
growth mean that these travel patterns and behaviors will continue and that congestion on the 
County’s main highway will worsen.  Indeed, the distribution of workplaces in southern 
Maryland has become more dispersed over the last decade, meaning that downtown Washington, 
D.C., the traditional destination for commuter bus services, represents a smaller proportion of 
workplace destinations.  Over the long term, as job destinations disperse, it becomes more 
difficult and costly to expand commuter bus service.  Therefore, expansions in commuter bus 
service will likely be limited to routes serving the Suitland Metro Center in Washington D.C. and 
perhaps Lexington Park in St. Mary’s County.  
 
Changes in the distribution of commuting patterns and the regional nature of travel suggest that 
the Thomas Johnson Bridge, which connects the County to Lexington Park, needs to be 
expanded.  The County, region, and State are studying the long-term land use and traffic 
implications of adding a new span to the bridge.  All alternatives will be studied including public 
transit. 
  
The County looks to the level of service (LOS) on MD Routes 4 and 2/4 as one indicator of the 
impact of development on the quality of life in Calvert County.  Maintaining an adequate LOS 
during peak periods, might serve as a benchmark for measuring how well the County is 
managing growth and development.  LOS has worsened on MD 2/4 and severe congestion may 
be expected on MD 2/4 in the Prince Frederick area.  LOS in Prince Frederick is no longer 
adequate and, absent major improvements in Prince Frederick, severe daily congestion and 
delays will persist. 
 
To help resolve congestion in Prince Frederick, Calvert County planned a loop road system 
around the town center, two overpasses and an underpass, and the widening of MD 2/4.  The 
County has made significant progress toward implementing the Prince Frederick Loop Road, 
including committing funds to engineering and construction.  The projects in Prince Fredrick will 
improve conditions for the future, provided that County growth does not significantly exceed 
37,000 dwelling units. 
 
Indeed, preventing severe congestion on MD Routes 4 and 2/4 over the long term will prove 
more costly and difficult as residential growth continues.  To date, the County’s use of zoning 
and its purchase of development rights to reduce residential buildout have proved the most 
effective steps taken to addressing traffic on MD 2/4.  The impacts of these decisions will be 
seen in future years.  Still, more road construction will be needed if the County seeks to maintain 
an adequate LOS on MD Routes 4 and 2/4 over the long term. 
 
Arterial Highways 
Arterial highways such as MD Routes 2, 4, 2/4, 231, and 260 serve fast and heavy traffic 
between urban centers.  Direct access to property along arterial highways should be managed so 
that overall highway capacity can be preserved for through traffic. 
 
The County considers the gradual conversion of MD Routes 4 and 2/4 into a controlled access 
expressway as key to resolving future traffic congestion.  Making that conversion requires 
primarily five efforts:  

• It is the policy of Calvert County that new access points to MD Routes 4 and 2/4 shall not 
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be allowed.  
• Development plan review in which new highway access is coordinated and the rights-of-

way of future service roads and overpasses are reserved.  
• The purchase of rights-of-way for new overpasses along MD Routes 4 and 2/4. 
• Traffic engineering and town planning solutions that minimize new traffic signals.  
• Highway construction including widening, overpasses, the upgrade of the older sections 

of MD Routes 4 and 2/4 that were retained when the highway was dualized, and the 
addition of acceleration and deceleration lanes and shoulders where needed.  

 
Highway construction is the most expensive of the four actions required.  To date, the County 
has relied on the State to fund needed improvements on the State highway system.  To meet and 
expedite its highest priority transportation needs, the County may have to consider using local 
revenues in combination with State resources.  

 
Actions  
I-56 Continue to implement measures to maintain the safety and efficiency of travel:  
 a. Reduce existing and prohibit future direct property access, especially to MD Routes 

4 and 2/4.   
b. Require parallel connecting roads along MD Routes 4 and 2/4 during the 

development/subdivision process with the long-term goal of having all driveways 
served by connecting roads. [P&Z] 

I-57 Continue to adopt and update a County transportation plan, including an arterial highway 
system element. [P&Z] 

I-58 Promote the regular update of a regional transportation system plan based upon and 
designed to serve the land use development goals of Calvert County and the other units of 
government in the Southern Maryland region. [P&Z] 

I-59 Develop a funding strategy to expedite the planning and construction of needed projects 
on the State highway system in Calvert County. [P&Z, F&B] 

 
Non-Arterial Roads 
Collector and local roads, such as subdivision streets, are also important components of the 
County’s overall transportation system.  This is especially true of collector roads.  These roads, 
which are generally County-owned and maintained, collect traffic from local roads and convey it 
to the arterial highways.  In town centers, collector and local roads provide for local circulation 
and access to businesses. 
 
Many of the non-arterial roads in Calvert County were meant to be farm-to-market routes.  The 
builders of these roads did not intend them to carry heavy traffic volumes.  Under such 
conditions, they present safety and maintenance problems.  Upgrading rural roads to modern 
design standards is costly and often makes rural lands more accessible to urban development. 
Major renovations to old County roads can cost up to $1 million per mile. 
 
Priority should be given to upgrading those roads that serve town centers.  Roads that serve rural 
and natural areas generally have lower traffic volumes and do not warrant the same design 
improvements required of those serving growth areas.  By coordinating road improvements with 
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