVES AND ALTERNATIVES CONSIDERED

I
I

/ SEGMENT V

II

BASELINE

~......,.......C' ....... ,,"
. Del psis

lefl
iurnx

• Left turn lanes at some intersections and driveways only II

CONCEPT A
G_ra1 HighI-or·Way Wldlh .. 90-100 It

Qe~_Q!L
left

tums

• Add painled median/left tum lanes

• Construct curb & gutter in developed nodes only

·2 VRE trains per hour
• Existing VRE station at Lorton
• 1 Fairfax Connector express bus route

...~.
~=tI~:=8

·3 VAE treins per hour
• Bi-Ievel cars, longer trains

• Less than 1 hour notification for demand
responsfvebus service

• Real-time transit information available lit activity
centers, major bus stops and via computer connection

• Increased bus service on key routes
• New routes in new growth & existing developed areas

CONCEPTB
GeneralRIQhl-<>f-Way WldIh 8 122-132 II.

~Qle .... iiQile!L1
left

Illms• Add thru lane

• Add curb & gutter throughout

• Add standard width raised median with left turn lane

&"'*C9 4 hours

~.

=a~=a

• 3 VRE trains per hour
• Bi-Ievef cars, longer trains

• Less than 4 neur notification tor demand
responsive bus service

• Transit information available at activity centers,
major bus stops and via computer connection

• New routes in new growth & existing developed areas

CONCEPTC

left
turns

G"""'BI Right-ol-Way Width ~ 132-14211.

• Add tnru lane

• Add wide raised median and curb, gutter throughout

lefl
turns

·2 VAE trains per hour
• ai·level cars, longer trains

·12 hour notification for demand
responsive bus service

• Transit information available at activity
centers and via computer connection

• Increased bus service on key routes
• New routes in new growth areas

• New routes in new growth areas

• 2 VRE trains per hour
• Bi-level cars

• 12-24 hour notification lor demand
responsive bus service

• Transit information available vra computer connection

CONCEPT D

• Add raised medians with left tum lane

• Add reversible lanes (open to aJl traffic tn peak direction)

¢-t).

~~

dl4
CD 12-24 hours

.atfi
CD 12 hours

II

Pa,k-and·Ride k.tt

Node/lilntry

M~nl .pLJrpoSIlIrOl.1

Sidewalk

Fund<>cJ roadWay

VI'IE SlatlOn

Ov~rhead 'V,ew NlJmb8~

(~e Sample Overhead ViewS!

II FIlC.oo-routQ bus serIJ'Ce

Improvements

• Nuhhcallon nme III) tlou's) 101

camano respcnswe nus S8NICe

• T'a.,..slt mlormafton avaitab1lcty

• SU8 micatss (ltiatIV8 amount

0' transn SEll"VICe ImpfOllSmtlnts

.. Size Indic;a'es ,.,103''''8amount
01 roadway expansioo

• Numovr of VRE tralliS per 'how

C9 4 hours

Legend *
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Route 1 Corridor Study
Fairfux and Prince William Counties

Telegraph Road to Route 235 South/Old Mill Road

This is a segment dominated by woodlands
through Fort Belvoir and interrupted only by the
developed area at Accotink. All four concepts add a
median. Concepts B, C, and D add a through lane in
each direction. In Concept D, the southern part of the
segment (south of the Fairfax County Parkway)

includes a median with reversible Janes to match the
cross section for this concept in Lorton.

The desired character for this segment is an arterial
roadway through mature woodlands between nodes.

Issues and Ideas
• Place utilities underground or a1rear of properties in developed nodes
• Install curb and gutter in developed nodes onlv
• Widen shoulders and improve ditches in wooded areas
• Add continuous roadway lighting
• Provide Transit center
• Identify Woodlawn, Pohick Church and Mount Vernon
• Restrict new entrances on Route 1

4-24



PLAN OBJECTIVES AND ALTERNATIVES CONSIDERED

SEGMENT VI

<>-reI RlgIl1-o/-WayWldlt1 • I&&-t 74 II.

••• e

CONCEPT A

• Add narrow, raised IT'edisn and widen shoulder.

BASELINE

a
• Lett tum lanes at a few IntersectIons

• 6 branches 01Metrobus Route 9
• 1 Metrobus express bus

(91 hour

..~
r=IJ=S=-~

• Less than 1 hour notlncatlon lor demand
responsive bUSservice

• Real-time transit informatIOn available at aC1Mty
centers, major bus stopa and via computer connection

• Transit center at VRE atation or 1·95park & "de
• Transit center at edge of Ft. BelvoIr
• Consider bus lane with Ilgnal priority treatment
• Increaled busservice on key routes
• New routes Innew rowttI & exll"n cleve! areas

CONCEPT B
General RIght-of'W", Width • 200-210 fl.

@ i e ~ • i8

SA

t:;
II .Add thru lane

• Add standard width. raised median

(94 hours...
~~=-

• Less than 4 hour notification for demand
responsive bus service

• Transit inlonnation available at activity centers,
major bus stops and via computer connection

• Transit center at edge of Ft. Belvoir
• Consider bus lane With signal P"onty treatment
• New routes in new growth & existing developed areas

CONCEPTC
Gener.. RigN-o/-W Width ~ 222·232 ft.

• Add thru lane

• Add wide. graded median

• 12 hour notification tor demand
responsive bus sarvice

• Transit information available at activity
centers and via computer connecnon

• Transit center at edge of Ft. BelvOir
• Increased bus service on key routes
• New routes in new growth areas

• Transit center at edge of FI. Belvoir
• New routes in new groWl" areas

• 12-24 1101,Jr notiticauon 10roemano
responsive bus service

• Transit information available via computer connection

CONCEPT D

• Add Ihru lane lell
turns

• Add standard Width, raised median

• South ot Fairlax County Parkway, use the Reversible Median cross-section
(overhead view Dl

(D12 hours

~~

~~

CD 12-24 hours

~

~~

Aestflcled rtght-otoway Iocat",ns

P~rI<·and·RlcIelot

NodQ/entty

M'U111PUrpo:5.9 \Jall

SQ_~1k

F uOOad '04Jdway

\IRE Stahon

Ovvrhead VteW Number

i.h 5."",1<> Overhead V1OW5)

• Nolillcahon time 'if, hours) 'OJ

demand 'QSPOOS'lV9bus Service

• Transit mtorrnahon availability

• F'}(ed-route bus serVice
H"f\?,"oVfJmliln.s

• Size indical9S f'lla1lV9 amounl
01 transit servlCe lmproveme\'\~s

• S~ze. ioo1l;;.lt.s UtlatlV8 amount
01 ro-adway 8xpaBSIOn

• Numbe, 01 VR£ trams pel nou,

C9 4 hours

Legend *
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Route 1 Corridor Study
Fairfax and Prince William Counties

SEGMENT VII-WOODLAWN TO ALEXANDRIA
South - Route 235 South/Old Mill Road to Route 235 North/Buckman Road
North· Route 235 North/Buckman Road to Cameron Run

• Incorporate economic study findings into Route 1 preferred package
• Place utilities underground or at rear of properties
• Encourage parcel consolidation
• Consolidate driveways tnrough shared access and interparcel access
• Install curb and gutter throughout
• Promote historic heritage and other opportunities in the corridor
• Eliminate billboards in Woodlawn and Hybla Valley

This northern and southern portions of this
segment have different cross-sections for some of the
concepts.

For the Baseline, the southern section has a four
lane cross section with left-tum lanes at isolated
intersections. The northern section has a six-lane cross
section with a median and tum lanes.

Concept A adds a raised median with a transit
facility of the highest feasible design type throughout
the segment. This was subsequently determined to be a
transitway for buses.

Concept B adds a raised median with two
reversible high occupancy vehicle
(HOY) lanes throughout the segment.
Concept B also adds a through lane in
each direction in the southern portion,
resulting in a consistent cross-section
throughout Segment VII.

Concept C adds a raised median
and through lane in each direction. The
added through lanes in the northern
section are designated as HOY only in
the peak periods in the peak direction.
A variation of Concept C, Concept C I,
which includes no HOY lanes, was also
examined. Concept C 1 adds a raised

median anti an additional through lane in each direction
in the southern section only.

Concept D adds medians to separate through and
local traffic. The number of through lanes varies: with
two lanes in each direction in the southern part of the
segment and three in each direction in the northern
part. The number of through lanes in local lanes is
constant throughout the segment with two in each
direction.

The desired character for this segment is a
suburban boulevard through a residential and
commercial area.

Issues and Ideas
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PLAN OBJECTIVES AND ALTERNATIVESCONSIDERED

SEGMENT VII

CONCEPTA**
A- Gene~.1R"::,,,Wdh.,so-,... ...-I
u.p We. .M .if!~

icC!
.'_. IUrns

• Add1·lanerevefSible trensitway for ~ress bus or otherfeasiblelixed lJUideway
system

• Improve/add two-wayserviceroadsin commercial areas

BASELINE

aSouth

• Transitcenteret Huntington Metrorail station
• 7 branches 01 Metrobus Route9
• 1 Metrobus expressbus
• 6 Fairfax Connector routes

~ 1 hour

.".
::a~$=a

• LessIhan , hour notificallonfor demand
responsive bus "rvice

• ReaHimetransit intormation aVailable al activity
centers, majorbusstopsandvia computerconnection

• Increasedbus serviceon key routes
• New routesin new grOW1I\ & existingdeveloped areas

•• Forthisconcept. the IIOUlhem seclion011l1e segnenltromlhe
Aoole235south intersection 10lheRoUle 235norttVBuckman
RoadIlt8l1leetiOn has1 lewllr ltlru lanefI eachdirection.*.. Thelransrt t8C~1ty in thisconcept WIll be0/ ltIe hlllhesldesilf'
typeleasible. This willbe a transitway OfliKedguidewey sys1em.

**. Avanation onConcept Cthatincludes noHOVlaneswill
alsobe Ilxamined.

CONCEPT B

• Add2·lanereversible HOVl1ransiIWay for express/local busor other leasibleliKed

• ~~~~~:Ys~;~:'roads

~ 4 hours

~~

~~~

• Lessthan4 hOllrnotification for demand
responsive bus service

• Transitinfonnalionavailableat aclivitycenters,
majorbusstopsandvia computerconnection

• Newroutesin new growth& existingdeveloped areas

CONCEPT C**, ****

Y':;::::;: I#,~=:~ =~ ;=== U:I
lell ~

~ turns

~ • AddrighI lane HOVwithbus turnoutsnorthof Route235 Nortlv'Buckman Road
• Construct two-way serviceroads;use one-way serviceroadsandottler
strategies in selectedlocationsto reducetralficconlticts

• 12 hournotification lor demand
responsive bus service

• Transitinfonnationavailableal activily
centersandvia computerconnection

• Fulltransncenterat Huntington Melrorailstation
• Increasedbusserviceon key routes
• Newroutes in newgrowthareas

(S) 12 hours

l(j.tj.

=tI~O

Il~

f:e!'
nghl

mturns

• Construct cross-section to separate"'hru" trallic Irom turningtraffic
• Add left laneHOV lor expressbusand car pools
• Add thrulane

O~8r"ead Vie-w Number

(see Sampta Overhead VI'WiS)

• NQHI~a1Io" nrue \10 hOUfSllOJ
demand responsive bus 5iU\lICe

• Numb@r ot VRf. trams PG-' hour

NooliW'8ntry

Mufti purpose tral\

SlCklwalk

[;I Park-and-RKJe lot

A ::~:~~ 1Igh'o1·way

(94hours
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EVALUATION FINDINGS

CHAPTERS. EVALUATION FINDINGS

INTRODUCTION

CONCEPTS EvALVATED

As discussed in detail in the previous Chapter, four
alternative concepts were developed and compared to
the Baseline scenario: Concepts A, B, C, and D. A
variation on Concept C, Concept C), was added in
Segment YII based on community input. These
concepts represent a range of potential solutions and
were described in the previous chapter. The Concepts
can be summarized as follows:

This Chapter summarizes the results of the
evaluation process. The study team evaluated the
alternative concepts against each of the objective
groups described in the previous chapter. The
evaluation process estimated the degree to which the
concepts met the goals and objectives by comparing
the measures of effectiveness developed for each
objective group. This generated information necessary
for decisions regarding tradeoffs between the benefits
and impacts of the concepts. The evaluation process
focused on "discriminating factors." Discriminating
factors are those that helped differentiate between
alternative concepts. These discriminating factors are
highlighted in the discussion of findings.

Each Concept was customized for the
characteristics and issues in each segment of the
corridor. For example, in Segment VII, Woodlawn to
Alexandria, the concepts include special lanes for
transit and high occupancy vehicles (HOY) since
transit usage in this segment is the highest in the
corridor.

EVALUATION RESULTS

The study team evaluated the concepts to quantify
the benefits and impacts of each option. In general, the
evaluation was done individually for each of the seven
segments of the study corridor. However, some aspects
of the evaluation, such as the impact of the alternative
concepts on transit ridership in the corridor, was at the
corridor-wide level. The following sections describe
the major findings of the evaluation process. Key
corridor-wide findings are first discussed followed by
the findings for each segment.

The recommended concept for each segment is
listed below.

Segment Segment Recommended
Number Name Concept

I Quantico 0
II Dumfriesflriangle C
III Cherry Hill/Neabsco B
IV Woodbridge C
V Lorton 8
VI Ft. Belvoir D
VII Woodlawn/Alexandria C

Baseline: Assumes regional transportation
improvements consistent with MWCOG's 2020
Constrained Long-Range Plan. On Route I,
however, only currently funded improvements are
assumed.

•

• Concept A: Includes major transit service
improvements. Roadway improvements are
limited to adding left turns throughout the corridor
with painted medians. No additional through lanes
are considered.

For transit elements, the recommended concept is
similar to the level of transit service improvements
associated with Concept C.

• Concepts B. C. and D: Include moderate to minor
transit service improvements. Each concept adds a
through lane in each direction and left tum lanes
throughout the corridor. Some locations have
painted medians in Concept B. Concepts C. CI,
and D have raised medians. Concept CJ
represents a variation on Concept C in which no
additional lanes are added to the existing 6-lane
roadway in the northern four miles of the corridor.
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CORRIDOR-WIDE FINDINGS

The analyses and findings related to traffic
volumes, congestion, and transit were conducted at the
corridor-wide level and are discussed below.

Daily Traffic Volumes

Traffic volumes on Route I are projected to
increase significantly by the year 2020 under any of the
scenarios considered. Exhibit 5-1 shows that the
largest increases are in Prince William County. In this
southern portion of the corridor, traffic volumes

increase by 60 to over 160 percent largely due to
growth and development in the area. In Fairfax
County. the growth ranges from 25 to 100 percent.

The Baseline and Concept A, show lower traffic
growth on Route I than other concepts. This is due to
most of Route J remaining a four-lane roadway in
these concepts. As shown in Exhibit 5-2, traffic
growth in the overall 1-95/Rollte I corridor is
consistent among the concepts considered. While
traffic volumes on Route I vary for each of the
concepts, the traffic demand in the overall corridor
remains relatively constant among the concepts in
2020. This indicates that motorists adjust their travel
paths among the facilities in the corridor.

Exhibit 5-1. Estimated Traffic Volumes on Route 1 for Alternative Concepts
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Differences in the Route I daily traffic volumes for
the concepts typically vary between 20 and 30 percent.
The daily traffic volumes show logical trends. For the
build concepts, the volumes have the following order.
Concept A usually has the lowest daily volumes similar
to Baseline volumes. Traffic volumes for Concepts B
and C are almost the same. Concept D has the highest
projected traffic volumes because it includes the
highest roadway capacities of the concepts.

EVALUATION FINDINGS

These volumes were generated through a travel
demand forecasting process consistent with procedures
used by VDOT and MWCOG. The forecasting process
utilized Round 5.3 Cooperative Forecasts developed by
the MWCOG, which was summarized near the end of
Chapter 2. The travel demand forecasting model
developed for the Route 1 Corridor Study was based on
the MWCOG regional model and had additional zone
and network detail in the corridor.

Exhibit 5-2. Estimated Traffic Volumes on Route 1/1-95 Corridor for Alternative Concepts
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Hours of Congestion

Exhibit 5-3 shows the estimated hours of
congestion for each of the concepts in the year 2020.
Hours of congestion is defined as the number of hours
for which the projected traffic demand exceeds the
capacity of the roadway.

The general trend is that the Baseline has the
highest level of congestion. Levels of congestion for
Concept A are slightly lower than the Baseline due to

5-4

the effect of substantial transit service improvements.
In Segments I to III, congestion levels for Concepts B,
e and D are similar and lower than the Baseline and
Concept A. The fewer hours of congestion are due to
the added roadway capacity and improved transit
services. In Segment VII, similar trends are evident.
Concepts B, C, and D show fewer hours of congestion
because they include both roadway capacity and transit
improvements. Baseline, Concept A, and Concept C1
have similar congestion levels in locations where
enhanced transit service without significant roadway
capacity improvements is assumed.



Exhibit 5-3. Estimated Hours of Congestion for Alternative Concepts
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Transit

As shown in Exhibit 5~4, each of the concepts is
estimated to have increased transit usage over Baseline.
Concept A increases transit ridership in the corridor by
40 percent from 33,000 riders per day to 46,000 riders
per day. Increases in transit ridership for Concepts B, C
and D were estimated at 8,500 (25 %), 5,600 (17 %)
and 1,000 (3%), respectively.

The assumed transit improvements do not
significantly lower daily traffic volumes in the
corridor. This is because transit represents only a smai,
percentage of the total daily trips as shown in Exhibit
5-5. However, since transit trips are peak period
oriented, they do represent a sizable portion of the
daily work trips as shown in Exhibit 5-6. Thus, transit
will have a more noticeable effect on reducing total
peak period traffic volumes.

Exhibit 5-4. Transit Ridership for Alternative Concepts
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This reduction in peak period traffic volumes will
result in fewer hours of congestion rather than in
improved peak hour conditions. This is because the
corridor operates in a capacity constrained mode.
Under such a scenario, because of latent demand,
automobile drivers diverted from the roadway to transit
are replaced with autos originally traveling in the outer
hours of the peak period. The lower total peak period
traffic volumes, however, result in a peak period that is
shorter in duration. This concept is illustrated
schematically in Exhibit 5-7.

Beyond the hours of congestion reduction, transit
also provides people with an alternative to the single
occupant vehicle. By providing travel choices, transit
enhances accessibility, mobility, air quality and other
"quality of life" aspects.

In Segment VII, projected population densities for
2020 are insufficient to support fixed-rail transit along
Route 1. However, future technology changes andlor
additional growth beyond 2020 are possible that would
make some type of fixed-guideway system feasible.
So, this possibility should not be precluded.

Exhibit 5..6. Transit Trips as a Proportion of Total Daily Work Trips
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Exhibit 5-7. Effect of Transit on the Duration of Peak Period
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Economics

Key issues considered in evaluating these concepts
that playa role in strengthening the economic
conditions in the Route I corridor are as follows:

• Maintain accessibility
• Address adjacent property impacts including

opportunities for relocation

• Improve the image
• Recognize the role transportation improvements

could playas part of a comprehensive
revitalization plan

• Accommodate job growth.

As a result of transportation improvements, it is
clear that there will be some negative as well as
positive impacts on the economic conditions of the
Route I corridor. The key is to maximize the
opportunity created by transportation improvements for
the overall well being of the Route I corridor. The
following addresses each of these key issues.

The impact of adding a raised median is frequently
a major issue when transportation improvements are
proposed in corridors similar to Route I. Findings of
studies on adding a raised median have been mixed and
widely varied because transportation access is only one
of a number of factors that affects the viability of a
business. The type of business, its location, the nature
of competition, and the overall economic climate, as
well as the sensitivity to price and quality that the
consumer has for the product, all contribute to the

" viability of a business.

One trend that is clear is that how a business is
impacted by the addition of a raised median depends
on the type of establishment. Destination-oriented
establishments such as grocery stores and restaurants
typically experience no negative impact. On the other
hand, convenience businesses such as service stations
and convenience marts are affected when products and
services are easily replaced and access is inconvenient.

However, convenience businesses tend to he able
to relocate from one location to another, which can
often lead to a larger customer base and profitability.
In addition, there is evidence that negative impacts arc
often temporary and that demand levels return to
normal a few months after implementation.

It is difficult to compare the impacts realized in
other corridors similar to Route I as a result of the
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addition of a raised median due to the many factors th
affect the viability of a business and in turn the
economic conditions of an area. However, the
following profile of similar projects provides
information to provide a frame of reference when
evaluating the overall economic impact on Route I.

1. Jimmy Carter Blvd., Gwinett County, Georgia

• A 2.3-mile site in a suburban location. This
corridor contains fast food restaurants, hotels, and
retail strip malls. There is also office activity and
some residential development in the corridor.

• Project implemented to reduce accidents and
reduce congestion. Raised median installed and
one lane added in each direction.

• After implementation some businesses reported
sales losses which eventually were regained.

• Project began in 1987, completed in 1992.

2. U.S. Route 9, Monmouth County, New Jersey

• A 5.0-mile suburban site that includes varied retail
activity.

• Project implemented to relieve traffic congestion
and safety problems. Two lanes added in each
direction. Left hand turns controlled by jughandles
with traffic signals. The before condition had no
left-tum restrictions.

• Project started in 1984, completed in 1987.

3. Route 9, Dutchess County, New York

• Site is a 3.8-mile stretch in a suburban setting that
includes retail activity and a shopping mall.

• The transportation improvements were undertaken
to reduce congestion and improve safety.

• Widened from four- to six-lanes, installed left turn
lanes, and raised median.

• Improvements began April 1984, completed in
1990.

From the following data, we conclude that the
addition of the raised median has not decimated the
economy of the area. While a number of positive
impacts are noticeable, the lack of substantial negative
impacts is more important. Since there are many
factors that contribute to the economic viability of an
area, we believe it is not possible to draw a definitive
conclusion from comparable projects on the likely
impact of the addition of a raised median on business,
along Route I. However the data does indicate that
similar projects have not harmed the economy.



Accessibility of an area is also affected by the
amount of congestion. The more hours that are
congested, the more potentia) patrons will avoid
traveling to businesses in the congested area. Instead,
they will choose to travel to businesses in less

EVALUATION FINDINGS

congested areas. Therefore, the concepts that have
fewer hours of congestion have better accessibility.
The ratings for each concept for each of the economic
objectives are shown in Appendix B.

Summary ofTrends by Site - Sales

% Change in % Change in Sales for Businesses
Total Sales Existing Before & After

Site Construction Period 'SO-'S6 '86·'93 '80·'S6 '86·'93

1. Jimmy Carter Blvd. '87-'92

Within Site -31% 134% 103% 54%

Rest of Area 76% 303% 63% 279%

2. Rt. 9 NJ '84·'87

Within Site 119% 52%

Rest of Area 62% 32%

3. At. 9 NY '84-'90

Within Site 102% 98% 21% 24%

Rest of Area -69% 285% -0.6% -9%

Summary of Trends by Site - Employment

% Change in % Change in Employment for
Total Em~ layment Businesses Existing Before & After

Site Construction Period '80-'S6 '86·'93 'SO·'86 'S6-'93

1. Jimmy Carter Blvd. '87-'92

Within Site -20% 91% 7% -13%

Rest of Area 14% 337% 25% 316%

2. Rt. 9 NJ '84-'87

Within Site 44% 18%

Rest of Area 71% 19%

3. Rt. 9 NY '84-'90

Within Site 75% 132% -8% 57%

Rest of Area -70% 421% -7% -10%

Source: "Economic Impacts of Restricting Left Turns, .. National Cooperative Highway Research Program, Feb. 1995.
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SUMMARY OF FINDINGS By SEGMENT

The following section summarizes the results of
the evaluation for each segment. The detailed results
are shown in the evaluation matrix attached in
Appendix B.

5-11
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Costs are listed for each concept. The costs shown
are order of magnitude and include administration,
construction, and right-of-way costs. They do not
include costs for landscaping, placement of utilities
underground, or payment of damages beyond land
values. Funding source and/or responsible agency is
not listed or implied.
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SEGMENT I - QUANTICO
Stafford County Line to Route 619 (Joplin Road/Fuller Road)

This segment of Route 1 is a four-lane undivided
highway in a relatively rural setting. This was the
Baseline for the segment. Concept A adds a narrow
raised median. The build alternatives (Concepts B, C
and D) also add one travel lane in each direction. The
difference between the three concepts is in the width
and type of median treatment and the inclusion of
shoulders/ditches versus a curb and gutter section.

Concept D is the recommended concept for this
section since it reduces congestion, requires the least
right-of-way, minimizes environmental and community
impacts, enhances economic image, and has the lowest
cost.

• Of the build alternatives, Concept D has the
minimum right-of-way requirement (125 feet)
because of the curb and gutter section.

• The environmental impacts for the build
alternatives are similar. Concept D has minimum
impact on flood plains and wetlands. Concept C
has maximum impact due to the wide median and
shoulder/ditch section.

• Concept D minimizes adverse community impacts
because of minimal removal of native woodlands.
It enhances visual character and maintains the best
visual consistency with the desired character.

The following are the key results of the evaluation for
Segment 1.

• The year 2020 traffic operational conditions for
Segment I improves under the build concepts. The
hours of congestion decrease from an estimated 6
hours per day for the Baseline to 0 to ] hour of
congestion per day for the build concepts.

• The federally-owned interchange at Russell Road
should be reconstructed to improve operations and
safety.

• Concept D is also best from an economic
development standpoint because it enhances
accessibility, improves economic image by adding
landscaping and results in minimal removal of
woodlands.

• Concept 0 has the minimum roadway constructior
and right-of-way cost and also the minimum right
of-way requirement.
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CONCEPT B
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SEGMENT II - TRIANGLE/DuMFRIES
Route 619 (Joplin Road/Fuller Road) to Route 234 (Dumfries Road)

The Baseline for this segment of Route I is the
existing four-lane cross-section with the split roadway
through Dumfries. Each of the build concepts
relocates southbound Route I from Main Street to
Fraley Boulevard in Dumfries. Concept A adds a two
way left-tum lane (TWLTL). Concept B adds a travel
lane in each direction and a TWLTL. Concepts C and
D are six-lane curb and gutter sections with raised
medians.

Concept C is the recommended concept in
Segment II because it enhances traffic operations,
community character, and provides a significant
catalyst for higher quality development in Triangle.

• Concepts B, C, and 0 also have similar
environmental impacts.

• Concepts C and 0 are the best from community
impact standpoint because they enhance the visual
character and consistency due to increased areas
for landscaping in the median.

• From an economic standpoint, Concepts C and 0
are best in spite of having 41-50 displacements (30
of these displacements are in Triangle). The
displacements provide opportunities for parcel
consolidation, and the enhanced image will attract
higher quality businesses.

• The hours of congestion decrease from 6 hours per
day for the Baseline to 2 hours per day for the
build concepts.

• The relocation of southbound Route I from Main
Street will have a positive impact on most Main
Street businesses.

• An interchange should be provided at Route 234,
Dumfries Road.

• The costs for the concepts are similar at $45 to $50
million.

• From a transportation system design standpoint
Concepts C and D are the best because of the
safety benefits of the raised median. The right-of
way requirements for the Concepts B. C, and Dare
similar.
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SEGMENT

I ' .. , ,,' ) I 'I' Route I lind Square LaneIllustrative sketch looking west elf f Ie /fItCI,\U tot (.
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SEGMENT III - CHERRY HILLINEABSCO
Route 234 (Dumfries Road) to Dale Boulevard

The Baseline for this section is the existing four
lane undivided cross-section. Concept A adds a two
way left-tum lane, Concepts Band C add one travel
lane in each direction with left turn lanes. Concept C
incorporates an extra wide median. Concept D provides
an 8-Iane cross-section with raised medians.

Concept B is the recommended concept for
Segment III because it reduces estimated hours of
congestion, causes minimal displacements, and
enhances the economic climate and visual character of
the corridor.

• The hours of congestion decrease from 7 per day
for the Baseline to 6 for Concept A and to 3 hours
per day for Concepts B, C and D.

• Of the build concepts, Concept D has the greastest
impact on wetlands and tlood plains. Concept B
has the smallest impact.

• Concept B requires 6 to 10 displacements.
Concepts C and D will cause approximately 11 to
15 displacements.

• Concept C is the best from visual impact
standpoint because of the wide medians permitting
a double row of trees. However, the high number
of displacements are not required to achieve the
desired visual character. Concept B enhances the
visual character sufficiently with its 16-foot wide
planted median.

• An interchange is not required by 2020 at Dale
Boulevard.

• The cost of Concept B is the least of the concepts
that reduce congestion.

• Right-of-way requirements increase incrementally
from Concept A (100 feet) to Concept D ( 150
feet).
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SEGMENT III

Illustrative sketch looking southwest at Cardinal Drive
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SEGMENT IV- WOODBRIDGE .
Dale Boulevard to Occoquan River

The existing cross-section in Woodbridge is a
four-lane section with occasional painted left-tum lanes
and several sections of two-way left-tum lanes in
commercial districts. Concept A provides a continuous
two-way left-tum lane (TWLTL) throughout the
segment. Concept B adds a lane in each direction with
a T\VLTL. Concept C is also a six-lane section but has
a raised median. Concept D provides for two lanes in
each direction and two center reversible lanes.

Concept C is the recommended concept in
Woodbridge because it best balances the traffic
operational requirements with the need to improve the
visual image and enhance economic development
opportunities.

• Traffic forecasts and analyses show that a six-lane
roadway is the appropriate size for Route 1 to
serve local traffic. The amount of traffic using
Route I if 1-95 had unlimited capacity was "
estimated at 50,000 to 55,000 vehicles per day- a
level requiring a six-lane facility.

• The Baseline and Concept A have 4 and I:? hours
of congestion each day in 2020 in southern
Woodbridge and northern Woodbridge,
respectively. The corresponding congestion for
Concepts Band C decrease to :2 hours per day and

10 hours per day. Under Concept D the hours of
congestion further reduce to 0 and 7.

• An interchange should be provided at Route 123.
Interchanges at Opitz Boulevard and Prince
William Parkway are not included in the
Recommended Concept.

• Concepts A and B do not maximize safety because
of the painted median. Further. Concept B's
TWLTL does not really provide convenient access
to businesses due to high volumes of traffic
opposing left turns.

• Concept D's reversible lane scheme suffers from
traffic operational problems due to conflicts with
left turning vehicles.

• Visual impacts for Concept A are similar to
Baseline (existing). Concept B is much worse
because of a wider road with no median plantings.
Concept D has the best visual impact because of
the double planted medians. Concept C enhances
the visual image of Route I in Woodbridge
because of the median landscaping.

• Economically, Concept C is the best because it
enhances image. maintains accessibility to
businesses, and maximizes the opportunity for
quality development.
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4 Worse $45

10
$30

2
Worse $45

-.-.-1!L
$35

Much Better
2 $45
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$45
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0 $50

36-45

41-50
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&~~ e~" ,,,J:JlJ~

~'li ~~ ••

Cross-Section "c0'" <),,,Q
,-'--- -- ~~ ....-----~--.- ---.~.---- -I---------·~ -- --T·----------
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-- ! Nonel II 0
, -.l...-H"'-'=''' - J- iI :,~~, i Painted Ir------ -i------- ---------~---+~-----------f--
I 'R'Dt',t-ol.way" 100' ;

i Concept A ( ~-iu.l..':::'-?""~~~ i Painted I 11-15

1- -~- --Til---- r. ---- -+1
1

- - - -- li-
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I .-;,,-.- ------+- -----_. - -j
i i 'II R"Jill (,I way_ 125'

*f co~:ePt ~l--'~~"--'~':~-J Raised

! i ,". R'ghl-ol·way- 145-, I
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: I "~-11'.~;;'::;r.1~'~, .~.IL- I

.....L... ~'"-'- ~____ _ _ i
R.O.W ~ Rlght-ot-way 1 'f- Denotes hours of conpesuon near Occoquan ROad and Opitz Boulevard. respectively
• Indicates Recommended Concept
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Illustrative sketch looking west at the intersection (~f Route / and Marv's Way
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SEGMENT V - LORTON
Occoquan River to Telegraph Road

The existing cross-section is a four-lane undivided
highway with painted left turn lanes at most major
driveways and intersections. Concept A adds a
continuous two-way left-turn lane (TWLTL). Concepts
Band C add a lane in each direction with left turn lanes
and raised median. Concept C incorporates an extra
wide median. Concept D adds two reversible lanes in
the center.

• An interchange should eventually be provided at
Telegraph Road to further reduce congestion.

• Concepts A and B cause 1-5 displacements while
Concepts C and D cause 6-10 displacements.

• Concepts B, C, and D have similar visual character
and consistency and community impacts.

Concept B is the recommended concept in Lorton
because it enhances traffic operations, safety, and
appearance with minimal displacements.

• The estimated hours of congestion at the Occoquan
River crossing for Baseline and Concept A is 9
hours; for Concepts Band C, 7 hours; and Concept
D, 6 hours. At Lorton, the corresponding numbers
are 8, 8. and 7 hours of congestion per day,
respectively.

• The center reversible lanes under Concept D has
the lowest hours of congestion, but is more costly
and causes more displacements than Concept B.
The center reversible lanes also present operational
difficulties for left turn lanes.

• Concepts B, C, and D enhance image and
economic climate in Lorton.

Cross-Section

I I
I I

9
Baseline

R'ghl-ot.way= 110'

None/ 0 8):::: - ..~-~ ~
~~,- ... "'- ~tI'~ ~-.......---Y Painted

I

R'ghl-01.way,, 100' 9 Same $25
--Concept A ~ Painted 1-5 8 $35...elt.,,,,

IConcept B

! i 7 $30I Hlght-ol-way= 125' i

I

E~~ Raised 1·5 8 Much Better $40letl
lurn

-t-- ____ '0 ___ ".

I, I

Right-al-way= 150'
I

_7_ $35
Concept C

, . -- ,
! Raised 6-10 I 8 Much Better $40:::...u. <.!I iii .... rWIiLJ·_·:-~..l'

I
Le11:

i turl"'l

---~----t----- i l-

I

I,

6 $40(_, Rlght-of-way= 145 .'_

Raised 6-10 7
Slightly --Concept 0 '~;-p: ~ -~~nA W-B~ Better $45

R.".rb6b&~ Lell

*

RO.W. = Right-ot-way

• Indicates Recommended Concept
1 -} Indicates hours oj conqestion at the Occoquan River crossing and Lorton, respectively
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Illustrative sketch looking north at Armistead Road
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SEGMENT VI - FORT BELVOIR
Telegraph Road to Route 235 South/Old Mill Road

The Route 1 corridor through Fort Belvoir is a 4
lane undivided highway. Concept A adds a raised
median. Concept B adds one lane per direction with a
raised median and shoulders/ditches. Concept C is also
a six-lane section with shoulders/ditches but has a
wide, flush planted median. Concept 0 is a six-lane
section with raised median and curb and gutter.
Concept D also includes reversible lanes south of the
Fairfax County Parkway.

Concept D (without reversible lanes) is the
recommended concept through Fort Belvoir because it
enhances traffic operations. has the minimum right-of
way requirement, and causes minimum displacements
while enhancing the economic and visual image of the
corridor.

• Concepts B, C, and D reduce congestion to 3 hours
per day in 2020 due to the added through lanes.
Baseline and Concept A have 7 and 6 hours of
congestion per day.

• Interchanges should be provided at Fairfax County
Parkway and Woodlawn Road.

• Concept C requires the widest right-of-way (200')
and Concept D the narrowest (125').

• Concept D has the least impact on environmental
resources, causes the least displacements, and has
only moderate encroachment on woodlands.

Cross-Section

*

__- Right-ot-way= 95 ,

Baseline ~~ None 0 7

I

Right-ol-way= 130'
Slightly $20
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j
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__ I
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Right-ol-way= 200'
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i
.- I

I
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Concept 0 L·-. Raised 1-5 3 Much Better --

I 1 .. )iji e ~ ..____'U'L=.c..- $45L@I!
tum

- --- -'"

R.OW. =Right-aI-way

• Indicates Recommended Concept
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SEGMENT VII - WOODLAWN TO ALEXANDRIA
Routes 235 South/Old Mill Road to Fairfax County/Alexandria City Line

The Route 1 corridor in this segment of Fairfax
County has two basic cross-sections. South of Little
Hunting Creek, the roadway is a four-lane undivided
highway. North of Little Hunting Creek, the roadway
is essentially a six-lane divided section with a raised
median. Concept A is a six-lane roadway plus a median
reversible lane for transit buses only. Concept B
provides a six-lane cross-section plus two center
reversible lanes for buses and other high occupancy
vehicles (HOV). Concept C provides an eight-lane
roadway including a concurrent HOV lane on the right
in the peak direction during each peak period in the
northern section. The southern section is a six-lane
cross-section with a raised median. Concept D
provides a median separated express-local concept with
left lane HOVs in the express lanes. Concept Cl
assumed a six-lane cross-section with a raised median
throughout the full length of this segment.

Concept C with minimal service roads is the
recommended concept in Segment VII. Analyses show
that additional through roadway capacity is needed to
accommodate travel demands and reduce congestion to

tolerable levels. Of the alternative concepts examined
that reduced congestion, Concept C requires the least
right-of-way and fewest displacements.

• As compared to 1995, the growth in travel demand
increases the hours of congestion in the year 2020
significantly for the Baseline scenario. The added
congestion will make the area less attractive for
business and more uncomfortable and difficult to
use by the local residents.

Hours of Conaestion
Location 1995 2020 Baseline
South of Capital Beltway 4 hrs. 6 hrs.
Hybla Valley a hrs. 6 hrs.
Woodlawn o hrs. 7 hrs.

• Interchanges should be provided at North Kings
Highway and Huntington A venue/Fort Hunt Road.

• Concept A and Concept C I. both of which
maintain 3 lanes in each direction for non-HOY
vehicles, do not significantly reduce congestion in
2020 in the northern section. Aggressive transit
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improvements alone provide only minor reductions
in congestion.

• A six-lane roadway south of Little Hunting Creek,
results in little if any congestion in 2020.

• To maintain accessibility for the residents and
businesses, added through roadway capacity is
needed to reduce the hours of congestion in the
northern section of Segment VII.

• Concept B' s center reversible HOV lanes suffer
from operational problems and reduced
effectiveness due to conflicts with left turns. The
difficulty with left turns also reduces accessibility
to businesses.

• The double medians of Concept B do provide more
space for landscaping and result in the best visual
appearance.

• Concept D requires substantial right-of-way and
displacements and suffers from similar
disadvantages related to left turns as Concept B.

• Of the concepts that reduce hours of congestion,
Concept C requires the least right-of-way and
displacements.

• Slightly wider medians in selected areas should be
used to improve the appearance of Concept C.

• Compared to exclusive express lanes, the
effectiveness of the right lane HOY lanes will be
less due to impedance from right turning vehicles.
However, travel time savings on the HOV lane
will come primarily from a "queue jumper" effect,
where the delays at signals would be reduced, due
to shorter queues in the HOY lanes. It may also be
possible to gain further travel time savings for
buses through the use of signal pre-emption that
extends the green time for Route I.

• The implementation of effective service roads on a
widespread basis is not possible without
substantial right-of-way impacts. Emphasis mus.
be placed on intergrated site plans that provide
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SEGMENT VII
quality inter-parcel access and public access
easements. If quality interparcel access is not
provided, property owners may be required to
provide service roads.

• Based on the drawings prepared by the TransCore
team, additional right-of-way would not be
required along more than 45 percent of Route ] in
the eight-lane section.

• Added capacity in the form of HOV will maximize
person throughput, provide incentive for
carpooling, support transit, and be consistent with
regional HOV policies. These HOV lanes will
connect to anticipated HOV lanes on the Capital
Beltway, Woodrow Wilson Bridge, and Route 1 in
the City of Alexandria.

Cross-Section

*

AlglJ\·ol-way= 140'
.. --- _·_--~~-;i·"~

North-Raised 7Lyis .s_a• .::.u.
Baseline NOf~ '''''''10 South· 0 6

~to~~:a;~:~ NonelPainted 6
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1:.~-;r-f,.!.11.. :iJ 7 $90
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Ai~~_125'(22SJ $100
t. 1II """ f,.=·· '"" 5

R19hl·o!·way= 170'

~"'~'fre.-~ 0
Much Better

$90
Concept B ,~_, _~19~.1·...a'E.l!~~1 Raised 51-60 -3-

$100• ,,,-t1p"'_fiI·::........ -3-
RIghl·aI·way= 1SO'{23S"'j

______~.J

0 $80Ie -:: I
Concept C ~ Raised 41-45 3 Much Better

$100Alghl·oI-w.y~ 125'\?!.()':.')j

~ 3
RlghH>I·way" 210'

~..~·~-;-..-it?~ '-i~ 1 Slightly $115
Concept D ....... - A'9hl:.0l:w.y=..!!5~ -A Raised 141-150 2 Better $100

:~Il,J.i 1~ ~ I'M,",

+AI~h"oC'W.Y=125.:l?_1'0'··)i _0_
Slightly

$40
Concept C1**. ~ Raised 16-20 7 $100,Rlgel.of-way= 12S'l210'''L Better

I.~ 7

R.O.W" RighI-of-way

• Indicates Recommended Concept
•• Indicates RO.W. width with service roads on both sides

... Concept C1 is a variation of Concept C. Concept C1 has 6 lanes throughout Segment VII.
General nqnt-cl-way WIdths are shown. A wider right-ol-way may be needed at some intersections and mterchanqes.

1 Indicates hours of congestion South of Rt. 235, North of 235 and South 01 Capital Beltway, respectively
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SEGMENT V~

Concept B

\ ,
\

Illustrative sketch looking north at the intersection ofRoute I and Cooper Road
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SEGMENT VII

Concept C - Recommended Concept

strative sketch looking west at the intersection ofRoute 1 and Franklin Street
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SEGMENT

Concept B

Concept C - Recommended Concept

Illustrative sketch looking south at the intersection ofRoute 1 lind Quander Road
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RECOMMENDATIONS

CHAPTER 6. RECOMMENDATIONS
/

INTRODUCTION

This Chapter describes the recommendations of the
Route I Corridor Study. The various components of
~he recommended concept are described. This concept
IS based on a horizon year of 2020. Guidelines to be
followed during planning and implementation are also
presented. The chapter concludes with a recommended
implementation priority for improvements. The
concept, guidelines, and priorities represent the
recommended Route 1 Corridor Plan.

The Recommended Plan for the corridor is based
on the findings of the evaluation process described in
the previous Chapter. The Plan is a combination of the
best parts of each of the concepts considered and
balances multiple objectives to provide an overall
positive impact on the corridor.

The ~ecommended concept has been endorsed by
the Steering Committee, Prince William and Fairfax
'"'')unty Boards of Supervisors (BOS) and Dumfries

vn C~uncil. The Southeast Fairfax Development
._vrporatlOn (SFDC) and the Mount Vernon Council of
Civic Associations (MVCCA) also passed resolutions
endorsing the recommended concept, with conditions.
Copies of the relevant resolutions are included in
Appendix C.

CONTEXT OF THE PLAN

. The purpose of the Plan is to guide transportation
Improvements through the year 2020 in a corridor
where more than just transportation system
improvements are needed. Clearly, improvement of
Route 1 presents challenges beyond moving people and
goods, Improvements to the transportation system are
one Important element of making Route I a better
place. The Plan provides the long-range vision of the
transportation system within which projects are
developed and implemented.

The Plan provides guidance for changes needed in
the corridor. Some of these changes are needed to
address existing and anticipated problems. Other
changes will occur as the corridor evolves in response

ie trends of the current time. Strong guidance
ard a desired condition is one ingredient that has

not always been included in the mixture that has
created today's Route I.

6-]

The corridor has always been evolving. In the
1700's, King's Highway provided access to the
seaports at Colchester and Dumfries. The roots of the
current character were begun with the construction of
the RF&P Railroad and then U.S. Route 1 in the 1800's
and 1900's, respectively. The installation of military
facilities at Quantico and Fort Belvoir during this time
established a strong Federal presence in the corridor
that continues today. In the 1950' s and 1960's, the
construction of Shirley Highway, 1-95, and the Capital
Beltway changed the nature of travel in the corridor
and further altered its character.

Change has continued in recent time as well. The
construction and extension of HOV lanes on Shirley
Highway keeps the regional core accessible to southern
portions of the corridor. The extension of the Metrorail
system to Huntington has induced high density
development in the northern portion of the corridor.
The implementation of commuter rail added a
transportation and lifestyle choice not previously
available.

The future holds promising changes to both land
use and transportation characteristics. There are areas
available for development that will help create the
critical mass needed to support diverse, quality
development and redevelopment. These include the
Cherry Hill peninsula, Belmont, Lorton, and Fort
Belvoir.

Transportation projects are planned that improve
connections between the corridor and areas to the west.
These projects include improvements to Route 234,
Cardinal Drive, Route 123, Lorton Road, Woodlawn
Road and extensions of Dale Boulevard, the Prince
William Parkway, and the Fairfax County Parkway.
These improved connections to the population and
employment areas to the west will increase the
attractiveness of the Route 1 corridor.

Improvements to adjacent and parallel
transportation facilities are also part of the context of
this plan. Improvements to the Capital Beltway and
the Woodrow Wilson Bridge are necessary to maintain
the accessibility of the corridor. The completion of
interchange improvements at 1-95/1-395/1-495 in
Springfield is needed to ensure Route I can function in
its appropriate role in the system. Widening parallel
roads. such as Telegraph Road in Fairfax County, is
also assumed to provide needed travel capacity.
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OVERVIEW

The Route 1 corridor has many positive qualities:
varied shopping opportunities, unique recreation areas,
and attractive historic sites. However, transportation
system improvements are needed to address existing
capacity and safety problems, meet increasing demand
for travel, and help to revitalize portions of the
corridor.

The Recommended Plan for the Route 1 corridor,
therefore, includes improvements to all aspects of the
transportation system. The Route 1 roadway and
intersections must be widened and made more
efficient. Bus and train service needs to be improved
and complemented with improved pedestrian and
bicycle facilities. Measures to encourage more
ridesharing are also required.

The improvements must address the transportation
needs, help to improve the sense of community, and
enhance economic development opportunities. Thus,
the Recommended Plan provides a context for making
transportation improvements that enable the latter two
objectives to be achieved. The design of roadway
improvements must recognize the need to improve the
appearance of the corridor and assist with
redeve loprnent,

VDOT and the Counties must work closely
together throughout the development and
implementation of projects to achieve all that is desired
and possible for Route 1. Transportation
improvements provide substantial opportunities for the
Counties to leverage other initiatives in the corridor.

The Route I transportation system must continue
to serve a dual role while accommodating expected
growth in the corridor. The roles of Route I are:

I) To provide access to the residences, businesses,
and other development in the corridor.

2} To provide for travel between Route J and origins
and destinations outside the corridor

Both roles are important. The surrounding
communities feel much "ownership" of Route I as it is
where they go about much of their day-to-day lives.
Likewise, Route I is an important facility for the
movement of people and goods between the corridor
and the regional transportation system.

The following list and Exhibits 6-1 and 6-2
summarize the Recommended Plan.

6-2

Elements of the Plan are then described in more detail
for roadway design, transit and ridesharing, land use
and urban design, and economic actions.

The key features of the plan are consistent with both
Counties' Comprehensive Plans and include:

• A six-lane boulevard with streetscaping throughout
the corridor, except:

An eight-lane boulevard including two lanes
for high occupancy vehicles (HOV) is
recommended for the 4.5 miles between Route
235 North/Buckman Road and the Beltway.
As part of final design, a detailed analysis that
involves affected parties should be conducted
to confirm that operating the seventh and
eighth lanes as HOV lanes is the most
effective strategy.

• Raised median for landscaping and left turns (16
feet wide typically) with minimum spacing
between median breaks of 700 to 1000 feet.

• Quality inter-parcel access and public access
easements, through integrated site plans, between
properties are preferred rather than service roads.

• Continuous sidewalks/paths along Route ] that
connect with businesses, neighborhoods, and
transit stops.

• Accommodation for on-street bicycle usage.

• Improved roadway lighting and signing.

• "Smart Travel" systems including coordinated
traffic signals, variable message signs on Route I,
real time traveler information displays at transit
centers, and standard transit fare media for the
region.

• Enhanced local and express bus service oriented to
existing and new transit centers with coordinated
schedules. A more detailed transit center location
study should be conducted and should consider
sites beyond those identified herein.

• Feeder bus service to commuter rail stations.

• Transit route maps and timetables at all bus stops.

• Shelters, benches, and electronic displays at mort
heavily used bus stops. '



xhiblt 6-1. Overview of Recommended Plan

WOODLAWN TO ALEXANDRIA

• FORT BELVOIR

LORTON

Princerrr
William County

RECOMMENDAnONS

WOODBRIDGE
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TRIANGLE/DUMFRIES

QUANTICO

LEGEND

Path (10 feet wide)

-Sidewalk

• - ~ W - - Planned Roadway

Existing Interchange

[J New or Improved Interchange

If] Existing Park-and-Ride Lot

iii New or Improved Park-and-Ride Lot

T Existing Transit Center
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o New Transit Center

~ VRE Commuter Rail Station

Uil Metrorail Station

lSI Total Through Lanes on Route I
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Exhibit 6-2. Overview of Recommended Plan - Segment Descriptions

Right-of-way;:;: 125'

6·Lane Landscaped Boulevard
Raised Median

Recommended Plan Description

• Reconstruct interchange at Russell Road
• Helocate Iwo Jima Memoreal further tram Route 1.

Cost
• Roadway and right-at-way = $20 million.
• Russell Road interchange = $5 million.

G ~~6~~~~~:!.~~)~:~~ES
6·Lane Landscaped Boulevard

Raised Median

Findings
• Reduces 2020 congestion Irom 6 hours to 0 hours per day (as compared to Baseline).
• Requires no displacements but requires land from Marine Corps Base and Locust Shade Park.
• Reduces tree buffer between roadway and Quantico housing.
• Curb and gulter minimizes required nght-of-way.

Right-of-way = 125'

Recommended Plan Description

• Relocate southbound Route 1 to Fraley Boulevard If) Dumfries.
• Provide new/expanded park-and-noe lots
• Provide demand responsive transu service ior the less densely

populated areas
• Construct interchange OIlRoute 234

Cost
• Roadway and right-ol-way = $25 rruuron.
• Route 234 interchange", $25 million

• :,~:~~~~!LLlNEABSCO

6-Lane Landscaped Boulevard
Raised Median

Findings
• Reduces 2020 congestion from 6 hours 10 2 hours per day {as compared to Baseline).
• ReqUires 41 to 50 displacements, mostly in Triangle.
• Provrdes caialysl for higher quality development in Triangle.
• Median Improves visual appearance and supports property consolidation.
• Relocation at southbound Route 1 to Fraley Boulevard produces positive

econorruc Impacts on Main Street businesses and the overall Town
because It enables the creation of a pedestrian-oriented atmosphere.

Right-at-way = 125'

!i~ m =a 28
Left
turn

1
Recommended Plan Description

• Implement fixed route local and express b'JS service With connecnons
to Dale City Transportalton Center. Woodbridge transrt center (luture).
Potomac Mills. and Manassas

• Provide feeder bus service 10 the fulure Cherry H,II VAE commuter
raj! station.

Cost
• Roadway and right·ol-way =' $35 million

Findings
• Reduces 2020 congesllon trom 7 hours to 3 hours per day (as compared

to Baseline)
• ReqUIres 6 to 10 displacements
• Boulevard appearance Improves image of the segment and supports

plans tor high quality nodal development.

• ~~,~?o~~~?H~,E
6-Lane Landscaped Boulevard

Raised Median

I,

Right-af-way =125'

m=aQS
Left
turn

, "I-' "\
I ~1 ;'_.....t,

Recommended Plan Description

• Construct imercnanqa at Route 123.
• Provide a transit center OIlthe Woodbridge VRE stauon
• Implementlixed route local and express bus service With connections to

·Dale City Transportation Center, Fort Behlo,r trans« center (future).
Potomac Mills, and Manassas.

• Provide teeder bus service to the Woodbridge and Rippon VAE
commuter rail stations

Cost
• Roadway and right-ot-way =$35 rrntlion.
• Route 123 interchange = $35 million.
• Occoquan River bndge wldenmg = $10 miilion.

Findings
• Reduces congestion hom 4 haws to 2 hours per day In 2020

(as comparee 10 Basehne) on Route 1 near OpItz Boulevard
• Reduces conqestion Irom 12 hours 10 10 hours per day .n 2020

las compared to Baselme) on Aoute 1 near Occoquan Road
• ReqUires 36 to 45 drsptacernents.
·6 lanes on Roule 1 IS needed 10 serve local traffic travelling 10 and from

destinations in the corridor.
• RaIsed median with landscaping IS prelerred over a painted median

because .t is safer lor vehicles and pedestrians and greatly Improves
the appearance of the roadway

• Raised median restncts access to midblock parcels but encourages
parcel consolidation and higher quality development.

6-4
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6·Lane Landscaped Boulevard
Raised Median

Right-of-way =125'

Recommended Plan Description
• Implement lixed route local and express bus service with connections 10

Woodbridge transit center (Iuture), Fort Belvoir transit center (future),
and Franconia-Springlield Transportation Center.

o Provide feeder bus Service to Ihe Lorton VAE commuter rail station
o Provide demand responsive transit service lor the less densely

populated areas.

Cost
• Roadway and right-aI-way =530 million.
• CSX railroad/I-9S Interchange ~ $15 million.
• Telegraph Road Interchange = $25 million.

An~ngs .
• Reduces congestion Irom 9 hours 107 hours per day In 2020

(as compared 10Baseline).
• Requires 110 5 displacements.
o Roadway is not shifted closer to Pohick Church.
• Boulevard appearance improves image 01the segment and supports

plans tor high quality nodat development.

1
Right-of-way =125'

i~.-.IiJl.~
Left
tum

A····'·"······
.~~(_. '-' - -

6-Lane Landscaped Boulevard
Raised Median

I

Recommended Plan Description
• Construct mterchanges at Fairtax County Parkway and Woodlawn

Road when reqUired.
• Provide a transit center at Fort Belvoir
• Implement fixed route local and express bus service with connections to

Woodbridge transit center (future). Beacon Mall transit cenler (future).
and Franccnia-Spnnqtreld Transportation Center

Cost
• Roadway and right-ot-way ~ $30 million.
• Fairtax County Parkway interchange =$20 million.
o Woodlawn Road mterchanqa = $25 million

Findings
• Reduces congestion from 7 hours 103 hcurs per day in 2020

(as compared to Baseline).
• Requires 1 to 5 displacements and requires land from Fort Bervoir and

Woodlawn Plantation.
• Curb and gutter minimizes required right·o/-way.

WOODLAWN TO ALEXANDRIA

8-Lane Landscaped Boulevard
Including 2 HOV Lanes**

Raised Median

North Section
Route 235 (North)/Buckman Road (North) to Fairfax County/Alexandria City Line

Right-of-way:: 150'(235'*)

6-Lane Landscaped Boulevard
Raised Median

"Effectiveness of HOV lanes to be re-evaiuated as pan of final decision

Recommended Plan Description

• Construct Interchanges at South Kings Highway and Huntmglon Avenue.
• ProVide a trans.t center at Beacon Mall
• [rnplemont lixed route local and express bus service With connections to

Fan Belvoir transit center (future) and Hunlington Metro Station.
• PrOVIdefeeder bus service to the Hunnnqton Metro Station.

Cost
• Roadway and right-of-way'" $80 rrnltion.
• North/South Kings Highway interchange", $50 million

Hunllngton Avenue/Fort Hunt Road Interchange = $50 million

South Section
Route 235 (South)/Old Mill Road to Route 235 (North)/Buckman Road (North)

Right-of-way =125'(210'*)

• IT'odica18s fNjlI-oI-wav 103183" 'Mth
SGt\'K:Q roads m boll SIdes orRoote 1

Findings
• Reduces congesllon from 7 hours to 0 hours per day in 2020

(as compared to Basetme) in the southern portion.
• Reduces congestion from 6 hours to 3 hours per day in 2020

(as compared to Baseune) In the northern portion
• ReqUires 41 to 45 displacements
• Addrtional person-moving capacity necessary to maintain accessibility

in segment.
• 01 concepts which add capacity, Concept C rrururnizes fight-aI-way

needs ano disotacerneras.
• limited oppcrtunities for service roads without adverse economic

impacts; quality "interparcel access" with integrated sile plans required
Instead
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ROADWAY DESIGN FEATURES

This section describes the relevant design features
for the roadway and roadside. Appendix D (separate
volume) includes drawings of the reconunended
concept for the corridor.

General

The roadway improvements are designed to
improve traffic operations, safety, and the appearance
of the corridor. The improvements include an
additional lane in each direction, provisions for
streetscape elements, pedestrian and bicycle
accommodations, transit amenities and utility
relocation/burial.

The physical appearance of the roadway
improvements will affect revitalization efforts in the
corridor. Due to need for revitalization, the following
segments have particularly high needs for sensitive
design: Segment II (TrianglelDumfries), Segment IV
(Woodbridge), and Segment VII (Woodlawn to
Alexandria).

The next step toward implementing improvements
is for VDOT to conduct a study to refine the roadway
design centerline. This will reduce the uncertainty for
landowners along Route 1. For purposes of this
planning study, the proposed centerline was assumed to
be the same as the existing centerline. The new study
should identify centerline adjustments that can reduce
right-of-way impacts and facilitate redevelopment.

The centerline study will be a cooperative effort
.. led by VDOT and include an active public involvement

program. The County Boards of Supervisors, local
landowners, those interested in and responsible for
revitalization, and others will need to be involved
throughout the study to develop consensus. The
refined centerline could then be used as a basis for
interim widening and final design of sections of Route
1. The Counties andlor redevelopment entities may
need to conduct supplemental studies to identify
redevelopment opportunity locations in revitalization
areas.

Number of Through Lanes

From the Stafford County Line to the intersection
with Route 235 NorthlBuckman Road, the Plan
recommends three through lanes in each direction on
Route]. North of Route 235 North/Buckman Road,
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the Plan recommends four through lanes in each
direction.

North of Buckman Road (North), the outside
(right) lanes in each direction should be operated to
maximize person movement in the corridor and support
local and regional policies. At this time, analyses
indicate that the most effective manner to operate these
lanes is as HOV lanes. Current local and regional
policies emphasize the need for providing incentives
for non-single occupant auto travel, such as HOV lanes
for carpools and buses. The HOV lanes recommended
on Route 1 in the study corridor connect to existing and
planned HOV facilities on the Capital Beltway,
Woodrow Wilson Bridge, and Route 1 in the City of
Alexandria. The Fairfax County Comprehensive Plan
also includes HOV lanes on the northern section of the
Route 1 study corridor. For all of these reasons, the
HOV lanes are recommended in this Plan.

As part of the final design efforts, more detailed
and updated analyses should be conducted to determine
the most effective means of operating the additional
seventh and eight lanes. These analysis efforts should
involve those citizens that expressed concern and
skepticism regarding the feasibility of operating these
lanes as concurrent flow HOV lanes.

Roadway Cross-section and Right-of-way
Requirements

As shown to the right and on previous pages, the
basic roadway cross section is an urban, or closed,
section with curb and gutter and a raised median with a
curb. This type of cross-section minimizes required
right-of-way and is appropriate for Route I in Prince
William and Fairfax Counties. The cross-section
includes vehicle lanes nominally 12 feet in width,
where feasible, with appropriate offsets to curbs. The
outside lanes of Route 1 should be oversized to
accommodate shared use by bicyclists. This is in
addition to the path on the west side of the roadway,
because the two facilities accommodate different user
groups.

Portions of the cross-section outside the roadway
are also an important part of the cross-section. These
"bench" areas must accommodate the path and
sidewalk; supports for traffic signs, traffic signals, and
roadway/pedestrian lighting; streetscaping and
landscaping elements; utilities; and other elements sue
as bus shelters.
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The competition for space wi 11 be most intense in
areas where utilities are to be buried underground. A
utility corridor must be identified that is coordinated
and compatible with potential landscaping. Provisions
should be made for the landscaping even if the
installation of plantings is not done in conjunction with
roadway construction. During design, consideration
should be given to items such as cross conduits for
watering systems in the median.

Stormwater management features, including
retention ponds, must be designed to complement the
desired character of the area. Retention ponds should
be developed based on integrated site plans that are
coordinated with roadway design.

A continuous path, 10 feet wide, is included
throughout the corridor along the west side of Route 1.
Sidewalks are included on the east side in all segments
except through the Quantico and Fort Belvoir
segments.

additional width (typically four feet) provides space for
landscaping adjacent to left-tum lanes and additional
space for pedestrian refuge.

The right-of-way width for the basic roadway
section is approximately 125 feet for the six-lane
section and 150 feet for the eight-lane section.
Additional right-of-way will be required at selected
intersections, driveways, and other locations as
warranted by capacity and safety considerations for the
following seven items:

• Right-tum lanes
• Multiple left tum lanes

• Bus pull-outs
• Wider medians for additional pedestrian refuge

and special landscaping treatments

• Interchanges
• Service roads where adequate interparcel access

cannot be provided and maintained
• Traffic signal supports and cabinets.

Typical Overhead View

Service roads, while providing beneficial,
controlled public access away from the mainline lanes,
are not a preferred element of this Plan. This is due to
concerns for additional property impacts associated
with their width and traffic operational problems that
can occur at intersections. In addition, service roads
present another barrier and more safety concerns for
pedestrian crossings.

Access Management

Integrated site plans that provide quality
interparcel access and public access easements are, in
general, preferred over service roads. If quality
interparcei access is not provided, property owners
may be required to provide service roads.

The roadway facility must provide adequate access
to properties while enabling safe and smooth traffic
flow on Route I. The community clearly expressed a
desire to not widen Route 1 excessively. The
projected level of traffic increases will strain the ability
of even the widened roadway to function effectively.
For Route 1 to function effectively as a six-lane arterial
(eight-lanes in the northern 4.5 miles), the roadway
must accommodate more vehicles per lane. This need
and the existing safety problems require left turning
traffic to be organized at selected locations. This is
accomplished through the use of a raised median with
left tum bays. In addition, the number of entrances on
Route 1 should be reduced, primarily in Segments II,
IV, and VII.

-' 'II .. 1iill Fj_ en e $it "" --a
left

lurns

Standard median width is 16 feet. This width
accommodates left tum lanes and provides adequate
"pace for landscaping in median sections without left
irn lanes. Wider medians are appropriate in special

areas (refer to the Land Use and Urban Design section)
or in locations with "back-to-back" left-tum lanes. The
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There are three primary keys to successful access
management in the Route 1 corridor:

• Maintaining appropriate median break spacing

• Establishing quality inter-parcel access through
integrated site plans

• Encouraging/enabling redevelopment and parcel
consolidation

•
•
•
•
•
•
•
•

Russell Road - reconstruction
Route 234 (Dumfries RoadlPotomac Parkway)

Route 123(Gordon Boulevard)

Telegraph Road
Fairfax County Parkway

Woodlawn Road
South/North Kings Highway
Huntington Avenue/Fort Hunt Road.

Median break spacing should be maintained at a
minimum of 700 to 1000 feet, depending upon design
speed. Reductions in this spacing should be
discouraged for several reasons. First, adequate
spacing between intersections results in smoother
traffic flow and fewer conflicts due to spill back of
traffic queues from downstream intersections. Second,
reduced space between intersections result in less
length for left tum lanes. Third, a short distance
between intersections often results in "back-to-back"
left turn lanes. This condition eliminates area for any
significant landscaping in the median since the entire
median area is used for left turn bays.

Interparcel access is vital to maintain adequate
accessibility in the corridor and reduce the right-of
way needed. As noted above, there is not sufficient
space for a service road system on a wide scale along
Route 1. Connectivity between parcels is important to
reduce turns to and from the Route I roadway.

In the long run, the primary means of reducing the
number of entrances on Route J is through
redevelopment. In the heavily developed sections of
the corridor, there are some possibilities for
consolidating driveways, sharing access, and simply
closing entrances. However, due to existing small
parcel sizes, substantial reductions may be limited.

Property consolidation allows for better on-site
traffic circulation and eliminates the need for numerous
access points to several smaller individual properties.
The Economic Actions section describes actions that
can be undertaken by the Counties to encourage
redevelopment and revitalization. These actions will
have a direct benefit on traffic flow as well as the
economy of the area.

The configuration of these interchanges will be
developed during a preliminary design study for each
location. The design of the interchanges should
accommodate travel demand and, as appropriate, be
sensitive to pedestrian accommodations, transit effects,
local access impacts. visual appearance, historic sites,
environmental features, and revitalization efforts.

For example, the area surrounding the South/North
Kings Highway interchange has been identified as a
key development node. If possible, the interchange
configuration and features selected for this location
should help to link both sides of Route 1 with public
spaces in and around the interchange. The intent is to
remove the Route 1 through traffic from the
intersection. Turning traffic should be accommodati
with a configuration that allows for safe, convenient,
and pleasant pedestrian movements across the
roadways.

There are several bridges that require
reconstruction or replacement in the corridor. The
major bridges include the following:

• Occoquan River Crossing (Segment IV). This high
level bridge requires additional substructure as
well as superstructure to accommodate a wider
Route I. The bridge should be designed to permit
the future addition of one auxiliary lane in each
direction in addition to the six basic lanes.

• CSX Railroad Overpass (Segment V). This
substandard overpass requires replacement to
provide adequate vertical and horizontal clearance
for the existing and ultimate cross-sections. Minor
relocation of the railroad is I ikely needed to
facilitate construction.

Interchange and Bridge Improvements

The increasing demand for travel in the corridor
will likely require the reconstruction or construction of
grade separated interchanges at eight locations along
Route 1:
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• Fort Belvoir Railroad Overpass (Segment VI).
This skewed crossing requires
removal/replacement due to existing inadequate
horizontal clearance for the existing and ultimate
cross-sections. Fort Belvoir has abandoned the



railroadbut plans to use the rail right-of-way as a
trail.

• Gunston Road Overpass (Segment VI). This
roadwaybridge requires replacementdue to
inadequatehorizontal clearance for the existing
and ultimate cross-sections.

6-9
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TRANSIT AND RmESHARING

The Recommended Plan includes a framework for
transit improvements that is summarized below.
Exhibit 6-3 shows the transit framework for the
Recommended Plan.

The Plan includes enhanced local and express bus
service that is oriented to existing and new transit
centers. These services should have coordinated
schedules to minimize waiting times during transfers.
The transit centers provide connections to buses in the
Route I corridor as well as cross-county bus routes.
Transit services in the corridor should be "seamless"
that is have coordinated schedules and fare media
among different operators.

New transit centers are recommended at the
Woodbridge VRE commuter rail station, Fort Belvoir,
and Beacon Hill. The center at Fort Belvoir should be
located to permit convenient access to and from Route
1, the Fairfax County Parkway and the internal Fort
Belvoir road system. The Beacon Hill center could be
part of the mall or a separate facility. Operating as a
separate facility would allow more operational
flexibility but may be more expensive. A more
detailed transit center location study should be
conducted and should consider sites beyond those
identified herein.

These new transit centers complement existing
centers at Dale City. Franconia-Springfield, and
Huntington. New transit centers typically have:

• Large shelters with benches
• Bicycle lockers/racks
• Park-and-ride lots (except at Beacon Hill)
• Kiss-and-ride areas
• Real time bus information through electronic

bulletin board
• Coordinated transfers between routes to reduce trip

times.

The Plan recommends new fixed-route bus service
between Woodbridge and Hybla Valley to eliminate
the existing gap in bus service along Route I. In the
short-term this will require cooperation between
Fairfax County and the PRTC. Other locations for
fixed route bus service include: Lorton to Huntington
and Cherry Hill to Woodbridge. In those areas not
easily served by fixed-route service (or as an interim
measure), implementJexpand demand responsive bus
service in Triangle, Dumfries, and Lorton.
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The Plan recommends expanded "through-route
bus service on selected trips to Potomac Mills,
Huntington Metrorail Station, and the Franconia
Springfield Transportation Center. The Plan also
includes cross-county local bus routes from the Route 1
corridor to Potomac Mills and Manassas/Manassas
Park. As noted in Exhibit 6-3, the Plan provides
express service for selected trips during the peak
periods.

VRE commuter rail service is also improved in the
Plan, including:

• Track and signal improvements
• Station improvements (longer platforms and

expanded parking)
• Service increases
• Bi-level cars.

Access to the VRE stations is also enhanced with the
following actions:

• Construct access roadways to the Rippon and new
Cherry Hill stations.

• Provide new and/or improved feeder bus service t~·

the Cherry Hill, Rippon, Woodbridge, and Lortc
stations.

The Plan includes "Smart Travel" systems that
complement transit services. Systems include
coordinated traffic signals with signal prioritization or
signal extenders/pre-emption for buses; variable
message signs on Route I; real time traveler
information displays at transit centers and some bus
stops; and standard transit fare media for the region.

Bus stops in the corridor require improvement,
especially in Segment VII (Woodlawn to Alexandria).
All bus stops should have:

• Transit route maps and timetables
• Continuous and improved sidewalks connecting

residential and commercial areas to transit
• Handicapped access per ADA guidelines.

The more heavily used bus stops should have:

• Shelters and benches (stops with 50 or more
boardings daily).

• Electronic displays with real-time route specific
information (stops with 80 or more boardings
daily).



Ridesharing is facilitated in the Plan through
expanded park-and-ride lots and the HOV lanes in
Segment VII. New and/or enhanced park-and-ride lots
should be constructed in Triangle and Dumfries to
accommodate the significant growth expected in the

Exhibit 6-3. Recommended Transit Framework
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nearby areas. Generally, these lots should be oriented
to 1-95 to enhance the express lane usage.

In Fairfax County, potential locations for park
and-ride lots to complement the HOV lanes should be
identified when the operational plans are defined.
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LAND USE AND URBAN DESIGN

The Recommended Plan recognizes the
interconnection between transportation and land use.
The characteristics of one affect the characteristics and
opportunities for the other. In addition, urban design
features can exert a strong influence on the image of
and plans for construction in the area.

While this Plan is focused on transportation
elements, the following general guidelines and
principles are provided for land use and urban design
elements. The study team recognizes that for the Plan
to be fully supportive of the counties' goals for the
corridor an understanding of the larger context is
required.

Many of the guidelines in these sections refer to
elements beyond VDOT's responsibilities for design,
funding, and/or maintenance. Typically, the Counties
must take the lead in applying policies for these items.
In general, the plan responds to, and is consistent with,
current Comprehensive Plans.

Land Use Guidelines

For those sections of the corridor with
development adjacent to the roadway, two guidelines
are recommended:

I. Emphasize nodes of activity
2. Locate buildings close to the street.

These guidelines maximize the effectiveness of
walking and transit as alternative means of travel in the
corridor.

Nodes of activity will create a stronger, more
positive sense of place for the corridor and enhance
opportunities for transit and pedestrian uses.
Typically, nodes would include a mix of uses, each
with its own identity, appropriate density, and type of
use. Nodes should be linked to surrounding
neighborhoods and other nodes with sidewalks and
vehicular access.

The placement of buildings relatively close to the
street positively affects the image of the corridor and
its transportation effectiveness. From an urban design
perspective, it creates a vertical edge to a horizontal
plane of pavement. From a transportation perspective.
it improves transit and pedestrian accessibility.
Buildings near the street reduce walking distances from
sidewalks and bus stops along the roadway. In
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addition, not having to cross a large parking lot to
reach a store enhances the walking experience. From a
practical standpoint, this guideline recognizes the
physical limitations of the existing parcel
characteristics along many portions of the corridor The
placement of buildings close to the street must be
coordinated with zoning ordinances; utilities; plans for
future roadway widening; interchanges and tum lanes;
sidewalk or path; landscaping; and streetscaping.

The unique characteristics and needs of these
portions of the Route I corridor will require special
considerations by the counties. Special incentives and
zoning changes are needed to realize the full potential.
In Fairfax County, the recent Revitalization Study for
Segment VII (Woodlawn to Alexandria) identified a
number of feasible and effective actions for
consideration. Other actions related to land use and
redevelopment are discussed in the Economic Actions
section.

Urban Design Principles for Route 1
Streetscape Improvements

The Plan establishes the design intent and a set of
principles to guide VDOT, Prince William, and Fairfax
Counties in achieving an attractive, welcoming place
where it is easy to walk, shop, live, work, and move
through.

The Route I corridor is used by many citizens,
many who chose to live and work within the corridor
because of its proximity to the Potomac and Occoquan
Rivers and nearby historic sites. Any physical
improvements should reflect and be sensitive to these
features and neighbors. At the same time, the design
style of improvements made to the landscape and
streetscape should recognize the current and future
vitality of the corridor, and not be inexorably limited to
nostalgic fixtures.

The streetscape design intent for the corridor is to
provide an underlying continuity of elements. colors,
materials, and textures that are enhanced and
accentuated within designated special areas. The
special areas -such as development nodes, historic
sites. entries. and areas with significant pedestrian
activity - should take on their own character and
identity that is compatible within the overall design
vocabulary found in the corridor. Special areas may be
enhanced with additional planting, sidewalks,
pedestrian-scaled light fixtures. bus shelters, benches,
and trash cans. Additional colors may be used to
highlight the special areas.



The Plan includes a raised median (with a curb)
planted with trees, shrubs, and groundcovers. Street
trees and pedestrian paths, sidewalks, and crosswalks
are found throughout the entire corridor. Pedestrian
scaled lighting is located in special areas and the entire
corridor is illuminated with road-scaled light fixtures.

Utility lines should be relocated or placed underground
in priority areas so as to improve visual aesthetics and
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eliminate conflicts with the proposed landscape and
sidewalk/path improvement. Signs are organized to
present a consistent appearance that relieves visual
clutter. Traffic mast arms are VDOT standard types.
painted black.

The following pages describe the urban design
principles for streetscaping.

Exhibit 6-4. Special Areas and Priority Areas for Utility RelocationlUndergrounding
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High Priority Areas for Undergrounding/Relocating Utilities

Mid Priority Areas for Undergrounding/Relocating Utilities

Special Areas
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Cross section of the six lane boulevard with landscaping

and pedestrian path and sidewalk.

•

Principle 1: The corridor shall safely and
attractively accommodate pedestrians.

• Within Segments II, III, IV, V, and VII a
continuous concrete sidewalk or path is provided
on each side of Route 1. A six-foot wide concrete
walk separated from the curb by a nine-foot wide
(minimum) planting strip is on the corridor's
eastern edge. A ten-foot wide path immediately
adjacent to the curb will be on the corridor's
western edge. A five-foot wide planting strip will
run parallel to the sidewalk.

• Within Segments I and VI a continuous ten-foot
wide asphalt path will be located on the corridor's
western edge. The path may be located
immediately adjacent to the curb, or if conditions
allow, the path may meander through the
woodlands.

• Pedestrian crosswalks at key intersections should
be made of materials and colors that are consistent
with and complement others used as a part of the
corridor improvements. For example, concrete
bands on either edge of a twelve-foot wide strip of
brown concrete pavers complement the use of
concrete sidewalks and the exposed aggregate
ramp. Color and material selection may, and
should, differ from special area to special area.
However, any selected materials and colors for a
specific special area must complement the colors
and materials found between special areas.

Ramps at each of the pedestrian curb cuts should
be made of exposed aggregate, as per VDOT's
standard.
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Cross section of the eastern edge of Route 1.

Cross section ofthe western edge of Route I.
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Plan view of intersection with ramps, sidewalks, and
crosswalks.
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Principle 2: Landscape planting shall provide
continuity within the corridor and emphasize
special areas.

• Corridor plantings must be extensive and dense
enough to achieve a mass effect for the viewer
traveling at the design speed of the highway.
Trees also provide a vertical edge, breaking the
horizontal plane of the corridor's cross section.

Trees along the edge of Route 1 should be planted
in groups of three to five. Groups of large
deciduous trees should be separated by no more
than sixty feet. Within the group's plantings, the
large trees should be fifteen to twenty feet apart.
Within each group of trees. the same species of
tree should be planted. Different groups may be
composed of different species. If room allows, and
properties remain visible. more than five trees may
be planted within one group.

VDOT sightlines must be maintained. Plantings
shall not obscure sight lines at initial installation or
at maturity.

• The sixteen foot wide medians should be planted
with groups of flowering trees or large deciduous
trees and underplanted with groundcovers and
shrubs. The use of grass should be minimized
because of its potential maintenance costs. The
median's standard width of four feet where
protecting left turn lanes should be widened to
eight feet to allow for shrub and groundcover
plantings in special areas and other locations (such
as back-to-back left tum lanes). where needed or
feasible.

• Landscape plantings are fundamental to the
improvement of the Route I Corridor. The tree
planting design must achieve a well balanced
combination of both planted areas and open spaces
without appearing to screen properties or be so
sparsely planted that the trees are not noticeable
and effective in creating a vertical edge to the
corridor's cross-section.

•

• Edges of intersections and major driveways should
be planted with flowering trees to highlight a
decision point for the corridor user. Flowering
trees are smaller than trees planted along the
corridor and should be planted more closely
together. Depending upon the species selected,
tlowering trees should be planted ten to fifteen feet
apart.

•

a
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View of landscape plantings illustrating typical groups of
trees with space between for visibility ofbusinesses.

Aerial view of landscape plantings.

Pia" vinl' of tree plwHings. FlowerinR/lrees accentuate
the intersecnon« and lur!il' deciduous trees arc planted
along the corridor; SIRhl lines. indicated hy the dashed
lines, must he maintainml and wil! van' dependent upon
site conditions.
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• Trees shall be a minimum of six feet from the back
of the curb and no further than twelve feet from the
back of the curb. (Plantings shall conform with the
Guidelines for Planting Along Virginia Js
Roadways written and published by VDOT' s
Environmental Division). The location of a tree in
relation to a sidewalk may switch from adjacent to
the curb to outside of the sidewalk, depending on
site conditions.

• Tree types for the large deciduous trees should be,
or be similar to, maple, ash, or oak trees. Tree
types for the flowering trees should be, or be
similar to, crabapples, crapemyrtle, or redbud
trees. VDOT standards, County standards, utility
company standards, soils, and the quality of the
immediate growing environment will influence
selection of specific species.

• Low shrubs and groundcovcrs should be planted
between the sidewalk and the street, and in the
medians to reduce long term maintenance.

• Landscape plantings in the special areas should be
more densely planted and include flowering
groundcovers and shrubs.

• The character of the road corridor through the
native woodland in Segments I and VI should be
preserved and enhanced with plantings of trees and
shrubs in an informal pattern along the remaining
woodlands edge.

Principle 3: Street furniture should be located
within special areas.

• Natural wood and black metal fixtures should be
used throughout the corridor for benches and trash
cans in areas with significant pedestrian activity.
Other colors and fixtures may be used to highlight
additional special areas such as development
nodes, historic sites, or entries. Regardless of
location, all selected benches, trash cans. bus
shelters, and other street furniture should fit the
overall character of the corridor's furnishings 
compatible in color, texture, and materials.

Cross section with new tree planting adjacent to the
sidewalk.

Crass section with new tree planting between the sidewalk
and the strut.

Cross section with new tree planting on outside edge of
sidewalk The planting strip between the sidewalk and
Route J is planted with low groundcovers and shrubs due
10 site conditions.

____ WJ~
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Additional trees and shrubs planted along the edge ofthe
nati~'e wood/and.
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Aerial view ofRoute I with landscape planting and
overhead utility lines.
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Aerial view ofRoute I with landscape planting and
overhead utility lines relocated or placed underground.
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• Choices related to a specific manufacturer, color,
style, or material may change over time. If a
material is changed such as a bench, the new
selection should reflect the materials, colors, and
textures already found in the corridor's furnishings

Principle 4: Standardized street lighting shall
establish a strong and consistent presence for the
corridor.

• Pedestrian-scaled light fixtures should be located
in special areas and areas of significant pedestrian
activity. Each special area may select a fixture that
fits with their overall design concept. The
"Acorn" fixture supplied by Virginia Power is the
preferred fixture, if the fixture source must be
Virginia Power.

• Road-scaled light fixtures throughout the corridor
should be the Virginia Power supplied "flat lens",
with black painted poles.

Principle 5: Overhead utility lines should be
relocated or placed underground wherever feasible.

• Establish an easement for future utility
undergrounding (Exhibit 6-4).

• Refer to the plan that designates priority areas for
utility relocation or undergrounding.

Principle 6: Signing and traffic control devices
should be organized to present a consistent
appearance that relieves visual clutter.

• Directional sign messages should be combined on
sign standards and applied in a consistent manner.

• Standards for low ground base signs should be
developed.

• Each County should investigate potential means to
accelerate the replacement of nonstandard signs.

• Traffic mast arms should be VDOT standard type
and painted black throughout the corridor.
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ECONOMIC ACTIONS

Implementation of the Recommended Plan will
displace a number of businesses and create some
marginal real estate. However, the Recommended Plan
will also create the opportunity to eliminate blight,
consolidate parcels for high quality mixed use
developments, and improve the image of the area.

The Plan helps to facilitate revitalization plans in
areas of need by improving transportation within and to
the area. Congestion is reduced and safety
dramatically improved for motorists and pedestrians.
This helps protect and improve the quality of life for
surrounding neighborhoods by maintaining reasonable
travel times and creating more destination shopping
versus convenience businesses.

The Recommended Plan includes significant
landscape improvements that playa key role in
improving the image of the area. In addition, parcel
consolidation opportunities help shift the current strip
commercial development pattern that is not pedestrian
friendly to nodal developments. Nodal developments
are mixed use developments that combine office space,
retail, and housing which ties into existing
development.

The revitalization effort for Route I needs to be a
comprehensive plan of which road and transit
improvements are one element or tool. The following
represent the key issues and programs recommended to
maximize the opportunity provided by the proposed
transportation improvements to improve Route l' s
economic conditions.

• The unique circumstances of Route 1 require
changes to local zoning ordinances and special
incentives.

The changes could include establishing special
zoning districts for revitalization areas and
creating mixed use zones. Incentives could
include expanded tax abatement programs and
expedited approval process for projects
consistent with revitalization plans.
Businesses that are displaced by transportation
improvements should be provided the
opportunity to relocate to the envisioned
higher quality nodal developments.

• A strong local public redevelopment effort needs
to be implemented.

6-18

An entity should be created or empowered that
can acquire and assemble marginal real estate
to create development site opportunities,
where possible.
At a minimum, significant public-private
partnership efforts should be undertaken.

• The image of Route 1 needs to be improved.
Significant landscape improvement should
accompany road improvements.
Blight should be reduced and development
patterns shifted from strip commercial to
mixed use development. The development
pattern will shift substantially only if a strong
redevelopment agency exists which can
package the available real estate.

• Establish a mechanism for maintenance of
streetscaping and, landscaping elements.

VDOT recognizes the need for enhancements
to the roadway, but it is not the default
provider/maintainer.
The Counties, VDOT, and property owners
need to identify a stable funding source and
the party(s) responsible for maintenance.
Possible solutions for maintenance include
combinations of: "Adopt a highway"
programs, Park Authority staff and equipment
used for maintenance, and contracted
maintenance.



The following matrix and drawings in Exhibit 6-5
illustrate some typical economic conditions in the
Route 1 corridor and parcel consolidation scenarios.
They show examples of how the transportation
improvements may be used as a catalyst for
redevelopment for those properties negatively affected.

6-]9
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tS"RdE hibi 65 S • I

1.SMALL COMMERCIAL PARCEL
Existin Conditions Possible Reuse
• Frontage & curb cut on Route 1

• May be older structure with limited
economic life

• May be vacant or underutilized

• .Widening Route 1 may take
additional land making marginal
property less appropriate for
commercial use

• May need to be totally acquired by
VDOT if land taking makes property
effectively unuseable

• If not totally acquired, may need to be
combined with larger adjacent
commercial property(s)

• May be best used as non-commercial
and combined with residential1and
behind

/

LAND TNL~

FD~ 8.1
WIDENIN~

.A~ N I IMr~VEMEMT.s
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RECOMMENDATIONS

1m acts
• Eliminates Route 1 curb cut

• Cleans up a marginal commercial site
with a questionable future

• Benefit to adjacent property owners

• Possible loss of a small business and a
few jobs, if business cannot relocate to
better facilities

• Possible loss of commercial tax base

Need or Public Intervention
• VDOT acquisition of entire parcel if

future commercial use is not viable

• If not totally acquired, local

government or a designated
redevelopment entity may need to
acquire the remaining land (after
VDOT acquisition) and determine
appropriate reuse on a case-by-case

basis
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Existin Conditions
• Frontage of all parcels required for

Route 1 improvements
• Buildings may be old and inefficient

(vacant or yielding low rent) or
housing marginal commercial uses

• Remaining property even less viable
for several small businesses

:/'.> LAN17 TPJ(r:.N
/~ FOr< fT \

1f"f~DV[MENT

~9?\1~

I

Possible Reuse
• Combine several small parcels into a

single larger commercial parcel
• Replace vacant stores and marginal

uses with convenience goods stores
(e.g., ATM Bank, small restaurant or
market)
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• Eliminates several curb cuts onto
Route 1

• Reduces turning movements into and
out of the property

• Improves the appearance of an older
commercial strip

• May result in new commercial
construction

• May allow construction of
turning/merge lane

• Possible net loss of jobs, depending on
existing uses

• Possible net gain in tax base

RECOMMENDATIONS

Need or Public Intervention
• Consolidation not able to be

undertaken by VDOT as part of
Route 1 improvements

• Requires a motivated private
developer who is able to profitably
assemble sites and accomplish
redevelopment

• May require a public land acquisition,
relocation, demolition and disposition
function, possibly with a land
writedown - Net cost may be offset
by the capitalized value of the tax
flow increase
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Exhibit 6-5. Sam Ie Economic Redevelo men! Scenarios (continued)

Existin Conditions Possible Reuse
• Frontage of all parcels required for

Route 1 improvement

• Inefficient and unsightly economic
use

• 6 to 8 curb cuts - no turning lanes

• Yields few jobs and little tax base

• Assemble center site and adjacent
parcel(s) for entertainment center
and/or family inn.

• Assemble small commercial
property(s) and former residential
structures(s) for a single quality
restaurant with access from the
entertainment center/family inn

[)Q~~~~~E.TAlNMMEf:
Vl::CvLttT ~fVfE.

~UJ~ fVf.
CvMt1JNtTy ~IH~

@ ~rr~UJ:.

-.LL,l.J.J.L_iM_rrMO t:\:.ST Df
,1~-B,UILv

17 fl.E.X CINeMA
ANv!PF FPMt~'1 lH~

J.L...L........~

~--.J\ ruFtilNcq 1Mef{f
.. LAH~

~~-QU~J.JT'( NElctH5tfltNP
~fbl)JJfAJ'\T?
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Im acts
• Eliminates many curb cuts

• May allow construction of
turning/rnergelane

• Replaces obsolete and poorly
maintained shopping center with a
contemporary destination
entertainment/lodging complex

• Mixes lodging, eating, and
entertainment uses on same site for
one stop (fewer trips)

• Results in a net gain in jobs and a big
net gain in tax base

• Visual improvements

Need or Public Intervention
• All reuses are economically feasible

• May be able to be completely
accomplished by a private developer

• If land assembly cannot be done
privately, may require public land
acquisition and resale to developer - a
public/private venture
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Possible Reuse

Exhibit 6-5. Sam Ie Economic Redevelo ment Scenarios (continued)-
I

Existin Conditions
• Old shopping center and small

frontage parcels; adjacent motel or
trailer park or low quality housing;
and vacant land at rear with poor
access

• Opportunity for a large
redevelopment project such as a
neighborhood center

• Complex land assembly problem 
probably requires public sector
. .
intervennon

• VDOT Route 1 improvements can be
the catalyst for launching the
redevelopment process

• Reuse could be a mixed-use
development with a mix of medium
density residential, office, lodging,
and entertainment with a single traffic
signal on Route 1

LA~{. VA:.NlT
r~A(T

Otro f1/1J5IH<:t
t7EY[Lvft1ENT
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RECOMMENDATIONS

Im acts
• Eliminates many curb cuts

• May allow construction of
turnlmerge lane

• Cleans up several marginally
economic and unsightly uses

• Allows vacant land to be developed
with improved access

• Large positive economic development
impacts

Need or Public Intervention
• Requires a public land assembly effort

• Detailed feasibility analysis and fiscal
impact assessment can show

cost/benefit to public sector

• Can create a major new development
node that will help Route 1 gain a

new Image

• A potential "big splash project" that
Route 1 needs

6-27
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RECOMMENDEDIMWROVEMENT
PRIORITIES

.The lo.ng~rangeplan described in the previous
secnons will not be implemented all at once.
Improvements will be made gradually over the next
two decades, if not longer. This reflects fiscal realities
and the fact that some problems will not emerge until
the future.

. ~he l?ng-range plan provides a guiding vision.
Within this overall concept, a series of implementable
roadway and transit projects is defined and listed in
Exhibit 6-6. The improvement priorities are divided
into three terms: short, medium, and long. The
recommended priorities address existing problems first.
Needs which are expected to develop later are met in
the longer term.

Within each priority level, projects are listed in
geographical order from south to north. The priorities
reflect comments by Steering and Technical
Committee members.

. The priorities are based upon generalized changes
In land use and travel patterns. Changes in
regional/local priorities or significant individual
developments may require shifting of some projects
from one time frame to another.

Costs are listed for each project. The costs shown
are order of magnitude and include administration.
construction, and right-or-way costs. They do not
include costs for landscaping, placement of utilities

.. underground, or payment of damages beyond land
valu~s. Funding source and/or responsible agency is
not listed or implied.

~he total cost for the improvement program
described in this Plan is approximately $610 million.
Of this total, $330 million is for roadway and right-of
way, $240 million is for interchanges. and over $40
million is for transit.

Other Programmed Projects

The priority listing in Exhibit 6-6 does not include
four programmed projects in the corridor. These
include:

• Neabsco - Construct relocated Cardinal Drive
• Woodbridge - Construct Dale Boulevard extension

(1-95 to Route 1).

Short-term Priorities

Of primary interest at this time are the short-term
priorities. These projects represent the next steps to be
taken in the implementation of the Plan .

As noted previously, the top priority is to conduct
a Route 1 centerline location study. This project may
be divided into two contracts-one covering each
County, Within each contract, sections of Route I that
have short-term priorities should receive priority within
the study. These include the TrianglelDumfries
segment, a portion of the Woodbridge segment, and the
southern portion of the Woodlawn to Alexandria
segment.

In addition to the segments listed above, other high
priority projects for the short-term include:

Woodbridge - Route I/Route 123 interchange
(currently under design)
Lorton - Widen Route l/improve intersections (Lorton
Road to Telegraph Road)
Lorton - Replace/widen CSX railroad bridge

The short-term priorities also include a number of
projects grouped under the line items
"Intersection/Spot Improvements" and" Roadside
Improvements". The foIlowing provides a breakdown
of those projects.

Intersection/Spot Improvements

• Segments not improved in the short term -
Extend and add turn lanes $8.0M

• Chen)' Hill - Widen/improve Powell' s
Creek Bridge $O.2M

• Fort Belvoir - Replace Accotink Creek
Bridge $3.0M

• Ft. Belvoir - Remove abandoned RR bridge,
replace with trail bridge $1.5M

• WoodlaH/1l - Improve Route 235 South/
Old Mill Road intersection $2.0M

• Hybla Valley - Improve Fordson Road/
Boswell Avenue intersection $3.0M

Subtotal $17.7M

•

•

Dumfries - Vertical alignment improvements on
Fraley Boulevard

Dumfries - Widen/improve Main Street (Mine
Road to Old Stage Coach Road)
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Roadside Improvements

• Segments not improved in the short term -
Improve ditches and shoulders $2.0M

• Segments not improved in the short term 
New/improved sidewalks for transit access
and key links $l.5M

• All segments - New/upgraded roadway
lighting $5.0M

• All segments - Remove/relocate a few critical
utility poles $l.OM

• Woodbridge, Hybla Valley to Alexandria-
Smart Travel systems $S.OM

• Hybla Valley to Alexandria - New/improved
sidewalks for transit access and key
links $l.OM

• Hybla Valle)' to Alexandria - Add landscaping
improvements $I.OM

Subtotal $16.5M

The replacement of the substandard CSX Railroad overpass is one of the high priority projects.
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Exhibit 6-6. Improvement Priorities

Roadway-related

Short-term

$22.2$70.0$t43.2Short-term subtotal

Cost ($M) Currently

Ref. No Seamenl Location Project County Approximate Project Limits Roadwav fnterchanaes Funded ($M)

1 I-VII All secments Preliminary design to define centerline PW/Flx $2.5

2 I ouannco Reconstruct Russell Road Interchange PW At Russell Ad $5.0

3 II Triangle/Dumfries Relocate SB Rt. 1/widen RI. 1limprove safely PW Joplin Rd. to Rt 234 $25.0

4' II Dumfries Construct At. 234 Interchange PW At Rt. 234 $25.0 $5.6

5" "' Neabsco Replace bridge/ Widen Rt. 1 PW Relocated Cardinal Dr. 10Neabsco Mills Rd. $6.5 $6.5

6 IV Woodbridge Widen Rt 1limp rove safety PW Opitz Blvd. to Dawson Beach AdJOccoquan Rd. $20.0

7' IV Woodbridge Construct At. 1/123 Interchange/widen Route 1 PW Dawson Beach Rd.lRt 253 10Occoquan RII/er $40.0 $1.0

B V Lorton Replace/widen CSX Railroad bridge all·95 interchange Ffx Ramps to/from j·9S south 10 Hassell 51. $5.0
s: V Lorton Improve intersectrcns/wrcen Rt. 1 F'x LOT1on Rd. to Telegraph Rd. $10.0 $9.1

10 VII Woodlawn/Hybla Valley Widen Rt. 1/improve sarery FIx Rt. 235 South/Old Mill Rd. to lillie Hunting Creek $40.0

11 I-Vii AllSegmenls Intersection/spot improvements PW/Flx $17.7

12 I-VII All Segments Roadside improvements PW/Ff. $16.5.. ~ ...... "." --- -

Medium-term

$3.9$100.0$100.0Medium-term sublolal

Cost $M! Currently

Rei. No Segment Location Project County Approximate Project Limits Roadway Interchanges Funded ($M)

13" 111 Neabsco/Woodbridge Widen Rt 1/improve safety PW Nsabsco Mill Rd. to Opitz Blvd $15.0 $3.9

14 IV.V Woodbridge/Lorton Wider'! Rt. 1 and improve bndge PWfFfx Occoquan River Bridge 10CSX Railroad bridge $20.0

15 VI Ft. Belvoir Widen RI 1/improve safety Fb( Telegraph Rd 10Backlick Rd. $15.0
16 VII Hybla Valley to Alexandria Widen Rt. 1 including HOV lanes and lf1terchanges at N/S Fix Rt 235 N. to Capital Beltway $40.0 $100.0

KIngs Hwy anoHunlinglon Ave 1Ft Hunl Rd

17 I-VII All Segments Roadside Improvements (TMS Extensions) PW/FIK $10.0
.... -- - ..... -- - ---

$0.0$70.0$870Long-Ierm subtotal

---. ----

Cos/ $M) Currently

Ref No. Seament Location PrOject County Approximate Project Umits R~dway Interchanges Fllnded($M)

18 I Quantico Widen AI. 1fimprove safely PW Prince William/Staflord County line 10 Joplin Rd. $20.0
19 III Cherry Hill/Neabsco Widen RI. 1{Improve salely PW Rt 234 to Relocated Cardinal Dr./Neabsco Rd. $25.0
20 V Lorton Widen At. 1fImprove safely FIx Hassett 81.to Lorton Ad. $25.0
21 V Lorton Construct Telegraph Rd. interchange FIx AtTelegraph Road $25.0
22 VI FI. Belvoir Construct Fairfax County Parkway interchange FIx At Fairfax County Parkway $20.0
23 VI Ft. Belvoir Widen RI. 1/improve safely (including Woodlawn Rd intch.) Ffx Backlick Road to At. 235/01d Mill Rd. $15.0 $25.0
24 I·VII All Segments RoadSide Improvements (fMS Extensions) PW/Flx $2.0

....... - .._........
-~ ~

Total Costs of Roadway, Right-of-way, and Interchanges $330.2 $240.0 $26.1

* ::: Designfunded only
** = Design and constructionfunded
Reference numb 'j nor indicatefunding priority
within short-, /I , or long-term categories.
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Exhibit 6-6. Improvement Priorities (continued)

Transit·related

Short-term

$19.50525.85Short-term subtotal

Currently
Ref.No Segment Location Project COUmy COS! ($M) Funded ($M)

101 II Triangle Construct New/expanded park and ride lot PW $150

102 IV Wcodbrldge Construct Woodbridge Transit Center PW $120

103 IV.V WoodbridgelFt Belvoir Implement fixed roule bus service PW $100

104 V Lorton Relocalion or Lorton park-and-rtde lot @ 1-95 Ffx SO.40

105 V Lorton Implemenl1eeder bus service to Lorton VRE FIx S060
106 V. VI, VI! Lorton/Huntington ImplemenlJexpand fixed roule bus service FIx $150

107 II-VII All segments Improve bus Slops PW/f!x $0.15

108" I·VII All segments VRE track & signal improvements and service increases PW/f'fx $9.00 $9.00

109" I-V)) All segments Implement VRE Bilevel cars PW1Flx $10.50 $10.50
- -- _. - --

Medium-term

$0.00$16.34Medium-term subtotal

Currently

Ref No. Segment Location Project County Cost ($M) Funded ($M)

110 11 Triangle/Dum! des Expand demand responsive transit service PW $016

111 11,111 Dumfries/Cherry Hill Construct new/expanded park and ride lot PW $l.BO

112 III Neabsco/Woodbridge Elctend Rippon Blvd to VAE station; ado feeder service PW

113 III Cherry HIli Construct New VRE stanon: Elctend Potomac Pkwy 10station PW $2.50
114 III Cherry Hill Implement feeder bus service to Cherry Hill VRE PW $0.32

115 fV Woodbridge AdjusVexpand feeeler bus service to Woodbridge VRE PW $016

116 V Lorton Implement demand responsive transi1 service FIx $0.35
117 VI Fl. Belvoir Construct Ft. Belvoir TranSit Center FIx $200
118 VII Beacon HIli Construct Beacon Hill Transit Center Fix $900
119 IV. VI. VII TranSit Centers Provios real- time translt information at transn centers PW/Ffx $0.05_..........

50.00$1.15Long-Ierm subtotal

--

Currently

Ref. No Segment Locarion Project County Cost ($M) Funded ($M)

120 III·IV Cherry Hilll Woodbridge Implement fixed rOLllebus service PW $1.00
121 II-VII A'.I segments Provide real· time transit informalion at busy bus slops PWIFfx $0.15_.. - _.............

Total Transit Capital Costs $42.3 $19.5

* = Design funded only
** :;: Design and construction funded
Reference numbers do not indicate funding priority
within short-, medium-, or long-term categories.
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1994 SESSIO~

LDiOJ0410

1 HOUSE JOINT RESOLUTION so. ZSI
% Offerea January 2~. 1994f
3 Dlr~C'(lfTl th. V/rgmra D~Dan,"e"t ot "ransoortatron :0 stuav (hi!! :.' S l{-;lae corr: a-v: ~~

.. rairra» County.
5
• Pauons-PuUer: Senator: GaI11an
7
I Reterrei1 co Comrntttee OD Roads and Internal NaV1pUon
t

1. WHEREAS. U.s. Route 1 15 the prIMe north-soutb htgbway serving a SUbstantial portion
11 ot 1Aterstate, ccaunuter. and local tra.mc ID Fairfax CoUDty berween tJ1e Pnnce WUlJam
12 COunty lIDe and tbe Alenndrta City boundary. and 15 th~ only dtrec: alternative or
IJ eDlUJI!DCY c11venion route tor Interstate Route 95; aDd
14 WHEREAS. u.s. Route 1 is continually impacted by industT1al. ecmmeretar, and
15 res1dl11tW 1I"0wt!1 U1at creates conditions dernmentaJ to prov1CUq an ettect1ve or efficlent
I' traIISportUioD tadllty; and. therefore tS trau&!1t wtth congestion. poor access. Umited
17 5erYtceabWty. 04 satety problems; aDd
11 W'H'EREAS. continued growth tn the cemdor WiJI increase th! ineffectiveness of the
1. tadllty, lead to turther eQcW1germent ot the traveUng public. degeneration of
2t socio-economic vtta.11ty. and eveatuai ceteneranon ot the ccrnccr's potential revenue
%1 produdDI eapad~ and
22 Vr'HE~ severa! items. occumng or planned. will ccanaue that scenano lncludlng (I)

21 development 10 tJ1e Belmont Bay area (Prince WlIliam County) of over 140 acres wtth a
It pateIldaJ ot a.tmaIt 1.000 residential units. IDd aD excess of tbree miWoD square feet of
15 a.oa-residential use tncluding some 500 condorruniums or barel units: (ll) erpansion of Fon
2. Belvoirs !Cope ancs miSSion in accordance with the Base Realignment and Oosure Act
%1 (BRAO. tDcreasiD& the wort terce, depenC1ent boustll& persona! and personael services tor
11 aet1ve ud retired IOvernmenl employees 1U the regioD. thereby increasing the demands on
2. the a1rudy 5tr8.1ne4 cransponation mrrastrucrure: (ill) development ot U1e Engloeer Provtn&
Jt Grouadl <EPG), an 8-4kcre traer In a umque government and private eaterpnse
SI partnership, With potential for many square teet of commercial and ottlce and
12 approXlmately 4.000 res1de.at2aJ units at buiJdout: (tV) completion of the Fa1r1ax County
33 Partway (VA 7100) from [-95 to U.S. Route 1. provtding direct ccnaecnoa ot the t:.5.
S4 Government-related operauou and services at the EPG and the service-enentee facilities at
U Fan Belvolr; and (V) recccstrucucn or reptacernent ot the WOOdrow Wilson Bndge. and
~ Lmprovements to the r-9~ (CapJtal Btltway) at the northern terminus ot U.s. Route 1 in
21 Fairfax County: and
3.1 WHEREAS. tbe capabiUty at L'.S. Route ~ to act as an effic1ent transportaucn ccrncor
1. is dlrect2y related to the ability at the region to present Vlabte eusiness and houstng
4a ceeortuatnes to potential developers. ensurma J continuing and stable revenue base: and
41 WHER.EAs, the Oean Air Act and Its Amendments (CAAA). and the State
41 Implementat10n Plan <SIP) legiSlate spec:!1c cntena for ermssions reductions. especiatty In

43 ae identified nce-artammem area, direcnng a Comdor Study and Aitemanves AnalyslS or
« any transportation improvement projects: and
45 v..'HEREAS., U.s. Route i 15 mcluded .n tne National Highway SYStem . 'iHS) or the
48 tnternanonat SUrface Transportation E~f:clency Act {ISTEA), It IS not Included to the
(7 Strategic Hlgbway ~erworl (STRAH\'E7. category. pendmg a srucv of .ts exisnng and
43 proposed caoaeutues: and
41 WHEREAS. a complete and cornprenensive study nas never been cameo out for ~he

50 enure t!.S. Route i corricor In i=alnax Co:.:nty: now. therefore. be ~t

Sl RESOL VED by the House or De~egates. the Senate. concurring Thar [he vtrgtrua
S2 Department ot Tracsecrtauc» l VD01; ce requested to stucy the ~.S. Route : corncor in
53 Falr1ar County rrorn tbe Pnnce WillIam County line to tbe Alenodna Clry !1mns. VOOT LS
5.. recuestec to pUT"S"Je every avenue for ~~nclng avauabutrv tnrougn ~~e r:.:S s.e~artrr.e:ir 0~



Oert ot tbe House ot Delep..teS Qerk ot tAe seale

Date: Date: ----------1

Acreed to By TlIe Seaate
Without amendmeDt CJ
With amendment CJ
substitute C1
subSUtute w/amdt a

Offtclal Use By Oera
Arree<I to By

The H... of Delee-let
W1thout amendment 0
vtth amendment 0
substitute 0
subsntute wlamdt 0

1 Transl'0rtat1on. and the Reglonal Metropolitan Plannlnl Organization. The study snould be
% mOdeled alter the "Beltway Study" aJld ~rovide a sen. ot lmmediate aear-term and
~ long-term recommendations: and. be it
4 RESOtvED FURTHER. That the STUdy be conducted usin. the ciltun Input aDd
S parUCSpaUOD model ot Ule I·95/J95/49S Interd1anse IDd WOOdrow WI150D Brid,e !tUCUes;
• and. be tt
7 RESOLYEO FTNAllY. That ttle Department complete its stUdy lD C1me to preseDt Its
I flnd1Al' and recommenc1lUoDS to the Govemar aDd the 1985 5esIaoD of tile GeDera1
• Allembty tn c:ompllaaet Witll tile proeedares ot the Dlvtsiol1 ot Le8isIaUve Automated

1. Systemt tor Process1JJ1 leliS1AtSve documeats.
11
12
12
14
1!

l'17
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U
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31
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GE~ERAL ASSEMBLY OF VIRGINIA _. 1996 SESSION

HOUSE JOINT RESOLUTION NO. 21

R~qu~sllng th« VirgilTla Department of Transporuuion /0 continue irs study of ,ht u. S. ROUll

corridor lit Fairfa: and Prince William Counties.

Agreed to by the House of Delegates. FebruMY 8. J996
Agreed 10 by the Senate. February 29. 1996

WHEREAS. U. S. Route I IS the prime north-south highway serving a substamial poruon of
inl(rSrafe. commuter. and local traffic in Fairfax Coumy and Pnnce William County between the
Stafford County hne and the Alexandria City boundary. and IS the only direct alternative or
emcrlency diversion route for lnrerstate Route 95; and

WHEREAS, House Jomt Resolution No. 256 (1994) requeued the Virginia Department of
Transponarion (VDO!} to study the U. S. Route I corridor In FJIrl'ax County and Prince William
County; and

WHEREAS. YOGi has advertised for consultant services. gone through the selection process.
negotiated with the selected ccnsu lrant to arrive at an acceprabte contract, and signed the consultant
agreement: and

WHEREAS. It \1,"111 take the consultant 18 10 24 months to complete this work on the study; :lOW,

therefore. be il
RESOLVED by the House of Delegates, the Senate concurring. That the Virginia Depanmem 0

Transpcnarien be reqoested 10 continue Its study of the C. S. Route I corridor in Fairfax Ccunry am
Prince William County"

The Depanmenl shalt complete its work tn time to submit an mrenrn report (0 the Governor an
the 1997 Session of the General Assembly and Its findings and recommendat ions In a final report t

the Governor and (he 1998 Session of the General Assembly as provided in the procedures of In
Division of Legrstanve Automated Systems for the processing of leSlslauve documenls.



Route 1 Corridor Study
Fuirfax and Prince William COUllfle,\'



APPENDIX B

Evaluation Matrix

Note: Recommended Concept indicated by _heading.

APPENDIX B



, ROUTE 1 CONCEPT AtTERNATIVES ....-Segment I - Quantico .
Baseline Concept A ConceptS ConceptC

Objective Group (OG) 1. Modal Coverage &Connectivity

1.1 Bicycle & Pedestrian Facilities Better Better Better Better

1.2 Transit Service Coverage (see reciona' matrix)

Objective Group (OG) 2. Transportation System Operation

Daily Tra1fic Volumes 46,000 46,000 55,000 55,000 55.000

2.1 Transit Service Performance (see regional matrix}

2.2 Hours of Conqestion 6 5 a a 1

Objective Group (OG) 3. Transportation System Design

Right·of·Way Width (in feet) 90' 165' 200' 220' 125'

3.1 Existing Safety Deficiencies Addressed None Full' Full Full Full

3.2 Conformance To Design Standards None Full' Full Full FuJI

3.3 Access Management - Facility Design 1 1 1 1 1
(# of median breaks/mile)

3.4 Access Management - Driveway Design o to 3 ot03 o to 3 0103 Ot03
(# of driveways adjacent to thru lanes per mile)

Objective Group (OG) 4. Environmental Resources

4,1 Wetlands Affected (acres) 0.5 2.5 4.0 2.0

4.2 Floodplain Affected (acres) 0.5 1.0 1.5 1.0

4.3 Water Quality Better Better Better Better

4.4 Wildlife None Minimal Impact Minimal Impact Minimal Impact

4.5 Public Lands Quantico/Locust Quantico/Locust Shade OuanticolLocust Shade Quantico/locust Shade Park QuanticoJl..ocust Shade
Shade Park Park Pari< Park

4.6 Historic Resources (see environmental drawings)

ObJective Group fOG) S. Community Impacts

5.1 Displacements 0 0 0 0

5.2 Community Character/Structure Same Better Better Better

5.3 Conformance With Local/Regional Plans None Partial Full Full Full

5.4 Visual Character WORSE MUCH WORSE MUCH WORSE SAME

(as measured against the existing conditions) · pavement width · pavement width · pavement width expanded · pavement width
remains the same expanded by two lanes by two lanes expanded by two lanes· no planted median · addition of continuous · flush grassed · addition of planted

· right-ol-way and visual planted median median/drainage with no median
width of corridor · right-of-way and visual trees · visual width of corridor
moderately widened width of corridor · right-of-way and visual remains similar with
for drainage and slope significantly widened for widlh of corridor trees retained and

· palh on westem side drainage and slope significantly widened for planted close to road· significant · path on western side drainage and slope due to curb and gutter
encroachment into · significant encroachment · path on westem side · path on western side
woodlands -. approx. on native woodlands -- · significant encroachment · moderate
50 feet on either side approx. 50-75 leel on on native woodlands .- encroachment on

· displacement of either side approx. 75 feet 00 either native woodlands --
monument at Fuller · displacement of side approx. 25 feet on
Road monument at Fuller · displacement of either side of road

Road monument at Fuller Road · displacement of
monument at Fuller
Road

Road"'~"" with continuous two-way lefl turn lanes are acceptable; however, they are not as safe as roa"'· ~·/S with raised or open median.



ROUTE 1 CONCEPT ALTERNATIVES

Se ment I - Quantico
Baseline Concept A ConceptB ConceptC

55 Visual Consistency NONE NONE NONE COMPLETE

(as measured against the desired character for the · removal of significant · removal of significant · removal of significant I minimal removal of

segment)
portion of woodlands portion of native portion of native native woodlands

woodlands woodlands •• most impact
of all

· broad expanse of
pavement and cleared
area: including median
and drainage

56 Conformance with Established Urban Design
I overhead utility wires I overhead utility wires · overhead utility wires · overhead utility wires

remain remain remain remain
GUidelines · path on west side of I path on west side I path on west side of road · path on west side of

road · trees planted on edge of I trees planted on edge of road

· trees planted on edge road road · trees planted on edge

of road .. curbcut reduction · curbcut reduction of road
I minimal curbcut · curbcut reduction

reduction

Objective Group COG) 6. Economic Development

6.1 Accessibility SLIGHTLY BEITER MUCHBETIER MUCH BEITER MUCHBETIER

(compared to existinglbaselinej · Reduced congestion · Reduced congestion · Reduced congestion · Reduced congestion

62 Economic Image SAME BETTER WORSE BEITER

(compared to existinglbaseline) · Landscaping · Lack of median · Landscaping
landscaping

6.3 Adjacent Property Impacts WORSE WORSE MUCH WORSE SLiGHTLY WORSE
(compared to existinglbaselme) · Removal of native · Removal of native · Removal of native · Removal of native

woodlands woodlands woodlands woodlands

6.4 Overall Corridor Impacts SAME BEITER SLIGHTLY BEITER BEITER
(compared to existing/baseJine)

6.5 NOT APPLICABLE NOT APPLICABLE NOT APPLICABLE NOT APPLICABLE

Objective Group (OG) 7. Cost (In millions -1997 dollars)

7.1 Capital Cost (in millions)1

I Roadway Construction $10 $13 $16 $11
I Right-of-Way $9 $12 $16 $7
I Total (rounded to nearest 5 million) $20 $25 $30 $20. Russel Road Interchange $5 $5 $5 $5

7.2 Operating Costs (see regional matrix)

7.3 Incremental Phasing Feasibility Easy Easy Easy Easy

Does not include costs for landscaping, placement of utilities underground or payment of damages beyond land values.



ROUTE 1 CONCEPT ALTERNATIVES

Seament II - Trianale/Dumfries

Concept B

Objective Group (OG) 1. Modal Coverage & Connectivity

Concept C ConceptD

1.1 Bicycle & Pedestrian Facilities

1.2 Transit Service Coveraae (see re

Objective Group (OG) 2. Transportation System Operation

Better Belter Better Better

Daily Traffic Volumes

2.1 Transit Service Performance (see regional matrix)

2.1 Hours of Concesuon

Objective Group (OG) 3. Transportation System Design

Right-at-Way (in feet)

3.1 Existing Safety Deficiencies Addressed

3.2 Conformance To Design Standards

3.3 Access Management - Facility Design
(# of median breaks/mile)

3.4 Access Management - Driveway Design
# of drivewavs adiacent to thru lanes per mile

Objective Group (OG) 4. Environmental Resources

4.1 Wetlands Affected (acres)

42 Floodplain Affected (acres)

4.3 Water Quality

4.4 Wildlife

4,5 Public Lands

4.6 Historic Resources (see environmental drawmos

Objective Group (OG) 5. Community Impacts

5.1 Displacements

5.2 Community Character/Structure

53 Conformance With Local/Regional Plans

5.4 Visual Character
(as measured against the existing conditions)

50.000

I
47,000

I
59.000

I
59,000

I
60,000

6 5 2 2 2

60' - 80' 100' 120' 125' 125'

None Full • Full' Full Full

None Full' Full" Full Full

Painted Median Painted Median Painted Median 3 3

30 to 40 25 to 30 20 to 25
t

15to 20 , 15to 20

0.5 1.5 1.5 1.5

0.5 1.0 1.0 10

Better Better Better Better

None None None None

Cecil W, Garrison I Cecil W. Garrison Park Cecil W. Garrison Park Cecil W. Garrison Park Cecil W. Garrison Park
Park

11 to 20 21 to 30 41 to 50 41 to 50

Same Better Much Better Much Better

None I Partial Partial Full Full
WORSE MUCH WORSE BETIER BETIER

pavement width · pavement width · pavement width · pavement width
expanded by one expanded by two expanded by two lanes expanded by two
turn lane lanes and a turn lane and tum lane/median lanes and a tum
no median · no median · addition of a planted lane/median
visual width of · visual width of median · addition of a planted
corridor expanded corridor expanded by · visual width of corridor median
slightly more than 75% remains similar to · visual width of
sidewalks · sidewalks baseline with median corridor remains

splitting lanes similar to baseline
sidewalks with median splitting

lanes
sidewalks

• Roadways with continuous two-way leftlurn lanes are acceptable; however. they are not as safe as roadways with raised or open median,



ROUTe 1 CONCEPT ALTERNATIVES

Seament II - Trianale/Dumfries

55 Visual Consistency
(as measured against the desired character for the segment)

Baseline Concept A

NONE
• does not appear as

a boulevard
• trees planted along

road edges
• sidewalks added

Concept B

NONE
• does not appear as a

boulevard
• trees planted along

road edges
• sidewalks added

Concept C

PARTIAL
achieves boulevard
concept
trees planted along
road edges
sidewalks added
change visual
appearance from small
parcels/small buildings
to suburban boulevard

Concept D

PARTIAL
no small town left with
# of displacements
trees planted along
road edges
sidewalks added
change visual
appearance from
small parcel/small
building to suburban
boulevard

5.6 Conformance with Established Urban Design Guidelines I I All concepts are in accord with established standards. In addition, they include:

· Underground or moving utility wires

· landscape plantings along the road's edges

· A sidewalk on each side

· A reduction in curbcuts

Objective Group (OG) 6. Economic Development

6.1 Accessibility SLIGHTLY BETTER BETTER BETIER BEITER
(compared to existing/baseline) · Reduced congestion · Reduced congestion · Reduced congestion

· Center TWLTl does
not significantly
enhance access to
businesses because
of high opposing
traffic volumes

6.2 Economic Image I I Dumfries: Dumfries: Dumfries: Dumfries:
(compared to exisring/baseline) BEITER SAME BETTER BEITER

· Relocation of SB Rt. · Relocation of 5B Rt. 1 · Relocation of S8 Rt. 1 · Relocation of S8 Rt. 1
1 better · Boulevard appearance · Boulevard

.. Wide road without Triangle: appearance

Triangle: I landscaping
MUCH BEITER Triangle;

SAME Triangle: · Boulevard appearance MUCH BETTER
SLiGHTLY WORSE · Removal of blighted .. Boulevard

· Wide road without properties appearance
landscaping · Removal of blighted.. More blighted properties
properties removed

6.3 Adjacent Property Impacts I IWORSE MUCH WORSE BETTER BETTER
(compared to existing/basefine) • Displacements · Displacements and · Displacements due to · Opportunities for

without image worse image opportunities for higher higher quality
improvement quality development development through

through improved improved image
image

6.4 Overall Corridor Impacts I ISAME ISAME I MUCHBETIER IMUCH BETTER
(compared to eXisling/baseline) • Positive impacts of I· 'rProved image on Rt. • Improved image on

Dumfries Town RLl
Center are offset by
worse image on Rt. 1

6.5 Conformance With County Economic/Revitalization Plans I I WORSE I SLIGHTLY BETTER I MUCH BETTER I MUCH BEITER
(compared to existinglbaseline)



ROUTE 1 CONCEPT ALTEANATIVES

Seament II - Trianale/Dumfries

ConceptS

Objective Group (OG) 7. Cost (In millions -1997 dollars)

Concept C Concept 0

72 Operating Costs (see regional matrix)

7,3 Incremental Phasing Feasibility I I Easy

7.1 Capital Cost (in millions) 1

Roadway Construction
Right-of-Way
Total (rounded to nearest 5 million)
Route 234 Interchange

$12
~~

$20
$25

$t5 $15 $15
$9 $9 $9
$25 $25 $25

$25 $25 $25

Easy Easy I Easy

Does not include costs lor landscaping, placement of utilities underground or payments of damages beyond land values.
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ROUTE 1 CONCEPT ALTERNATIVES

Segment 111- Cherry Hili/Neabsco
i

Objective Group (OG) 1. Modal Coverage & Connectivity

1.1 Bicycle & Pedestrian Facilities

1.2 Transit Service Coverage (see regional matrix)

Objective Group (OG) 2. Transportation System Operation

Baseline Concept A

Better

Concept B

Better

concept C

Better

Concept D

Better

Daily Traffic Volumes

2.1 Transit Service Performance (see regional matrix)

2.2 Hours of Congestion

Objective Group (OG) 3, Transportation System Design

Right-of-Way (in feet)

31 Existing Safety Deficiencies Addressed

3.2 Conformance To Design Standards

3.3 Access Management - Facility Design
(# of median breaks/mile)

3.4 Access Management - Driveway Design
# of driveways adiacent to thru Janesoer mile

Objective Group (OG) 4. Environmental Resources

4.1 Wetlands Affected (acres)

4.2 Floodplain Affected (acres)

4.3 Water Quality

4.4 Wildlife

4.5 Public Lands

4.6 Historic Resources (see environmental drawings)

Objective Group (OG) 5. Community Impacts

60,000

7

iDO'

None

None

Painted Median

51010

None

60,000 I 77,000 77,000 I 91,000

6 I 3 3 I 3-
-

100' 125' 150' 150'

Full' Full Full Full

Full' Full Full Full

Painted Median 4 4 4

5:1: 5± o to 5 Oto 5

1.0 2.5 3.0 4.0

05 1.0 1.0 1.5

Better Better Better Better

None None None None

None None None None

5.1 Displacements

5.2 Community Character/Structure

5.3 Conformance With Local/Regional Plans

5.4 Visual Character
(.asmeasured against the existing conditions)

1 to 5 6to 10 11 to 15 11 to 15

Worse

I
Same Better Better Much Better

None Partial Full Full Full

WORSE BETIER MUCHBETIER SAMElWORSE
pavement width · pavement width · pavement width expanded · pavement width
expanded by one lane expanded by three travel by three lanes and double expanded by four
no median lanes and a planted median/tum lane travel lanes and a
visual appearance of median/turn lane · maximized median with tum lane/median
width of road corridor · addition of planted double width for planting · visual width of
reduced due to plantings median trees (28 teet) corridor slightly less
closer to lane edge · visual width of road · right-at-way and visual than twice the
(curb and gulter) corridor remains similar width of corridor broader existing road
sidewalk and path to baseline due to than baseline · planted median --
added to each side plantings closer to Jane · sidewalk and path appear as second

edge (curb and gutter) road with separation
sidewalk and path from baseline

sidewalk and oath
• Roadways with continuous two-way left turn lanes are acceptable; however, they are not as safe as roadways with raised or open median.



ROUTE 1 CONe. \lTERNATIVES

Segment 111- Cherry HilJ/Neabsco
i i

Pedestrian connections, landscaping and recommendations lor reducing the number of driveways. ifpossible.
In addition, these concepts include undergrounding or moving utility wires

-A" ~'Qncepi; are in acc~;ci ~ith'the'estabiished siaridards~ -These sianciards"inciude: -------------

5.5 Visual Consistency

(as measured against the desired Character for the segment)

5.6 Conformance with Established Urban Design
Guidelines

Objective Group (OG) 6. Economic Development

6.1 Accessibility
(compared to eXisting!baseline)

6.2 Economic Image
(compared to existing!baseline)

6.3 Adjacent Property Impacts
(compared to eXisting!baselinej

6.4 Overall Corridor Impacts
(compared to existing!bsseline)

65 Conformance With County Economic/Revitalization
Plans
(compared to existing/baseline)

Objective Group (OG) 7. Cost (In millions -1997 dollars)

7.1 Capital Cost (In millions)'

Roadway Construction
Right-at-Way
Total (rounded to nearest 5 million)

Baseline Concept A
NONE

no boulevard
trees planted on road
edges

SAME

WORSE
No boulevard
appearance is
achieved

SLIGHTLY WORSE

SAME

SAME

$19
~7

$25

Concept B

COMPLETE
achieves boulevard
appearance
trees planted on road
edges

BETTER
Reduced congestion

BETTER
Boulevard appearance

MUCHBETIER
Moderate displacement
Boulevard appearance

BETTER
Enhance accessibility
Image

MUCHBETIER
Enhancements of
existing development
attern

$24
$12

$35

Concept C
COMPLETE

achieves boulevard
appearance
trees planted on road
edges

BETTER
Reduced congestion

BETTER
Boulevard appearance

BETTER

BEITER
Enhance accessibility
Image

MUCHBETIER
Enhancements of existing
development pattern

$25
$16

$40

Concept D
PARTIAL

median provides
boulevard planting,
but may be so wide
that it is not
perceived as
boulevard. Almost
twice as big as
existing road
trees planted on

___ "_~~~q ~~9~~ • "_

BETTER
Reduced congestion

SLIGHTLY BETTER
Increase in visual
width. but improved
landscaping

SLIGHTLY BEITER

BEDER
Enhance
accessibility

SLIGHTLY BETTER
Discourages
commercial strip
develocment

$29
$21

$50

7.2 Operating Costs (see regional matrix)

7.3 Incremental Phasing Feasibility I I Easy

Does not include costs for landscaping, placement of utilities underground or payment of damages beyond land values.

Easy Easy Easy



Concept 0Concept C

Objective Group (OG) 1..Modal Coverage & Connectivity

ROUTE 1 CONCEPT ALTERNATIVES

Seament IV - Woodbridae

1,1 Bicycle & Pedestrian Facilities

12 Transit Service Coverage (see regional matrix)

Better Beller Better Better

Objective Group (OG) 2. Transportation System Operation

Daily Traffic Volumes

2,1 Transit Service Performance (see regional matrix)

2,2 Hours of Congestion:
South
North

Objective Group (OG) 3. Transportation System Design

Right-ai-Way (in feet)

3 1 Existing Safety Deficiencies Addressed

3.2 Conformance To Design Standards

3.3 Access Management ~ Facility Design
(# 01 median breaks/mile)

34

Objec1ive Group (OG) 4. Environmental Resources

4, t Wetlands Affected (acres)

4.2 Floodplain Affected {acres}

43 Water Quality

4.4 Wildlife

45 Public Lands

4,0 Historic Resources (see environmental drawinos

56,000

4
12

95'

None

Partial

Painted
Median

50 to 55

56,000

I

73,000

I

73,000 74,000

4 2 2 0
12 10 10 7

100' 120' 125' I 145'

Full • Full" Full Full

Full ' Full' Full Full

Painted Median Painted Median 4 4

50 to 55 50 to 55 50 to 55 40 to 45

0.5 1,0 1.0 1.5

0 1.0 1.0 1.5

Belter Belter Better Better

None None None None

None None None None

Objective Group (OG) 5. Community Impacts

5 t Displacements

5,2 Community Character/Structure

53 Conlormance With Local/Regional Plans

5.4 Visual Character
(as measured against the existing conditions)

Worse

None

11-15

Same

None

SAME
pavement width unchanged
no median
visual width of corridor
remains similar to baseline
sidewalks

26-30

Better

Partial

WORSE
pavement width expanded
with two lanes and flush tum
lane
no median
right-ol-way and visual width
01corridor more broad than
baseline
sidewalks

36-45

Better

Full

BEITER
pavement width expanded
with two lanes and tum
lane/median

addition of planted median
visual width 01corridor
slightly wider than baseline
with signilicant plantings in
median reduce visible
pavement by one lane each
direction
sidewalks

41-50

Much Better

Full

MUCHBETIER
pavement width is
expanded with one
additional tum lane and two
reversible lanes
addition of two planted
medians
visual width of corridor
moderated by double
medians. breaking number
01continuous lanes into
small groups of twos and
threes
sidewalks

• Roadways with continuous two-way left turn lanes are acceptable; however, they are not as safe as roadways with raised or open median.



ROUTE 1 CONe" ALTERNATIVES

Seament IV - Woodbridae

5.5 Visual Consistency
(as measured against the desired character for the segment)

Baseline Concept A
NONE

no boulevard appearance
sidewalks
trees added on road edges

Concept B
NONE

no boulevard appearance
sidewalks
trees added on road edges

Concept C

COMPLETE
achieves boulevard
appearance
sidewalks
trees added on road edges

concept D
COMPLETE

achieves boulevard
appearance
sidewalks
trees added on road edges

5,6 Conformance with Established Urban Design Guidelines

Objective Group (OG) 6. Economic Development

All four concepts are in accord with Route 1 Task Force recommendations. All four concepts Include

Undergrounding or moving utility wires
Landscape plantings along the road's edges
A sidewalk on each side
A reduction in curbcuts

6.1 Accessibility
(compared to existmglbaseline)

6.2 Economic Image
(compared /0 existitupbesetine)

6.3 Adjacent Property Impacts
(compared to existinglbaseline)

6.4 Overall Corridor Impacts
(compared /0 existinglbaseline)

SAME

SAME

SLIGHTLYWORSE

SAME

SLIGHTLYBEITER
Reduction of congestion
Center TWLTL does not
significantly enhance access
to businesses because of
high opposing traffic
volumes

WORSE
No boulevard appearance
created
Wider roadway

WORSE
Displacement of existing
businesses without
enhancing image

SLIGHTLYBETIER

SLIGHTLY BEITER
Reduction of congestion

BEITER
Boulevard appearance

BEITER
Displacement of existing
businesses offset by better
image that will encourage
higher quality development
and revitalization

BEITER
Best in terms of enhancing
existing development
pattern

MUCH BEITER
Reduction of congestion
Reversible lanes restrict
access to businesses

BEITER
Boulevard appearance

BEITER
Displacement of existing
businesses offset by better
image that will encourage
higher quality development

BETIER
Will discourage commercial
strip development

6,5

$17
!t&;
$20
$8
$35

Objective Group (OG) 7. Cost (In millions -1997 dollars)

7.1 Capital Cost (in millions)'

Roadway Construction
Right-of-Way
Total (rounded to nearest 5 million)
Occoquan Bridge
Route 123 Interchange

7,2 Operating Costs (see regional matrix)

7,3 Incremental Phasing Feasibility I I Easy

$21 $21 $28
$9 $12 $16

$30 $35 $45
$12 $12 $14
$35 $35 $35

Easy Easy Difficult

Does not include costs for landscaping, placement of utilities underground or payment of damages beyond land values.



Objective Group (00) 1. Modal Coverage & Connectivity

Baseline

ROUTe 1 CONCEPT ALTERNATIVES

Segment V - Lorton
i

Concept B ConceptC Concept 0

1.1 Bicycle & Pedestrian Facilities

1.2 Transit Service Coverage (see regional matrix)

Objective Group (Oa) 2. Transportation System Operation

Better Better Better Better

Daily Traffic Volumes
Occoquan River Crossing
lorton

2.1 Transit Service Performance (see regional matrix)
2.2 Hours of Congestion

Occoquan River Crossing
Lorton

Objective Group (OG) 3. Transportation System Design

Right-of.Way (in feet)

3.1 Existing Safety Deficiencies Addressed

3.2 Conformance To Design Standards

3.3 Access Managemenl- Facility Design
(# of median breaks/mile)

3.4 Access Managemenl- Driveway Design
# of driveways adiacent 10thru lanes oer mile

Objective Group (OG) 4. Environmental Resources

4.1 Wetlands Affected (acres)

4.2 Floodplain Affected (acres)

43 Water Quality

4.4 Wildlife

45 Public Lands

4.6 Historic Resources (see environmental drawinas

Objective Group (OG) 5. Community Impacts

59,000
79,000

9
8

110'

None

None

Painted Median

5 to 10

Mason Neck Park
lorton Ree. Fields
LPPCP

Pohick Church

59,000 75,000 75,000 75,000
79,000 81,000 81,000 81,000

9 7 7 6
8 8 8 7

100' 125' 150' 145'

Full" Full Full Full

Full" Full Full Full

Painted Median 3 3 3

51010 51010 5to 10 5to 10

1.0 1.0 2.0 2.0

0.5 1.0 1.5 2.0

Belter Belter Better Bet1er

None None None None
Mason Neck Park .. Mason Neck Park .. Mason Neck Park .. Mason Neck Park
Lorton Rec. Fields .. Lorton Rec. Fields .. Lorton Rec. Fields .. Lorton Rec. Fields
LPPCP .. LPPCP .. LPPCP .. LPPCP

Pohick Church .. Pohick Church .. Pohick Church .. Pohick Church

5.1 Displacements

5.2 Community Character/Structure

5.3 Conformance With Local/Regional Plans

5.4 Visual Character
(as measured against the existing conditions)

1- 5

None

1;-5

Same

None
SAMElWORSE

pavement width remains
the same
no median
visual width of corridor
significantly less
because of curb and
gutter
sidewalks

1 - 5

Better

Full
BETIER

pavement width expanded
with two lanes
addition of planted median
right-af-way similar to
baseline
visual width of corridor
less than baseline
because of median
addition
sidewalks

6 -10

Better

Full
BETIER

pavemenl width expanded with
three lanes between
Telegraph and Lorton
pavement width expanded with
two lanes between Lorton and
County line
addition ot planted median
visual width of corridor less
because of median
sidewalks
no service drives

6 ·10

Much Better

Full
BETTER

pavement width expanded
with two lanes
addition of planted median
visual width of corridor
reduced because of median
breaks
sidewalks

"Roadways with continuous two-way left turn lanes are acceptable: however, they are not as sale as roadways with raised or open median.



- - -- - - -- . - - - ---- - -- - -.- A-H- fo~.;r concepts are abie to reflect-the-Comprehensive-Pian-i;'-fiJiI-~hen they are morEifuil),-detailed,- "A"u"inatide --------------------------

Undergrounding or moving utility wires
Landscape plantings along the road's edges
A sidewalk or path on each side of the road
A reduction in curb cuts

Concept 0
COMPLETE

achieves desired character

Concept C

COMPLETE
achieves desired character

Concept A
COMPLETE

achieves desired
character

Baseline

5,5 Visual Consistency
(as measured against the desired character tor the
segment)

56 Conformance with Established Urban Design
Guidelines

ALTERNATIVES

~-iiil--'--" • - Lorton\ ,i

Each concept can be enhanced to mark the gateways at 1-95 and Ox Road and at Lorton with additional plantings, special pavers, signs, and
edestrian amenities. The roadwav can be modified to include a broader median at these points,

Objective Group (OG) 6. Economic Development

6 1 Accessibility
(compared to exisfinglbasellne)

SAME SLIGHTLY BEDER
Reduced congestion

SLIGHTLY BEITER
Reduced congestion

BEDER
Reduced congestion
Reversible lanes reduce
access to businesses

62 Economic Image
(compared to existing/baseJine)

SAME BETTER
Landscaping

BETTER
Landscaping

BEITER
landscaping

63 Adjacent Property Impacts
(compared to existinglbaseline)

SAME BETTER
Displacements offset by
image improvement

BETTER
Displacements offset by image
improvement

BEDER
Displacements offset by
image improvement

6,4 Overall Corridor Impacts
(compared to exisfinglbaseline)

SAME BETTER
Increased accessibility
Improved image

BETTER
Increased accessibility
Improved image

BETTER
Increased accessibility
Improved image

6,5 Confonnance With County Economic/Revitalization
Plans
(compared to existinglbasefine)

SAME BETTER
Aid in realization of
highest quality
development

BETTER
Aid in realization of highest
quality development

BETTER
Aid in realization of highest
quality development

Objective Group (OG) 7. Cost (In mlJlions - 1997 dollars)

$25

$25
$10

$18
~c;.

7.1 Capital Cost (in millions)T

Roadway Construction
Right-of-Way
Total (rounded to nearest 5 millfon)
CSX Railroad Bridge Replacement/l-g5
Interchange Upgrade
Telegraph Road Interchange

7.2 Operating Costs (see regional matrix)

7.3 Incremental Phasing Feasibility I 'EaSY

$22 $23 $30
$8 $11 -.$.1J

$30 $35 $40
$15 $15 $20

$25 $25 $25

Easy I Easy Difficult

Does not include costs tor landscaping, placement of utilities underground or payment of damages beyond land values.



ROUTE 1 CONCEPT ALTERNATIVES
Segment VI - Fort Belvoir

Baseline Concept A ConceptB Concept C Concept 0

Objective Group (OG) 1. Modal Coverage & Connectivity

1, t Bicycle & Pedestrian Facilities

1.2 Transit Service Coverage (see regional matrix)

Objective Group (OG) 2. Transportation System Operation

Better Better Better Better

Daily Traffic Volumes

2,1 Transit Service Performance (see regional matrix)

2.2 Hours of Congestion

Objective Group (OG) 3. Transportation System Design

Right-aI-Way (in leet)

3.1 Existing Safety Deficiencies Addressed

3.2 Conformance To Design Standards

33 Access Management - Facility Design
(# 01 median breaks/mile)

34 Access Management - Driveway Design
# of driveways adjacent to thru lanes oer mile

Objective Group (OG) 4. Environmental Resources

4.1 Wetlands Affected (acres)

4.2 Floodplain AHected (acres)

4.3 Water Quality

4.4 Wildlife
4.5 Public Lands

4.6 Historic Resources (see environmental drawings)

Objective Group (OG) 5. Community Impacts

50,000

7

95'

None

None

Painted Median

0105

Worse

None
Accotink Bay
Wildlife Refuge
Ft. Belvoir
Woodlawn Plantation

Pohick Church

50,000

I

63,000

I

63,000

I
63,000

6 3 3 3

130' 160' 200' 125'

Full Full Full Full

Full Full Full Full

2 2 2 2

a to 5 I Oto 5 I o to 5 I Oto 5

0.5 3.0 4.0 2.0

0,5 1.0 1.5 1.0

Better Better Better Better

None None None None
Accotink Bay · Accotink Bay · Accotink Bay · Accotink Bay
Wildlife Refuge · Wildlife Refuge · Wildlife Refuge · Wildlife Refuge
Ft. Belvoir · Ft. Belvoir · Fl. Belvoir · Ft. Belvoir
Woodlawn Plantation · Woodlawn Plantation · Woodlawn Plantation · Woodlawn Plantation

Pohick Church · Pohick Church · Pohick Church · Pohick Church

5.1 Displacements

5.2 Community Character/Structure

5.3 Conformance With local/Regional Plans

5.4 Visual Character
(as measured against the existing conditions)

None

6 -10

Same

None
MUCHBETIER

no additional lanes
addition of planted
median
visual width of corridor
reduced because of
planted median

sidewalks
moderate
encroachment on
woodlands •• approx.
25 feet on either side
of road

6-10

Better

Full
BEITER

pavement width expanded
with two lanes
addition of planted median
riqht-ol-way wider than
baseline
visual width of corridor similar
to baseline because of
median addition .- each side
of median is similar in size to
baseline
sidewalks
moderate encroachment on
woodlands -. approx. 25 feet
on either side of road

6-10

Better

Full
MUCH WORSE

pavement width expanded
with two lanes

addition of swale median with
no trees

visual width of corridor much
broader because of
unplanted swale medians

sidewalks
significant encroachment on
woodlands -- approx. 60 feet
on either side of road

no service roads

1 -5

Better

Full
SAME

pavement width expanded with
three lanes

addition 01 planted median
visual width of corridor similar to
baseline due to planted median

sidewalks
moderate encroachment on
woodlands •• approx. 25 feet on
either side of road



ROUTE 1 CONCEP I "'LTERNATIVES

Segment VI - Fort Belvoir

5.5 Visual Consistency
(as measured against the desired character for the
segment)

Baseline Concept A
PARTIAL

moderate
encroachmenton

_•. __ ~99S1!C!'!C!~ _

Concept 8
PARTIAL

moderate encroachmenton
woodlands

ConceptC
NONE

significant encroachmenton
woodlands

PARTIAL
moderate encroachment on

woodlands

5.6 Conformance with EstablishedUrban Design
Guidelines

ObJective Group (OG) 6. Economic Development

All four concepts are in accord with established standards

6.1 Accessibility
(compared to existinglbaseline)

6.2 Economic Image
(compared to Bxisting/baseline)

6.3 Adjacent Property Impacts
(compared 10 Bxisting/baseline)

6.5 Overall Corridor Impacts
(compared to existing/basefine)

SLIGHTLY BETTER

BETIER
Landscape
improvements

SLIGHTLY WORSE
Minor impacts on
businesses

SAME

BEITER
Reduced hours of congestion

BETTER
Landscape improvements

SLIGHTLY WORSE
Minor impacts on businesses

BETTER
Improves character of

corridor by enhancing
accessibility and image

BErnER
Reduced hours of congestion

WORSE
Broader median with no
landscaping

WORSE
Minor impacts on businesses
but maximum encroachment
on woodland

SLIGHTLY BETTER
Enhances accessibility but
does not affect image

BEITER
Reduced hours of congestion

BETTER
Landscape improvements

SLIGHTLYWORSE
Least impact on adjacent
businesses and only minor
encroachment on woodlands

BETTER
Improves character ot corridor

by enhancing accessibility and
image

6.5 SAME MUCHBETIER
Encourages highest quality

economic develooment

SLIGHTLY BETTER MUCHBETIER
Encourages highest quality

economic develooment

$17
15
$20
$20
$25

Objective Group (OG) 7. Cost (In millions - 1997 dollars)

7.1 Capital Cost (in millions)'
RoadwayConstruction
Right-ot-Way
Tota! (roundedto nearest 5 million)
FairfaxCounty ParkwayInterchange
Woodlawn Road Interchange

7.2 OperatingCosts (see regionalmatrix)

7.3 IncrementalPhasing Feasibility I I Easy

$22 $24 $25
$Z $10 $6
$30 $35 $30
$20 $20 $20
$25 $25 $25

Easy Easy Easy

Does not include costs for landscaping,placement ot utilities underground or payment of damages beyond land values.



ROUTE 1 CONCEPT ALTERNATIVES

Segment VII - Woodlawn To Alexandria

Baseline Concept A Concept B Concept C Concept C1 Concept 0

Objective Group (OG) 1. Modal Coverage &Connectivity

1,1 Bicycle & Pedestrian Facilities

1.2 Transit Service Coverage (see reqiona: matnx)

Better Better Belter Better Better

Objective Group (OG) 2, Transportation System Operation

Daily Traffic Volumes
South of Route 235
North of Route 235
South of Beltway

2,1 Transit Service Performance (see regional matrix)

22 Hours of Congestion
South of Route 235
North of Route 235
South of Beltwa

54,000
77,000
98,000

7
6
6

54,000 78,000 64,000 72,000 80,000
77,000 84,000 84,000 78,000 98,000
98,000 103,000 103,000 99,000 109,000

7 0 0 0 1
5 3 3 7 2
5 3 3 7 1

Objective Group (OG) 3 Transportation System Design

135' - 220' 170' 125' - 2tO' 125' - 210' 210'
160' - 245' 170' 150' - 235' 125' - 210' 185'

Full Full Full Full Full

Full" Full Full Full Full
Full Full Full Full Full

3 3 3 3 3
5 5 5 5 5

20 - 25 20 -25 20-25 20-25 20-25
30-35 30 - 35 30 - 35 30- 35 30~35

0.5 2.0 2.5 0.5 3.0

0.5 0,5 '.0 0 1.0

Better Better Better Better Better

None None None None None
Belle Haven Park Belle Haven Park Belle Haven Park Belle Haven Park Belle Haven Park

Woodlawn Plantation Woodlawn Plantation Woodlawn Plantation Woodlawn Plantation Woodlawn Plantation

46 -50 51 - 60 41 -45 16 -20 141-150

Same Belter Better Better Better
Same Better Better Same Better

None Full Full Full Full
Partial FuH Full None Full

None
None

95'
140'

None

None
Partial

20 - 25
30-35

Painted Median
5

Belle Haven Park

Woodlawn Plantation

Objective Group (OG) 4. Environmental Resources

Right-of-Way (in feet)
South 01 Route 235
North of Route 235

4.6 Historic Resources (see environmental drawings)

Objective Group (OG) 5. Community Impacts

4.1 Wetlands Affected (acres)

4.2 Floodplain Affected (acres)

4,3 Water Quality

4.4 Wildlife

4,5 Public Lands

3,1 Existing Safety Deficiencies Addressed

3.2 Conformance To Design Standards
South of Route 235
North of Route 235

3.3 Access Management - Facility Design
(# of median breaks/mile)
South of Route 235
North of Route 235

3.4 Access Management - Driveway Design
(# of driveways adjacent to thru lanes)
South of Route 235
North of Route 235

5.1 Displacements

5.2 Community Character/Structure
South of Route 235
North of Route 235

5,3 Conformance With Local/Regional Plans
South of Route 235

I North of P""Jte::....::2..::3~5 ---.l -'-"'-- ~ "'--"'...:.;.: _

• Doe Ide .:,';'IS (,ll landscapmg. placernem (11' uuhtics underground or payrneruof damagesbeyond land



ROUTE 1 CONCEr- • ALTERNATIVES

Segment VII- Woodlawn To Alexandria
I

All four concepts are able to reflect the Established Urban Design Guidelines in full when they are more fully detailed throughout the segment except in the Beacon Mall area in Concepts
A, B, C and C1. All include:

5.4 Visual Character - Northern
(as measured against the existing conditions)

54 Visual Character - Southern

(as measured against the existing conditions

55 Visual Consistency - Northern

(as measured against the desired character for the
segment)

5.5 Visual Consistency - Southern

(as measured against the desired character for the
segment)

5,6 Conformance with Established Urban Design
Guidelines - Northern

Concept A

BEITER
pavement width
expanded one lane
additional continuous
planted median length,
except in Beacon Mall
area between Collard and
Southgate
sidewalk/path

SAME
pavement width
expanded four lanes
addition of double planted
median
visual width of corridor
similar to baseline
because of median
addition -- each side of
median is similar in size
to baseline
sidewalks

PARTIAL
achieves boulevard
appearance except in
Beacon Mall area

COMPLETE
achieves boulevard
appearance

Concept B

BEITER
pavement width
expanded two lanes
addition of double
planted median
right-of-way slightly
wider than baseline
visual width of corridor
similar to baseline
because of median
addition - each side of
median is similar in size
to baseline, except
between Popkins and
Southgate
sidewalk/oath

SAME
pavement width
expanded five lanes
addition of double
planted median
right-of-way wider than
baseline
visual width of corridor
similar to baseline
because of median
addition -. each Side of
median is similar in size
to baseline
sidewalks

PARTIAL
achieves boulevard
appearance in northern
segment except in
Beacon Hill Road area
between Popkins and
Southgate

COMPLETE
achieves boulevard
appearance

Concept C

SAME
pavement width expanded two
lanes
no service roads
addition of planted median
visual width of corridor similar to
baseline because of median
addition
sidewalk/path

SAME
pavement width expanded three
lanes except near the
Sacramento Shopping Center
where service roads are added
and expand the pavement width
10seven lanes
addition of planted median,
except in Sacramento Shopping
Center where three medians
added in conjunction with service
roads
visual width 01 corridor similar to
baseline with median addition
except in Sacramento Center
area
sidewalks

PARTIAL
achieves boulevard appearance
except in Beacon Hill Mall area
between Popkins and Southgate

COMPLETE
achieves boulevard appearance

Concept C1

SAME
pavement width same as
existinglbaseline

SAME
pavement width expanded
three lanes except near the
Sacramenta Shopping
Center where service roads
are added and expand the
pavement width to seven
lanes
addition of planted median,
except in Sacramento
Shopping Center where
three medians added in
conjunction with service
roads
visual width of corridor
similar to baseline with
median addition except in
Sacramento Center area
sidewalks

PARTIAL
achieves boulevard
appearance except in
Beacon Hill Mall area

COMPLETE
achieves boulevard
appearance

Concept D

SAME
pavement width expanded
four lanes
addition of three planted
medians
visual width of corridor similar
to baseline due to median
breaks
sidewalk/path

SAME
pavement width expanded
seven lanes throughout to just
south of Cooper Road
pavement width expanded
with six lanes south of Cooper
Road
addition of three planted
medians to just south of
Cooper Road
addition of two medians south
of Cooper Road
visual width of corridor
reduced due to three medians
to just south of Cooper Road
visual width of corridor similar
to baseline south of Cooper
Road
pavement width expanded
with four lanes at Old Mill
road and north
addition of one median at Old
Mill Road and north

COMPLETE
achieves boulevard
appearance throughout
northern segment

COMPLETE
achieves boulevard
appearance

Undergrounding or moving utility wires
Landscape plantings along the road's edges
A sidewalk or path on each side of the road
A reduction in curbcuts



ROUTE 1 CONCEPT ALTERNATIVES

ment VII - Woodlawn To Alexandria
i

Concept A ConceptS Concept C Concept C1 Concept 0

5.6 Conformance with Established Urban Design
Guidelines - Southern

AI! concepts are able 10 reflect the Established Urban Design Guidelines in full when they are more fully detailed throughout the segment All include:

Undergrounding or moving utility wires
Landscape plantings along the road's edges
A sidewalk or path on each side of the road
A reduction in curbcuts

Each concept can be enhanced to mark the nodes and

Objective Group (OG) 6. Economic Development

6.1 Accessibility
(compared to eXisting/baseline)

6.2 Economic Image
(compared to existing besetine)

6.3 Adjacenl Property Impacts
(compared to existing baseline)

! 6.4 Overall Corridor Impacts
(compared to existing baseline)

SAME

BEITER
Landscape
Improvements

SUGHTLY BEnER
Displacement of
businesses mitigated by
adjacent higher quality
development
Potential limited by poor
accessibility

SUGHTLYBEITER
Landscape
enhancements offset by
poor accessibility

BEITER
Reduced hours of

congestion
Improvements more

pronounced In the
southern section
Reversible lanes restrict

access to businesses

MUCH BEITER
Maximum landscape

improvements

BEITER
Displacement of
businesses mitigated by
adjacent higher quality
developments
Potential for parcel
consolidation and higher
density nodal
development instead of
strip development.

BEITER
Improves character of
corridor by enhancing
accessibility and image

BEITER
Reduced hours of congestion
Improvements more pronounced

in the southern section

SEDER
Landscape improvements

BEDER
Displacement of businesses
mitigated by adjacent higher
quality development
Potential for parcel consolidation
and higher density nodal
development instead of strip
development.

BEITER
Improves character of corridor by
enhancing accessibility and
image.

SAME
Decreases congestion south
of Route 235, increases
congestion north of Route
235

SLIGHTER BEDER
Northem portion same as
baseline/existing, southern
segment better

BEITER
Causes minimum
displacement
Encourages higher quality
development in southern
section.

SAME
Enhances accessibility in
southem section but causes
displacements.
Northern section
experiences increased
congestion

BETIER
Reduced hours of congestion
Improvements more

pronounced in the southern
section
Express lanes restrict access

to businesses

SLIGHTLY BEITER
landscape improvements
offset by wider roadway

MUCH WORSE
Substantially more
displacements

SLIGHTLY BEITER
Enhances accessibility but
causes higher displacements
Does not enhance image

6.5 SUGHTlY BEITER MUCH BEITER BETTER WORSE

Objective Group (OG) 7. Cost (in millions -1997 dollars)

7.1

7.2

7.3

Capital Cost (in millions) 1

Roadway Construction $65 $65 $54 $69 $25
Right-of-Way $25 $27 $25 $46 $13

Total (rounded to nearest 5 million) $90 $90 $80 $115 $40
Huntington Avenue/Fort Hunl Road $50 $50 $50 $50 $50
Interchange $50 $50 $50 $50 $50
South Kings Highway Interchange

Operating Costs

I I I IIncremental Phasir ibility Difficult DiHicult Possible Possible I -ible
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APPENDIX C

Copies of Recommended Concept Endorsements

Prince William County Board of Supervisors
Fairfax County Board of Supervisors

Town of Dumfries
Southeast Fairfax Development Corporation

APPEND/XC
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MOTION: BARG

SECOND: CADDIGAl'f

~CCUMENT

(NOT OFFICIAL)
DATE q -/%-97

September 16, 1997
Regular Meeting
Res. No. 97-722

RE:

ACTION:

SUPPORT THE CONSULTANT'S PREFERRED CONCEPT FOR THE
u.s. RO{JTE 1 CORRIDOR STL"DY

APPROVED

\VHEREAS, House Joint Resolution 256 was passed in 1994 by the Virginia
General Assembly for a comprehensive study ofD.S. Route 1 which falls within Prince
William and Fairfax Counrv: and. ,

\VHEREAS, the study identified transportation related features and existing
deficiencies, projected future demand or the corridor through the year 2.02.0, developed and
evaluated alternatives to address transportation needs, recommended short-term solutions, and
accommodated county economic development goals; and

\VHEREAS, the Virginia Department of Transportation (VDOT) hired the
consultant, TransCore, to plan the study; and

\VHEREAS, the consultant offered their preferred concept for the Route 1
corridor \'..'hica includes a six-lane boulevard with streetscaping features on a 125 foot wide
right-of-way with sixteen foot wide raised medians dividing the north and southbound lanes,
improved street lighting, consideration of a continuous sidewalk andJor trail along Route 1, in
addition to the transit, streetscaping, and economic features as described in the attachment
contained herein; and

\VHEREAS, the preferred concept will help promote the economic vitality of
businesses located along the corridor while meeting the transportation needs of motorists
through the year 2020; and

\VHEREAS. the Route 1 Steering Committee selectee :te creferred concept as
cescribed 2:~ve during their :~.. ugust 6 meeting: 3.::::

\VHEREAS, VDOT is prepared to send 2. final draft ~~~0:-: on the findings of
the study to the Virginia General Assembly;

NOW, THEREFORE, BE IT RESOLVED that the Prince William Board of
County Supervisors does hereby support TransCore's (the consultant) preferred concept for the
economic revitalization and transportation improvements to the U.S. Route 1 corridor.



'.

September 16, 1997"
Regular Meeting
Res. No. 97-722
Page Two

AITACHMENT: Concept Description - Route 1 Corridor

Votes:
Ayes: Barg, Caddigan, Hill, Jeri:kins, :vkQuigg, Seefeldt~ Thompson, \Vilbourn
Nays: None
Absent from Vote: None
Absent from Meeting: None

For Information:
Assistant County Executive· ?H
Director of Public Works
Transportation Division Chief



I IKey Features of Preferred Plan

ATTACH~rENT

Res. No. 97-722
September 16, 199i

Page 1 of2

.-

• Serves the Route 1 community; encourages and
supports economic development and revitalization

• 6-1ane boulevard with streetscaping
- Additional lane for HOV in each direction in existing 6-lane

section north of Little Hunting Creek

• Raised median (16 feet wide typically)
- 700 to J 000 feet minimum between median breaks
- Additional-l feet of median width in special areas. where feasible.

for enhanced landscaping and pedestrian refuge

• Inter-parcel access rather than sen-ice roads
• Continuous sidewalks/trail
• Accommodate on-street bicycle facility during design
• Improved lighting and signage
• Smart Travel systems (ITS) Routt I Corridor Study

f urf.1. Inti '"M'1i! \\,Ih .. CQUlRIIies

I I Key Features of Plan - Transit

• Enhanced local and express bus service throughout
corridor oriented to transit centers (timed transfers)

• Feeder Bus to VRE Commuter Rail Stations
• Improvements to VRE Commuter Rail Services
• Demand responsive bus service in Lorton, Triangle, and

Dumfries
• All bus stops with maps, timetables., and connecting

sidewalks
• Busy stops with shelters, benches, and electronic displays
• Standard fare media for region
• New/expanded park-and-ride lots in Triangle and

Dumfries

Routt I Corndor Srudv
f .,rla\ and Pnft<t: \L Illlam Counue"



Route I Corndor Study

I I Key Features of Plan - Streetscaping

• Integral element to improve the image of Route 1
• Plan establishes design intent and principles
• Streetscaping should reflect importance and proximity

of Potomac and Occoquan Rivers and historic sites
• Landscaping needed throughout corridor with

enhancements in special areas
- Special areas enhanced with additional plantings. pedestrian light

fixtures. benches. and trash cans
- Special areas include development nodes. historic sites. entries .

.and areas with significant pedestrian activity
- Plant and streetscape materials should be similar in color and

texture throughout corridor: additional colors in special areas

• Relocate/bury overhead utility lines where feasible
- Plan defines "priority areas"

I I Key Features of Plan - Economics

• Improving the image of Route 1 is key
• Transportation improvements present opportunity to

encourage redevelopment/revitalization
- Key is to maximize this opportunity for the overall well-being of

Route I
- Opportunities can be maximized with strong public intervention

by the Counties

• Incentives and zoning changes are needed
• Revitalization efforts need to be a comprehensive plan,

of which transportation improvements are one tool
• VDOT recognizes the need to work with the Counties
• Stable funding source needed for revitalization and

maintenance
Ruute I Corruior Stud~

Falrl•• aad PnDU' \,\.UI<41"1'\ l.Ol.l"'U~

.,

A ITA. C:EYIE~'T
Res. No. 9i-72:!

September 16, 199i
Page 2 of2

.-
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FAIRFAX
COUNTY

OFFICE OF TRANSPORTATION
Suite 1034

12055 Government Center Parkway
Fairfax. Virginia 22035-5511

Telephone(703)324-1100 Fax(703)324-1450

v I R G I N I A
September 29, 1997

Mr. Thomas F. Farley
Virginia Department of Transponation
3975 Fair Ridge Drive
Fairfax. Virginia 22033

SUBJECT: Route 1 Corridor Study

Dear Mr. Farley:

At Its September 22, 1997. meeting, the Fairfax County Board of Supervisors concurred
in the recommendation of staff and endorsed the preferred concept of improvements for the
Route 1 Corridor Study as outlined in the attached Memo to the Board dated September 22,
1997. Please contact Kathy Ichter at 324-1150 should you have any questions regarding this
matter.

Sincerely,

kJcI~V
Shiva K. Pant
Director

SKPlKDI:kdr

Attachment

cc: Young Ho Chang, Assistant District Engineer for Planning and Development, Virginia
Department of Transportation

Carolyn Panker, Virginia Department of Transportation
Joe Langley, Virginia Department of Transportation



Memo to the Board
September 22, 1997

ACTION - 2.

~QUTE : ~QRRIDQR S7rTY 'MOUNT ~nRNQN AND LEE JIS;E:C~S) .

:SSUE:
30ard endorsemen~ ~f a preferred concept ~f imorovement as
:dentified through :~e Rou~e : Co~ridor Study.

~ECQMMENPAT:QN:

: recommend that
action:

--~ 5upe~Tisors ~aKe

?8~ ~he 3~~iv ~egme~ts Nl~~ln ?ai~=ax:ounty, ~ndo~se

~he cons~~~ant's pre£er~ed concept ~s follows:

a.

b.

For st~dy segment V-Lorton, whic~ includes Route 1
from the Occoquan River to Telegraph Road, endorse
concepc 3, which includes six through lanes and
transi: improvements as described in Attachment I.

?or st~dy segment VI-Fort 3elvoir, whic~ i~cludes

Route : from Telegraph Road to Route 235 south/Old
Mill ~cad, endorse concept D, which ~ncludes six
~hrou~~ :anes and :ransit improvements as described
in At~achment I.

?or ~t~iy segment VI:-~oodlawn ~~ Alexandr~a, 'Nnic~

inc~uces ~oute : ==om ~oute 235 soueh/Old ~i:: ~oad

~o the .;lexandria C~t! :ine, endorse concept ~,

which ~~cludes six through lanes south of ~oute 235
north/Buckman Road, and eight through lanes north of
Route 235 north/Buckman Road, and transit
improvements as described in Attachment I.

2. Recommend:~ the Virginia Department of Transpor~ation

(VDOT) c~e :ollowing:

a. ?~epa~~ a pre~imi~ary center~~ne design.
~he ~~~mur.ity t~ reduce prope~~! impacts
:he ~e~~erli~e wne=e ~ppropr~a~e.

~ork with
jv Shifting

8. Work ~:~~ policy ~aker3 :0 seek :ounty, s~a=2.

and/~~ :eceral ~esources :0 ~mp~e~e~~ ~le~e~:~ :r
~evi~~~~=aL~=n =~ ~cu~e :, ~~c~~ii~~ =arcel
consc_~=~~~~~, ~~ C8n1~~c~:on N~~~ ~~e =~mp~e~~~n ~r

addi:~=~~~ :~rough :anes.

47



~emo to the Board
September 22, :397

c. Perfcrm a ~~ans~~ center locat~on st~dy. .~y

subsequent study that VDOT ~nciertakes ~o de~ermine

the sites of fut~re transit centers should not be
limited strictly to the Fort Belvoir and Beacon Hill
locations ident~fied in this study. Jther :ocations
with~n the Route : corridor should be ~onsidered as
candidate sites, as well as locations in areas
adjacent to the corridor. In particular, a follow
up transit center study should address the
desi=ability of continuing to include ~he Telegraph
Road ~=ansit center as an element in ~~e ?airfax
Co~~ty cranspor~ation plan.

d. Wit~~~ study segment VII-Woodlawn to Alexandria,
rev~ew ~~e ~perat~onal charac~er~st~cs of ~~gn

occ~pancy vehic~: (HOV) lanes.

e. Implement an access management plan t~at balances
traff~c safety and operations with the ability to
create and maintain viable business activity.

f. In conjunction with roadway improvements, construct
enhancements such as sidewalks, trails, crosswalks,
and bus shelters throughout the project length, and
landscaping and undergrounding of utilities ~n

selected special treatment areas.

g. Cont~nue to coordinate efforts in study segment VII
Woodlawn to Alexandria, wit~ the Woodrow Wi~son

Bridge ?roJec~.

~TMING:

~he Board should take action on this matter on Septembe~ 22,
1997, in order ~hac the Board's position is included in the final
"/DOT report to the General Assembly in Octooer 1997. Board
~ndorsement at this time, in conjunction with endorsement by the
Prince William County Board of Supervisors, will assist General
Assembly members i~ the ?ursuit of funding for improvements to
=he ~oute ~ cor~idcr.

~ACKGRQUND:

=~ :?94, legislat~c~ approvea ~y the Gene~al Assembly di=ected
~~o~ =8 conduc~ ~ s=udy ~f :je :7-mile :~ng U.S. Route ::8r=idor
~~ ?al~fax and ?~~~ce William 2ounties. ~~e study was =~~ecLed

~G 5ddress trans~c~~aclcn ~eeds ~hrough =~e ~ear ::20, ~nd =0

~el~ ~~s~re coo~i:~aced ~ev~~~~~zation eif~=~3 ~~ ~he c=~~~~or.
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Memo :0 the Board
September 22, 1997

The study has proceeded with i~put ==om three primary sources:
1) citizens and business-owners, ~ncluding communi~y focus groups
and a cit~zen advisory committee, 2) a study technlcal team made
up of various transit and highway agency technical staff, staf=
:rom Fort Belvoir, and two citizen ~epresentat~ves from each
countYt and 3) a study steering committee composed of state
senators, delegates, county supervisors, and =epresentatives from
the Town of Dumfries, Fort 3elvoir, and Quantico. ~he study team
divided the 27-mile long cor=idor into seven segments, ~he first
four of which are in Prince William County:

1~_;

!.V:
~J :

V::

Segment I:
Segment
Segment
3egment.
Segment
Segment

Segment VII:

Quantico
Triangle/Dumf~~es

Cherry Hi:l/'Neansc::)
Nocdbricg-e
:"'orton ,Occ:cquan ::(ive--:: '::J :'elegrapn ?.caci)
Fort ae~volr ~e~egra9h Road ~o Rou~e 235 south/
Old Mil::" Road)
Woodlawn to Alexandr~a (Route 235 south/Old Mill
Road ~o Alexand~~a C~ty line)

The study ~ecognized that, as an arterial roadway, Route 1 serves
two primary purposes: 1) to provide access to residences,
businesses, and o~her development in the corridor, and 2) to
provide for travel between Rouce ~ and origins and destinations
outside of the cor~~dor. Few ?eople ~egularly travel the ~nti~e

length of :he corr~dor primar~:y due to the proximity of I-95 to
Rout.e 1.

Throuoh c~tizen and tec~lcal ~~out, 7arious alternative ~oncePts

were deve.l.ooed and eval·..:ated,~s-summarized z.n At t achment.s := and
:11. 3ased-on a var~etl of ~easurements to ~mprove ~obili~y and
accessibility within ~he coryidor, :ncluding but not limited to
hours of congestion by ~he year 2020, physical displacements of
property uses, and cost, a preferred concept was presented by the
consul:ant, as shown ~n Attachment T.

Following additional community input t the study steering
committee endorsed the preferred concept on August 4, 1997.
However, VDCT was also direc~~d ~Q work wit~ community ~embers

~egarding the HOV :anes inc:uded :n the nor~her~ portion of study
Seqment VII, nor~h of Route 235 ~orth/Buckman Road to the ':apital
3el~wav. Attachrnenc:V prov~ies ~ summar! =Ustl:~cat~on fer
~hese :anes. Note ~~at ~his s~~dy ~as ~ea£:~~ed the
~~mp~ehens:ve Plan, ~h~ch a:~~~dv =~lls ~~= :~ese addit~=na:

::.h--::~uSh :'a.nes.

?TSC~L :~P~.C':':

~one.
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Attachment I:
Attachment II:
Attachment III:
Attachment IV:

Memo to the Board
September 22, 1997

ENC~QSED DOCUMENTS:
P~e=e~red Concept

Summary Concept ~valuation

?ublic Bulletin iated uune 1997
C"useification of :::ight i.,anes :'n North Segment "II:

STAFF:
Anthony H. Grif:in, ueputy County Executive for Planning and
Development
Shiva K. Pane, Director, Office of Transportation
Katharine D. :chte~, Chief, ~ighway Ope=ations Division, Office
of Transoorta~ion

William C. C~t~:e=, Transpor~atian ?lanner, 3ighway Cperations
J~v~sion, ~f=i=e == ~~anspc=~~t~~n
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Preferred Concept

.~~~~-
Preferred Concept aescription

Right-of-way = 125'
6-LanaLandscaoecJ Boulevaro

Raise<:! M9{Jlan

• ImDlement flx.o rovte IOQJ &nd elqlress OIls S4lN1Oll wltn C:JnneellOl'Sto
WOOGbr1dge transn cenl ... ~tuture}. Fon ae""Olr Iransn ceruer (tulurel
ana Franc:cnsa-Sorrnghltld Tran5oortallon Center

• ProvlOe IBeQlr tlU5 serva 10In, LOrtO!'l liRE commuler rail stillion
• ProvlOe oernana reSPOnSIVe IransR S.,..,~ lor 11'1& less aensei'(

POgulill8CI a'••5-

- WOODLAWN TO ALEXANDRIA

Pre1erred Concept Descriplion
_.- -~-- .-- -~-------o

North Sec:tlon I
R-.. us (JJI.o.~UI:*,-, Ro.d (NartfI,w F.... CowtIy/Allo....c., UM I

I
Aight-<:lf-way = 150'(235'*) s-tane landscaOed Soulevlua J

Plus 2 HOV Lane&

RaIsedMedian

South Section
AaueaDJ($ouUIIIOWIIIII Ro.dID'" m (NMrI~""'~

• ConstnuCl rnlercna"98 .. Soutrl Ii.,ngs ""'gtlwa~ and Huntmgton ...~.
• ProvlO8 • IranSIt c8tlter al Beaeen Mall
• Imgl.-nent tilled routs lOcal ana eXPl'ss.s DU$ servICeWl!h~ 10

Fort BelVOir transit cenc8fllulunll atlO Hunllnqlan Metro 5.......
• ProvlO8 leeoer buS HNICe 10tn, l'iunrW'lgtan Metro SlallOn.

Cost
• Floaaway ana ngnl-ot-wav • 530 millIOn
• CSX rallroaOtI-95 If'It.rcnan~.$~5 mllllOn_

Findings
• Fleouces congesllOn trom 9 hours 10 7 hours per oav ,n ZC20

,as comoareo 10 BaselU18/.
• FleQulres 1 to 5 dISQlacem8tlIS.
• Roaaway '5 nOt snrtteo closer to Potllck Churen.
• Boulevara aooearanee ,marCY" 'mage 01 !~e segmenr a~:: sueoons

::llans lor ",gtl Quallrv "::oal aevetoament

Right-<>I-way = 125'(210'*) 6-Lane LanascaQed Boulevard
A&sed Median

~ ...........--~.............- .....

G> .:C:R~~:"L~~_~ __
Preferred Concept Description

-~.- -
Right-<:lf-way = 125'

• _ • ' 6-lane landScaped 80uievara
........L- H i Qo •• j1!11 ....J- Raised Mealan

~-
• ConStl\JCf I'lIen::nangeS at Fairtu County ParltW8V and WOOQIiJWI
RoacJwnenr~

• Provide a ttanU cent ... II Fort Belvo,r
.lmpl~enlllXlIa route~ and express Qus S8MC8 WIlf1 oonneaJ(lf'lS 10

WOOCSbn. uanu cent... (tuturel. aelcan Mall transit center (luturel.
ana Francanra-SonngtMtldTranSPQrrauon Cen!er

Cost
• Roaaway ana f19F\t-or-way • SJO mllhon
• Falrf•• County Pantwa., W'lten::nange • $20 mlll,on_
• WOOCIIIWI Road~. 525 million,

Findings
• AedUces con~1On 'rom 7 hoUfS to 3 hours Der aay ", 2020

:as compa,.g 10 Basel").
• RBQutr1ls I to 5 dIsDla~s Ind reQUlrH tand !rom Fon 8eMw ana

Wooatawn PlantallOtl.
• Cum ana gune, mlrlmlZes r8(Julred ngnt·of-wav

Cost
• Floao-y arld ngnl-ol-way • $80 m.dO'1.
• South I<J'IgsH~y Irllen::nange • $50 mllll(lf'l_
• Huntf'lgtan Avenue II'1ten::nanQII • m million

Findings
• Fleauces congestIOn lrom 7 hours ro 0 "Ours per GaV", 2020

Ias lX)II1Dl11recl 10 Baseline) ,n tne SOIA1lemDOrnan

• Reduces congesltOn lrom 6 hours 10 3 !'lOur, ver oay ... 2020
(as comoarwo 10 BaMllfl81ln tn, nortT1em oomcn.

• ReQUl!'n 41 1045 diSPlacements.
• AddltlOn&l oerson·mCl'Ylll9 capac«y necassatY 10 milunwn~
'ns~ent.

• Of COf'lC8OlS wtld'I add cacacev. C.;:r,ceot C mInimIZes f1gtll-01--V
"eeas ana OlSOiacemenrs.

• llmltecl QqlQF1unlneslor saMe. maas 'IItllflOUlaav.rse eoanomlC
mcaas: "I11teroarC81 access" reQ\jlteQ Ir1S1eao_

lndudine PWC se....la.

Cost ot Consu'tant's Preferred Concept:
RoadWay and Right-of-way = $255 M
tnt8rchanges and Bridge = 5220 M
Totaf = $475 M

Costs listed are approximate ana lI'ldude admlnlstratlon,
construction. and ngtll-ot-wav costs. They do not .ndude
costs tor landscaPing. placement 01ulIf,bes underground.
or payment ot aamages beyono land values.

General nght-ol-wav Wldths are snown. A wider nght-ot-way
11av be needed at some Inrersecllons and Inlercnanges.



I IKey Features of Preferred Plan

• Serves the Route 1 community; encourages and
supports economic development and revitalization

• 6-1ane boulevard with streetscaping
~ Additional lane for HOY in each direction in existing 6-lanl:

section north of Little Hunting Creek

• Raised median (16 feet wide typically)
- 700 to 1000 feet minimum between median breaks
- Additional 4 feet of median width in special areas. where r't:J"lbk

for enhanced landscaping and pedestrian refuge

• Inter-parcel access rather than service roads
• Continuous sidewalks/trail
• Accommodate on-street bicycle facility during design
• Improved lighting and signage
• Smart Travel systems (ITS) Route I (lIrndor 'h"h

f •• rf"s .ndo 'nMt \l,IU,."" I """I ....'

I I Key Features of Plan - Transit

• Enhanced local and express bus service throughou t

corridor oriented to transit centers (timed transfers:
• Feeder Bus to VRE Commuter Rail Stations
• Improvements to VRE Commuter Rail Services
• Demand responsive bus service in Lorton.. Triangle. and

Dumfries
• All bus stops with maps, timetables, and connecting

sidewalks
• Busy stops with shelters, benches, and electronic display s

• Standard fare media for region
• New/expanded park-and-ride lots in Triangle and

Dumfries

Route I I "rn.tllr "'till!'
fa ..-f.\ "'m.l Pnn"t ",-dh.m 1",r'l.l"'~



Route I Corridor' Stud~

I I Key Features of Plan - Streetscaping

• Integral element to improve the image of Route 1
• Plan establishes design intent and principles
• Streetscaping should reflect importance and proximity

of Potomac and Occoquan Rivers and historic sites
• Landscaping needed throughout corridor with

enhancements in special areas
- Special areas enhanced with additional plantings. pedestrian light

fixtures. benches. and trash cans
- Special areas include development nodes. historic sites. entries.

and areas with significant pedestrian activit}!
- Plant and streetscape materials should be similar in color and

texture throughout corridor: additional coJors in special areas

• Relocatelbury overhead utility lines where feasible
- Plan defines "priority areas"

f ..rf .., and Prit'ltt' \'I; ....m C uunl ...,

I I Key Features of Plan - Economics

• Improving the image of Route 1 is key
• Transportation improvements present opportunity to

encourage redevelopment/revitalization
- Key is to maximize this opportunity for the overall well-being of

Route I
- Opportunities can be maximized with strong public intervention

by the Counties

• Incentives and zoning changes are needed
• Revitalization efforts need to be a comprehensive plan,

of which transportation improvements are one tool
• VDOT recognizes the need to work with the Counties
• Stable funding source needed for revitalization and

maintenance
Routt I Corridur Stully
F.,ria.ud P"nce" ,UialD Cm,a'Q...r"



Summary Concept Evaluation
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fu ne. 1997
Issue .\"urnher4

VDOT Evaluates Potential
Solutions

What Have We Learned So Far?

The virgtma Department of Trunsportauon I \'DOTl 1:-'

~'onuuetin~ :.l <tudv 01 the ROUle 1 Corr.cor In Fuirfnx and

Prince \,\'illlJrn Counue-. The purno-e ~: :r1~ -rudv I~ (0

idenurv the curren: JnLJ tuture trJn'-r'nr:-,:lu~ :ll'l.'J"

throuuh the vear 2'<» Ii) c.uc. ttll.:' -tuuv tu~ Illt:mlheJ

e'\ISlln~ JnJ rutur e r roblem- .md lit:'. c!:;reU !(lUr

.rlternauve ~:Jn(c:~t" \\1 JLiJrt'''~ [tIe :jt.';l~;fjt.:j neeJ ...

The-.« \..onu.:rt~ \\I.:'ft: d;,:,1. nht..'d In I hI..' ;' ~~\F!U" new-let

«-r Jnd .ir« ~Llml~~.lnL.t'J i.erc The ~['L;"":·. :~:..lll1 iu.' [1\)'.\

,,'()mril.'lt:li :! ... lr.l::.d l'\.li~:.llli;n (,; :!~~. ~ ur I n, L'[)t ... Tlu

ne\\"'l,:ltt'f :,,()\ 1.;l· ....m ll:JUJ[c' (I[ !lIt..: r.::. ...::n:,:-- I() J.ltc

t)It:'~l"e u .... e the rorm ,In !)J~e - (If thl:'> [':.:-\\'-It:[ter to ... end

In vour cornmeru- on lnt.: .... e tmJm~"

The Route 1 corndor has manv posiuve quahties [0 offer
those who live and work here: vaned shoppmg oppor
turnues uruque recreation JreJS, .ind attrecuve historic

.... 'te" However. tr:::msp0r1:l1l0n .'\-stem Il1lrro\ements :.ire

needed to meet mcreasmu demand tor travel and help to

revitalize r0r110n~ of the corndor The .... tudv team
re.ihze-, the importance or the dual role of Route 1,

1) T") provide Jcce"s 10 the re,":'IJenL'e,,>, bu:-'lOe:-.ses, .md

other development tn the corridor.

.2 1 To provide for travel between Route 1 and orunn«
.ind desunuuons outside the corridor.

Conunued on P:.II2:t" 2

The studvteam eraiuated a range ofconcept alternatives tbat uere customizedfor the
characteristics ofeach OJ the seren segments OJ tbe 2- -mile corridor.

~' l r r1 r t .: j I r
~ : ...:! j I I ,J'

T.,I--l- Hr J .... '''In It:rn nd\! "n
f. "ir )l',1f Trru

Potomac High School
lo~ObJeffc~onDavis HilVn.,n

Dumfries. VA

K'iO'i Hi~hlanl.l "llrC'(:1

vlexanuria, \A

Woodlawn Elementary
School

" I' '.1 I ',. h d

II ~, .. .r: .. : :....,:',-

Public Information
Meetings in June

.,;'10 \\ 11.11 l (llll.t:fn ... \ < IU i:,:\ t' wu h rl!\.."

The ,>tuc.h le~lrll '1\ JlI pft,"enl [he hnu

I n t.:... () I I h l' ,\:I \ u: I \ I \ I n .1 n d til,

c.. >:1SU!t.Inl" l'~<:':t:rfed u Inlepl '\.,)

deu:"'lon" hJ\ e i)een nude Lome :\00

re-il u ... \\IHch 1IOd 1f1C: -, vc iu .ll.!fee \\llh

.. 'II \ • q I III I P \!

, :-;-'IT\ HI '\l"'~

'tonda;.'
June 16

\ rvr ie t pre-nH.III;lll \, Iii :'~- ,:',_,..:~' ,II - ,," .",1
t',Jdl ntdll Tilt' ...IUlI\ le.lm .mrJ "\<::erm:~ \.... :;1\

rntl(ee \, til {lien rc"f" ,nd t· .~c"'II' ln~ "llIU"

Ic.JO) nlt:'mht'h '.\II! h- .J\,lIIJll)<:: t!lrouglll 1u l

the "r~n h(}u~e 1<' ,In ..." ef ,',ur que~\Ion'

Tuesday
June 17

WOODBRIDGE
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~ • J - -; ~ :: ~ .._ .... C'F"

WOODLAWN TO AL.EXANDRIA

FORT BELVOIR
.;. d"~~ _4 r , -:- "'<,

<.
LORTON -.
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continued rrorn pagt: I

The Route I transportauon system must conunue 10

serve [his dUJ.1 role while accomrnodatmu expected

growth In the eorndor. Anv program of improvements
must address the transportation needs. help (0 improve
the sense of community. and enhance economic devel

opment opporturuues along the corndor

Existing Problems and Future
Challenge
The prozrarn of solutions for the next 20 vearx rnu-t
JLiJrn~ ho{h [he exi:.... ttng problems and needs that ~dl

emerge h\' the vear '::020 EXisting problems \,\'ere

.le ..... uI!'eJ in prev.ou-. new..-letter.... include -uterv ccncern
ror dnq:r'- .md reut:'stn~,lns. chaotic appearance or m.inv
,eel Ion ..... (:r the rOJJ. drsconnected tr.insu service-. wun

poor hu-. -rop-; trarf«. bottleneck locauons. and ,J ne~J

uve el'OnUl1lll market image

~~uture f'rohkms .irrr-e tram the expected conunumz

()~lh In .JnU around the Rowe 1 corridor ,-\cLorwn,!.-: to

,Ile \!e![()rOIIIJn \\'.Lshm~{Qn Council of Government..... In

JuditH in.il ;"1:;1 )t"Ii) rc-rde nt-. I from I')-.i j()() to 212.' .I(JII

reor1e) JnJ -i'1.IJOO ,oMs (from 68.000 to j I ~.U{JU ,oh., I are

prolcl [l;J : n t hl.: Ll .rridor hy 2020

Tlu- :...:~( )',\ til \\ III pr< Iduel:' mcreu-ed trip rnakiru; .md

[C"UJ[ In fll:.:hl:'r lUUte volurnex and more Ll>n~t:'''!J(}n on

!{l lute; .•nd .I ...b~llt:'nt r():J.J~·J\·" B\' 2()2(), lr;lth... In the

(l\t'ull \( -rruk If I" !orel';lSI [0 increuxe bv 2~ to Ion
;'\"!, (:11.:1 i,lIrLl\. 1.()lIn!\' .mJ bv 1~IJ to If)!! peflxnl 10

l 'rtr>, ,~. \\ ilh.un <.:( .untv

Where Are We Now?
Toc t u 'J'\('(lr'lIllh. uluch h(~~aJlIl1 October. I()()") !'fl'

."('II'I'O! l'('\ I'/luse,,, T. I dt/fl' the \(fllil· 1('0111 h(I.'- CUIIJpiCf('d

cid{i/ ... '//('[!II./I fidel/lit ('11/UIl rill ClSSCS,,'IIlCll{ (I(C\'I'-illl<J,

({lid 1/([11"(' rr({//.'/'lil1{1{fo// t"(JlulIlUJHS (llul decl'iuj!H/('/I{ (JI

!"II'..!._I£I!I'...J(' /J1I[>nJ{('/J1('1/1 CUIICCPrs

Ill' ill',' L' 'III/II'..!, {(} ruu II(lU {() i..!('{ rU(lr {!l(){/I.!,hrs IJII {i,,'

1i!!.'I{/i,! ,ill/(llillll ',I fh l , (.' ..JlU'/x,- }"/ll f('('''iJ(/L~' /' . ::o! f"

/'/'If! '..!!Iliil' Ilf'u/1I11I1'.: deLl.'lIJII' I"('':..!.orclllll.!. thc /ii/II1"(' ·.f

I.: :(!l / /: ~r,{( i,(u (' (lIl\' Id('(/.' "I' l"'I/IIIIl'/If' l "'llt')"".'I/~

iI',· r:i2i1JI/~' {/JIll ('I' <-'(Jil'll/hanl' f're/crred (III/c'e/")( ;'.t·{/,\('

II.'" {i,l' u{/(/dwd C(J111HIL'J/{ :::/7fJef

TIll' Illr/lt U't"ClU'(/ uu thc/ilUl!J/g... /111/ he l/::-£,(/ h\' filt'

\/,JCI'I),''...!. L lJlIlIlllfle(' III the /ll'xt phase {i( rhe S[/I(/I'

These increases result in an addiuonal 10.000 to 40.000
vehicles per dav on Route 1 In 2020 for J "baseline"
scenario. The baseline scenario assumes that no addi
uonal improvements are nude to the ROUle 1 transports
tion system beyond the few projects currently funded.

The Need for Action

The graphic [0 the right shows that Route 1 will generally
have more hours of congestion per day In 2020 than 10

1995 for the Baseline scenano For purposes of ttus
analysis. "hours of congesuon ' IS defined as hours of the
dav when the traffic demand exceeds the capacirv of the
roadway The Baseline scenario I~ projected to have "i to
12 hOUf5 of conze-non per dav In 2020. depending upon
the iocauon in [he corridor.

To improve mobiluv and accessibihrv in (he corridor.
improvements are needed to all aspects of the Route 1
transportation svsrem. The fOJ.d't\'3Y and intersections
must he widened and made more efficient. Bus and train
SerY1Ce need.... [0 he improved and complimented with

improved pedesrnan and brcvcle facilities. Methods to
encourage more ndeshannz will abo he required. The

abilirv to satisfy trip demand. however. is JUSE one of the
factors in deterrrurung the program of solutions. The
study team lS considermg each Concept's effects on travel
In the corridor. environmental and historic resources.
comrnurntv quality of We. ecorromu, vuahrv. and costs,

The challenge ror the studv team IS to find the best
balance .nnonu the \'JflOU" unprovement opuons and
their benetus ;lOU nnpuct-. \\hlC!1 l1UX ot uuprovemcntx

Prctcrred Pachave Selection aucl Reftncmeut J to he con

ducted dunllR.lufl' and August III addition. a prtorurzed
dCIlfl1i plan lull ,)(' (/cz'cfoped dC.'LTihlll.l!, (l ri/IJe(ahlc./ur

lI11procemelll.'\ n)e reco""m!J/dpd pfeil! (("iii he documellled

III a draJt Fillal Report III Sepremher 1997" nJe studl' IS

,cbeduledfor completloll 1/1 ,\"()(l.'mf)(>r, /997'

J(clJ/cmher (hal {h' s{wl\, {('am /.' seeklllt!, SO/UUUIlS Ihor Inl!

..... ((1"71' Ihe Roule 1 (()ITldor /leU 111{0 Ihc Hexl (L'/lIU11'. t() tbe

1('(/1" ::O.l(J .'iCJIl lilt!. eXISIIIIt! {w{)hlems lI"lll he' t!Jejirst

{irlonty l/posslhle [he lCOI:"[ .'{llutl· ha::ards muJ Ira//ic

tX.Julcnccks lull recell'e atle1ll101l }lrst. HOll'Cl·cr. a I()Il,l.!,

"ml,~L' plOJl IS I1ccessm1' 10 proude {1 glllllrl1~ US/OIl for

Rowe I.



Route 1 Corridor Study~
Fa irfa:x and Prince Willian2 Counties

",'ill provide acceptable transportation service and have

In overall POSIlI\'e impact on the adiaceru cornrnuruue
and businesses: For much of uus corridor. economic

revuahzauon IS 3. pnonrv. Transportation rrnprovernerus
properly implemented. can he a catalvst hv irnprovmg
the appearance of the corridor and encouraginu beneri

Ci31 redevelopment.

Concepts Evaluated

Four .ilternauve Concepts were developed to he com
pared 10 the Ba... cline -cenano Concept :\. B, C. .ind D

:\ vanauon on Concept C. Concept C 1. wa-, added h;l'c:U

on commurutv Input These concept- represent J runue cr'

potenu.il ,( .luuons .ind \\'~re dexcnbed In J prev iou-.

nt:\\'-iener, DeudeJ mrorrnuuon on eJLh Corice pt '.\'Ii; ~~e

.rvuilable tor review at tne puhhc rneeunus The Conce pt:..

can lit: -umrnarrzed JS roliow...

• R.J"t:lme ,\,,,'umes re,l:;onJI transportauon uuprovernent

con:--'l:--.lent wuh .\1\\'COCr :- 21)20 Constrarned Lonu-Runue

l'Lm ()n Rowe I, however. onlv currentlv Ilindn!

IrnpH)\l'lllel1!S eire J:--',~llmeJ

ROJd\\'JY Improvements are Iirruted to adding left turns
throughout the corridor with painted medians. \0

addiuonal thru lanes are included.

<Concepts B. C. and D Include moderate to rrunor

transit service improvements. Each concept adds J

through lane In each direction and left turn lanes

throughout the corridor. Some locauons have painted
medians In Concept B Concepts C. C1. and D have

rJ.I.:-eU median- Concept C 1 represents a vanauon on

Concept C In ""'[1H.:h no addiuonal lanes are added to

the eXlstm~ o-l.me roudwuv in the northern tour rrule
or the corridor.

EJ,L:h Concept ""':1S custormzed tor the charactensucs and
l.,sue,' In each .'C'1.!Inent or the corrrdor. For example. In

:--e~ment \'11. \\'ooJlJ.wo (Q Alexandna. the concepts

include <pecia] lanes tor transit and hl~h occupancy

vehicle» xince there I~ much tranxu usage In this area.
Detail- of the conceptx In each segment will he shown at

the puhl«, meetm\.!s

The ,[UU\' team ha- e\'3111JteU the concepts to underxtan
the henetl£:-; and imparts ot each option, The following
!1J,L:t:' present J. -ummarv of the kev tmehngs to date

Hours ofcongestton on Route 1 are projected to increase throughout the corridor for the Baseline scenario by the yea" 1020

Hours 01 CJI"';leSlion PI" Da~ Cf' Route 1

Fcurta:

( '01111"

...---,'.r
Slatfrlrc;

('{li/ll/\

B 4v Pl'

•
•
•

.- •
•
•
• , ~

HQurs Per Dav



Consultant's 2020 Preferred
Concept

Overall Summary

\ll\ l, ,n:":-!Jn!.!L' "IJn for ROUle I \"'Ill not he 1Illrk-

ne ntv d .i ll .11 I Inl e 1111f1rr l\emenl-, lu the Lorflll()! \\111
I'L' l. ( ,n', rUllnJ '..:r.ll!luli\· (1\ er the next I\\() dl'l .Ilk ....

"\< '''In~ '-'\I'-lInL: rr( )hkm- ',\111 the trr.... t prroruv \ l(.nu

!.In.~L· pl.m I ... neu:''''JI"'\· (rl provrde ~l gUIJJn!.! \ r-ion

T111" !)rL'tl'rred Conlcf'1 J' hJ."'eJ on \\hJI <;\e h.l\ l'

lC:lrnt'L! t r: JIll rhe evaluauon .ind the ungOlnL: '[lI(.h'

[""If(H l·...... The tmdln~' rerleu J balaru.mv ('! r/w ()\ eLI II
',.due- ,·r lill' l(,'I11I11UT1W'. ·r:\.:' T1r:eJ tor t:"LonOI1l1L rvvu.il

ILj[J[ln .. lllU lllt'etIn:': the ~~J\el demand nee~b In tne

I orrrd. If file -tudv te.irn hJ' h-tened to what ,"- Illlpor

unr I() \"()lJ Jnu rUh forward the-e fmdmgs tor vour

~L'\ 1t' \ '. ..rn d L ommen[

The tindmus to eLlle are -urnmanzed In term" ~ It ;j

"Consultant's Preferred Concept" for the vear 2020 ThIS

Preferred Concept represents a p3cK;lge of improvements

th:n I" ..I cornbmunon or parts of each of the Concerts

JescnheJ on the previou- !,:.I~e -";0 final UeU"lon ... have
ht'en m.idc The '-tUO\' [eJI11 In" not cndor -, e d or

rejt.:lteJ t!le"e fJnJJn~" The :-"!Lerm~ Comnuttee c: »n

f1f1"ed ot vour eleuecJ OrflllJIs. need.:, \"CHIC mput

The Con-ult.int's Preferred Concept tor the long-runge
(2020) plan for the Route 1 Corridor includes improve

ments to .ill aspects of the transportation system. The

tollowmz provides ~ general sumrnarv for the 0\'er:111

corndor. The hlghil~h[s of the concept IS then described
tor each ....e~men[ of [he corridor.

.o-bne boulevard ~\"ilh landscaping.

• Raised median for landscaping ;10<.1 left turns ( 16 fee~
\\'Ide t"\Tlc.dl\·) wrth nununum SpJClng between meoian
breaks or -00 to WOO teet.

• ConrmuOll .... <idewalks trail alonz Route 1 that connect
wuh husmes.">e...... neighborhoods. and a30SH stops.

<lmprovec roadwav Itghlmg and signmg.

• Enhanced IOCJI :'1Od express hus service Oriented 1O
exixnnu and new transit center.... with coordinated
-chedule-

.....mart Travelvsvstems mcludinz coordinated traffic
-uma!-. v.mahle mexsuze sIgns 'on Route 1. real-tune
traveller .nrormauon LJJ\rb~'s at transu centers. and
.... taridard transit tare media tor the region

• FeeJt"r 1""I1I" service {O \'RE commuter rail -tauons.

• Tr.mxu route m~rs and timetables J[ J.1I bus .... tops.

• Buxv hu... "tops have shelters, benches, and electronic
Jlspb\":-

The t onsultant oS Preferred Concept includes a tv-Lane boulevard tritb a landscaped median tbal improves safety and the risual
appearanre of the roaduav.

-- '~--. -- ~------- "; ~
t~.:.'-'.::"-'Or.:i'I"-

~_ .,...( ... · ...·i

Segment I - Quantico
Preferred Concept Description

• ..... I rI II LI I [" \' >11 ~ L' r r I) t, 1r [hI" "t' \..:I n l' rH

• ( 'fl'-!rUll ·Llnl" i..n,_.hlJped !l()llk\J!d \\ I[I! \ \lfb

.Ilhic.:utlci .lnd f.ll'\..-u Illnjun

• !\l', I 111 .... [11:, t ,[,Ie!', :;.,:1:.':'~' .~\ Rlh,dl Hi \.ld

• ht·:", ,ltv !'.\ l J 1,111.1 '-i','Ill'l!l;d tunh!.:! rl' .. til h( Jutt' I

Cost-

Hll.ld\\;l\ ,lnd rH..:hl-CJI-\\:.J\ '" S2() flulhun

R.l1"",·ll !\():ll,i In[erL!un'..!t" = ,; ml!!Jon

Findings

• RcdllLe' ,()f1'..;t.'sllon trom h hour" to II hour' rer d.l\
In ~';~I) \.1" <.1lJ1lpJ.reJ to 13.I...,elmeJ

• kL'lllllre'" n() dl"'pbcemenl.'" hut requlre,,- Lmd from
\1.trmt· l, lr~"" h:be .lnd LOlu ....1 :-'luJe J!;lrk

• kl"lltlu...... [ret· hutter hL'I\\"een r()Jd~':I\' JnJ QLl~m!ll\)
h()\.l .... ln.~ .

• t~llfh ,lOJ ''':Llt!er l1lmlnllZeS reqlllreJ f1!.dll-ot-\YJ\'



Route 1 Corridor Study
Fa irfa..x and Prince t'Cillicl1n Counties

Segment II - Triangle/Dumfries
Preferred Concept Description

• Similar to Concept 0 for th» ...egrnent

• Relocate southbound Route: (0 Fralev Boulevard
In Dumfries. .

• Construct o-lane landscaped ~oule\'JnJ wuh LUfO
and !ZUUe::f and raised meuian

• Provide new-expanded park-and-nee lut>

• Provide demand responsl\'e transuservue tor the
le ........ densely populated area-

• Construct interchange at Route 23-1
Cost-

R<JJJ\\'J\' and nght-ot-wuv = ~~~ nuilion

Route ~ J,~ rruerchance = ";;'':; ::::i lion

Findings

• Reduces conge-non rrorn 0 hours to 2 hours per dav
in 2020 us compared to Baselme i. .

• Requires -i 1 to .::;,) dr.... placements. mostly in Triangle.

• Provides catalv-t tor ruuher quahrv development In
Tn:lngie.· . .

• vledum unprove- \·\"uJ.i appearance ;.100 SlIPPOI1S
prore~' ... on-ou.:..H10n

• Re10GHlOn or southbound Route 1 to Fraiev Boulevard
produces po-ruve -:: ....on0Il11C Imr:lC1S on "bin Street
husmesse:-- uno :ne overall Town because It enables
the creation or' J. peue-tnan-onented atmosphere

• ReJuce" .onue...uon [rom - hour.... to 5 hour- per 0;,1\'
10 202U ( ..b (ompJrel1 to BJ..... cime :

• Requires \) 10 I~) (,..h .... placement-

• Boulevard J.r.re:.lf:lOLt:' nnrirove .... lllUI:!t:' of the
:--egment .md -unport. rtjn-, ['lr hl~li quahtv nm1.11
JL"\'el< lr'itlH..-n:

• Implement nxed route locai .md t:xrrt.:... " bu ....
-ervu,e with connecuon- to LJ.de Citv Tun .... porta
lion Center. \\"oouhnullt' iran-it .enter I tuture :
11,,[0111.11.: .\hlls, ;.lOU ,\1JOJ""J"

• Jl:-(,\'IJe feeder hu" "'efYlCl"!' ~l'lt: iutur« (:herf\
l lrll \RE commurer Lid ,,!J[!( ,n

Segment III - Cherry HilIINeabsco
Preferred Concept Description Cost-

• -inular to Com.cpt B for thi- 'e.~mt:"nl Roudw.iv and nunt-ot.. w,r, S~" nullion

• C<lnstn.ICl ()-bne IJnu"urell t'ouieurd wuh curb Findings
•.lnU uuuer and rJI"eJ rnedr,..:r.

Segment IV . Woodbridge
Preferred Concept Description

• '11ll1Lir !O Concept C lor 111:" 'L",S!mel1t

• <.\ .n .... truct o-l.me land ..... cJrel! il( Hlle\ .trd \\'nll l lIrh
.IOLi ~\.llter .md r.u-ed meJlJ.:!

• \:; .n-truc: uuerch.mze ;.I( ROUIl' l.2~

• l'rovidc J trunxu center at the \\'ooJhrt,JIlt:' \'RE
...Ullon

• 1I1lriL"IIH:n1 trxed route IOlJi JnJ e.\rre .... -, htl ....
"'t.:f\IL·,t: vvuh ,:lmnelllon,> tl) U.de (.IIY I r.m-r» .n..
lion LL"nler fon Belullf IfJn.... lt "enter I. lulul ...,)
PotOl1U( \liH:-. J.nJ .\l.mJ........L'

• 1''-,l\IJe keJer htl ... 'lotY),,\..'; ,11l' \\1 I( lJllfld'-2c' .lnd
1,lrr(ln \R.E ~\)IlH1\U!er rJll ':.. I[Il)[1'"

Cost-

1\,llile ~ 2.;' InlLrl.luf1~e = ,;,~ ::,/1111 In

()l\.. 0<.ill;ln RI\t:'r hflJ~t:' \\lJenl:l:"; = ~ 11) llllillun

Findings

• Reduce ... conve-uon rrom I hOUfS !O .2 hour-. rer d.l\
In 21)2 r ) (.\'" ~()lllnJ.rnlll' Ba:--cimt: 1 ()n R<lU[C tK:.1!
(>rllz Boulevard

• Reduce" l()n~e>[\(:n rrom i.2 hour-. tll 11) hour-, !)L'!
JJ\' In 21r~O (';.1> LU!l1nart'd to i5.1 .....elmc r on Route 1
near Occoquan Road

• ReqUlfes 5() rOt" Jl"rbu.:lJ1cnt"

• !) lane> on ROUlt:' I I'" needed 1(' -ervc [( lL.11 ILdll\
travelhnu to and trom Je tln~lllon" In the LornL!ol

• RJ.i....eJ lllt'<..han \\'l1h Lin.u ca.r m 7 1.... rrelL"rred ')\l'r .1
rnmteJ meuur. [IeL.lu .... e t[ I'" '.]fcr for \ L"hKlc" .llH.1
redL">tfl.Jn" Jnu C2feJIJ\' 1II1rnl\L" the JrrL'.H.lIIlL· ,.)
[he rO:.H./'YJ\·

• R;JI"eJ meUlJn re'lfllC'" .1I..'\..'e"-- \'. ) l1\1dhl( ll.K PJlll'!-
hut enC()UfJL:L"' rJ.rd:i Li'n"l)i:~i.l[J(Hl .1I1d hI,~lJL'l
ljllJl1!\ LlL"\t:1( \f'11h.:n!

• (,ll'I' [l"'lel! .He:' ..lppn):\llnJle ;,!'lC ,nuuue ,ICIl11nl"tr:lcl(ln . ....<m"LrULlHIO. ;100 fl~IH-,,J-\\.I\ L(l ...t" L.t:1. Ull nll( lI1liuUt: u"'" i(lr

I.mu....L;IOJn.~. pLJl.ement llr utdlllt:"' underground I 'r r~lI.:nen( (lr (bmJge" he\( >nu !.lnU \',llur:--,



Segment V - Lorton
Preferred Concept Description

• Similar to Concept B for this segment

• Construct o-Iane landscaped boulevard wuh curn
and guuer and raised median

• lrnplement fixed route IOCll J,mJ t',xpre ...... r-u
-ervue with connectrons to \\oouhnUl2e tr.m-r:
• emer I future l. Fort Belvoir tran-u ceriter ' future'
.ind Fran,...orua-Spnngneld Trun..... portauon Lente:-

• Provide reeder hu ..... servrce [0 {he Lonon \'RE
«ornmuter LId stauon.

• l'rovrde demand responsive rran-uservr..e tor ((,e
In... lil'n ...t'l\· populated :lreJs

COSl-

Roadwav and righr-of-wav = 530 million.

CSX railroad. [-95 interchange = 51::; nullion.

Findings

• Reduce- conzesnon from') hour.' to - hours per
UJ\' In 21J20 LiS compared to B3...;dme)

• Requires I to -) displacements

• RO:HJW3.\' IS not shifted closer to Po hick Church,

• Boulevard J.ppeJr3nCe improves uruue of the
-ezment and supports plans for hl~h' quality nodal
development

Segment VI - Fort Belvoir
Preferred Concept Description

• '<in ul.rr III Conu:p{ D t wrthout rever.... It'1e lJnc' I LJr
1111' 'l·.L:1l1t.:11l

• (, m-truc t 1,·Lme LInd:-'cJpeJ boulevard \\ Ith ~ '.lft>
.tr1d .L:U[{l'r .md r.u-ed median

• (, In "I ru, tm{erllunl..;.e" J I F.1l rtax (:liU nr, 1'.1 rk'\\ J\
.1l1L1 \\(lIJuu\\.n f{OJ·<..J when n.:qulreJ

• lmph-incn: fixed route locu] J..0d expre ..... ~u'
"'l..'f\I\.l· \\'1111 connecuons 10 \\oo<..JhnJ~e tr.m-n
\.lIHcr .rurure I. Beacon :obI! tr:..IO.'I{ u.:nte; '1lIlU;t'"
I III I lr.mc ()mJ-~rflngflelJTran-portauon \.:enler

Cost-

Roudwav and nght-ot-wav = 530 rrullion.

Fairtax County Parkwav interchange = 520 nullion.

\\'oodb",n RO;lL! mtercnanze = 525 nullion .

Findings

• Reuuce- convesuon from - hour- [0 .3 hours per
thy 10 2020 (JS compared to Basehne ).

• Rt:'<..julre' 1 to .:; di:... placemerus and requires land
trorn Fort Belvoir and \\ooJb""n Plantation

• Curh JnJ ~urter uurunuze- required nght-ot-wuv

Segment V - Woodlawn to Alexandria
Preferr-ed Concept Description

• -uurl.u I. \t lr1l.. crl t: tor tt1l" "eglllcnl I'll! \\ Itll fl'\\

'<."n It \..' r. '.Id'

• .... , q II hcr n [': lrl!( In (t'\.I"lln':!I-LIne r< 1,11..1\\ .1\ "<,,'l til .n I

"'11"'[1:1,( Il!.tlll' I.tnd"l:lrl'd h()uk'\.lrd \\1111 •• :,1'
Jnd .~UIlL'r .1I1d l:ll'ot:d me-ch.m

• ,\( lr!lll'! n !'I JrtJ()n (eXI"'[ln~ f)-Line [( 1J<.I\\.1\ ,(,'( Il( 10'
I, II1 ...tru, t I)-Lint: .... plu ... rl~hl LIne luuh i)\. • up.mc \
'. \'!llt k ' f II )\ l lane- .
1.. 11\1.1" .Ipnl !1()u!c:\:lrd \\IIb curb a nd uuuvr .lnd
: .1I"'ni Illl';.il.lll .

., ,n ... trtlllll1!l'[lll.lnt.!e:1I :,-oulh Krn':! .... I~I~Il\\.I\ ~n(j
i Illnlln'...:It)n .\n..'nue ..

• I;,,'. IIIl·.1 :r.ln'll 1t'111l'r .!l Hl';ll()ll \1.111

• illlf\k'lliL'lll tl\cd f(lllie l()Ld Jnd e\:r1e"', I'll'
-"1\ I, V \\ Itll I ()l1lK'l[lon ... t() Felrt Bclunr tun ... \(

',11:<..': :."ill:L·' .illL! II1lnllnt.:t(Hl .\klf(J 'U:I.'r1

• I [()\ 111l." ;'_'1..",1<..'[ hu ... "'l."f\ }\..L' In thl' I iuntlfL':" ,n '\;:[:
'[.l[lt ,n

Cost"

Ro.idwav and ruzht-or-wav == 5S0 nulhon.

>()lIth Kmg" HI!-!h""J\' mterchanue "" ~.:;O nullion

Iiununuton Avcnu« rruvrchanue "" ~ .~.:; 1111lhol1.

Findings

• ReJun: ... c()n~e-'Il()n rrom - hours 10 l) hours per
d;I\' In 2(21) (" compared 10 13:.t:-.t:hnt.') In the
't uuhern portion.

• ReduL:e" l."onb:e.stlon tram () hour~ to 5 hour, per
J:.I\· In 21)20 (I." lOl11p:lrn.l to 13a"eime) In Ihe
northL'rn por1ton

• ReqlllrL~'" '11 1()6 Jl"'pL1LL·l11enl ...

··\JdllloOJI rt:'r...()n·Jl1()\"ln~ lJp;lUP: nect':-.';If\' to
I1L..l1nUln ;lllC,"lhdl[\' In ~e.~l1lent

• ()t lonu.'fll' \\"!Hl!l Jdu lJfl:llll\·. ()l1ll'rt C mini
11l1Ze:-. n~hl-ot-\\':'l\' neeu,.., ..md JI."pi:.lLt:l11t:nl:'>

• Llmlled 0rportunllle.-. for"'ef\xe rOJu" \\'lthou~
Jd\er:-..e cCUnc.H11K Impact:..: . mterr:.Hld ;ILLt:..,,-,
re4uJreJ InS{e;1J

hi 11 ....'t"lj .. fL' .tPPf(l:\In1:llt· ":nJ 1IIliuUl' .lllmtnl"'\i.liICln. ,'in'tnlL!J()n. ;lnt.i n:.::!H·(ll-\\.I\ L{)"'h Tilt'\ do n(ll mduJe l()"h lCl[

.",llll"' IP:r\:.c :':.Ill'lllenl tll llr!i\[;c',", unuer'..:ftlUnC ,,; IU\ji:t:::: "I J;lmJ.~e' he\(lnJ Lind '..due...



-, : ::::C:7:1en t

Wby IS an Eicin-Laae Roacwavxeeced in the .'io"tu~rn Pornon or" Seament \11':'

• Corridor' J...'ill Experience Growth

Ponurancn in me \\ oodlawn :,- -rexanorra Donlon : :~e ' Route .... [UQ\

I~urrloorl~~~ment \'111 \\111 .ncrease rrom ~3.00u in .ut} :,' "o.uOO:n ':'0:0,

This corresnoncs l\l In 0\ erau ;;~\"1n or' :':°0 ana J:1 JnnU31 crowtn rate or'

O.8C% oer '. ear
Emerov ment .n me .: orncor '.\ i II .ncrease rrom .:. J.OOI) hi .: -, .,00 I I oj }l)\ erail.
0.5°/0 annuar.

• Growth ",'ill Resuit In j ncreased Traffic

Dariv rrarfic ','"'tum~$ In tne H\ ~IJ '. tile-.. to -\JC=\.JnorJ;! >o::;::on or Route wul
.ncrease ":"\ ~:. '."')t=~\\e~n :~ll"\ ..lnu :~:,~, ~:'IS ',," III .lu~ uo t.: ~_'.UOI' ',~nH.:lt:s oer

Tratfic (irowln Will RcSUl/ tn tncreaseu Hours of Coneestton

With a o-iane Route : througnout Fmrtax Counrv. nours or' congestion In .::O~O

wiil Increase to - hours per .,]a\ I see tanle oetow i

Hours or Congestion ?~:" Day

1995 :020 with 6-lanes :a:!o wun 8-1anes (HOV)

South or Capital Betrwav ~ hrs - hrs ~ hrs

Hvbla vallev I) hrs - hrs :: ius

• This Extent of Coneesuon "':;/1 Adverseiv ·Hleet Economic J 'itaiitv Of the Cornaor

-;-:'15 increase :n me ievei or ..:~n~~Stlon wui nezauveiv anec: me :~..e: .r

JCCeSSlOlil[\ ana thus recuce tne econorruc v itanrv r me ccmoor

• Additional Roadwe» Lanes .-Ire Seeded to Reduce Coneestton

Major transit service Increases snowen oruv siign: reoucuons In conzesuon
To signuicannv recuce congestion. acdinonat throuzn lanes on Route .ire
neeced.

• HOV is the .'rIost Efficient Uoeranonal Slrale~'tor the Added Lanes

'our.:·)1 consesucn ~~=~:'":' -:= -::..:moc:~ .: ,-:ours :-.::r'\ -:~:-. .:.:~;ma,~l" :',~=~:: ~::::l':~. ,\.'Ulu ~=,:·.;:t .:":

:mmuous 5\00 ann zo tn==-:;;: ::~,'C::1 srznauzec .merseci.cns ..;,.[ ~"l:nJ.:~....ou.c ~e ~-=',:~l .:.•c.c ; ..: ~ .«z: ::::
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~a\ltn of ~umfrit5

Chartered 1 749
Incorporated 1961

Virginia's Oldest Town

Motion: Brown
Second: Yohey

Date: Nov. 18, 1997
Resolution: #97-5

WHEREAS, House Joint Resolution 256 was passed in 1994 by the
Virginia General Assembly for a comprehensive study of US Route 1
which falls within the Town of Dumfries, Prince William and
Fairfax County; and

WHEREAS, the study identified transportation related features
and existing deficiencies, projected future demand of the
corridor through the year 2020, developed and evaluated
alternatives to address transportation needs, recommended short
term SOlutions, and accommodate town economic development goals;
and

WHEREAS, the Virginia Department of Transportation (VDOT)
hired the consultant, TransCore, to plan the study; and

WHEREAS, the consultant offered their preferred concept for
the Route 1 corridor which includes a six-lane boulevard with
streetscaping features on a 125 foot wide right-of-way with
sixteen foot wide raised medians dividing the north and
southbound lanes, improved street lighting, construction of
continuous sidewalk along Route 1, in addition to the transit,
streetscaping, and economic features as described in the
attachment contained herein; and

WHEREAS, the preferred concept will help promote the economic
vitality of businesses located along the corridor while meeting
the transportation need of motorists through the year 2020; and

WHEREAS, the Route 1 Steering Committee selected the
preferred concept as described above during their August 6
meeting; and

WHEREAS, VDOT is prepared to send a final draft report on the
findings of the study to the Virginia General Assembly;

TELEPHONE 221-4133 • 101 SOUTH MAIN STREET. P.o. BOX 56 • DUMFRIES. VIRGINIA 22026 • FAX 221-3544



Resolution: #97-5

NOW THEREFORE, BE IT RESOLVED that the Dumfries Town Council
does hereby support TransCore's (the consultant) preferred
concept for the economic revitalization and transportation
improvements to the US Route 1 corridor.

Adopted this 18th day of November 1997.

AYES: Washington, English, Bray, Cornell, Yohey, Brown, Bauckman
NAYS: None

BY ORDER OF THE COUNCIL

~~~
Samuel W. Bauckman

Mayor

ATTEST:





Rf!ute 1 Corridor Study
Fairfaxand Prince WilliamCountIes
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tttOOass ar onION

Southeast Fairfax Development Corporation

7704 Richmond Highway, Suite 202 • Alexandria, Virginia 22306

Southeast Fairfax Development
Corporation on the

Virginia Department of Transportation
Route 1 Study

Resolution #139-97

(703) 360·5008

The SFDC supports an improved Richmond Highway transportation corridor
which is safer, more efficient and more aesthetically pleasing. We support
the Virginia Department of Transportation study recommendations for Segment
VII which promote the redevelopment and revitalization of Richmond Highway
through an improved physical image. We feel the adopted study concept
should balance improvements to reflect the dual nature of Richmond Highway
as both a community-serving "Main Street" and a commuter route. While the
SFDC prefers "Al ternative C-1" , the SFDC could support Transcore' 5

Preferred Al ternati ve "C" , but only with the following important
considerations:

SFDC des ires to be
oject, to work with all

and economic impacts of
businesses and properties

actively involved in the desiqn phase of the
agencies to minimize as many negative land use
the roadway improvements on existing Route 1

as possible.

2. Provision fer adequate vehicular access to existing and future
businesses must be made. Any implementation plan for access management
should balance traffic safety and o~erations with the ability to crea~e and
maintain viable business activity. The proposed 40% reduction in access
points is a significant concern.

3. A decision on designating the additional fourth through lane as an HOV
lane should be postponed until such time as VDOT and Transcore can provide
a clearer justification for such a designation, so that the Segment VII
"community" can support the concept. We have difficulty understanding how
HOV can work on a 3 1/2 mile segment of Highway wi th 18 traffic lights
(buses and HOV'ers .s.t.oppi.nq at each light; traffic cutting across lanes to
make right turns, possibly deterring customers trying to access
businesses). Also, the consultant's conclusion that the majority of Route
1 traff ic is local (for shorter ... n , longer interjur:"sdictional commuter
distances) argues against HOV lane~, even if a fourth lane proves to be

eded.

4. Road improvements should be constructed only in combination with
revitalization enhancements such as sidewalks, trails, crosswalks, bus
shel ters , landscaping and undergrounding of utilities. We are concerned
about receiving the transportation improvements without the streetscape
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improvements and assistance in assembling, marketing, and subsidizing
development on residential lots which the study recommends.

5. There will be significant County costs associated with Preferred Concept
~ Fairfax County Government officials should recognize the costs
associated with Option C. Absent the County funding for the revitalization
improvements recommended by Concept C, the strictly transportation-oriented
improvements will possibly act to worsen the area 1 s economy, aesthetic
image, viability and desirability. This is due to the need for additional
right of way width required for Preferred Concept C. Because property
lots are already generally very small and shallow, additional right-af-way
acquisition will cause these small parcels to be rendered undevelopable via
private market forces. Transcore recommends the public sector (County
government) absorb the costs associated with assembling, marketing and
possibly subsidizing the development of these residue parcels. Another
possible alternative being recommended by Transcore is the conversion of
these parcels into landscaped and maintained open spaces. This is in
addition to the recommendations for additional landscaped raised medians,
the costs of which will also have to be absorbed by the County. The
perpetual maintenance of these landscaped areas and the land
assemblage/marketing/subsidizing will be extremely expensive for Fairfax
County. In addition to the County government, other sources ( federa
and/or state) of funding for these purposes should be immediatel.
identified.

6. Cost effective improvements which provide for alleviating existing
traffic congestion on Segment VII should receive the highest funding
priority. Other roadway efficiency measures, such as conversion of service
drives to deceleration lanes, bus pull-off lanes, and/or additional/longer
left turn lanes should also be given the highest and earliest priority.

7. Once a design concept 1s approved, there must be early identification
and approval of the design center line. This will ease the stress,
uneasiness and turmoil among developers, business and property owners.

Finally, the SFDC would like to assess accurately the impact of the
proposed roadway improvements when the design phase is completed and before
construction funding is identified. It will only be after the design is
completed that the full measure of the impacts, positive and negative, can
be accurately gauged and weighed.
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