March 6, 2012

Attn: Honorable Pam O’Connor, President of SCAG and Regional Council members
Southern California Association of Governments (SCAG)

818 W. Seventh Street, 12th Floor

Los Angeles, CA 90017

RE: Active Transportation in SCAG’s 2012 Regional Transportation Plan (RTP)
Dear Honorable O’Connor, Regional Council members and Policy Committee members:

On behalf of the Alliance for a Healthy Orange County, we would like to thank Southern California Association of
Governments (SCAG) staff, Regional Council and Policy Committee members for the opportunity to participate in the
2012 Regional Transportation Plan (RTP). We recognize the multitude of efforts required to develop the long range plan
and are appreciative of all of the hard work that has already been done.

The Alliance for a Healthy Orange County is a county-wide collaborative of health care organizations, community-based
organizations and universities whose mission is to champion policy strategies and leverage funding opportunities that
result in enhanced health outcomes and reduced health disparities for Orange County residents.

The Alliance urges SCAG to consider the important health impacts of the RTP and place increased emphasis on projects
that will promote active transportation. The region does not need a plan that allocates $22 billion on road widening and
only $6 billion on active transportation. It is critical to change funding allocations to improve safety and public health
throughout our region.

We request that SCAG amend the Draft RTP/SCS to include the following:

1. Increase the overall percentage of RTP funds dedicated to active transportation from 1.3 percent of the 2012 RTP

to 5-8 percent of the total 2012 plan.
2. Prioritize active transportation funding and distribute these funds evenly over the 25 year period of the plan so

that the benefits of active transportation are brought to Orange County sooner.

3. Incorporate the development of an Active Transportation Finance Strategic Plan by 2014 that identifies how each
CTC is spending funds and the opportunities available to increase funding for active transportation.

4. Allocate funding for bicycle and pedestrian planning and usage counts.

5. Set aside funding in the RTP to support SCAG cities in developing bicycle and pedestrian master plans, safe route
to school pans and ADA transition plans. Establish a goal that 50% of SCAG cities shall develop these plans by
2016.

Alliance for a Healthy Orange County is a fiscal sponsorship project of the One OC and funded by the Health Funders Partnership of Orange County and
the California Endowment



6. Adopt a Regional Complete Streets Plan by 2014: This plan will incorporate input from local jurisdictions to
prioritize complete streets projects in programming efforts and dedicate a portion of system preservation and
maintenance funding for improving the road conditions of all users.

7. Adopt Safe Routes to School Regional Strategic Plan by 2014.
8. School Siting and Joint Use Policies should be incorporated as land use elements of the SCS.

9. Set measurable safety and health goals for all users: Goals are set for the reduction of green house gases in the
draft 2012 RTP/SCS. Active transportation plays a pivotal role in the reduction of these green house gasses.
Similar measurable goals should be set for reducing crash rates for active transportation and for reducing the
health impacts of obesity. These could include a report on the number of children walking and bicycling to
school across the entire region as well as a report detailing access to parks, open spaces and quality active
transportation networks.

10. Monitoring detailed population data and metrics in environmental justice communities.

The lack of active transportation funding disproportionally affects immigrant, lower-income, and minority
populations because these neighborhoods have greater barriers to physical activity and transit access, higher numbers
of busy regional arterial, poor pedestrian and bicycle infrastructure, unsafe neighborhoods, and lack of safe storage for
bicycles and safe crossings. Thus, these neighborhoods would benefit from an increase in funding allocations (in order
for SCAG to meet its Title VI obligations) and from a detailed strategic plan.

Compliance with the SCS requirement of SB 375 and the well-being, safety, and health of citizens within the SCAG
region will depend on the future development of our multi-modal transportation network, jobs, housing, education and
healthy environments for families to live in.

We sincerely appreciate this opportunity to provide feedback for the 2012-2035 draft RTP/SCS. Please feel free to
contact us with any questions or concerns; our contact information is listed below.

Respectfully Submitted,
Barry Ross
Chairman

Alliance for a Healthy Orange County is a fiscal sponsorship project of the One OC and funded by the Health Funders Partnership of Orange County and
the California Endowment
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Tuesday, Feb. 14, 2012

President Pam O’Connor and Members
Southern California Association of Governments
818 W. Seventh Street, 12th Floor

Los Angeles, CA 90017

Dear President O’Connor and Regional Council Members:

The health and medical community wishes to thank the Southern California Association of
Governments (SCAG) staff for their hard work on the Regional Transportation Plan/Sustainable
Communities Strategy (RTP/SCS) and for recognizing that the decisions made in the planning
process ultimately affect public health and air quality. We are especially pleased to see the
inclusion of some of the health and equity indicators that we championed in our comment
letters (May 6 and Aug 26) captured in SCAG’s performance measures. While we believe the
draft plan under review has many positive elements, we also believe strengthening measures
are needed to assure that strong public health benefits are achieved through the plan.

The serious air pollution and health problems experienced in the Southern California region
require strong action to transform transportation and land use planning. The Los Angeles
region continues to be rated as the most polluted area for ozone in the country by the
American Lung Association and the public health toll remains high. The Inland Empire
continues to bear the brunt of this pollution due to weather patterns that concentrate pollution
in the area leading to more severe health impacts.

Research by the American Lung Association in California quantified the respiratory health
benefits of smart growth strategies in the Southern California region. This analysis showed that
the six-county Southern California region could avoid over 516 billion in cumulative health
and societal costs through smart growth strategies that reduce the growth in the region’s
vehicle trips by 20 percent by 2035. While large, these benefits may represent a small fraction
of the greater benefits that accrue with more physically active transportation options, as
envisioned and quantified by the California Department of Public Health’s I-THIM modeling



project. Understanding the potential benefits of given planning scenarios will help to identify
plans that provide the greatest reductions in harmful emissions and chronic illnesses.

Health experts have continued to speak out through workshops, hearings, joint letters and the
media about the devastating toll of respiratory iliness, obesity, diabetes, and heart disease
caused by our car-dependent community designs throughout the Southern California region
and about the need for greater focus on a shift to active transportation modes like walking,
cycling and transit that reduce pollution emissions and gets people out of their cars and into a
more physically active lifestyle.

We offer the following comments and recommendations to ensure that the Sustainable
Communities Strategy and future transportation investments place sufficient emphasis on
promoting active transportation modes and transit oriented development, measuring and
improving health progress, and ensuring that health and equity are imbedded in the decision
making process for this plan and future planning efforts.

Key Health Recommendations for SCAG SCS

e Increase active transportation investments to more than $12 billion a year. While we
appreciate the increase in active transportation funding included in the draft SCS, we
believe more funding is needed. A recent study by the Los Angeles County of Public
Health estimated that up to $40 billion could be needed to build out all of the current
bicycle and pedestrian projects in Los Angeles County alone. SCAG, in coordination with
health departments and organizations, should conduct a comprehensive needs
assessment for the Southern California region to determine the infrastructure needs to
develop a network of bicycle and pedestrian pathways and transit connections. Analysis
is also needed of how SCAG’s bicycle and pedestrian per capita investment compares
with other regions.

¢ Improve Assessment of health benefits through new modeling approaches. Utilize the
new California Department of Public Health I-THIM screening tool to analyze the
potential chronic disease reductions that can be achieved in the SCAG region based on
increased transportation-related physical activity such as walking and biking. This model
was used in the San Francisco Bay Area region to determine reductions in heart and
respiratory disease, breast cancer and other health effects linked to active
transportation scenarios. We urge SCAG to incorporate this tool in regional planning
and decision making for transportation investments.

¢ Include the attached list of 13 health and equity metrics in the SCS and monitor over
time, including expanded public health targets. In addition to monitoring premature
mortality, SCAG should also assess reductions in asthma incidence and exacerbations
due to traffic related pollution (NOX) and other targets through collaboration with local
health departments, the South Coast Air Quality Management District, academic
researchers and community based organizations. Improvements to the targets should
be monitored and reported to the public every two years. Additional comments on the
targets already included by SCAG in the SCS will be sent in a separate comment letter.




e Focus investments on completing transit systems and building out transit
infrastructure, rather than highway expansion, including the following:.
o Doubling Metrolink ridership by 2020 and double it again by 2035
o Expanding Bus Rapid Transit and regional bus service
o Enhancing TOD planning and 1*-mile-last-mile investments near Metrolink
stations
o Doubling the bicycle network to 24,000 miles and improving pedestrian
environment

¢ Increase transit and transit oriented planning in Inland Empire. Because so much of
the planned growth in the Inland Empire is relatively low density and remote from
transit, SCAG should work closely with Inland Empire governments to accelerate
expansion and frequency of transit and rail to the area and focus more growth around
transit corridors. A recent health forum hosted by the American Lung Association in
California in Riverside highlighted the dramatic rates of respiratory illness, heart disease
and obesity in the region associated with poor land use and sprawl development.

e Front load active transportation funding. SCAG should commit to a higher amount of
transportation funding for bike and pedestrian infrastructure, especially in the early
years of the 25-year RTP process. SCAG should work with local transportation agencies
to prioritize bicycle and pedestrian projects and ensure the majority of funds are spent
prior to 2020.

¢ Increase investments in zero emission freight transportation in order to reduce diesel
emissions and exposures in communities near freight corridors and rail yards. Ensure
that funding mechanisms are in place to expedite the implementation of the zero and
near-zero emission freight and truck strategies and infrastructure. Prioritize spending on
projects that deliver maximum health benefits for residents of the region, especially
those living along freeways and freight corridors.

e Evaluate the number and type of new developments that could be located in close
proximity to freeways and high traffic roadways in the SCAG region under the new RTP
and potential pollution exposures. The Environmental Justice Appendix to the Plan shows
that approximately 25% - 27% of households living within 500 feet of freeways could face
greater exposures to CO and PM than under the base case, with high concentrations of minority
and low income residents disproportionately affected. Work with air district, health
departments and universities to develop and implement best practice policies for
developments located near heavy traffic areas to reduce exposures to air pollution.

As health and medical organizations and professionals, we recognize that strong government
policies to control harmful emissions and that dramatically increase options for active
transportation are critical to improving public health and quality of life in Southern California.
We stand ready to assist you in implementing a truly health protective, equitable and
sustainable plan for Southern California.

Signed,



Kathy Magliato, MD
Board of Directors & Volunteer
American Heart Association

Bonnie Holmes Gen
Executive Director for Air Quality and Public Health
American Lung Association in California

Robert Vinetz, MD and Anne Farrell-Sheffer, MPH
Co-Chairs
Asthma Coalition of Los Angeles County

Zachery Scott

Director of Programs

Asthma & Allergy Foundation of America,
California Chapter

Ruben Cantu
Program Director
California Pan-Ethnic Health Network

Maya Golden-Krasner
Staff Attorney
Communities for a Better Environment

Maxwell Ohikhuare, MD
Health Officer
County of San Bernardino | Department of Public Health

Rachelle R. Wenger, MPA
Director, Public Policy & Community Advocacy
Dignity Health (Formerly Catholic Healthcare West)

Jocelyn Vivar Ramirez, M.P.H.
Research & Policy Analyst
East Yard Communities for Environmental Justice

Jonathan Heller, PhD
Executive Director
Human Impact Partners



Dolores Gonzalez-Hayes
Director of Policy
Latino Health Access

Jessica Tovar, MSW
Project Manager
Long Beach Alliance for Children with Asthma

Alexis Lantz
Planning & Policy Director
Los Angeles County Bicycle Coalition

Jeremy Cantor, MPH
Program Manager
Healthy Places Coalition
Prevention Institute

Ricky Choi, MD, MPH
Chair
National Physicians Alliance — CA

Patricia Ochoa
Environment and Health Coordinator
Physicians for Social Responsibility — LA

Pauline Chow, Esq. Southern California Policy Manager
Rye Baerg, Southern California Policy Manager
Safe Routes to School National Partnership

Jim Mangia, MPH
President & CEO
St. John's Well Child and Family Centers

Dr. Robert Ogilvie, PhD
Program Director, Planning for Healthy Places
Public Health Law and Policy

Anne Kelsey-Lamb, MPH
Director
Regional Asthma Management and Prevention

Luis Pardo
Executive Director
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Gary Melton, RN, MBA

Director of Health Administration
Inland Empire Health Plan (IEHP) *

Karen Jakpor, MD, MPH
American Lung Association in California volunteer
Riverside

Susan Sprau, MD
Past President
CA Chapter of the American College of Physicians*

Savita Reis, MD
Whittier

Tamanna Rahman, MPH
DrPH Student
UCLA School of Public Health

Trish Roth, MD
Pediatrician
Santa Monica

Richard J Jackson MD, MPH

Professor and Chair, Environmental Health Sciences*

UCLA School of Public Health*

Former Director, National Center for Environmental Health CDC
Former California State Public Health Officer

* For identification only



2012 RTP ASCE, LA Section, Sustainability Committee Comment

Sustainability Committee, Los Angeles Section
American Society of Civil Engineers
Comments on December 2012 draft of
SCAG 2012 Regional Transportation Plan

The Southern California Association of Governments’ (SCAG) 2012 Regional
Transportation Plan (Plan) is an excellent planning document based on 2005 technology.
It lacks only an update for the digital technology of 2010 and an infusion of hope amid
the many challenges. You can accomplish that update by inserting the Arial font text at
the appropriate locations in the Plan. Any text not in Arial font is supporting logic and
documentation. SCAG may choose to insert the non-Arial font or use it to prepare an
alternate revenue-expense model.

SCAG is a sufficiently large economy to drive more applications of digital technology for
transportation safety and convenience. If SCAG does not drive digital applications, the
digital applications will drive SCAG. For example:

» In response to youth surveys, General Motors is applying digital technology. For
example; small self-driving taxis and cars which will park themselves a mile or
more from their passenger drop off or pick up locations."* Today’s tech-savvy 0-
15-year olds will be the transportation consumers responding (or not) to SCAG’s
Transportation Demand Management (TDM) as the 18-38-year olds of 2030.

» Drivers are ever more distracted by their digital devices, so much so the National
Highway Traffic Safety Administration recommends banning all use of digital
devices, even hands free phones.’ Increasingly distracted drivers are more likely
to kill pedestrians and bicyclists, with more adverse impacts on TDM and safety.*

» Pedestrians and bicyclists are distracted reading their digital device and oblivious
to outside sounds wearing earphones.’

» As of 2009, anyone with a smart phone had access to real-time (and very
distracting) visual indications of traffic conditions on their alternate routes.

" Self-parking is described in News Briefs, page 36, Civil Engineering, December 2011 (Civil
Engineering is the magazine of the American Society of Civil Engineers). The POD car is
described at http://theweek.com/article/index/217867/gms-new-self-driving-pod-car.

? General Motors is responding to numerous surveys, “Young buyers want cars that are safe,
affordable, compatible with the latest high-tech gadgetry, and good for the environment.” In
1983, 80% of 18 year olds had driver’s licenses, in 2008 only 67%.

http://www.vcstar.com/news/2012/jan/12/editorial-job-1-is-getting-teens-interested-in/

? Associated Press, December 17 & 18,2011 based on NHTSA campaign http://distraction.gov/

* Individual car safety/convenience features (adaptive cruise control, self-parking, stability
control, out-of-lane warning, etc.) are less likely to sense pedestrians while giving drivers a false
sense of safety while distracted.

> Editorial in Ventura County Star, December 29, 2011 mentioning the National Transportation
Safety Board, the American College of Emergency Physicians, the San Francisco Municipal
Transportation Agency, and AAA Texas.

January 19, 2012
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2012 RTP ASCE, LA Section, Sustainability Committee Comment

The American Society of Civil Engineers, Los Angeles Section, Sustainability
Committee encourages SCAG to drive digital applications for transportation because
digital applications allow tremendous improvements in mobility, safety, and air quality
with relatively little use of the Earth’s natural resources.

Further, motor vehicles manufacturers are implementing digital applications in an
uncoordinated fashion motivated to sell more vehicles: adaptive cruise control, stability
control, self-parking, voice recognition, collision warning, General Motors’ OnStar, etc.
While these systems help protect the vehicle occupants, they are likely to increase the
rate of bicyclist and pedestrian deaths above 21%.® Our committee includes regular
bicycle commuters who often get unsolicited comments about the dangers involved. It
would seem the perception of danger is discouraging bicycle and pedestrian
transportation. It follows that an increase in perceived safety is essential for increasing
active transportation.

Executive Summary

After the Mobility, Safety, Air Quality, and Financial Challenges of Executive Summary
pages 2 and 3, add:

DIGITAL OPPORTUNITIES

Our electronic systems continue to improve in reliability, performance, and cost. 2035 is
as far in the future as 1986 is in the past. In 1986, mobile phones were the size of small
vacuum cleaners and anti-lock brakes were standard on a few luxury cars. Personal
computers were the size of a desk drawer with the power to handle word processing and
simple spreadsheets. In 2010, smart phones are smaller than a deck of cards, are a
tenth the cost of a 1986 personal computer, and possess the power of a 1986 super-
computer. Full drive-by-wire stability control systems are standard on most cars. The
global positioning system (GPS) was not fully operational with civilian accuracy of about
30 feet until 1994. In 2010, smart phones have GPS which can be integrated with the
smart phone’s accelerometers for precision of a few inches at highway speeds.’

Our vision includes pushing the connectivity and computing power of 2010 to address
the transportation challenges of 2020, 2030, and beyond.

% The December 2011 draft 2012-2035 Plan, page 2.

" Differential, Wide Area Augmentation, Local Area Augmentation, and multiple signals increase
accuracy. The differential GPS position accuracy of an object which is still for minutes is
fractions of an inch. The accelerometers allow moving objects to integrate GPS signals over time
to achieve accuracy within several inches and to cover areas with spotty GPS signal reception.

January 19, 2012
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2012 RTP ASCE, LA Section, Sustainability Committee Comment

At the end of the Financial Plan Executive Summary pages 7 and 8, add:
REDUCED INSURANCE COSTS

Drivers and businesses in the SCAG region paid about $25 billion in 2010 for vehicle
insurance.® By pushing digital systems to address transportation safety challenges,
SCAG can decrease collisions from about 83,000 per year in 2010 to less than 500 per
year in 2035.° Digital systems would save drivers and businesses about $240 billion on
insurance premiums over the twenty years between 2015 and 2035."° Also, by pushing
digital systems to address transportation mobility challenges, SCAG can reduce the
regional person-hours of traffic delay below 1 million hours per year."" The insurance
and time savings more than justify the increased gas tax'? and mileage-based user fee
suggested in Table 2 with directly offsetting savings for drivers and business."

¥ An estimate based on proportionality of population SCAG may want to verify.

? The modest drop in collisions per year shown in Figure 2.2, page 38 may be due as much to the
economy and the increased prevalence of stability control systems than California’s Strategic
Highway Safety Plans. Extending digital systems beyond drive-by-wire stability control
promises near-zero collisions.

"1t is possible for 99% of vehicles to have digital zero-collision systems by 2035. A linear ramp-
down of accidents and insurance costs starting in 2015 would extend over twenty years with an
average saving (predicted for 2025) of $12 billion per year.

"' The December 2011 draft Plan’s Figure 6.1 on page 164 indicates essentially no change from
2008’s time lost to traffic delays for the Plans’ 2035 projection of about 4 million hours/yr.
Because digital systems are super-polite (the cars are informing each other of moves well within
digital reaction times) merging is smoother and per-lane capacity at speed is easily doubled. The
smooth merging feature should be effective eliminating traffic delays even beyond the effective
doubling or tripling the number of lanes. While actually doubling lanes or buses or trains is not
fiscally possible, virtually doubling them is as inexpensive as $200 per vehicle per a 2005
estimate by General Motors engineers.

12 Overall sustainability would be better by either 1) shifting the per-mile fee to fuel tax or 2)
implement the per-mile fee as a function of vehicle weight. As a commuting bicyclist I might pay
1/20" the rate of a Smart Car, who would pay % the rate of an SUV, who would pay 1/6™ the rate
of a loaded semi-truck. Bicyclists and pedestrians could pay toward a lottery-type incentive
system as combination virtual force field and bicycle computer device logs commuting miles.

" The December draft Plan indicates substantial new revenue to preserve essentially the same
traffic delay and a modest decrease in vehicle insurance costs. “Same as 2008 will not keep the
Ports of Los Angeles and Long Beach competitive with a widened Panama Canal or help the
SCAG region attract other businesses while other regions improve their transportation and drop
their expenses applying digital systems.

January 19, 2012
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2012 RTP ASCE, LA Section, Sustainability Committee Comment

Vision
Change the title and add the following to pages 27 and 28:

INTEGRATED LAND USE AND DIGITALLY ENHANCED TRANSPORTATION

Digitally enhanced transportation is the application of technology allowing:

e Transit users to keep shopping, working, or playing until they receive an alarm
that they have just enough time to get to the bus stop.

e Bus drivers to vary their routes and stops in real time to optimize service,
revenue, and expense.

o Cities to organize all the possible parking spots (street, schools, churches,
business, and individual residences) for public-private coordinated time-of-use
and membership-based tolls and space sharing.™

e Private drivers and passengers to share rides on-the-fly as a decentralized
neighbor-helping-neighbor form of transit.

o Pedestrians and bicyclists to be protected from motor vehicles by a virtual force
field using a $50 device which informs motor vehicles of their location, velocity,
and accelerations. The same device can offer tips on safe bicycling and safe
walking."

¢ Motor vehicles to be protected by the same virtual force field. The virtual force
field not only prevents accidents, it negates the perceived safety of larger
vehicles.®
More gamification' in traffic management, such as speed camera lottery.

o Safely doubling road capacity while maintaining the speed limit (no congestion
delays) by applying the same virtual force field to make vehicles super-polite.

e Rental of bicycles, traditional cars, or self-driving vehicles by the minute."

e Cargo-pooling for mail, hardcopy messages, tools, equipment, food, etc.™

'* (We may find excess parking spaces to convert into mini-parks or weekly/seasonal business
locations.)

1% (Bicycle on the right! Spanish translations welcome. Stop for red light! Cross curbs at right
angles.)

'® The perception of safety in small vehicles allows the proliferation of Smart Car sized vehicles
and even freeway capable human-electric hybrids.

7 Gamification is applying games to life (transportation, education, government, etc.).
Gamification and speed camera lottery are explained at: http://www.aol.com/video/youve-got-gabe-

zichermann/517241772/?icid=maing-grid7%7Cmain5%7Cvideo-module%7Csec3_Ink1%7C125198.
'® Many cities already have bicycle rentals by the minute from a multitude of locations spread

around the city, one example: http://www.bcycle.com/. General Motors is developing two-person
self-driving, self-parking, digitally summoned electric vehicles:
http://theweek.com/article/index/217867/gms-new-self-driving-pod-car. Private cornpanies are offering
hourly car rentals, one example: http:/www.zipcar.com/.

' With convenient communications and radio ID tags, a U.S. Postal Service tractor could connect
with a preloaded trailer full of store-assembled boxes of groceries, and deliver each box to the
apartment which ordered those groceries. See http://www.prweb.com/releases/2011/10/prweb8844077.htm

January 19, 2012
4 of 10



2012 RTP ASCE, LA Section, Sustainability Committee Comment

Background information on decentralized transit and parking

Smart phone-transit® is by far the most business like way to reduce vehicle miles. With
smart phone-transit, everyone can elect to participate public transit, which is as time
conserving as hailing a taxi and as energy and cost conserving as carpooling. That is, the
public transit via smart phone is super-convenient relative to buses or trains. There are
many examples. This software for i-phones is a ridesharing focused explanation of smart
phone-transit: www.avego.com/ui/index.action. This app can work on any smart phone.

Cellphone-parking®' guides people to empty parking spaces and enhances many other
strategies for increasing ridership on traditional and new forms of public transit.

Two non-profits have included smart phone-transit in their documents. Santa Barbara’s
Community Environmental Council describes it as dynamic ridesharing coordinated with
smart phones in their 2007 Transportation Plan for their Fossil Free by 2033 Program.
Sierra Club California mentions making transportation information available with smart
phones in their November 19, 2008 comment on the California Air Resources Board’s
(CARB) scoping plan for California’s Global Warming Solutions Act of 2006.

Motivation

The author’s research for the Santa Barbara Community Environmental Council’s Fossil
Free by 2033 Transportation Plan (Free by 2033 Plan) confirmed a strong preference for
convenience when selecting transportation. The Free by 2033 Plan®* concludes increased
ridesharing can reduce vehicle miles by 20% much quicker and less expensively than can
increased use of traditional public transit. Convenience and cost factors strongly favor
ridesharing.

These general facts from the Legislative Analyst’s Office” concerning carpool lanes
confirm a need to increase timesaving and convenience aspects of public transportation:
e High Occupancy Vehicle (HOV) lanes are underused in the off-peak direction or
during off-peak hours, because there is little timesavings incentive to carpool
when traffic is flowing.

20 Cellphone-transit uses the GPS, computer, and communications capabilities of cellphones to produce
public transit by connecting people to share the empty seats in their cars.

*! Cellphone-parking can have a sensor on each parking spot, or use individual’s cellphones, or use the
car’s digital safety system as the sensor. In any case, the digital system would send information for billing,
payment, guiding drivers to empty (non-reserved) spots, and gathering information on parking supply and
demand.

2 http://www.communityenvironmentalcouncil.org/Programs/EP/PDFs/Transportation NovO8/CEC _transportation_Nov08 final.pdf
3 Legislative Analyst’s Office, “HOV Lanes in California: Are They Achieving Their Goals,” January
2000

January 19, 2012
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2012 RTP ASCE, LA Section, Sustainability Committee Comment

e HOV lanes are most effective when they provide timesaving. HOV lanes do not
increase carpooling, unless there is traffic slowing congestion.

The summer 2008 high fuel costs followed by the fall 2008 low fuel costs provide a
price-based example. High fuel costs increased bus and train ridership and prompted
calls for more convenient buses and trains. At least in Los Angeles, new summer 2008
riders generally abandoned buses and trains when fuel prices dropped.

Further, consider how rapidly people abandon bicycles, buses, and trains when they can
barely afford a private motor vehicle in developing countries. Witness the switch away
from bicycles in China and India.

All this implies that transit riding must become as convenient as single occupancy
vehicles if transit riding is to increase significantly. Rather than allowing traffic
congestion to drag on the economy, make transit more convenient. The best transit riding
increasing strategy will be super-convenient. The inexpensive super-convenience of
digital applications extends to low income people unlike traditional public transit (which
is not convenient) or single occupancy vehicle tolls (which are expensive). SCAG’s
implementation of smart phone-transit would make SCAG’s transit system more
sophisticated and 21st Century than New York, San Francisco, London or Paris.

Smart phone-transit & Smart phone-parking

Smart phones can coordinate and improve all our existing transportation equipment with:

e Convenient access to bus and train schedules and next-bus or next-train arrival
times, even while you are standing at the curb;

e Automatic payment for train, bus, carpool, taxi, or rideshare (with demand-driven
price adjustments honing in on the best price for minimum vehicle-miles);

e The convenient access to several modes of transportation makes traditional public
transit more acceptable due to the easy on-the-fly availability of other modes to
meet the unexpected.

e (Carpools or rideshares scheduled weeks, days, hours, or minutes ahead, or even
when a car is parked, or when a car with an empty seat is driving by;

e The smart phone warns you, routinely minutes before arrival, that a bus, train, or
parking lot will be full. The warning could be days in advance when people are
reserving for special events.

e Real-time ridesharing buddy selection (sometimes you want professional peers,
sometimes church buddies, sometimes teammates);

e Navigation guidance to empty parking spots, paying the parking meter, parking
meter rates that vary with time of day and number of people in the car;

e Rewarding with parking spots near the “in” restaurant for past public transit use,
because the smart phone reliably documents time and distance spent commuting
via public transit (or rideshare, or bicycle or walking);

January 19, 2012
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2012 RTP ASCE, LA Section, Sustainability Committee Comment

e Businesses, churches, schools, employees, and individual citizen parking space
owners could share parking spots with time-of-use metering and the rate
communicated through and paid through the smart phone; and

e The smart phones may communicate using UC Berkeley developed software to
direct individual drivers around traffic congestion. Again, the congestion can be
predicted and prevented hours or even days in advance with sufficient people
scheduling transportation on smart phone-transit.

Any smart phone with GPS (global positioning system) and modest computation power
can have software more comprehensive than the i-phone application announced by
Avego in November 2008. Other phone companies have been a little slower to acquire
3rd party transportation applications. However, the Blackberry Storm, the T-Mobile G1,
the Samsung Instinct, and the LG Dare are all smartphones with touchscreens. They
should be able to run smart phone-transit software.

The smart parking meters, most using Zigbee radio protocol, are already installed in
several communities. San Francisco’s SFPark project installed 6,000 meters in summer
2008.>* Each meter is about the size of a deck of cards, is glued to the pavement, and has
several years of battery life. The smart parking meters relay information to each other
sometimes via similarly equipped electric, gas, and water meters. The communication
allows car navigation to empty parking spaces and rate adjustment from a central office.
The internal computer allows parking rates to vary for the convenience of the owner of
the parking space and as a means to reduce vehicle-miles.

For example, a school could adjust the parking rate depending on location, time of day,
how many students arrive in that vehicle on that day, how often that student has used
other public transit or bicycled. A restaurant adjacent to the school could “rent” evening
parking hours from the school with automatic payment validation when the people spend
more than 20 minutes in the restaurant. Churches could “rent” parking spots for major
sports events or nearby Christmas shopping because the parking rate for non-members
would be exceptionally high during church events. One side effect of this coordinated
parking is the opportunity to convert seldom-used parking into parks or bicycle lanes.

Other solvers will offer many strategies which are greatly enhanced by smart phone-
transit and smart phone-parking: wireless web on buses and trains, rewarding employees
to abstain from using a parking spot, subsidized bus passes, carpool lanes, time-of-use
road tolls, emergency ride home, designated park&ride areas on every block, etc. You
can find a great list of such ideas in the Santa Barbara Community Environmental
Council’s Transportation Plan’.

** See website at SFPark.org. Check comments at http://pressabout.us/sfpark.org.
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Economics

As Avego proves, the only cost of providing smart phone-transit in the SCAG area is the
cost of encouraging it’s use and perhaps assisting Apple and other manufacturers to
provide compatibility between smart phones and apps. The cost of smart phone parking
is in establishing and maintaining a data base for the smart phones to interact with.
Again, private companies can provide this service in exchange for a share of the parking
fees. Consumers seeking the conveniences of smart phone-transit and smart phone-
parking will force smart phone manufacturers and service providers into larger
investments in order to protect or increase market share.

Potential incomes from providing smart phone-transit and smart phone-parking include:

e When each train, bus, or rideshare rider pays the driver, the smart phone-transit
service is paid two cents per mile. One billion miles a year would provide $70
million per year.

e The smart phone service provider pays $1 of their monthly Internet service fee to
start and maintain the smart phone-transit and smart phone-parking service. Five
million smart phone owners generate $60 million a year.

¢ SCAG might pay the smart phone-transit service a fee to obtain ridership data for
adjusting routes and fares to minimize both vehicle-miles and passenger-miles-
per-gallon.

e Businesses, schools, churches, and governments could pay for special (picture,
music, or video) listing in the service so that people can identify them, find how
to travel to them, and gather data on what draws customers, voters, students, and
members.

e The smart phone-parking service provider may be paid from a portion of the
parking fees (as is often done for traffic-light-running-ticketing cameras).

e Parking space owners can sell parking spaces at the time-of-use rate that fits the
owner.

Individuals bear the cost of buying smart phones and services. Because individuals
obtain smart phones for so many other reasons, the individual’s incremental cost is small.
Small is relative and flexible. Phones can be a provided at a nominal cost and profits
made on the service. This low initial price is followed by higher operating fees is like
obtaining a loan and using the phone purchase to pay for itself with the personal savings
on transportation costs.

SCAG can trigger the smart phone market share race, advertise the program, and
contribute to economic opportunity with contests and promotions. $1 million would buy
about 5,000 smartphones wholesale. The smartphones can be rewards for idea contests,
student essay contests, or a recruiting contest. In a recruiting contest, contestants sign up
regular customers at regular customer rates. The new customers’ transit use is summed
(aggregate manner to avoid privacy issues) for the contest period. The contestants whose

January 19, 2012
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customers accumulated the most transit miles win the smartphones and year of service.
The summed miles can be displayed on a website with hourly updates to create
excitement. Note that a bus or taxi driver with a smartphone and the service creates a
participating bus or taxi with automatic payment option and data transfer to the agency.

Charities can participate as receivers of rider’s payments, by recycling smartphones, and
by subsidizing service fees. Americans are more generous then fugal. That suggests past
efforts to encourage more car-pooling were hindered because the $2 fee for giving
someone a 5 mile ride wasn’t worth the time required to set-up a pool. However,
generous Americans will hunt for passengers, if the fees are automatically transmitted to
their favorite charity.

Business and government can save money and gain clients by providing employees who
attend off-site meetings with the smartphones and service. Businesses doing so gain a
marketing edge because their potential clients will want to be associated with such smart
and energy efficient service providers.

Future

Consider adding the parking meters as a smart phone feature gradually starting in 2013.
The phones will need more accurate GPS, which can be provided using inertial
navigation to improve satellite fixes, or by providing more GPS channels within the
phone, or by providing more satellite repeaters. The accurate within-a-yard phone would
link to the city’s GIS (geographic information system) whenever the car stops in any
mapped parking spot. Ergo, the smart phone becomes the parking meter.

Background information on zero-congestion, zero-collision vehicles

Motor vehicles can use digital technology to avoid crashing into each other. Commercial
aircraft already use this electronics to safely increase landings and take-offs in less time.
It’s called the Automatic Dependent Surveillance Broadcast System? and started
coordinating 9,000 helicopter flights a day over the Gulf of Mexico in January 2010. The
electronics is robust and keeps getting better. For example, the U.S. Air Force is
developing tiny quantum-mechanical devices that improve your car keeping track of
itself even if it loses its Global Positioning System signals.*®

25 One of many possible descriptions: http://www.rescuecom.com/blog/index.php/computer-support/flight-

made-cool-and-safe-ads-b-is-coming/
26 http://www.scientificamerican.com/article.cfm?id=getting-gps-out-of-a-jam
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Electronics is way cheaper than car insurance. In 2005, General Motors engineers
estimated $200 per car to upgrade OnStar to zero-crash, zero-congestion.”” Of course,
most other cars would have to be similarly outfitted for this low-cost approach.

Example actions

Allow, beginning January 1, 2013, single driver cars with zero-crash and zero-congestion
technology to use car-pool lanes.

Announce such technology will be required for the “fast” lane of 3" lane freeways
starting January 1, 2016.

Announce such technology will be required for all but the slow lane of every freeway in
SCAG member jurisdictions starting January 1, 2020.

Announce a lottery which bicyclists and pedestrians enter by logging miles with their
zero-crash technology equipped smart-phone, bicycle computer, or pedometer.

72005 quote no longer available, low cost can be inferred from the Vehicle-to-Vehicle portion of
http://www.traffictechnologytoday.com/opinion.php?BlogID=45
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9 Am e ro n Ameron International Corporation

Water Transmission Group
10681 Foothill Blvd., Suite 450
Richard 1. Mueller Rancho Cucamonga, CA 91730
President Telephone: 909/944-4100. Ext. 192
Fax: 909/980-7865
February 9, 2012 Email: Richard.Mueller@nov.com

Mr. Jacob Lieb

SCAG

818 W. 7th Street, 12th Floor

Los Angeles, CA 90017

Via email: 2012PEIR@scag.ca.gov

Subject: Official Comment on the 2012-2035 Regional Transportation Plan/EIR;
Recommendation to Include an Underground, Automated Alternate to the
East West Freight Corridor

Ladies and Gentlemen:

For the past two years | have been involved with the refinement and promotion of a freight transportation
concept we call “Green Rail Intelligent Development”, or GRID. GRID is composed of three major
components, as follows.

1) A “SuperDock” to provide highly automated transfer of container freight directly between ships and
trains. Two types of trains would be served by the “SuperDock”, Class 1 trains for BNSF and Union
Pacific to travel through the Alameda Corridor, and drone container trains to and from points in
southern California.

2) Afreight pipeline, essentially a tunnel for the drone trains to travel between warehouse districts in the
Los Angeles region and the Ports.

3) Loading/unloading terminals to feed and receive drone trains into and from the freight pipeline/tunnel.
These terminals would be strategically located near concentrations of warehouses in downtown Los
Angeles, the City of Commerce, Rowland Heights, and Fontana.

The freight pipeline would essentially provide an unobtrusive, nearly noise-free, electrically powered
alternative to the East West Corridor proposed in the RTP.

Initial indications are that the efficiency of the “SuperDock” and freight pipeline system could generate a
sufficient cash flow for the system to pay for itself using current freight costs and without any tax increases.
This system has received a specific endorsement from the Angeles Chapter of the Sierra Club.

| recognize there is insufficient time for the study of GRID that would be required for GRID to be included as
an alternative in the current RTP. However, as soon as the draft RTP is finalized, | encourage SCAG to
participate in an investigation of GRID to determine its viability. GRID provides an opportunity for a true
paradigm shift in freight transportation within southern California that could significantly reduce highway
congestion and make freight transportation to and through southern California competitive with that anywhere
in the world.

Sincerely,

Ameron International Corporation
Water Transmission Group

Z-QAA A

Richard I. Mueller, P.E.
President


mailto:2012PEIR@scag.ca.gov
mailto:Richard.Mueller@nov.com

é.! é ~/~/Hllilll'I/Prmmu(’im'x
5 4

February 9, 2012

Mr. Jacob Lieb
Ms. Margaret Lin

Southern California Association of Governments
818 W. 7" Street, 12" Floor
Los Angeles, CA 90017

Re: Draft 2012-2035 Regional Transportation Plan/Sustainable Communities Strategy
(RTP/SCS) and Program Environmental Impact Report (PEIR)

Sent: Via e-mail (rip@scag.ca.gov and 2012PEIR@scag.ca.gov) and via 1°' Class Mail

Dear Mr. Lieb and Ms. Lin:

On behalf of the Arroyo Verdugo Subregion, please accept these comments regarding the SCAG
2012-2035 Regional Transportation Plan/Sustainable Communities Strategy (RTP/SCS) and
associated Transportation Conformity Report and Draft Program Environmental Impact Report
(PEIR), which were approved at the Arroyo Verdugo Steering Committee Meeting of February 6,
2012. It is important to state, out of respect for all of my colleagues on the Steering Committee,
that the cities of Burbank and Pasadena abstained from all of these comments. However, the
majority of the cities (Glendale, La Cafiada Flintridge and South Pasadena) did approve these
comments to be forwarded to you for review.

Our comments are as follows:

1. PURSUANT TO FEDERAL REGULATIONS, PROJECTS SHOULD NOT BE
INCLUDED IN THE RTP/SCS CONSTRAINED PLAN, WHICH HAVE ONLY
SECURED A SMALL PORTION OF THE REQUIRED FUNDING NEEDED TO
COMPLETE THE PROJECT:

The RTP/SCS, according to federal regulations, in “nonattainment and maintenance areas,”
(which includes the area covered by the RTP/RCS) must “address the specific financial
strategies required to ensure the implementation of projects and programs to reach air quality
compliance” (23 CFR § 450.322 (b) (11) (part)). Projects which only have secured a small
portion of the needed funding, and which rely on speculative funding, such as potential
and/or possible tolling authority, should not be included in the RTP/SCS, since this inclusion
does not meet the federal requirements for a fiscally constrained plan.

Burbank = Glendale = La Cafada Flintridge = Pasadena = South Pasadena
1327 Foothill Boulevard = La Cafada Flintridge, CA 21011
Phone: 818-790-8880 = Fax: 818-790-7536 = Email: awilson@Icf.ca.gov



2. LANGUAGE SHOULD BE INCLUDED IN THE RTP/SCS REQUIRING A FULL
COST/BENEFIT ANALYSIS FOR ALL PROJECTS IN THE CONSTRAINED
PLAN:

Language should be included in the RTP/SCS that clearly states that a full cost/benefit
analysis shall be completed for each project contained in the RTP/SCS constrained plan.

3. SCAG SHOULD VIGOROUSLY PURSUE PROJECTS WHICH WOULD PROVIDE
ENVIRONMENTALLY SUPERIOR ALTERNATIVES TO THOSE CURRENTLY IN
THE PLAN IN ORDER TO BEST COMPLY WITH EXISTING ENVIRONMENTAL
LEGISLATION:

The PEIR states that: (1) “Re-entrained roadway dust would increase proportionate to VMT.
This would be a significant impact;” (2) “Impacts related to total GHG (Greenhouse Gas)
emissions were determined to be significant even after mitigation.;” (3) the PM10 Emissions
Exhaust Only for Heavy Duty Trucks will increase (Table 3.2-4).; and (4) the “Plan would
result in a significant and unavoidable impact related to heavy-duty truck VHD [Vehicle
Hours Driven], among other impacts.”

SCAG should vigorously pursue projects under CEQA, the Clean Air Act, SB375 and AB 32
which would provide environmentally superior alternatives to those currently in the Plan,
such as freight to rail mixed with additional transit. Additionally, sensitive receptors, such as
schools and residences, must have adequate mitigation measures that satisfy these legal
requirements.

4. MAJOR HIGHWAY EXPANSION PROJECTS SHOULD NOT BE FRONTLOADED
IN THE RTP/SCS:

The RTP/SCS frontloads highway modalities by disproportionately allocating funding and
anticipated completion dates. This is evidenced by comparing Table 2.2 - Major Highway
Completion Project against Table 2.5, Major Transit Projects, in chapter 2 of the RTP/SCS.
Transit projects are built in segments with the final project not being completed until 2030-
2035. Expanding highways induces VMT and therefore frontloading major highway
completion before transit projects does not comply with the tenets of SB 375 and AB 32 to
reduce greenhouse gas emissions by reducing VMT. Additionally it is well documented that

land uses adjacent to freeways are prone to increased toxins which cause negative health
impacts.

According to SCAG staff, highway projects may be more easily financed than transit projects
by borrowing against future toll revenues. They state that this is the reason the- highway
projects are frontloaded. This financial reasoning does not justify sacrificing environmental
concerns by building the highway projects prior to transit projects.

S. THE TERM “SR-710 GAP CLOSURE” USED IN THE PLAN SHOULD BE
SUBSTITUTED WITH “710 NORTH EXTENSION”:

The “SR 710 Gap Closure” language, already in the 2008 RTP, should be modified to

consistency with Metro’s stated intent, which should serve to ease, if not eliminate, the
current polarizing language. The shift in title from “710 North Extension” to “710 Gap

Arroyo Verdugo Subregion



Closure” is invalid, since there is no gap. SR-710 terminates at Valley Boulevard. There is
no northerly extension to connect to, since the portion of the 210 interchange including Del
Mar Boulevard was built conditioned upon the fact that it “would have no effect on the
decision as to the ultimate freeway location and will not foreclose alternatives to the
proposed ultimate ...Freeway.” This title seems to create a sense of inevitability or priority
for this project over competing ones and cannot be justified.

. SCAG ASSUMPTIONS REGARDING THE “SR-710 GAP CLOSURE” PROJECT
PRODUCING CONGESTION RELIEF AND LOWER GREENHOUSE GAS
EMISSIONS ARE FLAWED, BASED UPON EMPIRICAL RESEARCH ON OTHER
HIGHWAY PROJECTS THAT HAVE BEEN BUILT:

The PEIR states that “The Plan would increase VMT when compared to existing conditions.”
(SCAG RTP/SCS p. 3.2-25). Specifically, decreasing VMT is the goal of SB 375 and should
also be the goal of the RTP/SCS. The increase in VMT is the Plan’s reliance on freeway
(whether tunnel freeway or above ground freeway) expansion to meet the region’s mobility
needs. Notably, the RTP/SCS describes the SR-710 tunnel as a tunnel with 4 lanes in each
direction. This is a major highway expansion being introduced into the region. To the extent
that this causes the widening of other freeways (such as the 1-210), it will further expand the
freeway system. The region would be better served with an alternate project which is not
highway oriented and which would potentially decrease VMT, rather than increasing it.

SCAG assumes that the SR-710 extension will produce congestion relief and lower
greenhouse gas emissions. These assumptions are not borne out by recent research, and there
are a host of other previous studies showing that an increase in highway capacity increases

VMT and that once the project is built, congestion, within a few years, returns. These SCAG
assumptions are flawed.

. THE DEFINITION OF THE SR-710 GAP CLOSURE PROJECT FROM ONE

PRECISE POINT TO ANOTHER THREATENS PROGRAM-LEVEL

CONFORMITY IN THE PLAN AND PREJUDICES FUTURE ENVIRONMENTAL
ANALYSES:

The Plan has modeled the SR-710 extension from one precise point north to another.
Unfortunately, this assumption removes the low-build or multi-modal solution to the
congestion problem. Under federal regulations, because of this specificity, the Plan and the

PEIR threaten program-level conformity and prejudice future project-level environmental
analyses.

Thank you for your careful consideration of our comments.

Sincerely,

David A. Spence ,
Chair of the Arroyo Verdugo Steering Committee

Members of the Arroyo Verdugo Steering Committee

Arroyo Verdugo Subregion
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600 South Main Street, #940, Orange, CA 92868 | P: 714.953.1300 | F: 714.953.1302 | www.ACCOC.org

February 13, 2012

Mr. Hasan Ikhrata

Executive Director

Southern California Association of Governments
818 West Seventh Street, 12 Floor

Los Angeles, CA 90017-3435

Re:  Draft 2012 Regional Transportation Plan and Program Environmental
Impact Report

Dear Mr. Ikhrata:

The Association of California Citics — Orange County (ACC-0C) is grateful for the opportunity to
provide its comments on the Southern California Association of Government’s 2012 Regional
Transportation Plan/Sustainable Communities Strategy draft Program Environmental Impact Report. By
way of background, the ACC-OC recently joined a coalition of local governments, business community
and non-profits to provide its comments and concerns on several key issues where the coalition agreed
upon, including:

Induced growth
Financial feasibility and responsibility for the implementation of proposed mitigations
Funding assumptions, especially as it relates to conceptual “mileage-based” user fees

Mitigation measures that exceed SCAG’s authority and responsibilities for implementation of the
RTP.

In supplement to these issues, the ACC-OC respectfully submits a series of additional concerns that we
believe should be addressed to ensure the RTP/SCS can meet its objectives without unnecessarily
burdening cities across Southern California. These issues include:

e In general, the RTP infringes upon local control: The 2012 RTP assumes an inability of local
agencies to balance the societal and cultural costs associated with plan objectives and instead
requires that they assume the objectives stated in the plan, which may or may not be shared local
objectives. Matters such as reducing vehicle miles traveled, eliminating the consumption of fossil
fuels in favor of zero or near zero emission vehicles, installing infrastructure necessary to support

The hub for good public policy in Orange County | www.ACCOC.org




r
We)as

ASSOCIATION OF CALIFORNIA CITIES

ORANGE COUNTY

600 South Main Street, #940, Orange, CA 92868 | P: 714.953.1300 | F: 714.953.1302 | www.ACCOC.org

zero emission vehicles (such as charging stations), reducing obesity, environmental justice
impacts, anticipating extreme weather and related events, increasing development densities, and
the likelihood of the adoption of active transportation methods or the practicality of necessary
infrastructure improvements are matters of intense local debate and are not appropriate subjects
for regional determination. The RTP should be based less upon behavior management of both the
public and public agencies and more upon accurate predictions of population patterns and future
transportation requirements.

. The RTP takes aggressive steps to force cities to adopt costly programs in a time when cities
are facing record budget shortfalls and loss of revenues: Many cities continue to struggle with
the loss of revenue into general funds. Additionally, with the loss of redevelopment funds —a
staggering $550 million in Orange County alone — cities face difficult choices on whether or not
they can afford to pursue beneficial programs, including blight removal, transportation-oriented
development projects, and the greening of cities. While these may be meritorious projects, cities
will now be forced to chose between these and core services, including public safety. Mitigation
measures, a sample of which is included below, exacerbate the difficulty of these choices.

o Urban Growth Boundaries: MM-LU42 — “Local jurisdictions or agencies can and
should establish an urban growth boundary (UBG) with related ordinances or programs
to limit suburban sprawl; local jurisdictions or agencies can and should restrict urban
development beyond the UGB and streamline entitlement processes within the UGB for
consistent projects.”

o Climate Action Plans: MM-GHGY - SCAG member cities and the county governments
can and should adopt and implement Climate Actions Plans (CAPS, also known as Plans
for the Reduction of Greenhouse Gas Emissions as described in CEQA Guidelines Section
15183.5 Tiering and Streamlining the Analysis of Greenhouse Gas Emissions)

o Energy Audits: MM-PS91 - Local jurisdictions can and should require the performance
of energy audits for residential and commercial buildings prior to completion of sale, and
that audit results and information about opportunities for energy efficiency improvements
be presented to the buyer.

o Parking Management Plans MM-TR96 — “Local jurisdictions can and should
implement a Parking Management Program to discourage private vehicle use...”

Moreover, these mitigation measures deal mostly with SB 375’s Greenhouse Gas Reduction
targets. However, Orange County completed its own SCS (included in the RTP as an appendix) to
ensure it can achieve these goals. Therefore, any SB 375 and/or SCS mitigations should also be
included as an appendix and for the consideration of each sub-region, including Orange County.

The hub for good public policy in Orange County | www.ACCOC.org
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e SCAG has significantly over-reached on the implementation language of these (and other)
mitigation measures. The aforementioned measures, as well as numerous others, utilize
troublesome “can and should” language in context of the implementation of mitigation measures.
This broadly assumes that a) cities have the ability to enforce and impose these measures and 2)
that there is funding to ensure the application. In many instances, neither is accurate. This is a
fundamental problem with the RTP and must be remedied by replacing “can and should” with
“should” or “may.”

Orange County went to great lengths to produce its own SCS that met CARB’s GHG reduction
targets. However, the draft RTP/SCS proposed mitigation measures go well beyond what the
Orange County-level SCS found to be effective tools to reach these targets. To assume that Orange
County cities “can and should” implement these draconian mitigation measures is to discount the
extraordinary effort to develop an effective SCS for the unique cities in Orange County.

¢ Funding mechanisms for the RTP need much more economic analysis. Specifically, the
identification of more than $110 billion through the implementation of a “mileage-based” fee is
conceptual at best; even an “adjusted gas tax alternative™ is not guaranteed. Developing a $500
billion transportation plan with approximately 20 percent of the budget attached to a concept
requires a significant local, regional, state and federal vetting process. We encourage SCAG to
include alternative methods of funding should such a mileage-based fee be deemed infeasible.

Thank you again for the opportunity to comment on this important document. We strongly advise SCAG
to incorporate these comments into the next draft of the RTP/SCS PEIR and look forward to working with
SCAG on its improvement.

Respectfully submitted,

Adey. filly

Lacy Kelly
CEOQ, ACC-OC

Cc:  Will Kempton, CEO, OCTA
Dave Simpson, Executive Director, OCCOG
Lucy Dunn, President & CEO, OCBC
Dennis Wilberg, President, OCCMA
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Automobile Club of Southern California AAA.com

February 9, 2012

Mr. Hasan lkhrata

Executive Director

Southern California Association of Governments
818 West 7th Street, 12th Floor

Los Angeles, CA 90017-3435

Subject: 2012 RTP
Dear Mr. Ikhrata:

For more than a century the Automobile Club of Southern California, with six million members, has
advocated for better mobility, traffic safety, quality of life, and economic opportunity. We support
policies and projects to achieve these objectives and reasonable and fair ways to pay for them.

Development and approval of an effective and achievable Regional Transportation Plan (RTP) is
crucial to a more mobile and stronger economic future. The Auto Club commends the Southern
California Association of Governments (SCAG) for its work on the draft RTP, for highlighting and
addressing important issues, and for including needed strategies ranging from expanded road,
transit, and goods movement capacity to system preservation. The following are comments and
recommendations to strengthen the RTP and ensure its implementation delivers promised benefits.

Government, business, and user stakeholders need to work together to implement realistic
and appropriate new revenues. The RTP assumes $220 billion in new taxes and fees (mostly
levied on motorists) and financing over the next 20+ years. Some of these assumptions are not
realistic and will not likely happen. And other funding options, not now in the plan, might be
implemented. The region needs to work together to identify and advance the best, most
appropriate funding options to provide needed financing for RTP priorities.

The RTP must protect and uphold the transportation priorities approved by voters through
various local transportation sales tax measures. Voters in five counties approved sales tax
measures to fund specific highway and transit projects. The RTP must include and support all of
these priorities and help deliver what voters were promised and what voters approved. Failure to
do so will make approval of future funding measures nearly impossible.

The 15¢ gas tax increase assumed through 2024 is reasonable if it is paired with state and
national reforms to ensure funds will be spent efficiently on effective projects. Gas tax rates
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Auto Club Enterprises provides service to more than 13 million members

AN
= L L L L y 2
%a,,, ﬂ ~ East Central - Texas Missouri Northern - Alabama - New Mexico -~ Hawai'i

New England

We’'re always with you.®



Page 2

have not changed in almost 20 years. This user tax has been the backbone of transportation
funding for decades and it will continue to be an important resource for years to come.

The final draft RTP clearly rules out a previously considered regional gas tax or gas “fee.”
This is an important improvement that should be maintained in the final plan. Gas taxes
have been implemented at the state and national level for decades. Attempting to extend such
authority to local or regional government is not realistic and will hamper other efforts to fund
transportation. Re-labeling the gas tax as a “fee” does not change the fact that it is a tax protected
by the State Constitution and numerous voter-approved measures. For these reasons the Auto
Club strongly opposes any attempt to impose local gas taxes or any form of a “fee” on gasoline.

The Vehicle Miles Traveled (VMT) charge included in the RTP should be studied further as a
long-term replacement for the gas tax. However, the amount of the proposed VMT is
significant, it will not be accepted by many people, and it needs to include assurances
regarding how the funds will be spent. The proposed VMT fee is projected to generate $110
billion (half of the RTP’s funding shortfall). To generate this amount, the proposed VMT charge is
equivalent to a tripling of the gas tax in addition to new tolls and other user fees. Such a large tax
increase places a significant burden on motorists without assurances of an equivalent or
proportionate benefit.

Tolls can be an important financing tool for new general purpose highway lanes and for
allowing more vehicles to use existing HOV lanes by making them HOT lanes. Tolls should
not be imposed on existing general purpose lanes. The user-pay, user-benefit principle is an
important cornerstone of transportation funding. Charging tolls for new lanes or to allow more
vehicles to access HOT lanes provides both needed funding for the new facilities and inherent
value to users paying the toll. However, there is no assurance that motorists will adequately benefit
from tolls or congestion fees imposed on existing freeway lanes or surface streets. New taxes and
fees are only successful when the public understands and sees a clear benefit for paying them.

The RTP needs to recognize that the most realistic and effective way to achieve desired
emissions reductions has been and will continue to be through technology advancements
and not through sweeping attempts to fundamentally alter lifestyles and economic,
geographic, and demographic patterns. Although SB 375 and its Sustainable Community
Strategy are required elements of the RTP, they are not likely to significantly reduce GHG
emissions. Improving and encouraging transit, bicycling, and walking are appropriate and good
objectives for the RTP. However, emissions reductions from these efforts will be very small
compared to those that can and will be achieved through other means. These other means include
improving automobile technologies, alternative fuel and energy sources, and better system
preservation and management to improve traffic flow and safety.

Thank you for this opportunity to share our thoughts on the draft RTP. The Auto Club looks
forward to continuing our work with SCAG and other transportation and business partners to
productively, realistically, and meaningfully address Southern California’s mobility and financial
challenges. Please feel free to contact me at 714-885-2307 or finnegan.steve@aaa-calif.com.

Sincerely,
—

Stephen Finnegan

Manager, Government Affairs and Public Policy
c: SCAG Regional Council
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February 14, 2012

Margaret Lin

Southern California Association of Governments
818 W. 7th Street, 12th Floor

Los Angeles, CA 90017

Re: Comments on Draft 2012-2035 Draft RTP/SCS
Dear Ms. Lin:

Thank you for the opportunity to comment on SCAG's Draft 2012-2035 Regional
Transportation Plan and Sustainable Communities Strategy ("Draft RTP/SCS" or "SCS"). We
understand that this is an enormous undertaking and appreciate SCAG's efforts in this process.
We look forward to playing a constructive role in the further development of the SCS.

As explained below, we are concerned that the draft RTP/SCS as proposed would result
in an inappropriate use of the regional growth forecast planning effort to encroach on local land
use authority and jurisdiction. We therefore request that SCAG (1) extend the comment period
and make transportation analysis zone (TAZ) data available for public review and comment; (2)
correct the TAZ data and maps to accurately reflect current local planning decisions including
entitled projects; and (3) revise the SCS so that consistency determinations are made not at the
small-scale scale level of a TAZ, but at the jurisdictional level to allow reasonable flexibility and
appropriate land use decision making authority at the local level.

1. The SCS does not appear to account for projects already in process

Brooks Street represents the owners of thousands acres of property in southern
California, and has a long history of top-quality developments in the SCAG region. However,
we are concerned that the SCS process has not fully accounted for projects that are already in
process. Brooks Street has projects in southern California that are fully entitled and approved for
build-out, as well as proposed projects with pending applications that represent a substantial
investment of resources to design, plan and communicate with the community and responsible
agencies. While the SCS itself states that it was created with input from local jurisdictions (see,
for example, Draft RTP/SCS p. 111), we are concerned that the growth projections contained in
the SCS and Land Use Pattern Maps do not in fact reflect the land use decisions that have been
made by local jurisdictions. More specifically, while the Draft RTP/SCS indicates that it has
shifted projected densities from less developed areas to the urbanized core, nowhere does the
SCS clearly state that those shifts in density take into account development projects that are
either already approved or that are reasonably foreseeable projects which local jurisdictions have
already spent considerable resources processing.

Southern California Northern California
1300 Quiail, Suite 100 1340 Treat Boulevard, Suite 220
Newport Beach CA 92660 Walnut Creek CA 94597

P 949.833.0222 F 949.833.1960 P 925.937.0222 F 949.937.0225 brooks-street.com



Margaret Lin
Comments on Draft 2012-2035 Draft RTP/SCS
February 14, 2012

2. Underlying TAZ data must be released to allow meaningful public comment

Moreover, the SCS's treatment of approved projects is impossible to determine from the
information that SCAG has made available to the public. The 2035 Land Use Pattern Maps,
which are intended to depict projected density and land use, are at such a large scale, with such
slight color gradations, that they cannot be interpreted in any meaningful way. The SCS itself
does not seem to contemplate that these maps will be important to future transportation and land
use decisions. Instead, the SCS focuses on the projected density contained in the data that
underlies the maps -- data that SCAG has not released to the public. The SCS states that the land
use projections contained in the SCS are based on the distribution of growth forecast data to
transportation analysis zones. (RTP/SCS, p. 122.) According to the SCS, the TAZ data contains
forecasted housing, population, and employment data, which the SCS used to create
"Community Types" and more refined "Development Types" that contain average use
designations, densities, and building intensities. The SCS states that a Development Type,
including an average residential density, has been assigned to each TAZ for purposes of creating
the SCS. (Draft RTP/SCS, p. 123.) However, it cannot be determined whether this assignment
was made in a manner that takes existing conditions (including approved and reasonably
foreseeable projects) as a baseline for these projections, nor can it be determined how the
forecasting was done or how it was distributed across the TAZ.

Despite the critical role of the TAZ data in developing the SCS, we are not aware that
SCAG has made this data available for public review and comment in any meaningful way. We
were able to obtain partial data, showing housing densities only, from other agencies involved in
the SCS process. These data do not contain employment or population forecasts, and do not
contain any Community Type or Development Type designations which, according to the SCS,
have been assigned to each TAZ. It is not possible for the public to provide meaningful
comment on the SCS without access to the underlying data on which density and land use
projections are based. In the absence of the underlying data and modeling supporting the
proposed plan, we are substantially impaired in our ability to provide meaningful public
comment on the technical and legal adequacy of the plan. In particular, we cannot assess
whether the underlying data adequately reflects all developments as approved. Under the
federal (5 U.S.C. § 500 et. seq.) and California Administrative Procedures Acts (Gov. Code
§§11340 et seq., including § 11346.2(b)(6)), the opportunity for public comment must include
disclosure of the data and technical studies in time to provide meaningful public comment. See,
e.g. Solite Corp. v. EPA, 952 F.2d 473, 484 (D.C.Cir.1991) (per curiam).

While we are not confident that the data is either accurate or complete, we have reviewed
what data we were able to obtain. Based on our review we conclude that the forecasted housing
densities do need to be corrected, as the numbers clearly do not reflect either existing
entitlements or pending, reasonably foreseeable projects.

3. Implications of consistency with underlying TAZ data
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The importance of the TAZ data is not limited to understanding how the SCS was
created. In addition to being the basis for creation of the SCS land use projections, according to
the SCS, the TAZ data is to be relied on in future determinations as to whether a project is
consistent with the SCS. The SCS states:

"SCAG suggests that utilizing community types at the TAZ level of geography
(which an average size of 160 square acres) offers local jurisdictions adequate
information and flexibility to make appropriate consistency findings for projects
to be eligible to receive CEQA streamlining benefits." (Draft RTP/SCS p. 122.)

"One way of determining consistency [with the SCS] is if a proposed
residential/mixed use or TPP [Transit Priority Project] conforms with the
Development Type designated for a TAZ." (Draft RTP/SCS, page 148.)

Despite these explicit statements that the existing TAZ data will be critically important to
future decisions affecting projects, SCAG has not provided the public the opportunity to review
and comment on the TAZ data in any meaningful way.

Significantly, a project's consistency with the SCS -- which is to be determined at the
TAZ level according to the SCS -- affects not only the availability of CEQA streamlining
incentives, but can have adverse consequences for the availability of federal funds for transit
improvements that would serve the project. Transit improvement projects relying on federal
funding must be consistent with an approved RTP, and with the adoption of SB 375, that
includes consistency with the Sustainable Communities Strategy portion of the RTP as well. (40
CFR 93.102; 42 U.S.C. 7506.) Thus, if the Draft RTP/SCS has shifted density away from
approved or pending projects, those projects stand to lose critical transit improvements. The loss
of transit improvements could impair project feasibility, or create new unmitigated impacts if
traffic mitigations become unfunded, which could result in an unlawful taking of private vested
property rights for those projects that have already been approved by local jurisdictions. In many
cases, approved projects also involve executed development agreements, which means that
violation of contractual rights could also result, causing difficult situations for developers and
local jurisdictions.

We are concerned that a project's inconsistency with the growth projections contained in
the SCS may have broader implications as well. Local jurisdictions will be under considerable
pressure to conform their general plans to the density, intensity, and land uses contained in the
SCS, or risk losing transportation funding throughout their jurisdictions. While all the
implications of a project's inconsistency with the SCS have yet to be determined, we are
concerned that by shifting density away from locally approved and pending projects, the SCS is
creating land use policy in violation of SB 375's mandate that the SCS must not supersede the
land use authority of cities and counties. (Gov't Code 65080(b)(2)(J).)

#10981400_v1
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4. RTP/SCS consistency should be determined at the jurisdictional level

The TAZ maps are a modeling tool for engaging in a regional planning and evaluation
process. The feasibility of achieving the precise results in any particular TAZ area has not been
evaluated or confirmed by any city council or board of supervisors, and as explained above it
appears that the TAZ data and maps for 2035 do deviate from general plans and vested
entitlements that have been approved by these elected officials. While we understand elected
bodies or senior administrative staffs of local jurisdictions may have approved local input for the
overall population and household numbers within their respective jurisdictions, we believe they
have not approved the TAZ data or maps. Accordingly, requiring consistency determinations
concerning use designations, density, and building intensity at the small scale of each TAZ
would be inappropriate and overly-prescriptive.

Again, SB 375 specifically precludes SCAG from interfering with local land use
decisions.! SB 375 requires that an SCS “identify the general location of uses, residential
densities, and building intensities within the region....” Calif. Government Code §
65080(b)(2)(B)(1) (emphasis added). Thus there is no legislative mandate that SCAG identify
the location of land uses, densities and building intensities within the region more precisely
down to a TAZ level. Instead, SCAG should appropriately identify these characteristics at a
level consistent with the need for reasonable flexibility and local control. At the lowest, the level
of comparison should be at a jurisdictional level — particularly given that there are nearly 200
jurisdictions within the SCAG region. Accordingly, we urge SCAG to identify such
characteristics at no finer a scale than at the lesser of (i) the jurisdiction, and (ii) the sub-region
(i.e., where unincorporated county land is divided into sub-regions).

' SB 375 provides in pertinent part:

e "Neither a sustainable communities strategy nor an alternative planning strategy regulates
the use of land . . . "

e "Nothing in this section shall be interpreted as superseding the exercise of the land use
authorities of cities and counties within the region."

¢ "Nothing in this section shall be interpreted to authorize the abrogation of any vested
right whether created by statute or by common law."

¢ "Nothing in this section shall require a city's or county's land use policies and regulations,

including its general plan, to be consistent with the regional transportation plan . . . ."
(Gov't Code section 65080(b)(2)(J)
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Despite SB 375's mandate that the SCS not regulate land use, the draft RTP/SCS "shifts"
households "from the periphery into the urbanized core" stating that much of this shift "will
occur naturally in the marketplace," and that this "shift" was done "per consultation with the
local jurisdictions." (Draft RTP/SCS p. 128.) However, this shift does not "occur naturally," nor
through a "consultation" process between agency staff that excludes the public. Instead, such a
shift can only occur, if at all, as part of a separate and lengthy discretionary development
application process involving requests to local land use jurisdictions to amend their general
plans, specific plans, areas plans, and zoning. In short, there is no "shift" to high-density housing
in some local jurisdictions, and away from housing density already approved by other
jurisdictions, unless and until the local land use jurisdictions adopt the requested discretionary
approvals.

4. Conclusion

The draft RTP/SCS represents a substantial and important regional planning effort. We
believe the current draft needs to be corrected to reflect current local land use planning decisions,
and to ensure that the regional growth projection process is not implemented in a manner that
infringes on either vested property rights or the land use authority of local jurisdictions. We
appreciate SCAG's consideration of the comments provided in this letter and look forward to
your responses. If you should have any questions, please do not hesitate to contact me.

Sincerely,

M. frili

Scott Goldie
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February 14, 2012 BI H

Mr. Jacob Lieb Building
Southern California Association of Governments Industry

818 West Seventh Street, 12" Floor Association
Los Angeles, CA 90017-3435 of Southern

California, Inc.

Re:  Building Industry Association of Southern California, Inc.’s
Comments on the Drafts of the 2012 Regional Transportation 17744 Skylzark_Cirde' Suite 170
Plan & Sustainable Communities Strategy (RTP/SCS) and the  gaones e
Program Environmental Impact Report (PEIR) fax: 949.769.8942/ Exec. Office
fax: 949.769.8943 / BIS/ Mbrship.

Dear Mr. Lieb: http:/ /www.biasc.org

Building Industry Association of Southern California, Inc. (BIASC) is a regional trade
association that represents more than 1,000 member companies. Together, BIASC’s members
build most of the homes and communities throughout the same six-county region in which
Southern California Association of Governments (SCAG) is the metropolitan planning
organization. Naturally, therefore, BIASC is profoundly interested in SCAG’s role in land use
regulations and all regional planning for development and redevelopment.

Given our strong interest in the subject, BIASC is grateful for this opportunity to provide
comments concerning both (i) SCAG’s Draft 2012 Regional Transportation Plan (RTP) — which
includes an inaugural Sustainable Communities Strategy (SCS), and (ii) the draft of the Program
Environmental Impact Report (PEIR), in which the environmental impacts of the 2012 RTP/SCS
are discussed.

First, BIASC appreciates SCAG’s staff’s professionalism and extremely hard work up to
this point. In 2008, when the California Legislature enacted Senate Bill 375 (SB 375) and thus
mandated the creation of a regional land use plan, the Legislature assigned SCAG’s staff
daunting new challenges. Throughout SCAG’s process of developing the SCS, BIASC has
enjoyed a positive working relationship with SCAG’s staff professionals; and we look forward to
continuing that working relationship.

Second, BIASC brings to the SCS development process an ingrained, institutional
philosophy about how land-use decision-making should be undertaken. We believe that sound
land-use decisions are best made by the persons who best understand the local contexts in which
development and redevelopment take place. Given our philosophical predisposition, BIASC has
worried from the start that an SCS for SCAG’s region, if not thoughtfully considered and
fashioned, can harm our vitally important industry, our regional economy, and our society.

Baldy View Chapter

L.A./Ventura Chapter

Orange County Chapter

An Affiliate of the National Association of Home Builders and the California Building Industry Association Riverside County Chapter
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In addition, BIASC is well aware that attempts made elsewhere to adopt and implement
“top-down” regional land-use strategies have fared quite poorly. For example, in July 2010, the
British Government abolished its “regional spatial strategies” (RSS) law — six years after its
enactment. In announcing the RSS law’s abolishment, Britain’s Planning Minister explained:

“[TThese controversial [regional spatial] strategies have proved that top-down
targets do not build homes. All they have produced is the lowest peace time
house building rates since 1924 and fuelled resentment in the planning process
that has slowed everything down.”*

Because of both (i) BIASC’s longstanding preference for local land use decision-making,
and (ii) our concerns about the consequences of an ill-conceived SCS, BIASC has participated
very actively in the public processes that led up to the draft documents on which we now
comment. BIASC’s principles and preferences have been expressed many times to SCAG’s
staff, leaders, committees and regional council members in many forums. Notwithstanding our
consistent participation and urging, however, we must now respectfully point out our remaining
concerns about the Draft RTP/SCS and the Draft PEIR.

In terms of the sheer quantity of concerns, most of them relate to the Draft PEIR.
BIASC’s specific comments on the Draft PEIR are so numerous that a lengthy appendix
accompanies this letter, in which our concerns are expressed in some detail. BIASC respectfully
asks SCAG to respond, in accordance with CEQA and prior to consideration of the final PEIR
for certification and approval by SCAG’s Regional Council, to each issue presented in the
appendix.

To briefly summarize BIASC’s Draft PEIR concerns here, though, they are threefold.
First, the Draft PEIR indicates that hundreds of specific mitigation measures would need to be
analyzed and incorporated to the extent feasible in every future project throughout the SCAG
region. Importantly, many of the listed mitigation measures were never before assembled for
presumptive application to individual projects. Instead, many of them were drawn from “model
policies” that were intended for consideration only at a jurisdictional planning level — not an
individual project level. See Model Policies for Greenhouse Gases in General Plans, June 2009,
at p. i (disclaimer), found at http://www.capcoa.org/wp-
content/uploads/downloads/2010/05/CAPCOA-ModelPolicies-6-12-09-915am.pdf and
incorporated herein by reference.

Second, many of the mitigation measures set forth in the Draft PEIR have no relationship
to the RTP/SCS or its impacts (e.g., mitigation measures ranging from low-flow toilets to green
roofs). Other mitigation measures are quite far-fetched, such as the requirement to remove
obstacles to “edible landscaping” at all projects throughout SCAG’s six-county region.

1

See
http://www.dlpconsultants.co.uk/pdfs/client_briefing/42%20Client%20Briefing%20Abolition%200f%20RSS%20&
%20S0S%20Statement.pdf
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Most worrisome about the Draft PEIR, however, is this: If the Draft PEIR were finalized
as presently drafted, SCAG would mandate the application of project mitigation measures that
already conflict with, or will quickly conflict with, evolving and dynamic regulations covering a
variety of topics. For example, the Draft PEIR prescribes mitigation requirements concerning
matters that involve storm water management, home energy efficiency standards, fire protection,
landscaping, water supply analyses, and municipal sewage treatment facilities — all of which are
matters and activities that are subject to evolving standards.

For these reasons and those more thoroughly explained in the accompanying appendix,
BIASC respectfully urges SCAG to clarify and cull the Draft PEIR.

Concerning the actual policy documents at issue (i.e., the Draft RTP and the Draft SCS
themselves), BIASC has one fundamental concern: Page 148 of the Draft SCS suggests that
local governments should look to “transportation analysis zone” (TAZ) maps to determine
whether a particular project is consistent with the land use designation, density, and building
intensity of the SCS. BIASC believes that this section needs to be revised for three distinct
reasons.

First, BIASC is informed that the TAZ maps break land masses up into relatively small-
scale areas averaging perhaps only about 150 acres in size (and even smaller in more densely
populated areas). Requiring determinations about the consistency of future land uses to the SCS
— concerning use designations, density, building intensity and the applicable SCS policies — at
that fine a scale would be overly-prescriptive. SCAG need not be nearly so prescriptive because
SB 375 requires only that an SCS “identify the general location of uses, residential densities, and
building intensities within the region....” Calif. Government Code § 65080(b)(2)(B)(i)
(emphasis added). Given this legislative mandate, there is no reason for SCAG to measure and
compare land-use characteristics within the region at the very fine TAZ level vis-a-vis policy
determinations.

Instead, the final RTP/SCS should permit local agencies to measure and compare land
use characteristics with the regional strategy at a level consistent with the need for reasonable
ongoing flexibility in local land use control. Therefore, the level of comparison should be, at the
finest, at a city jurisdictional level (including any sphere of influence) — given that there are
nearly 200 separate jurisdictions within the SCAG region. BIASC specifically urges SCAG to
identify and compare such land use characteristics at no finer a scale than (i) the cities (including
their respective adjoining spheres of interest), and (ii) concerning the unincorporated areas
outside of local spheres of interest, by comparison to the rough-scale map that indicates
generally the locations of building intensification shown in the SCS. See Exhibit 2 to the Draft
SCS Background Documentation, found at
http://rtpscs.scag.ca.gov/Documents/2012/draft/SR/2012dRTP_SCSBackgroundDocumentation.
pdf.

Second, BIASC is concerned that any prescriptive use of TAZ maps for policy purposes
could have negative consequences vis-a-vis the pending process for a required federal


http://rtpscs.scag.ca.gov/Documents/2012/draft/SR/2012dRTP_SCSBackgroundDocumentation.pdf
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Mr. Jacob Lieb

Southern California Association of Governments
February 14, 2012

Page 4 of 5

conformity determination. Under the federal laws that relate to the federal funding of regional
transportation infrastructure, an RTP must be constructed using “the latest planning
assumptions.” “Using the ‘latest’ planning assumptions means that the conformity determination is
based on the most current information that is available to state and local planners....” U.S. E.P.A.
Guidance for the Use of Latest Planning Assumptions in Transportation Conformity
Determinations (EPA420-B-08-901, December 2008), 1 2.2 (emphasis in the original), found at:
http://www.epa.gov/otaqg/stateresources/transconf/policy/420b08901.pdf and incorporated herein
by reference. If and to the extent that SCAG’s TAZ-level maps and the data reflected in them
are unacceptable to local planners and were not available to them when the RTP was developed,
then fine-scale data based upon the TAZ maps should not be incorporated into the RTP via the
SCS. They would instead need to be separated out from the RTP and — at most — made part of an
“alternative planning scenario” (APS) under California Government Code section
65080(b)(2)(H). We believe that any conflict between the federally-mandated RTP approach
and the SCS TAZ-level maps can be avoided by making all relevant policy determinations based
on comparisons viewed at the city level (including any sphere of influence) and by reference to
the generalized locations depicted for intensification in unincorporated county areas (for
example, in Exhibit 2 to the Background Documentation as noted above).

Third, no TAZ-level maps were provided to the public as part of either the Draft
RTP/SCS or the Draft PEIR, nor were they included in any of the appendices that SCAG
provided to the public. Hopefully, the omission reflects SCAG’s pre-publication determination
to forgo the use of any TAZ-level maps for policy purposes. If this were the case, then it appears
that SCAG’s staff inadvertently failed to revise page 148 of the Draft SCS prior to its publication
for comment; and SCAG should now revise that page to reflect a more appropriate approach (the
jurisdictional approach suggested above). If, however, SCAG actually intended the policy
prescription that is suggested on page 148 of the Draft SCS, then SCAG must be faulted for
having failed to disclose an essential component of the RTP/SCS, which is the new level of
policy prescription that such TAZ-level maps would impose or induce through the
implementation of SB 375.

Under judicial precedents decided pursuant to the California Environmental Quality Act
(CEQA), SCAG’s public disclosures in the Draft RTP/SCS and the Draft PEIR would be
inadequate if they failed to disclose TAZ-level policy prescriptions affecting the region’s
population distributions and concentrations:

The detail [of draft disclosure concerning changes induced in population distribution,
population concentration, and the human use of the land] required in any particular case
necessarily depends on a multitude of factors, including, but not limited to, the nature of
the project, the directness or indirectness of the contemplated impact and the ability to
forecast the actual effects the project will have on the physical environment.

Napa Citizens for Honest Government v. Napa County Bd. of Supervisors (2001) 91 Cal.App.4th
342, 369 (emphasis added).
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In short, if SCAG were planning to utilize the TAZ-level maps as actual policy drivers
(as page 148 of the Draft SCS may suggest), then SCAG needed to disclose the details of those
TAZ maps; and SCAG did not. See CEQA Guidelines, Tit. 14, § 15144 (“an agency must use its
best efforts to disclose all that it can”). SCAG would also need to have analyzed environmental
impacts in much more detail than presented in the Draft PEIR, including the thousands of direct
conflicts between TAZ maps for established communities and CEQA thresholds relating to
General Plan compliance, Quimby Act compliance, impacts to protected greenbelts and historic
resources, local congestion and traffic safety impacts, impacts to schools and other public
services. Therefore, BIASC respectfully asks SCAG to revise page 148 of the SCS to avoid the
insinuation that TAZ-level maps should be utilized for any future regulatory or policy purpose.

As a final additional comment on the draft policy documents, we note that two of
SCAG’s brethren metropolitan planning organizations (one in the San Diego area another in the
Sacramento area) have each included a 2050 planning year horizon in their respective RTP/SCS
documentation. Such a long-term perspective seems appropriate to consider because land use
and transportation patterns evolve relatively slowly; and they are subject to numerous variables
(e.g., the economy, and the allocation of federal funding for regional transportation projects).
Accordingly, SCAG’s ambitious vision for higher density development patterns along transit
corridors may not be realized for many decades.

In the nearer term (2020 and 2035), the statewide targets for GHG reductions which were
established pursuant to Assembly Bill 32 (2006) may be more feasibly be realized through other
measures such as renewable energy, cleaner cars and cleaner fuels, and stationary source
controls, as the California Air Resources Board’s AB 32 Scoping Plan explains. It is possible
that, in light of analytical constraints prescribed by CARB, the SCAG region cannot realistically
attain the 2020 and 2035 GHG emission reduction targets established by CARB, in which case
an APS may be appropriate. Therefore, SCAG’s consideration of a longer-term, 2050 planning
horizon may be a useful framework for informing local agencies and other interested
stakeholders about a more feasible, longer-term regional planning effort.

To conclude, BIASC wishes to once again commend SCAG’s staff for its willingness to
be open and frank with BIASC’s representatives about a whole range of points of views
concerning the RTP/SCS and its potential impacts. BIASC looks forward to working with
SCAG’s staff through the completion of this challenging process and beyond as the final RTP
takes shape and ultimately takes effect.

Respectfully,

Histesir £ el iien =TSN, Z

Andrew R. Henderson Steven.S. Schuyler jy
Vice President and General Counsel Vice President Government Affairs

cc: Mr. Hasan lkhrata
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Appendix to the February 14, 2012 Comment Letter
from Building Industry Association of Southern California, Inc.
to Southern California Association of Governments

Detailed Comments on the Draft PEIR
on the Draft 2012 RTP/SCS

In furtherance of the comments set forth in the accompanying letter, Building Industry
Association of Southern California, Inc. respectfully submits the additional, detailed comments
set forth below for SCAG’s consideration and response:

To preface, the Draft RTP/SCS and Draft PEIR are both comprehensive in nature; but --
like all draft documents — they require clarification, correction, and revision as SCAG works to
prepare the final versions of the RTP/SCS and PEIR for the SCAG Regional Council's possible
certification and approval. This appendix, therefore, provides a number of specific comments on
the draft documents; in accordance with CEQA (see, e.g., CEQA Guidelines, § 15088). BIASC
respectfully requests that responses to each of these comments be included in the Final PEIR.

As background, the Draft RTP reflects a long-range plan that includes transportation
projects, policies, and a financial plan to create a blueprint for the region's multimodal
transportation system through 2035. The RTP improvements include transportation investments
in projects to close critical gaps in the network that hinder access to certain parts of the region,
and to strategically enhance the region's transportation system to increase mobility for the
region's residents and economy.

The SCS -- a component of the RTP -- is a strategy required by SB 375 (Chap. 728,
Statutes 2008), also known as the Sustainable Communities and Climate Protection Act of 2008.
SB 375 directs the California Air Resources Board (CARB) to set regional targets for the
reduction of greenhouse gas (GHG) emissions, consistent with AB 32, California's Global
Warming Solutions Act of 2006. The RTP's SCS component contains strategies to reduce GHG
emissions from passenger vehicles by eight percent per capita by 2020 and 13 percent per capita
by 2035, compared to 2005, as set by CARB.

Among other things, the SCS is a growth strategy for the region which, in combination
with transportation policies and programs, strives to reduce GHG emissions from passenger
vehicles and, if feasible, help meet CARB's reduction targets. (Gov. Code, § 65080(b)(2)(B).)
This growth strategy is implemented when the SCS "sets forth a forecasted development pattern™
for the region. (Id.) It is important to emphasize that that this development pattern must comply
with federal law, which requires that any pattern be based upon "current planning assumptions"
that include the information in local general plans and adopted sphere of influence boundaries.
(Gov. Code, § 65080(b)(2)(B), (G).) Local jurisdictions (i.e., cities and counties) are full
partners in this process and retain full local land use decision-making and zoning authority.
(Gov. Code, 8§ 65080(b)(2)(K).)
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The Draft PEIR represents a public disclosure and information document to be prepared
in accordance with CEQA and the State CEQA Guidelines. The Draft PEIR is required to
describe the proposed RTP/SCS project, its potential significant environmental impacts,
alternatives to the proposed project, and the proposed mitigation measures to avoid or minimize
the identified significant environmental effects.

BIASC’s Specific Comments on the Draft PEIR

1. The Draft PEIR, Section 1.0, Introduction, page 1-5, should be revised to delete
the sentence stating that proposed mitigation measures "can be incorporated as policies in the
final 2012-2035 RTP/SCS and will help ensure that feasible mitigation measures are
implemented at the project level.” Similarly, page 149 of the Draft RTP/SCS should be revised
to eliminate the "mandate” language and instead state: "The following tables list specific
implementation strategies that local governments, SCAG and other stakeholders may use or
consider while preparing specific projects that help ean—and—sheuld—undertake—in—order to
successfully implement the SCS."

Explanation: First, there is no legal requirement for the Draft PEIR's proposed mitigation
measures to be incorporated as policies in the Final RTP/SCS. Second, SCAG's Regional
Council, as its decision-making body, retains the discretion to determine whether the Draft
PEIR's proposed mitigation measures are actually feasible and this determination is made as part
of the Regional Council's findings adopted in compliance with CEQA. The Draft PEIR should
not limit or constrain the Regional Council's discretion to make mitigation feasibility
determinations required by CEQA. Indeed, the Draft PEIR exceeds its authority under CEQA by
appearing to dictate "feasible™ mitigation measures -- a decision reserved for the Regional
Council as part of its final, deliberative decision-making process.

2. The Draft PEIR, Section 1.0, Introduction, page 1-5, should be revised to delete
the following text:

"The implementing agencies and local lead agencies shall be responsible for
ensuring adherence to the mitigation measures as 2012-2035 RTP/SCS projects
are considered for approval over time. Lead agencies shall provide SCAG with
documentation of compliance with mitigation measures through SCAG's
monitoring efforts, including SCAG's Intergovernmental Review (IGR) process."

Explanation: First, SCAG has no jurisdiction or legal authority to require "implementing
agencies and local lead agencies" to ensure adherence to the mitigation measures found in the
Draft PEIR or those measures ultimately adopted by the Regional Council. Second, no
"implementing agencies or local lead agencies" are required by law to consider the Final PEIR
mitigation measures unless the agency decides to "tier" from SCAG's Final PEIR in preparing
project-level environmental analysis. Finally, based on staff's statements during workshops and
other public processes, SCAG's original intent was never to impose such requirements on
implementing agencies and local lead agencies. Therefore, the text should be deleted to clarify it
was never SCAG's intent to prescribe mitigation upon implementing agencies, local lead
agencies, or project sponsors.
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3. The Draft PEIR, Section 1.0, Introduction, page 1-6, should be revised to delete
the following text:

"CEQA provides that an EIR can include feasible mitigation measures that are
within the responsibility and jurisdiction of another agency. The appropriate
CEQA finding in such instances is that such mitigation measures have been or
"can and should be" adopted. (Pub. Resources Code, § 21081(a)(2); CEQA
Guidelines 815092(a)(2).) When this finding is made, there is no further
requirement that SCAG find that mitigation measures that are within the
responsibility and jurisdiction of another agency have been incorporated into the
project. That latter finding is reserved for mitigation measures within SCAG's
responsibility and jurisdiction."

Explanation: First, CEQA does not provide that an EIR can include feasible mitigation
measures within the responsibility and jurisdiction of another agency. Instead, CEQA (Pub.
Resources Code, § 21081(a)) allows, but does not require, a lead agency to adopt the "can and
should" finding provided it has no jurisdiction to address the identified significant impacts with
mitigation measures that it can enforce through permit conditions, agreements, or other
measures. (See CEQA Guidelines, § 15091(c), (d).) Further, the "can and should™" finding is
only "one or more™ of the findings specified in section 21081 (a) that needs to be adopted.

Second, when making the findings in Public Resources Code section 21080(a)(2) -- i.e.,
the "can and should" findings--SCAG, in any case, is not required to adopt such "can and
should” measures in its Mitigation Monitoring and Reporting Plan (MMRP). (See CEQA
Guidelines § 15091(d), which only requires the lead agencies' mitigation measures to be part of
the MMRP.)

Third, the Draft PEIR's "can and should” measures are not required to be considered or
adopted by implementing agencies, local agencies, or project sponsors, unless they decide to
"tier" from SCAG's Final PEIR when preparing project specific environmental analysis. Further,
as explained in paragraph 12, below, the Draft PEIR's "can and should" measures are beyond
SCAG's jurisdiction and legal authority; they are inconsistent with policy considerations that the
SCAG Regional Council should consider before certifying the Final PEIR and approving the
RTP/SCS; and, they are duplicative of existing federal, state, regional, and local regulatory
frameworks with their own, separate NEPA or CEQA compliance requirements.

4. The Draft PEIR, Section 1.0, Introduction, page 1-6, must be revised to delete the
following text:

"Nevertheless, it is reasonable to expect that the other agencies will actually
implement the mitigation measures assigned to them (see discussions below of
transportation and land use planning and development projects).”

Explanation: This statement was made in connection with the Draft PEIR's "can and
should" mitigation measures. However, SCAG has no jurisdiction or legal authority to "assign"
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mitigation measures to implementing agencies, lead agencies, or project sponsors, nor is there
any evidence in the record to support SCAG's statement that it is "reasonable to expect that other
agencies will actually implement” the "can and should" measures identified in the Draft PEIR.
As stated above, no agency or project sponsor is required to consider any of the "can and should"
mitigation measures in the PEIR, unless the agency decides to "tier" from SCAG's Final PEIR in
preparing project-level environmental analysis.

5. The Draft PEIR, Section 1.0, Introduction, page 1-7, must be clarified as shown
below:

"Transportation Project Mitigation

SCAG has limited authority to approve individual second-tier transportation
network improvement projects in the RTP. Most individual transportation projects
in the RTP will be implemented by Caltrans, county transportation commissions,

Iocal transit agenC|es and Iocal governments ZFheseagenele&Feuﬂnel%mplemem

Land Use Planning and Development Project Mitigation

SCAG has no authority to adopt local land use plans or approve local land use
projects that will implement the SCS. As described in the section below, SB 375
specifically provides that nothing in SB 375 supersedes the land use authority of
cities and counties. In addition, cities and counties are not required to change their
land use plans and policies, including general plans, to be consistent with an
RTP/SCS. (Government Code 865080(b)(2)(K). Local governments are the main
agencies responsible for mitigation of the impacts of land use plans and projects
that implement the RTP/SCS, and SCAG has no concurrent authority to mitigate
the impacts of Iand use plans and pro;ects l:eeal—gevemmen%s—muﬂnely

Explanation: First, SCAG's record does not support the Draft PEIR's statement that
implementing agencies, local agencies, or project sponsors “routinely implement” the types of
mitigation measures identified in the Draft PEIR. In fact, there is no "routine™ or "formula"
associated with the identification and ultimate adoption of mitigation measures. Instead, such
measures are identified in response to a specific project's significant environmental impacts and
those impacts depend upon the project's unique characteristics, location, topography, relation to
other development, and numerous other unique site conditions. Further, once an EIR identifies
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proposed mitigation measures specific to the project and its conditions, the lead agency retains
ultimate discretion to adopt such measures or reject them on infeasibility grounds. (Pub.
Resources Code, 8 21081(a)(3); CEQA Guidelines, § 15091(a)(3).)

Second, the Draft PEIR asserts that it made a "preliminary determination that these
mitigation measures are feasible and effective.” Again, however, the Draft PEIR's statement is
not supported by any evidence or analysis contained in the record. Finally, nothing in the Draft
PEIR or record supports the statement that it is "reasonable to expect that local governments will
actually implement” SCAG's "can and should" mitigation measures.

6. The Draft PEIR, Section 1.0, Introduction, page 1-12, should be clarified as
follows:

"CEQA Incentive

As previously discussed, SB 375 provides incentives in the form of CEQA
streamlining to encourage community design that supports reduction in per capita
GHG emissions. The land use input for SCAG's SCS was created with the use of
Traffic Analysis Zones (TAZ) and Development Types. "Development Types"
were made at the TAZ level of geography (with an average size of 160 acres) to

offer local jurisdictions adeguate information and-flexibility to make appropriate

consistency findings for projects eligible to receive CEQA streamlining benefits.

The Development Types used in the SCS do not represent detailed, parcel-level
land use designations such as those found within a local jurisdiction's General
Plan, but rather represent the aggregation of multiple land uses, densities and

intensities that are expected to preponderate at the jurisdictional level er-average
out—within—a—neighborhood-sized—area—by 2035. Each Development Type is

comprised of various characteristics related to employment and housing density,
urban design, mix of land uses, and transportation options. Details describing the
characteristics contained within each Development Type are available in
Appendix: SCS Background Documentation. The lead agency, not SCAG, will be
responsible for making the determination of consistency for CEQA streamlining
purposes, pursuant to the provisions of SB 375, for any given proposed project.

See Govt. Code § 65080(b)(2) @ne—way—ef—ele%emng—eenemeney—es—#—a

The Development Types are expressed in terms of use designations, densities and
building intensities; and, for any given type, there is one residential density
indicated. For example, the "Town Center" Development Type reflects an
estimated average density of 22 residential units per acre. However, it is important
to note that the designation is a potential ultimate average for the TAZ -- and is
not an absolute project-specific requirement that must be met in order to
determine consistency with the SCS. In other words, the SCS was not developed
with the intent that each project to be located within any given TAZ must exactly
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equal the density and relative use designations that are indicated by the SCS
Development Type in order for the project to be found consistent with the SCS's
use designation, density, building intensity and applicable policies. Instead, any
given project, having satisfied all of the statutory requirements of either a
residential/mixed-use project or TPP as described above, may be deemed by the
lead agency to be consistent with the SCS so long as the project achieves

consistency at the jurisdictional level, considering the does-retprevent-achieving
the-estimated-average use designations, densities and building intensities indicated
by the Development Type within the TAZ, assuming that the TAZ will be built-
out under reasonable local planning and zoning assumptions.

SCAG's growth projection data is available on its website for lead agencies to use
to determine whether projects are consistent with the SCS."

Explanation: The above clarifications are required to ensure that the SCS consistency
determination is made by the local land use agencies, not SCAG, and that CARB's assessment of
that consistency will be evaluated at the broader jurisdictional/regional level, as anticipated by
CARB in its July 2011 "Description of Methodology for ARB Staff Review of Greenhouse Gas
Reductions from Sustainable Communities Strategies (SCS) Pursuant to SB 375," which is
incorporated by this reference.

Additionally, this jurisdictional (i.e., city/county) level is more appropriate when
compared to smaller geographic levels, such as Traffic Analysis Zones (TAZs) or parcel
assessments that would limit cities and counties' control over land use. While the SCS sets forth
forecasted development patterns that may differ from those envisioned in various general plans,
those patterns, nonetheless, still must be consistent with "current planning assumptions"” and
those assumptions must be grounded in the local general plans and sphere of influence
boundaries. (See Gov. Code, § 65080(b)(2)(B).)

Please also revise/clarify all same/similar text found in the Draft PEIR, Section 2.0,
Project Description (see, for example, page 2-29).

7. The Draft PEIR, Section 2.0, Project Description, page 2-2, should be revised to
clarify the summary of the required "contents™ of the SCS. Currently, the Draft PEIR states:

"According to Section 65080 of the California Government Code, in summary the
SCS must:

* Identify existing land use;
+ ldentify areas to accommodate long-term housing needs;

 ldentify areas to accommodate an eight-year projection of regional housing
needs;

« Identify transportation needs and the planned transportation network;
« Consider resource areas and farmland,;
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» Consider state housing goals and objectives;
« Set forth a forecasted growth and development pattern; and
» Comply with federal law for developing an RTP."

Explanation: The above text must be revised and clarified. The SCS is a growth
strategy for the region which, in combination with transportation policies and programs, strives
to reduce GHG emissions and, if it is feasible, help meet CARB's emission targets for the region.
Specifically, a SCS must:

@ Identify the general location of uses, residential densities, and building
intensities with the region;

(b) Identify areas with the region sufficient to house all the population of the
region, including all economic segments of the population, over the course
of the RTP's planning horizon;

(©) Identify areas within the region sufficient to house an eight-year projection
of the regional housing need of the region;

(d) Identify a transportation network to service the transportation needs of the
regions;

(e Gather and consider the best practically available scientific information
regarding resource areas and farmland in the region;

M Consider the state housing goals;

(0) Set forth a forecasted development pattern for the region, which, in
combination with the transportation network and other transportation
policies, will reduce the GHG emissions from passenger vehicles, if it is
feasible, and help meet CARB's emission targets in the region; and

(h) Quantify the reductions in GHG emissions the SCS is projected to achieve
and any shortfall in reaching the regional target.

(See Gov. Code, § 65080(b)(2)(B), (H).)

It is important to disclose that the SCS's "forecasted development pattern™ must comply
with federal law, which requires that any pattern be based upon "current planning assumptions"
that include the information in local general plans and sphere of influence boundaries. (Gov.
Code, 8§ 65080(b)(2)(B), (G).)

Please revise the Draft PEIR or incorporate the above text into the Final PEIR.
Additionally, the same text (quoted above) is repeated in Draft PEIR, Section 2.0, Project
Description, on page 2-25, and that text also requires the same revisions/clarifications specified
above.

8. The Draft PEIR, Section 2.0, Project Description, page 2-2, should be revised as
follows:
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"SCAG's SCS demonstrates the region's ability to attain the GHG emissions
reduction targets set forth by the ARB. The SCS outlines SCAG's plan strateqy
for integrating the transportation network and—related-strategies-with an overall
land use pattern that respends-toprojected-predicts or forecasts growth, housing
needs and changing demographics, and transportation demands. However, neither
the SCS nor _an alternative planning strategy will supersede a city's or county's
general plan or other planning policies or authorities. Nor must a local agency's
planning policies, including the general plan, be consistent with either strategy."

Explanation: The above revisions are required to clarify that the SCS is a growth
strategy based on a forecasted development pattern of growth for the region and that the SCS
does not supersede a city's or county's general plan or other planning policies or authorities.
Further, a local agency's land use policies, including its general plan, need not be consistent with
the RTP's SCS. (See Gov. Code, § 65080(b)(K).)

Please also see Draft PEIR, Section 2.0, Project Description, at page 2-25. The same text
(quoted above) is presented on page 2-25, and also requires the same revisions/clarifications
specified above.

9. The Draft PEIR, Section 2.0, Project Description, page 2-25, states:

"In accordance with Government Code Section 65080(b)(2)(B)(vii), the 2012-
2035 RTP/SCS will achieve GHG emission reductions of eight percent per capita
in 2020 (meeting the target for 2020) and 16 percent per capita in 2035
(surpassing the 13 percent reduction target for 2035)."

Comment: Government Code section 65080(b)(2)(B)(vii) states that the SCS must set
forth a "forecasted development pattern for the region,” which, in combination with the
transportation network and other transportation policies, will reduce GHG emissions from
passenger vehicles to achieve, if feasible, the CARB's GHG emission reduction targets. Section
65080 does not call for exceeding CARB's targets. While perhaps laudable, it also reflects that
SCAG went beyond the legal requirements set forth in that section.

Please explain the legal basis for exceeding those legal requirements. Additionally,
please clarify and confirm that any consistency determinations will be based on CARB's
reduction targets for the region (eight percent per capita reduction in 2020 and 13 percent per
capita reduction in 2035), and not on the SCS projection of 16 percent per capita reduction in
2035.

10.  The Draft PEIR, Section 2.0, Project Description, page 2-27, sets forth a
description of the SCS's forecasted development patterns, which should be revised as follows:

! The Institute for Local Government emphasizes this point in its write-up of "The Basics of SB

375: Transportation, Housing and Greenhouse Gases," which is found at http://www.ca-
ilg.org/SB375Basics and incorporated by this reference.
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Land Use Development Pattern. The land use development pattern of the 2012-
2035 RTP/SCS, which assumes a significant increase in small-lot single-family
and multi-family housing will mostly occur in infill locations near transit
infrastructure, in so-called HQTAs [High-Quality Transit Areas]. In some cases,
the land use pattern assumes that more of these housing types will be built than is
currently anticipated in local general plans, and in most cases, this shift in housing
type -- especially the switch from large-lot to small-lot single-family homes—will

occur only if local land use jurisdictions exercise their discretion in approving
such shifts from large-lot to small-lot development and amend their zoning and
general plans, specific plans, areas plans, etc., to reflect such approvals. -raturaty

The 2012-2035 RTP/SCS land use development pattern accommodates over 50
percent of new housing and employment growth in HQTASs, while keeping
jurisdictional totals consistent with local input. It moves the region towards more
compact, mixed-use development leading to more opportunities for walking and
biking, more transit use, and shorter auto trips. The 2012-2035 RTP/SCS
alocates forecasts growth according to five community types that are further
subdivided into 13 development types. The 13 development types, provide for a
broad range of housing types, including smaller-lot single family homes,
townhomes, and multifamily condominiums and apartments. In forecasting the

SCS development land use pattern, SCAG recognizes the RTP/SCS is not to

directly regulate the use of land or affect the land use authority of cities and
counties within a given region. (Government Code 865080(b)(2)(K).) Further

SCAG acknowledges that the law (i.e., SB 375) does not require that a local
eneral plan, specific plan, or zoning be "consistent" with the RTP/SCS. (lbid.

Finally, SCAG recognizes the authority of local jurisdictions to regulate land use
through their police powers as authorized by California law and that nothing in
the RTP/SCS supersedes the local jurisdictions' exercise of their land use
authority.

Explanation: At least two reasons justify revisions to the above quoted text in order to be
consistent with applicable law (i.e., SB 375). (Gov. Code, § 65080.) First, according to the
Draft PEIR, the forecasted land use development pattern in the SCS, in some cases, assumes that
more high-density housing will be built than is currently anticipated in the local general plans of
the affected counties and cities. However, SB 375 requires the contemplated land use
development pattern in the SCS -- a component part of the RTP -- to utilize "the most recent
planning assumptions considering local general plans and other factors." (Gov. Code,
8 65080(b)(2)(B).) Unfortunately, SCAG has deviated substantially from the locally adopted
general plans, and has made its own land use assumptions that are in conflict with the land use
plans of adopted general plans within the region.

Second, the draft SCS and associated Draft PEIR both blur the line between regional
planning (i.e., preparing the required SCS forecasted land use development pattern) and local
land use authority and jurisdiction. The SCS is not to directly regulate the use of land or affect
the land use authority of cities and counties within a given region. (Gov. Code, §
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65080(b)(2)(K).) Additionally, the law (i.e., SB 375) does not require that a local general plan,
specific plan, or zoning be "consistent” with the SCS. (Ibid.) Despite these legal limitations,
SCAG has made a "shift" in housing types -- deviating from the most recent planning
assumptions in the locally adopted general plans -- stating that the shift or "switch™ will "occur
naturally” in the marketplace due to shifting demands. However, this shift does not "occur
naturally.” Instead, such a shift can only occur, if at all, as part of a separate and lengthy
discretionary development application process involving requests to local land use jurisdictions
to amend their general plans, specific plans, areas plans, and zoning. In short, there is no "shift"
to high-density housing, unless and until the local land use jurisdictions adopt the requested
discretionary approvals.

Please revise/clarify all same or similar text in the Draft PEIR (see, for example, page 2-
30).

11.  The Draft PEIR, Section 2.0, Project Description, page 2-35, should be revised as
follows:

SCAG will use this PEIR as part of its review and approval of the 2012-2035
RTP/SCS. The lead agencies for individual projects may use this PEIR as the

baS|s of their reglonal and cumulatlve |mpacts analy5|s Lnﬂaddmen—fer—pltejeets

Feg+en—|nformat|on from thls document may also be mcorporated in future
County Congestion Management Programs and associated environmental
documents, as applicable.

Explanation: The deleted text is stricken, above, to clarify SCAG's likely original intent.
First, as to projects that may be eligible for CEQA streamlining under SB 375, the local agencies
(i.e., cities/counties) ultimately will be responsible for the project-level environmental analysis
and no law or regulation requires that analysis to "incorporate” the PEIR's mitigation measures
into those projects. The local agencies retain that discretion, based on the project-level
environmental analysis conducted and the mitigation measures to reduce or avoid the identified
significant impacts. Second, member agencies, project sponsors, and others are not required to
use the information contained in the PEIR, unless their project-level environmental analysis
"tiers” from SCAG's Final PEIR.

12. The Draft PEIR, Section 3.0, Environmental Setting, Impacts & Mitigation
Measures, sets forth over 500 proposed mitigation measures. The Draft PEIR's Executive
Summary also identifies each measure. In general, the Draft PEIR's proposed "can and should™
mitigation measures must either be rejected on infeasibility grounds or revised substantially for
the following reasons:

€)) SCAG has no authority/jurisdiction to require other agencies to implement
project-specific mitigation measures;
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(b) SCAG has no authority/jurisdiction to monitor mitigation compliance and
to incorporate the mitigation as "policies” in the RTP/SCS;

(© SCAG has provided no evidence or analysis substantiating its belief that
the identified measures are "feasible;"

(d) Member agencies, project sponsors, and others retain the discretion to
determine which measures are feasible for any given project at subsequent
project-specific stages;

(e Several of the Draft PEIR's proposed mitigation measures are outside of
SCAG's jurisdiction and authority;

M Many of the Draft PEIR's proposed mitigation measures are not desirable
based on policy considerations; and

(9) Numerous Draft PEIR's proposed mitigation measures are duplicative of
existing federal, state, regional, and local statutory or regulatory
frameworks that require their own NEPA or CEQA compliance; and,
therefore, are unnecessary.

Notably, the Draft RTP/SCS, page 75, includes the "2012 RTP Environmental
Mitigation" program, which is based on the proposed mitigation measures listed in the Draft
PEIR. The Draft RTP/SCS, page 75, states that the list of all the mitigation measures included in
the PEIR also will be included in the "Environmental Mitigation Report™ of the Final RTP/SCS.
On pages 76-84, the draft plan then summarizes the Draft PEIR's proposed mitigation measures
for all 13 environmental categories addressed in that document. Many of the RTP/SCS
summaries repeat the mandates (i.e., "require”) and the outcome-determinative provisions (i.e.,
"ensure™) set forth in the proposed mitigation measures contained in the Draft PEIR. This
discussion needs to be revised in a manner that is consistent with the content of the Final PEIR.
Additionally, the Draft RTP/SCS's "Environmental Mitigation Program," pages 75-84, must be
revised, consistent with SCAG's revisions and clarifications that are required to be made to the
"can and should" mitigation measures set forth in the Draft PEIR. Absent revisions to this
section of the Draft RTP/SCS, there will be a serious inconsistency between the plan and the
PEIR.

13.  The Draft PEIR contains several proposed mitigation measures that mimic
comprehensive, existing statutory or regulatory requirements; and, therefore, they (and numerous
other measures) should be rejected or revised substantially in order to eliminate needless
regulatory duplication. The following Draft PEIR mitigation measures are cited as examples:

MM-BIO/OS17: Project sponsors can and should replace any disturbed wetland,

riparian or aquatic habitat, either on-site or at a suitable off-site location at ratios
to ensure no net loss. See MM-BIO/OSL1 through MM-BIO/OS14.
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MM-BIO/OS18: Project sponsors can and should ensure that when individual
projects include unavoidable losses of riparian or aquatic habitat, adjacent or
nearby riparian or aquatic habitat should be enhanced (e.g., through removal of
non-native invasive wetland species and replacement with more ecologically
valuable native species).

MM-BIO/OS50: For projects adjacent to natural watercourses, project sponsors
can and should submit a vegetation management plan for review and approval by
the Lead Agency that includes, as deemed appropriate, the following measures:

e Identify and do not disturb a 20-foot buffer from the top of the natural
watercourse. If the top of bank cannot be identified, leave a 50-foot buffer
from the centerline of the watercourse or as wide a buffer as possible
between the watercourse centerline and the proposed site development.

e Identify and leave" islands™ of vegetation in order to prevent erosion and
landslides and protect nesting habitat.

e Leave at least 6 inches of vegetation on the site.

e Trim tree branches from the ground up (climbing up) and leave tree canopy
intact.

e Leave stumps and roots from cut down trees to prevent erosion.

e Plant fire-appropriate, drought-tolerant, preferably native vegetation.

e Erron the side of caution; if a plant, tree or area is sensitive, obtain a second
opinion before cutting.

e Provide erosion and sediment control protection if cutting vegetation on a
steep slope.

e Leave tall shrubbery at least 3-feet high.

e Fence off sensitive plant habitats and creek areas to protect from animal
grazing as appropriate and necessary.

e Do not clear-cut vegetation. This can lead to erosion and severe water quality
problems and destroy important habitat.

e Do not remove vegetation within 20-feet of the top of bank. If the top of bank

cannot be identified, do not cut within 50-feet of the centerline of the natural

watercourse or as wide a buffer as possible between the natural watercourse
centerline and the proposed site development.

Do not trim/prune branches that are larger than 4 inches in diameter.

Do not remove tree canopy.

Do not dump cut vegetation in a creek.

Do not cut tall shrubbery to less than 3-feet high.

Do not cut of short vegetation (grasses, ground-cover) to less than 6-inches

high.

These measures (and several others) are unnecessarily duplicative of the comprehensive
wetlands/riparian/aquatic habitat regulatory scheme that is already in place at the federal level
through the Clean Water Act section 404 permitting process overseen by U.S. Army Corps of
Engineers, and at the state level through the California Department of Fish and Game's section
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1600 streambed alteration program. This regulatory/jurisdictional scheme comprehensively
addresses significant impacts to wetlands, riparian, and aquatic habitat and associated resources.
The regulatory/jurisdictional scheme also requires its own NEPA and/or CEQA compliance.
Therefore, such measures should be rejected, particularly when project-specific conditions and
other factors are unknown.

14.  Other examples of Draft PEIR mitigation measures that are duplicative of existing
statutory or regulatory frameworks with their own environmental requirements are provided
below:

MM-BIO/OS20: If specific project area trees are designated as "Landmark
Trees" or "Heritage Trees", then approval for removals can and should be
obtained through the appropriate entity, and appropriate mitigation measures can
and should be developed at that time, to ensure that the trees are replaced.
Mitigation trees can and should be locally-collected native species.

MM-BIO/OS21: Retention of trees on-site can and should be prioritized
consistent with local regulations. Adequate protection can and should be
provided during the construction period for any trees that are to remain standing,
including the following, plus any recommendations of an arborist:

a. Before the start of any clearing, excavation, construction or other work on
the site, every protected tree deemed to be potentially endangered by said
site work, can and should be securely fenced off. Such fences can and
should remain in place for duration of all such work. All trees to be
removed can and should be clearly marked. A scheme can and should be
established for the removal and disposal of logs, brush, earth and other
debris that will avoid injury to any protected tree.

b. Where proposed development or other site work could encroach upon the
protected perimeter of any protected tree, special measures can and should
be incorporated to allow the roots to breathe and obtain water and
nutrients. Any excavation, cutting, filing, or compaction of the existing
ground surface within the protected perimeter should be minimized. No
change in existing ground level should occur from the base of any
protected tree at any time. No burning or use of equipment with an open
flame should occur near or within the protected perimeter of any protected
tree.

C. No storage or dumping of oil, gas, chemicals, or other substances that may
be harmful to trees should occur from the base of any protected trees, or
any other location on the site from which such substances might enter the
protected perimeter. No heavy construction equipment or construction
materials should be operated or stored within a distance from the base of
any protected trees. Wires, ropes, or other devices should not be attached
to any protected tree, except as needed for support of the tree. No sign,
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other than a tag showing the botanical classification, should be attached to
any protected tree.

d. Periodically during construction, the leaves of protected trees can and
should be thoroughly sprayed with water to prevent buildup of dust and
other pollution that would inhibit leaf transpiration.

e. If any damage to a protected tree should occur during or as a result of
work on the site, the project sponsor can and should immediately notify
the appropriate local agency of such damage. If, such tree cannot be
preserved in a healthy state, the local agency can and should require
replacement of any tree removed with another tree or trees on the same
site deemed adequate by the local agency to compensate for the loss of the
tree that is removed.

f. All debris created as a result of any tree removal work can and should be
removed by the project sponsor from the property within two weeks of
debris creation, and such debris can and should be properly disposed of by
the project sponsor in accordance with all applicable laws, ordinances, and
regulations.

These measures also unnecessarily intrude into local agency (i.e., cities and counties)
jurisdiction, which comprehensively regulates designated trees for avoidance, minimization, and
mitigation of significant impacts to such sensitive resources. For example, Los Angeles County
already has in place the "County of Los Angeles Oak Tree Ordinance,” which is a
comprehensive permit process regulating significant impacts to oak trees, which are recognized
as significant historical, aesthetic, and ecological resources within Los Angeles County. The Los
Angeles County Ordinance applies to all unincorporated areas of the County. Cities within Los
Angeles County either have adopted the County ordinance or their own ordinance, which may be
more stringent. Additionally, the County of Ventura has implemented its "Tree Protection
Ordinance,” which applies to all unincorporated areas of Ventura County. Likewise, the County
of Orange enforces the County's "Tree Code," which requires a permit before almost all tree
removal within the County. The County of Riverside has adopted "Oak Tree Management
Guidelines;" and San Bernardino County has adopted the Plant Protection Ordinance, which
protects trees and calls for replacement when authorized to be removed pursuant to a tree
removal permit.

15.  Other Draft PEIR mitigation measures exceed SCAG's jurisdiction and authority.
Specifically, SCAG's jurisdiction and authority is limited by its structure. More specifically,
SCAG is a public agency and voluntary association of counties and cities established in 1965 by
a "joint powers agreement"” among its members, pursuant to California Government Code section
6500, et seq.> SCAG is not an agency with land use, taxing, or regulatory powers,® nor is it a
special district. As such, it is not "another layer of government.” (1d.)

2 Title 1, Division 7, Chapter 5, of the Government Code authorizes two or more public agencies to

enter into a joint powers agreement.
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Instead, SCAG's purpose is to provide a forum for discussion, study, and development of
recommendations on regional issues of mutual interest and concern to its member agencies
regarding the orderly physical development of the southern California region.* According to
SCAG's overall work program (May 2010), SCAG's primary responsibilities include
development of the RTP/SCS, the Federal Transportation Improvement Program (FTIP), the
annual Overall Work Program, and transportation-related portions of local air quality
management plans.> According to SCAG, under the federal Clean Air Act, SCAG is responsible
for determining whether the transportation plans and programs are in conformity with state air
quality plans.® SCAG's additional functions include intergovernmental review of regionally
significant development projects,” periodic preparation of a Regional Housing Needs Assessment
(RHNA), and serving as the area-wide wastewater treatment management planning agency under
the federal Clean Water Act.

Because SCAG's jurisdiction/authority is limited by its structure, purpose, and powers,
SCAG cannot impose "can and should” mitigation measures on local land use
jurisdictions/project sponsors. Examples of measures that fall far beyond SCAG's jurisdiction
and authority are provided below, and should either be rejected or revised substantially:

MM-BIO/OS40: Project sponsors can and should avoid siting new 2012-2035
RTP/SCS transportation facilities within areas not presently exposed to impacts
from transportation facilities. If avoidance is infeasible, the project should
minimize vehicular accessibility to areas beyond the actual transportation surface.
This can be accomplished through fencing and signage. Additionally, the area of
native habitats to be lost to proximity to a transportation facility should be
assessed and habitat at a quality of equal or superior value can and should be
secured and protected in perpetuity.

MM-BIO/OS47: Project sponsors can and should ensure that transportation
systems proposed in the 2012-2035 RTP/SCS avoid or mitigate significant
impacts to natural lands, community open space and important farmland,
including cumulative impacts and open space impacts from the growth associated
with transportation projects and improvements.

3 See "Questions and Answers about the Southern California Association of Governments,”
prepared by SCAG, p. 1-2.

4 See, SCAG's Joint Powers Agreement, file number 113.

° See, e.g., SCAG's Overall Work Program, Fiscal Year 2010-2011, May 2010, p. 1.

6 SCAG's Overall Work Program, Fiscal Year 2010-2011, May 2010, p. 1.

! In this capacity, federal and state laws have required SCAG to review and comment on the

consistency of regionally-significant projects with adopted regional plans. If a regional project is
determined to be inconsistent, SCAG may suggest adjustments so that the City or County can approve the
project, but SCAG has no jurisdiction or authority to "reject™ such projects.
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MM-BIO/OS49: Project sponsors can and should include into project design, to
the maximum extent practicable, mitigation measures and recommended best
practices aimed at minimizing or avoiding impacts to natural lands, including, but
not limited to FHWA's Critter Crossings, Ventura County Mitigation Guidelines,
CDFG's Wildlife Action Plan and any applicable conservation plans.

MM-BIO/OS54:  Local jurisdictions or agencies can and should establish
policies and programs to restore, protect, manage and preserve conservation areas,
including forested areas, agricultural lands, wildlife habitat and corridors,
wetlands, watersheds, and groundwater recharge areas, that remove and sequester
carbon from the atmosphere.

MM-BIO/OS55: Conservation Area Development: Local jurisdictions or
agencies can and should establish programs and funding mechanisms to create
protected conservation areas, including:

e Imposing mitigation fees for development on lands that would otherwise be
conservation areas, and use the funds generated to protect other areas from
development;

e Proposing for voter approval a small tax increment (e.g., a quarter cent sales
tax, perhaps for a finite time period that could be renewed) to fund the
purchase of development rights in conservation areas, or purchase of the land
outright.

MM-BIO/OS56: Conservation Area Preservation: Local jurisdictions or
agencies can and should establish policies to preserve existing conservation areas,
and to discourage development in those areas.

MM-BIO/OS59: Local jurisdictions or agencies can and should evaluate existing
landscaping and options to convert reflective and impervious surfaces to
landscaping, and install or replace vegetation with drought-tolerant, low-
maintenance native species or edible landscaping that can also provide shade and
reduce heat-island effects.

16.  Several of the biology-related Draft PEIR mitigation measures also prescribe
specific mitigation ratios. Such measures should be revised. For example, MM-BIO/OS19
should be revised, as follows:

MM-BIO/OS19: For projects near water resources project sponsors can and
should implement Best Management Practices (BMPs) at construction sites to
minimize erosion and sediment transport from the area. BMPs include
encouraging growth of vegetation in disturbed areas, using straw bales or other
silt-catching devices, and using settling basins to minimize soil transport. (See

also Water Resources Mltlgatron Measures) Mmganen—fepeeeuered—habﬁat
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Explanation: The above measure should be revised to ensure that SCAG does not
exceed its authority in an area (i.e., biology) that falls outside of its jurisdiction. In short, the
project sponsors, in consultation with the applicable resource agency (e.g., CDFG), have the
discretion to arrive at mitigation ratios or not, based on project-specific considerations and other
factors that are not known to SCAG at this time. The same rationale applies with equal force to
all of the Draft PEIR measures that prescribe mitigation ratios (e.g., MM-BIO/OS19, 22-23, 25-
28, 30, 32-34).

17.  The Draft PEIR, Section 3.8, Land Use & Agricultural Resources, contains
numerous mitigation measures that exceed SCAG's jurisdiction and authority, particularly where,
as here, SB 375 does not allow SCAG to regulate the use of land or affect the land use authority
of cities and counties within its region. The land use-related measures that fall into this category
are: MM-LU15-20, 23-27, 33-34, 41-46, 58-64, and 80-81. More specifically, the following
measures are illustrative:

MM-LU42: Local jurisdictions or agencies can and should establish an urban
growth boundary (UBG) with related ordinances or programs to limit suburban
sprawl; local jurisdictions or agencies can and should restrict urban development
beyond the UGB and streamline entitlement processes within the UGB for
consistent projects.

MM-LU43: Urban development can and should occur only where urban public
facilities and services exist or can be reasonably made available.

MM-LU44: The improvement and expansion of one urban public facility or
service can and should not stimulate development that significantly precedes the
local jurisdiction’s ability to provide all other necessary urban public facilities and
services at adequate levels.

MM-LU45: Local jurisdictions can and should redirect new growth into existing
city/urban reserve areas

MM-LU46: Local jurisdictions can and should maintain a one dwelling unit per
10-acre minimum lot size or lower density in areas outside designated urban
service lines.

Each measure intrudes into the local land use authority and jurisdiction of SCAG's
member agencies, project sponsors, and other agencies; and such measures fall well beyond
SCAG's limited jurisdiction and authority. The law (i.e., SB 375) makes clear that the RTP/SCS
is not to directly regulate the use of land or affect the land use authority of cities and counties
within a given region. (Gov. Code, 865080(b)(2)(K).) Additionally, the law does not require
that a local general plan, specific plan, or zoning be "consistent” with the RTP/SCS. (lbid.)
SCAG also has recognized and respected the authority of agencies to regulate land use through
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their broad police powers as authorized by California law. SCAG has recognized that nothing in
the RTP/SCS supercedes its member agencies' exercise of their land use authority. By rejecting
all such measures, SCAG will have clarified its original intent, and the PEIR will be consistent
with applicable law (i.e., SB 375).

In addition, the above measures call for the creation of urban growth boundaries,
city/urban reserve areas, and designated urban service lines. However, all such concepts are
ordinarily part of a local jurisdiction's growth control measures that are accompanied by local
voter approval before enactment; as such, such measures are not appropriate for inclusion in a
program EIR.

Please confirm SCAG's limited jurisdiction and authority, and ensure that the Final PEIR
expressly acknowledges that limited jurisdiction and authority and only employs a mitigation
construct that is consistent with it. Also, please confirm SCAG's recognition of the legal
limitations set forth in SB 375.

18.  The Draft PEIR also contains proposed mitigation measures that fall far outside
SCAG's limited jurisdiction and authority in other environmental categories aside from
biology/open space and land use/agricultural resources. While the list is not exhaustive, each of
the following greenhouse gas, noise, population/housing, public services, traffic, and water
mitigation measures either should be rejected by the SCAG Regional Council, or revised
substantially: MM-GHG3, 8, 11; MM-NO12, 16; MM-POP1; MM-PS3, 14, 25, 37, 39, 41, 67-
68, 71, 95, and 121; and MM-TR17, 23, 28, 35, 83, 85, and 96; and MM-W59-60 and 65.

19.  Still other Draft PEIR proposed mitigation measures would cause one or more
significant effects; however, those effects are not discussed in the PEIR. This omission is
particularly troublesome. CEQA Guidelines section 15126.4(a)(1)(D) requires that if SCAG is
to adopt such measures and if the measures would cause one or more significant effects, then the
PEIR must disclose and discuss such effects. Below are just two examples of such measures:

MM-LUS50: Local jurisdictions can and should reduce required road width
standards whenever feasible to calm traffic and encourage alternative modes of
transportation.

MM-LU85: Local jurisdictions can and should reduce heat gain from pavement
and other hardscaping, including:

e Reinstate the use of parkway strips to allow shading of streets by trees;

¢ Include shade trees on south- and west-facing sides of structures;

¢ Include low-water landscaping in place of hardscaping around transportation
infrastructure and in parking areas;

e Install cool roofs, green roofs, and use cool paving for pathways, parking, and
other roadway surfaces;

e Establish standards that provide for pervious pavement options:

e Remove obstacles to xeriscaping, edible landscaping and low-water
landscaping.
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These measures call for reduced street rights-of-way and road pavement widths, which
may compromise the "levels of service" traffic standards applicable to street segments, which
oftentimes are used as significance criteria in evaluating a project's traffic impacts. For example,
in downtown areas, reduced street widths may be recommended to enhance pedestrian
accessibility, but, in doing so, the road segment can no longer operate at the required "level of
service," without creating significant traffic impacts (e.g., congestion, delay). The Draft PEIR
did not disclose these potentially significant impacts prior to public circulation. Because such
measures are beyond SCAG's limited jurisdiction and authority, and because the Draft PEIR did
not disclose impacts associated with such mitigation measures, the SCAG Regional Council
should reject such measures on infeasibility grounds.

20.  Also, other Draft PEIR proposed mitigation measures state that local jurisdictions,
project sponsors, or other agencies will "ensure" that certain environmental outcomes are
achieved, or "shall minimize impacts" to various environmental conditions. In fact, the Draft
PEIR contains about 100 measures directing that such agencies “ensure™ or minimize various
environmental minimization measures (see, for example, MM-AV11-12; MM-AQ3-13; MM-
BIO-9, 11, 13-14, 17-18, 20, 29-31, 35, 47; MM-CUL12-13; MM-GEO1-9; MM-HMS5, 7-8, 14;
MM-LU15, 23, 58, 63, 67, 70, 75, 79; MM-NO10-11; MM-PS1-3, 12-13, 36, 55, 70, 77; MM-
TR21, 33, 41, 56-57, 81; and MM-WS5, 9, 15-16, 18, 26, 29, 31, 36, 46, 47, 60, 62, and 65). The
problem, however, is that SCAG lacks the jurisdiction and legal authority to be able to "ensure"
impacts are mitigated or minimized. SCAG can offer assistance; it can be a forum for
cooperative decision-making by its member agencies; and it can encourage mitigation/
minimization; but, SCAG lacks the jurisdiction or legal authority to direct or mandate the
outcome of many of the mitigation proposed in the Draft PEIR.

21.  Although the above comments relative to mitigation measures are critical of the
proposed mitigation measures in the Draft PEIR, it does not mean that SCAG is completely
constrained from adopting appropriate and feasible mitigation measures. For example, an
appropriate mitigation relative to the water quality impacts identified in the Draft PEIR may be
as follows:

"The implementing agency should conduct or require project-specific hydrology
studies for projects proposed to be constructed within floodplains to demonstrate
compliance with applicable federal, state, and local agency flood-control
regulations. These studies should identify project design features or mitigation
measures that reduce impacts to either floodplains or flood flows to a less than
significant level. For the purposes of this mitigation, less than significant means
consistent with federal, state, and local regulations and laws related to
development in the floodplain."

This measure was taken from the Sacramento Area Council of Governments (SACOG)
Draft PEIR for the SACOG 2035 proposed Metropolitan Transportation Plan/Sustainable
Communities Strategy (MTP/SCS) for the SACOG region, which is found at http://www.
sacoqg.org/2035/2011/11/draft-environmental-impact-review-released/ and incorporated by this
reference. Unlike SCAG's Draft PEIR proposed mitigation measures, the measure taken from
the SACOG Program EIR appropriately defers to the implementing agency with jurisdiction; it
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contains performance standards based on compliance with applicable federal, state, and local
agency flood-control regulations; and it recommends project design features or mitigation
measures to reduce impacts to floodplains or flood flows to less-than-significant levels. It does
so without SACOG exceeding its jurisdiction or mandating outcomes without the legal authority
to do so. These SACOG mitigation measures should be considered in lieu of all of the proposed
"can and should" mitigation measures contained in SCAG's Draft PEIR.

22. In both the Executive Summary and Section 4.0, Alternatives, the Draft PEIR
summarizes and evaluates three alternatives to the proposed project. These comments focus on
"Alternative 3," also called the "Envision 2 Alternative.” In summary, according to the Draft
PEIR, the Envision 2 Alternative "includes far more aggressive densities than the 2012-2035
RTP/SCS, especially around High Quality Transit Areas (HQTAS), increases mobility, reduces
emissions, and limits the development of single-family housing that would be built in the region.
The Envision 2 transportation network is similar to the Plan network with minor changes to
goods movement and transit projects. The growth network associated with Envision 2 maximizes
urban centers, TODs [transit-oriented development] and HQTASs; it also includes a more
progressive jobs/housing distribution optimized for TOD and infill." (Draft PEIR, p. ES-3.)

First, the Draft PEIR made a preliminary determination that this alternative was
"feasible™ for evaluation purposes. However, the SCAG Regional Council retains the
discretionary authority to reject the alternative as infeasible based on legal and policy
considerations, and because it does not meet the proposed project's objectives. We ask that the
SCAG Regional Council adopt such findings.

Second, the Draft PEIR states that the Envision 2 Alternative includes "far more
aggressive densities” than the proposed project. Please clarify whether the alternative includes
"far more aggressive densities” than those found in SCAG's member agencies' adopted general
plans. We ask for this clarification because it appears that the alternative, in fact, proposes "far
more aggressive" densities and intensities than found in the local general plans or cities and
counties within the region. If so, then the alternative conflicts with those adopted general plans,
which is a permissible factor in rejecting the alternative.

Third, because SCAG does not have any legal jurisdiction to govern the land use
decisions of its member cities and counties (see Gov. Code, 8 65080(b)(2)(K)), SCAG lacks
the legal authority to require the elected decisionmakers of cities and counties to adopt or
amend their respective land use policies, including their general plans and zoning ordinances,
which would be required to implement the alternative's forecasted land use patterns.
Accordingly, SCAG lacks the jurisdiction and legal authority to implement the alternative's
"aggressive” development pattern. This ground also is a permissible basis for the SCAG
Regional Council to reject the Envision 2 Alternative.

Fourth, the Envision 2 Alternative increases densities and intensities in developed or
previously-developed urbanized areas within the region. The increased densities/intensities are
"especially around” high quality transit areas, urban centers, transportation corridors, and
transit-oriented developments. More specifically, the alternative, if adopted, would increase
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population adjacent to transportation/transit facilities when compared to the proposed project.
Please confirm.

Finally, the Envision 2 Alternative proposes to eliminate single-family development. We
encourage the SCAG Regional Council to reject this alternative because the elimination of
single-family development is both beyond SCAG's legal jurisdiction and not desirable from a
policy perspective as it would eliminate an important part of the mix of housing to be provided
by the adopted general plans within the region.

23.  The Draft PEIR fails to adequately address the environmental impacts attributable
to the densification and intensification of land use development. For example, Section 4.0,
Alternatives, of the Draft PEIR does not accurately or fully capture the environmental impacts of
the Envision 2 Alternative.

While not described in the Draft PEIR, increased density and intensity often can tax
existing public services infrastructure and trigger the need to upsize water mains, sewer lines,
etc. -- such activities can result in significant environmental impacts. Also, as compared to the
proposed project, the Envision 2 Alternative would appear to result in higher cancer risks for 4
of the 8 corridor segments modeled in the Draft PEIR, not "2 of the 8 corridor segments
modeled. (See Draft PEIR, p. 4-31 and compare to Table 4-16, which suggests that the cancer
risk based on residential exposure to vehicle operation under Envision 2 is greater for 1-8 in
Imperial; SR-91 in Riverside; U.S. 101 in Ventura; and 1-15 in San Bernardino).) Similarly,
please confirm whether Envision 2's residential densities in closer proximity to
transportation/transit facilities give rise to greater air quality impacts, including cancer risks and
other health concerns, when compared to the proposed project.

In summary, the Draft PEIR needs to be revised to reflect the impacts of densification
and intensification.

* * * *
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February 14, 2012

Mtr. Hasan Ikhrata

Executive Director

Southern California Association of Governments
818 W. 7" Street, 12" Floor

Los Angeles, CA 90017

Re: Draft 2012 Regional Transportation Plan
Dear Mr. Ikhrata:

On behalf of the Burbank-Glendale-Pasadena Airport Authority (Authority) let me first state that
we greatly appreciated the opportunity to work directly with members of your staff in the
development of the Aviation and Airport Ground Access clement of the Draft Regional
Transportation Plan (RTP). We have been active members of the Aviation Technical Advisory
Committee and provided both technical and policy comments during development of the

RTP. We are pleased that many of our comments we have provided during development of the
RTP have been incorporated into the RTP technical attachment entitled: “Aviation and Airport
Ground Access.”

An important concern with the “Aviation and Airport Ground Access” report is the assumption
that the projected annual passenger demand for Bob Hope Airport (BUR) would be 9.4 million
annual passengers (MAP) by the year 2035, In the November 9, 2011 response written by Mike
Armstrong to our October 4, 2011 letter (attached), SCAG took exception to our belief that the
more realistic assumption would be passenger demand of 8 MAP or less for Bob Hope Airport in
2035,

SCAG cites the assumed “constraint” of a 78.9 MAP Settlement Agreement at LAX as the driver
for this additional passenger demand at BUR., We do not concur with that assumption,
Specifically, the passenger cap at LAX is not a legally-enforceable access restriction, Instead, it
is a trigger for LAWA to reduce the number of available air carrier gates. The carriers have
shown that they have the capability to increase operational efficiencies utilizing aircraft fleet
mix, scheduling, and available gate capacity. As such, if a reduction in the number of gates did
occur, cartiers could process more than 78,9 million passengers annually.

2627 Hollywood Way + Burbank, California 91505 - (818) 840-8840 -+ Fax: (818) 848-1173
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While the carriers at BUR primarily handle domestic flights now and will continue fo do so in
the future, it is reasonable to expect that the carriers at LAX will structure their operations and
alliances in such a way as to accommodate the transfer of a continually-increasing number of
international passengers, regardless of the gate constraints they may face.

The Authority is currently underway with a new Part 150 Study, in which a new forecast of
passenger demand will be prepared. We believe that this study will validate our earlier
assumption that passenger demand in 2035 will be less than 8 MAP. That forecast will be based
on the econometrics of forecasted population growth, business growth, and per capita income
within the BUR catchment area, and within the larger region as a whole. That forecast will not
be based on assumptions about constraints at LAX. We ask that this change in assumption be
also reflected in the RTP,

During this process we also worked closely with OLDA in addressing the designation of the
Northern Corridor as a part of the “Constrained Project” list in the RTP.Recently, OLDA
transmitted a letter to you dated February 7, 2012 signed by Mr. Frank J. Quintero, Chairman of
the OLDA Board and a member of the Airport Authority Board of Directors. We would like to
affirm our suppott for the comments contained in the February 7" communication. We strongly
agree that the adoption by the SCAG Regional Council and the Metro Board of Directors of the
high speed rail project-related Memorandum of Understanding with the California High Speed
Rail Authority is a significant policy development which should be reflected in the RTP adopted
by the Regional Council. We also support Metro’s Antelope Valley Line Infrastructure
Improvement Strategic Plan and hope preliminary results from the study can be incorporated into
the RTP,

We appreciate your help in the Authority’s effort to improve regional connectivity to the Bob
Hope Airport.

Very truly yours,

7 ﬁ)j:{// ) (/”

4 7 (S
Dan Feger _

Executive Director
Attachment, October 4, 2011 letter to SCAG
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October 4, 2011

Mike Atmstrong

Southetn California Assoclation of Governtnents
218 W 7th Street, #1200

Los Angeles, CA 90017-34335

Re:  Bob Hope Alrport
Dear Mike:

This letter follows up on the SCAG Aviation Technleal Advisory Committee Meeting on Soptembet
2ond at the Bob Hope Alrport, At that meeting, the committes discussed, among other fopics, SCAG’s
preliminaty projection for passengers likely to use the Bob Hopo Airport through the year 2033,
SCAGs projection for the Bob Alspott is 9.4 MAP.!

The problem with SCAG?s preliminaty projection for the Bob Hope Airport {s that 1¢ fails to
adequately take Into account the fundamental economic change that has ocouired in the Bob Hope
Airport catchment ateas In vecent yeats and thereby dramatically over estimates future use. Plainly
statedl, the level of passongers using the Bob Hope Aliport has fallen back to 1993 levels (roughly 4.3
MADP). Any projection that assunes a retorn to the growth rato of the bubble economy is we believe
misleading, Instead, the Bob Hope Alrport believes that for a more yellable metric of future growth is
the historical growth rate the Aleport has experienced fatly consistently over the past 50 years. That
gueWih rafe, approximately 1,8% por yeat, rosults ina projected passenger level for the Airport in 2035
df roubhly 8 MAP, not the 9.4 MAP in SCAG’s eurrent projection, We would request that this

N US 303200E5.1.019424,6010

' SCAG's 2035 projection for the Bob Hope Aliport is the same uider bolls ks low growth (130 MAP for Southem

Califormia Aviation) sund high growth {164 MAP for Southern Catifornta) prajectlons.
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November 9, 201 |

Mr, Mark Hardyment

Dircctor of Environmental Programs
Bob Hope Afiport

2627 Notth Hollywood Way
Burbank, CA 91505

Re: Bob Hope Airport Alr Passenger Demand Forecast
Dear Mark:

We very much appreclate your letter of Oclober 2, 2011 commenting on SCAG's 9.4
million air passenger (MAP) demand forecast for Bob Hope Airport in 2035, This
forecast was adopted for SCAG’s 2008 Reglonal Transportation Plan (RTP) and has
been recommended by the SCAG Aviation Technical Advisory Committee (ATAC)
for SCAG?s 2012 RTP. 1t is based on a capacily analysis of Bob Hope Airports 14
atrerafl gates/parking positions, We recognize that, like most other airports in the
vegional system, Bob Hope Airport has seen stagnant or declining passenger growth
over the last several years, mainly as a result of the severe cconomic recession and
restructuring of the alrtine industry, Our recommended regional air passenger
demand forecast docs not assume that these conditions will persist; nevertheless, al
145.9 MAP 1n 2035, with 2 2.5% annual growth vate, it is considerably more
conservative than the 165,3 MAP forecast adopted for SCAG's 2008 RTP, It s also
more conservative than the FAA’s most recent National Aerospace Forecast (3.2%
annual alr passenger growth tate) or most recent Terminal Area Forccast for air
cairfer airports in the reglon (3.0% annual air passenger growth rate).

1t is very important to recognize that the fundamental dviver that causes Bob Hope
Airport to reach its estimated 9.4 MAP capacity constraint by 2035 is the 78.9 MAP
Settlentent Agreement passenger constrained af LAX that is assumed by the forecast.,
With LAX held at that level, and with Long Beach Afrport also held to its legally-
enforceable 4.2 MAP constrainl, Bob Hope Airport becomes a superior and
convenient airport alternative for serving future domestic air passenger demand in
Los Angeles County within its 9.4 MAP eapacity constraint, This reflects a
fundamental problem of our regional aviation systen, which has a relatively large
number of airports serving demand in urban centers of Los Angeles and Orange
Countics, but which are all relatively small, highty encronched and ultimately
capacity-constrained. Meeting the 145.9 MAP forecast will require Ontario Airport
(o reverse Its steep passenger decline and grow from its current 4.2 MAP 10 30.7
MAP over the next 25 years. This will present signilicant ground access challenges
In allowing un-served air passengers in Los Angeles and Orange counties (o access
available atrport capacity at Ontario Alrport and other alrports in the Tnland Empire,

Al its last meeting on October 27, ATAC approved the 145.9 MAP air passenger

demand forecast with its allocation of 9.4 MAP to Bob Hope Airpott, but only with &
number of caveals. These include the caveat that the forecast is based on a numbey

The Regional Councl! Is comprised of 84 clected officals represeniting 191 citles, six cotintles,
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of vatlables that history has shown can change significantly over time, and it is
important to update the forecast on an ongoing basis, most importantly for the next
(2016) RTP. Also, that the relaxation or elimination of the settlement agreement
constraints at LAX and John Wayne alrports could significantly impact forecast
allocations of aviation demand at othier airports in the regional system, and future
updates of the forecast shonld incorporate any new information provided by focal
airport authorities on reviscd constraints at capacity-constrained altports,

I hope that the above information addresses your concerhs about the 9.4 MAP air
passenger forecast for Bob Hope Airport that has been recomimended for SCAG’s
2012 RTP, Please let me know if you have any other comments ot questions about

this issue,

Best regards,

Ww’a@cf &’néyf-?afé}w7
Michae!l Atmstrong

Aviation Program Manager
Southern California Association of Governments

ce! Dan Foger
Exccutive Director, Bob Hope Aitport -




State of California « Natural Resources Agency Edmund G. Brown Jr., Governor

DEPARTMENT OF PARKS AND RECREATION Ruth Coleman, Director
Inland Empire District = 17801 Lake Perris Drive = Perris, CA 92571
(951) 443-2423 = FAX (951) 657-2736

February 14, 2012

Jacob Lieb

Southern California Association of Governments
818 West Seventh Street, 12" Floor

Los Angeles, CA 90017

Re: 2012-2035 Draft Regional Transportation Plan and Sustainable Communities
Strategy and Draft Program Environmental Impact Report (SCH# 2011051018)

Dear Mr. Lieb:

We appreciate the opportunity to comment on the above-mentioned project. We look forward to
any necessary coordination and remain committed to working with you to successfully
implement your project.

State Parks is a Trustee Agency as defined by the California Environmental Quality Act (CEQA).
State Parks is also a Responsible Agency as defined by CEQA because the proposed project
would occur within and require permanent use of Chino Hills State Park. State Parks’ mission in
part is to provide for the health, inspiration, and education of the people of California by
preserving the state’s extraordinary biodiversity and creating opportunities for high quality
outdoor recreation.

Environmental Mitigation Program

We appreciate the advanced mitigation component in the RTP/SCS. Orange County's Renewed
Measure M has had great success with a similar program. Programs such as these have many
benefits including streamlined permitting, preservation of important natural lands, improved
relationships and collaboration with resource and permitting agencies.

We offer the following suggestions regarding the Conservation Policy:

1. Ensuring State conservancies and joint powers authorities with a conservation focus are
included in the mapping and prioritization of conservation lands. Specifically, we
recommend including the Wildlife Corridor Conservation Authority, Puente Hills Habitat
Preservation Authority, San Gabriel & Lower Los Angeles Rivers and Mountains
Conservancy, Mountains Recreation and Conservation Authority (MRCA), and Santa
Monica Mountains Conservancy (SMMC) among the entities upon whose expertise can
be tapped.

2. Extending the inventory of protected lands to include all protected lands — Federal,
State, regional and local natural lands — instead of narrowly limiting the inventory to
simply Natural Communities Conservation Plan and Habitat Conservation Plan areas.

3. Ensuring existing wildlife corridors and habitat linkages and highway/roadway
undercrossings are protected and enhanced during the evaluation of habitat lands and
during construction of roadway projects.
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4. Advocating that the advanced mitigation policy result is a net environmental benefit for
the natural resource lands after construction activities are completed.

Also, large-scale acquisition and management of lands must not be limited to “critical habitat,”
(RTP, p. 76, 128) as this can be confused with the legal term used by U.S. Fish and Wildlife
Service for some federally endangered and threatened species. To clarify, this should be
replaced by text reflecting the intent, i.e., the best available natural lands with valuable
environmental resources deserving of conservation/preservation. State Parks looks forward to
working with Southern California Association of Governments (SCAG) on the development of
the Natural Lands Acquisition and Open Space Conservation Strategy. This will protect
remaining resource lands and mitigate for impacts from transportation improvements. In addition
to mitigation banking, transfer of development rights (TDR), and payment of in-lieu fees, State
Parks recognizes conservation easements as a powerful preservation tool for habitat areas.
Conservation easements, and fee title transfers to open space park agencies, should be listed
in the plan alongside the other preservation mechanisms.

Wildlife Crossings of Transportation Facilities

State Parks appreciates SCAG'’s recognition of the impact that linear transportation facilities
have on natural areas and the need for well-designed wildlife crossings to partially mitigate
these effects. Wildlife crossings serve two distinct purposes: reducing mortality and preserving
genetic connectivity. Roads are the leading direct source of human-caused mortality for most
species in southern California and the entire country. They can become a population sink if a
significant fraction of a local species is killed, affecting broader population distribution across the
landscape. Additionally, for highly mobile predators, individuals crossing roads are frequently
dispersing from their home range in search of new territory and mates, a vital population
dynamic that is devastating if interrupted. National Park Service research has documented
significant genetic differences among carnivore populations on either side of the 101 Freeway in
the Santa Monica Mountains.

Wildlife crossings need to be discussed in the context of habitat connectivity, which is the
broader ecological goal for conservation areas. Wildlife crossings are but one critical tool to
ensure that indicator species are able to safely move about their environment. While much has
been learned about movement patterns and the way in which key transportation facilities create
genetic barriers to connectivity, the measures that might mitigate these impacts have not been
thoroughly researched. Wildlife corridor design is a field in its infancy with few scientifically
verified best practices for crossing dimensions and landscape features. Given that this research
is needed to properly mitigate transportation impacts, SCAG should invest in connectivity
research with a program specifically designed to establish measures that can be incorporated
into the 2016 RTP revision. Such a program would aggregate existing research, propose new
study areas, and develop design best practices specifically tailored to the Southern California
eco-region.

Comments on Proposed PEIR Mitigation Measures

Biological Resources and Open Space

The PEIR includes many mitigation measures for potential impacts to biological resources.
Overall, these measures are comprehensive and based on sound practice. Inclusion of the
proposed mitigation measures in project selection and design will greatly improve ecological
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outcomes in the SCAG region compared to a baseline scenario. The specific measures calling
for minimum mitigation ratios reflect current accepted practices without limiting the discretion of
resource agencies to require greater mitigation if warranted. The proposed measures
addressing habitat fragmentation and connectivity are thorough and appropriate (MM-BIO/OS36
through MM-BIO/OS40). These impacts have been all too often unmitigated for transportation
projects in the past.

State Parks looks forward to collaboration on regional conservation planning policy to address
cumulative impacts to biological resources (MM-BIO/OS45). MRCA is one agency in the SCAG
region that administers a highly successful restoration and preservation in-lieu-fee mitigation
programs in close coordination with state and federal resource agencies. SCAG's planning and
funding expertise is a welcome addition to ongoing efforts. State Parks recommends that other
agencies with expertise in the region, such as WCCA, MRCA, SMMC, and Puente Hills Habitat
Preservation Authority be invited to participate in this process.

The primary impact from transportation facilities is often the indirect and cumulative impact from
growth induced by new improvements. As projects increase access and reduce commute times
from remote areas, these resource lands become economical to develop. State Parks is
therefore pleased to see SCAG recognize these impacts and call for their mitigation (MM-
BIO/OS47). Without appropriate growth management along transportation corridors, wildlife
crossings cannot mitigate connectivity impacts from expanding development footprints.
Furthermore, induced growth along new corridors often negates the benefits of new
transportation capacity, prompting even greater impacts from future facility expansion. SCAG
should develop best practices that would be applicable to new transportation corridors to
prevent new development from extending into resource lands. The PEIR biology mitigation
measures should be clarified to delete reference to relocating active nests (MM-BIO/OS35), as
this is likely in conflict with the Migratory Bird Treaty Act. Instead, construction buffers to active
nests should be established, as proposed.

Public Services and Utilities

The PEIR lacks a public safety mitigation measure that promotes project design that minimizes
urban-wildland interface, which is the source of wildfire risk to persons and property. Past
development patterns include long, meandering urban edges with high risk exposure to
catastrophic events, causing great strain on local and State firefighting resources largely
subsidized by those living in lower risk locations. A mitigation measure should include two
components addressing both project location and project design. First, development that
extends into high fire hazard areas should be discouraged. Second, there should be an
emphasis on utilizing project design strategies to reduce risk, such as building within compact
and defensible footprints and minimizing perimeter length. Projects should be sited in order to
reduce impacts of required brush clearance on native habitat areas, including adequate buffers
to protect sensitive resources from brush clearance impacts.

State Parks concurs that project sponsors and local jurisdictions should work to increase public
access to open space (MM-PS21 and 26). River parkways and other urban natural parks serve
a vital purpose in connecting urban residents to natural parkland (MMM-PS22). The City and
County of Los Angeles have both recognized these projects in master plans for their respective
river corridors. While planning for these projects is the responsibility of local jurisdictions and
partners, SCAG has a critical responsibility for funding by including bikeway projects in the RTP
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area. Regional partnerships are necessary to achieve open space conservation objectives
(MMPS29). State Parks welcomes SCAG's assistance with planning and identifying funding
sources for open space acquisition (MM-PS31 and 34). SCAG's participation in coordinating
regionally significant trail networks is also appreciated, however the greatest contribution SCAG
could make to these efforts would be including those greenways that serve transportation
functions, such as the river parkways, in the RTP so that they can be fully developed in the
short and medium-term (MM-PS33).

Water Resources

State Parks also believes that preservation of remaining riparian resources should be the
highest priority at both the regional and project level, followed by restoration of previously
impacted areas (MM-W1 and 9). To the extent feasible, natural methods for stormwater control,
water quality improvements, and infiltration should be encouraged. SCAG sets an appropriate
standard that new projects should not cause or contribute to conditions that degrade the
physical integrity or ecological function of any downstream receiving waters (MM-W22). When
evaluating projects during the environmental review process, SCAG should identify regionally
significant projects that may impact downstream waters and include comments to that effect in
Notice of Preparation and Environmental Impact Report responses. This is a critical issue
wherever natural rivers interact with urban areas. SCAG should participate in the development
of models of natural processes for the remaining natural rivers in the SCAG region to ensure
that environmental review can comprehensively evaluate project impacts based on the best
available information.

Thank you again for considering our comments. Please keep our agency on your email/mailing
lists for this project. For further discussion, please contact me or Enrique Arroyo at (951) 453-
6848.

Sincerely,

fr [

Ron Krueper
District Superintendent

cc: Jay Chamberlin, DPR Chief of Natural Resources
Wildlife Corridor Conservation Authority



State of California—Health and Human Services Agency
o California Department of Public Health

"BPH

RON CHAPMAN, MD, MPH EDMUND G. BROWN JR.
Director & State Health Officer Govermnor

January 19, 2012

Christopher P. Ganson, Senior Planner
Office of Planning and Research

1400 Tenth Street

Sacramento, CA 95814

Dear Mr. Ganson,

We welcome the opportunity to comment on the Sustainable Community Strategies (SCS) that
have recently been presented in draft or final formats by the large Metropolitan Planning
Organizations. Although the California Department of Public Health does not have a regulatory
role in the SB375 process, there are a number of compelling public heatlth interests in the SCSs
because of the documented health impacts of housing and transportation in combination with
economic development, education, and their interactions to create healthy community
environments. As the convener of the Strategic Growth Council's Health in All Policies Task
Force, CDPH is working with other State agencies to optimize opportunities to improve public
health and sustainability. CDPH staff has also played an educational and technical advisory role
in some MPOs' discussions of performance targets and methodologies to assess project
performance. CDPH also routinely interacts with local public health depariments around the
state, many of whom have become involved in regional SCS planning.

Our general and specific comments are detailed in the attached pages. We do note, however,
that there are several health issues that fall outside of the current framework of SCSs but are
concerns CDPH believes needs more attention. Although greenhouse gas reduction is a goal of
the SCSs, climate change will increase risks from higher temperatures on the backdrop of an
increasingly urbanized California. We feel there is a critical need to integrate urban heat island
(UHI) mitigation strategies into regional and local plans that will implement transit oriented
development (TOD) and in-fill development so that UHI risks are reduced as new development
takes place. Access to health-promoting features of the built environment, including food
systems, parks, and green space also should be integrated into pianning.

Please do not hesitate to contact me if you have any questions or comments.

Sincerely,
| ' / e
o

gﬁm 2 Mfi/ N.WM"“)

Linda Rudgiph,-M.D.,.M.P.H
Deputy Director, Center for Chronic Disease Prevention and Health Promotion

Center for Chronic Disease Prevention and Health Promotion, 1616 Capito! Avenue, Suite 74.420, Sacramento, CA 95814
(916) 445-0661 FAX: (916) 445-0688
Internet Address: www.cdph.ca.gov
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Comments by the California Department of Public Health
on the Sustainable Community Strategies (SCS) Process and Plan Content

General Comments

Health is a critical component of sustainable communities. The California Department of Public
Health encourages regional planning organizations to embrace the concepts outlined in the
Healthy Community framework developed by the Strategic Growth Council's Health in All
Policies Task Force."™' Many strategies that increase community sustainability can also
support improved health outcomes. For example, policies that support active transportation
help Californians incorporate more health-promoting physical activity into their lives, while also
advancing goals to achieve greenhouse gas emission reductions. Infill development can help to
reduce urban sprawl, reduce greenhouse gas emissions, and support location-efficient housing
that promotes active transportation and aliows workers to reap both economic and health
benefits, Good health is critical for economic sustainability, increasing workforce participation
and productivity, and slowing the ongoing rise in medical care expenditures, which diverts
resources from other State priorities such as education or investments in green energy.

CDPH staff has reviewed the drafts and final versions of SCSs updates to the Regional
Transportation Plans of the 4 large MPOs and the following comments represent a high level
synthesis. First, we must laud the MPOs for the diligent work that has gone into these
documents, and each represents an improvement from the original RTPs. We note an
increasing number of performance measures that go beyond the traditional health focus on
traffic injuries and air pollution. We refer to physical activity from active modes of travel,
including bicycling, walking, and public transit that includes active transport from and to transit
destinations. Noise and other physical hazards are also getting more attention as health
performance measures. We also note that discussions of equity increasingly recognize that
health inequities are caused and exacerbated by built environment factors and the uneven
distribution of community resources. We are supportive of these developments which will
deepen the appreciation of how public health is embodied in the many actions outside the field
of health or health care.

Specific Recommendations

We have several recommendations that are based on existing trends in the SCSs and recent
scientific developments in the transportation and public health fields.

1. Activity time in active transport (walking, bicycling, etc.) is indispensable as a health-related
transportation performance measure (e.g., mean daily minutes per person of walking and
bicycling). Health co-benefits of active transport in one of the large MPOs (Metropolitan
Transportation Commission, MTC) has recently been quantified? and the potential for
reducing chronic disease and greenhouse gases appears to be large on an absolute scale
and far larger than co-benefits from fine particulate matter reductions, which are a traditional
focus of health effects. These findings are consistent with emerging evidence from studies of
other regions of the United States, London, Barcelona, and the Netherlands.*” Attempts to
monetize health co-benefits from active transport suggest savings of billions of dollars in
health care costs and the value of statistical lives saved.®
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2. MPOs should consider new tools that have recently become available to quantify the health
co-benefits of active transport in SCS scenarios and projects. This fills a gap in project
performance assessment at most MPOs. One such tool co-developed by the CDPH, MTC,
the Bay Area Air Quality Management District and other researchers is called the Integrated
Transport and Health impacts Model (ITHIM), which was used to quantify the health co-
benefits of active transport and low carbon driving in the San Francisco Bay Area. This tool
could function as a post processor to travel demand models that generate miles traveled and
activity times by mode. Modelers at several large MPOs are already exploring how it can be
used to complement their methods for project performance assessment.

3. As tools such as ITHIM become available to MPOs, health co-benefits can be used as a
criterion for a unique project category that a priori could get a high priority score in the
project assessment methodologies used by MPOs.

4. Likewise, using these tools, health co-benefits can be used as a criterion to screen projects
for cost-benefit and other in-depth analysis. In some MPOs current practice is to screen
projects based on cost, so that only high cost projects get quantitative assessment. This
would allow projects with large health co-benefits to also get additional scrutiny in cost-
benefit analyses.

5. Equity/inequity in RTPS is currently framed using title VI of the Civil Rights Act, concepts of
"no disparate impacts” and "increase access (to affordable housing/transit) to poor people”,
pariicipation of communities of concern, environmental justice. In the development of SCSs
some MPOs have been exposed to a health-based approach which explicitly calls for ways
to narrow existing differences in health status and of determinants of health. The Sustainable
Transportation Council (LEED-like approach to rating transportation systems) is considering
a goal area in its transportation rating system that explicitly considers reducing health
disparities.® This is a promising approach that deserves more attention.

6. Local health departments are highly interested and would benefit from mechanisms that
enhance their participation in SCS development and follow-up. We noted with interest that
SANDAG has a standing Publiic Health Advisory Committee in which the San Diego County
Health Department is a partner, and our staff was able to attend one of their meetings.
National organizations like the Transportation Research Board have recently created
standing health subcommittees with an expanded focus. It is worth exploring ways local
health departments and others interested in public health and equity can stay engaged on an
on-going basis.

This is particularly germane to a multidisciplinary approach to address the multiple health
issues and the complexity of health impacts. In this setting expertise could be leveraged to

- explore the potential consequences of different scenarios and SCSs in the context of health
risks and benefits, addressing air quality, physical activity, access to health promoting
resources (e.g., transportation, food, employment, education), noise, injuries, social
networks, etc. for the regional population and vulnerable subgroups.
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February 14, 2012

Mr. Hasan Ikhrata, Executive Director

Southern California Association of Governments
818 W. 7" Street 12" Floor

Los Angeles, California 90017-3435

RE: Draft FY 2012 RTP/SCS AND DRAFT PEIR
SCH # 2011051018

Dear Mr. Ikhrata:

The California Department of Transportation (Department) wishes to thank the Southern
California Association of Governments (SCAG) for the opportunity to review and comment on the
Draft 2012 RTP/SCS and Draft PEIR. The Caltrans' review has found that the RTP/SCS has
fulfilled all the requirements of the Caltrans' 2010 RTP Guidelines, pursuant to California
Government Code Section 14522.

The Department commends SCAG for reaching out and engaging the State, regional. and local
agencies and the public in extensive outreach efforts and for developing a comprehensive planning
process that included Departmental staff on several committees.

The 2012 Draft RTP/SCS was distributed to the Department Divisions in Sacramento and Districts
7 (Los Angeles and Ventura Counties). 8 (San Bernardino and Riverside Counties), 11 (Imperial
County) and 12 (Orange County). The offices within each Division and District were given the
opportunity to review and comment on the document according to the California Regional
Transportation Guidelines.

Caltrans compliments SCAG on developing strategies that will allow the region to not just meet
but to actually exceed the GHG emission reduction goals mandated under SB 375. This Draft
RTP/SCS is commendable for its broad vision, which, while recognizing mobility as a primary
goal, also encompasses sustainability, the economy, employment, air quality, greenhouse gas
(GHG) emission reduction, safety, public health, and integrated planning.

The Department offers the following comments for your consideration:

“Caltrans improves mobility across Califorma”
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REGIONAL PLANNING

Page 7 Table 2: New Revenue Sources and Innovative Financing Strategies — The region’s
budget over the next 25 years totals an estimated $524.7 billion. We encourage SCAG to continue
close collaboration and consensus-building with Federal, State and Local partners as these strategies
and funding sources are pursued.

Page 27 Integrating Land Use and Transportation — The RTP/SCS states that SCAG has
incorporated the sub-regional SCS strategies of OCCOG and GCCOG into the regional SCS. It
would be helpful if the RTP explained exactly how those strategies were incorporated. .

Page 30 Public Health — The RTP/SCS recognizes the impact that transportation and land-use
decisions have on the health of the region’s residents. SCAG should be commended for including
studies and a discussion on this topic in the RTP/SCS which identifies a 200% overall investment
increase over the 2008 RTP.

Pages 33-34 Alternatives Development and Evaluation — The chosen alternative should be clearly
identified in the RTP, with supporting information explaining the rationale for its selection.

Pages 112-116 Creation of Land Use Scenarios — Chapter 4 explains and describes the four land
use scenarios that were developed and presented at the regional public workshops for inclusion in
the RTP/SCS however it is not clear how the preferred alternative was chosen.

SYSTEM PLANNING/GOODS MOVEMENT

Page 23 - Aviation and Ground Access - the second paragraph alludes to air cargo by
stating that "Southern California airports play a crucial role in international trade..," but the
text does not elaborate. If the regional roadway system becomes increasingly congested
please describe the impacts to air cargo ground access or capacity, being that the last mile is
typically transported by truck.

Page 65 - International Trade - recommend changing the sentence to read, "In the same
year, $10.4 billion worth of trade passed through the Calexico East International Port of

Entry (POE) between the U.S. and Mexico in Imperial County." Note: of the three land

POE's in the county, only Calexico East handles commercial traffic.

Page 65 - Local Goods Movement - Dependent Industry Support - recommend adding
agriculture as one of the supported industry sectors. Agricultural production in the SCAG
region is significant, amounting to nearly $7 billion in 2010.
http://www.cfbf.com/counties/index.cfm

Page 66 - Land Ports - recommend changing the sentence to read, "The Calexico East
International POE in Imperial County is the sixth busiest commercial crossing along the
U.S./Mexico border, with over 600,000 annual commercial vehicle crossings in 2010, and a

“Caltrans improves mobility across California”
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combined import/export value of over $10 billion. The primary economic drivers of cross
border trade to Imperial County are the movement of agricultural products and the
maquiladora trade industry."

e Pages 71 and 72. Regional Clean Freight Corridor System. The discussion indicates that
a dedicated truck-only freight corridor could serve as a “platform for the introduction and
adoption of zero-emission technologies:™ however, the connections between the East-West
Freight Corridor and clean trucks could be stronger, and the introduction of clean trucks
could be related to the timeframe in Table 2.8 (page 72).

TRANSIT

e Trip Planners: Please consider incorporating future updates of transit route data in trip planning
tools such as Google Transit or Go5ll.com.

e Page 3 - the following sentence needs to be corrected: "Currently, SCRRA operates seven routes
including five from downtown Los Angeles to Ventura, Lancaster, San Bernardino, Riverside,
Orange and Oceanside, from San Bernardino to Oceanside, and from Riverside via Fullerton or City
of Industry to downtown Los Angeles." The word in this sentence "five" should read "six" instead.
One route is missing in the list. Please add "Orange" after Riverside.

e Page 31- Connectivity measures need to include a high degree of reliability (on-time performance to
meet connections with other modes).

e The transit supplemental report should include how gas prices affect the fares and ridership. Gas
price is a major operating expense in bus operations. It should also include such variables as
inflation rate, CPI, unemployment rate, to see how they are related to fares and ridership.

SUSTAINABLE COMMUNITY STRATEGY (SCS)

e [t should be noted that Caltrans has not done an analysis of the transportation travel model work
utilized with the SCS. We would expect the California Air Resources Board to make any comments
on that topic: http://www.arb.ca.gov/research/aags/aags2.pdf

e In order to see the Greenhouse Gas (GHG) emission reduction compliance table for the SCAG
RTP/SCS, the reader has to find it on page 3.6-20 of the PEIR. This data table should be included in
the SCS Section of the RTP as well as in the PEIR.

e (Caltrans supports SCAG's RTP/SCS mitigation measures aiming at reducing VMT and the
associated GHG emissions, encouraging sustainable land use development, and the development and
implementation of the use of multi-modal transportation options.

e As the owner and operator of the State Highway System (SHS) the Department's main objective is to

"Caltrans improves mobility across California”
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protect the mobility and operational safety of the SHS. To ensure operational safety and consistency
with the Department's policies, we encourage early consultation and coordination with local
jurisdictions and project proponents on all development projects that may have an impact on state
facilities.

e To encourage collaboration among all stakeholders we recommend the following comment to be incorporated
in the policies of the Transportation, Traffic, and Security Mitigation Measures:

Local jurisdictions and development project proponents should and are encouraged to coordinate and consult
early with the Caltrans District Planning offices of l.ocal Development Intergovernmental Review on any
land use proposal that would be located within 500 feet of state transportation facilities to enable
consideration of the site specific access and operational safety impacts.

PROJECT LIST

e On the Project List for Orange County there is no mention of extending the planned High Occupancy
Vehicle (HOV) lane from Avenida Pico to the Orange/San Diego County Line in both directions.

e Project List for ILos Angeles County - on page 157 the Route High Occupancy Vehicle (HOV)
project, Citrus to Route 57/210, it should be noted that the portion of Route 210 between Route 10
and Route 210 has been re-named Route 57. This was done to address confusion between Interstate
210 west of Route 57 and State Route 210 east of Route 57. New signage has been recently added.

e Also on the Project List for Los Angeles County - please delete the following project on page 161:
Route 405 in Inglewood at Arbor Vitae which is pertaining to constructing the south half of the
interchange. The Interstate 405 Arbor Vitae Half Interchange Project in Inglewood has been shelved
per FHWA due to a required design exception issue.

HIGHWAYS AND ARTERIALS

e Page 15 - Caltrans encourages SCAG to coordinate with Caltrans Districts and regional partners to
ensure consistency with interregional system development and operational strategies. Examples
could include project phasing and integration, the development of HOV/HOT /Managed Lane
policies, and the alignment of on-system transit service support strategies.

e Page 3 - under OR SR-71 should read SR-73 and where it says SB SR-210 should be I-210.

GENERAL COMMENTS

SB 391 and the California Interregional Blueprint should be mentioned among related initiatives.

“Caltrans improves mobility across California™
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COMMENTS ON THE DRAFT PEIR

Page 3.2-5 — "USEPA also extracted a subset of these 21 MSAT compounds that it now labels as the
six priority MSATSs: benzene, formaldehyde, acetaldehyde, diesel particulate matter/diesel exhaust
organic gases, acrolein, and 1,3-butadiene." We recommend mentioning Naphthalene and
Polycyclic Organic Matter (POM). and updating the text to reflect the additional air toxins.
Furthermore, state that until the Air Resource Board develops the speciation factors for Naphthalene
and POM, an analysis cannot be performed.

(Pg) 3.2-10 -TABLE 3.2-1: STATE AND NATIONAL AMBIENT AIR QUALITY
STANDARDS - Vinyl Chloride for the state standard (24 hour) has been changed from 0.03 ppm
(42 ug/m3) to 0.01 ppm (26 ug/m3). We recommend using the table published by the California Air
Resources Board (CARB) located at:

http://www.arb.ca.gov/research/aags/aaqs2.pdf

Caltrans commends SCAG for considering some of the health risks associated with the RTP. The
Health Risk Assessment in Appendix J only analyzed emissions, cancer risk impacts associated with Air
Quality, and was only focused on several corridors in the region. Caltrans recommends that Health
Risk/Impacts should first be addressed at the policy level and analyze the potential health risks
associated with Air Quality, Noise, Hazardous Waste and Community Impacts for the complete RTP,
considering all the projects included in the plan.

In an effort to be more efficient and minimize confusion in the future, Caltrans requests that SCAG only
forward the PEIR to the following two locations:

California Department of Transportation

Division of Planning - Office of Community Planning
Local Development - Intergovernmental Review

P.O. Box 942874, M.S. 32

Sacramento, CA 94274-0001

Attention: Terri Pencovic, Statewide Program Manager

California Department of Transportation

District 7 - Office of Regional Planning IGR/CEQA Branch
100 S. Main Street, M.S. 16

Los Angeles, CA 90012

Attention: DiAnna Watson, IGR/CEQA Branch Chief

District 7 will be responsible for circulating the PEIR document and coordinating comments on behalf
of the California Department of Transportation.

“Caltrans improves mobility across California "



Mr. Hasan Ikhrata
February 14, 2012
Page 6

If you should have any questions in regard to the above comments, please do not hesitate to
contact Melissa Joshi of my staff at (213) 897-1347.

ES J. McCARTHY
eputy District Director

Division of Planning, Public Transportation and
Local Assistance

Sincerely,

“Caltrans improves mobility across California "
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cc: William A. Mosby, D8
Bill Figge, D11
Pat Landrum, D11
Ryan Chamberlain, D12
Ron Kosinski, D7
Garth Hopkins, ORIP
Dara Wheeler, ORIP
Kathleen McClaflin, DMT

“Caltrans improves mobility across California™



UNION
PACIFIC

V=748~

S —
AAFLWWAY

ASSOCIATION
ORAROADS BUILDING AMERICA’
Hasan Ikhrata
Southern California Association of Governments
818 W. Seventh Street, 12th Floor

Los Angeles, CA 90017

February 14, 2012

Re: Railroad comments on Draft 2012 Regional Transportation Plan and Sustainable
Communities Strategy

Dear Mr. lkhrata:

On behalf of Union Pacific Railroad (UP), BNSF Railway (BNSF), and the Association of
American Railroads (AAR), collectively “the Railroads”, we want to thank the Southern
California Association of Governments (SCAG) for the opportunity to comment on the draft
Regional Transportation Plan (RTP) and Sustainable Communities Strategy (SCS). The
Railroads look forward to continuing to work with SCAG staff as it refines the 2012 RTP in the
coming months. The Railroads comments are organized by the various documents in the 2012
RTP: the draft 2012 RTP, the Environmental Justice appendix, the Goods Movement appendix,
the Project List appendix, and the Passenger Rail appendix. Each comment follows a quote from
these documents (in italics). In some instances comments apply to multiple sections.
Additionally, the Railroads have submitted a second comment letter on the draft PEIR.

These comments should not be construed as the Railroads’ agreement or a validation of the RTP,
SCS, or other long term planning conclusions. The Railroads provide these comments in an
effort to make SCAG's analyses more reflective of actual railroad operational and business
needs. However, because railroad operations often change due to circumstances beyond their
control and/or to better serve their customers’ needs, it is critical that the Railroads preserve the
flexibility to maintain fluid and responsive operations.

As an overall comment, many sections of the current draft RTP identify possible elements of the
strategy without providing consistent information about: (1) who would fund each measure, (2)
under what authority each measure would be undertaken, and (3) in what timeframe each
measure would be implemented. The Railroads believe it is important to furnish that information
so that all stakeholders get an accurate perspective of the overall plan (See Table 1 below). At a
minimum, the RTP should note that these issues are unresolved.
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Table 1: Possible Program Elements Requiring More Specificity

Program Element (Page #) Implementing Funding | Timeframe | Authority to
agency identified? | identified? | implement
identified? identified?
Further study/demonstration of No No No No
electrification (Page 201 RTP)
Upgrading switcher No No No No
locomotives (Page 74 RTP)
Phased implementation of a No No Yes (see No
“near-zero or zero emission comments
freight system” (Page 74 RTP) below)
Recommended mitigation for No No No No

rail related impacts (Page 148
Environmental Justice
appendix)

2012 RTP proposes No No No No
electrification (Page 145
Environmental Justice

appendix)
Upgrade switcher locomotives No No No No
(Page 41 Goods Movement
appendix)
Timeline to implement “Zero No No Yes (see No
Emission Freight System” comments
(Page 34 Goods Movement below)
appendix)
Locomotive/rail: agency major No No No No

implementation actions (Page
39 Goods Movement
appendix)

$3,771,002,000 for “Goods No No No N/A
Movement Research and
Development” (Page 422

Project List appendix)
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Comments on the draft 2012 RTP/SCS

The draft 2012 RTP proposes a goods movement environmental strategy that includes, “a two-
pronged approach for achieving an efficient freight system that reduces environmental impacts.
These strategies include a number of “zero or near-zero™? emission rail technologies that require
varying degrees of additional research and development. Thus far, SCAG has failed to clearly
identify the multitude of issues associated with these potential technologies. The Railroads
believe SCAG has not answered the Railroads’ questions submitted in September 2011
concerning basic operational requirements.®

”1

Page 201 RTP (also on Page 21 of Passenger Rail appendix):

Freight rail activity emits five percent of regional NOx, and four percent of regional PM
goods movement emissions. Mitigation of rail emissions is currently underway with
agreement to upgrade engine and reduce idling at certain rail yards, but more must be done
to improve regional air quality, help meet federal requirements and reduce health impacts
for communities near rail activity. There are several options for a zero emission rail system
including electrification, battery-hybrid systems and fuel cells. Since 2008, SCAG has
worked carefully with representatives from major rail lines, the AQMD and the ARB to
carefully evaluate potential zero emissions options for freight rail. In particular, three forms
of electrification were analyzed in great detail.

o Electric catenary rail systems — These are perhaps the most technologically ready,
however, construction for an electrified rail system in Southern California would be a
major undertaking in terms of labor, timeline, and cost for the SCAG region, and would
require large public investment as well as cooperation and investment by the BNSF and
UP railways.

o Dual mode locomotives — These are also under development and have the ability to
operate both, on a catenary, or with traditional diesel power. The ability to operate in
both modes could potentially reduce operational difficulties associated with
electrification and would save time, reducing the need to remove the engine at the end
of the electrified system.

o Linear synchronous motors — This technology propels rail cars by creating an
electromagnetic field from motors embedded in the railway. One advantage of LSM is
that overhead electric lines would not be needed allowing the electric rail system to

' SCAG, draft 2012 RTP/SCS, page 74, December 2011.

2 The railroads question the use of “zero or near-zero” terminology. The technologies discussed to date at best address
tailpipe emissions and not total emissions. Electrification technologies merely export emissions to other areas.

3 September 16, 2011 comment letter to SCAG on the Freight Rail Electrification Analysis; October 14, 2011 comment
letter to SCAG on the Environmental Mitigation Strategies Task 10.2 Report
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extend further into ports and rail yards. LSM technology is in its early stages and costs
cannot be estimated, however demonstration projects are underway.

o The 2012 RTP specifies further study of these technologies to resolve operational
challenges and to better quantify the costs of implementation and potential savings or
cost increases of eliminating diesel fuel. In addition, several other technologies such as
hybrid diesel-electric locomotives and battery electric tender cars will be considered.
We also suggest and plan to participate in regional efforts to develop prototypes and
demonstration of these technologies. Please see the goods movement appendix of the
RTP and the SCAG Rail Electrification Study for more information about these
technologies and next steps for development and deployment.

Rail Comment: The RTP does not clearly state the issues that remain unresolved with these
technologies. For example, SCAG needs to clarify if funds for such studies are already
available. If not, the RTP should make clear that participation in further study and possible
demonstration of these technologies will only be undertaken if funds become available for
such activities in the future. SCAG should also clarify that these actions must be voluntarily
undertaken by all stakeholders. Neither SCAG, nor other local, regional, and state agencies
have the authority to require the Railroads to participate in or to provide funds for any study
of electrification or any other technology. SCAG should also clarify that the “several options
for a zero emission rail system” are not currently available, but could be pursued in the future
if additional funding, research, development, and testing to confirm their applicability were
completed. SCAG needs to clearly specify a timeframe for the continued study of these
technologies. Lastly, the Railroads question why the recommendations on freight rail
environmental mitigation are repeated in the passenger rail section of the RTP.

Catenary Electric

The Draft RTP identifies electric catenary lines, dual mode locomotives, and linear
synchronous motors (LSM) as potential technologies for future study. Even though
electric catenary systems are the most proven of the technologies identified by SCAG,
there are unresolved, major operational concerns with a catenary system, in addition to
the labor, cost, and timing issues noted in the draft RTP. Catenary electrification would
fragment the national goods movement system and would require a major expansion of
railyards at any intermediate, locomotive exchange points. At several such locations, no
adjacent land is available for such an expansion. Exchanging locomotives would also
result in significant, nation-wide delays in the goods movement system. (For more
information on timing and operational issues with an electric catenary system, please see
the two issue briefs, entitled Timeline for Freight Rail Electrification in Southern
California and Defining the Scope of an Electrified Freight Rail Project in Southern
California, which are attached.)
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Dual Mode Locomotives

As the Railroads have discussed at various technical working groups with SCAG, there
are no existing dual mode locomotives for freight rail operations that could meet the U.S
EPA’s Tier 4 emissions standards, and there may never be such locomotives due to
operational size limitations. Thus the above statement in the draft document “Dual mode
locomotives — These are also under development... ” is misleading to readers.

Even if a dual mode locomotive could be built to meet the required size and emissions
limitations, locomotive exchange points would have to be constructed throughout the
SCAG region. In some instances there is insufficient land available and in all instances
these exchange points would make the Los Angeles freight system less competitive, due
to the additional delays and costs of equipment change outs.

Additionally, one diesel locomotive would still be needed at the locomotive exchange
points for every dual mode locomotive in order to meet the needs of the national goods
movement system. For additional information on dual mode locomotives, please see the
attached issue brief, entitled Dual Mode Freight Locomotives.

Linear Synchronous Motors (LSM)

Given the uncertainties about whether LSM technology can provide sufficient traction to
safely move a 10,000 ton train up and down grades, and given the additional costs
attributable to the extra lifts of containers necessitated by an LSM-enabled guideway,
even some of the strongest proponents of the LSM technology do not believe this
technology could ever be a systems-level propulsion technology for all or most rail-based
container movements. This technology has never been proven in a rail application.
Whether and how an LSM technology could pull a 10,000 ton train from sea level to an
elevation of 3,800 feet on a 1.5-2.5 % grade, as well as provide adequate braking for such
a train on a 2-3% grade moving in the other direction, are unanswered questions which
present fundamental safety concerns. These are major questions still unanswered by both
the potential LSM manufacturers (no systems are in operation today) and SCAG. As
SCAG notes in Table 1.1 on page 13 of the Goods Movement Appendix, one of the goals
of the RTP is to, “Ensure travel safety and reliability for all people and goods in the
region,” The Railroads believe that pursuing these technologies prematurely will have
the opposite effect.

In a previous submission to SCAG®, the Railroads outlined other questions which remain
unanswered:

4 SCAG, draft 2012 RTP/SCS, Goods Movement appendix, page 12, Table 1.1, December 2011.
> September 16, 2011 comment letter to SCAG on the Freight Rail Electrification Analysis
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e Has SCAG obtained any engineering plans from General Atomics or another
LSM proponent that describe the LSM cars with any level of specificity?

e Does SCAG assume that the Railroads’ mainline tracks could handle LSM trains
as well as conventional rail traffic, including Amtrak and Southern California
Regional Rail Authority (Metrolink) passenger trains?

e Would railcars need to be retrofitted with LSM reactor plates? Rail cars have a
diversity of ownership. How will the railcar retrofits be conducted and
coordinated across owners? Does SCAG anticipate that all railcars, nationally,
would be retrofitted with these plates? If not, how could rail carriers be assured
that all railcars destined for Southern California are equipped with the requisite
technology?

e How will the Right-of-Way be maintained (for undercutting, surfacing, alignment,
etc.) if motors and/or magnets are attached to the ties or between the rails?

e How would the need for, the consequences of, and the costs of locomotive
exchange points be addressed, if at all, with an LSM system? What are the
embedded assumptions about the operational impacts of the time required to
switch LSM helper-cars in or out of a transcontinental train?

e Have prospective LSM manufacturers suggested how they would install magnets
or motors at switch points in between tracks (e.g. from a mainline to a spur)?

Page 74 RTP:

For the near-term, the regional strategy supports the deployment of commercially-available,
low-emission trucks and locomotives while centering on continued investment into improved
system efficiencies. For example, upgrading switcher locomotive engines could reduce 1 to 3
percent of regional rail emissions.

Rail Comment: As noted in Table 1, SCAG needs to clarify which stakeholder(s) would
pursue this strategy and where funding would come from. SCAG needs to be clear that
upgrading switcher locomotive engines is not in the resource-constrained plan and will only
be pursued if stakeholders identify funds. Any participation by the Railroads to upgrade
switcher engines would be voluntary. The Railroads believe that neither SCAG, nor any local
or regional agencies, have the authority to require the Railroads to deploy newer switcher
locomotives.

Furthermore, the Railroads have made significant environmental investments in the SCAG
region over the last decade or more. The progress made over the years has been documented
by the Air Resources Board (ARB) in numerous public meetings. For example, in 2005, the
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Railroads signed a MOU with ARB that was estimated to reduce PM emissions by 20% by
2008 at rail yards statewide. In 2009, ARB determined that the Railroads had fully complied
with all requirements of the 2005 MOU. In 2010, the 1998 Fleet Average Agreement was
implemented. ARB has said that the 1998 Fleet Average provided “locomotive fleet benefits
in southern California 20 years earlier than the rest of the country.”

Page 74 RTP:

In the longer term, the strategy focuses on a more fundamental shift in technology — taking
critical steps toward gradual implementation of a zero-emission or near zero-emission
freight system.

Rail Comment: As the Railroads work with other stakeholders to further reduce rail
emissions in the SCAG region, it is important that any technology introduced does not
compromise the safety, velocity, cargo throughput, economic competitiveness, or reliability
of the goods movement system. It would be helpful to point out that to date, stakeholders
have not reached consensus on technologies, timing, funding, or emissions impacts of the
various options SCAG examined in the RTP. Prior to proposing a fundamental shift in
implementing new technology, SCAG and all goods movement stakeholders need to clearly
establish if and where within the existing rail system, such “critical steps toward gradual
implementation of a zero-emission or near zero-emission freight system” could be
implemented.

Page 75 RTP:

As summarized in Table 2.11, the zero-emission East-West Freight Corridor would eliminate
4.7 tons of NOx, 0.16 tons of PM, s, and 4,000 tons of CO, emissions daily. Full
electrification of the rail system, though still a concept at this point, would remove
comparable amounts of NOx, PM, s, and CO,. *Rail electrification is shown here for
illustrative purposes only. Further research and development is required to determine if this
is a reasonable option for implementation.

Rail Comment: SCAG should clarify the methodology used to estimate emissions
reductions from an electrified system. SCAG needs to explain how it accounted for the
additional emissions produced as a result of the electricity required for such a system and if it
has not accounted for them, SCAG should do so in the final version of the RTP. These
emissions have real environmental impacts and should be addressed in any reference to

¢ California Air Resources Board, Statewide Strategies to Reduce Locomotive and Associated Rail Y ard Emissions, December 20006.
http://www.arb.ca.gov/msprog/offroad/loco/121406ryloco _strtgy.pdf
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electrification of a freight rail system or the associated emission reductions. Please refer to
the attached issue briefs for more information on electrification.

Page 70 RTP:

In past RTPs, SCAG has envisioned a system of truck-only lanes extending from the San
Pedro Bay Ports to downtown Los Angeles along the I-710, connecting to an east-west
segment, and finally reaching the 1-15 in San Bernardino County...The East-West Freight

Corridor would carry between 58,000 and 70,000 trucks per day — trucks that would be
removed from adjacent general purpose lands and local arterial roads.

Rail Comment: One of the alternatives of the East-West Freight Corridor for trucks is
proposed to be directly adjacent to a UP mainline track. As UP has stated in discussions with
SCAG staff, although off of UP privately-owned right-of-way, construction of such corridor
could limit future opportunities for businesses to become rail served.

Comments on Environmental Justice Appendix

The Railroads’ comments on the Environmental Justice appendix are organized according to the
following primary issues:

e Unequal characterization between rail and highway impacts
e Different methods of evaluating rail impacts and highway impacts
e Inconsistencies with the rest of the RTP

While the Railroads understand the need to assess the impacts of the RTP/SCS on communities
across the region, SCAG’s approach to this analysis with respect to rail is flawed and misleading
in several respects. SCAG’s treatment of rail-related impacts in the Environmental Justice
appendix implies that rail operations are a very significant contributor to air quality impacts in
the region.

While SCAG does not explicitly compare highway impacts to rail impacts, the tone and context
with which SCAG presents rail-related impacts could leave the reader with the misimpression
that rail impacts are equal to, or more severe than, the impacts from highways and other mobile
sources. This theme is unfortunately repeated elsewhere in the Environmental Justice appendix,
as exemplified in Table 2, below. Of the greatest concern is the drastic difference between the
information presented in Exhibit 26, a map which shows modeled regional cancer risk, and
Exhibit 34, a map which purports to show the health impacts related to rail lines, while only
displaying regional cancer risk data and a map overlay of rail lines.
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Table 2: Comparison of evaluation of impacts of rail versus impacts of highway and

arterials
Buffer for Compares Overlays cancer | Identifies changes in
demographic baseline vs. risk with source? | pollutant exposure?
analysis plan
scenarios?
Highway | * Areas within 500 feet | Yes No - mapped region- | “Similar to the results
Impacts | of major corridors wide only. of the regional emission
Section | * Roads with daily trips analysis...the 2012
>100,000; rural roads RTP/SCS will reduce
w/ daily trips >50,000 both CO and PM for
most places along the
freeway adjacent
areas...” Pg. 122
Rail * Areas within various | No Yes No discussion
Impacts | distance of any rail line
Section or rail facility:

*1/4 mile; 1/2 mile; 1
mile; 2 miles (grade
separations only)

The Railroads would like to understand how SCAG intends to harmonize the Environmental
Justice appendix with the draft RTP to resolve the inconsistencies between the two. Specifically:

1) Why does SCAG conduct the evaluation of environmental impacts from rail so
differently than its evaluation of impacts from roadways?

a. Why do the buffer distances differ?

b. Why does SCAG evaluate baseline versus plan scenarios for the road and
highway portions of the RTP, but not for rail?

c. Why does SCAG state that rail operations result in significant emissions while
failing to quantify emissions from either rail or highways in the appendix?

d. Why does SCAG present a map of the regional cancer risk levels co-located with
rail lines, without presenting the parallel display of cancer risk levels co-located
with highways and arterials?

2) How will SCAG resolve the inconsistency between the recommended environmental
mitigations in the RTP, Goods Movement appendix, Environmental Justice appendix, and
PEIR?
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a. Will any of the recommended mitigation options in the Environmental Justice
Appendix be placed in the Goods Movement appendix or main document of the
RTP?

b. Are any of the mitigation recommendations in the Environmental Justice
appendix in the resource constrained plan or strategic plan of the RTP?

i. If so, how will they be paid for?
ii. If so, how does SCAG plan to implement them?

Unequal characterization between rail and highway impacts
Page 136 Environmental Justice appendix:

Exhibit 34 illustrates areas adjacent to railroads overlaid with areas of high cancer risk. As
shown in the maps below, a large portion of areas adjacent to railroads [are] similar to
areas of high cancer risk. These observations suggest that emissions from locomotives, rail
yard and other rail facilities could result in an increased cancer risk in the neighboring low-
income and minority communities. (See referenced Exhibit 34 further below)

Rail comment: Both Exhibit 34 and SCAG’s conclusion referencing it are fundamentally
flawed; the conclusions presented are unfounded and SCAG does not provide supporting
factual data.

First, SCAG does not clearly define how the cancer risk shown on the map was determined,
what emissions or other environmental factors the map is intended to reflect, or what sources
(e.g. mobile or stationary or other) the cancer risk derives from. They list as the source for
the map, “SCAG, ESRI shaded relief, train atlas.” This reference does not provide any
information that would shed light on the critical assumptions that go into creating this
analysis. ESRI is a GIS software developer, and therefore provides no information on the
data inputs themselves. Additionally, the data presented in the environmental justice section
IS not consistent with, or supported by, any data in the PEIR’s Health Risk Assessment,
which only modeled certain representative highway segments and did not model rail.

Second, SCAG vaguely describes this map as an “overlay.” If the data reflecting the areas of
high cancer risk on the map in Exhibit 34 is the same data used to generate the regional
cancer risk map in Exhibit 26, then the cancer risk was generated at the regional level, and is
therefore not directly attributable to rail emissions. The map in Exhibit 34 illustrates the co-
location of rail lines in areas where there are elevated cancer risks as a result of multiple
sources of air pollution: it does not provide any data to show correlation or causation
between rail lines, specifically, and cancer risk in the area. Additionally, the exhibit is
misleadingly titled “Rail-related health risk impacts” when it presents regional data that is
not based on rail emissions.
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The major highways and arterials traversing the SCAG region cover the same areas where
there are confluences of rail lines. The map presented in Exhibit 26 shows that the network of
highways is co-located with the geographic area that is identified as having the highest
cancer risk, but it does not emphasize the highways in the same manner that Exhibit 34
emphasizes rail lines. By overlaying the rail lines on the map in Exhibit 34 with a 1-mile
buffer and then including the statement that “emissions from locomotives, rail yards and
other rail facilities could result in an increased cancer risk in the neighboring low income and
minority communities,” SCAG unfairly points to the potential impacts of rail, while failing to
provide a comparable evaluation of the impacts from highways and arterials. All sources
need to be treated with equal attention and assigned fair attribution.

For comparison, Exhibit 34 on page 137 and Exhibit 26 on page 104 of the Environmental
Justice appendix are presented below. Both Exhibit 26 and Exhibit 34 appear to be derived
from similar data for regional cancer risk, however they are displayed with very troubling
differences. Whereas Exhibit 26 is presented in the more neutral colors of greens and blues,
Exhibit 34 is in reds and purples, strengthening the intensity of the message about the
negative health impacts of rail. Secondly, the two maps have different scales: Exhibit 26 is
40 miles-per-inch, and Exhibit 34 is 20 miles-per-inch. This makes the area of high cancer
risk appear twice as large on the rail map as it does on the region-wide map. Finally, while
the highway system appears on both maps, it is overpowered by the bright purple rail lines on
Exhibit 34, making the highways barely noticeable. All of these factors leave the reader with
the impression that rail causes more severe impacts than highways in the region, even though
this conclusion is not supported by the data that SCAG presents. SCAG does not include a
similar map highlighting the areas within 500-feet of a highway, to show corollary “highway
related health risk impacts.” In fact, rail is the only source for which SCAG chose to do a
map overlay of this type.
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Figure 1: Exhibit 34 from SCAG EJ Appendix
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Figure 2: Exhibit 26 from SCAG EJ Appendix
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SCAG must either remove Exhibit 34 and misleading discussion language, or substantially
revise it and provide the source data. If SCAG decides to keep Exhibit 34, it must present
identical maps and analyses for arterials, highways, and other transportation sources
discussed in the plan, such as airports. Further, SCAG should ensure that maps for each
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source are presented in the same manner: at the same scale, with the same color scheme, and
utilizing the same buffer distances.

While SCAG’s maps demonstrate co-location of rail lines and highways or arterials with
areas of regionally high cancer risk, it is crucial to point out that proximity does not equal
risk. SCAG’s presentation of a map which overlays the rail lines on top of a separately
generated, regional cancer risk map to support observations about increased risk makes an
inaccurate assumption that proximity to one source is equivalent to risk of exposure. Mere
proximity to a source should not be used as a determinant for exposure in risk assessment
analysis because it fails to identify the chemicals involved, the dose of exposure (including
the dispersion of pollutants), the duration of the exposure, or the toxicity of the chemicals in
question. SCAG should: (1) either remove the map entirely or (2) revise the maps as
requested above and, in addition, revise the statements on page 136 of the Environmental
Justice appendix as suggested below:

Exhibit 34 illustrates areas adjacent to railroads overlaid with the modeled regional

cancer risk from all sources areas-ef-high-caneer+isk. As shown in the maps below, a
large portion of areas adjacent to railroads are co-located in te areas of existing high

reglonal cancer rlsk lhese@bsenanens—suggesuha{—emmqs#em%eemet%srmﬂ

Furthermore, it should be noted that the Railroads, as well as other sources, have made
significant improvements to their equipment and operations since 2005, the data year for the
regional cancer risk map.’

Different methods in evaluating rail impacts and highway impacts

Rail comment: SCAG rail impacts and highway impacts are handled differently by SCAG,
both in discussion text and in how tables and figures are organized and displayed.

First, when analyzing the data on potentially impacted areas, SCAG uses shorter distances to
create the geographic buffers around the highways and arterials than it does around the rail
lines . Although the railroads do not endorse a particular buffer for demographic analysis, we
believe the areas chosen by SCAG are unreasonably arbitrary. This arbitrary selection
affects not only the evaluation of local impacts from rail, but also the assessment of whether

7 Six years of progress has been made and documented by the Air Resources Board (ARB) in numerous public
meetings. For example, in 2005, the Railroads signed a MOU with ARB estimated to reduce PM emissions by 20%
by 2008 at rail yards statewide. In 2009, ARB determined that the Railroads had fully complied with all
requirements of the 2005 MOU. In 2010, the 1998 fleet average agreement was implemented and is estimated to
reduce NOx by 67% from uncontrolled levels. ARB staff estimates that the railroads have reduced emissions at rail
yards statewide by 50% since 2008.
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the impacted communities are in fact environmental justice communities. We would like to
see more information on how SCAG reached its conclusions that rail disproportionately
impacts environmental justice communities versus non-environmental justice communities.
SCAG does not show a rational basis for these conclusions.

The analysis buffer for highways is 500 feet, but the analysis buffer for rail lines is ¥ mile, %2
mile, and 1 mile. SCAG uses buffers to evaluate demographic trends or potential
environmental justice areas (Table 47 on pages 134-35), and to generate the map for
geographic overlay with regional cancer risk. SCAG does not provide any justification for
the difference between the buffer distances around rail versus highways and arterials used in
the analyses. ARB’s Land Use Handbook cautions against locating sensitive land uses within
500 feet of a freeway, or 1000 feet of a rail yard (roughly .2 miles), and does not include
recommendations for rail lines. SCAG should either justify the difference between the
buffers or make them the same.

In the discussion of highway and arterial impacts, SCAG compares the impacts from on-road
sources as a result of implementing the RTP to the impacts of a no-plan scenario. However,
this comparison is not completed for rail impacts.

The approach SCAG staff took in characterizing the “Rail-Related Impacts” creates the
potential for an inaccurate interpretation of rail’s contribution to the region’s air quality. For
example, on page 136, SCAG states, “these observations suggest that emissions from
locomotives, rail yard and other rail facilities could result in an increased cancer risk in the
neighboring low-income and minority communities.” However, in the section on highway
and arterial impacts, SCAG does not discuss the potential for increased cancer risk from
freeway emissions, but notes in the regional section that areas of high cancer risk are located
near freeways (page 96). Additionally, in the introduction to the rail-related impacts section,
SCAG states, “these observations suggest that rail-related environmental burdens, such as air
pollution and noise from locomotives, rail yard and other rail facility, are relatively higher to
low-income and minority communities than regional average” (page 131), but SCAG does
not quantify the emissions generated by rail anywhere in the Environmental Justice appendix.

Further, although SCAG broadly states that rail emissions are significant on page 131 of the
Environmental Justice Appendix, SCAG does not quantify actual emissions. Quantification
of rail emissions and the comparison between the emissions from trucks on highways and rail
emissions in the region is critical to understanding freight transportation tradeoffs, the
context under which investments in rail are made, and the potential shifts between
transportation modes. One train can carry enough cargo to take 280 trucks off the road, and
rail is three or more times as efficient as trucks on a ton-per-mile basis. Therefore increased
rail traffic can decrease overall emissions for communities in the region.
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Inconsistencies with the rest of the RTP

The Environmental Justice appendix includes a set of environmental strategies for freight rail,
called the “Recommended Mitigation for Rail Related Impacts,” that is completely different
from that which is presented in the rest of the RTP. It is unclear who would implement these
strategies, where the funds would come from, in what timeframe these mitigation measures
would be pursued, and under what authority. SCAG does not state if any of these mitigation
measures are a part of the resource-constrained plan or the strategic plan. Additionally, these
strategies are not consistent with the strategies outlined in the RTP or the Goods Movement

appendix.

Table 3: Comparison of mitigation measures in EJ appendix as compared to the Draft RTP

Recommended Mitigation for Rail Related
Impacts, Environmental Justice appendix
(Page 148)

Goods Movement Environmental Strategy,
RTP (Page 74)

e Accelerated Introduction of Cleaner
Line-Haul Units

e Construct sound reducing barriers
between noise sources and noise-
sensitive land uses

e Improve the acoustical insulation of
dwelling units where setbacks and sound
barriers do not sufficiently reduce noise

e Implement, to the extent feasible and
practicable, speed limits and limits on
hours of operation of rail and transit
systems, where such limits may reduce
noise impacts.

Near Term

e Upgrading switcher locomotive engines
e Continued investments into improved system
efficiencies

Long Term

e Critical steps toward phased implementation
of a zero-emission or near zero-emission
freight system

Rail Comment: SCAG needs to clearly state whether the rail mitigation measures in the
Environmental Justice appendix are a part of the resource-constrained plan or a part of the
strategic plan. As stated earlier, SCAG also needs to clarify who would be responsible for
pursuing these mitigation measures, where the funding would come from, in what timeframe
the measures would be implemented, and under what authority. Neither SCAG nor other
local, regional, or state agencies have the authority to require the Railroads to pursue any of

these measures.

First, SCAG recommends the acceleration of cleaner line-haul locomotives. Tier 4
technology will not be commercially available until 2015, at the earliest. The development
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of Tier 4 locomotives under the US EPA regulatory timeline is a significant challenge for
locomotive and aftertreatment manufacturers. A revolutionary leap in both engine and
aftertreatment technologies is required in order for line haul locomotives to meet Tier 4
emissions requirements. At this time, these new technologies are untested and unproven in
line haul locomotive applications.

Historically, the development of new, effective locomotive technology has taken an average
of about seven to eight years to achieve reliability goals (and some changes have taken more
than a decade). However, the 2008 US EPA regulation (a technology-forcing regulation)
allows locomotive manufacturers just six and a half years to conduct Tier 4 research and
development, complete design and reliability field testing, and begin full-scale production.
Since locomotive manufacturers are accomplishing a major technological change in an
abbreviated timeframe, there are development risks associated with Tier 4 technology. These
risks include the potential for in-use locomotive failures that would cause train delays and
interruptions across the goods movement system. Therefore, the Railroads, while optimistic,
are appropriately cautious at this time.

Second, the Environmental Justice appendix recommends the installation of sound barriers
and acoustical insulation. The Railroads are not responsible for these improvements, nor can
local jurisdictions require the Railroads to implement these measures. Again, SCAG needs to
be clear about whether the RTP requires these measures to be implemented, or if they are
only recommended actions for future consideration that do not currently have funding
identified. SCAG also needs to clarify whether the installation of sound barriers would be on
the Railroads’ property and if there would be any potential for interruption to railroad
operations.

Finally, in response to the recommended strategy to reduce speed or hours of operation,
SCAG should note that the Railroads operate 24 hours a day, seven days a week. Limiting
hours of operation would have nation-wide effects and could ultimately result in higher
emissions in the SCAG region if containers were shifted to truck transport. Additionally,
train speeds are dictated by track conditions and regulated by the Federal Railroad
Administration® and therefore fall outside of the authority of SCAG. Accordingly, this
strategy should be removed from the Environmental Justice appendix.

Page 145 Environmental Justice appendix:

Additionally, the 2012 RTP proposes railroad electrification, which would significantly
reduce rail-related emissions throughout the region, and especially for in low-income and

8 FRA’s Track Safety Standards establish track structure and track geometry requirements for nine separate classes of track. They
can be found at 49 CFR Part 213, (Sec. 213.9 and Sec. 213.307). See also http://www:.fra.dot.gov/Pages/1234.shtml
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minority communities adjacent to railroads. Further study and demonstrations are needed to
broadly deploy near zero and zero emission rail technologies that would significantly reduce
environmental impacts from locomotives and rail-related facilities. Please refer to the Goods
Movement Technical Appendix to review the 2012 RTP Goods Movement Environmental
Strategy and Action Plan for Technology Advancement.

Rail comment: According to the Goods Movement appendix and the RTP, SCAG is not
proposing to implement electrification, but rather to continue study of electrification and
other ultra-low emission strategies in the future, if additional funds become available.
Therefore, SCAG should remove the sentence that claims “the 2012 RTP proposes railroad
electrification” and revise this section to be consistent with the Goods Movement appendix
and the RTP. SCAG, and other local, regional and state agencies, do not have the authority to
require the Railroads to pursue electrification. Additionally, please refer to the attached issue
briefs for more information on electrification.

Page 131 Environmental Justice appendix:

Environmental pollution from locomotives, rail yards and other rail facilities is a major
public health concern at the national, regional and community level. The movement of goods
by rail involves diesel-powered locomotives and equipment, resulting in significant emissions
of particulate matter (PM), nitrogen oxides (NOx), hydrocarbons, and other air toxins
throughout the process.

Rail comment: SCAG does not specify what types of rail it is referring to in the impacts
assessment. Is SCAG including freight and passenger rail? If passenger rail is included, are
commuter lines and urban lines accounted for?

In 2010, ARB estimates locomotives contributed less than one percent of PM,s emissions
and less than three percent of NOx emissions in the South Coast Air Basin (see Figure 4
below). As a point of comparison, other mobile sources such as passenger vehicles, off-road
equipment (e.g. farm and construction), and diesel trucks in the South Coast Air Basin
contribute roughly 20%, 24%, and 27% of NOx, and 8%, 10%, and 7% of PM,s,
respectively.” Despite this, SCAG portrays rail emissions as regionally significant in the
Environmental Justice appendix.

Finally, the Railroads disagree with SCAG’s statement that locomotive emissions are a
national “major public health concern.” The air quality and mix of emissions sources in the
SCAG region are unique, and perhaps uniquely challenging due to the geographic and
meteorological conditions. As SCAG notes, 33% of all freight containers in the U.S. move

9 ARB - Almanac Emission Projection Data (Updated in 2009); Passenger Vehicles - LDV, LDT, LDT 2. Diesel Trucks - LHDV1,
LHDV2, MHDV, HHDV
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through the Southern California Ports.’® Many of these goods travel on rail, and yet, rail is
less than 3% of NOx and 1% of PM emissions in the South Coast Air Basin.

Figure 3: South Coast Air Basin Mobile Source Emissions (2010)

South Coast Air Basin Mobile Source Emissions (2010)
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Figure 4:Drafted by California Environmental Associates. Source Data: ARB - Almanac Emission Projection Data
(Updated in 2009); Passenger Vehicles - LDV, LDT, LDT 2. Diesel Trucks - LHDV1, LHDV2, MHDV, HHDV

Page 145 Environmental Justice appendix:

The train traffic index of each railroad segment is calculated by using average daily train
volume multiplied by daily total gate down time of two grade crossings located at both ends
of the segment. The following map illustrates the train traffic index of railroad segments
adjacent to the grade separation projects... As shown in the map below, San Bernardino
County and Riverside County have higher train traffic index values than other counties. As

10 SCAG, draft 2012 RTP/SCS, Goods Movement appendix, page 6, December 2011.
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railroad emissions and noise are greater where there is a large amount of train traffic
volume, these observations suggest that the rail-related environmental impacts could be
greater in San Bernardino County and Riverside County than other counties. And, based
upon the analysis of Environmental Justice categories above, the low-income and minority
communities adjacent to railroads and grade-crossings in San Bernardino County and
Riverside County can be more affected by rail-related impacts, such as emissions, noise,
accidents, traffic delay, etc. than other population groups.

Figure 4: Exhibit 36 Train Traffic Index

EXRIBIT 36 Train Traffic Index

Rail comment: SCAG uses the results of the train traffic index analysis to suggest the
relative level of impact on different rail segments. Did SCAG include passenger trains in this
index? SCAG should state whether the above map reflects both passenger rail and freight rail
or just one or the other. SCAG’s assertions about the correlation between “accidents” and
“traffic delays” on such segments are purely speculative and should be noted as such.

Also, there should be a discussion of the planned improvements scheduled for these areas,
through existing commitments for grade separations and capacity improvements, such as the
Colton Crossing. In addition, SCAG fails to include a comparison of the improvements in
train traffic index over the lifespan of the RTP. SCAG should clarify that the index provided
is simply a snapshot in time for 2010. Given that Colton Crossing is a committed and funded
project,"* SCAG should show relative improvement gained through completion of Colton
Crossing and other near-term grade separations.

' SCAG, draft 2012 RTP/SCS, Project List appendix, page 313, December 2011.



California Class I Freight Railroad Comments on SCAG’s Draft 2012 RTP/SCS

February 14, 2012 Page 20

Furthermore, SCAG provides no information that the “total gate down time of two grade
crossings located at both ends of the segments” has been correlated to traffic counts on the
streets with the gates down. Without the traffic counts or the time of day data, SCAG can
draw no conclusions about the correlation between gates being down and the impacts to
human populations.

Comments on Goods Movement appendix

As pointed out earlier in this letter, participation of the Railroads and other stakeholders in any of
the strategies identified by SCAG in the Goods Movement appendix must be a collaborative and
voluntary process. Despite the best efforts of the SCAG staff, many of these strategies are vague
and potentially misleading. For example, SCAG provides a specific timeframe for the study and
demonstration of various ultra-low emission technologies presented in a way that appears to be
applicable for all of the technology options. In fact, the stage of development for each
technology varies widely. Likewise, the timeline for the development and demonstration of each
technology will vary greatly. One size does not fit all. The approach that SCAG has laid out in
the Goods Movement appendix is of little utility to the stakeholders involved in the SCAG
region and should be revised substantially or even removed.
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Page 34 Goods Movement appendix:

Figure 5: Timeline to Implement a Zero and Near-Zero Emission Freight System

Phase 1 — Project Scoping and Evaluation of Existing Work

Phase 2 — Evaluation, Development, and Prototype Demonstrations
Phase 3 — Initial Deployment and Operational Demonstration
Phase 4 — Full Scale Demonstrations and Commercial Deployment

FIGUREY  Timeline to Implement a Zero and Near-Zero Emission
Freight System
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Rail Comment: SCAG needs to be clear about which specific activities associated with the
phases of development listed in Figure 9 are in the resource-constrained plan, which have
funds currently available, and which activities do not have funds available. This will help
clarify which activities will only be implemented when, and if, additional funds become
available. If there is funding currently available, SCAG needs to state that it plans to carry
out the timeline presented for the technology demonstration and potential implementation of
new freight movement technologies. If not, it should point out that such a project could not
be implemented until or unless funding becomes available. Additionally, it is worth noting
that any full scale demonstration and/or commercial deployment would need the full support
of the Railroads, and potentially other governmental agencies, to move forward. SCAG
should also include a provision that the Railroads will be involved in the design of the
parameters for a full-scale demonstration.
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In Figure 9, it appears that Phase 1 is already complete and consisted of the work done to
develop the draft 2012 RTP. If this is true, SCAG should clarify that point.

The timeframe for Phase 2 will vary substantially depending on which technology is studied
further. Electric catenary systems present some serious operational, safety, and funding
issues; however, these systems are better understood and appear to be more developed than
the linear synchronous motor system or the hybrid locomotive with an advance battery/
tender car technology. SCAG should specify the technologies that would be evaluated in
Phase 2 and provide specific timeframes for each. In any event, the timeframe identified by
SCAG for Phase 2 is far too short for the evaluation, development, completion of the
environmental review process and demonstration of an electrified system. For example, even
demonstration of a catenary electric system would require the development of electric
locomotives and the adaptation of those locomotives to western freight operations. Because
most other ultra-low emission systems are only conceptual at this point, the timeframe for
Phase 2 would be even longer.

The desired accomplishments in Phase 3 are unrealistic for the short time allocated. The
timeline should be revised so that any deployment or operational demonstration would come
after sufficient time has been allocated to resolve all technical, operational, and safety issues
identified for the various low emission system options. As SCAG notes on page 35 of the
Goods Movement appendix, past studies by the Ports of Los Angeles and Long Beach,
“highlight the difficult challenges associated with this sector, especially with regard to
operational needs, integration of the technologies into the national rail system, federal safety

. 12
requirements, and costs.”

Additionally, the timeline for Phase 4 is unrealistic and should be lengthened to give adequate
time for zero-emission technologies to mature and undergo sufficient testing. An inadequate or
insufficient demonstration program or premature adoption could lead to serious disruptions to the
national goods movement system. Please refer to the attached issue brief, entitled Timeline for
Freight Rail Electrification in Southern California and the Roadmap for Moving Forward with Zero
Emission Technologies at the Ports of Long Beach and Los Angeles™ for more information on the
timeline to implement an electrified freight rail system in Southern California.

12 SCAG, draft 2012 RTP/SCS, Goods Movement appendix, page 35, December 2011.

13 Port of Long Beach & Port of Los Angeles, “Roadmap for Moving Forward with Zero Emission Technologies at the
Ports of Long Beach and LLos Angeles” Technical Report, Updated August 2011.
http://longbeach.granicus.com/MediaPlayer.phprview id=18&clip id=4942
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Page 36 Goods Movement appendix:

Phase 2 also includes initial proof of concept and testing of several types of zero-emission
locomotive technologies and supporting infrastructure. Demonstration would include
technology optimization along prescribed routes under conditions applicable to goods
movement activities. An initial step would entail creating a test track to allow for the
demonstration of various technologies to move containers. For rail prototypes basic
performance requirements include, but are not limited to: sufficient tractive power to haul a
double-stacked railcar, adequate braking capability and other parameters to support safe
operation, and the ability to operate in zero-emission mode.

For rail, uncertainties associated with new technologies would be addressed through a rail
operational assessment study that evaluates the potential operational impacts of a zero or
near zero-emission rail system both within the Basin and on the larger national freight
railroad system. This study would build on the work of SCAG’s Rail Electrification Study,
2011. Because overhead catenary systems have already been proven for passenger and some
freight applications, this study would also evaluate the practicability of utilizing existing
technologies for rail service in the South Coast Air Basin.

Rail Comment: SCAG should clarify under what circumstance this phase will be
undertaken. The draft RTP implies that it would only take place if future funds are collected
from the VMT tax, but it is unclear. If Phase 2 is undertaken, the Railroads believe that
SCAG needs to explicitly outline on what right-of-way and for what purposes such a system
could be deployed. Additionally, part of Phase 2 should include an evaluation to estimate the
total capital and operating costs for such a system, how those costs might be passed through
to customers, and if the magnitude of the costs might cause cargo to shift either between
modes or to a different port.
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Page 39 Goods Movement appendix:

Figure 6: Locomotive/Rail: Agency Major Implementation Actions

TABLE16  Locomotive/Rail: Agency Major Implementation Actions
2012 SCAG = Incorporate “footprint™ and planning for wayside power into expansion of rail lines in financially constrainad 2012 RTP
= Incorporate funding to support rail evaluation and demonstration efforts into financially constrained 2012 RTP
= Implamant plan of advocacy to secure action by federal or other governments where required to implement any related
alemants of the SIP or RTP; include evaluation of impacts of zero-emission technologies on national priorities, {e.g. energy
security, energy cost cartainty, interstate transportation, climate protection)
2012-2014 SCAG, with AOMDVARB = Evaluate and detarmine practicability of applying existing electrified rail technologies to ragion (by 2013)
on SIP = Evaluate potential funding and implemantation mechanisms for zero and near zero emission locomotives, and wayside
power, including:
= Private {railroads); federal, state, local government; public-private partnerships; electric utifity
2015-2016 SCAG, with AGMD/ARB = If axisting electrified rail tachnologies are datermined practicable for the region, identify technologies, infrastructure, and
on SIP implementation mechanisms in RTP amendment and next major SIP
2018-2020 SCAG, with AOMD/ARB = If existing electrified rail tachnologies were determined to not be practicable for the region, resolve naed for wayside power
on SIP for new rail technologies; decision would be based upon whether naw technologies can achieve sufficient zero-emission

range without wayside power
= If wayside power is naeded, incorporate “footprint” and planning for wayside power into rail lines into 2020 RTP and next
major SIP
= Incorporate recommendations regarding type of funding and implementation mechanisms into constrained RTP and next
major SIP, including:
= Strategy description and timeframe for any rules
= Sirategy description, potential funding sources and timeframe for any incentives.

Rail Comment: It would appear from the simple language in Table 16 that the actions listed
are included in the resource constrained portion of the RTP. However, SCAG has yet to
identify what funding source would be used, and in what timeframe the ‘agency action’
would occur. Specifically, SCAG should clarify whether there is funding available for the
incorporation of a ‘footprint’ and planning for wayside power into rail lines and/or whether
there is funding identified to support rail evaluation and demonstration efforts. If there is not
money available for such efforts, the Railroads believe that these measures would more
appropriately be placed in the strategic plan. In any case, the timeframe for implementing
these actions (2012) is unrealistic given the lack of funding identified to date.

It is not clear how SCAG, AQMD and/or ARB will determine if electrified rail technologies
are feasible. The Railroads should participate in the development of design criteria to make
this determination. SCAG also needs to clarify what is meant by ‘incorporate’ in the 2012
Agency Action section. Specifically, the Railroads have the following questions:
o What processes would occur should any of these elements be ‘incorporated’ into the
RTP?
o Would this incorporation involve a formal amendment process?
o Would the Railroads have an opportunity to comment if SCAG, AQMD, and/or ARB
were to pursue any of these implementation actions, based on the RTP?
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Page 42 Goods Movement appendix:

Because of the cost and potential operational challenges associated with mainline
electrification, such a strategy should be considered a longer term initiative, requiring
further studies as well as proof of concept and prototype testing of zero-emission locomotive
technologies which have the potential to minimize cost and operational impacts, as discussed
under the phased implementation section of this appendix...... Construction of any electrified
rail system in Southern California would require a large investment, as well as cooperation
by the BNSF and UP railways.

Rail Comment: SCAG staff has explicitly stated at various public meetings that mainline
electrification is not part of the resource constrained plan or the strategic plan. Please confirm
that this is the case. Additionally, SCAG should explain what is meant in the above
paragraph by the statement that SCAG would require the “cooperation by the BNSF and UP
railways.”

Page 42 Goods Movement appendix:

Two promising technologies that are under development include hybrid diesel-electric
locomotives and battery electric tender cars. Each requires additional development and a
more thorough understanding of operational considerations. Fuel savings would allow for a
small fuel storage tank and provide space for storage of the necessary batteries on individual
locomotives. The locomotives would therefore switch between Tier-4 diesel electric and
battery modes. The batteries would recharge as the locomotive is operating in diesel-electric
mode. Also, battery electric tender car technology could be used with current locomotives.
Battery tender cars would be placed behind diesel-electric locomotives, and would carry
batteries that could power locomotives through the environmentally sensitive areas. Such a
system could have many of the same advantages as the hybrid diesel-electric locomotives,
including zero-emission operation, but would also have the added benefit of being applicable
with current locomotives and reducing or eliminating the need for wayside power such as
from overhead catenary wires.

Rail Comment: SCAG should explain that neither the hybrid diesel-electric locomotive nor
the battery electric tender car technologies are currently available and are not part of the
resource constrained or strategic plan. Each technology would need to be designed,
developed, and tested prior to implementation, which is a process that historically has taken
between five to ten years.
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Page 27 of the RTP (referring to the Goods Movement appendix):

The RTP goods movement strategy ensures that investments in transportation infrastructure
and associated transportation programs contribute to achievement of the region’s air quality
goals. Efforts are already underway, as the San Pedro Bay Ports have invested heavily in
deploying clean trucks over the last several years. Additionally, planning efforts are
underway to establish a regional zero emission freight system.

Rail Comment: SCAG needs to clarify what is meant by the “planning efforts” for a
“regional zero emission freight system.” These planning efforts will be, as the Railroads
understand, the continued study and evaluation of technology, operational issues, and costs
associated with various electricity-based options. While these technologies will likely offer
some localized emissions reductions, as cleaner diesel locomotives are introduced into the
region, including Tier 4 locomotives, the magnitude of emission reductions will be
significantly reduced. SCAG identifies a similar trend in the potential for emissions
reductions from passenger transportation strategies on page 28 of the RTP, stating that as,
“passenger vehicles have become cleaner, the positive air quality impacts of transportation
strategies that reduce vehicle use or change congestion conditions (i.e., non-fuel or engine-
based strategies) have been significantly diminished.”** SCAG should also note that the
magnitude of the benefits associated with electrification activity would be diminished with
the introduction of cleaner locomotives.

Page 41 Goods Movement appendix:

Switcher locomotives contribute only a small share of total locomotive emissions; however,
their activity is concentrated in rail yards and greatly impacts surrounding communities.
Nevertheless, low-emission technologies are available and have relatively low costs. To
reduce emissions from switcher locomotives, one option is to replace remaining Tier 0+
switchers with new Tier 4 switchers. Although there are only projected to be 29 Tier 0+
switchers in the Basin in 2023, they have high emission rates. NOx and PM, s emission rates
from a Tier 4 switcher would be approximately 10-15 times lower than a Tier 0+ engines.
Another option is to rebuild existing GenSet switchers with engines that meet the U.S. EPA
Tier 4 non-road emission standards, which could cut Nox and PM, s emissions by a factor of
10. The emission reductions of these strategies could reduce emissions for switcher engines
between 27 and 53 percent. However, since switchers are a small part of the overall fleet,
these two switcher strategies would reduce total freight locomotive Nox and PM, s emissions
by 1-3 percent.

14 SCAG, draft 2012 RTP/SCS, page 28, December 2011.
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Rail Comment: The RTP should note that SCAG, and all other local, regional, and state
agencies, do not have the authority to require the retrofit or replacement of Tier O or Tier 0+
locomotives. SCAG should clarify that this strategy can only be implemented on a voluntary
basis, is not in the resource-constrained portion of the RTP, and will only be implemented if
stakeholders can fund the replacement of older switcher locomotives.

Tier 4 locomotives are not in production yet, and are not expected to become commercially
available until 2015. Therefore, it is illogical to include a strategy to repower switcher
locomotives with Tier 4 engines as they do not currently exist. Moreover, this is not a cost
effective strategy to reduce emissions as switcher engines burn far less fuel than line-haul
units. The Railroads have used public/private partnerships in the past to help reduce
emissions from switcher locomotives as opportunities arise, but future projections out to
2023 regarding the repower of switcher engines to Tier 4 are not realistic.

Figure 7: Emission Reductions from Replacing Tier 0 with Tier 4 Switchers (Tons per Day)

TABLE 17  Emission Reductions from Replacing Tier 0
with Tier 4 Switchers (Tons per Day)

2010 1.37 1.37 0% 0.041 0.041 0% 94 94 0%
2023 0.68 035 -49% 0.017 0.001 -45% 123 123 0%
2035 0.37 0.37 0% 0.010 0.010 0% 153 153 0%

Source: SCAG Comprehensive Regional Goods Movement Plan and Implementation Strategy

TABLE 18  Emission Reductions from Repowering Gensets with Tier 4
Non-Road Engines (Tons per Day)

2010 1.37 1.37 0% 0.041 0.041 0% 94 94 0%
2023 0.68 050 -27% 0.017 0011 -36% 123 123 0%
2035 0.37 018 -50% 0.010 0.004 -62% 153 153 0%

Source: SCAG Comprehensive Regional Goods Movement Plan and Implementation Strategy
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Page 35 Goods Movement appendix:

Additionally, significant effort has gone into analyzing the options for a zero-emission rail
system in the Basin. These include recent efforts by the Ports of Los Angeles and Long
Beach in their Roadmap study and by SCAG in the freight rail electrification report. Each of
these efforts highlights the technical opportunities and the need to pursue a zero-emission
freight transportation system for the future. However, they also highlight the difficult
challenges associated with this sector, especially with regard to operational needs,
integration of the technologies into the national rail system, federal safety requirements, and
costs.

Rail Comment: SCAG should note that when the Ports’ presented their evaluation of “zero
emission” options in mid-2011, they concluded that, “none of the proposals were sufficiently
mature to commit to a full-scale operational deployment or demonstrated they could deliver a

reliable and financially sustainable system...”"

Comments on Project List appendix

The Project List appendix includes a funding measure for over $3.7 billion for further research
and development of goods movement system improvements. It is unclear where the money will
come from and for what specific improvements it will be used. SCAG needs to clarify the source
of these funds, the specific priority of measures for which the funds will be used, and in what
timeframe they will occur.

15 Port of Long Beach & Port of Los Angeles, “Roadmap for Moving Forward with Zero Emission Technologies at the
Ports of Long Beach and Los Angeles” Technical Report, Updated August 2011, page 10.
http:/ /longbeach.granicus.com/MediaPlayer.phprview_id=18&clip_id=4942
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Page 422 of Project List appendix:
Figure 8: Financially Constrained RTP Project List
VARIDUS 7120005 STATE TRANSPORTATION REGIONWIDE INCREASED T3M INVESTMENTS 2035 52,271,364
HIGHWAY SYSTEM (INCLUDES CSMP IMPROVEMENTS)
MANAGEMENT
VARIOUS 10MO702 LOCAL STUDY -- EXPRESS TRAVEL CHOICES 23 54,000,000
HIGHWAY (PHASE Il} -- (CALTRANS IS THE LEAD
AGENGY)
VARIDUS 7120001 LOCAL ARTERIAL REGIONWIDE ADDITIONAL D&M AND PRESERVATION - 2035 515,000,000
HIGHWAY OPERATIONS & LOCAL STREETS & ROADS
MAINTENANCE
VARIOUS 7120004 OTHER ACTIVE REGIONWIDE INCREASED ACTIVE TRANSPORTATION 2035 54,448 509
TRANSFORTATION INVESTMENTS
VARIOUS REGDTD3 OTHER ARTERIAL REGIONWIDE ARTERIAL PRESERVATION/MAINTENANGE 2035 SEE FINANCIAL
OFERATIONS & AND OPERATIONS PROJECTS PLANLOCAL
MAINTEMANCE STREETS
AND ROADS
OPERATIONS AND
MAINTENANCE
COST
VARIOUS 7120014 OTHER EAST-WEST 1-710 JUST WEST OF |-605 EAST-WEST FREIGHT CORRIDOR 2029 2,413,086
FREIGHT CORRIDOR SEGMENT 1 [UPRR ADUJACENT SEGMENT)
VARIOUS 7120015 OTHER EAST-WEST JUST WEST OF I-G05 JUST EAST OF 5R-57 EAST-WEST FREIGHT CORRIDOR 2029 £0,102 359
FREIGHT CORRIDOR SEGMENT 2 [SAN JOSE CREEK SEGMENT)
VARIOUS 7120018 OTHER GOODS MOVEMENT  REGIONWIDE GOODS MOVEMENT — BOTTLENECK 2035 55,000,000
BOTTLENECK RELIEF STRATEGY
RELIEF STRATEGY
VARIDUS RRCOTO3 OTHER GO0DS MOVEMENT REGIONWIDE GOODS MOVEMENT RESEARCH AND 2035 53,771,002

RESEARCH AND
DEVELOPMENT

DEVELOPMENT

Rail Comment: SCAG identifies $3,771,002,000 for ‘goods movement research and
development’ as a part of the resource constrained plan in measure RRC0703. This language
is vague and potentially misleading. The funding source is unclear, and is not mentioned in
the Goods Movement appendix or in the RTP. SCAG needs to clearly identify the source of
funds and their specific use.

©)
©)

o

What technologies would ‘goods movement research and development’ cover?
Why does the RTP ID begin with RRC — is that indicative of the intention to use

these funds for rail technology development?

Where could a reader find the write-up of RRC0703?
This vague placeholder for goods movement research and development has the potential to
be interpreted differently by various stakeholders and needs to be clarified to avoid future

conflict.

Comments on Passenger Rail appendix

The following comments pertain to various strategies and passages that concern the Railroads
right-of-way (ROW) throughout the draft 2012 RTP and appendices. Prior to moving forward
with some of SCAG’s passenger rail and goods movement environmental strategies, SCAG
should ensure that issues will not arise with sharing ROWSs. Failure to address these issues early
on could result in increased congestion and emissions in the SCAG region.
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Page 16 Passenger Rail appendix:

In the SCAG Region, this plan will be complicated by drive issues. While the Authority’s
HSTs will be electric drive, and powered by direct-overhead contact lines (often called
catenaries), Amtrak and Metrolink currently operate diesel-electric locomotives, as do UP
and BNSF. Moving forward, the region will have to reconcile the use of electric and diesel-
electric locomotives in the same corridor; and resolve whether these two types of
locomotives can share facilities. Blended operations may not be possible until these conflicts
are resolved.

Rail Comment: Before moving forward with this part of the passenger rail development,
SCAG and/or the High Speed Rail Authority need to address whether the overhead catenary
lines will interfere with freight railroad operations. Failure to reconcile this issue could result
in major operational issues in the SCAG region and result in economic and environmental
harm. SCAG should identify if funding has been allocated to study the potential issues with
shared ROWs and what agency would decide if and how facilities can be shared. The
Railroads should be included in all conversations and studies that address using rail facilities
as to not adversely affect the goods movement system.

Page 21 Passenger Rail appendix:

Currently, rail service between downtown L.A. and the Coachella Valley is only provided
three days a week with an unattractive schedule as part of Amtrak’s interstate services.
Union Pacific Railroad owns this rail corridor east of Colton and is opposed to
implementing additional passenger service without large capital improvements. However,
Amtrak retains the right to operate passenger service on freight-owned railroads and there is
a process in place to resolve freight opposition, although Amtrak and other partners such as
Caltrans DOR and RCTC may be required to fund capital projects to mitigate potential
financial damages to Union Pacific. A 2010 RCTC study estimates $75 million in station
costs, $40 million in equipment costs, and $11.4 million in yearly operating costs to start this
service. These figures do not include any capital costs required to mitigate service
disruptions incurred by Union Pacific.

Rail Comment: UP has entered into an agreement with SCAG member agencies to study the
possibility of service to the Coachella Valley that would be served by whatever Amtrak
service is currently provided in the region. There would be lost freight capacity to UP in
providing such service that would have to be mitigated in some manner.
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Page 19 Passenger Rail appendix:

Phase Il is from Madera to Sacramento and in our region from L.A. Union Station to San
Diego through the San Gabriel Valley and Inland Empire. Phase 1l is in the Supplemental
Alternatives Analysis phase and includes some alternative alignments in our region: either I-
10 or SR 60 through the San Gabriel Valley, and either 1-15 or 1-215 from the Inland Empire
to the San Diego County line. There is currently no funding for Phase I1I.

Rail Comment: A portion of this analysis impacts UP owned ROWSs. UP’s position on this
subject was best stated in its November 23, 2009 letter to the California High Speed Rail
Authority providing scoping comments for the Los Angeles to San Diego via Inland Empire
EIR/EIS.

UP owns the Los Angeles, Alhambra, and Yuma subdivisions ROWs in fee simple between
central Los Angeles and the Colton — San Bernardino urban complex. UP controls the
operation and maintenance of these subdivisions. No other carrier or government agency has
the right to permit other railroads or rail operators to use any part of this ROW. These CTC-
dispatched main lines, primarily single-track but with some segments of double track, form
the western end of the vital Sunset Route and are the main conduits for movement of Pacific
Rim containers out of the ports of Los Angeles and Long Beach. The importance of these
subdivisions to the efficient movement of containers and other freight traffic cannot be
overstated. Confirming prior statements, both written and oral, UP will not voluntarily make
any part of these subdivisions available for the high-speed rail alignment.

The Railroads thank SCAG for their consideration of these issues and look forward to reviewing
the final 2012 RTP/SCS. Please contact Max Pike at 415.421.4213 ex. 26 or Sarah Weldon at
415.421.4213 ex. 34 at any time should you have questions.

Sincerely,

Kirk Marckwald
Principal, California Environmental Associates
On behalf of Union Pacific Railroad, BNSF Railway and the Association of American Railroads

CC:
Rich Macias, SCAG
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Annie Nam, SCAG
Margaret Lin, SCAG

Jacob Lieb, SCAG

Scott Moore, UPRR

Lanny Schmid, UPRR
Lupe Valdez, UPRR

Dave Seep, BNSF

Juan Acosta, BNSF
LaDonna DiCamillo, BNSF
Mike Rush, AAR
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CALIFORNIA
CEA ENVIRONMENTAL

ASSOCIATES
To: Annie Nam, SCAG
From: Max Pike & Kirk Marckwald
CC: Sarah Weldon
Date: 9/2/2011
Re: Draft Electrification Briefing Papers

Attached are draft issue briefs covering four important aspects of a potential Southern
California freight rail electrification:

1. Timeline to Construct for Freight Rail Electrification in Southern California Pgs. 1-2
2. Defining the Scope of an Electrified Freight Rail Project in Southern California  Pgs. 3-8
3. Dual Mode Freight Locomotives Pgs. 9-14
4. Similarities between Existing Electrified Rail Systems and a Possible

System in Southern California Pgs. 15-20

These issue briefs have been prepared by California Environmental Associates on behalf of
Union Pacific Railroad, BNSF Railway, and the Association of American Railroads (the Railroads)
to help evaluate the costs, challenges, and benefits of electrifying freight rail mainline
operations in Southern California.

These are the first in a series of briefs covering possible emission reductions strategies aimed at
achieving zero or near zero emissions from various components of the goods movement system
in Southern California. They are not intended to promote or to discourage the electrification of
freight rail operations. Rather, this analysis will help inform various stakeholders of the
environmental, operational, and economic implications of such a system and provide a
thorough compendium of the most complete information currently available for each of several
issue areas.

These briefs serve as an initial draft for each topic covered. The Railroads encourage other
stakeholders to review the analyses and suggest improvements and other data sources that
should be considered and incorporated. As more and better information becomes available,
the Railroads will periodically update information and findings.

Please contact Max at 415-421-4213 x26 or max@ceaconsulting.com if you have any questions
or comments.

423 Washington Street, 3rd Floor - San Francisco, CA 94111 - Ph: 415/421-4213 - Fax: 415/982-79
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Draft Issue Briefs — September 2, 2011

Timeline for Freight Rail Electrification in Southern California

To accurately evaluate the merits of freight rail electrification in Southern California, it is
essential to understand the time required to implement an electrified system. The 1992
Southern California Regional Rail Authority (SCRRA) report provided an estimated timeline for
complete electrification (conceptual design, preliminary engineering, environmental review,
final design, bidding process, construction, and final testing for the three rail lines that carry the
majority of the freight rail traffic in Southern California).! The 1992 SCRRA estimated timeline
for each of these rail lines is shown in Table 1.

Table 1: 1992 SCRRA Estimate: Years to Complete Electrification of Three Rail Lines

Route Conceptual | Preliminary Final Advertise, | Construction | Functional | Total
Design Engineering/ | Design | Bid & Testing/
Environmental Award Start up
Review
Barstow | 0.5 1.75 1.5 0.25 5 0.5 9.5
Yermo 0.5 1.75 1.5 0.25 5 0.5 9.5
Yuma 0.5 2 2 0.25 8.25 0.5 13.5

The Railroads believe that the timelines from the SCRRA report may have been reasonable at
the time the report was prepared, but are unrealistic and not achievable in the current
regulatory and litigation climate, especially with regard to the period needed for environmental
review. For instance, each Railroad is in the CEQA environmental review process in Southern
California for the expansion or construction of additional intermodal facilities near the Ports.
These environmental reviews are entering their seventh year, and may take up to two more
years to complete. In contrast, the SCRRA estimated that the studies could be completed and
certified in just two years. Given that a freight rail electrification project would have a much
broader scope and larger impacts than these intermodal railyard construction projects, the
estimated timeframe of 1.75 to 2 years for the preliminary engineering and environmental
review process used in the original SCRRA report is far too short.

Table 2 adjusts the SCRRA timetable to reflect the Railroads’ real world experience. This
analysis assumes the three mainlines (see Figure 2 in the “Defining the Scope” brief) would be
constructed concurrently to achieve maximum emissions reductions in the shortest possible
period of time, at the lowest cost, and with the fewest disruptions to existing rail operations.

! Southern California Regional Rail Authority, Southern California Accelerated Rail Electrification Program, February
1992. Report Executive Summary, p ES-6, Exhibit ES-3.

Prepared by California Environmental Associates on behalf of Union Pacific Railroad, BNSF Railway,
and the Association of American Railroads
Page 1 of 20
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Table 2: Revised time line for Southern California Rail Electrification

Route Project Definition, Environment | Final Construction | Total
Conceptual Design, al Studies & Design, | Time & Final
Railroad and Utility Documentati | Bid & Testing
Agreements, Access on Award

Rights, Regulatory
Approvals, Funding Plan &
Funding Commitments’

Railroads’ 2011
Projection for 33 7 2.25 8.75-9.75 21-22

all 3 Rail Lines

SCRRA’s 1992
Projection for
Yuma (longest
rail line studied)

0.5 2 2.25 8.75 13.5

Under the Railroads’ updated timeline and with an assumed program start date of 2012, the
earliest date that construction and final testing of all three rail lines to Barstow, Yermo, and
Yuma could be completed is 2033* and the projected emissions reduction benefits would not
be realized until that date.

? While such a timeframe is theoretically plausible, for each year that the funding plan is not completed the entire
project would shift as well. Construction should not start until 100% of the funding is secured.

*If funding commitments are not achieved by the third year, the project will slip a corresponding number of years.
* Thisisin comparison to the SCRRA assumption for the final design, bid, and award, construction time, and final
testing for the Yuma line which is estimated to take 11 years. Southern California Regional Rail Authority, Southern
California Accelerated Rail Electrification Program, February 1992. Report Executive Summary, p ES-6, Exhibit ES-3.

Prepared by California Environmental Associates on behalf of Union Pacific Railroad,
BNSF Railway, and the Association of American Railroads
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Defining the Scope of an Electrified Freight Rail Project in Southern
California

Proponents of freight rail line electrification are assessing the potential of electrification in
Southern California to reduce regional air emissions from the goods movement system.
However, since North American Railroads operate a transcontinental system, with locomotives
traversing the continent (see Figure 1), the merits of partial electrification of the system has
several drawbacks.

Figure 1: 60-Day Movement of One Class 1 Line-haul Locomotive in the U.S.
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A national electrification program would be the most logical and least disruptive way to
electrify the Railroads’ high tonnage mainlines. A national program would avoid the
fragmentation between diesel and electrified segments that is inherent in a regional system.
However, given the enormous amount of capital required (likely hundreds of billions of dollars),
the necessary coordination among all of the states and Class 1 Railroads, and the geographic
scale of such a retrofit, the Railroads believe a national scheme to electrify freight rail
operations is not feasible in the foreseeable future.

While a national electrification project may be too large in scope, some electrification proposals
under consideration in Southern California appear to be too narrow in their approach. One
proposal being considered by the Southern California Association of Governments (SCAG) has
suggested that an electrification could be phased in sequentially over three rail segments: the
first from the Ports of Los Angeles and Long Beach (“the Ports”) via the Alameda Corridor to the

Prepared by California Environmental Associates on behalf of Union Pacific Railroad, BNSF Railway,
and the Association of American Railroads
Page 3 of 20
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City of Commerce, the second from the City of Commerce to Colton/San Bernardino, and the
third from Colton/San Bernardino to Barstow, Indio, or other major railyards at the edge or
outside of the South Coast Air Basin (SCAB) (see Figure 2).”

Figure 2: SCAG’s Sequential Electrification Proposal
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This concept to sequentially electrify line segments is flawed and unrealistic for the following
reasons.

First, a sequential approach would create temporary, intermediate locomotive exchange points
where diesel locomotives would be swapped for electric locomotives (and vice versa). When
the next line segment was electrified, these locomotive exchange points would become
obsolete and new locomotive exchange points would need to be constructed at the next
railyard along the route. At each locomotive exchange point, the Railroads would have to: (1)
repurpose work space in the yard, thereby reducing the existing rail operations to
accommodate electrified operations, or (2) acquire new real estate and build new tracks to
exchange locomotives before trains could travel into or out of the electrified system.

Additionally, sequential construction would be more expensive than a non-phased system
approach. Significant disruptions to current rail operations, and the requirement of additional

> Southern California Association of Governments, Rail Electrification Methodology Overview, May 2011, p. 6.
SCAG's initial proposal for freight rail electrification suggested electrifying operations from the Intermodal
Container Transfer Facility (ICTF) through the Alameda Corridor. Their current proposal creates a second stage to
electrify operations through West Colton and San Bernardino and the last phase would aim to electrify operations
from the San Pedro Ports to Barstow, Indio, Chatsworth, and San Fernando.

Prepared by California Environmental Associates on behalf of Union Pacific Railroad,
BNSF Railway, and the Association of American Railroads
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land and/or reduced throughput at the intermediate railyards would increase capital costs and
the time required to complete a fully electrified system in Southern California. Furthermore, as
discussed in more detail below, delays and increased costs would probably cause diversion of
time-sensitive freight from rail to truck.

Activities at the Locomotive Exchange Points

At each locomotive exchange point, every eastbound and westbound train would have their
locomotives exchanged, either electric units for diesel units or vice versa. Increasingly, trains to
and from Southern California utilize “distributed power,” which locates locomotives throughout
the train, i.e., all locomotives may not be located together at the front of the train. Changing
out these distributed power locomotives would cause significant delays and make operations at
the locomotive exchange points more complex than if locomotives were only located at the
front of the train.

In addition, when the locomotives were exchanged, air brake tests and other safety tests would
be required before the train could continue. Under the best case scenario, and with extra labor,
the Railroads estimate the total time required would be over three and a half hours for a single
train.’ The complete locomotive exchange process is detailed in Table 1.

Table 1: Breakdown of Locomotive Exchange Best Case Scenario

Power change element Time Total Elapsed Time
Pull train into railyard 20 minutes 20 minutes
Remove the front locomotives, replace with 30 minutes 50 minutes

alternative power locomotive (either diesel to
electric, or vice versa)

Uncouple the train in front of the center 1 hour 1 hour 50 minutes
locomotive(s), pull front of train forward, remove
middle locomotive(s), replace with alternative
power locomotive(s) (either diesel to electric, or
vice versa)

Remove the rear locomotives, replace with 30 minutes 2 hours 20 minutes
alternative power locomotive (either diesel to
electric, or vice versa)

Reassemble the train, perform air brake test 1 hour 3 hours 20 minutes

Train departs from railyard 20 minutes 3 hours 40 minutes

In contrast, freight trains currently move into and out of the SCAB without stopping. Therefore,
introducing the locomotive exchange points would result in a minimum delay of at least three

® Interview with Michael Iden, General Director Car & Locomotive Engineering, Union Pacific Railroad, July 2011.

Prepared by California Environmental Associates on behalf of Union Pacific Railroad,
BNSF Railway, and the Association of American Railroads
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and a half hours per train in the goods movement pipeline. For time sensitive products, such as
perishable agricultural products or items carried for a package delivery company with a hard
delivery date, this delay would be unacceptable, causing some customers to ship their freight
by other, higher-emitting modes.

There are significant costs and operational issues associated with a three and a half hour delay
at any locomotive exchange point, be that an intermediate point of a sequentially built system
or at the terminus of the electrified system. These costs will be described more fully in a
subsequent issue brief, but for certain types of freight moves and destinations such a delay
would cause trains to be about 20-25% less time competitive than trucks. This means freight
that is currently moved on trains will be drawn to trucks. Also, depending on how the costs of a
potential electrified system were to be borne, the need to build or modify one of more
locomotive exchange points might cause the Railroads to raise their rates to shippers, thereby
adding further pressures for shippers to consider a modal shift or a port of entry shift. Finally,
were the region to decide to sequentially develop the system, such an approach would triple
the cost of creating locomotive exchange points and these significant additional costs would far
outweigh the potential earlier air quality benefits that such a sequential system might achieve.

Requirements for Locomotive Exchange Points

Each locomotive exchange point, whether a temporary intermediate point or a permanent
point at the electrified system terminus, would require a major reworking of an existing
railyard(s) or construction of whole new yards to handle the additional operations necessary to
switch between electric and diesel power. To ensure that there is sufficient space to handle
trains with both diesel and electric locomotives, and to support the associated breakdown and
rebuilding of trains, the Railroads would need to: (1) acquire new land to substantially increase
the size of the yard, (2) build a new railyard, or (3) reduce the throughput at an existing yard.
Each locomotive exchange point would require eight tracks to exchange locomotives for four
trains at a time. This type of expansion is not feasible at any of the facilities proposed by SCAG
because there is no developable land adjacent to the existing yards and because disrupting
current housing or industrial activities on adjacent lands could never be considered. The
alternative—reduced throughput—would cause further detrimental downstream effects by
requiring increased activity at other yards, thereby pressuring freight rail customers to switch
to other, higher-emitting transportation modes and/or causing shippers to switch to other
ports of entry.

In the sequential system, the Railroads would also need to relocate or add diesel and electric
locomotive facilities to the intermediate exchange points to maintain both diesel and electric
locomotives. If these facilities were not relocated to the locomotive exchange points, the diesel
locomotives would be required to travel into the electrified zone for service on tracks with an
already high level of traffic. These additional diesel trips would also create emissions in the
electrified zone, offsetting a portion of the emission reductions gained by electrification.
Alternatively, the Railroads could use electric locomotives to transport the diesel locomotives

Prepared by California Environmental Associates on behalf of Union Pacific Railroad,
BNSF Railway, and the Association of American Railroads
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through the electrified zone, avoiding some of the extra emissions, but resulting in higher costs
given the need for additional electric locomotives and the loss of track time for more
productive operations.

In summary, even though there could modest air quality benefits that could be achieved earlier
from a sequential development approach, such an approach creates a number of significant
operational and economic hurdles, including the need for additional land, additional ready
tracks, intermediate locomotive exchange facilities, and construction of new electric and
additional diesel locomotive maintenance facilities. Furthermore, such a disruption to the
goods movement system under such an approach could lead to the counterproductive shift of
cargo from rail to less fuel efficient modes.

Conclusion

The Railroads believe that short of achieving a national electrification system, the only regional
system that should be studied and evaluated is one that would: (1) establish a logical and
coherent framework for the region, (2) minimize construction disruptions to the current rail
system to minimize loss of traffic to highway transportation or to other ports, (3) make full use
of current rail facilities, and (4) assure that all routes of the system were funded and built
simultaneously, not sequentially.

Such a study would be focused on the electrification of the mainlines from the Ports through
the SCAB to the most logical terminals at Yermo, Yuma, and Barstow (see Figure 3). These lines
carry a high percentage of the freight rail traffic in the SCAB. By evaluating a coherent and
logical electrified system to these terminals, the project would avoid the costs of four
intermediate power change points, would have far fewer operational challenges, lower costs,
and would avoid the additional dilemma not having sufficient funds to complete the desired
system.

Prepared by California Environmental Associates on behalf of Union Pacific Railroad,
BNSF Railway, and the Association of American Railroads
Page 7 of 20



Defining the Scope

Draft Issue Briefs — September 2, 2011

Figure 3: Proper Study Area for Electrified Lines in Southern California
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Dual Mode Freight Locomotives

Introduction

Some proponents of electrification have suggested that an alternative to the traditional
catenary system with dedicated electrified locomotives could be the use of “dual-mode”
locomotives. Dual-mode locomotives could operate either on the electrified system (drawing
power from the overhead catenary line) or function as independent diesel locomotives
(deriving power from an onboard diesel engine), thereby eliminating the need to break down a
train and swap electric locomotives for diesels or vice versa. However, such apparent flexibility
from dual power locomotives evaporates when the capabilities and limitations of such units are
carefully evaluated. For the reasons outlined below, the Railroads believe dual-mode
locomotives could not and would not meet the freight rail operational requirements in
Southern California.

The starting point for evaluating the suitability of a dual-mode freight locomotive must be
based on the performance features of contemporary diesel freight locomotives used by the
Class 1 U.S. freight railroads. Such a locomotive would need:

e Sufficient speed (70 mph) and sufficient pulling force, or tractive effort (185,000
pounds) from a single diesel engine

e Enough fuel capacity to travel approximately 1,600 miles without refueling

e Six traction motors (axles)

e Weigh less than 434,000 lbs

e Fit on a standard locomotive platform (less than 80 feet long)

e Include enough room for diesel aftertreatment equipment required to meet Tier 4
emission standards (see Figure 1)

Currently, there are no dual-mode locomotives proven to handle the power and other
requirements for U.S. freight locomotives (i.e., reliability, life cycle costs, and federally-
mandated safety directives).

There are two distinguishing performance characteristics of any locomotive: horsepower and
pulling force.

1. Horsepower is required for speed.

2. Pulling force (technically known as “tractive effort” and measured in pounds) is required
for moving heavy trains at low speeds over grades or hills.

Passenger locomotives are designed to meet only one performance characteristic: to move
relatively lightweight passenger trains at high speeds (79-to-110 mph). While passenger
locomotives may have high horsepower engines for speed, they do not necessitate engines that

Prepared by California Environmental Associates on behalf of Union Pacific Railroad, BNSF Railway,
and the Association of American Railroads
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can produce high levels of pulling force. Existing dual-mode commuter locomotives are capable
of meeting the light-weight, high speed needs of passenger railroads, but they are not capable
of meeting the needs of U.S. freight railroads.

Comparison of Passenger and Freight Locomotive Operating Requirements

Requiring a freight railroad to use dual-mode commuter locomotives would be infeasible,
uneconomical, and disruptive of time-sensitive freight train operations. The dual-mode
commuter locomotives being considered for freight rail operations in Southern California are
technologically inferior and inappropriate for the following reasons:

1. The 4-axle dual-mode design is grossly inadequate for western freight railroads which
encounter heavy mountain grades (insufficient pulling force).

2. Dual-mode locomotives provide 1/12 the pulling force per dollar as compared to
current Tier 2 line haul diesel locomotives. Therefore, to get equivalent pulling force,
the Railroads would need to make 12 times the capital investment to run an electric
line haul locomotive.

3. Excessively small fuel tanks, as a result of limited space on the locomotive platform,
would reduce a dual-mode locomotives operating range between refuelings by
approximately 75%.

4. Diesel engines in the dual-mode commuter locomotives are built for the passenger, not
the more severe freight duty cycle and would therefore likely wear out much quicker,
greatly increasing maintenance expenses for engine overhauls.

5. The dual-mode commuter locomotive, as currently designed, appears unlikely to be
produced after 2014 because of its structural inability to accommodate the EPA
exhaust aftertreatment required by Tier 4 regulation (see discussion and Figure 1
below).

The largest available dual-mode locomotive is the Bombardier ALP45DP, which generates 4,200
hp during diesel operations.8 While this is roughly equivalent to the 4,400 hp rating of the
modern freight locomotives operating in the U.S., other factors such as pulling force limit its use
in freight operations. Table 1 below shows the characteristics needed by a locomotive for
reliable and efficient freight rail service, and compares these specifications to those of the dual-
mode Bombardier ALP45DP and the traditional Tier 2 diesel locomotives.

® http://www.bombardier.com/en/transportation/products-services/rail-vehicles/locomotives/other-projects/alp-
45dp---canada--usa?doclD=0901260d80165898#

Prepared by California Environmental Associates on behalf of Union Pacific Railroad,
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Table 1: Comparison of Bombardier Dual Mode ALP45DP and

Traditional Tier 2 Locomotives’

Parameter Traditional Diesel Dual mode

(Tier 2)*° (ALP45DP)* (Tier 2)
Length (ft) 72-74 71.5
Width (ft) 10.9 10.9
Max Speed (mph) 70-75 130
Power Rating (hp) 4,400 4,200 (diesel)

5,367 (electric)

Weight (Ibs) 416,000 288,000
Pulling Force or Tractive Effort (Ibs) | 185,000 (at start) 71,000 (at start)
Starting Capability on 2% Grade ~4,170 ~1,600

(such as Cajon, Beaumont, etc.)

Dynamic Braking (lbs) 117,000 (at 12 mph) ~34,000 (at 20 mph)
Fuel Tank Capacity (gal) 5,000 1,800
Fuel Range (miles) 1,600 ~500

Operating Range

Transcontinental

Urban short-haul,
multi-stop trips and
return

Number of Traction Motors (axles)

4

Number of Diesel Engine(s)

2 high speed engines
(max. 1,800 rpm)

° This table is a truncated version of a more extensive comparison between Tier 2 diesel freight locomotives and
the ALP45DP. To request a copy of the complete table, please contact Max Pike at max@ceaconsulting.com.

% http://www.getransportation.com/rail/rail-products/locomotives/evolutionr-series-locomotive.html &
http://www.emdiesels.com/emdweb/products/sd70ace.jsp & additional information from interview with Michael
Iden, General Director Car & Locomotive Engineering, Union Pacific Railroad, August 2011.

" http://www.bombardier.com/en/transportation/products-services/rail-vehicles/locomotives/other-projects/alp-
45dp---canada--usa?docID=0901260d80165898# & http://www.railwayage.com/in-this-issue/alp-45dp-two-
locomotives-in-one-june-2011-3228.html & http://www.railwaygazette.com/nc/news/single-view/view/alp-45dp-
electro-diesel-locomotive-debut.html
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Comparison of Passenger and Freight Locomotive Chassis Design

As shown in Table 1, while the ALP45DP may have a relatively high horsepower rating to
achieve high speeds, it does not have sufficient pulling force or dynamic braking for use in
freight service. The engineers who built the ALP45DP made a number of design compromises
to fit all of the necessary equipment onto the 4-axle car body. Although the power rating of the
dual-mode locomotive is comparable to that required for freight service, the ALP45DP achieves
that power output using two lighter, smaller, high-speed, off-road diesel engines which are
much less durable than the medium-speed engines used in freight locomotives. While light-
weight diesel engine technology has proven successful in certain switch locomotive applications
(e.g., using GenSets), line haul locomotives operate on a much more severe duty cycle, and the
lighter weight, high-speed engines have proven to be unreliable.

Using smaller engines would be similar to replacing a passenger vehicle engine with multiple
lawnmower engines: they might work for a short period of time, but the demand on the engine
would be so great that any advantages of the smaller size would be more than offset by the
need for constant maintenance or replacement. An article in International Railway concluded
that, “a high-speed (1,800 rpm) diesel [engine] is much lighter yet just as powerful, but its
components will have a much higher wear rate.”*? Replacing the two lightweight engines in the
dual-mode passenger locomotive with a single, more robust engine would create further
challenges with respect to size constraints when attempting to configure a Tier-4 compliant,
freight-duty dual-mode locomotive.

The second compromise may be in the step-down transformer used in the ALP45DP, which is
much smaller and lighter than comparable transformers (of similar voltage and power rating)
used in Amtrak electric locomotives. This dual-mode transformer operates at a higher cooling
oil temperature in order to minimize the size and weight. It is unknown how these transformers
would perform over time in long haul, heavy duty freight operations in terms of reliability and
maintainability.

Lastly, it is not clear that a dual-mode locomotive could even be built within the current
federally mandated freight locomotive “footprint” (length, weight, and height). In order to
operate in freight service, the dual-mode locomotive would need to be reconfigured to
accommodate six axles to provide adequate pulling force for transporting heavy freight loads.
The dual-mode locomotive would also need a step down transformer and switch gear to
operate on the overhead catenary system. Finally, to meet Tier 4 emission standards, it is
expected that an additional five to six feet of length will be needed on a locomotive platform to
accommodate the exhaust aftertreatment technology for the diesel engine. It is unclear how a
manufacturer could also fit all of the required elements for a Tier 4 locomotive, along with the
transformer and switch gear, within this same platform, while staying below the required size
limits. Locomotive platforms cannot be extended beyond 80 feet, as day-to-day operations
require that locomotives be able to turn within a fixed radius. Extending locomotives to 90 or

12 Vantuono, William. American operator look to dual-mode traction. July, 2006. International Railway Journal.
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100 feet in length would preclude dual-mode locomotives from operating throughout the
national railroad network, adversely affecting railroad operations by geographically
constraining certain locomotives to certain track networks. The space constraints are
graphically illustrated in Figure 1.

Figure 1: Platform Issues with Dual-Mode Locomotives
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The space constraints discussed above also limit the size of the locomotive fuel tanks. A
traditional diesel locomotive can carry approximately 5,000 gallons of fuel, allowing the
locomotive to travel approximately 1,600 miles before refueling.13 In comparison, the fuel tanks
on most dual-mode locomotives have a capacity of around 1,800 gallons, greatly reducing the
operating range of the units on the non-electrified track segments. In order for the dual-mode
locomotives to be used throughout the national rail network, construction of additional fueling
facilities would be required. Also, additional delays would be created due to additional
refueling stops.

Conclusion
Dual-mode locomotives are not a new technology. A small number of dual-mode locomotives
have existed since the 1920s; however, they have only been designed for switch locomotive

3 Interview with Michael Iden, General Director Car & Locomotive Engineering, Union Pacific Railroad, August,
2011.
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operations or lighter passenger trains designed for higher speeds.'® While newer, “high
powered” (i.e., greater than 4,000 hp) dual-mode locomotives are available today,” these units
have only been used for passenger service, which does not require the same level of locomotive
durability as freight service. A manufacturer might eventually be able to build a freight dual-
mode locomotive, but it would entail a lengthy design and engineering process.

The ALP45DP acquisition process took six years and is detailed below.®

2006 Specifications developed, reviewed, and approved

2007 Request for proposals advertised, and locomotive manufacturer selected

2008 Notice to proceed issued

2009 Design engineering

2010 Production design finalized and approved

2011 First locomotive prototype assembled, tested, and revenue service
started

2012 Production completed

Locomotives in commuter rail service generally operate fewer than 18 hours per day over
relatively short distances and over consistent and unvaried terrain. Unlike commuter trains,
freight locomotives operate for extended periods over longer distances. For example, a freight
train between Chicago and Los Angeles will travel approximately 2,200 miles over a two-to-
three-day period. In addition, locomotives operating in freight service must have the power and
durability to handle steep grades and extreme changes in ambient temperatures, such as the
elevated temperatures found in desert environments and tunnels which can be longer than two
miles. It is unlikely that the dual-mode locomotives available today could meet these demands.

In addition, the cost of existing dual-mode locomotives is $12.2 million compared to $2.4
million for a Tier 2 unit. To put that in perspective for the scale of freight operations in
Southern California, 100 dual-mode units would cost the Railroads $1.22 billion compared to
$24 million for the same number of Tier 2 units, if the dual-mode locomotives cost the same as
the ALP45DP. However, it is likely that the additional requirements necessitated by freight rail
operations in Southern California would drive the cost of each unit even higher. For all of these
reasons, dual-mode locomotives are not a viable solution to address electrification of mainline
freight operations in Southern California.

% cBs Local, New York, NJ Transit Unveils New Dual-Mode Locomotive, May 11, 2011.
http://newyork.cbslocal.com/2011/05/11/nj-transit-to-unveil-new-dual-mode-train/

> These newer dual-mode passenger locomotives are currently being delivered to and used in New Jersey and
Montreal.

'® http://www.ble272.0rg/09-03-25%20Transprotation-Safety%20Presentation.pdf
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Similarities between Existing Electrified Rail Systems and a Possible
System in Southern California

Both in the United States and in other countries, there are a handful of electrified freight rail
systems, either shortlines or as segments of larger networks. Proponents of electrifying freight
rail operations in the South Coast Air Basin (SCAB) often point to these systems as proof that
electrification of rail can easily be implemented in Southern California. However, any
application of this technology must meet the specific demands of the geographic locale and
operating characteristics of the rail system under consideration. Unless the operational and
technical specifications are substantially similar, it is difficult, if not impossible to predict the
success of a future system. Also, other factors, such as the political, economic, and
environmental drivers must be evaluated for compatibility, as well.

Criteria for comparing electric rail systems
The following design characteristics must be considered and matched before concluding that an
existing electrification system provides an appropriate comparison to a proposed system:

e Service: passenger, freight, or both

e Materials transported: bulk or intermodal or both

e Common carrier or single industry service

e Terrain: mountains, hills, rivers, etc.

e Horsepower requirements

e Gross tons pulled

e Dedicated service or locomotive exchange points or connections to a larger rail network
e Sufficient existing or new infrastructure to meet energy and capacity demand
e Retrofitting an existing diesel line or construction of a new electrified system
e Source of project funding: private investors, taxpayers, or a combination

e Operating subsidies: initial or ongoing public operating subsidies

Several frequently cited electrified rail systems are described below. The QR National and the
Trans-Siberian Railway (TSR) were retrofit to diesel systems. The Caltrain Commuter Rail
Electrification proposal, were it to be built, would be a retrofit, as well.

The Black Mesa & Lake Powell Railroad (BMLP) and Deseret Power Railroad (DPR) are short
industrial operation rail lines (i.e., not common carriers) that were built as rail line dedicated to
serving electric utilities.

QR National

QR National is the largest private freight hauler in Australia and is located in Queensland.
Generally, QR National’s operations are focused on large, heavy freight operations such as coal,
iron ore, agricultural products, and containers. QR National operates the Central Queensland

Prepared by California Environmental Associates on behalf of Union Pacific Railroad, BNSF Railway,
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Coal Network which consists of approximately 1,400 miles of freight rail infrastructure.
Immediately following an oil crisis in the 1980s, QR National, under government operation at
the time,*” decided that projected oil prices justified the electrification of existing coal rail lines.
QR National installed a 25 kV overhead catenary system on approximately 500 miles of their
Blackwater network that began operation in 1986,*% and on approximately 530 miles of the
Goonyella system that began operations in 1985.%

Over time, however, the actual price trends in diesel fuel and electricity made the difference in
operating costs between electric and diesel smaller than originally anticipated. QR National was
unable to secure full cost recovery on the electric overhead infrastructure for the Blackwater
rail line as of 2008.%° Since it was electrified in the mid-1980s, the Blackwater system has been
extended as more mines have become active in the region. However, further investment in
electrification necessitated rate increases for QR National’s other lines, with some lines
witnessing a 28% increase.?*

The justification for these increases has been debated and has prompted QR National’s major
customers to threaten to build their own rail lines. Recently, BHP Billiton, a major global mining
company that accounts for 40% of QR National’s business, has indicated that it plans to build its
own rail line in response to the steep cost increases of QR National.?*> The high costs tied to the
capital expenses and increased operational costs of running an electrified system demonstrate
the potential impacts of electrification on the greater goods movement system.

The Trans-Siberian Railway

The Trans-Siberian Railway (TSR) is a government funded and operated rail line in Russia that
was built between 1891 and 1916. Stretching some 5,750 miles, it is the longest continuous
mainline railway in the world. The TSR handles passenger and freight service—the principal

7In July 2010 QR National was privatized and is now listed on the Australian Stock Exchange. QR National operates
the Central Queensland Coal Network under a 99 year lease with the Australian government.
http://www.qgrnational.com.au/Corporate/Pages/AboutQRNational.aspx

'® The Blackwater rail network in Central Queensland consists of approximately 612 miles of total track; about 500
miles of the track are electrified. The Blackwater system connects 12 coal mines in the Bowen Basin coal area to
two export terminals at the Port of Gladstone and also serves a number of domestic users including a power plant,
cement plant, and refinery.
http://www.grnational.com.au/NetworkServices/RailNetwork/Pages/BlackwaterSystem.aspx

P The Goonyella rail network is located in Central Queensland and consists of approximately 530 miles of track, all
of which are electrified. The Goonyella systems connect 22 coal mines in the Bowen Basin coal region to the Hay
Point Coal Terminal and Dalrymple Bay Coal Terminal. This network also transports products to other destinations
by way of connections to the North Coast Line and the Central Line.
http://www.grnational.com.au/NetworkServices/RailNetwork/Pages/GoonyellaSystem.aspx

20 Synergies Economic Consulting. “Review of AT5; The Case for Network Wide Pricing.” April 2008.

! Queensland Competition Authority. “QR Network's 2010 DAU - Tariffs and Schedule F.” June 2010.

22 http://www.reuters.com/article/2011/08/18/bhp-rail-idUSL3E7JI0BI20110818
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commodities are coal, oil and oil products, and wood products.”® The TSR was electrified over a
74-year period; electrification was completed in 2002. Both 25kv AC and 3kv DC overhead lines
were installed at varying times and locations during the many decades-long construction
period.

The electrification of the TSR rail system allowed average train weights to be doubled from
3,300 tons to 6,600 tons, producing reductions energy (and perhaps emissions) per ton-mile of
freight hauled. Such a reduction, however, would not be realized were a freight line in the
United States to be electrified, given the fact that the average western U.S. freight train
currently is at least 9,900 tons. %

The Black Mesa & Lake Powell Railroad (BMLP) and the Deseret Power Railroad (DPR)

The BMLP and the DPR railroads are privately owned utility rail lines used specifically to haul a
single commodity—coal—to each utility’s power plant. Each is an industrial short line railway
consisting of a short single-track with loops on both ends. They were built by the utilities as
electric railway systems (BMLP began operations in 1973; DPR in 1984). The rail lines use a 50
kV overhead catenary system and each railroad operates one train at a time that makes two to
three round trips per day. Neither the BMLP nor the DPR interchange with any other railroads
and rail ways, and they are completely isolated from the national rail network. Both use
multiple 6,000-horsepower electric locomotives to haul less than 10,000 tons of coal three
times daily over a distance of 35 miles (DPR) to 78 miles (BMLP).*®

An electrified industrial short line railway faces none of the challenges that common carrier
railroads operating on a network system would. Since BMLP and DPR are single purpose
industrial shortlines that have short and simple tracks, they are able to use high-powered
electric locomotives to complete their primary objective: speedy, short, round-trip cycles. There
is little variability in the weight pulled by BMLP and DPR from trip to trip; the trips follow a
regular schedule; there is only one point of loading and one point of unloading; and thus, no
locomotive exchange points are required.

In contrast, the freight rail system in Southern California is much more complex than either of
these small-scale operations. First, the primary objective of the Railroads in Southern California
is to maintain throughput, fluidity and reliability for their customers across the system, not just
within Southern California. A partial electrification of the Railroads’ national system would
interfere with all of these functions by creating locomotive exchange points where electric
locomotives would need to be swapped out for diesel locomotives. Second, the Railroads’
systems are not a single track, with loops at each end, but are connected to national networks

> Mote, Victor, “Trans-Siberian Railway.” Encyclopedia of Russian History. 2004. Encyclopedia.com. (August 19,
2011). http://www.encyclopedia.com/doc/1G2-3404101396.html

* Interview with Mike Iden of Union Pacific Railroad, July 2011.

% Black Mesa & Lake Powell Railroad is owned by the Salt River Project and the co-owners of the Navajo
Generating Station; Desert Power Railroad is owned by Deseret Generation & Transmission Company.
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that span much of the United States.?® Lastly, the variability in weight pulled from trip to trip is
much greater for common carrier operations, as is the variability in times of travel.?’

The technical attributes (a captive, single commodity, electrified loop rail operation) have no
applicability to helping assess the feasibility of a complex freight rail operation in Southern
California. The scale, scope, ownership, and purpose of each of these systems have virtually no
overlap. .

Caltrain Commuter Electrification Project

Some agencies have suggested that Caltrain’s proposed Commuter Electrification Project to
electrify a 52-mile passenger rail line between San Francisco and San Jose could be used to
estimate the costs of and operational implications of the electrification of freight operations in
Southern California.?® However, as is the case with the other global examples described above,
the Caltrain commuter electrification project does not provide a good basis for assessing the
costs or operating challenges of a regional freight rail electrification project in Southern
California. There are several fundamental differences between this project and an effort to
electrify freight rail in Southern California.

In particular the Caltrain commuter electrification project would electrify the entire 52 mile
Caltrain system. No locomotive exchange points would be required to interface with non-
electrified portions of the system, and there would be no assembling and breaking down trains
to deal with distributed power. Additionally, passenger rail lines have more consistent weight
(and hence power requirements) per train, and consistent schedules, thus greatly simplifying
the interaction between the rail electrification loads and the power grid.

Caltrain commuter rail has regular daytime operations with occasional freight trains during off-
peak hours. This operating regime will allow construction to occur mostly at night and not
interfere with the principal mission for the line. How disruptions in freight service during the 13
year construction period for a regional electrified freight system in Southern California would
be significantly more complex than for Caltrain and has remained an unaddressed issue in any
earlier analyses.

Funding for Electrification Projects

In all of the examples discussed above, the electrification of the lines was either government
financed or financed by a utility that could recoup its investments directly from its ratepayers.
Given the enormous cost of electrifying Southern California freight rail lines, the vast majority

*® BNSF operates in 23 states and UP operates in 28 states.

*’ The times at which freight locomotives travel in an electrified system is important because of the interaction
between the substantial electrical loads and the timing of electrical energy supplies, and other electrical loads, on
the regional electric grid.

%% Caltrain 2025 Electrification.

http://www.caltrain.com/projectsplans/Projects/peninsularailprogram/Caltrain 2025 Electrification .html
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of the construction costs would have to be borne by government entities. Thus far, given the
depleted nature of both state and federal treasuries, the likelihood over such a public
commitment is speculative at best.

Planning & Evaluation Timeframe

None of the railways discussed above were electrified under a set of governmental regulations
similar to existing California requirements. The extended time required for assessment, review,
and approval in California would increase both the cost and duration of the planning and
construction processes.

Conclusion

The Railroads believe the examples above demonstrate that existing electrified rail lines do not
demonstrate the feasibility of other proposed electrification projects. Each rail application is
unique and that many variables affect the technical and economic feasibility of a given rail
electrification project. An evaluation of rail electrification in the SCAB must examine the true |
financial and other implications of an electrification project in Southern California. Proponents
of such a system cannot assume that an electrified system operating under its specific
circumstances in Russia or Australia is an indicator that electrification could succeed in
Southern California.

As shown in Table 1 below, these existing electrified railways operate under very different
conditions, and have different objectives, than the Southern California freight rail system.

None of the examples discussed above match Southern California’s unique technical, economic,
political, and environmental climates, so their utility in making the case for an electrification
project in the Southern California region is marginal, at best.
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Table 1: Comparison of Other Electrified Freight Railways to

the Southern California Freight System

Assessing Similarity to a Southern California Scenario
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February 14, 2012

Ms. Margaret Lin

Southern California Association of
Governments

818 W. 7th Street, 12th Floor

Los Angeles, California 90017-3435

Re: SCAG’s 2012-2035 Draft Regional Transportation Plan/Sustainable Communities
Strategy

Dear Ms. Lin:

[ am writing on behalf of the California Natural Gas Vehicle Coalition to provide comments
on the Southern California Association of Governments’ (SCAG) 2012-2035 Draft Regional
Transportation Plan/Sustainable Communities Strategy (RTP/SCS).

The California Natural Gas Vehicle Coalition (CNGVC) is an association of natural gas
vehicle and engine manufacturers, utilities, fuel providers and fleet operators serving the
state. We work with legislators and regulators to develop policies that will increase
alternative fuel and vehicle use, support new initiatives and provide up-to-date information
on NGV technology and market developments.

Our primary concern is that the draft plan largely ignores natural gas as a transportation
fuel and its potential to be a significant part of the solution for the region’s transportation,
air quality, and sustainability goals. By focusing almost entirely on “zero-emission”
vehicles we believe SCAG is missing the opportunity to develop a strategy that achieves the
same benefits in a shorter time frame and for significantly less cost.

Over the last two decades we have seen in California that it is very difficult to predict which
technology will succeed and even more difficult to say when they will achieve significant
market penetration. That is why more agencies and companies are taking a portfolio
approach to developing and deploying clean transportation technologies.

California Natural Gas Vehicle Coalition ® 1029 K Street, Suite 24 ® Sacramento, CA 95814
Phone: (916) 448-0015 ® Fax: (916) 448-7176



California Natural Gas Vehicle Coalition Page 2 of 2
2/27/2012

Natural gas should be an integral part of your Regional Transportation Plan. Natural gas is
a very clean fuel, available today for half the price of diesel, and it is abundant in North
America. This is why the medium- and heavy-duty vehicle markets in particular are
embracing natural gas like never before. Many public and private fleets are investing in
natural gas vehicles. Transit agencies, taxi fleets and private companies such as Waste
Management; United Parcel Service, AT&T, and Verizon have purchased thousands of small,
medium, and large natural gas vehicles.

The heavy duty vehicle sector seems to show the greatest promise for natural gas because
of the fuel cost savings over diesel and the lack of other viable alternatives to diesel.
Recently Swift Transportation, one of the largest trucking companies in the country, said
they would be investing heavily in natural gas trucks and could reach 30%-40%
penetration in their fleet in 3-4 years.

Be careful about “zero-emission”. The term is used a bit too freely these days. Using life
cycle emissions analysis California has found that zero-emissions at the tailpipe are only
part of the picture. Itisimportant to consider the whole picture including upstream
emissions from production and transportation of fuels. Some are trying to draw a bright
line between “ZEV fuels and technologies” and “non-ZEV fuels and technologies”. We do
not see a bright line now and to the extent that there is a line we see it fading over time.
Natural gas vehicles are near-zero emissions today and are getting cleaner with each
generation of engines. Biomethane (aka renewable natural gas) has been identified as one
of the cleanest transportation fuels by the California Air Resources Board. Renewable
Natural Gas has 90% less carbon emissions than gasoline. Sources include landfills,
agricultural operations like dairies, and waste water treatment plants. Whether it is used
on its own or blended with conventionally natural gas it is likely to be one of the cleanest
fuels in transportation over the next couple of decades.

For these reasons we ask you to revise your plan to include natural gas as a meaningful
part of the solution.

Thank you for considering our comments.

Sincerely,

y:

Tim Carmichael
President
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February 14, 2012
VIA ELECTRONIC SUBMISSION

Southern California Association of Governments
818 West 7th Street, 12th Floor

Los Angeles, CA 90017

rtp@scag.ca.gov

Re: Comments on Draft 2012-2035 Regional
Transportation Plan/Sustainable Communities Strategy

Dear Sir or Madam:

California Rural Legal Assistance, Inc. (CRLA) submits the following
comments on the Draft 2012-2035 Regional Transportation
Plan/Sustainable Communities Strategy (RTP/SCS) on behalf of José
Saldivar, a farmworker who has lived and worked in the Eastern Coachella
Valley for almost forty years, and other low-income residents of the
Eastern Coachella Valley. CRLA is a non-profit legal services organization
that provides legal representation to low-income residents of rural
California, including in many communities comprised primarily of
farmworkers and their families. Within the SCAG region, CRLA provides
services in the Eastern Coachella Valley, Imperial County, and Ventura
County.

Promotores Comunitarios del Desierto (PCD) is a community-based
organization working with residents of the Eastern Coachella Valley to
empower them to voice their concerns in issues such as health access,
infrastructure, and environmental justice, serving as a bridge between
agencies and residents.

El Sol (El Sol) Neighborhood Educational Center is a non-profit agency
serving San Bernardino and Riverside Counties since 1991. El Sol provides
prevention and early intervention services in the areas of mental health,
nutrition, and post-partum depression, as well as offering classes in
computer literacy and English as a Second Language. El Sol works in the
“Promotores de Salud” model, utilizing different strategies of community
outreach such as community organizing and popular education.
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Pueblo Unido Community Development Corporation (PUCDC) is a non-profit organization that
responds to the needs and concerns of underrepresented rural communities of the Eastern
Coachella Valley through actively engaging and fostering collaborative efforts among residents
and other stakeholders to find viable solutions, leverage critical resources, and bring new
opportunities to improve the quality of life for residents.

Comité Civico del Valle (CCV) is a non-profit organization serving Imperial County and the
Eastern Coachella Valley. CCV’s mission is to improve the living conditions of its communities
through education, capacity-building, and civic participation with the vision of living in healthy,
prosperous, and informed communities.

We commend SCAG for the detailed preparation and analysis evident in the draft RTP/SCS and
accompanying documents. Transportation planning for a region of SCAG’s size and diversity is a
challenging endeavor. The draft RTP/SCS shows an impressive commitment not only to
addressing the region’s transportation needs but also to fulfilling the new requirements of SB
375. However, we have some concern that the draft RTP/SCS does not make adequate
provision for the unique circumstances of rural communities in the SCAG region, particularly
the low-income rural communities that house the region’s agricultural workforce. We offer the
following comments in an effort to ensure that SCAG will adopt a final RTP/SCS that addresses
the needs of low-income rural and farmworker communities.

We recommend that SCAG add an RTP goal focused on equitable distribution of the benefits
and burdens of the RTP/SCS.

The draft RTP/SCS includes a list of RTP Goals, set forth on p. 13 and correlated with
performance measures as described on p. 15. The RTP Goals address a number of key concerns
such as safety, air quality, goods movement, and facilitation of transit and active
transportation. However, the RTP Goals included in the draft RTP/SCS fail to address issues of
equity, either on a socioeconomic axis (equitable distribution of burdens and benefits across
socioeconomic categories) or on a geographic axis (equitable distribution of burdens and
benefits throughout the diverse communities of the SCAG region). Given the size and diversity
of the SCAG region, it is unlikely that such equity will be achievable unless it is made a primary
goal of the RTP/SCS and explicitly considered at each step of the RTP/SCS development process.
We recommend that SCAG add an RTP Goal incorporating these two axes of equity. The
majority of our remaining recommendations would support the incorporation of such a goal
into the fabric of the entire RTP/SCS.

We recommend that SCAG further the farmland preservation goal of SB 375 by actively
planning for the transportation and housing needs of the region’s agricultural workforce.

As acknowledged on p. 128 and in Exhibit 4.8 of the draft RTP/SCS, SB 375 requires SCAG to
include in the SCS a consideration of resource areas and farmland. See Cal. Gov’t Code § 65080
(b)(2)(B)(v). The preservation of productive farmland will necessarily require providing for the
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needs of the region’s agricultural workforce, including the need for the creation of
appropriately sited decent affordable housing — generally at levels affordable to extremely low-
income (ELI) households — and transportation options, including transit, that facilitate
farmworkers’ access not only to their agricultural workplaces but also to human services,
children’s schools, medical facilities, retail (including full-service grocery stores), non-
agricultural jobs for other adult members of farmworker households, and other amenities. In
the interest of preserving the region’s farmlands, we recommend that SCAG incorporate the
consideration of these needs as a component of the consideration required by SB 375.

This recommendation will also further SB 375’s broader goal of greenhouse gas reduction by
increasing transit accessibility to rural populations, resulting in a reduction of vehicle miles
traveled. Like many rural areas in the SCAG region, the Eastern Coachella Valley is severely
underserved by transit. Bus service is utterly nonexistent for large portions of the Eastern
Coachella Valley population. A few communities in the Eastern Coachella Valley receive bus
service, but its utility is significantly diminished by long headways and inconvenient transfers.

In order to access the educational and work opportunities of the Western Coachella Valley —
where housing costs are unaffordable to the low-income farmworker households of the Eastern
Coachella Valley — rural residents must budget up to four hours per day for bus commuting.
This level of service creates tremendous obstacles to the use of transit by rural residents,
perpetuating a reliance on personal vehicles and excluding residents who cannot afford to use
personal vehicles for lengthy commutes. Bus service to such underserved communities should
be expanded and improved in the interest of equity, environmental justice, and greenhouse gas
reduction.

We specifically recommend that SCAG consider the following strategies:

e Regularly convene planning staff and governmental decision-makers from jurisdictions
containing farmland to focus on meeting unmet housing and transportation needs of
agricultural workers; ensure that such convenings are informed by input from
agricultural workers and/or from community-based organizations familiar with the
transportation and planning needs of the agricultural workforce and other rural
residents

e Provide technical assistance to member jurisdictions by conducting feasibility analyses
of creative transit strategies, such as local circulators in rural communities, to address
the unmet transit needs of farmworker families and other rural residents

e Encourage the implementation of farmworker, student, and commuter vanpools in rural
areas; provide technical assistance on vanpools by maintaining a library of resources on
such topics as project development, financing, outreach, and project administration

e Explore the feasibility of vanpools or similar programs for non-work-related
transportation needs such as access to medical facilities, retail, and other services

e Conduct outreach to governmental decision-makers and community groups regarding
funding opportunities for expansion and improvement of transit in rural areas

In the interest of mitigating the impacts of gentrification and providing adequate services to




Ccrug Comments on Draft RTP/SCS || February 14, 2012 || Page 4 of 8
Vi‘\i‘ I y Il g

agricultural workers and other low-income rural residents, we recommend that certain of the
benefits proposed for HQTAs be made more widely available.

We commend SCAG for its innovative proposals to incentivize growth in high-quality transit
areas (HQTAs). However, as is noted at various points throughout the draft RTP/SCS and the
draft Environmental Justice Supplemental Report, there are as-of-yet unanswered concerns
about the likelihood of gentrification in HQTAs, as lower-income households find themselves
priced out of increasingly desirable housing markets. Thus, certain HQTA-related incentives,
such as transit fare discounts, would likely provide greater benefits to higher-income
households than to the lower-income households who need such fare relief. Furthermore,
certain sectors of the SCAG region’s population — such as agricultural workers — do not
realistically have the option of living in an HQTA; HQTA incentives should not exclude such
households, whose contribution to the region’s economy and character are recognized in SB
375’s prioritization of farmland resources. In order to enhance the equity of the HQTA
incentives proposed in the draft RTP/SCS, we recommend that SCAG consider the following
augmentations of those incentives:
e Provide local circulator services in non-HQTASs that are unserved by existing transit
services, including rural agricultural communities
e Consider household income, and not solely HQTA residence status, in structuring any
transit fare discount(s)

In addition, we note that certain land use and transportation policies could result in the
development of more HQTAs than are contemplated in the draft RTP/SCS. This is particularly
true in the inland counties of Riverside, San Bernardino, and Imperial, where very low
percentages of the population currently have access to high-quality transit but where slight
decreases in bus headways could bring existing bus routes within the definition of high-quality
transit. Furthermore, we note that some of the HQTAs designated in the draft RTP/SCS appear
to be along routes with extremely limited accessibility, such as Interstate 10 serving the
Western Coachella Valley. Although such short-headway bus routes are likely to provide high-
quality transit to people living at designated stops along the route, it seems highly unlikely that
all persons living within the Interstate 10 corridor will realistically enjoy such access. We
recommend that the utility and accessibility of HQTAs be extended via the following measures:
e Prioritization of the extension of HQTA status to more communities by decreasing bus
headways, particularly in the inland counties of Riverside, San Bernardino, and Imperial
e Close collaboration with community-based groups and with county-level planning staff
and governmental decision-makers to increase the feasibility of developing affordable
housing in rural areas at a density of twenty dwelling units per acre (for example,
through modifying local zoning ordinances to allow densities of twenty units per acre in
mobilehome parks located on land zoned for agricultural use), such that these areas
could be eligible for HQTA incentives
e Adopt a more flexible density standard for HQTAs in agricultural areas in order to make
it feasible for mobilehome parks, which constitute the vast majority of affordable
housing in the Eastern Coachella Valley and frequently occur in dense clusters along
major thoroughfares, to qualify for incentives such as local circulators and transit fare
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discounts

e Ensuring the utility and transparency of the HQTA designation by defining HQTAs based
on residents’ access to transit stops, rather than solely by proximity to a high-quality
transit route

We recommend that SCAG take a leadership role in developing non-regressive funding
mechanisms for transportation development.

We applaud SCAG for taking on the difficult question of transportation funding and the ongoing
wisdom of relying on existing federal and state gas tax structures, including excise taxes.
However, some of the funding mechanisms on which the draft RTP/SCS relies are likely to have
regressive and/or inequitable impacts, causing low-income households and communities to
bear a disproportionate share of the cost of the region’s transportation system. Point-of-sale
revenue sources — such as sales taxes, gasoline taxes, and farebox recoveries — indisputably
have a regressive impact on households least able to afford them. The projected Vehicle Miles
Traveled (VMT) tax seems likely to further the goals of SB 375 by creating incentives for people
to live in transit-rich areas close to jobs, services, and retail opportunities. However, given the
very real risk of gentrification in such neighborhoods, the VMT is likely to have a
disproportionate impact on lower-income households who cannot afford the higher housing
costs of desirable urban neighborhoods. Furthermore, as discussed above, SB 375 encourages
MPOs to prioritize the preservation of farmland resources. A VMT could undermine this goal by
creating an unaffordable burden on farmworker families, who face lengthy commutes not only
to the fields and packing houses in which they work but also to medical care, grocery and other
retail outlets, schools, human services, and other amenities. Residents of agricultural areas
have little access to any form of transportation other than personal vehicles, and the draft
RTP/SCS does not propose expanding transit to reduce this burden. Farmworker households
should not be penalized for failing to use transit when transit has not been made available to
them.

We recommend that SCAG apply its considerable technical expertise to devising and advocating
for more equitable mechanisms of transportation funding at the local, state, and federal levels.
One possibility might be a VMT tax structured to allow tax credits for lower-income households
and/or for other households that are unable to access housing in transit-rich neighborhoods,
such as farmworker households. Because a VMT tax cannot be assessed at the point of sale, it
is likely to be far more flexible than a traditional gas tax and can therefore be made more
responsive to equity concerns.

We recommend that data on the environmental justice impacts of the draft RTP/SCS be
disaggregated in order to facilitate analysis of the impacts on disadvantaged communities
within the SCAG region.

Significant portions of the draft RTP/SCS, particularly the draft Environmental Justice
Supplemental Report (draft EJ Report), analyze data at the regional level. For example, the
draft EJ Report summarizes the following data based on its region-wide impacts on specific
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income quintiles and racial or ethnic groups: distribution of savings in travel time and distance;
accessibility to employment and services; accessibility to parks; exposure to emissions and
consequent health risks; and exposure to noise impacts. However, the maps presented in
Exhibits 1-14 of the draft EJ Report demonstrate that environmental justice (EJ) populations are
not distributed evenly throughout the region; rather, there are pockets where certain EJ
variables are extremely concentrated, with disproportionately high percentages of poverty,
minority population, foreign-born population, non-English-speakers, and populations without a
high school diploma concentrated in communities of extreme disenfranchisement. Such
communities include not only urban pockets in and near Los Angeles, but also the agricultural
communities of the Eastern Coachella Valley and much of Imperial County. An analysis that
examines, for example, emissions exposure encountered by the entire Latino population of the
SCAG region fails to address the ways in which burdens of the draft RTP/SCS might or might not
be disproportionately visited on localities that struggle under the weight of multiple categories
of disadvantage.

In particular, the Eastern Coachella Valley — the population of which is over 97% Latino —
appears to realize few benefits under the draft RTP/SCS, giving rise to an appearance of denial
of service in this area and perpetuation of historic exclusion. Based on the level of analysis
made available by SCAG in the draft EJ Report, it is impossible to determine whether the
Eastern Coachella Valley is expected to bear a disproportionate share of the burdens of the
draft RTP/SCS, such as increased exposure to emissions and/or noise impacts.

Furthermore, we note that the Environmental Justice Mitigation Toolbox on pp. 147-48 of the
draft EJ Report does little to address the specific risks confronted by local EJ communities.
While the Toolbox provides a number of suggestions to reduce RTP/SCS-related impacts
throughout the SCAG region, its recommendations do not acknowledge the heightened level of
exposure to environmental risks that is all-too-frequently visited upon communities of
concentrated disadvantage.

In order to minimize the chances that localities of extreme disenfranchisement will
disproportionately bear the burdens of —and be deprived of the benefits of — the draft
RTP/SCS, we recommend that SCAG take the following steps:

e Use the geographic data in Exhibits 1-14 of the draft EJ Report to identify local EJ
communities that are subject to two or more of the categories of disadvantage
highlighted in the Exhibits

e Conduct a Performance Area Analysis (similar to the 11-factor Performance Area
Analysis set forth in pp. 34-146 of the draft EJ Report) with respect to each of the local
EJ communities thus identified

e Monitor implementation of the RTP/SCS to quantify actual impacts on local EJ
communities

We recommend that SCAG utilize a more broadly accepted measure of economic disadvantage
in conducting its environmental justice analysis.
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Throughout the Performance Areas Analysis of the draft EJ Report, SCAG relies on income
quintile as a measure of economic disadvantage. However, as indicated on the income quintile
table on p. 6 of the draft EJ Report, this measurement is not defined in a way that accounts for
differences in household size; a one-person household with an income of $45,000/year falls
into the same quintile as a seven-person household with an income of $45,000/year, although
these two households face vastly different financial prospects. An analysis conducted on this
basis will not yield an accurate measure of economic need.

We recommend that SCAG instead use the measures of Extremely Low-Income, Very Low-
Income, Low-Income, Moderate Income, and Above Moderate Income established annually by
the California Department of Housing and Community Development based on data provided by
the United States Department of Housing and Urban Development. These figures are a broadly
accepted measure of a household’s relative economic need and are already easily available to
SCAG due to its obligations related to the calculation of the Regional Housing Need Allocation
(RHNA). An EJ analysis based on these figures will yield a far more accurate portrait of the
impacts of the draft RTP/SCS on households of various levels of economic need or privilege.

We recommend that SCAG provide more detailed analysis regarding the expected distribution
of air quality impacts of the draft RTP/SCS.

Although we commend SCAG for developing a draft RTP/SCS that will improve overall air quality
in the region, we are very concerned to learn that 23-29% of SCAG-region residents are
expected to experience worse air quality. The draft RTP/SCS and Supplemental Reports do not
clarify which portions of the region are expected to realize the greatest air quality benefits and
which will suffer the expected declines in <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>