


of 50 trucks or more per day, SEA analyzed the impacts of this increased traffic on the local
rcadway system in terms of increases in daily and peak hour traffic. SEA collected traffic coun
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. Because there are no intermodal facilities in Nevada that would
experience an increase in truck traffic above the Board's analysis threshold as a part of the
proposed merger, SEA concludes that there would be no adverse impacts to the local
transportation system

SEA addressed the concerns of local communities about increased traffic delays at grade
crossing tnrough 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 &f land uses by type, avaiiability 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 Nevada carry fewer 5,000 vehicles per day. SEA concludes that increases in vehicle
delay and/or wait time due to merger-related - ~~rational changes would not be excessive.

12.4.1 Grade Crossings

In order to ar- " 7e the effects of « on the roadway system at railroad .
crossings, ' “he numon ong rail segments that would exceed
... Joard's ana il quality ~pproximate delays “.ver the course of 24
hours were calcu, age queue lengths. While an increase in the number of trains
would result in mor. 4 Closings per day, the length of the queue at each individual crossing
clocing event would change only if the train length changes. Vehicle delay impacts at rail line
segments in Nevada are summarized below:

Roseville, California to Sparks

Average rail traffic on the Roseville, California to Sparks line would increase from 13.6 tc
24.9 trains per day, a train volume increase of about 83 percent. There are 18 grade crossings
along this segment; 8 of these have Average Daily Traffic (ADT) counts greater than 5,000 vehicles
per day. At typical and low speed grade crossings along the route (e.g., train speed of 20 mph),
delay to vehicle traffic would increase from 48 minutes (pre-merger) to 88 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 (p:e-merger) to 52 minutes (post-merger) over
a 24-hour per'od. The maximum queue length per train due to peak-hour vehicle traffic would
range from 1 to 80 vehicles, and the corresponding delay per vehicle would vary from 1.35 to 2.06‘
minutes.
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Sparks to Winnemucca

' On the Sparks to Winnemucca line, average rail traffic would increase from 13.6 to 26.0
trains per day, a train volume increase of about 90 percent. There are 24 grade crossings along
this segment; none of these 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 22 minutes (pre-merger) to 42 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 29 minutes (pre-merger) to 55 minutes (post-merger) over a 24-hour period. The
maximum queue length per train due to peak-hour vehicle traffic would range from 1 to 11 vehicles,
and the corresponding delay per vehicle would vary from 1.11 to 1.35 minutes.

Winnemucca to Alazon

On the Winnemucca to Alazon line, average rail traffic would increase from 13.3 to 35.3 trains
per day, a train volume increase of about 13 percent. There are 18 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 60 mph), delay to vehicle traffic would
increase from 51 minutes (pre-merger) to 57 minutes (post-merger) over a 24-hour period. A the
lowest speeu grade crossings (e.g., train speed of 25 mph), delay to vehicle traffic would increase
from 92 minutes (pre-merger) to 104 minutes (post-meiger) over a 24-hour period. The maximum
queue length per train due to peak hour vehicle traffic ranges from 1 to 11 vehicles, and the
corresponding delay per vehicle varies from 1.11 to 1.77 minutes.

Ogden, Utah to Alazon

Average rail traffic on the Ogden, Utah to Alazon line would increase from 12.7 to 23.0 trains
per day, a train volume increase of about 81 percent. At low speed grade crossings along the route
(e.g., train speed of 30 mph), deiay to vehicie traffic would increase from 34 minutes (pre-merger)
to 61 minutes (post-merger) over a 24-hour period. At higher speed crossings (e.g., train speed
of 50 mph), delay would increase from 24 minutes (pre-merger) to 43 minutes (post-merger) over
a 24-hour period.

12.5 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 commedities.




12.5.1 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 faciiities, roadway condition and number of
lanes, and amount of roadway traffic. Since the proposed merger would not result in any new
grade crossings and v-ould 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 on trains on rail segments. SEA concludes that the accident
exposure in Nevada will range from an increase of 90 percent tc a decrease of 52 percent
depending on rail segment.

12.5.2 Hazardous Commodities

Federal regulations govern the transport of hazardous commeodities. 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 shipmeats 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.

12.6 Summary of Agency Comments

In considering the potential environmental impacts of the increased rail line segment, rail
yard, and intermodal facility activity asscciated witn the proposed UP/SP merger, SEA sent
consultation letters to various Federal, state, and iocal 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
informaticn 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
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additional consultation with agencies as shown in Volume 5, Appendix E, Table E-1. Agency
‘comments regarding the proposed increases in rail line segment activities in Nevada are
summarized below:

Nevada Department of Conservation and Natural Resources expressed concerns that
all existing orders, agreements, court decrees and stipulations remain in effect and be
complied with by the parent company. Furthermore, both railroads likely have facilities
that will require environmental cleanup, and these should be identified during the
envircnmental assessment process

State Bureau of Air Quality indicates that a change in nonattainment status for AQCR
147 has been requested since the former Kennecott copper smelter ceased operation
in 1983. The PM,, standard is no longer applicable in AQCRs 147 and 148, or the
State of Nevada. The Bureau believes it is imperative that a detailed air quality impact
study of the complete rail network involved in the merger and possible additions of
traffic due to trackage rights agreements be completed so the true impacts, both
negative and positive, can be evaluated. The Bureau suggests that the air quality
analysis be conducted on state air quality basins rather than AQCRs, citing the smaller
areas of air sheds versus vast areas of ACQRs.

Nevada Department of Transportation indicates that increased rail traffic volumes will
require re-analyzing the Statewide Hazard Index based on the projected traffic counts
on each line segment. The closure of Carlin Yard will require relocation of flashing
signal lights. The rail traffic changes affect Reno branch line and planned future safety
projects. If the UP TOFC yard is served at the southern end, major traffic disruptions
can be expected on local streets and existing crossings will have to be upgraded.
Abandonments in other states probably have no effect on plans unless traffic is
diverted though Nevada, in which case, the Hazard Index would be affected and
schedules rearranged. It was noted that the State has formally intervened

SEA notes that the UP/SP operating plan states that the UP TOFC yard in Reno would
be closed.

State Historic Presenation Office states that by law they have 30 days for consultation.
The SP rail yards in Carlin and Sparks, as well as the UP tacility in Reno, have not
been surveyed.

City of Reno is concerned that the proposed merger will aimost double the train
frequency (from 13 to 23/day) through the downtown Reno hotel/casino district. Fre-
quency of UP/SP, BN/SF, Amtrak train service will be increased to more than 30 'rains
per day, not including local service. Eight of the 15 at-grade crossings are located in
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downtown Reno which will affect substantial pedestrian and vehicular traffic, as well

as police, fire and ambulance equipment movements. Environmental impacts on air’
quality, congestion and noise levels as a result of the proposed merger are also under
study.

12.7 Suggested Mitigation

No specific mitigation measures were suggested for the proposed changes to rail line
segment operations in Nevada 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.)

12.8 SEA Recommended Mitigation

This section contains the mitigation measures that SEA recommends that the Board impose
in any final decision approving proposed changes in rail line segment operations in Nevada. 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 shali consult with appropriate Federal, state and local agencies
responsible for regulating air quality in AQCRs 147 and 148, concerning any
possible mitigation measures to reduce any potential adverse emissions from the
rail segments in these two regions. UP/SP shall advise SEA of the results of
th: se consultations

To reduce potential noise level impacts to sensitive receptors along the
Roseville, California to Sparks, Sparks to Winnemucca, and Ogden, Utah to
Alazon rail line segments, UP/SP shall consult with appropriate state and local
agencies to develop necise abatement plans. The Applicant shall advise SEA of
the results of these consultaticns and provide SEA with a copy of any resulting
noise abatement plans.

Transportation and Safety

UP/SP shall conduct individual traffic/safety studies in consultation with the Cities
of Sparks and Winnemucca, respectively. Each study shall assess safety and ‘
highway traffic impacts associated with the proposed merger, and specify site-
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specific mitigation, as appropriate. UP/SP shall periodically advise SEA of the
status of the consultations and shall submit the final version of each study.

SEA recognizes the unique characteristics of the City of Reno. This includes
tourism, heavy concentration of hotels, and high levels of rail, vehicular, and
pedestrian traffic 24 hours a day. SEA is aware that the City of Reno is
conducting studies and negotiations with the Applicant to deveiop plans to
alleviate railroad-highway grade crossings and pedestrian conflicts in the
downtown region. SEA encourages these efforts, and recommends the following
mitigation measures:

UP/SP shall continue to cooperate with the City of Reno in the
development of a final plan and agreement. UP/SP shall negotiate a final
agreement with the City of Reno within one and one-half years after the
effective date of the merger, if approved. However, this deadline may be
extended by the mutual consent of the City of Reno and UP/SP. UP/SP
shall advise SEA whether or not a final agreement has been reached.

If no agreement can be reached within the time provided above, SEA
recommends the following mitigation:

In consultation with the City of Reno, UP/SP shall construct a
minimum of three grade-separated crossings. The following streets
are to be given first consideration ‘or selection: Keystone Street,
Vine Street, Evans Street, Washington Street, Ralston Street, West
Street, Sierra Street, Virginia Street, Center Street, Lake Street, and
Sutro Street. UP/SP shall consult with the City of Reno concerning
the financing of these crossings. SEA anticipates that the City would
apply for shared funding for these crossings from appropriate
Federate and state sources.

UP/SP shall cooperate with the City of Reno in selecting the location
of the three grade-separated crossings. Selection criteria shall
include, but not be limited to, safety, construction costs, highway
traffic flows, downtown redevelopment plans, and aesthetics. The
potential for street closings in conjunction with the new grade
separations should also be studied.

SEA recognizes the unique pedestrian-oriented nature of downtown
Reno. UP/SP shall study the safety and adequacy of pedestrian
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circulation in the downtown region. If found warranted, UP/SP shall
construct up to two pedestrian grade separations. .

UP/SP, in consultation with the City of Reno, shall study the
adequacy of existing warning devices for those highway-railroad
crossings that remain at-grade. Based on this study, UP/SP shall
upgrade warning devices as needed. Enhancements such as full
barricade gating of traffic lanes, non-mountable curbs, and constant
time systems for grade crossing warning signals shall be considered
(these are signals capable of providing prior warning of
approximately 20 to 25 seconds for trains approaching crossings at
various speeds). UP/SP shall advise SEA of the results of the study.

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.




CHAPTER 13.0
RAIL LINE SEGMENT, RAIL YARD, AND INTERMODAL FACILITY IMPACTS
NEW MEXICO

This chapter provides an analysis of the potential environmental impacts resuiting from
increased traffic on rail segments and increased activity at rail yards and intermodal facilities in
New Mexico as part of the proposed merger. In analyzing these impacts, the Surface
Transportation Board's (Board) Section of Environmental Analysis (SEA), consistent with its
environniental ruies 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 would meet or exceed the Board's environmental analysis
thresholds:

El Paso, Texas to Dalhart, Texas (SP).
El Paso, Texas to Lordsburg (SP).
Cochise, Arizona to Lordsburg (SP).

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

Air quality (Section 13.1).

Air quality at grade crossings (Section 13.2).
Noise (Section 13.3).

Transportation systems (Section 13.4).
Safety (Section 13.5).

If a rail line segment 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.

13.1 Air Quality Analysis

New Mexico contains one AQCR in which rail segments are located 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 this region, increased emissions aiong 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
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these regions would result in increases in nitrogen dioxide (NO,) which contributes to the formation
of ozone. Increases in emissio’is, however, would be partially offset by decreases in train activity
on other segments.

Potential adverse impacts to air quality in the one AQCR as a result of the proposed merger
are discussed below

13.1.1 New Mexico Southern Border (AQCR 12)

Rail operations in the New Mexico Southern Border AQCR (12) 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 segmants (E! Paso, Texas, to Lordsburg and Cochise,
Arizona, to Lordsburg). There are no rail yards or 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 New Mexico Southern Border AQCR for potential air quality impacts.
SEA concludes that adverse impacts to air quality could result from increased rail operations
activity in this AQCR.

The New Mexico Southern Border AQCR (” 2) includes the counties of Grant, Hidalgo, and
Luna, 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 two rail segments. SEA concludes that increased rail line operations along the rail
segments could contribute to the formation of ozone as well as other pollutants in the New Mexico
Southern Border nonattainment area.

Emissions from Increased Line Segment Activity

The proposed merger would lead to changed activity on two rail segments that pass through
or are connected New Mexico Southern Border AQCR (12). 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:

5rigin
Station

ﬁfestination
Station

Change in #
of Trains/Day

%(ﬁange
in Trains/Day

%Changﬂl
in Tons/Yea

El Paso TX

Lordsburg NM

15.4

53%

29%“

ﬂ Cochise AZ

24%|

LordsburﬂM 85 14.6 48%

Both of the rail segments listed above (El Paso, Texas, to Lordsburg and Cochise, Arizona,
to Lordsburg) were assessed for air quality impacts because they would exceed the Board's
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 Activity.

Volume 2 13-2




Rail
Segment

AQCR
(ID No.)

Estimated Increase in Emissions (tons per year)

HC

CO

NO,

SO,

El Paso -
Lordsburg

12

31.2

97.0

726.3

52.6

PM-1
M-10_|

15.7

Cochise -
Lordsburg

16.2

50.2

376.0

27.2

8.2

Total

47.4

147.2

1102.3

79.8

23.9

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, 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 poliutanis in the New Mexico Southern Border AQCR, primarily from
mobiie rail segment emissions.

13.1.2 Northeastern Plains (AQCR 154)

Rail operations in the Northeastern Plains AQCR (154) 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 (El Paso, Texas, to Dalhart, Texas). There are no rail yards
or 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 Northeastern Plains
AQCR for potential air quality impacts. SEA concludes that adverse impacts to air quality could
result from increased rail operations activity in this AQCR

The Northeastern Plains AQCR (154) includes the counties of Colfax, Guadalupe, Harding,
Mora, San Miguel, Torrance, and Union, all of which are designated as in attainment. In
considering potential environmental impacts, SEA assessed the potential air quality impacts of
increased activity along the rail segment. SEA concludes that increased rail line operations could
contribute to the increased levels of ozone as well as other pollutants in the Northeastern Plains
attainment area.
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Emissions from Increased Rail Line Segment Activity

‘The proposed merger would lead to changed activity on one rail segment that passes through.
or is connected Northeastern Plains AQCR (154). The segment 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 # %Change %Chang
Station Station Miles | of Trains/Day | in Trains/Day| in Tons/Yea

[ ElPaso TX | Dalhart TX 425 7.6 63% 21%j|

The rail segment listed above (El Paso, Texas, to Dalhart, Texas) was assessed for air
quality impacts because it would exceed the Board's thresholds The estimated increased
emissions from this segment are shown below. The impact 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

El Paso - 154 1.9 36.9 276.5 20.0 6.0

Dalhart ‘
Key

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

Anaiysis 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, 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 Northeastern Plains AQCR, primarily from mobile rail
segment emissions.

1313 Pecos-Permian Basin (AQCR 155)

Rail operations in the Pecos-Permian Basin AQCR (155) 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 (El Paso, Texas, to Dalhart, Texas). There
are no rail yards or 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 Pecos-
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Permian Basin 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 Pecos-Permian Basin AQCR (155) includes the counties of Chaves, Curry, De Baca,
Eddy, Lea, Quay, Roosevelt, all of which are designated as in attainment. In considering potential
environmental impacts, SEA assessed the potential air quality impacts of increased activity along
the rail segment. SEA concludes that increased rail line operations would contribute to the
formation of ozone as well as other pollutants in the Pecos-Permian Basin attainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changed activity on one rail segment that passes through
or is connected Pecos-Permian Basin AQCR (155). 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:

%rigin Destination Change in # %Change %Changel||
Station Station Miles | of Trains/Day | in Trains/Day| in Tons/Year

El Paso TX Dalhart TX 425 7.6 63% 21%

The rail segment listed above (El Paso, Texas, to Dalhart, Texas) was assessed for air
quality impacts because it would exceed the Board's thresholds (while the Pecos-Permian Basin
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 impact 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

El Paso - 155 7.6 12.9 3.9
Dalhart i

=

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 resuit 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
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would result in increased levels of all pollutants in the Pecos-Permian Basin AQCR, primarily from
mobile rail segment emissions.

13.2 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 accerdingly. Railroad
grade crossings tend to be grade-sepai ated when roadway and/or train traffic volumes become
high, so the air quality impacts at grade crossings would generally be relatively minor. In New
Mexico, 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 13.4.1 of this chapter contains information on the transportation impacts of grade
crossing delays associated with increased rail segment activity.

13.3 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 UP/SP.

13.3.1 Increased Rail Segment Activity

El Paso, Texas to Lordsburg

This rail segment, which currently has 29.3 trains/day, would experience an increase of 15.4
trains/day (a 29.4 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.

Cochise, Arizona to Lordsburg

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. .
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The projected increase in train volume and gross ton-miles on this segment would cause less than
a 2 dBA increase in the L,,. Ne adverse noise impacts are expected.

13.4 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
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. Because there are no intermodal facilities in New Mexico that
would experience an increase in truck traffic above the Board's analysis threshold as a part of the
proposed merger, SEA concludes that there are no significant 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. While the time of delay at
grade crossings would increase proportionately with the increase in traiin traffic. most of the grade
crossings in New Mexico 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.

13.4.1 Grade Crossings

In order to analyze the effects of the proposed merger on the roadway svstem at grade
crossings, SEA determined the number of crossings along rail segments that w ,uld exceed the
Board's analysis thresholds for air quality analysis. Approximate delays over tne 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
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closing event would change only if the train length changes. Vehicle delay impacts at rail line
segments in New Mexico are summarized below

El Paso, Texas to Dalhart, Texas

On the El Paso to Dalhart (via New Mexico) line, average rail traffic would increase from 12
to 19.6 trains per day, a train volume increase of about 63 percent. There are 58 grade crossings
along this segment in New Mexico, none of which have Average Daily Traffic (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 would increase from 31 minutes (pre-merger) to 50 minutes (post-
merger) over a 24-hour period. At the typical and high speed crossings (e.g., train speed of 70
mph), delay to vehicle traffic would increase from 18 minutes. (pre-merger) to 29 minutes (post-
merger) over a 24-hour period. The maximum queue lengt' per train due to peak hour vehicle
traffic would range from one to two vehicles, and the corresponding delay per vehicle would vary
from 1.04 to 1.58 minutes.

El Paso, Texas to Lordsburg

Average rail traffic on the El Paso, Texas to Lordsburg line would increase from 29.3 to 44.7
trains per day, a train volume increase of about 53 percent. There are 13 grade crossings on the
line, none of which have an ADT count 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 would increase from
75 minutes (pre-merger) to 114 minutes (post-merger) over a 24-hour period. At higher speed
crossings (e.g., train speed of 50 mph), delay would increase from 53 minutes (pre-merger) to 81
minutes (post-merger) over a 24-hour period.

Lordsburg to Cochise, Arizona

On the Lordsburg o Cochise, Arizona, average rail traffic would increase from 30.3 to 44.9
trains per day, a train volume increase of about 48 percent. There are 11 grade crossings of the
line, none of which have ADT counts greater than 5,000 vehicles per day. At the grade crossings
along the route (e.g., train speed of 65 mph) delay to vehicle traffic would increase from 47 minutes
(pre-merger) to 69 minutes (post-merger) over a 24-hour period.

13.5 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.
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13.5.1 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 concludes that the accident
exposure in New Mexico will increase between 48 and 64 percent, depending on rail segment.

13.5.2 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 niethod 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.

13.6 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, 1896. 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 consultation with agencies as shown in Volume 5, Appendix E, Table E-1. Agency
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comments regarding the proposed increases in rail line segment activities in New Mexico are
summarized below:

U.S. Army Corps of Engineers stated that if the proposed actions involve a discharge
of dredged or fill materials into waters or wetlands, a Section 404 permit would be
required.

13.7 Suggested Mitigation

No specific mitigation measures were suggested for the proposed changes to rail iine
segment operations in New Mexico 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.)

13.8 SEA Recommended Mitigation

This section contains the mitigation measures that SEA reccmmends that the Board impose
in any final decision approving the proposed changes to rail line segment operations in New
Mexico. 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 :nvironmental 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 12, 154 and 155 concerning any
possible mitigation measures to reduce any potential adverse emissions from the
rail segments in these three regions. UP/SP shall advise SEA of the results of
these consultations.

To reduce potential noise level impacts to sensitive receptors along the El Paso
to Dalhart, Texas; El Paso, Texas to Lordsburg; and Cochise, Arizona to
Lordsburg rail line segments, 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 pians.
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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/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 its Emergency Response Plans.
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‘ CHAPTER 14.0
RAIL LINE SEGMENT, RAIL YARD, AND INTERMODAL FACILITY IMPACTS
OKLAHOMA

This chapter provides an analysis of the potential envirormental impacts resulting from
increased traffic on rail segments and increased activity at rail yards and intermodal facilities in
Oklahoma 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 would meet or exceed the Board's environmental analysis
thresholds:

Chickasha to Wichita, Kansas (UP)
Fort Worth, Texas to Chickasha (UP)
Stratford, Texas to Hutchinson, Kansas (SP).

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

Air quality (Section 14.1).

Air quality at grade crossings (Section 14.2).
Noise (Section 14.3).

Transportation systems (Section 14.4)
Safety (Section 14.5).

If a rail line segment 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.

14.1 Air Quality Analysis

Oklahoma contains four 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
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regions, increased emissions along the length of rail segments through the AQCR (sometimes over‘
a distance of hundreds of miles) couid 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.
None of the four AQCRs in Oklahoma is designated as nonattainment for ozone

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

14.1.1 Central Okiahoma (AQCR 184)

Rail operations in the Central Oklahoma AQCR (184) 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 (Fort Worth, Texas to Chickasha and Chickasha to
Wichita, Kansas). 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 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 Central Oklahoma AQCR (184) includes the counties of Canadian, Cieveland, Grady,
Lincoin, Logan, Kingfisher, McClain, Oklahoma, and Pottawatomie, all of which are designated as
in attainment. In considering potential environmental impacts, SEA assessed the potential air
quality impacts of increased activity along two rail segments. SEA concludes that increased rail
operations would contribute to increased levels of ozone as well as other pollutants in the Central
Oklahoma 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 the Central Oklahoma AQCR (184). The segment length (in miles),

the change in the number of trains per day on the segment, and the percent change in annual
gross ton miles would be as follows:
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(-)T'igin
Station

Jl—);stination
Station

Miles

Change in #
of Trains/Day

%Change
in Trains/Day

%Change|
in Tons/Year|

Fort Worth TX

Chickasha OK

178

6.6

87%

113%

" Purcell OK

Fort Worth TX

169

-2.0

11%

-4%)

Chickasha OK

Wichita KS

192

7.4

168%

129%

Winfield KS

Purcell OK

168

-2.0

-11% |

-3%

Two of the four rail segments listed above (Fort Worth, Texas to Chickasha and Chickasha
to Wichita, Kansas) were assessed for air quality impacts because they would exceed the Board's
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
Segment

AQCR

Estimated Increase in Emissions (tons per year)
(ID No.) :

HC CO NO, SO, PM-10
10.7 23 1 2480 18.0 5.4

Fort Worth - 184

Chickasha

26.5 82.3 616.0 446 134

Chickasha -
Wichita

‘ N Total

184

37.2 115.4 864.0 62.6

e

18.8

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 Central Oklahoma AQCR, primarily from
mobile source rail line segment emissions.

14.1.2 North Central Oklahoma (AQCR 185)

Rail operations in the North Central Oklahoma AQCR (185) associated with the proposed
merger that require analysis as specified by the Board's environmental rules at 49 CFR
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1105.7(e)(5), consist of portions of one rail segment (Chickasha to Wichita, Kansas). There are.
no intermodal facilities or rail yards in this AQCR that would exceed the Board's analysis
thresholds. Based on the increased activity levels as a result of the proposed merger, SEA
examined the North Central Oklahoma area for potential air quality impacts. SEA concludes that
adverse impacts could result from increased rail segment activity in this AQCR.

The North Central Oklahoma AQCR (185) includes the counties of Garfield, Grant, Kay,
Noble, and Payne, 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 rail segments. SEA concludes that increased rail operations would contribute to increased
levels of ozone and other pollutants in the North Central Oklahoma attainment 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 the North Central Oklahoma 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:

Station Station Miles | of Trains/Day | in Trains/Day| in Tons/Yea
Chickasha OK | Wichita KS 192 74 168% 129%
Winfield KS Purcell OK 168 -2.0 -11% -3%

Origin Destination Change in # %Change %Changj .

One of the two rail segments listed above (Chickasha to Wichita, Kansas) were assessed for
air quality impacts because they 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 Activity

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

Chickasha - 185 552.8
Wichita
HC = hydrocarbons, CO = carbon monoxide, NO, = nitrogen dioxide, SO, = sulfur dioxide, PM-10 = particulate
matter less than 10 microns ia diameter
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Analysis of Activity

The increased rail segment activity in this ACCR would result in increased levels of aii
pollutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, 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 of National
Ambient Air Quality Standards General Conformity regulations, the proposed merger would result
in increased levels of all pollutants in the North Central Oklahoma AQCR, primarily from mobile rail
segment emissions.

14.1.3 Northwestern Oklahoma (AQCR 187)

Rail operations in the Northwestern Oklahoma AQCR (187) associated with the proposed
UP/SP merger that require analysis, as specified by Board's environmental rules at 49 CFR
1105.7(e)(5), consist of a portion of one rail segment (Stratford, Texas to Hutchinson). There are
no intermodal or rail yard 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
Northwestern Oklahoma AQCR for potential air quality impacts. SEA concludes that adverse
impacts to air quality could resuit from increased rail segment activity in this AQCR.

The Northwestern Oklahoma AQCR (187) includes the counties of Alfalfa, Beaver, Blaine,
Cimarron, Custer, Dewey, Ellis, Harper, Major, Roger Mills, Texas, Woods, and Woodward, all of
which are designated as in attainment. in considering potential environmental impacts, SEA
assessed the potential air quality impacts of increased activity along the rail segment. SEA
concludes that increased rail operations would contribute to increased levels of ozone and other
poliutants in the Northwestern Oklahoma attainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changes in activity on the rail segmerits that pass
through or are connected to Northwestern Oklahoma (187). 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 riles
for each of these segments would be as follows:

Destination

Origin
Station

Station

Change in #
of Trains/Day

%Change
in Trains/Day

%Chang
in Tons/Yea

Stratford TX

Hutchinson KS

8.8

78%

I LaJuntaCO

Stratford TX

2.7

31%
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One of the two rail segments listed above (Stratford, Texas to Hutchinson) was assessec’
for air quality impacts because it would exceed the Board's analysis thresholds. The increased
emissions from the rail line segment are listed 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
Stratford - 187 6.1 19.0 142.6 10.3 3.
Hutchinson

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

Analysis of Activity

The increased rail segment activity in this AQCR wouid result in increased levels of all
pollutants, with the greatest increase in NO,. These estimates of increased emissions are
conservative, because they do not account for offsetting decreases that could result from truck-to-
rail diversions. Overall, SEA coincludes 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 other pollutants in the Northwestern Oklahoma AQCR from mobile
rail segment emissions.

14.1.4 Southwestern Oklahoma AQCR (189)

Rail operations in the Suuthwestern Oklahoma AQCR (189) are 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 (Fort Worth, Texas to Chickasha). There are
no rail yards or intermodal facilities in this AQCR that would exceed the Board's analysis
thresholds. Based on the increased activity levels as a result of the proposed merger, SEA
examined the Southwestern Oklahoma 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 Southwestern Oklahoma AQCR (189) Beckham, Caddo, Commanche, Cotton, Greer,
Harmon, Jackson, Jefferson, Kiowa, Stephens, Tillman, and Washita, all of which are designated
as in attainment. In considering potential environmental impacts, SEA assessed the potential air
quality impacts of increased activity along the rail segments. SEA concludes that increased rail
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operations would contribute to increased levels of ozone and other poliutants in the Southwestern
Oklahoma attainment area.

Emissions from Increased Rail Segment Activity

The proposed merger would lead to changes in activity on some rail segments that pass
through or are connected to the Southwestern Oklahoma 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
Station

Bestination
Station

Change in #

Miles | of Trains/Da

%Ehange
in Trains/Day

%Chang
in Tons/Yea

Fort Worth TX

Chickasha OK

178 6.6

87%

113%

Purcell OK

Fort Worth TX

169 -2.0

-11%

-4%)l

One of the rail segments listed above (Fort Worth, Texas to Chickasha) was assessed for
air quality impacts because it would exceed the Board's analysis thresholds. The increased
emissions from ihe segments is shown below. The impacts of these emissions are discussed below

in the section on Analysis of Activity.

Rail
Segment

Estimated increase in Emissions (tons per year)

HC

ele) NO,

SO,

PM-10

Fort Worth -
i Chickasha

20.7

64.3

=i
10.4

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 areatest 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 (NAAQS) General Conformity requlations, the proposed
merger would result in increased levels of pollution in the Southwestern Oklahoma AQCR,
primarily from mobile rail segment emissions.
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14.2 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 venicles 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 Oklahoma, 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
14.4.1 of this chapter contains information on the transportation impacts of grade crossing delays
associated with increased rail segment activity

14.3 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 UP/SP.

14.3.1 Increased Rail Segment Activity
Stratford, Texas to Hutchinson, Kansas

This rail segment currently has 11.3 trains/day and would experience an increase of 8.8
trains/day (a change of 24.3 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 2.5 dBA along
the alignment. The Oklahoma portion of this segment runs from Tyrone, near the Kansas border,
to Texhoma, on the Texas border. The maijority of ncise impacts occur at or near grade crossings
wnere train horns are sounded as a warning. Currently, the noise impact zone at grade crossings
extends 610 feet perpendicular to the tracks, whereas after the proposed merger the noise impact
zone would increase to about 740 feet. Potential noise impacts along the segment are described
below.
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Tyrone. The tracks pass diagonally through the center of Tyrone, in which there are four
grade crossings. There is residential land use on both sides of the tracks, and there is a
church approximateiy 700 feet northwest of the tracks. Currently 20 residences are within
the 65 L., contour. An additional 15 residences and 1 church would lie within the post-
merger contour.

Hooker. The line runs through the southeastern part of the town. There are noise-sensitive
receptors, including several churches, within 800 feet on both sides of the tracks. There are
several grade crossings which expose most of the town to horn soundings. Currently 70
residences and 1 church are within the 65 L, contour. An additional 50 residences and 1
church would lie within the post-merger contour.

Optima. The line passes along the northwest edge of this small town. Two grade crossings,
one on each side of Optima, require the trairis to sound their horns through most of the town.
Currently 10 residences are within the 65 L, contour. An additional two residences would
lie within the post-merger contour.

Guymon. The line passes through the southeast corner of town where train noise affects
many residences. There are approximately 50 houses less than 200 feet north of the tracks
‘ on the west side of town, and numerous houses within 800 feet. There are four grade

crossings located near houses. Currently 100 residences are within the 65 L, contour. An
additional 50 residences would lie within the post-merger contour.

Goodwell. The line runs along the southeast side of town, which has two grade crossings.
There are a few residences within 200 feet of the line. At the west end of town there are
some trailer homes within 150 feet of the tracks on the north side. Currently 20 residences
are within the 65 L, contour. An additional 15 residences and 1 church would lie within the
post-merger contour.

Texhoma. The line passes through the southeast corner of this small town on the Texas
border. Although land use adjacent to the tracks is mostly commercial and industrial, the
three grade crossings in town require horn soundings which affect some residential areas.
Currently 17 residences are within the 65 L,, contour. An additional 10 residences and 2
churches would lie within the post-merger contour.

In the Oklahoma portion of the Stratford, Texas to Hutchinson. Kansas line segment, there
are currently 237 residences, no schools, and 1 church 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,
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this would increase by 142 residences and 5 churches, for a total of 379 residences and 6 churches
within the post-merger 65 L, contour, as shown below

NOISE SUMMARY
FOR THE OKLAHOMA PORTION OF THE
STRATFORD, TEXAS TO HUTCHINSON, KANSAS (SP) LINE SEGMENT

Number of Sensitive Receptors

Community Pre-Merger Post-Meger

School Church Resid. School | Church
Tyrone, OK 0 0 35 0 1
Hooker, OK 120
Optima, OK 12
Guymon, OK 150
Goodwell, OK 35
Texhoma, OK 40
TOTAL

Chickasha to Wichita, Kansas

This rail segment currently has 4.4 trains/day and would experience an increase of 7.4
trains/day (a change of 129.3 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 L4, of 4.3 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 360 feet
perpendicular to the tracks, whereas after the proposed merger the noise impact zone would
increase to about 620 feet. Potential noise impacts along the segment are described below:

Medford. The line passes through the southeast corner of Medford. On the north side of the
tracks at the east end of town, the land use is primarily commercial and industrial: elsewhere,
the land use is residential. There are two grade crossings in town, both near residences.
Currently six residences are within the 65 L, contour. An additional 34 residences would lie
within the post-merger contour.

Pond Creek. The line passes through Pond Creek, and there are residential areas on both

sides of the tracks. Although much of the land use near the tracks is commercial or
industrial, horn soundings at the town's four grade crossings affect some residences.
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Currently 13 residences are within the 65 L, contour. An additional 32 residences and 1
church would lie within the post-merger contour.

Enid. The tracks pass through the middle of Enid. Industrial areas are located west of the
line, except for a few houses about 300 feet from the tracks at the north end of town. A few
residences are also located about 200 feet east of the tracks. The industrial buildings
provide some shielding. Currently 20 residences are within the 65 L, contour. An additional
30 residences and 1 church would lie within the post-merger contour.

Waukomis. The line passes east of the center of town, but there is residential development
on both sides of the tracks. The development east of the tracks is fairly dense. There is one
grade crossing in town. Currently eight residences are within the 65 L,, contour. An
additional 26 residences would lie within the post-merger contour.

Hennessey. The line passes through residential areas on the west side of town. The seven
grade crossings in town expose many residences and a church to horn noise. Currently 20
residences and 1 church are within the 65 L, contour. An additional 20 residences would
lie within the post-merger contour.

Kingfisher. The line passes through the east side of town. There are densely populated

areas to the west of the line, with the nearest residences about 100 feet from the tracks.
There are also several churches in this area. To the east of the line, industrial land use
predominates; however, a mobile home park is located about 100 feet from the tracks. There
are six grade crossings in Kingfisher. Currently 60 residences and 1 churzh are within the
65 L, contour. An additiona! 20 residences and 3 churches would lie within the post-merger
contour.

El Reno. The line runs through the middle town, past the Canadian County Historical
Museum and the Old El Reno Hotel. Residences are located along both sides of the tracks.
There are two grade crossings in town, locate the ends of the small yard in the center of
town. Currently 80 residences are within the 65 L, contour. An additional 20 residences and
1 school would lie within the post-merger contour.

Union City. The line passes through the middie of this small community, which has one

grade crossing. Currently six residences are within the 65 L, contour. An additional 19
residences and 1 church would lie within the post-merger contour.
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Chickasha. The line passes along the eastern side of town and terminates at the Chickasha‘
Yard. The only grade crossing in the area is approximately 0.3 mile north of town. The
closest residences to the tracks are about 400 feet from the line, but they are not particularly
close to the grade crossing. Currently no residences, schools, or churches are within the 65

L,, contour. Two residences would lie within the post-merger contour.

Other Communities. Other small communities along this segment which would be affected
by an increase in noise as a result of the proposed merger include: Renfrow, Jefferson,
Kremlin, North Enid, Vance Air Force Base, Bison, Dover, Okarche, Minco, and Pocasset.
Collectively, in these communities there are currertly 13 residences witnir the 65 L, contour.
An additional 58 residences and 2 churches would lie within the post-merger contour.

In the Oklahoma portion of the Wichita, Kansas to Chickasha segment, there are currently
226 residences and 2 churches within the 65 L, contour. The maijority of the impacts are due to
train horns near grade crossings. With the proposed increase in train traffic, this would increase
by 261 residences, 1 school, and 8 churches, for a total of 487 residences, 1 school, and 10
churches within the post-merger 65 L, contour, as shown below:

NOISE SUMMARY
FOR THE OKLAHOMA PORTION OF THE ’

CHICKASHA TO WICHITA, KANSAS (UP) LINE SEGMENT

—
=

Number of Sensitive Receptors

Community Pre-Merger Post-Merger

School Church Resid. School | Church
Renfrow, OK 0 0 2 0 0
Medford, OK 40
Jefferson, OK 4
Pond Creek, OK 45
Kremlin, OK 4
North Enid, OK 4
Enid, OK 50
Vance AFB, OK 9
Waukomis, OK 34
Bison, OK 8
Hennessey, OK 40
Dover, OK 12
Kingfisher, OK 80
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Number of Sensitive Receptors

Community Pre-Merger Post-Merger

School Church Resid. School | Church
Okarche, OK 1 0 0 10 0 0

El Reno, OK 80 0 100
Union City, OK 6 25
Minco, OK 3 15
Pocasset, OK 0 3
Chickasha, OK 0 2
TOTAL 226

Fort Worth, Texas to Chickasha

This rail segment currently has 7.6 trains/day and would experience an increase of 6.5
trains/day (a change of 113.2 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 2.7 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 490 feet

' perpendicular to the tracks, whereas after the proposed merger the noise impact zone vould

increase to about 615 fect. Potential noise impacts along the segment are described below:

Chickasha. The line commences in the Chickasha Yard on the east side of town and runs
south. There is a grade crossing at the south end of the yard. Southeast and southwest of
the grade crossing are residential areas which are affected by horn noice. Currently 12
residences and 1 church are within the 65 L, contour. An additional 16 residences and 1
church would lie within the post-merger contour.

Marlow. The line runs through the eastern part of town, with the closest residences about
150 feet east of the track. A pair of two-story apartment buildings are located about 250 feet
to the west of the tracks at the northern part of town near a grade crossing. Several other
grade crossings in town require the trains to sound their horns through most of Marlow.
Currently 40 residences are within the 65 L, contour. An additional 20 residences would lie
within the post-merger contour.

Duncan. The line passes through the middle of this relatively large town. Residences are
located about 100 feet away from the line in the southern pait of town. Residences in the
north of town are located along a street parallel to the line. The line passes within 50 feet of
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a nursing home, at the north end of town. There are several grade rrossing throughou(.
Duncan which require the trains to sound their horns through most of town. Currently 20
residences, 1 church, and 1 nursing home are within the 65 L, contour. An additional 20
residences and 4 churches would lie within the post-merger contour.

Comanche. The line runs along the east side of this community, which has two grade
crossings. There are residential areas on both sides of the alignment; the nearest house is
approxim :tely 150 feet from the tracks. Currently 25 residences are within the 65 L,
contour. An additional 15 residences would lie within the post-merger contour.

Waurika. The line runs through the west side of this town. There are grade crossings at U.S.
70 and near an old depat (now a museum) and library fenced off from the track. Other grade
crossings expese most of the town to horn noise. The closest residences are more than 300
feet from the tracks with industrial buildings between the residences and the tracks that
provide some acoustical shielding of train noise. Currently 25 residences and 1 church are
within the 65 L, contour. An additional 25 residences would lie within the post-merger
contour.

Other Communities. Other small communities along this segment which would be affected
by an increase in noise brought about by the proposed merger are East Ninnekah, Rush

Springs, Sugden, Ryan, Terral. Collectively, in these communities there are currently 13
residences within the 65 L, contour. An additional 29 residences ana 2 churches would lie
within the post-merger contour.

in the Oklahoma portion of the Chickasha to Fort Worth, Texas segment, there are currently
135 residences, no schools, 1 nursing home and 3 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 125 residences and 7 churches, for a total of 260 residences, 1
nursing home, and 10 churches within the post-merger 65 L, contour, as shown below:
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. NOISE SUMMARY
FOR THE OKLAHOMA PORTION OF THE

FORT WORTH, TEXAS TO CHICKASHA (UP) LINE SEGMENT

Number of Sensitive Receptors
Community Pre-Merger Post-Merger
School Church Resid. School | Church
Chickasha, OK 12 0 1 28 0 2
East Ninnekah, OK 3 10
Rush Springs, OK 4 12
Marlow, OK 40 60
Duncan, OK* 20 40
Comanche, OK 2D 40
Waurika, OK 25 50
Sugden, OK 3 8
Ryan, OK 0 2
Terral, OK 3 10
TOTAL 185 0 3

* One nursing home lies within the pre-merger contour
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’ 14.4 Transportation Systems

The Board's environmental rules at 49 CFR 1105.7(e)(2) require a description of the effects
of the proposed merger 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
of 50 trucks or more per day, SEA analyzed the impacts of th.s 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. Because there are no intermodal facilities in Oklahoma that would
experience an increase in truck traffic above the Board's analysis threshold as a part of the
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proposed merger, SEA concludes that there would be no 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. While the time of delay at
grade crossings would increase proportionately with the increase in train traffic, most of the grade
crossings in Oklahoma 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.

14.4.1 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 along rail line
segments in Oklahoma are summarized below:

Chickasha to Wichita, Kansas

Average rail traffic on the Chickasha to Wichita, Kansas line would increase from 4.4 to 11.8
trains per day, a train volume increase of about 168 percent. There are 238 grade crossings on
th.s line. At low speed grade crossings along the route (e.g., train speed of 30 mph), delay to
vehicle traffic would increase from 11 minutes (pre-merger) to 30 minutes (post-merger) over a 24-
hour period. At higher speed crossings (e.g., train speed of 50 mph). delay would increase from
8 minutes (pre-merger) to 22 minutes (post-merger) over a 24-hour period.

Fort Worth, Texas t» Chickasha

On the Fort Worth, Texas to Chickasha line, average rail traffic would increase from 7.6 to
14.2 trains per day, a train volume increase of about 86 percent. There are 73 grade crossings in
Oklahoma, three of which have Average Daily Traffic (ADT) counts greater than 5,000 vehicles per
day. At typical speed crossings (e.g., train speed of 40 mph), delay would increase from 16
minutes (pre-merger) to 30 minutes (post-merger) over a 24-hour period. At the highest speed
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‘grade crossings (e.g., train speeds of 49 mph), delay to vehicle traffic would increase from 14

minutes (pre-merger) to 26 minutes (post-merger) over a 24-hour period. At low speed grade
crossings along the route (e.g., train speed of 20 mph). delay to vehicle traffic would increase from
27 minutes (pre-merger) to 50 minutes (post-merger) over a 24-hour period. The maximum queue
length per train due to peak hour vehicle traffic would range from 1 to 32 vehicles. The
corresponding delay per vehicle would vary from 1.21 to 2.06 minutes.

Stratford, Texas to Hutchinson, Kansas

On the Stratford, Texas to Hutchinson, Kansas line segment, average rail traffic would
increase from 11.3 to 20.1 trains per day, a train volume increase of about 78 percent. There are
63 grade crossings in Oklahoma. At low speed grade crossings along the route (e.g., train speed
of 35 mph), delay to vehicle trafiic would increase from 26 minutes (pre-merger) to 41 minutes
(post-merger) over a 24-hour period. At typical and high speed crossings (e.g., train speed of 60
mph), delay would increase from 18 minutes (pre-merger) to 33 minutes (post-merger) over a 24-
hour period.

14.5 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.

14.5.1 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 resuit 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 concludes that the accident
exposure in Oklahoma will range from an increase of 168 percent to a decrease of 11 percent
depending on rail segment.

14.5.2 Hazardous Commodities

Federal regulations govern the transport of hazardous commodities. The preposed merger
is not expected to affect the policies or operation of UP/SP concerning the type or quantity of
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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
shiprnents 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.

14.6 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 merger, SEA sent consultation
letters to various Federal, state, and local agencies on January 29, 1996. These letters, samples
of which are included ir 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 cperational changes . Each letter included a state information
packet and maps that listed the specific merger-related proposals. A sample packet is shown in
Volume §, 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 Environmenta! 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 activities in Oklahoma are
summarized below:

U.S. Bureau of Indian Affairs, Muskogee Office, indicated concerns that additional rail
traffic may result in more derailments. hazardous material releases and collisions.
Significant impacts to public health and safety are not anticipated if Emergency
Response Plans and Emergency Preparedness Plans are in place. Significant impacts
to tribal land use, air quality, noise, biological resources, water resources, historic,
cultural, archaeological resources and tribal populations are not anticipated.
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Oklahoma Fish and Wildlife Department provided a list of federally-listed endangered
and threatened species. The most likely one to be afiected by the project is the
whooping crane. There are extensive forested and emergent wetlands along Beaver
River and the importance of riparian habitat was noted. Extreme care should be
exercised to ensure that the fragile riparian ecosystem is protected from direct and
indirect i