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Executive Summary
This study was commissioned 
by the Washington Metropolitan 
Area Transit Authority (Metro) 
to identify access and station 
improvements and joint 
development potential at the 
Branch Avenue Metrorail Station 
in Prince George’s County, 
Maryland.  The study was 
facilitated by PB PlaceMaking, 
under a P2D Joint Venture 
Contract with Metro.  Economics 
Research Associates (ERA) 

provided the market overview.

The Branch Avenue Metrorail 
station is a key terminus station 
that provides mobility for 
residents, employees and visitors 
throughout the region.  Located 
adjacent to the Capital Beltway 
(I-495) and the heavily traveled 
Branch Avenue corridor in Prince 
George’s County, the station 
services 13,000 boardings on 
an average weekday.  The 33 
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Figure 1: System Map



acres that Metro owns directly 
surrounding the station has 
considerable potential for 
development and to serve as 
a catalyst for transit-oriented 
development.  Metro must 
concurrently address the strain on 
capacity that is resulting from the 
continued increase in ridership – 
not only on the Metrorail vehicles 
and within the station, but also 
in accommodating the methods 
by which customers access the 
station, such as parking and 
drop-off facilities, safe walking 
and bicycling routes, and bus 
transfers.  

This station concept plan is the 
result of a detailed site analysis 
that evaluated current and future 
station needs, a market study, 
an opportunities and constraints 
analysis, and stakeholder, County 
and public input.  It details 
short- and long-term plans to 
help Metro achieve the best 
and highest use of its property, 
including realizing the value of 
the land, continuing to provide an 
essential transportation service for 
the region, increasing ridership 
and being an asset to the local 
community.

The short-term concept plan 
highlights actions that are 
recommended to improve access 
to and through the station 
until joint development occurs.  
Joint development potential 
is illustrated in this study as 
sketch level concepts that explore 
redevelopment of Metro property 
into a vibrant, well-connected 
mixed-use development with 
opportunities to live, work and 
play.
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The Branch Avenue Metrorail 
station is located in Suitland, 
Maryland, just inside the Capital 
Beltway / I-495, south of Suitland 
Parkway and east of Branch 
Avenue.  The station was opened 
in 2001 and is the last station in 
the southeastern portion of the 
Metrorail Green line.  

Land Use and Zoning

The development pattern within 
a half mile of the Metrorail station 
is relatively varied, including 
suburban-style single-use office 

   
Station Context

and commercial buildings, a 
relatively high concentration of 
auto dealerships, and established 
single-family neighborhoods.  
A number of institutional uses 
are nearby, including Strayer 
University, the Airmen Memorial 
Museum and the St. Phillip’s 
Catholic Church and School.  
Closer to the station, more recent 
developments have introduced 
mixed use, higher-density 
residential with ground floor 
retail, such as the Metro Place 
apartments and townhomes, the 
Tribeca condominium and retail 
development, and the Chelsea 
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Figure 2:  Station Site



is currently being planned. 
Outside of the Henson Creek 
Stream Valley Park, there is little 
opportunity for either passive or 
active recreation within a ½ mile 
of the station.   

The zoning map indicates that 
the station is zoned M-X-T, or 
Mixed-Use – Transportation 
Oriented.  This zone requires at 
least two types of uses (retail, 
office, residential / hotel) and has 

West condominium and retail 
development.  

The Henson Creek Stream Valley 
Park is located northwest of 
the station, just outside of the 
half mile radius.  Henson Creek 
Stream Valley Park includes a 
5.5 mile hiker/biker/equestrian 
trail that connects from Temple 
Hill Road to Oxon Hill Road.  A 
connection from this trail to the 
Branch Avenue Metrorail station 

a maximum floor area ratio (FAR) 
of up to 8.0.  

Planning Context

Development at the Branch 
Avenue Metrorail Station is 
guided by the Prince George’s 
County 2002 General Plan, as well 
as the 2000 Heights and Vicinity 
Master Plan and Sectional Map 
Amendment.  
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According to the General Plan, the 
Branch Avenue station falls within 
the category of a Developed 
Tier Metropolitan Center.  The 
vision for the Developed Tier is a 
“network of sustainable, transit-
supporting, mixed-use pedestrian-
oriented, medium- to high-density 
neighborhoods,” while the 
vision for a Metropolitan Center 
is “mixed residential and non-
residential uses at moderate to 
high densities and intensities, 
with a strong emphasis on transit-
oriented development.”  

The Heights and Vicinity 
Master Plan and Sectional Map 
Amendment provides specific 
guidance for the Branch Avenue 
station, indicating that its goal 
is “to provide for appropriate 
development opportunities at this 
major gateway center location of 
the Metro Green Line, including 
varying intensities of residential, 
commercial and employment land 
uses for a diverse workforce in 
an environment that is attractive, 
well-designed, interactive, and 
conducive to maximum use of 
Metro.”  

Area Transportation 
System

The Branch Avenue Metrorail 
system is served by a fairly 
extensive road network that 
provides connections to the south, 
east and west.  While Suitland 
Parkway, a major roadway, is 
located just a half mile north 
of the station, there are not any 
direct connections that allow for 
access to and from the Parkway.  
Instead, the primary roads by 
which the station is accessed 
are Capital Beltway/I-495 via 
Auth Road, and Branch Avenue 
via Auth Way and Auth Road. 

The following section describes 
the local roadways within an 
approximately ½ mile radius in 
further detail:

Capital Beltway
Capital Beltway / I-495 / I-95 is 
an 8-lane interstate freeway that 
circles Washington, DC, running 
east-west at the junction with 
Branch Avenue.  The Capital 
Beltway is one of the primary 
connectors for the Washington, 
DC Metropolitan Area, facilitating 
connectivity to most locales in 
the region.  Entry to the Branch 
Avenue Metrorail station from 
Capital Beltway westbound is via 
an exit to Auth Road, and from 
Capital Beltway westbound is 
from an exit to Branch Avenue. 

Branch Avenue
Branch Avenue / MD-5 is a 
6- to 8-lane expressway with a 
median that runs north-south 
from the Twining neighborhood 
in the southeast quadrant of 
Washington, DC to Brandywine, 
Maryland, where it becomes 
US 301.  Two left turn lanes are 
provided at the intersection 
with Auth Way.  Sidewalks and 
crosswalks are absent in the area 
neighboring the Branch Avenue 
Metrorail station.

Suitland Parkway
Suitland Parkway is a highway 
that is owned and maintained 
by the National Park Service.  It 

is a 4-lane road with a median 
that runs east-west between 
Washington, DC and Prince 
George’s County’s Pennsylvania 
Avenue / MD-4.  An intermittent 
bicycle and jogging path is 
available on Suitland Parkway 
westbound.   Direct access is not 
provided from Suitland Parkway 
to the Branch Avenue Metrorail 
station, making it generally more 
convenient for motorists and 
bicyclists on the Suitland Parkway 
to access the Suitland Metrorail 
station.  

Auth Way
Auth Way is a 4-lane collector 
with median that connects Branch 
Avenue with the Branch Avenue 
Metrorail station.  Sidewalks are 
generally available on both sides 
of the street.  

Auth Road
Auth Road is a 4-lane collector 
with a middle turning lane and 
sidewalks available on both sides 
of the street.  Auth Road connects 
Branch Avenue and vehicles 
exiting from the Capital Beltway 
to the Branch Avenue Metrorail 
station, then continues through 
the residential neighborhoods 
south of the Metrorail station 
as a one lane road, ending at 
Allentown Road / MD-337.  
Sidewalks are generally available 
on both sides of the street.
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Auth Place
Auth Place is a 4-lane collector 
that provides access between 
Auth Road and Auth Way.  Auth 
Place ends approximately 2,000 
feet north of Auth Way, where 
it connects with Brittania Way.  
Sidewalks are generally available 
on both sides of the street.

Capital Gateway Drive
Capital Gateway Drive is a 4-lane 
collector with a median that 
connects Auth Way with Auth 
Road in a half-moon around the 
northeast side of the Metrorail 
station.  Capital Gateway Drive 
provides access to the properties 
west and northwest of the 
Metrorail station, including 
residential and mixed-use 
development and the Metro 
maintenance yard.  Sidewalks are 
generally available on both sides 
of the street.

Old Soper Road
Old Soper Road is a two-lane 
access road that runs north-south 
between Auth Way and Auth 
Road.  It provides direct access 
to the Metrorail station and its 
facilities.   The southern Park & 
Ride is accessed directly from 
Old Soper Road, with two Park & 
Ride faregates controlling entry 
from the north and south.  From 
Auth Way, Old Soper Road only 
provides access to the Park & 
Ride faregate.  From Auth Road, 
Old Soper Road is an entry and 
exit point for buses, as well 
as motorists utilizing Park & 
Ride and Kiss & Ride facilities.  
Sidewalks are present along both 
sides of the street from Auth Road 
to the Metrorail station, and along 
one side of the street along the 
southern perimeter of the Park & 
Ride lot.  

Residential Streets
Residential streets in the area 
surrounding the Metrorail station 
are generally 1- to 2-lane roads 
without sidewalks.
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Station Facilities and Operations

Figure 5: Station Facilities

Branch Avenue Station Access and Joint Development Study

Station Facilities
The following facilities are located on the approximately 60-acres of 

Metro-owned land:
Map 
ID

Facility Description Location

1 Park & Ride 3,072 surface spaces in three lots with sepa-
rate entrances

a.  North Parking Lot (7 acres)
b.  South Parking Lot (7 acres)
c.  East Parking Lot (5 acres)

461 reserved spaces of which 431 are leased
61 handicap parking spaces

Three separate 
lots on the north 
and south sides of 
the rail tracks

2 Long-term 
Metered Lot 
(“Lot A”)

60 12-hour metered spaces West of station 
entrance

3 Kiss & Ride a.  Dedicated pick-up/drop-off lane 
b.  150 7-hour metered parking spaces

South of station 
entrance

4 Bus Facilities Fourteen bus bays with shelter and bench
Bus layover lane

South of station 
entrance

5 Taxi Stand Dedicated pick-up/drop-off lane – same as 
Kiss & Ride

South of station 
entrance

6 Bicycle 
Parking

10 bicycle racks
24 bicycle lockers

South of station 
entrance

7 Motorcycle 
Parking

Unstriped curbside spaces South of station 
entrance

8 Metro Build-
ing

Intersection of rail 
tracks and Auth 
WaySource: Metro
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Figure 6: Ridership by Mode
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Existing Ridership

The station accommodates 
approximately 13,000 boardings 
daily, and is noted for its tendency 
towards “peaking,” or having a 
high portion of its daily ridership 
use the station during peak hours.  
Table 1 shows the distribution of 
ridership throughout a typical 
weekday.

The 2007 Metrorail Ridership 
Survey mode of access data, 
shown in Figure 6, indicates that 
70% of station passengers access 
the station using a personal 
vehicle.  The next highest mode 
of access is Kiss & Ride, at 12%.  
Other modes of access include 
Metrobus (7%), walking (7%), 
carpool (2%), Prince George’s 
County TheBus (2%), and taxi 
(less than 1%).

Site Circulation

The Branch Avenue Metrorail 
station facilities are divided into 
two sections north and south 
of the Metrorail station and 
platform.  Access to the station 
facilities are from Auth Way, 
Auth Road and Old Soper Road 
via six vehicular entry points, 
four of which are reserved for 
Park & Ride access.  The two 
access points to the station that 
do not require entrance through a 
faregate include:

• Auth Way, which provides 
access to the long-term 
surface metered-parking lot

• Auth Road / Old Soper Road, 
which is the only access point 
for buses and vehicles who 
wish to perform Kiss & Ride 
operations, including pick-up/
drop-off, queuing at the taxi 

stand, and short-term metered 
parking.  

Most of these vehicular access 
points are also utilized by 
pedestrians and bicyclists.  
Figure 7 illustrates some of the 
conflict points that result from the 
site circulation.  These conflicts 
will be described in further detail 

Figure 7: Station Circulation and Potential Conflicts

Table 1: May 2009 Weekday Boardings

Entry Exit

AM Peak 5,170 248

AM Off-Peak 568 146

PM Peak 390 4,318

PM Off-Peak 532 1,834

Daily Total 6,600 6,546

Source: Metro

Source: Metro

Auth Way

Aut
h 

Ro
ad
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Figure 9: Station Access Hierarchy

in the following pages. 

Figures 8 and 9 illustrate Metro’s 
station access hierarchy and 
allowable walking distances, 
which were used to evaluate 
Branch Avenue’s station access. 

Pedestrian Access and 
Circulation

Because of the station’s proximity 
to commercial, institutional and 
residential uses, approximately 
7% of the station passengers 
access the station on foot.  
Pedestrians arrive at the 
station either from Auth Way 
or Auth Road.  The following 

are the primary paths used by 
pedestrians to access the station:

Auth Way
Auth Way provides access for 
pedestrians going to and from 
the commercial and institutional 
uses along Auth Way, Auth Place, 
Brittania Way and Branch Avenue.  
Auth Way is also the access point 
to the station for residents of the 
relatively new developments 
northeast of the Metrorail station, 
including the Chelsea West and 
Metro Place developments.  

While sidewalks are generally 
available along both sides Auth 
Way, they are narrow, poorly lit, 
and do not have any buffers from 
adjacent traffic.1   There are some 
areas where the sidewalks end 
abruptly, forcing pedestrians to 
either cross the street or to walk 
on unpaved surfaces.  In addition, 
crosswalks do not exist near the 
station entrance points to allow 
pedestrians to safely cross over 
the four lanes of traffic from the 
north side of Auth Way.  

Once on Metro property, paths to 

1 The exception is the sidewalk along the 
Metro Place frontage, which was renovated 
with special paving and widened as part of 
the townhouse and apartment construction.

Figure 8: Allowable Walking Distances of Station Facilities from Station Entrance

the Metrorail station entrance are 
often indirect and often conflict 
with vehicles.  Pedestrians coming 
from the residential developments 
to the northeast often walk 
through the vehicle faregates 
for the Park & Ride; pedestrians 
coming from the commercial 
and institutional areas often cut 
through the poorly-lit long-term 
metered parking lot (“Lot A”). 

Auth Road / Old Soper Road
Auth Road provides access to 
the station via Old Soper Road 
for residents living in the single-
family neighborhood south of 
the station.  It is also used by 
pedestrians coming from the 
commercial areas further west 
along Auth Road, as well as from 
Auth Place.  
Sidewalks are generally available 
on both sides of the road.  At the 
intersection of Auth Way and Old 
Soper Road, a traffic circle with 
special paved crosswalks directs 
pedestrians to the station in what 
is perceived to be a longer and 
more indirect route than a typical 
four-way intersection.

Capital Gateway Drive
Capital Gateway Drive begins at 
the intersection of Old Soper Road 
and Auth Road.  It turns into Auth 

Source: Metro

Source: Metro
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Way and is the address for the 
new Chelsea West development 
and the Metro Maintenance 
Yard.  Sidewalks with a grass 
buffer from the road are available 
primarily only in front of the 
Chelsea West development, 
the Metro Maintenance Yard, 
and for a short stretch running 
along the northern Park & Ride 
lot.  Crosswalks do not exist to 
provide Metro employees with a 
safe designated crossing from the 
Maintenance Yard to the Metrorail 
Station.

Station Site
Because the Metrorail station 
entrance is located at the center of 
surface parking lots, pedestrians 
tend to access the station entrance 
from all directions.  From the Park 
& Ride, the parking configuration 
generally encourages pedestrians 
to follow the sidewalks located 
along the parking lots.  However, 
due to the expansive surface 
lots, many pedestrians are still 
prone to cut through the Park & 
Ride, bus access road and Kiss & 
Ride where possible to take the 
most direct route to the station 
entrance.  

A sidewalk to the north of the 
station that runs parallel with the 
rail tracks provides continuous 
access between Auth Way and 
Capital Gateway Drive, and is 
used primarily by Park & Ride 
passengers and pedestrians 
arriving from the residential 
developments to the north.  This 
sidewalk also provides access to 
the Metro service building located 
at the intersection of Auth Way 
and the rail tracks.  In front of 
the Metro building, the poorly 
lit sidewalk is bound on one side 
by the windowless building and 
on the other side by rail track 
fencing, creating some safety 

concerns for pedestrians due to 
poor visibility.  

Overview of Pedestrian Issues
While sidewalks or pathways 
are generally available, many are 
not pedestrian friendly due to a 
variety of factors, including:
• Narrow sidewalks (as little as 

3 – 4’ in some instances) often 
in fair to poor condition

• Gaps in the sidewalk system 
both on- and off-site

• Lack of crosswalks in 
appropriate locations around 
the station site

• Designated routes on-site 
that are lengthy and indirect, 
encouraging pedestrians to 
cut through the surface lots

• Sidewalks adjacent to or close 
to the curb of busy streets

• Vehicles traveling at unsafe 
speeds

• Lack of pedestrian amenities, 
such as urban street lighting, 
landscaped buffers and street 
trees

• Major thoroughfares, 
including the Capital Beltway, 
Branch Avenue and Suitland 
Parkway, that serve as barriers 
for pedestrians originating 
from communities directly 
outside of the ½ mile radius of 
the station

Pedestrian Improvements
On-site pedestrian improvements 
should focus on creating a 
safe and well-lit pedestrian 
environment with as many direct 
paths to pedestrian destinations 
as possible.  Sidewalks should 
in general be constructed or 
widened to be at least six feet 
in width and have lighting at 
sufficient intervals.  Landscaped 
buffers between sidewalks 
and roadways should also be 
provided for pedestrian safety 
and environmental benefits.  

18 Section 3
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These paths include sidewalks 
along either side of Old Soper 
Road extended to create a direct 
path for pedestrians coming from 
both Auth Road and Auth Way to 
access the station entrance.
  
Sidewalk along the northern 
edge of the north parking lot
A continuous sidewalk in the 
center of the north parking lot 
is recommended to connect to 
the Metro station.  This sidewalk 
would provide access for new 
residents and employees along 
Auth Road and Capital Gateway 
Drive. A sidewalk in this 
location would also provide the 
infrastructure to facilitate a future 
connection with the Archstone 
property located directly adjacent 
to the Metro property.  Creating 
this connection would require 
retrofitting an existing median 
between two rows of Park & Ride 
spaces to provide a continuous 
connection to the northern 
Metrorail station entrance.  The 
suggested “retrofit” includes 
creating a paved surface in the 
existing median for pedestrians 
and, if possible, including a 
canopy to protect pedestrians 
from the elements, as shown in 
Figure 10.  Appropriate signage 

would be required at the sidewalk 
to alert cars of pedestrian 
crossings in the parking lot.  

Old Soper Road
Old Soper Road as it currently 
exists has sidewalks of varying 
conditions and widths.  From 
Auth Way to the Metrorail station, 
Old Soper Road is a four foot 
wide sidewalk with a grass buffer 
on either side.  The sidewalk 
along this road is recommended 
to be widened and additional 
lighting provided to improve the 
attractiveness of this connection.  
Continuous sidewalk along the 
Tribeca frontage leading to a new 
crosswalk at the intersection of 
Old Soper Road and the Metrorail 
station access road should be 
provided to facilitate connections 
to the Tribeca development.  

Traffic Circle at Old Soper Road 
and Auth Road
The traffic circle at Old Soper 
Road and Auth Road is 
considered by a number of 
local residents and drivers to be 
confusing and relatively prone 
to conflict.  One conflict of note 
is that vehicles often do not stop 
for pedestrians at the crosswalks.  

Certain measures are suggested 
for this intersection to make 
the crosswalks more visible 
to motorists.  These measures 
include in-pavement lights along 
the outer edges of the crosswalks 
that are activated by pedestrians 
and alert drivers that they should 
stop and/or slow down.  In-
pavement lighting also improves 
visibility of pedestrians in poorly 
lit conditions. 

Off-Site Improvements
Gaps in the sidewalk system in 
the surrounding neighborhoods 
are an impediment to pedestrian 
access.  Metro should coordinate 
with Prince George’s County and 
the State Highway Administration 
(SHA) to identify opportunities 
to provide sidewalks where they 
currently do not exist and widen 
sidewalks where they are less than 
four feet wide.  Urban pedestrian 
amenities, such as effective 
street lighting, trash receptacles 
and landscaping should also be 
provided.  

Crosswalks should be provided 
at intersections or road sections 
where there is a high incidence 
of pedestrian crossings.  Streets 
where such treatment is in 
immediate need include 
addressing sidewalk gaps along:
• Both sides of Capital Gateway 

Drive (particularly between 
the Metrorail station and the 
Chelsea West development), 

• Segments on both sides of 
Auth Road, and along both 
sides of Branch Avenue

• Both sides of Auth Way close 
to Branch Avenue

Locations for recommended 
crosswalks include: 
• At the intersection of Auth 

Way and Old Soper Road 
extended (will require an Figure 10:  Example of Covered Pedestrian Walkway in Park & Ride
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extension of the existing 
median on Auth Way)

• At the intersection of Auth 
Way and the western edge of 
the Metro Place residential 
development

• Along Capital Gateway 
Drive to improve connections 
between the Metro facilities 
and maintenance yard with 
the station; 

• At the right hand turn lane 
from Auth Road eastbound to 
Auth Road southbound; and 

• At intersections along Branch 
Avenue.

The planned SHA access road 
that will connect Branch Avenue 
with Old Soper Road directly 
should similarly be evaluated at a 
minimum for adequate sidewalk 
widths, lighting and landscaped 
buffers from the roadway.  

Bicycle Access and 
Circulation

Bicycles travel to and from the 
Metrorail station site along the 
same paved paths as pedestrians.  
Currently, there are no dedicated 
bicycle trails or lanes connecting 
the station with the surrounding 
area.  Instead, bicyclists must ride 
in vehicle travel lanes or share 
the sidewalks with pedestrians.  
There are, however, three major 
trails planned for the area that 
may improve bicycle access in the 
future.  These trails include:
• An extension of the Henson 

Creek Stream Valley Trail
This partially funded trail is 
currently being designed and 
will extend the existing stream 
valley bicycle / pedestrian 
path from Temple Hill Road to 
the Branch Avenue Metrorail 
Station along Auth Way. 

• Suitland Parkway Trail
The Suitland Parkway Trail 

is a long-range proposal that 
would extend the trail along 
Suitland Parkway to provide 
a direct connection to the 
Metrorail station.

• Auth Road
There are plans for continuous 
bicycle and pedestrian 
improvements along Auth 
Road if right-of-way and 
existing development permits.

Bicycle facilities at the station 
include 10 uncovered bicycle 
racks and 24 bicycle lockers at the 
south side of the station entrance.  
Site visits and discussions with 
the station manager indicate that 
both the racks and lockers are 
seldom used.  This may be due to 
poor conditions for bicyclists.
 
Overview of Bicyclist Issues 
The existing transportation 
facilities provide little to no 
accommodation for bicyclists, 
which is reflected by the under-
utilization of the available bicycle 
racks and lockers.  Bicycle issues 
are numerous, including:
• Lack of bicycle lanes in the 

area
• Narrow sidewalk widths that 

make it difficult for bicyclists 
to share with pedestrians

• Bicycle connections in all 
directions that are poor, 
potentially unsafe, or non-
existent

• Streets with relatively high 
traffic volumes and vehicle 
speeds

• Lack of designated bicycle 
routes on Metro property

• Uncovered bicycle racks and 
lockers that are exposed to the 
elements

• No information regarding the 
bicycle lockers

• Bicycle racks and lockers that 
are set off from the station 
entrance, thus portraying an 
insecure location
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proposed access road from Branch 
Avenue to Old Soper Road.  
Planned trail improvements, such 
as new connections from Henson 
Creek and Suitland Parkway, 
should also be planned in such 
a way to ensure a seamless 
connection to the Metrorail 
station.  

Example of a multi-use path

Branch Avenue Station Access and Joint Development Study

Example of wayfinding signage to bike 
route

Bicycle Improvements
As indicated in the Existing 
Conditions section of this plan, 
there is a current lack of bicycle 
facilities at the station with the 
exception of the bicycle racks 
and bicycle lockers provided at 
the southern station entrance.  
Encouraging passengers to access 
the station by bicycle is one way 
to increase ridership without 
creating additional strain on 
parking facilities.  

On-site improvements for 
bicyclists include providing a safe, 
designated and well-signed route 
for bicyclists to access the station.  
This includes designated bicycle 
lanes on either side of Old Soper 
Road and potential Old Soper 
Road extended.  Key sidewalks 
that connect Old Soper Road with 
the station entrance should be 
converted to multi-use paths that 
accommodate both pedestrians 
and bicyclists.  Minimizing 
conflicts between pedestrians and 
bicyclists on multi-use paths can 
be achieved by using physical or 
visual cues that separate the two 
modes.  

Existing and projected future 
demand in the short-term does 
not warrant additional bicycle 
racks or lockers; however, both 
facilities should be covered and 
the need for additional racks and/
or lockers re-evaluated as the area 
continues to build out and bicycle 
paths and lanes become more 
prevalent in the surrounding area.  

Off-Site Improvements
Metro should coordinate with 
Prince George’s County and 
the Maryland State Highway 
Administration (SHA) to 
include on-road bicycle lanes 
in future road improvements 
and constructions, including the 

Bus Access and 
Circulation

The Branch Avenue Metrorail 
station is served by Metro’s 
Metrobus and Prince George’s 
County’s TheBus via a total of six 
bus routes (Figure 11).  During the 
AM peak hour, a total of 19 buses 
pass through the station.   Bus 
service is accommodated by 14 
bus bays located around the bus 
access road, each with a shelter 
and bench.  The Metrorail Station 
Access and Capacity Study (2007) 
indicates that a total of three bus 

bays are recommended for the 
Branch Avenue Metrorail station.  
An additional bus bay should be 
reserved for future potential bus 
rapid transit (BRT) service to and 
from Maryland Route 5 (MD 5) to 
the south.  A bus layover lane is 
located along the interior edge of 
the bus loop.  

Bus access to the station is 
provided by a single entrance 
from Old Soper Road that 
connects to a median-separated 
bus-only loop around the 
Kiss & Ride lot and includes a 
recirculation road that creates two 
intersections with the Kiss & Ride 
entrance and exit.

As shown in Table 2, bus bay 
capacity, calculated using the 
Metro standard of six departures 
per hour per bus bay, indicates 
that of the four in use, only one 
exceeds 33 percent capacity, and 
11 bus bays are not being utilized.

Overview of Bus Issues
Buses are well accommodated 
at the station, with a separate 
bus loop and extra bus bays.  
However, there are a few potential 
conflict points, including:
• The bus recirculation road 

that crosses over the entrance 
and exit to the Kiss & Ride.  
Vehicles exiting the Kiss & 
Ride have a yield sign and 
must either allow buses to 
recirculate, or merge with bus 
traffic as they enter onto Old 
Soper Road.  

• Insufficient signage at the 
beginning of the bus access 
road indicating the separation 
between the bus only lane and 
the Kiss & Ride.
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Figure 11: Bus Routes
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Table 2: Bus Routes and Bay Capacity

Table 2: Bus Routes and Bus Bay Capacity

Source: Metro
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Bus Improvements
Bus Circulation
Bus operations currently work 
well, with more than adequate 
capacity to accommodate existing 
and planned bus service in 
the short-term.  As part of the 
overall redevelopment scheme 
envisioned with an extension of 
Old Soper Road, the concept plan 
recommends reconfiguring the 
exit of the bus-only access road 
to connect directly to Old Soper 
Road extended and eliminating 
the existing merge with Kiss & 
Ride traffic.  This configuration 
provides additional flexibility for 
Metro should they in the future 
wish to route buses directly to 
Auth Way from the Metrorail 
station.  The entrance to the bus 
access road will largely remain the 
same, although additional signage 
should be provided to highlight 
the separate entrances for buses 
and for Kiss & Ride vehicles.  

Bus Bays
The bus bay capacity analysis 
indicated that the 14 existing bus 
bays are highly underutilized. 
Site visits have shown that the 

Figure 12: Bus Bays

bus bays (L, M and N in Figure 
12) are seldom used.  The short-
term concept plan therefore 
recommends eliminating these 
three bus bays in favor of 
providing additional short-term 
metered parking spaces.  

A continuous canopy should 
be provided over the walkway 
between bus bays and the 
Metrorail station entrance where 
possible as per Metro’s Station Site 
and Access Planning Manual.

Bus Stops
Two bus stops are located within 
the landscaped median of Old 
Soper Road in front of what 
is now known as the Tribeca 
development.  These bus stops 
serve passengers who are not 
originating from the Metrorail 
station but from local residential, 
institutional and commercial 
destinations.  Both bus stops 
should be evaluated for the 
potential to be paved to be more 
accessible, especially for persons 
in wheelchairs, and, if space is 
available, appropriate amenities 
such as a bench, bus route 

information and trash receptacle 
should be provided. 

Kiss & Ride Access and 
Circulation

The Kiss & Ride facility at the 
Branch Avenue Metrorail station 
includes 150 7-hour metered 
parking spaces and a pick-up/
drop-off lane for personal vehicles 
and taxis.  The Kiss & Ride is 
located at the south side of the 
station entrance and requires 
passengers to cross over the bus 
access road.  The Kiss & Ride has 
a single entrance and exit point 
originating from Old Soper Road.  

Short-term Metered Parking
The short-term metered parking is 
well utilized during the weekdays 
and includes 13 long-term 
metered spaces, 2 spaces reserved 
for car sharing, 5 handicap 
parking spaces, and 130 7-hour 
parking spaces.  

Pick-up/Drop-off Lane
The pick-up/drop-off lane 
is highly utilized during the 
PM peak hour and is often 
insufficient to accommodate all 
of the motorists waiting for their 
passenger(s).  Vehicles “double 
parking,” or waiting for their 
passengers in the travel lane, 
often cause delays and circulation 
problems.   

Due to the single entrance to 
the Kiss & Ride from Old Soper 
Road / Auth Road, poor signage 
from the main access roads, and 
circulation challenges at the 
pick-up/drop-off lane, many 
vehicles perform pick-up/drop-off 
functions at the curb in the long-
term metered parking lot, which 
is accessed via Auth Way.  

23Section 3



 

Branch Avenue Station Access and Joint Development Study

Overview of Kiss & Ride Issues
The Kiss & Ride appears to 
adequately accommodate short-
term parking needs; however, 
there are a few issues with access 
and circulation, including:
• A single entrance to the Kiss 

& Ride which is indirect for 
vehicles arriving from Auth 
Way

• Insufficient pick-up/drop-off 
spaces that causes circulation 
problems during the PM peak

• No designated spaces for 
private shuttles 

• Undesignated curbside pick-
up/drop-off operations in the 
long-term metered parking lot 
that indicate an unmet need

• Poor signage from Auth Way 
indicating location of Kiss & 
Ride

• Insufficient short-term 
metered parking spaces 
available to the local 
community

Kiss & Ride Improvements
The concept plan includes 
extending Old Soper Road 
through the station to connect 
Auth Road with Auth Way.  
Old Soper Road extended will 
improve pedestrian connections 
on site and will also provide 
more options for vehicles to 
access bus, Kiss & Ride and 
Park & Ride facilities from Auth 
Way.  In addition, the extended 
roadway is an important first step 
to create a foundation for a grid 
system of streets for future joint 
development.  This road extension 
will require a reconfiguration 
of some of the existing Park & 
Ride and Kiss & Ride spaces, 
and will also eliminate three bus 
bays.   A traffic analysis should 
be conducted as a next step to 
understand the impacts along 
with benefits of extending Old 
Soper Road.   

The level of service and the 
requirements of bus operations 
along Old Soper Road extended, 
as well as additional traffic 
that would be generated by an 
additional proposed access road 
from Branch Avenue, may require 
up to two road lanes in either 
direction for this extension. 

The extension of Old Soper Road 
and subsequent elimination of 
three bus bays will create space 
for an additional 71 parking 
spaces in the Kiss & Ride lot, of 
which 31 should be reserved for 
short-term metered parking (the 
remaining 40 spaces are reserved 
for long-term metered parking to 
maintain no net loss of parking 
for both Kiss & Ride and Park & 
Ride Operations). Alternatively, a 
second area for automobile pick-
up/drop-off could be provided to 
improve overall circulation during 
the AM and PM peak periods as 
shown in Figure 15.  Providing 
this area would eliminate 

approximately 20 parking spaces, 
but would provide a replacement 
for the informal pick-up/drop-off 
operations currently occurring in 

Kiss & Ride passenger drop-off

Customers walking through Kiss & 
Ride

Figure 13: Old Soper Road Extended

24 Section 3



Branch Avenue Station Access and Joint Development Study

the long-term metered parking lot.  
Such a lane would also provide 
space for private shuttles to pick 
up and drop off passengers per 
Metro’s Kiss & Ride standards.  
However this would need to 
be considered in light of the 
recommendation to gate the long-
term metered lot.

As with the current Kiss & Ride, 
there is only one exit for vehicles 
from the lot.  The proposed exit 
feeds into the intersection of Old 
Soper Road and the proposed 
SHA access road from Branch 
Avenue.  During peak times, this 
exit may experience periodic 

congestion.   It is envisioned 
that this intersection may be 
configured as a signal controlled 
intersection or as a round 
about.  Should congestion be 
demonstrated during the traffic 
analysis, an additional exit should 
be analyzed from the Kiss and 
Ride lot that would take vehicles 
directly onto the Old Soper Road 
extension headed towards Auth 
Way.

Figure 14: Extension Impact on Kiss & Ride and Park & Ride

Park & Ride Access and 
Circulation

The Park & Ride at the Branch 
Avenue station consist of four 
surface parking lots that together 
provide a total of 3,072 spaces.  
These parking lots include:
•	 North Lot

1075 space lot to the north of 
the Metrorail tracks with a 
Park & Ride faregate entrance 
and exit from Auth Way and 
Auth Road.  

•	 South Lot
1260 space lot to the south 
of the Metrorail tracks with 
a Park & Ride entrance and 
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North Park & Ride lot

Entrance to Park & Ride

Reserved spaces during AM peak

exit from Old Soper Road and 
Auth Way

•	 East Lot
737 space lot to the south of 
the Metrorail tracks with a 
Park & Ride entrance and 
exist from Capital Gateway 
Drive

•	 “Lot A”  
60 space lot to the south of 
the Metrorail tracks.  The 
parking spaces are long-term 
(12 hour) metered parking 
spaces that have been striped 
generously with wide vehicle 
lanes originally designed to 
accommodate buses.  

The Park & Ride facility is 
generally full by 7:30 a.m., with 
the exception of a number of the 
461 reserved parking spaces, 
which are available for a monthly 
fee of $55 and are released to 
all motorists after 10:30 a.m. 
each day.  According to Metro’s 
December 2008 data, the Branch 
Avenue Metrorail station has an 
average parking utilization rate 
of 102% (including turnover of 
spaces) on a typical weekday.  
This means that between 10:30 
a.m. and the time the Metrorail 
station closes Metro collects 
parking revenue for 102% of the 
parking spaces. Motorists who 
are unable to find a parking space 
tend to try to find parking at the 
Suitland Metrorail station, located 
approximately four miles to the 
northwest.  
 
Overview of Park & Ride Issues
While vehicular access to and 
from the Park & Ride does not 
appear to have any significant 
conflicts, there are still a few 
challenges to address, including:
• Insufficient number of 

parking spaces to meet 
existing demand, which:
• Reduces the number of 

passengers that the station 
can ultimately service

• Encourages the majority 
of passengers to arrive 
at the station before 7:30 
a.m. to find a parking 
space and increasing the 
station’s “peaking” 

• Increased potential for conflict 
due to the lengthy distances 
that many pedestrians must 
walk from their parking space 
to the station entrance, often 
through travel lanes and in 
poor lighting.

• During the PM peak, the 
confluence of private and 
transit vehicles exiting the 

Metrorail station to Auth 
Road often creates congestion 
along Auth Road.

Park & Ride Improvements
The existing Park & Ride 
operations are recommended 
to remain largely the same as 
currently, as it is not possible to be 
able to gain more land for surface 
parking without compromising 
other modes of access that rank 
higher on Metro’s Mode of Access 
hierarchy.  

There are two primary changes 
that the short-term concept plan 
would create for the Park & Ride 
operations.  The existing long-
term metered parking lot (“Lot 
A”) is recommended to be more 
efficiently striped to gain an 
additional 177 parking spaces.  
This lot is recommended for 
conversion to a standard Park & 
Ride facility with faregates and 
requiring a SmarTrip card for 
payment.  

The south parking lot would also 
be reconfigured as a result of an 
extension of Old Soper Road.  This 
road extension would eliminate 
216 spaces in the south lot but 
create room for additional parking 
spaces in Lot A as described in the 
preceding paragraph.  

The existing Kiss & Ride surface 
lot will gain 71 parking spaces 
from the extension of Old Soper 
Road because of the bus bay 
reconfiguration.  This concept 
plan recommends that 40 of these 
spaces will be reserved for 12-
hour metered spaces to ensure 
no net loss of long-term parking 
spaces. 

Figure 15 illustrates the 
recommended improvements 
associated with the short-term 
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Figure 15: Recommended Access Improvements
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Escalator from platform to mezzanine

Fare vendors 

Passengers exiting faregates during the 
PM rush

system, according to the 2007 
Station Access & Capacity Study.  
It is estimated that there will be 
an 83.5% increase in household 
growth between 2005 and 2030, 
a 234% growth in jobs and an 
18.3% increase in Metrorail 
ridership.   This forecasted 
growth will require some station 
improvements to accommodate 
more passengers where possible 
and to encourage the mode of 
access to conform more evenly to 
Metro’s mode of access hierarchy.  
This section details some of the 
station site and access needs that 
are recommended to meet these 
objectives.  These site and access 
needs were determined through 
discussions with Metro, with the 
surrounding community through 
a series of public workshops, and 
with the aid of Metro’s Station 
Site and Access Planning Manual 
(SSAPM).  

With ridership projected to 
grow by 18.3% by 2030, station 
boardings are estimated to be 
approximately 15,000 passengers 
on an average weekday.  It is 
however anticipated that the 
mode of access split will skew 
more towards pedestrians and 
bicyclists in the future, assuming 
that development surrounding 
the station continues to intensify 
and an improved pedestrian 
and bicycling environment is 
established in the surrounding 
area.  Kiss & Ride and Park & 
Ride facilities will continue to be 
in high demand; however, Metro 
must also factor in the limited 
amount of land to accommodate 
the forecasted demand.  Metro’s 
land is already currently very 
near capacity to accommodate 
surface parking and parking 
garages would be required as part 
of future joint development to 
accommodate the current parking 

Future Access Needs

The half mile of land surrounding 
the Branch Avenue Metrorail 
station is forecasted to have some 
of the highest rates of increase in 
housing and jobs in the Metrorail 

concept plan for the Branch 
Avenue Metrorail station 
including enhancements to 
the pedestrian and bicycle 
environment, changes to the bus 
and Kiss & Ride circulation to 
minimize conflicts and changes to 
the parking lots to accommodate 
extending Old Soper Road. 

Station Circulation and 
Capacity

Station circulation and capacity 
was determined through visual 
assessments during station peak 

hours to determine how well the 
station’s interior facilities are able 
to support Metrorail passengers.

The following facilities for fare 
vending are located within the 
station:
• 9 fare gates (1 ADA accessible)
• 7 fare vendors
• 2 SmarTrip machines

Vertical circulation elements in the 
station provide access between 
the mezzanine and the train 
platform located one level below 
the mezzanine.  These elements 
include:
• One elevator 
• One pair of escalators 
• One set of stairs

According to visual observation, 
the station’s faregates and vertical 
circulation have some difficulty 
efficiently managing the number 
of passengers that pass through 
the station during peak hours 
and during special events, such 
as baseball and football games.  
Relatively lengthy queues at the 
escalator and the faregates to 
exit the station are particularly 
prevalent during the PM peak 
hour.  

In addition, a single elevator 
may be insufficient to support 
the station’s ridership.  Should 
the elevator be out of service for 
maintenance or repair, passengers 
requiring an elevator would need 
to travel via train back to the 
Suitland Metrorail station and be 
picked up by a Metro shuttle bus. 
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ITEM UNITS UNIT TYPE TOTAL COST
Old Soper Road Extended 0.2 Mile $2,000,000
Lot A Reconfiguration

Faregates 2 Each $30,000
Meter removal 60 Each $9,000

Traffic Circle Improvements
In-pavement Lighting 4 Each $32,000
Public Art 1 Each $100,000
Landscaping 0.13 Acre $7,280

Sidewalk 15,000 SF $450,000
Lighting 50 Each $125,000
Two-way Multi-use Path 16,000 SF $1,200,000
Crosswalks (Concrete Paver) 10 Each $200,000
Bus Stop Improvements $0

Bench 2 Each $1,260
Paving 24 SF $720

Continuous Canopy for Bus Bays 7,200 SF $468,000
Wayfinding 1 Each $50,000
TOTAL $4,673,260

* Pedestrian canopies for north parking lot walkway anticipated to be designed and funded by the 
developer, as per approved development site plan.
** The cost estimates include all construction and design costs related to project development. These are 
preliminary cost estimates that are to be considered order of magnitude in scope and accuracy. The costs 
include a contingency factor of 40% for most items. 
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Table 3: Infrastructure Improvements and Order of Magnitude Cost Estimates

demand.

To accommodate the Kiss & 
Ride, the Station Site and Access 
Planning Manual recommends 
providing the number of spaces 
as allocated in Table 4.  The table 
indicates that more Kiss & Ride 
spaces are provided than are 
required; however, community 
input has indicated a desire to 
keep the existing spaces as a 
community amenity.  The need 
for these spaces should be re-
evaluated upon improvements to 
pedestrian and bicycle access to 
the station and joint development, 
as both measures should improve 
options for local residents to 

access the station by methods 
other than personal vehicle.  Table 
4 does indicate that there is an 
existing deficiency in the number 
of pick-up/drop-off spaces, taxi 
queue spaces, driver attended 
spaces, and shuttle spaces.  

Future improvements to 
station site and access that are 
recommended to meet existing 
and growing ridership include:
• Supporting an improved 

pedestrian environment, 
including: 
• Encouraging safety 

measures for pedestrians, 
such as urban lighting 
and street tree/landscape 

buffers from the 
roadways; 

• Filling in the existing 
sidewalk and crosswalk 
gaps around the 
station area to improve 
pedestrian access, 
including to residential 
areas west of Branch 
Avenue and south of the 
Capital Beltway; and

• Calming traffic on Auth 
Way and Auth Road

• Providing more direct 
pedestrian routes on 
Metro property to improve 
pedestrian access and reduce 
potential conflicts with 
motorists
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Table 4: Kiss & Ride Standard Spaces Required

Source: PB

• Further evaluation of the 
need for additional vertical 
circulation elements and 
faregates within the station

• Providing improved facilities 
for bicyclists, including 
coordinating with local plans 
to improve bicycle trails and 
lanes and connect them to 
regional trails, providing 
designated bike routes for 
bicyclists at the station, and 
ensuring covered and secure 
bicycle storage.

• Improving the Kiss & Ride 
pick-up/drop-off circulation

• Further evaluation of methods 
to better meet or reduce 
short- and long-term parking 
demand

• Evaluating ways to minimize 
conflicts at the traffic circle at 
the intersection of Auth Road 
and Old Soper Road

• Addressing traffic congestion 
originating from the Metrorail 
station on Auth Road

• Providing reliable bus service 
to Andrews Air Force Base 

• Providing more wayfinding 
signage around the station to 
improve circulation 

• Providing space at the 
Metrorail station in the future 
to accommodate the potential 
new transitway alignment 
MTA is evaluating along 
the MD Route 5 corridor 
from White Plains to Branch 
Avenue.

In addition, local plans for the 
road facilities should be taken into 
account for the station design.  
These plans include: 
• Maryland State Highway 

Administration (SHA) is 
planning the construction of a 
new four lane access road that 
provides a direct connection 
from Branch Avenue to Old 
Soper Road at the Metrorail 

station.  This road will follow 
an alignment that runs 
between and roughly parallels 
Auth Road and Auth Way.  

• The SHA is also proposing 
a pedestrian bridge across 
Branch Avenue to facilitate 
connections for residents 
who live to the west of 
Branch Avenue.  Should this 
pedestrian bridge be funded 
and constructed, there will 
be an increased need to 
provide safe and attractive 
sidewalks and bike paths from 
the pedestrian bridge to the 
Metrorail station. 
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Development Context

Some of the projected increase 
in household growth within a 
½ mile of the station is already 
occurring.  Such growth is 
reflected in new developments 
that are adjacent to the Metrorail 
station and are denser and more 
urban in character than that of 
the surrounding neighborhoods.  
These developments include:

Town Center at Camp Springs  
Archstone, also known as Town 
Center at Camp Springs, was 
approved in June 2008 for 801 

   
Joint Development Planning and 
Conceptual Design

apartments and 65,359 SF of retail 
space, as shown in Figure 16.  Site 
plans are currently under review.

Access issues:  The approved 
Detailed Site Plan (DSP) includes 
sidewalks along Auth Way as a 
means to provide access to the 
Metrorail station and will increase 
the importance of creating a safe 
walking path from Auth Way to 
the northern station entrance.  The 
DSP approval also requires that 
Archstone plan and fund two 
direct walking paths from the 
Archstone development through 
Metro’s north parking lots to the 
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Figure 16: Archstone Contextual Site Plan
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northern station entrance.  These 
paths should be a continuation 
of the Retail and Residential 
Boulevards being planned as part 
of the development.    

Metro Place at Camp Springs  
Construction was completed in 
2006 on 400 rental units at 60 units 
an acre and 400 townhouses and 
condominiums at 20 units an acre.  
The construction consists of a mix 
of housing types, ranging from 
two-over-two townhomes to four 
story apartment buildings.  

Access issues:  Residents and 
employees at the Metro Place at 
Camp Springs must cross Capital 
Gateway Drive to access the 
Metrorail station.  While there are 
improved sidewalks in front of 
the development, there remains 
a need for a crosswalk to safely 
cross Capital Gateway Drive and 
an identifiable and direct path 
on Metro property to access the 
station entrance.

Tribeca at Camp Springs  
Tribeca at Camp Springs is located 
at the northeast corner of the 
intersection of Auth Road and Old 
Soper Road.  Construction was 
completed in April 2008 on this 
282-unit one- to three-bedroom 
condominium community.  An 
additional 21,401 SF of retail space 
has been approved.  

Access issues:  There remains 
a need for crosswalks and 
designated walking paths / 
sidewalks between the Tribeca 
development and the station 
entrance.

Alta Branch (Chelsea West and 
East) at Camp Springs  
Alta Branch has been approved 
for 504 multi-family units, 50,398 
square feet off retail and 67,655 

square feet of office space.  Phase 
I of this development (Chelsea 
West) is scheduled for completion 
in 2008 and consists of 252 
condominiums, 30,000 SF of 
office space and 20,000 SF of retail 
space.  Construction on Phase II 
has not yet started.   

Access issues:  The Chelsea West 
(currently under construction) 
and Chelsea East (planned) 
developments will require 
designated walking paths / 
sidewalks to the Metrorail station 
along Auth Way and Auth 
Road/Capital Gateway Drive.  
Both developments should be 
coordinated with the planned 
Town Center at Camp Springs 
(Archstone) to create direct 
pedestrian access to and from 
the Metrorail station through the 
Archstone property.

A total increase of 3,000 jobs is 
anticipated from Andrews Air 
Force Base (located approximately 
2 miles east of the station), 
including an addition of 800 
military jobs by 2011 due to 
the 2005 Base Realignment 
and Closure Act (BRAC).  This 
increase is in addition to the 
existing 22,000 employees who 
already work at the Air Force 
Base.    
Access Issues:  The Branch 
Avenue station is one of two 
Metrorail stations (the other 
being the Suitland Metrorail 
station) that services Andrews 
Air Force Base (AFB).  The K12 
bus runs between Branch Avenue 
and the AFB’s Main Entrance 
at approximately 30 minute 
intervals during the AM and 
PM peak periods.  Reliable bus 
service was an issue raised at the 
community workshop and will be 
an important factor in capturing 
more ridership from the Air Force 
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Base.  Improved bicycle facilities 
along Auth Road and Allentown 
Road should be explored to 
provide convenient bicycle access 
in addition to bus service.   

Metro Joint 
Development

Metro’s 33 acres of land at 
the Metrorail station are an 
opportunity to foster joint 
development that will add to the 
value of Metro’s property, increase 
ridership and provide value to 
the surrounding community and 
Metro passengers.  However, the 
ultimate concept plan for joint 
development on the station site 
is guided by a number of factors.  
These factors are explored further 
in this section, and include 
stakeholder input and an analysis 
of opportunities and constraints 
that serve as a critical foundation 
for creating a realistic and 
implementable plan.

Opportunities and Constraints
Metro owns 99 acres of land 
within an approximately half mile 
radius of the station.  However, 
only 33 acres directly adjacent 
to the station are considered 
for development in this plan, 
which excludes the following 
properties that are not available 
for development: 
• A Metro maintenance yard 

that serves an essential 
function;

• Two parcels of land on 
either side of the Metrorail 
tracks that contain land that 
is regulated under Prince 
George’s County’s Green 
Infrastructure Network; and

• Two parcels of land that 
are classified by Prince 
George’s County as “outlots,” 
indicating that they are 
currently not developable.  
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Metro’s Property
The Branch Avenue Metrorail 
station is situated in an 
advantageous location located 
just inside the Capital Beltway, 
approximately three miles from 
Washington, DC.  Metro’s 33 acres 
surrounding the Metrorail station 
are currently occupied primarily 
by surface parking lots and bus 
facilities.  The rail tracks divide 
the property into essentially two 
parcels connected through the 
Metrorail station. 

The influx of mixed-use, relatively 
urban development that is 
occurring within a quarter- to 
half-mile from the station speaks 
to the increasing importance 
of transit within the region.  In 
addition to supplementing 
the existing residential and 
retail development, Metro can 
leverage its property’s location 
and proximity to new high-end 
construction to support mixed-
use transit-oriented development 
and be a focal point for the area’s 
existing and new residents, 
employees and visitors.  

However, despite the potential 
joint development, essential 
transit functions still need to 
be accommodated. Future 
demand for parking will likely 
continue to outstrip the amount 
of land available to provide both 
parking and joint development. 
The Branch Avenue station is 
a terminus station that is used 
primarily by commuters who 
have come to rely on their ability 
to Park & Ride at this station. 
Local residents, in part due to 
access challenges for pedestrians 
and bicyclists, desire to maintain 
or increase short-term parking 
facilities. This study assumes 
that at a minimum the parking 
is replaced one for one. In fact 

the long term concept plan 
includes the potential to increase 
the Metro parking to over 5,000 
spaces. However, the amount of 
replacement parking should be 
reassessed as joint development 
is advanced at Branch Avenue, 
taking into account the number of 
new transit riders gained from the 
joint development and whether 
commuters using the Park & Ride 
can be accommodated through 
other more sustainable modes, 
such as improved pedestrian and 
bicycle facilities for customers 
living nearby and new bus 
service for customers commuting 
farther distances. In addition, 
bus operations need to be 
integrated into the development 
and streets on which buses will 
travel need to be designed with 
sufficient width and turning 
radii. The requirements to create 
a successful transit-oriented 
development through joint 
development can sometimes be 
at odds with the design required 
to meet Metro’s standard transit 
facilities. These inconsistencies 
will need to be reconciled through 
the site design process as a factor 
of how the area continues to grow 
(e.g., the need and/or desire to 
create a more “urban” station 
instead of maintaining a more 
“suburban” station)

Stakeholder Input
Stakeholder input was gathered 
during two public workshops 
and a public meeting and in 
discussions with Prince George’s 
County agency representatives.  
During the public workshops, 
local community members 
and Metro passengers voiced 
their concerns and desires for 
development and station access 
improvements.  They also 
provided specific thoughts on 
what they would and would 

not want to see at the station 
in a general forum and in table 
exercises.  

During these workshops, there 
was general consensus that 
joint development is a unique 
opportunity to provide many 
of the services – such as a post 
office, library, senior housing, 
police facilities and health care 
facilities – that local residents 
feel are currently lacking in their 
community.  There was also a 
desire for high end mixed-use 
development that incorporates 
retail, services, Class A office 
space, entertainment, residential 
and civic land uses.  It was 
emphasized that office and 
commercial space and other land 
uses that provide quality jobs are 
of particular importance.  

There were questions raised about 
how to meet the demand for 
parking; workshop participants 
felt that the Park & Ride is a local 
and regional asset and wanted to 
make sure that it continues to be 
provided and is shared between 
both commuters and local 
residents.

Desired access improvements are 
reflected in the previous section 
(Station Site and Access Needs), 
and focused on how to improve 
safety and security in the area 
and facilitate connectivity by 
providing continuous sidewalks 
and paths for pedestrians and 
bicyclists.  Additional evaluation 
of how to improve local 
connectivity by increasing bus 
service and short-term parking 
facilities was also desired. 
  
Desired Land Uses
• Government agency
• Civic use (community center)
• Community park
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• Spa
• Satellite police station
• Library
• Health care / medical facility
• Service-oriented businesses 

(e.g., post office, dry cleaners, 
bank, beauty salon, etc.)

• High end condominiums, 
townhouses and apartments

• Grocery store
• Offices (medical / 

government)
• Retail opportunities
• Senior center / senior housing
• Pubs
• White-tablecloth restaurants
• Drug store
• Transit store
• Theater

Development Concept

This concept plan recommends 
creating a grid system of streets 
that supports multi-level 
mixed-use buildings providing 
opportunities to live, work and 
play, as shown in Figure 17.  
Metro facilities, such as Park & 
Ride and Kiss & Ride, should 
be integrated into the overall 

development to allow for an 
urban environment that is a 
destination instead of being a 
“pass through” point.  

The concept plan recommends 
eight new blocks of development 
centered around the Metrorail 
station.  The Vision Plan 
recommends focusing these 
blocks in a grid pattern, as well 
as creating a new access road for 
pedestrians and vehicles across 
the rail tracks, oriented in a way to 
improve connectivity throughout 
the joint development site, as well 
as to and from the surrounding 
communities and businesses.  

The concept plan envisions a park 
at the north station entrance as a 
focal point for activity providing 
an opportunity for passive 
and active recreation for the 
surrounding community.  This 
park has been envisioned with 
a building frontage along one 
edge to help activate the park 
with retail and/or civic uses. A 
smaller park at the south station 
entrance creates community space 

Figure 17: Sketch Level Concept of Joint Development

3-D View of Station Facilities

3-D View of Mixed Use Office 
Development

3-D View of Metro Tracks and 
Overpass

3-D View of Development Concept
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for passive recreation and is also 
meant to be an attractive waiting 
area for Kiss & Ride operations.  

It should be noted that this 
is a concept plan, which lays 
out the components desired in 
development of the land.  It is not 
required that future proposals 
for development contrive a site 
plan that strictly follows this 
layout.  The concept is intended to 
provide insight for a development 
site plan and as such, should not 
be analyzed or critiqued as a site 
plan.

Integrating Metro 
Facilities 

The station concept plan 
creates the option of providing 
replacement parking for all 
of the existing Park & Ride 
spaces.  Due to space constraints, 
parking will need to be provided 
in new structures in order to 

Figure 18:  Recommended Land Use and Transportation Network

accommodate replacement 
parking in addition to joint 
development.  This concept 
plan recommends two parking 
structures located on the north 
and south sides of the tracks that 
provide a total of 5,145 parking 
spaces.   Both parking structures 
are located within 1500 feet of 
the Metrorail station entrance per 
Metro standards.  The proposed 
development will provide for 
a safe and pleasant walking 
experience from the garages to the 
station.  The proposed structure 
south of the station provides 
parking at a closer distance than 
many spaces in the existing Metro 
parking lots.

Kiss & Ride pick-up/drop-off 
operations are designated to 
take place along both the south 
station entrance, as well as Old 
Soper Road extended, to allow 
for easy circulation in and 
out of the station site.  Kiss & 

Ride space allocation should 
be provided as per Table 4 and 
allow for pick-up/drop-off 
spaces for personal vehicles, 
spaces for private shuttles, and a 
taxi stand.  Short-term metered 
spaces, should it be determined 
that they need to be replaced one 
for one, are recommended to be 
accommodated in the first floor of 
the Metro parking structure on the 
north side of the Metrorail tracks.  

In the joint development scheme, 
bus operations will occur at a 
designated bus-only area on the 
north side of the tracks.  Locating 
the bus waiting area slightly away 
from the station entrance will help 
to create improved pedestrian 
and bicycle access to the station 
and minimize conflicts between 
buses and other modes of access.  
Bus bays for para transit vehicles 
could be located in front of the 
station.  The sketch concept 
provides space for 18 bus bays 

3-D View of Station Facilities
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and a continuous canopy from the 
bus area to the station entrance.  
Bus recirculation is anticipated to 
occur for buses traveling in both 
directions via the proposed street 
grid pattern.   

Traffic studies should be 
conducted on any future 
development plans to ensure 
even flow of traffic.  This concept 
plan does not allow for detailed 
analysis but rather serves as a 
guide for development patterns.

Pedestrian Improvements
Providing convenient and 
attractive pedestrian connections 
from the surrounding community 
to the Metrorail station is a 
primary objective that should 
be achieved through the joint 

development process.  The 
proposed grid of streets is meant 
to provide direct routes for 
pedestrians, and ground floor 
retail with minimal setback from 
the sidewalk is recommended for 
primary pedestrian corridors to 
create a more active streetscape, 
while also creating additional foot 
traffic for retail businesses.  

Other pedestrian amenities, such 
as wide sidewalks with attractive 
landscaping, and street furniture 
such as urban lighting, benches, 
shade trees and public art, should 
be provided throughout the site 
to further create a well-defined 
pedestrian realm.    

Bicycle Improvements
Bicycles should be accommodated 

on site with on-road bicycle lanes 
throughout the street network.  
Covered bicycle racks and lockers 
on both the north and south sides 
of the station should be provided.  

Table 5 shows order of magnitude 
cost estimates of the above 
Metro-related station area 
improvements.

Figure 19:  Metro Facilities
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ITEM UNITS UNIT TYPE TOTAL COST
New Roadways 0.75 Mile $7,500,000

2 lane / median separated
Sidewalk

Bridge across rail tracks 100 Feet $8,000,000
Intersection Improvements 6 Each $300,000
Bus Shelters 9 Each $777,000
Continuous Bus Canopy 1,800 Sq. Ft. $520,000
North Park 2.7 Acres $2,810,000
South Park 0.8 Acres $240,000
Structured Metro Parking (North) 3,289 @ $29,000 per space* Spaces $95,381,000
Structured Metro Parking (South) 1,856 @ $29,000 per space* Spaces $53,824,000
Metro Track Fencing 1,150 Ft $345,000
TOTAL $169,697,000

*   Assumes 116 spaces per acre.
** The cost estimates include all construction and design costs related to project development. These are 
preliminary cost estimates that are to be considered as order of magnitude in scope and accuracy. The 
costs include a contingency factor of 30% for most items.

Table 5: Infrastructure Improvements and Order of Magnitude Cost Estimate (Metro Improvements Only)

41Section 4





 

Appendix

 Market Overview

 

     

 Branch Avenue Station Access
 and Joint Development Study

Section 5



 

Branch Avenue Station Access and Joint Development Study

44 Section 5



   
Appendix: Market Overview
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It is important to note that while 
the market work was being 
undertaken,the U.S. economy 
was slowing at a dramatic rate. 
Further, credit and mortgage 
markets rapidly constricted, 
having a profound effect on real 
estate markets. Nonetheless, 
the market analysis examined 
pre-recession growth, absorption, 
and capture patterns and assumed 
a return to relative normalcy in 
the near future.

Demographic Trends 
and Projections

The following section reviews 
the relevant economic and 
demographic characteristics 
currently and in the near term 
that may affect the demand for 
various types of real estate in 
the area surrounding the Branch 
Avenue Metro station. The half-
mile radius surrounding the 
Branch Avenue Metro Station is 
referred to as the Branch Avenue 
Submarket. For comparison 
throughout, we will also discuss 
the one and three-mile radiuses 
from the Metro station.

Population and Households
As illustrated in Table 1, in 2006 
there are 1,065 people living 
within one half-mile of the Branch 
Avenue Metro Station. Prince 
George’s County currently has 
856,765 residents.  There are 7,695 
people living within one mile 
of the station and 110,354 living 
within three miles.

The population of the Branch 
Avenue Submarket is expected 
to grow to 1,569 by 2011, with 
the population of Prince George’s 
County growing to 898,368. 
The numbers of residents in the 
one and three-mile radiuses are 
expected to increase between 2006 
and 2011 (to 8,656 and 113, 517, 
respectively).

Age Distribution
As Illustrated in Table 11, the 
Branch Avenue Submarket skews 
older than Prince George’s County 
overall, with lower percentages 
of residents under 44, and higher 
percentages of all age groups 45 
and older. The one and three-mile 
radiuses reflect a distribution 
similar to that of the County 

Table 11: Age Distribution by Area, 2006-2011
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overall.

As seen in Table 12, while Prince 
George’s County is expecting 
slow growth or decreases in most 
age groups, the Submarket will 
see significant growth in all age 
groups, most noticeably in the 
age groups of 25-34, 55-64, and 75 
and older. The one and three-mile 
radii reflect similar patterns to 
that of the County overall.

Income
As illustrated in Table 13, the 
number of households earning 
less than $15,000 per year in 
the Submarket is significantly 
lower as a percentage of total 
households than in Prince 
George’s County overall (0.8 
percent and 6.5 percent,
respectively). Households 
earning between $45,000 
and $99,999 account for a 
total of 52.2 percent of the 
population in the Branch 

Avenue Submarket. Very few 
households in either area have 
incomes greater than $250,000. 
These households account for 
1.6 percent of Prince George’s 
overall and only 1.1 percent of the 
population in the Submarket.

Between 2006 and 2011, the 
population of the Branch Avenue 
Metro half-mile radius anticipates 
strong growth in the income 
brackets of $25,000-$34,999, 
$75,000-$99,999, $150,000-
$249,999, and $250,000-$499,999. 
Decreases are expected in the 
number of households earning 
between $15,000 and $24,999, 
$35,000 and $44,999, and $45,000-
$59,999. 

The number of households 
earning greater than $500,000 are 
expected to increase 14.9 percent 
annually, but 28.6 percent in 
Prince George’s County overall. 
However, the total number of 
households earning over $150,000 
is expected to increase 59.0 
percent annually in the Branch 
Avenue Submarket and only 
49.2 percent annually in Prince 
George’s County.

Prince George’s County is 
anticipating decreases in all 
income brackets less than $74,999 
and increases in all brackets 
$75,000 and greater. The largest 
increase will be seen in the 
number of households earning 
over $500,000 and those earning 
$150,000-$249,999.

The one and three-mile radiuses 
anticipate similar growth to 
the County overall. However, 
the one-mile radius anticipates 
faster growth in the number of 
households earning over $500,000 
than any other market. The 
three-mile radius anticipates a 
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Table 12: Age Distribution Annual Growth Rate, 2006-2011

Table 13: Household Income by Area, Growth Rate, 2006-2011
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slower growth rate in the number 
of households earning between 
$250,000 and $499,999 than the 
other markets.

Workforce 
Characteristics

Educational Attainment
As illustrated in Table 14, the 
educational attainment level of 
residents 25 and older in the 
Branch Avenue Submarket is 
very similar to that of the County 
as a whole. The one- and three-
mile radiuses reflect similar 
distributions as well. However, 
the distribution of the County 
overall skews slightly more 
educated than the submarkets, 
with higher percentages of 
residents in the higher education 
levels.

Employment Trends and 
Projections
Based on the SIC code and 
number of employees reported by 

tenants in the three-mile radius, 
applied to the total number of 
employees in the area (3,870 

employees), Table 15 illustrates 
employment in the three-mile 
radius surrounding the Branch 
Avenue Metro Station by industry.
The highest percentage of 
employees work in the Services 
sector, which represents almost 
half of the total employment 
in the area. Natural Resources 
& Construction represents the 
next largest percentage, with 
approximately 16 percent of 
the workforce in this field. 
Transportation, Communication, 
and Utilities represent only 1.5 
percent of the workforce, and 
Government accounts for only 
3.4 percent. Wholesale & Retail 
Trade and Information/Financial 
Activities represent 11.1 and 13.5 
percent, respectively.

Table 16 summarizes the overall 
performance of the apartment 
market in the District Heights 
Submarket compared to Suburban 
Maryland, as defined by REIS 
Data.

Branch Avenue Station Access and Joint Development Study

Table 14: 2000 Educational Attainment

Table 15: Employment in 3-Mile Radius

Table 16: Apartment Market Performance Summary

Table 17: Market Inventory
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Apartment Trends and 
Projections

Table 17 illustrates the quantity of 
apartment inventory in Suburban 
Maryland and in the Submarket. 
The quantity of apartments in 
the District Heights Submarket 
has been decreasing since 2000, 
with drop-offs from 2002-2003 
and 2004-2005. The inventory 
of apartments in Suburban 
Maryland has fluctuated since 
2000. After increases from 2000 
to 2004, inventory dropped off 
significantly in 2005, but showed a 
slight increase from 2005 to 2006.

Table 18 illustrates the asking 
rent achieved in the two markets. 
Both Suburban Maryland and the 
Submarket have seen increases 
in asking rent over the past six 
years, a trend that is anticipated 
to continue. However, Suburban 
Maryland is increasing rent at a 
slightly higher annual growth 
rate, which has caused the gap 
in asking rent between Suburban 
Maryland and the Submarket to 
widen between 2000 and 2006 and 
is expected to increase over the 
next four years.

Until 2004, the Submarket 
reported slightly higher vacancies 
than Suburban Maryland overall. 
In 2005 and 2006, vacancy in 
Suburban Maryland was slightly 
higher than that of the Submarket. 
After a slight difference in 2007 
(with District Heights reporting a 
slightly higher vacancy rate), from 
2008 to 2010 they are expected to 
remain equal.

Table 19 illustrates the net 
absorption for Suburban 
Maryland and the District Heights 
Submarket. While net absorption 
in Suburban Maryland has 
fluctuated in the past years, it is 

expected to be strongly positive in 
the future years. District Heights 
saw negative net absorption from 
2002 to 2005; it is expected to 
remain positive until 2010, when 
a slight negative absorption is 
anticipated.

Condominium and 
Co-op Market

Table 20 illustrates the sales 
price and volume of sales of 
condominiums and co-ops in 
Prince George’s County. The 
price of units sold has increased 
drastically in the past four years. 
In 2001, fewer than 200 units sold 
for over $120,000. In 2006, 2,104 
units sold for over $120,000.

In 2006, the largest percentage 
of units (20.9 percent) sold for 
between $200,000 and $249,999. 
10.7 percent of units sold for over 
$300,000, a significant increase 
from 2005, in which only 3.4 
percent of units sold in the same 
price range.

The number of days on the market 
for condominiums priced between 
$30,000 and $500,000 in Prince 
George’s County (which had been 
decreasing significantly in the 
area from an average of 83 in 2001 

to 21 in 2005), showed an increase 
in 2006 from 21 to 43. In 2005, 
only 6.9 percent of the units took 
over 60 days to sell. The number 
increased to 25.3 percent in 2006.

Comparable Development- 
Midtown Largo Station
Developed by Kettler, Midtown 
Largo Station is a newly-
developed transit-oriented 
development at Largo Town 
Center Station on Metro’s Blue 
Line. Kettler has built a number of 
transit-oriented condominiums.

Midtown Largo Station consists 
of 242 condominiums on 8.48 
acres and was developed for a 
budget of $60 million. Sales began 
October 29, 2005, and, according 
to Kettler, the October preview 
drew 3,000 prospective buyers. As 
of the first quarter 2006, 120 of the 
242 units had been sold. 

One-bedroom apartments are 
priced from the mid-$200,000s, 
and range from 705 to 881 square-
feet.

Two-bedroom apartments are 
priced from the mid-$300,000s 
and range from 1,069 to 1,347 
square feet. 

Two-bedroom plus den 
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Table 18: Asking Rent

Table 19: Net Absorption
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apartments are priced in the low 
$400,000s and range from 1,287 to 
1,354 square-feet.

Amenities include resident 
clubhouse, multi-media screening 
room, residents’ lounge with 
wireless access, outdoor pool, 
fitness center, indoor half-
court basketball court, 24-hour 
concierge, and garage. Condo 
fees for these amenities range 
from $277 to $440, depending on 
apartment size.

There are currently four units 
for sale, ranging in price from 
$248,900 for a one bedroom 
apartment to $396,900 for a two-
bedroom, two-bath.

Office Supply

ERA collected current supply and 
recent trend information for the 
office market proximate to the 
Branch Avenue metro station. In 
the following section, we present 
this data and compare it to similar 

statistics for Prince George’s 
County.

Current Inventory and Market 
Indicators
The following sections provide 
a series of market indicators and 
estimates for the three-mile radius 
surrounding the Branch Avenue 
Metro station (referred to in the 
text below as the Branch Avenue 
Submarket). As of December 2006, 
there are 56 office buildings in the 
Branch Avenue Submarket with 
a total of 1.6 million square feet 
of rentable office space (Rentable 
Building Area or RBA). The 
vacancy rate for these buildings is 
8.0 percent, and the average full 
service rent is $17.41 per square 
foot.

The rentable office space in the 
three-mile radius accounts for 
approximately 17 percent of 
the space in Prince George’s 
County. The vacancy rate in the 
Branch Avenue Submarket is 
much lower than that of Prince 

George’s County, at 8.0 percent in 
the submarket, compared to 14.7 
percent in the county total. The 
average rental rate in the Branch 
Avenue Submarket is lower by 
approximately $5 per square foot 
than in Prince George’s County.

Inventory By Class
Table 21 illustrates the inventory 
and performance of office 
buildings in the Branch Avenue 
Submarket, as well as in the 
County overall, as of October 
2006. Vacancy rates in the 
Submarket are significantly 
lower than in the County overall, 
however, average rental rate is 
much lower as well.

Table 22 and Table 23 provide the 
same information by class for the 
geographies profiled.  There is no 
Class A office space in the Branch 
Avenue Submarket. Class B and C 
office space have vacancy rate of 
5.2 and 11.7 percent, respectively. 
Class B rents for $19.24 per square 
foot, while Class C is priced at 
$16.59 per square foot. In Prince 
George’s County overall, Class C 
is the top performer, with a 7.9 
percent vacancy rate. Class A and 
B have higher vacancies of 19.8 
and 11.5 percent, respectively. 
The average rental rates in the 
three-mile radius are similar to, 
but lower than, Prince George’s 
County overall, with the greatest 
difference seen in Class C office 
space, which is approximately 
$3 per square foot less in the 
submarket. Class B space in the 
submarket is only about $.50 
lower on a per square foot basis 
than on a countywide basis.

Within three-mile radius of 
Branch Avenue, 57 percent of 
the rentable office space is in 
Class B buildings and 43 percent 
is in Class C properties. This 
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Table 20: Prince George’s County Condominium and Co-Op Market
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represents a departure from the 
distribution across the county, 
which has approximately 43 
percent of all office space in Class 
A buildings, 42 percent in Class B 
buildings, and 15 percent in Class 
C buildings.

Office Market Trends
ERA reviewed trends in the office 
market for the Branch Avenue 
Submarket and Prince George’s 
County since 2000. We looked 
at annual net absorption (new 
occupancy net of new vacancy), 
and changes in the vacancy and 
rental rates in order to understand 
performance of the office market 
in each of these geographies over 
time because they provide an 
indication of potential to support 
additional office space in the 
near-term. This information is 
presented in Table 24.

The Branch Avenue Submarket 
showed a great deal of fluctuation 
in absorption between 2000 and 
2006, however, has shown a 
significant positive trend since 
2004. Prince George’s County 
has also shown a great deal of 
fluctuation, and experienced a six-
year low in 2006.

Vacancy rates in the Branch 
Avenue Submarket have been 
decreasing slightly since 2004, 
after a peak in 2000 and a slight 
increase between 2002 and 2003. 
Prince George’s County has also 
shown a similar trend, except for 
2006, when vacancy increased to a 
six-year high of 14.7 percent.

With no Class A office space, the 
Branch Avenue Submarket has a 
significantly lower rental rate per 
square foot at $14.71 compared 
to that of Prince George’s County, 
which is $19.79. Rates in the 
submarket have been increasing 

since 2004, leading to a six-year 
high in 2006 of $17.41 per square 
foot. Prince George’s County has 
experienced growth since 2003 
leading to a high in 2006 of $22.13 
per square foot.

Performance By Class
Absorption of office space of all 
classes fluctuated in the Branch 
Avenue submarket through 2006. 
However, 2006 was a positive 
year for both Class B and C office 
space, with Class C at its highest 
absorption in the past six years. In 
Prince George’s County overall, 
absorptions have fluctuated 
a great deal. Class A and B 
experienced losses in 2006, while 
Class C was at its highest rate 
since 2001.

In Prince George’s County, 

Class A office space rents at a 
rate above the average for the 
geography, while Class B and 
C space rent at a rate below the 
average. The difference in rental 
rates by class varies across the 
geographies, however. In Prince 
George’s County, Class A space 
rents for approximately $2 more 
than the average. Class B is 
approximately $1 less, and Class 
C is approximately $4 less. In the 
Branch Avenue Submarket Class 
B is approximately $14 more 
than the average and Class B is 
approximately $3 less. Between
2005 and 2006, the submarket 
experienced slight growth in 
Class A and C rates, and a slight 
decrease in Class B. Prince 
George’s County experienced 
slight growth in Class C and slight 
decreases in Class A and B.
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Table 21: Office Inventory

Table 22: Office Inventory by Class, Branch Avenue Submarket

Table 23: Office Inventory by Class, Prince George’s County
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Industrial Supply

Current Inventory and Market 
Indicators
Table 25 illustrates the 
performance of industrial space 
in the one-mile area surrounding 
the Branch Avenue Metro 
Station. There are two buildings 
representing a total of 197,578 
square feet, have a vacancy rate 
of 4.8 percent, and rent for an 
average of $5.53 per square foot.

Table 26 illustrates the 
performance of industrial space in 
the one-mile radius surrounding 
the Branch Avenue Metro Station 
over the past six years. While 
absorption has fluctuated, 
vacancy has been relatively low. 
After an increase in 2004, average 
rent dropped in 2005 and 2006.

Retail Supply
ERA collected current supply 
and recent trend information 
for retail properties within the 
Branch Avenue Submarket and 
Prince George’s County. Because 
different types of retail behave 
differently in the market, we 
separated retail into the following 
categories: all freestanding retail; 
shopping centers with less than 
200,000 square feet of rentable 

retail space; and shopping centers 
with at least 200,000 square feet of 
rentable retail space.

Current Inventory and Market 
Indicators
Table 27 shows key market 
indicators and estimates for each 
of the geographies for each type of 
retail identified above aggregated, 
providing an overall assessment 
of retail market conditions. There 
are approximately 4.2 million 
square feet of rentable retail space 
in the Branch Avenue Submarket, 
which represents approximately 
14 percent of the retail space in 
Prince George’s County.

The vacancy rate of 5.8 percent 
for all retail space in the Branch 
Avenue Submarket is similar to 
that of Prince George’s County 
at 4.1 percent. The average rental 
rate of $18.77 is approximately 
$.50 higher than that of Prince 
George’s County at $18.23 per 
square foot.

Inventory By Class
Table 28 and Table 29 show the 
same information for each area, 
broken down by the three types 
of retail space identified above. 
Retail is performing well in 
the Branch Avenue Submarket 
with an average vacancy of 5.8 

percent. The majority of retail 
in the market (54.7 percent) is in 
shopping centers over 200,000 
square feet, with free-standing 
retail accounting for only 15.2 
percent of rentable retail space. 
While rate information is not
available for free-standing retail, 
average rental rate per square foot 
is about $9 higher for shopping 
centers under 200,000 square feet 
than for shopping centers over 
200,000 square feet.

Vacancy in Prince George’s 
County is also low, ranging 
from 3.4 to 5.2 percent in the 
retail types. Shopping centers 
over 200,000 square feet account 
for 48.6 percent of the market’s 
rentable retail space. Rent per 
square foot for free-standing 
retail in Prince George’s County is 
higher than for that in shopping 
centers.

Retail Market Trends
ERA studied trends in the retail 
market for each of the geographies 
identified above. We identified 
trends in annual absorption and 
changes in the vacancy and rental 
rates in order to understand 
recent activity in the retail market 
in each of these areas. These 
indicators help to inform which 
types of retail perform best in the 
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Table 24: Office Market Trends
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submarket and across the MSA 
over time. 

Absorption of retail space in the 
Branch Avenue Submarket has 
fluctuated a great deal between 
2000 and 2006 and ended 2006 
with a loss of 109,690. Prince 
George’s County experienced a 
great deal of fluctuation as well, 
but has been increasing since 
experiencing a six year low in 
2002.

Vacancy rates in the Branch 
Avenue Submarket have ranged 
from 1.8 to 5.7 percent over
the past six years, with 2006 being 
the high point. Prince George’s 
County has fluctuated between 0.5 
and 4.3 percent, with a rate of 4.1 
percent in 2006.

Average rent in both areas has 
been increasing steadily, with 
the Branch Avenue Submarket 
making a large increase between 
2005 and 2006 so that the rents are 
now approximately equal in the 
two markets.

Performance By Class
Table 31 and Table 31 present 
retail performance by type 
since 2000 for both geographies. 
Absorption in the Branch Avenue 
Submarket has fluctuated in all 
retail types over the past six years, 
and both free-standing retail 
and shopping centers of over 
200,000 square feet experienced 
losses in 2006. Shopping centers 
of less than 200,000 square feet 
showed a modest gain of 9,414 
occupied square feet. Average 
annual vacancy rates have been 
consistently low in shopping 
centers of more than 200,000 
square feet, but increased 4.1 
percent between 2005 and 2006 for 
a six year high of 6.1 percent.
The vacancy rates for shopping 
centers of less than 200,000 square 
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Table 26: Industrial Space Performance

Table 25: Industrial Space, 0-1 Miles

Table 27: Retail Inventory

Table 28: Retail Inventory by Type, Branch Avenue Submarket

Table 29: Retail Inventory by Type, Prince George’s County
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feet have been decreasing since 
2002. Free-standing retail has 
shown a great deal of fluctuation, 
but dropped in 2005 to 1.2 percent 
and in 2006 was at 4.5 percent, the 
lowest of the three retail types.
In Prince George’s County, 
there has been a great deal of 
fluctuation in absorption.

Shopping centers over 200,000 

square feet have shown positive 
net absorption since 2004, with 
2006 being the highest year 
in the past six. Free-standing 
retail and shopping centers over 
200,000 square feet have shown 
fluctuations over the past six years 
but showed large losses between 
2005 and 2006. 

Average annual vacancy rates 

decreased in all retail types 
between 2004 and 2005. From 2005 
to 2006, free-standing retail and 
shopping centers less than 200,000 
square feet increased, while 
shopping centers over 200,000 
square feet decreased. Rents 
per square foot in all segments 
reporting appear to be stable over 
recent years.

Table 30: Retail Market Trends by Type, Branch Avenue Submarket

Table 31: Retail Market Trends by Type, Prince George’s County
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