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EXECUTIVE SUMMARY

The Federal Railroad Administration (FRA) and the Maryland Department of Transportation (MDOT) have
developed this report to assess the potential effects on historic architectural resources resulting from the
Susquehanna River Rail Bridge Project (Project). The MDOT, Project sponsor, is proposing to replace the
Susquehanna River Rail Bridge between the City of Havre de Grace, Harford County, Maryland and the
Town of Perryville, Cecil County, Maryland, in order to provide continued rail connectivity along the
Northeast Corridor (NEC). The FRA is providing funding for the Project under its High-Speed Intercity
Passenger Rail Program and is the lead federal agency; the National Railroad Passenger Corporation
(Amtrak), as bridge owner and operator, is providing conceptual and preliminary engineering designs and
is acting in coordination with MDOT and FRA.

This assessment has been prepared in accordance with Section 106 of the National Historic Preservation
Act (NHPA, as amended) and associated implementing regulations in 36 C.F.R. 800. In accordance with
Section 36 C.F.R. Part 800.16 (y), the Project is considered a federal undertaking. Per Subpart A, Section
800.2(a)(3) and 800.2(c)(4) of 36 C.F.R., FRA is authorizing the Project sponsor, as applicant for federal
funding and approvals, to prepare information, analyses, and recommendations regarding Section 106
consultation for the referenced Project. Section 106 mandates that federal agencies consider the effects of
their actions on any properties listed on or determined eligible for listing on the National Register of Historic
Places (NR) and afford the federal Advisory Council on Historic Preservation (ACHP) a reasonable
opportunity to comment on such undertakings.

In June 2014, as the first step in evaluating the Project’s potential effects on historic architectural resources,
FRA/MDOT, in consultation with the Maryland Historical Trust (MHT), established the Project’s Area of
Potential Effects (APE). From June 2014 to February 2015, FRA/MDOT conducted historic sites surveys of the
APE in consultation with the MHT. During this identification phase of the Section 106 process, FRA/MDOT
identified within the APE eleven historic architectural resources that were previously listed on or determined
eligible for listing on the NR. In addition, FRA/MDOT evaluated an additional three historic architectural
resources as eligible for inclusion on the NR and 73 properties that, although over 50 years old, did not appear
eligible for the NR. In April 2015, the MHT concurred with FRA/MDOT’s evaluations.

Following a two-step screening process of Project alternatives, two alternatives (9A and 9B) were retained for
detailed environmental studies, including the Section 106 effects assessment. As part of the current study,
FRA/MDOT assessed the effects of these two alternatives on all historic architectural resources listed on or
determined eligible for listing on the NR, utilizing the criteria for effect and adverse effects within the Section
106 regulations, 36 C.F.R. 800.5 and 800.16. As a result of this analysis, FRA/MDOT determined that the
Project would have an adverse effect on the Susquehanna River Rail Bridge (including 8 related undergrade
rail bridges) (HA-1712), the Havre de Grace Historic District (HA-1125), the Rodgers Tavern (CE-129), and
the Perryville Railroad Station (CE-1442). FRA/MDOT have therefore consulted with the MHT, Amtrak,
ACHP, the Section 106 consulting parties (see list in Appendix B), and the public, in order to explore measures
to avoid, minimize, or mitigate the adverse effects.

Any agreements pertaining to adverse effects on historic architectural or archaeological resources will be
incorporated into the Project’s Memorandum of Agreement (MOA), which FRA/MDOT are developing in
consultation with the Section 106 consulting parties. In addition, the information obtained during the
consultation process, as well as the results from the Project’s Phase IA Archaeological Assessment, will be
used in the Environmental Assessment (EA) being developed for this Project in compliance with the
National Environmental Policy Act, 42 United States Code (U.S.C.) §4321 et seq. (NEPA).
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1. INTRODUCTION

1.1. BACKGROUND

The Federal Railroad Administration (FRA) and the Maryland Department of Transportation (MDOT) have
developed this report to assess the potential effects on historic architectural resources resulting from the
Susquehanna River Rail Bridge Project (Project). The MDOT, Project sponsor, is proposing to replace the
Susquehanna River Rail Bridge, which is located at Milepost 60 on the Northeast Corridor (NEC) between
the City of Havre de Grace, Harford County, Maryland and the Town of Perryville, Cecil County, Maryland
(see Figure 1).

Under the High-Speed Intercity Passenger Rail Program, the U.S. Secretary of Transportation selected the
MDOT for an award of $22 million through a cooperative agreement between the FRA and MDOT for
the preliminary engineering and National Environmental Policy Act of 1969 (NEPA) phases of the Project.
The FRA is the lead federal agency; the National Railroad Passenger Corporation (Amtrak), as bridge
owner and operator, is providing conceptual and preliminary engineering designs and is acting in
coordination with MDOT and FRA.

For the purposes of this effects assessment, the Project Site is defined as the FRA grant Project limits, which span
approximately six miles, between the “Oak” Interlocking at Milepost 63.5 south of the City of Havre de Grace,
and the “Prince” Interlocking at Milepost 57.3 north of the Town of Perryville (see Figure 2).

The 110-year-old Susquehanna River Rail Bridge (see Figure 3) is a critical link along one of the U.S.
Department of Transportation’s (USDOT) designated high-speed rail corridors. The bridge is used by
Amtrak, Maryland Area Regional Commuter (MARC), and Norfolk Southern Railway (NS) to carry
intercity, commuter, and freight trains across the Susquehanna River.

In the Project area, the NEC runs northeast to southwest, but Amtrak has designated the directions of the line
as “north” and “south.” In this report, specific references to the Project and the tracks utilize Amtrak’s
designation of north-south to indicate the directions of the tracks and east-west to indicate the sides of the
tracks. For non-railroad resources, true geographic directions are used.

1.2.  PROJECT NEED

The increasing age of the bridge, its structural condition, and its limitations of two tracks curtail speeds
and capacity on the bridge. This situation inhibits the rail operators’ goals to provide reliable service,
MDOT’s plans to increase MARC rail service, and Amtrak’s plans to increase high-speed passenger rail
service on the NEC. The goals of the Project include:

o Improve rail service reliability and safety;

e Improve operational flexibility and accommodate reduced trip times;

e Optimize existing and planned infrastructure and accommodate future freight, commuter, intercity, and
high-speed rail operations; and

e Maintain adequate navigation and improve safety along the Susquehanna River.
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1.3. REGULATORY AUTHORITY

This report has been prepared in accordance with Section 106 of the National Historic Preservation Act
(NHPA, as amended), associated implementing regulations in 36 C.F.R. 800, Section 4(f) of the USDOT
Act, and the NEPA. Section 106 mandates that federal agencies consider the effects of their actions on any
properties listed on or determined eligible for listing on the National Register of Historic Places (NR) and
afford the federal Advisory Council Historic Preservation (ACHP) a reasonable opportunity to comment
on such undertakings.

In accordance with Section 36 C.F.R. Part 800.16 (y), the Project is considered a federal undertaking. Per
Subpart A, Section 800.2(a)(3) and 800.2(c)(4) of 36 C.F.R., FRA is authorizing the Project sponsor, as
applicant for federal funding and approvals, to prepare information, analyses, and recommendations
regarding Section 106 consultation for the referenced Project.

The information used to prepare this report will also be used in the development of an Environmental
Assessment (EA) under the authority of the FRA with MDOT as the Project sponsor. The EA is being
prepared in accordance with NEPA (42 United States Code [U.S.C.] § 4321 et seq.), the Council on
Environmental Quality (CEQ) regulations implementing NEPA (40 Code of Federal Regulations [CFR]
parts 1500-1508), and FRA’s Procedures for Considering Environmental Impacts (64 Federal Register
[FR] 28545 [May 26, 1999] and 78 FR 2713 [January 14, 2013]).

1.4. PREVIOUS CULTURAL RESOURCES EFFORT

This report builds upon several previous efforts that FRA/MDOT have undertaken as part of their
compliance with Section 106 of the NHPA. These steps, explained more fully in Chapter 2, Research
Design,” are:

e April 14, 2014 initiation of the Section 106 consultation with the Maryland Historical Trust (MHT),
Maryland’s State Historic Preservation Office.

e August 2014 preparation of a Phase IA Archaeological Assessment (‘“Phase [A”).

e September 24, 2014 submission of the results of a reconnaissance level historic architectural sites
survey to the MHT.

e February 12, 2015 submission of the results of an intensive level historic architectural sites survey
to the MHT.

e August 13, 2014, December 10, 2014, November 10, 2015, and April 14, 2016 public outreach
information sessions, to which Section 106 consulting parties were invited; and March 9, 2015 and
August 18, 2015 dedicated Section 106 meetings.

1.5. ALTERNATIVES DEVELOPMENT AND SCREENING
1.5.A. ALIGNMENT ALTERNATIVES

A two-step screening process (fatal flaw and detailed screening) was used to evaluate 25 alternatives,
including 18 conceptual alternatives, a rehabilitation alternative, and six other alternatives. The Project
Team of FRA/MDOT, Amtrak, and their engineering and NEPA consultants developed the 18 conceptual
alternatives based on engineering design factors such as: geometry, design speed, bridge spacing,
navigational clearances, grades, and relationships to other projects. The Project Team also evaluated
rehabilitation of the existing bridge as an alternative. As the Project evolved, six other alternatives were
developed, including three additional conceptual alternatives, two alternatives suggested by the public, and
a value engineering alternative. Throughout the screening process, the Project Team considered input
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provided through public outreach efforts, coordination with local officials, Section 106 consulting party
meetings, interagency review meetings, and other stakeholder meetings.

The first step in the screening process was a “fatal flaw screening.” The fatal flaw screening evaluated the
25 alternatives based on significant impacts and on the ability of these alternatives to satisfy the following
criteria developed from the Project’s Purpose and Need Statement: rail connectivity, navigational
requirements, logical termini, feasibility and constructability, and avoidance of critical property impacts.
The fatal flaw screening eliminated 15 alternatives, including the rehabilitation alternative, nine of the 18
conceptual alternatives, and five of the six other alternatives. Ten alternatives remained after the fatal flaw
screening process.

The second step of the screening process (the “detailed screening”) evaluated the 10 alternatives that
remained after the fatal flaw screening. The remaining conceptual alternatives were reviewed in more detail
to assess their impacts on both the human and the natural environment, their ability to meet more specific
design and operational criteria, and their consistency with NEC plans and programs.

Of the 10 alternatives that passed the fatal flaw screening and proceeded to detailed screening, two
alternatives (Alternatives 9A and 9B) have been retained for detailed study (Project Plans submitted with
this report). The primary differentiators in selecting these alternatives included: maximum authorized
speed, potential property impacts, and the total number of tracks across the river. Based on operational
information, a four-track river crossing (or a three-track river crossing with the potential for the addition of
a fourth track) and a maximum authorized speed of 160 mph are desired to optimize the NEC as a high-
speed rail corridor. Amtrak’s May 2010 NEC Master Plan was developed with planned speed increases up
to a maximum authorized speed of 160 mph for this location along the NEC. This plan is consistent with
the congressional mandate placed on Amtrak to reduce travel times along the NEC.

Alternatives 9A and 9B would improve rail service and reliability, improve operational flexibility,
accommodate reduced trip times, optimize existing and planned infrastructure, maintain adequate
navigation, and improve safety along the Susquehanna River. These build alternatives vary slightly by
location and by maximum achievable speed. The build alternatives would construct two new high-level
fixed bridges. These build alternatives could accommodate a four-track scenario or a three-track scenario
with an option of a future fourth track expansion. For purposes of a conservative environmental review,
this assessment analyzes the potential effects from a full four-track river crossing.

The difference between Alternative 9A and Alternative 9B occurs in Havre de Grace along the east side of
the corridor from Lewis Lane to the Susquehanna River. Alternative 9B improves the curve in Havre de
Grace and would allow for a maximum speed of 150 mph. This lower speed, as compared to Alternative
9A, reduces the amount of property acquisitions required, including the avoidance of the Havre de Grace
Middle/High School athletic fields.

1.5.B. BRIDGE TYPE ALTERNATIVES

Independent of the Alignment Alternative Screening Process and selection of alternatives for detailed study,
FRA/MDOT reviewed four bridge types for the Project. The bridge types are independent from the two-
step screening process since any of the bridge types are feasible with the alternative locations under
consideration. The four bridge design types are described below (and shown in Figure 30 through Figure
33).

Truss Approach / Truss Main Span

Under this bridge design type, the proposed east bridge would have a total of 13 in-water piers. The
proposed west bridge would have 13 in-water piers. Sixteen (16) piers would be removed from the existing
bridge and 11 remnant piers would be removed, for a net reduction of one overall pier. The truss approach

1-6



Effects Assessment for Historic Architectural Resources

/ truss main span bridge design is generally based on 260 foot approach spans, which are the portions of
the bridge on either side of the central truss (see Photo 44, Figure 30).

Girder Approach / Truss Main Span

Under this bridge design type, the proposed east bridge would have a total of 19 in-water piers. The
proposed west bridge would have 19 in-water piers. Sixteen (16) piers would be removed from the existing
bridge and 11 remnant piers would be removed, for a net gain of 11 overall piers. The girder approach /
truss main span bridge design is based on 170 foot approach spans, which are the portions of the bridge on
either side of the central truss (see Photo 45, Figure 30).

Girder Approach / Arch Main Span

Under this bridge design type, the proposed east bridge would have a total of 19 in-water piers. The
proposed west bridge would have 19 in-water piers also. Sixteen (16) piers would be removed from the
existing bridge and 11 remnant piers would be removed, for a net gain of 11 overall piers. The girder
approach / arch main span bridge design is based on 170 foot approach spans which are the portions of the
bridge on either side of the central arch (see Photo 46, Figure 31).

Delta Frame Approach / Arch Main Span

This bridge design type consists of a network tied arch over the navigable channel with delta frames for the
approach spans. Under this bridge design type, the proposed east bridge would have a total of 13 in-water
piers. The proposed west bridge would have 13 in-water piers. Sixteen piers would be removed from the
existing bridge and 11 remnant piers would be removed, for a net reduction of one overall pier. The delta
frame approach / arch main span bridge design is generally based on 260 foot approach spans, which are
the portions of the bridge on either side of the central arch (see Photo 47, Figure 31).

1.6. RESULTS OF DETAILED SCREENING: ALTERNATIVE 9A AND
ALTERNATIVE 9B

Alternative 9A and Alternative 9B would construct a new two-track 90 mph bridge to the west of the
existing bridge. On the existing alignment there would be constructed a second new two-track bridge that
would accommodate for Alignment 9A 160 mph and for Alignment 9B 150 mph. The bridge to the west of
the existing bridge would be constructed first, including the river spans, approach structures, railroad
systems, and embankment. The use of conventional ballasted track is anticipated for the fixed bridge
portion of this Project. Under normal operations, this bridge would be used primarily by MARC commuter
rail and NS freight rail service.

Once the new bridge to the west is completed, the existing bridge would be taken out of service, demolished,
and replaced. A new high-speed passenger bridge would be built in the center of the right-of-way of the
existing bridge alignment. This bridge would improve the curve in Havre de Grace and allow for either
160 mph speeds for Alternative 9A or 150 mph speeds for Alternative 9B, with Alternative 9A requiring a
greater amount of property acquisition. Since the west bridge will be built first, freight, MARC and Amtrak
operations can be maintained throughout construction of both bridges. The south wye track (connecting
the NS Port Road to the NEC in Perryville) would be realigned to accommodate the revised configuration
of Perry Interlocking. Although these alternatives are based on a four-track scenario, they could
accommodate a three-track scenario with an option of a future fourth-track expansion.

Alternative 9A and Alternative 9B would modify Perry Electrical Substation, but a substantial
reconfiguration is not required. These alternatives would also demolish the remnants of the former Havre
de Grace train station and require demolition of the Perry Interlocking Tower. The Project would extend
the Havre de Grace abutment south towards Freedom Lane.
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1.6.A. PROFILE CHANGES

For Alternative 9A and Alternative 9B, the new bridge structures would extend across the Susquehanna
River between Union Avenue in Havre de Grace and Avenue A in Perryville. In Havre de Grace, the track
would be supported on a retained embankment. On the east side, the retained embankment would extend
from Union Avenue to a point approximately three-quarters of the way between Juniata Street and Lewis
Lane. On the west side, the retained embankment would extend from Union Avenue to Juniata Street. From
south of the Havre de Grace High School athletic fields to Oak Interlocking, the track would remain in its
existing roadbed at grade. In Perryville, the track would be supported by a retained embankment, extending
roughly from Avenue A to Mill Creek on the east side and from Avenue A to the existing south access road
on the west side. From north of these limits to Prince Interlocking, the track would remain in its existing
roadbed at grade. The track would also remain at grade along the south wye track.

The proposed profile will raise the elevation of the tracks between Perryville Station and Adams Street in
Havre de Grace. Approximate limits of the raises in elevation are as follows:

e Access Road UG 59.52 in Perryville - 1 foot

e North Abutment, Susquehanna River Rail Bridge in Perryville - 2.5 feet
e Navigation Channel of the Susquehanna River - 14 feet

e South Abutment in Havre de Grace - 6 feet

o Stokes Street in Havre de Grace - 3 feet

e Adams Street in Havre de Grace - 2 feet

Alternative 9A and Alternative 9B provide a vertical clearance of 60 feet above mean high water (MHW).
Both the east and west bridges would be approximately 38 feet wide with a top-of-rail elevation of 72 feet
above MHW. The top of the proposed arch structure spanning the navigation channel would be
approximately 152 feet above MHW. The top of the transmission lines would be 190 feet above MHW.

1.6.B. APPROACH STRUCTURES

There are four existing undergrade structures located on the Perryville approach, including the southern
wye track crossing of Broad Street, that will require modification to accommodate the proposed track
alignments. There are seven undergrade structures and one overhead structure between the Susquehanna
River and Grace Interlocking in Havre de Grace that will require modifications to accommodate the
proposed track alignments. The improvements to Grace Interlocking require Track 4 to shift six feet west,
resulting in permanent disturbances extending 35 feet from the existing Track 4. This will require extending
the culvert at the Lily/Lewis Run crossing. The required modifications to these structures are shown in
Table 1. Alternative 9A and Alternative 9B require long sections of track to be built away from the existing
corridor on fill. Retaining walls are recommended in order to minimize right-of-way acquisition.

1.6.C. COMMUNICATIONS SYSTEM

Continuity of the Open Transport Network (OTN) system must be maintained during all phases of
construction. The existing fiber cables will be maintained in place until cutover to new cable has occurred.
It is anticipated that new fiber cable for the OTN system signal system will be installed throughout the
Project limits of the overhead contact system replacement. Twenty-four fiber cable will be implemented.
New signal houses and block points will be interfaced via local fiber cable and connected to the OTN for
communications to Centralized Electrification and Traffic Control (CETC).
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1.6.D. SIGNAL SYSTEM

The signal system design will be based on the new track configuration. A new Grace Interlocking will be
constructed to extend the length of the interlocking south. A new signal system will be installed at Grace,
Perry and Prince Interlockings. New signal houses will be installed at Grace and between Perry and Prince
Interlockings.

1.6.E. TRACTION POWER

Amtrak’s Perry Electrical Substation is located adjacent to the existing right-of-way. Alternatives 9A and
9B would have minimal impact to Perry Electrical Substation interconnections. These alternatives would
modify Perry Electrical Substation. The transmission tower on the west side of the tracks would also be
modified or relocated on-site.

1.6.F. OVERHEAD CONTACT SYSTEM

All existing electrified tracks within the Project’s limits will be upgraded to an auto-tensioned style
catenary. The proposed auto-tensioned catenary will be designed to support the new track speeds in
accordance with Amtrak and American Railway Engineering and Maintenance-of-Way Association
(AREMA) standards. New catenary structures, wires, and power sectionalization configurations will be
proposed for Grace, Perry and Prince Interlockings based on the track options and staging plans.

1.6.G. IMPACTS TO INTERLOCKINGS

Prince Interlocking

Prince Interlocking is located at Milepost 57.3, north of the existing bridge. The limits of the interlocking
will not change; there will only be minor track switch changes. An existing 45 mph track switch will be
removed and replaced with an 80 mph track switch, and a second 45 mph track switch will be removed
from service.

Perry Interlocking

Perry Interlocking is located at Milepost 59.5, south of Prince Interlocking, but north of the existing bridge.
The portion of Perry Interlocking on the NEC Mainline will be completely reconfigured in conjunction with
the alignment changes required to build the two new bridges. However, the portion of the interlocking that
leads to the Port Road Branch, geographic north of Broad Street, will not be modified.

Grace Interlocking

Grace Interlocking is located at Milepost 61.5, south of the existing bridge, and south of the curve in Havre
de Grace. This interlocking will be substantially modified. The southern limits will be extended and the
existing three 80 mph track switches will be removed and replaced with seven 80 mph track switches.

Oak Interlocking
No changes are planned for Oak Interlocking, which is located at Milepost 63.5, south of the existing bridge.
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2. RESEARCH DESIGN

The primary purposes of this report are to evaluate the Project’s effects on historic architectural resources,
assess whether or not any effects are adverse, and suggest measures to avoid, minimize, or mitigate adverse
effects. A summary of previous efforts to identify historic properties within the Project’s Area of Potential
Effects (APE) as well as the steps in the current study to assess effects is provided below. In addition,
Chapter 3 provides the historic and architectural context; Chapter 4 the Results of the Field
Investigations; Chapter 5 the Analysis of Effects and Adverse Effects; and Chapter 6 the Summary and
Recommendations.

This report has been prepared by ARCH?, Inc. in accordance with Section 106 and the MHT’s “Standards
and Guidelines for Architectural and Historical Investigations in Maryland,” and is based upon the
identification level work conducted by AKRF, Inc. The architectural historians who conducted both the
identification of historic resources and the assessment of effects meet the Secretary of the Interior’s
Professional Qualification Standards cited in 36 CFR Part 61 (see the Principal Investigator’s resume
included in Appendix A). Work included background research, site visits, and photographic
documentation of all relevant properties within the APE, preparation of MHT’s Determination of Eligibility
(DOE) forms as appropriate for all properties meeting the age criterion for NR eligibility, and review of
concept plans for the Project to assess potential effects in accordance with the definitions for effect and
adverse effect in Sections 36 CFR Part 800.5 and 800.16.

The following steps were undertaken as part of the architectural resources analysis:

e Based on a review of the Project concept and fieldwork, FRA/MDOT, in consultation with the MHT,
identified the Project's APE for architectural resources. The FRA initiated the Section 106 consultation
process in April 2014 by sending an initiation package to the MHT. The package included an overview
of the proposed undertaking, proposed APE delineation analysis methodologies, and a list of potential
consulting parties. On June 16, 2014, the MHT responded to the Project initiation, approving the APE,
concurring with the overall approach for conducting the cultural resources investigations, and
approving the list of consulting parties with the suggested addition of the Perry Point Veterans
Administration Medical Center and the Maryland Commission on Indian Affairs (see Appendix C).

e FRA/MDOT inventoried architectural resources within the APE that had been previously evaluated as
historically significant. These resources included individual properties or historic districts listed on the
Maryland Register of Historic Properties or the NR, properties determined eligible for such listing as
part of other cultural reviews unrelated to the current bridge project, and properties included in the
Maryland Inventory of Historic Properties (MIHP), https://mht.maryland.gov/research mihp.shtml.
The MIHP is merely a listing of resources with potential value to the prehistory or history of Maryland;
inclusion in the MIHP involves no regulatory restrictions or controls.

o FRA/MDOT conducted a reconnaissance-level survey of the APE to identify any “potential historic
architectural resources” (properties that appear to meet eligibility criteria for listing on the NR) based
on 36 CFR § 800.4 of NHPA. All properties within the APE that were 50 years old or older were
surveyed and assessed as to whether or not they meet the NR criteria. The Maryland Register of Historic
Properties consists of properties either listed on or eligible for the NR; therefore, the survey did not
include a separate evaluation of eligibility for the Maryland Register.

e The Project area contains four previously identified historic resources that have strong ties to
transportation history: the Susquehanna River Rail Bridge, the Rodgers Tavern, the Perryville Railroad
Station, and the Havre de Grace Historic District. It was therefore anticipated that transportation would
be a strong historic theme in the Project area and that resources related to this important theme would
have a high likelihood of meeting the criteria for inclusion on the NR.

e On September 24, 2014, FRA/MDOT submitted to MHT a request for guidance on potentially eligible
resources; MHT responded on November 12, 2014 (see Appendix D), requesting a survey of the APE
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including Determination of Eligibility (DOE) forms for the western portion of the Town of Perryville,
Perryville Methodist Church, and Perryville Presbyterian Church as well as any other resources that
appear to have the potential to meet the National Register criteria, and a Short Form for Ineligible
Properties that appear to be clearly ineligible.

e FRA/MDOT conducted fieldwork for the intensive level survey from December 8 - 12, 2014. An
architectural historian documented all properties that were identified as being 50 years old or older
within the APE (based on tax records and a field evaluation) using photographs and field notes. In
addition, the architectural historian researched all potential historic architectural resources to identify
pertinent historical information, such as date of construction, builder, and architect. The research was
conducted at the Harford County and Cecil County Historical Societies as well as MHT’s library,
located in Crownsville, Maryland.

e Based on the fieldwork and research, FRA/MDOT submitted to MHT on February 12, 2015 a DOE
Report, consisting of DOE forms for the Perryville Historic District, Perryville United Methodist
Church, Perryville Presbyterian Church, a grouping of 8 houses at 400-413 Webb Lane, and the
Susquehanna River Rail Bridge Overpasses, and 71 short forms. On April 22, 2015 (see Appendix E),
the MHT responded that the following resources are eligible for listing in the NR: Susquehanna
River Rail Bridge and 9 affiliated bridges (collectively known as the “Susquehanna River Rail Bridge
Overpasses”) the Perryville United Methodist Church, and the Perryville Presbyterian Church. In
addition, the MHT indicated that the Perryville Historic District, 400-413 Webb Lane, and the 71
resources represented on the short forms are not eligible for listing in the NR.

e In August — October 2015, an architectural historian conducted subsequent fieldwork and assessed the
Project’s potential effects on the historic resources identified as either listed on or eligible for listing on
the NR. In accordance with 36 CFR § 800.5, the architectural historian also evaluated whether any
potential effect would constitute an adverse effect. Adverse effects may include direct effects, such as
damage from construction related activities, or indirect effects, such as the introduction of visual,
audible, or atmospheric elements that diminish the historic integrity of a property.

e As part of the Section 106 public outreach, FRA/MDOT solicited input from the consulting parties and
the public on ideas to avoid, minimize, or mitigate adverse effects. Any written public comment (see
Appendix F), including the bulletins from the City of Havre de Grace’s Advisory Board (“Advisory
Board”), has been incorporated, as appropriate, into the design process and this report’s Effects
Assessment (Chapter 5) and mitigation recommendations (Chapter 6).

FRA/MDOT prepared a separate but related analysis of the potential for archaeological resources to exist
within the APE, entitled Phase 1A Archaeological Assessment for the Susquehanna River Rail Bridge
Project, Harford and Cecil Counties, Maryland (“Phase 1A”) (McCormick Taylor 2014). This Phase 1A
investigation involved extensive background research and historic context studies that were used not only
to evaluate the archaeological potential of the APE, but also to provide a framework for analyzing the
significance of potential historic architectural resources in the APE.



3. HISTORIC AND ARCHITECTURAL CONTEXT

The following historic context, which provides an overview of the history of the Project area from the
beginning of the seventeenth century through the twentieth century, was abstracted from the Phase [A report
that was prepared for this Project, unless otherwise noted.

3.1. INITTIAL EUROPEAN CONTACT (1600-1650)

Based on ethno-linguistic and ethnographic accounts, throughout the Late Woodland period (1000 AD-
1650 AD), two Native American cultural groups, the Nanticokes and the Piscataway were quite active
in the region. However, by 1634, the stronghold of southern Pennsylvania Susquehannocks, an Iroquoian-
speaking group, had extended throughout the Chesapeake Bay area and southward over Maryland’s
Western Shore. According to historical accounts, during his travels along the Potomac and Anacostia
Rivers in 1609, John Smith visited several palisaded Piscataway villages. Several groups of indigenous
people inhabited Maryland’s Western and Eastern Shores at the time of arrival of the first Europeans. In
addition to the Susquehannocks on the upper reaches of the shore, these groups included the Nanticoke,
Choptank, Wicomiss (also referred to as the “Ozinies”), Matapeake, and Tockwogh, who lived in the
central and southern portions of Maryland’s eastern shore (Millis and Wall 2006; Kingsley 2006).

Although other attempts are reputed, the first documented exploration of present-day Maryland was
conducted by Captain John Smith. In June 1608, Smith became the first Anglo-European to explore and
map the Upper Chesapeake Bay, as well as to make contact with Native Americans. According to historical
accounts, Smith managed to lead the expedition as far north as “Bolus flu” (present-day Patapsco River)
before illness forced the party to return to Virginia. A month later, Smith led a second expedition of the
Upper Chesapeake. During this journey, Smith explored various waterways of Kent, Harford, and Cecil
Counties. Several weeks later, after passing what is now Spesutia Island, Smith reached the Susquehanna
River. While exploring the Deer Creek area on foot, Smith and his crew first encountered Susquehannocks.
Smith was obviously impressed and wrote detailed narratives about the Susquehannocks’ physical
appearance, attire, and lifeways (Weeks 1996). Though Smith provided the world with its first glimpse of
the area, it would be some time before significant European settlement on the Eastern Shore occurred.

Around 1616, an Englishman named Edward Palmer established a trading post on Palmer’s Island (currently
Garrett Island) at the mouth of the Susquehanna River. While the post managed to operate for a few
years, its success was short-lived. By the time of his death in 1624, Palmer had relocated back to London.
Around 1629, after visiting his failing land interests in Newfoundland, George Calvert (named the first
Lord of Baltimore by King James of England in 1625) traveled to the Chesapeake Bay area in search of
lands in a more favorable climate. Shortly after his return to England, Calvert began petitioning for rights
to lands north of the Potomac River. Despite Calvert’s persistent campaigning, King Charles remained
reluctant to approve the petition for several years. Finally, on June 20, 1632, two months after George
Calvert’s death, the charter was approved and Calvert’s son, Cecil, became the first proprietor of Maryland.

The year 1631 marked the first colonial settlement on the Eastern Shore. Virginian William Claibourne
established a fort and trading post on Kent Island to trade with the indigenous peoples for furs. By 1636, a
gristmill was in operation on the island. Tax records indicate that 49 taxable residents resided on the island
in 1638, and 98 in 1642 (Fiedel 1999). According to local historical accounts, the early settlement of St.
Michaels, on the leeward side of Kent Island, also began around this time
(http://stmichaelsmd.org/pages/History). The 1630s also mark the onset of colonization of Maryland’s
Western Shore and mainland. Similarly, efforts to colonize the Atlantic Ocean coastline (or the
Delaware) side of the Eastern Shore were also occurring. In 1634, Maryland’s first colonists from England
arrived at the mouth of the Potomac River in two ships, the Arc and the Dove. After a brief stay on
Saint Clement’s Island, Leonard Calvert, Cecil’s brother, led the Dove to Piscataway Creek via the
Potomac River to initiate negotiations with members of the Piscataway tribe. In March 1634, the colonists

3-1



Susquehanna River Rail Bridge Project

purchased a village on the mainland and renamed the settlement St. Mary’s City (Virta 1998). Three years
later, in 1637, Saint Mary’s County, which included both shores of the Chesapeake Bay, was created.
For the next several decades, St. Mary’s County continued to lose and gain land as new counties were
formed (e.g., Anne Arundel - 1650). In 1642, the lands on the east side of the Chesapeake Bay were
removed from the county and established as Kent County. Shortly after his arrival, Calvert challenged
Claibourne’s rights to Kent Island and claimed ownership of the island through his land grant. Calvert
succeeded in bringing Kent Island under Maryland control in 1657. By 1659, large land grants had been
given along the Choptank River, and tobacco had become established as the major crop in the area (Preston
1983; Kingsley, Benedict, and Katz 2006).

As settlement of the Eastern Shore began to increase, so did tensions between the colonists and Native
American tribes. The tribes’ traditional seasonal hunting and farming practices continued to be disrupted
by settlers and traders, and by the accompanying deforestation. Colonial authorities made some attempts to
protect the tribes and facilitate coexistence; however, their suggestions were often ignored. In 1642 and
1647, Maryland Governor Thomas Greene ordered Capt. John Price “...to take thirty or forty able men,
with sufficient arms, ammunition, and provisions, and embark for the Eastern Shore to attack the towns
of Nanticokes and Wiccomiss” (Weslager 1983: 4). A treaty, the first of five, was signed in 1668 by
Chief Unnacokasimmon to establish peace with Maryland colonists.

Around this time, the Dutch also became increasingly wary of English settlement around the
Chesapeake Bay and Virginia. Dutch concern was justifiable since Lord Baltimore regarded the
Chesapeake Bay’s eastern shore (as well as much of western Delaware) to be under his proprietorship (all
of which he called Somerset County). In 1659, the Dutch constructed a small fort named Whorekil
(alternately Hoerenkil, Horekill, Hoorekill) at the mouth of the Delaware Bay near Lewes to maintain
watch on English settlement in the area.

Domestic architecture during this period was characterized by one- or two-story, one-room plan dwellings
made of wood; agricultural outbuildings included structures related directly to the tobacco and grain
economy such as frame tobacco sheds, small barns, or structures to house hogs and cattle (Catts, Custer,
and Hawley 1994).

Transportation was conducted primarily along navigable waterways; however, gradual increases in
settlement slowly encouraged the expansion of ground transportation. In 1661, the General Assembly
passed an act to improve the existing land transportation system through the construction of new public
roads and bridges. Specifically, the act called for “marking and making highways and making the heads of
Rivers, Creeks, Branches, and Swamps passable for horse and foot.” To ensure that the mandates of road
construction were met, the act allowed counties to appoint commissioners to oversee roadwork. The act
also included provisions to preserve rights for creating private access roads. Penalties were payable in
tobacco (www.roads.maryland.gov/OPPEN/II-E_RDS.pdf).

3.2. SETTLEMENT PERIOD (1600-1750)

Prior to European arrival in Maryland, the area was already home to a complex network of Indian
settlements and chiefdoms. Early exploration of the modern-day Harford and Cecil county area essentially
began with Captain John Smith’s treks up the Susquehanna River in 1608. During these expeditions Smith
and his crew first encountered the Susquehannocks. Smith wrote detailed narratives about the
Susquehannocks’ physical appearance, attire, and lifeways (Weeks 1996).

As European colonization gained a foothold in the New World, there was an emerging need for a consistent
system to traverse the Susquehanna River. In 1695, the Lower Susquehanna Ferry was first licensed at the
mouth of the river on land that had been granted in 1658 to Godfrey Harmer by the Lord Proprietor of
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Maryland. In 1659, the area known as “Harmer’s Town” passed to Thomas Stockett. In 1666, a road called
“Post Road” ran from Philadelphia to New York in the north to Baltimore and other towns to the south
(Bilicki 2003). This road encouraged several ferry systems to begin operation at the Susquehanna River
between Post Road on the Havre de Grace side and Post Road on the Perryville side.

John Rodgers, the ferry’s first operator, owned a tavern located at the western terminus of the ferry. He
later bought an existing tavern on the other side of the river and he operated the ferry between both
establishments (Gerstell 1998). Prior to this time there was a small fishing village in the vicinity of Havre
de Grace and the ferry, but there were very few people in the area before the ferry was established.

In 1630, King Charles I of England granted a charter for the exclusive right of the colony of Maryland
to George Calvert. By 1634, St. Mary’s City, Maryland was established as the first settlement with 150
colonists living on the new land. The second Proprietary Governor of the Province of Maryland, Cecil
Calvert, formed Cecil County, Maryland in 1674, a year before his death. In 1751, Frederick Calvert (the
great-great-great-grandson of George Calvert) inherited the Proprietary Governorship of the Province of
Maryland. In 1773, Frederick Calvert formed Harford County from Baltimore County. He named the
county Harford after his illegitimate son, Henry Harford.

Both Havre de Grace in Harford County and Perryville in Cecil County were important to early settlement
because of their location at the mouth of the Susquehanna River and the trading post established by
William Claibourne in 1637, located on Garrett Island between the two towns. At his Trading Post,
Claibourne traded items with indigenous peoples for furs. Because of the proximity of Havre de Grace
to the Susquehanna River and Chesapeake Bay, the city of Havre de Grace adopted oyster and crab
harvesting as their main export.

3.3. RURAL AGRARIAN INTENSIFICATION (1750-1815)

The American Revolution had little effect on Havre de Grace and Perryville from a military standpoint,
since no significant battles were fought in the area. However, many people ended up assisting in the war
effort, and many continental troops traveled across the Susquehanna River by the Havre de Grace Ferry.
Jean Baptiste and Count de Rochambeau led 6,000 French soldiers across the river and camped along Old
Post Road in Perryville (Bates 2006: 44).

The most notable American soldier from the area was Colonel John Rodgers, Sr., who served in the militia
during the Revolutionary War and served as host, on several occasions, to George Washington and
Marquis de Lafayette when they stayed at Rodgers” home and tavern in Perryville. The name of the city
of Havre de Grace is credited to Marquis de Lafayette during the Revolutionary War. It was stated that it
reminded him of Le Havre, France, and Colonel John Rodgers, Sr. thought the name would add
distinction to the town. After the Revolutionary War, Havre de Grace was considered for the capital of the
United States, but it lost by one vote.

Havre de Grace, however, was not spared from the ravages of the War of 1812. The Perryville iron ore
site, Principio’s Furnace, would attract the British and bring them into the Susquehanna River in 1813.
The British sailed up the Chesapeake Bay blockading ports and destroying towns along the way. The
British arrived at the mouth of the Susquehanna River on May 3, 1813 with 400 troops and attacked,
burned, and pillaged the town of Havre de Grace and Principio’s Furnace. Within a few hours, two-thirds of
Havre de Grace was destroyed, in addition to a boat yard, vessels, and Principio’s Furnace. Only a few
structures survived the attack of Havre de Grace, including the Aveihle-Goldsborough House, the exterior
walls of St. John’s Episcopal Church, and the Elizabeth Rodgers House. One Havre de Grace resident, John
O’Neill, the lighthouse keeper, attempted to defend Havre de Grace by firing cannons at the British, but
he was captured and was only spared his life because his daughter pleaded with the admiral of the British
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troops (Noll 2011). In 1814, a survey and a tax assessment were conducted to begin the two-decade process
of rebuilding Havre de Grace after the War of 1812.

3.4. AGRICULTURAL-INDUSTRIAL TRANSITION PERIOD (1815-1870)

As a result of the Susquehanna River’s position between Maryland and Pennsylvania, the towns of Havre
de Grace and Perryville developed as an important transportation crossroads for the transport of tobacco
and wheat. The area soon provided many accommodations for travelers of this north-south route. These
towns also relied on fishing, most specifically the harvesting of oysters and crabs, and ice harvesting.
These industries were not especially reliant on slave labor, and Havre de Grace was a primary town on the
Eastern Route of the Underground Railroad. Slaves crossed the Susquehanna River in an attempt to reach
Pennsylvania. The customary method for the transporting of slaves via ferry was for the agent of the
Underground Railroad to light a fire on the Havre de Grace side of the river, which provided notice to
an agent on the other side of the river in Perryville. This person would understand the signal and
would cross in the boat to receive the escaped slave (Still 1872). To prevent Maryland’s secession,
Federal troops occupied the state starting in May 1861. By the Civil War there was a large free African-
American population located within Havre de Grace. It was one of seven sites designated for the recruiting
of “U.S. Colored Troops.”

In 1866, after the Civil War, the Philadelphia Wilmington & Baltimore Railroad (PW&B) completed a
wooden single-track bridge, which allowed passengers and goods to cross the river without the aid ofa
ferry boat. Prior to this time, the Susquehanna Ferry had a 238-foot-long ferry to transport entire trains from
one side of the river to the other. The ability of trains to cross the Susquehanna River by bridge at this
location caused a decline in the use of the ferry.

3.5. INDUSTRIALIZATION AND MODERN PERIOD (1870-PRESENT)

After the Civil War, the city’s river tied it to northern industry and provided urban jobs for free African-
Americans. In 1906, the Pennsylvania Railroad replaced the PW&B crossing with a new metal bridge that
featured a center swing-span, which could be rotated to allow taller ships and other river traffic to pass safely.
The alignment of this new bridge is located several feet to the north of the alignment for the previous 1866
wooden bridge. While the deck for the 1866 bridge is no longer extant, the stone piers for this structure may
still be seen within the Susquehanna River channel. In addition, one of the 1866 bridge stone abutments may
be observed along Avenue A near the waterfront, just south of Perryville.

A racetrack was opened in Havre de Grace and attracted a new group of travelers and tourists, making
it a popular location for gamblers and gangsters to visit. It was one of four racetracks in the state and
many famous Triple Crown winners and other famous racehorses raced there. In 1951, the racetrack was
sold to the Maryland National Guard. The industrial facilities in Perryville helped during the war effort for
both World Wars. The federal government purchased facilities at Perry Point in Perryville for the training
of recruits. In Port Deposit, the Wiley Company was a builder of steel assemblies and they provided
materials for the Lend-Lease Act during World War II (Bilicki 2003). Duck hunting was also beginning
to attract seasonal tourists to the area. As farming steadily declined in the area after World War II,
transportation and tourism became the main occupations for the residents of the Havre de Grace and
Perryville area.
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4. RESULTS OF FIELD INVESTIGATIONS

4.1. APE DELINEATION

To assess the potential effects of the Susquehanna River Rail Bridge Project on historic architectural
resources, FRA/MDOT established the Project’s APE in consultation with the MHT. FRA/MDOT ensured
that the APE boundaries include all possible Project alternatives within the entire Project Site as defined by
the FRA grant (see Figure 2). Potential effects to architectural resources can include both direct physical
effects (e.g., demolition, alteration, or damage from construction) within the Project Site and indirect
effects in surrounding areas. These indirect effects can include isolation of a property from its surrounding
environment, or the introduction of visual, audible, or atmospheric elements that may alter the
characteristics of the historic property that qualify it for inclusion on the NR in a manner that would
diminish the property’s historic integrity.

Development of the proposed APE for architectural resources included field visits to determine locations
where prominent views of the existing Susquehanna River Rail Bridge and the NEC exist and where the
Project could have the potential to affect architectural resources.

To incorporate areas with the potential for indirect effects, the APE for historic architectural resources
extends beyond the Project Site in the following ways. First, for the majority of the length of the Project
along the rail line, the APE boundary runs parallel to the tracks approximately 600 feet to the north and
south. In close proximity to the river, the APE boundary proceeds on a diagonal line to intersect with the
river approximately one-quarter of a mile north and south of the Project limits. This widening is to account
for more distant views of the Project along the Harford and Cecil County waterfronts. The APE, as approved
by the MHT on June 16, 2014, is illustrated in Figure 4.

4.2. IDENTIFICATION OF CULTURAL RESOURCES IN THE APE

As explained above, studies to identify the potential for historic resources within the Project area included
a Phase IA archaeological investigation and reconnaissance and intensive level historic architectural sites
surveys.

The Phase IA study involved documentary sources to identify areas with potential to contain
archaeological deposits relating to prehistoric or historic-period activities. For each area where prehistoric
or historic-period activities may have yielded archaeological deposits, the FRA/MDOT evaluated
construction activities and other recent ground disturbances to identify locations where any archaeological
resources, if originally present, may have survived. The Phase IA report assessed the Project’s potential
to affect archaeologically sensitive areas and provided recommendations for further archaeological
testing to determine the presence or absence of significant archaeological resources that could be
affected by the Project. The Phase IA report is summarized in greater detail in the EA.

The historic architectural sites surveys resulted in the identification within the APE of 73 architectural
resources that were evaluated as not eligible for listing on the NR and 13 historic architectural resources
either listed on or eligible for listing on the NR (see further discussion below).
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4.2.A. PROPERTIES CONSIDERED NOT ELIGIBLE FOR NR LISTING

As described above, on April 22, 2015, the MHT concurred with the FRA/MDOT that the following 73
resources listed in Table 1 are not eligible for listing on the NR even though they are 50 years or older:

Table 1
Properties Determined Not Eligible for NR Listing
No. Name of DOE/Address City County | DOE Form
1 Perryville Town Hall/515 Broad Street Perryville Cecil Short
2 521 Broad Street Perryville Cecil Short
3 525 Broad Street Perryville Cecil Short
4 531 Broad Street Perryville Cecil Short
5 603 Broad Street Perryville Cecil Short
6 619 Broad Street Perryville Cecil Short
7 625 Broad Street Perryville Cecil Short
8 317 Aiken Avenue Perryville Cecil Short
9 304 Aiken Avenue Perryville Cecil Short
10 Aiken Avenue Perryville Cecil Short
11 636 Broad Street Perryville Cecil Short
12 223 McLhinney Street Perryville Cecil Short
13 215 McLhinney Street Perryville Cecil Short
14 213 McLhinney Street Perryville Cecil Short
15 211 McLhinney Street Perryville Cecil Short
16 700 Broad Street Perryville Cecil Short
17 222 McLhinney Street Perryville Cecil Short
18 214 McLhinney Street Perryville Cecil Short
19 724 Broad Street Perryville Cecil Short
20 814 Broad Street Perryville Cecil Short
21 717 Broad Street Perryville Cecil Short
22 709 Broad Street Perryville Cecil Short
23 701 Broad Street Perryville Cecil Short
24 904 Broad Street Perryville Cecil Short
25 914 Broad Street Perryville Cecil Short
26 860 Erie Street Havre de Grace Harford Short
27 704 Pulaski Highway Havre de Grace Harford Short
28 706 Pulaski Highway Havre de Grace Harford Short
29 875 Ontario Street Havre de Grace Harford Short
30 870 Ontario Street Havre de Grace Harford Short
31 605 Legion Drive Havre de Grace Harford Short
32 888 Linden Lane Havre de Grace Harford Short
33 875R Otsego Street Havre de Grace Harford Short
34 875 Otsego Street Havre de Grace Harford Short
35 877 Otsego Street Havre de Grace Harford Short
36 880 Otsego Street Havre de Grace Harford Short
37 850 Otsego Street Havre de Grace Harford Short
38 908 Pulaski Highway Havre de Grace Harford Short
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Table 1 (cont’d)

Properties Determined Not Eligible for NR Listing
No. Name of DOE/Address City County | DOE Form
39 913 Warren Street Havre de Grace Harford Short
40 907 Warren Street Havre de Grace Harford Short
41 910 Pulaski Highway Havre de Grace Harford Short
42 912 Pulaski Highway Havre de Grace Harford Short
43 930 Warren Street Havre de Grace Harford Short
44 926 Warren Street Havre de Grace Harford Short
45 920 Warren Street Havre de Grace Harford Short
46 918 Warren Street Havre de Grace Harford Short
47 916 Warren Street Havre de Grace Harford Short
48 912 Warren Street Havre de Grace Harford Short
49 700 Congress Avenue Havre de Grace Harford Short
50 Elk's Lodge /940 Pulaski Highway Havre de Grace Harford Short
51 942-944 Pulaski Highway Havre de Grace Harford Short
52 944 Pulaski Highway Havre de Grace Harford Short
53 1201 Pulaski Highway Havre de Grace Harford Short
54 1200 Pulaski Highway Havre de Grace Harford Short
55 1301 Pulaski Highway Havre de Grace Harford Short
56 1307 Pulaski Highway Havre de Grace Harford Short
57 1625 Pulaski Highway Havre de Grace Harford Short
58 1633 Pulaski Highway Havre de Grace Harford Short
59 1751 Pulaski Highway Havre de Grace Harford Short
60 1354 Old Post Road Havre de Grace Harford Short
61 1331 Old Post Road Havre de Grace Harford Short
62 1329 Old Post Road Havre de Grace Harford Short
63 1325 Old Post Road Havre de Grace Harford Short
64 1315 Old Post Road Havre de Grace Harford Short
65 807 Broad Street Perryville Cecil Short
66 609 Legion Drive Havre de Grace Harford Short
67 2006 Pulaski Highway Havre de Grace Harford Short
68 1844 Pulaski Highway Havre de Grace Harford Short
69 Mitchell Farm/.1919, 1921 Pulaski Havre de Grace Harford Short
Highway
Havre de Grace Train Station
70 Ruins/Warren Street between North Havre de Grace Harford Short
Adams Street and Juniata Street
71 Broad Street Wye Bridge Perryville Cecil Short
72 Perryville Historic District Perryville Cecil Long
73 400-413 Webb Lane Havre de Grace Harford Long
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4.2.B. PROPERTIES LISTED ON OR DETERMINED ELIGIBLE FOR THE NR

The reconnaissance and intensive level historic architectural sites survey, which FRA/MDOT developed in
consultation with the MHT, resulted in the identification within the Project’s APE of 13 historic
architectural resources that are either listed on or eligible for inclusion on the NR.

None of these 13 significant resources is a National Historic Landmark (NHL). Eleven of them were either
listed on the NR or prior to the Susquehanna River Rail Bridge Project had been evaluated by the MHT as
being eligible for inclusion on the NR. As part of the current Project, FRA/MDOT evaluated two additional
resources, the Perryville Methodist Church and the Perryville Presbyterian Church, as eligible for inclusion
on the NR. In addition, FRA/MDOT evaluated that the nine undergrade bridges (collectively known as the
“Susquehanna River Rail Bridge Overpasses,”) are eligible for inclusion on the NR as part of the NR-
eligible Susquehanna River Rail Bridge historic resource; that the four undergrade bridges at MP 60.51,
60.56, 60.61, and 60.69 contribute to the NR-listed Havre de Grace Historic District; and that the
undergrade bridge at MP 59.39 contributes to the NR-eligible Perryville Railroad Station complex. The
historic architectural resources in the APE that are listed or eligible for listing on the NR are presented in
Table 2, mapped on Figure 5 and Figure 6, and described below.

Table 2
Historic Architectural Resources Within the APE
Eligibility NR- NR-
No. Name/Type Location Criteria Listed | Eligible MIHP
Havre de Grace Historic Havre de
1 District Grace A&C X HA-1125
Southern Terminus,
Susquehanna and Tidewater
Canal — South lock #1 and | Havre de HA-112;
2 Toll House' Grace A&C X HA-113
Havre de
3 Martha Lewis (skipjack) Grace A&C X HA-2189
Rodgers Tavern' Perryville A&C X CE-129
Principio Furnace (Principio|  Cecil
5 Iron Works)? County A&D X CE-112
Perry Point Mansion House CE-146;
and Mill Perryville A&C X CE-244
Perryville Railroad Station | Perryville A&C X CE-1442
Susquehanna River Rail Harford
8 Bridge and Overpasses® County A&C X HA-1712
Perry Point Veterans
Administration (VA)
Medical Center Historic Cecil
9 District County A&C X CE-1544
Crothers House (Furnace
Bay Golf Course Cecil
10 Clubhouse) County C X CE-1566
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Table 2 (cont’d)

Historic Architectural Resources Within the APE

this resource located within the APE.

"Notes resource is also a MHT easement property.
2 Although portions of this property are located in the APE, there are no structures associated with

Woodlands Farm Historic Cecil
11 District4 County A&C X CE-145
Perryville United
12 Methodist Church Perryville A&C X CE-1573
Perryville Presbyterian
13 Church Perryville A&C X CE-1574
Notes:

3 The undergrade bridges at MP 60.51, 60.56, 60.61, and 60.69 contribute to the Havre de Grace

Historic District; the undergrade bridge at MP 59.39 contributes to the Perryville

Railroad Station complex.

*This is an expansion of a boundary for the NR-listed Woodlands Farm.
MIHP: Maryland Inventory of Historic Properties
Sources: MHT Online Resources
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Havre de Grace Historic District (HA-1125)

The Project passes through the Havre de Grace Historic District, which consists of a large part of the City
of Havre de Grace. According to the NR nomination, the historic district is important under NR Criteria A
and C for its architecture, transportation/commerce, and community planning. Each of these themes is
examined below, with special focus on how the area of the historic district in close proximity to the Project
contributes to these themes.

Architecturally, the district contains a mix of nineteenth and early twentieth century residential,
commercial, religious, and industrial buildings. In general, older structures dating to the first half of the
nineteenth century are located in the northern and eastern portions of the district, where settlement arose
around the town’s ferry industry, established in 1695. A fire in 1775 and another in 1813 destroyed much
of the town’s eighteenth century buildings. However, a building boom in the late nineteenth century led
to the construction of a variety of residential and commercial structures, as well as several Victorian
homes. Hence, what survives today is a collection of nineteenth and early twentieth century styles
ranging from Federal, Greek Revival, Gothic Revival, Italianate, Queen Anne, and Classical Revival,
to variations of the Arts and Crafts movement, such as the Shingle and Bungalow styles. The
residential buildings are primarily wood-frame construction, while the commercial buildings and church
and government buildings are mostly constructed of brick and stone (see Figure 7, Photos 3-6).

The close proximity to the Port Deposit Quarry played an important role in the area’s architectural
development, with many houses throughout Harford County using North Harford and Delta slate roofs,
and many buildings constructed with Port Deposit granite. In 1906 this granite was also incorporated
into the Susquehanna River Rail Bridge and undergrade bridges.

A survey of the Havre de Grace Historic District in close proximity to the Project (see photo key in Figure
8 and photos 7-31 in Figure 9 through Figure 21) revealed that there is a mix of mid to late nineteenth and
early twentieth century vernacular structures, many of which have suffered from a loss of architectural
integrity, along with some modern intrusions. Although the NR Nomination Form for the Historic District
does not include a comprehensive list of contributing and non-contributing resources, the form does
estimate that approximately 800 of the 1,100 buildings within the Historic District contribute to its historic
character. As part of the current study, the structures adjacent to the Project Site, which have the greatest
potential to be affected, were evaluated to assess whether or not they contribute to the significance of the
historic district, using an approximate 1930 end date for the district’s period of significance.
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As shown in Figure 22, there are only a few contributing historic resources south of the tracks, including:

e American Legion Building, 501 St. John Street (see Figure 9, Photo 8)

e 2-story frame residential structure, 511 Warren Street (see Figure 10, Photo 10)

e 2Vs-story frame multi-family structure, 552 Warren Street (see Figure 12, Photo 13)

e Room at the Cross Mission Church, 429 N. Stokes Street (see Figure 12, Photo 14)

North of the tracks, however, the majority of the houses are considered contributing, including:

o  Cluster of early twentieth century bungalow style houses located on Warren Street between N. Adams
Street and N. Juniata Street and on N. Adams Street between the NEC and Morrison Lane (see Figure
13 and Figure 14, Photos 16-17)

o Cluster of late nineteenth century / early twentieth houses located on Otsego Street between N. Adams
Street and N. Stokes Street (see Figure 15, Photo 20).

e Two mid-nineteenth century houses at the southeast corner of Otsego Street and N. Stokes Street (see
Figure 16, Photo 22)

e 2)s-story 3-bay vernacular Gothic Revival style house, 518 N. Stokes Street (see Figure 17, Photo 24)

e Mid-nineteenth century vernacular French Second Empire style house, 571 Otsego Street (see Figure
18, Photo 25)

e Cluster of late nineteenth / early twentieth century structures at the intersection of Otsego Street and
Water Street (see Figure 19 and Figure 20, Photos 27-30)

Despite the number of contributing historic resources within close proximity to the Project Site, a
windshield survey of the entire historic district revealed that the more high style buildings in the district
are located south of the Project Site, with many examples along Union Street. Therefore, even though
there are some individual structures or clusters of houses that contribute to the significance of the
historic district, the immediate vicinity of the Project Site is not one of the strongest areas within the
historic district in terms of architectural integrity.

The district is historically significant for two themes related to its physical location along the Susquehanna
River: as a major commercial and transportation center in northern Maryland, and for its community
planning.

Transportation was important throughout Havre de Grace’s history, starting as early as William
Claibourne’s trading post established on Garrett Island in 1637, continuing with John Rodgers’ eighteenth
century ferry with a tavern on each side of the river, and continuing throughout the nineteenth century with
the establishment of the rail line crossing through Havre de Grace. As summed up by the NR nomination:
“Historically, this town, which was founded in the 18" century, has been a major commercial and
transportation service center in this section of the state,” and “More than one era of commercial
transportation is indicated by the alignment of the Old Post Road, the canal and lockhouse and the
trestles and bridges of the Pennsylvania railroad.”

The Project’s APE is integral to the historic theme of transportation because it contains the existing 1906
Pennsylvania Railroad bridge and the raised bridge approach as well as four of the undergrade bridges
constructed at the same time as the bridge across the river (the North Freedom Lane Undergrade Bridge
at Mile Post (MP) 60.51; the North Stokes Street Undergrade Bridge at MP 60.56; the Centennial Lane
Undergrade Bridge at MP 60.61; and the North Adams Street Undergrade Bridge at MP 60.69). These
rail structures relate to Havre de Grace’s history as a major commercial and transportation center and are
therefore considered contributing features of the historic district. In addition, the Project’s APE includes
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the extant piers of the 1866 railroad bridge, the canal and locktender’s house, and the site of the
eighteenth century ferry crossing.

In terms of community planning, the NR nomination states that “The streetscapes of Havre de Grace are
defined by a grid pattern that is sensitive to the fact that the town is situated in the unique setting where
a major river meets the Chesapeake Bay. With at least two wide boulevards that end with waterfront vistas
and a system of alternating streets and alleys, most of which do the same, there is little doubt that Havre
de Grace is a ‘planned’ waterfront community.” “Another aspect of Havre de Grace’s vistas that should not
be forgotten relates not only to how the water is seen from in town but to the image which the town projects
to the river and Bay.”

Within the APE, the properties in close proximity to the river have a direct view of the water, although
there are some large facilities, including marinas and large housing complexes, that block some of the
views from structures further removed from the waterfront. Immediately adjacent to the rail line, the main
view towards the river is dominated by the bridge and its approaches. The city’s traditional layout that
includes streets and alleys is represented in close proximity to the tracks, with both Freedom Lane and
Centennial Lane crossing under the rail line via small stone arch bridges.

Southern Terminus, Susquehanna and Tidewater Canal - South Lock #1 and Toll House (HA-112;
HA-113)

The Southern Terminus, Susquehanna and Tidewater Canal - South Lock #1 and Toll House (see Figure 23,
Photo 32) (NR-listed) is located north of Erie Street and east of Park Drive at the north end of Havre de
Grace on the western bank of the Susquehanna River (approximately one quarter-mile north of the Project
Site). The canal was chartered by Maryland and Pennsylvania and opened in 1839. The canal was part of a
waterway system for shipping goods up the Chesapeake Bay to New York, Pennsylvania, New Jersey,
Delaware, and Maryland. Thus, Havre de Grace, at the southernmost terminus of the canal, became an
important shipping point by the early 19th century for goods traveling north. However, by 1900, the canal,
unable to compete with the dominance of the railroad, fell into disuse. Although most of the canal is no
longer extant, the portion in Havre de Grace is well preserved. Also still standing on the site is the Lock
Master’s house (or Lock House/Toll House), the foundation of a bulkhead wharf along the river, and the
outlet lock of the canal. The two-story, five-bay Lock House is constructed of brick laid in an American-
bond pattern and has a hipped roof. The northeast elevation once had a one-story porch along the entire front
fagade. The porch on the southwest facade was a later addition. The house has two entrances at either end of
both the northeast and southeast facades, a sawtooth cornice, and two four-over-four windows with sidelights
on the first floor of the northeast elevation. Most of the original six-over-six windows have been replaced
with one-over-one windows. The Southern Terminus, Susquehanna and Tidewater Canal - South Lock #1
and Toll House are listed on the NR under Criterion A based on their association with a larger canal system
that served five states and facilitated the development of Havre de Grace as a major transportation and
economic center in the nineteenth century, and Criterion C for its engineering significance. The MHT holds
a preservation easement on this property, which requires that the MHT be provided an opportunity to review
any proposed alterations.
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Martha Lewis (Skipjack [HA-2189])

The Skipjack Martha Lewis (NR-listed) was built by the noted boat builder, Bronza Park, in 1955 and
is one of the 35 surviving traditional Chesapeake Bay skipjacks built specifically for the purposes of oyster
dredging. The ship is a wooden-hulled, 46.2-foot-long, V-bottom two-sail bateau built using traditional
construction methods. The boat has a permanent docking place at Millard Tydings Memorial Park in Havre
de Grace, but at the time the historic sites survey was conducted, the boat was undergoing restoration
at Frank J. Hutchins Memorial Park, located approximately one half-mile south of the Project Site. The
Skipjack Martha Lewis is listed on the NR under Criterion A for its association with historic events and
under Criterion C for embodying a method of construction that represents the work of a master.

Rodgers Tavern (CE-129)

Rodgers Tavern (NR-listed) is located on the north side of Broad Street in Perryville, approximately
300 feet east of the Susquehanna River Rail Bridge (see Figure 24, Photo 33). The two-and-a-half-story,
coursed-stone structure dates to the mid-eighteenth century. It was a popular stop for travelers waiting
for the ferry service to Havre de Grace, including George Washington, who lodged there in 1775 and
again in 1795. Other prominent visitors included Martha Washington, Marquis de Lafayette, and
Lieutenant General Rochambeau. John Rodgers, whose son, Commodore John Rodgers, was a
renowned naval hero in the War of 1812 and was appointed Secretary of the Navy in 1823, purchased
the tavern in 1780. Prior to his ownership, the tavern was operated by William Stephenson, possibly as
early as 1745. John Rodgers ran the tavern until his death in 1791, after which his wife carried on the
business. The side-gabled structure has two end chimneys and two four-over-four windows in each gable.
A colonnade along the front of the basement on the south facade supports a pillared porch above. The
porch is accessed by a short flight of steps on the east side. A central door flanked by six-over-six
windows is located at the basement level, and a central door with a transom window flanked by two
twelve-over-twelve windows on each side is located on the first floor. Rodgers Tavern is listed on the NR
under Criterion A based on its association with prominent national figures such as George and Martha
Washington, Marquis de Lafayette, and Lieutenant General Rochambeau. The tavern is also listed under
NR Ceriterion C as an example of eighteenth century building construction and materials.

In accordance with an easement that the Society for the Preservation of Maryland Antiquities (“grantor”)
deeded to the Maryland Historical Trust (“grantee”) in 1976 and amended in 1986, there is a preservation
easement on the interior and exterior of the tavern as well as the associated land. As a result of the covenant,
the grantor has agreed to keep and maintain the property and to allow the grantee an opportunity to review
any proposed alterations.
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Principio Furnace (Principio Iron Works [CE-112])

The Principio Iron Works (NR-listed) is located at 1723 Principio Furnace Road (see Figure 25, Photo 34).
Although the buildings associated with the historic resource are located approximately one-half mile north
of the Project Site, the southwest corner of the property (containing only a wooded area) is located in the
study area. The Principio Furnace was the first iron furnace in Maryland and one of the first in the United
States. Joseph Farmer, tasked by a group of English businessmen to explore the possibility of establishing
an iron foundry in the colonies to supplement Britain’s diminishing production, was sent to America in
1715. By 1719, Farmer, ironmaster John England, and a group of indentured servants that were skilled iron
makers began producing small amounts of iron on land purchased in Maryland. The Principio Company
was formed shortly thereafter, and construction of the first blast furnace began on property purchased on
land adjacent to Principio Creek. The Principio Company quickly expanded and built another furnace in
Cecil County, as well as one in Baltimore and one in Virginia on land leased from George Washington’s
father, Augustine Washington. Of the approximately 50 tons of pig iron exported to Britain between 1718
and 1755, it is estimated that about one-half came from the four furnaces owned by the Principio Company
in Maryland and Virginia. The Principio Furnace produced cannon balls during the American Revolution
for the Continental Army and during the War of 1812 before the British set fire to the works in 1813. The
site and its ruins were purchased by Joseph Whitaker and his partners in 1836, and the iron works were
reconstructed and a new blast furnace opened in 1837. In 1921, the Principio Iron Works became part of
the Wheeling Steel Company and produced iron until 1925. Several outbuildings, a Second Empire style
office building with a cupola and dormer windows in the mansard roof, and portions of the 1836 furnace
survive today. The Principio Iron Works is listed on the NR under Criterion A based on its association with
the country’s early industrial development and under Criterion D for its archaeological potential.

Perry Point Mansion House and Mill (CE-146; CE-244)

The Perry Point Mansion House and Mill (see Figure 25, Photo 35) (NR-listed) is located south of the
Perry Point Veterans Administration Medical Center at the mouth of the Chesapeake Bay, approximately
one-half mile south of the Project Site. This mid- to late- eighteenth century, two-and-a-half-story Georgian
mansion was home to the Stump family until 1918 when the house and the approximately 516-acre farm
were sold to the federal government for $150,000. During the Civil War, John Stump turned his farm over
to the Union Army for the training of army mules and for quartering soldiers in his house. The stuccoed
brick house has a hipped roof and double-end chimneys. Two gabled dormer windows are located in the
roof of the north and south facades, and one gabled dormer window is located in between the chimney
stacks on the east and west facades. The house has a two-story, wood frame east wing added in the
nineteenth century, and a later rear addition. The windows throughout the original portion of the house
and the east wing are six-over-six. The semi-circular dormer windows are framed by pilasters and have a
keystone above the apex of the arch. The front door is flanked by sidelights and framed with a broken
pediment and fluted pilasters. The stone gristmill, located approximately 450 feet south of the mansion on
the Susquehanna River, has six-over-six windows and a central wooden door on each floor of the east and
west facades. The east facade of the mill is two-and-a-half stories, but the west fagade facing the river is
three-and-a-half stories with the basement opening onto the shore. The third-floor door of the west
fagade was used to hoist in un-milled grain, while the second-floor door was used for machinery and the
first-floor door was used to transport the milled grain to a boat via a ramp. The Perry Point Mansion House
and Mill is listed on the NR under Criterion A because of its significance as a large nineteenth century
farm owned and operated by a prominent local family and because of its association with housing Union
Army soldiers during the Civil War, and under Criterion C for architectural significance.
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Perryville Railroad Station (CE-1442)

The Perryville Railroad Station (see Figure 26, Photo 36), located at 650 Broad Street, was determined
eligible for listing on the NR under Criteria A and C due to its association with the larger pattern of system-
wide upgrades during the railroad industry’s golden age and as an example of an early twentieth century
Colonial Revival style train station. The station was constructed circa 1905 by the Philadelphia, Baltimore,
and Washington (PB&W) Railroad Company. The two-story, Colonial Revival, Flemish-bond brick
building has glazed headers, a hipped roof, quoins, and a modillion cornice. The south facade facing the
tracks has a projecting central entrance bay with a Palladian window above the name of the station,
“Perryville,” engraved in stone. The entrance, formerly a multi-pane window that was later expanded into a
door, consists of a half-glazed door flanked by sidelights and a transom. Two multi-pane windows are
located on the first floor of each side of the central projecting entrance bay, above which are lunette
windows with stone keystones and imposts on the second floor. Gabled dormer windows with round-
arched, multi-pane windows are located in the hipped roof. Stone panels carved with the date “1905”
and the initials “P.B.W.” are located in between the lunette windows on the second floor. A one-story
canopy extends past the east and west elevations along the main facade. A chimney is located on the
north facade, enclosed by a one-story entrance addition.

There are two railroad-related structures that are located in close proximity to the Perryville Station and
contribute to its historic significance: the Perry Interlocking Tower (see Figure 26, Photo 37), and the ashlar
stone-arch Perryville Railroad Station Undergrade Bridge at MP 59.39 (see Figure 27, Photo 38). The two-
story, Flemish-bond brick interlocking tower, located southwest of the station, was constructed circa 1905.
The building has a hipped roof, multi-pane and one-over-one windows, and an addition that encloses the
chimney on the south facade. The stone bridge underneath the rail line is one of nine undergrade bridges
that were built during the Pennsylvania Railroad (PRR)’s 1904-1906 building campaign when the PRR
constructed the Susquehanna River Rail Bridge. As the nine undergrade bridges have been evaluated as
eligible for inclusion on the NR for their association with the main bridge, the bridge under the Perryville
Station platform is significant both for its contribution to the station as well as to the Susquehanna River
Rail Bridge.

Amtrak Railroad or Perryville Road Bridge over the Susquehanna River and Overpasses (HA-
1712)

The Amtrak Railroad or Perryville Road Bridge (see Figure 27, Photo 39), also known as the Susquehanna
River Rail Bridge (NR-eligible), was constructed in 1906 by the Pennsylvania Railroad. The bridge, set on
stone piers, is a swing bridge with a movable span that rotates horizontally to open (using a center pivot
mounted on a pier in the river) to allow boats to pass. The bridge is comprised of 18 spans, which are
numbered from north to south. The spans are not all of equal length. Spans 1 and 18, adjacent to the
abutments, are 192 feet long; Spans 2 through 9 are each 255 feet long; and Spans 11 through 17 are
approximately 196 feet long. The movable center swing span (Span 10) is 277 feet long and is composed
of a riveted-steel through truss (where the rail track travels within the truss framework). The remaining 17
spans are open deck, pin-connected steel trusses, where the rail track travels on top of the span. The vertical
height of the deck truss spans is approximately 30 feet. The vertical height of the swing span varies from
30 to 42 feet. The bridge, designed to carry heavier railroad traffic, was built next to an existing railroad
bridge whose 1866 wooden trusses set on granite pilings were replaced with iron trusses in 1880. Following
completion of the new bridge in 1906, the adjacent railroad bridge was converted to a vehicular bridge until
it was dismantled in 1943. The granite pilings, located approximately 120 feet south of the Susquehanna
River Rail Bridge, were left intact. These were determined not eligible for listing on the NR by MHT in
2007. The Amtrak Railroad or Perryville Road Bridge was determined eligible for listing on the NR under
Criteria A and C as an example of an early twentieth century railroad bridge built by an important American
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railroad company and as an example of engineering that acknowledges two different modes of
transportation.

As part of this Project, nine bridges that were historically associated with the Susquehanna River Rail
Bridge were determined NR eligible, also under Criteria A and C, and the existing NR eligibility
determination for the Susquehanna River Rail Bridge was modified to include these bridges. These
nine bridges, collectively called the “Susquehanna River Rail Bridge Overpasses,” are undergrade bridges
that carry the NEC over various streets, access roads, and streams in Perryville and Havre de Grace. They
were constructed as part of the 1904-1906 building campaign undertaken by the Pennsylvania Railroad
that also included the Susquehanna River Rail Bridge. The nine bridges include: the North Stokes Street
Undergrade Bridge; the North Freedom Lane Undergrade Bridge; the Centennial Lane Undergrade Bridge;
the North Adams Street Undergrade Bridge; the North Juniata Street Undergrade Bridge; the Lily Run (or
Lewis Run) Undergrade Bridge; the Access Road Undergrade Bridge; the Perryville Railroad Station
Undergrade Bridge (which is also a contributing element to the Perryville Railroad Station complex); and
the Mill Creek Undergrade Bridge. The bridges are constructed of the same materials as the Susquehanna
River Rail Bridge, including Allegheny Mountain sandstone, Port Deposit granite, and (in the case of some
bridges) steel. Some are stone-arch bridges; others consist of steel plate girders atop stone abutments. They
are visibly consistent in construction style, with the same distinctive quarry-faced granite ashlar facing.
In terms of construction materials, engineering, and design, the bridges relate to each other and to the
Susquehanna River Rail Bridge, and they share a history as part of an important construction effort
undertaken by the Pennsylvania Railroad in the early twentieth century. Overall, the bridges retain a high
degree of historic integrity.

In addition, due to the importance of transportation to the history of the Havre de Grace Historic District,
the Susquehanna River Rail Bridge and the four bridges within the Havre de Grace Historic District (at MP
60.51, 60.56, 60.61, and 60.69) contribute to the historic district’s significance.
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Perry Point Veterans Administration Medical Center Historic District (CE-1544)

The Veterans Administration (VA) Medical Center (see Figure 28, Photo 40) at Perry Point (NR-
eligible) was developed primarily in the 1920s through the 1940s as a neuro-psychiatric treatment facility
for military veterans. The architectural style and site layout reflect design principles developed by the
VA during this period, which emphasized using architectural styles compatible with the local vernacular
architecture and siting buildings to maximize landscaping views. Thus, the residential buildings at the
VA Medical Center are primarily Colonial Revival style, and the site design maximizes views of the
Susquehanna River and Chesapeake Bay. The closest buildings associated with the VA Medical Center
are located approximately 550 feet south of the Project Site, primarily along Avenues A, B, C, and D, and
2nd and 3rd Streets. The VA Medical Center at Perry Point was determined eligible for listing on the NR
under Criterion A for its association with the growth of the federal government’s provision of neuro-
psychiatric treatment for military veterans and under Criterion C as a cohesive collection of buildings.

Crothers House (Furnace Bay Golf Clubhouse [CE-1566])

The Crothers House (see Figure 28, Photo 41) (NR-eligible), which is currently used as the clubhouse for
the Furnace Bay Golf Course, was built in 1936 as a residence for Omar and Margaret Crothers, both of
whom would serve in the Maryland State Senate in the 1950s. The two-and-a-half story, coursed fieldstone,
Colonial Revival residence is T-shaped and has recessed, two-story side wings flanking the central block.
The northwest facade of the central entrance block has five bays and a pedimented portico projecting from
the entrance with a denticulated cornice and gable supported by fluted Tuscan columns. The door has a
round-arched transom window and is flanked by sidelights and fluted pilasters. The double-hung sash
windows have wood sills and fieldstone jack arches with keystones. The windows on the first floor are
eight-over-twelve, while the second floor windows are eight-over-eight. The central block has gable-end
chimneys and five dormer windows with double-hung, six-over-six windows corresponding to the bays
below. The roof of the building is clad in slate shingles. The first floor of the southwest wing has multipane
windows, while the second floor is an enclosed sun porch with multipane windows and panels below.
Engaged columns set on tall bases flank the windows on the second floor of the west facade of the southwest
wing, while pairs of these columns frame pairs of the multipane windows on the second floor of the south
facade of this wing. The rear T portion of the original building is flanked by later twentieth century, vinyl-
and wood-clad additions. The Crothers House was determined eligible for listing on the NR under Criterion
C for its architectural significance as an example of a Colonial Revival house associated with early twentieth
century estates for the wealthy and for its notable architectural features.
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Woodlands Farm Historic District (CE-145)

The Woodlands Farm Historic District (NR-eligible) is an extension of the boundary of the NR-listed
Woodlands property north of Maryland Route 7 to include the Woodlands Farm South Complex. The NR-
listed Woodlands property consists of a main house and several outbuildings set on 69 acres. The original
portion of the two-and-a-half story, three-bay stucco-clad main house was constructed circa 1810-1820.
Subsequent later additions dating to the 1840s were unified with the original structure through the addition
of Greek Revival-style architectural elements, such as the entrance portico. The Woodlands Farm South
Complex is located to the south across Maryland Route 7 and consists of a 347-acre farm containing
numerous nineteenth century buildings, including several barns, a tenant house and garage, a blacksmith
shop, a bullpen, a foreman’s house and garage, a bungalow, and a springhouse. This complex of buildings
has been owned continuously by the Coudon family since 1822. Although the Coudon family stopped
farming operations in 1970, they have since leased the buildings and equipment to other farmers. The
Woodlands Farm South Complex was determined eligible for listing on the NR under Criteria A and C
due to its association with the evolution of the agricultural industry in Cecil County from the early
nineteenth to late twentieth centuries, and as representing a cohesive collection of mostly intact
agricultural buildings dating to the nineteenth century.

Perryville United Methodist Church (CE-1573)

As part of this Project, the Perryville United Methodist Church (see Figure 29, Photo 42) was
determined to be NR eligible. The Perryville United Methodist Church was constructed in 1896, 30 years
after the founding of the congregation. To accommodate the growing congregation and a new Sunday
School, an addition was added to the south facade of the Church between 1923 and 1943, according to
Sanborn Fire Insurance maps. A Queen Anne-style Parsonage was erected north of the Church circa
1905. A Church House, donated by Mr. and Mrs. William H. Cole, a prominent local family, was erected
immediately south and west of the Church in 1928. The Church property retains a high degree of historic
integrity. Although an addition altered the south fagade of the Church, the change occurred in the Church’s
early history and is historic in its own right, and exemplifies the Church’s expansion to meet the needs of a
growing congregation during Perryville’s period of prosperity. The Church House has had few alterations,
mainly consisting of changes to the entrance and the installation of replacement windows after a 1991
gas explosion from an adjacent building. The Parsonage, although somewhat altered, has been associated
with the Church since its initial construction and retains its original massing and fenestration pattern. The
Church, Parsonage, and Church House were determined eligible for the NR under Criterion A for their role
in the history of the local development of the Methodist Church and under Criterion C as examples of Gothic
Revival-style ecclesiastical architecture. They retain a high degree of historic integrity.

Perryville Presbyterian Church (CE-1574)

As part of this Project, the Perryville Presbyterian Church (see Figure 29, Photo 43) was determined to be
NR eligible. The Perryville Presbyterian Church was constructed circa 1892, four years after the founding
of the congregation. The prominent local Stump family was instrumental in financing the construction of
the church. The building was originally constructed on the present site of the Perryville Train Station. When
the Station was built from 1904-1905, the church was moved approximately one block to its present location
at 710 Broad Street. The Stumps purportedly donated the land for the second site as well. The church is a
fine regional example of the Gothic board-and-batten church architecture initially popularized by Richard
Upjohn in the 1850s, and adapted for use across North America through the second half of the nineteenth
century. The church appears to retain a high degree of historic integrity. Although the building was moved,
the move occurred within the earliest period of the church’s existence and was orchestrated and overseen
by the same group responsible for the church’s initial construction. Therefore, the church is considered to
retain historic significance and integrity on its present site. It was determined eligible for the NR under
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Criterion A for its role in the local history of the Presbyterian Church and under Criterion C as a fine
example of a Gothic board-and-batten church.

4.2.C. SUMMARY

As described above, a historic architectural resources survey conducted for the Project resulted in the
identification of 13 architectural resources in the APE. Six of these are listed on the NR; five were previously
determined eligible for NR listing; and two were determined NR-eligible as part of this Project. In addition,
a series of rail undergrade bridges were newly identified as contributing components to other historic
resources (all nine contribute to the NR-eligible Susquehanna River Rail Bridge; the four undergrade bridges
at MP 60.51, 60.56, 60.61, and 60.69 contribute to the NR-listed Havre de Grace Historic District; and the
undergrade bridge at MP 59.39 contributes to the NR-eligible Perryville Railroad Station complex.)
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5. EFFECTSASSESSMENT

Following the identification of historic architectural resources within the APE, FRA/MDOT evaluated the
potential for the Project to affect these resources; considered measures to avoid, minimize, or mitigate
adverse effects; and solicited input from consulting parties (see Appendix B) and the general public.

The ACHP’s regulations to implement Section 106 of the National Historic Preservation Act (36 C.F.R.
Part 800) state that “Effect means alteration to the characteristics of a historic property qualifying it for
inclusion in or eligibility for the National Register” (36 C.F.R. Part 800.16][i]). If a proposed undertaking
will have an effect on a NR-listed or eligible resource, the regulations call for an evaluation as to whether
or not the effect will be adverse: “An adverse effect is found when an undertaking may alter, directly or
indirectly, any of the characteristics of a historic property that qualify the property for inclusion in the NR
in a manner that would diminish the integrity of the property’s location, design, setting, materials,
workmanship, feeling or association...Adverse effects may include reasonably foreseeable effects caused
by the undertaking that may occur later in time, be farther removed in distance or be cumulative.” (36
C.F.R. Part 800.5 [1]).

Adverse effects on historic properties include, but are not limited to:

e Physical destruction, damage, or alteration of all or part of the property;

e Isolation of the property from or alteration of the character of the property’s setting when that character
contributes to the property’s qualification for the NR;

e Introduction of visual, audible or atmospheric elements that are out of character with the property or
alter its setting;

o Neglect of a property resulting in its deterioration or destruction; and
e Transfer, lease, or sale of the property (36 CFR Part 800.5[2]).

The proposed concept plans for Alternatives 9A and 9B were evaluated for their potential effects on the
following identified historic architectural resources within the APE-Architectural History: Susquehanna
River Rail Bridge and Overpasses, Havre de Grace Historic District, Southern Terminus, Susquehanna and
Tidewater Canal — South Lock #1 and Toll House, Martha Lewis (Skipjack), Rodgers Tavern, Principio
Furnace (Principio Iron Works), Perry Point Mansion House and Mill, Perryville Railroad Station, Perry
Point Veterans Administration Medical Center Historic District, Crothers House (Furnace Bay Golf
Clubhouse), Woodlands Farm Historic District, Perryville United Methodist Church, and Perryville
Presbyterian Church.

5.1. SUSQUEHANNA RIVER RAIL BRIDGE AND OVERPASSES

The Susquehanna River Rail Bridge and nine undergrade bridges, which were all constructed during the
same 1904-1906 building campaign by the Pennsylvania Railroad, are eligible for listing on the NR under
Criteria A and C. Because all ten bridges will be impacted, the effect of the Project on the bridges was
evaluated in accordance with the criteria for adverse effect.

In accordance with Section 106, FRA/MDOT first considered whether the program goals could be met
through rehabilitation of the existing Susquehanna River Rail Bridge. The Section 106 regulations define
“Physical destruction, damage, or alteration of all or part of the property” as an adverse effect; therefore,
demolition of the NR-eligible bridge would constitute an adverse effect. In the summer of 2013, Amtrak
commissioned an engineering inspection of the Susquehanna River Rail Bridge (with a supplemental
specialty pin testing program in the summer 2014), which indicated that the bridge superstructure is in
poor to fair structural condition. The inspection revealed that the cracks and worn pin joints allowing
movement are so extensive in the pin-connected trusses and represent such a major portion of the overall
bridge system that it is not deemed economical, prudent, or feasible to continue on this course of ongoing
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repair. Piecemeal repairs of fatigue cracks due to corrosion and section loss and out-of-plane bending,
replacement of missing fasteners and patching holes in primary support members will not restore
bridge members to their original condition, as the fatigue damage has already been done.

The recommended repairs in the inspection report address specific deficiencies, but their implementation
would not bring the bridge into a state of good repair. A state of good repair assumes bridge management
practices that minimize asset life-cycle costs and avoid service disruption and load restrictions as well as
providing a reliable factor of safety. These goals cannot be achieved with a 100-year-old bridge that
contains thousands of fractured critical members whose remaining fatigue life cannot be precisely
determined. The engineering report concluded that the only practical way to restore this bridge to a state of
good repair would be to replace the fatigue-damaged pin-connected deck truss spans with truss spans of
modern design. Attempting major reconstruction of the existing truss superstructures or span-by-span
replacement would be prohibitively costly and technically infeasible to perform without causing significant
rail operation disruptions. Furthermore, substantial capital expenditures would be required to rehabilitate
and strengthen piers and foundations to meet current design criteria and to mitigate seismic forces that were
not considered in the original design.

Conversion of the swing bridge into a lift bridge during rehabilitation was also considered during
conceptual engineering, since conversion to a lift bridge would permit the new bridge to be built closer to
the existing bridge. Under this scheme, only one new bridge would be built and the rehabilitated
existing bridge would be retained. However, due to the condition of the bridge and its advanced age, this
option is still problematic and cost ineffective as it would retain a more than 100-year-old structure that is
in deteriorated condition. It would not satisfy the Project’s purpose and need, and would not meet the
Project goal to optimize existing and planned infrastructure and accommodate future freight, commuter,
intercity, and high-speed rail operations.

Rehabilitating the existing bridge for non-rail use also did not pass the fatal flaw screening. The span over
the navigation channel would need to be replaced to provide the necessary vertical clearance for mariners,
with transition ramps from the existing trusses. The center swing-span pier and several approach spans
would need to be removed. Retaining the area occupied by the existing bridge for non-rail use would
negatively affect the new rail bridge alignments by increasing right-of-way impacts and/or reducing the
achievable speed.

Therefore, FRA/MDOT determined that the rehabilitation alternative is not suitable for either continued
freight and/or passenger rail use or non-rail use, due to the current condition of the bridge and the
infeasibility of reconstructing the bridge to a state of good repair without significant rail operations
disruptions and prohibitive costs. As a result, both Project alternatives under consideration, Alternatives 9A
and 9B, include demolition of the Susquehanna River Rail Bridge.

Although the adverse effect of demolishing the bridge cannot be avoided, FRA/MDOT considered partially
minimizing the adverse effect by designing the two new bridges and their piers to be compatible with the
character defining features of the historic bridge. The character defining features of the existing bridge
include its traditional railroad architecture, especially its metal trusses, its central projecting section, and its
use of Allegheny Mountain sandstone and Port Deposit granite. Amtrak is considering four alternative
bridge designs and four pier designs for the proposed new bridges. The bridge designs, and the extent to
which they would minimize the adverse effects, are listed below (in descending order of the degree to which
the new design helps to minimize the adverse effect of the removal of the historic bridge):

e The bridge alternative in Figure 30, Photo 44 combines deck truss approach spans with a through truss
main span and is therefore closest to the original bridge in design. Overall, this design rates high in
terms of its ability to minimize the adverse effect of demolishing the historic bridge.
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o The bridge alternative in Figure 30, Photo 45 maintains a through truss center span, yet replaces the
deck truss construction with a girder deck. Although this is a change from the existing bridge, a girder
is a traditional rail design and therefore appropriate for the replacement of a historic bridge. Overall,
this design rates medium in terms of its ability to minimize the adverse effect of demolishing the
historic bridge.

e The bridge alternative in Figure 31, Photo 46 replaces the through truss of the center span with an arch
and the deck truss construction with a girder deck. Although this is a change from the existing bridge,
both arch construction and deck girders are traditional rail design and therefore appropriate for the
replacement of a historic bridge. Overall, this design rates medium in terms of its ability to minimize
the adverse effect of demolishing the historic bridge.

e The bridge alternative in Figure 31, Photo 47 replaces the through truss of the center span with an arch
and the deck truss construction with a girder deck. The use of arch construction is traditional rail design;
however, the remaining design elements, especially the delta piers (see Figure 32, Photo 48), are not
compatible with a historic bridge. Overall, this design rates low in terms of its ability to minimize the
adverse effect.

Three of the proposed pier designs, an arched “keyhole” (see Figure 32, Photo 49), a fluted (see Figure
33, Photo 50), or a wall (see Figure 30, Photos 44-45) have a traditional design and would therefore help
to minimize the adverse effect of demolishing the bridge. These piers could be used with any of the three
truss or girder bridge alternatives shown in Photos 44-46. The delta piers shown in Photos 47-48 have a
modern look and would not minimize the adverse effect of demolishing the bridge.

The four bridge designs have been shown to consulting parties and the general public at several meetings,
including on December 10, 2014, November 10, 2015, and April 14, 2016. The design alternative that
received the strongest support was the one with a deck girder and central arch (shown in Figure 31, Photo
46), primarily due to the more open look of this design.

The Susquehanna River Rail Bridge’s stone is an important character defining feature, especially because
of the use of Port Deposit granite from a local quarry. The adverse effect of the bridge’s demolition could
be somewhat minimized by incorporating stone into the two new bridges. However, FRA/MDOT have
determined that using stone in the new bridge is not feasible as it would not meet current engineering design
standards. In addition, as indicated above, public comment favors a more open pier design (see further
discussion on the importance of viewsheds in conjunction with the Havre de Grace Historic District.)

In addition to adversely affecting the Susquehanna River Rail Bridge itself, the Project would impact the
nine associated masonry rail undergrade bridges that carry the NEC, listed from north to south and shown
on the aerial photos in Figure 34 to Figure 35:

e Mill Creek Undergrade Bridge, MP 59.00: a stone-arch bridge with stone abutments resting on
spread footings. The bridge appears to remain largely intact, although an I-beam that runs along the
edge of the deck is anchored on either end with concrete that appears to be a later repair. The Project
calls for the construction of a precast concrete culvert extension on the east side of the tracks (see
Figure 36, Photo 51).

e Perryville Railroad Station Undergrade Bridge, MP 59.39: a stone-arch masonry structure with stone
abutments on spread footings. The Project calls for the construction of a precast concrete culvert
extension on the east side of the tracks (see Figure 36, Photo 52).

e Access Road Undergrade Bridge, MP 59.52: a two-span concrete-encased steel-stringer bridge that
sits on stone abutments and a central steel pier, both founded on spread footings. The bridge’s
masonry abutments, steel pier, and steel deck do not appear to have been substantially altered. The
Project calls for the current structure to be replaced with a precast concrete culvert and the existing
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abutments to be partially demolished and buried in fill. In addition, the new bridge will extend
beyond the limits of the current structure to the east and the west (see Figure 37, Photos 53-54).

e North Freedom Lane Undergrade Bridge, MP 60.51: a stone-arch bridge that consists of a masonry
arch and abutments (or wing walls) on spread footings that retain the embankment on which the NEC
runs in the area. The bridge appears to be in good condition and does not appear to have been visibly
altered since its construction as part of the 1904-1906 bridge. The Project calls for the construction of
a precast concrete culvert extension on the east and west sides of the tracks (see Figure 38, Photos 55-
56).

e North Stokes Street Undergrade Bridge, MP 60.56: bridge comprised of stone abutments (or wing
walls) on spread footings supporting steel plate girders. The deck appears to be constructed of
reinforced concrete. The masonry abutments and steel plate girders appear to date to the original
1904-1906 construction of the bridge. The Project calls for removal of a portion of the existing stone
masonry abutment on the west side of the tracks and construction of new concrete abutments on both
sides of the tracks (see Figure 39, Photos 57-58).

e Centennial Lane Undergrade Bridge, MP 60.61: a stone-arch bridge that consists of a masonry
arch and abutments on spread footings. The bridge appears to be in good condition and does not
appear to have been visibly altered since its construction as part of the 1904-1906 bridge. The Project
calls for the construction of a through plate girder bridge on a concrete abutment on the east side of the
tracks for Alternative 9A and a precast concrete culvert extension on both sides of the tracks for
Alternative 9B (see Figure 40, Photos 59-60)

o North Adams Street Undergrade Bridge, MP 60.69: The bridge consists of two single- track steel
plate girder decks atop stone masonry abutments on spread footings. The masonry abutments and
steel plate girders appear to date to the original construction of the 1904-1906 bridge. Some repairs
to the upper portions of the masonry abutments are evident. The concrete deck appears to have been
replaced and the deck platform appears to have been extended with a metal plate supported by metal
brackets affixed to outer sides of the concrete decking. The Project calls for construction of a new
concrete abutment on the east side of the tracks and a concrete abutment extension on the west side (see
Figure 41, Photos 61-62).

e North Juniata Street Undergrade Bridge, MP 60.77: The bridge consists of four single- track plate-
girder decks atop stone abutments with spread footings. The masonry abutments and steel plate
girders appear to date to the original construction of the 1904-1906 bridge. The concrete deck appears
to have been replaced and the deck platform appears to have been extended with a metal plate supported
by metal brackets affixed to outer sides of the concrete decking. The Project calls for construction of a
new concrete abutment on the east side of the tracks (see Figure 42, Photo 63).
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e Lily Run (or Lewis Run) Undergrade Bridge, MP 60.85: The bridge is a stone-arch culvert comprised of
stone abutments on a spread footing. The Project proposes to span over the flood plain with a multi-
girder bridge, thereby avoiding the need to extend the culvert (see Figure 43, Photo 64).

As explained in the historic sites survey evaluation, these bridges relate to both the history and the design
of the Susquehanna River Rail Bridge:

The bridges are constructed of the same materials as the Susquehanna River Rail Bridge,
including Allegheny Mountain sandstone, Port Deposit granite, and (in the case of some bridges)
steel. Some are stone-arch bridges; others consist of steel plate girders atop stone abutments.
They are visibly consistent in construction style, with the same distinctive quarry-faced granite
ashlar facing. In terms of construction materials, engineering, and design, the bridges relate to each
other and to the Susquehanna River Rail Bridge, and they share a history as part of an important
construction effort undertaken by the Pennsylvania Railroad in the early 20th century. Overall, the
bridges retain a high degree of historic integrity.

FRA/MDOT evaluated that the proposal to span over and therefore avoid altering the Lily Run Undergrade
Bridge (MP 60.85) will not have an adverse effect. However, the Project will have an adverse effect on the
other eight historic bridges due to the proposal to either replace the existing bridges or to extend them with
concrete abutments. The adverse effect could be minimized or avoided by using stone in the construction
of the new bridge extensions; however, FRA/MDOT have determined that using stone is not feasible as it
would not meet current engineering design standards. Therefore, it is recommended that the adverse effect
be minimized by using a form liner that emulates stone and is stained to be compatible with the color of the
existing stone. In addition, to ensure that the new retaining walls in close proximity to the bridges do not
adversely affect the historic resources, the design of the new walls should be in accordance with the
Secretary of the Interior’s Standards for the Treatment of Historic Properties, so that the walls are
compatible with the bridges’ historic materials, features, size, scale and proportion, and massing.

The Susquehanna River Rail Bridge Project Advisory Board and the Town of Perryville have recommended
that the north face and wing walls of the underpass at MP 59.52 “should be restored to its original
architectural appearance,” and that “the entire north entrance of this underpass should be thoroughly cleaned
and well landscaped along the adjacent embankments and out to Broad Street.” In addition, the
Susquehanna River Rail Bridge Project Advisory Board and the Town of Perryville have also recommended
that the “low tunnel-like underpass [at MP 59.39] that divides the two MARC Station parking lots should
be abandoned by sealing it off from the north side. The south side may be left open for historical purposes,
provided it is made secure from trespassers.” The abandonment and sealing off of the underpass are not
part of the Project and, if added, would constitute an adverse effect under Section 106.

The following components of the Project will have no direct physical effects and only limited visual effects
on the nine historic undergrade bridges: the new communications, overhead contact, and signal systems;
minor modifications to the Perry Electrical Substation; the modification or relocation of the transmission
tower on the west side of the track; and modifications to the interlockings. Therefore, because these
components will not alter a characteristic that makes the undergrade bridges eligible for inclusion in the NR,
they will have no effect as defined in 36 CFR Part 800.16.
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5.2. HAVRE DE GRACE HISTORIC DISTRICT

To assess the Project’s effects on the Havre de Grace Historic District, the following Project elements
were reviewed:

e Demolition of the existing Susquehanna River Rail Bridge.

e Visual effects associated with the replacement of the Susquehanna River Rail Bridge, including the
change from one to two bridges, the massing and height of the new bridges and their piers and
approaches, and the construction of new retaining walls.

e Physical taking of property within the historic district.
e Damage to historic buildings.
e Alterations to the four undergrade bridges within the historic district.

e New communications, overhead contact, and signal systems.
5.2.A. DEMOLITION OF THE SUSQUEHANNA RIVER RAIL BRIDGE

Because the bridge is a contributing feature of the Havre de Grace Historic District, the proposed demolition
of the bridge will have an adverse effect on the district due to the “physical destruction, damage, or
alteration of all or part of the property.” This adverse effect can be minimized by ensuring that the two new
bridges over the river use a traditional design for the bridges and piers.

5.2.B. VISUAL EFFECTS

The Project’s visual effects on the Havre de Grace Historic District were evaluated from three aspects: the
extent to which the Project would either further block or open up views to/from the historic district, the
extent to which the view looking at the bridge itself from the historic district would be altered, and the
extent to which the view from structures within the historic district would be altered due to the Project
coming in closer proximity to the structures.

As explained in the NR nomination for the historic district, viewsheds were historically significant within Havre
de Grace, including views both to and from the water. The fact that the Project proposes to replace one bridge
with two will result in greater mass that will potentially block views to/from the historic district. However, this
effect on viewsheds will to a great extent be counterbalanced by the fact that the bridges will be 14 higher in
elevation at the navigation channel of the river, thereby opening up views under the bridges. In addition, a
girder bridge, versus the existing heavy construction truss bridge, will be more shallow and therefore result in
more open vistas. In terms of the number of piers for the new bridges, the difference between the existing
conditions (27 piers, including 16 from the existing bridge and 11 from the former 1866 bridge) and the
proposed construction of between 26 — 38 piers depending on the selected bridge design is not a large difference
and therefore will not have an effect on the views to/from the historic district.

In terms of views from the historic district to the bridge, the most important character defining feature,
whether in close proximity to the bridge (see Figure 44, Photo 65) or further removed (see Figure 44, Photo
66) is the bridge’s long linear nature with a traditional central feature, currently a truss. All four proposed
bridge designs will retain this characteristic.

In summary, the Project will have an effect, but not an adverse effect, on the Havre de Grace Historic
District’s character defining feature of viewsheds to/from the water and to the bridge.

Of greater concern, however, is the extent to which the Project would have a visual effect on individual
structures within the Havre de Grace Historic District. In order to accommodate the increase from two
tracks to four tracks, the elevated tracks going through the historic district will need to be expanded in
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width and height, with new retaining walls added. In terms of height, the approach to the bridge in Havre de
Grace will be six feet higher at the south abutment, three feet higher at Stokes Street, and two feet higher at
Adams Street near the southern end of the historic district. In terms of width, Alternative 9A and
Alternative 9B will result in placing the tracks closer to contributing structures within the historic
district as shown in Table 3.

Table 3
Distance to Contributing Structures
Building/Cluster Alternative 9A Alternative 9B
511 Warren Street Shifted 30 feet east | Shifted 13 feet east
Cross Mission Church, 429 N. Stokes Street Shifted 44 feet east | Shifted 19 feet east
Bungalows at the intersection of Adams and Warren
Streets (west side) Shifted 4 to 5 feet west
518 N. Stokes Street Shifted 26 to 28 feet west
Mid-nineteenth century houses on southeast corner
of N. Stokes Street and 560-566 Otsego Street Shifted 30 to 37 feet west
513 Otsego Street Shifted 46 feet west
509 Otsego Street Shifted 47 feet west
600 Water Street Shifted 48 feet west

The proposed changes, especially the widening that will bring the tracks in much closer proximity to some
of the contributing structures within the historic district, will result in “the isolation of the property from or
alteration of the character of the property’s setting when that character contributes to the property’s
qualification for the National Register,” thus constituting an adverse effect. The areas of greatest concern
are:
e  West side of the tracks:

— Structures at the intersection of Otsego and Water Streets (see Figure 45, Photo 67)

— Vernacular Victorian at 518 N. Stokes Street (see Figure 45, Photo 68)
These structures would be impacted by the effect of the widening of the bridge approach and the
construction of the new retaining walls for both Alternatives 9A and 9B. The tracks would be 46-48 feet
closer to the structures at the intersection of Otsego and Water Streets and 26-28 feet closer to 518 N. Stokes
Street.
e FEast side of the tracks:

— Nineteenth century structure at 511 Warren Street (see Figure 46, Photo 69).
The tracks would be 40 feet closer in Alternative A, and only 13 feet closer in Alternative B.
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Several factors were taken into consideration in assessing the extent of the adverse effect on the structures
on the west side of the tracks. First, the visual effects of the widening of the bridge approach near the
intersection of Otsego and Water Streets will be minimized by the fact that the stone bridge abutment and
wingwall across from the houses on Otsego Street will be removed and the new abutment will be placed
further south near Freedom Lane. In addition, the retaining wall proposed to be built south of Freedom Lane
will help to separate the tracks from the adjoining structures, with the tracks placed 16 feet within the
retaining walls. The adverse effect from the widening of the bridge approach can be further minimized by
ensuring that the retaining wall is designed in accordance with the Secretary of the Interior’s Standards for
the Treatment of Historic Properties, in order to ensure compatibility with the historic district. The Advisory
Board has recommended that the bridge abutments, underpasses, and retaining walls have a consistent
architectural design and appearance (see comments in Appendix F).

5.2.C. PHYSICAL TAKING OF PROPERTY WITHIN THE HISTORIC DISTRICT

As explained above, the change from two tracks to four tracks will result in widening of the NEC, some of
which will require the taking of property outside of Amtrak’s right-of-way. For Alternatives 9A and
Alternative 9B, most of the required taking of property is south of North Adams Street and therefore outside
of the boundaries of the historic district. Within the historic district, there are two areas of takings:

e Alternative 9A requires a taking of a small amount of property outside of Amtrak’s right-of-way
including a 0.1 acre tapered area between Adams Street and Stokes Street and a 0.05 acre area between
Stokes Street and Freedom Alley. The affected property is undeveloped open space (see Figure 47,
Photo 70). Due to the small size of the affected land as well as the undeveloped nature, the effect of
this taking is minor and therefore not adverse.

e Both Alternatives require the taking of 0.01 acre from the Jean S. Roberts Memorial Park and .034 acre
from the Broad and Otsego Streets public right-of-way on the west side of the bridge (see Figure 47,
Photo 71). Due to the small size of the affected land, the effect of these takings is minor and therefore
not adverse.

5.2.D. ALTERATIONS TO UNDERGRADE BRIDGES WITHIN THE HISTORIC DISTRICT

The four undergrade bridges that contribute to the historic significance of the Susquehanna River Rail
Bridge and the Havre de Grace Historic District will need to be modified as part of the Project. FRA/MDOT
evaluated that the Project will have an adverse effect on these four historic bridges due to the proposed
extensions to the bridges, which will alter the bridges’ design and materials. This adverse effect could be
minimized or avoided by using stone in the construction of the new bridge extensions; however, FRA/MDOT
have determined that using stone is not feasible as it would not meet current engineering design standards.
Therefore, it is recommended that the adverse effect be minimized by using a form liner that emulates stone
and is stained to be compatible with the color of the existing stone. In addition, to ensure that the new retaining
walls in close proximity to the bridges do not adversely affect the historic resources, the design of the new
walls should be in accordance with the Secretary of the Interior’s Standards for the Treatment of Historic
Properties, so that the walls are compatible with the bridges’ historic materials, features, size, scale and
proportion, and massing.

Two of the undergrade bridges (at Freedom Lane and Centennial Lane) carry the NEC over alleys, which
are described in the Havre de Grace Historic District NR nomination as important features within the
historic district. Because the Project proposes to keep the alleys open for passage, the Project will not have
an adverse effect on the alleys. Closing up either alley would constitute an additional adverse effect under
Section 106.

5-25



Susquehanna River Rail Bridge Project

5.2.E. DAMAGE TO HISTORIC BUILDINGS

Because the Project will come in close proximity to some of the contributing resources within the Havre de
Grace Historic District, it has been assessed for its potential to cause short-term (construction period) and
long-term (train operations) damage to adjacent structures. Of particular concern are the potential effects to
511 Warren Street on the east side of the tracks if Alternative 9A is selected, and the effects on the structures
at 509, 513, 560, and 566 Otsego Street and 518 N. Stokes Street (see Figure 48, Photos 72-76), on the
west side of the tracks related to either Alternative 9A or Alternative 9B.

To ensure that there is no construction-related damage, the MOA for the Project will include development
of a Construction Protection Plan (CPP). The CPP, which will be prepared in consultation with the MHT,
ACHP (as appropriate), consulting parties, and property owners, will identify all historic architectural
resources to be included in the plan, and will set forth the specific measures to be used and specifications
that will be applied to protect these architectural resources from damage during the construction period.

FRA/MDOT assessed the potential for the Project to cause long-term operational damage to adjacent
structures and determined that the Project in its operational condition would not have the potential to result
in vibration at a level that could cause damage to nearby historic structures. As described in Chapter 16,
"Noise and Vibration," of the Environmental Assessment, vibration produced by the Project would not
exceed the significant impact thresholds specified in the FTA guidance document's general assessment
methodology. These impact thresholds are designed to avoid human annoyance and disruptions to human
activity, and as such are substantially lower than those that could potentially result in building damage,
even for historic structures. Because the impact thresholds are based on the more stringent criterion of
human annoyance, damage to adjacent buildings is not specifically addressed in the FTA's general
assessment methodology. However, since operational vibration resulting from the Project would not result
in exceedances of the vibration impact criteria, it would not have the potential to result in vibration levels
that could damage historic resources.

5.2.F. NEW COMMUNICATIONS, OVERHEAD CONTACT, AND SIGNAL SYSTEMS

The following components of the Project will have only limited visual effects on the Havre de Grace
Historic District: the new communications, overhead contact, and signal systems. Therefore, because these
components will not alter a characteristic that makes the Historic District eligible for inclusion in the NR,
they will have no effect as defined in 36 CFR Part 800.16.

5.3.  SOUTHERN TERMINUS, SUSQUEHANNA AND TIDEWATER CANAL -
SOUTH LOCK #1 AND TOLL HOUSE

The Southern Terminus, Susquehanna and Tidewater Canal - South Lock #1 and Toll House (NR-listed) is
located approximately one quarter-mile north of the Project site at Erie Street and east of Park Drive. The
existing Susquehanna River Rail Bridge is distantly visible from this property (see Figure 49, Photo 77).
The replacement of the historic bridge would not substantially change the setting of the canal structure nor
would it diminish the integrity of its historic features.

Primarily due to distance, the Project would have no adverse effect on the Southern Terminus, Susquehanna
and Tidewater Canal — South Lock #1 and Toll House.
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54. MARTHA LEWIS (SKIPJACK)

The Skipjack Martha Lewis (NR-listed), built in 1955 in Wingate, Maryland, is one of the 35 surviving
traditional Chesapeake Bay skipjacks built specifically for the purposes of oyster harvesting. It was
moved to Havre de Grace in 1993 and continues to carry passengers and dredge for oysters under sail power.
It is permanently docked at Millard Tydings Memorial Park, located south of the APE in Havre de Grace;
however, it is currently undergoing restoration at Frank J. Hutchins Memorial Park, located approximately
one half mile south of the Project site within the APE. When operating, the vessel typically dredges for
oysters south of its docking place in the Chesapeake Bay, but occasionally sails north up the Susquehanna
River, navigating through the open swing span of the existing Susquehanna River Rail Bridge. Under
both of the Project’s under alternatives, the future vertical clearance of the proposed bridges would be 60
feet as compared to the 52-foot vertical clearance of the existing Susquehanna River Rail Bridge when in
closed position; however, the proposed bridges would be fixed rather than moveable-span structures. The
mast of the Martha Lewis is currently being replaced and it is anticipated that it will have a height of
65 feet when complete. Therefore, the Project will result in the Martha Lewis being unable to navigate
the Susquehanna River north of the new bridges in the future. Although this could restrict the
movement of the Martha Lewis to some extent, it would not prevent the vessel from accessing its
traditional oyster dredging grounds in the Chesapeake Bay. Therefore, the Project alternatives would not
isolate the resource from important aspects of its setting nor alter the characteristics of the resource that
qualify it for inclusion on the NR. The removal of the existing Susquehanna River Rail Bridge and its
replacement with new bridges would somewhat alter the temporary setting of the Martha Lewis. However,
the Martha Lewis permanently docks south of the APE in a location relatively far removed from the existing
and proposed bridges. The bridges would not be visible from the Martha Lewis in its permanent docking
location in Millard Tydings Memorial Park. Furthermore, the Skipjack was originally constructed in
Wingate, Maryland; therefore, the presence of the Susquehanna River Rail Bridge does not relate or
contribute to its historic setting. Therefore, the Project would result in no adverse effect on the Martha
Lewis. The owners of the Martha Lewis were invited to participate in the Section 106 process as consulting
parties and have been invited to all public meetings.

5.5. RODGERS TAVERN

Rodgers Tavern (NR-listed) is located on the north side of West Main Street in Perryville,
approximately 300 feet east of the Susquehanna River Rail Bridge. Under both Alternatives 9A and 9B, there
would be no direct effect on the tavern; however, there would be a visual effect due to the need to expand
and elevate the bridge approach in front of the tavern.

Across Broad Street from the tavern there is currently a 30-foot-high railroad embankment, catenary support
structures and lines, and a transmission tower (see Figure 50, Photo 78). Both Alternatives 9A and 9B
would require widening the bridge approach and bringing it approximately 44 feet closer to the tavern. As
a result, the distance between the tavern and the tracks would be significantly reduced, from about 102 feet
to 57 feet. The proposed difference in elevation would be minor; the current embankment is 30 feet high
and the new embankment would be 33 feet high. However, there will be a visual effect due to the need to
construct a retaining wall to run along the embankment.

The proposed changes in front of the tavern, especially the widening of the bridge approach that will bring
the tracks closer to the tavern and the need to construct a retaining wall, will result in “the isolation of the
property from or alteration of the character of the property’s setting when that character contributes to the
property’s qualification for the National Register,” thus constituting an adverse effect. In order to minimize
the adverse effect, FRA/MDOT is working with MHT, Amtrak, and the other consulting parties to explore
an aesthetic treatment that will allow the wall to better complement the historic tavern. Treatments under
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consideration include use of a form liner so that the wall imitates the look of stone and better blends with
the tavern’s architecture (see Figure 50, Photo 79), use of landscaping to screen the wall if there is adequate
space, and/or development of an appropriate mural. The Town of Perryville, a consulting party, has
requested that “should the construction of a wall be necessary, that it be built out of architecturally pleasing
materials and be painted with a mural.” The treatment measure(s) agreed to by the consulting parties will
be stipulated in the Project’s MOA.

As described above in conjunction with the Havre de Grace Historic District, the Project will be assessed
for potential construction-related damage to adjacent historic resources. To ensure that there is no damage
to the Rodgers Tavern, the Project’s Construction Protection Plan (CPP) will include measures to protect
the Rodgers Tavern during the construction period.

FRA/MDOT determined that the Project in its operational condition would not have the potential to result
in vibration at a level that could cause damage to nearby historic structures. As described in Chapter 16,
"Noise and Vibration," of the Environmental Assessment vibration produced by the Project would not
exceed the significant impact thresholds specified in the FTA guidance document's general assessment
methodology. These impact thresholds are designed to avoid human annoyance and disruptions to human
activity, and as such are substantially lower than those that could potentially result in building damage,
even at historic structures. Because the impact thresholds are based on the more stringent criterion of human
annoyance, damage to adjacent buildings is not specifically addressed in the FTA's general assessment
methodology. However, since operational vibration resulting from the Project would not result in
exceedances of the vibration impact criteria, it would not have the potential to result in vibration levels that
could damage historic resources.

In terms of views from the tavern to the bridge, the view from the front of the structure is primarily blocked
by vegetation (see Figure 51 Photo 80). There is a much more extensive view from the walkway at the rear
of the tavern (see Figure 51 Photo 81). Similar to some of the views from the base of the bridge in Havre
de Grace, the view consists mainly of a long linear view of the bridge, punctuated by the projecting central
section of the bridge. As described in the Havre de Grace Historic District analysis, these features will be
retained, with all of the bridge designs considered incorporating a traditional central span of either an arch
or a truss.

The following components of the Project will have no direct physical effects and only limited visual effects
on the Rodgers Tavern: the new communications, overhead contact, and signal systems; minor
modifications to the Perry Electrical Substation; and the modification or relocation of the transmission
tower just railroad north of the Tavern. Therefore, because these components will not alter a characteristic
that makes the Rodgers Tavern eligible for inclusion in the NR, they will have no effect as defined in 36
CFR Part 800.16.

5.6. PRINCIPIO FURNACE (PRINCIPIO IRON WORKYS)

The Principio Iron Works (NR-listed) is located at 1723 Principio Furnace Road. Although the buildings
associated with the historic resource are located approximately one-half mile north of the Project site, the
southwest corner of the property (containing only a wooded area) is located in the APE. The existing
Susquehanna River Rail Bridge is not visible from this property. The replacement of the bridge would
not change the setting of the structure nor would it diminish the integrity of its historic features. The
existing bridge does not relate to or contribute to the characteristics that qualify the Principio Iron
Works for inclusion in the NR. The Project would therefore have no adverse effects on this historic resource.
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5.7. PERRY POINT MANSION HOUSE AND MILL

The Perry Point Mansion House and Mill (NR-listed) is located south of the Perry Point Veterans
Administration Medical Center on the Susquehanna River at the mouth of the Chesapeake Bay,
approximately one-half mile south of the Project site (see Figure 52, Photo 82). The existing
Susquehanna River Rail Bridge is distantly visible from this property. The replacement of the bridge
would not substantially change the setting of the structure nor would it diminish the integrity of its
historic features. The existing bridge does not relate to or contribute to the characteristics that qualify
the Perry Point Mansion House and Mill for inclusion in the NR. The Project would have no adverse effect
on this historic resource.

5.8.  PERRYVILLE RAILROAD STATION

The Perryville Railroad Station (NR-eligible), 650 Broad Street, is within the Project site. In addition to
the two-story brick Colonial Revival-style station building, two ancillary structures were identified as
contributing resources to the historic Station complex: the Perry Interlocking Tower (a two-story circa
1905 brick control tower southwest of the of the station) and an ashlar stone-arch undergrade bridge (MP
59.39) constructed in the late nineteenth to early twentieth centuries under the platform for Amtrak
vehicular use.

FRA/MDOT initially evaluated that the interlocking tower would need to be demolished to accommodate
both Alternative 9A and Alternative 9B. The Town of Perryville, a consulting party, recommended that, if
possible, the tower be left in place. Therefore, FRA/MDOT propose to shift the tower in order to avoid the
adverse effect of demolishing it (see Figure 53, Photo 83). The change in location is minor and will not
adversely affect the relationship between the interlocking tower and the Perryville Station, thus resulting
in no adverse effect.

The undergrade bridge (MP 59.39) that is considered contributing to the NR-eligible station complex will
be altered with the construction of a precast concrete culvert extension on the east side of the tracks. As
previously discussed, this action will result in an adverse effect. The adverse effect could be minimized or
avoided by using stone in the design of the new bridge extensions; however, FRA/MDOT have determined
that using stone is not feasible as it would not meet current engineering design standards. Therefore, it is
recommended that the adverse effect be minimized by using a form liner that emulates stone and is stained to
match the color of the existing stone. In addition, to ensure that the new retaining walls in close proximity
to the bridge and station do not adversely affect the historic resources, the design of the new walls should
be in accordance with the Secretary of the Interior’s Standards for the Treatment of Historic Properties,
so that the walls are compatible with the station’s and bridge’s historic materials, features, size, scale and
proportion, and massing. The Susquehanna River Rail Bridge Project Advisory Board and the Town of
Perryville have recommended that this underpass “should be abandoned by sealing it off from the north side.
The south side may be left open for historical purposes, provided it is made secure from trespassers.” The
abandonment and sealing off of the underpass are not part of the Project and, if added, would constitute an
adverse effect under Section 106.
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The bridge carrying the south leg of the wye track over Broad Street (see Figure 53, Photo 84), although
not formally identified as contributing to the Perryville Station complex, is within the viewshed of the
station complex. Therefore, any change to that bridge would have a visual effect on the NR-eligible
Perryville Station. As currently planned, this bridge will not need to be altered, therefore not constituting
an effect. However, if the plans change and the bridge needs to be altered, Amtrak will ensure that plans
are developed in accordance with the Secretary of the Interior’s Standards for the Treatment of Historic
Properties, so that the bridge continues to be compatible with the station complex’s historic materials,
features, size, scale and proportion, and massing.

The following components of the Project will have only limited visual effects on the NR-eligible station
complex: the new communications, overhead contact, and signal systems; minor modifications to the Perry
Electrical Substation; the modification or relocation of the transmission tower on the west side of the tracks;
and modifications to Perry Interlocking at MP 59.4. Therefore, because these components will not alter a
characteristic that makes the station complex eligible for inclusion in the NR, they will have no effect as
defined in 36 CFR Part 800.16.

The station building itself would not be physically altered. However, the alteration and/or removal of
contributing components of the complex would constitute an adverse effect on the Perryville Station.

5.9. PERRY POINT VETERANS ADMINISTRATION MEDICAL CENTER
HISTORIC DISTRICT

The Veterans Administration Medical Center at Perry Point (NR-eligible) was developed primarily in the 1920s
through the 1940s as a neuro-psychiatric treatment facility for military veterans. It is located approximately
400 feet south of the Project site. The existing Susquehanna River Rail Bridge, bridge abutments, and tracks
are visible from portions of this large property (see Figure 54, Photos 85-86). Even in locations where the
tracks pass the historic district, the distance to the historic buildings and the intervening landscaping minimize
the view of the tracks. There is an open vista to the Perry Electrical Substation; however, minor modifications
to the Substation will not constitute an effect on the NR-eligible Medical Center Historic District. In parts of
the property closer to the bridge, there are close views of the abutments; in parts of the property further south
and east, views of the bridge and abutments are distant.

Although the replacement of the Susquehanna River Rail Bridge with new bridges under both Project
alternatives would somewhat alter the setting of the Perry Point Veterans Administration Center Historic
District, this change would not constitute an adverse effect on the Historic District. The existing bridge
does not relate to or contribute to the characteristics that qualify the Historic District for inclusion in the
NR. The removal of the existing bridge and construction of two new bridges would not change the
significant aspects of the setting of the Historic District nor would it diminish the integrity of its historic
features. The Project would have no adverse effect on the Perry Point Veterans Administration Center
Historic District.
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5.10. CROTHERS HOUSE (FURNACE BAY GOLF CLUBHOUSE)

The Crothers House (NR-eligible) is a two-and-a-half story Colonial Revival residence built in 1936 and
now used as the clubhouse for the Furnace Bay Golf Course. It is located approximately 1,000 feet north of
the Project site. The existing Susquehanna River Rail Bridge is not visible from this property. The
replacement of the bridge would not change the setting of the structure nor would it diminish the
integrity of its historic features. The existing bridge does not relate to or contribute to the characteristics
that qualify the Crothers House for inclusion in the NR. The Project would have no adverse effect on this
historic resource.

5.11.  WOODLANDS FARM HISTORIC DISTRICT

The Woodlands Farm Historic District (NR-eligible) is an extension of the boundary of the NR-listed
Woodlands property north of Maryland Route 7 to include the Woodlands Farm South Complex. The NR-
listed Woodlands property consists of a circa 1810-1820 main house and several outbuildings set on 69
acres. The Woodlands Farm South Complex is located to the south across Maryland Route 7 and consists
of a 347-acre farm containing numerous 19th century buildings. The Susquehanna River Rail Bridge is
not visible from this property. The replacement of the bridge would not change the setting of the Historic
District nor would it diminish the integrity of its historic features. The existing bridge does not relate
to or contribute to the characteristics that qualify the Woodlands Farm Historic District for inclusion in
the NR. The Project would have no adverse effect on this resource.

5.12.  PERRYVILLE UNITED METHODIST CHURCH

The Perryville United Methodist Church, constructed in 1896 in the Gothic Revival style, was identified
as an NR-eligible resource as part of this Project. The property is located across Broad Street from the NEC
(see Figure 55, Photo 87) in Perryville. From the church, the rail line can only be partially seen; the bridge
cannot be seen at all. Due to the distance and the limited view, the Project would have no adverse effect on
this resource.

5.13.  PERRYVILLE PRESBYTERIAN CHURCH

The Perryville Presbyterian Church, constructed in 1892 in the Gothic Revival style, was identified as an
NR-eligible resource as part of this Project. The property is located on the track side of Broad Street, but is
screened from the tracks by extensive landscaping. Neither the rail line nor the bridge can be seen at all
(see Figure 55, Photo 88). Due to the distance and the obstructed views, the Project would have no adverse
effect on this resource.
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6. SUMMARY AND RECOMMENDATIONS

This report assessed the Project’s effects on historic architectural resources in accordance with Section 106 of the
NHPA, as amended, and determined that Alternative 9A and Alternative 9B of the Project would not adversely
affect the following significant historic architectural resources: Southern Terminus, Susquehanna and Tidewater
Canal — South Lock #1 and Toll House, Martha Lewis (Skipjack), Principio Furnace (Principio Iron Works),
Perry Point Mansion House and Mill, Perry Point Veterans Administration Medical Center Historic District,
Crothers House (Furnace Bay Golf Clubhouse), Woodlands Farm Historic District, Perryville United Methodist
Church, Perryville Presbyterian Church; and the Lily Run Undergrade Bridge (MP 60.85). There would be,
however, an adverse effect on the following significant historic architectural resources: the Susquehanna River
Rail Bridge (including 8 of the 9 related undergrade rail bridges), the Havre de Grace Historic District, the Rodgers
Tavern, and the Perryville Railroad Station (see Table 4).

Table 4
Adverse Effects on Historic Architectural Resources
Known
Architectural
Resources in | Adverse Actions Under Consideration to avoid or minimize
the APE Effect? Action adverse effects
Susquehanna Avoidance of demolition not feasible
River Rail Yes |Demolition Minimize through use of traditional design features
Bridge in the two new bridges
Avoidance of replacing or extending bridges not
Yes feasible
e)gil ¢ Bridge replacement or Minimize or avoid through use of stone not feasible
MPp concrete extensions Minimize by using a form liner that emulates stone
9 overpass 60.85) and is stained to be compatible with the color of the
rail bridges existing stone
Avoid additional adverse effect by ensuring design of]
Possible Con.st.ruction of adjacent |the new walls is in accordance with the Secretary of
retaining walls the Interior’s Standards for the Treatment of Historic
Properties
Demolition of
Su.s quehanna R.1ver. Rail Avoidance of demolition not feasible (see above for
Yes |Bridge, a contributing . .
feature to the historic steps to partially mitigate)
Havre de L
district
Grace
Historic Minimize visual adverse effects by locating bridge
District Visual adverse effects abutment further south, constructing retaining walls, and
Yes |from widening of bridge |ensuring retaining walls are developed in accordance

approaches

with the Secretary of the Interior’s Standards for the
Treatment of Historic Properties




Table 4 (cont’d)

Adverse Effects on Historic Architectural Resources

Known
Architectural
Resources in | Adverse Actions Under Consideration to avoid or minimize
the APE Effect? Action adverse effects
Avoidance of replacing or extending bridges not
feasible
Extensions to four
v undergrade bridges, Minimize or avoid through use of stone not feasible
e contributing features to
the historic district Minimize by using a form liner that emulates stone
Havre de . . . .

Grace an_d is stained to be compatible with the color of the
Historic ex1st.1ng st(.)r.le . -
District C ) fretain Avoid additional adverse effect by ensuring design of

(continued) bl Oﬁstruc;tlon 0 re}tlalrélng the new walls is in accordance with the Secretary of
Possible | walls adJacent. tothetour |\ o ruterior’s Standards for the Treatment of Historic
undergrade bridges Properties
| Construction-related Avoid adverse effect through development and
Possible | damage to contributing | implementation of a Construction Protection Plan
structures (CPP)
Visual adverse effect Minimize visual adverse effect through development
Yes |from the widening of the |of an aesthetic treatment for the retaining wall and
Rodgers bridge approach landscaping in front of wall, if possible
Tavern . Avoid adverse effect through development and
. Construction-related . . . .
Possible implementation of a Construction Protection Plan
damage
(CPP)
Possible Demolition of Perry Avoid adverse effect by shifting the Interlocking
Interlocking Tower Tower slightly within Amtrak ROW
Extension to undergrade |Minimize or avoid through use of stone not feasible
Perryville Yes bridgfa at MP 59.39, a Minimize by using a form liner that emulates stone
Railroad contributing feature to the| and is stained to be compatible with the color of the
Station station complex existing stone
) . Avoid additional adverse effect by ensuring design of]
Construction of retaining . .
. . the new walls should be in accordance with the
Yes |walls adjacent to station

complex

Secretary of the Interior’s Standards for the
Treatment of Historic Properties

Because certain adverse effects cannot be totally avoided, FRA/MDOT has sought suggestions from the
consulting parties and the public on potential ways to mitigate the adverse effects. As part of that process,
the City of Havre de Grace Advisory Board has suggested several ideas for historic mitigation (see the
Board’s Advisory Bulletin #15, dated March 18, 2015 in Appendix F). Based on a review of the Project
plans and comments received from the public and the Section 106 consulting parties, FRA/MDOT propose
the following mitigation measures:

e Continued review by MHT of design plans to ensure that to the extent possible the plans are compatible
with the Secretary of the Interior’s Standards for the Treatment of Historic Properties. Of particular
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concern is the design of the new bridge, the alterations to eight of nine undergrade bridges associated
with the Susquehanna River Rail Bridge, and the new retaining walls.

Preparation of Historic American Engineering Record (HAER) documentation of the Susquehanna
River Rail Bridge and the nine associated undergrade bridges on the NEC.

— HAER documentation would include narratives that (1) interpret its history, focusing on its
construction by the Pennsylvania Railroad; and (2) describe in detail the physical characteristics of
the bridge (including its engineering and functional aspects). Primary and secondary resources
would be used in the research effort, including historic engineering literature, railroad company
archives, newspapers and periodicals, and the collections of libraries, historical societies, and other
repositories. The compiled information, which could include historic plans, photographs, and other
documents, will be duplicated to appropriate archival standards as part of the recordation
document.

— The HAER recordation would also include photographic documentation of the Susquehanna
River Rail Bridge that would meet appropriate HAER archival standards.

— In addition, it may be appropriate to produce detailed measured drawings of the existing conditions
of Susquehanna River Rail Bridge. Typically, detailed measured drawings of large engineered
structures such as the Susquehanna River Rail Bridge are achieved through the use of three-
dimensional laser scanning technology.

Preparation of HAER documentation of the Perry Interlocking Tower, including any interior features.

Development of an interpretive exhibit in a park, greenway, or public space that would present the
history of the Susquehanna River Rail Bridge with a focus on the history of the bridge as an early
twentieth century product of the Pennsylvania Railroad and the engineering aspects of the bridge,
such as its swing span mechanism. To the extent possible and practical, key features of the 1906
Pennsylvania Railroad bridge should be incorporated into the display, with the overall goal of conveying
the advancement of this type of bridge engineering by the beginning of the twentieth century and to
explain how certain rail ridge components functioned in that era. The location, format, and specific
content of the exhibit would be identified by the Project sponsor in consultation with MHT and
consulting parties.

Development of an educational document such as a lesson plan that could be incorporated into an
engineering course curriculum. This lesson plan could focus on the specific engineering aspects of
the Susquehanna River Rail Bridge and/or movable bridge types constructed in the early twentieth
century by the Pennsylvania Railroad. In addition, it should utilize research knowledge obtained
from the archaeological investigations and incorporate the history of all of the area’s transportation
related historic resources, including the Susquehanna River Rail Bridge and the affiliated nine
undergrade bridges; the piers from the 1866 railroad bridge; the eighteenth century ferry crossing; the
Southern Terminus, Susquehanna and Tidewater Canal - South Lock #1 and Toll House; the Havre
de Grace Historic District; Rodgers Tavern; and Perryville Railroad Station.

Production of a short film that documents the character-defining historical and engineering aspects
of the Susquehanna River Rail Bridge. The film could include footage of the bridge in operation
and address the engineering and design of the swing-span bridge, and its historical context as a
twentieth century Pennsylvania Railroad bridge. The film could be made available online and/or be
provided to railroad organizations and local libraries and historical societies.

Salvage of elements of the Susquehanna River Rail Bridge, such as truss components, pier materials,
tracks, etc. The Project sponsor would develop a list of potentially salvageable items for review and
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comment by MHT. The Project sponsor would also develop a marketing plan for review by MHT and
consulting parties.

o Completion of all archacological investigations as recommended in the Phase [A Archaeological
Assessment.

e Preservation of the abutments from the original (1866) bridge, with consideration given to restoring
them to their original appearance and function.

e Development of an interpretative exhibit to be incorporated into the town of Perryville’s Railroad
Museum located at the Perryville Station.

e Development of a Construction Protection Plan (CPP) to set forth the specific measures to protect
from construction-related damage any historic structures in close proximity to the Project. The CPP,
which will be prepared in consultation with the MHT, ACHP (as appropriate), consulting parties,
and the property owners, will identify all architectural resources to be included in the plan.
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ARCH?, Iac. - Cultursl Resources Consultants
Archacology and Architectural History

Ms. Nancy L. Zerbe has thirty-six years of experience
in historic preservation, including 8 years as the
Governor-designated New Jersey Deputy State
Historic Preservation Officer and Administrator of
the New Jersey Historic Preservation Office (NJ
HPO). Ms. Zerbe previously served for five years as
a NJ HPO technical reviewer and National Register
Supervisor and has worked as an architectural
historian for two private firms. Ms. Zerbe's
experience in historic preservation covers all aspects
from environmental reviews to preservation planning.

ARCH?, Inc., Metuchen, NJ

January 1995 — Present (President)

Provides project management and architectural
history services for the firm’s cultural resources
projects, including historic preservation planning,
historic sites management, historic designations and
recordations, and regulatory reviews in accordance
with federal, state, and municipal laws.

Planning
Mes. Zerbe drafted the New Jersey Certified Local
Government Guidelines; edited Preservation New

Jersey's Handbook for Local Preservation Planning; and

has authored multiple National Register nominations,

HABS/HAER reports, and public education documents.

Regulatory

Ms, Zerbe has successfully coordinated historic
preservation regulatory reviews for a full range of
public and private agencies, ensuring that projects are
designed to minimize adverse effects and that projects
are approved in accordance with federal, state, and
municipal regulations.

Edison Memorial Tower Corporation, Edison, NJ
December 2006 — July 2012 (President/CEQO)
Administered the non-profit organization responsible
for the Menlo Park museum and historic site.
Successfully led the non-profit in a $3 million capital
campaign for the restoration of the Edison Tower;
oversaw museum renovations and development of new
interpretive exhibits; organized public outreach
activities; and strengthened board development efforts.

495 Main Street, Suite 28

Email: nzetbe@arch2inc.com

Metuchen, NJ 08840-1454
Website: www.arch2inc.com

Nancy L. Zerbe, President

New Jersey Historic Preservation Office, Trenton, NJ
October 1986 - April 1994 (Administrator)
December 1980 - January 1986 (Technical
Reviewer/National Register Supervisor)

As Administrator of the NJ HPO, Ms. Zerbe was
responsible for the operations of ten state and federal
historic preservation programs, twenty staff, and a $1
million annual budget. Prior to becoming
Administrator, Ms. Zerbe served as a technical
reviewer, evaluating public projects submitted to the
NJ HPO, and supervised all National Register
nominations and Certified Local Government grants.

PROFESSIONAL AFFILIATIONS

e Metuchen Historic Preservation Committee —
Mayoral Appointee 2008-; Chair 2016-

e Metuchen Main Street New Jersey Stakeholders
Committee — Mayoral Appointee 2015-

e Woodwild Park Association — Fundraising Chair
2015-
Association of Fundraising Professionals 2015-

e Middlesex County Cultural and Heritage
Commission (Vice-Chairman) — Freeholders
Appointee 2013-2016

o New Jersey Heritage Tourism Task Force —
Governor Appointee 2007-2010

e Edison Memorial Tower Corporation — Chair
2006-2007; President 2007-2012

¢ Metuchen-Edison Historical Society — President
2003-06

e Peer Review Committee for NJ Architectural
Survey Guidelines — member 1997

e Preservation NJ — Board member 1995-97

e Proprietary House Association — Trustee 1995-97

e NJ Old House Resource Fair — Chairperson 1996-97

e National Conference of State Historic
Preservation Officers — Board member 1991-94

e New Jersey Historical Commission — ex-officio
member 1986-94

EDUCATION

e M.S. - Historic Preservation, Columbia
University, 1980

e B.A. - History, University of Delaware, 1976

Phone: 732-906-8203
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SUSQUEHANNA RIVER RAIL BRIDGE PROJECT
SECTION 106 CONSULTING PARTIES

Accohannock Indian Tribe, Inc.

Advisory Council on Historic Preservation
Assateague Peoples Tribe

Cecil County Government*

Chesapeake Heritage Conservancy, Inc.

City of Havre De Grace*

Friends of Concord Point Lighthouse, Inc.*
Harford County Government*

Havre De Grace Decoy Museum*

Havre De Grace Maritime Museum

The Historical Society of Cecil County

The Historical Society of Harford County, Inc.
Lower Susquehanna Heritage Greenway*
Maryland Commission on Indian Affairs
Maryland Historical Society

Maryland Historical Trust*

National Park Service, Chesapeake Bay Office*

National Railway Historical Society, Perryville
Chapter*

Nause-Waiwash Band of Indians, Inc.

Perry Point VA Medical Center

Piscataway Conoy Confederacy and Sub-Tribes,
Inc.

Piscataway Indian Nation
Pocomoke Indian Tribe, Inc.

Post 47/American Legion
Preservation Maryland

Principio Furnace Foundation, Inc.

Susquehanna Museum of Havre De Grace at the
Lock House

Susquehanna State Park
Town of Perryville*

Youghiogheny River Band of Shawnee Indians,
Inc.

Washington-Rochambeau Revolutionary Route-
National Historic Trail Office

Federally-Recognized Indian Tribes, if
applicable

*ACCEPTED INVITATION TO SERVE AS A CONSULTING PARTY
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June 16, 2014 Section 106 Consultation Letter from Beth Cole, Maryland
Historical Trust, to David Valenstein, Federal Railroad Administration
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Attain

Maryland Department of Planning
Maryland Historical Trust

June 16,2014

David Valenstein

Division Chief, Environmental and Systems Planning
Federal Railroad Administration

1200 New Jersey Avenue, SE

Washington, DC 20590

Re Susquehanna River Rail Bridge Project
Cecil and Harford Counties, Maryland
Initiation of Section 106 Consultation

Dear Mr. Valenstein:

Thank you for your recent letter, received by the Maryland Historical Trust (Trust) on April 14, 2014, regarding the
above-referenced project. Your submittal formally initiated consultation with the Trust, Maryland’s State Historic
Preservation Office, pursuant to Section 106 of the National Historic Preservation Act, for this federally assisted
undertaking. Based on our review of the submitted materials, we offer the following comments and concurrence.

: The Federal Railroad Administration (FRA) and Maryland Department of Transportation (MDOT)
are proposing to improve the existing Susquehanna River Rail Bridge between Havre de Grace in Harford County and
Perryville in Cecil County. The bridge is the longest bridge with a moveable span on the Northeast Corridor. Constructed
in 1906, the Amtrak Bridge over the Susquehanna River (MIHP No. 1712) was determined eligible for listing in the
National Register of Historic Places in 1998. A r alternatives are under consideration by FRA, including
replacement, rehabilitation and the addition of a new parallel structure to increase capacity of the river crossing to four
tracks. The Trust has been invited to comment and concur with the project’s Purpose and Need Statement. We are
t ment-to T T e

: The Trust concurs with FRA/MDOT’s defined Area of Potential Effects (APE) for historic
architectural and archeological resources, illustrated in Figure 2 of FRA’s submittal. We recognize that FRA/MDOT may
make further refinements to its APEs as planning proceeds based on alignment changes, the addition of ancillary actions,
or other modifications.

: We concur with the overall approach for conducting and
completing the cultural resources investigations, as outlined in your submittal. We encourage frequent coordination with
our office to ensure that the investigations are commensurate with the scale of the undertaking and consistent with our
standards and guidelines. As you are aware, considerable information already exists regarding identified historic and
archeological resources in the project vicinity, as a result of multiple prior investigations for various projects. The Phase
IA archival investigations should also address the APE’s potential for containing submerged cultural resources and
provide relevant recommendations, if warranted. Please feel free to consult with the Trust prior to the initiation of any
detailed investigations to ensure a reasonable and appropriate level of effort is performed for the project. We look forward
to receiving the results of the architectural resources survey and a copy of the draft Phase IA report for review and
comment, when available.

Martin O'Maliey, Governor Richard Eberhart Hall, AICP. Secretary
Anthony G. Brown, Lt Governor Amanda Stakem Conn, Esq . Deputy Secretary
Maryland Histonical Trust - 100 Community Place - Crownsville - Matyland - 21032

Tel 410 514,7600 - Toll Free: 1.800.756 0119 - TTY users Maryland Relay - MHT Maryiand gov



David Valenstein

Susquehanna River Bridge Project
Initiation of Section 106 Consultation
June 16,2014

Page 2 of 2

: We agree with the list of potential consulting parties for this undertaking as presented in FRA’s
submittal. We also suggest that FRA include the Perry Point VA Medical Center and the Maryland Commission on Indian
Affairs as potential consulting parties. As the Section 106 coordination and public outreach efforts progress, additional
relevant parties may be identified and invited to participate in the consultation.

We look forward to ongoing consultation with FRA, MDOT, and other involved parties to successfully complete the
Section 106 consultation for this undertaking as project planning proceeds. If you have questions or need further

assistance, please contact Tim Tamburrino (for historic structures) at /410-514-7637 or
me (for archeology) at /410-514-7631. Thank you for providing us this opportunity to
comment.

Sincerely,

Beth Cole

Administrator, Project Review and Compliance

BC/TJT/201401913

Attachment: Purpose and Need Concurrence Sheet
ce: Michelle Fishburne (FRA)
Angela Willis (MTA)



RE@EEVE
APR 18 2014

B

PURPOSE AND N

Project Name & Limits: Susquehanna River Rail Bridge Project (MP 57.3 to MP 63.5)

reviewed Purpose package an
su this
. Corps of Engineers . Coast Guard ___ Federal Transit Administration
—— Concurs (without comments) ___ Concurs (w/ mlnor comments) __ Does Not Concur

Comments / Reasons for Non-Concurrence:

Note: do concurrence. You concur the as
(without comments or with minor comments) or not concur untll revisions are made or additional
Is
— Envi tal Pro  ionAgency ___ MD Dept. of Natural Resources 2<_MD Historical Trust
__Fish IdifeS ce ___ MD Dept. of the Environment — Metropolitan Planning Org.
— National Marine Fisheries Service ___ MD Department of Planning

— Provides Comments (below or attached) {_ Has No Comments

Comments:

Information Needed:

Signature: Date: e 10 =0l
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November 12, 2014 Section 106 Consultation Letter from Tim Tamburrino,
Maryland Historical Trust, to Angela Willis, Maryland Transit Administration



Sustainable_____Attainable

Maryland Department of Planning
Maryland Historical Trust

November 12, 2014

Angela Willis

Maryland Transit Administration
6 Saint Paul Street

Baltimore, MD 21202-1614

Re Susquehanna River Rail Bridge Project
Cecil and Harford Counties, Maryland

Dear Ms. Willis:

Thank you for your recent letter regarding the above-referenced project. Your submittal requests the Maryland
Historical Trust’s (Trust’s) input on potential historic properties within the undertaking’s area of potential
effects (APE) and also seeks guidance on the development of a survey methodology. We offer the following
comments and suggestions in accordance with Section 106 of the National Historic Preservation Act, as
amended.

As noted in our previous correspondence, the Federal Railroad Administration (FRA) and Maryland Department
of Transportation (MDOT) are proposing to improve the existing Susquehanna River Rail Bridge between
Havre de Grace in Harford County and Perryville in Cecil County. The project team has conducted a
reconnaissance survey of the undertaking’s APE and identified existing and potential historic resources
associated with the built environment in the Perryville area. The Trust conducted a site visit on October 21, 2014
to examine these potentially National Register-eligible resources. Based on our site visit, we agree that the
Perryville Methodist Church and the Perryville Presbyterian Church may be eligible for listing in the National
Register.

We recommend the preparation of the following survey documentation to evaluate potential historic properties
in the Perryville area. Please prepare a Determination of Eligibility (DOE) form for the following properties:

1. , as illustrated on the attached map. Based on a brief visual
examination, we do not believe that this area possesses sufficient material integrity for listing in the
National Register. Background research may reveal other important areas of significance. The
preparation of a DOE form is the most efficient method for evaluating this large area.

2, , 374 Broad Street; and

3. , 710 Broad Street.

Considerable information already exists regarding identified historic and archeological resources in the project
vicinity, as a result of multiple prior investigations for various projects. However, there remain sections of the
APE that have not been previously studied. For those areas outside of existing historic districts (and the survey
district identified above), the project team must survey and evaluate the remaining properties that are fifty years
old or older within the undertaking’s APE. The Short Form for Ineligible Properties (Short Form) may be
utilized to document any property that is c/early ineligible due to major loss of historic integrity or due to an
obvious lack of architectural significance. Buildings that possess some level of architectural significance and
integrity and which may represent a significant trend or contextual theme should be documented on a DOE
form.

Martin O Matley Govermnor Richard Eberhart Hall, ACP Secretary
Anthony G Brown. LI Govermnor Amanda Stakem Conn, Esq . Deputy Secretary

Marytand Historical Trust - 100 Community Place - Crownsville - Maryland - 21032
Tel 4105147600 - Toll Free 18007560119 - TTY usars Maryland Relay - MHT Maryland gov



Ms. Angela Willis
Susquehanna River Bridge Project
Page 2 of 2

We look forward to receiving the results of the historic structures investigations for our review and comment,
when available. If you have questions or need further assistance, please contact Tim Tamburrino (for historic
structures) at tim.tamburrino(@maryland.gov / 410-514-7637 or me (for archeology) at beth.cole@maryland.gov
/ 410-514-7631. Thank you for providing us this opportunity to comment.

Sincerely,

v Ry VAR

Tim Tamburrino
Preservation Officer

TJT/201405073

Attachment: Map of the Perryville Survey District
cc: Michelle Fishbume (FRA)
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April 22, 2015 Section 106 Consultation Letter from Elizabeth Hughes, Maryland
Historical Trust, to Angela Willis, Maryland Transit Administration



Larry Hogan, Govermnor David R. Cra.g, Secretary
Boyd Rutherford L. Govemnor Wend: W. Peters. Depuly Secretary

MarylandD  tm Planning
Marytand H ca

~April 22,2015

Angela Willis

Maryland Transit Administration

6 Saint Paul Street

Baltimore, MD 21202-6806

Re: Susquehanna River Rail Bridge Project
Historic Structures Investigations — Determination of Eligibility Forms
Harford and Cecil Counties, Maryland

Dear Ms. Willis:

amended. We offer the following comments and recommendations regarding the historic structures investigations.

3
historic

The gi

. N -1712)
The the National Register:

. HA-2250)

o We concur that all 71 resources documented with the *Short Form for Ineligible Properties’ are not eligible for
listing in the National Register.

We to co u with MTA d
part fully S 106 review
u ns uire i
/ 51 |l or
tim.tamb /410-514-7637,
Sincerely,
Elizabeth Hughes

Acting Director/State Historic Preservation Officer

EH/TIT 201500546

100 Community Place - Crownsvile - Maryiand - 21032
Tel: 410.514.7600 - Toll Free: 1 800.756.0119 - TTY users: Maryiand Retay - MHT.Maryland.gov



Purple Line Corridor Transit Study
Historic Structures Investigations ~ Determination of Eligibility Forms
Page 2 of 2

cc:  Michelle Fishbume (FRA) = . . .. __.
Jacqueline Thome (MDOT)
Craig Rolwood (Amtrak)
Bradley F. Killian (Harford County)
Anthony DiGiacomo (Cecil County)
Dianne Klair (Havre de Grace)
Bethany Baker (Concord Point Lighthouse)
Norris C. Howard Sr. (Pocomoke Indian Nation)
Leslie Mesnick (AKRF)
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RESOLUTION NO. 2015-02

A RESOLUTION OF THE MAYOR AND COMMISSIONERS OF THE TOWN
OF PERRYVILLE AUTHORIZING THE MAYOR TO PURSUE CERTAIN
RECOMMENDATIONS OF THE SUSQUEHANNA RIVER RAIL BRIDGE
PROJECT ADVISORY BOARD.

WHEREAS, the Mayor and City Council of Havre de Grace on September 15,
2014, created the Susquehanna River Rail Bridge Project Advisory Board by Resolution
2014-07 (“Board™); and

WHEREAS, Commissioner Raymond A. Ryan, 11, was appointed as the Town
of Perryville representative to the Board created by the City of Havre de Grace; and

WHEREAS, the Board has created a number of advisory bulletins that the City of
Havre de Grace has, by Resolution, authorized the Mayor of Havre de Grace to pursue;
and

WHEREAS, the Board has created Advisory Bulletins Nos. 7 and 9 with specific
recommendations directed to the Mayor and Commissioners of Perryville; and

WHEREAS, Advisory Bulletins Nos. 7 and 9 are attached to this Resolution and
marked Exhibit A; and

WHEREAS, the Mayor and Commissioners of Perryville have determined that
Advisory Bulletins Nos. 7 and 9 should be made available to the public for review and
comment; and

WHEREAS, the Mayor and Commissioners of Perryville have determined that it
is in the best interest of the Town that the Mayor be authorized to pursue the
recommendations that appear in the Advisory Bulletins attached to this Resolution.

NOW, THEREFORE, BE IT RESOLVED BY THE MAYOR AND
COMMISSIONERS OF PERRYVILLE as follows:

A. The Board’s Advisory Bulletins applicable to the Town of Perryville shall be
made available on the Town’s website for public review and comment. They are:

1. Advisory Bulletin No. 7, November 28, 2014, “Bridge Architecture.”

2. Advisory Bulletin No. 9, December 9, 2014, “River Navigation.”






RESOLUTION NO. 2015-09

A RESOLUTION OF THE MAYOR AND COMMISSIONERS OF THE TOWN
OF PERRYVILLE AUTHORIZING THE MAYOR TO PURSUE CERTAIN
RECOMMENDATIONS OF THE SUSQUEHANNA RIVER RAIL BRIDGE
PROJECT ADVISORY BOARD.

WHEREAS, the Mayor and City Council of Havre de Grace on September 15,
2014, created the Susquehanna River Rail Bridge Project Advisory Board by Resolution
2014-07 (“Board™}; and

WHEREAS, Commissioner Raymond A. Ryan, [II, was appointed as the Town
of Perryville representative to the Board created by the City of Havre de Grace; and

WHEREAS, the Board has created a number of advisory bulletins that the City of
Havre de Grace has, by Resolution, authorized the Mayor of Havre de Grace to pursue;
and

WHEREAS, the Board has created Advisory Bulletins Nos. 17, 18 and 19 with
specific recommendations directed to the Mayor and Commissioners of Perryville; and

WHEREAS, Advisory Bulletins Nos. 17 and 18, and 19 are attached to this
Resolution and marked Exhibit A; and

WHEREAS, the Mayor and Commissioners of Perryville have determined that
Advisory Bulletins Nos. 17, 18 and 19 should be made available to the public for review
and comment; and

WHEREAS, the Mayor and Commissioners of Perryville have determined that it
is in the best interest of the Town that the Mayor be authorized to pursue the
recommendations that appear in the Advisory Bulletins attached to this Resolution.

NOW, THEREFORE, BE IT RESOLVED BY THE MAYOR AND
COMMISSIONERS OF PERRYVILLE as follows:

A. The Board’s Advisory Bulletins applicable to the Town of Perryville shall be
made available on the Town’s website for public review and comment. They are:

1. Advisory Bulletin No. 17, March 20, 2015 “Easterly Right-of-Way and
Alignments in Perryville.”

2. Advisory Bulletin No. 18, March 20, 2015, “Street Underpasses in
Perryville.”



3. Advisory Bulletin No. 19, March 23, 2015, “Rail Operation Noise Control
in Perryville.”

B. The Mayor and Commissioners endorse and support in concept the
Recommendations set forth in Advisory Bulletin No. 17, Advisory Bulletin No.
18, and Advisory Board No. 19,

C. The Mayor is authorized to work collaboratively with the City of Havre de Grace
to pursue the recommendations that appear in the Advisory Bulletins with
Amtrak, the Maryland Department of Transportation and other affected parties.

D. The Town Administrator shall send copies of this Resolution to the Mayor and
City Council of Havre de Grace, the Maryland Department of Transportation and
Amtrak.

READ AND PASSED THIS 3" day of November, 2015.

ATTEST: MAYOR AND COMMISSIONERS OF

THE TOWN OF PERRYVILLE
%;&ud %OVDQF / (f// A./Kf/"
Jac ellne ample : <yt

Clerk / James L. Eberhardt, Mayor




Mayor

Town Commissioners of Perryville
James L. Eberhardt

515 Broad Street, P.O. Box 773

Perryville, Maryland 21903'0773 Co'"n’issioners
(410) 642-6066 Barbara A. Brown
Alan Fox
(410) 642-6391 (Fax) Michelle Linkey

Email: townhall@perryvillemd.org Raymond A. Ryan IIT

Town Administrator
Denise Breder

November 4, 2015

Ms. Angela Willis, Environmental Planner

Maryland Transit Administration, Environmental Planning
6 Saint Paul Street, 9th Floor

Baltimore, MD 21202

Susquehanna River Rail Bridge Project
Section 106 Comments

Dear Ms. Willis:

This letter is written in follow up to the August 18, 2015 Section 106 Consulting Party Meeting for the
Susquehanna River Rail Bridge Project. At the August meeting, the Committee requested feedback from

the Town of Perryville on two issues.

First, the Committee wanted to know what the Town of Perryville would consider to be acceptable
mitigation for intrusion into the historic character of the area if a retaining wall must be built directly
across the road from historic Rodgers Tavern. At the November 3, 2015 Town Meeting, the
Commissioners voted, should construction of the wall be necessary, that it be built out of architecturally
pleasing materials and be painted with a mural.

Second, the Committee asked if the switch tower should or could be moved to town-owned property
located across Broad Street from the train station. At the November 3, 2015 Town Meeting, the
Commissioners voted to recommend that the switch tower be left in place if possible, and should it be
necessary to demolish the switch tower, then they requested that it be fully documented before
demolition, for historic purposes.

I request that this information be shared with the Committee at the next Section 106 meeting to be held
on November 10, 2015. | will be unable to attend the meeting; however, Commissioner Alan Fox and
Assistant Town Administrator, Cathy McCardell plan to attend in my absence. They will bring the town
comments with them as well. Thank you for the opportunity to participate in the Section 106 process.

Sin

Town Administrator

cC Mayor and Commissioners of Perryville
Ms. Catherine McCardell, Assistant Town Administrator
Ms. Jacqueline Thorne, Project Manager, MD Dept. of Transportation
Mr. Paul DelSignore, Amtrak
Mr. Jeffrey Konrad, HNTB



Town Commissioners of Perryvilie Mayor
515 Broad Street, P.O. Box 773 James L. Eberhardt

Perryville, Maryland 21903-0773 Commissioners
(410) 642-6066 Barbara A. Brown
(410) 642-6391 (Fax) ‘ _ Alan Fox
Email: townhall illemd.or Michelle Linkey
matl: townhall@perryvillem -0tg Raymond A. Ryan I1I

Town Administrator

April 14, 2016 Denise Breder

Ms. Jacqueline Thorne

Project Manager

The Secretary's Office

Office of Freight and Multimodalism
Maryland Department of Transportation
7201 Corporate Center Drive

Hanover, Maryland 21076

Re: Susquehanna River Rail Bridge Project

Dear Ms. Thorne:

It is my understanding that the Susquehanna River Rail Bridge Committee has narrowed down
the design options for the Amtrak bridge(s) over the Susquehanna River to two options, 9A and 9B.
Both of the options are west of the existing bridge, bringing the bridge closer to historic Rodgers Tavern
and Lower Ferry Pier, and both options have the potential to change traffic patterns in Perryviile,
primarily the Broad Street access to the Perry Point Veterans Administration Hospital. Please provide
Perryville with details and renderings of the proposed landing of the bridge on the Perryville side.

Protection of Rodgers Tavern and Lower Ferry Pier, particularly during the construction phase, is
very important to Perryville. It is also important that a Broad Street entrance to Perry Point be retained.
Further, if possible, it would be our preference that the design allow for a more natural view from
Rodgers Tavern while retaining the entrance to Perry Point.

If you have any questions, please contact me at 410-642-6066. Otherwise, | look forward to
receiving the information on the proposed landing as requested.

Sincexely,

st i

enise Breder, Town Administrator

CC: Mayor and Commissioners of Perryville
Paul DelSignore, Amtrak
Michelle Fishburne, FRA
Volney Ford, Chairman, SRRBP Advisory Board
Amrita Hill, Amtrak
Cathy McCardell, Perryville Assistant Town Administrator
Dan Reagle, MTA Environmental Planning
Mary Ann Skilling, Town Planning Director



City of Havre de Grace

711 PENNINGTON AVENUE, HAVRE DE GRACE, MARYLAND 21078 410-939-1800
WWW. HAVREDEGRACEMD.COM

Susquehanna River Rail Bridge Project
Advisory Board
of the Mayor and City Council

Advisory Bulletin #1
Introduction of the Advisory Board to SRRBP Agencies

Request for a Special Briefing
October 21, 2014

The Advisory Board held its first meeting on October 6, 2014. It recognized that the most
pressing task was to become fully on-board and aware of all developments to date with regard to
the SRRBP preliminary engineering and environmental studies that are underway at this time.
Board members have studied many of the correspondences between the SRRBP project team and
our local jurisdictions, and the Board chairman attended both public presentations recently held
in Havre de Grace and Perryville.

Recommended Action

The Advisory Board requests that the Mayor send a formal communication to all parties involved
with the SRRBP project team, announcing the appointment of this board and including the
following information:

1. The purpose, authorization, and specific limitations of this board.

2. The membership and qualifications of this board.

3. A request for the Advisory Board to henceforth be included in all general
correspondences, given “Consulting Party” status with the participating agencies, and
specially invited to all briefings delivered to local and county jurisdictions.

The Advisory Board further requests that the City arrange, as quickly as possible, a special
briefing to members of the Advisory Board, to be delivered by representatives of the SRRBP
project team at City Hall, preferably at the Board’s scheduled meeting on Thursday, November



Advisory Bulletin #1
Page 2

6, 2014, at 5 PM, or at a date and time to be coordinated soon thereafter. This briefing should be
confined to discussions of preliminary engineering progress to date, and more specifically
concerning right-of way and track alignments, bridge engineering and architecture, a commuter
rail station, street underpasses, and bridge abutment location.

This briefing should only require the presence of 2-3 engineering representatives of the SRRBP

Project Team, and will be followed by an exchange of ideas between the Team and the Advisory
Board. Advisories addressing each of these specific issues will be issued to the Mayor of Havre
de Grace prior to this briefing and exchange if ideas.

Respectfully submitted,
ﬁ///

Volney H.Ford
Chairman




City of Havre de Grace

711 PENNINGTON AVENUE, HAVRE DE GRACE, MARYLAND 21078 410-939-1800
WWW.HAVREDEGRACEMD.COM

Susquehanna River Rail Bridge Project
Advisory Board
of the Mayor and City Council

Advisory Bulletin #2

Bridge Architecture
October 21, 2014

The Advisory Board, during its first meeting on October 6, 2014, determined that the overall
appearance of the proposed Susquehanna River Rail Bridge is of the highest priority of
importance to the City of Havre de Grace, surrounding communities, and the State of Maryland.
This discussion was preceded by the strong opinion of many citizens and elected officials that
bridge architecture is their most pressing concern.

The new bridge complex will dominate the downtown and waterfront vista for the next century
or more, and will become iconic of Havre de Grace as a tourist and entertainment center. It will
also become the gateway to the Lower Susquehanna Heritage Greenway, being positioned at the
mouth of the greatest eastern river in our nation as it flows into the world’s largest estuarial bay.
This new bridge should also symbolize the future of Amtrak and of rail transportation as a
national asset and environmental ally, given its unique location, intense rail activity, and
imposing dominance.

Architectural Recommendations

1. In the likely event that new twin bridges of two tracks each are constructed, both bridges
should be of identical height and architecture, and should be aligned as closely to each other
as possible, to give the appearance of one bridge.

2. The bridges should be entirely open-decked, with each span having graceful shallow-arched
symmetry using massive closed-webbed steel beams that present an overall solid
appearance. Emphasis should be placed on pleasing lines of curvature, with properly
balanced span and arch dimensions.
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3. Bridge support piers should be taller, more slender, and spaced farther apart than the
existing piers to improve navigation and open up the viewscape.

4. Both bridges should be carried on the same elongated pier structures to emphasize the
appearance of “one bridge” and to better resist river-borne collisions.

5. The catenary system should be suspended from a series of single, architecturally graceful
solid-form towers, mounted directly on the piers between the bridges, with high-line arms at
the very top and wide catenary arms extending in cantilever over the double-track bridge
decks along both sides. This will do much to reduce the visual effect of catenary “clutter”
while emphasizing the towers as central architectural features of the bridge complex.

6. The bridges and towers should be painted in a light metallic color, such as a golden
platinum, to produce a distinctive daytime natural glow from great distances.

7. The entire bridge span, as viewed from upriver and downriver, should be provided with
night-time accent lighting to create a warm glow along the outer face of each of its arches,
in such a way that subtle arches of light are always visible at night.

8. All existing piers and abutments, whether supporting the current bridge or the previously -
removed rail/automobile bridge, should be removed down to the river bed, to eliminate
clutter, enhance the viewscape, and greatly improve barge and boat navigation.

The Advisory Board requests that the Mayor send a formal communication to the SRRBP project
team, offering these recommendations as a typical example of the style of architecture the City
and surrounding communities would expect and want to embrace.

Volney H. ord
Chairman
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Advisory Bulletin #3
Bridge Abutment Area
October 24, 2014

The Advisory Board met on October 21, 2014, to examine the immediate area around the
westerly landing of the proposed rail bridge complex in order to determine the most favorable
placement of the new bridge abutment. Factors taken into consideration were a greater height
and width of the proposed bridge complex, longer spans between piers, a probable shifting of
track alignment southward, the need for a more impressive gateway entrance to the downtown
area, safer traffic flow and intersection alignments under the bridge, and sufficient space to
install a permanent outdoor historical display dedicated to the history and architecture of
previous bridges located at this site.

1. The new bridge abutment should be retracted westward, almost to the Freedom Lane tunnel

underpass (eliminating that underpass) to allow for each of the following recommendations

and to prevent further abutment crowding of the current street intersection area that would

be caused by much wider bridge and trackage requirements.

The sharply curving, semi-blind intersection of Otsego Street and Union Avenue should be

improved to a much wider radius of turn that would align directly with Saint John Street.

This would allow longer and more generous turn lanes and greatly improved sight lines.

3. The Water Street intersection should be relocated farther west along Otsego Street, in

conjunction with that of Pear| Street.

4. Both David Craig Park and Jean Roberts Park should be enlarged westward to the proposed

~ Otsego/Union street curvature.

1
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5. Railroad property under the bridge complex and situated between the two city parks should,
by special agreement, be made available for public use and maintained by the City of Havre
de Grace to appear as part of the park complex. This area should contain landscaping and
walkways, but should have no structures, to allow full access for bridge maintenance.

6. Railroad property under the bridge complex, and situated between the proposed
Otsego/Union street curvature and the relocated bridge abutment, should likewise be made
available for public use and maintained by the City of Havre de Grace as open space with
landscaping and walkways, but no structures.

7. The monumental gateway signage that exists under the current bridge should be relocated
northwestward toward the proposed intersection of Water and Otsego Streets, and should
include a beautiful and enlarged landscaping feature.

8. The much higher new bridge understructure would result a brighter and more open
streetscape, which should be enhanced with ornamental tree plantings wherever possible
without blocking sight lines or interfering with bridge maintenance operations.

9. A significant portion of an enlarged David Craig Park should be reserved for a strategically
placed permanent outdoor historical display dedicated to the history and architecture of the

previous bridges at this site.

Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to
consolidate these or similar recommendations into a formal communication to the SRRBP
project team as soon as possible. The abutment location is an engineering and track alignment
issue that must be resolved by the SRRBP project team very soon.

submitted,

Volney  Ford
Chairman
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Advisory Bulletin #4

Westerly Right-of-Way and Alignments
October 31, 2014
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General Comments

The current right-of-way passes through the heart of what is known as the historic “old town”
Havre de Grace, dividing neighborhoods, impacting traffic flow, detracting from normal
residential viewscapes, and producing a very significant amount of noise. In the years since its
creation, the elevated earthen right-of-way has produced unsightly weed and tree growth,
unattractive security fencing, heavily stained stonework, overpass bridges that are functional but
lack form, and tunnel-like passages that appear dirty and unsafe.

The recommendations provided herein would appear to significantly exceed the traditional
appearance standards and practices of railroad rights-of-way in towns and cities throughout our
nation. This corridor is a notable exception. It will pass in closer proximity to, and in full view
of, almost all modern and about-to-be-built public institutions in this city: City Hall, Police
Station, Post Office, James Harris Stadium, High School, Middle School, and Senior Activities
Center. It will also pass immediately adjacent to residences, offices, retail business .
establishments and tourism attractions. We should ensure that the increased impact of this
massive railroad realignment and enlargement project is mitigated by quieter operation, more
impressive architecture and more attractive landscaping.

Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to
consolidate these or similar recommendations into a formal communication to the SRRBP
Project Team as soon as possible. The extensive use of retaining walls, along with underpass
requirements, are engineering issues that affect overall track alignment, and must be resolved by
the SRRBP project team very soon. The Board also recommends that the Mayor submit a formal
inquiry to Amtrak officials regarding the bridge warning horn issue.

submitted,

Volney H.
Chairman
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Street and Lane Underpasses
November 3, 2014

The Advisory Board met on October 28, 2014 to study all street and lane underpasses along the
Amtrak rail corridor from Freedom Lane to Juniata Street, and to determine whether it would be
in the best interests of the City to abandon any one of these to facilitate proposed changes in the
elevated right-of-way alignment. The three rail bridge overpasses in question are located at
Stokes, Adams, and Juniata Streets. The two narrow and tunnel-like rail overpasses in question
are located at Freedom and Centennial Lanes.

The Board has carefully considered a range of concerns with regard to abandonment of any street
or lane undetpass. These include traffic impact, access to private property, neighborhood
vehicular and pedestrian inconveniences, dead-end turnaround conditions, emergency response
routes, and large truck maneuvering. The Board also recognizes the enormous cost savings to
the rail project of eliminating one or more of the existing rail overpass structures. Such savings
could make feasible a number of design and facility concessions that the City may wish to seek
in connection with the overall SRRBP.

This advisory is put forth under the assumption that the river bridge abutment would be retracted
westward almost to Freedom Lane, as detailed in Advisory Bulletin #3. It also refers to elements
of the forthcoming Advisory Bulletin #6 - Rail Commuter Station, which would be dependent
upon certain underpass eliminations and street alterations.
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The tunnel-like street underpass at Freedom Lane is a very short and seldom-used vehicular
passage from Otsego to Warren Streets. It does not provide a notably shorter driving route from
any point to any other point in the City, and does not appear to be a clean and safe pedestrian
route for most citizens and visitors. If the recommendations of Advisory Bulletin #3 are
incorporated, the repositioned rail bridge abutment would lie so close to this underpass that it
would no longer have purpose. If a new Otsego/Union intersection radius is relocated westward
accordingly, its accompanying pedestrian sidewalk would become a more convenient shortcut
from the Otsego Street neighborhoods to the downtown area than the “tunnel”. The Advisory
Board recommends permanent closure and elimination of this lane underpass.

Stokes Street is an important cross-town secondary route that extends the entire north/south
length of the Historic District, without interruption or right-of-way reduction. It is regularly used
as a means of reaching the residential areas between Union Avenue and Adams Street, and is
designated one-way from Otsego Street, with very few stop signs, to facilitate travel time.

Closure of this street at the rail overpass would defeat its purpose as a convenient cross-town
route and cause residential traffic to thread its way in from boundary arterials, putting more
pressure on the two-way crossing streets. In addition, the very short dead-end section of Stokes
Street that would be created between Otsego Street and the railroad embankment would leave no
room for a proper cul-de-sac or turnaround area for the few residences that utilize this street
section. The Advisory Board strongly recommends that this street underpass be retained and
provided with improved lighting. A concession could be made to shorten the rail overpass span
here, provided that current street width is maintained and that public sidewalks of at least six feet
in width are installed along both sides of the street (see Advisory Bulletin #4).

The tunnel-like underpass at Centennial Lane is also a seldom-used vehicular passage from
Otsego to Warren Streets. It likewise does not provide a notably shorter driving route from any
point to any other point in the City, and does not appear to be a clean and safe pedestrian route
for most citizens and visitors. Centennial Lane does appear to provide sole access to at least one
property and several buildings south of Otsego Street, however, which would require adequate
means of U-turning or otherwise discharging vehicles if this street underpass were closed.
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The Advisory Board recommends permanent closure and elimination of this lane underpass, and
extension of Centennial Lane west-southwestward to Adams Street. This extension should
become a new segment of Morrison Lane, and should be located on current railroad property
along its northwestern boundary. The installation of a rail commuter station (see Advisory
Bulletin #6) would require the elimination of this lane underpass. In that circumstance, the stub
end of Centennial Lane should discharge through the station’s northwest main parking area to
Stokes or Adams Street without the need for a dedicated Morrison Lane extension.

Adams Street is also an important cross-town secondary route; however, it becomes more narrow
at City Hall and is interrupted between Pennington and Congress Avenues. In comparison to
Stokes Street, fewer vehicular movements occur along Adams Street, as it is close to the Juniata
Street arterial and has only ten dwelling units between the railroad and Pennington Avenue.
There are more than thirty dwelling units along the same stretch of Stokes Street. Although
closure of this underpass would isolate one full block of Adams Street between Otsego Street
and the railroad, its intersection with the currently isolated northwestern segment of Warren
Street would provide easy flow-through ingress and egress connecting with Juniata Street.

There are two good reasons to consider closure of the Adams Street underpass. First, elimination
of this complete set of four or five new rail bridges and both new abutment structures would
represent an enormous cost savings to the rail project. This could easily be the single largest
concession that Havre de Grace has to offer in negotiating for other special requests, especially
when combined with lane underpass eliminations. Second, the street-level space gained in the
process would be very advantageous to rail commuter station parking areas, station traffic
patterns, emergency access to a trackside station platform, and pedestrian safety.

The Advisory Board recommends permanent closure and elimination of this street underpass
provided that a rail commuter station is installed and put into service as part of the overall rail
bridge project. The Advisory Board recommends that this street underpass be retained, under the
same conditions recommended for the Stokes Street underpass, if a rail commuter station is not
put into service at this location.

Juniata Street is perhaps the most heavily traveled north/south arterial east of Route 40 in Havre
de Grace, and serves as a “second gateway” into the city proper. It is the primary gateway to
City Hall, the post office, policc station, stadium, public library and several churches. It is also
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the most convenient route to the hospital, J M Huber industrial area, and Revolution Street. The
current rail overpass span accommodates the width of Juniata Street with enough room for
sidewalks but has the appearance of a constricted opening that seems to crowd the right-of-way,
blocking view until the last moment of modern public facilities that lay just beyond.

The Advisory Board recommends that this underpass be retained under all circumstances, and

that its abutments be spread at least twenty feet farther apart to compensate for the visual effects
of a broader 4-5 track rail bridge complex. This underpass should also be well-lighted for safety
and security. |

Recommended Action i

The Advisory Board requests that the Mayor and City Council take necessary steps to |
consolidate these or similar recommendations into a formal communication to the SRRBP |
Project Team as soon as possible. The Board wishes to stress the importance of recommended
underpass closings in connection with the desired outcomes of several other advisories, and rapid
resolution of related engineering issues.

Respectfully submitted, |

i

Volney H. Ford
Chairman
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Rail Commuter Station
November 5, 2014

The Advisory Board met on October 28, 2014, to examine the feasibility and best location of a
new rail commuter station to serve Havre de Grace. In order for this commuter station to be
most successful in ridership and most beneficial to local commerce, it should be located within
easy walking distance to the downtown, waterfront, retail offerings, restaurants, bed-and-
breakfast establishments, and other tourism destinations. It would also require ease of access and
plenty of parking for commuters.

In visiting this important issue, the Board has considered a wide range of concerns with regard to
available areas, station security, neighborhood safety, traffic impact, traffic , rail
alignments and possible turnouts, distance from the river bridge, station layout, and boarding
platform access. This advisory assumes that current alignment of the elevated railway is likely to
be repositioned southeastward to align with the replaced bridges.

In keeping with the objectives of positioning the station as close to the central business district as
possible, while allowing enough distance from the proposed river bridges to ensure passenger
safety and to install a possible fifth track turnout, The Board recommends centering the station
between Stokes Street and Centennial Lane, with a shift more toward Centennial Lane if
absolutely necessary. This position would also be at the epicenter of available parking
opportunities and would offer the most ideal ingress and egress of vehicular traffic from Stokes,
Adams, and Warren Streets.
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The height and relative narrowness of the elevated railway earthwork, even when repositioned
and enlarged to align with the proposed bridges, is not favorable to the layout of a traditional rail
commuter station at track level. The Board recommends a rather novel approach to this
situation, which can offer many other benefits. The station proper, containing the ticket kiosk,
restrooms, access to rail platforms above, information displays, and local tourism kiosks, should
be located within a reinforced underground shell at street level, extending across the entire
elevated portion of the right-of-way, with a main entrance at both ends.

The south entrance on Warren Street would provide access to parking areas on that side of the
elevated railway with pedestrian access directly into downtown, only one block away. The north
entrance would provide direct access the largest commuter parking lot and a potential parking
area just beyond it. Both entrances should be attractively designed as retaining wall facades with
wing walls and sheltered entryways. Small plazas at both entries should be well-lit, well-

landscaped, and secure in appearance.

Public access to the boarding platforms should be restricted to interior stairways and elevators
that would rise from the station interior and terminate within the shelter of boarding platform
roof systems and weather screens. The advantage of such an access is that when the station is
closed and locked during non-commuting hours, the boarding platform area will be completely
inaccessible. Under this arrangement commuters will have less exposure to inclement weather,

from station entry to rail car boarding.

The Board proposes a covered boarding platform length of 250 feet, with platforms and platform
accesses along the northbound and southbound commuter/freight tracks, each having a widened
shelter at the center for elevator and stairway shafis, and commuter congregation areas. Platform
shelters should be carefully designed to resist exceptional wind and blowing rain conditions
created by the river gorge and elevated embankment effects. The stairway shafts should be
cross-connected at the highest practical level under the tracks to permit rapid commuter
movement from one platform to the other and to discourage track-crossing.

The northwesterly pair of tracks normally designated for freight and commuter trains, and
expected to extend across the north bridge span to align with the Perryville freight wye and
commuter station, should remain on tangent from the bridge as far as possible toward the
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station. This is intended to provide significant separation from the high-speed pair of tracks that
are expected to utilize the south bridge span, and which will likely begin a path of radius at the

immediate end of the bridge.

The boarding platform area will require vehicular access for emergency response, periodic
maintenance, and routine custodial service. The Board recommends a securely gated vehicular
ramp beginning at Adams Street and rising along the northwesterly side of the embankment to
boarding platform level. The access ramp can rise from Stokes Street as an alternative plan, if

the station is positioned farther southwestward.

The Board recommends that the City of Havre de Grace enter into an agreement with MARC to
provide daily custodial maintenance and service within the station and restrooms, but not
including the boarding platform area, as part of its city-wide public restroom and public facility
custodial program. The station restrooms and tourism kiosks would provide a convenient
location at the north end of town for non-rail visitor access, and could be kept open beyond
commuting hours and on weekends by City personnel if boarding platform access is otherwise
locked within the station. The station and its entrances should be video-monitored at the City
Police Department to ensure public security and rapid response to incidences.

The railroad owns a significant amount of vacant land along its current right-of-way that lies
beyond the toe line of the elevated embankments, forming triangles of flat ground between the
embankments and public streets or private property. Some of this street-level vacant land will
likely be absorbed along the southeast side of the right-of-way by realignment of the trackage in
that direction, but land at ground level along the northwest side may be expanded if the
embankment toe-line along that side is retracted accordingly. It appears to the Advisory Board,
when taking into account the likely repositioning of elevated portions of the railroad right-of-
way, and assuming that appropriate railroad property and City property will be made available
for commuter parking, the following opportunities exist:

1. The large open area of railroad property between Stokes and Adams Street, which lies
behind dwellings fronting on Otsego Street, should become the principal station-entry
parking area, with access from both Stokes and Adams Street. The Adams Street point of
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entry and exit should occur at its intersection with Warren Street, assuming elimination of
the Adams Street underpass, and would thus be accessed straight in from Juniata Street.
This parking lot can be made significantly larger by the installation of a vertical retaining
wall extending from the station entrance to both street entrances, thus eliminating the space
required for a sloped embankment.

2. The Susquehanna Hose Company owns a sizable triangle of vacant and unused land behind
its fire station on Juniata Street. This land fronts Warren Street along the northwest side of
the railway embankment, and offers a direct and safe pedestrian connection to the proposed
main station parking lot without a street crossing, provided that the Adams Street underpass
is eliminated. It is also directly accessed from Juniata Street.

3. The railroad owns a large square-shaped area of vacant land fronting Warren Street between
Freedom Lane and Stokes Street. The apartment building at the east side of Freedom Lane
leases from the railroad a small strip of parking spaces just across the lane. These spaces,
necessary to the apartment off-street parking requirement, can be relocated into the
Freedom Lane right-of-way proposed for closure to the public, and then leased from the
City. This vacant land is positioned very close to the proposed south station entrance, and
would be accessed easily from Union Avenue or Stokes Street.

4. Warren Street is not fronted by any dwellings or businesses between Stokes and Adams
Streets. There may be enough available space between its northwest edge and the toe line
of a relocated railway embankment to allow diagonal on-street parking or a narrow on-site
parking lot. A parking lot at this location can be enlarged si gnificantly by the installation of
a vertical retaining wall instead of a sloped embankment, which can also be designed as an
extension of the station entrance.

5. A large area of vacant private property exists directly across from the proposed station
entrance, bordered by Warren and Stokes Streets and Centennial Lane, which could become
available in the future.

6. The large apartment building at the corner of Warren Street and Freedom Lane lies very
close to the railroad right-of-way and could be in conflict with alignment of the south river
bridge and the path of high-speed rail radius. If this property must be taken, additional
parking area would thus become available.

1. Under the assumption that the Adams Street underpass would be eliminated, Warren Street
should be reduced to a single lane of travel in both directions and realigned closer to the
southeast edge of its right-of-way between Adams and Stokes Streets, to allow more room
for a narrow parking lot or for head-in parking along its northwest side, while retaining
good flow of truck traffic serving commercial enterprises along Adams Street. There are no
dwellings or businesses along this block of Warren Street that would require on-street

parking.
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2. Stokes Street should be reverted to two-way traffic operation between Otsego and Warren
Streets, to facilitate traffic flow to and from the south parking areas of the proposed station.

3. Stokes Street should be widened along this same block, with larger corner radiuses at
Otsego Street, to allow ample two-way traffic flow and to retain on-street parking for the
few dwellings that face it.

4. Centennial Lane should extend into the proposed north parking lot of the station to
eliminate the need for a dead-end turnaround; however, it should be made one-way only, in
the southward direction.

Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to
consolidate these or similar recommendations into a formal communication to the SRRBP
Project Team as soon as possible. The need of a rail commuter station has been an important -
component in the Havre de Grace Comprehensive Plan for at least two decades, and should be
vigorously pursued.

Respectfully submitted,

Volney H/ Ford
Chairman
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2. The bridges should be entirely open-decked, with each span having graceful shallow-arched
symmetry using massive closed-webbed steel beams that present an overall solid
appearance. Emphasis should be placed on pleasing lines of curvature, with properly
balanced span and arch dimensions.

3. Bridge support piers should be taller, more slender, and spaced farther apart than the
existing piers to improve navigation and open up the viewscape.

4. Both bridges should be carried on the same elongated pier structures to emphasize the
appearance of “one bridge™ and to better resist river-borne collisions.

5. The catenary system should be suspended from a series of single, architecturally graceful
solid-form towers mounted directly on the piets between the bridges, with high-line arms at
the very top and wide catenary arms extending in cantilever over the double-track bridge
decks along both sides. This will do much to reduce the visual effect of catenary “clutter”
while emphasizing the towers as central architectural features of the bridge complex.

6. The bridges and towers should be painted in a light metallic color, such as a golden
platinum, to produce a distinctive daytime natural glow from great distances.

7. The entire bridge span, as viewed from upriver and downriver, should be provided with
night-time accent lighting to create a warm glow along the outer face of each of its arches,
in such a way that subtle arches of light are always visible at night.

8. All existing piers and abutments, whether supporting the current bridge or the previously
removed rail/automobile bridge, should be removed down to the river bed to eliminate
clutter, enhance the viewscape, and greatly improve barge and boat navigation.

The Advisory Board proposes that the Mayor and Town Commission of Perryville consider these
recommendations under a formal resolution, communicating the same to the SRRBP project
team, as typical of the style of architecture the Town of Perryville and surrounding communities
would expect and want to embrace. The recommendations of this advisory, having been
submitted previously as Advisory Bulletin #2 and tailored to the perspective of Havre de Grace,
should require no additional action on its part at this time.

Volney H. Ford
Chairman
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River Navigation
December 4, 2014

The Advisory Board met on November 25, 2014 to develop recommendations for the
accommodation of large vessel navigation and safe passage under the proposed new rail bridge
system, at the main channel location. The principal concerns were vertical clearance, horizontal
clearance, and a protective fender system. This advisory assumes removal of all existing piers
that support the current Amtrak bridge and the adjacent abandoned piers from the long-ago
demolished rail/highway bridge, as recommended in Advisory Bulletin #2.

The Board relied heavily on advice and recommendations from representatives of Vulcan
Materials Corporation, which operates a large stone quarry just upstream of the bridge site, from
which stone is barged out on a near daily schedule. These concerns and recommendations were
expressed by Vulcan’s Marine Operations Manager and its local tugboat captain at the recent
joint meeting between the Advisory Board and the SRRBP Project Team on November 6, 2014.

Vertical clearance at the main channel under-passage should reach sixty-five (65) feet if at all
possible, to be consistent with inland waterway standards and sailing vessels that are now
designed to those standards and berth at upstream marinas. The absolute minimum clearance

should be no less than sixty (60) feet.

Horizontal clearance at the main channel under-passage should be no less than two hundred
(200) feet net width between fenders, which may require a pier spacing of up to 240 feet center-
to-center. Such a clearance will safely accommodate a single barge with opposing traffic and
can safely accommodate a double-wide barge movement without opposing traffic.



Advisory Bulletin #8
Page 2

Three types of fender systems were considered for protecting piers and large vessels at the main
channel under-passage: Concrete, wood and composite plastic. Concrete fenders are the least
resilient and can cause considerable damage to barges and other vessels. Wood pile and wale
fenders are more resilient and less damaging to vessels, but are themselves easily damaged, more
costly to maintain, and can become ragged eyesores long before replacement becomes necessary.
The Board strongly recommends a composite plastic pile and wale fender installation as the most
resilient, least damaging, longest lasting, easiest to maintain, and most attractive system for this

unique and important gateway location.

Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to
consolidate these or similar recommendations into a formal communication to the SRRBP

Project Team as soon as possible.

Respectfully submitted

VY

Volney H. Ford
Chairman
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The Advisory Board met on November 25, 2014 to develop recommendations for the
accommodation of large vessel navigation and safe passage under the proposed new rail bridge
system, at the main channel location. The principal concerns were vertical clearance, horizontal
clearance, and a protective fender system. This advisory assumes removal of all existing piers
that support the current Amtrak bridge and the adjacent abandoned piers from the long-ago
demolished rail/highway bridge, as recommended in Advisory Bulletins #2 for the City of Havre

de Grace and #7 for the Town of Perryville.

The Board relied heavily on advice and recommendations from representatives of Vulcan
Materials Corporation, which operates a large stone quarry just upstream of the bridge site, from
which stone is barged out on a near daily schedule. These concerns and recommendations were
expressed by Vulcan’s Marine Operations Manager and its local tugboat captain at the recent
joint meeting between the Advisory Board and the SRRBP Project Team held on November 6,
2014. Advisory Bulletin #8, containing the same recommendations provided in this bulletin, was
issued to the Mayor and City Council of Havre de Grace on December 4, 2014.
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Vertical clearance at the main channel under-passage should reach sixty-five (65) feet if at all
possible, to be consistent with inland waterway standards and sailing vessels that are now
designed to those standards and berth at upstrecam marinas. The absolute minimum clearance

should be no less than sixty (60) feet.

Horizontal clearance at the main channel under-passage should be no less than two hundred
(200) feet net width between fenders, which may require a pier spacing of up to 240 feet center-
to-center. Such a clearance will safely accommodate a single barge with opposing traffic and
can safely accommodate a double-wide barge movement without opposing traffic.

Three types of fender systems were considered for protecting piers and large vessels at the main
channel under-passage: Concrete, wood and composite plastic. Concrete fenders are the least
resilient and can cause considerable damage to barges and other vessels. Wood pile and wale
fenders are more resilient and less damaging to vessels, but are themselves easily damaged, more
costly to maintain, and can become ragged eyesores long before replacement becomes necessary.
The Board strongly recommends a composite plastic pile and wale fender installation as the most
resilient, least damaging, longest lasting, easiest to maintain, and most attractive system for this

unique and important gateway location.

Recommended Action

The Advisory Board proposes that the Mayor and Town Commission of Perryville, and
surrounding communities, take necessary steps to consolidate these or similar recommendations
into a formal communication to the SRRBP Project Team as soon as possible. The
recommendations of this advisory, having been submitted previously as Advisory Bulletin #8 to
the City of Havre de Grace, should require no additional action on its part at this time.

Volney H. ord
Chairman
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Advisory Bulletin #10

Safe Harbor Jetty Proposal
January 23, 2015

The Advisory Board met on December 4, 2014 to develop recommendations for the construction
of a long jetty system extending more or less parallel to the Havre de Grace waterfront, from the
Susquehanna Lockhouse Museum to the Concord Point Lighthouse. Known for more than
fifteen years as the Jetty Project, a waterfront task force was formed in 2000 by the Downtown
Focus Group, and an official Jetty Committee was appointed soon thereafter to study the
proposal, identify consultants, and provide recommendations to the Mayor and City Council for

implementation.

As jetty consultants were identified and invited to submit detailed proposals for a feasibility
study, it became clear that such a project would not only provide much-needed property
protection from periodic storm-raged waters and water-borne debris, but would also create a safe
and calm destination harbor at the top of the bay for Chesapeake Bay boaters. Other benefits
would include the creation of a sheltered area for wildlife, resurgence of sub-aquatic vegetation,
significant reduction of harbor siltation, elimination of shoreline debris, and protection against

upriver barge or rail accidents.

The Jetty Project initiative came to a halt sometime during or shortly after 2002, for reasons that
were never made clear to most of those who were involved. It did not reach the stage of initial
funding, and as a result no feasibility studies were ever contracted. There is little doubt that
project construction cost was a major source of concern at the time, even if the feasibility study

would have been jointly funded by the City, County and State governments.

The Advisory Board considers the original riverfront jetty concept to be much more valid today
than in the past, as a result of major hurricane and floodgate release damage, and a runaway
barge event, all having occurred since the 2002 initiative. Crude oil unit trains, in more recent
daily operation along the river edge are also a source of potential danger from oil pollution, fire,
and floating rail cars in the event of a major derailment.
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Very great concern has developed in recent years regarding the rapid and continuous buildup of
sediment along the shoreline and in the marinas of Havre de Grace, requiring frequent and very
expensive dredging operations. This problem and its underlying causes have been well-
documented by the Lower Susquehanna River Watershed Assessment partnership in its
executive summary of a report issued in October, 2014. The Advisory Board has carefully
studied other material contained in the original consultant proposals and recommendations of the
Jetty Committee, and is in general support of this project as proposed at that time.

Association with the Rail

The proposed Susquehanna River Rail Bridge replacement project offers an opportunity for very
significant cost savings in both old bridge demolition and new jetty construction. The Board has
recommended in its earlier advisories that all existing bridge piers and abutments, including the
line of abandoned piers beyond Craig Park, be removed down to the river bed and below grade
on dry land. Some street crossing abutments within the City may also require total replacement

due to significant realignment of track curvature.

At least 50,000 cubic yards of massive granite blocks will need to be removed and disposed of in
the demolition process, requiring the expense of loading, transporting and unloading elsewhere,
by rail or barge. This material would be ideal for armoring the jetty along the sides facing strong
current, saving the purchase, loading and transport of very large quarry stones. When all
available granite blocks are put in place, the remainder of the jetty would be armored with more
conventional sizes of quarry stone, dependent on exposure to natural forces. Under this
proposal, the bridge contractor would simply hoist the cut stone blocks onto the jetty contractor’s
barges for direct placement back in the water.

An even more significant cost saving opportunity for jetty construction has developed since the
previous jetty proposal. Vulcan Materials, owner of the nearby granite quarry, has informed the
Board that it has approximately 778,000 cubic yards of overburden stored on site that it must
somehow remove in order to gain access to future beds of granite within its property. This
material is ideal for the jetty core structure, there is more than enough available to build the
entire jetty, and the cost of acquiring and moving it would be a fraction of that for typical jetty

core construction.

The key to this proposal is the timing of its feasibility study, design phase, funding, and letting of
contracts to coincide with that of the rail bridge project, to realize maximum cost savings and
construction efficiency, and to allow the rail bridge project to also realize costs savings and
efficiency in the granite removal and disposal process. The Board believes that this would be a

unique opportunity to benefit both projects.
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Several concepts were put forth in the 2000-2002 feasibility study proposals, which included a
full-length jetty, a partial waterfront jetty, and a floating breakwater system. The Advisory
Board has concluded that a full-length river jetty system, constructed as a linear series of
armored berms, will offer the strongest, most permanent, and lowest maintenance solution to
protecting the entire City waterfront against the greatest variety of mechanical hazards and
weather events, and against rapid siltation of its harbor facilities.

The proposed jetty should begin upriver at the south corner of the mouth of Lilly Run, tapering
gradually outward in the downstream direction to a maximum distance of 500 feet offshore of
the most protruding points of land along the waterfront, beginning at the south property line of
the Havre de Grace Marina and terminating below Concord Point, in line with the City Yacht

Basin entrance.

At least three navigable entrances, and preferably four, should be provided as gaps in the jetty
line, with their throats oriented downriver to divert the river current outward and keep the harbor
area calm. A special groin should be designed at the upriver end of the jetty to keep strong
current and debris out, but allow some fresh water in, to prevent stagnation. The downriver end
of the jetty system should terminate well away from shore and designed to prevent eddy currents
from affecting the City Yacht Basin and its back channel.

By carefully designing the jetty system from a hydrologic perspective, an important objective
should be the creation of a much healthier ecosystem for wildlife and subaquatic vegetation to
thrive in shallow areas along the waterfront, including a very large natural area within the upriver
end of the jetty. A very important objective should be major reduction or near-elimination of
rapid sediment build-up that seriously affects all the marinas, the back channel and the preserved
lock at the Lockhouse Museum. This serious sedimentation problem also has a detrimental
impact on the subaquatic ecosystem along the shoreline. Another important objective should be
the reduction or near elimination of water-borne debris and trash accumulation along the entire

waterfront, particularly in cove areas and boat slip passageways.

Although all segments of jetty system should be boat-accessible and walkable as an outlying
public facility, only the northernmost segment would be suitable for direct pedestrian access
from land, via the Lockhouse Museum grounds. A footbridge for this purpose should be
installed over its non-navigable groin opening. With greatly expanded opportunities for boat
slips and safe off-shore anchorages, shallow inshore areas should be preserved and expanded
wherever possible to encourage a greater number and variety of breeding wildlife common to
this area a century ago, and to create a more natural riverscape setting for the enjoyment of all.
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Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to
consolidate these recommendations into a formal communication to the SRRBP Project Team as
soon as possible, and to begin the formal process of funding a comprehensive feasibility study
for jetty design, funding and construction. The Board concludes that there is sufficient time to
accomplish all the necessary study, funding, design and construction phases of this project if
initiated very soon and in concert with the bridge replacement project.

Respectfullysubmitt

Vd
Volney H. Ford
Chairman
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Advisory Bulletin #11
Bridge Abutment Area — First Update
January 26, 2015

The Advisory Board met on October 21, 2014, to examine the immediate area around the
westerly landing of the proposed rail bridge complex in order to determine the most favorable
placement of the new bridge abutment. Advisory Bulletin #3 was issued by the Board on
October 24, 2014, based on the assumption that the new high-speed bridge of the proposed twin
bridges would be installed on the downriver (south) side of the existing bridge, with the lower-
speed bridge taking the place of the existing bridge. It was also assumed that the new bridges
would be elevated significantly at the landing abutment.

As feasibility studies and preliminary design with regard to track elevation and alignment have
been developed further by the SRRBP study team since October, it appears that the most
favorable track alignments would now place the lower-speed bridge of the proposed twin bridges
along the upriver (north) side of the existing bridge, with the other bridge taking its place. It also
appears now that little or no raising of the track elevation will be necessary at the landing
abutment. This information was obtained at the special meeting between the Board and the
Project Team in November, and at the public outreach session in December.

Revised Site Recommendations

1. The new bridge abutment should be retracted westward toward the Freedom Lane tunnel
underpass, to prevent further crowding of the immediate street intersection area, and more
particularly the direct conflict with Otsego Street that would be caused by a new bridge
landing at the north edge of the existing one.
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2. Under the current assumption that new bridge spans will increase from the current 200 feet
to about 240 feet, center to center, retracting the new landing abutment too far westward
would cause the first pier to conflict with the new intersection alignment. Therefore, the
new abutment should be retracted only far enough to avoid conflict with Otsego Street and
to allow for the following street intersection improvements.

3. The sharply curving, semi-blind intersection of Otsego Street and Union Avenue should be
improved to a much wider radius of turn that would align directly with Saint John Street.
This would allow longer and more generous turn lanes and greatly improved sight lines.

4. The Water Street intersection should be sufficiently relocated to meet the new
Union/Otsego street alignment and to avoid the first new bridge pier.

5. Railroad property under the bridge complex and situated between the two city parks should,
by special agreement, be made available for public use and maintained by the City of Havre
de Grace to appear as part of the park complex. This area should contain landscaping and
walkways, but should have no structures, to allow full access for bridge maintenance.

6. Railroad property under the bridge complex, situated between the proposed Otsego/Union
street curvature and the relocated bridge abutment, should likewise be made available for
public use and maintained by the City of Havre de Grace as open space with landscaping
and walkways, but should include no permanent structures that would interfere with bridge
maintenance.

7. The monumental gateway signage that exists under the current bridge should be relocated to
a more favorable gateway vantage point, and should include a beautiful and enlarged
landscaping feature.

8. The much higher new bridge understructure would result a brighter and more open
streetscape, which should be enhanced with oramental tree plantings wherever possible
without blocking sight lines or interfering with bridge maintenance operations.

Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to
consolidate these recommendations into a formal communication to the SRRBP project team as
soon as possible. The abutment location is an engineering and track alignment issue that must be

resolved by the SRRBP team very soon.

Volney H. Ford
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Advisory Bulletin #12
Rail Commuter Station — First Update
January 26, 2015

The Advisory Board met on October 28, 2014, to examine the feasibility and best location of a
new rail commuter station to serve Havre de Grace, and issued Advisory Bulletin #6 on
November 6, 2014, based on all the information it had at that time. This advisory was based on
an assumption that the southeasterly pair of new high-speed tracks would be aligned more in that
direction, leaving enough space between that track pair and a northwesterly pair of lower-speed
commuter/freight tracks to make room for a northbound station platform.

As feasibility studies and design with regard to track alignment have been developed
further by the SRRBP study team since last October, it appears that the most favorable high-
speed track curvature and alignment with the new bridges will not leave sufficient room for a
northbound station platform unless the lower-speed pair of freight/commuter tracks are aligned

significantly northwestward.

The most recent track alignment information was obtained by the Board at its special meeting
with the Project Team in November, and at the public outreach session in December. The
recommendations provided herein pertain only to the latest development of track and bridge
alignments by the Project Team. The Advisory Board continues to vigorously support all other
rail commuter station recommendations provided in Advisory Bulletin #3.
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The most current plan resulting from the Project Team feasibility study favors positioning the
new two-track north bridge for freight and commuter operations along the north side of the
existing bridge, and the new two-track south bridge for high-speed operations in about the same
location as the existing bridge. This alignment will require a northwesterly shift of the present
elevated embankment to align with the new north bridge, and will likewise shift the proposed
commuter platforms and their emergency/maintenance access ramp more northwesterly.

In order to gain enough separation from the southeasterly pair of high-speed tracks to install a
safe northbound boarding platform, the freight/commuter track pair should remain on tangent
(straight ahead) from the bridge track alignment for some distance before curving gradually. The
high-speed track pair would begin curving southwesterly immediately after landing at the new
south bridge. This alignment would require a significant widening of the existing embankment
toward the northwest until track curvature can return to the existing roadbed some distance

southwest of the station.

The Advisory Board has considered the idea of providing only a single boarding platform at the
most northwesterly track, normally used by a southbound commuter train, to eliminate the
problem of separating a northbound boarding platform from adjacent high-speed traffic. It
would appear feasible to have northbound commuter trains cross over onto the southbound track
just before the Havre de Grace station, and remain on that track until entering the Perryville
station siding. Northbound commuter trains currently execute a crossing of the same southbound

track before they enter the Perryville station siding.

The disadvantage of this scheme is that other southbound traffic would be delayed for a much
longer period of time waiting for the northbound commuter train to cross over, enter the Havre
de Grace station, board riders, clear the station, and cross the river at a lower speed. It could also
prevent freight traffic departing the Susquehanna River line from heading southbound until the
commuter train arrives in the Perryville station, assuming additional crossovers are installed in
Perryville to facilitate such movements.

The Board has also considered the idea of installing only one southbound boarding platform,
bypassing Havre de Grace altogether northbound, and boarding/deboarding riders on the return
run from the Perryville terminus of the MARC line. This would be very inconvenient to
northbound Havre de Grace riders, and would become unworkable if MARC moves its overnight
train parking to a new Perryville facility, or extends commuter service to Elkton and beyond.
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The Board has concluded that the installation of standard northbound and southbound boarding
platforms in Havre de Grace offers the greatest advantages in rider convenience, destination
ridership numbers, movement of other trains, and avoidance of crossover delays.

Safe separation distance between the high-speed track pair and the proposed northbound
commuter boarding platform could be reduced by installation of a very strong concrete barrier,
similar to a highway Jersey barrier in the platform area. This would also eliminate the effects of
high-speed wind blast. Such a barrier could also be incorporated into the design of the
northbound boarding platform shelter and means of access from the station below.

Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to
consolidate these recommendations into a formal communication to the SRRBP Project Team as
soon as possible, and to emphasize the need to adequately align the lower-speed tracks for a
commuter station sometime in the future, if not in conjunction with bridge replacement. Failure
to do so can p put a future station out of consideration, due to the added cost of
elevated roadbed and rail realignment beyond that incurred during the bridge construction and its

rail realignment process.

o
Volney Ford

Chairman
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Advisory Bulletin #13
Safe Pedestrian and Bicycle River Crossing
January 28, 2015

The Advisory Board met on December 4, 2014 and again on January 15 and 27, 2015 to engage in
a comprehensive study of the various ways to effect a safe pedestrian and bicycle crossing of the
Sus.uehanna River. This study was undertaken at the request of the Mayor and City Council of
Favre de Grace as a result of recent proposals and other efforts to incorporate such a crossing into
the design of the proposed Amirak rail bridge replacement.

The Board expanded this study to include eleven potential ways of conducting pedestrians and
bicyclists across the river in a timely, dependable and reliable manner, with special emphasis on
closing the Susquehanna River “gap” in existing regional and East Coast Greenway trail systems,
as well as connecting components of the Lower Susqueharna Heritage Greenway trail system.
The eleven crossing options that were studied all include bicyclists and are captioned:

Convert the Existing Amtrak Rail Bridge to Pedestrian Use

Incorporate a Pedestrian Walkway into the Proposed Amtrak Rail Bridge

[nstall an Independent Pedestrian Bridge alongside the Proposed Amtrak Rail Bridge
Install an Independent Pedestrian Bridge on the Line of Abandoned Piers beyond Craig Park
Attach a Pedestrian Bridge to the Route 40 Hatem Bridge

Install an Independent Pedestrian Bridge across Garrett [sland

Attach a Pedestrian Bridge to the CSX Rail Bridge

Attach a Pedestrian Bridge to the I-95 Tydings Bridge

9. Install an Independent Bridge at Susquehanna State Park

10. Establish a Regularly Scheduled Water Taxi System

['l. Establish a Land-Based Shuttle System

e
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The Board identified a wide range of issues and concerns that would likely be associated with this
collective list of crossing options, and examined each issue in great detail. These issues were then
applied to each crossing option to determine advantages, disadvantages, fatal flaws and other
practical effects that should reasonably be expected. Each of these issues and concerns are
explained in detail in Attachment A. The Board did not attempt to estimate project costs or to give
weight to its recommendations based on actual cost comparisons.

Although several pedestrian crossing studies have been produced within the past decade or two by
several interests, the Board found them to be lacking in detail as to why a particular option was not
feasible or not possible, other than to mention existing statutes and public policy statements or to
declare overall structure to be unsuitable for the purpose. These may be valid conclusions in the
broad sense, but the Board sensed that the general public, special interest groups, and local
officials would need to know in much greater detail why one option is truly feasible and the other
is not. A detailed analysis of every crossing option under consideration in this advisory bulletin is

provided in Attachment B.

Past crossing studies did not include as many crossing options as provided here, and were not
timed to foresee the impact and potential opportunities associated with the Amtrak rail bridge
replacement project. It is hoped that this study and analysis will be of great value in reducing
future discussions and initiatives to practical and feasible river crossings.

The Advisory Board has determined that “Option #9 — Install an Independent Bridge at
Susquehanna State Park™ best meets the primary purpose of a pedestrian and bicycle crossing.
while preserving public safety and security, providing an excellent crossing experience, and
efficiently connecting with the existing lower Susquehanna River trail systems. There appear to
be no significant physical barriers or other difficult circumstances to overcome with regard to this

option.

The Board prefers “Option #3 — Install an Independent Pedestrian Bridge alongside the Proposed
Amtrak Rail Bridge” as its second choice, provided that the enormous cost issue can be overcome.
This option may be more convenient to current routing of the East Coast Greenway, could offer
greater use and enjoyment opportunities by the general public, is safer than all remaining bridge
options, and would be an economic and tourism driver for Havre de Grace and Perryville.

The Board sees “Option #10 — Establish a Regularly Scheduled Water Taxi System” as the third
best option. Even though it provides a very different crossing experience and would involve
delays for hikers and bicyclists, this very safe option would offer tourism opportunities and local
cruise services not available under any other option. Capital and operational costs are the main
drawback, and would require a large public subsidy to remain viable.
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The fourth best option would be “Option #6 — Install an Independent Pedestrian Bridge across
Garrett Island™. As with the other two independent bridge options, this provides a good crossing
experience without exposure to transportation dangers or homeland security issues. The location
would be nearly as favorable as Option #2, and the bridge would have a significant impact on
tourism in Havre de Grace and Perryville. Its very long bridge and approach length, along with
personal security concerns, make this somewhat less feasible than the first three options listed

above.

The fifth choice of the Board, “Option #7 — Attach a Pedestrian Bridge to the CSX Rail Bridge”, is
much less feasible and practical than the first four choices, due to the significant public safety,
homeland security, and liability issues associated with it. If these issues could be mitigated to
every possible extent this would be a very efficient crossing in terms of capital cost, overall
accessibility and long-term maintenance. It would also offer a fairly impressive and occasionally

Very exciting crossing experience.

Five of the remaining six options were found to be entirely impractical or unfeasible, with several
having fatal flaws that render them nearly impossible. Those are not recommended for further
consideration. The last option, “Option #11 ~ Establish a Land-Based Shuttle System”, is entirely
feasible and much less expensive than a water taxi operation, but would be little more than an
inter-community public bus service. This option could serve as an interim solution to the need for

a crossing.

The Advisory Board requests that the Mayor and City Council take necessary steps to consolidate
these or similar recommendations into a formal communication to the SRRBP Project Team and
to all parties, agencies, and stakeholders associated with a pedestrian/bicycle trail crossing as soon

as possible.

Y

Volney H. Ford
Chairman

Attachment A In-depth Presentation of Safe Crossing Issues
Attachment B In-depth Analysis of Safe Crossing Options
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Advisory Bulletin #13
Safe Pedestrian and Bicycle River Crossing

Attachment A
In-depth Presentation of Safe Crossing Issues

Overview

An in-depth study and analysis of a safe, practical, and feasible means of conducting pedestrians and
bicyclists across the lower Susquehanna River requires an examination of all contributing factors from
two parallel points of view. First, one must consider the public safety, public accessibility, and general
maintenance issues associated with any particular crossing option. Second, each crossing option must
be considered as having unique physical characteristics and constraints that may be significantly or
profoundly affected by these same safety, accessibility and maintenance issues.

The following specific issues and concerns were found to impact most of the crossing options, and have
formed the basis of opinions and conclusions developed by the Advisory Board with regard to each
crossing option discussed in Attachment B. It is hoped that the foregoing discussion of issues will
further educate and enlighten the public, elected officials, and the trail-using communities with regard
to all issues relating to a safe and practical pedestrian crossing of the Susquehanna River.

Crossing Design

The design of a fixed pedestrian bridge, whether attached to an existing or proposed rail/highway bridge
or constructed independently, should be at least twelve feet wide and ideally up to twenty feet in width,
to safely accommodate pedestrians, bicyclists, three-wheeled bicycles, kayaks in tow, and lightweight
service and emergency vehicles. There should also be enough room for a lightweight service or
emergency vehicle to safely pass pedestrians and bicyciists on the bridge.

The design live-load rating of the bridge should be sufficient to support a dense congregation of users,
such as a walk-a-thon event, a large standing assembly of people observing an event beyond the bridge,
a close pack of marathon runners, or even a large crowd of people fleeing in panic. The minimum height
of any type of overhead enclosure system that may be required for safety should be at least ten feet,
and preferably twelve feet or more in proportion to walkway width.

ADA Accessibility Requirements

A fixed pedestrian bridge across the Susquehanna River will surely be classified as a public facility and as
a pedestrian way, under the Americans with Disabilities Act, with no allowance for special waivers. The
current law provides that the entire pedestrian bridge, along with its access points and approaches,
must comply with maximum allowable grade requirements and barrier-free conditions, all the way to
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ground-level handicap parking spaces at each end. No slope along the entire path of trave! can exceed
twelve inches of rise in twelve feet of run, and no slope can run more than twenty-five feet in length
without a five-foot insertion of level walkway. Putting this into perspective, an ADA-compliant path of
travel rising ten feet would require a combination of ramp and level sections extending one-hundred

forty feet in length.

Each end of the pedestrian bridge and its ADA-compliant approach walkways would require a public
parking lot having paved handicap parking spaces that are located closer to the walkway entry points
than other parking spaces serving the bridge. This requirement could become problematic where
persons without disability would be able to exit an elevated bridge landing by going immediately down a
stairway to a non-ADA-accessible parking area at the base of the abutment, while the handicapped
would be obliged to travel a far greater distance to a different accessible parking area.

While ADA accessibility would not be an issue along a nearly level bridge deck and landing area, it would
become a significant to severe design challenge at many existing bridge landings, and along potential
walkway routes within existing bridge structure that encounter sudden vertical misalignments. Specific
accessibility issues will be discussed under crossing options provided in Attachment B.

Bridge Landing Access

The pedestrian bridge, whether attached to another bridge or constructed independently, will require a
public parking lot at each end, located as close as practical to the bridge entry point for public safety,
emergency response, handicap accessibility, and custodial service. The required number of parking
spaces will be determined by the code enforcement authorities having jurisdiction, based on their
interpretation of bridge use and occupancy. Parking lots and access lanes or roads will be subject to the
usual regulations on paving, landscaping, stormwater management, critical area, and other site

requirements.

Each parking lot will require access by a two-way paved road or driveway leading to existing public roads
or streets. Some existing bridge landing locations are convenient to nearby public streets and some
have no access at all within hundreds of yards or much farther. Many landing locations are severely
encumbered with private property, steep slopes and cliffs, railroad/highway operations, and elevated
abutments. These conditions will be specifically examined under crossing options provided in

Attachment B.

Bridge Carriage

A new pedestrian/bicycle bridge must either be carried independently, or in conjunction with an existing
or proposed rail/highway bridge. As recommended above, such a bridge or incorporated walkway
should be twelve to twenty feet in width, and would require a very significant live load rating. With the
potential of large numbers of people and light emergency vehicles on the bridge, its loading could easily
approach that of a two-lane vehicular bridge serving all but heavy trucks.



~B 13 - Attachrent A
Page =

If incorporated with an existing or proposed rail/highway bridge, there are essentially three ways the
pedestrian bridge can be carried: a) extended in cantilever alongside the host bridge, b) on the deck of
the host bridge, or c) within or below the understructure of the host bridge. In rare cases it could be
carried as an elevated bridge over the existing road/railway, which is not considered feasible with regard

to the bridges of this study.

A cantilevered pedestrian bridge causes the host bridge to be eccentrically loaded (much more weight
on one side) and greatly leverages that load by virtue of its being extended so far outward from the
central structure. Conversely, structural flexure and vibration of the host bridge caused by passage of
heavy traffic is greatly magnified at the outer edges of the cantilever. Such conditions could only be
mitigated by strengthening the entire cross-structure and counterweighting the opposite side of the
host bridge, which in turn would require major upgrading of the entire bridge span structure. In
addition, a cantilevered pedestrian deck with its safety enclosure would greatly impede routine bridge
inspection and repair, as truck-mounted inspection booms would need to reach over, around, and under

the walkway enclosure to get at the host bridge understructure.

A pedestrian bridge located on the existing deck or bearing structure of a host bridge is ideal from a
structural perspective, and would unquestionably be the least expensive to construct and maintain,
provided such a deckway were available and currently not in use. The primary concerns would be
proximity to existing rail/vehicular traffic and the elimination or preemption of an active vehicular lane

or railroad track.

Carriage of a pedestrian bridge through or within the existing structure of a host bridge immediately
raises concerns about river navigation clearance, structural capacity, conflict with existing structural
members, and interference with host bridge maintenance. Even though a central axis of loading could
be more or less maintained, individual components of the host bridge structure, including cross-
structure and bracing, would require major strengthening and redesign to accept a radically different

directional loading imposed by the pedestrian bridge.

A cursory examination of all four existing rail/highway bridges reveals that the primary structure, cross-
structure, bracing, and pier configurations have such exceptional variation or are so congested with
cross-structure and bracing from one end to the other that it is very difficult, if not impossible, to pass a
pedestrian bridge deck cleanly through without abrupt changes in elevation or sudden offsets in the
path of travel. Arched-truss spans in particular result in cross-structures that climb and descend at rates

that well-exceed ADA ramp limitations.

A pedestrian bridge can be carried under a host bridge by means of suspension cables from the primary
structure, provided that sufficient river navigation clearance is maintained, the host bridge structure is
upgraded and madified to carry the load, and the pedestrian bridge is strengthened or braced to resist
sway. Host bridge modifications to accept this configuration would be extensive and very costly, if at all

practical or even possible.

A pedestrian bridge can be carried directly on the host bridge piers without impaosing any loads on the
host bridge structure, provided that sufficient river navigation clearance can be maintained. The
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overriding difficulties with this option are available pier-top bearing area, conflict with host bridge cross-
structure at the piers, and uneven pier elevations. Pier-to-pier spans of the pedestrian bridge would in
most cases be very long, requiring huge span beams and robust sway-bracing that would be greatly out

of proportion to the pedestrian bridge architecture.

Navigational Clearances

The SRRBP Project Team, with U. S. Coast Guard concurrence, is recommending a sixty-foot minimum
bridge clearance above mean high tide for the proposed Susquehanna River Rail (Amtrak) Bridge. The
Board prefers a sixty-five-foot clearance here, and recommends a minimum twenty-foot clearance
above normal river level beyond navigable waters, in the vicinity of Rock Run Mill. This upriver
clearance would allow for a maximum flood-stage river level with large debris floating on the surface.

When considering any pier-to-pier, cable-suspended, or host-structure-attached pedestrian bridge
option, or an independent pedestrian bridge, the underside must maintain sufficient clearance above
water, whether over the main channel of navigation or elsewhere. All bridges upriver of the existing
Amtrak bridge currently have higher clearances over the main channels that it does, either due to very
high natural landings or by use of through-truss spans. Although some of these span clearances would
be reduced by installing a pedestrian bridge directly underneath, in no case should they be lower than
the USCG inland waterway standard of sixty-five feet, even though the proposed new Amtrak bridge

may be approved for a sixty-foot clearance.

Safety Enclosures

If a new pedestrian/bicycle bridge is constructed as part of a host bridge, or as an independent bridge
above navigable waters, public policy and regulations will surely require that the entire elevated
walkway be provided with a continuous guard system sufficient to prevent rail/highway objects from
striking pedestrians, prevent cyclists from pitching over the side, prevent bridge users from dropping or
throwing objects off the bridge, and deter suicide attempts. If the pedestrian pathway is aligned under
an existing bridge deck, protection from falling objects and hazardous liquids must also be ensured.

Safety enclosures will vary in design depending on the nature of danger threats and height above
ground or water. Any high-elevation walkway can be expected to require guards at least eight feet in
height if not enclosed completely over the top. Enclosures may also require very small diameter
openings in the guard matrix or fabric to prevent dropping of stones on boaters or extending objects
toward adjacent vehicles or trains. It should be noted that the more effective a safety enclosure design
is, the more unsightly and tunnel-like it will appear, and the more disappointing the crossing experience
will become, especially with regard to panoramic view and photography.
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Bridge Movement

Steel bridge structures tend to be very flexible in conditions of high wind and under rapid movement of
heavy trucks and trains. With freight traffic, a railroad bridge span is subjected to individual carloads
and locomotives of less than one-hundred feet each, passing at speeds of up to sixty miles-per-hour, and
weighing between 80,000 and 450,000 pounds each. A typical six-lane highway bridge can routinely
experience as many as twelve tractor-trailers and dump trucks at once per span, weighing 50,000 to

80,000 pounds each and moving seventy miles-per-hour.

Depending on where and how a pedestrian bridge is carried by a host bridge, sudden and intense
movements of the steel structure can be quite disconcerting and often terrifying to the user. A side-
cantilever pedestrian bridge would significantly magnify this problem, being similar to a person sitting at
the end of a diving board as another person jumps on it farther back. Steel bridge structure is said to be
a “very living thing”, with intentionally designed flexibility and movement that can be quite shocking to

the lay person.

Normal expansion and contraction of bridge components, especially at isolation joints between spans,
can be a serious danger to unaware bridge users, especially children and bicyclists. We think of such
movement as gradual with temperature change, and therefore non-threatening. In reality, some joints
and connections can remain “stuck” in one position until tension and compression forces build enough
to overcome static friction, then release suddenly and unexpectedly. Movement issues will be further

discussed under crossing options provided in Attachment B.

Locating a pedestrian and bicycle pathway directly alongside a lane of highway traffic traveling at speeds
of 65 to 80 miles-per-hour, even with a concrete Jersey wall barrier in between, offers little protection
from road spray, high-speed accidents, break-away loads from truck crashes, and truck flip-overs from
high wind. There is also danger to a bridge user who would cross the barrier into a lane of traffic for any
reason, even if responding to a vehicular accident. High-speed snow plowing operations can create
pathway blockages and can seriously injure a pedestrian on the bridge, even with a strong chain link

barrier in place.
Placing a pedestrian bridge in cantilever offers a bit more protection if the walkway elevation is lower
than the main bridge deck and if it is heavily protected with an enclosed guard system. There remains

little protection from road spray and plow-thrown snow, however. Snow plowing accumulation can
overload the cantilevered walkway, block its use for weeks, and damage its guard enclosure system.

Rail Traffic Dangers

A pedestrian walkway system that is located on a railway deck, cantilevered alongside it, or even
cantilevered several feet below it is subject to a wide assortment of dangers, particularly at higher speed
freight operations and very high speed passenger operations. Train operators seldom have the ability to
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react to fast-developing equipment or load failures as they occur, and often do not know they are
happening until much damage is done or the train has ground to an emergency stop.

A pedestrian or bicyclist on a host railroad bridge is essentially a person who is much too close to a
moving train under any circumstances, whether on land or bridge. Aside from derailment, the greatest
dangers to a person standing close to a moving train at significant speed are dragging equipment or
shifted carload. A good example of dragging equipment is a broken load chain or load strap, which can
whip by unseen, many feet beyond the train car, with fatal results. Chains and shifted loads have been
known to tear out several hundred feet of barrier fencing without the train operator being aware of it

while happening.

Other proximity dangers include pressure-thrown ballast stones, leaking hazardous materials, thrown
snow and ice (most locomotives have plows at the front), car-top breakaways of sheet ice, unsecured or
falling train car equipment, and so forth. Most of these dangers cannot be resisted with any certainty by
the most robust chain link enclosures, due to the overwhelming dynamic forces of a train in motion.

The pedestrian would not be in a reasonably safe environment unless train speeds were drastically
limited and sophisticated dragging equipment detectors were installed at both bridge approaches.

Although derailments are significantly controlled (kept within rail alignment) on bridges by a pair of
guard rails within the track rails, cars can separate and tip over at speed, sometimes causing open loads
to break loose, tank cars to be punctured, and open hopper cars to spill hundreds of tons. Such
accidents occur quickly and dramatically, with so much noise and confusion, and with so many
transferred impacts that a bridge pedestrian often cannot decide which way to flee until it is too late.
Hazardous cargo poses a special danger in these situations, as wind direction, deadly chemicals, and
intense fire or explosions become factors, and the pedestrian is left with only two long and narrow

directions in which to flee the scene.

Very high speed trains and electrified railways present an additional set of dangers. Trains passing close
by at speeds of 120-150 miles-per-hour create a “bow wave” and a terminal suction that can throw a
pedestrian or bicyclist to the ground. Airborne objects, such as ballast stones and simple debris can
produce serious injuries unless a nearly solid barrier fence is installed. Overhead electrification, which
includes catenary and high transmission lines, carry very high voltages that can “leap” a significant
distance to a grounding source without direct contact. Live catenary has been known to break and
dangle without shutting down the system. A full metal grounded enclosure, extending well above the
head of a bicyclist, would be necessary to protect bridge users from potential electrocution.

In addition to the many traffic dangers described above, the bridge user is exposed to personal dangers
associated with two features of a pedestrian crossing of the Susquehanna River. First and foremost is
the sheer length of the crossing which, taking into account landing distance to a parking area at each
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end, would be about a mile. Second, a high or fully-enclosed safety guard system, even if made with
open-weave chain link fabric, is nearly impossible to see through at a shallow angle, such as from the

shoreline.

In the event a user is accosted or attacked by another person some distance out on the span, the victim
simply cannot be seen or heard from shore, especially when vehicular or rail traffic is nearby. The adage
“safety in numbers” would certainly apply during periods of significant bridge use; however, there
would be many times when only one or two users are present, and the bridge will often be vacant.
When accosted, the unfortunate user can only flee to the closest landing, and the perpetrator can safely
exit the other end, particularly on a bicycle, before the situation is known to others and/or authorities

can respond.

Proximity of a pedestrian/bicycle bridge to urban areas offers convenience of access and increases the
number of potential users, but it also tends to increase temptation, convenience and opportunity for
unlawful persons, especially when a troubled neighborhood area is within easy walking distance.
Personal security and fear of attack have become major issues in urban settings where much shorter
pedestrian overpasses and tunnels exist. Well-placed and concealed security cameras with full-time
monitoring should be installed and will help in many ways, but time and distance remains a critical

disadvantage.

Personal Emergencies

Emergencies resulting from foul play, accidents or illness present the same problems of plea for aid and

awareness by others, again due to bridge length and sight restriction. A person in real distress is usually
incapable of moving off the bridge, and often incapable of shouting for help, having no other option but
to hope for another person to appear on the scene. Factors that help mitigate such situations on a mile-
long bridge are frequency and numbers of users, openness of the guard system, cell phones, security

cameras, and perhaps a system of emergency telephones.

Emergency response measures would need to be specially tailored and well-practiced for the unusual
characteristics of a mile-long pedestrian bridge, especially if it is not readily accessible from an adjacent
vehicular lane of travel. Emergency response teams serving both ends of the bridge would reqguire the
ability to quickly bring in a narrow and lightweight treatment/transport vehicle, as well as other service
vehicles to handle multiple emergencies. Protocols would need to be established as to first responder
procedures in advance of special vehicle arrivals, when time and distance factors are taken into account.
It should be noted that bridge superstructures, overhead electrification, pedestrian guard enclosures
and tricky wind conditions will normally rule out helicopter rescue directly from a bridge.

Emergency and Panic Egress

All modern structures subject to human use and occupancy are designed to provide for emergency and
panic egress {escape) as safely as possible. The goal is to move persons to an area of refuge, usually the
unrestricted outdoors, in an orderly manner with as little panic as possible. A mile-long pedestrian
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bridge, mostly or fully enclosed with an unbreakable guard system, and with only two narrow paths of
travel as much as a half-mile each in length, can be a disaster in the making and grossly exceeds current

life safety standards for safe and efficient egress.

Although highly mobile persons can usually escape a dangerous scene created at any one point along
the bridge such as a stationary rail car on fire, serious problems can suddenly develop with an increase
of occupancy or a more imminent danger. Typical worst-case scenarios may begin with a throng of
runners in a marathon event, or a large and long crowd of people watching a fireworks display. In the
face of an actual or perceived calamity, such as a cargo fire, a sudden train derailment, a terrorist bomb,
or even a loaded barge striking a pier, the crowd may panic and trample many to death or individually
fail to escape quickly enough, resulting in a much greater disaster than from the underlying cause.

It is the very length, narrowness, strong enclosure system, and proximity of transportation dangers
inherent with most Susquehanna River crossing options that exponentially increases the chances of a
panic egress. Conversely, by lowering and widening a pedestrian bridge, moving it well away from
transportation bridges, decreasing bridge length or dividing it into two or more bridges, avoiding full
enclosure systems, and locating it beyond sight of spectator events, the chances of a panic egress are

virtually eliminated.

Vandalism and Graffiti

Anyone who has had the opportunity to walk across a short pedestrian bridge or through a pedestrian
tunnel that is not closely supervised by remote cameras or facility staff will see plenty of graffiti,
vandalism and general abuse, especially in urban areas. Such disfigurement seems to be much more
pronounced where the perpetrator can work largely unseen, where locations tend to be more dramatic,
and where surfaces are more suitable for spray art. Decking and solid guard panels would be most
prone to such disfigurement. Widespread graffiti and vandalism increases concern for public safety and

can have a significant negative impact on bridge use.

Vista Quality

The greatest benefit of a pedestrian/bicycle bridge across the lower Susquehanna River, besides being a
way to cross the river, is the beautiful vista and dramatic viewing platform that it would provide.
Unfortunately, the vista quality and viewing or photographic opportunities would be compromised to a
disappointing degree by higher safety guards and barriers usually required along any bridge that is at a
high elevation. Where pedestrian bridge is attached to a host bridge, the view would be further blocked
by the host bridge itself, or its understructure. In many cases there would be no point in using the
bridge except to get across. Vista quality should therefore be a major factor in selecting an appropriate

crossing and in designing a guard system.



AB #13 ~ Attachment A
Page9

Homeland Security

Since the tragic events of September 11, 2001, both rail bridges and both highway bridges below the
Conowingo Dam have been identified as strategic assets by the Department of Homeland Security and
have been placed under continuous observation due to their vulnerability to potential sabotage. The
partial or total loss of any one of these bridges would have a profound impact on regional

transportation, as well as our local economy.

All four existing bridges, as well as the proposed new Amtrak bridge, are steel structures having critical
structural members and structural connections that become the “Achilles heel” of the entire structure.
This is the nature of all trussed steel bridges and most steel beam spans, which are the types
represented by our local bridges. Bridge and demolition experts have long known that placement of a
very small amount of powerful explosive in the right place, with the right shaping of the charge, can
result in immediate and catastrophic structural failure, especially if the bridge is heavily loaded.

The best measures to prevent such a disastrous occurrence are good surveillance and the prevention of
persons from getting anywhere near bridge structure at any time, except when within a fast-moving
vehicle. Both of these measures become seriously degraded when a pedestrian bridge is positioned
next to, or within critical structure of a host bridge. Not only is the critical structure of the host bridge
made much more accessible, but the mere presence of people next to or within the structure renders

surveillance identification and reaction time nearly useless.

For instance, the understructure of an open-deck bridge such as the Tydings Bridge is inaccessible from
its deck, even to persons on foot outside of their automobiles. The understructure can only be reached
by scaling the high piers from the river. Such activity would immediately be deemed suspicious through
surveillance, and enough reaction time would be available to initiate a direct response and to stop
traffic. Unauthorized persons seen on rail bridges can also trigger an alert long before they reach
superstructure or are able to rappel into the substructure.

A bridge trespasser is one who is not supposed to be on or within the bridge under any circumstances
and can usually be seen in plenty of time for authorities to take appropriate action. A bridge walkway
user is not a trespasser, and would not be assumed to be a threat to the host bridge until he or she were
to take some suspicious action at the very last moment, when it would be too late to respond in any
meaningful way. Enough high explosive to destroy most or part of a steel bridge can be easily carried in
a hiker’s backpack. Tool-like objects attached to a hiker could often appear as trail gear. The difference
between a typical trail hiker and a similarly equipped saboteur or terrorist is very difficult to determine

from any distance, even with the best of surveillance cameras.

Screening guards and panels along the walkway would further disrupt surveillance and conceal sudden
sabotage activity, which could include quickly cutting through a chain link guard for direct access to the
host bridge structure. The entire pedestrian bridge profile could, in many cases, block the view of a
significant portion of host bridge structure from distant camera positions. In summary, good bridge
security is all about non-accessibility, surveillance, and sufficient reaction time.
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Ownership and Liability Issues

All pedestrian options must operate under some form of ownership, whether exclusively or in
association with a host bridge entity. Likewise, general liability must be assumed exclusively, or in
association with a host bridge entity and its users. These issues are less complex when the pedestrian
bridge itself is owned and maintained by a government agency, even though there will always be some
exposure to claims of liability for harm. Liability exposure increases somewhat under ownership by a
public corporation, and somewhat further under the ownership of a quasi-public not-for-profit

corporation.

Ownership, liability and maintenance issues become more complex under joint use agreements. In such
arrangements, liability and maintenance issues are less problematic where the host and parasitic bridges
are both owned by agencies at the same level of government. They become more complex when the
parasitic bridge is owned by a quasi-governmental entity or by a lower level government agency.

Liability and maintenance issues incur further complexities when the host rail bridge owner/operator is
a public corporation with transportation “tenants” that include a private for-profit corporation and a
public agency, all having very different modes of operation. The most difficult relationship, with the
most amount of potential liability, could occur between a private for-profit host bridge owner/operator

and a public or quasi-public owner of the parasitic pedestrian structure.

These various relationships have an impact on determination of liability, quality of maintenance,
limitations of maintenance, provisions for public safety, and operational priorities in many different
ways, and can be a significant determining factor in the final choice of the most favorable means of

crossing the Susquehanna River on foot or bicycle.

Risk of Closure

As demonstrated above, public safety and security can be compromised by any number of adverse
circumstances or events, regardless of the most prudent designs and measures put into place. A
combination of serious accidents and/or felonious assaults, a terrorist attack, or a single disaster can
force public officials to temporarily or permanently close the pedestrian bridge to public use, resuiting in
a great waste of public funds and loss of the crossing. Choice of the most favorable crossing location
should therefore be influenced by its having the lowest risk of long-term closure.

(end)
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Attachment B
In-depth Analysis of Safe Crossing Options

Overview

This analysis was performed by members of the Advisory Board without reliance upon professional
engineering or comparative cost studies, and was not particularly influenced by earlier conclusions and
recommendations of railroad operators or Maryland Department of Transportation agencies. Each
crossing option was considered as having unique physical characteristics and constraints that could be
significantly or profoundly affected by safety, ADA accessibility, homeland security, and maintenance
issues, as presented and explained in Attachment A.

The Board readily concedes that all crossing options discussed herein are theoretically possible, given
enough funding, waiver of statutory requirements, re-engineering of existing structures, and
compromise of public safety. The purpose of this analysis is to show which options are grossly
impractical (not possible in any reasonable sense), which are possible with significant compromise if
issues, and which can be considered more or less practical.

Two crossing options were ruled out of this analysis due to their fundamental impracticality in serving
the needs of hikers and bicyclists on a reliable basis. These were commuter train service between the
Perryville and (proposed) Havre de Grace stations, and an elevated cable car system stretching across

the river.

The existing two-track deck truss steel bridge with a through-truss swing section, completed in 1905, is
planned for replacement in the near future due to its limited traffic capacity, speed restrictions, high
cost of maintenance, and impediment to river navigation, among other reasons. With the replacement
study phase nearing completion, it has become clear that this bridge must be removed entirely to allow
room for new twin bridges having four-tracks and high-speed rail capacity. The proposed new bridges
will be raised about thirteen feet at railhead above the main channel to provide for unobstructed river
navigation without the need for a movable bridge section.

Although the very strong and nearly level deck surface of the existing bridge, with landings in downtown
Perryville and Havre de Grace, would seem ideal for a generous pedestrian crossing with a high load
rating, other conditions and constraints render this structure entirely unsuitable, even if it were not
directly in the path of the new bridges. Its closer pier spacing and very narrow swing span opening at
the main channel would not only remain in place, but would cause greater navigational conflicts with

the adjacent new bridge piers having a longer spacing.
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The swing span, if left in place for pedestrians, would require operation by the owning authority (not
necessarily the railroad) every time a tall boat needs to pass through, which is a difficult and expensive
process, and which would defeat the purpose of elevating the new bridges. In addition, the swing span
could not swing open unless the new rail bridges were located far enough away from it to allow
horizontal clearance. If the swing span was replaced with an elevated fixed-span connection to
accommodate the main channel clearance requirement, such an elevation would require a very long and

unattractive ADA-compliant approach ramp from each direction.

In addition, this bridge would continue to be extraordinarily expensive to own and maintain with its
advanced age and labor-intensive structural system. Its architecture and dense structural assembly
would detract from the architectural grace of the new bridges and seriously clutter the riverscape.
Lastly, there is simply not enough space to accommodate three double-track bridge landings in Perryville
or Havre de Grace without massive property takings and street disruptions. The Advisory Board believes
this option is wholly impractical, if not impossible, under ail circumstances surrounding the rail bridge

replacement project, and should not be pursued further.

Incorporating a pedestrian/bicycle walkway with the necessary twelve to twenty foot width under,
between, or alongside the proposed new rail bridges presents numerous design, safety and clearance
challenges. The new bridges are severely constrained in height by the need to maintain at least a sixty-
foot river clearance and descend to original track grade to align with the Perryville station and the
Harrisburg freight line intersection. With every inch of elevation being critical to this calculation, there is
certainly no room to attach a pedestrian crossing underneath either bridge.

Installing a pedestrian bridge between the two new rail bridges, especially if its deck is lowered as much
as possible below track level to offer some safety protection and to conceal, or eliminate the need for,
an unsightly guard system visible from shore, would seem to offer an excellent and relatively
inexpensive structural solution. The two bridges could carry the platform nestled between them, with
their side beams acting as solid guards, and a heavy-duty cage “roof” offering some protection from
falling objects as well as preventing pedestrians from climbing onto the tracks.

The disadvantages of the center-nestled scheme are the inability to see anything beyond the interior of
the walkway and to seek help from or to be seen by people not on the bridge in situations of distress. It
would amount to little more than a mile-long tunnel with daylight at the top, and would invite the

greatest opportunities for felonious attack, vandalism and graffiti, and would create the least feeling of
personal security of any other crossing option. A further concern is the need for the railroad to provide
a safe, open catwalk for its workers on the bridge while traffic is running which would ordinarily occupy

the center space and allow the bridges to be much closer together.

The fatal flaw in a center-nestled scheme is that it would require spreading the two rail bridges farther
apart, which would create an unworkable bridge alignment with regard to the protection of Otsego
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Street in Havre de Grace and Rogers Tavern in Perryville, while maintaining proper high-speed rail arc in
Havre de Grace and track alignment in Perryville.

Installing a pedestrian bridge along outside edge of either new rail bridge creates a full cantilever
situation with all of its attendant motion and vibration problems discussed in Attachment A, and would
require some type of an unsightly full-guard system that would destroy the architectural appeal of the
new bridge, along with any opportunity for accent lighting along the one side. The user would only be
able to see out from, and be seen, along one side of the host bridge.

All three host bridge attachment methods discussed here would require some means of ADA compliant
discharge at both ends, which is complicated by the high abutments and close street underpasses.
Ramping these discharges to street grade would require an enormous amount of space and distance,
and would be a major eyesore at the gateway to downtown Havre de Grace.

Homeland security would not be as much of a concern along this bridge in comparison to the other
bridges, due to its proposed solid-beam design (no vulnerable truss connections). All of the other safety
concerns and exposures to danger from being very close to freight and high-speed rail operations,
discussed in much detail in Appendix A, would apply to each of these bridge attachment methods,
leaving the pedestrian at considerable risk of physical harm, no matter how many protective measures

are taken.

This crossing option would be the most complex in terms of liability, maintenance issues, and number of
parties involved (Amtrak, Norfolk Southern and MARC, as well as the walkway owner). The Advisory
Board concludes that this crossing option is untenable for all the reasons provided above and discussed

in Appendix A, and therefore should not be pursued further.

This option, while similar in some respects to Option #2, offers a number of advantages and eliminates a
number of safety issues attendant with actual attachment to the new Amtrak bridges. Under this
scheme, a third and independent bridge would be constructed alongside the new rail bridges, preferably
at the downriver side, incorporating architecture and spans that exactly match the rail bridges to

preserve bridge appearance, accent lighting and river clearance.

By isolating this bridge from the other two, homeland security concerns would become significantly
reduced issue. There would be no effect on rail and bridge alignments, and all the dangers of proximity
to rail operations would also be significantly reduced. There would be fewer joint liability and
maintenance issues, as this bridge could be wholly owned and maintained by an entity other than the
railroad, even though encroaching on railroad right-of-way and landing on its property. This bridge
could also be fitted with side guards as low as four feet to greatly enhance the crossing experience and
to allow for spectator events, even though its deck would be some seventy feet above the river.
Lowering the side guards would, however, require a compromise of public policy due to bridge height.
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Having spans and beam profiles with both rail bridges (although with fewer and thinner beams and a
narrower deck), this would be the strongest independent pedestrian bridge among all the options,
capable of supporting normal emergency vehicles and light maintenance trucks, and perhaps even
heavy firefighting equipment. The feeling of openness and low guards would help to discourage
felonious activity and vandalism. There is no question that this option would provide the most
spectacular crossing experience with its unobstructed view of the Chesapeake Bay, and would directly
connect the Perryville and Havre de Grace downtown areas in the interest of tourism.

To prevent conflict with Rogers tavern in Perryville and Otsego Street in Havre de Grace on the upriver
side, the downriver side location is also deemed best for bridge landing opportunities. By being a
separate bridge, it can discharge directly at the top of both railroad abutments and gradually slope
downward to street level parking areas alongside the railroad embankments. The Havre de Grace
landing should only require public property already available and railroad property used by agreement;
however, the Perryville landing would require significant use of the Perry Point VA Hospital property as

well as railroad property for its slope and parking area.

The overwhelming issue associated with this bridge option is its enormous cost. Although lighter and
somewhat narrower than either rail bridge, the long spans and architecturally matching beams would
make it at least two-thirds as costly as one of the rail bridges. The Advisory Board concludes that this
option provides the greatest overall number of river crossing advantages and a low number of public
safety disadvantages, but concedes that cost alone could be its fatal flaw.

This option has been in the reaim of public discussion for several decades, and on the whole would seem
to be a reasonable proposal. All but one or two piers from the bridge that was once there remain in
place, and appear to be large enough and spaced closely enough together to carry a pedestrian/ bicycle
bridge with structural span efficiency. Unfortunately, those piers are no longer in any condition to
support new structure, and would require such a degree of repair and rebuilding as to be economically

unfeasible and historically unrecognizable.

The original bridge was carried as a compression load directly on those piers, which were low enough
that a movable (swing) span had to be installed at the main channel. A modern fixed-span bridge on the
same piers would require vertical columns or pier extensions, reacting in cantilever to resist wind forces,
to clear both the main channel and off-channel water, for which the old piers were never designed.
Leaving the old piers in place would seriously impede river navigation through the new rail bridge piers
located close by. In addition, this bridge would block the view of the imposing new rail bridges and their
proposed accent lighting from the most dramatic downriver vantage point.

The Advisory Board considers that this option is entirely unfeasible and should not be pursued further,
based on unsuitable piers, river navigation issues, cluttering of the riverscape and cost of pier

modification.
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The Advisory Board has photographed and studied the existing structure of this bridge from end to end,
in the attempt to find some practical way to insert or attach a pedestrian/bicycle bridge of sufficient
width to it. There are major physical obstacles to either carriage method, which become the fatal flaws
in this scheme, all other concerns of safety, homeland security and maintenance of the host bridge
notwithstanding. The one favorable condition is ease of discharge to parking areas at both landings.

It would seem that the most advantageous method would be to pass a pedestrian bridge through the
central understructure, keeping it high enough to maintain river clearance (both channeis of this bridge
now have an eighty-seven foot clearance). Unfortunately, this is nearly impossible because the cross-
structure of this bridge and most of its piers change elevation rapidly and block the path of travel due to
its inconsistent support and bracing configurations. The abrupt vertical changes in the pathway would
prevent bicycle use and ADA accessibility, even requiring stairways in some places.

A side cantilever arrangement would result in eccentric (unbalanced) structural loading of the host
bridge, shaking from traffic, and overloading beyond its current structural capacity, all of which are
explained in detail in Attachment A. Since its original construction in 1939, the bridge has been
upgraded many times to its practical loading limits, including the addition of concrete Jersey walls which
are themselves extended in cantilever beyond the main structure. The side cantilever walkway would
also meet a major barrier at each main “camelback truss” support pier of the superstructure, which
extends out about eight feet beyond the bridge deck.

Both methods of attachment would result in additional loading of the entire bridge system that would
require extensive reinforcement of most very complex structure above and below the roadway, at an
expense that would easily exceed the cost of an independent pedestrian bridge. Every one of the safety,
homeland security, and bridge maintenance issues related to a vehicular bridge attachment, as
described in Attachment A, would apply in this case. The Advisory Board concludes that this crossing
option is not practical or feasible in any configuration, and should not be pursued further.

Garrett Island is an interesting location for a pedestrian/bicycle bridge due to its proximity to both
municipalities and its changing scenery from river to dense woodland and back to river. A fairly high
ancient volcanic mount exists near the west side of the island, about halfway between the Hatem and
CSX bridges, which would provide a very convenient and handicap-accessible way to descend from
bridge height to nature trails on the island if the bridge touched upon peak.

An independent bridge at this location, with an approach ramp climbing the hillside to the west of the
North Park lagoon to a river clearance height of sixty-five feet, crossing to the Garrett Island mount,
then running northeast to a landing in Perryville, would become the longest pedestrian crossing among
all the options. A different route, crossing Garrett Island near its downriver tip just south of the Hatem
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Bridge would offer a significantly shorter crossing and an open viewscape downriver, but would leave
the island inaccessible and would require very large and unsightly ramp structures at both landings.

As with the option of an independent pedestrian bridge next to the new Amtrak bridge, the deck could
be left open and unobstructed by high guards or caging even though it is also a high bridge and would
require a compromise of public policy with regard to safety. Both landings of a bridge at this location
would be very close to the trail system and relatively convenient to visitors of both municipalities. Most
of the public safety and personal security concerns provided in Attachment A would apply at this
location, however, since it is close to urban areas and since much of its crossing would be concealed by

woodlands.

It must also be noted that Garrett Island is now part of a National Wildlife Refuge, and public access and
use are currently prohibited without special permit. The Advisory Board considers this crossing option
to be feasible, but relatively costly due to its length. The most significant concern would be personal
safety and security along its overland hidden section, which would be longer than either of its river
crossings, particularly if it is connected to an unsupervised and well-concealed natural area on the

island.

The CSX rail bridge, more than one hundred years old, has such a crowded and ever-changing
understructure that carriage of a pedestrian bridge through the structure is not physically possible. On
the other hand, bridge deck conditions are structurally ideal for a narrower (twelve foot width)
pedestrian/bicycle pathway, because the railroad has long used only the upriver side of the original two-
track bridge for single-train operation. The downriver side has no tracks or decking crossbeams, but the

necessary longitudinal structure remains in place.

Both ends of this bridge land within the municipalities and are fairly close to streets and to the trail
system, with opportunity for public parking. Its Garrett Island crossing offers potential long-ramp access
to the island, via the volcanic mount, for hikers. A shared use arrangement similar to this exists in
downtown Harpers Ferry, West Virginia, where a pedestrian/bicycle path utilizes one side of a much
shorter and lower CSX bridge with single-track railroad operation, with trains passing through under a

speed restriction.

Although this crossing option is quite feasible and would by far be the least expensive to implement and
maintain, many of the safety, homeland security, and personal security issues discussed in Attachment A
would definitely apply here. The user would be very closely exposed to freight trains operating more
frequently and at much higher speeds than those on the Amtrak bridge. This bridge is also very old
(1907) and may require replacement in the not-too-distant future.

The east channel section of this bridge, having a through-truss superstructure, would be much more
accessible and vulnerable to sabotage. The entire bridge would be subjected to heavy vibration and
shaking as trains rumble past, giving much pause to potential users. And finally, ownership,
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maintenance and liability issues could be quite difficult to resolve. The Advisory Board concludes that
this crossing option is technically viable with much compromise of public safety and homeland security
concerns, and a successful negotiation with the CSX Corporation.

The structure of this bridge has also been photographed and studied from end to end by the Advisory
Board, and found to be more consistent and efficient in its use of steel structure and bracing techniques
than that of the Hatem Bridge, built 24 years earlier. In other words, the understructure of the Tydings
Bridge maintains the same design configuration across the entire river gorge, which would allow a
pedestrian bridge to more easily follow a straight and uniform path through it, if other constraints and

impediments did not exist.

The design efficiency of the understructure of this bridge is the primary reason it could never support
the additional load of a pedestrian bridge within its structural members. Every main chord, web, brace
and cross-beam of the truss system is designed only for a particular directional load. The top chords
alone, acting in intricate concert with all other members of the truss system, are the only members

designed for the direct or indirect loading of a bridge deck.

The concrete piers of this bridge are very tall and perfectly aligned to carry a pedestrian bridge
independent of the main bridge structure, leaving plenty of river navigation clearance. Unfortunately,
the bottom cross-brace of the host bridge blocks the way at each pier. More significantly, a pedestrian
bridge located at the pier cross-head would offer the perfect opportunity for unobservable access and
sabotage at a most critical point in the host bridge structure. In addition, the very long spans between
piers would require an enormous amount of new structure just to carry the pedestrian bridge over such

a distance.

As with the Hatem Bridge, cantilevering the road deck presents a number of structural, maintenance
and safety issues discussed in detail in Attachment A. The difference with this bridge is that both of its
outer lanes of travel are already cantilevered entirely, with the additional load of tall concrete Jersey
walls along the outer edges. The addition of a pedestrian bridge beyond the existing deck on one side
would require longer crossbeams and counterbalancing on the opposite side, adding excessive weight to
the overall structure for which it was never designed.

The Advisory Board concludes that structural issues alone are the fatal flaw of this crossing option,
followed by most of the homeland security, safety and maintenance issues associated with a vehicular
host bridge, and therefore recommends that it not be pursued further. This crossing option is also by far
the most difficult to access at its landings, with sheer bluffs and no secondary roads in the vicinity of
either landing. The trail system along both sides of the river would also be inaccessible without

detouring far inland.
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ehanna State Park

The Susquehanna State Park area differs from that of all other bridge location options in a fundamental

way. A pedestrian/bicycle bridge in this area can be lowered much closer to the water surface, being far
enough upriver to avoid navigable waters. The Advisaory Board recommends a minimum clearance of
only twenty feet at this location, which it believes is sufficient to clear the river at maximum flood stage

carrying large surface debris.

A much lower bridge has the obvious advantage of being easier and less costly to access at its landings,
which would connect with the existing trail system in the State Park at its Harford County landing and
beyond the north end of Port Deposit at its Cecil County landing. It would be adjacent to public roads at
both landings and costly ramp systems would not be necessary. Agradual increase in grade
approaching the bridge, oriented parallel to the river, should be sufficient to gain the necessary

elevation to cross.

Other significant advantages include side guards that can be safely lowered to four feet, a pier system
that would not be subjected to as much wind force, piers that can be spaced more closely together
reducing span structural cost and span beam depth, and the opportunity to access Robert Island. This
bridge should be expanded to the maximum recommended width of twenty feet, and should be
designed for fishing opportunities and for crossing with dismounted horses.

Robert Island, which belongs to the utility company that owns the Conowingo Dam complex, could be an
important component of this crossing option. If a pedestrian bridge crossed to the southeastern end of
the island from Rock Run Mill, it could not continue directly across to Port Deposit due to the closeness
of Route 222 to the river edge, leaving no available landing or parking area. The only sufficient landing
area on the Cecil County side is farther up Route 222, near the Canal Road intersection and opposite the
northwestern (upstream) tip of Robert Island. If two separate bridges were built to accommodate these
offset crossing locations, an ADA compliant walkway would be required along most of the length of
Robert Island to connect the two bridges. The terrain on this island is quite difficult and uneven, with a
solid exposed granite spine and several lateral crevasses that would require bridging.

A more viable option would be to locate the Harford County bridge landing just above the mouth of
Deer Creek, where the crossing to Robert Island is shortest in length, and where it would directly align
with the other bridge over to Cecil County, in the location proposed above. This bridge would be

first cr e er road brid  then ad gs hundred feet up
trail to b he land land |, crossin its western tip,
d only ta an inated by installing a continuous bridge across the

island. Access from this bridge to the island could be restricted to primitive trail hiking to avoid ADA
accessibility issues.

The physical disadvantages of a Deer Creek area crossing are mostly related to maintenance and ADA
access. The existing trail that follows the old railroad bed is not readily accessible from the nearby road,
and is in no condition to accommodate persons with mobility issues. The existing trail, from a parking
lot to new bridgehead, would need to be widened and paved, with a short bridge installed to span the
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old canal bed between it and the road. A sizable paved parking lot would be required close the Deer
Creek trail bridge, and the bridge deck would need to be widened and reinforced to matching
specifications of the river crossing bridge(s). These improvements, however, would be less costly than a
connecting pathway and crevasse bridging of the same specifications up the length of Robert Island.

The upriver location of either Susquehanna State Park crossing option, being well away from walking
distance of urban neighborhoods, would incur far less exposure to vandalism, graffiti, assaults and other
undesirable activity. The Susquehanna State Park is host to a large number of hikers, bicyclists,
fishermen, picnickers, nature lovers and wildlife observers from dawn to dusk on any given day, which
would enhance the feeling of personal safety and security. Almost all categories of Park visitors would
be likely to make full use of the pedestrian bridge, providing safety in numbers and immediate

assistance to those in need.

A direct crassing from the Deer Creek area in Harford County to the Canal Road area in Cecil County,
passing over the upriver tip of Robert Island, would be significantly shorter than any other pedestrian
bridge crossing option considered by the Advisory Board. It would also be the least expensive bridge
option, when taking into account such associated costs as access ramps and host bridge reinforcement,
with the exception of the CSX rail bridge option. Ownership and maintenance of this bridge could
logically be incorporated into the Susquehanna State Park system, including its landing area in Cecil

County.

General disadvantages of this crossing option are that its remoteness from Perryville and Havre de
Grace would have little positive effect there on local tourism. The bridge would not be available as an
event observation platform and it would be less likely to host marathons and walk-a-thons. In addition,
it would require @ much longer time for emergency responders to reach the Harford County landing

area.

The Advisory Board recommends this crossing option, more specifically at the Deer Creek landing, as the
most practical and feasible of any that it has studied, when all factors outlined in Attachment A are
taken into full consideration. The Board is convinced that this option best meets the primary purpose
of a pedestrian and bicycle river crossing, whether by bridge, water taxi or land shuttle, by being
available and accessible at all times for trail hikers and bicyclists. It also offers the highest degree of
personal safety and security, coupled with a beautiful vista and enjoyable crossing experience.

A regularly scheduled water taxi system, operating in a circuit between Havre de Grace, Part Deposit
and Perryville, has been a vision within these communities for a number of years, but has never been
formally planned or implemented. The Advisory Board believes that such a system could serve hikers
and bicyclists on a dependable basis if operated from dawn to dusk, seven days a week, on an
arrival/departure schedule that is posted at each fanding and on a dedicated internet website.
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The Advisory Board concludes that this is a safe and feasible crossing option, but is not as practical or
conve for pedestrians, hikers and bicyclists wish to cross the river at any time of day, any day
of the with no wait involved. The Board is very concerned about the level of subsidy that
would be required to operate and maintain the vessels, and compensate the crews, often at times or

route segments with no riders aboard.

This o issom t simi he concept of a taxi system, the differen that special
buses druna larly s ed route betwe same three communitie nly one or
twost in . These b would nfigu quickly load bicycles and kayaks, perhaps as a
combi  on truck veh oran ai -type le pulling a low trailer, and would be ADA
access

Transit time between communities would be about the same for both options. The Board estimates

that it would take about one hour for a shuttle or water taxi to complete the three-town triangular
esorso be requi  to complete a round trip just between Perryville and

h could redonb  rdays when a second shuttle or water taxi is put into

service.
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The advantages of a shuttle system in comparison to a water taxi are its far lower capital and operating
costs, year-round operational capability and not being affected by river conditions. In comparison to all
crossing options, it offers very little exposure to the elements (if bus stop shelters are provided), the

best emergency response conditions, and a high level of personal safety and security. Issues that would
need further study are whether to charge a fare and how to prevent locals who have no recreational or

tourism purpose from overwhelming the system.

The disadvantages of this option are wait times at the stops, inconvenience to hikers and bicyclists,
limitation to small groups, and inability to accommodate marathons and walk-a-thons. Shuttle vehicles
would have few alternative uses that could generate revenue and would offer no particular river
crossing experience. This is the only option that would not become an attraction in its own right,

beyond the primary purpose of proving a way across the river.

The Advisory Board believes that this option would incur the lowest combined capital and operating cost
of all options, and would require a much lower public subsidy than the water taxi system. On the other
hand, the crossing experience would not exist, and public would have no interest in using this system
unless they needed to get across the river with no other means of available transportation. This system
would not be particularly attractive to destination tourists who wish to shop and dine in the other two
communities. For these reasons the Board concludes that this option is feasible and practical as a
simple means of transportation, and could be used for interim service until one of the other crossing

options becomes a reality.

(end)



City of Havre de Grace

711 PENNINGTON AVENUE, HAVRE DE GRACE, MARYLAND 21078 410-939-1800
WWW.HAVREDEGRACEMD.COM

Susquehanna River Rail Bridge Project
Advisory Board
Of the Mayor and City Council

Advisory Bulletin #14

Union Avenue and Otsego Street Intersection
March 16, 2015

The Advisory Board met on February 12 and March 12, 2015 to study the intersection of Union
Avenue and Otsego Street, and the closely impacted intersections of Warren, Water, and Saint
John Streets. This study was conducted as a logical extension of Advisory Bulletins #3 and #11,
Bridge Abutment Area; Advisory Bulletins #6 and #12, Rail Commuter Station; and the
following Advisory Bulletin #15, Bridge Historical Preservation and Display. All are directly
related to the redesign these street intersections.

Intersection redesign and improvement is entirely predicated upon retraction of the proposed new
rail bridge abutment, as far westward from the existing intersection curve as the first bridge span
will allow, without constraining Water Street with its first pier location. The purposes of bridge
abutment retraction are twofold: It will be necessary to allow a wider abutment for the new
northerly low-speed bridge span which would otherwise land in Otsego Street. It will also
permit a much safer and more gracefully curving street entrance into the historic downtown area
of the City. In consideration of this, the Advisory Board has assumed a new bridge span of 240
feet, from pier to pier, which is somewhat longer than the existing 200-foot spans.

Primary objectives are to provide better and safer intersection control at the Union Avenue/
Warren Street crossing, safer traffic flow in and out of Saint John Street (principal gateway to
downtown), an enlarged David Craig Park with safer vehicular access, and easier access to Water
Street. Improved access to and from the southerly parking areas of the proposed rail commuter
station, and significantly greater opportunities for gateway beautification are also important.

This advisory puts forth a concept plan that is intended to meet each of these objectives.

The Advisory Board has developed the following specific recommendations to give substance to
this plan for purposes of public thought and discussion. This concept plan will be subjected to
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far more detailed study and public input, and many other viable options will surely be
considered, as the bridge project enters the design and construction phases.

1.

2.

Intersection street curvature should begin about fifty feet west of Pearl Street and extend to
the existing intersection of Saint John Street.

A primary intersection with a traffic signal should be created at the intersection of Union
Avenue and Warren Street, which would be used to control all traffic entering and exiting
Saint John Street and waterfront parking areas, except via a northbound yield lane.
Northbound traffic exiting Saint John Street and waterfront parking areas should proceed
through a yield lane at the current location in front of the American Legion building.
Lafayette Plaza statuary and flagpoles should be relocated to a large triangular traffic island
created at the northeast comer of the new Union/Warren intersection.

David Craig Park should be enlarged toward the southwest, and a single entry/exit point
should be installed farther northwestward from the Saint John Street yield lane.

Water Street should intersect the Otsego/Union curve with much improved sight lines, a
wider throat for trailer towing, and ample room for a lefi-turn lane toward Union Avenue.
The Havre de Grace welcome sign should be dismantled, cleaned, and relocated to a small
landscaped plaza between the proposed Pearl and Water Street corners, positioned to face
directly west up the center of Otsego Street. This location would be well out from under the
new bridge structure, and will receive direct sunlight toward afternoon and evening.

A continuous left-turn lane should be incorporated throughout the Union/Otsego curve to
facilitate safe turns into Water Street, David Craig Park, and the American Legion; and at
the Union/Warren intersection.

The entire intersection area should be extensively landscaped and maintained as the
principle gateway to the historic downtown and waterfront areas.

Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to
consolidate this concept plan, along with its recommendations, into a formal communication to
the SRRBP Project Team as soon as possible. This is necessary to reinforce our efforts toward
relocating the bridge abutment westward and gaining a downtown rail commuter station.

Volney Ford
Chairman

Attachment: Concept Road Alignment Plan
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Advisory Bulletin #15

Bridge Historical Preservation and Display
March 18, 2015

The Advisory Board met on several occasions in November 2014, and in January, February and
March of 2015, to discuss the need for historical preservation of specific components of the
existing Amtrak rail bridge. It also recognized the need to consecrate the history of both rail
bridges that occupied the broader site and were an integral part of the history of Havre de Grace
and Perryville. The Board believes that this can best be accomplished by creating a permanent
outdoor historical display on public property that is accessible at all times. The display should
be presented in such a way that people of all ages can understand and appreciate the historical
significance and engineering accomplishments associated with these two bridges.

Historical Artifacts

In previous advisories the Board recommended that the existing Amtrak rail bridge be removed
entirely, and that all of its piers and abutments, as well as the piers of the original rail bridge, also
be removed entirely. The purpose of that recommendation is to open up the river viewscape,
make room for the new bridges, and provide for safer river navigation. The Board recommends
that only the abutments of the earlier bridge continue to be preserved, perhaps restoring them
more to their original appearance and function. —

The Advisory Board believes there are several key Teatures of the existing Amtrak rail bridge
that are well worth preservation and permanent display. As a practical matter, each artifact
should be kept to a size that would not overwhelm the display area or become too difficult or
costly to maintain in the future. Each preserved artifact should be suitable for close public
scrutiny, should have no unsafely exposed components, and should be dramatically imposing
with a very special story to relate. The overall objective should be to convey the advancement of
this type of bridge engineering by the beginning of the twentieth century, and to explain how
certain rail bridge components functioned in that era.
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A fascinating artifact with educational value would be one side of one lower connection of a
deck truss, literally cut out of a span, with its moving parts secured by hidden welds. It would
then be carefully cleaned and repainted, and displayed about two feet above a ground-level
concrete slab using nearly-concealed support legs. The purpose of this display would be to show
the bottom chord rods, tension and compression beams and connecting kingpin up close, with a
description of how each part functioned and the critical importance of the entire connection.
Attachment A is a photograph of the recommended artifact with cut points shown.

Another artifact that is of keen interest to the Advisory Board is the swing span pier top with its
ring and pinion gear assembly, turning casters and adjacent structure. Although the entire swing
span is far too massive to preserve and display, the Board thinks that its central mechanism
between the rail deck and pier top would suffice to show how a rail swing span operates and how
massive its working parts were required to be. If the entire core assembly should prove too large
in scale for the display area, then perhaps a half or quarter segment of it could convey the same
understanding and interpretation. The entire top layer of granite from the circular pier should be
saved and installed at ground level, whether or not the entire circular mechanism could be fitted
onto it. See the Attachment B photograph for the current location of this artifact.

A third major artifact of interest is the motor and drive assembly from the control house atop the
swing span. The entire house and its contents could be relocated and preserved on land,
provided with a means of visitor entry and viewing. Alternatively, the motor and drive
mechanism could put on outdoor display within a clear weatherproof container. An interpretive
display should describe the span swinging procedure. This artifact is shown in Attachment C.

The Board has also identified two historical plaques that should be saved and put on display. A
large dedication plaque mounted into the face of the current westerly abutment should be
relocated, along with a large panel of granite blocks to which it is attached, to a nearby ground-
level display area. The second, a much older dedication plaque embedded in an original bridge
pier near the Perryville shoreline, should likewise be removed along with its adjacent panel of
granite blocks and put on ground-level display at a designated site in Perryville.

The Advisory Board has concluded that David Craig Park, with its proposed expansion, be
dedicated to the history of these two bridges and to the display of artifacts, historical
photographs, and interpretive signage. The site should be augmented with as much railroad
property as can be reserved for this purpose without interfering with future bridge access for
maintenance. The beautiful park landscaping that was recently completed through efforts of City
staff and workforces should be restored and expanded after completion of the new bridges. The
very attractive current theme of this park should be integrated with its proposed use to every

extent possible.



Page 3

This location is most appropriate because it is on relatively high ground and safe from flooding.
The expanded park, with some use of adjacent railroad property, should be sufficient to contain
the overall display area and provide additional parking spaces. Displays would not be
overshadowed by the new bridges at any time of day. This park is within close proximity to
downtown pedestrian activity, and is not currently encumbered with other structures, themes or
specific uses except fishing. Most importantly, this park is the perfect vantage point from which
to visualize the two past bridges spanning the river as one stands at the interpretive displays and
sees the historical photographs, many of which were taken from the very same spot.

The artifacts recommended above should be placed and oriented on high ground within the park
in such a way that they more directly relate to the historical bridge locations and to photographs
on display taken from the same angles and perspectives. Display sites must be planned carefully
and integrated with a series of current documentary photographs before the existing bridge is
removed. The larger displays should also be positioned to draw attention from beyond the
immediate park without cluttering the nearby streetscape or its view of the river.

The interpretive displays should be filled with written, photographic, diagrammatic, and artistic
components that not only depict the historical bridges as accurately as possible, but tell their
complete stories, teach their engineering fundamentals to adults and youngsters alike, and
describe-how they contributed to rail transportation along the entire east coast of America. This
effort should be taken to such a level that the overall park display becomes a tourist destination
in its own right, requiring at least two hours to fully explore.

Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to

consolidate these recommendations into a formal communication to the SRRBP project team,
and to all agencies and local organizations having interest in historical preservation related to
these bridges, as soon as possible. The Board also recommends that the upper level of David

Craig Park be held in reserve for this future purpose and use.
submi
Volney  Ford

Chairman

Attachments A, B, & C: Artifact location photographs
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Susquehanna River Rail Bridge Project
Advisory Board
Of the Mayor and City Council

Advisory Bulletin #16

Westerly Right-of-Way and Alignments — First Update
March 18, 2015

The Advisory Board met on October 28, 2014 to examine the current and proposed railway right-of-way
corridor extending from the bridge abutment area in downtown Havre de Grace to the Lewis Lane
overpass. Advisory Bulletin #4 was issued by the Board on October 31, 2014 based on an assumption
that the new high-speed bridge of the proposed twin bridges would be installed on the downriver
(south) side of the existing bridge, with the lower-speed bridge taking the place of the existing bridge. It
was also assumed that the new bridges would be elevated to an extent that would require elevation of
trackage along the right-of-way, well past the bridge landing.

As feasibility studies and preliminary design with regard to track elevation and alignment have been
further developed by the SRRBP Project Team since last October, it appears that the most favorable
track alignments would now place the lower-speed bridge along the upriver (north) side of the existing
bridge, with the other new bridge taking its place. It also now appears that little or no raising of track
elevation will become necessary west of the new bridge abutment.

It is the current understanding of the Advisory Board that the long high-speed curve of the southeasterly
pair of rail lines extending from the bridge to Lewis Lane will require some realignment in that direction
to achieve a 150 mph design speed. The Advisory Board recently issued Advisories #6 and #12
advocating the installation of a rail commuter station along Warren Street. If implemented, this wouid
require a significant northwesterly alignment of the lower-speed pair of rail lines to accommodate a
more northerly bridge alignment and to provide adequate separation from the high-speed lines at the
station platform. Both alignment changes would significantly alter the elevated embankment passing
through town and would require retaining walls at certain locations.
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Revised Concerns and Recommendations

In accordance with the more current alignment needs that are described above, it will become
necessary to widen the southeasterly side of the railway embankment to some degree and to widen the
northwesterly side to a significant degree. Both enlargements could encroach slightly upon existing
property lines and could significantly reduce available public parking areas for the proposed rail
commuter station unless retaining walls are installed between Freedom Lane and Juniata Street.
Retaining walls would provide the additional advantages of better security against trespassing,
elimination of unsightly chain-link fencing at the embankment bases, and elimination of uncontrolled

growth of weeds and trees along the embankments.

It appears that significant shifts in track alignments will almost certainly require modification of the
street underpass bridges that remain in place, to the extent that existing abutments would require
lateral extension or total replacement. The Advisory Board emphatically recommends that no existing
granite abutment, if retained, be further modified from its historical appearance. The abutments are
110 years old and have already been modified several times for bridge deck repositioning, which in turn
has resulted in unsightly concrete caps and modification or removal of some granite blocks. The stone
abutment and wing wall facings are continuously leaking water and forming ice, black mold, and white
salts, resulting in @ most unattractive appearance and promoting continual weed growth from the block

joints.

Lateral realignment of the outer bridge decks would likely require lateral extension of the abutments.
The use of concrete or any material other than matching granite blocks for this purpose should be
entirely unacceptable to the City and its residents. As recommended in Advisory Bulletin #4, each of the
abutments at retained street underpasses should be entirely rebuilt with materials that will provide an
attractive appearance for the next 120 years or more. All other recommendations provided in Advisory

Bulletin #4 remain valid and should be incorporated into the overall project.

Recommended Action

The Advisory Board requests that the Mayor and City Council take necessary steps to consolidate these
recommendations, along with those of Advisory Bulletin #4, into a formal communication to the SRRBP

Project Team as soon as possible

Respectfully bmitted,

ney Ford
Chairman
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Advisory Bulletin #17

Easterly Right-of-Way and Alignments in Perryville
March 20, 2015

The Advisory Board met on March 12, 2015 to examine the current and proposed rail right-of-way
corridor, extending from the bridge abutment area below downtown Perryville to a point just east of the
MARC Station, and including the track wye connecting to the Norfolk Southern line to Harrisburg, known

locally as the Port Road.

As feasibility studies and preliminary design with regard to track elevation and alignment have been
further developed by the SRRBP Project Team since last October, it appears that the most favorable
track alignments would now place the lower-speed bridge along the upriver (north) side of the existing
bridge, with the other new bridge taking its place. It also now appears that little or no raising of track
elevation will become necessary east of the new bridge abutment.

The new bridge alignments, as much as can be understood at this stage of planning, will cause little
change and have almost no impact along the south (Perry Point) side of existing trackage. Installation of
a lower-speed new bridge along the upriver side of the existing bridge would shift the abutment in that
direction accordingly, bringing it closer to the bottom end of Broad Street, directly across from the
Rogers Tavern Historical Site,

Recommendations

1. The existing bridge abutment just east of Avenue A should be entirely rebuilt to ensure a consistent
architectural appearance, using modern materials that can be expected to maintain a good
appearance for the next 120 years or more.
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2. The new abutment should be repositioned closer to the river, as may become necessary to ensure
equal bridge spans to the relocated Havre de Grace abutment, and to provide more land-based
track length for crossovers to the MARC Station and the Port Road wye entrance.

3. The north sidewall of new abutment should be extended eastward to Roundhouse Drive, to better
facilitate an off-street parking area along its base for visitors to Rogers Tavern and the Town Dock.

4. The south sidewall of the new abutment should extend a short distance eastward toward the
transformer station to facilitate an emergency response and maintenance access ramp leading up
to trackside.

5. Afenced enclosure with gates should be installed along a new paved access road and ramp from
Avenue A, locating it at least fifty feet eastward of the new abutment to conceal all such fencing
from the Rogers Tavern vista.

6. All security fencing and guard railing systems visible from Broad Street should be upgraded as
much as possible in appearance, placed far enough from the toe of embankments to allow weed
control, and coated black to blend with the landscape. Where possible, the abutment and its side
walls should provide security against trespassing in lieu of fencing, with only a low fence-style
guard railing system along the top.

7. Retaining wall and abutment architecture and materials should be designed to discourage growth
of noxious weeds and scrub trees as much as possible.

8. Earthen embankments visible to Broad Street should be densely planted with a variety of
landscaping species that resist erosion and noxious weed growth.

Recommended Action

The Advisory Board recommends that the Mayor and Town Commission of Perryville take necessary
steps to consolidate these or similar recommendations into a formal communication to the SRRBP

Project Team as soon as possible.

Respectful y—fubmitted,
% 7/ P
Volney H. Ford

Chairman
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Advisory Bulletin #18

Street Underpasses in Perryville
March 20, 2015

The Advisory Board met on March 12, 2015 to discuss the two road underpasses along the Amtrak main
line, located at Front Street and at the MARC Station. This discussion did not include the two Broad
Street underpasses at the rail wye serving the Norfolk Southern line to Harrisburg, as it is not anticipated
that these two bridge structures would be significantly altered in elevation or alignment.

Both roads passing under the main line are currently used by Amtrak personnel and other specially
designated entities, but neither one is a public right-of-way. Both provide direct access to the same
destinations, and are therefore redundant, except that the MARC Station underpass has a very low
vertical clearance. The proposed high speed rail line is not likely to require local station platforms for its
pair of tracks, except during emergency diversions of track usage, and therefore should not require the
existing underpass for pedestrian crossover.

Recommendations
1. The existing divided-lane underpass opposite Front Street, which provides truck access to the

Amtrak repair facility and portions of the Perry Point VA grounds, should be retained.

2. Whether modified to accommodate track realignment or not, the north face and wing walls of this
underpass should be restored to its original architectural appearance.

3. The entire north entrance of this underpass should be thoroughly cleaned and well landscaped
along the adjacent embankments and out to Broad Street.

4. The low, tunnel-like underpass that divides the two MARC Station parking lots should be
abandoned by sealing it off from the north side. The south side may be left open for historical
purposes, provided it is made secure from trespassers.
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5. The underpass access road cut leading in from Broad Street should be filled level with both MARC
Station parking lots to provide a common entrance/exit at Broad Street and many more parking

spaces.

Recommended Action

The Advisory Board recommends that the Mayor and Town Commission of Perryville take necessary
steps to consolidate these or similar recommendations into a formal communication to the SRRBP

Project Team as soon as possible.

Respectfully-submitte

7
Volney H. Ford
Chairman
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Advisory Bulletin #19

Rail Operation Noise Control in Perryville
March 23, 2015

The Advisory Board met on March 12, 2015 to discuss noise issues in Perryville that are directly
associated with freight train operations through the sharply-curved wye tracks at the MARC Station.
Track alignment and curvature, particularly along the somewhat tighter northbound turn from the
Norfolk Southern line onto the Amtrak main line, produces flange squeal of intense magnitude which
can be heard from as far away as Havre de Grace.

The proposed rail bridge replacement project, which does not include the Perryville wye intersection
with the Norfolk Southern line, may nevertheless require some modification of the wye tracks at the
main line turnouts. This may be necessary to realign them with the new low-speed bridge location. The
Board has identified two general measures to abate noise from flange squeal: a) adjust the curvatures
more precisely with easing where possible, and b) install acoustical barriers along the curves.

Recommendations

1. Modify the wye curve entering northbound onto Amtrak so that its radius is eased as it merges
with the nearest station boarding track. Flange squeal is most intense alongside the east parking
lot of the station, suggesting very tight curvature at this point.

2. Modify the wye curve entering southbound onto Amtrak so that its radius is eased as it merges
with the northernmost main line track aligning with the new north bridge.

3. Aslight repositioning of the Broad Street rail overpass bridge decks within the existing abutment
bearings may be necessary to ease curvatures without impacting the station parking lot layout.

4. Design a concrete acoustical barrier system that is just high enough to block, absorb and reflect
intense flange noise emanating from rail height. The barriers should be parabolically curved
inward to deflect noise downward toward track centers. It is hoped that such a
barrier system would be no more than five feet in height.
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S. Install the barrier system along both sides of each wye track, positioning it as close to the rails as
normal operations and track maintenance will allow.

6. Install a modified version of the same system along both sides of the Broad Street rail bridges.

7. Extend the acoustical barrier system from the point of rail divergence leading from the Norfolk
Southern line to the Amtrak main line turnouts.

8. Auch taller acoustical barrier may become necessary along the northeast right-of-way boundary,
adjacent to the existing trailer park, if rail curvature easing cannot be achieved at this most intense
noise location.

9. If flange squeal noise can be almost entirely abated by improvement of track alignment and
curvature, some or all of the proposed acoustical barriers may prove to be unnecessary.

Recommended Action

The Advisory Board recommends that the Mayor and Town Commission of Perryville take necessary
steps to consolidate these or similar recommendations into a formal communication to the SRRBP

Project Team as soon as possible.

Respectfully submitted,

%

Volney H! Ford
Chairman
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Advisory Bulletin #20

Bridge Architecture — First Update
July 21, 2015

The Advisory Board met on March 12, 2015, and on a number of previous occasions to study the
various options of bridge architecture, particularly as they relate to pier spans, type of structure,
river viewscape, and impact on the intersection of Union Avenue and Otsego Street. References
should be made to Advisory Bulletins #2, #3, #11, #14, and #15, which are directly related to this
bulletin. The Board is deeply concerned that the SRRBP Project Team may now be focusing its
work product on a simple vertical pier and deck beam type of structure with very short pier
spacing (bridge spans), which the Board believes will negatively impact the intersection and
overall bridge appearance.

The Advisory Board, with much community input, has concluded that bridge architecture is the
single most dominant concemn of the citizens of Havre de Grace, Perryville, and both Counties,
for all the reasons expressed in Advisory Bulletin #2. The same bulletin provided general design
recommendations to achieve a desired effect. Primary objectives should be an increase of pier-
to-pier spans as much as possible, with the use of graceful lines of arch-like curvature. To this
end, the Board has embraced a “delta” type of structure, which permits much longer spans and a
far more graceful appearance than a simple “deck” type structure put forth by the Project Team.

Further objectives relating directly to bridge span and pier placement include creation of an
imposing gateway entrance into downtown Havre de Grace and enlargement of David Craig Park
to accommodate a bridge history display area. The critical element in both objectives is location
of the first pier beyond the bridge abutment in such a way to avoid blocking gateway viewscapes
or dividing the avenue under the bridges. The Board is convinced that this can only be achieved
by a much longer-span bridge design. More detailed discussions of this very sensitive area, with
specific objectives and recommendations, have been stated in Advisories #3, #11, #14, and #15.
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The Advisory Board has taken measurements of the gateway entrance area and existing truss-
deck bridge, and has extrapolated measurements of four suggested bridge configurations offered
by the SRRBP Design Team at its public presentations. This information was then used to
develop simplistic elevation views, in scale, of the existing bridge and both basic types of new
bridge design known as “deck” type and “delta” type, so that the public can gain a greater
understanding of bridge appearance and its impact on the avenue intersection area.

This depiction of elevations entitled Bridge Configurations is attached, along with a previously
developed aerial (plan) view of a proposed intersection alignment entitled Concept Road
Alignment. It should be noted that the aerial view is consistent with Configuration C in the
depiction. It should also be noted that all configurations are shown from the south (downtown)
side of the bridges, just as each street section emerges from under the bridge. The street sections
all curve to the left before e g out from under the north side of the bridges, as can be

plainly seen in the aerial view.

The SRRBP Project Team faces design challenges of fitting a curving street under the span(s),
dealing with road clearance under delta legs, and landing the bridges clear of Otsego Street. The
Advisory Board has measured minimum road clearance under the existing bridge as 14.83 feet at
the lowest eye-bar connection. It believes the new design objective should be a minimum
vertical clearance of 16 feet from street elevation at the curb line to any part of an overhead delta
leg. All new bridge configurations shown would otherwise create no clearance issues.

Configuration A

The Project Team appears to favor a simple deck beam design supported by tall piers as being
much more cost-efficient, less expensive to maintain, and easier to repair/replace major
components. Although it would require more piers in the river, pier structure would be less
massive. Taller and more slender piers would open up the river viewscape in one sense, but
adding more pier sets will tend to have the opposite effect. Vertical piers also eliminate
clearance concerns for boaters passing under the bridge outside the main channel.

This configuration is limited to 170 feet of span between pier centers, which is 30 feet less than
that of the existing bridge. Architecture notwithstanding, such pier spacings would grossly
impact the Otsego/Union intersection area, cluttering the streetscape and ruining the opportunity
for an imposing gateway entrance to the downtown. It would also require a divided main avenue
at best or a standard street corner at worst, neither of which would align smoothly with the
Union/St John intersection area or with Water Street.
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This type of bridge architecture is very plain and ordinary, offering little opportunity for
enhancement other than some flair at the pier tops (as depicted). It is comparable to common
highway bridges of recent decades and cannot be dramatically enhanced by accent lighting.
Such an unremarkable structure should be seen as an insult to the riverscapes of both
communities, with its unique setting as the “gateway bridge” at the confluence of this great
American river and the world’s largest estuarial bay. This was also the immediate scene of
colonial era crossings, more importantly traveled during the time of our nation’s founding.

Configuration B

The Project Team has presented an optional delta design based on spans of 240 feet. The term
“delta” refers to the diagonal legs that form a triangle with the bridge deck. This configuration
permits the deck structure to be cantilevered some distance beyond the delta, where it would
connect with a simple deck beam in mid-span. This type of structure allows a much longer span
between piers, by an additional 70 feet or 41%, as presented. Since a delta leg is not required at
the abutment, this particular configuration would reduce the first span from 240 feet to 180 feet.
The net effect of this configuration would be to constrain the intersection even more than in
Configuration A, due to street clearance under the first pier delta legs.

Configuration C

In order to achieve an acceptable gateway and intersection layout, the Advisory Board is
convinced that a delta leg must be included at the abutment to extend the first span out to 240
feet. The Board concedes that such a configuration will still be tight and will need to be
designed very carefully to avoid street clearance issues at the delta legs. In order to ease this
situation, the Board recognizes that the Otsego Street curve may need to begin at a more
eastward point, perhaps centering on Pearl Street, than shown in the attached aerial view.

Configuration D

A better solution for the downtown gateway area would be to extend the first span an additional
forty feet by using a significantly deeper and stronger beam section than would be used for all
other spans. This beam section could be extended through the half-delta at the abutment and
entire delta at the first pier, as depicted, or limited to the span between delta legs. Either design
would be architecturally pleasing to the eye.
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Conclusions

The Advisory Board is convinced that Configurations A and B would be entirely unsatisfactory
to the downtown gateway objectives of the City of Havre de Grace, and would present a more
cramped and obstructed streetscape than exists today, especially when coupled with the effects of
a double-wide bridge complex. The Board is also deeply opposed to a divided thoroughfare at
the confluence of so many streets, which would become necessary with much closer pier

spacing.

In macro perspective, the Board is uniformly opposed to any bridge architecture that suggests
simple vertical piers supporting horizontal deck beams, especially when such a design requires
much shorter spans and more structural clutter at river level. This particular bridge, being in a
geographically and historically unique location, and an incredible panorama for
miles, demands an architectural style worthy of its place and symbolic of its diverse rail
transportation function.

Recommended Action

The Advisory Board urges the City of Havre de Grace, the Town of Perryville, and both County
governments to vi oppose a simple, short-span design for these bridges, and to push hard
in favor of a more graceful and stylistic architecture, regardless of the direction the Project Team
now seems to be taking. The City of Havre de Grace should also insist on a more open gateway
area under the bridges which would not require a divided street passage or a sharply curving
intersection.

submitted,

Volney H. ord
Chairman

Attachments: Bridge Configurations
Concept Road Alignment
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PLEASE PUT YOUR COMPLETED FORM IN ONE OF THE COMMENT BOXES AT THIS MEETING.
YOU CAN ALSO MAILITTO:

Susquehanna River Rail Bridge Project
P.O. Box 68
Elkton, MD 21922
Comments can also be submitted via e-mail: info@susrailbridge.com
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President Robert J. Hodge, District 5 James Massey
Council Manager
Vice President Dr. Alan McCarthy, District 1
County Council Office
Councilwoman Joyce Bowlsbey, District 2 410.996.5201
Councilman Michael W. Dunn, District 3 County Information

410.996.5200

410.658.4041

Councilwoman Diana Broomell, District 4

COUNTY COUNCIL OF CECIL COUNTY
Cecil County Administration Building
200 Chesapeake Boulevard, Suite 2110, Elkton, MD 21921

May 13, 2014
Susquehanna River Rail Bridge
PO Box 68
Elkton MD 21922

RE: Susquehanna River Bridge Reconstruction and Expansion Project
Dear Sir or Madame:

The County Council of Cecil County, Maryland, agrees that the existing Susquehanna River Rail Bridges needs
to be rehabilitated or replaced. Several Council Members attended the open house on April 28, 2014 in Havre
de Grace.

Members of the Cecil County Council have concerns about the impact of this project on our economic, historic,
cultural, social and natural environment. It is our understanding that a new bridge will be constructed to parallel
the existing bridge and the path may be altered as much as one quarter mile on either side of the present tracks.

The Cecil County Council supports the concerns of the Town of Perryville for the impact on the heavily
traveled Port Road: the historic Rodgers Tavern, which is on the National Register of Historic places; the
Perryville Train Station, an historic station that was recently renovated and serves as the depot for MARC train
and AMTRAK, the Perryville Wastewater Treatment Plant, less than 70 yards from the existing track; Broad
Street, which is the main thoroughfare to downtown Perryville, and the Perry Point Veterans Hospital, which
has a single entrance via Broad Street.

Additionally, the County Council has serious concerns about protecting the IKEA property because it is one of
Cecil County's largest employers.

There are several plans that should be considered in relation to the bridge proposal. The Chesapeake Connector
Freight and Passenger Rail Benefits Study proposes a third track for use by MARC, which could augment rail
service between Perryville, Elkton and Wilmington. Also, this project should be coordinated with the Maryland
Transit Administration proposal for a MARC layover facility near Perryville. The Council is hopeful that during
design, consideration can be given to a bike and pedestrian crossing.

The County Council of Cecil County is supportive of rehabilitating or replacing the Susquehanna River Rail
Bridge but the impact of moving the track must be of prime consideration to the citizens of Perryville and Cecil
County.

WWWw.ccgov.org



Copy: Secretary Anthony Foxx
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Office: 410.996.5202
Fax: 410.996.1014

Tari Moore
County Executive

Alfred C. Wein, Jr.
Director of Administration

County Information
410.996.5200
410.658.4041

CECIL COUNTY, MARYLAND
Office of the County Executive
200 Chesapeake Boulevard, Suite 2100, Elkton, MD 21921

May 16, 2014

Harry Romano

Office of Planning & Capital Programming
Maryland Department of Transportation
7201 Corporate Center Drive

P.O. Box 548

Hanover, Maryland 21076

RE:  Susquehanna River Rail Bridge Project
Dear Mr. Romano:

I am writing in response to the recent public outreach information session held on April 28" regarding
the above referenced Susquehanna River Rail Bridge Project (the “Project™). Please be advised that based on
data presented at this information session, Cecil County Government would like to take this opportunity to
provide your agency with local government feedback related to the Project.

Correspondence from the Town of Perryville (the “Town™) to the National Rail Passenger Corporation
(the “NRPC”) dated October 10, 2012, June 4, 2013, and June 27, 2013 indicates that the Project has the
potential of adversely affecting critical Town infrastructure, cultural resources, and essential community
character and functionality. As such, it is imperative that the project team address the Town’s comments and
provide solutions that will be included in the design of the river crossing.

Additionally, as you may be aware, the Maryland Transit Administration (the “MDTA") is presently
exploring the establishment of a MARC maintenance and storage facility on the northerly side of Perryville
adjacent to the Northeast Corridor Railway. The materials provided at the April 28" session failed to
acknowledge or address the MDTA project. This is a critical issue vis-a-vis Project design, because a new river
crossing will likely necessitate longer, more gradual approaches to accommodate high speed rail approaching a
higher bridge. These approaches are likely to adversely impact design of the MARC maintenance and storage
facility if there is not adequate coordination between the study groups for the two projects.

We are also concerned that the Susquehanna Rail Bridge project does not adequately address the
Chesapeake Connector Freight and Passenger Rail Benefits Study and the goal of the Lower Susquehanna
Heritage Greenway to provide a pedestrian crossing of the river. As previously mentioned, a new bridge design,
if done in a vacuum without consideration of the aforementioned matters, is likely to adversely affect plans to
ease the freight rail bottleneck at the junction of Norfolk Southern’s Port Road and the Northeast Corridor
Railway, and preclude the establishment of a pedestrian crossing.

WWW.ccgov.org



Harry Romano
Susquehanna River Rail Bridge Project
May 9, 2014

Page Two of Two

Accordingly, while we applaud the goals of the Susquehanna Rail Bridge Project, we are firmly resolved
that all planning efforts related to the Project be considered, and that the concerns of those who will be impacted
by the Project are afforded the ability to convey their observations and concerns, and to have their comments
seriously considered and evaluated by your agency as the Project progresses. Such coordinated planning must
be in harmony with the Cecil County Comprehensive Plan, which is one of the principal elements used to
harmonize the human environment in this County. Therefore, please consider this correspondence as a formal
request that you and other appropriate federal and State officials meet with County representatives to ensure that
this proposed facility is harmonious with our local land use and other relevant local policies. This request for
coordination is made pursuant to the National Environmental Policy Act (“NEPA”), the Counsel of
Environmental Quality regulations (the “Regulations”), the Federal Land Planning and Management Act (the
“Act”), and other applicable federal laws and regulations.

Thank you for this opportunity to comment.

Sincerely,

;i9w Mpare_
Tari Moore
County Executive

www.ccgov.org



Public Comment Received on the Project Website:

I am a frequent train watcher in the Perryville Area. I enjoy going to the station and watching
the trains go by. However, the newly built Perryville Pier is the best place to watch trains. It
would be wonderful to have a pedestrian walk along side the tracks with lighted poles to watch
the trains up close. If this isn't possible possibly consider making the current bridge built by the
Pennsylvania Railroad the pedestrian and bicycle bridge. The railroad bridge is really a symbol
and significant landmark to both the Community of Perryville and Community of Havre de
Grace, Maryland. Like the deconstruction of Pennsylvania Station of New York, if this railroad
was to be destroyed it would truly be a modern day monumental act of vandalism.

Chad Karschner
4040 Paddrick Road
Darlington, MD 21034

4/18/2014



