MDTA Note: Letter received via email on 9/7/2022
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Anne Arundel County Bicycle Advisory Commission

To: Steuart Pittman, Anne Arundel County Executive

_ Transportation Director

CccC: Anne Arundel County Bicycle Advisory Commission

From: _Chair

Re: Separated Bicycle/pedestrian Facility on Chesapeake Bay Bridge Crossing

Date: April 16, 2021

The Anne Arundel County Bicycle Advisory Commission unanimously supports the following position
regarding a separated bicycle/pedestrian facilities in the Chesapeake Bay Bridge Crossing Study:

We do not take a position on if or where a new span should be
built. However, if a new span is built in any location or one of the
existing spans is replaced or renovated then we insist that a
separated bicycle/pedestrian lane be included. This has been done
on recent bridges of similar length around the U.S. including the
replacement Tappan Zee(see photo) and Pensacola Bay

bridges. Locally, the Woodrow Wilson Bridge has such a facility

: which is quite popular and the planned American Legion
replacement is expected to have one as well. In spite of the governor's announcement that the Nice
Bridge replacement would include a separated bike/ped facility, it was left out of the final bridge
design. These are once in a multi-generation opportunities which should not be wasted. These
bicycle/pedestrian facilities are in line with Maryland's Complete Streets policy and are a tremendous
draw for tourism especially over the iconic Chesapeake Bay. A safe bicycle/pedestrian lane over the
Chesapeake Bay would also provide passageway for long distance national trails, including the
Delaware-to-California American Discovery Trail and the complementary (alternate) route of the Maine-
to-Florida East Coast Greenway between Wilmington, DE and Annapolis via Dover, DE and Chestertown,
MD. The lane would provide safe access to and from the scenic and historic byways on the Eastern
Shore that are so popular with cyclists as well as non-motorized transportation to and from
communities on both sides of the Chesapeake Bay. The bike/ped lane could also provide emergency
vehicle access on the bridge when needed.

Please specify a separated bicycle/pedestrian lane as a mandatory feature of any future Chesapeake
Bay crossing as well as any other future bridges in Maryland.
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Maryland Transportation Authority
Bay Crossing Study

2310 Broening Highway

Baltimore, MD 21224

To Whom it May Concern:

| follow the MDTA on Facebook and am aware of the upcoming Open Houses in September,
Unfortunately, | will not be able to attend in-person. While I live in indiana, the ongoing traffic issues
surrounding the William Preston Lane, Jr. Memorial Bay Bridge are of great concern to me as | have
numerous family members who live and work in the area and must use the bridge and the surrounding
roadways. Also, | will be moving back to Maryland with my daughter in roughly one year, and plan to
settle somewhere in proximity to Annapolis and Kent Island, and may well have to use the bridge quite
often.

From this point on | will refer to the bridge crossing in question as the WPL Bridge. That said, for the
past few months, { have done much research on possible solutions for the congestion issues at the WPL
Bridge and | have included them in this letter (as well as various statistics). | do understand that none of
my ideas may come to fruition, they may have been suggested by others, or perhaps even been
considered and proven to be unviable, but | wish to share them with your agency, regardless, because it
may spark ideas not considered before.

Naturally, | know the congestion issues at the WPL Bridge won’t be solved by the time | return to
Maryland, but | am certain that those same issues will unfortunately worsen, as more and more young
people acquire their operator’s licenses and vehicles of their own. That, of course, is not the only factor,
but | suspect is likely one of the greatest influences.

As you surely know, the Chesapeake Bay is the largest estuary in the United States and the third largest
in the world, yet there are only three ways to get across, or around, it. Compare these facts to the San
Francisco Bay, which is approximately 10% the size of the Chesapeake Bay, yet has four bridges for
crossing (including the Richmond-San Rafael Bridge, which crosses the San Pablo Bay), and three of
those bridges are longer than the WPL Bridge.

While another few years-worth of studies could be done, it should be stated that it is long-past due for a
solution. Residents are getting more than impatient — they are getting angry. It took nearly four years
to build the original span of the Chesapeake Bay Bridge (completed in 1952), and just over four years to
build the second span (completed in 1973). Five decades have passed with no additional crossings and
the traffic volume has increased along with the population growth.

It is my understanding that an additional span will be built in proximity to the existing WPL Bridge. But
an additional span may likely be meaningless if the infrastructure on each shore doesn’t exist to absorb
the existing traffic — or the traffic of the future. For example, there are roughly 18.4 million people living




in the Chesapeake Bay watershed; that number is predicted to be over 22 million by the year 2050.
With this in mind, building just one new span across the Bay is truly not enough. The State of Maryland
has to find a way of not only getting ahead of the game — but staying ahead of it! How many lanes
should be added to highways on each side of the bay to accommodate the existing (and future) traffic
volume? Should US Highway 50 and US Highway 301 be converted into limited access freeways?

How agreeable are the residents on either shore to any proposed crossing ideas? Case in point: It took
about 33 years for a one-mile section of roadway-extension to be built here in Fort Wayne, because
property owners pushed back against the project, many not wanting to sell their property. And, that
caused daily traffic back-ups for many years as the area grew in population.

Is having just one additional bridge span really the best idea on the table? The Chesapeake Bay is
roughly 200 miles in length, and with about 150 miles of the bay between the WPL Bridge and the
bridge-tunnel in Virginia, just how enthused should a resident of Cove Point be about a trip to Ocean
City, when they know they will be stuck in the bottle-neck that is the WPL Bridge? How early should a
family in Salisbury leave home if they want to tour Washington D.C. for the day? If they leave at 7
o’clock in the morning, will they make it across the bridge without stopping, will they be stuck in the
middle of an eight-mile traffic jam on Kent Island, or should they leave at 5 o’clock in the morning to
avoid a back-up at the bridge — only to have to wait a couple hours for everythihg in D.C. to open for
business? Clearly, there are some logistics to consider for someone who simply wants to enjoy a day off
on the opposite shore, while hoping to avoid a lengthy wait at the WPL Bridge.

We live in a technological age that is constantly improving; feats of bridge and tunnel engineering are
appearing around the world: the Channel Tunnel, the Falkirk Wheel, the Oresund Bridge/Tunnel, and
the Hong Kong-Zhuhai-Macao bridge-tunnel (to name a few), and yet the WPL Bridge stagnates —and
the Bay area, and the State of Maryland, and the tri-state-area with it. The time for rea/ solutions is now
- they need to be implemented sooner than later!

1 propose the following:

A bridge, or tunnel, (or combination of the two) crossing north of the WPL Bridge that links the
Lake Shore area (or Swan Point) on the west with the Rock Hall area on the eastern shore.

A bridge, or tunnel, (or combination of the two) crossing south of the WPL Bridge that links the
Long Beach/Lusby area on the west with the Taylors Island area on the Eastern Shore.

A car ferry system in proximity to the WPL Bridge to help alleviate congestion. Additional car
ferry systems could be located farther north and south of the WPL Bridge. And frankly, car
ferries might be the quickest way to help the issue as the only infrastructure needed would be
docks for the boats and roadways to those docks. | strongly suggest double-deck ferry boats like
those used by Red Funnel in Southampton, England, for trips to the Isle of Wight. Their boats
are capable of carrying over 200 cars and nearly 900 passengers per trip. A car ferry system,
however, should not be considered as the only remedy.

A commuter train that starts from a location between Queenstown and Centreville and runs
parallel with US 50/301, and can take passengers as far west as Washington D.C. Is it possible
that a commuter rail could run between the existing spans of the WPL Bridge — or even
alongside it?




All of the above proposals have some amount of ‘build’ involved. Frankly, | cannot think of any solution
that does not involve building some kind of structure(s) to create more ways to allow residents, tourists,
and commercial vehicles to cross the Chesapeake Bay and alleviate the congestion at the WPL Bridge.
The truth of the matter is that Maryland needs more than just an additional set of lanes for crossing the
bay; Maryland needs those additional lanes, yes, but it also needs at least one (or more) additional
locations for arteries that allow for getting from shore to shore.

There are roughly 42 million visitors to Maryland each year. How many of them cross the WPL Bridge?
How many of them will return home and tell stories about 3-mile, 7-mile, 9-mile, and even 12.5-mile
backups at the WPL Bridge, discouraging others from visiting Maryland? The average tourist spends
$144 dollars per day, which means Maryland is raking in over $6 billion annually. How much of that
does the State want to lose?

Of the crossing options I've proposed, how can the State of Maryland keep them ‘affordable’, not only
for the travelers - once the crossing(s) would be completed - but also from the aspect of construction
costs, land acquisition, etc.?

Earlier, | mentioned ‘staying ahead of the game’. What if — heaven forbid — there is a disaster at the
WPL Bridge similar to that in Tampa, Florida, on May 9, 1980, when a cargo vessel crashed into the
support columns of the Sunshine Skyway Bridge? A section of that bridge, longer than four football
fields, fell into Tampa Bay. Thirty-five people lost their lives in the accident. The wrongful-death
settlements averaged $300,000 each; the owner of the freighter was ordered to pay $19 million to the
State of Florida for damage to the bridge — and that was in U.S. Dollars from forty years ago.

If such a disaster would befall the WPL Bridge, any loss of life would be tragic, and such an event would
also essentially cripple the central part of the Chesapeake Bay. What might happen to Maryland’s
economy?

Naturally, the local environment and the Chesapeake Bay ecosystem are of great concern — as they
should be. Great care should be taken to ensure that any construction project on (or near) the
Chesapeake Bay can coexist with the native lifeforms.

I am a firm believer that the technology exists to not only protect the native flora and fauna of the
Chesapeake Bay, but to make it possible for that same body of water to have additional crossing
options, and not just an additional set of lanes that already lead into heavily congested streets and
roadways.

Lastly, there are over 617,000 bridges in the United States. More than 40% of them are at least 50 years
old —including the WPL Bridge. Roughly 7.5% of those bridges are considered structurally deficient,
meaning they are in ‘poor’ condition. This is another reason to have additional crossings over the
Chesapeake Bay, because while the WPL Bridge may not be in poor condition now, but that day may
arrive one day. And that, is why it is so important to get ahead of the game.

Thank you for your time in this matter.




Populations and bridge, tunnel, and ferry information across the United States:

Population of Baltimore City: 609,000+

Population of Washington D.C.: 692,000+

Population of Baltimore metropolitan area: 2.84 million

Population of DC metropolitan area: nearly 6.4 million

Number of ways to cross or get around the Chesapeake Bay: 3

Number of visitors to Maryland each year: 42 million

Number of visitors to Washington D.C. in 2019: 24.5+ million

Number of people living in the Chesapeake Bay watershed: 18.4 million (predicted to be over 22 million
by 2050)

Chesapeake Bay: 4,479 m? 200 miles long; 21’ mean depth

Chesapeake Bay Bridge (Annapolis): 4.35 miles long; 27 million annual traffic (74,000 daily)

San Francisco Bay Area

San Mateo Bridge: 7 miles long; 3 lanes each way; 93,000 daily traffic

San Francisco-Oakland Bay Bridge: 4.5 miles long; 250,000+ vehicles per day
Richmond-San Rafael Bridge: 5.5 miles long; roughly 33,000 vehicles per day
Dumbarton Bridge: 8,600 long; 70,000+ vehicles daily

*There are two additional bridges north of Oakland which cross the Carquinez Strait.

Population of San Francisco: 875,000
Population of Oakland: 390,000

Population of Alameda County: 1.5 million
Population of San Mateo County: 765,000
Population of Contra Costa County: 1 million
Population of Marin County: 250,000
Population of Solano County: 413,000

Total population of the above: roughly 5.2 million
At least six major bridges for that metropolitan area

Cape May/Lewes Ferry; New Jersey-Delaware
The ferry boats are capable of carrying 100 vehicles and 800 passengers each departure

Lake Pontchartrain; Louisiana
Lake Pontchartrain Causeway: 24 miles long; 2 lanes each way; 12 million annual traffic (32,900 daily)
Population of the New Orleans metropolitan area: 1.27 million

Lake Champlain; Vermont/New York State
490 m?; 125 miles long (north to south); multiple highways and ferries cross the lake; annual ferry traffic
to cross the lake is roughly 1 milfion passengers




Lake Michigan
307 miles north to south; 22,406 m?

Mackinac Bridge and two ferry crossings; Mackinac Bridge annual traffic exceeds 4.2 million vehicles

Tampa
Sunshine Skyway Bridge: 4+ miles long; 2 lanes each way; 50,000+ vehicles daily

Population of the Tampa metropolitan area: 3.1 million

New York City
George Washington Bridge: 4,760 long; double-deck bridge; 275,000-300,000 daily traffic

Brookiyn Bridge: 1.1 mile long; 116,000 daily traffic
Manhattan Bridge: 6,855 long; nearly 76,000 daily traffic
Henry Hudson Bridge: 2,208’ long; over 62,000 daily traffic
Queensboro Bridge: 3,724’ long; 170,000+ daily traffic
Holland Tunnel: 1.6 miles long; nearly 90,000 daily traffic
Lincoln Tunnel: 1.5 miles long; roughly 113,000 daily traffic
Queens-Midtown Tunnel: 6,414’ long; 80,000 daily traffic

Number of bridges and tunnels linking Manhattan to the rest of the world: at least 20
Multiple bridges link the surrounding boroughs of New York City to each other

Population of Manhattan: 1.63 milliont
Population of the Bronx: 1.43 milliont
Population of Brooklyn: 2.58 milliont
Population of Queens: 2.27 million
Population of Staten Island: 475,600+

Number of visitors to New York City annually: 65 million

International information worth mentioning

Confederation Bridge (Prince Edward Island): 8 miles long; 1.5 million annual traffic

Red Funnel Ferry System, Southampton, England

Bridge-tunnels

Tokyo Bay Aqua-Line

Oresund bridge/tunnel (Sweden)
Hong Kong/Zhuhai/Macau bridge
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Date: September 27, 2022

To: Mr. William Pines, Executive Director, Maryland Transportation Authority
From: Maryland Bicycle & Pedestrian Advisory Committee

Subject:  Recommendations for the Chesapeake Bay Crossing Study Tier 2 NEPA

In accordance with the requirement stating the Maryland Bicycle and Pedestrian Advisory
Committee (MBPAC) advises the Administration on issues directly related to bicycling and
pedestrian activity, the Committee offers the following recommendations related to the Tier 2
NEPA Chesapeake Bay Crossing Study.

Recommendations:

1. Ifanew crossing is to be constructed, then it must include a barrier separated pedestrian
and bicycle accommodation.

2. If an existing crossing is renovated or otherwise replaced, then the renovation or
replacement should include a barrier separated pedestrian and bicycle accommodation.

3. The NEPA Tier 2 Study should include an evaluation that includes accommodation for
bicycling and walking in all possible scenarios with a focus on mode shift, safety and
economic impact

4. Generally, MBPAC recommends that any bridge or tunnel construction by a State
Department or Agency or funded in full or in part by the State require accommodations
for pedestrians and bicyclists.

Similar to the existing 4.3-mile bay crossings, the recently constructed Governor Mario M.
Cuomo Bridge, a 3.6-mile span over the Hudson, 20 miles north of New York City, carrying I-
87, includes barrier separated pedestrian and bicycle accommodations. Here in Maryland, both
the Woodrow Wilson and the planned American Legion Bridge accommodate both pedestrians
and bicyclists over the Potomac River.

Crossings of natural geographical barriers are built or renovated perhaps once in every other
generation. Failure to include bicycle and pedestrian accommodation adversely impacts not only
the current citizens of Maryland but those for the next 50 to 100 years.

Such accommodations can be tourism destinations in and of themselves as well as links to
facilities on either end and with longer and multi-state trail networks. The separated bike/ped
facility would provide safe access to and from scenic and historic byways on the Eastern Shore
popular with cyclists as well as facilitate non-motorized transportation to and from communities
on both sides of the Chesapeake Bay.

For all of the above reasons, MBPAC strongly recommends this project include at least a twelve-

foot-wide barrier separated bicycle and pedestrian path. We would be glad to discuss this matter
directly with the Study team or members of the Administration, at your convenience.

Page 1 of 2
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The Maryland Bicycle and Pedestrian Advisory Committee
ﬁ Chair

Reference

Home | Governor Mario M. Cuomo Bridge (ny.gov) — Run, Walk, Bike and Explore
Explore-The Bridge Path | Governor Mario M. Cuomo Bridge (ny.gov)




MDTA Note: Letter received via email on 10/12/2022

October 12, 2022

Bay Crossing Study
2310 Broening Highway
Baltimore, MD 21224

Thank you for this opportunity to provide my comments on the Maryland Transportation
Authority’s (MDTA'’s) Tier 2 Bay Crossing Study.

My objective in these comments is to advocate for the following actions on the part of
MDTA:

1) Choose a solution that will ultimately result in the demolition of the two existing
bridges;

2) Construct one eight-lane or two four-lane bridges as replacements that actively
incorporate community, recreation, and tourist-friendly features that will improve
quality of life and economic development specifically for Anne Arundel County
residents;

3) Incorporate objectives such as improvement of aesthetics, local recreational
opportunities, and local tourism into the Purpose and Need Statement for the Tier
2 Environmental Impact Statement (EIS);

4) Incorporate aesthetics into the analysis in the Tier 2 EIS, with an equal focus on
accruing beneficial and avoiding adverse impacts to aesthetics in the local area.

5) Ensure that the analysis of visual, recreational, and economic development
impacts in the Tier 2 EIS focuses strongly on local impacts, especially in Anne
Arundel County, instead of on regional impacts that only benefit residents in the
Washington and Baltimore suburbs, Ocean City, or Delaware; and

6) Ensure that the impact analysis in the Tier 2 EIS gives as much consideration to
beneficial visual, recreational, and economic development impacts as it gives to
adverse impacts to those values.

Introduction

Tourist bridges exist. They range in scale and importance from small, historic, and
decorated bridges that attract a few amateur bridge photographers within a local area to
iconic, world-renowned structures visited by thousands of people every day. They are
located in downtown areas of large cities and hidden in the woods in isolated rural
areas, and they dominate the vistas of our most scenic landscapes. These bridges
support their local community and economy by encouraging tourists to visit the area,
providing recreational opportunities for the local residents, serving as prominent
features of our cityscapes, enhancing our parks and outdoor green spaces, and
functioning as community gathering places.

| know that these bridges exist because | spent nine years studying and writing two
books about ter. [
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was published in March 2022, and
will be published in November 2022.

These books, based on extensive research, interviews with experts, and visits to more
than 600 tourist bridges in the US, Canada, and Europe, document the features and
characteristics of bridges that support tourism and recreation, and enhance their
viewcape and environment.

Tourist and community-centric bridges exist. The Chesapeake Bay Bridge is not one of
them.

The most important passage from [
ﬁbegins Chapter 10, which is titled “Bridges Not For Tourists”.

The first paragraph of Chapter 10 reads:

“Once you have walked across hundreds of bridges specifically to study
and document the features that make them special, you will inevitably
begin to see and document the opposite — bridges that are distinctly not
special, do not enhance their surroundings, and do not attract tourists or
other visitors. This is not a reference to the thousands of boring, everyday,
working bridges that are doing their part to keep traffic moving without
bothering anyone. Instead, it refers to locations where a historically
important bridge has been allowed to fall into disrepair through rust or rot,
or where an obvious opportunity to develop a bridge into an enhancement
for the community has been missed.”

This was written in 2019, long before | ever heard of the Bay Crossing Study. To
support that statement, | wrote detailed profiles of several of these “non-tourist bridges”.
However, for the final version of the book, | chose to focus on a single example of a
bridge that was a major disappointment - one that not only failed to enhance its local
community, but that actually diminished its surrounding viewscape, and served to repel
tourists from its local area — the Chesapeake Bay Bridge. | chose the Chesapeake Bay
Bridge as the prime example of a failed bridge for three reasons:

e Itis my bridge - as a lifelong Marylander, | grew up crossing the bridge, and was
intimately familiar with it.

e |tis the Chesapeake Bay — not some small, remote river unknown to all but a few
locals, but one of the most important scenic vistas in the eastern US.

e The current bridges are a blot on the landscape — the mismatched, disparate
styles of the towers of the two bridges are so discordant that they not only fail to
enhance the aesthetic, recreational, and tourist resources that make a vibrant
community, but they actively damage those resources.

In this first book, my discussion of the Chesapeake Bay Bridge was limited to pointing
out its deficiencies. In

, written after | became familiar with the Bay
Crossing Study, | wrote that Tier 2:

“. . . will offer additional opportunities for the public to become involved
and demand that the new bridge incorporate aesthetics, recreation, and



other community-centric features into its design. Hopefully, the decision-
makers, with local community input, will recognize the enormous damage
that was done to the viewscape 50 years ago by constructing the existing
mismatched bridges and will work to correct the situation, or at least strive
to not make it worse.”

| then went further by speculating on possible solutions to correct the deficiencies. In
that analysis, | acknowledged that my proposed solution of demolishing the existing
bridges was “. . . admittedly and completely disconnected from the reality of budgets
and other constraints.” However, | pointed out that “it is an approach that could be used
to develop a world-class, iconic bridge that would not only enhance the aesthetics of
this portion of the Chesapeake Bay, but would create a prominent, bridge-centric tourist
and recreational attraction.”

1 - Demolish the Existing Bridges

When | was publishing my criticism of the current Chesapeake Bay Bridge and
advocating for its demolition in early 2022, | assumed that | was alone. It was not that
everyone | spoke to disagreed with me — almost everyone agreed that the current
bridges are enormously unattractive. Instead, it was that nobody seemed to care.
Nobody understood that this unattractive appearance has real detrimental effects on
local land values, tourism, and recreation and, most importantly, nobody thought that
anything could be done about it. It seemed to be a ridiculous idea that someone would
spend billions of dollars to demolish bridges that, flawed as they are, still serve to move
most of the traffic, most of the time.

| was surprised, then, to learn that the county councils in both Anne Arundel County and
Queen Anne’s County actually passed resolutions advocating for the demolition of the
current bridges and replacement by one or more new bridges. Then, during the Open
Houses in September, | learned that several other counties, as far away as Garrett
County, had passed similar resolutions.

In general, those resolutions advocate for a replacement and demolition solution for
functional reasons. Several of them note that the older of the two bridges is likely going
to require replacement eventually anyway. Others argue that, even with a new bridge
added to the corridor, the limitations in the widths of the existing bridges will continue to
hinder traffic flow, as well as ability to perform emergency response and maintenance,
into the future. While a third bridge, operating in conjunction with the two existing
bridges, could temporarily alleviate these issues, it is not likely to be a long-term
solution.

| concur with all of these points raised in the resolutions, and support their proposed
solutions. However, as discussed in my two books, | offer additional reasons, related to
the aesthetics of the two existing bridges, that support a replacement/demolition
solution.

As discussed in the Introduction above, tourist and community bridges do exist, in
thousands of locations. However, these are not bridges that somehow, randomly
became tourist and community bridges. These are bridges where the developer made
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specific design choices to enhance aesthetics, to incorporate recreational features, and
to make the bridge an attraction for local residents and tourists. The aesthetics of a
man-made structure, especially one in such a prominently scenic setting, is not
subjective for the majority of viewers. There are design choices that can be made that
will, objectively, complement the scenery and create an aesthetically pleasant
experience for most viewers — this is one of the primary goals of an architect.

The image of a bridge is not going to spontaneously spur shoreline development, or
begin to be used as a recognizable logo for local businesses and municipalities — its
designers must deliberately consider aesthetics in creating symmetry and in selecting
the form of the towers, the shape of the supporting cables, the colors of the paint, and
the lighting of the bridge at night. Similarly, a bridge is not going to become the focus of
a state park, with specific bridge viewing areas, visitor center, and educational plaques
describing the bridge along with the local ecology and history, unless these features are
deliberately added. A bridge is not going to attract hikers and bicyclists unless it is given
a sidewalk. A bridge is not going to be used as an elevated platform for viewing wildlife
and scenery in the Chesapeake Bay unless an elevated platform with benches is
provided.

Because the most disturbing characteristic of the current bridges is their lack of
symmetry or any other element of visual appeal, their continued presence will eliminate
any potential for a third bridge to improve the aesthetics of the corridor. No matter how
much consideration of aesthetics is put into the design of a third bridge, it will always be
seen in the context of the two unattractive bridges, so cannot overcome the problem.
The Broadneck Peninsula and Kent Island shoreline will never become a major
attraction for development similar to shorelines near hundreds of other major bridges as
long as the aesthetics of the corridor continue to be compromised.

With respect to the environmental impacts of demolition, the Tier 2 EIS is going to
conclude that demolition of the existing bridges will have greater impacts to water
quality and ecological resources than any alternatives that continue to maintain the
bridges. This is true, and will be used by some members of the agency, interest groups,
and the community to argue against demolition. However, Best Management Practices
(BMPs) are available to be used as mitigation measures to minimize the impacts while
the demolition is occurring. In addition, bridges in areas with valuable ecological
resources are demolished all the time. An analogue to the Chesapeake Bay Bridge
would be Ravenel Bridge in Charleston. This is a sculptural, community-focused bridge
that replaced two unattractive truss bridges, Grace and Pearman. After the new bridge
was completed, the Grace and Pearman bridges were demolished. Interestingly, it
appears to be MDTA'’s current policy to demolish their obsolete bridges. Despite
substantial interest in maintaining the old Governor Nice Bridge, the Maryland
Transportation Secretary has stated that this would present too many logistical and
financial challenges. Instead, the bridge is to be demolished and its remains to be used
as an artificial reef.

These observations document that:



e The size, age, configuration, and condition of the existing bridges are not
compatible with a long-term solution for the transportation challenges in the
corridor.

e The asymmetry and lack of any community-friendly or recreational features on or
near the existing bridges precludes any future development of the corridor into a
prominent enhancement for the community or attraction for tourists.

e The adverse impacts of demolition are not severe enough to justify continuing to
maintain these flawed bridges.

2 - Create a Community and Tourist Bridge

One of the most important observations | made in my years of studying tourist bridges

was how common they are, especially in the most visible or prominent location of a city.
The Epilogue of [N

discussed how Chapters 1 through 9 of the book offered hundreds of bridges in
other locations as concrete examples of places where specific ideas have already been
implemented, and which are actively supporting quality of life and driving economic
development in their communities. Following are a few examples of the features that
could be incorporated into a future Bay crossing if the planners at MDTA are willing to
look past the simplistic objective of alleviating traffic jams:

e Sidewalk — almost every other major bridge has a pedestrian sidewalk, including
the Golden Gate, Brooklyn, George Washington, Benjamin Franklin, Ravenel,
Woodrow Wilson, and Frederick Douglass. It is almost easier to mention the few
major bridges that do not have sidewalks, including Mackinac, New River Gorge,
and Delaware Memorial.

e Connects to regional bike trails on either end of the bridge — Woodrow Wilson,
Walkway over the Hudson, Golden Gate, John Kerry (Omaha), Center Street
(Des Moines)

e Dedicated visitor center with gift shop, snack bar, exhibits, and restrooms —
Golden Gate, Clifton Suspension, Sydney Harbour, Forth Road, Navajo

o State park directly associated with the bridge through its name, and with displays
providing information about the bridge — Mackinac. Note that the Chesapeake
Bay Bridge dominates the view from Sandy Point State Park, but when you look
at the Sandy Point website, you will not find a single photo of, or mention of, the
bridge. The bridge does not attract v