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RESPONSES TO LOCAL AGENCY COMMENTS

This Appendix Section B3 provides detailed responses to Local agency letters, presented in the
below order:

ATHNGEON COUNLY ... B-218
Arlington County - Department of Parks and Recreation..............ccccccvviiniinnnnne. B-223
City Of AleXandIia.........ccooiiiiiiiiiiiiiiii s B-226
Fairfax COUNLY ......cccooiiiiiiiiiiic e B-251
Prince William COUNEY ........cccoiiiiiiiiiiiiiiiiiccc e B-255
City of FrederickShUurg..........ccooiiviiiiiiiiiiiiiici s B-262
Spotsylvania COUNEY ........cccoiiiiiniiiiiiie s B-270
Hanover COUNtY ........ccoiiiiiiccccc e B-272
Henrico COUNtY ..o e B-284
City of RicChmond ........cccooiiiiiiiiiiiiii e B-288



TIER Il FINAL ENVIRONMENTAL IMPACT STATEMENT

ARLINGTON COUNTY

(No comments on this page)




RESPONSES TO LOCAL AGENCY COMMENTS

ARLINGTON COUNTY (continued)

1.

As stated in the Final Section 4(f) Evaluation for the Project
(Chapter 6 of the Final EIS), the Preferred Alternative will not
encroach upon the Roaches Run Waterfowl Sanctuary.
Conceptual designs include retaining walls that will prevent
encroachment (temporary or permanent) into the waters or
riparian fringe of Roaches Run. Based on the CEDAR and
Information for Planning and Consultation (IPaC) databases,
no federally or state-listed threatened or endangered plant or
animal species were identified as potentially occurring within
the vicinity of the study area for the portion of the Project in
Arlington County, as indicated in Final EIS Section 5.10.3.
Discussions and review between DRPT and the County
Department of Parks and Recreation, subsequent to the
County’s submission of these comments on the Draft EIS,
indicate that the noted champion trees are not within the
proposed Limits of Disturbance (LOD) for the Project.



TIER Il FINAL ENVIRONMENTAL

IMPACT STATEMENT

ARLINGTON COUNTY (continued)

2.

No lands will need to be acquired from the Roaches Run
Waterfowl Sanctuary. As stated in the Final Section 4(f)
Evaluation for the Project (Chapter 6 of the Final EIS), the
Preferred Alternative will not encroach upon the Roaches Run
Waterfowl Sanctuary and therefore will not disturb vegetation
within the Sanctuary. Alternative 1B: Add Two Tracks on the
West was selected as the Preferred Alternative in Area 1, to
align with the two alternatives that were recommended in the
alternatives report for the Long Bridge project (separate from
the DC2RVA Project). Preferred Alternative 1B includes the
least amount of disturbance on the east side of the existing
CSXT right-of-way adjacent to the Roaches Run Waterfowl
Sanctuary, with all proposed improvements contained within
the railroad right-of-way.

Final EIS Section 5.1.6.2 addresses mitigation of floodplain
impacts for the Preferred Alternative. As stated in Draft EIS
Section 3.1.5, DRPT used floodplain mapping produced by the
Federal Emergency Management Agency (FEMA) for the
assessment of potential impacts to floodplains as required by
US Department of Transportation Policy and FRA’s
Procedures for Considering Environmental Impacts.
Additional floodplain mapping from local jurisdictions,
including Arlington County, will be incorporated into the final
design of the Project, as appropriate.

Final EIS Section 5.1.1.1 addresses Chesapeake Bay
Preservation Act applicability and compliance of the Preferred
Alternative.

DRPT will continue to coordinate with the County through
final design and preparation of construction documents (both
of which will occur after funding becomes available),
specifically related to construction activities in the vicinity of
parks. Temporary impacts to lands outside the railroad right-
of-way will be minimized where practical, during final design
and construction management planning, once funding is
available and incremental improvements are scheduled.

(Responses are continued on next page)



RESPONSES TO LOCAL AGENCY COMMENTS

ARLINGTON COUNTY (continued)

6.

Final EIS Section 5.10.3.2 discusses potential avoidance,
minimization, and mitigation measures that could potentially
be deployed, as required; final determinations on specific
mitigation for threatened and endangered species (if required)
will be made during final design (after funding becomes
available and incremental improvements are scheduled) in
coordination with regulatory agencies.

7.and 8. DRPT has reviewed updated information provided by the

County and refined the conceptual engineering design to
further minimize impacts to Long Bridge Park since the
publication of the Draft EIS. Alternative 1B: Add Two Tracks
on the West was selected as the Preferred Alternative in Area
1, to align with the two alternatives that were recommended
in the alternatives report for the Long Bridge project (separate
from the DC2RVA Project). Preferred Alternative 1B includes
the installation of two new tracks adjacent to the Long Bridge
Park; however, all proposed improvements will be within the
existing railroad right-of-way in this area. Accordingly, no
land will need to be acquired from Long Bridge Park for
Preferred Alternative 1B and no existing park features or
proposed plans will be disturbed. Preferred Alternative 1B
will require temporary impacts to Long Bridge Park located to
the west of the existing CSXT right-of-way, as indicated in the
Final Section 4(f) Evaluation (Chapter 6 of the Final EIS);
however, these will be temporary construction impacts and
existing or proposed park activities will not be impacted.
DRPT will continue to coordinate with the County regarding
potential impacts to Long Bridge Park during final design and
construction, once funding is available and incremental
improvements are scheduled.



TIER Il FINAL ENVIRONMENTAL

IMPACT STATEMENT

ARLINGTON COUNTY (continued)

(Response to comment 8 on previous page)

9.

FRA and DRPT appreciate the County’s collaborative efforts.
As stated previously, Preferred Alternative 1B will not
permanently impact Long Bridge Park and will therefore not
result in a Section 4(f) use for this resource; see Chapter 6 of
the Final EIS. DRPT will continue to coordinate with the
County regarding the potential temporary impacts associated
with the Preferred Alternative 1B, as required.



RESPONSES TO LOCAL AGENCY COMMENTS

ARLINGTON COUNTY, DEPARTMENT OF PARKS AND
RECREATION

1.

These County comments are primarily in response to FRA’s
request for the County’s concurrence in FRA’s preliminary
Section 4(f) determination as part of the Section 4(f) process,
prior to the publication of the Draft EIS document. Alternative
1B: Add Two Tracks on the West was selected as the Preferred
Alternative in Area 1, to align with the two alternatives that
were recommended in the alternatives report for the Long
Bridge project (separate from the DC2RVA Project). Preferred
Alternative 1B includes the least amount of disturbance on the
east side of the existing CSXT right-of-way of the evaluated
Draft EIS Build Alternatives. Although DRPT’s Section 4(f)
coordination letter dated June 16, 2017 and the Draft EIS state
that Build Alternative 1B would have impacts to Long Bridge
Park, since that time DRPT has had further coordination with
Arlington County on additional plans for park improvements
and elevation changes that have eliminated the need for the
permanent impacts to park lands to the west of the existing
CSXT right-of-way. There would be no permanent acquisition
of Long Bridge Park lands with the Preferred Alternative. The
Preferred Alternative would require temporary construction
impacts to the west of the existing CSXT right-of-way. These
temporary construction impacts do not preclude the Master
Plan development and would not impact other existing or
proposed park activities. DRPT will continue to coordinate with
the County regarding the potential temporary impacts
associated with the Preferred Alternative. In a letter dated
December 18, 2018, Arlington County Department of Parks and
Recreation concurred with the Project impacts to Long Bridge
Park (see Appendix E of the Final EIS).

(Responses are continued on next page)



TIER Il FINAL ENVIRONMENTAL

IMPACT STATEMENT

ARLINGTON COUNTY, DEPARTMENT OF PARKS AND
RECREATION (continued)

2.

Alternative 1B: Add Two Tracks on the West was selected as
the Preferred Alternative in Area 1, to align with the two
alternatives that were recommended in the alternatives report
for the Long Bridge project (separate from the DC2RVA
Project). Preferred Alternative 1B includes the least amount of
disturbance on the east side of the CSXT right-of-way adjacent
to the Roaches Run Waterfowl Sanctuary with all
improvements contained within the railroad right-of-way.
DRPT recognizes that Build Alternative 1A would be in close
proximity to Roaches Run Waterfowl Sanctuary; however,
DRPT has dismissed this alternative and there are no direct
impacts to the sanctuary. Build Alternative 1B will require
temporary impacts to Long Bridge Park located on the west
side of the existing CSXT right-of-way. These temporary
construction impacts will not impact existing or proposed park
activities. Removal of trees and other vegetation in the
temporary construction area will be limited to the extent
feasible. The area will be restored and re-planted with native
vegetation similar to prior conditions after completion of
construction. DRPT will continue to coordinate with the
County regarding the potential temporary impacts associated
with Build Alternative 1B, as required.



RESPONSES TO LOCAL AGENCY COMMENTS

ARLINGTON COUNTY, DEPARTMENT OF PARKS AND
RECREATION (continued)

(Response to comment 2 on previous page)

3.

DRPT anticipates that approximately 20 feet of the Mount
Vernon Trail owned by the National Park Service will be
temporarily impacted during construction; however, the
Mount Vernon Trail will remain connected and functional, to
current levels of service, for all users during and after
construction of the Project. The 20 feet of trail that would be
temporarily impacted is located on the east side of the existing
rail right-of-way on GWMP land opposite Crystal City Water
Park and near Ronald Reagan National Airport. Details
regarding maintaining access will be determined during final
design, after funding becomes available and incremental
improvements are scheduled.



TIER Il FINAL ENVIRONMENTAL IMPACT STATEMENT

CITY OF ALEXANDRIA

(No comments on this page)




RESPONSES TO LOCAL AGENCY COMMENTS

CITY OF ALEXANDRIA (continued)

[Note that the City provided comments on November 7th, 2017 and
revised comments on January 26th, 2018. The letter and comments/
responses provided herein reflect the more recent revised comments, as
provided by the City.]

1.

Future planned developments are taken into consideration
throughout the Project process. Section 5.20 of the Final EIS
discusses the potential indirect and cumulative effects of
planned developments, and has been updated to include the
Potomac Yard Metrorail Station and other major projects
included in the City of Alexandria’s Master Plan.

The existing land uses within 500 feet of the CSXT corridor are
summarized in Table 3.11-4 of the Draft EIS. The top three
existing land uses by acreage are Commercial/Office,
Industrial, and Transportation. The existing residential areas
within the Eisenhower West Small Area Plan are represented
in Table 3.11-4 of the Draft EIS and the plan was consulted
during the Project process.

DRPT has continued to review its available GIS parcel
boundary data and conceptual engineering plans, and has
determined there will be no permanent acquisitions of parcels
(or portions of parcels) in the City of Alexandria. All Project
improvements are designed to occur within existing railroad
right-of-way within the City; where possible, retaining walls
placed at the boundary of the right-of-way will be used to keep
Project grading effects from adjacent lands. Improvements and
impact limits at the Alexandria Station, including
improvements to the City-owned parking lot, are provided for
station planning by the City and do not indicate property
acquisition or impacts by the Project. However, there will be
temporary impacts to several City-owned park lands during
construction as identified in Table 5.14-1 of the Final EIS.

(Responses are continued on next page)



TIER Il FINAL ENVIRONMENTAL

IMPACT STATEMENT

CITY OF ALEXANDRIA (continued)

4.

A new chapter (Chapter 7) has been added to the Final EIS
since the publication of the Draft EIS, to clarify the next steps
of the Project, including funding, final design, and
construction. As described more fully in that chapter, the
DC2RVA Project is not funded beyond the NEPA Tier II EIS
study, with the exception of two segments of new main line
track funded through the Atlantic Gateway project. The
remainder of the DC2RVA Project will be designed/built in
increments as funding becomes available and improvements
are scheduled.

The DC2RVA Project construction and operations will occur
within the CSXT right-of-way/corridor in the vicinity of the
North Potomac Yard Metrorail station. With the exception of
the Atlantic Gateway suite of projects (see response to DRPT-
numbered statement #4), construction scheduling will be
performed as part of the final design once funding becomes
available and incremental improvements are scheduled. The
DC2RVA Project will add a fourth track on the easternmost
side of the CSX right-of-way/corridor (i.e., west of all existing
tracks and the proposed North Potomac Yard Metrorail
station). DRPT does not anticipate that construction of or
operations on the new fourth track will impact the North
Potomac Yard Metro Station construction or operations. This
includes the information provided in the FTA Potomac Yard
Metrorail ~ Station EIS and ROD  from 2016
(https:/ /www.alexandriava.gov/potomacyard /default.aspx
?2id=101657), which define the station preferred alternative to
be located east of the CSXT right-of-way. The initial plans for
Potomac Yard Metro Station called for two entrances, north
and south, with each entrance linked to a separate pedestrian
bridge over the rail corridor. Due to cost concerns, the south
entrance and pedestrian bridge was dropped from station
plans in the September 2018 construction plans. Since then,
with the announcement in November 2018 of Amazon’s new
headquarters facility to be located in Arlington, the City of
Alexandria has announced the south entrance and pedestrian
bridge will again be part of the Potomac Yard Metro Station.
There will be two pedestrian bridges crossing the CSXT
corridor to a roadway and station access location west of the
CSXT right-of-way.

(Responses are continued on next page)



RESPONSES TO LOCAL AGENCY COMMENTS

CITY OF ALEXANDRIA (continued)

6.

There are no new overpasses proposed by the DC2RVA Project
within the City of Alexandria. The existing King Street and
Commonwealth Avenue underpass bridges are of sufficient
width to construct the proposed fourth track on the existing
structures. Final design, after funding is secured and
incremental improvements are scheduled, will include
detailed survey of existing railroad bridge structures,
including those spanning King Street and Commonwealth
Avenue. Should additional improvements be identified at that
time, DRPT will coordinate with the City of Alexandria for the
preparation of a traffic management plan.

Temporary minor impacts to private vehicle traffic during
construction may result from material deliveries to or removal
of materials from the construction areas or from structural
rehabilitation of underpasses or overpasses; there are no new
grade-separations proposed in the City as part of the Project.
Detailed traffic control plans to minimize construction impacts
will be developed as part of the final design, once funding
becomes available and incremental improvements are
scheduled; refer to DRPT-numbered statement #4 for
construction / funding details.

The DC2RVA Project does not plan to construct or make use
of any rail spurs within the City of Alexandria. Track designs,
including the use of temporary or permanent rail spurs within
the City of Alexandria, will be developed as part of the final
design, after funding becomes available and incremental
improvements are scheduled.

(Responses are continued on next page)
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IMPACT STATEMENT

CITY OF ALEXANDRIA (continued)

9. and 10. In the vicinity of Alexandria Union Station, the DC2RVA
Project proposes to add a fourth track within the existing CSXT
right-of-way where a track previously existed. DRPT has
coordinated closely with VRE throughout the development of
the Draft EIS. The design and timing of the potential
pedestrian tunnel project are independent of and separate
from the DC2RVA Project, and temporary construction
impacts will vary based on which project (DC2RVA or the
referenced VRE pedestrian tunnel) is constructed first.
Currently, DRPT anticipates that the proposed VRE pedestrian
tunnel will be in place before DRPT adds the fourth track as
part of the Atlantic Gateway project. Under this scenario,
DRPT does not anticipate any impacts to the VRE pedestrian
tunnel. However, DRPT recognizes that continued
coordination with VRE and the City or Alexandria is critical to
minimize the potential for the construction of the fourth track
to impact the VRE improvements. Therefore, DRPT remains
committed to working with VRE, and the City, during final
design and construction of the Project (refer to DRPT-
numbered statement #4 for details on Project funding /
scheduling).



RESPONSES TO LOCAL AGENCY COMMENTS

CITY OF ALEXANDRIA (continued)

(Response to comment 10 on previous page)

11.

12.

DRPT used the state-approved Weldon Cooper Center population
projection data for the Draft EIS population evaluations, as
available at that time of analysis, which were later updated in June
2017. DRPT has reviewed the updated 2017 Weldon Cooper Center
projections, which show greater growth in the City of Alexandria
between 2015 and 2045 as compared to the values available at the
time of the Draft EIS. While the updated data is consistent with the
City’s assertion, it does not affect any conclusions drawn in the
Draft EIS regarding population increases for the overall study area.

DRPT evaluated noise and vibration effects from the proposed
intercity passenger train using land use data that was publicly
available and reasonably obtainable at the time the analyses were
performed. This included digital aerial photographs showing the
rail corridor and surrounding land uses near the planned North
Potomac Yard. The noise and vibration contour figures in Appendix
P of the Draft EIS show where Project-related noise and vibration
impacts (as defined by FRA) are projected to occur including the area
near the North Potomac Yard. Category Severe 1 Noise Impacts, as
defined by FRA, may be experienced within 120 to 140 feet of the
new main track along the corridor, depending on site specific
conditions and land use; refer to the noise and vibration contours in
Appendix P of the Draft EIS for additional information. There are
no changes to the vibration impact contours or noise impact
contours since the publication of the Draft EIS, with the
exception of two areas for noise only; these two areas are
detailed in Final EIS Section 5.7 and updated maps are
provided in Appendix M of the Final EIS. Additionally, Section
5.20 of the Final EIS discusses the potential indirect and cumulative
effects of planned developments, including the Potomac Yard
Metrorail Station and other major projects included in the City of
Alexandria’s Master Plan.

DRPT considered local Project-related air quality effects in the Draft
EIS. Any increases in pollutant emissions related to trains operating
along the DC2RVA corridor at this and other locations are expected
to be minor. Additionally, construction activities can result in short-
term increases in fugitive dust and equipment-related particulate
emissions.

(Responses are continued on next page)
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IMPACT STATEMENT

CITY OF ALEXANDRIA (continued)

13.

14.

The potential air quality effects from construction activity will be
short-term, occurring only while construction work is in progress
and local conditions are appropriate, and appropriate Best
Management Practices will be identified during construction to
minimize air quality effects.

DRPT evaluated noise and vibration effects from the proposed
intercity passenger trains using land use data that was
publicly available and reasonably obtainable at the time the
analyses were performed. This included digital aerial
photographs and land use data for City of Alexandria. The
noise and vibration contour figures in Appendix P of the Draft
EIS show where Project-related noise and vibration impacts
(as defined by FRA) are projected to occur, including in the
City of Alexandria. Category Severe 1 Noise Impacts, as
defined by FRA, may be experienced within 120 to 140 feet of
the new main track along the corridor, depending on site
specific conditions and land use; refer to the noise and
vibration contours in Appendix P of the Draft EIS for
additional information. There are no changes to the noise
impact contours since the publication of the Draft EIS, with the
exception of two areas; these two areas are detailed in Final
EIS Section 5.7 and updated maps are provided in Appendix
M of the Final EIS.

FRA noise impact assessment guidelines include the
methodology for determining if the proposed intercity
passenger trains are projected to cause moderate or severe
noise impacts (as defined by FRA). During the final design
phase of the Project, which will occur after funding becomes
available and incremental improvements are scheduled, the
noise assessment will be revised to determine where severe
noise impacts are projected to occur. Noise mitigation
measures will be evaluated and selected at that time, as
required. While sound barrier walls are a common mitigation
measure for major highway projects, they are not typical for
intercity passenger rail projects and are not required by FRA
or FTA. Further, CSXT policy generally does not allow sound
barrier walls within their right-of-way. Therefore, use of
sound barrier walls as future mitigation for DC2RVA train
noise would require additional property impacts.

(Responses are continued on next page)



RESPONSES TO LOCAL AGENCY COMMENTS

CITY OF ALEXANDRIA (continued)

15.

16.

It is important to note that freight train noise, which accounts
for more noise than passenger trains, will increase
independently of the DC2RVA Project.

The Alexandria Union Station is an active, functioning train
station that was designed and constructed to withstand
exposure to train-induced ground-borne vibration on a daily
basis. Therefore, it is not considered vibration-sensitive. While
the building may have historic characteristics and designation,
train-induced ground-borne vibration is a common
phenomenon at the station by virtue of its nature as an active
train station. It is important to note that train frequency of VRE
commuter trains and CSXT freight trains (which account for
more noise and vibration than passenger trains) through
Alexandria Union Station will increase independently of the
DC2RVA Project.

Appendix P of the Draft EIS includes noise and vibration
contour figures that identify where noise and vibration
impacts (as defined by FRA) are projected to occur as a result
of the proposed intercity passenger trains. There are no
changes to the vibration impact contours or noise impact
contours since the publication of the Draft EIS, with the
exception of two areas for noise only; these two areas are
detailed in Final EIS Section 5.7 and updated maps are
provided in Appendix M of the Final EIS.

Mitigation measures will be evaluated in more detail during
the final design phase of the Project, which will occur after
funding becomes available and incremental improvements are
scheduled. FRA noise and vibration impact assessment
guidelines include guidelines for evaluating and
implementing mitigation measures. Final mitigation decisions
will be determined by FRA, with recommendations for
permitting, as required, from Federal, state, and local agencies.

(Responses are continued on next page)
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IMPACT STATEMENT

CITY OF ALEXANDRIA (continued)

17.

18.

19.

Refer to the noise and vibration contour figures in Appendix P
of the Draft EIS for the locations where noise and vibration
impacts are projected to occur as a result of the build
alternative for the proposed intercity passenger trains. There
are no changes to the vibration impact contours or noise
impact contours since the publication of the Draft EIS, with the
exception of two areas for noise only; these two areas are
detailed in Final EIS Section 5.7 and updated maps are
provided in Appendix M of the Final EIS.

Existing operations for Amtrak, VRE, and freight will be
maintained during construction to the extent practicable.
DRPT anticipates that track outages would be limited, to the
maximum extent possible, to periods when CSXT, Amtrak and
VRE have a reduced number of trains operating. Coordination
prior and during construction with CSXT, Amtrak and VRE
will identify day, time of day, and length of time that a track
outage may occur.

There are no proposed changes to the existing King Street or
Commonwealth Avenue rail bridges. Structural assessments
and construction impacts will be identified as part of the final
design after funding becomes available and incremental
improvements are scheduled; refer to DRPT-numbered
statement #4 for construction / funding details. Final design,
after funding is secured and incremental improvements are
scheduled, will include detailed survey of existing railroad
bridge structures, including those spanning King Street and
Commonwealth Avenue. Should additional improvements be
identified at that time, DRPT will coordinate with the City of
Alexandria for the preparation of a traffic management plan
during final design.



RESPONSES TO LOCAL AGENCY COMMENTS

CITY OF ALEXANDRIA (continued)

20.

21.

The referenced text is in a section of the Draft EIS that is a
summary of Table 4.15-3, the first column of which lists the station
alternatives in Richmond; these alternatives drive the differences
in ridership projections for Build conditions throughout the
DC2RVA corridor. The referenced text “for each alternative...” is
intended to indicate daily vehicle trips at each of the Richmond
station alternatives (not each Build Alternative throughout the
corridor), and is not intended to be a reflection of ridership at the
Alexandria station; this text is clarified in Section 5.15.1.3 of the
Final EIS, as well as in the errata table for the Draft EIS, which is
Appendix A of the Final EIS. Asshown in Table 4.15-1 of the Draft
EIS, the annual ridership at Alexandria Station is anticipated to
increase 11% in 2025, as compared to the No Build. Daily vehicle
trips are a separate estimate from annual ridership and are not a
one-to-one correlation (refer to DRPT-numbered statement #22
for mode-split assumptions at Alexandria Station).

Table 4.15-1 of the Draft EIS provides information on the total
annual boardings and alightings at Alexandria Station for each
of the alternatives. This comment cites the highest increase in
boardings/alightings, resulting with the implementation of
Alternative 6A in  Richmond; the increase in
boardings/alightings at Alexandria Station from the 2025 No-
Build to 2025 Alternative 6A is anticipated to be 25,106
annually (a 12 percent annual increase). While this averages to
be an increase of just under 69 boardings/alightings per day
across 365 days per year, it is important to note that the
ridership is not consistent across all days. However,
Alternative 6F: Full Service (Staples Mill Road Station and
Main Street Station) was selected as the Preferred Alternative
for the Richmond Area (refer to Final EIS Section 4.3.6 for
details); from this same table, the increase in
boardings/alightings at Alexandria Station from the 2025 No-
Build to 2025 Alternative 6F is anticipated to be 22,400
annually (an 11 percent annual increase).

(Responses are continued on next page)
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CITY OF ALEXANDRIA (continued)

22.

23.

24.

25.

Reported ridership at the Alexandria Station includes
customers boarding all trains serving that station; not just
those traveling in the DC2RVA corridor. This reporting is
consistent with Amtrak’s publicly-available ridership statistics
and avoids disclosure of proprietary station-to-station
information. These total numbers include travelers to
destinations not affected by the Project including Florida,
Charlottesville, Atlanta, New Orleans, and Chicago. Since
service to these other destinations are largely unaffected by the
Project and are a significant share of the existing ridership, the
change in total ridership is less sensitive than corridor-specific
ridership. The Project forecasts were reviewed by Amtrak and
model parameters were adjusted to match Amtrak’s own
experience with the effect of service improvements on changes
in ridership.

Mode split assumptions are included in Table 4-6 of the
Transportation Technical Report (Appendix S) of the Draft EIS.
Stations in the DC2RVA corridor were categorized as either
suburban or urban based on the adjacent land uses; Alexandria
Station was categorized as an urban station. Mode split
assumptions for arriving and departing passengers at urban
stations are as follows (Mode / Mode Split, as a percentage of
total person-trips): Drive and Park (22%); Kiss and Ride (20%);
Taxi / Car Service (29%); Public Transit (12%); Walk (15%);
and Bicycles / Other (2%).

The DC2RVA Project proposes no improvements to the three
existing tracks at this location and has no impacts to the bridge
or the area immediately surrounding the bridge.

Construction and operation of a fourth track over the
Telegraph Road Tunnel is not expected to have any potential
impacts to the tunnel.

Based on updated Potomac Yard Park boundaries that DRPT
received from the City of Alexandria, the Preferred Alternative
2A will have temporary impacts to the Potomac Yard Park, as
reported in Section 5.14 of the Final EIS. These temporary
impacts have been minimized to the extent possible at the
conceptual level of design.

(Responses are continued on next page)



RESPONSES TO LOCAL AGENCY COMMENTS

CITY OF ALEXANDRIA (continued)

26.

27.

The temporary right-of-way easement needed during
construction is along the edge of the tennis courts and is
associated with access, erosion control, and material
placement. The referenced tennis courts are privately owned
and not a public park. As such, the temporary use and
restoration of the area and tennis courts will be coordinated
with the private landowner.

Impacts of the Preferred Alternative on parks is presented in
Table 5.14-1 of the Final EIS. DRPT does not anticipate a
permanent impact to Dog Run Park at Carlyle. Trees and other
vegetation will need to be removed within the existing railroad
right-of-way adjacent to the Park. A temporary construction
easement will be necessary where the Park abuts the railroad
right-of-way; however, the adjacent dog run area and tennis
courts will not be impacted (see Chapter 6 of the Final EIS for
details). Within the temporary construction easement, removal
of trees will be avoided to the maximum extent feasible, and
the area restored at the end of use.

28. through 40. DRPT received updated GIS information from the

City of Alexandria. Draft EIS Table 3.14-3 and Figure 3.14-1, as
referenced by the City, have been updated accordingly; refer
to the errata table for the Draft EIS, which is Appendix A of the
Final EIS. DRPT does note that the referenced Four Mile Run
/ Landbay E was not added to the Final EIS as it is outside the
study area (500 feet on either side of the rail corridor).
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CITY OF ALEXANDRIA (continued)

(Response to comments 30 to 40 on previous page)

41.

In the Draft EIS, Traffic Circle Park was shown to be located at
the southwest corner of East Rosemont Avenue and Mount
Vernon Avenue. However, based on updated GIS information
and input from the City of Alexandria, Traffic Circle Park is
not considered a public park and Project references to it are
removed; refer to the errata table for the Draft EIS, which is
Appendix A of the Final EIS.

42. and 43. Draft EIS Table 3.14-3 has been updated as requested

44.

45.

by the City; refer to the errata table for the Draft EIS, which is
Appendix A of the Final EIS.

Draft EIS Table 3.14-6 has been updated to include Eugene
Simpson Stadium Park and Joseph Hensley Park as Section 6(f)
Resources since they received Land and Water Conservation
funds; refer to the errata table for the Draft EIS, which is
Appendix A of the Final EIS.

The left column in Table 3.14-7 of the Draft EIS indicates where
the park is located, not ownership; however, it has been
clarified to indicate that Daingerfield Island Park is owned by
the National Park Service. Refer to the errata table for the Draft
EIS, which is Appendix A of the Final EIS.

46. to 52. Draft EIS Table 3.14-7 has been updated as requested by

53.

the City; refer to the errata table for the Draft EIS, which is
Appendix A of the Final EIS. DRPT does note that the
referenced Four Mile Run / Landbay E was not added to the
Final EIS as it is outside the study area (500 feet on either side
of the rail corridor).

Section 5.14.1 and 5.20.2.2 of the Final EIS have been updated
to reflect that: the Project will not require any permanent right-
of-way from Dog Run Park at Carlyle; impacts have been
reduced to Long Bridge Park; and additional temporary
impacts have been identified to Potomac Yard Park, Potomac
Yard Landbay N, and Rail Park.
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CITY OF ALEXANDRIA (continued)

54. and 55. In the referenced section of the Draft EIS, Dog Run Park

56.

57.

58.

is included as one of the “six parks” that will be directly used
by the Project. However, based on updated data and refined
designs/mitigation measures, permanent impacts to the Dog
Run Park at Carlyle are avoided as part of the Preferred
Alternative, as reported in Section 5.14 of the Final EIS.

The Project occurs entirely within existing railroad right-of-
way through the City of Alexandria, and there will be no
permanent acquisition of other right-of-way. It is important to
note that the improvements and impact limits at the
Alexandria Station, including improvements to the City-
owned parking lot, are provided for station planning by the
City and do not indicate property acquisition or impacts by the
Project. Retaining walls at the boundary of existing railroad
right-of-way is one design measure being employed to
minimize impacts to property. Construction of the retaining
walls may require temporary construction easements on
adjacent properties, including park lands. Lands temporarily
used for construction easements will be restored upon
completion of construction. Details of the construction
easements and restoration plans will be developed in
coordination with the landowners during final design.

DRPT will continue to coordinate with the City of Alexandria
through final design of the Project, including on Section 4(f)
resources.

Based on the updated GIS information obtained (see response
to DRPT-numbered statement #28), there are additional
temporary construction impacts to parks, including to
Potomac Yard Park, Potomac Yard Landbay N, and Rail Park,
as reported in Section 5.14 of the Final EIS. These temporary
impacts have been minimized to the extent possible at the
conceptual level of design.

Refer to DRPT-numbered statement #66 for details on how
walls are shown in the Draft EIS mapbooks. Retaining walls
are generally used in areas to minimize impacts to adjacent
developed areas and, in general, are not out of character with
the visual environment in these areas.

(Responses are continued on next page)
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CITY OF ALEXANDRIA (continued)

59. The City’s comment concerning the visual aesthetics of
retaining walls is noted. The height and surface appearance of
the retaining walls will be determined during final design, as
required at that time.

60. to 62. DRPT developed the conceptual station layout at
Alexandria Union Station, including parking area(s) and the
number and configuration of parking spaces, based on ridership
forecasts projected to the planning horizon year 2045. A surface
parking area configuration utilizing the existing unimproved
parking area owned by the City of Alexandria was shown to
indicate the maximum area of potential impact, and was
intended as a concept to show how parking needs could be
addressed. Project improvements and impact limits at the
Alexandria Union Station, including improvements to the City-
owned parking lot, are provided for station planning by the City
and do not indicate property acquisition or impacts by the
Project. DRPT will work with the City to identify the need and
location of parking and to minimize its impacts on existing uses
as the layout of the station site progresses from conceptual
layout to final design, which will occur after funding becomes
available and incremental improvements are scheduled (refer to
DRPT-numbered statement #4 for construction / funding
details). The DC2RVA Project does not preclude the future
development of the station and parking layout by the City,
separate from the DC2RVA Project.

[Note that the numbering in the City-provided comments skipped from
#62 to #65.]

65. The DC2RVA Project is not funded beyond the NEPA Tier 1I
EIS study, with the exception of one segment of new main
track funded through the Atlantic Gateway suite of projects
(refer to DRPT-numbered statement #4). The Draft EIS
contains conceptual station and parking layouts; however, any
actual parking/station improvements will be the
responsibility of Amtrak and/or the locality, and could be
constructed with a mix of federal, state, local, or other funds.
Refer to DRPT-numbered statements #3, #54 and #55, and #60
through #62 for further detail.

(Responses are continued on next page)
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CITY OF ALEXANDRIA (continued)

66. The walls shown in blue in the referenced Draft EIS mapbooks
(and in the updated Preferred Alternative mapbook that is
Appendix L of the Final EIS) are retaining walls. Retaining
walls are used to limit the extent of impacts where slopes from
the additional track or realigned tracks will extend outside of
the existing railroad right-of-way. The height of the retaining
walls varies depending on the elevation difference between
the track and the adjacent ground. “Walls - proposed by
others” refers to wall locations provided by DRPT, VRE, or
other stakeholders that are within the corridor and will impact
or be impacted by the DC2RVA Project. Noise mitigation is a
feature that may be added to retaining wall designs during
final design, but it is not a conceptual function of the proposed
retaining walls.

Refer to DRPT numbered response #14 for a discussion of the
noise and vibration analysis process.
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CITY OF ALEXANDRIA (continued)

67.

68.

69.

The permanent and temporary limits of disturbance (LOD)
presented in the Draft EIS include areas identified during
conceptual engineering for construction activities and staging
areas to the extent that such areas could be determined at the
conceptual level of design. Temporary LOD should be
“outside” of the permanent LOD, but may not necessarily
align with them where additional area is needed for access or
construction staging. Permanent or temporary limits of
disturbance may be obscured in the report figures by the right-
of-way lines where the right-of-way lines are equivalent to the
limits of disturbance. See Appendix L of the Final EIS, which
provides detailed mapbooks that show the permanent and
temporary LOD for the Preferred Alternative for the Project
corridor.

Temporary limits of disturbance along the Potomac Avenue
crossing of Four Mile Run indicate a potential construction
staging area (see Appendix L of the Final EIS for detailed
mapbooks that show the permanent and temporary LOD for
the Preferred Alternative for the 123-mile Project corridor).
The area may be used to stage construction materials and
equipment during construction in this area. The intent of the
conceptual engineering plans is that the area will be returned
to existing conditions, to the extent possible, upon completion
of the construction.

DRPT anticipates that the connection to the rail spur, known
as the PEPCO Lead, north of the Richmond Highway overpass
and east of the CSXT main lines will be maintained during
construction. A temporary track outage will be scheduled for
the PEPCO Lead at a time convenient to CSXT and its
customer(s). During this time the PEPCO Lead track will be
connected to the fourth track and construction of the fourth
track across the existing lead track will be completed.

(Responses are continued on next page)
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CITY OF ALEXANDRIA (continued)

70.

71.

72.

73.

There is the potential for temporary impacts to the operation
of Cameron Street, which may include prescheduled and
publicly announced temporary lane closures. The temporary
lane closures may result from construction means and
methods that will be assessed during final design. DRPT will
work with the City through final design, after funding
becomes available and incremental improvements are
scheduled, to minimize any temporary impact to Cameron
Street.

Parcel ownership is based on GIS data provided to DRPT by
the municipalities. Surveys used to verify and clarify property
ownership will be performed as part of the final design, as
needed; refer to DRPT-numbered statement #4 for
construction / funding details.

DRPT does not anticipate that the sound and retaining walls
will have an adverse effect on noise levels; inclusion of any
sound wall or retaining walls will reduce noise levels in areas
behind the wall. DRPT did not include sound walls or
retaining walls in the noise analysis; therefore, the results
conservatively overestimate the potential noise effects
associated with the proposed intercity passenger trains. DRPT
will continue to evaluate the potential effects of the retaining
walls on noise and coordinate with the City during final
design, after funding becomes available and incremental
improvements are scheduled.

The City’s comment about retaining walls minimizing visual
impacts is noted. Retaining wall design for the Project is at the
conceptual engineering level of design. Minimizing the visual
impacts of retaining walls will be performed as part of the final
design after funding becomes available and incremental
improvements are scheduled; refer to DRPT-numbered
statement #4 for construction / funding details.

(Responses are continued on next page)
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74. A qualitative assessment of potential impacts to air quality

75.

from construction has been updated in Final EIS Section
5.19.2.3 since the Draft EIS. DRPT will follow the Virginia
Department of Transportation Road and Bridge Specifications
during design and construction. Dust suppression or
containment systems will be implemented, as appropriate, to
minimize migration of airborne contaminants. Contaminated
soils identified during construction will be removed and
disposed, in accordance with applicable federal and state
protocols.

With the application of appropriate measures during
construction, this Project will not cause any significant, short-
term particulate matter air quality impacts.

The DC2RVA Project is subject to federal air quality general
conformity regulations (40 CFR Part 93, Subpart B). Annual
Project-generated pollutant emissions related to operations
were calculated for the one marginal nonattainment area in the
study area (i.e, the Washington, D.C.-Maryland-Virginia
ozone marginal nonattainment area). The Project-generated
predicted annual pollutant emissions related to operations for
nitrogen oxides (NOx) and volatile organic compounds
(VOCs) —precursors to ozone—are below general conformity
de minimis threshold values within the Washington, D.C.-
Maryland-Virginia ozone marginal nonattainment area.
Pursuant to the General Conformity Rule, EPA considers
Project-generated emissions below these de minimis values to
be minimal. Such projects do not require formal conformity
determinations. Similarly, given the amount of construction
proposed within the Washington, D.C.-Maryland-Virginia
ozone marginal nonattainment area, DRPT does not anticipate
that construction-related NOx and VOC emissions will exceed
the general conformity de minimis thresholds either.
Additionally, since the DC2RVA study area is located within
areas that are in attainment for the other criteria pollutants
(i.e., sulfur dioxide, carbon monoxide, particulate matter, and
lead), emissions were not calculated for these pollutants.

(Responses are continued on next page)
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CITY OF ALEXANDRIA (continued)

76.

77.

As discussed in Section 3.5 of the Draft EIS, DRPT conducted
an environmental records review to identify hazardous
material (hazmat) database records along the Project corridor
from Environmental Risk Information Service (ERIS), a
commercial database search and environmental risk
information provider. Investigation of hazardous material
sites/facilities that could potentially be affected by the Project
will be completed in a Phase I Environmental Site Assessment
that will occur prior to any property acquisition. Construction
plans, to be developed during final design, will contain
provisions for responding to potential site contamination
issues that may be identified during construction.

If contaminated soils or materials are encountered during
construction, they will be disposed of in accordance with
applicable state and federal regulations, as stated in Section
5.5.2 of the Final EIS.
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CITY OF ALEXANDRIA (continued)

78.

79.

80.

Comment noted. The intent of the Executive Summary is to
provide a high-level summary of relevant information and the
document refers the reader on where to find detailed
information in the Draft EIS.

DRPT will address all applicable Virginia Stormwater
Management Program (VSMP) requirements for water quality
and water quantity controls during design and construction of
the Project.

Comment noted. The City’s statements are reflected in Draft
EIS Section 4.1.1.3 and Section 4.19.

81. and 82. This comment appears to be referring to a roughly

triangular wooded area bounded by two rail lines (see pages D-
19 and D-20 in Draft EIS Appendix D, Build Alternatives Area 2
Northern Virginia). According to Simmons (2012),* this area is
referred to by Alexandria natural resources staff as “Old
Cameron Run channel floodplain forest,” which comprises an
alluvial bottomland forest community with highly diverse flora
and a number of species that are unknown elsewhere in
Alexandria, such as squarrose sedge (Carex squarrosa) and
Large-seeded forget-me-not (Myosotis macrosperma). Land
uses surrounding the site are largely commercial (north of the
northern rail line) and recreational and residential (Cameron
Run Regional Park and Townes at Cameron Parke) south of the
southern rail line. Habitat in the area is highly fragmented and
bordered by existing rail lines and dense development. Given
the surrounding development, this area represents a wildlife
island rather than a wildlife corridor, as suggested by the
comment. Further, Project activities will occur within existing
railroad right-of-way.

*Simmons, Rod. Remnant Natural Areas in Parks, Waterways,
and Undeveloped Sites in the City of Alexandria, Virginia:
Eisenhower Valley, Natural Resources Technical Report 12-1.
Horticulture and Natural Resources Section, Department of
Recreation, Parks & Cultural Activities, City of Alexandria,
Virginia. February 2012.
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(Response to comment 82 on previous page)

83.
84.

84a.

85.

86.

Invasive species are addressed in Final EIS Section 5.10.1.2.

As indicated in Final EIS Section 5.9.2, mitigation of potential
visual impacts associated with landscape impacts to be
considered during the final design process will include
minimizing tree and shrub removal and incorporating
landscaping to screen undesirable features. Final design will
occur after funding becomes available and incremental
improvements are scheduled.

The Project will comply with applicable provisions of the
Chesapeake Bay Preservation Act as indicated in Final EIS
Section 5.1.1.1. The City of Alexandria’s Environmental
Management Ordinance explicitly exempts railroads (Section
13-123(A)(1)) from RPA requirements. Notwithstanding,
during final design and construction, impacts to tidal and
isolated wetlands will be minimized to the extent practicable;
unavoidable impacts will be subject to state and federal
permits; and appropriate mitigation will be provided, as
applicable.

EMF (electromagnetic force) generation was not identified as
a potential issue during the public and agency scoping
process. Because DRPT is not proposing electrification of the
line, and is proposing to use the same basic type of diesel
locomotives currently in use on the corridor, DRPT does not
anticipate that any possible increase in EMF emissions to be a
significant impact. Additionally, emission standards for EMF
are not regulated by the federal government or by the
Commonwealth of Virginia.

The Low-Medium designation for Build Alternative 2A in
Table 4.23-1 of the Draft EIS is the Visual Impact Rating and
not related to Energy. Energy consumption, as presented in
Section 4.8-1 of the Draft EIS, was calculated for the entire
DC2RVA corridor. DRPT projects that total energy
consumption from intercity passenger travel will be lower
under the Build Alternatives than the No Build Alternative.
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87.

88.

89.

90.

91.

Chapter 3 of the Draft EIS states that “the highest proportion
of land use within 500 feet of the DC2RVA rail line is
agricultural”. This is for the entire corridor, not just the City of
Alexandria. Table 3.11-4 of the Draft EIS lists no Agricultural
land use for the City of Alexandria. The Agricultural land use
within Table 4.11-3 of the Draft EIS, and Table 5.11-3 of the
Final EIS, is for each Alternative Area. Area 2 includes not only
the City of Alexandria, but also Fairfax County, Prince William
County, and Stafford County.

DRPT coordinated with Dominion Virginia Power during the
planning phase of their 230-kilovolt transmission line between
Alexandria and Arlington County, where the CSXT rail
corridor was one of several alternative routes being
considered. CSXT negotiates agreements for existing utility
infrastructure crossing or within their right-of-way. DRPT will
coordinate with CSXT regarding the relocation of existing and
planned utility infrastructure during the next phase of design
to identify potential conflicts with utilities crossing or on CSXT
right-of-way and to coordinate the location of planned utilities
to reduce or eliminate potential future conflicts. DRPT will
coordinate with utility owners, including Dominion Virginia
Power, during the next phase of design to identify potential
conflicts with utilities outside of CSXT right-of-way and to
coordinate the location of planned utilities outside of CSXT
right-of-way to reduce or eliminate potential future conflicts.

Final EIS Section 5.1.3 addresses water quality issues and
Section 5.1.6.3 identifies avoidance, minimization, and
mitigation measures that will be implemented.

The additional track across Four Mile Run will be built on the
existing railroad bridge. Therefore, no construction in the
streambed will be necessary. Final EIS Section 5.1.3 addresses
water quality issues and Section 5.1.6.3 identifies avoidance,
minimization, and mitigation measures that will be
implemented.

Draft EIS Section 4.1.2 and Final EIS Section 5.1.2 addresses
potential impacts to wetlands.

(Responses are continued on next page)
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92. Draft EIS Section 4.1.1 and Final EIS Section 5.1.1.2 addresses
potential impacts to floodplains.

93. See response to DRPT-numbered statement #84a.
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CITY OF ALEXANDRIA (continued)

94. Comment noted. See response to DRPT-numbered statement
#77.




RESPONSES TO LOCAL AGENCY COMMENTS

FAIRFAX COUNTY

1. The Draft EIS reported that Build Alternative 2A may result in
approximately 0.55 acres of temporary impacts to Pohick
Seeps Conservation Area. However, DRPT determined that
Build Alternative 2A as shown in the Draft EIS would not
result in any permanent or temporary impacts to this resource
and corrected the impact to zero acres, as shown in the errata
table, which is Appendix A of the Final EIS. As reported in
Section 5.10.1.1 of the Final EIS, there are no impacts to Pohick
Seeps Conservation Area.
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FAIRFAX COUNTY (continued)

2.

The Preferred Alternative in Area 2A does not have any
impacts to Accotink Stream Valley, Backlick Stream Valley,
Mason Neck West, Old Colchester Park and Preserve, Pohick
Stream Valley Park or Franconia Forest Park. No temporary or
permanent right-of-way need to be acquired from any of these
park facilities as part of this Project. All permanent and
temporary impacts to park facilities for the Preferred
Alternative are included in Table 5.14-1 of the Final EIS. These
facilities are within the study area and are discussed in the
errata table which is Appendix A of the Final EIS; however,
these parks are not included in Table 5.14-1 since there are no
permanent or temporary impacts. Appendix L includes
corridor mapping which depicts the permanent and
temporary Limits of Disturbance (LOD) adjacent to these park
facilities.

No right-of-way is needed from Mason Neck West or Old
Colchester Park and Preserve; therefore, no land or
recreational facilities will be lost as part of the Project. DRPT
will continue to coordinate with the Fairfax County Park
Authority through the final design phase of the Project on any
appropriate mitigation efforts, which will occur after funding
becomes available and incremental improvements are
scheduled.

No temporary or permanent right-of-way will be required
from Old Colchester Park and Preserve as part of the Preferred
Alternative in Area 2.

If, during final design, DRPT determines that a temporary
easement onto Fairfax County Park Authority property is
required to construct the Project, DRPT would coordinate use
of the property with the Park Authority at that time.

(Responses are continued on next page)
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FAIRFAX COUNTY (continued)

6. and 7. There are no permanent or temporary impacts to Old
Colchester Park as a park. Regarding it as a cultural resource,
the FRA and DRPT have conducted all studies in compliance
with the National Historic Preservation Act of 1966, including
Project initiation, determination of an area of potential effects
(APE), archaeological studies with predictive model, and
architectural and archaeological identification- and
evaluation-level surveys of the APE. All studies have been
coordinated with the Virginia Department of Historic
Resources (DHR) and details on these studies and the ensuing
coordination can be found in Draft EIS Appendices R and U
and Final EIS Appendix D and E. While a portion of Old
Colchester Park is a recorded archaeological site, the
boundaries for this resource do not extend into the Project
limits of disturbance. Archaeological studies were completed
in the limits of disturbance as part of the DC2RVA Project to
confirm that the site does not extend into the Project area, and
no archaeological remains were encountered thus confirming
the extant site boundaries.

8. Comment noted. Temporary impacts will be minimized
during final design of the Project, after funding becomes
available and incremental improvements are scheduled. Any
land disturbed by the Project will be restored and
rehabilitated.



TIER Il FINAL ENVIRONMENTAL IMPACT STATEMENT

FAIRFAX COUNTY (continued)
(Response to comment 8 on previous page)

9. Comment noted. DRPT will continue to coordinate with the
Fairfax County Park Authority during the final design phase
of the Project, after funding becomes available and
incremental improvements are scheduled.
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PRINCE WILLIAM COUNTY

1.

The DC2RVA Project does not include extending the ACELA
passenger train service from the Northeast Corridor. The
ACELA train sets are electric and operate using an overhead
electric catenary system. Based on the decision reached in the
2002 Tier 1 EIS and ROD, and as document in the Project Basis
of Design, DRPT is proposing to use conventional diesel-
powered train sets. However, one of the guiding principles of
the DC2RVA Basis of Design was to not preclude future
electrification of the corridor, which would be subject to
separate environmental documentation at that time. The
actual service levels and schedules proposed for Woodbridge
(and other stations) is being refined in the Corridor Service
Development Plan, which is being prepared by DRPT as part
of the DC2RVA Project (refer to Section 7.3 of the Final EIS for
details).
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2.

The Draft EIS includes a queuing analysis at all at-grade
crossings (see Section 4.15.2 of the Draft EIS, and an updated
analysis for the Preferred Alternative in Final EIS Section
5.15.2), based on the conceptual engineering for the Project.
The analyses indicated that the existing four quadrant gates at
Featherstone Road provide appropriate crossing protection for
current and future train volumes and number of tracks.
Additional review of traffic data to update traffic conditions
will be performed for all at-grade crossings as part of final
design, after funding becomes available and a construction
schedule can be established. Although the traffic analysis
performed as part of the DC2RV A Project did not identify the
construction of a grade separated roadway crossing of the
CSXT rail corridor at Featherstone Road, this does not
preclude the county or other entity from constructing a grade
separation at this location as part of a separate effort.

The referenced text was replaced, as requested by the County;
refer to the errata table for the Draft EIS, which is Appendix A
of the Final EIS.

The Preferred Alternative will serve both the Amtrak and VRE
stations at the Woodbridge Station. While outside the Purpose
and Need of the Project, the conceptual designs do not
preclude connectivity to and within the North Woodbridge
area or to a future Rapid Bus Transit turn around outside of
the railroad right-of-way.

DRPT welcomes input on the design and aesthetic features of
the additional Occoquan River rail bridge, and will continue
to coordinate with Prince William County during final design,
after funding becomes available and a construction schedule
can be established.

DRPT acknowledges that Prince William County recognizes
the importance of rail and multimodal transportation. The
County was added to the list in Chapter 4 of the Draft EIS, as
requested by the County; refer to the errata table for the Draft
EIS, which is included as Appendix A of the Final EIS.

(Responses are continued on next page)
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PRINCE WILLIAM COUNTY (continued)

7.

DRPT proposes to install continuously welded rail on main
tracks throughout the corridor as part of the Project. The Draft
EIS identifies where moderate and severe noise impacts (as
defined by FRA and FTA) are projected to occur as a result of
the proposed intercity passenger rail service. The noise and
vibration contour figures in Appendix P of the Draft EIS show
where Project-related noise and vibration impacts (as defined
by FRA) are projected to occur, including in Prince William
County. There are no changes to the noise impact contours
since the publication of the Draft EIS, with the exception of two
areas (in Area 1 and Area 6); these two areas are detailed in
Final EIS Section 5.7 and updated maps are provided in
Appendix M of the Final EIS, however, they do not change any
analyses in Prince William County.

DRPT will reevaluate potential noise impacts and mitigation
measures during final design, as required, which will occur
after funding becomes available and incremental
improvements are scheduled.
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8.

DRPT understands the County’s concern about Rippon Lodge,
which was presented both during consulting party meetings
and in written comments. Given those concerns, Rippon
Lodge was the subject of additional architectural study, added
as a historic property to the Final EIS (see Section 5.13 of the
Final EIS and Chapter 6 of the Final EIS), and included in DHR
coordination. An analysis of the potential impacts on Rippon
Lodge and its viewshed is included in Sections 5.13.1, 5.13.2.2.,
5.20.1.3, and 6.5.3.1 in the Final EIS. DRPT welcomes input on
the design and aesthetic features of the additional Neabsco
Creek rail bridge, and will continue to coordinate with Prince
William County during final design, after funding becomes
available and a construction schedule can be established.

DRPT carefully evaluated the Project’s area of potential effects
(APE) and the boundaries of the Cockpit Point Civil War Park
as part of the Draft EIS. No development planned as part of
the Project will occur within or near the boundaries of this
resource; as such, it does not fall within the Project’s APE. All
work being planned in this area is part of the ongoing
Arkendale to Powell’s Creek project, which was the subject of
environmental and cultural resource studies for that project in
2011 and the impacts of which are separate from this Project.

Title 56, Chapter 13, §56-363 of the Virginia State Code states
“It is hereby declared to be the policy of the Commonwealth
that all crossings of one railroad by another, or a public
highway by a railroad, or a railroad by a public highway, shall,
wherever reasonably practicable, pass above or below the
existing facility. It is the policy of the Commonwealth to limit
the number of new public at grade crossings and to eliminate
unnecessary crossings.” In accordance with that, any proposed
public crossing at this location should be grade separated with
pedestrian traffic channelized to reduce the potential for
trespassing on railroad right-of-way. The DC2RVA Project
does not preclude the possibility of a future grade-separated
crossing to be coordinated by the County with CSXT.
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CITY OF FREDERICKSBURG

1.

The Department of Rail and Public Transportation (DRPT) has
numbered each corresponding statement within both the
resolution and the staff memo that the City provided. Refer to
the Resolution page provided by the City (fourth page of their
letter) for responses to those statements (DRPT-numbered
statements #2 through #6 in this response).

Designs in support of the Draft and Final Environment Impact
Statement (EIS) were prepared at a conceptual level sufficient
for assessing the impacts of the DC2RVA Project, which is
approximately a 10% level of design (see the beginning of
Chapter 4 of the Final EIS for details). While the expansion of
Lansdowne Road to a four-lane facility is in the County’s
comprehensive plan as a possible improvement by 2030, there
are no designs, concept plans, funding, or schedule in place to
expand Lansdowne Road. Therefore, the conceptual design for
the proposed grade separation of Lansdowne Road over the
CSXT right-of-way reflects the two-lane roadway in place as of
the completion of the Final EIS. Additionally, it is important to
note that the Project is not anticipated to affect vehicle volumes
or operations on Lansdowne Road. A future expansion of the
roadway to four lanes is independent of the DC2RVA Project,
and any impacts associated with expanding Lansdowne Road
would be a result of that roadway widening project and not
the DC2RVA Project. During future phases of design (see
Section 7.5 of the Final EIS), DRPT will continue to coordinate
with the County to incorporate the comprehensive plan’s
future roadway improvements in the DC2RVA design plans,
as planned and funded at that time.
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CITY OF FREDERICKSBURG (continued)

3.

DRPT will work with the City, the host railroad, and other
stakeholders to identify and plan for the requested
maintenance of the railroad viaducts in downtown
Fredericksburg; however, repair of the railroad viaducts is not
part of the DC2RVA Project. The viaducts are privately owned
by CSXT. The DC2RVA Project does not preclude the City
from coordinating with CSXT to survey the existing viaducts,
identify ~potential improvements, and design those
improvements; however, the rehabilitation described in the
comment is not part of the DC2RVA Project.

4 and 5. DRPT developed conceptual station improvements and

layouts for the Final EIS (as shown in Section 4.3), including
pedestrian access to platforms, to assess potential impacts of
the DC2RVA Project to meet the needs of the proposed
additional service. Station improvements, however, are
typically the responsibility of the host locality and/or the
station owners/operators. Accordingly, DRPT will continue to
coordinate any additional planning and future
design/development of any Fredericksburg station
improvements, including platforms, parking facilities, and
other station amenities with the City, Amtrak and VRE to
ensure a design compatible with the historic downtown
setting and the needs of the stakeholders.

DRPT evaluated noise effects of the proposed intercity
passenger trains using Federal Railroad Administration (FRA)
and Federal Transit Administration (FTA) methods, which
qualify potential noise impacts as either moderate or severe.
Locations where moderate and severe noise impacts are
projected to occur are presented in the noise impact contour
figures provided in Appendix P of the Draft EIS, which have
not changed in the Fredericksburg area as part of the Preferred
Alternative. In accordance with FRA guidance, noise
mitigation measures will be considered where severe noise
impacts are projected to occur. Mitigation measures will be
evaluated in more detail during the final design phase of the
Project, which will occur after funding becomes available and
incremental improvements are scheduled. The process of
evaluating and implementing noise mitigation will occur in
accordance with FRA and FTA methods and guidelines, and
subject to FRA approval.
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SPOTSYLVANIA COUNTY

1.

The Department of Rail and Public Transportation (DRPT)
notes the grammatical correction; however, the exact Draft
Environmental Impact Statement (EIS) Executive Summary
content is not reissued as part of the Final EIS.

The DC2RVA corridor is one component of the broader rail
network serving the East Coast. The rail system is able to
divert freight shipments to a different road or rail corridor
when necessary, although the competing corridor may be
longer and less efficient. Development of “backup”
infrastructure to handle interrupted freight shipments due to
an event that may temporarily incapacitate the rail line is
beyond the scope, or the Purpose and the Need, of this Project.

Expanded text on the treatment of existing bicycle and
pedestrian facilities has been added to Section 5.18 of the Final
EIS. Opportunities for additional bicycle and pedestrian
accessibility improvements, including new and/or additional
facilities to be compliant with the Americans with Disabilities
Act (ADA), could be incorporated during final design, in
coordination with FRA.

The decision to establish a new bicycle and pedestrian
greenway is a separate and distinct action from establishing
high speed passenger rail service under the National
Environmental Policy Act (NEPA), and is not part of the
Purpose and Need of this Project. The referenced Deep Run
Spur Trail, which is not yet built but would cross the existing
3-4 track right-of-way just north of Slaughter Pen Farm in
Fredericksburg, would cross the same number of main tracks
in the Preferred Alternative at this location. The DC2RVA
Project will not add any additional tracks in this area, and
current trail plans will not be affected.

The spelling of Lansdowne Road has been corrected in the
Final EIS; refer to the errata table for the Draft EIS, which is
included as Appendix A of the Final EIS.

Comment noted. The Final EIS is presented in chronological
order.

(Responses are continued on next page)
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6.

Designs in support of the Draft and Final EIS were prepared at
a conceptual level sufficient for assessing the impacts of the
DC2RVA Project, which is approximately a 10% level of design
(see the beginning of Chapter 4 of the Final EIS for details).
While the expansion of Lansdowne Road to a four-lane facility
is in the County’s comprehensive plan as a possible
improvement by 2030, there are no designs, concept plans,
funding, or schedule in place to expand Lansdowne Road.
Therefore, the conceptual design for the proposed grade
separation of Lansdowne Road over the CSXT right-of-way
reflects the two-lane roadway in place as of the completion of
the DC2RVA Tier II EIS. Additionally, it is important to note
that the Project is not anticipated to affect vehicle volumes or
operations on Lansdowne Road. A future expansion of the
roadway to four lanes is independent of the DC2RVA Project,
and any impacts associated with expanding Lansdowne Road
would be a result of that roadway widening project and not
the DC2RVA Project. During future phases of design (see
Section 7.5 of the Final EIS), DRPT will continue to coordinate
with the County to incorporate the comprehensive plan’s
future roadway improvements in the DC2RVA design plans,
as planned and funded at that time.

A four-quadrant gate system is the proposed crossing
treatment at Mine Road as part of the Preferred Alternative for
the Project, which is in line with the County’s request in this
comment. See Chapter 4 of the Final EIS for detailed
descriptions of the Preferred Alternative, and Appendix L of
the Final EIS, which provides an updated mapbook of the
Preferred Alternative.
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HANOVER COUNTY

1.

The Department of Rail and Public Transportation (DRPT)
acknowledges the resolution adopted by the Hanover Board
of Supervisors. In accordance with the September 2017
recommendation of the Town of Ashland/Hanover County
Community Advisory Committee (CAC) and with the
December 2017 resolution of the Commonwealth
Transportation Board (CTB), Alternative 5A: Maintain Two
Tracks Through Town was selected as the Preferred
Alternative in the Final Environmental Impact Statement (EIS).
Refer to Section 4.3.5 of the Final EIS for a description of the
Preferred Alternative in this area and the basis for its selection.
Further, DRPT, in accordance with the December 2017
Commonwealth Transportation Board resolutions, commits to
working with the Town, the host railroad (CSXT), the Federal
Railroad Administration (FRA), and other stakeholders to
develop safety improvements for public road and pedestrian
crossings in Ashland, separate from the DC2RVA Project.
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HANOVER COUNTY (continued)

2.

As noted in DRPT-numbered statement #1 above, the CTB has
recommended and the FRA has approved Alternative 5A (also
known as “3-2-3” by the CAC) as the Preferred Alternative in
the Final EIS. While DRPT recognized that the CAC selected a
“least objectionable alternative” for each of the through-town,
below-grade, and bypass alternatives, the alternative selected
as the Preferred Alternative was Alternative 5A, which was
the only CAC-identified alternative that had been carried
through the alternatives screening process to the final
alternatives selection phase, as described in the Draft EIS and
its Alternatives Technical Report (Appendix A of the Draft
EIS). The west bypass corridor, identified as AWBI1, was
evaluated during the early screening process and was
dismissed for many of the same reasons as documented in the
Draft EIS for Alternatives 5C and 5C-Ashcake. Similarly,
below-grade alternatives were dismissed early in the
screening process due to high costs, extended period of
construction and associated disruption to downtown Ashland
businesses, residences, and travelers. The recommendation
and approval of Alternative 5A was attributed in part to the
recommendations made by the CAC, which listed it as one of
the three least objectionable alternatives considered. This was
reinforced by the County Board of Supervisors
recommendation for its support of Alternative 5A.

Additionally, DRPT performed refined analysis of railroad
operations through the DC2RVA Project corridor (see Section
3.2 of the Final EIS for details), including consideration of
retaining a two-track railroad through the Town of Ashland.
This refined operations analysis determined that while
constructing a two-track western bypass or adding a third
track to the existing CSXT railroad through the Town of
Ashland would improve the efficiency of railroad operations
through DC2RVA study Area 5, the additional capacity was
not required to meet the Purpose and Need of the DC2RVA
Project. Also, Alternative 5A (Maintain Two Tracks through
Town) results in the least impacts to historic properties; per
Section 4(f) of the US DOT Act of 1966, unless the use of such
a property is determined to have a de minimis impact, FRA

(Responses are continued on next page)
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HANOVER COUNTY (continued)

must determine that no feasible and prudent avoidance
alternative exists before approving the use of such land (see
Chapter 6 of the Final EIS for further details).

The County’s summation and comparison of potential impacts
to the natural, cultural, and socioeconomic resources of the
Ashland-Hanover County area are consistent with the
evaluations prepared by DRPT that resulted in the
recommendation and approval of Alternative 5A as the
Preferred Alternative in the Final EIS. The Preferred
Alternative was considered to be the least environmentally
damaging of the Draft EIS Build Alternatives in Area 5 and as
noted by the County, was consistent with the Project’s Purpose
and Need, including the incremental development approach
recommended in the Tier I Final EIS and Record of Decision
(ROD). Chapter 5 of the Final EIS details the environmental
impacts of the Preferred Alternative, including the resources
mentioned by the County, for the Project corridor. Impact
values in this chapter have been updated with clarifications, as
needed, since the publication of the Draft EIS.
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HANOVER COUNTY (continued)

(For response to comment 3, refer to page B-273)

4.

A range of below-grade options, including various types of
tunnels and trench structures, were considered during the
initial alternatives development process, as summarized in
Chapter 2 of the Draft EIS and the Alternatives Technical
Report (Appendix A of the Draft EIS). As noted in DRPT-
statement #2 above, these below-grade options were
dismissed due to their higher construction costs, longer
construction periods and inherent disruption to local
businesses, residences and travelers. Additional open trench
options were considered during the CAC sessions; however,
for the reasons noted previously, these options were
ultimately not considered to be as viable and environmentally
less damaging than the ”3-2-3” alternative (i.e., Alternative
5A) by the CAC.
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HENRICO COUNTY

1.

Comment noted. Staples Mill Road Station and its location
within Henrico County as it relates to transportation and
comprehensive planning is discussed in Section 3.11.3 of the
Draft EIS. Alternative 6F was selected as the Preferred
Alternative for the Richmond Area, which includes service to
and improvements at Staples Mill Road Station.

DRPT anticipates that the DC2RVA Project will be
implemented incrementally, based on identified priorities for
track capacity projects, as funding becomes available. DRPT
anticipates that funding for the Project will come from
multiple sources, including federal, state, and local funds, plus
passenger fare revenue recovery and private sector sources.
These next steps in the Project (funding, priorities, and the
incremental approach, as well as details on final design,
permitting, and construction) are summarized in Chapter 7 of
the Final EIS, which has been added since the Draft EIS

3 and 4. At Staples Mill Road Station in Henrico County, the

Preferred Alternative for the Richmond area (Alternative 6F:
Full Service, Staples Mill Road/Main Street Stations)
recommends: removing existing platforms and constructing
two new 1,200-foot level-boarding island platforms (top
elevation 48” above top of rail) on the east side of the right-of-
way opposite the existing station building; constructing a
pedestrian bridge with an elevator and stairs to access the
platforms; and replacing the existing station building with an
approximately 10,400 square foot two-story building. The
Final EIS reflects the expansion of the existing parking lot at
Staples Mill Road Station by DRPT, Amtrak, and VDOT in
June 2018; see Section 4.3.6 of the Final EIS.

Refer to DRPT-numbered statement #2 for response on
funding and implementation. This does not preclude
upgrading Staples Mill Road Station independently of the
DC2RVA Project, should federal, state, local, or other funding
become available.

(Responses are continued on next page)
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HENRICO COUNTY

5.

DRPT welcomes input regarding the design of the proposed
Hungary Road overpass and will continue to coordinate with
the County and other stakeholders during final design, which
will occur after funding becomes available and incremental
improvements are scheduled. The County’s considerations for
the proposed Hungary Road overpass are noted.

The Laurel Industrial School Historic District is eligible for the
National Register of Historic Places (NRHP) as a district, and
the Main Building (the Robert Stiles Building) on the Laurel
Industrial School campus is also individually eligible for the
NRHP. Both resources were discussed in the Project technical
reports and both the Draft and Final EIS which describe their
significance, state their eligibility, and present the potential for
the Project to adversely impact these resources. This data can
be found in and Chapters 3, 4, and 5 and Appendix R of the
Draft EIS and in Chapters 5 and 6 and Appendix D of the Final
EIS. Based on coordination with the Virginia Department of
Historic Resources (DHR), it has been determined that the
creation of the overpass will have an adverse effect on the
historic district and the Main Building. Both resources are
included in the Section 106 Draft Memorandum of Agreement
(Appendix K of the Final EIS), which outlines steps being
completed to mitigate the adverse effect on these two
resources.

The County’s recommendations to minimize the height of the
finished grade of the roadway and retaining walls are noted.
The height of the finished grade of the roadway will be
determined during final design, and will be controlled by the
existing elevation of the track, the FRA requirement for a
vertical clearance of 24 feet 3 inches to the lowest member of
the structure, the structure depth determined by the span
width to meet CSXT horizontal clearance requirements, and
the superstructure depth based on the projected traffic
volumes and types of vehicles.



TIER Il FINAL ENVIRONMENTAL

IMPACT STATEMENT

HENRICO COUNTY (continued)

8.

10.

US Bike Route 1 is included in the proposed improvements
approaching the proposed Hungary Road overpass. US Bike
Route 1 connectivity will be maintained during the
construction of Project improvements.

DRPT welcomes input regarding the design of the Dumbarton
Road overpass and will continue to coordinate with the
County and other stakeholders during final design, which will
occur after funding becomes available and incremental
improvements are scheduled. The County’s recommendations
for the proposed Dumbarton Road overpass are noted.

DRPT will continue to work to minimize property impacts
during the final design process of the Project, which will take
place once funding becomes available and incremental
improvements are scheduled.

Right of way and relocations are discussed in Section 5.11 of
the Final EIS, which have been updated since the Draft EIS to
reflect the conceptual design of the Preferred Alternative, as
described in Chapter 4 of the Final EIS. Total and partial
acquisition of parcels are expected throughout the corridor as
part of the Project. The right-of-way acquisition process,
including property owner notification, appraisal, acquisition,
and relocation, will be conducted by VDOT, in coordination
with DRPT and FRA, in accordance with Federal and state
statutes and regulations. The CSXT crossing of Hungary Road,
in Henrico County, is proposed to be modified to a grade-
separated crossing under the Preferred Alternative. Due to the
grade at this location, residential and business relocations may
be unavoidable, primarily due to loss of access. Partial
acquisitions of parcels will occur in other areas of Henrico
County as well.

(Responses are continued on next page)
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11.

12.

13.

DRPT evaluated noise effects of the proposed intercity
passenger trains using FRA methods which qualify potential
noise impacts as either moderate or severe. Locations where
moderate and severe noise impacts are projected to occur are
presented in the noise impact contour figures, in the noise and
vibration technical report (Appendix P of the Draft EIS). There
are no changes to the noise impact contours since the
publication of the Draft EIS, with the exception of two areas
for noise only; these two areas are detailed in Final EIS Section
5.7 and updated maps are provided in Appendix M of the
Final EIS.

DRPT also evaluated construction noise associated with the
Project. After the final design is complete, potential noise
impacts will be reevaluated, and mitigation measures will be
finalized. Final design will occur after funding becomes
available and incremental improvements are scheduled. DRPT
also notes that FRA does not consider trees and vegetation to
be effective at reducing train noise.

Section 5.1.1.3 of the Final EIS discusses the potential
stormwater runoff impacts from the construction of additional
rail bed and track for the Preferred Alternative. The Preferred
Alternative will be designed and constructed in accordance
with the Virginia Erosion and Sediment Control Law (§10.1-
560 et seq. of the Code of Virginia), the Stormwater
Management Act (§10.1-603. 1 et seq. of the Code of Virginia),
and the terms and conditions of water quality permits
required by USACE, Virginia DEQ, and VMRC.

Detailed drainage plans, including the locations of proposed
stormwater management facilities, will be developed and
shared with stakeholders during final design, which will take
place once funding becomes available and incremental
improvements are scheduled.
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CITY OF RICHMOND

1.

DRPT notes the City’s recommendation of Build Alternative
6F: Full Service (Staples Mill Road Station and Main Street
Station), which has been selected as the Preferred Alternative
for inclusion in the Final EIS.

DRPT agrees that an incorrect summary of Build Alternative
6F with regard to service at Main Street Station was provided
in the “Recommended Preferred Alternative” section of the
Draft EIS Executive Summary (note that the full detailed
descriptions provided in Chapters 2 and 7 of the Draft EIS
were correct). The Draft Executive Summary text has been
corrected; refer to the errata table for the Draft EIS, which is
Appendix A of the Final EIS. Additionally, DRPT has ensure
that all descriptions of Alternative 6F are correct throughout
the Final EIS.

The City provided detailed comments regarding 1,200-foot
platforms on the west side of Main Street Station in their
attachment; refer to DRPT-numbered statements #10 through
#15 for response.
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CITY OF RICHMOND (continued)
(Response to comment 3 on previous page)

4. DRPT responded to the City’s attached comments; refer to
DRPT-numbered statements #5 through #36 below
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5.

The Draft EIS includes a traffic queuing analysis at all at-grade
crossings (see Section 4.15.2); the analyses provided are
sufficient for the conceptual engineering upon which the Draft
EIS analyses are based. Additional review of traffic data to
update traffic conditions will be performed for all at-grade
crossings, including those recommended for grade separation,
as part of final design after funding becomes available and a
construction schedule is established.

6.and 7. Comment noted. Land use, comprehensive planning, and

land use compatibility of the Preferred Alternative is
discussed in Section 5.11 of the Final EIS and bicycle and
pedestrian safety is provided in Section 5.18 of the Final EIS,
which has been expanded since the Draft EIS. DRPT will
coordinate with the City during final design, after funding
becomes available and a construction schedule is established,
for all work within the City.

The DC2RVA Project includes improving track and other rail
infrastructure on existing CSXT right-of-way, and while
ownership and responsibility for maintenance of proposed
Project improvements has not been determined, DRPT
anticipates the track and rail infrastructure will be owned and
maintained by CSXT. Station improvements, including
platforms and parking facilities, would likely be owned and
maintained by Amtrak and/or the locality, or other
stakeholder.

The Build Alternative 6F and Build Alternative 6G rows in
Draft EIS Table 2.6-2 were inadvertently switched; the data
showing for Build Alternative 6F in the table is appropriate
and accurate for Build Alternative 6G, and vice versa. This
correction has been made in the Final EIS; refer to the errata
table for the Draft EIS, which is Appendix A of the Final EIS.

In regard to the City’s comment on the summary of
Alternative 6F within the Draft EIS, refer to DRPT-numbered
statement #2.
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10. through 15. To streamline answers to the City’s many concerns
at Main Street Station as part of the Preferred Alternative 6F,
DRPT has provided a summary explanation for the selection
of 6F as the Preferred alternative, followed by response to five
topic areas, below:

The DC2RVA Project will add a second track on each side of
Main Street Station using the existing elevated rail
trestles/viaducts, which currently have one operating track on
each side where two tracks previously existed. The two tracks
on both east and west sides of the station will be used by both
freight and passenger services. The Project will also add two
low-level platforms on each side of the station (a total of four
platforms). Platforms on the east side of the station will extend
850 feet by 15 feet wide. Platforms on the west side of the
station will extend 950 feet by 15 feet wide. The east and west-
side platforms adjacent to the station (the “inside” platforms)
will incorporate the platforms built into the renovated train
shed and extend them north on new structures parallel to the
existing track viaduct. These platforms will be accessible from
the train shed. The “outside” east and west-side platforms will
be built on new structures adjacent to the existing east and
west viaducts. Elevators and staircases will provide access to
the outside platforms from ground level. The Project will also
add a walkway attached to both sides of the western viaduct,
extending approximately 200 feet north and south from the
new platform ends. The walkways will provide crew the
ability to safely enter/exit rail cars that extend beyond the
platforms when a passenger train longer than 850 feet is
stopped at the station. DRPT will coordinate with the City of
Richmond to develop a parking plan for Main Street Station’s
future intercity passenger needs in conjunction with the City’s
plans for its property around Main Street Station and other
development within Shockoe Valley.

(Responses are continued on next page)
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DRPT considered and dismissed adding a third track on the
west side of the station due to site constraints and potential
impacts to cultural resources in the area. DRPT also considered
and dismissed making the west side platforms 1,200 feet long
in keeping with the Project’s Basis of Design to fully
accommodate long-distance trains, opting instead for a
reduced platform length of 950 feet plus an extended
walkway, owing to site constraints and to minimize potential
impacts to cultural resources. Chapter 4 of the Final EIS
clarifies that while Main Street Station site constraints and
concerns over potential impacts to cultural resources limit the
number of tracks and length of platforms proposed for the
station, future passenger service amenities to be provided at
the station, such as checked baggage service, are not
precluded. Amenities to be provided at each station for a
particular passenger service will be determined through
coordination between Amtrak, the City of Richmond, and
other station stakeholders, and are not included as part of the
DC2RVA Project. DRPT has assumed that Amtrak’s scheduled
crew changes in the Richmond area, which currently occur at
Staples Mill Road Station, would continue to occur at Staples
Mill Road Station under this alternative. DRPT also included a
parking deck on the east side of Main Street Station in the Draft
EIS; this parking deck has been dismissed from consideration
in lieu of coordinating with the City to develop a Main Street
Station parking plan when future service is implemented.

Site Constraints at Main Street Station

Historically, Main Street Station was served by two tracks on
the west and two tracks on the east, all on elevated railroad
trestle/ viaduct. Currently, there is only one track operating on
each side of the station on the existing viaducts. DRPT
considered adding one or more main tracks on the west side
of the station, and determined that one additional track could
be added to the viaduct which was constructed for and
previously supported two tracks. Any additional track would
need to be on new structure and located approximately 35 feet
west of the existing rail viaduct to accommodate an island
platform of 24 feet width at the station. Site constraints that
preclude adding a third track on the west side include:

(Responses are continued on next page)
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= The viaduct on the west side of the station threads between
two piers (located at the southwest corner of the station
building adjacent to East Main Street) supporting I-95
elevated above the viaduct. These and multiple other piers
adjacent to the viaduct just south of the station preclude
adding an additional track.

= Approximately 1,100 feet south of the station, the viaduct passes
through the middle tier of the “triple crossing”, an iconic grade-
separated rail crossing of three rail lines. The existing viaduct
opening is sized for only two tracks, and would not allow a third
track without replacing the triple crossing structure.

= Approximately 500 feet north of the renovated train shed,
the rail viaducts pass over E. Broad Street. The vertical
clearance for Broad Street beneath the rail viaducts is 13 feet-
8 inches, which is less than the VDOT standard of 16 feet-6
inches. Broad Street also slopes upward west of the rail
viaduct to climb over I-95. Adding a third track across Broad
Street 35 feet west of the existing west viaduct would
compound the roadway vertical clearance limitations.

DC2RVA’s Basis of Design, following Amtrak’s Station
Program and Planning Guidelines (2013), calls for 1,200 feet long
platforms for stations servicing Amtrak’s Long Distance
passenger trains and 850 feet long platforms for stations serving
only Regional passenger trains. The Basis of Design matches the
length of the platforms to the length of the train consists, with
the goal of allowing direct access from the entire train -
locomotive, passenger cars, etc. - to the platform with a single
stop. Matching the platform length to the train consist optimizes
passenger access, and allows crew members to exit the train
safely at the station if needed. DRPT considered adding two
1,200 feet long platforms on the west side of the station that
would accommodate the full length of Long Distance trains.
However, DRPT determined that two 1,200 feet platforms were
not practical on the west side due to physical site constraints and
potential impacts to cultural resources. Site constraints that
precluded extending the platforms to 1,200 feet are similar to
those affecting adding a third track, and include:

(Responses are continued on next page)
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= The viaduct on the west side of the station threads between
two piers (located at the southwest corner of the station
building adjacent to East Main Street) supporting I-95
elevated above the viaduct. These piers physically prevent
the west side platforms from extending south.

= Approximately 500 feet north of the renovated train shed,
the viaducts pass over E. Broad Street. The vertical clearance
for Broad Street beneath the rail viaducts is 13 feet-8 inches,
which is less than the VDOT standard of 16 feet-6 inches.
Broad Street also slopes upward west of the rail viaducts to
climb over 1-95. Adding a platform across Broad Street on
the west would compound the roadway clearance
limitations in order to maintain access to an extended
platform.

= The existing rail trestle bridge over Broad Street is an
approximately 75 feet thru-truss girder span that prevents
access to the tracks from a platform over Broad Street - thus
any platform extending north from the station across Broad
Street would have an approximately 75 feet gap with no
access to the train.

A platform length of 950 feet is the maximum that can be
added on the west side without conflict with either the 1-95
piers at the southern end, or vertical clearance and track access
over Broad Street at the northern end. The use of walkways
along the track viaducts extending 200 feet in each direction
from the ends of the platform allows crew members to safely
exit the train at the station if necessary.

(Responses are continued on next page)
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Concerns for Potential Impacts to Cultural Resources at Main
Street Station

Multiple comments received by DRPT and FRA on the Draft
EIS cited concerns over potential impacts from the Project to
cultural resources in the Shockoe Bottom and Shockoe Valley
area around Main Street Station. This includes comments from
consulting parties (including the City of Richmond) and other
groups and individuals with a vested interest in this area. The
City of Richmond as a consulting party has received copies of
all 22 technical reports produced on the corridor, associated
correspondence, and coordination, and have attended
meetings and telephone calls regarding cultural resource
issues. The City will continue to be informed of all cultural
resource tasks throughout the duration of the Project.

Comments received from all parties regarding this area cite
both known architectural and archaeological resources in the
area, as well as resources that may be in the area but are not
yet identified or clearly defined. Of particular concern to many
is the past history of Shockoe Bottom as a slave trading center,
the proximity to Lumpkins Jail (Devil’s Half-Acre) and the
Burial Ground, and the Project’s potential effects on “sacred
ground”. There is also concern that the Project could interfere
with development of a memorial to the slave trading history
of this area. While the Project footprint does not impact any
known archaeological or historic site adjacent to Main Street
Station associated with the slave trade, DRPT and FRA
determined that minimizing the footprint in this area would
reduce any potential impacts to the cultural resources
concerns noted above, such as minimizing the platform length
to reduce subsurface impacts in this area and eliminating the
proposed parking deck. Additionally, at the request of several
consulting parties, Lumpkins Jail site was added to the list of
historic properties. The DHR determined that the Project will
have no adverse effect on the site as no impacts will occur as part
of the Project. However, a commitment to create a historic context
on the Shockoe Bottom area and the slave trade is included in the
Section 106 Draft Memorandum of Agreement (Appendix K of
the Final EIS).

(Responses are continued on next page)
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Sections 3.1,5.13.1,5.13.2,5.13.3, 5.20.1.3, 6.5.3, 6.6.1, and 6.7 of
the Final EIS provides further discussion of the Project’s effects
to cultural resources in the Shockoe Bottom.

Station Amenities

Amenities to be provided at each station for a particular
passenger service will be determined prior to the inception of
service through coordination between Amtrak, the station
owner/operator, and other stakeholders, and are not included
as part of the DC2RVA Project. DRPT has applied Amtrak’s
Station Program and Planning Guidelines (2013) to determine
the general size or footprint of each station building based on
2045 ridership projections for the recommended preferred
alternative. Each station is sized to accommodate various
crew, passenger and service amenities based on the projected
train service and ridership. While the potential cost of the
station is included within the DC2RVA Project, the
determination of the actual size, design and layout of each
station, and the staffing and configuration of station and
service amenities, including parking, is not part of the
DC2RVA Project.

All of Amtrak’s passenger cars have room for passengers to carry
on and stow a limited number of bags. In addition, Amtrak
typically provides checked baggage service with its Long Distance
service, and may also provide checked baggage service with
Interstate Corridor and some Regional trains as determined by
Amtrak, its state funding partners, and other stakeholders. The
provision of checked baggage service at Main Street Station is not
precluded by the proposed platform sizes. In the current Amtrak
timetable, ten (five round-trip) of the 18 (nine round-trip) trains that
serve Richmond (Staples Mill Road Station) have checked baggage
service, including: the two Northeast Regional (Virginia-
supported) trains (one round-trip) that operate overnight on the
Northeast Corridor and extend to Newport News (#66/67) and
eight (four round-trip) trains that extend south of Virginia (Silver
Star, Silver Meteor, Palmetto and Carolinian). The other four
Northeast Regional (Virginia-supported) trains that serve
Richmond, Newport News and Norfolk do not have baggage
service.

(Responses are continued on next page)
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In the future, when the additional passenger service
frequencies proposed by the DC2RVA Project are added to
Main Street Station, the provision of checked baggage service
will be determined in coordination between Amtrak, its state
funding partners, the City of Richmond, and other station
stakeholders.

Simulation Model / Service Development Plan

The City stated that it was premature to preclude development
of 1,200-foot platforms and checked baggage handling based
on the simulations modeling, and requested that these options
be carried forward in the Service Development Plan. Although
DRPT recognizes that a 1,200-foot platform length is preferred
for stations served by Long Distance trains due to their greater
length, DRPT has chosen a 950 feet platform length for the
west side of Main Street Station due to site constraints which
restrict longer platforms and to avoid/reduce potential
impacts to cultural resources from longer platforms. DRPT has
proposed to extend walkways along the existing track viaduct
to accommodate safe crew movements between train and
station in lieu of longer platforms. DRPT has also chosen an
850 feet platform length for the east side in keeping with the
Project’s Basis of Design for the level of service. The proposed
950 feet and 850 feet platforms serve the Project’s Purpose and
Need with less impacts and less cost than the longer 1,200-foot
platforms, and do not preclude checked baggage service at the
station. DRPT’s computerized operations simulation
modeling described above and in the Draft EIS was conducted
to inform the comparison of Project alternatives. Subsequent
operations simulation modeling reported in the Final EIS
validates that the infrastructure proposed in the preferred
alternative meets service performance goals defined in the
Purpose and Need; refer to Section 3.2 of the Final EIS for
details.

(Responses are continued on next page)
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16.

17.

Title VI & Environmental Justice

Asnoted above, Alternative 6F would provide increased levels
of train service to all users at both Main Street Station and
Staples Mill Road Station. Section 4.3.6 of the Final EIS clarifies
that while Main Street Station site constraints and concerns
over potential impacts to cultural resources limit the number
of tracks and length of platforms proposed for the station,
future passenger service amenities to be provided at the
station, such as checked baggage service, are not precluded.
Amenities to be provided at each station for a particular
passenger service will be determined through coordination
between Amtrak, the City of Richmond, and other station
stakeholders when the service is implemented, and are not
included as part of the DC2RVA Project.

Chapter 5 of the Final EIS provides potential Project impacts
of the Preferred Alternative in the City of Richmond.

DRPT has met with the City and its adjacent localities,
including Hanover County, Henrico County, and Chesterfield
County, plus the Richmond Area Metropolitan Planning
Organization on several occasions throughout the
development of the Draft EIS. DRPT commits to coordinate
with the City during final design, after funding becomes
available and a construction schedule is established, for work
within the City.

The location of the proposed wye has been modified since the
Draft EIS, in coordination with FRA, DRPT, CSXT, and the
City of Richmond. Section 4.4.6 of the Final EIS summarizes
the location of the proposed wye, with further details on the
rationale provided in Appendix J of the Final EIS.
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18. and 19. As the City states, more detailed cost estimates will be

20.

21.

22.

developed at each phase of the Project. DRPT anticipates that
the DC2RVA Project will be implemented incrementally, as
funding becomes available, for phasing improvements and for
increasing passenger rail service. While a Project
implementation plan would be developed as part of the
Corridor Service Development Plan for the Project, final
design and construction of would be contingent on funding
availability. Refer to Chapter 7 of the Final EIS for full
summary of these future steps of the Project.

DRPT has met with the City on several occasions throughout
the development of the Draft and Final EIS. DRPT commits to
coordinate with the City during final design, after funding
becomes available and a construction schedule is established,
for work within the City.

DRPT has met and coordinated with the US Army Corps of
Engineers (USACE) on several occasions throughout the
development of the Draft and Final EIS. DRPT commits to
coordinate with the City and other stakeholders during final
design, after funding becomes available and a construction
schedule is established, for work within the City. Coordination
with the USACE would be undertaken, as appropriate, during
the final design phase should any modifications to the flood
wall become necessary.

Funding for the current DC2RVA Tier II EIS is from an FRA
grant with the Commonwealth of Virginia and CSXT railroad
providing the local match to the grant. At the conclusion of the
Tier II EIS process, the goal is to have successfully completed
the NEPA process to meet federal requirements and qualify for
federal funding for the DC2RVA Project. DRPT anticipates the
DC2RVA Project will be implemented incrementally, as
funding becomes available. A construction timeline will be
established as funding becomes available in the future.

(Responses are continued on next page)
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23. DRPT has met with the City on several occasions throughout
the development of the Draft and Final EIS. Conceptual
designs of Commerce Road do not preclude the development
of pedestrian facilities. Pedestrian facilities may be
incorporated in the final design of Commerce Road. DRPT
commits to coordinate with the City during final design, after
funding becomes available and a construction schedule is
established, for work within the City.

24. and 25. DRPT commits to coordinate with the City during final
design, after funding becomes available and a construction
schedule is established, for work within the City.




RESPONSES TO LOCAL AGENCY COMMENTS

CITY OF RICHMOND (continued)

(Response to comment 25 on previous page)

26. and 27. The conceptual designs for improvements considered

28.

29.

30.

in the Draft and Final EIS include maintaining parcel access or
indicating impacts to parcels where access is realigned,
relocated, or removed. Additional review of parcel access will
be performed for all recommended grade separations,
including studies for frontage roads, as part of the final design,
after funding becomes available and this phase of the
incremental improvements are scheduled.

Additional subsurface investigations and structural analyses
will be performed for all proposed structures as part of final
design, after funding becomes available and incremental
improvements are scheduled.

The Preferred Alternative maintains existing bicycle and
pedestrian facilities (provided in-kind, i.e., to the same level of
existing treatment) throughout the Project corridor. The
conceptual design of Hospital Street was based on existing
conditions at the time of development, and do not preclude
future development of bike facilities. Bike facilities may be
incorporated in the final design of Hospital Street, after
funding becomes available and this phase of the incremental
improvements are scheduled.

The Draft EIS includes a traffic queuing analysis at all grade
crossings (see Section 4.15.2); the analyses provided are
sufficient for the level of conceptual engineering level
completed for environmental analysis. FHWA criteria indicates
that the crossing does not meet the threshold to consider a grade
separation. Additionally, there is an existing grade separation
within one mile of this crossing with good connectivity through
the existing roadway network, making this crossing a candidate
for closure. DC2RVA conceptual designs do not preclude the
construction of a full grade separation with automobile,
pedestrian, and truck access by the City.

Additional review of traffic data to update traffic conditions
will be performed for at-grade crossings, including those
recommended for grade separation, as part of final design
after funding becomes available and a construction schedule
can be established.

(Responses are continued on next page)
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31. to 33. DRPT considered existing track clearances and

requirements for protecting existing structures where
proposed improvements do mnot impact the existing
infrastructure. The existing Lombardy Street Bridge and
Boulevard Bridge do not require rehabilitation or replacement
to fulfill the Purpose and Need for the DC2RVA Project.
DC2RVA conceptual designs do not preclude rehabilitation or
replacement of the Lombardy Street Bridge or the Boulevard
Bridge by the City or CSXT. The need for crash walls to protect
existing bridge piers will be determined during final design.
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34.

35.

The Project requires compliance with the National Historic
Preservation Act of 1966, requiring that project plans take into
consideration potential effects on historic properties. Resources
127-6657 and 127-6658 were preliminarily recorded during
architectural studies associated with the Project in 2016, and the
building was the subject of additional investigation in
2017/2018. In addition, the parcel was studied for potentially
intact archaeological remains in 2018. Upon review of the data,
DHR determined that these resources are not individually
eligible for the National Register of Historic Places. As such,
they are not listed as a historic property in the Final EIS.
However, properties were noted during the planning process,
and DRPT removed the need for modifications to this property
by eliminating planned construction for a wye in this area; refer
to Appendix ] of the Final EIS for details on the revised
Richmond area turning wye and service yard location that is
part of the Preferred Alternative, which is also summarized in
Section 4.6 of the Final EIS. Technical reports detailing cultural
resource studies can be found in Appendix D of the Final EIS.

The FRA and DRPT fully understand the sensitivity and
significance of the Shockoe Bottom area, and in particular the area
slated for the Memorial Park. DRPT reviewed prior studies that
recorded and evaluated archaeological and architectural
properties in this area have been ongoing since 2006. Resources in
Shockoe Bottom including the proposed Memorial Park area are
discussed in Chapters 3, 5, and 6 of the Final EIS and within
several reports in Appendix D (cultural resource technical
reports). Throughout the studies and agency and public
consultation, the historic places located in this area have been
taken into consideration during Project planning. This includes
Lumpkins Jail/Devil's Half Acre and the Burial Ground, among
others. The Project does not impact the known boundaries of
these sites. At the request of several consulting parties, Lumpkins
Jail site was added to the list of historic properties. The DHR
determined that the Project will have no adverse effect on the site
as no impacts will occur as part of the Project. The history of
Shockoe Bottom and the slave trade are included in the Section
106 Draft Memorandum of Agreement to mitigate adverse effects
on historic properties (Appendix K of the Final EIS).

(Responses are continued on next page)
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36. Potential construction elements of the I-95/Broad Street

Interchange Improvements and VDOT studies on historic
resources in Shockoe Valley associated with this undertaking
were taken into consideration as background data and to
assure consistent methodologies and resource evaluations.
Chapter 3 of the Final EIS includes the results of the
background review completed as part of the Project including
details on the Shockoe Bottom area and I-95 street
improvements as they relate to the current Project area.
Additionally, the referenced project has been added to the
indirect and cumulative effects section, both in terms of
potential impacts on land use and historic properties; refer to
Section 5.20 of the Final EIS.

DRPT has defined the scope of improvements proposed for the
DC2RVA Project, including Main Street Station, to include the
minimum amount of infrastructure required to deliver the
service improvements proposed under the Project. This
includes the removal of the proposed parking structure at
Main Street Station in the Final EIS; instead of the parking
structure, DRPT will work with the City to develop a parking
plan for Main Street Station that is incorporated into City plans
for Shockoe Bottom and Downtown Richmond.
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