


CHAPTER 2.0
RAIL LINE SEGMENT. RAIL YARD, AND INTERMODAL FACILITY IMPACTS
ARIZONA

This chapter provides an analysis of the potential environmental impacts resulting from
increased traffic on rail segments and increased activity at rail yards and intermodal facilities in
Arizona as part of the proposed merger. In analyzing these impacts, the Surface Transportation
Board's (Board) Section of Environmental Analysis (SEA), consistent with its environmental rules
at 49 CFR Part 1105.7(e), specifically considered: (1) impacts to air quality, (2) impacts to noise,
(3) impacts to local, regional and national transportation systems, and (4) impacts to safety.

The following rail line segments, rail yards, and intermodal facilities would meet or exceed
the Board's environmental analysis thresholds:

Yuma to Picacho (SP)

Picacho to Tucson (SP).

Tucson to Cochise (SP).

Cochise to Lordsburg, New Mexico (SP).
Yuma rail yard (SP).

Phoenix rail yard (SP).

Nogales rail yard (SP).

Phoenix intermodal facility (SP).

Each rail line segment, rail yard, or intermaodal facility is discussed in this chapte- by impact
category, as follows:

Air quality (Section 2.1).

Air quality at grade crossings (Section 2.2).
Noise (Section 2.3).

Transportation systems (Section 2.4)
Safety (Section 2.5).

if a rail iine segment, rail yard, or intermodal facility would not experience impacts in any one of
these categories as a result of proposed merger, no analysis was necessary. Accordingly, no
discussion is provided.

Chapter 1 of this volume describes the thresholds established for analysis of potential air
quality and noise impacts and the methods used to evaluate these and other potential impacts.
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2.1 Air Quality Analysis

Arizona contains five Air Quality Centrol Regions (AQCRs) with rail segments, rail yards..
and/or intermodal facilities that weuld experience increased activity as a result of the proposed
merger and thereby trigger one or more of the Board's thresholds for analysis. In each of these
regions, increased emissions along the length of rail segm :nts through the AQCR (sometimes over
a distance of hundreds of miles) could result in a potential for adverse air quality impacts. SEA
concludes that increased rail operation activities in these regions would result in increased
emissions of nitrogen dioxide (NO,), which contributes to the formation of ozone. Increases in
emissions, however, would be partially offset by decreases in train activity on other segments.

Potential adverse impacts to air quality in these five AQCRs as a result of the proposed
merger are discussed individually below.

2.1.1 Southeast Arizona (AQCR 501)

Rail operations in the Southeast Arizona AQCR (501) associated with the proposed merger
that require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5),
consist of portions of two rail segments (Tucson to Cochise and Cochise to Lordsburg, New
Mexico), and the Nogales rail yard. There are no intermodal facilities in this AQCR that would
exceed the Board's analysis thresholds. Based on increased activity levels as a result of the ‘

proposed merger, SEA examined the Southeast Arizona AQCR for potential air quality impacts.
SEA concludes that adverse impacts to air quality could result from increased rail segment activity
in this AQCR.

The Southeast Arizona AQCR (501) includes the counties of Graham, Greenlee, Cochise,
and Santa Cruz, portions of which are designated as nonattainment for sulfur dioxide (SO,), tctal
suspended particulates (TSP), and particulate matter (PM-10). In considering potential
environmental impacts, SEA assessed the potential air quality impacts of increased activity along
the two rail segments and the rail yard. SEA concludes that increased rail operations would
contribute to increased levels of ozone as well as other pollutants in the Southeast Arizona
nonattainment area.

Emissions from Increased Rail Segment Activity
The proposed merger would lead to changes in activity on three rail segments that pass
through or are connected to the Southeast Arizona AQCR (501). The total length (in miles), the

change: in the number of trains per day on the segment, and the percent change in annual gross
ton miles for each of these segments would be as follows:
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Origin
Station

Bestination
Station

Change in #
of Trains/Day

%Change
in Trains/Day

in Tons/Year

Tucson AZ

Cochise AZ

78

15.1

51%

%Change j

27%

Cochise AZ

Lordsburg NM

85

14.6

48%

24%

Tucson AZ

Nogales AZ

63

0.3

25%

25%

Two of the three rail segments listed above (Tucson to Cochise and Cochise to Lordsburg,
New Mexico) were assessed for air quality impacts because they would exceed the Board's
analysis thresholds. The estimated increased emissions from these two segments are shown
below. The impacts of these emissions are discussed below in the section on Analysis of
Combined Activity.

Rail
Segment

Estimated Increase in Emissions (tons per year)

HC

CO

NO,

SO,

PM-10

Tucson -
Cochise

261.2

5.7

Cochise -

| Lordsburg NM

54

125.3

P §

16.6

51.6

386.5

28.0

8.4

Total
Key:

HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 22.6 percent in the
Nogales Yard. This activity includes fueling, switching, and assembling of trains. The estimated
increased emissions from this rail yard are shown below. The impacts of these emissions are
discussed below in the section on Analysis of Combined Activity.

Rail Yard

AQCR

Estimated Increase in Emissions (tons per year)

(ID No.)

HC

CO

NO,

SO,

PM-10_|

Nogales

501

0.0

0.1

1.0

0.1

0.0

Key:

HC = hydrocarbons, CO = carbon monox de, NO, = nitrogen oxide, SO, = sulfur dioxide, PM-1C = particulate
matter less than 10 microns in diameter
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Analysis of Combined Activity

This section discusses the impact to the Southeast Arizona AQCR based on the combined‘
estimated emissions from the rail segments and the rail yard related to the proposed merger. The
total estimated increase in pollutant emissions are listed below:

Rail AQCR Estimated Increase in Emissions (tons per year)
Facili ID No.
acility | (IDNo.) HC co NO, SO, PM-10

Rail 501 8.4
Segments
Total

Rail Yards 0.0 0.1 1.0 0.1 0.0
Total

Total 16.6 51.7 387.5 28.1 8.4

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

the Southeast Arizona AQCR (501) would be from the rail segments, which are not stationary
sources. Pollutants from the Nogales rail yard facility would be lower than the EPA definition of
significance (as defined in Prevention of Significant Deterioration at 40 CFR 51.166) for all
pollutants. The increased rail segmerit activity in this AQCR would result in increased levels of all
pollutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, however, because they do not account for offsetting decreases that could result from
truck-to-rail diversions. Overall, SEA concludes that while the proposed action is not subject to
National Ambient Air Quality Standards General Conformity reguiations, the proposed merger
would result in increased levels of ozone pollution in the Southeast Arizona AQCR, primarily from
mobile rail segment emissions.

Most of the estimated increases in pollutants that would result from the proposed merger in ‘

2.1.2 Pima (AQCR 502)

Rail operations in the Pima AQCR (502) associated with the proposed merger that require
analysis, as specified by the Board's environmental rules at 43 CFR 1105.7(e)(5), consist of
portions of two rail segments (Picacho to Tuceon and Tucson to Cochise). There are no intermodal
facilities or rail yards in this AQCR that exceed the Board's analysis thresholds. Based on
increased 2ctivity levels as a result of the proposed merger, SEA examined the Pima AQCR for
potential air quality impacts. SEA concludes that adverse impacts to air quality could result fro
increased rail segment activity in this AQCR. "'
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The Pima AQCR (502) includes Pima County, portions of which are designated as

‘ nonattainment for sulfur dioxide (SO,), total suspended particulates (TSP), particulate matter (PM-

10), and carbon monoxide (CO). In considering potential environmental impacts, SEA assessed

the potential air quality impacts of increased activity along the two rail segments. SEA concludes

that increased rail operations would contribute to increased levels of ozone as well as other
pollutants in the Pima nonattainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on three rail segments that pass through
or are connected to the Pima AQCR (502). The total length (in miies), the change in the number

of trains per day on the segment, and the percent change in annual gross ton miles for each of
these segments would be as follows:

Origin Destination Change in # %Change %Change
Station Station of Trains/Day | in Trains/Day | in Tons/Year
Tucson AZ Cochise AZ 78 15.1 51% 27%

Picacho AZ Tucson AZ 50 15.7 61% 39%)
Tucson AZ Nogales AZ 63 0.3 25% 25%

‘ Two of the three rail segments listed above (Picacho to Tucson and Tucson to Cochise) were
assessed for air quality impacts because they would exceed the Board's analysis thresholds. The
estimated increased emissions from these two segments are shown below. The impacts of these
emissions are discussed below in the section on Analysis of Activity.

Rail AQCR Estimated Increase in Emissions (tons per year)
Segment (ID No.)

HC CO NO, SO, PM-10

Tucson - 502 349 261.2 18.9 5.7
Cochise

Picacho - 502 11.3 35.0 262.2 19.0 5.7
Tucson

Total 22.5 69.9 523.4 37.9 1.4
Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

‘ The increased rail segment activity in this AQCR would result in increased levels of all
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pollutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, however, because they do not account for offsetting decreases that could result from‘
truck-to-rail diversions. Overall, SEA concludes that while the proposed action is not subject to
National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of all pollutants in the Pima AQCR, primarily from mobile rail
segment emissions.

2.1.3 Mohave-Yuma AQCR (503)

Rail operations in the Mohave-Yuma AQCR (503) associated with the proposed merger that
require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5), consist
of portions of two rail segments (West Colton, California to Yuma and Yuma to Picacho) and the
Yuma rail yard. There are no intermodal facilities in this AQCR that exceed the Board's analysis
thresholds. Based on increased activity 'evels as a resuit of the proposed merger, SEA examined
the Mohave-Yuma AQCR for potential air quality impacis. SEA concludes that adverse impacts
to air quality could result from increased rail segment activity ‘n this AQCR.

The Mohave-Yuma AQCR (503) includes the counties of Mohave and Yuma, portions of
which are designated as nonattainment for particulate matter (PM-10). In considering potential
environmental impacts, SEA assessed the potential air quality impacts of increased activity along
the two rail segments and the rail yard. SEA concludes that increased rail operations would.

contribute to increased levels of ozone as well as all pollutants in the Mohave-Yuma nonattainment
area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on two rail segments that pass through
or are connected to the Mohave-Yuma AQCR. The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:

— Origin Destination Change in # %Change| %Chang
Station Station MiLe; of Trainleaz i
Yuma AZ Picacho AZ 203 13.4
W. Colton CA | Yuma AZ 195 11.1

Both of the rail segmerits listed above (West Colton, California to Yuma and Yuma to
Picacho) were assessed for air quality impacts because they would exceed the Board's analysis
thresholds. The estimated increased emissions from these two segments are shown below. The
impacts of these emissions are discussed below in the section on Analysis of Combined Activity.
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Rail Estimated Increase in Emissions (tons per year)

Segment HC co NO, SO, PM-10

Yuma - 10.3
Picacho

W. Colton CA 0.1 0.5 34 0.2 0.1
- Yuma

Total 20.6 64.3 480.6 34.8 10.4

Key
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 58.6 percent in the
Yuma Yard. This activity would include fueling, switching, and assembling of trains. The estimated
increased emissions from this rail yard are shown below. The impacts of these emissions are
discussed below in the section on Anai/sis of Combined Activity.

‘ Rail Yard AGCR Estirnated Increase in Emissions (tons per year)

(ID No.) e | co NO, SO, PM-10

Yuma 503 0.0 0.1 0.7 0.0 0.0

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter iess than 10 microns in diameter

Analysis of Combined Activity
This section discusses the impact to the Mohave-Yuma AQCR based on the combined

estimated emissions from the rail segments and the rail yard related to the proposed merger. The
total estimated increases in pollutant emissions are listed below:
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Rail Estimated Increase in Emissions (tons per year)
Facility

co NO, SO, PM-10

Rail : 64.3 10.4
Segments
Total

Rail Yards 0.1 0.7 0.0 0.0
Total

Total 20.6 64.4 481.3 34.8 10.4

Key
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Most of the estimated increase in polliutants that would result from the proposed merger in
the Mohave-Yuma AQCR (503) would be from the rail segments, which are not stationary sources.
Pollutants from the Yuma rail yard facility would be lower than the EPA definition of significance
(as defined in Prevention of Significant Deterioration at 40 CFR 51.166) for all poliutants. The
increased rail segment activity in this AQCR would result in increased levels of all pollutants, with
the greatest increase in NO,. These estimates of increased emissions are conservative, however,
because they do not account for offsetting decreases that could result from truck-to-rail diversions. .

Overall, SEA concludes that while the proposed action is not subject to National Ambient Air
Quality Standards General Conformity regulations, the proposed merger would result in increased
levels of all poliutants in the Mohave-Yuma AQCR, primarily from mobile rail segment emissions.

2.1.4 Maricopa AQCR (504)

Rail operations in the Maricopa AQCR (504) associated with the proposed merger that
require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5), consist
of portions of one rail segment (Yuma to Picacho), the Phoenix rail yard, and the Phoenix
intermodal facility. Based on increased activity levels as a result of the proposed merger, SEA
examined the Maricopa AQCR for potential air quality impacts. SEA concludes that adverse
impacts to air quality could result from increased rail segment activity in this AQCR.

The Maricopa AQCR (504) includes Maricopa County, portions of which are designated as
nonattainment for total suspended particulates (TSP), particulate matter (PM-10), carbon monoxide
(CO,), and ozone (O,). In considering potential envircnmental impacts, SEA assessed the potential
air quality impacts of increased activity along one rail segment, the rail yard, and the intermodal
facility. SEA concludes that increased rail operations would contribute to increased levels of ozone
as well as other pollutants in the Maricopa nonattainment area. '
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Emissions from Increased Rail Segment Activity

‘ The proposed merger would lead to changed activity on two rail segments that pass through
or are connected to the Maricopa AQCR (504). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:

Origin ~Destination Change in # %ELhange %Change
l_ Station Station of Trains/Day | in Trains/Day | in TonsIYealJ
Yuma AZ Picacho AZ 13.4 52% 23%|
Picacho AZ | Phoenix AZ 71 -0.9 -31% -31%|

One of the two rail segments listed above (Yuma to Picacho) was assessed for air quality
impacts because it would exceed the Board's analysis thresholds. The estimated increased
emissions from this segment are shown below. The impacts of these emissions are discussed
below in the section on Analysis of Combined Activity.

Rail AQCR Estimated Increase in Emissions (tons per year)

Segment | (ID No.) HC co NO, | so, PM-10
———
Yuma - 504 17.1 53.1 397.7 T 28.8 8.6

Picacho
Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 25.3 percent in the
Phoenix rail yard. This activity would include fueling, switching, and assembling of trains. The
estimated increased emissions from this rail yard are shown below. The impacts from these
emissions are discussed below in the section on Analysis of Combined Activity.

Rail Yard AQCR Estimated Increase in Emissions (tons per year)
(ID No.) HC co NO, SO, PM-10

Phoenix 504 0.2 0.5 3.5 0.3 0.1

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate

‘ matter less than 10 microns in diameter




t.nissions from increased intermodal Activity

The proposea merger would lead to an increase in intermodal activity of 50 trucks per day.
at the Phoenix facility. The estimated increased emissions from this intermodal facility are shown
below. The impacts of these emissions are discussed below in the section on Analysis of
Combined Activity.

intermodai AQCR Estimated Increase in Emissions (tons per year)

Facility (ID No.) HC cO NO, SO, PM

Phoenix 504 13 6.0 £ 0.2 1.3
Key

HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Combined Activity

This section discusses the impact to the Maricopa AQCR based on the combined estimated
emissions from the rail segments, the rail yard, and the intermodal facility related to the proposed
merger. The total estimated increase in pollutant emissions are listed below:

Rail AQCR Estimated Increase in Emissions (tons per year) ’
Facility | (IDNo.) HC co NO, SO, PM-10

Rail 504 397.7 28.8 8.6
Segments
Total

Rail Yards g : : 3 0.1
Total

Intermodal . : 1.2
Facilities
Total

J
" Total 18.6 59.6 408.3 29.3 10.0 1

Key'
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Most of the estimated increases in pollutants that would result from the proposed merger in
the Maricopa AQCR (504) would be from rail segments, which are not stationary sources
Pollutants from the Phoenix rail yard facility and intermodal facility would be lower than the EPA
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definition of significance (as defined in Prevention of Significant Deterioration at 40 CFR 51.166)
for all pollutants. The increased rail segment activity in this AQCR would result in increased levels

‘ of all poliutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, however, because they do not account for offsetting decreases that could result from
truck-to-rail diversions. Overall, SEA concludes that while the proposed action is not subject to
National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of all pollutants in the Maricopa AQCR, primarily from mobile rail
segment emissions.

2.1.5 Central Arizona (AQCR 505)

Rail operations in the Central Arizona AQCR associated with the proposed merger that
require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5), consist
of portions of two rail segments (Yuma to Picacho and Picacho to Tucson). There are no
intermodal facilities or rail yards in this AQCR that exceed the Board's analysis thresholds. Based
on increased activity leveis as a result of the proposed merger, SEA examined the Central Arizona
AQCR for potential air quality impacts. SE/ cencludes that adverse impacts to air quality could
result from increased rail segment activity in this AQCR.

The Central Arizona AQCR (505) includes the counties of Gila and Pinal, portions of which
are designated as nonattainment for total suspended particulates (TSP) and particulate matter
(PM-10). In considering potential environmental impacts, SEA assessed the potential air quality
impacts of increased activity along two rail segment and the rail yard. SEA concludes that
increased rail operations would contribute to increased levels of ozone in the Central Arizona
nonattainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on three rail segments that pass
through or are connected tc Central Arizona AQCR (505). The total length (in miles), the change
in the number of trains per day on the segment, and the percent change in annual gross ton miles
for each of these segments would be as follows:

Origin “Destination Change in # %Change %Change

Station Station of Trains/Day | in Trains/Day | in TonleearI]
Picacho AZ | Phoenix AZ 71 -0.9 -31% 31%)|
[ YumaAZz Picacho AZ 13.4 52% 23%|
[ PicachoAZ | Tucson AZ 50 15.7 61% 39%||

. Two of the three rail segments above (Yuma to Picacho and Picacho to Tucson) were
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assessed for air quality impacts because they would exceed the Board's analysis thresholds. The
estimated increased emissions from these two segments are shown below. The impacts of these
emissions are discussed below in the section on Analysis of Activity.

Rail AQCR Estimated Increase in Emissions (tons per year)
Segment (ID No.) HC co NO. SO.

Yuma - 505 349 261.3 18.9
Picacho

l Picacho- 505 8.9 27.5 206.0 149
L Tucson

Total 20.1 62.4 467.3 33.8 10.2
Key
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail segment activity in this AQCR would result in increased levels of all
poliutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, however, because they do not account for offsetting decreases that could result from’
truck-to-rail divisions. Overall, SEA concludes that while the proposed action is not subject to
National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of all pollutants in the Central Arizona AQCR, primarily from mobile
rail segment emissions.

2.2 Air Quality Impacts at Grade Crossings

SEA assessed the overall air quality impacts of emissions from idling vehicles waiting at
grade crossings. On average, arnual emissions at a grade crossing with 5,000 vehicles per day
would be 0.0021 ton of volatile erganic compounds, 0.0013 ton of hydrocarbons, 0.0111 ton of
carbon monoxide, and 0.0003 ton of nitrogen dioxide (NO,) per train crossing. Traffic velumes of
more than 5,000 vehicles per day would increase the estimated emissions accordingly. Railroad
crossings tend to be grade-separated when roadway and/or train traffic volumes become high, so
the air quality impacts at grade crossings would generally be relatively minor. In Arizona, most
grade crossings carry 5,000 or fewer vehicles. SEA concludes that no adverse air quality impacts
would result from increased grade crossing delays as a result of the proposed merger. Section
2.4.2 of this chapter contains information on the transportation impacts of grade crossing delays
associated with increased rail segment activity. .
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2.3 Noise Analysis

‘ SEA performed noise analyses to identify noise-sensitive land uses where the proposed
changes in operations could result in increases in noise exposure that meet or exceed the Buard's
environmental analysis thresholds at 49 CFR 1105.7(e)(6). The following discussion provides an
estimate of the number of noise-sensitive receptors (e.g., residences, schools, churches) where
the Board's thresholds would be exceeded, potentially causing an adverse increase in noise
exposure. The noise level impact assessment was based on the baseline and projected activity
level data provided by UP/SP

2.3.1 Increased Rail Segment Activity

West Colton, California to Yuma

This rail segment, which currently has 27.7 trains/day, would experience an increase of 11.1
trains/day (a 24.1 percent change in gross ton-miles per year) as a result of the proposed merger.
The projected increase in train volume and gross ton-miles on this segment would cause less than

a 2 dBA increase in the L,,. No adverse noise impacts are expected.

Yuma to Picacho

‘ This rail segment, which currently has 25.8 trains/day, would experience an increase of 13.4
trains/day (a 23 percent change in gross ton-miles per year) as a result of the proposed merger.
The projected increase in train volume and gross ton-miles on this segment would cause less than
a 2 dBA increase in the L,,. No adverse noise impacts are expected.

Picacho to Tucson

This rail segment currently has 25.7 trains/day and would experience an increase of 157
trains/day (a change of 38.6 percent in gross ton-miles per year) as a result of the proposed
merger. This change in through train activity would result in an increase in the L, of 2.1 dBA.
Most of these noise impacts would occur at or near grade crossings where train horns are sounded
as a warning. Currently, the noise impact zone at grade crossings extends approximately 750 feet
perpendicular to the tracks, whereas after the proposed merger the noise impact zone would
increase to 1,000 feet. The only large pop.'ation center that could be affected by noise from this
line segment is the City of Tucson.

The line segment cuts through the northwestern portion of Tucson, commencing at the yard

along Aviation Parkway between 22nd and 36th Streets. Although much of the alignment is
‘ bordered by industrial and commercial land uses, there are some dense residential areas with
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houses as close as 75 feet to the tracks. The industrial buildings near the tracks should provide
some acoustical shielding for buildings farther from the tracks. Currently 110 residences. 3‘
schools, and 2 churches are within the 65 L, contour. An additional 113 residences. 1 school and
1 church would lie within the post-merger 65 L. contour. Other communities along this segment
include Rillito, Marana, Red Rock, and Picache. However, none of these communities have
sensitive receptors within either the current pre-merger or projected post-merger 65 L, contours.

With the projected level of train traffic as a result of the proposad merger, a total of 223
residences, 4 schools, and 3 churches would be located within the 65 L4, contour, as shown below:

NOISE SUMMARY
PICACHO TO TUCSON (SP) LINE SEGMENT

Number of Sensitive Receptors

Community Pre-Merger Post-Merger

School Church Resid. School | Church
Tucson, AZ 3 2 223 4 3
TOTAL 3 2 223 4 3

Tucson to Cochise

This rail segment, which currently has 29.6 trains/day, would experience an increase of 15.1
trains/day (a 27.3 percent change in gross ton-miles per year) as a result of the proposed merger.
The prujected increase in train volume and gross ton-miles on this segment would cause less than
a 2 dBA increase in the L,,. No adverse noise impacts are expected.

Cochise to Lordsburg, New Mexico

This rail segment, which currently has 30.3 trains/day, would experience an increase of 14.6
trains/day (a 24.2 percent change in gross ton-miles per year) as a result of the proposed merger.
The projected increase in train volume and gross ton-miles on this segment would cause less than
a 2 dBA increase in the L,,. No adverse noise impacts are expected.

2.3.2 Increased Intermodal Facility Activity

Phoenix

The SP Phoenix intermodal facility currently serves approximately 68 trucks per day. This
facility is expected to realize an average increase of 50 trucks per day based on UP/SP projections.
The increase in noise levels from the increased truck volume and the increased crane activity
would generate an increase in the L, greater than the Board's impact criterion of 2 dBA. However,‘
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there would be no noise impacts within the 65 dBA L,, contour.

‘ 2.4 Transportation Systems

The Board's environmental rules at 49 CFR 1105.7(e)(2) require a description of the effects
of the proposed merger on local and regional transportation systems. The primary transportation
impacts of the proposed merger are related to: (1) additional truck traffic generated at those
intermodal facilities where intermodai activity is projected to increase, and (2) increases in roadway
delays at grade crossings as a result of increased train traffic on rail segments.

The impacts riear intermodal facilities would resuit from increased truck traffic using local
roadways to enter and exit the intermodal facility. For those facilities with an expected increase
of 50 trucks or more per day, SEA analyzed the impacts of this increased traffic on the local
roadway system in terms of increases in daily and peak hour traffic. SEA collected traffic count
data from local and state transportation officials for this analysis. While the offsetting benefits of
the proposed merger were not quantified at the local level, the traffic impacts from added truck
traffic at intermodal facilities would be partially offset in many localities by truck-to-rail diversions
and consolidation of operations. SEA concludes that the impacts from the single intermodal facility
in Arizona would not cause adverse impacts on the local transportation system.

SEA addressed the concerns of local communities about increased traffic delays at grade
crossings through an evaluation of vehicle delay and wait times at grade crossing locations. [t is
important to note that the acceptability of delays at grade crossings varies substantially based on
local conditions such as the location of land uses by type, availability of alternative travel routes,
the degree of use by emergency vehicles, and other local variables. While the time of delay at
grade crossings would increase proportionately with the increase in train traffic, most of the grade
crossings in Arizona carry fewer than 5,000 vehicles per day. SEA concludes that increases in
vehicle delay and/or wait time due to merger-related operational changes would not be excessive

2.4.1 Intermodal Facilities
Phoenix

The SP Phoenix facility is located on West Harrison Street. Truck transportation to the facility
is via U.S. Route 60, Interstate 17 and 7th Avenue or 15th Avenue. This intermodal facility currently
serves approximately 68 trucks per day. After the proposed merger, this facility would experience
an average increase of 50 trucks per day based on UP/SP projections. SEA obtained Average
Daily Traffic (ADT) counts for the vicinity of the intermodal facility from the City of Phoenix. A count
performed in 1994 showed an ADT of 25,396 along 7th Avenue, north of Lincoln Avenue. The

‘ projected increase of 50 trucks per day at this facility represents a 0.4 percent increase in ADT on
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7th Avenue. SEA concludes that this small increase would not cause any adverse impacts to local

transportation systems ‘

2.4.2 Grade Crossings

In order to analyze the effects of the proposed merger on the roadway system at grade
crossings, SEA determined the number of crossings along rail segments that would exceed the
Board's analysis thresholds for air quality analysis. Approximate delays over the course of 24
hours were calculated, as were average queue lengths. While an increase in the number of trains
would result in more crossing closings per day, the length of the queue at each individual crossing
closing event would change only if the train length changes. Vehicle delay impacts at rail line
segments in Arizona are summarized below

West Colton, California to Yuma
Average rail traffic on the West Colton, California to Yuma line is proposed to increase from
27.2 to 38.8 trains per day, a train volume increase of about 43 percent. There are no grade

crossings in the Arizona segment that ends in Yuma, less than a mile from “he border.

Yuma to Picacho

On the 203-mile Yuma to Picacho line, average rail traffic is proposed to increase from 25.8.
to 39.2 trains per day, a train volume increase of about 52 percent. There are 37 grade crossings
along this segment, none of which have ADT counts greater than 5,000 vehicles per day. At typical
and high speed grade crossings along the route (e.g., train speed of 70 mph), delay to vehicle
traffic would increase from 38 minutes (pre-merger) to 58 minutes (post-merger) over a 24-hour
period. The maximum queue length per train due to peak hour vehicle traffic would range from one
to seven vehicles, and the corresponding delay per vehicle would vary from 1.04 to 1.07 minutes.

Picacho to Tucson

Average rail traffic on the Picacho to Tucson line is proposed to increase from 25.7 to 41.4
trains per, a train volume increase of about 61 percent. There are 14 grade crossings on this
segment, 6 of which have ADT counts greater than 5,000 vehicles per day. At typical and low
speed grade crossings along the route (e.g., train speed of 40 mph), delay to vehicle traffic would
increase from 54 minutes (pre-merger) to 87 minutes (post-merger) over a 24-hour period. At the
highest speed grade crossings (e.g., train speed of 70 mph), delay to vehicle traffic would increase
from 38 minutes (pre-merger) to 61 minutes (post-merger) over a 24-hour period. The maximum
gueue length per train due to peak hour vehicle traffic would range from 1 to 35 vehicles, and the
corresponding delay per vehicle would vary from 1.04 to 1.35 minutes.
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Tucson to Cochise

. On the Tucson to Cochise line, average rail traffic is propose to increase from 29.6 to 44.7
trains per day, a train volume increase of about 51 percent. Therz are 14 grade crossings on this
segment, 2 of which have ADT counts greater than 5,000 vehicles per day. At typical speed grade
crossings along the route (e.g., train speed of 55 mrn), delay to vehicle traffic would increase from
50 minutes (pre-merger) to 76 minutes (post-merger) over a 24-hour period. At the highest speed
grade crossings (e.g., train speed of 70 mph) delay to vehicle traffic would increase from 44
minutes (pre-merger) to 66 minutes (post-merger) over a 24-hour period. At the lowest speed
grade crossings (e.g., train speed of 40 mph), delay to vehicle traffic would increase from 62
minutes (pre-merger) to Y3 minutes (post-merger) over a 24-hour period. The maximum queue
length per train due to peak hour vehicle traffic would range from one to nine vehicles, and the
corresponding delay per vehicle would vary from 1.04 to 1.35 minutes.

Cochise to Lordsburg, New Mexico

On the 85-mile Cochise to Lerdsburg, New Mexico line, average rail traffic is proposed to
increase from 30.3 to 44.9 trains per day, a train volume increase of about 48 percent. There are
nine grade crossings in Arizona, none of which have ADT counts greater than 5,000 vehicles per
day. At typical and high speed grade crossings along the route (e.g., train speed of 70 mph), delay
to vehicle traffic would increase from 45 minutes (pre-merger) to 67 minutes (post-merger) over
a 24-hour period. At the lowest speed grade crossings (e.g., train speed of 60 mph), delay to
vehicle traffic would increase from 49 minutes (pre-merger) to 73 minutes (post-merger) over 24-
hour period. The maximum queue length per train due to peak hour vehicle traffic would range
from one to three vehicles, and the corresponding delay per vehicle would vary from 1.04 to 1.11
minutes.

2.5 Safety

SEA assessed a number of safety issues associated with the proposed merger, including the
probability of increased accidents at grade crossings, and the risks associated with increased
shipments of hazardous commaodities.

2.5.1 Grade Crossing Safety

Accidents at grade crossings are a function of the number of trains, train speed, number of
train tracks, grade crossing condition and warning facilities, roadway condition and number of
lanes, and amount of roadway traffic. Since the proposed merger would not result in any new
grade crossings and would affect only the number of trains passing through existing grade
crossings, the probability of an increase in the number of accidents at grade crossings would
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depend on the increased number of trains on rail segments. SEA concludes that the accident
exposure in Arizona will range from an increase of 61 percent to a decrease of 31 percent‘
depending on rail segment.

2.5.2 Hazardous Commodities

Certain rail line segments in Arizona are subject to heavy movements of chemicals and
hazardous materials, as discussed in Chapter 1 of this volume. SEA has recommended mitigation
measures in Section 2.8 of this chapter, “SEA Recommended Mitigation.”

Federal regulations govern the transport of hazardous commodities. The proposed merger
is not expected to affect the policies or operation of UP/SP concerning the type or quantity of
hazardous commodities transported or the method of handling. A total of 420,000 and 305,000
hazardous commodity shipments were transported by UP and SP, respectively, in 1994. These
shipments resulted in 118 reportable incidents for UP and 35 incidents for SP. Therefore, 99.98
percent of the shipments arrived at their destination without incident. The Applicants have noted
that the consolidation of the companies will result in a "best practice” approach to hazardous
commodity handiing. SEA concludes that, using the same rate of safe transport, the projected
increases in accidents and shipments of hazardous materials as a result of the proposed merger
do not constitute a significant safety risk.

2.6 Summary of Agency Comments

In considering the potential environmental impacts of the increased rail line segment, rail
yard, and intermodal facility activity associated with the proposed UP/SP merger, SEA sent
consultation letters to various Federal, state, and local agencies on January 29, 1996. These
letters, samples of which are included in Volume 5, Appendix D, Exhibits D-1 through D-S,
provided early notification of this EA and requested informaticn and comments on the effects to the
environment of the proposed merger and related operational changes. Each letter included a state
information packet and maps that listed the specific merger-related proposals. A sample packet
is shown in Volume 5, Appendix D, Exhibit D-10. SEA contacted agencies by telephone to alert
them to the distribution of the consultation letter and to confirm its receipt. The Applicant also
contacted these agencies in preparation of the Environmental Report which accompanied the
merger application. That correspondence and all responses were reviewed, verified, and
considered by SEA in the preparation of this EA.

All comments received (through mid-March 1996) in response to the January 29th letter are
shown in Volume 5, Appendix E, Exhibits E-1 through E-11. As necessary, SEA conducted
additional consultation with agencies as shown in Volume 5, Appendix E, Table E-1. Agency
comments regarding the proposed increases in rail line segment, rail yard, and intermodal facilit)‘
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activities in Arizona are summarized below:

Natural Resources Conservation Service does not have any comments on this
proposal.

Arizona Department of Environmental Quality does not have any comments on this
proposal.

2.7 Suggested Mitigation

No specific mitigation measures were suggested for the proposed changes to rail line
segment, rail yard, or intermodal facility operations in Arizona by the various parties consuited in
the process of preparing the EA for the proposed merger. (See Volume 5, Appendices D and E,
for agency consultation lists.)

2.8 SEA Recommended Mitigation

This section contains the mitigation measures that SEA recommends that the Board impose
in any final decision approving the changes to rail line segment, rail yard, or intermodal facility
operations in Arizona. SEA will consider all comments on the EA Y making its final
recommendation to the Board. The Board will consider SEA's recommendations and the
environmental record in making its final decision. SEA's recommended mitigation is as follows.

Air Quality

UP/SP shall consult with appropriate Federal, state, and local agencies
responsible for regulating air quality in AQCRs 501, 502, 503, 504, and 505
concerning any possible mitigation measures to reduce any potential adverse
emissions from the rail segments, rail yards, and intermodal facilities in these
regions. UP/SP shall advise SEA of the results of these consultations.

To reduce potential noise level impacts to sensitive receptors along the Yuma
to Picacho, Picacho to Tucson, Tucson to Cochise, and Cochise to Lordsburg,
New Mexico rail line segments, UP/SP shall consult with appropriate state and
local agencies to develop noise abatement plans. The Applicant shall advise
SEA of the results of these consultations and provide SEA with a copy of any
resulting noise abatement plans.
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To reduce potential noise level impacts to sensitive receptors near the Yuma,
Phoenix, and Nogales rail yards, UP/SP shall consult with appropriate state‘
and local agencies to develop noise abatement plans. The Applicant shall
advise SEA of the results of these consultations and provide SEA with a copy of

any resulting noise abatement plans.

To reduce potential noise level impacts to sensitive receptors near the Phoenix
intermodai facility, UP/SP shall consult with appropriate state and local agencies
to develop noise abatement plans. The Applicant shall advise SEA of the results
of these consultations and provide SEA with a copy of any resulting noise
abatement plans.

Transportation and Safety

UP/SP shall maintain all rail line and grade crossing warning devices according
to Federal Railroad Administration Standards (49 CFR Part 213).

UP/S+ shall transport all hazardous materials in compliance with the U.S.
Departmer.t of Transportation Hazardous Materials Regulations (49 CFR Parts
171 to 180).

In the case of a hazardous materials spill, UP/SP shall foliow appropriate‘
emergency response procedures outlined in their Emergency Response Plans.
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CHAPTER 3.0
RAIL LINE SEGMENT, RAIL YARD, AND INTERMODAL FACILITY IMPACTS
ARKANSAS

This chapter provides an analysis of the potential environmental impacts resulting from
increased traffic on rail segments and increased activity at rail yards and intermodal facilities in
Arkansas as part of the proposed merger. In analyzing these impacts, the Surface Transportation
Board's (Board) Section of Environmental Analysis (SEA), consistent with its environmental rules
at 49 CFR Part 1105.7(e), specifically considered: (1) impacts to air quality, (2) impacts to 1.0ise,
(3) impacts to local, regional and national transportation systems, and (4) impacts to safety.

The following rail line segments would meet or exceed the Board's environmental analysis
thresholds

Paragould to Dexter Junction, Missouri (SP)
Fair Oaks to Paragould (SP).

Brinkley to Fair Oaks (SP).

Pine Biuff to Brinkley (SP).

Each rail line segment is discussed in this chapter by impact category, as follows:

Air quality (Section 3.1).

Air quality at grade crossings (Section 3.2).
Noise (Section 3.3).

Transportation systems (Section 3.4).
Safety (Section 3.5).

if a rail line segmerit would not experience impacts in any one of these categories as a result
of proposed merger, no analysis was necessary. Accordingly, no discussion is provided.

Chapter 1 of this volume describes the thresholds established for analysis of potential air
quality and noise impacts and the methods used to evaluate these and other potential impacts.

3.1 Air Quality Analysis

Arkansas contains two Air Quality Control Regions (AQCR) with rail segments that would
experience increased activity as a result of the proposed merger, and thereby trigger one or more
of the Board's thresholds for analysis. In each of these regions, increased emissions along the
length of rail segments through the AQCR (sometimes over a distance of hundreds of miles) could
result in a potential for adverse air quality impacts. SEA concludes that increased rail operation
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activities in these regions would result in increased emissions of nitrogen dioxide (NO,), which
contributes to the formation of ozone. Increases in emissions, however, wouid be partially offset .
by decreases in train activity on other segments

Potential adverse impacts to air quality in these two AQCRs as a result of the proposed
merger are discussed individually below

3.1.1 Central Arkansas (AQCR 16)

Rail operations in the Central Arkansas AQCR (16) associated with the proposed merger that
require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5), consist
of a portion of one rail segment (Pine Bluff to Brinkley). There are no intermodal facilities or rail
yards in this AQCR that would exceed the Board's analysis thresholds. Based on increased activity
levels as a result of the proposed merger, SEA examined the Central Arkansas AQCR for potential
air quality impacts. SEA concludes that adverse impacts to air quality could result from increased
rail segment activity in this AQCR.

The Central Arkansas AQCR (16) includes the counties of Chicot, Clark, Cleveland, Conway,
Dallas, Desha, Drew, Faulkner, Garland, Grant, Hot Spring, Jefferson, Lincoln, Lonoke, Perry,
Pope, Pulaski, Saline, and Yell, all of which are designated as in attainment. in considering the
potential environmental impacts, SEA assessed the potential air quality impacts of increased
activity along one rail segment. SEA concludes that increased rail operations would contribute to .
ircreased levels of ozone as well as other pollutants in the Central Arkansas attainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on eight rail segments that pass through
or are connected to the Central Arkansas AQCR (16). The total length (in miles), the change in
the number of trains per day on the segment, and the percent change in annual gross ton miles
for each of these segments would be as follows:

Origin Destination Change in # %Change %Changel
Station Station of Trains/Day | in Trains/Day| in Tonleear"
Alexandria LA McGehee AR 0.6 7% 19%||
Bald Knob AR |N. Little Rock AR -8.6 -19% -7 %]
Pine Bluff AR Brinkley AR 9.0 40% 91%|
McGehee AR Pine Bluff AR 0.7 -5% 17%|
N. Little Rock AR | Texarkaria AR 11 -32% -8%|
N. Little Rock AR | Van Buren AR 0.1 1% 1%
# Pine Bluff AR |N. Little Rock AR 39 30 % 25%
l Pine Bluff AR Camden AR 7.9 38 % 57“/?3
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One of the eight raili segments listed above (Pine Bluff to Brinkley) was assessed for air
quality impacts because it would exceed the Board's analysis thresholds. The estimated increased
emissions from this segment are shown below. The impacts of these emissions are discussed

below in the section on Analysis of Activity

Rail
Segment

AQCR
(ID No.)

Estimated Increase in Emissions by (tons per year) "

HC

CO

NO,

SO,

PM-10 |

Pine BIuff -

16

32.3

2414

5.2

Brinkley
Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail segment activity in this AQCR would result in increased levels of all
pollutants, with the greatest increase in NO,. These estimates of increased emissions ar2
conservative, however, because they do not account for offsetting decreases that could result from
truck-to-rail diversions. Overall, SEA concludes that while the proposed action is not subject to

‘ National Ambient Air Quality Standards General Conformity regulations, the proposed merger

would result in increased levels of all pollutants in the Central Arkansas AQCR, primarily from
mobile rail segment emissions.

3.1.2 Northeast Arkansas (AQCR 20)

Rail operations in the Northeast Arkansas AQCR (20) associated with the proposed merger
that require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5),
consist of portions of four rail segments (Pine Bluff to Brinkley, Paragould to Dexter Jct., Brinkley
to Fair Oaks, and Fair Oaks to Paragould). There are no intermodal facilities or rail yards in this
AQCR that exceed the Board's analysis thresholds. Based on increased activity levels as a result
of the proposed merger, SEA examined the Northeast Arkansas AQCR for potential air quality
impacts. SEA concludes that adverse impacts to air quality could result from increased rail
segment activity in this AQCR.

The Northeast Arkansas AQCR (20) includes the counties of Arkansas, Clay, Craighead,

Cross, Greene, Independence, Jackson, Lawrence. Lee, Mississippi, Monroe, Phillips, Poinsett,
Prairie, Randolph, Saint Francis, Sharp, White, and Woodruff, all of which are designated as in
attainment. In considering the potential environmental impacts, SEA assessed the potential air
‘ quality impacts of increased activity along the four rail segments. SEA concludes that increased
rail operations would contribute to increased levels of ozone as well as other pollutants in the
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Northeast Arkansas attainment area.
Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on 12 rail segments that pass through
or are connected to Northeast Arkansas (20). The total length (in miles), the change in the number
of trains per day on the segment, and the percent change in annual gross ton miles for each
segment would be as follows:

Origin
Station

Destination
Station

Change in #
of Trains/Day

%Change
in Trains/Day

%Chang
in Tons/Yea

Bald Knob AR

N. Little Rock AR

54

-8.6

-19%

7%

Pine Bluff AR

Brinkley AR

71

9.0

40%

91%

Paragould AR

Dexter Jct. MO

69

6.3

39%

43%

Fair Oaks AR

Bald Knob AR

31

0.1

1%

8%

Brinkley AR

Fair Oaks AR

26

10.3

90%

98%)

Memphis TN

Wynne AR

48

0.4

3%

20%)

Memphis TN

Brinkley AR

69

-1.3

-12%

25%

Newport AR

Bald Knob AR

27

-8.7

-25%

-11%

Fair Oaks AR

Paragould AR

69

8.3

73%

69%

Paragould AR

Wynne AR

60

=1.7

-37%

-22%

Poplar Bluff AR

Newport AR

31

~1.7

-25%

-13%

Wynne AR

Fair Oaks AR

14

e

21%

35%

Four of the 12 rail segments listed above (Pine Bluff to Brinkley, Paragould to Dexter Jct.

Brinkley to Fair Oaks, and Fair Oaks tc Paragould) were assessed for air quality impacts because
they would exceed the Board's analysis thresholds. The estimated increased emissions from these
four segments are shown below. The impacts of these emissions are discussed below in the
section on Analysis of Activity.
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Rail AQCR Estimated Increase in Emissions (tons per year)
Segment (ID No.) HC co

NO, 1 PM-10_|

Pine Bluff - 20 18.4 §7.3 4292 : 9.3
Brinkley

Paragould - 20 7.8 242 181.1 : 3.9
Dexter Jct.

Brinkley - 20 9.2 28.7 214 6 156 47
Fair Oaks

Fair Oaks - 17.3 53.8 402.5 29.2 8.7

Paragould

Total 52.7 164.0 1227.4 89.0 26.6

Vr
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail segment activity in this AQCR would resuit in increased levels of all
pollutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, however, because they do not account for offsetting decreases that could result from
truck-to-rail diversions. Overall, SEA concludes that while the proposed action is not subject to
Naticnal Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of all pollutants in the Northeast Arkansas AQCR, primarily from
mobile rail segment emissions.

3.2 Air Quality Impacts at Grade Crossings

SEA assessed the overall air quality impacts of emiss.ons from idling vehicles waiting at
grade crossings. On average, annual emissions at a grade crossing with 5,000 vehicles per day
would be 0.0021 tons of volatile organic compounds, 0.0013 tons of hydrocarbons, 0.0111 tor:s of
carbon monoxide, and 0.0003 tons of nitrogen dioxide (NO,) per train crossing. Increases in traffic
over 5,000 vehicles per day would increase the estimated emissions accordingly. Railroad
crossings tend to be grade-separated when roadway and/or train traffic volumes become high, so
the air quality impacts at grade crossings would generally be relatively minor. In Arkansas, most
grade crossings carry 5,000 or fewer vehicles. SEA concludes that no adverse air quality impacts
would result from increased grade crossing delays as a result of the proposed merger. Section
3.4.1 of this chapter contains information on the transportation impacts of grade crossing delays
associated with increased rail segment activity.
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3.3 Noise Analysis

SEA performed noise analyses to identify noise-sensitive land uses where proposed changes‘
in operations could result in increased noise that meet or exceed the Board's environmental
analysis thresholds at 49 CFR 1105.7(e)(6). The following reports the number of noise-sensitive
receptors (e.g., residences, schools, churches) at which the Board's thresholds woulid be
exceeded. The noise level impact assessment was based on baseline and projected activity level
data provided by UP/SP

3.3.1 Increased Rail Segment Activity
Pine Bluff to Brinkley

This rail segment, which currently has 22 .6 trains/day, would experience an increase of 9.0
trains/day (a 91.3% change in gross ton-miles per year) as a result of the proposed merger. The
projected increases would cause less than a 2 dBA increase in the L,,. Therefore, no adverse
noise impacts are expected.

Brinkley to Fair Oaks

This rail segment currently has 11.4 trains/day and would experience an increase of 10.3'
trains/day (a change of 97.5% gross ton-miles per year) as a resuit of the proposed merger. This
change in through train activity would result in an increase in the L, of 2.8 dBA along the
alignment. The majority of noise impacts occur at or near grade crossings where train horns are
sounded as a warning. Currently, the noise impact zone at grade crossings extends approximately

550 feet perpendicular to the tracks, whereas after the proposed merger the noise impact zone
would increase to about 685 feet. Land use and noise impacts along the segment are described
below.

Fair Oaks. The segment commences at the intersection with the east-west running tracks.
There are scattered residences in this area, most relatively close to the tracks, and a church
within 500 feet of the tracks. Currently, nine residences and one church are within the 65 L,
contour. An additional four residences would lie within the post-merger contour.

Hunter. The tracks pass through Hunter with residences on both east and west sides. There
are several grade crossings in Hunter. Currently 53 residences and 1 church lie within the
65 L4, contour. An additional 23 residences would lie within the projected post-merger
contour.

Brinkley. The tracks run north/south through Brinkley and the segment terminates at th‘
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intersection with the east-west running tracks just north of Cypress Street. There are three
grade crossings north of the termination point. There are numerous residences and six
churches within 1000 feet of the track. Currently 76 residences and 4 churches lie within the
65 L, contour. The increased train traffic would draw an additional 22 residences and 2
churches in to the 65 L, contour.

Other Communities. Other small communities along this line segment affected by an
increase in noise associated with the proposed UP/SP merger include: Hillemann, Zent, and
Fargo. Collectively they have 20 residences within the 65 L, contour. An additiona! ten
residences would be within the post-merger contour.

Currently 158 residences and 6 churches are within the 65 L, contour along this line
segment. With the proposed increase in train traffic, this would increase by 59 residences and 2
churches, for a total of 217 residences and 8 churches within the post-merger 65 L, contour, as
shown below:

NOISE SUMMARY
BRINKLEY TO FAIR OAKS (SP) LINE SEGMENT

Number of Sensitive Receptors
. Community Pre-Merger Post-Merger

School | Church Resid. School | Church
Fair Oaks (South), AR 0 1 13 0 1

Hillemann, AR 18
Hunter, AR 76
Zent, AR 8
Fargo. AR 4
Brinkley, AR 98
TOTAL

Fair Oaks to Paragouid

This line currently has 11.4 trains per day and would experience an increase of 8.3 trains/day

(a change of 68.9% in gross ton-miles per year) as a result of the oroposed merger. The change

in train activity would increase the L, by 2.4 dBA. The majority of noise impacts occur at or near

grade crossings where train horns are sounded as a warning. Currently, the noise impact zone at

grade crossings extends approximately 550 feet perpendicular to the trz. -4z, wharzgs after the

proposed merger the noise impact zone would increase to about 650 feet. Land use and noise
' impacts along the segment are described below:
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Paragould. The track runs north-south through the approximate center of town with 14 grade
crossings. There are numerous residences on both sides of the track, shielded by‘
commercial buildings for several blocks north and south of the Highway 412 intersection with

the track. There has been significant new residential construction at the south end of town
within 1000 feet of the track. Currently an estimated 284 residences, 1 school, and 2
churches are within the 65 L, contour. An additional 104 residences and 1 church would lie
within the contour for the projected increase in train traffic.

Brookland. The track runs through the center of town with three grade crossings. There is
a mix of commercial and residential buildings within 700 feet of the track. Currently 75
residences and 2 churches are within the 65 L, contour. An additional 25 residences would
lie within the post-merger contour.

Jonesboro. The segment runs through the northern section of Jonesboro, and there are
eight grade crossings. BN tracks just to the north of the SP alignment increase the distance
to noise-sensitive land uses in that direction. There is residential land use south of the tracks
through much of Jonesboro. Currently 168 residences and 2 churches are within the 65 L,
contour and an additional 56 residences and 2 churches would be within the projected post-
merger contour.

Fisher. Fisher has three grade crossings. There are three churches and a concentration of.

residences on both sides of the track within 700 feet. Currently 109 residences and 3
churches are within the 65 L,, contour. An additional 34 residences are estimated to be
within the projected 65 L, contour.

Hickory Ridge. Hickory Ridge has three grade crossings with a fairly dense concentration of
residences near the tracks. There are also several schools and churches within 700 feet of
the tracks. Currently 150 residences and 2 churches are within the 65 L, contour. This
would increase by 26 residences and 1 school with the projected increase in train traffic
along this segment.

Fair Oaks. The rail segment terminates in Fair Oaks at the intersection with the east-west
running tracks. There are only scattered residences in Fair Oaks, most relatively close to the
tracks. The only grade crossing is at the north end of town. There are currently six
residences and one church which are within the 65 L, contour, and this would increase by
two residences as a result of the proposed merger.

Other Communities. Other small communities along this line segment which would be

affected by an increase in noise associated with the proposed merger include: Bethel,
Jonesboro Jct., Otwell, Weiner, Waldenbur, Prittinger, and Tilton. Collectively thes

Volume 2 3-8




communities currently have 65 residences and 2 churches within the 65 L, contour. An
‘ additional 34 residences and 1 church would be within the projected post-merger contour.

Currently 857 residences, 1 school, and 14 churches are estimated to be within the existing
65 L4, contour. With the projected increase in train activity, an additional 281 residences, an
additional school, and 4 additional churches would be within the 65 L, contour for a post-merger
total of 1138 residences, 2 schools, and 18 churches, as shown below:

NOISE SUMMARY
FAIR OAKS TO PARAGOULD (SP) LINE SEGMENT

Number of Sensitive Receptors

Community Pre-Merger Post-Merger

School Church Resid. School | Church
fParagould, AR 1 2 388 1 3

Bethel, AR 9
“ Brookland, AR 100
|| Jonesboro Jct., AR 4
}Jonesboro, AR 224

Otwell, AR 18
29
13

|[Weiner. AR

‘ [Waldenburg,f AR
Fisher, AR

IrPrittinger‘ AR
Hickory Ridge, AR
Tilton, AR
Fair Oaks (North), AR
TOTAL

18

= l1oIN|OJW|= OO NN |-

“lojlojojojojojojOojOo OO |O
NjoOjJOoO|=|O|O|O|O|O|O|O|O|O

-
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3.4 Transportation Systems

The Board's environmental rules at 49 CFR 1105.7(e)(2) require a description of the effects
of the merger action on local and regional transportation systems. The primary transportation
impacts of the proposed merger are related to: (1) additional truck traffic generated at those
intermodal facilities where intermodal activity is projected to increase, and (2) increases in roadway
delays at grade crossings as a result of increased train traffic on rail segments.

The impacts near intermodal facilities would result from increased truck traffic using local
‘ roadways to enter and exit the intermodal facility. For those facilities with an expected increase
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of 50 trucks or more per day, SEA analyzed the impacts of this increased traffic on the local
roadway system in terms of increases in daily and peak hour traffic. SEA collected traffic count
data was collected from local and state transportation officials for this analysis. While offsetting
benefits of the proposed merger were not quantified at the local level, the traffic impacts from
added truck traffic at intermodal facilities would be partially offset in many localities by truck-to-rail
diversions and consnlidation of operations.

SEA addressed the concerns of local communities about increased traffic delays at grade
crossing through an evaluation of vehicle delay and wait times at grade crossings. The acceptability
of delays at grade crossings varies substantially based on local conditions such as the location of
lnd uses by type, availability of alternative travel routes, the degree of use by emergency vehicles,
and other local variables. While the time of delay at crossings would increase proportionately with
the increase in train traffic, most of the grade crossings in Arkansas carry fewer than 5,000 vehicles
per day. SEA concludes that increases in vehicle delay and/or wait time due to proposed merger-
related operational changes wouid not be excessive.

The primary transportation impact resulting from the proposed merger would be related to
local transportation systems around intermodal facilities. However, because there are no
intermodal facilities in Arkansas that would experience an increase in truck traffic above tiie Board's
analysis threshold as a result of the proposed merger, SEA concludes that there are no significant
transportation impacts.

3.4.1 Grade Crossings

In order to analyze the effects of the proposed merger on the rcadway system at railroad
grade crossings, SEA determined the number of crossings along rail segments that would exceed
the Board's analysis thresholds for air quality analysis. Approximate delays over the course of 24
hours were calculated as were average queue lengths. While an increase in the number of trains
would result in more crossing closings per day, the length of the queue at each individual crossing
closing event would change only if the train length changes. Vehicle delay impacts at rail line
segments in Arkansas are summarized below.

Pine Bluff to Brinkley

Average rail traffic on the Pine Bluff to Brinkley line would increase from 22.6 to 31.3 trains
per day, a train volume increase of about 39 percent. At low speed grade crossings along the route
(e.g., train speed of 30 mph), deiay to vehicle traffic due to the additional daily trains would
increase from 60 minutes (pre-merger) to 84 minutes (post-merger) over a 24-hour period. At
higher speed crossings (e.g., train speed of 50 mph), delay would increase from 42 minutes (pre-
merger) to 59 minutes (post-merger) over a 24-hour period.
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Brinkley to Fair Oaks

. On the Brinkley to Fair Oaks line, average rail traffic would increase from 11.4 to 21.7 trains
per day, a train volume increase of about 90 percent. At low speed grade crossings along the route
(e.g., train speed of 30 mph), delay to vehicle traffic due to the additional daily trains would
increase from 30 minutes (pre-merger) to 58 minutes (post-merger) over a 24-hour period. At
higher speed crossings (e.g., train speed of 50 mph), delay would increase from 21 minutes (pre-
merger) {0 41 minutes (post-merger) over a 24-hour period

Fair Oaks to Paragould

Average rail traffic on the Fair Oaks to Paragould line would increase from 11.4 to 19.7 trains
per day. a train volume increase of about 73 percent. At low speed grade crossings along the route
(e.g., train speed of 30 mph), delay to vehicle traffic due to the additional daily trains would
increase from 30 minutes (pre-merger) to 53 minutes (post-merger) over a 24-hour period. At
higher speed crossings (e.g., train speed of 50 mph), delay would increase from 21 minutes (pre-
merger) to 37 minutes (post-merger) over a 24-hour period

Paragould to Dexter Junction, Missouri

‘ On the Paragould to Dexter Junction, Missouri line, average rail traffic is expected to grow

from 16.0 to 22.3 trains per day, a train volume increase of about 39 percent. At low speed grade
crossings alor:g the route (e.g., train speed of 30 mph), delay to vehicle traffic due to the additional
daily trains weuld increase from 43 minutes (pre-merger) to 60 minutes (post-merger) over a 24-
hour period. At higher speed crossings (e.g., train speed of 50 mph), delay would increase from
30 minutes (pre-merger) to 42 minutes (post-merger) over a 24-hour period.

3.5 Safety

SEA assessed a number of safety issues associated with the proposed merger, including the
probability of increased accidents at grade crossings, and the risks associated with increased
shipments of hazardous commocities.

3.5.1 Grade Crossing Safety

Accidents at grade crossings are a function of the number of trains, train speed, number of
train tracks, grade crossing condition and warning facilities. roadway condition and number of
lanes, and amount of roadway traffic. Since the proposed merger would not result in any new
grade crossings and would affect only the number of trains passing through existing grade
crossings, the probability of an increase in the number of accidents at grade crossings would
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depend on the increased number of trains on rail segments SEA concludes that the accident
exposure in Arkansas will range from an increase of 90 percent to a decrease of 32 percent.
depending on rail segment.

3.5.2 Hazardous Commodities

Certain rail line segments in Arkansas are subject to heavy movements of chemicals and
hazardous materials, as discussed in Chapter 1 of this volume. SEA has recommenced mitigation
measures as in Section 3.8 of this chapter, “SEA Recommended Mitigation.”

Federal regulations govern the transport of hazardous commodities. The proposed merger
is not expected to affect the policies or operation of UP/SP concerning the type or quantity of
hazardous commodities transported or the method of handling. A total of 420,000 and 305,000
hazardous commodity shipments were transported by UP and SP, respectively, in 1994. These
shipments resulted in 118 reportable incidents for UP and 35 incidents for SP. Therefore, 99.98
percent of the shipments arrived at their destination without incident. The Applicants have noted
that the consolidation of the companies will result in a "best practice" approach to hazardous
commodity handling. SEA concludes that, using the same rate of safe transport, the projected
increases in accidents and shipments of hazardous materials as a result of the proposed merger
do not constitute a significant safety risk.

3.6 Summary of Agency Comments

In considering the potential environmental impacts of the increased rail line segment, rail
yard, and intermodal facility activity associated with the proposed UP/SP merger, SEA sent
consuitation letters to various Federal, state, and local agencies on January 29, 1996. These
letters, samples of which are included in Volume 5, Appendix D, Exhibits D-1 through D-9,
provided early notification of this EA and requested information and comments on the effects to the
environment of the proposed merger and related operational changes . Each letter included a state
information packet and maps that listed the specific merger-related proposals. A sample packet
is shown inn Volume 5, Appendix D. Exhibit D-10. SEA contacted agencies by telephone to alert
them to the distribution of the consultation letter and to confirm its receipt. The Applicant also
contacted these agencies in preparation of the Environmental Report which accompanied the
merger application. That correspondence and all responses were reviewed, verified, and
considered by SEA in the preparation of this EA.

All comments received (through mid-March 1996) in response to the January 29th letter are
shown in Volume 5, Appendix E, Exhibits E-1 through E-11. As necessary, SEA conducted
additional consultation with agencies as shown in Volume §, Appendix E, Table E-1. Agercy
comments regarding the proposed increases in rail line segment activities in Arkansas ar
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summarized below:

Arkansas Department of Pollution Control states that there are no significant adverse
impacts.

Arkansas Department of Transportation (DOT) recommends that final plans should be
reviewed by DOT.

Clark County is in complete agreement with the proposed merger.
3.7 Suggested Mitigation
No specific mitigation measures were suggested for the proposed changes to rail line
segment operations in Arkansas by the various parties consulted in the process of preparing the

EA for the proposed merger. (See Volume 5, Appendices D and E, for agency consultation lists.)

3.8 SEA Recommended Mitigation

This section contains the mitigation measures that SEA recommends the Board impose in
any final decision approving the changes to rail line segment operations in Arkansas. SEA will
‘ consider all comments on the EA in making its final recommendation to the Board. The Board will

consider SEA's recommendations and the environmental record in making its final decision. SEA's
recommended mitigation is as follows.

Air Quality

UP/SP shall consult with appropriate Federal, state and local agencies
responsible for regulating air quality in AQCRs 16, 18, and 20, concerning any
possible mitigation measures to reduce any potential adverse emissions from the
rail segments in these regions. UP/SP shall advise SEA of the results of these
consultations.

To reduce potential noise level impacts to sensitive receptors along the Pine
Bluff to Brinkley, Brinkley to Fair Oaks, Fair Oaks to Paragould, and Paragould
to Dexter Junction, Missouri rail line segments, UP/SP shall consult with
appropriate state and iocal agencies to develop noise abatement plans. The
Applicants shall aagvise SEA of the results of these consultations and provide
SEA with a copy of any resulting noise abatement plans.
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Transportation and Safety

1, UP/SP shall maintain all rail lines and grade crossing warning devices according ‘
to Federal Railroad Administration Standards (49 CFR Part 213).

UP/SP shall transport all hazardous materials in compliance with the U.S.
Department of Transportation Hazardous Materials Regulations (49 CFR Parts
171 to 180).

in the case of a hazardous materials spill, UP/SP shall follow appropriate
emergency response procedures outlined in their Emergency Response Plans

UP/SP shali conduct rail line capacity simulations to verify that the directional
operations involving St. Louis, Missouri; Memphis, Tennessee; and Dallas, San
Antonio, and Houston, Texas can be safely accomplished. These simulations
should also include BN/Santa Fe train movements. UP/SP shall submit these
simulations to FRA for its review and shall comply with FRA’s recommendations.
UP/SP shall submit its analysis, as well as FRA’s findings to SEA for the
following rail line segments:

Dexter Junciion, Missouri to Paragould, Arkansas (SP). ‘

Paragould to Fair Oaks, Arkansas (SP).

Poplar Bluff, Missouri to Newport, Arkansas (UP).
Newport to Bald Knob, Arkansas (UP).

Bald Knob to North Little Rock, Arkansas (UP).
North Little Rock to Texarkana, Arkansas (UP).
Fair Oaks to Brinkley, Arkansas (SP).
Texarkana, Arkansas to Marshall, Texas (UP).
Brinkley, Arkansas to Memphis, Texas (SP).
Brinkley to Pine Bluff, Arkansas (SP).

Pine Biuff to Camden, Arkansas (SP).

Camden to Lewisville, Arkansas (SP).
Lewisville, Arkansas to Texarkana, Texas (SP).
Memphis, Tennessee to Wynne, Arkansas (UP).
Wynne to Fair Oaks, Arksnsas (UP).

Fair Oaks to Bald Knob, Arkansas (UP).
Lewisville to Shreveport, Louisiana (SP).

UP/SP shall conduct a safety analysis of the SP line segment between Houston,
Texas and Lewisville, Arkansas to determine the need for installing an Automati
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Block Signal (ABS) system or a Centralized Traffic Control (CTC) system. This
SP line between Houston and Lewisville comprises three line segments:
Lewisville, Arkansas to Shreveport, Louisiana; Shreveport, Louisiana to Lufkin,
Texas; and Lufkin to Houston, Texas. This analysis shall address, at a
minimum, the added level of safety that these systems provide for train
movements and rail break detection. UP/SP shall submit its analysis to FRA for
its review and shall comply with FRA’s recommendations. 1JP/SP shalil submit
its analysis, as well as FRA'’s findings, to SEA for the rail line segment from
Lewisville, Arkansas to Shreveport, Louisiana
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CHAPTER 4.0
RAIL LINE SEGMENT, RAIL YARD, AND INTERMODAL FACILITY IMPACTS
CALIFORNIA

This chapter provides an analysis of the potential environmental impacts resulting from
increased traffic on rail segments and increased activity at rail yards and intermodal facilities in
California as part of the proposed merger. In analyzing these impacts, the Surface Transportation
Board's (Board) Section of Environmental Analysis (SEA). consistent with its environmental rules
at 49 CFR Part 1105.7(e), specifically considered: (1) impacts to air quality, (2) impacts to noise,
(3) impacts to local, regional and national transportation systems, and (4) impacts to safety.

The following rail line segments, rail yards, and intermodal facilities would meet or exceed
the Board's environmental analysis thresholds:

Sacramento to Roseville (SP)

Roseville to Marysville (SP)

Marysville to Dunsmuir (SP).

Dunsmuir to Klamath Falls, Oregon (SP)
Roseville to Sparks, Nevada (SP).

Niles Junction to Oakland (UP).
Oakland to Martinez (SP).

Martinez to Stockton (Lathrop) (SP).
Stockton (Lathrop) to Sacramento (UP).
Palmdale to West Colton (SP)

West Colton to Yuma, Arizona (SP).
Long Beach to Slauson Junction (SP).
Slauson Junction to Los Angeles (SP)
Keddie to Bieber (UP).

Montclair rail yard (UP).

Niland rail yard (SP).

Martinez rail yard (SP).

Lathrop rail yard (SP).

Roseville rail yard (SP).

East Los Angeles intermodal facility (UP).
Oakland intermodal facility (UP)
Oakland intermodal facility (SP)
Lathrop intermodal facility (UP).
Roseville intermodal facility (SP).

Each rail line segment, rail yard, or intermodal facility is discussed in this chapter by impact
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category, as follows:

Air quality (Section 4.1). .

Air quality at grade crossings (Section 4.2)
Noise (Section 4.3).

Transportation systems (Section 2.4)
Safety (Section 2.5)

If a rail line segment, rail yard, or intermodal facility would not experience impacts .n any one of
these categories as a result of proposeu merger, no analysis was necessary. Accordingly, no

discussion is provided.

Chapter 1 of this volume describes the thresholds established for analysis of potential air
quality and noise impacts and the methods used to evaluate these and other potential impacts.

4.1 Air Quality Analysis

California contains seven Air Quality Control Regions (AQCR) with rail segments, rail yards,
and/or intermodal facilities that would experience increased activity as a result of the proposed
merger. and thereby trigger one or more of the Board's analysis thresholds for analysis. In each
of these regions, increased emissions along the length of rail segments through the AQCR‘

(sometimes over a distance of hundreds of miles) could result in a potential for adverse air quality
impacts. SEA concludes that increased rail operation activities in these regions would result in
increased emissions of nitrogen dioxide (NO,), which contributes to the formation of ozone.
Increases in emissions, however, would be partially offset by decreases in train activity on other
segments. of the seven AQCRs in California (Metropolitan Los Angeles, San Joaquin Valley,
Southeast Desert, and Mountain Counties) are designated as nonattainment for ozone.

Potential adverse impacts to air quality on these seven AQCRs as a result of the proposed
merger are discussed individually below.

4.1.1 Metropolitan Los Angeles (AQCR 24)

Rail operations in the Metropolitan Los Angeles AQCR (24) associated with the proposed
merger that require analysis, as specified by the Board's environmental ruies at 49 CFR
1105.7(e)(5), consist of portions of four rail segments (Slauson Jct. to Los Angeles, Long Beach
to Slauson Jrt., Palmdale to West Colton, and West Colton to Yuma, Arizona), the Montclair rail
yard, and the East Los Angeles intermodal facility. Based on increased activity levels as a result
of the proposed merger, SEA examined the Metropolitan Los Angeles AQCR for potential air quality
impacts. SEA concludes tnat adverse impacts to air quality could result from increased rai'
segment activity in this AQCR.
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The Metropolitan Los Angeles AQCR (24) includes the counties of Ventura, Orange, and
‘ portions of Riverside, San Bernardino, Los Angeles, and Santa Barbara, counties. Portions of these
AQCR counties are designated as nonattainment for nitrogen dioxide /NO,), total suspended
particulates (TSP), particulate matter (PM-10), carbon monoxide (CO), and ozone (O,). In
considering the potential environmental impacts, SEA assessed the potential air quality impacts
of increased activity along four rail segments, the rail yard, and the intermodal facility. SEA
concludes that increased rail operations wouid contribute to increased levels of ozone as well as

other pollutants in the Metropolitan Los Angeles nonattainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on 18 rail segments that pass through
or are connected to Metropolitan Los Angeles AQCR (24), the total length (in miles), the change
in the number of trains per day on the segment, and the percent chanae in annual gross ton miles
for each of these segments woulc be as follows:

Origin Destination Change in # %Change %Change}
Station Station of Trains/Day | in Trains/Day | in Tons/Year
Bartelo Los Nietos -4.6 ~70% -62%)
Burbank Jct. Oxnard -1.9 -10% -13%
Burbank Jct Palmdale -1.6 -10% -15%
City of Industry Los Angeles 2.5 8% -4%)
(via SP)
City of Industry Bartelo 2.0 6% -7%)
(via UP)
City of Industry Los Angeles 2.0 6% 7%
Colton Riverside V.5 4 5% 12%]

Los Angeles Burbank Jct. -9% -27%)|
Slauson Jct. Los Angeles 6.2 32% -5%
Los Nietos Slauson Jct. -4.6 -70% -63°/c1|
Oxnard Santa Barbara -1.9 -18% -13%]'
Riverside City of Industry 0.1 0% 13°/ﬂ|
Santa Barbara | San Luis Obispo -1.9 -18% -15%)
Long Beach Slauson Jct. 36 16% -19%“
Palmdale (via W. Colton 39 42% 49%
Hiland)

W. Colton City of Industry 28 7% -32%]|
Yermo Colton -3.9 -18% 3%|
‘ IL_W. Colton CA YumaAZ 40.8% 24%)|
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Four of the 18 rail segments listed above (Slauson Jct. to Los Angeles, Long Beach to
Slauson Jct., Palmdale to W. Colton, and W. Colton to Yuma, Arizona) were assessed for air.
quality impacts because they would exceed the Board's analysis thresholds. The estimated
increased emissions from these four segments are shown below. The impacts of these emissions
are discussed in the section on Analysis of Combined Activity

Rail AES"E‘? ‘Estimated Increase in Emissions (tons per year)
| Segment | (IDNo.) HC CO NO, SO, PM-10
kSIauson Jet. - 24 -0.2 -0.5 -3.7 -0.3 -0.1
Los Angeles
Long Beach - 24 -1.6 -5.0 -37.3 2.7 -0.8
Slauson Jct.
Palmdale - 24 ; 1.1 233.0 i 5.1
W. Colton
W. Colton - 24 6.0 18.6 139.6 10.1
Yuma
Total 14.2 | 442 331.6 24.0

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from increased Rai! Yard Activity

The proposed merger would lead to an increase in rail yard activity of 31.2 percent in the
Montclair Yard. This activity would include fueling, switching, and assembling of trains. The
estimated increased emissions from this rail yard are shown below. The impacts of thase
emissions are discussed in the section on Analysis of Combined Activity.

Rail Yard AQCR Estimated Increase in Emissions (tons per year)

(ID No.) o NO, SO, PM-10 |
Montc:air 24 6f |1 b2 1.3 0.1 0.0 j

Key.

HC = hydrocarbons, CO = carbon monoxide. NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate

matter less than 10 microns in diameter

Emissions from increased Intermodal Activity
The proposed merger would lead to an increase in intermodal activity of 587 trucks per day

at the East Los Angeles facility. The estimated increased emissions from this intermodal facility
are shown below. The impacts of these emissions are discussed in the section on Analysis o'
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Combined Activity.

‘ Intermodal | AQCR Estimated Increase in Emissions (tons per year)
Facility (ID No.) HC CO NO, SO, PM-10
E. Los 24 15.0 70.1 82.8 L3 147

Angeles
Key:

HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Combirncd Activity

This section discusses the impact to the Metropolitan Los Angeles AQCR based on the
combined estimated emissioris from the rail segments, the rail yard, and the intermodal facility
related to the proposed merger. The total estimated increase in pollutant emissions are listed
below:

Rail Estimated Increase in Emissions (tons per year) “
Facility HC co NO, SO, PM-10 u
Rail 14.2 44 2 331.6 24.0 1.2

Segments
Total

Rail Yards
Total

Intermodal
Facilities

Total 1
Total T 29.3 114.5 415.2 26.4 21.9 ]

Key
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate

matter less than 10 microns in diameter

Almost all of the estimated increases in pollutants that would result from the proposed merger
in the Metropolitan Los Angeles AQCR (24) would be from the rail segments, which are not
stationary sources. Pollutants from the East Los Angeles intermodal facility would exceed the EPA
definition of significance (as defined in Prevention of Significant Deterioration at 40 CFR 51.166)
for NO, The increased rail segment activity in this AQCR would result in increased levels of all
pollutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, however, because they do not account for offsetting decreases that could result from

‘truck-to-rail diversions. Overall, SEA concludes that while the proposed action is not subject to
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National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of all pollutants in the Metropolitan Los Angeles AQCR, primarily ‘
from mobile source rail segment emissions

4.1.2 Northeast Plateau (AQCR 27)

Rail operations in the Northeast Plateau AQCR (27) associated with the proposed merger
that require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5),
consist of portions of two rail segments (Dunsmuir to Klamath Falls, Oregon, and Keddi= to Bieber).

There are no intermodal facilities or rail yards in this AQCR that exceed the Board's analysis
thresholds. Based on increased activity levels as a result of the proposed merger, SEA examined
the Northeast Plateau AQCR for potential air quality impacts. SEA concludes that adverse impacts
to air quality could result from increased rail segment activity in this AQCR.

The Northeast Plateau AQCR (27) includes the counties of Lassen, Modaoc, Siskiyou, and
portions of Shasta County. All of these counties are designated as being in attainment. In
considering the potential environmental impacts, SEA assessed the potential air quality impacts
of increased activity along one rail segment. SEA concludes that increased rail operations would
contribute to increased levels of ozone as well as other pollutants in the Northeast Plateau
attainment area.

Emissions from Increased Rail Segment Activity

The proposed mierger would lead to changed activity on four rail segments that pass through
or are connected to Northeast Plateau AQCR (27). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:

Origin
Station

Destination
- Station

Change in #
of Trains/Day

%Change
in Trains/Day

%Chang
in Tons/Yea

Dunsmuir CA

Klamath Falls
OR

5.2

32%

10%

Flanigan NV

Keddie CA

-8.4

-52%

-szﬂ

Flanigan NV

Klamath Falls
OR

0.0

0%

O%H

Keddie CA

Bieber CA

112

3.0

300%

60%|

Two of the four rail segments listed above (Dunsmuir to Klamath Falls, Oregon, and Keddie

to Bieber) were assessed for air quality impacts because they would exceed the Board's analysis‘
thresholds. The estimated increased emissions from these two segments are shown below. The
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impacts of these emissions are discussed in the section on Analysis of Activity.

Rail AQCR Estimated Increase in Emissions (tons per year)
Segment | (ID No.) HC CcO NO, SO, PM-10

Dunsmuir - 27 46 14.3 107.3 7.8 AR
Klamath
Falls
Keddie - 1.1 3.3 247 1.8 0.5
Bieber

Total 5.7 17.6 132.0 9.6 2.8

L

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail segment activity in this AQCR would result in increased levels of all
pollutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, however, because they do not account for offsetting decreases that could result from
truck-to-rail diversions. Overall, SEA concludes that while the proposed action is not subject to
National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased leveis of all pollutants in the Northeast Plateau AQCR, primarily from
mobile rail segment emissions.

4.1.3 Sacramento Valley (AQCR 28)

Rail operations in the Sacramento Valley AQCR (28) associated with the proposed merger
that require analysis, as specified by the Board's environmental rules at 49 CFR 110£.7(e)(5),
consist of portions of five rail segments (Dunsmuir to Klamath Falls, Oregon, Marysville to
Dunsmuir, Roseville to Marysville, Sacramento to Roseville, and Stockton (Lathrop) to
Sacramento). There are no intermodal facilities or rail yards in this AQCR that exceed the Board's
analysis thresholds. Based on increased activity levels as a result of the proposed merger, SEA
examined the Sacramento Valley AQCR for potential air quality impacts. SEA concludes that
adverse impacts to air quality could result from increased rail segment activity in this AQCR.

The Sacramento Valley AQCR (28) includes the counties of Butte, Colusa, Glenn,
Sacramento, Sutter, Tehama, Yolo, Yuba, and portions of Shasta, and Solano Counties. Portions
of these AQCR counties are designated as nonattainment for total suspended particulates (TSP),
particulate matter (PM-10), carbon monoxide (CO), and ozone (O,). In considering potential
environmental impacts, SEA assessed the potential air quality impacts of increased activity along
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five rail segments. SEA concludes that increased rail operations would contribute to increased
levels of ozone as well as other pollutants in the Sacramento Valley nonattainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on nine rail segments that pass through
or are connected to Sacramento Valley AQCR (28). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for

each of these segments would be as follows:

-

Origin

Station

Destination
Station

Change in #
of Trains/Day

%Change
in Trains/Day

%Change|

in Tons/Yearn

Dunsmuir CA

Klamath Falis OR

5.2

32%

10%|

Keddie CA

Marysville CA

-8.0

-45%

-56 %]

Marysville CA

Dunsmuir CA

5.2

31%

1 0%“

_t\—ll-arysville CA

Sacramento CA

-6.3

-36%

-53%][

Roseville CA

Marysville CA ;

35

21%

7%

Sacramento CA

Rosevillea‘

7.0

24%

49%)

Sacramento CA

Martinez CA

25

14%

28%

Sacramento CA

Stockton CA

-9.7

-55%

-57%

Stockton
(Lathrop) CA

Sacramento CA

9.7

73%

56%)

Five of the nine rail segments listed above (Dunsmuir to Klamath Falls, Oregon, Marysville
to Dunsmuir, Roseville to Marysville, Sacramento to Roseville, and Stockton (Lathrop) to
Sacramento) were assessed for air quality impacts because they would exceed the Board's
analysis thresholds. The estimated increased emissions from these five segments are shown
below. The impacts of these emissions are discussed in the section on Analysis of Activity.
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Rail Estimated Increase in Emissions (tons per year) II
Segment HC co NO, SO, PM-10 ﬂ

Dunsmuir - 0.0 0.1 0.8 0.1 0.0
Klamath
Falls

Marysville -
Dunsmuir

Roseville -
Marysville

Sacramento-
Roseville

Stockton
(Lathrop) -
Sacramento

Total 22.7 70.6 528.1 38.3 11.4 \—"

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail segment activity in this AQCR would result in increased levels of all
pollutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, however, because they do not account for offsetting decreases that could result from
truck-to-rail diversions. Overall, SEA concludes that while the proposed action is not subject to
National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of all pollutants in the Sacramento Valley AQCR, primarily from
mobile rail segment emissions

4.1.4 San Francisco Bay (AQCR 30)

Rail operations in the San Francisco Bay AQCR (30) associated with the proposed merger
that require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5),
consist of portions of three rail segments (Oakland to Martinez, Niles Jct. to Oakland, and Martinez
to Stockton (Lathrop), the Martinez rail yard, and the Oakiand (UP) and Oakland (SP) intermodal
facilities. Based on increased activity levels as a result of the proposed merger, SEA examined
the San Francisco Bay AQCR for potential air quality impacts. SEA concludes that adverse
impacts to air quality could result from increased rail segment activity in this AQCR.
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The San Francisco Bay AQCR (30) includes the counties of Alameda, Contra Costa, Marin,
Napa, San Francisco, San Mateo, Santa Clara, and portions of Solano, and Sonoma Counties.‘
Portions of these AQCR counties are designated as nonattainment for total suspended particulates
(TSP) and carbon monoxide (CO). In considering potentiai environmental impacts, SEA assessed
the potential air quality impacts of increased activity along three rail segments, the rail yard, and
the intermodal facilities. SEA concludes that increased rail operations would contribute to
increased levels of ozone as well as other pollutants in the San Francisco Bay Area nonattainment
area

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on six rail segments that pass through
or are connected to San Francisco Bay AQCR (30). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:

Origin Destination Change in # %Change %Chang
Station Station of Trains/Day | in Trains/Day| in TonleeQ
Oakland CA | Martinez CA 69 27% 48%
Niles Jct. CA | Oakland CA 54 22%
| Sacramento | Martinez CA 20 14%
CA

San Jose CA | Niles Jct. CA 0.4 3%
Stockton CA | Niles Jct. CA 2.0 20%
Martinez CA Stockton 4.0 N/A
(via Mococo) | (Lathrop) CA

Three of the six rail segments listed above (Oakland to Martinez, Niles Jct. to Oakland, and
Martinez to Stockton (Lathrop) were assessed for air quality impacts because they would exceed
the Board's analysis thresholds. The estimated increased emissions from these three segments
are shown below. The impacts of these emissions are discussed in the section on Analysis of
Combined Activity
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Rail AE’C_TF\' Estimated Increase in Emissions (tons per year)
Segment (1D No.) HC CO NO, SO, PM-10
Oakland - 30 36 11.2 83.6 6.1 1.8
Martinez
Niles Jct. - 30 0.5 1.6 12.0 0.9 03
Oakland
Martinez - 1.6 5.0 37.2 o7 0.8
Stockton
| (Lathrop)

Total 8.7 17.8 132.8 9.7 2.9

Key
HC = hydrocaroons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 29.1 percent ir. the
Martinez Yard. This activity includes fueling, switching, and assembling of trains. The estimated
increased emissions from this rail yard are shown below. The impacts of these emissions are
discussed in the section on Analysis of Combined Activity.

Rail Yard l AQCR Estimated Increase in Emissions (tons per year)

(ID Ne.) HC co NO, SO, PM-10

—
==

Martinez 30 0.1 0.3 1.9 0.1 0.0

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from Increased Intermodal Activity
The proposed merger would lead to an increase of 79 trucks per day at the Oakland (UP)
facility, and an increase of 68 trucks per day at the Oakland (SP) faciliity The estimated increased

emissions from these two intermodal facilities are shown below. The impacts of these emissions
are discussed in the section on Analysis of Combined Activity.
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Mntermodal | Estimated Increase in Emissions (tons per year)
Facility HC CO NO, SO, PM-10 J
Oakland 2.0 9.4 111 0.3 2.0

(UP)
Oakland 1.7 8.1 9.6 0.3 1.7
[ _(SP)
n Total 3.7 17.5 20.7 0.6 3.7

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Combined Activity
This section discusses the impact to the San Francisco Bay AQCR based on the combined

estimated emissions from the rail segments, the rail yard, and the intermodal facilities related to
the proposed merger. The total estimated increase in poliutant emissions are listed below:

—=

" Rail A5C=R stimated Increase in Emissions (tons per year)
ll Facility (ID No.) HC CO NO, SO, PM-10
Rail 30 8.7 17.8 132.8 9.7 29
Segments
Total
Rail Yards
Total
intermo~al
Facilities
Total |
Total } 9.5 35.6 155.4 10.4 6.6

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Most of the estimated increases in pollutants that would result from the proposed merger in
the San Francisco Bay Area AQCR (30) would be from the rail segments, which are not stationary
scurces. Pollutants from the Martinez rail yard facility and Oakland intermodal facilities would not
exceed the EPA definition of significance (as defined in Prevention of Significant Deterioration at
40 CFR 51.166) for all pollutants. The increased rail segment activity in this AQCR would result
in increased levels of all pollutants. with the greatest increase in NO,. These estimates of
increased emissions are conservative, however, because they do not account for offsetting

decreases that could result from truck-to-rail diversions. Overall, SEA concludes that while th’

proposed action is not subject to National Ambient Air Quality Standards General Conformit
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regulations, the proposed merger would result in increased levels of all pollutants in the San
‘ Francisco Bay Area AQCR, primarily from mobile rail segment emissions

4.1.5 San Joaquin Valley (AQCR 31)

Rail operations in the San Joaquin Valley AQCR (31) associated with the proposed merger
that require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5),
consist of portions of two rail segments (Martinez to Stockton (Lathrop) and Stockton (Lathrop) to
Sacramento), the Lathrop rail yard, and the Lathrop intermodal facility. Based on increased activity
levels as a result of the proposed merger, SEA examined the San Joaquin Valley AQCK for
potential air quality impacts. SEA concludes that adverse impacts to air quality could result from
increased rail segment activity in this AQCR.

The San Joaquin Valley AQCR (31) includes the counties of Fresno. Kings, Madera, Merced,
San Joaquin, Stanislaus, Tulare, and portions of Kern County. Portions of these AQCR counties
are designated as nonattainment for total suspended particulates (TSP), particulate matter (PM-
10), carbon monoxide (CO), and ozone (O,). In considering potential environmental impacts, SEA
assessed the potential air quality impacts of increased activity along two rail segments, the rail
yard, and the intermodal facility. SEA concludes that increased rail operations would contribute
to increased levels of ozone as well as all pollutants in the San Joaquin Valley nonattainment area.

Emissions from Increased Rail Segment Activity

‘ The proposed merger would lead to changed activity on seven rail segments that pass
through or are connected to San Joaquin Valley AQCR (31). The total length (in miles), the change
in the number of trains per day on the segment. and the percent change in annual gross ton miles
for each of these segments would be as follows:

Origin “Destinaticn Change in # %Change %Changﬂ
Station Station Miles | of Trains/Day | in Trains/Day| in Tons/Yea
Bakersfield CA| Fresno CA 108 1.8 14% 23%||

Fresno CA Stockton/ 106 1.6 12% 27%)|
Lathrop CA
Mojave CA Bakersfield 67 19 14% 22%
CA
Sacramento | Stockton CA 47 -9.7 -55% 7%
CA
Stockton CA | Niles Jct. CA 87 23 20% -1%“
Martinez CA Stockton 48 40 N/A N/,
(via Mococo) | (Lathrop) CA A1
Stockton Sacramento 46 9.7 73% 56%
(Lathrop) CA CA
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Two of the seven rail segments listed above (Martinez to Stockton (Lz‘nrop) and Stockton
(Lathrop) to Sacramento) were assessed for air quality impacts because thev would exceed the.
Board's analysis thresholds. The estimated increased emissions from these two segments are
shown below. The impacts of these emissions are discussed in the section on Analysis of
Combined Activity.

[ Rail | AQCR Estimated Increase in Emissions (tons per year)
Segment (ID No.) HC CO NO, SO, PM-10
Martinez - 31 1.5 46 34.4 2D 0.7
Stockton
(Latirop)
Stockton
(Lathrop) -

Sacramento

Total 10.9 33.9 254.0 18.4 5.5

Key
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 66.1 percent in the.
Lathrop Yard. This activity includes fueling, switching of locomotives and of cars, and assembling
of trains. The estimated increased emissions from this rail yard are shown below. The impacts of
these emissions are discussed in the section on Analysis of Combined Activity.

 Rail Yard Aa—é—l—i “Estimated Increase in Emissions (tons per year) ||
(ID No.) HC CO NO, SO, PM-10 ||
Lathrop 31 0.2 0.6 4.2 0.3 ol 3}
Key:

HC = hydrocarbons, CCO = carben monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from Increased Intermodal Activity
The proposed merger would lead to an increase of 103 trucks per day at the Lathrop facility.

The estimated increased emissions from this intermodal facility are shown below. The impacts of
these emissions are discussed in the section on Analysis of Combined Activity.
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Intermodal AQCT-R “Estimated Increase iﬁmissions (tons per year)

‘II Facility | (ID No.) HC CO NO, SO, PM-10
I Lathrop 31 26 12.3 14.5 0.4 2.6
Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Combined Activity

This section discusses the impact to the San Joaquin Valley AQCR based on the combined
estimated emissions from the rail segments, the rail yard, and the intermodal facility related to the
proposed merger. The total estimated increase in poilutant emissions are listed below:

T Rai AQCR Estimated Increase in Emissions (tons per year)
I Facility (ID No.) HC CO NO, SO, PM-10
Rail 31 10.9 33.9 2540 18.4 5.5
Segments
Total
Rail Yards
Total

. Intermodal

Facilities
Total

Total 13.7 | 46.8 272.7 19.1 8.2

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfu dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Most of the estimated increases in pollutants that would result from the proposed merger in
the San Joaquin Valley AQCR (31) would be from the rail segments, which are not stationary
sources. Pollutants from the Lathrop rail yard facility and intermodal facility would not exceed the
EPA definition of significance (as defined in Prevention of Significant Deterioration at 40 CFR
51.166) for all pollutants. The increased rail segment activity in this AQCR would result in
increased levels of all poliutants, with the greates: . se in NO,. These estimates of increased
emissions are conservative, however, because « - not accoun for offsetting decreases that
could result from truck-to-rail diversions. Over= concludes that while the proposed action
Is not subject to National Ambient Air Qualii; - = irds General Conformity regulations, the
proposed merger would result in increased leveis i an poliutants in the San Joaquin Valiey AQCR,
primarily from: mobile rail segment emissions.
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4.1.6 Southeast Desert (AQCR 33)

Rail operations in the Southeast Desert AQCR (33) associated with the proposed merger that.
require analysis, as specified by the Board's environmental rules at 48 CFR 1105.7(e)(5), consist
of portions of two rail segments (Palmdale to W. Colton and W. Colton to Yuma, Arizona) and the
Niland rail yard. There are no proposed intermodal facilities in this AQCR that exceed the Board's
analysis thresholds. Based on increased activity levels as a result of the proposed merger, SEA
examined the Southeast Desert AQCR for potential air quality impacts. SEA concludes that
adverse impacts to air quality could result from increased rail segment activity in this AQCR.

The Southeast Desert AQCR (33) includes Imperial County and portions of Kern, Los
Angeles, Riverside, and San Bernardino. Portions of these AQCR counties are designated as
nonattainment for total suspended particulates (TSP), particulate matter (PM-10), and ozone (O,).
In considering potential environmental impacts, SEA assessed the potential air quality impacts of
increased activity along two rail segments and the rail yard. SEA concludes that increased rail
operations would contribute to increased levels of ozone as well as other pollutants in the
Southeast Desert nonattainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on eight rail segments that pass through ‘

or are connected to Southeast Desert AQCR (33). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:

Origin
Station

Eestination
Station

Change in #
of Trains/Day

%Change
in Trains/Day

%ChangE“

in Tons/Year

Burbank Jct.
CA

Palmdale CA

-1.6

-10%

-15%)

Las Vegas NV

Yermo CA

-19%

4°/ol

Mojave CA

Bakersfield
CA

14%

22%|

Palmdale CA

Mojave CA

18%

30%||

Palmdale CA
(via Hiland)

W. Colton CA

42%

49%“

Yermo CA

Mojave CA

3%

&

Yermo CA

Colton CA

-18%

3°/g||

W. Colton CA

Yuma AZ

40%

24%]|
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Two of the eight rail segments listed above (Palmdale to W. Colton and W. Colton to Yuma,
. Arizona) were assessed for air quality impacts because they would exceed the Board's analysis
thresholds. The estimated increased emissions from these two segments are shown below. The

impacts of these emissions are discussed in the section on Analysis of Combined Activity.

Rail Aﬁ Estimated Increase in Emissions (tons per year)
Segment (ID No.) HC CO NO, SO, PM-10 |
Palmdale - 33 3.0 9.3 69.6 50 1.5
W. Colton
W. Colton - 33 419 130.4 975.9 70.7 21.2

Yuma

Total 44.9 139.7 1045.5 75.7 22.7

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 20.4 percent in the
Niland Yard. This activity includes fueling, switching. ard assembling of trains. The estimated
increased emissions from this rail yard are shown below. The impacts of these emissions are
discussed in the section on Analysis of Combined Activity

Rail Yard AQCR Estimated Increase in Emissions (tons per year) "
(ID No.) HC co NO, SO, PM-10_|
Niland 33 0.0 0.1 1.0 0.1 0.0

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Combined Activity
This section discusses the impact to the Southeast Desert AQCR based on the combined

estimated emissions from the rail segments and the rail yard reiated to the proposed merger. The
total estimated increase in pollutant emissions are listed below:
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Rail
Facility

Estimated Increase in Emissions (tons per year)

HC

CO

SO,

PM-10

Rail
Segments
Total

44.9

139.7

1045.5

79.7

-

Rail Yards
Total

0.0

0.1

1.0

0.1

0.0

Total

44.9

139.8

1046.5

75.8

22.7

Key:

HC = hydrocarbons, CO = carbon monoxide, NO. = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matier less than 10 microns in diameter

Almost all of the estimated increases in pollutants that would result from the proposed merger
in the Southeast Desert AQCR (33) would be from the rail segments, which are not stationary
sources. Pollutants from the Niland rail yard facility would not exceed the EPA definition of
significance (as defined in Prevention of Significant Deterioration at 40 CFR 51.166) for all
poliutants. The increased rail segment activity in this AQCR would result in increased levels of ali
pollutants, with the greatest increase in NO,. These estimates of increased emissions are

truck-to-rail diversions. Overali, SEA concludes that while the proposed action is not subject to

conservative, however, because they do not account for offsetting decreases that could result from .

National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of all poliutants in the Southeast Desert AQCR, primarily from

mobile rail segment emissions.

4.1.7 Mountain Counties (AQCR 508)

Rail operations in the Mountain Counties AQCR (508) associated with the proposed merger
that require analysis, as specifiad by the Board's environmental rules at 43 CFR 1105.7(e)(5),
consist of portions of four rail segments (Keddie to Bieber, Roseviile to Marysville, Sacramento to
Roseville, and Roseville to Sparks, Nevada), the Roseville rail yard, anc' the Roseville intermodal
facility. Based on increased activity levels as a result of the proposed merger, SEA examined the
Mountain Counties AQCR for potentiai air quality impacts. SEA concludes that adverse impacts
to air quality could result from increased rail segment activity in this AQCR.

The Mountain Counties AQCR (508) includes the counties of Amador, Calaveras, Mariposa,
Nevada, Pinmas, Sierra and Tuolumne, and portions of Placer and El Dorado Counties. Portions
of these AQCR counties are designated as nonattainment for ozone (O,). in considering potential

environmental impacts, SEA assessed the potential air quality impacts of increased activity alon

g
the rail segments, the rail yard, and the intermodal facility. SEA concludes that increased rai.
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operations would contribute to increased levels of ozone as well as other pollutants in the Mountain

. Counties nonattainment area

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on six rail segments that pass through
or are connected to Mountain Counties AQCR (508). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:

Origin
|__Station

T-)estination
Station

Change in #
of Trains/Day

%<hange
in Trains/Day |

Flanigan NV

Keddie CA

-84

-52%

%Chang
in Tons/Yea

Keddie CA

Marysville CA

-8.0

-45%

-56%||

Keddie CA

Bieber CA

3.0

300%

60%||

Roseville CA

Marysville CA

34

3.5

21%

Z

Sacramento
CA

Roseville CA

18

7.0

24%

Roseville CA

Sparks NV

139

11.3

82%

49°/jl

7

- s—

Four of the six rail segments listed above (Keddie to Bieber, Roseville to Maiy.viie,
Sacramento to Roseville, and Roseville to Sparks, Nevada) were assessed for air quality impacts
because they would exceed the Board's analysis thresholds. The estimated increased emissions
from these four segments are shown below. The impacts of these emissions are discussed in the
section on Analysis of Combined Activity.

Rail
Segment

AQCR

Est

imated Increase in Efmissions (tons per year)

{ID No.)

HC

CO

NO,

SO,

PM-10

Keddie -
Bieber

508

0.4

1.3

9.6

0.7

0.2

Roseville -
Marysville

508

0.8

2.5

18.8

1.4

04

Sacramento
- Roseville

508

14

43

321

2.3

Roseville -
Sparks

508

354

110.0

823.1

59.6

Total

38.0

118.1

883.6

64.0

Key:

HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter
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Emissions from !ncreased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 57.2 percent in the.
Roseville Yard. This activity includes fueling, switching, and assembling of trains. The estimated
increased emissions from this rail yard are shown below. The impacts of these emissions are
discussed in the section on Analysis of Combined Activity.

AQCR Estimated Increase in Emissions (tons per year) i

“Tau Yard

(I2 No.) HC cO NO, SO, PM-10 H
|| Rosevilie 508 1.1 3.3 251 1.8 0.5
Key:
HC = hycrocarbons. CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Emissions from Increased Intermodal Activity

The proposed merger would lead to an increase of 103 trucks per day at the Roseville facility.
The estimated increased emissions from this intermodal facility are shown below. The impacts of
these emissions are discussed in the section on Analysis of Combined Activity.

Intermodal AQCR Estimated Increase in Emissions (tons per year)
Facility (ID No.) HC cO NO, SO, PM-10 |
Roseville 508 2.6 12.3 14.5 04 2.6

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Combined Activity
This section discusses the impact to the Mountain Counties AQCR based on the combined

estimated emissions from the rail segments, the rail yard, and the intermodal facility related to the
proposed merger. The total estimated increase in pollutant emissions are listed below:

Volume 2




—

M Rrail ~ Estimated Increase in Emissions (tons per year) I
Facility HC CO NO. SO, PM-10 JT'
Rail 38.0 118.1 883.6 64.0 191

Segments
Total

Rail Yards
Total

Intermodal

Facilities
Total
Total 41.7 133.7 923.2 66.2 22.2

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Most of the estimated increases in pollutants that would result from the proposed merger in
the Mountain Counties AQCR (508) would be from the rail segments, which are not stationary
sources. Pollutants from the Roseuville rail yard facility and intermodal facility would not exceed the
EPA definition of significance (as defined in Prevention of Significant Deterioration at 40 CFR
51.166) for all pollutants. The increased rail segment activity in this AQCR would result in
increased levels of all pollutants, with the greatest increase in NO,. These estimates of increased
emissions are conservative, however, because they do not account for offsetting decreases that
could result from truck-to-rail diversions. Overall, SEA concludes that while the proposed action
is not subject to National Ambient Air Quality Standards General Conformity regulations, the
proposed merger would rasult in increased levels of all pollutants in the Mountain Counties AQCR,
primarily from mobile rail segment emissions.

4.2 Air Quality Impacts at Grade Crossings

SEA assessed the overall air quality impacts of emissions from idling vehicles waiting at
grade crossings. On average, annual emissions at a grade crossing with 5,000 vehicles per day
would be 0.0021 ton of volatile organic compounds, 0.0013 ton of hydrocarhons, 0.0111 ton of
carbon monoxide, and 0.0003 ton of nitrogen dioxide (NO.) per train crossing. Increases in traffic
over 5,000 vehicles per day would increase the estimated emissions accordingly. Railroad grade
crossings tend to be grade-separated when roadway and/or train traffic volumes become high, so
the air quality impacts at grade crossings would generally be relatively minor. In California, most
grade crossings carry 5,000 or fewer vehicles. SEA concludes that no adverse air quality impacts
would result from increased grade crossing delays as a resuit of the proposed merger. Section
4.4.2 of this chapter contains information on the transportation impacts of grade crossing delays
associated with incrzased rail segment activity.
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4.3 Noise Analysis

SEA performed noise analyses to identify noise-sensitive land uses where the proposed‘
changes in operations could result in increases in noise exposure that meet or exceed the Board's
environmental analysis thresholds at 49 CFR 1105.7(e)(6). The following discussion provides an
estimate of the number of noise-sensitive -eceptors (e.g., residences, schools, churches) where
the Board's thre sholds would be exceeded, potentially causing an adverse increase in noise
exposure. The noise level imoact assessment was based on the baseline and projected activity
level data provided by UP/SP

4.3.1 Increased Rail Segment Activity

West Colton to Yuma, AZ

This rail segment, which currently has 27.7 trains/day, would experience an increase of 11.1
trains/day (a 24.1 percent change in gross ton-miles per year) as a result of the proposed merger.
The projected increases in train volume and gross ton-miles on this segment would cause less than

a 2 dBA increase in the L,,. No adverse noise impacts are expected.

Martinez to Stockton (Lathrop)

This rail segment currently has no trains on it and would experience an increase of 4.0'

trains/day as a result of the proposed merger. It extends from Martinez to Stockton through a
number of areas where there has been substantial residential development over the past decade.
After the merger, the majority of impacts would occur at or near grade crossings where train horns
would be sounded as a warning. The noise impact zone at grade crossings would extend
approximately 350 feet perpendicular to the tracks. Land use and noise impacts for sensitive
receptors along this segment are described below:

Stockton. The segment commences in the yard at the southern edge of Stockton. Because
it then travels south out of town through an industrial area, there would be no affected noise-
sensitive receptors in Stockton as a result of the proposed merger.

French Camp. French Camp is a small community south of Stockton with residential areas
on both sides of the tracks. Primarily because of horn noise at the 2 grade crossings in town,
20 residences would be within the 65 L, contour as a result of the proposed merger.

Lathrop. The line passes along the east side of Lathrop, in which there are two grade

crossings. One of the grade crossings is near a residential area in which 10 residences
would be within the 65 L, post-merger contour.
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Banta. Banta is a small community which straddies the tracks and has three grade
crossings. Approximately 10 residences would be within the 65 L, contour created by post-
merger train traffic.

Tracy. The railroad tracks pass through the southern end of Tracy. There are residential
and commercial developments, a school, and a church near the tracks and several grade
crossings which would expose most of the town to horn noise. An estimated 80 residences,
1 school, and 1 church would be within the 65 L, contour as a result of the proposed merger.

Byron. Byron is a relatively small town with residential development stretching along both
sides of the rail line. There are two grade crossings. Approximately 26 residences would be
within the post-merger 65 L, contour.

Brentwood A mid-sized community which has had considerable new residential development
over the past 20 years. Most of the non-agricultural land use in the Brentwood area is
residential, including a new apartment complex on the outskirts of Brentwood and several
mobile home parks. The several gride crossings in and around Brentwood would expose
approximately 74 residences and 1 church to post-merger horn noise which would place
them within the 65 L., contour.

Oakley. Most of Oakley is approximately 1 mile east of the SP tracks. However, there has
been some residential development along the rail line. Six homes would lie within the 65 L,
contour created by post-merger train traffic.

Antioch. The site visit to Antioch revealed that several grade crossings in town have been
eliminated in recent years. There are some remaining grade crossings near residential
areas, but the majority are located near commercial or industrial facilities. 35 residences
near the remaining grade crossings would be within the post-merger 65 L, contour.

Pittsburg. Pittsburg is a fairly large town with several sets of tracks passing through it.
However, most of its automobile thoroughfares now have overpasses instead of grade
crossings. This eliminates the need for train engineers to sound the horn through most of
Pittsburg. Therefore, although there is some residential development alongside the tracks
in Pittsburg, none would lie within the 65 L, contour caused by post-merger train passby
noise.

Martinez. The line is located along the San Francisco Bay north of the town center and
residential land uses. It terminates at the yard at the northeast corner of Martinez which is
surrounded by oil refineries. No noise-sensitive receptors would lie within the 65 L, contour
as a result of the proposed merger.
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Because there are currently no trains on this segment, there are currently no affected noise-
sensitive receptors. As a result of the proposed merger, 261 residences, 1 school, and 2 churches‘
would be within the 65 L, contour, as shown below.

NOISE SUMMARY
MARTINEZ TO STOCKTON (LATHROP) (SP) LINE SEGMENT

Number of Sensitive Receptors

Community Pre-Merger Post-Merger

School Church Resid. School | Church

0 0 0 0 0

20
10
10
80
26
74
6
35
0
0

Stockton, CA
French Camp, CA
Lathrop, CA
Banta, CA
Tracy, CA
Byron, CA
Brentwood, CA
Qakley, CA
Antioch, CA
Pittsburg, CA
Martinez, CA
TOTAL

o

OO0 |O|O|OJO|O|O |0 |0
OlOo|OjO|O|O|O|O|O|O|O
OO0 jO|O|O|O OO |0 |O
-~ OO0 |0O|0O|O|=|O|O|O
N|O|O|O|O|=|O|=|O|O|O

Stockton (Lathrop) to Sacramento

This segment urrently has an average of 13.3 trains per day and is projected to experience
an increase of 9.7 trains per day and an increase of 56 percent in gross ton-miles per year as a
result of the proposed merger. The change in train volume would result in an L, increase of 2.4
dB. Train horns sounded before grade crossings are the dominant noise source in most of this
corridor. Currently, the L, 65 contour at grade crossings extends 590 feet perpendicular to the
tracks. The distance to the L, 65 contour would increase to 800 feet with the projected increase
in traffic. Potential noise impacts along the segment are described below.

Stockton. The line segment commences in the yard south of the area of Stockton known as
The Homestead. It passes through the city core where there are numerous grade crossings
and many residences on both sides of the tracks. There is also a large development corridoi
north of the city which parallels the line. This development corridor is situated west of the line
by about 100 feet. Parts of this corridor are protected by a 10 foot wall between the
residences and the track. Currently there are 115 residences within the pre-merger L, 65
contour. An additional 97 residences would lie within the post-merger contour. One churc
and one school would also fall within the post-merger contour.
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Lodi to Stockton. The area between Lodi and Stockton is rural. Ten farmhouses are
currently within the pre-merger L, 65 contour. No additional receptors would be within the
post-merger contour.

Lodi. The track runs through the eastern section of town. Grade crossings exist throughout
the area, but there are few residences. The grade crossings through the southern part of
Lodi make the largest contribution to the pre-merger impact of 50 residences. An additional
30 residences would lie within the post-merger contour. No schools or churches were
identified in either impact area.

Acampo. Between Galt and Lodi the land is mostly undeveloped, however, 23 residences
are currently within the L, 65 contour in the area around the Acampo Road grade crossing.
Following the UP/SP merger, an additional 12 residences and 1 church are projected to be
within the L, 65 contour

Galt. The tracks run through the western side of this town parallel to and between 3rd and
4th Streets. Grade crossings occur at many cross streets. Currently there are 78 residences
and 3 churches within the L, 65 contour. An additional 72 residences would lie within the
post-merger contour.

Twin Cities. There is not much development along the tracks ir. this area because the line

runs through a wetlands area. Currently there are seven residences within the existing L.,
65 contour, most near the Twin Cities Road grade crossing. Following the merger, an
additional six residences would lie within the L, 65 contour.

Elk Grove. The line passes through the center of Elk Grove, a community which has had a
lot of development in recent years. A lot of the newer residences are partially shielded from
train noise by sound barrier walls. There is one grade crossing near the center of town and
two more to the north. Currently 55 residences are within the L,, 65 contour. An additional
28 residences would lie within the post-merger contour.

Sacramento County. This is the unincorporated area between Sacramento and Elk Grove.
There are several new developments in this area that are within 150 feet of the tracks,
including extensive development south of Gerber Road. All of these recent developments
are at least partially shielded by sound walls running parallel to the tracks. There are grade
crossings at Sheldon Road, Calvine Road, and Gerber Road. Currently an estimated 20
residences lie within the L, 65 contour. An estimated additional 10 residences would lie
within the post-merger contour.

Florin. Tne line passes through the center of this small community on the outskirts of
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Sacramento. There is one grade crossing at Florin Road. Currently 22 residences are within
the 65 L. contour. An additional nine residences and one church would lie within the post-‘
merger contour.

Sacramento. The line enters the southeastern corner of Sacramento. It passes west of the
Sacramento Army Depot, the CYA Reception Center, Sacramento State College, and
through several residential areas before terminating at the yard near the intersection of 12th
Street and D Street. Although there are several miles of track within the Sacramento city
iimits, there are only four grade cressings before the yard. Currently, mostly in the areas
near these crossings, there are 85 residences within the L, 65 contour. An additional 40
residences would lie within the post-merger contour. No schools or churches are affected
now, nor would there be any affected after the merger.

Along the Stockton (Lathrop) to Sacramento line segment, there are currently 465
residences, no schools, and 3 churches within the L, 65 contour. The majority of these impacts
are due to train horns near grade crossings. With the proposed increase in train traffic, this would
increase by 304 residences, 1 school, and 3 churches, for a total of 769 residences, 1 school, and
6 churches within the post-merger L., 65 contour. as shown below.

NOISE SUMMARY
STOCKTON (LATHROP) TO SACRAMENTO (UP) LINE SEGMENT .

Number of Sensitive Receptors

Community Pre-Merger Post-Merger

School Church Resid. School | Church
Stockton, CA 0 0 212 1 1
Lodi to Stockton, CA 10 10
Lodi, CA 50 80
Acampo, CA 23 35
Galt, CA 78
Twin Cities, CA T
Elk Grove, CA a5
Sacramento County, CA 20
Florin, CA 22
Sacramento, CA 85
TOTAL 465

13
83
30
31
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Roseville to Sparks, Nevada

This rail segment currently has 13.8 trains/day and this would increase by 11.3 trains/day (
change of 79 perzent in gross ton-miles per year) as a result of the proposed merger. The increase
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would result in a 2.6 dBA increase in the L, along the line. The California portion of the segment

’ extends from Truckee, near the Nevada border, to Roseville. The prediction of noise exposure is
complicated along much of this route because the line passes through some of the most
mountainous terrain in California. In addition, there is significant wheel squeal in the mountainous
areas where the grade is steep and the turns are tight. Wheel squeal is not included in the noise
analysis. Topographical shielding of receivers may occur. Currently, the noise impact zone at
grade crossings extends approximately 400 feet perpendicular to the tracks, whereas after to
merger the noise impact zone would increase to about 600 feet. Land use and noise impacts for
sensitive receptors in California along this segment are described below

Truckee. Truckee is a small community in the mountains east of Donner Pass. The line runs
through the center of town, north of the Truckee River, and has one grade crossing at
Highway 267. The commercial center of the community borders the northern side of the rail
line. Residantial areas near the track exist east of 267 on River Street, at Highway 89 and
W. River Streat, up the hill behind Donner Pass Road south of Highway 80, and up the hill
north of the tracks east of town between Olympic Road and Olympic Blvd. Currently 35
residences are within the 65 L, contour. An additional 11 residences would lie within the
post-merger contour.

Alta_Dutch Flat Station, & Gold Run. These three small towns each have a grade crossing
in the center and several residences near the track. Collectively there are currently 57
residences in these towns within the 65 L, contour. An additional 33 residences would lie
within the post-merger contour.

Colfax. The line runs north-south through the center of the town, which has two grade
crossings. There are several industrial buildings near the tracks that should provide some
shielding to the residences behind them. There are numerous residences on both sides of
the tracks. Currently 41 residences are within the 65 L, contour. An additional 56
residences and 1 school would lie within the post-merger contour.

Weimer. There is one grade crossing with several residences close by and others are
scattered along the tracks. Currently there are 36 residences within the 65 L, contour. An
additional 11 residences would lie within the post-merger contour.

Auburn. The line separates into two tracks just north of Auburn. There are four grade
crossings on the eastern line through town and none on the western. There are numerous
residences near the track, many of them recently constructed at the north and south ends
of town. Currently 144 residences, 1 school, and 1 church are within the 65 L, contour. An
additional 183 residences would lie within the post-merger contour.
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Penryn. The line passes through the center of town and there is one grade crossing
Residences are scattered on both sides of the tracks. Currently 46 residences are within the ‘
65 L,, contour. An additional 40 residences and 1 church would lie within the post-merger
contour.

Loomis. Inthe center of Loomis are some siding tracks which have industrial buildings to
the east and residential buildings beyond. There is one grade crossing in the center of town
and another two blocks to the north. There is some residential development west of the
former and north of the latter. Another grade crossing about 1 mile south of town also has
some residential development nearby. A split in the line sends a track looping north of
Loomis near some scattered rural residences. Currently 30 residences and 1 church in the
Loomis area are within the 65 L, contour. An additional 55 residences would lie within the
post-merger contour.

Rocklin._ This is a residential area just to the northeast of Roseville. The residences are
much closer together than in Loomis and Penryn. The line runs through the center of the
town and there are several grade crossings throughout the residential area. There are
residences on both sides of the tracks. some within 200 feet, but the majority are over 500
feet distant. Currently 82 residences and 1 church are within the 65 L,, contour. An
additional 98 residences would lie within the post-merger contour.

Roseville. The line terminates at the Roseville Yard at the northeastern corner of town. after.
passing through the Woodbridge Park area. There are two grade crossings in this area, horn

noise for which affect noise-sensitive receptors on both sides of the tracks. Currently 101
residences, 1 school, and 1 church are within the 65 L, contour. An additional 76 residences
would lie within the post-merger contour.

Other Communities. Other small communities along this route which would be affected by
an increase in noise associated with the merger include: Soda Springs, Blue Canyon, New
England Mills, and Applegate. Collectively these communities currently have 27 residences
and 1 school within the 65 L, contour. An additional 20 residences would lie within the post-
merger contour.

Currently 599 residences. 3 schools, and 4 churches along this segment in California are
exposed to noise levels greater than or equal to 65 dBA L,,. This would increase by 583
residences, 1 schooi, and 1 church as a result of the proposed merger. Thus, there would be a
total of 1182 residences, 4 schools, and § churches within the post-merger 65 L,, contour, as

shown below.

Volume 2




NOISE SUMMARY FOR
‘ CALIFORNIA PORTION OF THE
ROSEVILLE TO SPARKS, NEVADA (SP) LINE SEGMENT

Number of Sensitive Rec;ptors

Community Pre-Merger Post-Merger

School | Church Resid. School | Church
Truckee, CA : 0 0 46 0 0
Soda Springs, CA 4
Biue Canyon, CA 23
Alta, CA 26
Dutch Flat Station, CA 39
Gold Run, CA 25
Colfax, CA 97
New England Mills, CA 13
Weimar, CA 47
Applegate, CA T
Auburn, CA
Penryn, CA
Loomis, CA
Rocklin, CA
Rosevilie, CA
TOTAL

86
85
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4.3.2 Increased Rail Yard Activity

Rail car activit at yards in California would not exceed the Board's threshold for analysis.
However, the absolute increase in cars at the Roseville facility would be substantial, and an
analysis was performed to determine the extent of noise impact surrounding the Roseville yard.

Roseville

Construction of a new mainline track is planned at the Roseville Yard to increase the capacity
of the facility. The yard straddles Citrus Heights and Roseville. The projected increased car load
would not exceed the Board's threshold criterion, however the volume of yard activity at this facility
would be substantial, increasing by over 580 cars to over 1600 cars/day. The land use surrounding
the yard is a mixture of residential, commercial and agricultural/ranching. With all noise sources
from the taken into account, including mainline trains and intermodal facilities, there would be

‘ sensitive receptors within the 65 dBA L, contour. Dowty retarders have been used for the inert
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etarders, thereby eliminating this noise source. These receptors would be primarily impacted by
noise from the hump switcher engine, mainline trains and the master and group retarders. Ther
are approx'mately eighty-eight residences, one school and three churches currently within the
potential impact area. The post-merger conditions would result in an additional one-hundred-
ninety-five residences falling within the 65 dBA L, contour.

4.3.3 Increased Intermodal Facility Activity

The East Los Angeles, Lathrop, Oakland (UP), Oakland (SP), and Roseville intermodal
facilities in California are projected to have activity increases greater than the Board's threshold of
S0 trucks per day. At one of these locations, noise increases exceeding the Board's impact
criterion would result from facility consolidations. The SP LATC ramp would be consolidated with
the UP East Los Angeles intermodal facility.

East Los Angeles

The UP East L.os Angeles intermodal facility currently se ves approximately 743 trucks per
day. This facility is expected to realize an average increase of 587 trucks per day based on UP/SP
projections. The East Los Angeles facility is located on East Washington Boulevard, west of
Interstate 710 and south of Interstate 5. The expected noise exposure increase due just to
intermodal facility truck traffic on East Washington Street near this intermodal facility is expected
to be about 2.5 dB. However, assuming that five percent of the traffic is currently trucks, the
additional 587 trucks per day expected at this facility would produce a 1.5 dB increase in noise due
to total truck traffic on East Washington Boulevard. The current traffic would be moved to the ICTF
facility, and operations from the closed LATC facility would be shifted to East Los Angeles. The
increase in the number of trucks would exceed the Board's analysis criterion. The increase in noise
levels would exceed the Board's impact criterion of 2 dBA L, and the volume of intermodal activity
at this facility would be significant, with 607,000 lifts/year. The land use surrounding this facility is
predominantly industrial, and there would be no sensitive receptors within the 65 dBA L., contour
for either the pre- or post-merger conditions.

Lathrop

The UP Lathrop intermodal facility currently serves approximately 226 trucks per day. This
facility is expected to realize an average increase of 103 trucks per day based on UP/SP
projections, exceeding the Board’s threshold criterion. The UP Lathrop facility is located on East
Roth Road, east of Interstate 5. The primary truck transportation route to the facility is via
interstate 5. Interstate 5 supports substantial truck traffic, and the expected noise increase due
to truck traffic along Interstate 5 is expected to be negligible. The expected increase in truck traffic
on State Highway 20 near this intermodal facility would cause less than a 0.4 dBA increase in noise.
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exposure along this road. The Lathrop facility is surrounded by commercial and farming land use.
The increased noise from truck and intermodal crane activity would not exceed 2 dBA L, therefore
no further noise analysis was underta<en.

Oakland (UP)

The UP Oakland intermodal facility currently serves approximately 333 trucks per day. This
facility is expected to realize an average increase of 79 trucks per day based on UP/SP projections.
The UP Oakland facility is located on Ferro Street, south of Interstate 880. The primary truck
transportation route to the facility is via Interstate 880, Broadway or Market Avenue, Third Street,
and Middle Harbor Road. Inoise increases along Third street are projected to be 0.1 dB and are
considered negligible. This facility is bordered by industrial facilities (north, west and south), and
to the east by (residential, and commercial use). The increased noise from truck and intermodal
crane activity would be less than the Board's impact criterion of 2 dBA L, therefore, no further
noise analysis was performed

Oakland (SP)

The SP Oakland intermodal facility currently serves approximately 327 trucks per day. This
facility is expected to realize an average increase of 68 trucks per day based on UP/SP projections,
exceeding the Board’s threshold criterion. The SP Oakland facility is located on Middle Harbor
Road and is in close proximity to the UP facility. The primary truck transportation route to the
facility is via Interstate 880, Broadway or Market Avenue, Third Street, and Middle Harbor Road.
This is the same access route as to the UP ramp. The additional 68 trucks per day expected at
this facility would represent a 2 percent increasz in ADT volume on Third Street. The combined
increase in trucks accessing the UP and SP facilities is 147 trucks per day, which represents a 4.4
percent increase in ADT. This is not considered significant. This facility is bordered by industrial
facilities (north, west and south), and to the east by (residential, and commercial use). The
increased noise from truck and intermodal crane activity would be less than the Board's impact
criterion of 2 dBA L,,. therefore no further noise analysis was performed.

Roseville

The SP Roseville intermodai facility currently serves approximately 88 trucks per day. This
facility is expected to realize an average increase of 103 trucks per day based on UP/SP
projections, exceeding the Board's threshold criterion. The SP Roseville facility is located on the
northwest side of the yard, accessed via Antelope Road North. The primary truck transportation
route to the facility is via Interstate 80, Riverside, Cirby Way, Vernon Avenue to Foothills Bivd, PFE
Road and Antelope Road North. The additional 103 trucks per day expected at this facility would
represent an 0.8 percent increase in ADT volume on Vernon Avenue, which would produce a noise
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increase of 0.03 dB, which is not considered significant. There are residences to the north of the
Intermodal facility. The increase in noise levels from the combination of intermodal trucks and.
cranes would exceed the Board's impact criterion of 2 dBA L,,. With noise from these intermodal
operations only, no censitive receptors would lie within the 65 dBA L, contour for either the pre-

or for the post-merger conditions.

4.4 Transportation Systems

In considering the potential impacts of the proposed merger, the Board's environmental rules
at 49 CFR 1105.7(e)(2) require a description of the effects of the merger action on local and
regional transportation systems. The two primary transportation effects resulting from the
increased rail traffic of the proposed merger would result from: (1) additional truck traffic generated
at those intermodal facilities where intermodal activity is projected to increase, and (2) increases
in roadway delays at grade crossings as a result of increased train traffic on rail segments

The impacts near intermodal facilities would result from increased truck traffic using local
roadways to enter and exit the intermodal facility. For those facilities with an expected increase
of 50 trucks or more per day, SEA analyzed the impacts of this increased traffic on the local
roadway system in terms of increases in daily and peak hour traffic. SEA collected traffic count
data was collected from local and state transportation officials for this analysis. While offsetting
benefits of the proposed merger were not quantified at the local level, the traffic impacts from ‘

added truck traffic at intermodal facilities would be partially offset in rany localities by truck-to-rai
diversions and consolidation of operations.

SEA addressed the concerns of local communities about increased traffic delays at grade
crossings through an evaluation of vehicle delay and wait times at grade crossing locations. It is
important to note that the acceptability of delays at grade crossings varies substantially based on
local conditions such as the location of land uses by type, availability of alternative trave! routes,
the degree of use by emergency vehicles, and other local variables.

SEA concludes that the impacts on the transportation system from the five intermodal facility
in California wouid not cause significant adverse impacts to local transportation systems. Local
traffic impacts at intermodal faciiities in California are summarized below:

4.4.1 Intermodal Facilities

East Los Angeles

The East Los Angeles facility is located on East Washington Boulevard, west of Interstate
710 and south of Interstate 5. The primary truck transportation route to the facility is via Interstat
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710 and East Washington Boulevard, which is a four lane road. UP's East Los Angeles intermodal

‘ facility currently serves approximately 743 trucks per day. This facility is expected to realize an
average increase of 587 trucks per day based on UP/SP projections. This increase is greater than
the Board's threshold of 50 trucks per day for this nonattainment AQCR.

ADT volume for the vicinity of the intermodal facility was obtained from the Los Angeles
Department of Public Works. A count done in 1993 showed ADT volume along East Washington
Boulevard at 27,900. It is assumed that one truck equals 2.5 passenger vehicles. The additional
587 trucks per day expected at this facility would represent a 4.2 percent increase in ADT volume
on East Washington Boulevard. Peak hour traffic volume in this vicinity is approximately 2,200
vehicles; the additional truck traffic is therefore not significant. Relative to cumulative impacts, it
is noted that the BN/Santa Fe intermodal facility is located adjacent to the East Los Angeles facility,
and increases in truck traffic are expected at this facility as a result of the recent BN/Santa Fe
merger. Because this is a consolidated facility, traffic increases in the East Los Angeles area will
be offset by closing the LATC ramp.

Lathrop

The UP Lathrop facility is located on East Roth Road, east of Interstate 5. The primary truck
transportation route to the facility is via Interstate 5. The ADT volume on East Roth Road is not
available at this time; however, since the facility is located adjacent to Interstate 5, adverse effects
are not expected. The UP Lathrop intermodal facility currently serves approximately 226 trucks per
day. This facility is expecied to realize an average increase of 103 trucks per day based on UP/SP
projections. This increase is greater than the Board's analysis threshold of 50 trucks per day for
this nonattainment AQCR.

Oakland (UP)

The UP Qakland facility is located on Ferro Street, south of Interstate 880. The primary truck
transportation route to the facility is via Interstate 880, Broadway or Market Avenue, Third Street,
and Middle Harbor Rocad. The UP Oakland intermodal facility currently serves approximately 333
trucks per day. This facility is expected to realize an average increase of 79 trucks per day based
on UP/SP projections. This increase is greater than the Board's analysis threshold of 50 trucks per
day for this non-attainment AQCR.

ADT volume for the vicinity of the intermodal facility was obtained from the City of Oakland.
A count done in 1995 showed the ADT volume along Third Street at 3,381 vehicles. The additional
79 trucks per day expected at this facility would represent a 4.7 percent increase in ADT volume
on Third Street, which is not expected to be significant. This is equivalent to less than nine

‘ passenger vehicles per hour.
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Oakland (SP)

The SP Oakland facility is located on Middle Harbor Road and is in close proximity to the UP.
facility. The primary truck transportation route to the facility is via Interstate 880, Broadway cr
Market Avenue, Third Street, and Middle Harbor Road. This is the same access route as to the
UP ramp. The SP Oakland intermodal facility currently serves approximately 327 trucks per day.

This facility is expected to realize an average increase of 68 trucks per day based on UP/SP
projections.

ADT volume for the vicinity of the intermodal facility was obtained from the City of Oakland.
A count done in 1995 showed the ADT volume along Third Street at 3,381 vehicles. The additional
68 trucks per day expected at this facility would represent a 2 percent increase in ADT volume on
Third Street. The combined increase in trucks accessing the UP and SP facilities is 147 trucks per
day, which represents a 4.4 percent increase in ADT. This would not have any major impacts on
local traffic systems.

Roseville

The SP Roseville facility is located on Vernon Avenue. The primary truck transportation route
to the facility is via Interstate 80, Riverside, Cirby Way, and Vernon Avenue, a 4 lane road. The
SP Roseville intermodal facility currentiy serves approximately 88 trucks per day. This facility is‘

expected to realize an average increase of 103 trucks per day based on UP/SP projections. This
increase is greater than the Board's analysis threshold of 50 trucks per day for this nonattainment
AQCR.

ADT volume for the vicinity of the intermodal facility was obtained from the City of Roseville.
A count done in 1995 showed ADT volume along Vernon Avenue at 13,570 vehicles. The
additional 103 trucks per day expected at this facility would represent an 0.8 percent increase in
ADT volume on Vernon Avenue, which is not considered significant

4.4.2 Grade Crossings

In order to analyze the effects of the proposed merger on the roadway system at railroad
grade crossings, SEA determined the number of crossings along rail segments that would exceed
the Board's analysis thresholds for air quality analysis. Approximate delays over the course of 24
hours were calculated, as were average queue lengths. While an increase in the number of trains
would result in more crossing closings per day, the length of the queue at each individual crossing
closing event would change only if the train length changes. While the time of delay at grade
crossings would increase proportionately with the increase in train traffic. most of the grade
crossings in California carry less than 5,000 vehicles per day. Vehicle delay impacts at rail lin
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segments in California are summarized below:

' Long Beach to Slauson Junction

Average rail traffic on the Long Beach to Slauson Junction line would increase from 22 to
25.6 trains per day, a train volume increase of about 16 percent. There are 37 grade crossings
along this segment, 24 of which have ADT counts greater than 5,000 vehicles per day. At typical
speed grade crossings along the route (e.g., train speed of 25 mph), delay to vehicle traffic would
increase from 65 minutes (pre-merger) to 75 mirutes (post-merger) over a 24-hour period. At the
lowest speed grade crossings (e.g., train speed of 10 mph), delay to vehicle traffic would increase
from 140 minutes (pre-merger) to 163 minutes (post-merger) over a 24-hour period. The maximum
queue length per train due to peak hour vehicle traffic ranges from 4 to 91 vehicles, and the
corresponding delay per vehicle would vary from 1.77 to 3.48 minutes.

Slauson Junction to Los Angeles

On the Slauson Junction to Los Angeles line, average rail traffic would increase from 19 to
25.6 trains per day, a train volume increase of about 32 percent. There are 8 grade crossings
along this segment, 5 of which have ADT counts greater than 5,000 vehicles per day. At typical
speed grade crossings along the route (e.g., train speed of 25 mph), delay to vehicle traffic would
increase from 57 minutes (pre-merger) to 75 minutes (post-merger) over a 24-hour period. The
maximum queue length per train due to peak hour vehicle traffic ranges from 1 to 21 vehicles, and
the corresponding delay per vehicle would vary from 1.2 to 1.7 minutes.

Keddie to Bieber

On the Keddie to Bieber line, average rail traffic would increase from 1 to 4 trains per day,
a train volume increase of about 300 percent. There are 22 grade crossings along this segment,
none of which have ADT counts greater than 5,000 vehicles per day. At typical and high speed
grade crossings along the route (e.g., train speed of 40 mph), delay to vehicle traffic wouid increase
from 2 minutes (pre-merger) to 8 minutes (post-merger) over a 24-hour period. At low speed grade
crossings along the route (e.g., train speed of 25 mph), delay to vehicle traffic would increase from
3 minutes (pre-merger) to 12 minutes (post-merger) over a 24-hour period. The maximum queue
length per train due to peak hour vehicle traffic ranges from 1 to 5 vehicies, and the corresponding
delay per vehicle would vary from 1.35 to 1.77 minutes.

Palmdale to West Coiton

On the 80-mile Palmdale to West Colton line, average rail traffic would increase from 9.2 to
‘ 13.1 trains per day, a train volume increase of about 42 percent. There are 20 grade crossings
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along this segment, 16 of which have ADT counts greater than 5,000 vehicles per day. At typical
speed grade crossings along the route (e.g., train speed of 30 mph), delay to vehicle traffic would
increase from 24 minutes (pre-merger) to 34 minutes (post-merger) over a 24-hour period. At the
highest speed grade crossings (e.g., train speed of 60 mph), delay to vehicle traffic would increase
from 15 minutes (pre-merger) to 21 minutes (post-merger) over a 24-hour period. At the lowest
speed grade crossings (e.g., train speed of 15 mph), delay to vehicle traffic would increase from
41 minutes (pre-merger) to 58 minutes (post-merger) over a 24-hour period. The maximum queue
length per train due to peak hour vehicle traffic ranges from 1 to 28 vehicles, and the corresponding
delay per vehicle would vary frem 1.11 to 2.53 minutes.

West Colton to Yuma, Arizona

Average rail traffic on the West Colton to Yuma, Arizona line would increase from 27.2 to
38.3 trains per day, a train volume increase of about 41 percent. There are 35 grade crossings
along this segment in California, 5 of which have ADT counts greater than 5,000 vehicles per day.
At typical and low speed grade crossings along the route (e.q., train speed of 40 mph), delay to
vehicle traffic would increase from 57 minutes (pre-merger) to 81 minutes (post-merger) over a 24-
hour period. At the highest speed grade crossings (e.g., train speed of 65 mph), delay to vehicle
traffic would increase from 42 minutes (pre-merger) to 60 minutes (post-merger) over a 24-hour
period. The maximum queue length per train due to peak hour vehicle traffic ranges from 1 to 24
vehicles, and the corresponding delay per vehicle would vary from 1.07 to 1.35 minutes.

Niles Junction to Oakland

On the Niles Junction to Oakland line, average rail traffic would increase from 24.4 to 29.8
trains per day, a train volume increase of about 22 percent. There are 37 jrade crossings along
this segment, 23 of which have ADT counts greater than 5,000 vehicles per day. At typical speed
grade crossings along the route (e.g., train speed of 40 mph), delay to vehicle traffic would increase
from 51 minutes (pre-merger) to 62 minutes (post-merger) over a 24-hour period. At the highest
speed grade crossings (e.g., train speed of 60 mph), delay to vehicle traffic would increase from
39 minutes (pre-merger) to 48 minutes (post-merger) over a 24-hour period. At the lowest speed
grade crossings (e.g., train speed of 15 mph), delay to vehicle traffic would increase from 109
minutes (pre-merger) to 132 minutes (post-merger) over a 24-hour period. The maximum queue
length per train due to peak hour vehicle traffic ranges from 1 to 44 vehicles, and the corresponding
delay per vehicle would vary from 1.11 to 2.53 minutes.

Oakland to Martinez

On the 32-mile Oakland to Martinez line, average ralil traffic would increase from 25.2 to 31.9
trains per day, a train volume increase of about 27 percent. There are 19 grade crossings alon
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this segment, seven of which have ADT counts greater than 5,000 vehicles per day. At typical
speed grade crossings along the route (e.g., train speed of 40 mph). delay to vehicle traffic would
increase from 53 minutes (pre-merger) to 67 minutes (post-merger) over a 24-hour period. At the
highest speed grade crossings (e.g., train speed of 60 mph), delay to vehicle traffic would increase
from 41 minutes (pre-merger) to 52 minutes (post-merger) over a 24-hour period. At the lowest
speed grade crossings (e.g., train speed of 30 mph), delay to vehicle traffic would increase from
65 minutes (pre-merger) to 82 minutes (post-merger) over a 24-hour period. The maximum queue
length per train due to peak hour vehicle traffic ranges from 1 to 68 vehicles and the corresponding
delay per vehicle would from 1.11 to 1.58 minutes

Martinez to Stockton (Lathrop)

Average rail traffic on the Martinez to Stockton (Lathrop) line would increase from 0 to 4
trains per day, an increase of more than 100 percent. There are 25 grade crossings along this
segment, 6 of which have ADT counts greater than 5,000 vehicles per day. At typical and low
speed grade crossings along the route (e.g., train speed of 25 mph). delay to vehicle traffic would
increase from 0 minutes (pre-merger) to 12 minutes (post-merger) over a 24-hour period. At the
highest speed grade crossings (e.g., train speed of 40 mph), delay to vehicle traffic would increase
from O minutes (pre-merger) to 8 minutes (post-merger) over a 24-hour period. The maximum
queue length per train due to peak hour vehicle traffic ranges from 1 to 24 vehicles, and the
corresponding delay per vehicle would vary from 1.35 to 1.77 minutes.

Stockton (Lathrop) to Sacramento

On the Stockton (Lathrop) to Sacramento line, average rail traffic would increase from 13.3
to 23 trains per day, a train volume increase of about 73 percent. There are 52 grade crossings
along this segment, 21 of which have ADT counts greater than 5,000 vehicles per day. At typical
speed grade crossings along the route (e.g., train speed of 40 mph), delay to vehicle traffic would
increase from 28 minutes (pre-merger) to 37 minutes (post-merger) over a 24-hour period. At the
highest speed grade crossings (e.g., train speed of 65 mph), delay to vehicle traffic would increase
from 21 minutes (pre-merger) to 27 minutes (post-merger) over a 24-hour period. At the lowest
speed grade crossings (e.g., train speed of 20 mph), delay to vehicle traffic would increase from
47 minutes (pre-merger) to 62 minutes (post-merger) over a 24-hour period. The maximum queue
length per train due to peak hour vehicle traffic ranges from 1 to 35 vehicles, and the corresponding
delay per vehicle wouid vary from 1.07 to 2.06 minutes.

Sacramento to Rosevilie

On the 18-mile Sacramento to Roseville line, average rail traffic would increase from 29.1 to
36.1 trains per day, a train volume increase of about 24 percent. There are no grade crossings
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along this segment; thus, there are no vehicle queues or delays.

Roseville to Sparks, Nevada ‘

Average rail traffic on the Roseville to Sparks, Nevada line would increase from 13.8 to 25.1
trains per day, a train volume increase of about 82 percent. There are 38 grade crossings along
this segment in California, 5 of which have ADT counts greater than 5,000 vehicles per day. At
typical speed grade crossings along the route (e.g., train speed of 30 mph), delay to vehicle traffic
would increase from 35 minutes (pre-merger) to 64 minutes (post-merger) over a 24-hour period.
At the highest speed grade crossings (e.g., train speed of 40 mph), delay to vehicle traffic would
increase from 29 minutes (pre-merger) to 52 minutes (post-merger) over a 24-hour period. At the
lowest speed grade crossings (e.g., train speed of 25 mph), delay to vehicle traffic would increase
from 41 minutes (pre-merger) tc 74 minutes (post-merger) over a 24-hour period. The maximum
queue length per train due to peak hour vehicle traffic ranges from 1 to 45 vehicles, and the
corresponding delay per vehicle would vary from 1.35to 1.77 minutes.

Roseville to Marysville

On the Roseville to Marysviiie line, average rail traffic would increase from 16.7 to 20.2 trains
per day, a train volume increase of about 21 percent. There are 20 grade crossings along this
segment, 1 of which has an ADT count greater than 5,000 vehicles per day. At typical and high.
speed grade crossings along the route (e.g., train speed of 65 mph), delay to vehicle traffic would
increase from 26 minutes (pre-merger) to 31 minutes (post-merger) over a 24-hour period. At the
lowest speed grade crossings (e.g., train speed of 25 mph), delay to vehicle traffic would increase
from 49 minutes (pre-merger) to 59 minutes (post-merger) over a 24-hour period. The maximum
queue iength per train due to peak hour vehicle traffic ranges from 1 to 10 vehicles, and the
corresponding delay per vehicle would vary from 1.07 to 1.20 minutes.

Marysville to Dunsmuir

On the 174-mile Marysville to Dunsmuir line, average rail traffic would increase from 16.7 to
21.9 trains per day, a train volume increase of about 31 percent. There are 103 grade crossings
along this segment, 15 of which have ADT counts greater than 5,000 vehicles per day. At typical
and high speed grade crossings along the route (e.g., train speed of 65 mph), delay to vehicle
traffic wouid increase from 26 minutes (pre-merger) to 34 minutes (post-merger) over a 24-hour
period. At the lowest speed grade crossings (e.g., train speed of 25 mph), delay to vehicle traffic
would increase from 49 minutes (pre-merger) to 64 minutes (post-merger) over a 24-hour period
The maximum queue length per train due to peak hour vehicle traffic ranges from 1 to 34 vehicles,
and the corresponding delay per vehicle would vary from 1.07 to 1.77 minutes. ‘
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Dunsmuir to Klamath Falls, Oregon

. Average rail traffic on the Dunsmuir to Klamath Falls, Oregon line would increase from 16.5
to 21.7 trains per day, a train volume increase of about 32 percent. There are 11 grade crossings
along this segment in California, none of which have ADT counts greater than 5,000 vehicles per
day. At typical and high speed grade crossings along the route (e.g.. train speed of 60 mph). delay
to vehicle traffic would increase from 27 minutes (pre-merger) to 35 minutes (post-merger) over
a 24-hour period. At the lowest speed grade crossings (e.g., train speed of 50 mph), delay to
vehicle traffic would increase from 30 minutes (pre-merger) to 39 minutes (post-merger) over a 24-
hour period. The maximum queue length per train due to peak hour vehicle traffic ranges from 1
to 7 vehicles, and the corresponding delay per vehicle would vary from 1.11 to 1.20 minutes.

4.5 Safety

SEA assessed a number of safety issues associated with the proposed merger, including the
probability of increased accidents at grade crossings, and the risks associated with increased
shipments of hazardous commodities.

4.5.1 Grade Crossing Safety

Accidents at grade crossings are a function of the number of trains, train speed, number of
train tracks, grade crossing condition and warning facilities, roadway condition and number of
lanes, and amount of roadway traffic. Since the proposed merger would not result in any new
grade crossings and would affect only the number of trains passing through existing grade
crossings, the probability of increased accidents at grade crossings would depend on the increased
number of trains on rail segments. SEA concludes that the accident exposure in Arizona will range
from an increase of 300 percent to a decrease of 70 percent depending on rail segment.

4.5.2 Hazardous Commodities

Federal regulations govern the transport of hazardous commodities. The proposed merger
is not expected to affect the policies or operation of UP/SP concerning the type or quantity of
hazardous commodities transported or the method of handling. A total of 420,000 and 305,000
hazardous commodity shipments were transported by UP and SP, respectively, in 1994. These
shipments resulted in 118 reportable incidents for UP, and 35 incidents for SP. Therefore, 99.98
percent of the shipments arrived at their destination without incident. The Applicants have noted
that the consolidation of the companies will result in a "best practice” approach to hazardous
commodity handling. SEA concludes that, using the same rate of safe transport, the projected
increases in accidents and shipments of hazardous materials as a result of the proposed merger

. do not constitute a significant safety risk.
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4.6 Summary of Agency Comments

in considering the potential environmental impacts of the increased rail line segment, rail'

yard, and intermodal facility activity associated with the proposed UP/SP merger, SEA sent
consuitation ietters to various Federal, state, and local agencies on January 29, 1996. These
letters, samples of which are included in Volume 5, Appendix D, Exhibits D-1 through D-9,
provided early notification of this EA and requested information and comments on the effects to the
environment of the proposed merger and related operational changes . Each letter included a state
information packet and maps that listed the specific merger-related proposals. A sample packet
is shown in Volume 5, Appendix D, Exhibit D-10. SEA contacted agencies by telephone to alert
them to the distribution of the consultation letter and to confirm its receipt. The Applicant also
contacted these agencies in preparation of the Environmental Report which accompanied the
merger application. That correspondence and all responses were reviewed, verified, and
considered by SEA in the preparation of this EA.

All comments received (through mid-March 1996) in response to the January 29th letter are
shown in Volume 5, Appendix E, Exhibits E 1 through E-11. As necessary, SEA conducted
additional consuitation with agencies as shown in Volume 5, Appendix E, Table E-1. Agency
comments regarding the proposed increases in rail line segment, rail yard, and intermodal facility
activities in California are summarized below:

East Bay Regional Park District states significant changes in the density and character‘
of traffic may affect the use and enjoyment of the District's lands. There are concerns
relating to a series of grade separations or at-grade crossings of SP main line right-of-

way on San Pablo Bay and Carquinez Strait shoreline which are needed for public
access to the District's parklands and regional trail corridors. (Martinez to Sacramento

line segment.)

Butte County will experience an increase in rail traffic on the Marysville to Dunsmuir
segment. The increase is projected at 5.2 trains per day as compared to the existing
volume of 16.7 trains per day. There will be an increase in emissions of air pollutants
and noise. They would like to continue to review and comment on all future
environmental documents.

Placer County expressed concerns that post-merger rail traffic will increase on
Roseville to Sparks and Roseville to Marysville routes. This traffic increase could have
impacts on existing local and regional transportation systems, air emissions and
ambient air quality conditions, noise, and public health and safety. They would like the
document to addrecs each of these issues. ‘
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Shasta County states that there are significant transportation efficiency and safety
issues at existing rail line intersections with existing streets and roads along the
Marysvilie to Dunsmuir segment. The planned rail traffic increases will exacerbate this
existing condition. These areas require improvements such as grade separation
crossings or reconfiguration of existing intersections.

Nevada County states that there will be substantial increased train traffic in the Town
of Truckee at crossing of SH 267. Other issues that need to be addressed are air
quality and water quality. (Roseville to Sparks, Nevada line segment.)

Town of Truckee states there will be substantial increased train traffic in the Town of
Truckee at crossing of SH 267. Other issues that need to be addressed are air quality
and water quality.

4.7 Suggested Mitigation

This section highlights the specific mitigation measures that various parties, consulted in the
process of preparing the EA for the proposed merger, have requested

Nevada County states that each time a train moves through the Town of Truckee, auto
‘ traffic comes to gridlock; during peak traffic times, the queues extend two miles south

into the Martis Valley. On the north side of the crossing, emergency vehicles are
frequently blocked from exiting the Truckee fire station. The increase in train traffic has
been the potential to increase particulate matter and other pollutants. The Truckee
River canyon is part of an important and sensitive watershed. Potentiai degradation
of water quality in Truckee River should be addressed and potential for contamination
that may occur if a train carrying hazardous materials has an accident near the river.
The geography of SR 267/SP crossing precludes the installation of a grade-separated
crossing at that location. There is an existing grade-separated crossing on SR 89, a
short distance west--potential mitigation is to provide funding to assist in widening at
SR 89. Provide passenger rail service into region. Nevada County and the State of
California are planning a bypass of SR 267 to bypass Truckee and bridge the river and
railroad; consider providing some funding.

4.8 SEA Recommended Mitigation
This section contains the mitigation measures that SEA recommends that the Board impose
in any final decision approving the proposed changes to rail line segments, rail yards, or intermodal

facility operations in California. SEA will consider all comments on the EA in making its final
recommendation to the Board. The Board will consider SEA's recommendations and the

Volume 2




environmental record in making its final decision. SEA's recommended mitigation is as follows.
Air Quality .

UP/SP shall consult with appropriate Federal, state and local agencies
responsibie for regulating air quality in AQCRs 24, 27, 28, 30, 31, 33, and 508,
concerning any possible mitigation measures to reduce any potential adverse
emissions from the rail segments, rail yards, and intermodal! facilities in these
seven regions. UP/SP shall advise SEA of the results of these consultations.

To reduce potential noise level impacts to sensitive receptors along the
Sacramento to Roseville, Roseville to Marysville, Marysville to Duns. .,
Dunsmuir to Klamath Falls, Oregon, Roseville to Sparks, Nevada, Niles Junction

to Oakland, Oakland to Martinez, Martinez to Stockton (Lathrop), Stockton
(Lathrop) to Sacramento, Palmdale to West Colton, West Colton to Yuma,
Arizona, Long Beach to Slauson Junction, Slauson Junction to Los Angeles, and
Keddie to Bieber rail line segments, UP/SP shall consult with appropriate state

and local agencies to develop noise abatement plans. The Applicant shall
advise SEA of the results of these consultations and provide SEA with a copy of ‘
any resulting noise abatement plans.

To reduce potential noise level impacts to sensitive receptors near the Martinez,
Montclair, Niland, La‘hrop and Roseville rail yards, UP/SP shall consult with
appropriate state and local agencies to develop noise abatement plans. The
Applicant shall advise SEA of the results of these consultations and provide SEA
with a copy of any resulting noise abatement plans.

To reduce potential noise level impacts to sensitive receptors near the East Los
Angeles, Oakland (SP), Oakland (UP), Lathrop, and Roseville intermodal
facilities, UP/SP shall consult with appropriate state and local agencies to
develop noise abatement plans. The Applicant shall advise SEA of the results
of these consuiltations and provide SEA with a copy of any resulting noise
abatement plans.

Transportation and Safety

UP/SP shall consult with the East Bay Regional Park District, the Counties of
Butte, Nevada, Placer, and Shasta. and the Town of Truckee: and with other.
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communities concerned abcut safety and the potential effects of additional rail
traffic on vehicuiar traffic. UP/SP and the above communities shall then develop
a mutually agreeable mitigation plan. UP/SP shall periodically advise SEA of the
status of these consultations and shall submit any final mitigation plans to SEA.

UP/SP shall conduct traffic studies for intermodal facilities located in Oakland
and East Los Angeles that could experience increases of two to four percent in
truck traffic as a result of operational changes associated with the proposed
merger. This level of traffic increase could potentially result in a noticeable
impact on local traffic densities around the intermodal facility. These studies will
assist local jurisdictions in developing transportation plans for these areas.

UP/SP shall maintain all rail line and grade crossing warning devices according
to Federal Railroad Administration Standards (49 CFR Part 213).

UP/SP shall transport all hazardous materials in compliance with the U.S.
Department of Transportation Hazardous Materials Regulations (49 CFR Parts
171 to 180).

In the case of a hazardous materials spill, UP/SP shall follow appropriate
emergency response procedures outlined in their Emergency Response Plans.
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CHAPTER 5.0
RAIL LINE SEGMENT, RAIL YARD, AND INTERMODAL FACILITY IMPACTS
COLORADO

This chapter provides an analysis of the potential environmental impacts resulting from
increased traffic on rail segments and increased activity at rail yards and intermodal facilities in
Colorado as part of the proposed merger. In analyzing these impacts, the Surface Transportation
Board's (Board) Section of Environmental Analysis (SEA), consistent with its environmental rules
at 49 CFR Part 1105.7(e), specifically considered: (1) impacts to air quality, (2) impacts to noise,
(3) impacts to local, regional and national transportation systems, and (4) impacts to safety.

The following rail line segments, rail yards, and intermodal facilities would meet or exceed
the Board's environmental analysis thresholds:

Denver to Cheyenne, Wyoming (UP).
Denver to Oakley, Kansas (UP).
Bond to Denver (SP).

Dotsero to Bond (SP).

Grand Junction rail yard (SP).

Rolla rail yard (UP).

Nogales rail yard (SP).

LaSaile rail yard (UP)

Denver intermodal facility (UP).

Each rail line segment, rail yard, or intermodal facility is discussed in this chapter by impact
category. as follows:

Air quality (Section 5.1).

Air quality at grade crossings (Section 5.2).
Noise (Section 5.3).

Transportation systems (Section 5.4).
Safety (Section 5.5).

If a rail line segment, rail yard, or intermodal facility would not experience impacts in any one
of these categories as a result of proposed merger, no analysis was necessary. Accordingly, no
discussion is provided.

Chapter 1 of this volume describes the thresholds established for analysis of potential air
quality and noise impacts and the methods used to evaluate these and other potential impacts.
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5.1 Air Quality Analysis

Colorado contains five Air Quality Control Regions (AQCR) with rail segments, rail yards..
and/or intermodal facilities that wouid experience increased activity as a result of the proposed
merger, and thereby trigger one or more of the Board's thresholds for analysis. In each of these
regions, increased emissions along the length of rail segments through the AQCR (sometimes over
a distance of hundreds of miles) could result in a potential for adverse air quality impacts. SEA
concluded that increased rail operation activities in these regions would result in increased
emissions of nitrogen dioxide (NO,), which contributes to the formation of ozone. Increases in
emissions, however, would be partially offset by decreases in train activity on other segments.

Potential adverse impacts to air quality in these five AQCRs as a result of the proposed
merger are discussed individually below.

5.1.1 Commanche (AQCR 34)

Rail operations in the Commanche AQCR (34) associated with the proposed merger that
require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5), consist
of a portion of one rail segment (Denver to Oakley, Kansas). There are no intermodal facilities or
rail yards in this AQCR that would exceed the Board's analysis thresholds. Based on increased
activity levels as a result of the proposed merger, SEA examined the Commanche AQCR for‘

potential air quality impacts. SEA concludes that adverse impacts to air quality could result from
increased rail segment activity in this AQCR.

The Commanche AQCR (34) includes the counties of Baca, Bent, Cheyenne, Crowley,
Elbert, Kiowa, Kit, Lincoln, Otero, Prowers, portions of which are designated as nonattainment for
particulate matter (PM-10). In considering potential environmental impacts, SEA assessed the
potential air quality impacts of increased activity along one rail segment. SEA concludes that
increased rail operations would contribute to increased levels of ozone as well as other pollutants
in the Commanche nonattainment area

Emissions from Increased Rail Segment Activity
The proposed merger would lead to changes in activity on the seven rail segments that pass
through or are connected to Commanche AQCR (34). The total length (in miles), the change in the

number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:
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™ Origin
Station

Destination
Station

Miles

Change in #
of Trains/Day

%Change
in Trains/Day

%Changej|
in Tons/Yearn

Denver CO

Pueblo CO

122

N/A

N/A

13%

Genesco KS

Pueblo CO

372

-12.9

-100%

-100%)

La Junta CO

Stratford TX

{0k

2.7

31%

42%)

Denver CO
Pueblo CO
Pueblo CO
Pueblo CO

Oakley KS 262
La Junta CO 65
Dotsero CO 222
Alamosa TX 128

6.9
2.0
-11.4
0.0

383%
25%
-94%
0%

444%
35%
-95%
0%

One of the seven rail segments listed above (Denver to Qakley, Kansas) was assessed for
air quality impacts because it would exceeds the Board's analysis thresholds. The estimated
increased emissions from this segment are shown below. The impacts of these emissions are
discussed below in the section on Analysis of Activity.

AQCR
(ID No.)

Estimated Increase in Emissions (tons per year)
CO NO SO PM-10
2 =’L 3
104.5 17.0

Rail
Segment

HC
33.6

Denver - 34 .
Oakley
Key:
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dicxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increase rail segment activity in this AQCR would result in increased levels of all
pollutants, with the greatest increase in NO, These estimates of increased emissions are
conservative, however, because they do not account for offsetting decreases that could result from
truck-to-rail diversions. Overall, SEA concludes that whii= the proposed action is not subject to
National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would results in increased level of all pollutants in the Commanche AQCR, primarily from mobile
rail segment emissions.

5.1.2 Grand Mesa (AQCR 35)

Rail operations in the Grand Mesa AQCR (35) associated with the proposed merger that
require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5), censist
of portions of two segments (Dotsero to Bond and Bond to Denver), and the Grand Junction rail
yard. There are no intermodal facilities in this AQCR that would exceed the Board's analysis
thresholds. Based on increased activity levels as a result of the proposed merger, SEA examined
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the Grand Mesa AQCR for potential air quality impacts. SEA concludes that adverse impacts to
air quality could result from increased rail segment activity in this AQCR

The Grand Mesa AQCR (35) includes the counties of Delta, Eagle, Garfield, Gunnison,
Hinsdale, Mesa, Montrose, Ouray, Pitkin, San Miguel, and Summit, portions of which are
designated as nonattainment for total suspended particulates (TSP) and particulate matter (PM-
10). In considering potential environmental impacts, SEA assessed the potential air quality impacts
of increased activity along two rail segments and the rail yard. SEA concludes that increased rail
operations would contribute to increased levels of ozone as well as other pollutants in the Grand
Mesa nonattainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changes in activity on six rail segments that pass
through or are connected to Grand Mesa AQCR (35). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:

Destination %Chanqge

Origin
Station

Station

ﬁf:hange in#
of Trains/Day

in Trains/Day

%Changﬂ
in Tons/Yea

Bond CO

Phippsburg CO

39

0.6

12%

Dostero CO

Bond CO

38

8.0

133%

202%)

Bond CO

Denver CO

127

8.6

78%

88°/4|

Dotsero CO

Grand Jct. CO

106

-3.4

“17%

-2O%j|

Grand Jct. CO

Helper UT

176

-4.3

21%

-27%]|

Pueblo CO

Dotsero CO

222

-11.4

-94%

-95%|

Two of the six rail segments listed above (Dostero to Bond and Bond to Denver) were
assessed for air quality impacts because they would exceed the Board's analysis thresholds. The
increased emissions from these two segments are shown below. The impacts of these emissions
are discussed below in the section on Analysis of combined Conditions.

Rail
Segment

AQCR

Estimated Increase in Emissions (tons per year)

(ID No.)

HC

CO

NO,

SO,

Dotsero -
Bond

35

297.9

Bond -
Denver

35

69.8

Total
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Key:
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-19 = particulate
matter less than 10 microns in diameter

Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 22.1 percent at the
Grand Junction rail yard. This activity includes fueling, switching, and assembling of trains. The
estimated increased emissions from this rail yard are shown below. The impact of these emissions
are discussed below in the section on Analysis of Combined Activity.

_Eail Yard AQCR Estimated Increase in Emissions (tons per year)
(ID No.) HC co NO, SO, PM-10

Grand Jct. 35 0.0 0.1 o 0.1 0.0
Key

HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Combined Activity

’ This section discusses the impact to the Grand Mesa AQCR based on the combined
estimated emissions from the rail segments and the rail yard to the proposed merger. The total
estimated increase in pollutant emissions are listed below:

Rail AQCR Estimated Increase in Emissions (tons per year)
ili ID No.
Facility | (1D Neo.) co NO, SO, PM-10

Rail 35 15. 8.0
Segments
Total

Rail Yards : 0.1 0.7 0.1 0.0
Total

Total 15.8 49.2 368.4 26.8 8.0

Key:
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Most of the estimated increases in pollutants that would result from the proposed merger in
. the Grand Mesa AQCR (35) would be from the rail segments, which are not stationary sources.

Pollutants from the Grand Junction rail yard facility would be lower than the EPA definition of
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significance (as defined in Prevention of Significant Deterioration at 40 CFR 51.166) for all
pollutants. The increased activity in this AQCR would result ‘'n increased levels of all pollutants,
with the greatest increase in NO,. These estimates of increasea emissions are conservative,
however, because they do not account for offsetting decreases that could result from truck-to-rail
diversions. Qverall, SEA concludes that while the proposed action is not subject to National
Ambient Air Quality Standards General Conformity regulations, the proposed merger would result
in increased levels of ozone and all other pollutants in the Grand Mesa AQCR, primarily from
mobile rail segment emissions.

5.1.3. Metropolitan Dcnver (AQCR 36)

Rail operations in the Metrcpolitan Denver AQCR (36) associated with the proposed merger
that require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5),
consist of portions of three rail segments (Bond to Denver, Denver to Cheyenne, Wyoming, and
Denver to Oakley, Kansas), the Rolla rail yard, and the Denver intermodal facility. Based on
increased activity levels as a result of the proposed merger, SEA examined the Metropolitan
Denver AQCR for potential air quality impacts. SEA concludes that adverse impacts to air quality
could result from increased rail segment activity in this AQCR.

The Metropolitan Denver AQCR (36) includes the counties of Adams, Arapahoe, Boulder,
Ciear Creek, Denver, Douglas, Gilpin, and Jefferson, portions of which are designated as
nonattainment for total suspended particulates (TSP), particulate matter (PM-10), and carbon
monoxide (CO). In considering potential environmental impacts, SEA assessed the potential air
quality impacts of increased activity along three rail segments, the raii yard, and the intermodal
facility. SEA concludes that increased rail operations would contribute to increased leveis of ozone
as well as all pollutants in the Metropolitan Denver nonattainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changes in activity on four rail segments that pass
through or are connected to Metropolitan Denver AQCR (36). The total length (in miles), the
change in the number of trains per day on the segment, and the percent change in annual gross
ton miles for each of these segments would be as follows:

[ Origin Destination |

Station Station of Trains/Day | in Trains/Cay
Bond CO Denver CO 8.6 78%
Denver CO Pueblo CO No Change No Change
[ Denver CO [Cheyenne WY 4.9 47%

I Denver CO Oaklex KS 6.9 383%

%hange in# %EhangeL %Chang

in Tons/Yea
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Three of the four rail segments listed above (Bond to Denver, Denver to Cheyenne,
Wyoming, and Denver to Oakley, Kansas) were assessed for air quality impacts because they
would exceed the Board's analysis thresholds. The estimated increased emissions from these three
segments are shown below. The impacts of these emissions are discussed in the section on
Analysis of Combined Activity.

Rail AQCR Estimated Increase in Emissions (tons per year)
S t ID No.
egment | (IDNo.) HC Cco NO, SO, PM-10

Bond - 36 48.0 359.1 26.0 7.8
Denver

Denver - 36 5.2 16.1 120.5 8.7 2.6
Cheyenne

Denver - 151 46.9 361.3 255 7.6
Oakley

Total 35.7 111.0 830.9 60.2 18.0

Key:
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO. = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

‘ Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 53.8 percent at the
Rolla rail yard. This activity inciudes fueling, switching, and assembling of trains. The estimated
increased emissions from this rail yard are shown below. The impacts of these emissions are
discussed below in the section on Analysis of Combined Activity.

Rail Yard AQCR Estimated Increase in Emissions (tons per year)
(1D No.) HC co NO, SO, PM-10
Rolla 36 0.1 0.2 1.6 0.1 0.0

Key:
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO- = sulfur dioxide, PM-10 = particulate

matter less than 10 microns in diameter
Emissions from Increased Intermodal Activity
The proposed merger would lead to an increase in intermodal activity of 61 trucks per day

. at the Denver facility. The estimated increased emissions from this intermodal facility are shown
below. The impacts of these emissions are discussed below in the s ction on Analysis of
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Combined Activity.

Intermodal AQCR Estimated Increase in Emissions (tons per year)
Facili ID No.
oty | ( ) HC co NO, S0, PM-10

Denver 36 1.6 g 8.6 0.2 1.5
Key:
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less t..an 10 microns in diameter

Analysis of Combined Activity

This section discusses the impact to the Metropolitan Denver AQCR based on the combined
estimated emissions from the rail segments, the rail yard, and the intermodal facility related to the
proposed merger. The total estimated increase poliutant emissions are listed below:

Rail AQCR Estimated Increase in Emissions (tons per year) “
Facility | (IDNo.) HC co NO, SO, PM-10_|

Rail 36 35.7 83C9 18.0
Segments
Total

Rail Yards 0.1 0.2
Total

Intermodal 1.6 1.3
Facilities

Total
Total 37.4 TL 118.5 841.1 60.5 19.5

Key:
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Most of the estimated increases in pollutants that would result from the proposed merger in
the Metropolitan Denver AQCR (36) would be from rail segments, which are not stationary sources.
Pollutants from the Rolla rail yard facility and the Denver intermodal facility would be lower than the
EPA definition of significance (as defined in Prevention of Significant Deterioration at 40 CFR
51.166) for all pollutants. The increased rail segment activity in this AQCR would result in
increased levels of all pollutants, with the greatest increase in NO,. These estimates of increased
emissions are conservative, however, because they do not account for offsetting decreases tha(.
could result from truck-to-rail diversions. Overall, SEA concludes that while the proposed action
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is not subject to National Ambient Air Quality Standards General Conformity regulations, the
‘ proposed merger would result in increased levels of all pollutants in the Metropolitan Denver
AQCR, primarily from mobile rail segment emissions.

5.1.4 Pawnee (AQCR 37)

Rail operations in the Pawnee AQCR (37) associated with the proposed merger that require
analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5), consist of a
portion of one rail segment (Denver to Cheyenne, Wyoming), and the La Salle rail yard. There are
no intermodal facilities in this AQCR that would exceed the Board's analysis thresholds. Based on
increased activity levels as a result of the proposed merger, SEA examined the Pawnee AQCR for
potential air quality impacts. SEA concludes that adverse impacts to air quality could result from
increased rail segment activity in this AQCR.

The Pawnee AQCR (37) includes the counties of Larimer, Logan, Mcrgan, Phillips, Sedgwick,
Washington, Weld, and Yuma, portions of which are designated as nonattainment for total
suspended particulates (TSP) and carbon monoxide (CO). in considering potential environmental
impacts, SEA assessed the potential air quality impacts of increased activity along one rail segment
and the rail yard. SEA concludes that increased rail operations would contribute to increased levels
of air poliution in the Pawnee nonattainment area.

‘ Emissions from Increased Rail Segment Activity

The proposed merger would lead to changes in activity on two rail segments that pass
through or are connected to Pawnee AQCR (37). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:

Origin Destination éhange in# %Change %Chang
Station Station of Trains/Day | in Trains/Day| in TonsIYeaj
Denver CO Cheyenne WY 49 47% 790/‘3"
North Platte NE | Cheyenne WY 1.7 3% 5%|

One of the two rail segments listed above (Denver to Cheyenne, Wyoming) was assessed
for air quality impacts because it would exceed the Board's analysis thresholds. The estimated
increased emissions from this segment are shown below. The impacts of these emissions are
discussed in the section on Analysis of Combined Activity.
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Rail Estimated Increase in Emissions (tons per year)

Segment HC co NO, SO, PM-10

Denver - 10.8
Cheyenne

Key:
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particuiate
matter less than 10 microns in diameter

Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 28.3 percent at the La
Salle rail yard. This activity includes fueling, switching, and assembling of trains. The estimated
increased emissions from this rail yard are listed in the table below. The impacts of these
emissions are discussed in the section on Analysis of Combined Activity

Rail Yard AQCR Estimated Increase in Emissions (tons per year)
(ID No.) HC co NO, SO, PM-10
La Salle 37 0.1 0.2 1.5 0.1 0.0

Key
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = pamcuiate.
matter less than 10 microns in diameter

Analysis of Combined Activity

This section discusses the impact to the Pawnee AQCR based on the combined estimated
emissions from the rail segment and the rail yard related to the proposed merger. The total
esiimated increase in pollutant emissions are listed below:

Rail AQCR Estimated Increase in Emissions (tons per year)
Facili ID No. .
acility | (IDNo.) HC co NO, SO, PM-10

Rail 37 496.2 10.8
Segments
Total

Rail Yards 0.1 , 1.5 0.1 0.0
Total )

Total 21.4 66.5 497.7 36.1 10.8

Key:
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particula!e.
matter less than 10 microns in diameter
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Most of the estimated increases in poliutants that would result from the proposed merger in
the Pawnee AQCR (37) would be from rail segments, which are not stationary sources. Poliutants
from the La Salle rail yard facility would be lower than the EPA definition of significance (as defined
in Prevention of Significant Deterioration at 40 CFR 51.166) for all poliutants. The increased
activity in this AQCR would result in increased levels of all pollutants, with the greatest increase
in NO,. These estimates of increased emissions are conservative, however, because they do not
account for offsetting decreases that could result from truck-to-rail diversions. Overall. SEA
concludes that while the proposed action is not subject to National Ambient Air Quality Standards
General Conformity regulations, the proposed merger would result in increased levels of all
poliutants in the Pawnee AQCR, primarily from mobile rail segment emissions.

5.1.5 Yampa (AQCR 40)

Rail operations in the Yampa AQCR (40) associated with the proposed merger that require
analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5), consist of a
portion of one rail segment (Bond to Denver). The are no intermodal facilities or rail yards in this
AQCR that exceed the Board's analysis thresholds. Based on increased activity levels as a result
of the proposed merger, SEA examined the Yampa AQCR for potential air quality impacts. SEA
concludes that adverse impacts to air quality could result from increased rail segment activity in this
AQCR.

The Yampa AQCR (40) includes the counties of Grand, Jackson, Moffat, Rio Blanco. and
Routt, portions of which are designated as nonattainment for total suspended particulates (TSP)
and particulate matter (PM-10). In considering potential environmental impacts, SEA assessed the
potential air quality impacts of increased activity along one rail segment. SEA concludes that
increased rail operations would contribute to increased levels of ozone and other pollutants in the
Yampa nonattainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to increased activity on one rail segments that passes
through or is connected to Yampa AQCR (40). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
this segment would be as follows:

Origin “Destination Change in # %Eﬁange

Station Station of Trains/Day | in Trains/Day

Bond CO Denver CO 8.6 78%
—

The rail segment listed above (Bond to Denver) was assessed for air quality impacts because
it would exceed the Board's analysis thresholds. The increased emissions from this segment are
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shown below. The impacts of these emissions are discussed in the section on Analysis of Activity.

Rail AQCR Estimated Increase in Emissions (tons per year)

Sogment | (DNs) HC co NO, SO, | PM-10

Bond - 40 76.0 12.3
Denver

Key
HC=hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail segment activity in this AQCR would result in increased levels of ozone and
other pollutants. These estimates of increased emissions are conservative, however, because they
do not account for offsetting decreases that could result from truck-to-rail diversions. Overall, SEA
concludes that while the proposed action is not subject to National Ambient Air Quality Standards
General Conformity regulations, the proposed merger would result in increased levels of all
pollutants in the Yampa AQCR, primarily from mobile rail segment emissions.

5.2 Air Quality Impacts at Grade Crossings

SEA assessed the overall air quaiity impacts of emissions from idling vehicles waiting at
grade crossings. On average, annual emissions at a grade crossing with 5,000 vehicles per day
would be 0.0021 tons of volatile organic compounds, 0.0013 tons of hydrocarbons, 0.0111 tons of
carbon monoxide, and 0.0003 tons of nitrogen dioxide (NO.) per train crossing. Increases in traffic
over 5,000 vehicles per day would increase the estimated emissions accordingly. Railroad
crossings tend to be grade-separated when roadway and/or train traffic volumes become high, so
the air quality impacts at grade crossings would generally be relatively minor. In Colorado, most
grade crossings carry 5,000 or fewer vehicles. SEA concludes that the no adverse air quality
impacts would result from increased grade crossing delays as a result of the proposed merger.

Section 5.4.2 of this chapter contains information on the transportation impacts of grade crossing
delays associated with increased rail segment activity.

5.3 Noise Analysis

SEA performed noise analyses to identify noise-sensitive land uses where the proposed
changes in operations could result in increases in noise exposure that meet or exceed the Board's
environmental analysis thresholds at 43 CFR 1105.7(e)(6). The following discussion provides an
estimate of the number of noise-sensitive receptors (e.g., residences, schools, churches) wher‘
the Board's threshoids would be exceeded, potentially causing an adverse increase in noise
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exposure. The noise level impact assessment was based on the baseline and projected activity
level data provided by the UP/SP

5.3.1 Increased Rail Segment Activity
Dotsero to Bond

This rail segment, which currently has 6 trains/day, would experience an increase of 8
trains/day (a 202 percent change in gross ton-miles per year) as a result of the proposed merger.
This would result in a 3.7 dBA increase in the L, aiong the alignment. The track primarily runs
along the river. Whereas, the road connecting the five communities (Bond, Burns, Ranger,
Sweetwater and Dotsero) is generally away from the river. The only grade crossing in this line
segment appears to be south of Sweetwater. Consequently, residences, of which there are
assumed to be none, would need to be within 200 feet of *he track to be within the post-merger L,
65 contour. Therefore, there would appear to be no sensitive receptors within the 65 L, contour
nor would there be after the proposed merger

Bond to Denver

This rail segment currently has 11 trains/day and would experience an increase of 8.6
trains/day (a change of €8 percent iri gross ton-miles per year) as a result of the proposed merger.

This change in through train activity would result in an increase in the L, of 2.5 dBA along the
alignment, exceeding the STB threshoid for noise analysis. The majority of noise impacts occur at
or near grade crossings where train horns are sounded as a warning. Currently, the noise impact
zone at grade crossings extends approximately 500 feet perpendicular to the tracks, whereas after
the merger the noise impact zone would increase to about 700 feet. Potential noise impact by
community for the sensitive receptors along this segment are summarized below.

Denver. The rail line passes through industrial areas in Denver. Consequently there are no
sensitive receptors within the L,, 65 contour pre- or post-merger.

Arvada. The SP railroad track bisects this community which is located to the northwest of
Denver. In Arvada the line runs through a primarily residential area with numerous homes
within 700 feet on both sides of the tracks. East of Sheridan Boulevard, there are a couple
of isolated residential areas that would be affected. West of Lamar Boulevard, the land use
is essentially all residential on both sides of the line. In the vicinity of Pierce Boulevard, there
are three large apartment complexes that would oe affected. There are 10 grade crossings
in Arvada. Currentiy there are 387 residences, one church and one school within the 65 L,
contour. An additional 379 residences and one school would lie within the post-merger
contour.
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Leyden. This small community lies to the northwest of Arvada with the SP line running along
the northern edge of town. Several residences within 700 feet of the tracks west of Simm
Street would be affected. There is one grade crossing on the city boundary with Arvada at
Simms Street. Currently there are 33 residences and one church within the 65 L, contour.
An additional 24 residences would lie within the post-merger contour.

Pinecliffe. Pinecliffe is a small residential community iocated along Route 72 in the canyon
of South Boulder Creek. The SP railroad track runs through the middle of town with one
grade crossing. Currently there are 48 residences within the 65 L, contour. An additional
19 residences would lie within the post-merger contour.

Rollinsville. This small community, which is located along Route 119, has no grade
crocsings. Route 119 is on an overpass and the dirt road which runs west towards East
Portal passes under the tracks. Currently there are two residences within the 65 L, contour.
An additional 14 residences would lie within the post-merger contour.

Tolland. This small residentia; community lies to the south of the tracks along the dirt road

to East Portal. There is one grade crossing to the east which allows access to several
residences on the north side of Boulder Creek. The dirt road to East Portal crosses the line

to the west of town. Currently there are five residences within the 65 L, contour. An
additional 12 residences would lie within the post-merger contour. What appears to be an ‘
old schoolhouse is situated 400 feet from the tracks to the west of the grade crossing.
However, it does not appear to be in use and was not included as an affected building.

Old Winter Park. The SP track emerges from Moffet Tunnel immediately to the east of the
"Winter Park" ski area. In the area, are several large resort hotels, ski lodges and bed and
breakfast establishments in addition to a several condominium complexes and other vacation
homes. It has been assumed that trains do not sound their horn as they pass the buildings
comprising the ski area, however this does not affect the analysis, because the ski resort
buildings are not considered noise sensitive. A special ski train between Denver and Winter
Park provides service to skiers. This ski train stops at the platform at "Winter Park” ski area
and does sound its horn (several times) before leaving the platform. The large resort hotels
in the area including Vintage Hotel, Raintree Inn and Iron Horse Resort Retreat are far
enough away so as not to be within the L, 65 contour. The three hotels are from
approximately 800 to 1200 feet from the entrance to Moffet Tunnel. To the north end of the
community is one grade crossing providing access to two inns (Timber House and The Pines
inn) and a few vacation homes close to the track. Currently there are 21 residences
including Timber house and The Pines Inn within the 65 L, contour. An additional eight
residences would lie within the post-merger contour.

Winter Park. This town (originally known as Hideaway Park) on Route 40 just to the north l
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of the "Winter Park" ski area is a vacation community with a commercial district along the
highway which runs through the middle of town. The line runs along the hiliside east of the
highway. There a numerous residences including several large condominium complexes
(among them Silvarado | and I, Timber Ridge, Mountain View, Braidwood, King's Crossing
and The Peaks) on both sides of the track. Also there are the Lic1's Gate lodge and two bed
and breakfast establishmer.ts within 700 feet of the track. V. thin the residential area of town
are two grade crossings. Currently there are 51 residences (including Silvarado | and most
of Silvarado I, Timber Ridge and King's Crossing) within the 65 L,, contour. An additional
47 residences including Mountain View, Braidwood and The Peaks) would lie within the post-
merger contour. Sundance West, Timber Run, Creekside, and Tall Pines condominium
complexes appear to be outside the L, 65 post-merger contour. The track at the Vasquez
Road grade crossing are on a curve of approximately 800 foot radius which resuits in
significant wheel squeal from both the freight cars and locomotives. Although, the wheel
squeal noise has not been included in the L, noise as discussed in the methodology, wheel
squeal will produce additional noise impact for this area

Fraser. This community which is located along Route 40 just a few miles north of Winter
Park has the SP railroad tracks running through the middie of town which is primarily
residential except for a commercial area along Route 40 and Eisenhower Avenue to the east
of to the tracks. There is one grade crassing in town and one to the north of town. Currently
there are 53 residences and the area's elementary schoo! within the 65 L, contour. An

additional 42 residences and one church would lie within the post-merger contour.

Tabernash. The SP line divides as it approaches this community cn Route 40 from the
south. If trains primarily use the easternmost track, there are no existing noise impacts and
the merger would not change this situation. However, if it is assumed that trains pass
through town, the one grade crossing results in additional residences being affected by noise.
Based on this latter assumption, there currently are 24 residences within the 65 L, contour.
An additional 16 residences would lie within the post-merger contour.

Granby. Most of the town of Granby sits on a bluff above the tracks which run parallel with
Route 40 to the south of town. The land use along Route 40 is essentially all commercial
However, on the edge of the bluff there are a few residences. There is one grade crossing
in town. Currently there are nine residences including one to the north of Route 40 and one
south of the tracks within the 65 L, contour. No new residences, but the town school, would
lie within the post-merger contour.

Hot Sulphur Springs. The SP line runs along the northern edge of the Colorado River with
this community along th : south side of the river. The town has an established hot springs
resort to the north of one of the three grade crossings in the area. Currently there are three
residences and the "Hot Sulphur Springs Resort" within the 65 L, contour. An additional two
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residences to the east of town would lie within the post-merger contour. There are two
historic hotels in town (Riverside and Stagestop), but they would be outside of the post
merger contour.

Parshall. This small community on Route 40 is situated north of the Colorado River with the
SP tracks east of Route 40. The town has one grade crossing providing access to two
residences and a wilderness area to the east of town. Currently there are 14 residences
within the 65 L, contour. An additional 12 residences and the town's church would lie within
the post-merger contour

Kremmling. This is the iast community along this line segment before the SP track enters
the Colorado River gorge. Part of the town sits on a bluff above the track. The track runs
along the scuthern edge of town with two grade crossings which provide access to cattle
grazing land between the track and the Colorado River. Assuming the trains biow there
horns at these crossings there are currently 23 residences within the 65 L, contour. An
additional 26 residences would lie within the post-merger contour, assuming horns are blown
at the grade crossings. If, in fact trains do not regularly blow there horns at these crossings,
because of there little use there only a few residences (approximately 10) aiong Depot Street
that are close enough to be affected (within 200 feet).

Other Communities. There are other small to very small communities (hamiets) along this‘

line segment that would be affected by and increase in noise associated with the merger.
They include: Plainview, Crescent, Lincoln Hills, East Portal, Elkdale, Troublesome, Radium,
and Sate Bridge. Collectively these communities have 27 residences currently within the L,
65 contour. Included in this count are three residences at East Portal which probably beiong
to the railroad. An additional 17 residences (including one residence at East Portal
presumed owned by the railroad) would lie within the post-merger contour.

In the Denver to Bond iine segment, there are currently 700 residences, two schools, and two
churches within the 65 L, contour. The majority of the impacts are due to train horns near grade
crossings. With the proposed increase in train traffic, this would increase by 618 residences, two
schools and two churches for a total of 1318 residences, four schools and four churches within the
post-merger 65 L,, contour as shown below.
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NOISE SUMMARY
BOND TO DENVER (SP) LINE SEGMENT

Number of Sensitive Receptors

Community Pre-Merger Post-Merger

School | Church Resid. School | Church
| Denver, CO 0 0 0 0 0
Aivada, CO 766
Leyden, CO 57
Plainview, CO -
Crescent, CO 7
Pinecliffe, CO 67
Lincoln Hills, CO 3
Rollinsville, CO 16
Toliand, CO 17
East Portal, CO 6
Old Winter Park, CO 29
Winter Park, CO 98
Fraser, CO 95
Tabernash, CO 40
Elkdale, CO 9
Granby, CO 9
Hot Sulphur Springs, o
CO

Parshall, CO
Troubiesome, CO
Kremmling, CO
Radium, CO
State Bridge, CO
TOTAL 700
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Denver to Oakley, Kansas

This rail segment, which currently has 1.8 trains/day, would experience an increase of 6.8
trains/day (a 443.6 percent change in gross ton-miles per year) as a result of the UP/SP merger.
The increase would cause a 6.8 dBA increase in the L, along the alignment. The portion of this
alignment within the state of Colorado runs from Arapahoe, near the Kansas border, to Denver.
Currently the distance for potential noise impacts at grade crossings extends approximately 200
feet perpendicular to the tracks, whereas after the merger this distance would increase to about
600 feet. Pctential noise impacts along the segment are described below:
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Cheyenne Wells. The tracks pass along the southern edge of the town. There are three
grade crossings, two of which are near residential areas. However. because the neares‘
noise-sensitive receptor is more than 200 feet away from grade crossing, there are currently

no residences, schools, or churches within the 65 Ls, contour. After the proposed merger,
there would be 20 residences which experience L., levels of 65 or more.

Hugo. Most of Hugo is situated north of the tracks, where the residential area is partially
shielded by a row of commercial buildings which face the tracks. There is also a residentiai
area south of the tracks. There are two grade crossings in Hugo, however, because the
nearest noise sensitive receptor is more than 200 feet away from the nearest grade crossing,
there are currently no residences, schools, or churches within the 65 L., contour. After the
proposed merger, there would be 20 residences which experience L4, levels of 65 or more.

Agate. Agate is a small town with one grade crossing. Because the nearest noise sensitive
receptor is more than 200 feet away from the grade crossing, there are currently no
residences, schools, or churches within the 65 L, contour. After the proposed merger, there
would be 10 residences and one church which experience L., levels of 65 or more.

Deer Trail. The tracks pass approximately 400 feet to the west of Deer Trail. There are two
grade crossings, one of which is located near a residential area. There are currently no
residences, schools, or churches within the 65 L, contour. After the proposed merger, there
would be 14 residences which experience L, levels of 85 or more.

Byers. The tracks run through the middle of Byers. which has two grade crossings. There
are both commercial and residential land uses on bcth sides of the alignment. However,
because the nearest noise sensitive receptor is more than 200 feet away from the nearest
grade crossing, there are currently no residences, schools, or churches within the 65 L
contour. After the proposed merger, there would be 28 residences and one church which
experience L,, levels of 65 or more.

Strasburg. Strasburg is located over 800 feet north of the tracks. There are. however, some
residences within 600 feet of the tracks between the two grade crossings. Because the
nearest residence is more than 200 feet away from the nearest grade crossing, no
residences are currently within the 65 L, contour After the proposed merger, there would
be 10 residences which experience L,, levels of 65 or more.

Bennett. The tracks pass through the center of Bsnnett with both residences and
commercial establishments on either side. There are two grade crossings in town. The first,
near the older part of town, is primarily surrounded by commercial land use, while the second
(located west of the town center) is near some residential development. Because th

nearest noise sensitive receptor is more than 200 feet away from the nearest grade crossing,
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there are currently no residences, schools, or churches within the 65 L, contour. After the
proposed merger, there would be 20 residences which experience L, levels of 65 or more.

Watkins. Watkins is a small, scattered residential community just east of Denver. Although
the buildings are not dense, many lie within 600 feet of the town's only grade crossing
However, because the nearest noise sensitive receptor is more than 200 feet away from the
grade crossing, there are currently no residences, schools, or churches within the 65 L,
contour. After the proposed merger, there would be 10 residences and one school which
experience L, levels of 65 or more.

Denver. The line segmeiit ends 2t the Pullman Shops just west of York Street. There is a
residential area with some commercial and light industrial land uses along the tracks between
York Street and Colorado Boulevard. There are several grade crossings along this section
which require the trains to sound their horns, but some of the residences benefit from the
acoustical shielding provided by the one- and two-story commercial buildings along the
‘~31cks. Between Colorado Bou.evard and Quebec Street there are no residential areas close
to the tracks. Trnere are residences vithin 600 feet of the tracks west of interstate-225 and
new residential development east of Tower Road. There is a grade crossing at Tower Road.
Currently 26 residences are within the 65 L., contour. An additionai 67 residences would lie
within the post-merger contour.

Other Communities. Other communities along this iine segment which would be affected by
an increase in noise associated with the proposed UP/SP merger are: Arapahoe, Kit Carson,
Wild Horse, Boyero, Clifford, Limon, and Manilla. Collectively these communities currently
have no residences, schools, or churches within the 65 L, contour. Twenty-four residences
and one church would be within the post-merger contour.

Currently 26 residences are within the 65 L, contour along the Colorado portion of the
Oakley, KS to Denver line segment. With the proposed increase in train traffic, a total of 249
residences, 1 school and 3 churches would be within the post-merger 65 L, contour, as shown
below.
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NOISE SUMMARY
FOR COLORADO PORTION OF THE ‘
OAKLEY, KANSAS TO DENVER (UP) LINE SEGMENT

Number of Sensitive Receptors

Community Pre-Merger Post-Merger

School | Church Resid. School | Church
0 0 8 0

Arapahoe, CO
Cheyenne Wells, CO
Kit Carson, CO
Wild Horse, CO
Boyero, CO
Clifford, CO
Hugo, CO
Limon, CO
Agate, CO
Deer Trail, CO
Byers, CO
Strasburg, CO
Bennett, CO
Manilla, CO
Watkins, CO
Denver, CO
TOTAL
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5.3.2 Increased Intermodal Facility Activity

The UP and SP intermodal facilities in the Denver area would be consolidated to the UP ramp
location at 36th/40th Street, which is projected to experience an increase in activity greater than
the Board's analysis threshold of 50 trucks per day. The UP Denver intermodal facility currently
serves approximately 180 trucks per day. This facility is expected to experience an average
increase of 61 trucks per day due to consolidation of SP Denver intermodal activities at the UP
Denver faci'ity. The UP Denver facility is located on 40th Avenue (State Route 33), south of
Interstate 70 and west of York Street. The primary truck transportation route to the facility is via
Interstate 70, Steele Street, York Street or Brighton Street, or 40th Avenue. The increased noise
level due to trucks at the intermodal facility traffic would be about 1.3 dB. The increase in noise
levels from intermodal trucks and crane activity combined would not exceed the Board's impact
criterion of 2 dBA L,,, therefore no further noise analysis was performed. ‘
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5.4 Transportation Systems

. The Board's environmental rules at 49 CFR 1105.7(e)(2) require a description of the effects
of the merger action on local and regional transportation systems. The primary transportation
impacts of the proposed merger are related to: (1) additional truck traffic generated at those
intermodal facilities where intermodal activity is projected to increase, and (2) increases in roadway
delays at grade crossings as a result of increased train traffic on rail segments.

The impacts near intermodal facilities would resuit from increased truck traffic using local
roadways to enter and exit the intermodal facility. For those facilities with an expected increase
of 50 trucks or more per day, SEA analyzed the impacts of this increased traffic on the local
roadway system in terms of increases in daily and peak hour traffic. SEA collected traffic count
data from local and state transportation officials for this analysis. While offsetting benefits of the
proposed merger were not quantified at the local level, the traffic impacts from added truck traffic
at intermodal facilities would be partially offset in many localities by truck-to-rail diversions and
consolidation of operations. SEA concludes that traffic incieases around intermodal facilities in
Colorado would not cause adverse impacts to the local transportation system.

SEA addressed the concerns of local communities about increased traffic delays at grade
crossings through an evaluation of vehicle delay and wait times at grade crossing locations. It is
important to note that the acceptability of delays at grade crossings varies substantially based on
local conditions such as the location of land uses by type, availability of alternative travel routes,
the degree of use by emergency vehicles, and other local variables. SEA concludes that increases
in vehicle delay and/or wait time due to merger-related operational changes would not be
excessive.

5.4.1 Intermodal Facilities
Denver

In Denver, the SP's existing intermodal facility is proposed to be consolidated into UP's
Denver intermodal facility. Improvements to the intermodal facility include the construction of an
additional yard track, paving for parking trailers and containers, and operation of a crane within the
existing yard. Under the proposal, truck traffic at the existing SP intermodal facility would cease.
Truck traffic at the expanded UP faciiity would grow from the present traffic levei of 180 trucks/day
to 241 trucks/day, an increase of 61 trucks per day. Access to the UP intermodal facility is via 40th
Avenue (Colorado State Highway 33). The yard is located one-half mile south of Interstate-70.
Current (1993) traffic volume on 40th Avenue is 8,600 vehicles/day. An additional 61 trucks
represents an increase in ADT of less than 1 percent; no change in level-of-service on the area

‘ roadway network is expected.
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5.4.2 Grade Crossings

In order to analyze the effects of the proposed merger on the roadway system at railroad.

grade crossings, SEA determined the number of crossings along rail se¢ nents that would exceed
the Board's analysis thresholds for air quality analysis. Approximate delays over the course of 24
hours were calculated, as were average queue lengths. While an increase in the number of trains
would result in more crossing closings per day, the length of the queue at each individual crossing
closing event would change only if the train length changes. While the time of delay at grade
crossings would increase proportionately with the increase in train traffic. Most of the grade
crossings in Colorado carry fewer than 5,000 vehicles per day. Vehicle delay impacts at rail line
segments in Colorado are summarized below:

Dotsero to Bond

Average rail traffic on the Dotsero to Bond line would increase from 6.0 to 14.0 trains per
day, a train volume increase of about 233 percent. At the only grade crossing on this route, ADT
is less than 5,000 vehicles per day. Delay to vehicle traffic due to the additional daily trains would
increase from 13 minutes (pre-merger) 10 29 minutes (post-meiger) over a 24-hour period. The
maximum queue length per train due to peak hour vehicle traffic ranges would be about one
vehicle and the corresponding delay per vehicle would be about 1.35 minutes.

Bond to Denver .

On the 127-mile Bond to Denver line, average rail traffic would increase from 11.0 to 15.6
trains per day, a train volume increase of about 78 percent. There are 35 grade crossings on this
line segment, with only 5 with ADT of greater than 5,000 vehicles per day. At low speed grade
crossings along the route (e.g., train speed of 30 mph), delay to vehicle traffic due to the additional
daily trains would increase from 28 minutes (pre-merger) to 50 minutes (post-merger) over a 24-
hour period. At higher speed crossings (e.g., train speed of 50 mph), delay would increase from
20 minutes (pre-merger) to 35 minutes (post-merger) over a 24-hour period. The maximum queue
length per train due to peak hour vehicle traffic ranges from 1 to 14 vehicles and the corresponding
delay per vehicle would vary from 1.11 to 2.94 minutes.

Denver to Cheyenne, Wyoming

On the Denver to Cheyenne, Wyoming line, average rail traffic would increase from 9.6 to
14 .5 trains per day, a train volume increase of about 51 percent. There are 97 grade crossings
in this segment, of which four have ADT counts greater than 5.000 vehicles per day. At low speed
grade crossings along the route (e.g., train speed of 30 mph), delay to vehicle traffic due to the
additional daily trains would increase from 25 minutes (pre-merger) to 37 minutes (post-merger)
over a 24-hour period. At higher speed crossings (e.g., train speed of 50 mph), delay would
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increase from 17 minutes (pre-merger) to 26 minutes (post-merger) over a 24-hour period. The
. maximum queue length per train due to peak hour vehicle traffic ranges from one to nine vehicles
and the corresponding delay per vehicle would vary from 1.2 to 2.06 minutes.

Denver to Oakley, Kansas

Avere e rail traffic on the Denver to Oakley, Kansas line would increase from 1.8 to 8.7 trains
per day, a train volume increase of about 383 percent. There are 85 grade crossings in this
segment, of which 8 had ADT counts of greater than 5,000 vehicles per day. At low speed grade
crossings along the route (e.g., train speed of 30 mph), delay to vehicle traffic due to the additional
daily trains would increase from less than 5 minutes (pre-merger) to 22 minutes (post-merger) over
a 24-hour period. At higher speed crossings (e.g., train speed of 40 mph), delay would increase
from about 4 minutes (pre-merger) to 18 minutes (post-merger) over a 24-hour period. The
maximum queue length per train due to peak hour vehicle traffic ranges from zero to 17 vehicles
and the corresponding delay per vehicle would vary from 1.35 to 2.53 minutes.

5.5 Safety
SEA assessed a number of safety issues associated with the proposed merger, including the

probability of increased accidents at grade crossings, and the risks associated with increased
shipments of hazardous commodities.

5.5.1 Grade Crossing Safety

Accidents at grade crossings are a function of the number of trains, train speed, number of
train tracks, grade crossing condition and warning facilities, roadway condition and number of
lanes, and amount of roadway traffic. Since the proposed merger would not result in any new
grade crossings and would affect only the number of trains passing through existing grade
crossings, the probability of an increase in the number of accidents at grade crossings would
depend on the increased number of trains on rail segments. SEA conciudes that the accident
exposure in Colorado wouid range from an increase of 383 percent to a decrease of 100 percent
depending on the rail segment.

5.5.2 Hazardous Commodities

Federal regulations govern the transport of hazardous commodities. The proposed merger
is not expected to affect the policies or operation of UP/SP concerning the type or quantity of
hazardous commodities transported or the method of handling. A total of 420,000 and 305,000
hazardous commaodity shipments were transported by UP and SP, respectively, in 1994. These

‘ shipments resulted in 118 reportable incidents for UP, and 35 incidents for SP. Therefore, 99.98
percent of the shipments arrived at their destination without incident. The Applicants have noted
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that the consoiidation of the companies will result in a "best practice” approach to hazardous
commodity handling. SEA concludes that, using the same rate of safe transport, the projected
increases in accidents and shipments of hazardous materials as a resuilt of the proposed merger
do not constitute a significant safety risk.

5.6 Summary of Agency Comments

In considering the potential environmental impacts of the increased rail line segment, rail
yard, and intermodal facility activity associated with the proposed UP/SP merger, SEA sent
consultation ietters to various Federal, state, and local agencies on January 29, 1996. These
letters, samples of which are included in Volume 5, Appendix D, Exhibits D-1 through D-9,
provided early notification of this EA and requested information and comments on the effects to the
environment of the proposed merger and related operational changes . Each letter included a state
information packet and maps that listed the specific merger-related proposals. A sample packet
is shown in Volume 5, Appendix D, Exhibit D-10. SEA contacted agencies by telephone to alert
them to the distribution of the consultation letter and to confirm its receipt. The Applicant also
contacted these agencies in preparation of the Environmental Report which accompanied the
merger application. That correspondence and all responses were reviewed, verified, and
considered by SEA in the preparatio, of this EA

All comments received (through mid-March 1996) in response to the January 29th letter are .

shown in Volume 5, Appendix E, Exhibits E-1 through E-11. As necessary, SEA conducted
additional consultation with agencies as shown in Volume 5, Appendix E, Table E-1. Agency
comments regarding the proposed increases in rail line segment, rail yard, and intermodal facility
activities in Colorado are summarized below:

National Forest Service indicates that being considered as interested party is not
acceptable. The proceeding could have profound effect on their management of this
corridor, and hazardous material liability for the federal taxpayer. Concerns include
implications of a new operator on scenic and sensitiv@ Nationa! Forest System lands
crossed by the line and consideration of railhanking. They have substantial concerns
about hazardous substances under CERCLA.

U.S. Fish and Wiudlife Service have no comments due to staffing and budget
constraints.

Natural Resources Conservation Service indicates that there is no apparent impact on
prime farmland or farm!and of statewide importance.

Colorado Historical Society indicates that in order to supply information about known‘
historic, archaeological or cultural resources, it will be necessary to provide lega!
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locations (township/range/section) and universal transverse mercator (UTM) points for
unsectioned areas.

Cheyenne County expressed concerns regarding the accessibility of emergency
equipment (specific locations given). There are three crossings within 1.4 miles. They
requesting that in process of line upgrade, automatic warning signals be instalied
(where needed). Trains have started fires and UP has not maintained access roads
along track to provide access for fire fighting equipment. Lack of an access road also
precludes treatment of bindweed on right-of-way which can smother crops if not
treated.

Crowley County expressed concerns about increased local truck traffic and additional
traffic would increase deterioration of existing highway and increase accidents and
fatalities. They cited the Foxley Cattle Company feediot that now ships grain via rail
that would be by truck. There are also concerns about additional hazardous material
movement via truck which would create emission problems.

Lake County expressed concerns for local regional and national transportation
systems; local land use; air emissions and ambient air quality conditions; public health
and safety including hazardous materials, and economic impacts. They stated
concerns that hazardous materials would be moved from rail to truck, with increases
in air emission, risk of exposure, accidents or spills, and damage and maintenance
costs to highway and bridges.

Mesa County indicated that an increase in rail traffic will increase conflicts at-grade
crossings. They noted the crossing at the east end of SP yard that now blocks vehicle
crossing for 20+ minutes per day. Requests that UP/SP cooperate with the County in
locating a site for grade-separated crossing for Grand Junction yard and participate
with the County in financing its construction.

Suggested Mitigation

No specific mitigation measures were suggested for the proposed changes to rail line
segment, rail yard, or intermodal facility operations in Colorado by the various parties consulted in
the process of preparing the EA for the proposed merjer. (See Volume 5, Appendices D and E,

for agency consultation lists.)

5.8 SEA Recommended Mitigation

‘ This section contains the mitigation measures that SEA recommends that the Board impose
in any final decision approving the changes to rail line segment, rail yard, and intermodal facility
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operations in Colorado. SEA will consider all comments on the EA in making its final
recommendation to the Board. The Board will consider SEA's recommendations and th
environmental record in making its final decision. SEA's recommended mitigation is as follows.

Air Quality

UP/SP shall consult with appropriate Federal, state and local agencies
responsible for regulating air quality in AQCRs 34, 35, 36, 37, and 40,
concerning any possible mitigation measures to reduce any potential adverse
emissions from the rail segments, rail yards, and intermodal facilities in these five
regions. UP/SP shall advise SEA of the results of these consultations.

To reduce potential noise level impacts to sensitive receptors along the Denver
tc Cheyenne, Wyoming, Denver to Oakley, Kansas, Bond to Dotsero, and
Dotsero to Bond rail line segments, UP/SP shalil consult with appropriate state
and local agencies to develop noise abatement plans. The Applicant shall
advise SEA of the results of these consultations and provide SEA with a copy of
any resuiting noise abatement plans.

To reduce potential noise level impacts to sensitive receptors near the Denver‘
intermodal facility, UP/SP shall consult with appropriate state and local agencies

to develop noise abatement plans. The applicants shall advise SEA of the
results of these consultations and provide SEA with a copy of any resulting noise
abatement plans.

Transportation and Safety

UP/SP shall consult with Cheyenne County and Mesa County which are
concerned about safety and the potential effects of additional rail traffic.
Accordingly, UP/SP and the above counties shall develop a mutually agreeable
mitigation plan. For Mesa County, this would include consideration of the need
for a grade-separated crossing for Grand Junction yard. UP/SP periodically
advise SEA of the status of the consultations and shall submit any final mitigation
plans to SEA.

UP/SP shall maintain all rail lines and grade crossing warning devices according
to Federal Railroad Administration Stancdards (49 CFR Part 213).

UP/SP shall transport all hazardous materials in compliance with the U.S. l
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Department of Transportation Hazardous Materials Regulations (49 CFR Parts
171 to 180).

In the case of a hazardous materials spill, UP/SP shall follow appropriate
emergency response procedures outlined in their Emergency Response Plans.
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CHAPTER 6.0
RAIL LINE SEGMENT, RAIL YARD, AND INTERMODAL FACILITY IMPACTS
ILLINOIS

This chapter provides an analysis of the potential environmenta! impacts resulting from
increased traffic on rail segments and increased activity at rail yards and intermodal facilities in
lllinois as part of the proposed merger. In analyzing these impacts, the Surface Transportation
Board's (Board) Section of Environmental Analysis (SEA), consistent with its environmental rules
at 49 CFR Part 1105.7(e), specifically considered: (1) impacts to air quality, (2) impacts to noise,
(3) impacts to local, regional and national transportation systems, and (4) impacts to safety.

The following rail line segments, rail yards, and intermodal facilities would meet or exceed
the Board's environmental analysis thresholds:

Nelson to Clinton, lowa (UP)

Nelson to Geneva (UP).

Geneva to West Chicago (UP).

Galesburg to Buda (BN/SF).

Buda to Nelson (UP).

Villa Grove to Chicago (UP).

Salem rail yard (UP).

Canal Street (Chicago) rail yard (UP)

Dupo (East St. Louis) intermodal facility (UP).
Global Il intermodal facility (UP).

Canal Street (Chicago) intermodal facility (UP).
Dolton intermodal facility (UP).

Each rail line seament, rail yard, or intermodal facility is discussed in this chapter by impact
category, as follows:

Air quality (Section 6.1).

Air quality at grade crossings (Section 6.2).
Noise (Section 6.3).

Transportation systems (Section 6.4).
Safety (Section 6.5).

If a rail line segment, rail yard, or intermodal facility would not experience impacts in any one of
these categcries as a result of proposecd merger, no analysis was necessary. Accordingly, no

‘ discussion is provided.
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Chapter 1 of this volume describes the thresholds established for analysis of potential air
quality and noise impacts and the methods used to evaluate these and other potential impacts. ‘

6.1 Air Quality Analysis

linois contains eight Air Quality Control Regions (AQCRs) with rail segments, rail yards,
and/or intermodal facilities that would experience increased activity as a result of the proposed
merger, and thereby trigger one or more of the Board's thresholds for analysis. in each of these
regions, increased emissions along the length of rail segments through the AQCR (sometimes over
a distance of hundreds of miles) could result in a potential for adverse air quality impacts. SEA
concludes that increased rail operation activities in these regions would result in increased
emissions of nitrogen dioxide (NO,), which contributes to the formation of ozone. Increases in
emissions, howe. ar, would be partially offset by decreases in train activity on other segments. Two
of the eight AQCRs in lllinois (Metropolitan Chicago and Metropolitan St. Louis) are in
nonattainment for ozone.

Potential adverse impacts to air quality in these eight AQCRs as a result of the proposed
merger are discussed individually below

6.1.1 Burlington-Keokuk (AQCR 65)

Rai! operations in the Burlington-Keokuk AQCR (85) associated with the proposed merger.
that require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5),
consist of a portion of one rail segment (Galesburg to Buda). There are no rail yards or intermodal
facilities in this AQCR that would exceed the Board's analysis thresholds. Based on increased
activity levels as a resuit of the proposed merger, SEA examined the Burlington-Keokuk AQCR for
potential air quality impacts. SEA concludes that adverse impacts to air quality may result from
increased rail segment activity in this AQCR.

The Burlington-Keokuk AQCR (65) includes the counties of Fulton, Hancock, Henderson,
Knox, McDonough, Mason, Peoria, Tazewell, Warren, and Woodford, all of which are designated
as in attainment. In considering potential environmental impacts, SEA assessed the potential air
qualitv impacts of increased activity along one rail segment. SEA concludes that increased rail
operations would contribute to increased level of ozone and other pollutants in the Burlington-
Keokuk attainment area.

Emissions from Increased Rail Segment Activity
The proposed merger would lead to changes in activity on seven rail segments that pass

through or are connected to Burlington-Keokuk AQCR (65). The total length (in miles), the chang
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in the number of trains per day on the segment, and the percent change in annual gross ton miles
. for each of these segments would be as follows

Origin Destination Change in # %C'f:hange %Chang
Station Station Miles | of Trains/Day | in Trains/Day| in Tons/Yea

Buda IL Peoria Jct. 1L 46 0.3 5% -18%
Galesburg IL Buda IL 43 6.4 38% 17%
Galesburg IL |Ft. Madison IA 37 f v 18% 7%
Galesburg IL | W. Quincy IL 97 -1.1 -9% -17%

Joliet IL Galesburg IL -1.2 -3% -12%j
Peoria Jct. IL Barr IL o1 20 50% 51%)

W. Quincy IL | Kansas City -1.1 -16% -39%
MO

L

One of the seven rail segments listed above (Galesburg to Buda) was assessed for air quality
impacts because it would exceed the Board's analysis thresholds (while the Burlington-Keokuk
AQCR is in attainment, this segment exceeds the threshold because at least a portion of it passes
through a nonattainment AQCR). The estimated increased emissions from this segment are shown
below. The impacts of these emissions 7re discussed below in the section on Analysis of Activity.

Rail AQCR Estimated Increase in Emissions (tons per year) "

|
Segment ID No.
B - HC co | wno so, | PM10 |

Galesburg - 65 2.2 7.0 L. 3.8 1.1
Buda |

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail segment activity in this «QCR would result in increased levels of ozone
and other pollutants, with the greatest increase in NO,. These estimates of increased emissions
are conservative, however, because they do not account for offsetting decreases that could result
from truck-to-rail divisions. Overall, SEA concludes that while the proposed action is not subject
of National Ambient Air Quality Standards Geneial Conformity regulations, the proposed merger
would result in increased levels of all pc!ii nts in the Burlington-Keokuk AQCR, primarily from
mobile rail segment emissions.
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6.1.2 East Central lllinois (AQCR 66)

Rail operations in the East Central lllinois AQCR (66) associated with the proposed merger‘
that require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5),
consist of a portion of one rail segment (Villa Grove to Chicago). There are no intermodal facilities
or any rail yards in this AQCR that would exceed the Board's analysis thresholds. Based on
increased activity levels as a result of the proposed merger, SEA examined the East Central lllinois
AQCR for potential air quality impacts. SEA concludes that adverse impacts to air quality may
result from increased rail segment activity in this AQCR.

The East Central lllincis AQCR (66) includes the counties of Champaign, Clark, Coles,
Cumberland, De Witt, Douglas, Edgar, Ford, Iroquois, Livingstone, McLean, Moultrie, Piatt, Shelby,
and Vermillion, al! of which are designated as in attainment. In considering potential environmental
impacts, SEA assessed the potential air quality impacts of increased activity along one rail
segment. SEA concludes that increased rail operations would contribute to increased levels of
ozone and other pollutants in the East Central lllinois attainment area.

Cmissions from Increased Rail Segment Activity

The proposed merger would lead to changes in activity on seven rail segments that pass
through or are connected to East Central lllinois AQCR (66). The total length (in miles), the change
in the number of trains per day on the segmeit, and the percent change in annual gross ton miles
for each of these segments would be as follows:

ﬁDestination

Origin
Station

Station

Change in #
of Trains/Day

%Change
:n Trains/Day

%Changﬁl
in Tons/Yea

Bloomington IL

Springfield IL

56

-2.2

-19%

-35%|

Villa Grove IL

Chicago IL.

3.0

19%

24%||

Findlay Jct. IL

Salem L

65

3.0

20%

49%)

Findlay Jct. Il

E. St. Louis IL

95

1.1

14%

-2%|

Joliet iL

Galesburg IL

-1.2

-3%

-1 2%]|

Joliet IL

Bloomington IL

90

-2.3

-22%

-36%

Vilia Grove IL

Findlay Jct. IL

40

1.9

8%

24%

One of the seven rail segments listed above (Villa Grove to Chicago) was assessed for air

quality impacts because it would exceed the Board's analysis thresholds (while the East Central
lllinois AQCR is in attainment, this seament exceeds the threshold because at least a portion of it
passes through a2 nonattainment AQCR). The estimated increased emissions from this segment

are shown below. The impacts of these emissions are discussed below in the section on Analysis.
of Activity.
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Rail Estimated Increase in Emissions (tons per year)
Segment
HC CO NO, SO, PM-10

Villa Grove- 66 9.9 2314 50
Chicago
Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail operations activity in this AQCR would result in increased levels of ozone
and other pollutants, with the greatest increase in NO,. These estimates of increased emissions
are conservative, however, because they do not account for offsetting decreases that could result
from truck-to-rail divisions. Overall, SEA concludes that while the proposed action is not subject
of National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of all poliutants in the East Central lllinois AQCR, primarily from
mobile rail segment emissions.

6.1.3 Metropolitan Chicago (AQCR 67)

Rail operations in the Metropolitan Chicago AQCR (67) associated with the proposed merger
that require analysis, as specified by the Board's environm: atal rules at 49 CFR 1105.7(e)(5),
consist of portions of four rail segments (Villa Grove to Chicago, W. Chicago to Chicago-Proviso,
Nelson to Geneva, and Geneva to W. Chicago), the Canal Street rail yard, and the Dolton, Global
I, and Canal Street intermodal facilities. Based on increased activity levels as a result of the
proposed merger, SEA examined the Metropolitan Chicago AQCR for potential air quality impacts.
SEA concludes that adverse impacts to air quality rnay result from increased rail segment activity
in this AQCR.

The Metropolitan Chicago AQCR (67) which includes the counties of Cook, DuPage, Grundy,
Kane, Kankakee, Kendall, Lake, McHenry, and Will is designated as nonattainment for particulate
matter (PM-10), carbon monoxide (CO), total suspended particulates (TSP), and ozone (O,). In
considering potential environmental impacts, SEA assessed the potential air quality impacts of
increased activity along four rail segments, the rail yard, and the ntermodal facilities. SEA
concludes that increased rail operations would contribute tc ncreased levels of ozone as well as
otner pollutants in the Metropolitan Chicago nonattainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changes in activity on 20 rail segments that pass through
or are connected to Metropolitan Chicago AQCR (67). The total length (in miles), the change in
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the number of trains per day on the segment, and the percent change in annual gross ton miles
for each of these segments would be as follows

Origin
Station

li)Lestination
Station

Change in #
of Trains/Day

%Change
in Trains/Day

%Chang
in Tons/Yea

Villa Grove IL

Chicago IL

3.0

19%

24%

Chicago IL

—

Joliet IL
(via IC)

1.6

12%

10%

“hicago IL

Joliet IL
(via BN/SF)

-3%

-14%

Chicago IL
(Cicero)

Buda IL

-15%

-11%

Chicago IL
(Proviso)

Normal IL

-1%

1%

W. Chicago IL

Chicago-
Proviso IL

15%

22%

Nelson IL

Geneva IL

14.1

32%

7%

Harvard IL

Janesville Wi

-1.0

-15%

-0°/4|

Joliet IL

Bloomington IL

-2.3

-22%

-36%)

Joliet IL

Galesburg IL

-1.2

-3%

-12%]|

Lake Bluff IL

Waukegan IL

0.6

1%

Norma Il

Seeger IL

-1.0

-20%

Norma IL

Valley IL

0.6

4%

Seeger IL

Harvard IL

-1.0

-4%

Tower KO IL

KD Jet. Wi

0.0

0%

Tower KO iL

Lake BIluff IL

0.6

28%

Valley IL

Tower KO IL

0.6

4%

Waukegan IL

Kenosha WI

-1.4

-6%

W. Chicago IL

Rockford IL

-1.0

-42%

Geneva IL

W. Chicggg IL

14.1

18%

Four of the 20 rail segments listed above (Villa Grove to Chicago, W. Chicago to Chicago-
Proviso, Nelson to Geneva, and Geneva to W. Chicago) were assessed for air quality impacts
because they would exceed the Board's analysis thresholds. The estimated increased emissions
from these four segments are shown below. The impacts of these emissions are discussed in the
section on Analysis of Combined Activity.

Volume 2




Rail Estimated Increase in Emissions (tons per year)
Segment HC co NO, SO, PM-10
Viia Grove 4.9 19.2 114.0 8.2 25
-Chicago

W. Chicago 58 18.0 134.6 9.8 2.9
- Chicago
{Proviso)
Nelson - 5.3 : 123.8 9.0 3

Geneva

Geneva - - 7.8 53.8 3.9 1.2
W. Chicago
Total 18.3 56.9 4_26.2 31.0 9.3

Key: HC = hydrocarbons, CO = carbon monoxide, NO, = mtroger? dioxide, €0, = sulfur dioxide, PM-10 =
particulate matter less than 10 microns in diameter

Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 62.0 percent at the
Canal Street rail yard. This activity includes fueling, switching, and assembling of trains. The
estimated increased emissions from this rail yard are shown below. The impacts of these
emissions are discussed below in the section on Analysis of Combined Activity.

Rail Yard AQCR Estimated Increase in Emissions (tons g _;ar)ﬁ e
(ID No.) "I’ s
A 0
e

HC [oe) NO, SO

Canal St. 67 0.4 1.1 8.5 0.6

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns 11 diameter

rM-1

0.

Emissions from Increased Intermodal Activity

The proposed merger would lead to an increase of 85 trucks per day at the Dolton facility,
425 trucks per day at the Global Il facility and 186 trucks per day at the Canal Street facility. The
estimated increased emissions from these three intermodal facilities are shown below. The
impacts of these emissions are discussed below in the section on Analysis of Combined Activity.

Volume 2







Intermodal AQCR Estimated Increase in Emissions (tons per year)
Facility (ID No.)
HC CO NO, SO, PM-10
Dolton 67 Lk 10.2 12.0 0.3 2.1
Giobal Ii 67 10.9 50.7 59.9 1.7 10.6

Canal St. 67 4.8 22.2 26.3 0.7 4.7

Total 17.9 83.1 98.2 2.7 17.4

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Combined Activity

This section discusses the impact to the Metropolitan Chicago AQCR based on the combined
estimated emissions from the rail segments, the rail yard, and the intermodal facilities related to
the proposed merger. The total estimated increase in pollutant emissions are listed below:

Rail AQCR Esumated Increase in Emissions (tons per year) "

HC CcO NO, SO, PM-10 J

Facility | (1D No.)

Rail 67 18.3 56.9 426.2 31.0 9.3
Segments
Total

Rail Yards
Total

intermodal
Facilities
Total

Total 36.6 141.1 532.9 34.3 26.9

Key'
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

A majority of the estimated pollutants that would result from the proposed merger in the
Metropolitan Chicago AQCR would be from rail segments, which are not stationary sources.
Pollutants from the Canal Street rail yard facility and the Dolton, Global I, and Canal Street
intermodal faciiities would exceed the EPA definition of significance (as defined in Prevention of
Significant Deterioration at 40 CFR 51.166) for NO,. The increased rail segment activity in this
AQCR would result in increased levels of ozone and other types of pollution, with the greatest
increase in NO,. 1nese estimates of increased emissions are conservative, however because, they
do not account for offsetting decreases that could result from truck-to-rail diversions. Overall, SEA
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concludes that while the proposed action is not subject to National Ambient Air Quality Standards
.General Conformity regulations, the proposed merger would result in increased levels of all
pollutants in the Metropolitan Chicago AQCR, primarily from mobile rail segment emissions.

6.1.4 Metropolitan Quad Cities (AQCR 69)

Rail operations in the Metropolitan Quad Cities AQCR (69) associated with the proposed
merger that require analysis, as specified by the Board's environmental rules at 49 CFR
1105.7(e)(5), consist of a portion of one raii segment (Galesburg to Buda). There are no
intermodal facilities or any rail yards in this AQCR that would exceed the Board's analysis
thresholds. Based on increased activity levels as a result of the proposed merger, SEA examined
the Metropolitan Quad Cities AQCR for potential air quality impacts. SEA concludes that adverse
impacts to air quality may result from increased rail segment activity in this AQCR.

The Metropolitan Quad Cities AQCR (69) includes the counties of Carroll, Henry, Mercer,
Rock Island, and Whiteside, portions of which are designated as nonattainment for sulfur dioxide
(SO,). In considering potential environmental impacts, SEA assessed the potential air quality
impacts of increased activity along one rail segment. SEA concludes that increase rail operations
would contribute to increased levels of ozone and other pollutants in the Metropolitan Quad Cities
nonattainment area.

‘ Emissions from Increased Rail Segment Activity

The proposed merger would lead to changes in activity on one rail segment that passes
through or is connected to Metropolitan Quad Cities (69). The total length (in miies), the change
in the number of trains per day on the segment, and the percent change in annual gross ton miles
for this segment would be as follows:

Origin Destination Change in # %éhange %Chang
Siation Station of Trains/Day | in Trains/Day| in Tons/Yea

Galesburg IL Buda IL 6.4 38% 17%

The rail segment listed above (Galesburg to Buda) was assessed for air quality impacts
because it would exceed the Board's analysis thresholds. The estimated increased emissions from
this segment are shown below. The impacts of these emissions are discussed below in the section
on Analysis of Activity.
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Rail Estimated Increase in Emissions (tons per year)
Segment
HC CO NO, SO, PM-10

Galesburg - 69 1.4 45 33.7 24 0.7 "

Buda

Key
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail segment activity in this AQCR would result in increased levels of ozone
and other pollution. These estimates of increased emissions is conservative, however, because
they do not account for offsetting decreases that could result from truck-to-rail divisions. Overall,
SEA concludes that while the proposed action is not subject of National Ambient Air Quality
Standards General Conformity regulations, the proposed merger would result in increased levels
of all poliutants in the Metropolitan Quad Cities AQCR, primarily from mobile rail segment
emissions.

6.1.5 Metropolitan St Louis (AQCR 70)

Rail operations in the Metropolitan St. Louis AQCR (70) associated with the proposed merger‘

that require analysis, as specified by the Board's environmental rules at 43 CFR 1105.7(e)(5),
consist of the Dupo (East St. Louis) intermodal facility. There are no rail segments nor any rail
yards in this AQCR that would exceed the Board's analysis thresholds. Based on increased activity
levels as a result of the proposed merger, SEA examined the Metropolitan St. Louis AQCR for
potential air quality impacts. SEA concludes that adverse impacts to air quality may result from
increased intermodal facility activity in this AQCR

The Metropolitan St. Louis AQCR (70) inciudes the counties of Bond, Clinton, Madison,
Monroe, Randolph, St. Clair, and Washington, portions of which are designated as nonattainment
for particulate matter (PM-10), carbon monoxide (CO), total suspended particulates (TSP) and
ozone (O.). In considering potential environmental impacts, SEA assessed the potential air quality
impacts of increased activity at the intermodal facility. SEA concludes that increased rail operations
would contribute to increased levels of ozone and other pollutants in the Metropolitan St. Louis
nonattainment area.

Emissions from Increased Intermodal Activity
The proposed merger would lead to an increase of 178 trucks per day at the Dupo facility.
The estimated increased emissions from this intermodal facility are shown below. The impacts o’

these emissions are discussed below in the section on Analysis of Activity.
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Intermodal 7 AQCR Estimated Increase in Emissions (tons per year)
Facility (ID No.)

HC cO NO, SO, PM-10

Dupo 70 45 21.2 29.1 0.7 44
(E. St. Louis)

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide. SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

Pollutants from the Dupo (East St. Louis) intermodal facility would be lower than the EPA
definition of significance (as defined in Prevention of Significant Deterioration at 40 CFR 51.166)
for all pollutants. The increased intermodal facility activity in this AQCR would result in increased
levels of ozone and other poliutants, with the greatest increase in NO,. These estimates of
increased emissiors are conservative, however, because they do not account for offsetting
decreases that could result from truck-to-rail diversions. Overall, SEA concludes that while the
proposed action is not subject to National Ambient Air Quality Standards General Conformity
regulations, the proposed merger would result in increased levels of all poliutants in the
Metropolitan St. Louis AQCR

6.1.6 North Central lllinois (AQCR 71)

Rail oper=tions in the North Central lllinois AQCR (71) associated with the proposed merger
that require analysis, as specified by the Board's environmental rules at 49 CFR 1105.7(e)(5),
consist of portions of four rail segments (Galesburg to Buda, Nelson to Geneva, Buda to Neison,
and Nelson to Clinton, lowa). There are no intermodal faciiities or any rail yards in this AQCR that
would exceed the Board's analysis thresholds. Based on increased activity levels as a result of the
proposed merger, SEA examined the North Central lllinois AQCR for potential air quality impacts.
SEA concludes that adverse impacts to air quality may result from increased rail segment activity
in this AQCR.

The North Central lllinois AQCR (71) includes the counties of Bureau, La Salle, Lee,
Marshall, Putnam, and Stark, portions of which are designated as nonattainment for particulate
matter (PM-10) and total suspended particulates (TSP). In considering potential environmental
impacts, SEA assessed the potential air quality impacts of increased activity along four rail
segments. SEA concludes that increased rail operations would contribute to increased levels of
ozone as well as other poliutants in the North Central lllinois nonattainment area.
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Emissions from Increased Rail Segment Activity

The proposed merger would lead to changes in activity on six rail segments that pass through.
or are connected to North Central llinois AQCF. (71). The total length (in miles), the change in the
number of trains per day on the segment, and the percent change in annual gross ton miles for
each of these segments would be as follows:

Origin
Station

l—)estination
Station

Change in #
of Trains/Day

%Change
in Trains/Day

Galesburg IL

Buda IL

6.4

38%

%Changjl
in Tons/Yea

Buda IL

Chicago IL
(Cicero)

Nelson IL
Buda IL
Neison IL

Peoria Jct. IL 0.3 5%
Buda IL -2.5 -15%

Geneva IL 69 14 .1 32%
Nelson IL 34 10.1 166%
Clinton 1A 34 4.0 9%

Four of the six rail segments listed above (Galesburg to Buda, Nelson to Geneva, Buda to
Nelson, and Nelson to Clinton) were assessed for air quality impacts because they would exceed
the Board's analysis thresholds. The estimated increased emissions from these four segments are
shown below. The impacts of these emissions are discussed below .1 the section on Analysis of‘
Activity.

Estimated Increase in Emissions (tons per year)
HC co NO, SO, PM-10 j

Galesburg - 1.0 3.1 22.9 1.7 0.5
Buda

Rail
Segment

Nelson - 31.4 235.3 ; 51

Geneva

Buda - 8.1
Nelson

Nelson - 0.2 0.5 4.0 0.3 0.1

189.3 4 4.1

Clinton
ﬁ Total 19.4 60.3 451.5 32.7 9.8

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SC, = sulfur dioxide, PM-10 = particulate
matter iess than 10 microns in diameter
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Analysis of Activity

‘ The increased rail segment activity in this AQCR wouid result in increased levels of ozone
and other pollutants, with the greatest increase in NO,. These estimates of increased emissions
are conservative, however, because they do not account for offsetting decreases that could result
from truck-to-rail divisions. Overall, SEA concludes that while the proposed action is not subject
of National Ambient Air Quality Standards Genera! Conformity regulations, the proposed merger
would result in increased levels of all pollutants in the North Central illinois AQCR, primarily from
mobile rail segment emissions.

6.1.7 Rockford-Janesville-Beloit (AQCR 73)

Rail operations in the Rockford-Janesville-Beloit AQCR (73) associated with the proposed
merger that require analysis, as specified by the Board's environmental rules at 49 CFR
1105.7(e)(5), consist of a portion of one rail segment (Nelson to Geneva). There are no intermodal
facilities or any rail yards in this AQCR that would exceed the Board's analysis thresholds. Based
on increased activity levels as a result of the proposed merger, SEA examined the Rockford-
Janesville-Beloit AQCR for potential air quality impacts. SEA concludes that adverse impacts to
air quality may result from increased rail segment activity in this AQCR.

The Rockford-Janesville-Beloit AQCR (73) includes the counties of Boone, DeKalb, Ogle,
Stephenson, and Winnebago, all of which are designated as in attainment. In considering potential
environmental impacts, SEA assessed the potential air quality impacts of increased activity along
one rail segment. SEA concludes that increased rail operations would contribute to increased
levels of ozone as well as other pollutants in the Rockford-Janesville-Beloit attainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on three rail segments that pass through
or are connected to Rockford-Janesville-Beloit AQCR (73). The total length (in miles), the ci.ange
in the number of trains per day on the segment, and the percent change in annual gross ton miles
for each of these segments would be as follows:

Origin Destination Change in # ‘f&T\ange %Chang
Station SJtaition of Trainleax in Trains/Day| in Tons/Yea

Nelson IL Geneva IL 69 14 .1 32%
| Harvard IL | Janesville WI 26 -1.0 -15%
IW. Chicago IL ] Rockford iL 63 -1.0 -42%

. One of the three rail segments listed above (Nelson to Geneva) was assessed for air quality
impacts because it would exceed the Board's analysis thresholds. The estimated increased
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emissions from this segment are shown below. The impacts of these emissions are discussed
below in the section on Analysis of Activity.

Rail AQCR Estimated Increase in Emissions (tons per year)

Segment (ID No.)
HC CO NO, SO, PM-10 J

Nelson - g i< g & 5 347 260.0 18.8 5.6
Geneva |

Key
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

The increased rail segment activity in this AQCR would result in increased levels of ozone
and other pollutants, with the greatest increase in NO,. These estimates of increased emissions
are conservative, however, because they do not account for offsetting decreases that could result
from truck-to-rail divisions. Overall, SEA concludes that while the proposed action is not subject
of National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of air pollutior in the Rockford-Janesville-Beloit AQCR, primarily
from mobile rail segment emissions.

6.1.8 Southeast lilincis (AQCR 74)

Rail operations in the Southeast lllinois AQCR (74) associated with the proposed UP and SP
merger that require analysis, as specified by the Board's environmental rules at 439 CFR
1105.7(e)(5), consist of the Salem rail yard. There are no rail segments or any intermodal facilities
in this AQCR that would exceed the Board's analysis thresholds. Based on increased activity levels
as a result of the proposed merger, SEA examined the Southeast lllinois AQCR for potential air
quality impacts. SEA concludes that adverse impacts to air quality may resuit from increased rail
yard activity in this AQCR.

The Southeast lllinois AQCR (74) includes the counties of Clay, Crawford, Edwards,
Effingham, Fayette, Franklin, Gallatin, Hamilton, Hardin, Jackson, Jasper, Jefferson, Lawrence,
Marion, Perry, Richland, Saline, Wabash, Wayne, White and Wiilliamson, all of which are
designated as in attainment. In considering potentiai environmental impacts, SEA assessed the
potential air quality impacts of increased activity at the Salem rail yard. SEA concludes that
increased rail operations would contribute to increased levels of ozone as well as other pollutants
in the Southeast lllinois attainment area.
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Emissions from Increased Rail Yard Activity

The proposed merger would lead to an increase in rail yard activity of 108.1 percent in the
Salem Yard. This activity includes fueling, switching, and assembling of trains. The estimated
increased emissions from this rail yard are shcwn below. The impacts of these emissions are
discussed below in the section on Analysis of Activity.

Rail Yard AQCR

(ID No.)

Estimated Increase in Emissions (tons per year)
CcO NO, SO,
3.0

HC
0.1

PM-10

Salem 74 04 0.2 0.1

Key:
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns in diameter

Analysis of Activity

Pollutants from the Salem rail yard facility would be lower than the EPA definition of
significance (as defined in Prevention of Significant Deterioration at 40 CFR 51.166) for all
pollutants. The increased rail yard activity in this AQCR would result in increased levels of ozone
and other pollutants, with the greatest increase in NO,. These estimates of increased emissions
are conservative, however, because they do not account for offsetting decreases that could resuilt
from truck-to-rail diversions. Overall, SEA concludes that while the proposed action is not subject
to National Ambient Air Quality Standards General Conformity regulations, the proposed merger
would result in increased levels of all poliutants in the Southeast lllinois AQCR.

6.2 Air Quality Impacts at Grade Crossings

SEA assessed the overall air quality impacts of emissions from idling vehicles waiting at
grade crossings. On average, annual emissions at a grade crossing with 5,000 vehicles per day
would be 0.0021 ton of volatile organic compounds, 0.0013 ton of hydrocarbons, 0.0111 ton of
carbon monoxide, and 0.0003 ton of nitrogen dioxide (NO,) per train crossing. Traffic volumes of
more than 5,000 vehicles per day would increase the estimated emissions accordingly. Railroad
crossings tend to be grade-separated when roadway and/or train traffic volumes become high, so
the air quality impacts at grade crossings would generally be relatively minor. In lllinois, most grade
crossings carry 5,000 or fewer vehicles. SEA concludes that no adverse air quality impacts would
result from increased grade crossing delays as a result of the proposed merger. Section 6.4.2 of
this chapter contains information on the transportation impacts of grade crossing delays associated
with increased rail segment activity.
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6.3 Noise Analysis

SEA performed noise analyses to identify noise-sensitive land uses where the proposed.
changes in operations could result in increases in noise exposure that meet or exceed the Board's
environmental analysis thresholds at 49 CFR 1105.7(e)(6). The following discussion provides an
estimate of the number of noise-sensitive receptors (e.g., residences, schools, churches) where
the Board's thresholds would be exceeded, potentially causing an adverse increase in noise
exposure. The noise level impact assessment was based on the baseline and projected activity
level data provided by the UP/SP

6.3.1 Increased Rail Segment Activity

Geneva to Nelson

This rail segment, which currently has 43.8 trains/day, would experience an increase of 14.1
trains/day (a 23 percent change in gross tori-miles per year) as a result of the proposed merger.
The projected increase in train volume and gross ton-miles on this segment woulid cause less than

a 2 dBA increase in the L,,. No adverse noise impacts are expected.

Nelson to Buda

This rail segment, which currently has 6.1 trains/day, would experience an increase of 10.1
trains/day (a 97.2 percent change in gross ton-miles per year) as a result of the proposed merger.
The projected increase in train volume and gross ton-miles on this segment would increase the L,
by 4.3 dBA along the tracks. The majority of noise impacts occur at or near grade crossings where
trains horns are sounded as a warning. Currently the noise impact zone at grade crossings
extends approximately 430 feet perpendicular to the tracks, whereas after the merger the zone
would increase to nearly 700 feet. Noise impacts along the segment are described below:

Nelson. Three sets of tracks leave the Nelson yard: one goes east towards Geneva, one
goes west towards Clinton, lowa, and the other goes south towards Buda. The town of
Nelson lies northeast of the yard and is situated on the Nelson-Geneva segment.
Residences in the town of Nelson would not be affected by operations on the Buda to Nelson
segment.

Manlius. The line runs north-south through the center of the town, in which there are two
grade crossings. There are residential areas on both sides of the tracks, with the larger
residential area to the east. The nearest buildings on both sides of the tracks are commercial
structures. The residences are not significantly shielded by the commercial structures, and
the residences on the west side of the track are slightly elevated relative to the track by abou‘
10 feet. The nearest residential structures are about 250 feet from the tracks on both sides.
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Currently 14 residences are within the 65 L, contour. An additional 11 residences would lie
within the post-merger contour.

Buda. The rail line riins west of the town, and there are grade crossings located west and
north of the town. There is one residence about 250 feet from the northern crossing. The
main section of town is bypassed by the r<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>