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EXECUTIVE SUMMARY
The primary objective of the Ontario County Freight Corridor
Development Plan was to examine the opportunities for
development of rail-oriented, freight-related businesses along
the railroad corridor, portions of which are owned by Finger
Lakes Railway (FGLK) and Ontario County within the Town of
Manchester, Villages of Manchester, Shortsville and Clifton
Springs, and a small adjoining area in the Town of Farmington.
The plan was supported by an extensive community outreach
effort and includes an inventory and analysis of existing natural
and cultural resources, land uses, and infrastructure in the study
area; a corridor level suitability analysis to identify opportunities
and constraints for rail-dependent development; concept design
alternatives for three rail-oriented sites in the study corridor; and
implementation strategies that will create new economic
development opportunities.
The study included an extensive community outreach process
that involved citizens and other stakeholders to assist with
identification of opportunities for the development of railoriented businesses in the study corridor. Stakeholders were
identified early and engaged throughout the process to identify
issues and opportunities, establish goals and objectives, and
facilitate communication to reduce the risk of conflict and align
stakeholder goals and values. A steering committee represented
by a broad spectrum of the community guided the study
process, and a series of public meetings, workshops and
charrettes were held to gain valuable input from the broader
community as each phase of the plan was developed.
The inventory and analysis phase provided the foundation for
the plan by identifying opportunities and constraints and
screening for the selection of alternative development sites. It
included existing natural and cultural resources, environmental
conditions, utility infrastructure, land uses and ownership,
zoning, and road and rail infrastructure in the study area.
Although some constraints were identified as part of this phase,
it was determined that appropriate site design and incorporation
of mitigation measures could substantially overcome such
constraints.
Building on the inventory and analysis phase, a Corridor Level
Suitability
Analysis
was
conducted
which
identified
opportunities and constraints for rail dependent development
within the study corridor. The analysis included an assessment of
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project areas and parcels along the corridor to identify where
immediate development opportunities exist, and where longerterm development strategies need to be considered.
The following four areas along the study corridor were evaluated
to determine their suitability for immediate and long-term railenabled economic development:

Manchester Yard – Village of Manchester
The Manchester Yard was identified as an ideal location for rail
development to spur economic opportunities in the study
corridor. Opportunities identified included proximity to
Interstate 90, existing utility infrastructure, amount of
undeveloped land adjacent to the rail line, and existing
industrially zoned land.

Great Lakes Kraut (GLK) / Shortsville – Town of Manchester /
Village of Shortsville
The existing lands in and around GLK was also identified as
another ideal location for rail development. Opportunities
identified included proximity to Interstate 90, land availability, an
existing rail siding, rail compatible land uses, and Light Industrial
and Industrial zoning.

Thompson Grain Co. / Village of Clifton Springs
The existing lands between Railroad Ave/Stevens St. and County
Road 13 was identified as an area for potential limited
development. Minor opportunities identified included access to
Interstate 90, potential for track runaround storage, and existing
utility infrastructure. Potential constraints identified included
limited access, and incompatible surrounding land uses.

Shortsville Area / Pioneer Road
The existing lands along Pioneer Road south of Main Street in
the Village of Shortsville offered limited opportunities for new
rail-based development. However, notable constraints and
challenges were identified including incompatible surrounding
land uses and existing grade crossings. Thus, this area was
eliminated from consideration as a potential development site.
A Rail Enabled Business Opportunity Analysis was also
conducted and included an analysis of local and regional
economic
activity,
freight
potential
and
constraints
(environmental, logistical, etc.) within the study corridor. This
included identification of rail enabled or support businesses as
well as infrastructure requirements, regulatory issues, and any
land use compatibility issues.
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The analysis also identified one limiting factor on the FGLK
system: weight limits on various line segments are lower than
the 286,000 lb. limit on the connecting Class I mainlines which
means that railcars transported to and from businesses in the
FGLK corridor must operate under reduced loads that
correspond to the lowest maximum weight on the rail lines used
to serve them.
Based on public and stakeholder input and the opportunities and
constraints identified in the Inventory and Analysis and Rail
Corridor Suitability Analysis phases, the following railway
corridor alternatives were developed:

Manchester Yard Development Plan - Option A (DP-1A)
This option centrally locates a trans-load rail yard facility
adjacent to the existing FGLK, encompassing the historic
footprint of the Manchester Yard. This type of facility would
include new commercial and industrial space that could
accommodate a variety of different businesses and incorporates
a storage yard, rehabilitation of the existing historic roundhouse
building as a commercial use with a pedestrian connection to
Main Street, renewable energy options and storm water
management areas.

Manchester Yard Development Plan - Option B (DP-1B)
This option proposes similar industrial building footprints as
Option A to accommodate rail-enabled businesses but, rather
than a trans-load rail yard facility, rail sidings would provide
access to individual businesses adjacent to the main rail line.
Unique to this option is the reintroduction of a former rail spur,
providing rail access to the existing roundhouse from the main
line. Similar to Option A, renewable energy and storm water
management areas have also been incorporated into this option.

Manchester / Shortsville Development Plan - (DP-2)
This site is bounded by the FGLK on the north, South/East
Avenue on the west, and County Road 13/E. Main Street on the
south and east. The site is located adjacent to the existing GLK
facility and expands upon the success of that facility while taking
advantage of the site’s proximity to FGLK, associated rail
sidings, and developable land. This option locates new industrial
buildings on the western portion of the site near GLK, and
incorporates an additional track siding north of the existing
wetland. On the eastern portion of the site along the rail spur
and in the undeveloped area bisected by Cabbage Patch Lane,
industrial development is envisioned to accommodate railenabled businesses. Cabbage Patch Lane has been reconfigured

C | EXECUTIVE SUMMARY

into a traditional grid layout to allow for additional infill
development and rail sidings and a variety of building sizes and
parcels are available to appeal to prospective rail-enabled
businesses.
Renewable energy options and storm water
management areas have also been incorporated into this option.

Clifton Springs Development Plan
This site is located along Railroad Ave west of Kendall St. in the
Village of Clifton Springs. As part of this study and to facilitate
support of local businesses and increase economic development
potential within the Village, two development plan alternatives
were developed. These plans were presented and considered
during the public participation process and reviewed by the
steering committee, stakeholder group and the general public.
However, as further consideration was given to the site’s overall
incompatibility with surrounding residential land uses and the
associated environmental, infrastructure, traffic and community
character constraints, the concept plans developed for this site
were eliminated from consideration for rail enabled economic
development. Recommendations for future land use(s) of the
site for Land Conservation or Open Space purposes are
expected to be included in the Joint Comprehensive Plan
Update currently under development among the three Villages
and the Town of Manchester.
Implementation of the Ontario County Freight Corridor
Development Plan will be accomplished over a 15-year
timeframe and will involve a number of short-, medium-, and
long-term strategies. The recommended implementation
strategies are as follows:

Task 1 – SEQRA Findings and Plan Adoption
Complete the State Environmental Quality Review Act (SEQRA)
process and adopt the plan.

Task 2 – Establish Implementation Committee
Establish an implementation committee which would be
responsible for implementation of strategies and tracking
progress.

Task 3 – Seek Grant Opportunities
Identify applicable grant programs that will assist with financing
Plan implementation studies and projects.

Task 4 - Shovel Ready Certification Applications
Pursue shovel ready certifications of the proposed development
sites to facilitate redevelopment and investment. This program
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will essentially provide the impetus for implementation over the
short and medium term and will guide many of the strategies
and actions to be pursued by the implementation committee
over time.

Task 5 – Market Analysis
Complete a detailed market analysis and financial feasibility
assessment to identify opportunities for redevelopment.

Task 6 – Utility and Infrastructure Capacity Analysis
Conduct a detailed utility and infrastructure capacity and
transportation infrastructure analysis to identify opportunities
and constraints to redevelopment.

Task 7 - Regional Rail Infrastructure Study
Complete a regional rail infrastructure study to assess current
weight limits, the potential for system upgrades to
accommodate the movement of heavier loads (up to the
286,000 lb. industry standard), and the possible addition of new
rail sidings in the corridor and overall regional rail system. Local
officials and FGLK should work with appropriate federal and
state partners to reestablish essential freight rail service on the
NS line between Geneva in Ontario County and Lyons in Wayne
County to allow cost and time effective westbound shipping
from this area.

Task 8 – Stormwater Pollution Prevention Plan
Prepare stormwater pollution prevention plans for the proposed
development sites and submit for review and approval to the
respective municipality (i.e., MS4) and the NYSDEC.

Task 9 – Infrastructure Investment
Advance incremental infrastructure investments in strategic
locations so that maximum flexibility is provided to prospective
developers.

Task 10 – EPA Brownfield Grant Assessment Application
(Roundhouse parcels)
Gather all environmental information for the Roundhouse and
Krol parcels at the Manchester Yard site to determine whether
there are gaps in environmental data, provide recommendations
for any further Phase II testing and develop a remediation plan
to facilitate future redevelopment. The Ontario County Planning
Department submitted an application to EPA in December of
2016.
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Task 11 – Temporary Incidence of Ownership (Roundhouse
parcels)
Enter into a Temporary Incidence of Ownership to obtain access
to the Roundhouse and Krol parcels to complete any site
inspections and testing that may be required. This effort is
ongoing by the County of Ontario.

Task 12 – Facilitate Remediation and Reuse (Roundhouse
parcels)
Facilitate remediation of Roundhouse parcels to provide an
incentive for eventual redevelopment and reuse.

Task 13 – Application to Brownfield Cleanup Program
(Oldcastle parcels)
Track status and any plans for cleanup and redevelopment of
the Oldcastle Inc. site within Manchester Yard

Task 14 – Phase I and Phase II Environmental Site
Assessments
Conduct Phase I and Limited Phase II Environmental Site
Assessments to determine the presence or absence of
contamination at the proposed development sites.

Task 15 – Wetlands Delineation and Jurisdictional
Determination
Conduct detailed wetland delineations and habitat assessments
to determine actual wetland boundaries and presence/absence
of critical habitat to identify any associated constraints to
development. Pursue Jurisdictional Determinations from the
NYSDEC and U.S. Army Corps of Engineers in support of the
Shovel Ready Certification Applications and to incentivize
redevelopment.

Task 16 – Renewable Energy Development
Initiate matching private landowners and renewable energy
developers/brokers or partner directly with renewable energy
developers/brokers to facilitate solar energy development.

Task 17 - SHPO Consultation and Archeological Surveys
Consult with the New York State Historic Preservation Office
(SHPO), particularly with respect to the Roundhouse Property
within the Manchester Yard, to facilitate use of historic
rehabilitation tax credits or other incentives to help facilitate
rehabilitation and reuse efforts. Conduct Phase IA and 1B
Cultural Resource Investigations to determine whether any
historic and/or archeological resources are present at the
proposed development sites.
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Task 18 – National Register Nomination (Roundhouse
Property)
Initiate the National Register nomination process to provide a
layer of protection for the Roundhouse and to incentivize the
private sector to take advantage of historic rehabilitation tax
credits to defray the cost of investment and adaptively reuse the
structure.

Task 19 – Traffic Impact Studies
Conduct Traffic Impact Studies to assess the potential for traffic
impacts on communities surrounding the proposed development
sites.

Task 20 – Preliminary Subdivision and Site Plan Approval
Pursue preliminary subdivision and site plan approvals for the
proposed development sites to support the Shovel Ready
Certification Applications.

Task 21 – Rezoning/Code Amendments
Pursue rezoning of parcels at the proposed development sites as
follows:
Manchester Yard
• Rezone industrially zones parcels between South Main
Street and the Roundhouse (including Roundhouse
parcels) from General Industrial (I-2) or Restricted
Industrial (I-1) to Commercial (C-1).
• Rezone split zoned parcel (SBL #32.17-2-36.000)
southeast of the Roundhouse from Commercial (C1)/Residential (R-1) to Commercial (C-1).
Manchester-Shortsville Site
• Rezone all agricultural, land conservation and mobile
home park zoned parcels to Industrial (M-1).
• Rezone Light Industrial ((M-2) (parcel (SBL #44.00-27.111) to Industrial (M-1).
• Rezone split zoned parcels to Industrial (M-1).

Task 22 – Property Acquisition/Assemblage
Work with existing landowners of key properties within the
Manchester Yard and Manchester-Shortsville sites to facilitate
redevelopment in accordance with the adopted Corridor plan. If
efforts with existing landowners fail, the municipalities should
work together to acquire these properties to transfer them to
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private entities for redevelopment and accommodation of
infrastructure to support such redevelopment.

Task 23 – Geotechnical Investigations
Conduct geotechnical investigations at each of the proposed
development sites to obtain information regarding subsurface
soil conditions to help facilitate future redevelopment.

Task 24 – Topographic and Boundary Surveys
Complete topographic and boundary surveys for the three
proposed development sites to support the Shovel Ready
Certification
Applications
and
facilitate
redevelopment
opportunities.

Task 25 – Develop Marketing Materials
Develop marketing materials in cooperation with private
landowners for the proposed development sites to provide key
information regarding economic development opportunities for
prospective developers and rail-enabled businesses.
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1.0 INTRODUCTION
1.1 Project Overview
This plan examines the opportunities for development of railoriented, freight-related businesses in the study area. The study
area includes lands in the Towns of Manchester and Farmington
and Villages of Manchester, Shortsville and Clifton Springs
centered on the Finger Lakes Railway (FGLK) Corporation’s
Class III railroad. The objective of this study is to assess rail
capacity, infrastructure constraints, and land-use regulations that
will influence and guide the planning, design and engineering
efforts necessary to support freight-related development in the
study area.

1.2 Background
Within the Village of Manchester, the Manchester Yard has a rich
history and a strong influence on the local economy and culture.
The Manchester Yard is located along the Lehigh Valley Railroad,
north of Red Jacket Middle/High School, south of properties
along State Street, east of the Pheasant Golf Links, and west of
S. Main Street (State Route 21) and Merrick Circle. Today,
Manchester Yard is comprised of several vacant parcels and a
few rail-oriented businesses. The former Old Castle facility sits
idle just west of Rochester Insulated Glass (RIG), although there
is renewed interest in its reuse. Thompson Grain continues to
actively use the Manchester Yard, as well as facilities it operates
in Clifton Springs. RIG is located adjacent to the historic former
Lehigh Valley Roundhouse.
The Lehigh Valley Railroad (LVRR) constructed the Manchester
Yard early in the 20th century, developing it into a large rail
support facility. The LVRR had a substantial network across
upstate New York with a major port of origin being the City of
Buffalo. Its rail corridor extended east to Depew, Batavia, Rush,
Victor and onto Manchester, Shortsville, Clifton Springs and
Geneva. The main line extended south along Cayuga Lake into
Ithaca before heading to Allentown and Bethlehem,
Pennsylvania, eventually reaching ports in Philadelphia and New
York City.
The LVRR also extended north into the City of Rochester, with a
station formerly on the east side of the Genesee River near Court
Street. Today, substantial segments of the LVRR have been
abandoned and the tracks removed. A multi-use pedestrian /
bicycle trail extends across portions of Livingston County,
Monroe County and western Ontario County on the alignment of
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the former LVRR. The former ‘main line’ track is still active
beginning at State Route 251 west of the Village of Victor,
extending east through the Town of Farmington until it crosses
State Route 96, enters the Manchester Yard, and continues east
to the intersection with the former New York Central and
Hudson River Railroad (NYCHRR). The County of Ontario holds
title to the former LVRR property from State Route 251 in the
Town of Victor to the rail interconnection east of the Village of
Shortsville with the former NYCHRR. The Finger Lakes Railway
(FGLK) owns various sections of both the NYCHRR and LVRR
from Canandaigua north to Shortsville, then east to Clifton
Springs, Phelps, Geneva, Waterloo, Seneca Falls, Auburn, and on
to Syracuse. FGLK also operates several north-south segments
along both sides of Seneca Lake. Overall, FGLK operates a 167mile rail network across 6 counties in the Finger Lakes region.

Shortsville is a short distance southeast of the Manchester Yard
and is served by the branch of the FGLK that extends south
through the Village and to the City of Canandaigua (where
Pactive and Canandaigua Wine are active customers on the
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FGLK rail system). Within the Village of Shortsville Great Lakes
Kraut Foods (GLK Foods) sits adjacent to the rail line with
another business across the tracks immediately to the north.
There is a mix of active agricultural fields as well as residential
neighborhoods south and east of GLK Foods. Truck access to
these facilities is along Walters Lane which originates from
County Road 13, then onto Cabbage Patch Lane that extends
across agricultural fields to GLK Foods. Walters Lane is paved;
however, Cabbage Patch Lane is unpaved so ruts and uneven
surfaces force tractor trailers to slow speeds. Cabbage Patch
Lane was constructed to minimize truck traffic in the residential
neighborhoods of the Village.
The FGLK main line parallels County Road 13 for a while before
reaching Clifton Springs located several miles east of Shortsville.
Historically, Clifton Springs enjoyed significant passenger rail
activity because of the Village’s therapeutic sulfur springs, which
brought visitors from across the northeast. Today, the former
passenger station has been converted to the Village library and a
private business occupies the freight depot between Crane and
Kendall Streets. Residential land uses dominate the north side of
the rail line. Railroad Avenue extends west of Kendall Street to
an area of the Village’s historic rail yard. As previously
mentioned, Thompson Grain operates a facility along the rail line
west of Kendall Street. There is a wetland complex just south of
Railroad Avenue proximate to Thompson’s Grain building.
As rail service in this country has been reinvigorated due to the
low cost of delivery, Ontario County desires to capitalize on rail’s
potential economic benefits. This freight corridor study aims to
examine the opportunities for development of rail-oriented
businesses in Manchester, Shortsville and Clifton Springs. The
objective is to assess the rail capacity, infrastructure and land
use regulations that will influence and guide the planning, design
and engineering effort to create ‘shovel ready’ development
parcels at three key locations in the study area.
It has been 30 to 50 years since rail assets have contributed
significantly to the economic and cultural vitality of these
municipalities. Some alternative land uses have developed in the
rail yards, but much remains vacant and underutilized, providing
the County, Towns and Villages with the opportunity to explore
options for expanding the tax base and creating new
employment opportunities. Planning for and promoting railoriented development may be challenging and difficult to
understand for residents who never experienced the railroads’
heyday. Public participation and community engagement will be
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critical factors in plan development, consensus building, and
implementation strategy formulation.

1.3 Planning Context
Prior to the development of the Ontario County Freight Corridor
Development Plan, there have been many planning initiatives
conducted within, and in the vicinity of, the study area. These
plans have resulted in a number of guiding policy and planning
documents. These documents include inventory and analyses of
existing conditions, as well as goals and strategies for future
development supported by public involvement. These
documents provided context of past planning efforts and a basis
and framework for this Study. These documents, summarized
below, range from local Comprehensive Plans that provide
specific
implementation
strategies/projects,
Regional
Development Plans that provide more generalized guidance for
local policy decisions, and a state-wide rail network plan shaping
the future of rail utilization.

Joint Comprehensive Plan Update (2016)
Planning and community meetings are underway for a joint
comprehensive plan update for the Town and Village of
Manchester, Village of Shortsville, Village of Clifton Springs, and
Hamlet of Port Gibson. The final plan will result in a unified vision
and strategies document for those municipalities.

Village of Manchester Community Development Strategic
Plan (2006)
The Village of Manchester Community Development Strategic
Plan outlines several goals and action items within the
framework of the future vision for the community. The plan was
created from extensive analysis and community participation.
Community, regional, and economic assessments were also
critical in its formulation. Out of the 23 goals and associated
objectives included in this plan, the following goals provided a
basis for this Study:
Goal 4
Promote the creation and/or expansion of microenterprise businesses and job opportunities along
Main Street.
Goal 7
Create a more aesthetically attractive downtown
Main Street in the Village.
Goal 9
Promote revitalization of Main Street and
downtown through the use of locally sponsored
resources and actions.
Goal 16 Foster Economic Development throughout the
Village of Manchester.
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Goal 20 Improve and maintain pedestrian, bicycle and
vehicular access and mobility throughout the
Village.

Village of Manchester Comprehensive Plan (2005)
While the Village of Manchester is part of a larger joint
compressive plan update, its 2005 plan contains several guiding
elements. The Village’s vision is “to preserve and protect
Manchester’s vital resources and basic community character and
at the same time capitalize on significant opportunities for
economic growth and social advancement.” Combined with the
vision are elements of:
• utilizing the Ontario Central Railroad and NYS thruway
for new light industrial development,
• addressing
industrial
property
environmental
contamination,
• addressing the inadequate capacity and age of the water
and sewer system, and
• amending
•
codes to mitigate impacts of new development on public
utilities.
These elements, and others, combine to help guide the future of
the Village towards a livable and sustainable community.

Town of Manchester and Village of Clifton Springs
Comprehensive Plan (1999)
The 1999 Town of Manchester and Village of Clifton Springs
Comprehensive Plan lists several community goals and
associated action steps. Of the goals outlined in the
comprehensive plan, the following are related to this Study:
• To improve the condition of the environment and to
preserve and protect it from degradation.
• To shape and improve the quality of the built
environment by managing growth so as to provide for
the needs of the residents of the Town of Manchester and
Village of Clifton Springs; maintain and improve the
character of the Town and Village and ensure a healthy
environment for future generations.
• To promote a stable and diverse local economy.
• To focus commercial growth in the Village of Clifton
Springs, within the central business district and along
Kendall and State Route 96, at appropriate scales of
development.
• To support existing businesses and plan certain areas for
light industrial and/or office park development in order
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•
•

to provide a variety of employment opportunities and
increase the tax base.
To provide a transportation system that is safe, efficient,
convenient and environmentally responsible.
To preserve and protect the cultural and historical
resources of the Town and Village.

Ontario County Agricultural Enhancement Plan (2000)
The Agricultural Enhancement Plan outlines the means to
protect and enhance the diverse agricultural land in Ontario
County. The plan examines the history and future of agriculture
in the county, and shows a progressive loss of agricultural land.
This loss is directly tied to economic impacts that affect a
diverse group of businesses and residents. The loss of land is
recognized in balance with land-use policies that support other
economic
development
initiatives.
The
Agricultural
Enhancement Plan also highlights the evolution of the current
agricultural industry to a regionally-based system that is
consumer-oriented and specialized. This shift results in multiple
changes that affect businesses, transportation, land-use, and the
environment. All of these challenges and opportunities show the
importance of planning within the agricultural industry. With
renewed opportunities in the rail industry, a balance with the
agricultural industry needs to be examined through other local,
regional, and state-wide planning efforts.

Upstate Revitalization Initiative Plan: United for Success
(2015)
The Finger Lakes Regional Economic Development Council
completed the Upstate Revitalization Initiative Plan in 2015. The
Upstate Revitalization Initiative Plan “represents a shared vision
to realize a once-in-a-lifetime opportunity, build upon our recent
progress, transcend our significant challenges, and extend
economic opportunity to all of our region’s residents. Utilizing
rigorous quantitative and qualitative analysis, comprehensive
community engagement, international best practices, and
innovative approaches, we have developed a bold and ambitious
plan for the future of our region.” The plan has four regional
objectives (grow jobs, increase regional wealth, drive private
investment, and reduce poverty) and three priority pillars (next
generation manufacturing & technology, agriculture & food
production, and optics photonics & imaging).

Transportation Strategies for Freight and Goods Movement in
the Genesee-Finger Lakes Region (2012)
The Genesee Transportation Council developed this in-depth
analysis and recommendations document to focus on the freight
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and goods movement potential in the Finger Lakes Region.
Within the analysis are recommendations that focus on the nearterm, medium-term, and long-term. Near-term recommendations
seek to capitalize on shovel-ready projects with a time-frame of
1-7 years. Medium-term recommendations focus on projects that
need additional planning and/or capital to be viable. These
projects include businesses that could benefit from utilizing the
regional rail network.

Finger Lakes Regional Economic Development Council
Strategic Plan: Accelerating Our Transformation (2011)
This Strategic Plan for the Finger Lakes Regional Economic
Development Council sets forth the path necessary for
continued growth, transformation, and acceleration of the
progress already made. Regional strategies from the plan
include: optimize business creation, retention, and expansion;
invest in community and industrial development and
infrastructure.

New York State Rail Plan: Strategies for a New Age (2009)
The New York State Rail Plan focuses on expanding utilization of
the rail network across New York State to support businesses
and residents. The plan vision states: “A rail system that
improves mobility for people and goods, contributes to
environmental sustainability and quality of life, while supporting
and expanding economic development.” For industrial uses, the
plan highlights the need to support freight rail as an
environmental and cost effective transportation option.

1.4 Project Study Area
The study area includes lands in the Town of Manchester and
Villages of Manchester, Shortsville and Clifton Springs centered
on the FGLK’s Class III railroad. Development potential was
evaluated within approximately one (1) mile from the FGLK. See
Figure 1 for the project study area and Figure 2 for the evaluated
parcels within the project study area.
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Figure 1: Project Study Area

Figure 2: Project Study Area Parcels

8 | 1.0 INTRODUCTION

2.0 PROJECT OUTREACH & COORDINATION
2.1 Public Participation Process and Plan
The overarching goal of the public engagement process was to
involve citizens and stakeholders to identify opportunities for
the development of rail-oriented businesses in the vicinity of the
Manchester Yard and the FGLK in the Town of Manchester and
the Villages of Manchester, Shortsville and Clifton Springs. As
part of the project kickoff, stakeholders were identified and
engaged to identify early issues and opportunities associated
with the project. This feedback was used to establish goals and
objectives of the public outreach process, and served as the
basis for developing the Public Participation Plan. The Public
Participation Plan was intended to describe public involvement
and the techniques used to engage those most directly
impacted by the project.
The public outreach process was designed to bring stakeholders
together and facilitate communication to reduce the risk of
conflict and align stakeholder goals and values. This was
especially important considering the project spans multiple
municipalities. The goals for the public engagement process are
described fully in the Public Participation Plan.
Overview of Public Participation Goals:
Goal #1: Identify viable and appropriate future land use
alternatives along the Lehigh Valley Railroad
alignment in the Town of Manchester, and Villages of
Manchester, Shortsville, and Clifton Springs.
Goal #2:

Foster long-term regional cooperation among the
public, stakeholders, local communities within the
study area and neighboring communities outside the
study area.

Goal #3:

Develop an inclusive process that focuses on
stakeholder and resident buy-in as well as public
education.

Public outreach occurred throughout the study process. For
details of the outreach efforts utilized, see Appendix A (Public
Participation Plan).
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2.2 Steering Committee, Stakeholder, and Public Meetings
Early in the process, a Steering Committee was formed which
consisted of representatives from municipalities, regional
agencies, business organizations, and key employers. The
Steering Committee served as an advisory group to the project
team and provided input and guidance throughout the plan
development process. Steering committee meetings were
scheduled to be held at key points throughout the process to
review and provide input on project materials and obtain insight
prior to public outreach events. Stakeholder meetings sought to
gain insight to the issues and opportunities associated with the
development of the plan. Public meetings gave residents the
opportunity to provide input on the proposed land use and
development alternatives. A list of Steering Committee members
and Stakeholders can be found within the Public Participation
Plan in Appendix A.
Steering Committee / Stakeholder Meeting #1
July 13, 2015
Town of Manchester, Town Hall
The initial Steering Committee / Stakeholder meeting was
intended to gain an understanding of the existing conditions,
review the Public Participation Plan, and establish project
expectations. Project participants generally agreed with the
issues and opportunities identified in the Public Participation
Plan, and elaborated on some of the key issues. In addition,
participants discussed the format and content of the first public
meeting, notification methods, and set a date. Meeting material
is provided in Appendix B.
Public Meeting #1
September 17, 2015
Town of Manchester, Town Hall
Notification for the public meeting was issued through local
municipal newsletters, e-mail notice to stakeholders and the
business community, and through a postcard mailing to area
residents. The first public meeting was held to review findings
from the existing conditions analysis, review issues and
opportunities identified early in the process, and to seek the
public’s feedback regarding the information presented. In
addition, the project team introduced the joint Comprehensive
Plan effort, which was being developed concurrently. Following
a brief project introduction, attendees were invited to interact
with the project team at various stations, at which project
related information was presented and the team was available to
answer questions.
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The main discussion points stemming from this informal
presentation included:
• Impacts of freight train operations. Attendees
expressed concerns related to noise impacts associated
with FGLK freight activity over time, including increased
traffic, longer trains, and more switching operations.
• Legal implications of zoning changes. A few attendees
expressed concerns with the rezoning process. The
primary
concern
related
to
eminent
domain
condemnations to assemble large industrial sites for
future development.
• Economic development and local impacts. Attendees
discussed the challenges of balancing positive economic
benefits of industrial development with the potential
adverse localized impacts. Participants recognized tradeoffs would be necessary to accommodate future
industrial development and encourage economic growth.
• Railroad
emergencies
and
hazardous
material
shipments. The primary concern expressed related to the
existing rail operations and the ability of emergency
personnel to deal with potential emergencies (i.e.,
derailment, fire, flammable/hazardous materials, etc.).
Meeting material for the first public meeting is provided in
Appendix B.
Working Charrette
October 28, 2015
Town of Manchester, Town Hall
A working charrette meeting was held with Fisher Associates,
VHB, and Ontario County. Opportunities and constraints were
evaluated within the 3 project sites (Manchester Yard,
Manchester-Shortsville (Great Lakes Kraut), and Clifton Springs
(see Section 4.0) to gain a better understanding of the future
types of facilities that could be accommodated and required.
Those in attendance formulated the initial conceptual site plans
based on comments received during the first public meeting, the
Existing Conditions Report, and aerial imagery. The primary
focus of the working charrette was to discuss the specifics of
elements within each project site. While still a conceptual
discussion, topics discussed included trans-load requirements,
infrastructure needs, storage capacity, and truck access. Meeting
material for the working charrette is provided in Appendix B.
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Steering Committee Meeting #2
December 4, 2015
Town of Manchester, Town Hall
Similar to the stakeholder meeting held on the same day, this
steering committee meeting presented project status to-date,
opportunities and constraints for rail-oriented development, a
review of the regulatory framework, and other relative project
considerations. Within the wide array of discussions regarding
the study area and site-specific opportunities, was a discussion
to convey the project purpose to the steering committee.
Ontario County, being the lead agency, provided clarification of
the project purpose: to identify redevelopment potential and
complete the environmental review process. This was expressed
as the means to prime redevelopment interest by clearing initial
regulatory requirements. It was also expressed that this planning
effort is intended to supplement the joint comprehensive
planning effort to inform zoning revisions/updates. Meeting
material for the second Steering Committee meeting is provided
in Appendix B.
Stakeholder Meeting #2
December 4, 2015
Town of Manchester, Town Hall
Held on the same day as the Steering Committee meeting, this
stakeholder meeting gathered input and feedback for the
development scenarios developed to-date. Opportunities and
constraints for rail-oriented development were presented and
discussed for each of the sites: Village of Clifton Springs, Village
of Shortsville and Village/Town of Manchester. Attendees
discussed the importance of conveying the timeframe for
implementation of these projects, long-term phasing, concerns
over utility load/capacity, and storm water facility load/capacity.
Meeting material for the second Stakeholder meeting is provided
in Appendix B.
Public Meeting #2
January 26, 2016
Town of Manchester, Town Hall
The second public meeting was held to primarily present the
draft site plan alternatives that had been developed by the
consultant with input from the steering committee and
stakeholders. The meeting also contained a contextual
presentation of the analysis of existing conditions, overview of
previous meetings, and description of rail-enabled and raildependent uses. The open forum discussion with the public
included topics on “shovel-ready” sites, project timing, GEIS and
SEQR requirements, cost-benefit analysis of using rail, private
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property ownership concerns, infrastructure needs, tax benefits,
and zoning requirements. Meeting material from the second
public meeting is provided in Appendix B.
Steering Committee Meeting #3
August 30, 2016
Town of Manchester, Town Hall
This steering committee meeting included a presentation of the
project status to-date, a review of revised development plans
based on input received from the second public meeting, and a
review of draft implementation strategies. Discussion during the
steering committee meeting included future potential business
expansion, land ownership/assembly, and environmental
remediation. Meeting material for the third Steering Committee
meeting is provided in Appendix B.
Public Meeting #3
November 17, 2016
Town of Manchester, Town Hall
The third public meeting was held to primarily present the
revised site development plans that incorporated the feedback
received from the second public meeting and the input from the
steering committee and stakeholders. The meeting contained an
overview of the completed corridor inventory and the suitability
and opportunity analysis. The open forum discussion with the
public included questions on land ownership, potential future
businesses, and SEQR review. Meeting material from the third
public meeting is provided in Appendix B.
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3.0 CORRIDOR INVENTORY
This section of the study summarizes the corridor inventory
phase. Understanding the existing conditions along the study
corridor provides the foundation for developing a framework for
the development plan through identification of opportunities
and constraints. The following inventory categories have been
identified and analyzed as part of this study: environmental &
agricultural; environmental remediation; community character &
resources; land ownership & use; zoning; utility infrastructure;
road network; and rail network.
The FGLK and regional rail network were also inventoried. The
following items were identified and are further detailed in this
section: track ownership and current operators in the broader
regional network; FGLK’s active main line, branches and spurs,
including the weight rating and speed rating of each within the
study area; understanding current capacity and users, current
regulations and costs; conditions of existing track, signals and
power; grade crossing and influences on travel time; rail specific
services and amenities; and transportation network.

3.1 Environmental & Agricultural

Geology, Soils and Topography
Topography and Soils information is based on data from the US
Geological Survey and U.S. Department of Agriculture (USDA)
Web Soil Survey. Generally, the study area is relatively flat and
ranges between 550 and 650 feet above mean sea level. The
topography generally increases in elevation from north to south
but there are areas surrounding the Canandaigua Outlet just
west of the Village of Clifton Springs that experience steeper
slopes. The study area is comprised of many soil types that
include clay, silt and loam, and urbanized land. A number of soil
types are represented, and it is worth noting that a majority of
soils within the study area are classified as Prime Farmland or
Farmland of Statewide Importance. Additionally, according to
the soil survey data, the depth to bedrock is typically greater
than 80 inches for a majority of the study area, although some
areas in the south and western portion of Clifton Springs have
depths between 1 and 10 inches.
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Floodplains
The Federal Emergency Management Agency (FEMA) is the
official source for flood hazard information produced to support
the National Flood Insurance Program (NFIP). FEMA records
include Flood Insurance Rate Maps which document flood
hazard areas including 100-year and 500-year floodplains. Based
on FEMA data and mapping, a 100-year floodplain associated
with Canandaigua Outlet is located east of Manchester Yard. No
other 100-year or 500-year mapped floodplains are located
within the study area.

Wetlands
Wetland information was obtained from the NYSDEC and the
U.S. Fish & Wildlife Service’s National Wetlands Inventory (NWI)
databases. A number of state and federal mapped wetlands are
located within and adjacent to the study area. See Figure 3 for
wetlands and waterbodies within the study area.
New York State freshwater wetlands follow a classification
system to categorize, and distinguish between, their varying
degrees of benefits. Of the four classes, a class of I (one)
contains the most benefits and associated need for protection.
Class IV (four) still contains a relative degree of benefits and
needs to be protected, but at less of a degree than the first three
classes.
The following mapped State freshwater wetlands (Table 1) are
located within the study area:
Table 1: New York State Freshwater Wetlands
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Class

Regulated
Acres

2

55.6

2

42.5

2

32.2

3

35.5

3

104.9

2

150

3

83

Location
Village of Manchester along Canandaigua
Outlet
Southern edge of the Village of
Shortsville east of the rail line.
Southern edge of the Village of
Shortsville west of the rail line.
Adjacent to the western edge of the
Village of Clifton Springs and north of the
study area
North of the study area between the
Village of Clifton Springs and Village of
Manchester
North of the study area between the
Village of Clifton Springs and Village of
Manchester
South of the study area and east of the
Village of Shortsville

ID
CS-15
CS-18
CS-17
CS-13

CS-12

CS-11
CS-19

No State freshwater wetlands are located within or adjacent to
the three sites examined for potential redevelopment
opportunities.
NWI wetlands in the study area are located along the Finger
Lakes Railway line in the Village of Clifton Springs and Town of
Manchester, and along riparian areas adjacent to Route 21 in the
Villages of Manchester and Shortsville. Other NWI wetlands to
the immediate north and south of the study area generally
coincide with the locations of the aforementioned mapped State
Freshwater Wetlands. The majority of the NWI wetlands in the
study area are classified as freshwater emergent wetlands and
freshwater forested/shrub wetlands. It is noted that a formal
wetlands delineation and affirmation by the applicable federal
and state resource agencies would be necessary to determine
precise jurisdictional wetlands boundaries.
Figure 3: Wetlands and Waterbodies

Surface Water and Groundwater
A number of surface water bodies are located in the vicinity of
the study area (see Figure 3). These include Canandaigua Outlet
and its tributaries which traverse the FGLK and other
transportation corridors. A majority of the streams within the
study area are classified as Class C streams, which are deemed
to support fish habitats but not suitable for contact activities
(e.g., swimming) or drinking water. Canandaigua Outlet is
located in the western portion of the study area, running in a
north-south direction in the Villages of Shortsville and
Manchester, connecting with Canandaigua Lake to the south.
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Wildlife Habitats
The study area is located within the Great Lakes Ecoregion of
New York State. According to the NYSDEC, the Great Lakes
Ecoregion was formed during the last glacial advance 14,000
years ago and is characterized by gently rolling, low level
landscapes, and flat lake plains. The region’s climate is
influenced by the Great Lakes and has a high level of biodiversity
and unique habitats. While much of the land area within and
surrounding the study area has been cleared for agricultural
uses, there are areas of naturally forested land just south of
Route 96 within the Town of Manchester and along the
Canandaigua Outlet. Additionally, the NYSDEC Environmental
Resource Mapper database indicates a habitat of rare plants and
animals is located in the northern portion of the study area along
Route 7 and I-90.

Agriculture
As indicated above, a large portion of the soils within the study
area are classified as Prime Farmland or Farmland of Statewide
Importance. This is particularly important and relevant for
undeveloped lands (i.e., not urban or built-up land or water
areas) that are currently, or have the potential, to produce
sustained high-yield crops. In the study area, the majority of
active agricultural lands are concentrated to the immediate
north and south of the existing rail line within the Town of
Manchester. The majority of these lands are also State-certified
Agricultural Districts (i.e., Ontario County Consolidated
Agricultural District 6) which provides farmland owners with
certain property tax advantages and other protections as long as
they remain in the district.

3.2 Environmental Cleanup
Within the study area, a number of sites are listed in the
NYSDEC’s Environmental Remediation databases. These include
the New York State Environmental Restoration Program,
Voluntary Cleanup Program, and Superfund Program. The
following sites are located within the study area:
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Figure 4: Environmental Cleanup Areas

1.

Former Oldcastle Precast Facility
155 State Street, Village of Manchester
Spill Incident (1204265)
Unknown cause and amount of petroleum spilled July 2012
affecting soil and ground water. Spill record closed on
September 6, 2016.

2. Frederick Property Site Investigation
147 State Street, Village of Manchester
Environmental Restoration Program – Site Class A
(Active) (B00131)
From the NYSDEC website:
“The Frederick Property Site is located in a mixed
residential/light industrial area of the Village of Manchester,
Ontario County. The site contains a former garage building
with a footprint of 1,200 square feet. The surrounding parcels
include a combination of commercial, industrial and
residential uses. The site was previously operated as a
gasoline filling station and automobile repair facility from
approximately 1930 until the 1960s. The Village of Manchester
obtained ownership of the property in 1967 and has used it
for general storage purposes. The site investigation identified
limited petroleum contamination in the vicinity of former
underground storage tanks and filling areas. Groundwater is
also contaminated by chlorinated solvent contamination at
low levels from an off-site source which has not yet been
identified. A Record of Decision (ROD) issued in March 2004
called for building demolition, removal of a dry well,
subsurface hydraulic lift units, and contaminated soils, as well
as long-term O&M and institutional controls in the form of an
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environmental easement. The Department approved a
remedial design for building demolition and the removal of
the dry well, lift units, and contaminated soils. The demolition
was completed in 2005 and subsurface removal work was
completed in 2006. The Site Management Plan was approved
and the environmental easement was filed in 2009. The Final
Engineering Report is pending approval prior to the issuance
of the Certificate of Completion. Exposures through drinking
water are not expected because public water serves the area.
The selected remedy restricts groundwater use and the
prevention of vapor intrusion into any future on-site
buildings.”
3. Former Lehigh Valley Roundhouse
2 Merrick Circle, Village of Manchester
NYS Superfund Program – Site Class N (No further action
at this time) (835018)
From the NYSDEC website:
“A Site Characterization was funded at this site under an EPA
Brownfield Targeted Site Assessment Grant. The site was
determined not be a candidate for Registry listing and has
been referred to the Spills Program for further action under
Spill No. 0551048. The Former Lehigh Valley Roundhouse site
is located in a mixed residential/commercial/light industrial
area of the Village of Manchester, Ontario County. The main
site features include the abandoned roundhouse building and
two smaller abandoned ancillary buildings. The site is
currently inactive and has been for many years. Prior site uses
that appear to have led to contamination include activities
associated with the operation and maintenance of rail cars.
Investigation work completed to date includes historical
research, identification of fuel oil storage tanks and
underground piping, completion of a passive soil gas survey,
and installation of soil borings and groundwater monitoring
wells. Significant and widespread petroleum contamination
was identified, including areas of LNAPL. Additional
investigation completed in 2005 better defined the extent of
petroleum contamination. June 2006 SC Report identified no
evidence
of
hazardous
waste
disposal.
A
Site
Characterization Report was issued by DEC in June 2006.
Petroleum compounds are the primary site contaminants. The
site is not a candidate for Registry listing. IRMs should be
implemented to remove petroleum storage tanks and prevent
the migration of site-related petroleum contamination to
Canandaigua Outlet via storm sewers. Additional RI work also
should be undertaken to fully define the nature and extent of
petroleum contamination and evaluate remedial alternatives.
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Site has been referred to the Spills program and further
investigation and remediation is being handled under Spill
No. 0551048.”
4. Former Papec Machine Company Site
Race Street, Village of Shortsville
NYS Superfund Program – Site Class N (No further action
at this time) (835007)
From the NYSDEC website:
“The former Papec Machine Company site is located off of
Race Street on the southeast edge of the Village of
Shortsville.” “The 9.3 acre site is bounded on three sides by
the Canandaigua Outlet and is currently improved with a
40,000 sq. ft. active warehouse (former Harvester bldg.) and
two vacant structures (including a former power house with
two 10,000 gallon fuel storage tanks with an adjacent
exterior bunker which also once contained large ASTs).”
“DEC became involved with the site in 1988 when drummed
paint waste was set afire by juveniles and the site was listed
as a 2a site in 1989. Two disposal areas (roughly 0.5 to 1 acre
each) are evident onsite which contain manufacturing waste
such as foundry sand/slag, coal cinders/bottom ash, and
scrap metal (see Figure 3). In November 1992, over 100
drums and other surficial debris were removed with DEC
oversight; some drums contained hazardous wastes: D001
(ignitable paint waste), D008 (lead), D018 (benzene), and
D035 (MEK). An independent investigation was conducted by
the owner in 1995 but the data and information was
insufficient to reclassify the site. The PRP entered into a
voluntary cleanup agreement (See Site #V00107-8) and an
investigation work plan was finalized in June of 1998. The
field work was completed in July of 1998 and an investigation
report was submitted to the DEC in October of 1998.
Additional data (mainly groundwater sampling) was gathered
in January 2001. Review of the analytical data does not
indicate the presence of hazardous waste. However,
considerable amounts of industrial waste are present at the
site and a petroleum release (#6 fuel oil) is evident near the
former AST bunker/power house. Further assessment of this
site was conducted under the Voluntary Cleanup Program
Site ID# V00108.” “Review of the analytical data does not
indicate the presence of characteristic hazardous waste.
However, considerable amounts of industrial waste are
present at the site and a petroleum release (#6 fuel oil) is
evident near the former AST bunker/power house. With
restrictions on access and future use (commercial/industrial
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only) and a legal agreement to clean up the petroleum spill,
site delisting appears possible.”
5. Clifton Springs Former MGP Site
2 Coulter Road, Clifton Springs
NYS Superfund Program, Site Class N (No further action
at this time) (835023)
Paved parking lot part of the Clifton Springs Hospital. From
the NYSDEC website: “Sanborn maps indicate a small former
MGP at this site. The site appears to lie beneath the parking
lot of a hospital. A brief field inspection revealed no trace of
MGP wastes at the ground surface. The entire surrounding
area is paved. As information for this site becomes available,
it will be reviewed by the NYSDOH to determine if site
contamination presents public health exposure concerns.”
6. Main Street (State Route 21) & State St., Clifton Springs
Voluntary Cleanup Program, Site Class N (No further
action at this time) (V00277)
From the NYSDEC website: “VCP Terminated before
agreement. Application withdrawn.”

3.3 Community Character & Resources

Community and Neighborhood Character

The study area is comprised of three separate Villages
(Manchester, Shortsville, and Clifton Springs) and the Town of
Manchester. The Village of Manchester, Shortsville, and Clifton
Springs are small, rural communities with similar demographic,
economic, and physical conditions of many upstate New York
communities. These communities are characterized by
significant open space and agricultural economies. The presence
of I-90 and exit 43 to the west also makes the study area one of
the gateways into the Finger Lakes region. The Village of Clifton
Springs is the oldest settlement within the study area, founded in
1801, as a result of the sulfur springs that were used for health
benefits. The Village of Manchester was also founded in the early
1800s (1811) as a transportation transshipment point along the
Canandaigua Outlet. During the 1800s, the Village of Manchester
and surrounding areas (Town of Manchester and Villages of
Clifton Springs and Shortsville) developed some industry (e.g.,
grain, lumber, and paper mills) and agricultural uses.
In 1892, the Lehigh Valley Railroad was developed through the
study area which accelerated development within the Village of
Manchester, Shortsville and Clifton Springs. As a result of these
railroad services, sidewalks, street lights, public water supply and
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improved roads were developed throughout the area by the
1940s. Additionally, the Manchester Rail Yard became the largest
transfer facility in the world by the 1940s, fueling the physical
and economic development of the area. However, train traffic
began to decline by the 1950s and the last train passed through
the Yard in 1976.
As a result of the closure of the Manchester Yard, the primary
industry within the study area no longer present, which impacted
the physical form and character of the study area up to today.
While the closing of the Manchester Yard has arguably
accelerated the rate of vacant structures and deferred
maintenance within the Villages, it has also preserved some of
the physical elements of small-town development typical of the
pre-WWII development era. Specific examples include the W.
Main Street block between Park Place and Water Street within
the Village of Shortsville and Main Street blocks between Kendall
Street and Spring Street in the Village of Clifton Springs, which
exemplify the typical Main Street Commercial District of smalltown America that encourages a walkable, intimate community.
Surrounding these Main Street districts are residential areas that
are characterized by charming, historic homes with ample
private yards with strong relationships to the street that
encourage walkable neighborhoods. However, as a result of
post-WWII development patterns and loss of the Manchester
Yard as an employment center, local services (grocery store,
household goods, etc.) and employment have shifted outside the
town or have been replaced with auto-centric development. This
form of development has spread out services and employment
within the area and has reduced the vibrancy and attractiveness
of some of the walkable centers and features of these Villages.
Noise levels in the study area are typical for a rural setting and
consist of transportation-related noise (passenger vehicles, truck
and rail traffic) and operation of machinery and equipment (lawn
mowing, tractor operations, etc.).
Noise from existing
commercial and industrial businesses also contributes to noise
levels in the study area.

Historic and Cultural Resources
Historic and Cultural Resources were identified using the New
York State Historic Preservation Office (SHPO) Cultural
Resource Information System (CRIS), as well as Geographic
Information System (GIS) data for properties listed on the
National Register of Historic Places. CRIS identifies National and
State Listed historic properties as well as properties eligible for
State listing.
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Within the study area there are three (3) listed National Register
properties, and one (1) listed Historic District, all located in the
Village of Clifton Springs:
• Clifton Springs Sanitarium, 11 East Main Street
• Foster Block, 2 – 24 E Main Street
• 66 E. Main Street
• Clifton Springs Sanitarium Historic District, encompassing
the Sanatorium and Foster Block
According to CRIS, although a Determination of Eligibility has
not been issued by SHPO, it is likely that former Lehigh Valley
Roundhouse located within the Manchester Yard is eligible for
listing on the National and State Registers of Historic Places.
According to CRIS, areas of archeological sensitivity within the
study area are concentrated along transportation corridors and
village centers. These include:
• Village of Clifton Springs and adjacent surrounding area
• Town of Manchester, centered on County Road 13
• Village of Manchester, at the intersection of South Main
Street (Route 21) and the active rail line
• Village of Manchester, between Center St and North Ave
• Village of Shortsville, along and adjacent to Route 21,
County Road 19, and Taylor Road
With respect to the three proposed development sites, the
eastern portion of the Manchester Yard (centered on Merrick
and South Main Streets) and the entire Clifton Springs site are
located in areas of archeological sensitivity. Although the
Manchester-Shortsville site is not located within an area of
archeological sensitivity, CRIS indicates that a consultation was
initiated in 2016 for the Ontario County Freight Corridor
Development Plan (Project Number: 16PR05392) with an “open”
status.

Scenic Resources
Scenic Resources in New York State include New York State
Scenic Byways (Roads), Scenic Roads, Scenic Areas of
Statewide Significance (SASS), Unique Geologic Features, and
Scenic Trails and Scenic Rivers. Within the study area, New York
State DEC, DOS, and DOT list no scenic resources. However, the
Canandaigua Outlet is a natural resource that should be
considered a scenic natural resource based on its contribution to
the surrounding area.
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3.4 Land Ownership & Use

Land Ownership

Current land ownership was determined through a review and
analysis of GIS parcel data provided by Ontario County, which
includes identification of ownership for each parcel within the
study area. Based on the GIS data, several publicly-owned
parcels exist. However, no publicly-owned parcel adjacent to the
rail line has the potential to support rail-oriented development.
See Figure 5 for publicly-owned land within the study area.
Figure 5: Publicly-owned Land

Land Use
Existing land use patterns were identified through GIS parcel
data provided by Ontario County, which included identification
of existing land use based upon Property Type Classification
Codes administered by the New York State Department of
Taxation and Finance (Property Class Codes). Property Class
Codes were originally developed to describe the primary use of
each parcel of real property on an assessment roll. A review of
aerial photography was also conducted and combined with a
field reconnaissance of the study area.
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Table 2: Existing Land Uses by Municipality

Land Use
Unclassified
Agriculture
Residential
Vacant
Commercial
Recreation and
Entertainment
Community Service
Industrial
Public Service
Wild, Forested,
Conservation and
Public Parks
Total

Town of
Manchester
Acres
Percent
0%
3,368.1
48%
1,671.2
24%
780.6
11%
212.3
3%

Village of
Manchester
Acres
Percent
0%
0%
225.86
34%
179.90
27%
100.82
15%

Village of
Shortsville
Acres
Percent
0.3
0.1%
0%
178.3
52%
59.7
17%
58.6
17%

Village of
Clifton Springs
Acres
Percent
0.07
0.0%
40.08
5%
417.27
47%
232.92
26%
67.96
8%

Study Area
Acres
Percent
0.4
0.0%
3,408.2
38%
2,492.6
28%
1,253.1
14%
439.7
5%

-

0%

7.67

1%

18.1

5%

11.15

1%

36.9

0%

606.8
356.2
78.3

9%
5%
1%

13.63
111.96
27.23

2%
17%
4%

19.2
5.7
3.9

6%
2%
1%

45.27
54.20
10.12

5%
6%
1%

684.9
528.0
119.5

8%
6%
1%

-

0%

2.95

0.4%

-

0%

1.93

0.2%

4.88

0.1%

100%

670.02
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Figure 6: Existing Land Use

Land uses in the study area are predominately comprised of
Agriculture (38%), Residential (28%) and Vacant Land (14%),
which makes up a combined 80% of land area. Even though the
overall land use patterns are primarily comprised of three land
uses, land uses can be separated into two patterns; land uses
within the Villages of Manchester, Shortsville and Clifton Springs,
and land uses within the Town of Manchester. Within the Town
of Manchester, Agriculture is the primary land use (48%), while
within the three Villages, Residential is the primary land use
(Manchester 34%, Shortsville 52% and Clifton Spring 47%).
Within the Villages, agriculture is only present in the Village of
Clifton Springs (5%). Also noteworthy is that the percentages of
Vacant and Commercial are higher within the three Villages
compared to the Town of Manchester. Furthermore, as shown in
Figures 6 - 9, residential land uses are generally smaller parcels
and grouped together in the center of the Villages and along
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primary transportation corridors, mixed in along with small
commercial parcels. Other land uses such as industrial and
vacant land generally have larger parcel footprints and are
located closer to the periphery of the Villages.
Adjacent to the railroad line through the study area, agriculture,
residential and vacant land uses predominate. There are also
examples of some commercial, industrial, public service and
recreation and entertainment along the railroad line, but are
found mostly within the Village boundaries.
Figure 7: Existing Land Use - Village of Manchester
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Figure 8: Existing Land Use - Village of Shortsville
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Figure 9: Existing Land Use - Village of Clifton Springs

Compatible land use
Parcels directly adjacent to the FGLK were included for
consideration
of
compatible/rail-dependent
land
uses.
Compatible land uses were identified using the following
guideline, “Compatible land uses are land uses that can coexist in
relative proximity to each other in a stable fashion over time such
that no use or condition is unduly negatively impacted directly or
indirectly by another use or condition.” 1
Based on this guideline, the following compatible land uses were
identified that could provide economic opportunities or potential
for development/redevelopment:
• Agricultural
• Vacant
1
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https://floridaldrs.com/tag/definitions/ (one of several possible sources)

•
•
•

Commercial
Industrial
Public Service

Of this list of compatible uses, Industrial and Commercial land
uses were defined as rail-dependent uses or potentially raildependent uses. The largest concentration of compatible/raildependent uses is located in the western portion of the study
area between the western border of the Village of Manchester
and an area east of the Villages of Manchester and Shortsville
where the railroad line splits. Within this area, there is a
substantial concentration of industrial, vacant and commercial
land
uses
that
could
be
combined
and/or
developed/redeveloped for rail-dependent operations. Also
noteworthy is a concentration of large agricultural parcels along
the railroad line in the Town of Manchester. There is potential for
these agricultural uses to combine processes/resources that
would make rail transport more efficient/feasible. See Figure 10
for rail compatible/dependent land uses.
Figure 10: Compatible Land Use
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Incompatible land use
Incompatible land uses were identified using the same guideline
that was used to identify compatible land uses but reversed so
that it follows, “Incompatible land uses are land uses that cannot
coexist in relative proximity to each other in a stable fashion over
time such that no use or condition is unduly negatively impacted
directly or indirectly by another use or condition.” Factors that
could lead to incompatible land uses include public safety issues,
pollution, noise, etc.
Based on this guideline, the following potentially incompatible
land uses were identified:
• Residential
• Recreation and Entertainment
• Community Service
The most common incompatible use located within the study
area is residential property located adjacent to the rail line. As
shown in Figure 11, adjacent residential properties are located
along the entire length of the rail line within the study area, but
particular concentrations are located within the Village of Clifton
Springs, surrounding Route 7 in the Town of Manchester and the
southern portion of the Village of Shortsville.
While incompatible uses were broadly identified, certain
exceptions may apply. One example is an athletic complex or
fields which would be classified as Recreation and
Entertainment. This type of use could operate adjacent to active
rail lines, depending upon rail schedule, type of goods
movement, etc. Additionally, residential and other land uses
already exist adjacent to the railroad within the study area, and
there are numerous examples of residential and other seemingly
incompatible land uses located next to railroad lines in other
communities in Upstate New York. These typically coexist
without any significant issues. In certain circumstances,
mitigation measures can be applied to allow potentially
incompatible land uses to coexist (e.g., the creation of a No Train
Horn/Quiet Zone established by the Federal Railroad
Administration (FRA) has been implemented in multiple Upstate
New York communities). See Figure 11 for Rail Incompatible Land
Use.
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Figure 11: Incompatible Land Use

3.5 Zoning
Since the Town of Manchester and Villages of Manchester,
Shortsville and Clifton Springs are rural communities with small
populations, land use controls are less complex compared to
larger cities or suburban municipalities. The Town of Manchester
and Villages of Manchester, Shortsville and Clifton Springs each
have their own municipal zoning code, which governs land use
decisions within each municipality. The zoning code and building
permit process regulate the process of development within the
Town and Villages.
Figure 12 shows the zoning designations for each of the three
Villages and the Town of Manchester. Each municipality is
organized by a few zoning designations. Each municipality
shares a separate zoning designation for Residential,
Commercial and Industrial, although each municipality may use
varying names for each designation. In addition to the primary
zoning designations, each municipality has more specific zoning
designations such as: residential zones (R-1, R-2, R-3) in the
Village of Clifton Springs and Town of Manchester; Agriculture
Zones (Town of Manchester); specific manufacturing or
industrial zones (Villages of Manchester and Clifton Springs and
Town of Manchester); and land conservation zones (Villages of
Shortsville and Clifton Springs). Within each of the three
Villages, residential zones make up the majority of land zoned,
while in the Town of Manchester, Agriculture is the primary
zoning designation. Within each of the three Villages and Town
of Manchester, there are different zoning designations that
comprise a majority of land adjacent to the rail line. For the
Village of Manchester, all of the land adjacent to the rail line is
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zoned Industrial. Within the Village of Shortsville, there is a mix
of industrial, residential, commercial and land conservation
zones located along the rail line. Within the Village of Clifton
Springs, residential is the primary zoning designation along the
rail line with some areas zoned Land Conservation along the
southern side of the rail line. Finally, within the Town of
Manchester, the majority of land along the rail line is zoned
Agriculture but there is a section zoned Industrial near the
Villages of Shortsville and Manchester.
Figure 12: Existing Zoning

3.6 Utility infrastructure
In general, utility infrastructure is available within the study area
that could support rail dependent sites with improvements.
These sites are located on the edge of the Villages and typically
have existing infrastructure in place or that is accessible. On the
west end of the corridor towards State Route 96 and near the
Manchester Yard there are several existing sanitary and water
supply lines. Heading east out of the Village of Manchester and
towards Clifton Springs, the rail corridor is paralleled by Dewey
Road and County Road 13 which has the least accessible utilities.
In this same area, there are several main water lines running
north and south between Canandaigua and Newark, however,
there is little to no sanitary, storm and natural gas infrastructure.
Upgrading and providing new utility infrastructure will add a
substantial cost to any development. Development sites that are
located closer to the Villages will have a better chance to
connect into the existing utility infrastructure of the Towns and
Villages. See Figure 13 for water and sewer utilities within the
study area. See Figure 14 for gas and electric utilities within the
study area.
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Figure 13: Water and Sewer Utilities

Figure 14: Gas and Electric Utilities

3.7 Road Network

Road System

The road system within and surrounding the study area is
comprised of a combination of local and regional roads.
Interstate 90 (I-90) is an east-west limited access highway that
travels through the Town of Manchester and is the primary
transportation corridor within the vicinity of the study area. It is
the only highway in the area and is located less than a mile north
of the study area. Access to the highway interchange ramps is
provided along State Route 21, a state road that travels northsouth through the Town of Manchester and Villages of
Manchester and Shortsville. The other state road is State Route
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96 which travels east-west through the northern portion of the
study area just south of I-90. State Route 96 and State Route 21
are both two-lane roads and create a primary intersection within
the study area at the northern border of the Village of
Manchester and Town of Manchester.
While the interstate and state roads provide the most significant
access to the study area, the road network is primarily
comprised of county roads and local roads. County Road 13
travels through the center of the study area and provides an
east-west connection between the Village of Clifton Springs and
Village of Shortsville. County Road 7 and County Road 43 are
north-south county roads that provide connections to County
Road 13 in the Town of Manchester and east of the Village of
Clifton Springs, respectively. Within the three Villages, the vast
majority of roads are locally maintained by the Village or Town.
These roads are typically two-lane roads that provide for onstreet parking. See Figure 15 for the transportation network.

Highway Access
Interstate 90 (I-90) is a United States interstate highway that
travels from Massachusetts to Washington State, including New
York State. In New York, I-90 is referred to as the New York
State Thruway and is a primary travel corridor for truck freight.
Additionally, I-90 is a toll highway within New York State,
including the section nearest the study area. I-90 is less than one
mile north of the majority of the study area (Town of Manchester
and Villages of Manchester and Clifton Springs) and
approximately 1.5 miles north of the Village of Shortsville. Exit 43
for State Route 21 – Manchester / Palmyra is the nearest access
point for the study area to I-90. Exit 43 is located at the western
end of the study area, just north of the Village of Manchester in
the Town of Manchester.
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Figure 15: Transportation Network

Traffic Volumes
Traffic volumes are measured by the NYS Department of
Transportation (DOT) using the metric Average Annual Daily
Traffic (AADT), which documents the average number of vehicle
trips on a roadway per day. As the primary transportation
corridor, I-90 has the largest traffic volumes within and
surrounding the study area, with approximately 40,000 AADT.
All of the non-expressway roads within and surrounding the
study area have significantly lower traffic volumes. The largest
traffic volumes on the local road network are documented along
State Route 21 through the Village of Manchester with an AADT
of 13,764. Other segments of State Route 21 show AADT
volumes of 4,630 (north of I-90) and 5,668 (south of Village of
Shortsville), likely associated with vehicles accessing I-90. State
Route 96 is the primary road used for east-west trips on the
local road network and experiences similar traffic volumes to
State Route 21, ranging from 6,264 AADT (west of the Village of
Manchester) to 10,945 AADT (east of the Village of Clifton
Springs). Throughout the remainder of the study area, traffic
volumes are low, typically less than 3,500 AADT. See Figure 16
for traffic volumes within the study area.
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Figure 16: Traffic Volumes

3.8 Rail Network
The Villages in the study area are located along an east-west
corridor approximately 1.5 miles south of the New York State
Thruway (I-90). Freight rail service in the study area is provided
by FGLK, a Class III railroad that operates in the Finger Lakes
region and connects local customers to the Class I and Class II
railroads that operate in upstate New York.2 The FGLK main line
runs west from Syracuse through Geneva and Canandaigua on
the former New York Central and Hudson River Rail Road. A
branch line owned by Ontario County3 that extends as far west
as State Route 251 in the Town of Victor, connects to the FGLK
main line just east of the Village of Shortsville. The FGLK
operates service on the County-owned branch through its
Ontario Central Railroad subsidiary. Clifton Springs and
Shortsville are situated along the FGLK main line, while
Manchester is located on the County-owned branch line that
runs south to Canandaigua. Freight railroad customers along
these lines have access to multiple connecting railroads, which
gives them competitive rates for their rail service. At the eastern
end of its system, the FGLK connects to CSX, one of two major
Class I railroads in the eastern U.S., at Syracuse and the NYS&W,
a Class II railroad operating in New York and northern New
Jersey, at Solvay. At Geneva, the FGLK line connects to the
Corning Secondary, which is owned by Norfolk Southern (NS),
2

A Class I railroad in the United States is defined as a railroad with inflationadjusted annual carrier operating revenues of $250 million based on a Railroad
Freight Price Index developed by the Bureau of Labor Statistics. A Class III
railroad has less than $20 million of annual operating revenues, using the same
measure. Class II railroads are those with operating revenues between these
thresholds.
3 The County-owned branch line is a remnant of the former Lehigh Valley
Railroad main line between Waverly and Buffalo.
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the other major Class I railroad in the eastern U.S. Connecting
service with NS and Canadian Pacific Railways is available
through this connection. It is noted that service has been
suspended on the NS line between the City of Geneva in Ontario
County and Lyons in Wayne County.
Railroad owner-operators and railroad classes in the study area
are depicted in Figure 17 and Figure 18 below.
Figure 17: Railroad Owner-Operator

Figure 18: Railroad Class

Local Railroad Operations
The FGLK system in the study area is a single-track operation,
with spurs and sidings used to access local freight customers.
On the County-owned branch line to Victor, there is a siding
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nearly 1,000 feet long just north of the Village of Shortsville that
is used for railcar storage and locomotive positioning. The
railroad’s maximum operating speed for most of the FGLK
system is 25 miles per hour, with a 10-mph speed limit through
the Villages.
Line capacity for the FGLK is generally adequate. The company
currently handles approximately 18,000 carloads per year for its
customers, and expects to handle 20,000 carloads in 2016.
There are two items related to its infrastructure and operations
that constrain the efficiency of its rail service along the FGLK
network. They are:
• Class I railroads in North America have a railcar weight
limit of 286,000 pounds or more on their main lines. Most
of the FGLK system has a 274,000-lb. weight limit, with a
limit of 268,000 pounds from Shortsville down to
Canandaigua. The railroad is looking to upgrade these
lines to a uniform 286,000-lb. limit using available State
and Federal funding sources to replace rails and ties as
needed. In the meantime, cars destined for the FGLK
system must be under-loaded to the appropriate weight,
depending on the line where a customer is located. The
company adjusts their shipping rates for these customers
in order to remain competitive with this constraint in
place.
•

The FGLK system is comprised of a series of railroad
alignments that have been acquired and assembled from
various predecessor railroads, including Conrail, the
Pennsylvania Railroad, the New York Central, and the
Lehigh Valley Railroad. Long sections of rail, ties and
ballast were removed from some of these lines as rail
traffic declined on these lines in the latter decades of the
20th century. As a result, when the Finger Lakes Railway
began operating in 1995 it inherited a system with
insufficient passing sidings to support its operations
effectively, particularly east of the study area in Seneca
Falls, Auburn and Elbridge. Restoring track along
segments of the system has been an expensive
undertaking over the last two decades.

Rail Bridges
Railroad bridges are of interest in the study area because they
have their own infrastructure needs as well as potential
operational issues for rail service (bridges over rail alignments)
and truck operations (highway bridges under rail alignments).
There are three major below-grade rail bridges in the study area;
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two of them span a body of water, while the third is a bridge
over a minor roadway. These bridges are as follows:
• Ontario County alignment over Canandaigua Outlet in
Manchester
• FGLK main line over East Avenue in Shortsville
• FGLK main line over Canandaigua Outlet in Shortsville
The posted height of the bridge over East Avenue is only 9’-6”,
which effectively precludes the operation of any trucks larger
than delivery vans along this roadway. Since East Avenue is not
a major thoroughfare providing direct access to key industrial
sites, this height restriction does not have an effect on truck
operations in the study area.
There are no overhead bridge structures that represent vertical
constraints for railroad operations along the rail alignments in
the study area.

Road-Railroad Grade Crossings
The three village centers and the surrounding rural region in the
study area are situated in flat terrain, and the railroad lines pass
through the study area at grade level. As a result, there are few
bridges in this area but a number of locations where roadways
intersect railroads at grade crossings. These locations present
operational challenges on busy roads, and are also a general
safety concern for the railroad industry. An inventory of grade
crossings on public roads along the rail alignments in the study
area indicates that all of these grade crossings have a protection
system with either cross buck signs alone, or cross bucks with
side-mounted warning lights. Additional protection is provided
at a number of busier roads. The following roads have standard
crossing gates in addition to the cross bucks and flashing lights:
• State Route 96 in the Town of Manchester
• South Main Street (State Route 21) in the Village of
Manchester
• South Avenue in the Village of Manchester
• County Road 7 in the Town of Manchester
• Hibbard Avenue in the Village of Clifton Springs
• State Route 96 east of the Village of Clifton Springs
In addition to these locations, there is a special protection
system in the Village of Shortsville where the FGLK line passes
through the intersection of Main Street and Sheldon/Water
Streets at an angle. There are no gates at this location, but the
cross buck signs and side-mounted warning lights are
supplemented here by overhead warning lights on the
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northbound Sheldon Street approach (south side) of the
intersection.
The low operating speeds of the FGLK through this area
substantially reduce the risk of incidents involving trains striking
vehicles or pedestrians. Conversely, slow train operations can
force congestion and delays for vehicular traffic at grade
crossings. Anecdotal information provided by industry
representatives and stakeholders indicates that this is not
currently a major issue in the study area, but future changes in
industrial development and/or railroad operations should be
examined carefully to identify potential impacts of increased
train frequency or longer trains on roadway operations at these
crossings. In addition, high truck volumes associated with new
industrial development could result in longer than usual queues
at intersections in close proximity to grade crossings. Depending
on the projected volumes of truck traffic generated by these
new industrial sites, these locations would have to be studied
carefully to determine if additional grade crossing protection
might be warranted. The rail bridges and highway-railroad grade
crossings in the study area are shown in Figure 19.
Figure 19: Railroad Crossings
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4.0 CORRIDOR SUITABILITY &
OPPORTUNITY ANALYSIS
The Finger Lakes region is home to a diverse agricultural
economy that has the potential to capitalize on its proximity to
the FGLK, a short line railroad that bisects the study area. FGLK
is also well positioned to serve the region’s businesses and their
existing and potential customers, transporting raw materials and
products across the country via connections to three (3) Class I
railroads: CSX, Canadian Pacific, and Norfolk-Southern, and one
(1) Class II railroad, New York, Susquehanna & Western Railway.
This connection via FGLK translates to competitive rates for
customers, a major asset for the region’s businesses. Other
assets in the region include access to Interstate 90, developable
parcels along FGLK and the location of an Intermodal rail yard in
Syracuse, New York, which is only a short distance from the
study area. Existing rail infrastructure is in satisfactory condition
requiring minimal upgrades to accommodate new users along
the corridor.

4.1 Corridor Level Suitability Analysis
This analysis identified opportunities and constraints for rail
dependent development along the study corridor. It draws on
the inventory of existing conditions developed in the study’s
early phases, as well as input from the steering committee and
other stakeholders. This analysis included an assessment of
project areas and parcels along the corridor to identify where
immediate development opportunities exist, and where longerterm development strategies need to be considered.
Four (4) areas along the study corridor were evaluated to
determine their suitability for immediate and long-term
development. These areas were identified from the corridor
inventory/existing conditions analysis that was previously
completed for the project.
These areas include: Manchester Yard/Manchester, Great Lakes
Kraut/Shortsville,
Thompson
Grain/Clifton
Springs
and
Shortsville Area/Pioneer Road.

Manchester Yard – Village of Manchester
The Manchester Yard is an ideal location for rail development to
spur economic opportunities in the study corridor. The following
outlines opportunities and minor constraints for this area:
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•

•

•
•

•

•

•

•

•

•

Proximity to the Thruway via State Street and State
Route 96, alleviating the stress of truck traffic through
the village.
Existing utility infrastructure such as water, sewer,
electric, gas exist on site or within a short distance.
However, capacity and condition of this utility
infrastructure is unknown at this time and, therefore, how
much new development this area could accommodate is
undetermined.
Amount of undeveloped land adjacent to the rail line is
beneficial when proposing developable parcels.
The expanse of area within the Manchester Yard adjacent
to rail would be ideal for a Trans-load facility. A great
asset to the region that could potentially accommodate a
variety of different users in the area such as gravel,
lumber, steel, bio-diesel, rail ties, agriculture product, etc.
Significant amount of land within the Manchester Yard is
owned by one owner, Old Castle. Dealing with one land
owner as opposed to multiple owners could make
negotiations for acquisition/subdivision less problematic.
The lands within the Manchester Yard in the Town of
Manchester are zoned “Industrial.” The adjacent lands
within the Manchester Yard that fall outside the Town
boundary are zoned General Industrial by the Town of
Farmington, allowing for industrial type development to
occur.
Majority of the existing land use is Industrial/Vacant with
a small portion of the Manchester Yard listed as
Commercial and Residential.
Residential land use exists on both northern and southern
portion of site. However, there is sufficient space to
accommodate development with any required buffers.
The area to the west of the site is ideal for heavier
industrial development with associated truck traffic to be
pushed further away from Main Street/ State Route 21.
A connection to State Route 21/Main Street is ideal to
transition from a commercial/mixed-use corridor to light
industrial.

Great Lakes Kraut (GLK) / Shortsville – Town of Manchester /
Village of Shortsville
The existing lands in and around Great Lakes Kraut (GLK)
Company is another ideal location for rail development. The
following outlines opportunities and minor constraints for this
area:
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•

•

•

•
•
•

•
•

Proximity to the Thruway via County Road 13 to County
Road 7 and State Route 96, reducing the amount of truck
traffic through the Village.
Existing utility infrastructure such as water, sewer,
electric, gas exist on site or within a short distance.
However, capacity and condition of this utility
infrastructure is unknown at this time and, therefore, how
much new development this area could accommodate is
undetermined.
Significant amount of land to the east of existing GLK
operations and Cabbage Patch Lane owned by GLK.
Dealing with one land owner as opposed to multiple
owners
could
make
negotiations
for
acquisition/subdivision less problematic
Existing siding already exists to GLK buildings north of
rail spur.
Rail compatible land use adjacent to rail lines exists.
Large concentration of agricultural parcels along rail line.
Potential for these agricultural uses to combine
processes/resources that would make rail transport more
efficient/feasible.
The lands in and around GLK are zoned “Light Industrial,
Industrial and Agricultural“
Existing land use is Industrial/Vacant.

Thompson Grain Co. / Village of Clifton Springs
The existing lands between Railroad Ave./Stevens St. and
County Road 13 offer an area for potential limited development.
Thompson Grain currently exists off of Railroad Ave. with an
existing siding; however, new rail-enabled commercial and/or
industrial development at this site would be largely incompatible
with the predominant residential uses surrounding the site. The
following outlines minor opportunities and several constraints
for this area:
• A significant amount of incompatible land use exists
along the rail line running through the Village of Clifton
Springs. Required residential setbacks limit the amount of
developable lands.
• Access into the site is limited to Railroad Ave., Kendall St.
and County Road 13. Both Kendall St. and County Road 13
include residential properties. Railroad Ave. is an access
road to the Thompson Grain operation.
• Access to Interstate 90 via Kendall St. and State Route
96 allows for minimal truck traffic through the Village of
Clifton Springs.
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•

•
•

•

FGLK expressed a concern over the lack of railcar
storage creating an operational inefficiency. While this
area is long and linear offering the potential for track
runaround storage if Thompson Grain were to relocate to
the southern portion of the site, it also abuts residential
uses to the north and south increasing the potential for
land use conflicts.
The site could potentially handle between 40,00060,000 sf of new development.
Existing utility infrastructure such as water, sewer,
electric, gas exist on site or within a short distance.
However, capacity and condition of this utility
infrastructure is unknown at this time and, therefore, how
much new development this area could accommodate is
undetermined.
A federal mapped wetland exists on the eastern portion
of the site, west of Kendall St. behind the residential area,
potentially limiting development in this area.

Shortsville Area / Pioneer Road
The existing lands along Pioneer road south of Main Street in the
Village of Shortsville offer limited opportunities for new railbased development. A preliminary plan was developed that
included an approximately 10,000 sq. ft. building and associated
rail spur and a rail siding along Pioneer Road adjacent to FGLK.
However, the following notable constraints and challenges
overshadow any opportunities this area may provide:
• The surrounding residential neighborhood makes this
sensitive to noise problems. With the sidings and the spur
to the existing building, noise generated from railcars
(coupling and uncoupling, wheel squealing, etc.) would
make this a difficult site.
• Grade crossings in this area present operating challenges
for sidings and spur tracks. Railcars moving to and from
on-site buildings, and locomotives moving back and forth
to get to and from rail sidings, grade crossings in this
area would be blocked for extended periods of time.
While this may not present significant challenges for
minor streets such as Booth, Aldrich and High Street,
since those are protected by only flashing lights and
cross bucks. But any train activity to and from the rail
spurs into the buildings on the east side of the FGLK line
north of High Street is probably going to trip the
detector that activates the gates further up the line at the
offset crossing with Main Street and Sheldon/Water
Street.

44 | 4.0 CORRIDOR SUITABILITY & OPPORTUNITY ANALYSIS

Due to the constraints and challenges identified, this site was
eliminated from further consideration for rail-enabled
development.
4.2 Rail-Enabled Business Opportunity Analysis
Based on the existing conditions evaluation and Corridor Level
Suitability Analysis described above, a Rail Enabled Business
Opportunity Analysis was conducted. This included an analysis
of local and regional economic activity, freight potential and
constraints (environmental, logistical, etc.) along the corridor.
Based on peak hour and off-peak travel time estimates, optimal
distances for rail-dependent businesses were identified. Using
the travel time and distance assessments, and building on the
rail and road system inventory, optimal locations for raildependent industries were also identified. This included
identification of rail enabled or support businesses as well as
infrastructure requirements, regulatory issues, and any land use
compatibility issues.
The central upstate New York region is a major center of
agriculture, and historically has been the home to food
producers whose products are made using locally grown farm
commodities. In addition, the study area’s proximity to major
consumer markets in the northeastern U.S. and eastern Canada
makes it an attractive location for businesses that have a
competitive advantage when they can be situated relatively
close to their customers. The area would be less attractive for
manufacturers that rely on a large labor pool and move most of
their raw materials and/or finished products in shipping
containers. Large-scale warehousing would also be less
attractive in this region unless it was affiliated with a local
business that had specific local storage and distribution needs.
With all of these considerations in mind, the strongest potential
for industrial development in the study area would include the
following types of businesses:
• Food production using local agricultural products
• Food packaging or other value-added services using food
commodities sourced locally or outside the region
• Lumber and specialized building materials
• Aggregates, sand, etc.
• Specialty manufacturing in metals, chemicals, plastics,
machinery, and glass
• Trans-loading for commodities such as grain, aggregates,
scrap metal, lumber, and lumber products
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•
•

Production of specialized fuel products (biodiesel, for
example)
Manufacturing or trans-loading of intermediate materials
to support other local industries (packaging, sheet metal,
glass or plastic containers, fertilizer, etc.)

One limiting factor on the FGLK system is that the weight limits
on various line segments are lower than the 286,000 lb. limit on
the connecting Class I mainlines. This means that railcars
transported to and from businesses in the study area must
operate under reduced loads that correspond to the lowest
maximum weight on the rail lines used to serve them. For the
Finger Lakes system, the main line between Syracuse/Solvay
and Geneva has a limit of 273,000 pounds, as does the line
segment between Geneva and Shortsville and the Ontario
Central line from Shortsville to Victor. The branch line from
Shortsville down to Canandaigua has a 263,000 lb. limit.
These weight limits primarily affect businesses who use the
railroad to transport heavy, dense loads that reach the weight
limit of a railcar (i.e., “weigh out”) before they fill the volume
capacity of the railcar (i.e., “cube out”). This would apply to dry
and liquid bulk commodities (grains, aggregates, plastic pellets,
chemicals, crude oil and other fuels, and food products), lumber,
paper, and some packaged products.
FGLK already has a strong local customer base despite this
infrastructure limitation on their system However, the long-term
trends in freight transportation have been moving toward
improved economies of scale through the movement of larger,
heavier loads over time. As such, it is recommended that an
important element of an industrial development program in this
region should be an ongoing effort to upgrade the system from
its current limits (263,000-273,000 lb.) to the current railroad
industry standard of 286,000 lb. railcars. This recommendation
does not involve just the study area in Ontario County, but will
require full upgrades along the Finger Lakes Railway system – to
Syracuse/Solvay to the east and to Corning to the south.
Another limiting factor for the FGLK system is the scarcity of rail
sidings along many of the line segments. The railroad could
operate more efficiently if it had sidings for railcar storage to
minimize long hauls between customers in this study area and its
yard facilities in Geneva. Rail sidings can also be used as
runaround tracks to re-position locomotives on trains, thereby
minimizing reverse moves along these outlying line segments.
Additional sidings may be recommended in this study area,
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depending on the rail service needs and railcar storage
requirements of any new industry that might locate along one of
the existing lines in this area.
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5.0 RAILWAY CORRIDOR ALTERNATIVES
AND PREFERRED DEVELOPMENT PLAN
The following sections summarize the components of the
conceptual development plans prepared for the Manchester
Yard, Manchester-Shortsville and Clifton Springs sites.

5.1 Site 1: Manchester Yard Development Plan
The Manchester Yard is bounded by State Street to the north,
Main Street (State Route 21) to the east, State Route 96 to the
west and Red Jacket School to the south. It represents an ideal
location for rail supported development within the Town of
Manchester and the broader region. The Yard has a rich rail
history dating back to the 1940’s when it was one of the largest
rail transshipment facilities in the country. Today, several
businesses are located within the yard but do not utilize rail to
support their operations. Rochester Insulated Glass and Old
Castle Corporation and their former tenant are two examples of
business within Manchester Yard. However, the potential exists
for these businesses to utilize rail and its related transshipment
facilities as their primary mode of raw materials, product
movement and to expand their market potential.
As part of this study and to facilitate reuse of the Manchester
Yard to support local businesses and increase economic
development potential, two development plans have been
created, Option A and Option B. These are detailed further and
illustrated in Figures 20 (DP-1A) and 21 (DP-1B).

Manchester Yard Development Plan - Option A (DP-1A)
Manchester Yard Development Plan Option A (Figure 20)
centrally locates a trans-load rail yard facility adjacent to the
existing FGLK, encompassing the historic footprint of the
Manchester Yard. This facility would allow for bulk products to
be transported in and out of the site via trucks. This type of
facility would include new commercial and industrial space that
could accommodate a variety of different businesses that
produce goods and other commodities such as gravel, lumber,
steel, bio-diesel, railroad ties, and agricultural products. A
storage yard is incorporated to the immediate south of the
trans-load facility, providing storage silos for agricultural
products (grain) and aggregate storage within the site.
DP-1A locates the new, heavier industrial buildings on the
western portion of the site, allowing truck traffic access to/from
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the site via State Street/State Route 96 and the NYS Thruway.
This would minimize truck traffic circulating through the Village,
a desirable asset to the community. Federal wetlands are
located on the western portion of the site and are preserved. On
the eastern portion of the site along Main Street,
commercial/mixed-use development is envisioned, transitioning
to light and heavy industrial development heading west through
the site. An emphasis on smaller scale, commercial and mixeduse buildings along Main Street has the potential to create a
walkable community and help define a much desired commercial
district within the Village.
Option A also envisions the existing historic roundhouse building
as a commercial use with a pedestrian connection to Main Street.
The roundhouse is an important historic resource that should be
preserved or adaptively reused as both an asset to the site and
Village as a whole. This is supported by the substantial interest in
the building and its potential uses which have included a rail
museum, inter-commerce facility, and a rail car restore/repair
facility.
Primary site access is from State Street on the north and Main
Street on the east. Secondary road/access connections are
provided at Lehigh Avenue (an emergency access point desired
by the Red Jacket School district), Merrick Avenue and just
south of West Avenue. An internal road circulation system
provides access to the development parcels within the site and
is designed to limit at grade rail crossings to the greatest extent
practicable (four crossings in total).
The site is primarily zoned industrial and portions may require
rezoning to eventually accommodate other rail-enabled uses.
Potential users of the facility could include food processing,
warehousing and distribution, and manufacturing type
operations. These types of users could benefit from the existing
rail to enhance and expand their operations. Proposed industrial
buildings have been sized between 100,000sf – 150,000sf to
accommodate rail-enabled businesses.
Existing utility infrastructure, (i.e., water, sewer, electric, gas) is
available on site or can be extended from areas immediately offsite. While this infrastructure is in place to accommodate new
development, it is likely that, depending on the size of new
business operations seeking to locate within the site,
infrastructure upgrades will be necessary. Renewable energy
options (i.e., solar, geothermal) have also been conceptually
incorporated into this option and could offer alternative sources
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of cost-effective, green energy to support future users and
potentially reduce additional utility demands created by new
development. A solar array is proposed to the south of the
trans-load rail yard and individual geothermal installations are
located adjacent to some of the proposed industrial buildings.
Storm water management areas have been incorporated into the
development plan, and in some instances would be able to
accommodate more intense parcel development.
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Manchester Yard Development Plan - Option B (DP-1B)
Manchester Yard Development Plan Option B (Figure 21) focuses
on new rail-enabled development adjacent to the FGLK. As in
Option A, the proposed industrial building footprints have been
sized between 100,000sf – 150,000sf to accommodate railenabled businesses. However, rather than a trans-load rail yard
facility, rail sidings provide access to individual businesses
adjacent to the main rail line. This alternative includes larger
parcels along the rail line, resulting in a shift of the southern
access road toward the southern edge of the Yard. Similar to
Option A, potential users could include food processing,
warehousing and distribution, and manufacturing type
operations.
Unique to this option is the reintroduction of a former rail spur,
providing rail access to the existing roundhouse from the main
line. The roundhouse is designated light industrial which is
consistent with its historical use when it was utilized for
servicing locomotives and rail cars. This option would include
restoration of the existing turntable and promote the reuse of
the existing roundhouse.
Option B provides similar access as seen in option A, with
primary access into the site from Main St (State Route 21) on the
east and State Street on the north. Access from Main Street
would emphasize the existing roundhouse as a focal point,
highlighting its historic character and acting as a gateway into
the site. Internal road circulation would similarly serve
developable parcels within the site and reduce at-grade rail
crossings to three (from four crossings in DP-1A). Secondary
road/access connections are provided at Lehigh Avenue, Merrick
Avenue and just south of West Avenue.
Similar to DP-1A, portions of the site may require rezoning.
Existing utility infrastructure does exists on site or nearby,
however, improvements would most likely be required to
accommodate the new development. Renewable energy options
have been conceptually incorporated into the alternative with
solar installations located in a separate array to the south and on
individual building structures. Storm water management areas
have been incorporated into the development plan, and in some
instances would be able to accommodate more intense parcel
development. Federal wetlands are again located on the western
portion of the site and are preserved.
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5.2 Site 2: Manchester / Shortsville Development Plan (DP-2)
The Manchester/Shortsville site is bounded by the Finger Lakes
Railway (FGLK) on the north, South/East Avenue on the west,
and County Road 13/E. Main Street on the south and east. The
site is located adjacent to the existing food processing operation
known as Great Lakes Kraut (GLK) and includes existing
industrial/light industrial and agricultural lands east of the
existing Cabbage Patch Lane. An existing rail spur bisects the
site and heads due south towards Canandaigua, NY. A rail siding
is located adjacent to the existing GLK buildings, just north of
the rail spur. While this siding is not currently used, it has been
active in past to transport food products and coupled with
potential synergies provided by GLK, this area could offer
significant opportunities to accommodate a variety of industrial
users.
As part of this study and to facilitate support of local businesses
and increase economic development potential, Development
Plan 2 was prepared. This is more particularly described below
and illustrated in Figure 22.
DP-2 (Figure 22) expands upon the success of GLK while taking
advantage of the site’s proximity to FGLK, associated rail
sidings, and developable land. This facility would allow for bulk
products to be transported in and out of the site via trucks.
Similar to the Manchester Yard, this type of facility would include
new industrial space that could accommodate a variety of
different businesses including food processing, warehousing and
distribution, and manufacturing type operations.
DP-2 locates new industrial buildings on the western portion of
the site near GLK, allowing vehicular access to/from the site
from South/East Avenue via several county and state routes
(County Road 13, State Route 7 and 96) and the NYS Thruway,
reducing heavy truck traffic through the Villages. A small federal
mapped wetland is located in this area and is preserved and
incorporated for stormwater retention.
Additional track siding has been incorporated north of the
existing wetland. This infrastructure would allow for railcar
storage adjacent to the mainline, a desirable asset for FGLK.
On the eastern portion of the site along the rail spur and in the
undeveloped area bisected by Cabbage Patch Lane, industrial
development is envisioned to accommodate rail-enabled
businesses. Proposed industrial buildings in this area have been
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sized between 100,000sf and 150,000sf to accommodate rail
enabled businesses.
Similar to the Manchester Yard, this site’s proximity to the NYS
Thruway makes it an ideal location for rail supported
development. Primary site access is from South/East Avenue on
the west and County Road 13/East Main Street on the south.
Secondary road/access connections are provided at Mather
Street on the south and a future access point to the east. An
enhanced internal road circulation system provides access to the
development parcels within the site and is designed to limit at
grade rail crossings to the greatest extent possible.
Cabbage Patch Lane has been reconfigured into a traditional
grid layout to allow for additional infill development on the
eastern portion of the site. Rail sidings are proposed to serve
these parcels, and a variety of building sizes and parcels are
available to appeal to prospective rail-enabled businesses. It is
noted that DP-2 assumes the existing residential subdivision to
the east of the existing GLK facility would be built out in the
future.
The site is currently zoned industrial, light industrial and
agricultural and portions may require rezoning to eventually
accommodate new development. To adequately buffer the
proposed development from residential areas, DP-2 provides
generous vegetative buffers along County Road 13/E. Main
Street and Seneca Street.
Existing utility infrastructure, (i.e., water, sewer, electric, gas) is
available on site or can be extended from areas immediately offsite. As noted in the Manchester Yard development plans, while
this infrastructure is in place to accommodate new development,
it is likely that, depending on the size of new business operations
seeking to locate within the site, infrastructure upgrades will be
necessary. Renewable energy options (i.e., solar, geothermal)
have also been conceptually incorporated into this plan, offering
alternative sources of cost-effective, green energy to support
industrial users and potentially reduce utility demands created
by new development. A solar array is proposed to the north of
County Road 13/E. Main Street (to the east and west of
reconfigured Cabbage Patch Lane) and individual geothermal
installations are located adjacent to some of the proposed
industrial buildings.
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Storm water management areas have been incorporated into the
development plan, and in some instances would be able to
accommodate more intense parcel development.

56 | 5.0 RAILWAY CORRIDOR ALTERNATIVES AND PREFERRED DEVELOPMENT PLAN

SENECA ST

PLACID ST

MATHER ST

PARK ST

VEE
AV
TT A
ASS
EEA

TT
R SS
E
ER
ATT
W
WA

13

E MAIN ST

T
E MAIN S

19

N

250

500

1,000 Feet

# = Key tags correspond to parcel

Manchester-Shortsville Development Plan (DP-2)
Ontario County Railway Corridor Development Plan

VEE
AV
H
HA
UTT
OU
SSO
SODUS PARK

CLARK ST

information found in site data charts.

FIGURE

22

5.3 Site 3: Clifton Springs Development Plan
The Clifton Springs site is bounded by Stevens Street and Finger
Lakes Railway (FGLK) on the north, Kendall Street on the east
and West Main Street on the south. The site is situated between
residential developments and includes a mill, scale and bin
storage owned and operated by Thompson Grain.
As part of this study and to facilitate support of local businesses
and increase economic development potential within the Village
of Clifton Springs, two development plan alternatives, DP-3A
and DP-3B, were developed. These plans were presented and
considered during the public participation process and reviewed
by the steering committee, stakeholder group and the general
public. However, as further consideration was given to the site’s
overall incompatibility with surrounding residential land uses and
the associated environmental, infrastructure, traffic and
community character constraints, the concept plans developed
for this site were eliminated from consideration.
Any
recommendations for future land use(s) of the site for Land
Conservation or Open Space purposes will be addressed in the
2016 Joint Comprehensive Plan Update under development
which includes the Village of Clifton Springs.
Although the development plan alternatives (DP-3A and DP-3B)
prepared for the Clifton Springs site have been eliminated from
consideration as part of this study, they were presented during
the public participation process and, therefore, are included in
Appendix C for documentation purposes.
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6.0 IMPLEMENTATION STRATEGIES
Implementation of the Ontario County Freight Corridor
Development Plan will be accomplished over a 15-year
timeframe and will involve a number of short-, medium-,
and long-term strategies. Implementation will require
coordination with a number of municipalities including
the Villages of Clifton Springs, Manchester, and
Shortsville, and the Towns of Farmington and
Manchester. Ontario County will play a critical role in
ensuring the plan becomes fully implemented.
Although the Plan offers concept site designs for each of
the two sites (Manchester Yard, Manchester-Shortsville)
that will allow the full utilization of the freight rail
corridor, it is fundamentally an economic development
initiative that will require extensive coordination by
Ontario County and include a number of stakeholders
and individual property owners to effectively come to
fruition. The end goal is to foster growth of rail-enabled
industries and businesses along the corridor, serving as
the impetus for private development and redevelopment.
The following implementation strategies should be
initiated and completed over the course of the next 15
years. A 15-year implementation window was selected to
allow for short- (1-5 years), medium- (5-10 years), and
long-term tasks (10-15 years). It is noted that a longer
timeframe may be necessary to realize full build-out of
the plan; however, the majority of tasks can be
completed in the short- to mid-term, allowing the lead
agency and its various departments/offices to take
critical steps toward implementation. The implementation
tasks have been divided into the following categories:
General,
Economic,
Infrastructure,
Environmental,
Cultural
Resources,
Transportation,
Land
Use,
Geotechnical, Survey and Marketing. An Implementation
Strategies Matrix is provided below which provides a
comprehensive summary of the strategies, involved
agencies, and timeframes for implementation.
6.1 General Tasks

Task 1 – SEQRA Findings and Plan Adoption
The first step is the process is for the Lead Agency, the
Town of Manchester, to issue a Statement of Findings
pursuant to the State Environmental Quality Review Act
(SEQRA). Upon completion of the SEQRA process, each
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individual municipality will be responsible for Plan
adoption, as well as Ontario County and the Genesee
Transportation Council (GTC). Adoption is a short-term
objective, occurring within the next several months upon
completion of the mandated SEQRA review.
There are five involved municipalities (Village of Clifton
Springs, Village of Manchester, Village of Shortsville,
Town of Farmington, and Town of Manchester) and each
will be required to formally adopt the Plan. The Plan casts
the vision by which subsequent implementation actions
will be based and, as such, it is imperative that each of
the involved municipalities express a vote of confidence
in the Plan’s vision.

Task 2 – Establish Implementation Committee
Upon completion of the SEQRA process and Plan
adoption activities, an immediate task will to establish an
implementation committee which will be responsible for
implementation of strategies and tracking progress. It is
anticipated that Ontario County will lead this task,
coordinating outreach with the appropriate involved
agencies and interested stakeholders.

Task 3 – Seek Grant Opportunities
There are a number of funding mechanisms that could be
utilized by the public and private sectors to facilitate
redevelopment of the two project sites. An early action
item for the Implementation Committee will be to identify
applicable grant programs that will assist with financing
Plan implementation studies and projects. A number of
grant programs administered through the Consolidated
Funding Application (CFA) process, could provide
essential funding mechanisms to incentivize investment
in the corridor. Ontario County and each of the individual
municipalities should work with the granting agencies
and the applicable Regional Economic Development
Council, to determine specific project eligibility or
ineligibility requirements and timing of grant application
submittals.

Task 4 - Shovel Ready Certification Applications
Shovel ready certification of the two development sites
should be pursued to streamline or “pre-permit” sites to
facilitate redevelopment and investment. Applications
can be prepared once the applicable studies described in
this section and in the Implementation Strategies Matrix
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are completed. This program will essentially provide the
impetus for implementation over the short and medium
term and will guide many of the strategies and actions to
be pursued by the Implementation Committee over time.
The New York State Shovel Ready Certification Program
is administered by the Empire State Development
Corporation (ESDC).
Shovel Ready Certification is
available to any site in New York State and upon
certification essentially results in a “pre-permitted” site
that provides a number of benefits.
These include
providing an attractive incentive to lure companies to a
site or sites, the ability to select the type of development
most suited to a community and to develop local "buy in"
before a project is announced, and the ability to
substantially expedite construction.
Marketing and
technical assistance from ESDC are additional benefits
once a site is certified.
6.2 Economic Tasks

Task 5 – Market Analysis
A detailed market analysis and financial feasibility
assessment
should
be
completed
to
identify
opportunities for redevelopment at the two development
sites within the corridor. The purpose of the market
analysis is to gather more detailed information about the
market before proceeding to the preliminary design
phase and may include an analysis of employment trends,
demographics, trends in the local market including supply
and demand for particular market sectors, configuration
of parcels, square footage, number of units, etc., percent
of market demand to be captured, and operating revenue
and income. The feasibility analysis tests whether a
certain product will meet certain financial or social goals
in the market. Based on the concept designs, the
feasibility study will test whether the expected revenues
which were generated in the market analysis sufficiently
exceed the expected costs. It is noted that while the
build-out of the sites would be expected to generate a
dollar return commensurate with the amount of risk
involved, the project’s contribution to the community,
potential spin-offs and residual effects of development,
etc. are non-monetary factors that should be considered
as part of the analysis.
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6.3 Infrastructure Tasks

Task 6 – Utility and Infrastructure Capacity Analysis
Existing utilities
and
other infrastructure
were
preliminarily identified and are included in Section 3.0
above. This included identification of the location of gas,
electric, water, and sewer lines, major vehicular traffic
routes and the traffic volumes of those respective routes.
It was concluded that the two sites are in developed
areas and have access to existing water, sewer, electric,
and gas utilities or those utilities can be extended from
areas immediately off-site.
To facilitate redevelopment, a more detailed utility and
infrastructure capacity analysis will need to be
conducted. This step should be conducted in the shortterm, occurring within the next 1-5 years, for each of the
two project sites using the full build-out concepts
prepared as part of this study. This analysis will require
close consultation with the public utilities (e.g., gas,
electric) and the local water and sewer infrastructure
providers in the study area.
In addition to utility
infrastructure, full build-out of the two sites will require
other infrastructure improvements such as new traffic
signals, new or improved roads, sidewalks and lighting,
and multi-modal improvements e.g., (bike lanes, bikes
racks). An analysis of this transportation infrastructure is
needed to determine the capacity of existing facilities
and improvements necessary to accommodate a full
build-out of each of the sites.

Task 7 - Regional Rail Infrastructure Study
A regional rail infrastructure study should be completed
to assess current weight limits, the potential for system
upgrades to accommodate the movement of heavier
loads (up to the 286,000 lb. industry standard), and the
possible addition of new rail sidings in the corridor and
overall regional rail system.
As identified in this study, various rail line segments are
rated lower than the 286,000 lb. limit on the connecting
Class I mainlines. As a result, railcars transported to and
from businesses in the corridor must operate under
reduced loads.
For the FGLK system, the main line between
Syracuse/Solvay and Geneva, the line segment between
Geneva and Shortsville and the Ontario Central Line from
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Shortsville to Victor, have a limit of 273,000 lbs. The
branch line from Shortsville to Canandaigua has a
263,000 lb. limit. These weight limits primarily affect
businesses which use the railroad to transport heavy,
dense loads that reach the weight of a railcar (i.e.,
“weight out”) before they fill the volume capacity of the
railcar (i.e., “cube out”). Products transported include dry
and liquid bulk commodities such as grains, aggregates,
plastic pellets, chemicals, crude oil and other fuels, food
products, lumber, paper, and some packaged products.
Rail sidings are relatively scarce along many segments of
the FGLK. The line could increase efficiency if more rail
sidings were in place, enabling railcars to be stored and
eliminating unnecessary long hauls between customers in
the study area and yard facilities located in Geneva. Rail
sidings can also be used as runaround tracks to reposition locomotives, minimizing reverse moves along
outlying line segments. As such, in addition to an
assessment of rail system weight limits, an analysis of the
creation/construction of additional sidings should be
conducted.
Local officials and FGLK should work with appropriate
federal and state partners to reestablish essential freight
rail service on the NS line between Geneva in Ontario
County and Lyons in Wayne County to allow cost and
time effective westbound shipping from this area.

Task 8 – Stormwater Pollution Prevention Plan
To support the Shovel Ready Certification Application,
stormwater pollution prevention plans (SWPPP) for each
proposed development site should be prepared and
submitted for review and approval to the respective
municipality (i.e., MS4) and the NYSDEC. Although the
SWPPPs would be based on conceptual plans that do not
include detailed design, size and scope of stormwater
management facilities can be estimated. This is an
immediate task that will support eventual Shovel Ready
Certification for each of the proposed development sites.

Task 9 – Infrastructure Investment
Any development/redevelopment will result in the need
for new infrastructure improvements such as utility
upgrades, road and traffic signal improvements,
streetscape and bike/pedestrian amenities.
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Upon completion of the Utility and Infrastructure
Capacity
Analysis
task
described
above,
recommendations for infrastructure investment should be
implemented strategically to facilitate full build-out of the
concept designs/plans.
Incremental infrastructure
investment would be appropriate (from short- to midterm) and in strategic locations so that maximum
flexibility is provided to prospective developers. This
would include prioritization of more immediate public
sector investments needed to encourage developer
interest in the development sites.
6.4 Environmental Tasks

Task 10 – EPA Brownfield Grant Assessment
Application (Roundhouse parcels)
An immediate implementation task which has already
commenced is to gather all environmental information for
the Roundhouse and Krol parcels at the Manchester Yard
site to determine whether there are gaps in
environmental data, provide recommendations for any
further Phase II testing and develop a remediation plan to
facilitate future redevelopment.
These high profile
parcels include the historic former Lehigh Valley
Roundhouse and provide a significant redevelopment
opportunity along the eastern edge of the Yard. A
Brownfield Grant Assessment Application has been
prepared and submitted by Ontario County to the EPA
and was recently authorized.

Task 11 – Temporary Incidence of Ownership
(Roundhouse parcels)
In conjunction with the Brownfield Grant Assessment
Application process, Ontario County is in the process of
entering into a Temporary Incidence of Ownership to
obtain access to the Roundhouse and Krol parcels to
complete any site inspections and testing that may be
required. This is an immediate implementation task that
has commenced and will be an essential component to
the eventual remediation and reuse of these key parcels
within the Manchester Yard.

Task 12 – Facilitate Remediation and Reuse
(Roundhouse parcels)
Upon completion of additional site investigations at the
Roundhouse and Krol parcels within Manchester Yard, in
the short term, the County should facilitate remediation
of these parcels to provide an incentive for eventual
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redevelopment and reuse. Specific strategies that could
be employed for this purpose may include a public or
quasi-public entity such as a local development
corporation (e.g., county industrial development agency)
entering into the NYSDEC’s Brownfield Cleanup Program
with the ultimate intent to transfer the eligible tax credits
to a private entity to incentivize redevelopment and/or
reuse of the parcels. Alternatively, a public or quasipublic entity could seek grants through a variety of state
and federal programs to acquire and remediate the sites
with the ultimate intent of transferring “shovel ready”
sites to a private entity. Each of these strategies should
be explored as part of this task to determine which is
more viable and cost effective over the long term.

Task 13 – Application to Brownfield Cleanup Program
(Oldcastle parcels)
In addition to the Roundhouse and Krol parcels, the
Oldcastle Inc. site also represents a high-profile location
within Manchester Yard. The site is currently vacant;
however, Oldcastle Inc. has indicated to Ontario County
that it will enter into the Brownfield Cleanup Program to
remediate and redevelop its portion of the site. If
successful, this represents a significant step in the
redevelopment of the Manchester Yard and could
catalyze private sector interest and investment. The
Implementation Committee should track status and any
plans for cleanup and redevelopment of this site.

Task 14 – Phase I and Phase II Environmental Site
Assessments
In addition to the site assessment work associated with
the Roundhouse, Krol and Oldcastle sites/parcels within
Manchester Yard, Phase I and Limited Phase II
Environmental Site Assessments will be needed for the
remainder of the Yard and within the ManchesterShortsville site. . Environmental data associated with the
remainder of the Manchester Yard and ManchesterShortsville site in the corridor is limited. This information
will be essential to determine whether the sites have
been environmentally impaired and require remediation
prior to redevelopment. This task will also provide more
certainty to the public and private sectors regarding the
environmental status of the sites and help identify key
funding opportunities (e.g., Environmental Restoration
Program, Brownfield Cleanup Program) to facilitate
redevelopment.
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Task 15 – Wetlands Delineation and Jurisdictional
Determination
Although there are a number of mapped NYSDEC
freshwater wetlands and National Wetlands Inventory
wetlands in the study area, detailed wetland delineations
and habitat assessments at each of the two sites will be
required to determine actual wetland boundaries and
presence/absence of critical habitat to identify any
associated constraints to development. Upon completion
of
the
delineations, requests
for
Jurisdictional
Determinations should be submitted to the NYSDEC and
U.S. Army Corps of Engineers in support of the Shovel
Ready Certification Applications and to incentivize
redevelopment. The USACE Jurisdictional Determination
is typically valid for 5 years and essentially “freezes” the
wetland boundaries to provide predictability regarding
jurisdictional and non-jurisdictional areas, providing
greater certainty to potential developers regarding the
natural resource constraints present on the sites.

Task 16 – Renewable Energy Development
The conceptual site plans developed for the Manchester
Yard and Manchester-Shortsville sites contemplate
renewable energy in the form of solar arrays. Solar
energy could be developed in the short term to serve
businesses within the development sites, defray energy
costs while creating a sustainable model for
environmental stewardship and economic development.
To facilitate renewable energy development, Ontario
County should initiate matching private landowners and
renewable energy developers/brokers.
For publiclyowned property, Ontario County or another public entity
could
partner
directly
with
renewable
energy
developers/brokers to facilitate solar array development.
6.5 Cultural Resources Tasks

Task 17 - SHPO Consultation and Archeological
Surveys
The OPRHP should be consulted as early as possible in
the planning process for each of the two project sites,
particularly with respect to the Roundhouse Property
located at the Manchester Yard. The Roundhouse will
most likely be determined eligible for listing on the
National Register of Historic Places and the use of
historic rehabilitation tax credits or other incentives may
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be appropriate to help facilitate rehabilitation and reuse
efforts.
As part of the consultation process, it is likely that SHPO
will require that Phase IA and 1B Cultural Resource
Investigations be conducted to determine whether any
historic and/or archeological resources are present at the
development sites. The goal of this task is to obtain an
opinion from the New York State Office of Parks,
Recreation and Historic Preservation (OPRHP) that
redevelopment will have no impact or effect on cultural
resources, facilitating future redevelopment. This is an
immediate task that will assist with completion of the
Shovel Ready Certification Applications for each site.

Task 18 – National Register Nomination (Roundhouse
Property)
This is an immediate task that should be initiated by
Ontario County to provide a layer of protection for the
Roundhouse and to incentivize the private sector to take
advantage of historic rehabilitation tax credits to defray
the cost of investment and adaptively reuse the structure.
Alternative strategies that could be employed for this
purpose may include a public or quasi-public entity such
as a local development corporation (e.g., county
industrial development agency) pursuing historic
rehabilitation tax credits with the ultimate intent to
transfer those credits to a private entity to incentivize
rehabilitation and reuse of the structure. A public or
quasi-public entity could seek grants through a variety of
state and federal programs to acquire and stabilize the
Roundhouse with the ultimate intent of transferring it to a
private entity for full rehabilitation and buildout. Each of
these strategies should be explored as part of this task to
determine which is more viable and cost effective over
the long term.
6.6 Transportation Tasks

Task 19 – Traffic Impact Studies
Traffic Impact Studies, based on the conceptual site plans
and in support of Shovel Ready Certification
Applications, should be conducted for each of the
development sites to assess the potential traffic impacts
upon full buildout. These studies would identify any
traffic-related issues and make recommendations for
circulation improvements and mitigation, if applicable.
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6.7 Land Use Tasks

Task 20 – Preliminary Subdivision and Site Plan
Approval
To support the Shovel Ready Certification Application,
preliminary subdivision and site plan approvals based on
the conceptual site designs for the Manchester Yard and
Manchester-Shortsville site should be pursued from each
of the municipalities having purview over the project.
This is an immediate task that could be initiated by
Ontario County in cooperation with the participating
municipalities. It is noted that preliminary subdivision
and site plan approvals would not be a substitute for final
site plan or other approvals needed when actual
improvement projects are proposed.

Task 21 – Rezoning/Code Amendments
The conceptual site plans were developed with
significant public input and designed to optimize each
sites’ proximity to FGLK. The overarching goal of full
buildout of the plans is to attract rail-enabled economic
development and help revitalize the communities in
which they are located.
Updates to municipal zoning codes that take a more
comprehensive approach to rail-enabled land uses
including establishment of special planned unit
development zones are recommended.
The Joint
Comprehensive Plan being prepared concurrently by the
Town of Manchester and the Villages of Manchester,
Shortsville, and Clifton Springs will include specific
recommendations for land use and zoning code changes
based on this plan. Completion of the plan is anticipated
in 2017/2018.
As the framework for the concept buildout plans, existing
municipal zoning provisions were used in plan
development to the greatest extent practicable. For the
most part, the plans adhere to both use and area (e.g.,
setbacks, height) requirements established in each
zoning code. However, there are a number of parcels
within the development sites that are in conflict with the
plans, and several parcels are “split zoned,” causing
additional conflicts. The changes in zoning included in
Tables 3 and 4 are those that would be necessary to
implement the conceptual buildout plans under existing
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zoning and are an interim solution until the localities can
enact more comprehensive zoning provisions for railenabled development.
Manchester Yard
 Rezone industrially zones parcels between South Main
Street and the Roundhouse (including Roundhouse
parcels) from General Industrial (I-2) or Restricted
Industrial (I-1) to Commercial (C-1).
 Rezone split zoned parcel (SBL #32.17-2-36.000)
southeast of the Roundhouse from Commercial (C1)/Residential (R-1) to Commercial (C-1).
The table below summarizes the parcels that should be
rezoned to accommodate full buildout of the Manchester
Yard development plan.
Table 3: Manchester Yard Proposed Rezoning
Municipality

SBL #

Existing Zoning Designation

Proposed Zoning
Designation

Manchester (V)

#32.17-2-3.110

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-3.121

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-6.110

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-7.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-8.100

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-12.110

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-16.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-17.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-18.111

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-18.210

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-19.100

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-20.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-21.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-22.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-23.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-24.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-25.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-26.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-27.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-36.000

Commercial (C-1)/ Residential
(R-1)
(split zoned)

Commercial (C-1)

Manchester (V)

#32.17-2-37.100

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-38.100

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#32.17-2-42.121

General Industrial (I-2)

Commercial (C-1)

Manchester (V)

#32.17-2-42.122

General Industrial (I-2)

Commercial (C-1)
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Municipality

SBL #

Existing Zoning Designation

Proposed Zoning
Designation

Manchester (V)

#32.17-2-42.132

General Industrial (I-2)

Commercial (C-1)

Manchester (V)

#32.17-2-42.180

General Industrial (I-2)

Commercial (C-1)

Manchester (V)

#32.17-2-44.000

General Industrial (I-2)

Commercial (C-1)

Manchester (V)

#32.17-2-46.000

General Industrial (I-2)

Commercial (C-1)

Manchester (V)

#32.17-2-49.100

General Industrial (I-2)

Commercial (C-1)

Manchester (V)

#32.17-2-49.200

General Industrial (I-2)

Commercial (C-1)

Manchester (V)

#44.05-1-13.100

Restricted Industrial (I-1)

Commercial (C-1)

Manchester (V)

#44.05-1-20.000

Restricted Industrial (I-1)

Commercial (C-1)

Manchester-Shortsville Site
 Rezone all agricultural, land conservation and mobile
home park zoned parcels to Industrial (M-1).
 Rezone Light Industrial ((M-2) (parcel (SBL #44.00-27.111) to Industrial (M-1).
 Rezone split zoned parcels to Industrial (M-1).
The table below summarizes the parcels that should be
rezoned to accommodate full buildout of the ManchesterShortsville Site development plan.
Table 4: Manchester-Shortsville Site Proposed Rezoning
Municipality

SBL #

Existing Zoning Designation

Proposed Zoning
Designation

Manchester (T)

#44.00-2-7.111

Light Industrial (M-2)

Industrial (M-1)

Manchester (T)

#44.00-2-18.100

Agricultural (A-1)

Industrial (M-1)

Manchester (T)

#44.00-2-18.200

Agricultural (A-1)

Industrial (M-1)

Manchester (T)

#44.00-2-19.100

Agricultural (A-1)

Industrial (M-1)

Manchester (T)

#44.00-2-20.000

Agricultural (A-1)

Industrial (M-1)

Manchester (T)

#44.00-2-21.111

Agricultural (A-1)

Industrial (M-1)

Manchester (T)

#44.00-2-61.000

Agricultural (A-1)

Industrial (M-1)

Manchester (T)
Shortsville (V)

#44.06-1-14.100

Land-Conservation District (L-C)/
Industrial (M-1)

Industrial (M-1)

Shortsville (V)

#44.00-2-62.000

Land Conservation District (L-C)

Industrial (M-1)

Shortsville (V)

#44.06-1-13.000

Land Conservation District (L-C)

Industrial (M-1)

Manchester (T)
Shortsville (V)

#44.06-1-14.100

Land Conservation District (L-C)/
Industrial (M-1)
(split zoned)

Industrial (M-1)

Shortsville (V)

#44.06-1-15.000

Industrial (M-1)/SFR (R-1)
(split zoned)

Industrial (M-1)

Shortsville (V)

#44.06-1-16.000

Industrial (M-1)/SFR (R-1)
(split zoned)

Industrial (M-1)

Shortsville (V)

#44.06-1-17.000

Industrial (M-1)/SFR (R-1)
(split zoned)

Industrial (M-1)

Shortsville (V)

#44.06-1-18.000

Industrial (M-1)/SFR (R-1)

Industrial (M-1)
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Municipality

SBL #

Proposed Zoning
Designation

Existing Zoning Designation
(split zoned)

Shortsville (V)

#44.06-1-20.000

Industrial (M-1)/SFR (R-1)
(split zoned)

Industrial (M-1)

Shortsville (V)

#44.06-1-84.100

Land Conservation District (L-C)/
Industrial (M-1) (split zoned)

Industrial (M-1)

Shortsville (V)

#44.06-1-85.000

Unclassified – SFR (R-1)

Industrial (M-1)

Shortsville (V)

#44.07-1-22.110

Mobile Home Park (M-H)

Industrial (M-1)

Shortsville (V)

#44.07-1-22.120

Mobile Home Park (M-H)

Industrial (M-1)

Clifton Springs Site
None in regard to rail enabled or related development in
the corridor. Recommendations for future land uses and
zoning revisions, if any, would be addressed as part of
the 2016 Joint Comprehensive Plan Update.

Task 22 – Landowner Cooperative Agreements
A short to medium-term task would involve cooperative
agreements between landowners within the Manchester
Yard and Manchester-Shortsville site to facilitate
redevelopment and accommodation of infrastructure to
support such redevelopment. The focus at Manchester
Yard would be on privately held residential parcels along
Main Street east of the Roundhouse site. The focus on
the Manchester-Shortsville site would be on the eastern
privately owned parcels. As a secondary task and only
where cooperative agreements are infeasible or
unsuccessful, public sector acquisition of privately held
properties should be considered but would not be a
primary driver for Plan implementation.
Rather,
acquisition should be deliberate and strategic, designed
to create developable sites that would otherwise restrain
future redevelopment opportunities.
Where private
landowners are willing to participate in the revitalization
of the development sites, a cooperative agreement
approach should take precedence over public sector
acquisition.
6.8 Geotechnical Tasks

Task 23 – Geotechnical Investigations
A short-term task will involve geotechnical investigations
at each of the two sites to obtain information regarding
subsurface soil conditions to help facilitate future
redevelopment (i.e., building sites and infrastructure).
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The geotechnical investigations will also support the
Shovel Ready Certification Applications.
6.9 Survey Tasks

Task 24 – Topographic and Boundary Surveys
A short-term task would include completion of
topographic and boundary surveys for each of the two
development sites to support the Shovel Ready
Certification Applications and facilitate redevelopment
(e.g., site design, property transfer) opportunities.

6.10 Marketing Tasks

Task 25 – Develop Marketing Materials
In the short-term and in conjunction with several of the
other immediate and short-term implementation tasks
described in this section, marketing materials should be
developed in cooperation with private landowners for the
two development sites. The purpose of the marketing
materials such as brochures and other print media would
be to provide key information e.g., site data, developable
parcels, other key information) regarding economic
development opportunities for prospective developers
and
rail-enabled
businesses
seeking
investment
opportunities in the corridor. The materials could be
developed for distribution to prospective developers, railenable businesses and other potentially interested
parties. In addition, a publicly-available website could be
used to disseminate these materials and be a key vehicle
for distribution.
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6.11 Implementation Strategies Matrix

Table 5: Implementation Strategies Matrix
CATEGORY

TASK / DESCRIPTION

SITE

General

1.

All

2. Establish Implementation
Committee

LEAD /
INVOLVED ENTITIES

TIMEFRAME

NOTES

Manchester (T)
Manchester (V)
Clifton Springs (V)
Shortsville (V)

Immediate

Upon completion of the Final Ontario County Freight Corridor
Plan, the Town of Manchester, as SEQR lead agency, will issue
a Statement of Findings. Upon issuance of Findings, each
municipality will adopt the Plan.

NA

Ontario County
Manchester (T)
Manchester (V)
Clifton Springs (V)
Shortsville (V)

Immediate

The implementation committee will be responsible for
implementation of strategies and tracking progress.

3. Seek Grant Opportunities

All

Ontario County
Manchester (T)
Manchester (V)
Shortsville (V)

Immediate
and Short
Term

Seek grant opportunities through CFA process and other
sources to obtain funds to conduct additional planning
studies, environmental assessments, and capital investment.

4. Shovel Ready Certification
Application

All

Ontario County
ESDC

Short to
Medium Term

Pursue shovel ready certification of all three sites to
streamline or pre-permit sites to facilitate redevelopment and
investment. Application can be prepared once the applicable
studies described herein are completed.

Economic

5. Market Analysis and Financial
Feasibility Assessment

All

Ontario County
Manchester (T)
Manchester (V)
Shortsville (V)

Immediate

A detailed market analysis and financial feasibility assessment
should be completed to identify opportunities for
redevelopment at the three sites within the corridor. The
purpose of the market analysis is to gather more detailed
information about the market before proceeding to the
preliminary design. The feasibility analysis tests whether a
certain product will meet certain financial or social goals in
the market.

Infrastructure

6. Utility and Infrastructure
Capacity Analysis

All

Ontario County
Manchester (T)
Manchester (V)
Shortsville (V)
Public Utilities

Immediate

Determine the capacity of existing utilities, infrastructure, and
improvements needs to accommodate build-out of each site.

SEQR Findings and Plan
Adoption
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STATUS

Ontario County has been in
contact with AvanGrid
(RG&E) to determine
electrical capacity in the
vicinity of each site.

CATEGORY

TASK / DESCRIPTION

SITE
NA

Infrastructure

7. Regional Rail Infrastructure
Study

(continued)

LEAD /
INVOLVED ENTITIES
Ontario County
Manchester (T)
Manchester (V)
Clifton Springs (V)
Shortsville (V)
Rail Operators

TIMEFRAME

NOTES

Short term

A regional rail infrastructure study should assess current
weight limits, the potential for system upgrades to
accommodate the movement of heavier loads (up to the
286,000 pound industry standard), and the possible addition
of new rail sidings in the corridor and overall regional rail
system.

STATUS

Local officials and FGLK should work with appropriate federal
and state partners to reestablish essential freight rail service
on the NS line between Geneva in Ontario County and Lyons
in Wayne County to allow cost and time effective westbound
shipping from this area.

Environmental

8. Stormwater Pollution
Prevention Plan

All

Ontario County
Manchester (T)
Manchester (V)
Shortsville (V)
NYSDEC

Immediate

Prepare SWPPPs for each development site to facilitate
Shovel Ready Certification Application.

9. Infrastructure Investment

All

Ontario County
Manchester (T)
Manchester (V)
Shortsville (V)

Medium to
Long Term

Acquire easements and building infrastructure (roads, utility
extensions, etc.) to facilitate build out of site plans.

10. EPA Brownfield Grant
Assessment Application for
Roundhouse parcels

Manchester Yard

Ontario County
USEPA

Immediate

Purpose of assessment is to gather all environmental
information for Roundhouse and Krol parcels

11. Temporary Incidence of
Ownership (TIO) for
Roundhouse parcels

Manchester Yard

Ontario County

Immediate

County will enter into a TIO to obtain access to the
Roundhouse parcels to complete environmental site
assessment.

12. Facilitate remediation and
reuse of Roundhouse parcels

Manchester Yard

Ontario County
NYSDEC
Private Landowners

Short term

Facilitate remediation and reuse by touting benefits of
combining BCP tax credits for remediation and
redevelopment with historic tax credits. Would make project
at this location financially viable. Public sector acquisition
through an LDC to facilitate cleanup and use/transfer of tax
credits is also a possibility.
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Application has been
submitted and is awaiting
approval.

CATEGORY

Environmental

(continued)

Cultural
Resources

Transportation

LEAD /
INVOLVED ENTITIES

TASK / DESCRIPTION

SITE

13. Application to Brownfield
Cleanup Program (Oldcastle
parcels)

Manchester Yard

Oldcastle Inc.
NYSDEC

Immediate

14. Phase I and Phase II
Environmental Site
Assessments

Manchester
Yard
(remaining parcels)
Clifton Springs
ManchesterShortsville

Ontario County
Private Landowners

Immediate to
Short Term

A Phase I Environmental Site Assessment should be
completed for each site as a first step for environmental due
diligence purposes. If the Phase I’s identify any recognized
environmental conditions, a Phase II ESA (soil and
groundwater testing) should be performed.

15. Wetlands Delineation and
Jurisdictional Determination

All

Ontario County
USACE
Private Landowners

Immediate to
Short Term

A wetland field delineation should be completed for the two
development sites. Upon completion, a request for
Jurisdictional Determination should be prepared and
submitted to the U.S. Army Corps of Engineers (and NYDEC
with respect to State freshwater wetlands). The USACE JD is
typically valid for 5 years and essentially “freezes” the
wetland boundaries to provide certainty regarding
jurisdictional and non-jurisdictional areas.

16. Renewable Energy
Development

All

Ontario County
Public Utilities
Private Landowners

Short Term

Facilitate renewable energy development by matching
private landowners with renewable energy
developers/brokers. Alternatively, partner directly with
renewable energy developers/brokers for publicly owned
property.

17. SHPO Consultation and
Archeological Surveys

All

Ontario County
OPRHP
Private Landowners

Short Term

Initiate consultations for each of the development sites with
the State Historic Preservation Office to determine the
potential presence of sensitive archaeological resources.
Initiate cultural resources surveys (Phase 1A/1B) for each site,
if necessary

18. Prepare Nomination for
Roundhouse Property listing
on the National Register

Manchester Yard

Ontario County
OPRHP

Immediate

Purpose of National Register listing is to facilitate private
sector redevelopment and take advantage of lucrative federal
and state tax credits. Public sector acquisition through an
LDC to facilitate use/transfer of tax credits is also a
possibility.

19. Traffic Impact Studies

All

Ontario County
NYSDOT
Municipalities

Immediate to
Short Term

Conduct traffic studies for each site based on conceptual site
plans. Primary purpose is to identify any capacity and/or
circulation issues and meet the requirements of shovel ready
certification.
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TIMEFRAME

NOTES

STATUS
Oldcastle has applied to the
NYSDEC through the BCP
program. Implementation
Committee to track status
and plans for cleanup and
redevelopment.

CATEGORY

TASK / DESCRIPTION

SITE

Land Use

20. Preliminary Subdivision and
Site Plan Approval

All

21. Rezoning/Code amendments

All

LEAD /
INVOLVED ENTITIES

TIMEFRAME

NOTES

Public-Private Partnership
Ontario County
Manchester (T)
Manchester (V)
Shortsville (V)
Ontario County

Immediate

Obtain preliminary subdivision and site plan approval from
each municipality. Primary purpose is to satisfy shovel ready
certification requirements.

Ontario County
Manchester (T)
Manchester (V)
Shortsville (V)

Short Term

Correct split zone parcels; rezone parcels to allow as-of-right
build out of conceptual site plans and promote rail-enabled
uses.

Medium Term

Update municipal zoning codes that take a more
comprehensive approach to rail-enabled land uses including
establishment of special planned unit rail-enabled
development zones.

22. Landowner Cooperative
Agreements

Manchester Yard
ManchesterShortsville

Ontario County
Public-Private Partnership

Short to
Medium Term

Landowner cooperative agreements to facilitate
redevelopment and accommodation of infrastructure. Focus
at Manchester Yard is on privately held residential parcels
along Main Street east of the Roundhouse. Focus on
Manchester-Shortsville site is on eastern privately owned
parcels. As a secondary task and only where cooperative
agreements are infeasible or unsuccessful, public sector
acquisition of privately held properties should be considered.

Geotechnical

23. Geotechnical Investigations

Manchester Yard

Ontario County

Short to
Medium Term

Conduct geotechnical investigations to determine subsurface
conditions at development sites to help facilitate future
redevelopment. This information would also be used in
Shovel Ready Certification Application.

Survey

24. Topographic and Boundary
Surveys

All

Ontario County

Short to
Medium term

Topographic surveys will provide the basis for future design
and detailed site plan development.

Marketing

25. Develop Marketing Materials

All

Ontario County
Private Landowners
OCIDA

Short Term

Develop marketing materials to promote benefits of sites to
potential rail-enabled users.
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STATUS

7.0 GENERIC ENVIRONMENTAL
IMPACT STATEMENT
7.1 SEQRA Process and Chronology
A Generic Environmental Impact Statement (“GEIS”) is
the appropriate vehicle for compliance with the State
Environmental Quality Review Act (“SEQRA”) as it is
specifically designed for “programs or plans that have
wide application or restrict the range of future alternative
policies, such as comprehensive plans, resource
management plans, local land use laws and ordinances, or
agency regulations and permit programs.” While the
plans for Manchester Yard and the Manchester-Shortsville
site represent the culmination of the Ontario County
Freight Corridor Development Plan and provide a
roadmap for future public sector decisions and
investment, they are nonetheless conceptual in nature
and may change over time to reflect private sector
interests and needs. This may result in supplemental
SEQRA reviews to respond to any changes either not
contemplated currently or that differ significantly from
the plans presented and assessed in this Plan.
On July 12, 2016, the Town of Manchester determined,
pursuant to 6 NYCRR § 617.4(b)(1), that the project was a
Type 1 Action under SEQRA. On July 27, 2016, the Town
circulated a Notice to other Involved Agencies and
Interested Agencies stating its intent to act as Lead
Agency for purposes of the SEQRA review. Since no
objections were raised, the Town assumed the role as
SEQRA Lead Agency for the project on or about August
27, 2016. The Town subsequently issued a Positive
Declaration on April 11, 2017, determining that the action
may have an adverse impact on the environment and that
a Draft GEIS must be prepared (see Appendix D). Upon
acceptance of the Draft GEIS on June 6, 2018 by the
Town of Manchester as Lead Agency, a public hearing
comment period will be was held and a this Final GEIS
will then be issued (anticipated September 11, 2018),
incorporating any substantive public or agency
comments. The final step in the SEQR process will be a
Statement of Findings, issued by the Town of
Manchester.
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7.1.1 Public Hearing and Comment Period
The public comment period on the DGEIS commenced
on March 13, 2018 and extended through June 18, 2018.
No written comments from the public, involved or
interested agencies, or the respective Town/Village
legislative bodies were received during this time. A
public hearing on the Draft Ontario County Freight
Corridor Development Plan and Draft Generic EIS was
also held during this period. The hearing was held on
April 10, 2018.
7.1.2 Public Comments and Responses
At the public hearing for the Draft Ontario County
Freight Corridor Development Plan and the DGEIS,
one verbal comment was received. The comment and
lead agency response to that comment is provided
below:
Comment:
Matthew Schaertl spoke regarding the need to have
the Villages, Town and County resolve the issue
hindering the ability to ship west from Shortsville.
Currently, you have to ship east to Solvay, near
Syracuse, before you can ship to the west. There is a
line from Geneva to Clyde that has not been used in 6
years because it is owned by a competitor of Finger
Lakes Railway. It is critical infrastructure that is owned
by Northern Southern.
Response:
Comment noted. Restoring Norfolk Southern service
between Lyons and Geneva is very important to
providing cost and time effective westbound shipping
for businesses not only in the study area but in the
region served by Finger Lakes Railway. The Plan has
been revised to reference that service has been
suspended on the Norfolk Southern line between the
City of Geneva in Ontario County and Lyons in Wayne
County and include restoration of service as part of an
existing Implementation Strategy.
7.1.3 Edits to the Proposed Action
Edits have been made to the Ontario County Freight
Corridor Development Plan in response to the verbal
comment received at the public hearing and, for
consistency and clarification, to include reference to
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the zoning recommendations made in the 2017 Joint
Comprehensive Plan.
In general, the edits made to the Plan have no effect
or minimize the potential for significant adverse
environmental impacts that could occur as a result of
the adoption of the Plan.
7.2 Purpose and Need
The proposed action, adoption of the Ontario County
Freight Corridor Development Plan, is intended to serve
as a medium to a long-term implementable vision for the
FGLK corridor, with the goal of fostering growth of railenabled industries and business and serving as the
impetus for private development and redevelopment. The
proposed action (adoption of the Plan) does not involve
any physical construction at this time, although the
ultimate goal is to realize full build-out of the
development sites over the long term.
In addition, the Plan is designed to inform future zoning
updates – to act as a guide and basis for decision-making
by elected (Town Board/Board of Trustees) and
appointed officials (Planning Board). The Plan also makes
several general
implementation
strategy
recommendations that are consistent with the vision
outlined for the development, redevelopment, and
adaptive reuse of the freight corridor.

7.3 Description of Proposed Action
The Ontario County Freight Corridor Development Plan is
a regionally significant project, with the potential to
capitalize on reversing disinvestment of the past 30-50
years and increasing the value of rail infrastructure for
economic development initiatives. The goal of the Plan is
to capitalize on existing businesses and transportation
infrastructure centered on the existing FGLK to
encourage increasing economies of scale and public and
private investment. The Plan identifies opportunities for
development of rail-oriented businesses at two sites in
Manchester and Shortsville, with the objective to guide
planning, design and engineering to create" shovel ready"
development parcels and foster growth of rail-enabled
industries and businesses along the corridor.
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7.4 Project Components
The Project involves potential development of two sites,
with a focus on rail-enabled businesses:
 Manchester Yard Site (Town of Farmington and
Village of Manchester) – 163.23 acres
 Manchester-Shortsville Site (Town of Manchester and
Village of Shortsville) – 152.15 acres

7.5 Summary of Permits and Approvals

7.5.1 Plan Adoption

Approvals associated with adoption of the Plan are as
follows:
 City Council, Town Board, or Village Board of
Trustees (Listed Alphabetically)
 Adoption of the Plan - Town of Farmington (Town
Board);
 Adoption of the Plan - Town of Manchester (Town
Board);
 Adoption of the Plan - Village of Clifton Springs
(Board of Trustees);
 Adoption of the Plan - Village of Manchester (Board
of Trustees); and
 Adoption of the Plan - Village of Shortsville (Board of
Trustees).
County Agencies Approving or Providing Funding or
Sponsorship
 Ontario
County
Department
of
Planning
(Sponsorship)
Regional Agencies
 Genesee Transportation Council (Funding)

7.6 Environmental Setting, Impacts and Mitigation
Measures

7.6.1 Geology, Soils and Topography

Current Setting
According to the U.S. Geological Survey and U.S.
Department of Agriculture (USDA) Web Soil Survey, the
study area is relatively flat and ranges between 550 and
650 feet above mean sea level. The topography generally
increases in elevation from north to south but there are
areas surrounding the Canandaigua Outlet just west of
the Village of Clifton Springs that experience steeper
slopes. The study area is comprised of many soil types
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that include clay, silt and loam, and urbanized land. A
number of soil types are represented, and several of the
soil groups within the study area are classified as Prime
Farmland or Farmland of Statewide Importance. In
addition, according to the soil survey data, the depth to
bedrock in the study area varies. At the Manchester Yard
and Manchester-Shortsville site, bedrock is reported as
relatively deep at 80 inches. At the Clifton Springs site,
however, the soils data indicates bedrock is shallow,
ranging from 1 to 10 inches deep in some locations.
Impacts
Topography is generally flat at the proposed
development sites, with slopes generally in the 0% to 8%
range.
Some steeper slopes are present at the
Manchester-Shortsville site which could, if developed,
cause erosion and siltation issues. Soil quality at each of
the proposed development sites varies, and some of the
soils are classified as Prime Soils or Farmland of
Statewide Importance. At Manchester Yard, the majority
of the site is developed and should not have a significant
adverse impact on soils. Soil types and quality are wide
ranging at the Manchester-Shortsville site, and include
some soils classified as Prime Soils and Farmland of
Statewide Importance.
Mitigation
A SWPPP should be developed for each development
site in accordance with a SPDES General Permit for
Stormwater Discharges from Construction Activity
(required for projects that disturb greater than one acre).
Due to shallow bedrock at the Clifton Springs site, a
geotechnical investigation may be appropriate to
determine actual subsurface conditions prior to site
development.

7.6.2 Floodplains
Current Status
According to the Federal Emergency Management
Agency (FEMA) Flood Insurance Rate Map (FIRM), the
proposed development sites are not located in a Special
Flood Hazard Area (SFHA) (i.e., 100-year or 500-year
floodplain). The FIRM indicates that the sites are located
in an area of minimal flood hazard (i.e., areas outside the
SFHA and higher than the elevation of the 0.2-percentannual-chance flood). It is noted that a SFHA associated
with Canandaigua Outlet is located east of Manchester
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Yard and west of the Manchester-Shortsville site but will
not be impacted.
Impacts
No floodplains have been identified within the proposed
development sites and, therefore, no impacts are
anticipated.
Mitigation
No mitigation is required.

7.6.3 Wetlands
Current Status
Per the National Wetlands Inventory database
administered by the U.S. Fish & Wildlife Service, a number
of federal and state mapped wetlands are located within
and adjacent to the study area. NWI wetlands in the
study area are located along the FGLK line in the Village
of Clifton Springs and Town of Manchester, and along
riparian areas adjacent to Route 21 in the Villages of
Manchester and Shortsville. Other NWI wetlands to the
immediate north and south of the study area generally
coincide with the locations of mapped State freshwater
wetlands. The majority of the NWI wetlands in the study
area are classified as freshwater emergent wetlands and
freshwater forested/shrub wetlands. Regarding the
proposed development sites, two freshwater emergent
wetlands (PEM1E) are located along north and to west of
the Manchester Yard. Similarly, a PEM1E is located within
the eastern portion of the Clifton Springs site which is not
recommended for development (see Figure 3).
While none of the proposed development sites are
located within mapped State freshwater wetlands or their
associated 100-foot adjacent areas, State-regulated CS-15
is located to the immediate east of Manchester Yard (east
of South Main Street), and State regulated CS-18 is
located to the immediate south of the ManchesterShortsville site (see Figure 3).
No mapped State
freshwater wetlands are located proximate to the Clifton
Springs site.
Impacts
Although the conceptual site plans for each of the
proposed development sites were prepared to avoid
impacts to mapped wetlands, a formal wetland
delineation and request for Jurisdictional Determination
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from the U.S. Army Corps of Engineers (USACE) and
NYSDEC would be appropriate to provide certainty
regarding the location of actual regulated wetland
boundaries within each of the proposed development
sites. As such, the potential exists that jurisdictional
wetlands will be impacted by the project.

Mitigation
Jurisdictional wetlands will be avoided to the maximum
extent practicable.
However, upon completion of a
formal wetlands delineation and issuance of a
Jurisdictional Determination by the regulatory agencies it
is determined that wetlands cannot be avoided,
mitigation may be required pursuant to State and Federal
rules and regulations.

7.6.4 Surface Water and Groundwater
Current Setting
The study area is located within the HUC 11 watersheds of
Ontario County. The Manchester Yard and ManchesterShortsville site are located in the Canandaigua Outlet
Watershed and the Clifton Springs site is located in both
the Canandaigua Outlet and Rocky Run Watersheds. A
number of surface water bodies are located within the
study area, however, none of those surface water bodies
traverse any of the proposed development sites (see
Figure 3). These include Canandaigua Outlet and its
tributaries which traverse the FGLK and other
transportation corridors. A majority of the streams within
the study area are classified as Class C streams, which are
deemed to support fish habitats but not suitable for
contact activities (e.g., swimming) or drinking water.
Canandaigua Outlet is located in the western portion of
the study area, running in a north-south direction in the
Villages of Shortsville and Manchester, connecting with
Canandaigua Lake to the south.
Manchester Yard overlies an unconfined, high yield
aquifer, although it is not classified as a primary aquifer.
The Manchester-Shortsville and Clifton Springs sites are
not underlain by aquifers. No Sole Source or Principal
aquifers are located within the study area.
According to the USDA’s Web Soil Survey, the western
portion of the Manchester Yard has a very shallow water
table (0”) and is poorly drained, and the eastern portion
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also has a shallow water table, with depths ranging from
18” to 24” but is classified as moderately well drained.
The water table at the Clifton Springs site is relatively
deep (greater than 80”) in most areas and is classified as
somewhat excessively drained, except within the NWI
wetland area which has a depth of 18” to 24” and is
classified as moderately well drained. The western and
eastern portions of Manchester-Shortsville site have a
shallow water table, generally ranging from 6” to 24”.
Impacts
No surface waterbodies are located within any of the
proposed development sites.
Site development
associated with the development sites, particularly at the
Manchester Yard, has the potential to impact
groundwater resources and could result in constructionrelated issues.
Mitigation
Although no surface water bodies have been identified
within the proposed development sites, a field
delineation in conjunction with a formal wetland
delineation should be conducted prior to site
development. In addition, a geotechnical investigation
may be appropriate to determine actual subsurface
conditions prior to site development. Best Management
Practices (BMPs) including appropriate dewatering
practices and measures to prevent contamination of
groundwater resources during construction, may also be
appropriate.

7.6.5

Threatened, Endangered and Rare Species

Current Status
According to the Trust Resources Report obtained from
the USFWS’s Information for Planning and Conservation
(IPaC) database, the Northern Long-Eared Bat (NLEB), a
federally-listed threatened species “may occur or could
be potentially affected” in the study area. In addition, 19
Birds of conservation concern have been identified in the
study area by the USFWS as species that without
appropriate/additional conservation measures/actions
are likely to be listed under the Endangered Species Act
of 1973. The most recent update to the provisions
developed to help protect birds of conservation concern
occurred in 2008.
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No critical habitats or Federal wildlife refuges were
identified in the study area.
In addition to the IPaC consultation, the NYSDEC’s
Environmental Resource Mapper (ERM) indicates the
study area, including the proposed development sites,
are not located within a Significant Natural Community or
an area sensitive for Rare Plants and Animals. An area of
rare plants and animals associated with State freshwater
wetland CS-11 is located in the northern portion of the
study area along County Road 7 and I-90 but will not be
impacted.
Impacts
No state-listed species or sensitive habitat were
identified. Wooded areas which have the potential to
provide roosting habitat to the NLEB, could be impacted
by future construction.
Pursuant to the New York State Endangered Species Act
(Article 11 of the Environmental Conservation Law), the
NYSDEC regulates activities that result in adverse
modification of an occupied habitat of endangered or
threatened species. Concurrent with its federal listing,
the NLEB was listed as “threatened” by New York State
and, therefore, this species and its habitat are regulated
by the NYSDEC. As such, if certain criteria are met, an
“incidental take” permit is required for activities that may
result in the "take" of the NLEB.
Mitigation
If the project requires a permit, license, or funding from a
federal or state agency (e.g., USACE Section 404
authorization, NYS Article 24 Wetlands Permit) and tree
removal is necessary, additional restrictions such as
winter tree clearing (October 31 to April 1) may be
included as a permit condition. In addition, where tree
clearing is necessary, consultation with the NYSDEC is
necessary to determine whether proposed project
activities will result in adverse modification of an NLEB
occupied habitat and thus require an incidental take
permit. It is noted that the information included in the
USFWS IPaC report is utilized for informational purposes
only and is not a substitute for field-level reconnaissance.
Further consultation with USFWS, including obtaining an
Official Species List, would be conducted as part of any
federal permit or authorization.
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7.6.6 Agricultural Resources
Current Setting
Portions of the study area are located within Statecertified agricultural districts; however, none of the
proposed development sites with the exception of one
tax parcel (SBL #44.002-21.111) at the ManchesterShortsville site, are located within such districts. As
noted previously, according to the Web Soil Survey,
several of the soils types within the proposed
development sites are classified as Prime Soils or
Farmland of Statewide Importance although none of the
sites are actively used for agricultural purposes.
Impacts
No impacts to agricultural resources are anticipated.
None of the proposed development sites are currently
used for agricultural purposes (including SBL #44.00221.111 at the Manchester-Shortsville site). Although tax
parcel 44.002-21.111 is located within a State-certified
agricultural district, it is no longer used for agricultural
purposes. The remainder of lands within the ManchesterShortsville site and all of the lands within the Manchester
Yard and Clifton Springs site, are not located in Statecertified agricultural districts. Although some of the soils
within the development sites are classified by the USDA
Web Soil Survey as Prime Farmland or Farmland of
Statewide Importance, no agricultural resources will be
impacted and previous development activity and
historical uses of all or portions of the sites has resulted
in significant ground and soil disturbance.
Mitigation
If the project were to involve the advancement of state
public funds for construction of dwellings, commercial or
industrial facilities, or water or sewer facilities to serve
non-farm structures at the Manchester-Shortsville site,
New York State Agriculture and Markets Law (AML)
(§305, subd. 4) requires the public entity to prepare and
file a Preliminary and Final Notice of Intent (NOI) with the
Commissioner of Agriculture and Markets and the County
Agricultural and Farmland Protection Board. However,
the landowner has the option to provide a waiver to the
public entity (pursuant to AML §305, subd. 4. d. of AML)
which would forgo the need to prepare a Preliminary and
Final NOI.
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7.6.7 Site Contamination
Current Setting
Within the study area, a number of sites are listed in the
NYSDEC’s Environmental Remediation databases. This
includes the New York State Environmental Restoration
Program, Voluntary Cleanup Program, and Superfund
Program. The following sites are located within the study
area:
 Former Oldcastle Precast Facility
155 State Street, Village of Manchester
Spill Incident (1204265) (Spill not closed)
 Frederick Property Site Investigation
147 State Street, Village of Manchester
Environmental Restoration Program – Site Class A
(Active) (B00131)
 Former Lehigh Valley Roundhouse
2 Merrick Circle, Village of Manchester
NYS Superfund Program – Site Class N (No further
action at this time) (835018)
 Former Papec Machine Company Site
Race Street, Village of Shortsville
NYS Superfund Program – Site Class N (No further
action at this time) (835007)
 Clifton Springs Former MGP Site
2 Coulter Road, Clifton Springs
NYS Superfund Program, Site Class N (No further
action at this time) (835023)
 Main Street (State Route 21) & State St., Clifton
Springs
Voluntary Cleanup Program, Site Class N (No further
action at this time) (V00277)
Of the six sites identified in NYSDEC Site Remediation
databases, the former Oldcastle Precast Facility and the
Former Lehigh Valley Roundhouse are located within the
Manchester Yard. While the other four sites are located
within the study area, they are outside the three
proposed development sites.
The open spill at the former Oldcastle facility was
reported in July 2012 and affected soil and groundwater.
According to Ontario County, the current property owner
is in the process of submitting an application to the
NYSDEC through the Brownfield Cleanup Program to
remediate and possibly develop its portion of the site.
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Regarding
the
Roundhouse
parcels,
prior
site
characterizations have been completed and the site is
currently under the purview of the NYSDEC’s Spills
Program. Prior site uses that appear to have led to
contamination include activities associated with the
operation and maintenance of rail cars. Investigation
work completed to date includes historical research,
identification of fuel oil storage tanks and underground
piping, completion of a passive soil gas survey, and
installation of soil borings and groundwater monitoring
wells.
Significant
and
widespread
petroleum
contamination
was
identified.
The
NYSDEC
recommended implementation of Interim Remedial
Measures (IRMs) to remove petroleum storage tanks and
prevent the migration of site-related petroleum
contamination to Canandaigua Outlet via storm sewers.
The NYSDEC also recommended additional remedial
investigation work to fully define the nature and extent of
petroleum
contamination
and
evaluate
remedial
alternatives. A Brownfield Grant Assessment Application
has been submitted by Ontario County to the EPA which
was recently authorized. The grant will be utilized to
gather all environmental information for the Roundhouse
and adjacent Krol parcel to determine whether there are
gaps in environmental data, provide recommendations
for any further Phase II testing and develop a remediation
plan to facilitate future redevelopment.
Impacts
Based on NYSDEC records, site contamination has been
identified at the former Oldcastle and Roundhouse sites
within Manchester Yard.
Without remediation to
regulatory standards, these sites have the potential for
adverse impacts to human health and the environment.
Mitigation
The owner of the former Oldcastle facility is currently
seeking approval from the NYSDEC to enter into the
Brownfield Cleanup Program to remediate and possibly
redevelop its portion of the Manchester Yard. Such
remediation will need to adhere to the NYSDEC’s strict
standards including meeting soil cleanup objectives for
the proposed future use. Absent such remediation, the
site will continue to pose a potential adverse impact on
public health and the environment. Regarding the former
Roundhouse parcels, further site investigation through
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EPA’s Brownfield Grant Assessment Program is
contemplated which will further define the need for
additional testing and establish a framework for future
remediation activities. Similar to the former Oldcastle
site, absent remediation to soil cleanup objectives based
on future use, the site has the potential pose a threat to
human health and the environment.
In addition to the site assessment work associated with
the Roundhouse, Krol and Oldcastle sites/parcels within
Manchester Yard, other locations within the Yard and
within the Manchester-Shortsville site will need to be
properly characterized. As such, Phase I and Limited
Phase II Environmental Site Assessments will be needed
to determine whether there are any contamination issues.
Environmental data associated with the remainder of the
Manchester Yard and Manchester-Shortsville site in the
corridor is limited. This information will be essential to
determine whether the sites have been environmentally
impaired and require remediation prior to redevelopment.

7.6.8 Community and Neighborhood Character
Current Setting
The study area is comprised of three separate Villages
(Manchester, Shortsville, and Clifton Springs) and the
Town of Manchester. The Village of Manchester,
Shortsville, and Clifton Springs are small, rural
communities with similar demographic, economic, and
physical conditions of many upstate New York rural
communities. These communities are characterized by
significant open space and agricultural economies. The
presence of I-90 and exit 43 to the west also makes the
study area one of the gateways into the Finger Lakes
region.
In 1892, the Lehigh Valley Railroad was developed
through the study area which accelerated development
within the Village of Manchester, Shortsville and Clifton
Springs. The Manchester Rail Yard was constructed and
became the largest rail transfer facility in the world by
the 1940s, fueling the physical and economic
development of the area. However, train traffic began to
decline by the 1950s and the last train passed through in
1976.
As a result of the closure of the Manchester Yard, the
primary industry within the study area was no longer
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present, which impacted the physical form and character
of the study area up to today. While the closing of the
Manchester Yard arguably accelerated the rate of vacant
structures and and deferred maintenance within the
villages, it has also preserved some of the physical
elements of small-town development typical of the preWWII development era. However, as a result of postWWII development patterns and loss of the Manchester
Yard as an employment center, local services (grocery
store, household goods, etc.) and employment have
shifted outside the town or have been replaced with
auto-centric development. This form of development has
spread out services and employment within the area and
has reduced the vibrancy and attractiveness of some of
the walkable centers and features of these Villages.
Noise levels in the study area are typical for a rural
setting and consist of transportation-related noise
(passenger vehicles, truck and rail traffic) and operation
of machinery and equipment (lawn mowing, tractor
operations, etc.). Noise from existing commercial and
industrial businesses associated with the Manchester
Yard (i.e., RIG), Manchester-Shortsville (i.e., GLK) and
Clifton Springs (i.e., Thompson Grain) also contributes to
existing noise levels, although these noise generators are
predominantly limited to normal business hours.
Impacts
The proposed development sites include existing
industrial operations adjacent to the FGLK, making them
ideal for future investment. The proposed plans seek to
capitalize on those existing uses, creating new
opportunities for rail-enabled economic development and
associated employment in the corridor.
While Plan
implementation
has
the
potential
to
impact
neighborhood and community character and increase
overall noise levels, the proposed build-out is consistent
with the bulk zoning requirements and the existing uses
and rail operations already present and operating at and
along the proposed development sites.
Mitigation
The proposed on-site buildings should be designed to be
consistent with surrounding neighborhood character.
This includes the use of high quality façade materials,
proper
building
orientation
and
other
design
consideration to ensure compatibility with surrounding
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uses. Vegetative buffers have been included in the
development plans which will implemented to buffer
adjacent uses and minimize noise impacts.

7.6.9 Historic and Cultural Resources
Current Status
According to the New York State Historic Preservation
Office (SHPO) Cultural Resource Information System
(CRIS), the following three (3) listed National Register
properties, and one (1) listed Historic District are located
within the study area, all located in the Village of Clifton
Springs:
 Clifton Springs Sanitarium, 11 East Main Street
 Foster Block, 2 – 24 E Main Street
 66 E. Main Street
 Clifton
Springs
Sanitarium
Historic
District,
encompassing the Sanatorium and Foster Block
According to CRIS, although a Determination of Eligibility
has not been issued by SHPO, it is likely that former
Lehigh Valley Roundhouse located within the Manchester
Yard is eligible for listing on the National and State
Registers of Historic Places.
According to CRIS, areas of archeological sensitivity
within the study area are concentrated along
transportation corridors and village centers. These
include:
 Village of Clifton Springs and adjacent surrounding
area
 Town of Manchester, centered on County Road 13
 Village of Manchester, at the intersection of South
Main Street (State Route 21) and the active rail line
 Village of Manchester, between Center St and North
Ave
 Village of Shortsville, along and adjacent to State
Route 21, County Road 19, and Taylor Road
The eastern portion of the Manchester Yard (centered on
Merrick and South Main Streets) and the entire Clifton
Springs site are located in areas of archeological
sensitivity. Although the Manchester-Shortsville site is
not located within an area of archeological sensitivity,
CRIS indicates that a consultation was initiated in 2016
for the Ontario County Freight Corridor Development
Plan (Project Number: 16PR05392) with an “open” status.
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Impacts
Although several historic properties and an historic
district were identified in the study area, these historic
resources will not be impacted. However, given the likely
National Register-eligibility of the former Lehigh Valley
Roundhouse and its potential for rehabilitation and reuse
in accordance with National Park Service’s Secretary of
Interior’s Standards, any demolition, partial demolition, or
insensitive rehabilitation could result in an adverse
impact on this historic resource.
Regarding archeological resources, portions of the
Manchester Yard and the entire Clifton Springs site are
located in areas of archeological sensitivity. Therefore,
absent further investigation at Manchester Yard to
determine the presence or absence of such resource, the
potential exists for adverse impacts associated with
future subsurface construction activities. The Clifton
Springs site is not recommended for future development
and, as such, potential archeological resources will not be
impacted.
Mitigation
Consultation with the SHPO should be initiated as an
immediate mitigation measure to obtain a Determination
of Eligibility for the former Lehigh Valley Roundhouse.
Nomination for listing on the National and State Registers
would seek to further protect the Roundhouse and open
up opportunities for funding and/or tax incentives that
would encourage sensitive rehabilitation.
A Phase 1A/1B Archeological Investigation for the
Manchester Yard should be conducted to determine the
presence or absence of archeological resources.

7.6.10 Scenic Resources
Current Setting
Scenic Resources in New York State include New York
State Scenic Byways (Roads), Scenic Roads, Scenic Areas
of Statewide Significance, Unique Geologic Features, and
Scenic Trails and Scenic Rivers. Within the study area, the
applicable resource agencies list no scenic resources.
However, the Canandaigua Outlet is a natural resource
that should be considered as a scenic natural resource
based on its contribution to the surrounding area.
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Impacts
No impacts have been identified.
Mitigation
No mitigation is required.

7.6.11 Land Use and Zoning
Current Setting (Land Use)
Land uses in the study area are predominately comprised
of Agriculture (38%), Residential (28%) and Vacant Land
(14%), which makes up a combined 80% of land area.
Even though the overall land use patterns are primarily
comprised of three land uses, land uses can be separated
into two patterns; land uses within the Villages of
Manchester, Shortsville and Clifton Springs, and land uses
within the Town of Manchester. Within the Town of
Manchester, Agriculture is the primary land use (48%),
while within the three Villages, Residential is the primary
land use (Manchester 34%, Shortsville 52% and Clifton
Spring 47%). Within the Villages, agriculture is only
present in the Village of Clifton Springs (5%).

Regarding the proposed development sites, Manchester
Yard has existed at its present location since the early
20th Century, but is now a mix of industrial and
predominantly vacant land. Portions of the ManchesterShortsville site includes the existing Great Lakes Kraut
(GLK) buildings and associated parking areas and access
while the remainder of the site is vacant land. The Clifton
Springs site includes the Thomson Grain facility and
vacant land with surrounding residential uses.
Current Setting (Zoning)
Since the Town of Manchester and Villages of
Manchester, Shortsville and Clifton Springs are rural
communities with small populations, land use controls are
less complex compared to larger cities or suburban
municipalities. The Town of Manchester and Villages of
Manchester, Shortsville and Clifton Springs each have
their own municipal zoning code, which governs land use
decisions within each municipality. The zoning code and
building permit process regulate the process of
development within the Town and Villages.
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Figure 12 shows the zoning designations for each of the
three Villages and the Town of Manchester. Each
municipality is organized by a few zoning designations.
Each municipality shares a separate zoning designations
for Residential, Commercial and Industrial, although each
municipality may use varying names for each designation.
In addition to the primary zoning designations, each
municipality has more specific zoning designations such
as: residential zones (R-1, R-2, R-3) in the Village of
Clifton Springs and Town of Manchester; Agriculture
Zones (Town of Manchester); specific manufacturing or
industrial zones (Villages of Manchester and Clifton
Springs and Town of Manchester); and land conservation
zones (Villages of Shortsville and Clifton Springs). Within
each of the three Villages and Town of Manchester, there
are different zoning designations that comprise a
majority of land adjacent to the rail line. For the Village of
Manchester, all of the land adjacent to the rail line is
zoned Industrial. Within the Village of Shortsville, there is
a mix of industrial, residential, commercial and land
conservation zones located along the rail line. Within the
Village of Clifton Springs, residential is the primary
zoning designation along the rail line with some areas
zoned Land Conservation along the southern side of the
rail line. Finally, within the Town of Manchester, the
majority of land along the rail line is zoned Agriculture
but there is a section zoned Industrial near the Villages of
Shortsville and Manchester.
Impacts
Land use impacts are expected to be minimal, as the
proposed development plans for the Manchester Yard
and Manchester-Shortsville site are designed to capitalize
on existing uses already present and will result in infill of
predominantly vacant land. The Roundhouse would be
reused for commercial purposes and thus protected from
demolition. The Clifton Springs site is zoned Residential
and Land Conservation and is surrounded by
residentially-zoned land. Introducing new commercial
and/or Industrial development to the site would be
largely incompatible with its existing zoning designation
and existing uses surrounding the site.
Existing municipal zoning provisions were used in plan
development to the greatest extent practicable and, for
the most part, the plans adhere to both use and area
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(e.g., setbacks, height) requirements established in each
zoning code. However, there are a number of parcels
within the development sites that are in conflict with the
plans, and several parcels are “split zoned,” causing
additional conflicts. These conflicts must be corrected to
realize full buildout of the plans and ensure compatibility
with applicable zoning requirements.
Mitigation
Absent broad updates to municipal zoning codes or
establishment of special planned unit development zones
that could be created to accommodate plan
implementation, rezoning parcels within the Manchester
Yard and Manchester-Shortsville site is the most practical
short-term approach to ensure compatibility and
consistency with existing uses and address “split zoning”
issues identified as part of this study.

7.6.12 Utility infrastructure
Current Status
In general, utility infrastructure is available within the
study area that could support rail dependent sites with
improvements. These sites are located on the edge of the
Villages and typically have existing infrastructure in place
or that is accessible. On the west end of the corridor
towards State Route 96 and near the Manchester Yard
there are several existing sanitary and water supply lines.
Heading east out of the Village of Manchester and
towards Clifton Springs, the rail corridor is paralleled by
Dewey Road and County Road 13 and this area has the
least accessible utilities. In this same area, there are
several main water lines running north and south
between Canandaigua and Newark; however, there is
little to no sanitary, storm and natural gas infrastructure.
All of the potential development sites have existing utility
infrastructure such as water, sewer, electric, gas exist onsite or within a short distance. However, capacity and
condition of this utility infrastructure is unknown at this
time and, therefore, how much new development these
sites could accommodate is undetermined.
Impacts
Some impacts to utility infrastructure will occur from full
build-out of the proposed development plans. These
include potential impacts on sewer, water, electric and
gas capacity and infrastructure.

95 | 7.0 GENERIC ENVIRONMENTAL IMPACT STATEMENT

Mitigation
The appropriate utility companies will need to be further
consulted to ensure that sufficient capacity exists to
serve the full build-out of the development sites. This
would include preparation of a Utility and Infrastructure
Capacity Analysis. The proposed development plans have
incorporated stormwater management facilities that will
act to minimize stormwater discharges to existing sewer
infrastructure. Solar and geothermal energy components
are also included in the proposed development plans
which have the potential to reduce energy consumption
for on-site users and reduce overall impacts on utility
infrastructure.

7.6.13 Transportation
Current Setting (Road Network)
The road system within and surrounding the study area is
comprised of a combination of local and regional roads.
Interstate 90 (I-90) is an east-west limited access
highway that travels through the Town of Manchester
and is the primary transportation corridor within the
vicinity of the study area. It is the only highway in the
area and is located less than a mile north of the study
area. Access to the highway interchange ramps is
provided along State Route 21, a state road that travels
north-south through the Town of Manchester and
Villages of Manchester and Shortsville. The other state
road is State Route 96 which travels east-west through
the northern portion of the study area just south of I-90.
State Route 96 and State Route 21 are both two-lane
roads and create a primary intersection within the study
area at the northern border of the Village of Manchester
and Town of Manchester.
While the interstate and state roads provide the most
significant access to the study area, the road network is
primarily comprised of county roads and local roads.
County Road 13 is a county road that travels through the
center of the study area and provides an east-west
connection between the Village of Clifton Springs and
Village of Shortsville. County Road 7 and County Road 43
are north-south county roads that provide connections to
County Road 13 in the Town of Manchester and east of
the Village of Clifton Springs, respectively. Within the
three Villages, the vast majority of roads are locally
maintained by the Village or Town. These roads are
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typically two-lane roads that provide for on-street
parking. See Figure 15 for the transportation network.
Current Setting (Highway Access)
Interstate 90 (I-90) is a United States interstate highway
that travels from Massachusetts to Washington State,
including New York State. In New York, I-90 is referred to
as the New York State Thruway and is a primary travel
corridor for truck freight. Additionally, I-90 is a toll
highway within New York State, including the section
nearest the study area. I-90 is less than one mile north of
the majority of the study area (Town of Manchester and
Villages of Manchester and Clifton Springs) and
approximately 1.5 miles north of the Village of Shortsville.
Exit 43 for State Route 21 – Manchester / Palmyra is the
nearest access point for the study area to I-90. Exit 43 is
located at the western end of the study area, just north of
the Village of Manchester in the Town of Manchester.
Current Setting (Traffic Volumes)
Traffic volumes are measured by the NYSDOT using the
metric Average Annual Daily Traffic (AADT), which
documents the average number of vehicle trips on a
roadway per day. As the primary transportation corridor,
I-90 has the largest traffic volumes within and
surrounding the study area, with approximately 40,000
AADT. All of the non-expressway roads within and
surrounding the study area have significantly lower traffic
volumes. The largest traffic volumes on the local road
network are documented along State Route 21 through
the Village of Manchester with an AADT of 13,764. Other
segments of Route 21 show AADT volumes of 4,630
(north of I-90) and 5,668 (south of Village of Shortsville),
likely associated with vehicles accessing I-90. Route 96 is
the primary road used for east-west trips on the local
road network and experiences similar traffic volumes to
State Route 21, ranging from 6,264 AADT (west of the
Village of Manchester) to 10,945 AADT (east of the
Village of Clifton Springs). Throughout the remainder of
the study area, traffic volumes are low, typically less than
3,500 AADT (see Figure 16).
Current Setting (Rail Network)
The Villages in the study area are located along an eastwest corridor approximately 1.5 miles south of the New
York State Thruway (I-90). Freight rail service in the
study area is provided by FGLK, a Class III railroad that
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operates in the Finger Lakes region and connects local
customers to the Class I and Class II railroads that
operate in upstate New York. The FGLK main line runs
west from Syracuse through Geneva and Canandaigua on
the former New York Central/Penn Central rail line. A
branch line owned by Ontario County that extends as far
west as Victor, connects to the FGLK main line just east
of the Village of Shortsville. The FGLK operates service
on the County-owned branch through its Ontario Central
Railroad subsidiary. Clifton Springs and Shortsville are
situated along the FGLK main line, while Manchester is
located on the County-owned branch line. Freight
railroad customers along these lines have access to
multiple connecting railroads, which gives them
competitive rates for their rail service. At the eastern end
of its system, the FGLK connects to CSX, one of two
major Class I railroads in the eastern U.S., at Syracuse and
the NYS&W, a Class II railroad operating in New York and
northern New Jersey, at Solvay. At Geneva, the FGLK line
connects to the Corning Secondary, which is owned by
Norfolk Southern (NS), the other major Class I railroad in
the eastern U.S. Connecting service with NS and
Canadian Pacific Railways is available through this
connection.
Current Setting (Local Railroad Operations)
The FGLK system in the study area is a single-track
operation, with spurs and sidings used to access local
freight customers. On the County-owned branch line to
Victor, there is a siding nearly 1,000 feet long just north
of the Village of Shortsville that is used for railcar storage
and locomotive positioning. The railroad’s maximum
operating speed for most of the FGLK system is 25 miles
per hour, with a 10-mph speed limit through the Villages.
Line capacity for the FGLK is generally adequate. The
company currently handles approximately 18,000
carloads per year for its customers, and expects to
handle 20,000 carloads in 2016. There are two items
related to its infrastructure and operations that constrain
the efficiency of its rail service along the FGLK network.
They are:
 Class I railroads in North America have a railcar
weight limit of 286,000 pounds or more on their main
lines. Most of the FGLK system has a 274,000-lb.
weight limit, with a limit of 268,000 pounds from
Shortsville down to Canandaigua. The railroad is
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looking to upgrade these lines to a uniform 286,000lb. limit using available State and Federal funding
sources to replace rails and ties as needed. In the
meantime, cars destined for the FGLK system must
be under-loaded to the appropriate weight,
depending on the line where a customer is located.
The company adjusts their shipping rates for these
customers in order to remain competitive with this
constraint in place.


The FGLK system is comprised of a series of railroad
alignments that have been acquired and assembled
from various predecessor railroads, including Conrail,
the Pennsylvania Railroad, the New York Central and
Hudson River Railroad, and the Lehigh Valley
Railroad. Long sections of rail, ties and ballast were
removed from some of these lines as rail traffic
declined on these lines in the latter decades of the
20th century. As a result, when the Finger Lakes
Railway began operating in 1995 it inherited a system
with insufficient passing sidings to support its
operations effectively, particularly east of the study
area in Seneca Falls, Auburn and Elbridge. Restoring
track along segments of the system has been an
expensive undertaking over the last two decades.

Current Setting (Rail Bridges)
Railroad bridges are of interest in the study area because
they have their own infrastructure needs as well as
potential operational issues for rail service (bridges over
rail alignments) and truck operations (highway bridges
under rail alignments). There are three major belowgrade rail bridges in the study area; two of them span a
body of water, while the third is a bridge over a minor
roadway. These bridges are as follows:
• Ontario County alignment over Canandaigua
Outlet in Manchester
• FGLK main line over East Avenue in Shortsville
• FGLK main line over Canandaigua Outlet in
Shortsville
The posted height of the bridge over East Avenue is only
9’-6”, which effectively precludes the operation of any
trucks larger than delivery vans along this roadway. Since
East Avenue is not a major thoroughfare providing direct
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access to key industrial sites, this height restriction does
not have an effect on truck operations in the study area.
There are no overhead bridge structures that represent
vertical constraints for railroad operations along the rail
alignments in the study area.
Current Setting (Road-Railroad Grade Crossings)
The three village centers and the surrounding rural region
in the study area are situated in flat terrain, and the
railroad lines pass through the study area at grade level.
As a result, there are few bridges in this area but a
number of locations where roadways intersect railroads
at grade crossings. These locations present operational
challenges on busy roads, and are also a general safety
concern for the railroad industry. An inventory of grade
crossings on public roads along the rail alignments in the
study area indicates that all of these grade crossings
have a protection system with either cross buck signs
alone, or cross bucks with side-mounted warning lights.
Additional protection is provided at a number of busier
roads. The following roads have standard crossing gates
in addition to the cross bucks and flashing lights:
 State Route 96 in Manchester Township
 South Main Street (State Route 21) in the Village of
Manchester
 South Avenue in the Village of Manchester
 County Road 7 in Manchester Township
 Hibbard Avenue in Clifton Springs
 State Route 96 east of Clifton Springs
In addition to these locations, there is a special protection
system in the Village of Shortsville where the FGLK line
passes through the intersection of Main Street and
Sheldon/Water Streets at an angle. There are no gates at
this location, but the cross buck signs and side-mounted
warning lights are supplemented here by overhead
warning lights on the northbound Sheldon Street
approach (south side) of the intersection.
The low operating speeds of the FGLK through this area
substantially reduce the risk of incidents involving trains
striking vehicles or pedestrians. Conversely, slow train
operations can force congestion and delays for vehicular
traffic at grade crossings. Anecdotal information
provided by industry representatives and stakeholders
indicates that this is not currently a major issue in the
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study area, but future changes in industrial development
and/or railroad operations should be examined carefully
to identify potential impacts of increased train frequency
or longer trains on roadway operations at these
crossings. In addition, high truck volumes associated with
new industrial development could result in longer than
usual queues at intersections in close proximity to grade
crossings. Depending on the projected volumes of truck
traffic generated by these new industrial sites, these
locations would have to be studied carefully to determine
if additional grade crossing protection might be
warranted. The rail bridges and highway-railroad grade
crossings in the study area are shown in Figure 19.
Impacts
Potential increases in vehicular (truck) traffic may result
from full build-out of the development plans which could
adversely impact surrounding communities.
Mitigation
Traffic Impact Studies for each of the three development
sites should be conducted to assess the potential traffic
impacts upon full buildout. These studies would identify
any traffic-related issues and make recommendations for
circulation improvements and mitigation, if applicable. A
Regional Rail Infrastructure Study is also needed to
assess current weight limits, the potential for system
upgrades to accommodate the movement of heavier
loads (up to the 286,000 lb. industry standard), and the
possible addition of new rail sidings in the corridor and
overall regional rail system.
7.7 Alternatives

7.7.1 No Action

Under this scenario, the Ontario Freight Corridor
Development Plan would not be adopted and the buildout of the proposed development sites would not occur.
As such, the economic development benefits would not
be realized. This includes the removal of benefits to the
local communities, including additional tax revenues from
the anticipated improvements and new employment from
construction and operation of the new facilities.
Conversely, if the proposed development sites were not
developed, associated construction-related short-term
impacts and other potential environmental impacts would
be eliminated.
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The No Build alternative is not preferred, as the benefits
of implementation of the Plan outweigh potential adverse
impacts. Therefore, the No Build alternative is not the
preferred alternative.

7.7.2 Site Alternatives
Four (4) areas along the study corridor were evaluated to
determine their suitability for immediate and long-term
development.
These
areas
included:
Manchester
Yard/Manchester,
Great
Lakes
Kraut/Shortsville,
Thompson
Grain/Clifton
Springs
and
Shortsville
Area/Pioneer Road.
These areas were identified from the corridor
inventory/existing
conditions
analysis
that
was
completed for the project. Based on the existing
conditions evaluation and Corridor Level Suitability
Analysis, a Rail Enabled Business Opportunity Analysis
was conducted. This included an analysis of local and
regional economic activity, freight potential and
constraints (environmental, logistical, etc.) along the
corridor. Based on peak hour and off-peak travel time
estimates,
optimal
distances
for
rail-dependent
businesses were identified. Using the travel time and
distance assessments, and building on the rail and road
system inventory, optimal locations for rail-dependent
industries were also identified. This included identification
of rail enabled or support businesses as well as
infrastructure requirements, regulatory issues, and any
land use compatibility issues.
From this analysis, several railway corridor alternatives
were developed and presented at public meetings for
review and input. The Shortsville Area/Pioneer Road
alternative was eliminated early in the planning process
due to various site constraints and challenges. The
preferred alternative was then developed which included
three sites: the Manchester Yard, Manchester/Shortsville,
and Clifton Springs. After further consideration was given
to the Clifton Springs site’s overall incompatibility with
surrounding residential uses and the associated
environmental, infrastructure, traffic and community
character constraints, the concept plans developed for
this site were eliminated from consideration as an
alternative. Any recommendations for future land use(s)
of the Clifton Springs site for Land Conservation or Open
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Space will be addressed in the 2016 Joint Comprehensive
Plan Update under development.
Although the development plan alternatives (DP-3A and
DP-3B) prepared for the Clifton Springs site have been
eliminated from consideration as part of this study, they
were presented during the public participation process
and, therefore, are included for documentation purposes
in Appendix C.
To optimize flexibility, two options for Manchester Yard
were developed which provide a mix of opportunities for
improvements at the site. One option was developed for
the Manchester-Shortsville site.
These alternatives
represented the best opportunity to realize economic
development benefits within the corridor. Therefore,
potential impacts were evaluated based on these
alternatives as they presented numerous benefits to
surrounding communities and the region and would help
realize the overarching goals of the project.
As
previously indicated, due to the constraints and
challenges
identified
for
both
the
Shortsville
Area/Pioneer Road and Clifton Springs sites, these
alternatives were eliminated from further consideration
for rail-enabled development.

7.8 Irreversible and Irretrievable Commitment of
Resources
This section identifies the unavoidable environmental
impacts of full build-out of the proposed development
plans that will irreversibly curtail the range of potential
uses of the environment or result in the commitment of
resources that are neither renewable nor recoverable. An
irreversible commitment results in environmental changes
that cannot, at a future date, be altered to restore the
environment to its preconstruction state. Resources
include not only the commitment of labor, fiscal
resources and materials, but also natural and cultural
resources committed as a result of project construction,
operation and maintenance.
Most land development projects require a commitment of
natural resources for construction. Construction will
result in the short- and long-term commitment of natural
resources. Some of the resources include structural steel,
gravel, wood and concrete to be used in the construction
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of the buildings. The long-term commitment of these
materials will limit their availability for future projects.
However, the actual amount of materials used to build
any structure will comprise a very small percentage of
the U.S. and world production of these materials.
Some materials, at the end of the project life, such as
steel and stone, will be available for reclamation and
recycling. Therefore, the proposed build-out will not have
a significant impact on the availability of these materials.
The build-out will require the commitment of vacant or
underutilized land for the life span of the project. Land
uses associated with the project are considered an
irreversible commitment, but only during the expected
lifetime of the individual projects. Once the land is no
longer needed for these facilities, they can be removed
and the land can be converted to a different purpose.
Therefore, in the long-term, this is neither an irreversible,
nor irretrievable commitment of resources.
Construction, operation and maintenance of the
proposed development sites will require irreversible and
irretrievable commitments of human and fiscal resources
to design, build, operate and maintain the facilities.
Human and financial resources will also be expended by
the local, state and federal governments for the planning,
environmental reviews, permitting and monitoring of the
proposed development. These commitments are
justifiable in light of the economic and human benefits to
be derived from the development. No significant impacts
on human and fiscal resources of local governmental
services (fire, police, etc.) are expected.
Project construction and maintenance work will
irretrievably commit energy resources derived from
petroleum products and electricity. Fuels and electrical
energy will be consumed during the manufacturing and
transport of materials and workers to be used for the
development. Additional fuel will be expended by
construction equipment used to construct the facilities.
Some fuels will also be used by maintenance and
emergency vehicles and equipment during the lifetime of
the development sites. Fuels and electrical energy will be
consumed for heating and cooling of the facilities during
the life of the development sites. These commitments will
be minor and will not affect the local energy supply.
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7.9 Unavoidable Adverse Effects
Unavoidable adverse environmental impacts associated
with the proposed Projects are the long-term effects that
remain after mitigation efforts have occurred. These
generally are impacts for which there is no additional
feasible method for mitigation. Impacts can be
temporary, due to construction activities, or long-term,
due to physical alteration of the landscape and
environmental conditions. This section summarizes those
adverse impacts that cannot be avoided.
During the site clearing, preparation and construction at
the proposed development sites, short-term impacts on
air quality and noise will occur. These impacts will be
primarily from the movement and operation of
construction equipment. The use of best management
practices will be employed to mitigate these impacts to
the maximum extent practicable. However, not all
impacts can be fully mitigated.
Both during and after construction, there will be impacts
to traffic
on
surrounding
communities. During
construction, road and lane closures may be required
periodically to allow for the delivery of materials and
construction equipment.
The build-out of the proposed development sites will
have an unavoidable visual impact to neighborhoods
within their respective communities. The addition of new
structures and the aesthetic appeal of those structures is
a subjective evaluation which will vary from person to
person. Although some will find the addition of new
structures as a visual improvement to the area, others
may find this a negative impact which cannot be fully
mitigated.

7.10 Growth Inducing Aspects of the Proposed Action
Various types of projects can directly or indirectly foster
economic or population growth, creating the need for the
construction of additional housing in the surrounding
environment. Certain projects can influence growth by
removing impairments to growth such as establishment
of essential public services or new access to an area.
Projects can also change the revenue base in an area.
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The direct effect of the build-out of the development
sites will be the construction of new industrial and
commercial buildings. This will create employment during
construction
and
during
the
lifespan
of
the
developments. Some of the employment will be relocated
from other areas of the respective municipalities and
Ontario County, but the ultimate goal of the development
is to improve the economic climate for the region. New
permanent jobs will be created due to the proposed
developments. Secondary benefits may accrue to various
existing service businesses that would be patronized by
employees during construction and operation. There may
also be some benefit to the local community from the
purchase of materials to construct and furnish these
buildings.
The creation and reinforcement of rail commerce can be
further enhanced with the proposed developments that
are designed to provide a favorable economic climate for
rail-enabled business in the corridor. It is anticipated that
new jobs will be created upon full build-out of the
development sites which may cause some additional
demand for housing in their respective communities.
However, there is adequate capacity to accommodate
any new employees in residential areas surrounding the
development sites without displacing current residents.

7.11 Future Environmental Reviews
The Ontario Freight Corridor Development Plan and this
DGEIS will aid in assessing the possible impacts of the
proposed development within Manchester Yard and
Manchester-Shortsville site within the FGLK corridor. The
GEIS is intended to consider, in a generic way, the
environmental impacts that may be associated with the
implementation of the proposed development plans and
does not exclude implementation actions from further
SEQRA review.
Proposed actions in the study area to implement the
Plan, including applications for site development and
possible future rezoning, will need to demonstrate
compliance with SEQRA. The site-specific impacts will
be assessed individually and mitigation measures
identified and required, as appropriate.
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Pursuant to 6 NYCRR Part 617.10(d), “when a final generic
EIS has been filed under this part:
(1) no further SEQR compliance is required if a
subsequent proposed action will be carried out in
conformance with the conditions and thresholds
established for such actions in the generic EIS or its
findings statement;
(2) an amended findings statement must be prepared if
the subsequent proposed action was adequately
addressed in the generic EIS but was not addressed
or was not adequately addressed in the findings
statement for the generic EIS;
(3) a negative declaration must be prepared if a
subsequent proposed action was not addressed or
was not adequately addressed in the generic EIS and
the subsequent action will not result in any significant
environmental impacts; and
(4) a supplement to the final generic EIS must be
prepared if the subsequent proposed action was not
addressed or was not adequately addressed in the
generic EIS and the subsequent action may have one
or more significant adverse environmental impacts.”
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