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The Committee of 100 on the Federal City1 is pleased to offer the following comments 

and recommendations concerning the draft Memorandum of Agreement (MOA) 

regarding reconstruction of the Virginia Avenue Tunnel (VAT) prepared pursuant to 

Section 106 of the National Historic Preservation Act of 1966. The Committee of 100 is a 

Consulting Party in the Section 106 for the Virginia Avenue Tunnel, and we have 

submitted comments on the Draft Environmental Impact Statement (DEIS). 

 

The Draft MOA falls short in four broad categories: 

 

 1.  The Area of Potential Effects is improperly defined. 

 

 2.  It addresses only the adverse effects during construction; it does not 

address permanent adverse effects. 

 

 3.  It does not address the adverse effect on historic Anacostia Park and other 

historic parks, open space and L’Enfant Reservations. 

 

 4.  Additional studies are required in order to identify the historic properties 

effected and to define the adverse effects on those historic properties. 

  

The Section 106 assessment is required to take into account adverse effects “caused by 

the undertaking that may occur later in time, be farther removed in distance or be  

                                                        
1  The Committee of 100 on the Federal City is a 90-year-old nonprofit organization dedicated to 

safeguarding and advancing Washington’s historic distinction, natural beauty and overall 

livability, advocating for responsible planning and land use in Washington, D.C. Our work is 

guided by the values inherited from the L’Enfant Plan (1791–92) and the McMillan 

Commission (1901–02), while responding to the challenges, needs and opportunities of the 21st 

century city. 
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cumulative” (36 CFR § 800.5(a)). That has not been done. The proposed MOA is 

inadequate to the point of precluding meaningful analysis and must be substantially 

revised.2 

 

 

I. THE AREA OF POTENTIAL EFFECTS IS IMPROPERLY DEFINED 

 

The Draft Section106 Memorandum of Agreement improperly limits the Area of 

Potential Effects to the immediate space surrounding the construction activity that would 

occur if the tunnel were rebuilt and enlarged, and limits the time frame to the projected 

completion of construction.  

 

In our comments on the DEIS for this project3, the Committee of 100 objected to: 

 

(a) The restricted geographic area and time-frame of the DEIS analysis of construction 

versus the proposed permanent use of the Virginia Avenue right-of -way in the 

context of the Section 4 (f) evaluation. As we wrote: 

 

The Evaluation concedes that the “use” would not be a de minimis 

impact, the trenching would not be minor, and the use would be adverse 

in terms of Section 106 “due to the temporary occupancy of a 

contributing element (Virginia Avenue SE) to the L’Enfant Plan” . . . .  

But the Evaluation fails to address the permanent use of a part of 

Virginia Avenue. (p. 31) 

  

(b)  The limited Limits of Disturbance that the DEIS employed to evaluate 

environmental impacts only for the relatively small reconstruction area and time-

frame of the construction activities (id. pp. 19-25). 

 

Similar objections apply to the Draft Section 106 MOA.  We question the constraints and 

limitations the Section 106 process has imposed in defining the Area of Potential 

Effects,4 that, for the purpose of Section 106 is required to mean, “ the geographic area or 

                                                        
2  40 CFE § 1502.9 (a) that applies to Draft Environmental Impact Statements requires that “If a 

draft statement is so inadequate as to preclude meaningful analysis, the agency shall prepare 

and circulate a revised draft of the appropriate portion.”   

 
3  Committee of 100 on the Federal City: Comments Pertaining to the Virginia Avenue Tunnel 

Reconstruction Draft Environmental Impact Statement & Draft Section 4(f) Evaluation. 

 
4  36 CFR § 800.6(c) (ii): Prior to or within the time allowed for public comment on the 

document, a SHPO/THPO, an Indian tribe or Native Hawaiian organization, another consulting 

party or the Council may object to the agency official that preparation of the EA, DEIS or EIS 

has not met the standards set forth in paragraph (c)(1) of this section or that the substantive 

resolution of the effects on historic properties proposed in an EA, DEIS or EIS is inadequate. If 
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areas within which an undertaking may directly or indirectly cause alterations in the 

character or use of historic properties” (36 CFR § 800.16). The Area of Potential Effect 

needs to consider not simply the construction period, but also post-construction 

operations. The Area of Potential Effect needs to consider the historic properties that will 

be adversely affected by this project beyond those in the immediate vicinity of the 

project. 

 

The Magnitude of the Potential Effects Will be Greatly Magnified in an Expanded Tunnel 

 

If this project goes forward, CSX’s freight carrying capacity will be more than 

quadrupled. The tunnel will be widened to accommodate two-way rail traffic and 

increased in height to accommodate double-stacked container trains. In addition the 

tunnel will accommodate higher speed trains. The trains currently run thought the 

Virginia Avenue Tunnel (VAT) at a maximum of 15 mph.  (DEIS at 2-5).  During 

construction, all alternatives would allow the trains to run at up to 25 mph.  (DEIS at 5-

63).  After construction, trains could have "a minimum operating speed of 40 mph."  

(DEIS at 2-1).   CSX has refused to tell even the city the number of trains that it expects 

to run through the VAT post-construction. It is crucial to look at what the tunnel enables 

CSX to do – not just CSX’s immediate plans - the relevant temporal unit is the effective 

life of the new tunnel: the next 100 years.  

 

The MOA Fails to Identify the Historic Properties that Will Be Adversely Effected 

 

The Area of Potential Effect shown on Attachment A to the MOA identifies some historic 

properties, but fails to correctly show the L’Enfant platted width of Virginia Avenue (160 

feet) and fails to show the following L’Enfant Reservations, and as seen in the map 

below:  

 

• On either side of I-695, between 8th and 7th Streets, SE (Reservations 123, 

124,124A, and 125). 

 

• At 4th Street, SE and Virginia Avenue SE, on either side of I Street SE 

(Reservations 122 and 122A). 

 

• On either side of I-695 between 11th and 12th Streets SE (Reservations 127 and 

254). 

                                                        
the agency official receives such an objection, the agency official shall refer the matter to the 

Council. 
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Additionally there are Reservations that are no longer under the control of the National 

Park Service that would be eligible for inclusion on the National Register of Historic 

Places, including Reservation 128, 129, 299, 343D and 343E at the east end of the tunnel, 

and Reservations 121, 119, 118 117 and 114 at the west end of the tunnel. 

 

Along the tracks that extend from both ends of the Long Bridge there are historic 

properties and properties that are eligible for inclusion on the National Register that could 

be effected and none of which have been identified. In the limited area that corresponds 

to the vicinity of the construction project, there are at least 18 historic properties (DEIS 

pages 4-61—71) and additional contributing buildings in the Capitol Hill Historic 

District.  In the area west and east of the tunnel there are also historic properties and 

properties built before the period of significance for that area (for Capitol Hill, the period 
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of significance is 1945 or earlier) that could be eligible for inclusion on the National 

Register but none of which have been identified or evaluated to our knowledge.  

Additionally, there are also historic parks, monuments and reservations that have been 

ignored in the Section 106 process: 

 

• The Virginia abutment of the Long Bridge is located in the George Washington 

Memorial Parkway, Reservation 344. 

 

• The Long Bridge then crosses over East Potomac Park, Reservations 332 and 
333. 
 

• On either side of Maryland Avenue at 11th Street SW (Reservations 197 and 198). 

 

• Hancock Park comprised of Reservations 113, 112, 199, 112A, 208, 114. 

 

The MOA fails to consider all direct and indirect adverse effects on historic properties5  

   

Expanded operation of CSX in the new VAT and through Southeast and Southwest 

quadrants of the District of Columbia will adversely impact historic resources in terms of 

air quality, vibrations, and the increased risk of catastrophic events. 

 

Air quality 

Diesel emissions will adversely affect adjacent historic parks, buildings, reservations and 

monuments.  CSX owns the tracks along which passenger trains must travel south of DC.  

Because CSX refuses to electrify,6 Amtrak and VRE are forced to use dirtier diesel 

locomotives that adversely affect historic properties along the shared tracks.  In fact, the 

increase in freight traffic will preclude future needed increases in passenger and 

commuter rail service for Washington.  This will be the direct result both of enlarging the 

tunnel and greatly increasing the volume of freight traffic.  Conversely, increasing 

passenger and commuter rail services would produce substantial air quality benefits for 

                                                        
5 Direct effects are those “which are caused by the action and occur at the same time and place” 

(40 CFR § 1508.8(a)). Indirect effects consider effects “later in time or farther removed in 

distance, but are still reasonably foreseeable” (40 CFR § 1508.8(b)). “Indirect effects may 

include growth inducing effects and other effects related to induced changes in the pattern of 

land use, population density or growth rate, and related effects on air and water and other 

natural systems, including ecosystems” (40 CFR § 1508.8). Finally, cumulative impacts must 

be considered. A “cumulative impact” is the environmental impact resulting from the 

incremental impact of the action when added to other past, present and reasonably foreseeable 

future actions that can result from individually minor but collectively significant actions taking 

place over a period of time (40 CFR 1508.7).  

 
6 Electrification of the tracks south of Union Station is environmentally desirable for passenger 

and commuter trains, but opposed by CSX because of possible interference with their planned 

double-stacked container trains. Because of the lack of electric catenaries along the CSX-

owned SW tracks, Amtrak must change locomotives at Union Station to use diesel to the south 

and electric to the north, losing time, delaying passengers and prolonging service times.  
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both monuments and residents by providing practicable alternatives to commuting by car.  

Because CSX owns and controls both the tracks and the Long Bridge that VRE and 

Amtrak must also use to bring commuters and passengers into and out of Washington, 

CSX will continue to give priority to its own freight traffic that will increase 

dramatically.7 

 

Vibration  

The increased number of trains, two-way traffic and increased speed of freight trains will 

increase the number, severity and range of vibrations in adjacent properties and 

structures. 

The Vibration Analysis presented in Appendix F of the DEIS measured vibrations from 

trains in the existing tunnel at speeds of 12, 14, 19 and 20 miles per hour (Appendix F, 

Table5-4).   The data shows that as speed increases, vibrations increase.  CSX proposes to 

run trains at 25 mph during construction and up to 40 mph after construction.  The DEIS 

vibration measurements are based on existing trains operating in the Project area (DEIS 

4.7.2). The Vibration Analysis projects the vibration from two passing trains in the tunnel 

by doubling the vibration measurements for single-track trains (DEIS 5.7.3).  One would 

expect vibration to be higher for passing double-stacked intermodal container freight 

trains. Despite these deficiencies, the Vibration Analysis concluded that adverse impacts 

are not expected because “the closest building … is 44 feet from the edge of the track.” 

(Appendix F, Section 5.4.3).  But the buildings are located less than 44 feet from the SW 

depressed tracks in the Maryland Avenue alignment.  Trains will be running at speeds 

greater than the speed used in the analysis and there will be two-way, double-stacked 

container trains. None of these facts were studied in the Vibration Analysis.  

 

The Vibration Analysis talks about the ability of the soil that surrounds the tunnel to 

attenuate the vibrations, but the tracks on either end of the tunnel are open, with no soil 

cover to attenuate the vibrations. A major factor in attenuating the vibrations in the 

Vibration Analysis was the vibration absorbing ability of the soil over the tunnel. The 

SW tracks and the Anacostia tracks are not enclosed, and do not benefit from the 

vibration attenuation provided by soil cover, as is the case in the tunnel.  

 
The Section 106 assessment is required to take into account adverse effects “caused by 

the undertaking that may occur later in time, be farther removed in distance or be 

cumulative” (36 CFR § 800.5(a)). That has not been done. Once the historic properties 

and buildings along the SW tracks and along the eastern tracks leading to the CSX 

Anacostia Bridge have been identified, then a vibration study for those parts of the CSX 

                                                        
7 The Metropolitan Washington Transportation Planning Board in its Regional Transportation 

Priorities Plan (RTPP) adopted on January 15, 2014 underscored this point: 

 Freight and passenger trains currently share the Long Bridge’s two tracks, which is nearing its 

practical capacity during rush hours. The bridge’s private owner, CSX, maintains the right to 

give priority to freight traffic over passenger traffic, limiting the scheduling ability and 

frequencies of passenger trains using the facility. This issue will only get worse as demand for 

freight and passenger traffic increase in coming decades. (RTPP, p. 29) 
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tracks needs to be performed. Only then will we be able to assess the adverse effect due 

to vibration on those historic properties, information necessary to address mitigation in a 

Memorandum of Agreement. 

A Train Derailment, an Accidental Spill, or Terrorism Could Lead to  Catastrophic 

Effects 

CSX is required to select the “safest and most secure routes” only for its most 

dangerous cargos, generally defined as substances posing a poison or toxic inhalation 

hazard, explosives, and radioactive materials (49 CFR Parts 171-180) However, 

CSX unilaterally makes the decision about what material should be rerouted and 

applies its own weighting to the federal designated “routing factors” that include 

security, safety and economics. The decision is made without public disclosure. Nor 

does the Federal Railroad Administration (FRA) have authority to approve the 

railroad routing decisions or to override them.   

 

This self-policing and lack of oversight has resulted in catastrophic fires and explosions 

following train collisions and derailments.  On January 23, 2014, the National 

Transportation Safety Board (NTSB) recommend stricter safety procedures following 

The Lac-Megantic derailment that occurred on July 6, 2013 when a train carrying crude 

oil derailed, resulting in catastrophic explosions and fire that claimed the lives of 47 

people and destroyed roughly half of the downtown area.8 If that had occurred at the west 

portal of the Virginia Avenue tunnel, the devastation would be extensive: 

                                                        
8 www.ntsb.gov/doclib/recletters/2014/R-14-004-006.pdf. This is the letter to the Federal 

Railroad Administration. An identical letter was sent to the Pipeline and Hazardous Materials 

Safety Administration  

http://www.ntsb.gov/doclib/recletters/2014/R-14-004-006.pdf
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The NTSB expressed its concern about the “major loss of life, property damage, and 

environmental consequences can occur when large volumes of crude oil or other 

flammable materials are on a single train involved in an accident, as seen in the Lac-

Mégantic accident.” and went on to explain “The Lac-Mégantic accident demonstrates 

the destructive effects of large numbers of derailed DOT-111 tank cars containing 

flammable materials as seen in several recent NTSB accident investigations.”9  Route 

planning and route selection protections currently required for explosive, toxic by 

inhalation, or radioactive materials are not required for trains transporting bulk 

quantities of volatile flammable liquids through populated communities (49 CFR 

172.820). And even when route planning and route selection is required, the railroads 

apply their own weighting to the federal designated routing factors of “ security, safety, 

and economics.”  The NTSB recommended that rerouting assessments and alternate 

route analysis should apply to trains transporting large volumes of flammable liquids 

where “technically feasible” to avoid transportation of such materials through populated 

and other sensitive areas.10 

 

The NTSB has explained the problem about trains carrying flammable liquids, the 

inadequacy of the current regulations and the need for stricter regulation.  But we won’t 

have stricter regulations  until the Federal Railroad Administration and the Pipeline and 

Hazardous Materials Safety Administration are able to issue such regulations. That is 

likely to be a lengthy and unpredictable process.  For now, we are faced with the 

                                                        
9  Id., page 4 
10 Id., page 12 
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currently inadequate safety and security regulations that allow the transport of flammable 

liquids through Washington, DC.  

 

CSX admits it is carrying crude oil along this route and, unless prohibited, such traffic 

is likely to increase in the future11.  CSX’s business plan is to make up for losses in 

coal shipments by carrying more oil.12  Virginia has invested $24 million in the 

Virginia Avenue Tunnel project to increase use of the Port of Virginia.  Plains All 

American Pipeline has entered into an agreement with CSX to supply their Yorktown 

terminal facility that will unload rail shipments of oil and load the oil on to barges and 

ships.13 According to the Daily Press article 14:  

 

The permit outlines several improvements including plans to allow the facility to 

receive around 800 trains per year with each train having the capacity to carry 

60,000-65,000 barrels of oil per train. Plains announced in August that it had 

partnered with CSX to provide rail transportation for the terminal. 

 

That works out to about 68,000 rail cars full of oil a year headed to Virginia.  If that all 

came through DC, that would mean 186 tank cars per day assuming operations 365 

days per year.  The Yorktown facility is located in the area of the Port of Virginia.  In 

a 2012  speech Michael Ward, CEO of CSX, talked about the importance of the 

Virginia Avenue Tunnel enlargement in connecting the Port of Virginia to CSX’s 

Northwest Ohio Terminal Facility:15 

 
And we are very appreciative of the ongoing support from Virginia, our largest  

state funding partner among the Gateway states. Virginia has provided $24 million for the 
Virginia Avenue Tunnel projects.16 

 

                                                        
11 http://www.csxcrudebyrail.com/ 
12 http://www.reuters.com/article/2014/01/16/csx-crude-rail-idUSL2N0KQ0XC20140116 
13 http://articles.dailypress.com/2013-01-06/news/dp-nws-york-oil-terminal-update-

20130106_1_harry-pefanis-yorktown-refinery-shuttered-refinery 
14 While the facility is now at the permitting stage, CSX is already listing the facility on its 

website  

http://www.csx.com/index.cfm/customers/commodities/oil-gas-and-drilling-materials/crude-

oil/suppliers/ 
15 
http://www.portofvirginia.com/media/84950/csx_ceo_michael_j_ward_remarks_vpa_092512.pdf 
16 The same $24 million funding for the Virginia Avenue Tunnel appears in the Virginia FY 2014   

Rail and Transportation Budget six year budget projection  (2014-2019) 

 http://syip.virginiadot.org/reports/201/12-FY14-DRAFT-DRPT.pdf  

Page 1156 of that budget shows   $24 million in direct state funding dedicated for the VAT, plus 

another $10 million in matching public grants for a total of $34M. They're showing that almost 

$18M of that has already spent, with the rest allocated in 2014. Note how those funds are 

grouped: Under the National Gateway Project (a CSX Project), along with expenses for Hampton 

Roads. 

 

http://www.csx.com/index.cfm/customers/commodities/oil-gas-and-drilling-materials/crude-oil/suppliers/
http://www.csx.com/index.cfm/customers/commodities/oil-gas-and-drilling-materials/crude-oil/suppliers/
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For the state of Virginia to fund $24 million of the cost of enlarging the Virginia 

Avenue Tunnel clearly indicates that: 

 •  The preferred route to transport the oil that will be shipped to the Yorktown 

terminal facility is through the Virginia Avenue Tunnel and  

•  To increase its ability to receive inter-modal container shipments in the Norfolk 

area and to transport them to the Midwest, the preferred route is through the 

Virginia Avenue Tunnel. 

 

Future congestion on the SW rail tracks, and the greater speed that will be allowed in an 

enlarged tunnel,17 increase the risk of derailment. In addition, double-stacked container 

trains increase both the odds that a critical mass of harmful material will occur more 

frequently and the potential magnitude of damage. Lessons from other derailments 

underscore the real-world risks of fatalities, massive fires, explosions or other 

catastrophic events.  

 

There are the separate and real possibilities of acts of terrorism and sabotage that could 

result in a tragic loss of life and have a catastrophic impact on the operation of the 

American government as well.  Washington, DC is the highest-profile terrorist target in 

the world. This CSX proposal brings a potentially catastrophic source and quantity of 

hazardous and dangerous materials within striking distance of our Capitol, our 

downtown, and our monumental core. The Transportation Security Administration has 

recognized that a terrorist attack on freight rail could have a devastating impact on the 

nation’s economy. Such an attack could cause a tragic loss of life and have a 

catastrophic impact on the operation of the American government as well.18
  

 

II. THE MOA ADDRESSES ONLY THE ADVERSE EFFECTS DURING 

RECONSTRUCTION 

 

Nowhere in the draft Section 106 MOA is CSX’s permanent and expanded use of 

Virginia Avenue – a contributing element to the historic L’Enfant Plan Avenue – 

                                                        
17  Currently the speed in the tunnel is limited to 15 mph, but outside the tunnel. After 

construction, trains could have "a minimum operating speed of 40 mph."  DEIS at 2-1 

18 TSA has developed a national strategy for rail transportation security outlined below: 

Goal 1: Prevent and deter acts of terrorism using, or against, the transportation system.  

Terrorists may use attacks to directly disrupt the freight rail transportation system or use the 

cargo transported by a railroad to carry out larger attacks against the American people. The 

Sector aims to prevent and deter terrorist attacks before they happen without disrupting the free 

flow of commerce or compromising civil liberties. 

 

Goal 2: Enhance the all-hazard preparedness and resilience of the global transportation 

system to safeguard U.S. national  interests.  

The resilience of the freight rail sector can be improved by increasing its ability to accommodate 

and absorb damage from natural disasters or terrorist attacks without catastrophic failure. 

Resilience-improving strategies include a wide variety of mitigation activities, including 

support of response  and recovery activities. 
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addressed. The proposed reconstruction would be a permanent enlargement of the tunnel, 

increasing the width by up to 40 feet using the Virginia Avenue right-of-way.19 The 

tunnel will also be extended to the east and the east approach will be re-aligned (DEIS 

pages S-5-6). The DEIS obliquely concedes that the reconstructed tunnel will be located 

in ”Public Property”. The Draft Section 4(f) Evaluation discusses only the need to 

temporarily occupy a part of Virginia Avenue during trenching and construction.  (pages 

12, 21-24, 37-41, and 43-47 ). 

 

The Draft section 106 MOA contains the statement (page2): 

 

WHEREAS, FHWA, in consultation with DCSHPO and the Consulting Parties, have 

determined that the Project will have adverse effects on five (5) historic properties 

including the Virginia Avenue Tunnel; the Capitol Hill Historic District; St. Paul 

AUMP Church; The Plan of the City of Washington (L’Enfant Plan); and Virginia 

Avenue Paving [emphasis supplied] 

 

A more complete explanation of the adverse effects on the L’Enfant Plan is contained at 

page 12 of the Draft Section 4(f) where it is conceded that the “use” would not be a de 

minimis impact, the trenching would not be minor, and the use would be adverse in terms 

of Section 106 “due to the temporary occupancy of a contributing element (Virginia 

Avenue, SE) to the L’Enfant Plan” But the Evaluation fails to address the permanent use 

of a part of Virginia Avenue. While the Section 4(f) Evaluation does not discuss this 

permanent incursion into public space, page 3-5 of the DEIS concedes this fact, but 

without quantifying the amount of incursion: 

 
Because all three Build Alternatives described in this Draft EIS contemplate that the 

reconstructed tunnel would only be located within CSX owned or public property, 

rather than intruding into or under any private property, no additional detail beyond 

those already presented here is warranted. [emphasis added] 

 

The  MOA fails to address the permanent use of a significant part of Virginia Avenue that 

is the result of the proposed enlargement of the tunnel beyond its present dimensions. The 

amount of increased use of the Virginia Avenue right-of-way could be up to 40 feet in 

width for a distance of over 4,600 feet or over four acres. 20 The proposed permanent use 

                                                        
19 The incursion of the right-of-way varies by proposed alternative.  Alternative 2 would shift the 

center-line of the tunnel seven feet south, Alternative 3 would shift the center-line 25 feet to the 

south and Alterative 4 would shift the center-line 17 feet to the south (DEIS 3-28 – 3-29). 

Because these measurements are framed in terms of the "center-line" only, it is unclear how far 

the tunnel footprint is being expanded to accommodate the second track proposed by each 

alternative (DEIS 3.2.1.1-3.2.1.4). The tunnel footprint for alternative 3 appears to shift by 

about 40 feet. These would be permanent increases in the footprint of the tunnel. The run-

around tracks and construction access space required during construction that would extend 

even further beyond the existing (1901) right-of-way. 

 
20 40 ft x 4,600 ft = 184,000 sq ft = (184,000 / 43,560) acres = 4.22 acres. The present tunnel is 

3,800 feet long (DEIS page 1-1) and the build alternatives would extend the east portal by 330 



 12 

of a significant part of Virginia Avenue for the private use of CSX needs to be addressed 

in the Section 106 MOA. 

 

The draft Section 106 MOA does not identify this permanent use or consider the full 

range of feasible and prudent alternatives that would avoid “use” of Virginia Avenue. 

  

III. THE MOA DOES NOT ADDRESS THE ADVERSE EFFECT ON HISTORIC 

PARKS, OPEN SPACE AND RESERVATIONS 

 

Anacostia Park, in existence for almost a hundred years, is a 1,200 acre multiple use park, 

providing recreational areas and protecting natural scenery and the water quality of the 

Anacostia River. It includes an 18 hole public golf course, a swimming pool, ball fields, 

picnic facilities and a covered pavillion for roller skating and public events. The Park is 

listed on the National Register of Historic Places. Continued use of the CSX freight 

tracks that run through this park will preclude direct public access to the water by 

pedestrians, cyclists,  skaters and boaters as called for in the Anacostia Waterfront 

Initiative Draft Framework Plan (DCOP, 2003).21 

 

By limiting the evaluation of environmental effects to the area and time-frame of the 

construction, the draft 106 MOA fails to consider the adverse effects of the continued use 

of the tunnel on other parts of that alignment, including: 

 

a) the low height of the Anacostia River Bridge and its adverse effects on boating 

access to the river; 

 

b) the impacts of impeding dredging the Anacostia channel further upstream to 

facilitate greater boating use; 

 

c) the inability to improve neighborhood access to the river, and; 

 

d) the problems perpetuated by the approach tracks to that bridge that divide the Park. 

 

                                                        
feet (DEIS, page S-6). Because the tunnel would be deeper, it will be necessary to provide 

inclined track approaches to both the east and west portals. Because of the location of the new 

support columns for the 11th Street Bridge, there would have to be some reconfiguration of the 

tracks east of the east portal (DEIS page S-5). While scale drawings were not provided, the total 

length of the rebuilt tunnel, including the at-grade approaches likely exceed 4,600 feet. 

 
21 Mayor Tony Williams called the river “the city’s most undervalued resource” and pledged that 

the city will “make the river that once divided us a symbol of our unity and the engine of a 

thriving waterfront.” 
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CSX crossing the Anacostia. Photo by John Cochran, posted September 6, 2013 in GGW

A carpet of trash on the Anacostia River.  Anacostia Watershed Society photo 
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Photo from Neighborhood Nomad http://neighborhoodnomads.com/2013/05/24/anacostia-river/ 

 

 

 

IV.  THE SECTION 106 PROCESS REQUIRES ADDITIONAL STUDIES 

 

Three additional studies would begin to address the deficiencies noted above: 

 

One, an inventory of historic properties and buildings along the CSX tracks, from the 

Long Bridge to the Anacostia Bridge. 

 

Two, a new Vibration Analysis Study that would evaluate the adverse effects of 

vibration on the historic properties located along the SW tracks and along the 
eastern tracks leading to the CSX Anacostia Bridge that have been identified 
pursuant to the inventory described above. 
 

Three, an emissions study to quantify:22 

                                                        
22 The NEPA regulations explicitly require certain impacts to be discussed, including:  

 • Irreversible or irretrievable commitment of resources (40 CFR § 1502.16).  

 • Tradeoffs between short term uses of the environment and long term productivity (40 CFR § 

1502.16).  

 • Energy requirements and conservation potential of alternatives (40 CFR § 1502.16(e)).  

 Effects include “ecological (such as the effects on natural resources and on the components, 

structures, and functioning of affected ecosystems), aesthetic, historic, cultural, economic, 

social, or health, whether direct, indirect, or cumulative.” Effects may also be both beneficial 

and detrimental (40 CFR § 1508.8).  

 

http://neighborhoodnomads.com/2013/05/24/anacostia-river/


 15 

 

a) The emissions from realistic projected increased CSX traffic if the Virginia 

Avenue tunnel is enlarged, 

b) The potential reduced emissions if commuter and passenger rail operations 

south of Union Station were able to electrify and the extent to which that 

reduction would offset the adverse effects quantified in a, above. 

c) The potential reduced auto emissions that would result if commuter and 

passenger rail were able to expand as planned in the Union Station Master 

Plan and the SW Ecodistrict Plan, and the extent to which that reduction 

would offset the adverse effects quantified in a, above. 

 

In addition a thorough study—perhaps undertaken by the National Capital Planning 

Commission—would be charged with producing a comprehensive analysis of passenger, 

commuter and freight rail operations that would address separation of freight from 

commuter and passenger operations.23 A major segment of the CSX rail infrastructure 

within DC is obsolete and problematic for a variety of reasons.  CSX wants to fix the one 

piece that directly affects their business, and to do so in a way that is likely to commit 

CSX and the City to decades of continued reliance on a route that should be retired.  For 

the reasons demonstrated above, separation of freight from passenger and commuter rail 

operations is necessary and re-routing the freight traffic must be considered in the Section 

106 process, and considered objectively 

 

Conclusion 

The purpose of the Section 106 process is to assess adverse impacts on historic properties 

and if those adverse effects cannot be avoided, to agree on how to mitigate the adverse 

effects. The MOA is supposed to be the agreement of the parties about how to 

accomplish that mitigation. But, as demonstrated in these comments, the adverse effects 

can be identified, but studies are required to quantify the adverse effects so that they can 

be avoided or appropriate mitigation can be designed. Until the studies requested above 

have been accomplished, mitigation cannot be addressed in a MOA. 

 

Accordingly, the Committee of 100 recommends that the draft Section 106 Memorandum 

of Agreement, not be signed in its present form, since it does not accomplish the purpose 

of Section 106. 

 

Respectfully submitted, 

 
Monte Edwards. Vice Char. 

The Committee of 100 on the Federal City 

                                                        
23 The Committee of 100 DEIS comments recommends a solution with advantages for all parties 

to increase future capacity: Separate commuter and passenger rail from freight rail by providing 

an additional Potomac River rail crossing for freight, and dedicate a rebuilt Long Bridge to 

commuter and passenger rail. Separation of freight from passenger and commuter rail operation 

is discussed at pages 10-14 and rerouting of freight is addressed at pages 26-29. 


