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Dear Sirs:

We, the undersigned 17 arganizations, are filing joint comments that document our
concems with the Draft Environmental impact Statement [DEIS] for the “I-94
Rehabilitation Project.”

We oppese the “Build Alternative” (hereafter called the expansion alternative) as

described by the DEIS. The “expansion alternative” consists of reom for 24 traffic ianes

and wili have a staggering pricetag of $1.3 billion for the 6.7-mile segment. This is about

$20 million per block. This alternative will increase our dapendency on autos and trucks.

It provides for a dangerous lack of diversity in our transportation investment. The
“expansion alternative” is not in the best interest of the public trust,

This project defines a crossroad regarding the future of Southeast Michigan's
transporiation system. Do we continue to pour billions of dollars into new and wider
highways, or do we steer Southeast Michigan in a better direction?

We, the undersigned organizations know that the better direction for this profect is to
dwarsnfy our transportation investments by investing in mngestlun-ﬁghnng transit options
in our urban areas. Transit wilf add vitality to the City. The “sxpansion altemative” will
suck vitality away from the project area.

We propose that the following reasonable atternative be made the preferred altematwe
far this project: .

= Rehabilitate 1-94 to its original design. This addresses the immediate need to fix
the deteriorating condition of pavement and bridges. It is a more honest
“rehabilitation.” It doesn't render obsolete all of the construction with the
associated traffic-delay cost that have plagued this vital 1-94 corridar for years.
" Reduce posted speeds along this 8.7-mile section o maximize the capacity,
reduce noise, reduce pollution, reduce crashes and i imprave energy efficiency.
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+« Further add transportation capacity along the corndor by investing in 2 modern
commuter rail system with lines io serve Ann Arbor, Detroit and Mount Clemens.
An additional line 1o Pontiac would offer an alternate to 175 commuters who use
I-84 to access areas of Central Delroit. Per SEMCCG data, a modem 3-line
commuter rail system would cost about $200 million, equivaient to the cost
budgeted for traffic control during construction of the “expansion altemative "

= Further add transporiation ¢capacity atong the corridor by investing in SpeedLink
Bus Rapid Transit along Gratiot to Eastland, Grand River to City Limits and
Michigan to Dearbormn. These three lines, consisting of about 32 miles, would cost
about $385 million to establish based on SEMCQOG's Transit Vision Forum during
Jariuary 2001.

This altemative would meet the purpose and need of the propesed project, cost
significantly less than the *expansion alternsative” and meet the goals of the project as
outiined below:

+ Provide needed mobility along the corridor for aff people and freight

» Enhance the potential for economic development within the City of Detroit and
the study area. _

= Resulf in benefictal social, environmental, and economic improvements to the
host neighborhoods and the City of Detroit,

« Significantly reduce taxpayer investment while strengthening our transportation
infrastructure through diversification.

Additional comments on the DEIS

This “expansion alternative” will have staggering adverse impacts to the human and
natural environrment on both the local community and the region. in addition, this
alternative will be the most expensive road building projects in the state’s history.

MDOT's “expansion altemative” is really 3 projects in one; the expansion of the main
fine, creation of the central median space, and creation of conlinuous service drives.
MDOT intends to build these three projects three times in the -84 comidor, Wyoming to
I-86, I-96 to Conner (the current DEIS) and Conner to J-696. The project proposed i the
current DEIS cannot be a successful stand-alone project and the other two segments
need to be included to determine the cumulative impacts for the project. The DEIS has
not addressed the cumulative impacts for the full project.

We challenge the scoping process that led to the study of only one segment of a larger
much more damaging project {a proposed expansion of -84 between Wyoming Ave in
Detroit and 1-686 in Macomb County.) Either the plan is to expand [-94 both east and
west of this initial segment and it is segmentation, of it is not. The communily nesds o
know what thaey are getting into if they say yes to this project.

in addition, nothing is provided in the DEIS o justify the expansive service drives
proposed, the real need for the additional capacity of -84, and the need for the space In
the middie.
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Where the DEIS goes beyond assertions and provides data such as on the projected
level of service infformation provided, the “expansion alternative” is clearly excessive
design even without the extra space in the middle for future expansion.

The proposed |-84 expansicn project raises many crucial issues about appropriate scale
and capacity of urban freeways, funding priorities for public transportation as well as
roads within this corridor, congestion management during construction, usurpation of
irreplaceable urban rail corridors, maintenance of air quality standards, mobile
contributions to urban air toxics and envirenmental justice concerns, just to name a few.
The DEIS does not provide acceptable or adequate answers.

We find the analysis and discussion of the purpose and need, project justification, air
quality and noise impacts, environmental justice concemns, cumulative impacts of and
alternatives to the proposed expansion to be woefully inadequate. Taken as a whole, the
DEIS understates the adverse environmental impacts, ignores reasonable alternatives,
and overstates both the need for and the economic benefits of this project,

Some specific technical issues that need addressed include:

1. Air Quality violations are concealed: Without any explanation, MDOT has
used air quality data from a suburban air monitor to under-predict the air pollution
impacts from this massive expansion. If MDOT had used Detroit-based data it
would be obvious that the “expansion alternative™ will violate heaith-based
national air quality standards for carbon monoxide {CO). In addition, since the
DEIS indicates that truck traffic will increase faster than automaobile traffic, using
default mode! inputs on vehicle mix is inappropriate.

2. The DEIS does not address the new standards for fine particulate matter
{PM 2.5) and Ozone. The DEIS does not address the fact that under the Air
Quality Standards recently upheld by the US Supreme Court, the afrin the
corridor is unhealthy (does not meet altainment requirements) for both P 2.5
and Ozone, major air pollutants from car and truck emissions. Building the
“expansion alternative” violates clean air iaws because it is designed to increase
air pollution emissions from cars and trucks in an area where the air is already
urhealthy.

3. Air Toxics are not addressed: The Draft Environmental Impact Statement is
totafly silent about the increase in toxic poliutants during construction and from
the increased truck trafiic. Likewise, there is no discussion of the impact of
mobide source toxics on human health or on the Great Lakes ecosystem due to
air deposition.

4. Nop provision has been made to install aftermarket emission controls on
diesel construction equipment. Regardless of the ultimate scale of the 1-94
rebuild, attermarket emission cantrols (including particle traps) on all construction
equipment must be required.

5. The DEIS ignores the link between increased highway traffic and health.
Detroit's children suffer from asthma at three times the national average. The
Joumal of the American Medical Association reports that traffic controls imposed
during the Affanta Olympics decreased morning peak traffic counts by 23%.
Ouring this peried, Medicaid-refated emergency room visits and hospitzlizations
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for asthma dropped by 42%. The DEIS for (-94 ignores transit and rail
alternatives that could reduce trafiic and the pollution it causes.

The “expansion alternative” will result in more crashes and higher injury
rates than maintaining the current design of I-94, A detzailed review of the
crash statistics in the DEIS shows that the crash rate along 1-34 in the project
area is 305 per 100,000 vehicles traveled {mvm). This rate is lower than the
regional average of 350 crashes. Higher crash rates within the study area oceur,
nat along |-24 but along I-75 and the Lodge where the lanes have bean
expanded. Thus it is very likely that the expansion will lead to a worse crash rate.
The current design of i-94 is safer than the “expansion aftemative.”

The international trade route rationale does not withstand clese scrutiny.
MDCT has asserted that importance of 1-94 overall to commerce and
international trade. Nevertheless, this particular segment of 1-84 is not key to the
potential connections between Canadz and Chicago, Fort Wayne, or Totedo. For
traffic using the Blue Water Bridge between Port Huron and Sarnia, 1-69 is the
primary link between Canada and the west and south. This segment of [-68 is
underutilized and for the most part does nof pass through urban areas in
Michigan. Traffic using the Ambassador Bridge to and from Canada will primarily
travel 94 west of 1-86 and never uss the segment discussed in the DEIS. The
6.7 segment east of I-96 is not critical to this network.

MDOTs response to environmental justice concerns is an insult MDOT is
touting sidewalks immediately along the curb of the senvice drives where no one
wants {o walk because of the fast traffic, poltion and noise. At the same time, it
appears that the pedestrian overpassas that link communities across the
expressway will be removed and not replaced, thus pedestnian access will
actually be worsenad.

Space saved in the median for ‘possible future transit’ is unlikely to be
effective in the future. Light rail doesn't belong among 10 lanes of interstate
traffic. Space "maybe for transit” 5 2 ruse to create more space for truck lanes.

-84 despearately needs to be rebuilt, but the “Expansion Alternative” cannot he justified
aconomically, environmentally, or socially. in addressing the capacity nesds of this
commidor, there is the oppaortunity to increase the vitality of the City, not to continue to

drain it.

We recommend abandonmment of the “*Expansion Alternative” and preparation of a
supplemerntal DEIS that better addresses the concemns enumerated herein. Consistent
with state-of-{he-art transportation systems in all vibrant cities, rely on transit to increase
capacity in the corridor, Use SEMCQOG's transit vision, and an intermodel traffic analysis

miodel.

This project is too important to ignore the reasonable allermnative as owllined at

the beginning of this letter.

Since

Ty -t

en [, Kendritk-Hands

Fresident
Transpartation Riders United
On behalf of:
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Orn behalf of
Michigan Land Use Institute
Arin Wasserman

City of Ferndale
‘Torn Barwin, City Manager

Sierra Club, Mackinac Chapter
Bob Duda, Southeast Michigan Group
Chaiman

East Michigan Envirornmental Action
Council
Ms. Libby Harris, Director

League of Women Voters of
Dearbom/Dearborn Heights
Ekzzbeth Linick, President

Southwest Detroit Environmentzl Vision
Billie Hickey, Interim Director

Michigan Environmenial Council
Lana Pollack, President

Hamtramek Environmental Action Team,
{HEAT)
Rob Cedar

Dr. Eugenie Perrin
Individual

Biil Houghton
Individuat

Michigan Association of Raii Passengers
John D. Delora, Executive Director

League of Women Vofers,
Detrait Metropolitan Area
Caroiyn Buell, President

Lung Association of Michigan
Elliot Levinsohn, Manager, Air Quality and
Environmental Health

Friends of Datroit River
Jane Mackey, Chair

Environmentat Law and Policy Center
Ann Spillane, Sr. Attorney

Riverfront Ezst Alliance
Bob Jackman, President

Ecology Center of Ann Arbor
Jeff Gearhart, Campaign Birector

Fublic Interest Research Group of
Michigan
Brian Imus, Campaign Director

Citizens for Buses
Harold Leese

Vic Randall
Individual
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Fram: TRUmember" <ttumember@hands-assoc.coms>

To: <lopezjosfbmdot state.mius>

Date: 5M14/H 3.09PM

Subject: Amendment to the Letter mailed Friday 11 May, 2001

Desar Mr. Lopez-

Please consider the additional erganizations who would like to sign-on in agreement with comments
wriften by Transportation Riders United, for the draft DEIS on the (-24 "rehabllifation ®
The two new arganizations are:

Kay Cumbow Citizens for Alternatives to Chemical
Contamination

B735 Mapie Grove Road

Lake, MI 48632-8511

River of Life

Kathy dMilten, President,

Betroit M1

Thank you for consideration.

JGL, Transporation Riders United
1150 Griswold, Suite 2800
Detroit, MI 48226

2313.963.8872

313.963.8876fax
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City of Femdale
Tom Barwin, City Manager

Sterra Ciub, Mackinac Chapter
Bob Duda, Southeast Michigan Group
Chairman

£ast Michigan Environmental Action
Council
Ms. Libby Hamris, Director

League of Women Voters of
Bearbern/Dearborn Heighis
Elizabeth Linick, President

Southwast Detroit Environmental Vision
Billie Hickey, Interim Director

Michigan Environmental Council
Lana Pailack, President

Hamtramck Environrmental Action Tearn,
{HEAT)
Fob Cedar

Or. Eugene Permin
Individiza)

Bill Houghion
Individual

Kay Cumbow
Citizens for Altermnatives
to Chemical Contaminalion8¥35 Mapfe
Grove Road -
Lake, M! 48632-8511

River of Life
Kathy Mitten, President,
Defrait Mi

League of Women Voters,
Detroit Metropolitan Area
Carolyn Buel, President

Lung Association of Michigan

Eliiot Levinsohn, Manager, Air Quality and

Environmentzal Heaith

Friends of Detroit River
Jane Mackey, Chair

Environmental Law and Policy Center
Ann Spillane, Sr. Attorney

Riverfront East Alliance
Hob Jackman, President

Ecclogy Center of Ann Arbor
Jefi Gearhart, Campaign Director

Public inferest Research Group of
Michigan
Brian Imus, Campaign Directar

Citizens for Buses
Harold Leese

Vic Randalf
Individizal
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May 11, 2001
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1 INTRODUCTION

Transpartation Riders United [TRUY] is a Michigan Nonprofit corporation based in Southeast Michigan with
both individual and organizational members working in coalition to advocate for transpartation access and
mobility. The purposes of TRU include to:

1. Inform and influence the public and officials about the importance of public transpartation options.

2. Promote discourse on local, regiosal and state developments related to transportation.

3. Promote impraved public transportation.

4. Promote atematives to highway expansion.

TRU's comments on the adequacy of the Draft Environmental Impact Statement [DE!S)], the
appropriateness of the stated purpose and need for this project, the scope of the project, the adegquacy
and rigor of the altlematives analysis, the nature and degree of impacts of MDOT's chosen analysis on the
naturaf and human emwironments, and the sufficiency of proposed mitigations are made in furtherance of
OUr puUrposes.

Further TRU's comrmants assess the proposed 1-84 “rehabilitation” [really a massive expansion, and
hereinafter, so named] in light of the foregoing goals, statutory ohjectives for planring undar ISTEA, and
TEA-21, the regulations of the Council On Environmental Quality {CEQ] for compliance with the National
Environmantal Policy Act [NEPA] and the Michigan Department of Transporiation’s [MDOT] State Long
Range Plan [SLRP]. After a carefut and thorough review of the DEIS and the requirements govermning its
preparation, we are forced o conclude that:

1. MDOT has failed to justify its proposed expenditure of $1.3 Billion to create a twenty-four lane
wide swath of pavement through the center of Detroil,

2. The DEIS fails to consider reasonable, feasible, prudent, and practicable alternatives fo proposed
axpansion of -84, including meeting capacify heeds through immediate transit improvements and
shifting freight to other modes.
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3. The DEIS ignores, underestimates or miscaiculates project impacts on the human health and the
environment.

4. The DEIS ignores, underestimates or miscalculates the economic impact of the project.

5. The DEIS faits to provide adequate mitigation for the impacts that is does acknowledge.

5. MDOT has subveried public paricipation by too narmowly defining stakeholders, by misleading
residents and patrons of the institutions and businesses who will be direclly affected of the
rmagnifude of the Project MEOT has totally ignored the cumulative impacts of the project on the
lzrger community of Detroit and the southeast Michigan region both in terms of envirpnmenial
impasts and the more subtle opportunity costs of investing the large sum of public capital
infrastructure dollars for sa little economic benefit,

7. The DEIS fails to analyze transportation and mohility needs intermodally or at 2 systems level
within the corridor, such as the possible role of better rail for freight and passenger movement
fincluding more tracks, signals, read bed) and more transit, whether it be increased and improved
bus serviee, or the implementation of a combination of Bus Rapid Transit, Light Rail and
commuter rail. MDOT's parsistent patiern of project by project analysis, e.g. 1-75 at the
Ambassador Bridge, 1-375, |-75 at 1-84 and 75 Qakland County as well a5 -84 undercuts
SEMCOG's alility to make 2 systematic revigw of the region’s needs and develop integrated,
intermodal solutions. Al of the projects above focus on strictly road and private vehicle solutions
to mabilify and access problems which could be better solved by creative mix of rail, fransit,
water, air options in addition to road based transporiation. This system wide assessment is an
essantial part of the cumulative impacts analysis, but has not been done.

8 The DEIS doess not adeguately evaluate the environmental justice implications of this proposed
expansion or mitigate the disparate adverse impacts the *Build Alternative™ will have on minonty
and [ow income populafions.

8. The DEIS does not accurately assess the increases in air, noise and water pofiution the proppsed
expansion will cause, and does not propose appropriate mitigations.

16. The DEIS does not disctiss the potential duration of construction, how construction would be
phased and managed {o minimize disruption and how the proposed $260 million congestion
management and traffic maintenance funds would be spent. Without this information it is
irmpossible to assess the construction impacts on the host community.

2 OVERVIEW

21 lmplementation of this expansion project frustrates TEA-21 mandateti regional planning
objectives.

“It is i the national interest to encourage and promaote the safe and efficient management, operation, and
development of surface transportation systems that will serve the mobility nesds of people and freight and
foster economic growth and development within and through urbanized areas, while minimizing
transpartation- related fuel consumption and air pollution,” 23 USC Sec.134(a)(1) {citing planning
objectives in the Transportation Equity Act for thve 215t Century, [TEA-21])

The goals of TEA =21 are;

+  Provide accessibility and maobility for aff people and goods,

» Invest strategically in transportation infrastructure to enhance the vitality of the community,
+ Promote a safe and secure transpardation system,

» Protect and enhance the environment
Our analysis of the DEIS reveals that none of these goals would be furthered by the “Build Aternative” as

curmently proposed.
2.2 The Draft EIS contains misstatements, cantradictions and inaccuracies.
The DEIS, has been written in a way that makes it difficult on a single or cursory reading o grasp the full

implicatians of what this profect would do to midiown Detroit and the region.  After mulfiple readings one
is the ieft with the impression that the document has been erafied as moch to conceal as to disclose; that

certain cructal decisions have been made but are not being reveated to the public who would tend to
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object tr them. Key pieces of information are stated only once without fanfare, such as the proposed
54 5 foot width of the central median lane for “future use.” {p4-27) or that the purpose and need of the
condinuous service drives is really fo function as the 194 freeway, bringing 6-8 lanes of traffic inta the
neighbiorhoods for the duration of construction (p. 2-18). At the same time, points of guestionable
accuracy, such as the "benefits” of continuous service drives for community redevelopment, pedestrian
access and environmental justice are repeated endlessly.

Statements in one section of the DEIS are contradicted in other sections of the document, as though
there was no expeciation that the public would read the entire DEIS. Some of the conclusions are
uRsuppotted by data, do not readily follow from the data sited, or in the case of traffic safety statistics and
accident courts, are inconsistent with the data cited. Some statements are false and severa] key
discussions have been completely omitted such as the impact of air toxics or the contribution this project
will make o increased emissions of CQOy, thus contributing to globat climate change.

2.3  The “Build Alternative” is an Expansion, not a “Rehabiitation.”

At the outset we note that the very use of the phrase *Rehabilitation” is in itself misleading. Acoording to
the Webster's New Collegiate Dictionary, rehabilitation means, “to restore to a former capacity.” {p.966-
&7, 1579). By contrast, this project would expand existing capacity below grade from three lanes in either
direction with minimal shouiders, to potential capacity of 18 lanes {including median and shoufders) and
create additional capacily of 6-8 lanes at the surface tevel. This expansion vastly exceads “rehabilitation ”
and therefore we refect the use of this misleading nomenclature,

3 THE PROPOSED “BUILD ALTERNATIVE” SUBVERTS THE STATED GOALS OF THE
PROJECT.

3.1 The “Build Alternative” does not satisfy any of the aspects of Goaf 1- Mability.

The “Bulld Alternative will increase crash rates and is an inefficient design to increase transportation
capacity along the study comidor.
« Higher speads and higher tevel of service will result in more crashes that are likely to result in
WOrse injury.
« The "Build Altemative” does not provide for a single dime for current transit impravements.
» Nothing in the DEIS indicates that the "Build Alternative” will encourage the use of rultipie
occcupancy vehicles.
+ The "Build Alternative” will have no impact on border crossings.

3.2 The “Bulld Alternative” will not optimize Access and Development consistent with Goal 2

There is nothing in the “Build Alternative” that will increase fransportation access for those in the host
communities that do not have access 10 a car. The “Build Alternative™ wilt not result in transit criented
development, rather, it will fikely result in draining vitality from the host communities.

The purpose of the *Build Alternative” seems to be to move autsiders through the host community as fast
as possible, yet another " white highway through black bedrooms,” if you will. Rather than connecting the
community, the cantinuous service drives will tend to divide, creating a much wider swath of pavemert
between neighborhoods north and sauth of the express way. Further, the sarvice drive design creates a
difficult choice. To gain connection to the service drive, neighborhoods will have to forego noise-reducing
barriers. To implement the sound walls, neighborhoods will have streets truncated by cu! de sacs. The
difficulty of these cheices underscores that a project of this scale and design is simply not appropriate in
an urban community.
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3.3 The “Build Alternative” will nof minimize adverse environmental impacts consistent with
Goal 3

The “Buiid Alternative” will result in massive environmental impacts and especially due to air quality
impacks, will cause sickness and disease within the host community. Carbon Monoxide [CO] hotspots will
likely cause viclations of the MNationat Ambient Air Qualify Standards [NAALRS] increased car and fruck
traffic will lead fo increases in air toxics and poliutants from combustion. It is impossible to telf from the
rmeager analysis in the DEIS whether adverse anvironmental impacts will be minimized: urban air toxics
are a sighificant environmentat and health issue and they are not even addressed.

34 The “Build Alternative” does not satisfy any of the aspects of Goal 4 - Cost Effectiveness.

The “Build Allemative” is a vastly excessive design that is costly twenty million dollars per biock,
dangerously lacks diversity, resuits in a negative retum to the community, further destroys community
cohesion, results in no long term job development, and doesn't service iransit users. DEIS p2-16.

ih contrast, TRU's alternative, as outlined in these commeants, will meet this goal i a very posiiive sense.

4 THE PROPOSED “BUILE ALTERNATIVE"” DOES NOT SATISFY HISTORIC GOALS FOR
FREEWAY REHABILITATIONS IN THE CITY.

Expansions and rehabilitation of the entire 1-94 corridor from YWyoming Avenue in the west io 1-696 in
Macomb County in the east have been contempiated since at least 1850, Unfortunately MDOT's cumrent
prapasal honors none of these concerns.

Pian requirements for the City of Detrait

The City of Detrait is prepared o develop and will support & plan that bas the following

characteristics:

1. The plan should recognize the need for 3 batanced transpartation system that serves

Detrod residents.
The plan should not condribute to the loss of population and jobs by Detroit
The plan should protect the economy and tax hase of Dedroit.
The plan should minimize disception.
The plan shoeuld inciude realistic funding priorities for freeway maintenances and
rehabilitation, construction and other transporiation modes.
Greater Detroit Area Freeway Rehabilitation Program, [GDAFRP] {1990) Ex A. The GDAFRP program is
a collection of Goal statements, charls, maps and individual reports. Much of the information is
unpaginated and undated. Relevant excerpis have been reprodiaced in the Exhibit.

;o Lo b

These considerations reinforce study issues cutlined in the GDAFRP,

Issue i SocialEnvironmental

A, Federal funds should be used o develop fixed rail systemns on Woodward and on Gratiot.
About 30% of Detroit's population does not have access to a car. The goal should be to
achieve a balanced mix of transporiation choices that wilt reduce the percentage of the urban
area devoled (o ransportation.

Issue IV: Capacity and Safety

F. The additional number of lanes proposed to be added to the Detroit Freeway system to reach
Level of Service D in the year 2010 is unrealistic. implementation of Level of Service D would
require angther massive round of properly acquisition and residential and business
dislocation. The end result would be permanent economic and social damage to Delroit due
to the loss of jobs and property and income tax revenus and neighborhood disruption,

G, Where freeway capacily deficiencies exist, consideration shouid be given t the improvement
of parafiel surface routes or freeway transit lanas, rather than the construction of additional
traffic lanes on the freeway. The City is interested in the use of freeways for fransit or High
Gooupancy Vehicles (HOWVs).
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lssue ViI: Financial
B. Federal funds should be pursued to develop fixed rail systems on Woodward an on Gratiat, A
sigrificant share of Act 51 funds should also be available for transit improvements.

The GDAFRP understands the interactions between freewsy expansion and urban infrastructure
abandonment;

I. Regionzl Development Considerations.

“The metropalitan freeway plan should strive to minimize urban sprawt. P. 1

1. System Capacity Deficiencles

Federat funds should be used to develop fixed rail systems on Woodward and on Gratiot, A
significant share of Act 51 funds should also be avaitable for transit improvemnents. Abcut 30% of
Detrait's population does no have access to a car. In Addition, Detrait's elderly popuiation is
targe and their reliance on ransit is greater. The goal should be to achieve a balanced mix of
transportation choices that will reduce the percentage of the urban area devoted to transperiation,
p.3.

Vilf Financial Considerations

The City fully recognizes that Federal and State support for freeway impravernents is diminishing
steadily, and that its own ahility to provide required matching funds is limited. The Greater Detroit
Area Freeway Policy Committee should address the need for new financial resources early in the
planning process. The Committee must also estabiish funding priorities that achieve a batance
between ffeeway maintenance and upgrading, the construction of new freeways, and ransit
improvements that are meaningful for the 30% of Detroit's population that that does not have
access to an automobile.

Thus the issues have not changed since 1890. Unfortunately MDOT s prefered alternative fo address
these: issues is woeduily lacking in vision and creative solutions. It is sabering and disconcerding to reslize
that MDOT is proposing to spend 1.3 billion doliars to “rehabilitate” less than one third of the originzt “high
priority” [-94 corridor, and that these funds will spent in derogation of these goal and considerations rather
than to advance them,

5 THE SCALE AND EXPENSE OF “BUILD ALTERNATIVE* PROPOSED BY THE DEIS ARE
MASSIVE AND TOTALLY UNJUSTIFIED,

5.1 The proposed scale of expansion is excessive in an urban community and not justified by
the statement of purpose of need.

MBOT's Draft Environmental Impact Statement [DEIS] for the proposed 1-94 “expansion reveals a plan for
expansion o over 24 lanes of pavement. This massive expansion of -84 between [-98 and Conner wil
cause extensive damage to both the social fabric and environmentat health of the locat community.

5.1.1 Description of scale of expansion

A review of the project description provided by both the text at p 4-27, and the figure of a representative
cross section on page 2-10 reveal the following footprint of expansion. The diagram on page 2-10 omitted
the “flex” lanes and dimensions for the central median space. These undepicted features account for
another &0 feet of space.

= Easthound: Sarvice drives and gutter — 42 5 fast wide (18, 12, 12, 2.8),
indeterminate, but apparently variable, width for retaining walls, terracing or slopes,
Right side12 foot shoulder,
12 foot flex lane, either along service drive or in “ditch” [acceleration, deceleration, auxifiary]
Four through-fraffic lanes at 12 feat each,
Left side 12 foot wide shoulder;

& F F * &
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» Central Median: 4.5 feet of median space for “future use” [this is the equivalent of four and a
half 12 foot ianes — see p 4-27],

Westbound:

Left side 2 foot wide shouider,

Faur through traffic-tanes at 12 feet each,

12 foot flex fang,

Right side12 foot shoulder,

Indetermrnimate width for retaining walls, terracing or slopes, service drives and gutters — 42 5 fest
wide (16, 12, 12, 2.5).

Thus, the total proposed footprint would be 307.5 feet wide plus the space consumed far retaining walls,
terracing or stopes. Other sources cite a right of way width of 374 feet. The DEIS is defective because it
fails to cleany discloss this basic information which is essential to assessing project impacts.

The proposed dimensions should be compared to the current footprint of three 12 foot through lanes in
each direction, modest right side shoulder (approximately 10 feet) undersized left side shoulder {approx.
six fged) — no space in the medtan, no flex lane, sloped walls of indeterminate width throughout the Phase
1 segmant and intermittent senvice drives. Where there are service drives, befwaen Chalmers and
Cadiewx, they are only two or three lanes wide and around 30 feet wide.

We have measured the proposed width against YWayne State's Football field in the aerial photograph on
Sheet 2. For maost of its 5.7-mile length the expansion will be wider than a football field is long. The space
consumed by the Build Alterative would be at least six lanes wider than the current amount of pavement,
inclvding services drives, at 194 and Memimanr Road to serve Metro Airport. We are unaware of any
other urban freeway that is proposing to expand the footprint to 24 lanes wide through the heart of city's
mictown area. Log Angeles, Denver, and Chicago all have 3 lane wide expressways in the comparable
areas. Boston, Miwaukee, San Francisco and Portland, Oregon. The scale of expansion proposed for |-
94 is a rural greenfizids 1950's design, not well suited for an urban brownfield site in the 217 century. It is
as though the designers saw the city a5 a vacant desert, totally discounting the constraints of the urban
fabric and the peoplz and businesses there. The project must be scaled back to remain within the current
footprint of the exprassway.

5.2 The Proposed expenditure is ohscenely excessive and not cost efiective,

The proposed budget of $1.3 billion far the 6.7-mile project is enough to build a region-wide network of
commuder rail and bus-rapid transit and build light rait transit on Woodward Avenue. The “Build
Alternative” would cost 520 million a block for a swath of pavement wider than a football field is long,
without including any investmeant in cument transit needs.

The scale and scope of this project will have staggering adverse impacts to the human and natural
environrnent on both the local and community 2and the region. In addition, this project wilf be the most
expensive road-buiding project in the state's history. This project mises many crucial issues ahout
appropriate scale and capacity of urban freeways, funding pricritizs for public transportation as well as
roads within this corridor, congestion management during construction, usurpation of irreplaceable urban
rail corridars, maintenance of air quality standards, mobile contributions to urban air toxics and
environmental justice concemns, just to name & few. The DEIS is filled with misleading statements and
assertions which are unsupported and in some cases even contradicted by the suppeorting
documentation.

83 The “Build Alternative” will render obsolete the current reconstruction of the Dequindre
Yard Bridge

The Dequindre Yard Bridge, on -84 between 1-75 and Chene, has been under construction for at least
the past two years causing traffic to be reduced to only two lanes in either direction. In addition, the
Woodward Avenue bridge has recently been rebuilt and other bridges are being rebuilt, causing a history
of lane closures on this section of -84, The requirement to merge from three lanes to two creates traffic
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back-ups throughout the day. ki is difficult to calculate the economic burden to the region in lost fime,
energy consurplion, air peilution emissions, and a general loss of goodwill that this construction-creatad
congestion has caused,

These projects also have the subtle effect of creating the impression that i-94 is desperately undersized,
thus miaking the proposed expansion project more acceptable to the average driver when in fact, three
tanes in each direction would provide appropriate capacity for -84 through the study section, if transit
components were implemented as part of the rehabilitation. Few members of the pubfs reslze that
approving the “Build Altemative” will force a significant portion of the Dequindre Yard and Woodward
Avenue Bridge projects to be scrapped. All of the pain of the Dequindre Yard and Woodward Avenue
Bridge projects will have been for naught. The DEIS stales:

Although the 1-94 bridges and roadway over the Dequindre Yard are currently being rebuiit and
skightly widened for the ongoing project, they are not being reconstructed to include the proposed
improvements under consideration in this DEIS for 1-94. No additiona driving {anes, continuous
service drives, or space in the median will be constructed as part of the project. {f the "Build
Altemnative” is selected as the Recommended Afternative, as much as possible of the rebuilt
portion of -84, bridges and the I-75 interchange will be retained and incorporated into the 1-94
Rehabiiitation. DEIS p3-5.

The DEIS is deficient for not discussing the direct cost to discard hridges'ﬁ'lat will be less than five years
old as well as the indirect costs of the congestion endured to rebuild the bridges that the expansion wikk
render ohsolete.

6§ A PROJECT-WIDE EIS MUST BE PERFORMED BECAUSE THE MDOT'S AND FHWA'S
PROPOSED “BUILD ALTERNATIVE” INCLUDES UNADDRESSED CUMULATIVE IMPACTS

The CEQ regulations mandate consideration of cumutative impacts. Cumuiative impacts are defined to
include impacts from other “reasonably foreseeable future actions.” 40 CF.R. § 1508.7, 1508.25.
"Cumulative actions™ or “curnulative impacts® are those which, combined with other actions, will have
cumulatively significant impacts that should be evaluated in the same EIS. 40 C.F.R. & 1508.25(a)(2).
The impacts of ali reasonably foreseeable future actions should be considered, regardiess of the person
or entity taking such action. 40 C.F.R. §§ 1508.7, 1508.25(c){3). Because the entire 1-94 EXPaANSion (s
reasonably foresesabls, it must be evaluated as a cumulative impast along with the interchanges.
Furthermore, given that the (-84 project is refated both gecgraphically and functionally to activities in the
areR, 2 sufficient cumulative impact analysis requires the grouping of the 1-375, 1-75 with this propect to
raview.of cumulative impacts,

Under CEQ reguiations, curnutative impacts and connected actions are distinct concepis and impose
separate requirements. As the Fifth Circuit has explained, [t is important to remember that issues of
economic and functional dependence [i.e., connected actions] are distingt from questions of
environmental synergy [cumulative impacts], and that concems in both areas may trigger the need for s
comprehensive EIS” Fritiofson v. Alexander, 772 F.2d 1225, 1241-42 rn. {0-12 (5th Cir. 1G85},

Federal law clearly requires federat agencies to closely scrutinize cumulative impacts. Environmental
analyses must take a hard Jook at the environmentat impacts of proposed actions, 40 C.F.R. & 1508.9{b),
which include direct, as well as indirect and cumuiative impacts. See 40 C.F.R. § 1508.8 (effects include
ecological, aesthetic, historical, cultural, econemic, sociat or hesith impacts, whether direct, indirect or
cumulative), 40 C.F.R. § 1508.25(c)(EIS shali consider three types of impacts, including direct, indirect,
and cumulative etfects}, 40 C.F.R. § 1508.25(a)(2)(EISs must analyze the effects of actions “which when
viewed with other proposed actions have cumulatively significant impacts™. CEQ regulation state that
indirect effects:
are caused by the action and are Jater in time or further removed in distance, but are still
reasonably foreseeable. Indirect effects may include growth inducing effects and other effects
related to induced changes in the paftern of land use, poputation density or growth rate, and
related effects on air and water quality and other natural systems, inciuding ecosystems.
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40 C.F.R. § 1508.8(b),

Herg, since the MDOT has failed to perform a full cumulative DEIS, strong federa! case law requires
federal agencies o closely examine the cumulstive impacts of the proposed actions in the draft EIS.
NEPA requires that where several actions have a cumulative or synergistic effect, the consequences
must be considered in the E1S. This principle has been specifically applied where multiple highway
projects can have cumulative impacts on a community. Sy of Carmel-By-The-Sea v, US DOT, 123 F.3d
1142 (9th Cir. 19897} 40 C.F.R. § 1502.16. See also, NEDC v. Callaway, 524 F.2d 79, 88 (2d Cir.

19754 an agency “may not go 1o the extremne of treating a project as an isolated 'single-shot’ venture in
the face of parsuasive evidence that it is but one of several substantially similar operations™).

Ag well, Federal ¢ase law mandates an analysis of cumulative impacts. In Airport Neighbors Affiance v.
L.S., 90 F.3d 426 {10th Cir. 1998), the Tenth Circuit stated suscinetly the law of curnulative impacts from
Litizens for Responsible Area Growth v. Adamsg, 477 F. Supp. 884 (D N.H. 1873) (arrport expansion), and
Save the Yaak Comm. v. Block, 840 F.2d 714 (& Cir. 1088) {Forsst Service logaing road), two cases
where an analysis of such cumuiative effects had been required. The court stated that in Adams and
Save the Yaak, a projectwide EIS is required where {a) abandoning the larger plan would destroy the
*unclionalify” of the project, 2nd (b) the agency and the project proponent publicly treated the different
projects as interdependent. 20 F.3d at 430-31.

Here, |-94 expansiun project closely resemnbies Adams and Save the Yaak because (g) phase | between
1-96 and Conner would be useless if the other two phases were not built; and (&) MBOT's original scoping
document and origoing § year plans all assurme the project will eventually extend from Wyoming fo 1-626.
tn other words, the phases west of 95 and east of Conner cannot be abandoned “without destroying the
proposed [project's] functionslity...” Airport, 50 F.3d at 431, Furthermore, the linchpin center segment is
not an independent, stand alone project, but are depends on the construction of the projects on either
side, so much s, that "It would be unwise or imatienal to complete one [analysis] without the other.” |d. at
430. .

6.1 MDOT, in discussing only Phase ! of the entire [-9£ Corridor Capacity Study, has failed to
arddress the cumulative impactks of the entire project.

6.1.1 Definition of the Larger Project

MDOT has a larger plan than for the -84 corridor than that addressed by the cumrent DEIS. As early as
1990, MOOT was focusing on the entire -84 comidor "fram Wyoming Avenue in Detroit to 13 Mile Road in
Maromb County, as the comidor of highest priority.” The cost for the entire corridor project was estimated
at $600 million. Memo from G. Robert Adams to Highway Steering Commities re the Greater Detroit Area
Freeway Rehabilitation Freeway Program, Feb. 15, 1991, Ex. B. Refated Maps and charis also identify
the same termini for the 1-94 project Ex C.

in the August 1895 Scoping Packet (no authar given), Ex. D, the study area was defined as exiending
between |98 and Conner Avenue as well as a longer study comidor from Wyomling Avenue, Detroit on
the West to the | 686 interchange in Macomb County in the east fur HOV lanes. P.3.

in infarmat conversations, various MDOT cfficials have agreed that this expansion is merely Phase t of
planned expansions of a similar scale along the entire Detroit corridor. What MDOT and FHWA have
failed to do is disclose this within the Draft E{S so that the public could comrnent on the full range of
cumulative impacts. Gary Naeyert, former press secretary for MDOT and now performing the same
function for fhe Michigan Association of Road Builders, cafled this “the linch-pin project” of the beginning
of the modemization of Detroit's Freeway system. WJR 760am interview evening of March 22, 2004,
9:45 pm David Newman show., Attached as Ex E.

On March 5, 2004, before a mesting of the City of Detroit City Planning Commission, MDOT Staff agresd
that this &.7-mile project was merely phase one of the lamer -84 project from Wyoming to 1-696, When
asked whether the 24 lane foot print for the 1-84 expansion wotld determine the scale of the expansion,
an MDOT representative assured that the Commissioners that -84 “wouldn't be any wider” than the size
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proposed for the 6.7 mile expansion. [Statement of Jeff Saxbe, MDOT staff, to the City of Detroit City
Pianning Commission, May 3, 2001),

Finzlly, In the first three Volumes of Michigan's Road and Bridge Plan, discussions of the 1-94 comider
project make clear that this DEIS only addresses phase |, without discussing or inviting public comment
on the cumulative impacts of expanding 194 to a 24 fane foctprint nat just for the relatively unocoupiad
central section of the project between I-96 and Conner, but to both the east and west where more people
live and bath the housing stock and businesses immediately adjacent fa the SXPrESSWaY are mora viabie,

Volume | -5 Year Road and Bridge Program 1999-2003 Metro Renion
The scope of improvements ta 1-94 between 1-86 and Conner Avenue is st being determined
with a final recommendation to be made in 1898. 17.5 million is budgeted ta provide design work
up to 2002, Following FHWA approval of the environmentai docurment, desian could begin as
early as 2000. This project is the first phase of a larger project to rehabilitate 1-94 between
Wyoming Avenue in the CHy of Detroit and 14596 in Macomb County. A major objective is to
maintain ttuck mobility, as this segment is part of the hub of interstate-to- interstate and
intemational truck travel. This section of 1-94 provides a connection for commercial and trans-
continentat traffic to the two Detroit'Windsor border crossings and the Blue Water Bridge in Port
Huron, Structure Work to accommodate improvemeant to mainling 1-94, including the Deguindre
Yard bridge are expected fo ocour within this 5 year perod. ( Pp §3-54), Ex F

Vaolurne JI- 5 Year Road and Bridge Program 1999 [sic]-2004 — Capacity Improvements and New

Roads — Wayne County
A draft environmental Impact Statement (DEIS) for recommended improvements to 1-84 from 1-96
and Conner Avenue i Wayne County is expected {sic] be submitied to FHWA for review in 2000
The final EI3, with a recommended alfernative, is currently possible by early 2001. Foffowing
FHWA approval, authosization fo design the selected alternative could begin, This project is the
first phase of a larger project to rehabilitate 1-94 between Wyoming Avenue in the Ly of Deiroit
and I-585 in Macomb County. This section of 1-84 provides a connection for commercial and
trans-confinental traffic to the two DetroitWindsor bortler crossings and the Blus Water Bridge in
Port Huron, Since this segment is part of the hub of interstate and infernational fruck travel, 2
major objective for this project is to maintain truck mobiity. Structure work fo accommadate
fmprovement to mainfine |-94 is expected to oocur within this 5-year period. Cumently the
Dequindre Yare bridge replacement is underway. { Pp 66-67) Ex G

Volume Il - 5 Year Road and Bridge Program 2001-2005, the whole project is clear:
I-84, 1-96 to Conner Avenue, This project is the first phase of a iarger project to rehabilitate two
projects: -84 between Wyoming Avenua in the city of Detroit and [-696 in Macomb County; -84
was identified in an MDOT planning study entitled the Greater Detroit Area Freeway Study as the
freeway in greatest need of improvement. The objective is to address the detarioration of the
faciiity due o age and outmoded design. The DEIS is being finalized and is expecied to be
complete in early 2001. A Final EIS should he completed [ater in 2001, Build Michigan I}
contains additional funding for design. {p. 81.) Ex. H

Finally, there is also an obligue reference to other phases of this 1-94 project within the four comers of the
DEIS.
3.4 Other projects
This project is part of a series of proposed projects to improve the transporiation system in Detroit
and southeast Michigan. This proposed project is the first of other 1-94 improvement projects in
southeast Michigan.
p.3-5. This was the appropriate place for the DEIS to cleariy and expiicitly disclose that the 6.7 mile
section under study was merely the first segment. MDOT s failure o so disclose hecessitates 3 complate
reevaluation of the scope and impacts of the project and requites the preparation of a properly scoped
DEIS for the entive cormidar.
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6.2 This 6.7-mile segment of the overall I-94 project does not have independent utility.

MDOT has rejected other alternatives such as including transit because it would not “provide a stand
alone solution.” 1t s obvious from reading the purpose and need and justiications of this project that the
centar §.7-mite segment of 1-84 discussed in the DEIS does not pravide & “stand-alone” solution, sither.
1-84 will have to be expanded to the same 24-lans width throughout the cortidor for this segment of the
project to be truly useful.

§.2.1 This Phase | of the expansion will sctually create econgastion at eastboynd Conngr and
westbound {-58 nof relisve it

The primary rationale for the scate of expansion proposed by the DEIS for 1-94 is to connect border
erossings with Canada to points West and Scuth. The 6.7 mile szgment discussed in the DELS would not
provide or enhiance thuse connections if it were the only phase of the larger project o be completed.
Indeed, expanding only the central 6.7-mile segment will actually increass congestion whers the
gxpansion ends. It deceives Michigan matorists to omit a discussion of the congestion and bottlenecks
that the expansion will create at Conner and at 1-98 wheare five lanes of mainfine traffic and three service
drives are reduced to three lanes overall.

Westbound fraffic must merge from fAve lanes to three, at the 196 interchange, just as large numbers of
trucks enter -84 westbound from the Ambassador Bridge. Likewise, this expansion will create ancther
bottleneck just east of Conner where easthound trafiic will merge from five lanes (including the “fiex fang”
to thres. Congestion will be further exacerbated at these two expansion-created pinch points where the
three lanes of raffic on the service drive will have to merge with the through traffic. The thinly concealed
strateqy appears to be: expand first in the central section of the 1-84 comidor where the fewest people will
be disptaced, and therefore the least resistance encountered. Onee that expansion is in place, the
congestion that will be created will provide the incentive to continue the massive expansion through more
populaus and mare prosperous neighbarhoods, This is a cumulative impact that the DEIS falls 1o
address.

Thus after 31.3 billion and the disruption of five to seven years of construction or more, traffic throughout
the larger project area will actually move less well because the effective capacity in each direction will
shrink from eight local and through lanes to three through lanes. This pinch point will create such pain,
not to mention road rage, among the driving public, that an ariicial prassure will have been crealed to
pursue the expansion throughout the original study area.

The DEIS containg no discussion of the effect on congestion, air quality, crashes, road rage and safely
where the capacity narmows from eight local and through lanes to only three through, and shoulders are
greatly reduced.

6.3 The DEIS needs to address the Cumulative Impacts of the entire project

Because the |-86 to Conner section of the -84 project s the finchpin, the DEIS needs to describe and
develop a mitigation plan for the emaranmental impacts dus to the entire project from Wyoming to 686,
nol just the phase discussed in the cument DEIS. This needs to include:

= Acquisition Impacts and Displacement mpacts caused by the same footprint of expansion
through the entire corrdor

+ Environmental Justice Impacts along the entire corridor

« Economic impact of the proposed investment in more pavement

+ The potential for the project to adversely affect land use pattermns in the entire corridar and
beyond.
VWorsening Air Quality due to higher traffic lavels and higher speeds along the entire comidor
Moise and vibration impacts on the host communitias
The kkelihood for mere crashes and more injuries and death based on hinher speeds and more
traffic along the corridor
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»  Opporiunity cost of spending tax doliars on more pavement rather than investing in transit
solutions and diversiying our transportation options.

The region and the host communities are missing out on an opporunily io diversify our investment in
franspontation infrastructure if the “Build Alternative” is chosen. The real cost of deciding to move forward
with the *Build Alternative” isn’t just the $1.3 billion on new paverment, but must include:

+ The expected cost in pavement for the entire project from Wyoming to 1-696, and
The lost opporunity cost of making worse the lack of diversification of our transpontation
infrastruchure,

+ The environmental and energy cost of maintaining the status quo on our transportstion
infrastructure

The *Build Alternative” will increase: our dependency on autas and trucks and provide for a dangerous
fack of diversity of our ranspontation investment. The “Build Aiternative” is not in the best interest of the
public trust.

In this case, however, not only must the entire -94 conidor be evaluated as 2 cumulative impact, given
that the 1-94 corridor between Wyoming and 1-696 s both geographically and functionally related to
activities in the area, a sufficient cumulative impact analysis requires the grouping of the following into
one envimonmental raview of cumulative impacts: the entire length 1-84 Project, including its interchange
with {-75, the proposed extension of I-375 in downtown Defroit, the preposed Oakland Counly expansion
of 1-75, the Lansing {o Detroit commuter raif study being managed by CATA, The Metro Airport to
Bowntown Detroit study, SEMCOG's Transit Vision and MARP's initiative to implermnent commuter rat! in
the 1-75 corridor from the Renaissance Center at least as far north as Pontize . In Kleppe v. Sierma
Ciub, 427 U.5. 390 (1976) the Supreme Court addressed the questinn of when the cumulative impact of
other projects must be included in an environmental analysis. The Court stated that “when severat
proposals for actions that will have cumulative or synergistic environmental impact upon 2 region are
pending concurrently before an agency, their environmental consequences must be considerad tagether,”
1d. at 410. In clarifying how far this analysis of regionat cumutative impacts must go, Kieppe establishes
‘that an EIS need not delve into the possible effects of g hypothetical project, hut need only focus on the
impact of the particular proposal at issue and other pending or recently approved praposatls that might be
connected to or act cumulatively with the proposal at issue. Soctety Hill Towers Qwners' Ass'n v.

Rendell, 210 F.3d 168 (3™ Cir. 2000)." Id, This reasoning supports z joint look at commuter rail and ather
transit components in both the 1-94 corridar and the I-75 carridor as altermnatives fo pavement only
exgansions fo mest capacity needs in these coridors.,

Furthermore, the 1-94 and [-75 expansions are functionafly inferdependent with each other and the
potentiat to include transit as one companent of meeting capacity needs. it would be “unwise or irational
o complete one without the other.™ Airport, 90 F.3d at 430, {-75 intersects with the 1-94 corridar and, as
of 1988, infused over 70, 000 cars per day) into the 1-84 corridor [MDOT Michigan 1988 Annual Average
24 hour Traffic Volumes map.] Likewise in 1998, |-34 between -85 and Conner carried betwaen 120 and
180,000 vehicle dally. The intersecting strefch of 175 camied between 120,000 and 192 000 vehicles.
The eonnectian of these two highways not anly establishes s geographics! interdependance, i also
creates interconnected mobifity needs within the |-75 Cormidor that result from the traffic flowing from {-84.
With both roadways converging and being functionaliy dependent upon each other then, the requisite
interdependence is established and requires a sumuiative impact analysis addressing the resultant
transportation, land use, and other environmental impacts at I-94 and |-75 inferchange and in the region.
That analysis is incomplete uniess it addresses the role of transit as a contemporaneous and integrated
component of mesting capacity needs.

An EIS for a highway project must include a “useful analysis of the cumulative impacts of past, present
and future projects.” City of Carme!, 123 F.3d at 116Q. This requires “discussion of how Hfuture] projects
together with the proposed project will affect [the enviranment].” Id. at 1180. The EIS must analyze the
combined effects of the actions in sufficient detail to be “useful to the decision maker in deciding whether,
or how, to alter the program to lessen cumulative impacts.” fd. Detail is therefore reguired in describing
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the cumulative effects of a En::pused action with ather proposed actions, Meighbors of Cuddy Mountain v,
USFS, 137 F.3d at 1379 (9" Cir. 1993).

In this case, however, the Draft EIS is deveid of specific, reasoned conclusions or & detaited evaluation of
the cumuiative of the expansion plans for both the 184 and |-75 corridors. If anything, the environmentzl
documents only give conclusory statements about the benefits of the Parkway without analysis of
impacts.

Thus, in the absence of any detailed discussion of the cumulative impacis of the intersecting highways of
I-94 and I-75, the agency has failed o look at a major proposed project the (I-75 Comidor expansion) in its
cumuiative impact analysis and thes failed to meet the “hard look™ standard that courts have established.
See, Blue Mountain Biodiversity v. Blaclkwood, 161 F .34 1207, 1216 {3th Cir. 1938). This hard look
requires more than general information or reference o other documents as complete analysis, but there
must be quantified and detsiled information sufficient to let courts and the public make a reasoned
decigion of the anticipated impacts of a project.

tn summary, because both the 1-94 and |-75 projects are reasonably foreseeable, bath proposed
expansions must be evalliated as a cumulative impact within the region and measured agsinst commuter
rail system and adjunct bus service as one altemative to meet capacity needs in both corridors.
Furthermore, given that 1-84 comidor is related both geographically and functionally to cther proposed
tranzportation facilities in the area, a sufficient cumulative impact analysis requires the: the entire length {-
94 Project, including #s interchange with 175, the proposed extension of 375 in downtown Detroit, the
proposed Oakland County expansion of [-75, the Lansing fo Defroit commuter rail study being managed
by CATA, The Metro Alrport to Downtown Detroit study, SEMCOG's Transit Vision and MARP's initiative
to implement commuter rail in the I-75 coridor from the Renaissance Center af least as far north as
Pontias, into one environmental review of cumulative impacts.

¥ A PROGRAMMATIC EIS MUST BE PERFORMED TG EVALUATE REGIOMNAL IMPACTS AND
GEOGRAPHICALLY AND GENERALLY RELATED HIGHWAY PROJECTS.

As discussed supra, NEPA requires MDOT and FHWA to examine the indirect and cumuiative econarmic,
social, and environmental impacts of the various plans and proposals cumently before the agency for
transportation impacts within the contexd of individuai EtSs for sach proposal. However, in onder to
CONSErVe agency resources, maximize efficiancy, ensure a process immune to pressures from project -
mormentum, and make carkain the appropriate detailed analysis is performed within the region siated for
transportation planning, the agencies should combine individuat anzalyses into one regional Frogrammatic
Environmentaf Impact Statement (PEIS). I this case, a PES would address the net effects not only of
the £-94 expansion but would simukianeously address the net transportation and envirenmentai impacts of
the transportation facilities proposed for the 1-375 extension (proposed for inclusion in SEMCOG's 2025
RTP at the Aprit 25 Transportation Advisory Courcil, the expansion of 1-75 Qakland County (Study results
pending), The Ambassador Bridge I-75 project, (construction underway) Detrait Intermodal Freight
Terminat {DIFT] Study {ongoing), the Lansing to Detroit commuter rail study being managad by CATA, {
shase | route selection complete), the Metro Airport to Downtown Detroit (study underway}, SEMCOG's
Transit Vision Study (due to be completed and approved by Cetober 2001), Metropolitan Afiair
Corporation “SpeedLink” Bus Rapid Transit Feasibility Study {Conclusions due this summer and MARP's
initistive to implement commuter rail in the 1-75 corridar from the Renaissance Center at least as far north
as Pontiac, {based in part on Regional Commuter Rail Study co sponsored by SEMCOG and MDOT,
complated in 18973, SEMCOG's transit vision, which could likely enfold compenents of the ather angeing
transit studies will be complated in time to be competitive in the federal funding cycle for NEXTEAIN
2003,

The CEQ reguiations state that PEIS's should “be prepared, and are sometimes required, for broad

Federal actions such as the adoption of new agency programs or regulafions.” 40 CF.R. § 1502 4(b).
Further, when preparing staternents on “broad actions” agencies “may find it useful” to evaluale issues
geographically or generally (e.g., commaon timing, impacts, altematives). 1d. § 1502(c){1)-{3}. APEIS
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“should be prepared if it can be forward-looking and ¥ its absence will obstruct environmeantal reviey.”
Foundation on Economic Trends v, Heckler, 756 F.2d 143, 150 {D.C. Cir. 1985}

Twa considerations are “espesially helpfut” and therefore must be rendered in reviewing the
official decision net to prepare a programmatic EiS:

a) Could the PEIS be sufficiently forward thinking to contribute ta the decision makers' basic
planning of the overall program?
b} Does the decision maker purpor to ‘segment’ the overat! program, thereby unreasonably
constricting the scope of _environmentai regulation?
National Wildlife Federation v. Appalachian Redional Comm'n, 677 F.2d 883, 889 (D.C. Gir. 1881).

Furthermore, as set forth supra, # a PEIS is not performed, the individual EAs or EISs for each specific
transpartation project must independently discuss, analyze, and compare the cumulative enviranmental,
social, and ecenomic impacts of the multiple transpertation projecls occurring in Southeast Michigan.
Such individual analyses are legally mandated by NEPA and would represent 8 much greater burden on
FHWA, FTA and ather agencies than the creation of an overarching PEIS. Furthermore, completing a
programmatic EIS would aliow a discussion of the synergistic benefits of intreducing multi-corridar transit
as an adjunct to road projects in the comidor. Alse a PELS will provide a reason to perform a muliimodal
traffic zone analysis o better allocate finite transportation infrastructure resaurces within the region.

One of NEPA's goals was to ensure a comprehensive decision making approach so that long term and
cumulative effects of small and unrelated decisions could be recognized, evaiuated, and either avoided,
mitigated, ar accepted as the price to be paid for the federal action. NRDC v. Callaway, 524 F.2d 78 (2d
Cir. 1875). Furthermere, and as stated supra, an agency “may nof go to the exireme of treating & project
as an isolated ‘single-shot’ venture in the face of persuasive evidence that it is buf one of several
substantialy siritar operalions.” M. at 88 (emphasis added).

The LS. Court of Appeals for the D.C. Circuit has nated the U.S. Bupreme Cowtt's far-reaching
requiremnent that “[ulnder NEPA, proposals for related actions that will have cumulative or synhergistic
environmental [or economic] #mpact upon a region concurrently pending befors an agency must be
considered tegether. Only fwough comprehensive consideration of pending proposals can the agency
evaluate different courses of action,” NRDC v. Hodel, 865 F.2d 288 (D.C. Cir. 1988}, quoting Kienps v,

Sierra Club, 427 U.S. 380, 410 (1976} emphasis added). Thus, courts have recognized that a cumulative

impact study of muitipie proposed actions within the context of a programmalic analysis will both batter
serve the purpose of clearly defining the impact that each transportation project will hava on the
environment and ather geographically or generally related transportation projects, and better conserve
agency resources. Anything less would constitule a piece-meal effort that faiis to consider total impacts
on the region, that faiis to give comprehensive consideration to alternatives such as rail transit from North
Metro 1o the airport, and a waste of agency time and resources.

By way of example, in Colorado the Federal Highway Administration {FHWAY), in cooperation with
Colorado DOT [CDOT], is currently preparing a PEIS in compliance with the National Environmentz|
Policy Act (NEPA) for the |-70 Mountain corridor. ‘The purpose of the PEIS is to take a broad view of the
transportation issues and afternative solutions to assist in identifying needed safety and mobility
improvements and reduging congestion on the |70 Mountain Cairidor. See, I-70 Mountain Comidaor
website. According to the agencies, the programmatic EIS will enable CDOT and FHWA to address the
patential impacts of altemative solutions to mitigate the transportation problems cemprehensively as part
of the overall .70 Mountain Corridar transportation system. Id.

An analysis of the Southeast Michigan region, specifically capacity neads within the I-75 and 1-94
corridors should:

+ Utilize a systematic, interdisciptinary approach.

+ Document the purpose and need for improving the safety and mobifity in the 1-24 and |-75
corridors and reducing congestion,
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= Concenirate on iszues and aliematives that are significant to the safety, mobility and congestion
of Southeast Michigan, including altemative access by rall or other transit to Metro Airgort.

= Include a thorough anakysis of multiple alternatives. including no action.

Respond to agency and public input sbtained through the scoping pracess and public
irvolverment program.

«  Provide a level of detail that will allow FHWA and MDOT to make policy decisions on the
transportation plan for the Scutheast Michigan region on an understanding of the environmeanial
consequences, performance, and costs associated with the proposed plan and ailematives.

«  Siudy the cumulative effects of muliipie projects on envircnmental receptors, such as: human
exposure to and health risk from air contaminants from metor vehickes beyond those agdressed
by the conformity analysis of the RTP, air and climatoiogy, geclogic hazards, hydrology/watsr
guality, floodplains/drainage, wetlands, ecology, threatened and endangered species, land
use/recreation, culturst receptors, and the human environment, {which includes socicesonomics,
assthetics, noise, environmental justice, transpontationftraffic. utiitesfensrgy).

»  Study growth inducing effects and other effacts refated to induced changes in the pattemn of land

. usa, population density or growth rate, and related effects onh air and water and ofher naturat
systems, inciuding ecasystems.

8 THE PURPOSE AND KEED FOR THIS PROJECT ARE FRAMED TO PREDISPOSE SELECTION
OF A PAVEMENT SOLUTION TG MEET CAPACITY AND SAFETY NEEDS

E1 The DEIS Capacity fails to consider transit and mede shifting of freight to meet capacity
needs In tha 1-94 corridar.

One itern to the purpose of the proposed action is to “improve capacity” in the 6.7 mile segment of 1-84,
The section states that the segment has inadeguate capacity, especially during the moming and evening
rush hours. TRU understands that the underlying need for this project is to retduce congestion in the 8.7-
millz segmeant MDOT's theory is that by adding more pavement, congestion will be reduced and the
senter saction of the 1-04 expressway will work hetter.

There are two ways o reduce congestion. One way that we have learmned doesn't wark too well is to add
additional lanes for traffic. Frequently, this results in induced traffic and “doubte convergence™' which
creates the same level of congestion or wetse congestion during the 20-year planning peried of the
project. Drivers wha far the last five vears have avoided -84 will ba lured back to try the fresh pavement
in the widened cortidor. Drivers who have alfered their personal lives to travel off peak will return to peak
hour driving.

Currently, the prefermad way to reduce congestion is fo provide an aftemnative for people not to use the
expressway, such as investing in fransit In many regions acrgss the country, investments in fransit have
resulted in less congastion on the expressways. This DELS has not even evaluated the feasibility of
shifting to transit because SEMCGOG and MDOT da not have a model in place to study the benefits of
transit for relisving the congestion burden.

SEMCOG's Traffic projections are based on maodels, which assume cortinued sole reliance on the
automobile. According o FHWA's own review of transportation planning in the SEMCOG region, MDOT
does not have appropriate modeting tools to consider transi fully and faify as a compaonent of the
region's capacity needs.

“MDOT, SEMCOG, and the transit operators da not have operational mode choice ar transit network
assignment madels for the region. Withaut such tools, the abifity to quantify chatces; evaluate benefils and
costs; and analyze radecifs among fransit altematives and between transit and highway projects is

! The usual expression is triple convergence and the third source of induced demnand affic is those
abandoning other modes to return o the automobile. Since Detreit has virlually no tnsit functioning in
thig cormidar now there are no other meodes from which to be lured.
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extremely limited. if transi visions such as TransitCheice or SpeedLlink are to be senously considaned, the
decision makers should have the benefit of the information that thase fools ean provide.

Consequently, the FHVWA and FTA recommended the following:

“MDOT, SEMCOG, and the transit operators develop and refine regional travel demand forecasting tools for
both highway and iransi modes, including metheds for evaiuating and establishing regianal system wide
pricdities linked to area wids goals and objectives.”

FY 2000 Trangportation Planning Centification, Summary Report Detroit Michigan, Prepared by FHWA and FTA, June
14-15, 2000, pp.12-14. Ex. L.

Because the only mode considerad was auto access, the modsling failed to consider the effect on traffic
counds of the possibility of:

» The implementation of commuter rail in the 1-94 and |1-75 corridors

= Lowered trips downtown due to telecormmuting

= Shorter, transit based trips due to residential expansion, both next to RenCen and throughout

Daowntown Detroit.

These omissions underscore the inadeguacy of the DEIS. Whether the next step is redo the DEIS ora
Supplementai EIS, MDOT must have access to appropriate multi-modal medeling tools and apply them to
this praject. No Final EIS should issue until this model has been applied to integrated regional transit
systern with a Rapid ransit component - LRT, BRT or Commuter Rail.

Modeling for projected needs in 2024 did not test a scenario that acknowiedged improvements fo transit
including enhanced public rapid transit, feeder buses and commuter rail. Modeling did not take into
account growth in downfown and midtown residential that means a certain percentage of those who wark
downiown will walk, not drive,

The final EIS should include a thorough review of an alternative that adds capacity alang the 1-94 corridor
through cost-saving ransit components as part of the project, Specifically, the fina! EIS should include the
TRU altemative consisting of:
+ Keeping the current |-94 system design,
+ Repaving the surface and fixing the bridges,
« Reducing speeds along this 6.7-mile section to maximize the capacily, reduce noise, reduce
pollution, reduce crashes and improve energy efficiency.
« Updating and implementing a three-line regional commuter rail system between Detrgit and Ann
Arbor, Mount Clemens and Pontiac and
= Establishing SpeedLink down Gratiot, Michigan and Grand River Avenues.
+ Limited stop buses with frequent rapid bus service along Warren Avenue, paralleling {-94. By
speedy cross-town cammutes via transit, usage of 1-94 for trips within the city would fall.
+ Ensuring that the TS infrastruciure is in place. {This means of meeting capacity needs was
discussed in the August 1995 scoping packet, but omitted from the DEIS,

This altemative will be shown to be moere effective in meeting the underiying needs of the 1-94 corridor
transpaortation system and the purpose and need of the project at significantly less cost than the “Build
Allernative.” In addition, this alternative will provide real benefits to the community where one third of the
households lack access to a car. TRU's Transit Vision with estimated capital and operating costs. May 10,

2001, Ex. J

8.1.1 MBOT's own Level of Service analysis reflects that the proiect is being vastiy overbuilt,

The analysis of future capacity needs does not suppart the addition of twa additional traffic lanes and
three lanes of service drive in each direction Planners elsewhere in Southeast Michigan have indicated
they are held to design their capacity needs for Level of Service (LOS) D or even E. Indeed LOS E was
the stated (Goal #5 of the Greater Detroit Area Freeway Rehabilitation Program. [GDAFRP).

GOAL # 5 The Greater Detroit Area Freeway Rehabilitation Policy Commitiee is committed to
maintaining the present level of urban mobility along the freeway comidors. To this end, the
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areater Detroit area freeway systern should strive to maintain the system so that it operates at no
lower than Level of Service E. if redesign is required, then every effort should be made to
develop that design within existing right-of-way, using urban design standards.

SDAFRP Goal Statement.

in light of thai, the {-94 expansion appears fo be greatly over designed. Table 4-1, (DEIS p. 4-33) shows
that al! but one segment will have LOS D or better, and that 15 of 20 segments would enjoy LOS Bar C
during peak hours. Since that capacity creation far exceeds the 1990 GOAL of LOS E, it appaars that
significantly reduced paving project would satisy capacity needs. Further, the DEIS does not discuss
what mix of highway changes plus other capacity-increasing measures such 3s transit, freight mode
switching and I'T'S, would yield LOS E, and what that cost would be,

Elsawhere in the GDAFRP, commenters urge that Freeway and Surface Arterials when considered
together should give LOS 0. For purposes of this analysis, are the senvice drives io be considered
Arteriats? It is not clear whether the local service drives' potential to pull traffic from the mainkine were
included in tha LOS calculations. How many vehicles per peak hour are assumed to use the mainline,
and how many the service drives? If the lanes of capacity for local traffic were omiited from the LOS
calculation, it would seem that the proposed capacity increases are even more exXcessive.

Furthermore, the Table 4-1 on p 4-33 of the DE!S lumps the LOS estimates for both the “"No Build” and
“Enhanced No Buiid" [ENB) altematives as though there were no capacity differences between the two.
The Enhanced No Baild {an oxymoren because it actuzally includes Building a2 flex tane and shoulders)
alternative would pravide an additional flex lane [acceleration, deceleration and amdliary] throughout the
entire 6.7-mile comidor — the functionat equivalent of a fourth lane of capacity. The gnhancad no build
would also provide wider shoulders to ease traffic incident management, which is responsible for 70% of
congestion. See Figure C-5, p.334. L. Grenzeback; impact of Changes in Hiahway Capacity on Truek
Travel, printed as Appendix C, Expanding Metropalitan Highways, Transporation Research Board, pp.
31044 (1985 National Academy Press) Excerpt attached. Ex. K. ENBE could also addrass some of the
more awkoward and duplicative ramps, although the DEIS is silent as to detafls necessary to understand
fully the benefits of the rejected alternative. If is inconceivable that the ENE altermative, which effectively
adds a lane a capacity and significantly addresses the chief cause of congestion by adding wider
shoulders to improve incident management, would show no better LOS than does the N Build
Altlemative.

The Assessment of LOS does not indicate what the anticipated vehicle mix is for the year 2020.
Elzewhere the DEIS predicts that truck traffic will increase at a faster rate than passenger vehicle traffic.
Trucks respond to peak hour congestion by afering schedules to drive off peak. L. Grenzeback, p. 310,
322, Furthermore for some types of freight, depending on which gocds and length of trip, mobility needs
can be met by shifting modes to ship by rail or water, or by using ITS to use existing capacity more wisely.
There is no indication that the DEIS analysis of LOS and capacity needs took these factors into account.

We believe the LOS assessment deserves closer study. The DEIS is deficient because it fails to assess
the potential of a well integrated, multi-modal regional transit system to reduce peak hour traffic, and for
mode shifting of freight to reduce the need for addifion of lanes.

8.2 Safety problems and crash statistics in support of the “Butld Altertative™ are overstated.

At the outset the review of crash data in Section 2.5.5 of the DEIS was hampered by MDOTs failure to
categorize crashes based on severity. As presented the data is confusing and difhculf to analyze,
Property damage “fender benders™ ocour at a different rafe and under different LOS than more serious
injury accidents, and fatai crashers. MDOT states that safety is poor and 1-94 neads to be expanded o
imprave safety. This statemnent is not borne out by a review of statistics provided in Appendix B of the
DEIS. Based on the average number of annual erashes for this segment and based on an average of
140,000 vehicles per day along this ength, we caleulated 305 crashes per 100 myim traveled. On the
average, across the 6.7-mile segment of -84, traffic crashes are therefore well below the state average of
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350/100mvrm. A detailed review of the crash statistics that MDOT offers in support of the capacity
expansion demonstrates that the crash rate in that corrdor, 305 per 400,000 vehicles traveled frvm}, is
actually lower than the regional average of 350 crashes. indeed, one could infer that the expansion would
iead to increased trafiic volume, speading, property damage, injuries and deaths,

Higher crash statistics within the study area occur, not along 1-84 buf along I-75 and the Lodge where the
ianes have been upgraded. Many of the ramp segments cited on DEIS p2-14 as having crash rates
higher than the state average are within the 1-84 Traffic Study Gorridor, between Wyoming and 1-688, but
not within the 6.7 mile segment. Crash rates in this segment of 1-94 do not justify the excessive widening
and §1.3 billion investiment MDOT is proposing for the 8.7 miles east of {-86. The needs appear to be
greater from the -85 interchange west

Thus, it appears that the current design of -04 is safer than the Build Alternative, which is being
propased. The lower frequency of crashes is probably due to the need for fower speeds and higher lavel
of driver caution through this section. L. Grenzeback at 334 (“As highways approach saturation levels with
stop-and-ga traffic condiions, the accident rate is thought to drop as travel speeds fall.”) Lowering the
spead limit {0 45 mph parmanently would probably reduce the number of crashes further while increasing
the carrying capacity of the existing design. Noland, Robert, Traffic Fatafities and Injuries: Are Reductions
the Result of ‘Improvements’ in Highway Design Standards? Nov. 2000, Ex. L.

Professor Noland has demenstrated the counter-intuiive hypothesis: modern road design widenings and
expansions may actually lead to statistically significant, though small, increases in total fatalities and
injuiries, afl else being equal. The drep in fatalities is due to better emergency medical care and other
factors unrelated fo road design such as the use of air bags.

The interplay between Trucks and crashes is especially important to assessing safety and capacity nesds

given MDOT's predictions that this corrider will experience a significant rise in truck traffic. Fatal crashes

invalving trucks may actually rise with an increase in capacity:
{increasing highway capacity and smoothing traffic fiow during congested peak periods may
reduce the rate of common accidents for bath cars and trucks and the substantial delay and
economic costs of these incidents; however, the findings also suggest that increased highway
capacity alone may da little to reduce the frequency of major fruck accidents, both because fewer
truck operate during peak periods and because most major accidents occur at night or at midday
when trucks operate at fuli speed,

L. Srenzeback at 335-36.

As noted by SEMCOG and by the DEIS, most of the reasan for congestion along our roads is due fo
crashes. The extra 2 minutes fo travel along the section at 45 mph rather than 60 mph for a single trip
would, aver time and system-wide result in a net savings of fime itself in benefit because crashes and the
resuliing congestion would be avoided by having driven at slower speeds. In comparison, the sections of
M-10 and I-75 exprassways in the study had significantly higher crash rates. Both of these sections are
Rewer designs that more closely resemble the progosed “build sltemative™.

8.3 This segment of I-94 is the least critical to international trade and truck traffic in the entire
project corridor,

8.3.1 Theintemational trade route rationale does not withstand close Scrutiny.

The Purpose states “Because of [-94's link to international border crossings and the growing economy in
southeast Michigan, the volume of heavy truck traffic. ..is expected to grow® MDOT has asserted that
impartance of 1-84 overall to commerce and infernational trade. Neverthelass, this particular segment of i-
g4 is not key to either potential connection betwean Canada and Chicago, Fort Wayne, or Toledo. For
traffic using the Blue Waler Britige batween Port Huron and Sarnia, 1-68 is the prmary link between
Canada and the west and south. Itis underutilized and for the most part does not pass through urban
areas in Michigan. Traffic using the Ambassador Bridge to and from Canada will primarily travel 1-84 only
west of 1-86 and never use the segment discussed in the DEIS. Indeed, as early as 1990, highway
pianners recognized the increased traffic in the 1-96 and 194 interchange, GDAFRP Comments, p2,
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(*Problems exist at the [-96 and |-84 interchange mare so than at 1-94 and I-75. A significant increase in
commercial fraffic (semi-trucks) has been naticed recently.”) The 6.7-mile segment east of -85 is not the
mast critical to this network.

The justification for the $1.244 billion road expansion investment as described on pages 4-38 and 4-38 of
the DEIS seems tenuous. The proposed -84 impravement at the qutside will reduce traved time for
commersial trucking by not more than 5 or 10 minutes far probably not more than 3,000 trucks per day
{one-third of the upper bound of the 5,000 ta 8,000 trucks that use the Ambassador Bridge daily.
{Communication fram Alex Bourgeau, Transportation Coordinator, SEMCOGE, to Dietrich R, Bargmann,
Ph.D., P.E., May 2, 2001). The proposed investment will not generate more than a 5 or 10 minute travel
tirne redustion for trucks fraveling to Canada fom the east side of Detroit. The commercial value of such
a small Favel ime reduciion s inconsequential, inasmuch as the vagaries of congestion an parls of the
highway network nat included within ihe 6.7-mile segment proposed for widening probably would have
Zerg impact on the scheduling of trucks,

8372 The expected Increase in Truck Traffic due to NAFTA has peaked and leveled off.

MAFTA trade is the supposed reason for the anticipated increase. DEIS p 2-1. Nevertheless, after 5
steady increase from the inception of NAFTA to 1898, actual truck crossings at the Ambassador Bridge
increased only 1.69 % in 2000, not the 5-7% the DEIS pradicts. Total Truck Movements on Highway
Crossings betwaen Southeast Michigan and Ontaric. May 11, 200, Ex. M. |{ appears that the
anticipated higher growth rate was a short-term phenomenon rather than a continuing frend. The DEIS
acknowledges the difficulties in modeling VMT growth for trucks. DEIS, p. 2-1; Ex H, pp. 338 — 339. Mare
analysis and greater certainty than the speculation in the DEIS i3 necessary (o justify the magnitude of
investment the “Build Altemative” would reguire.

£.33 There are Altermate Routes between Canada and points south and west.

Traffic from Toronto and Canadian points east wouid use either

= the Blus Water Bridge to 1-62 west fo Chicago or south to indianapalis, or

« the ambassadaor Bridge to westhound -84 ar to |75
Mone of this Canadian trade would need {o use the 6.7 mile segment of -84 except for trucks making a
dedivery within the east side of Detroit. Traffic fram the south watild take these same roules; however,
they would be traveling in the other direction.

(-89 between Port Huron and Battie Creek bas a tremendaus ameunt of capacity for additional truck
traffic. There is no need ta make another path to funnel fots of truck fraffic anto -84, which fravels through
residential communities in Detroit. Focusing on encouraging better use of the 1-62 link between Port
Huron and whers |88 intersects with -84 at Batfle Creek as an atemative in the DEIS needs to be
considere.

834 The DEIS doss not adequately explore the potential for ether modes to sddress capacity nesds in
the 1-94 trade comidor.

8341 Defrail intermodal Freight Terminal Study

MDOT is sponsorning a feasibility study conceming the development of the Detreit intermodal Freight
Terminal Study [DIFT] in Southwest Detroit, which would include the Intermodat {truck to rail) freight
facifities of the following railroards:
= Buriington Northem Santa Fe [BNSF]
Canadian National Railway [CN]
Canadian Pacific Railway [CP]
C5X Transportation [CSX]
Narfalk Sauthern Corp. [NS]
Union Pacific [UP]

- & & & &
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The purpose of the DIFT project is to support he economic competitiveness of scutheastem Michigan by
improving freight transpontation opportunities and efficiencies for business and industry. The goal is tn
develop a regional intermodal facility with sufficient capacity 1o provide far existing and future intermodaf
demand. Detroit Intermodal Freight Terminal Study Ex. N. In defining the study MDOT acknowladges the
role of intermodal freight shipments in reducing congestion on -84 and I-75. DIFT Background Paper Ex.
0. hitp:iwww mdet state. miusfprojectsidifty The DEIS does not even mention the existence of the DIFT
project, DEIS p3-6, let alone address the effect of the proposed DIFT an highway capacity needs for truck
trafficin the |84 corridor. THE DIFT praject may have the potentiaf to increase the viability to shift freight
to rall. The DEIS should address the interaction betwaen the intermeodal project and the need for highway
expansion; it has not,

8.3.4.2 Other intermodal opportunities that obviate the need for highway expansion to manage freight

There are additional ways to expedite the movement of trucks other than the expansion of highways. For
example, Canadian Pacific during CY1889 or CY2000 began its "CP Rail Expressway" service running
between Detreit, Toronto, and Montreal, At present two trains are operated in each direction for the
service, with &ach train capable of carrying 60 serni-trailers. Although the present Detroit terminal for the
service is located about ane mile south of the Fisher Freewayil adge Freeway interchange, additiona
terminals for the service could be established along the Detroit-area railroad nefwark, diminishing the
value of ihe proposed highway expansion. tn addition the number of daily train frips can be sasily
increased.

Another railroad, Norfoilc Southern, operates its "Triple Crown" intermodal service, which includes the
operation of trains pulling specially designed semi-trailers. The maximurm number of trafters that can be
placed in a single train is 125, Norfolk Southern for several years has operated these trains between
Toronto, Detroit, and Fart Wayne. Several years ago Norfolk Southemn extended the service to Texas
and during CY2000 it extended the service to Manterrey and Mexica City. Increasing the number of
"Triple Crown" terminals in the Detroit area is another means for reducing considerably the truck raffic
demand that MDQOT anticipates serving with its $1.244 billion investment in expanding |-94 batween
Conner and the Jeffries Freeway.

8.3.4.3 Pofenfia for ITS enhancements to reduce need for highway expansion

MLOT should consider whether an investmant in modernized customs clearance procedures gt the
Ambassador Bridge might not have a greater impact in travel time reduction. Pursuit of this develsprent
was proposed by Michael Kergin, Ambassador of Canada fo the United States during his 30 April 2001
speech to the Feonomic Club of Detrait. Other ITS enhancements were propesed in the August 1995
Scoping Packet but according to City of Detreit employees, there are no current plans to install the
supporting information technology infrastructure as part of the -84 expansion. Although {TS may not
address capacity needs in isolation, it certainly should have a role as one aspect of a multimodal solution.
The DEIS must addrass whether basic ITS infrastructure is being included as part of the proposed
project, and justify its exclusion.

2 THE DEIS DOES NOT CONSIDER ALL REASONABLE ALTERNATIVES

The core requirement of NEPA is to consider all reasonable alternatives in depth and this DEIS does not
do this. This fallure makes the DEIS inadequate. Fora highway project, ail possible alternatives, including
changes in design, changes in the route, different systems of transportation and even abandonmant of
the project entirely must be considered. In addition, it is not appropriate *to disregard alternatives merely
because they do not offer a campiste solutinn to the problem.” (See Natura} Resources Defense Coungil
v. Morton, 45BF 2d 836, 836-37 (0.C. Cir. 1972){finding that the agency must consider partial remeadies
even if the remedies are outside of the agency’s statutory authority).
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9.1 The DEIS did not consider the alternative of meeting capacity and safety needs by
implementing transi as in integral ard contemporaneous component of the project as
praoposed by Transportation Riders United.

Specificafly, MDOT and FHWA are required {0 evaluate the holistic altemative propased by
Transpartation Riders United TTRU] in ancther version of a DEIS or a supplemental EIS before
completing the Final EIS. TRU's proposal includes.,

+ Repair -84 to its onginal design. This lakes care of the need fo deal with the deteriorating
condition of pavement and bridges. it aiso maintains the retatively high ievel of safety for this
urban expresaway. it is a more honest “rehabilitation.” it doesn’t render obsolete all of the
previaus and ongoing bridge replacement construction with the associated traffic delay cost that
the public has paid.

« FEliminate the "reserved space in the median fo accommodate future lane expansion or ransit
improvements on 1-94." The center median is an undesirable location for transit, toe much noise,
pollution and hard to access. Freight capacity needs should be met with mode shifting. DEIS
Section 1.4.3, fine 9, p. 1-5.

+ Reduce posted speeds along this 6.7-mile section to maximize the capacily, reduce noise, reduce
poliution, reduce crashes and improve energy efficiency. Reduction in design speed for the ramps
has the potentiat to reduce the and consumed by I-75/ 1-94 interchange. The current dimensions
of the interchange are eleven by thirkeen football fislds,

» Furher add irznspontation capacity along the comider by investing $200 million in a modem
cammuter rail system with three lings inifially o serve Ann Arbor, Mount Clemens, and Pontiac o
Detroit These ines were evaluated, costed, and recommended in an MDOT study concluded in
1987. Regionat Passenger Rail — a concept for Scutheastern Michigan, Summary Repor,
Southeastern Michigan Regional Rail Study, June 1897, Ex. P. See also Modern Detroit
Renaissance Center — Ozkland County Commuter Rail Service, Dietrich R. Bergmann, PhD, PE,
Aprd 25, 2001 Ex. Q

» Further add transportation capacity along the corridor by investing in Speed Link Bus Rapid
Transit 2long Gratiot tn Eastland, Grand River to City Limits and Michigan to Dearborn, These
thres lines, consisting of about 32 miles, wowd cost about 5385 million to establish based on
SEMCOG's Transit Vision Forum. Levels of Service and their Characteristics, May 2001.Ex. R

= |Implement Express limited stop bus service in the West Warmren/East Warren comideor, which is
paraltat to and abaout 1 mile south of 1194 from Fairlane Mall o Mack and Moross.

{TRLF's Transit Vision, 2001.)
This aiternative would meet the purpese and need of the propased project while meeting the goals of the
project as outlined below:

«  Provide needed mobility along the corridor for peaple and freight
Enhance the potendial for economic development consistent with SmartGrowth philosaphy

+ Resultin benefcial social, environmental and economic improvements o the host neighborhaods
and the City of Detroit.

= Significantly redoced taxpayer investment while diversifying our fransporiation infrastructure

9.2 MDOT should use Consfruction Trafthe Maintenance and Congestion Mitigation funding to
finance transit as a component of the “Rehabilitation™ Project

The GEIS {page 4-38) stales that 20 percent of the fotal cost of $1,244 billion (i.e., $248 800,000} is for
"traffic contral”, which apparently means traffic control during construction. This item is so large in itself,
that a DEIS should be prepared for identifying alternative ways to accommaodate the movement of pecple
and freight during the construction pericd. That alternative should address implementing major public
transportaticn improvements because of the disruptions caused during the construction period. There s
even a model for leveraging shifting highway construction funds aflocated for traffic maintenance and
congestion mitigation t finance transit capital and aperating expenses that would addrass the
construction created congestion.
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The Flonida Department of Transportation secured a line item in a congressiona appropriation bif that
directed money to flow from the highway trust fund to manage construction related congestion in the -85
corridor north of Miami by providing capital and ONGQING OPERATING FUNDS for commuter rail that
paralleled the -85 corridor. This capitat and operating funding continued as long as the corrider was
under construction, which enabled the Tri Rail system to become established and grow. This corridor is
over 70 miles fong, and so this approach has in effect created ongoing federa suppart far commuter rail
in the corridor. After 5 years of a proven track record of operation, the three cities in the Miami area warg
abile to go to the volers and secure an increase on the locat gas tax o help pay for a second ling of track
built in the CSXT right of way, to be owned and eventuaily operated by Tri Rail. Miami voters in essence
got a five year federally funded rail demonstration pilat project, and used that to build voter approval tn
pass the regional gas tax increase. J Rankin, PE, Evolution of a Commtter Rail System in South Florida
(FEOT, July 1990) Ex. 5. (Telephone communication with Mike Williams, Tri Rail, Manager of Planning
and Capital Development, ph. 954, 788.7897),

For ancther exampie, Delaware had an innovative program with express commuter buses and enfianced
commuter and AMTRAK service, guaranteed rides home midday, improved station and parking capacity
which they put in place 18 mos. to two years ahead of Closing 1-85 southbound for 10 mifes between
Philadetpivia and Dover for rebuitding. The theory was to convert as much commuter traffic to using
transit 25 possible well in advance of construction. The express bus service inciuded such enticernents
as free papers on the bus fo read, coupons for free coffee and bagel at the downtown terminus form a
shop en route to the office. Mode shifting commuters to transit freed up the capacity on the detour route
{o he used primarily by through fraffic that had no choice. (Personal communications with Darren O'Neil,
Delaware Department of Transportation - 302.760.2274, doneill@mail.dot state.de.us, October 1653)

Metre Detroit has been without a broad based transit system for over a generation, and much of the
popuiation s transit nalve. They may have ridden transi in other cities, but can't visual this region ever
naving the sort of system that they would ride. The Tri Rail developmeant and implementation modsl
creates an unparalleled opportunity to educate the transit nafve project via a mostiy federally funded pilat
that will aid highway construction projects as well as reduce overall capacity needs. In the ragion, the
tracks are in place and mostly intact There has been service in the Ann Arbor to Detroit Corridor in recent
raemory, having been discontinued in the 80°s, and the remaining logical corridor, Detreit fo ME. Clemens
has recently been studied and shown to have good ridership figures and fare box retum potential. 1997
Commuter Rail Study Modern Rolling stock with same level boarding efficient less pofluting engines and
lower staffing requirements provide the potential to offer pramier cost-effective service as a pilat during
construction that can continue permanently, once the ridership base has been established.

Rising gas prices pius extreme construction induced congestion pain could inspire some conversions, but
for a pilot to succeed, there reeds {o be a reasonable interval, at least 3 years, to build ridership, paired
with an aggrassive marketing effort and good public and private feeder bus suppont, especially to serve
the reverse commuters who live in the project area. With gascline at $3 a gallon, I-75 and 1-84 tareted
almost perpetually to construction based lane reductions, the time is ripe to create a transit mode shoice
riders will switch 0. Ex. T. This scenario is a reasonable altemnative that the DEIS should have
developed. This altemative provides a mix of various modes to meet capacity, access, and mobiity
needs, The DEIS is deficient for not having included this; travelers in Southeast Michigan could be
enticed to mode switching, i there were other modes available.

9.3 To allow comparison of reasonable alternatives, the DEIS must address and Justify the four
components of the “Bulld Alternative” sepazately:

831 Addition of a fourth travel lane

932 Addifion of wider shoulders and auxiliany tane

These benefits would be provided by the “Enhanced No Build Altermative” as well, yet the DEIS fails to
acknowledge their contribution to capacity enhancement in assessing LOS under the less inffusive
“enhanced no build” alfernative. Creation of space for future expansion {truck lanes or transit)
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Space saved In the median for ‘possible future transit’ is & crus! hoax. Light rail doesn’t beiong among 10
lanes of inigrstate {raffic. Space 'maybe for transit’ in the distant future is & ruse o create more space for
truck lanes and the likely first phase of building I-94 24 lanes wide all through Detroit,

89.3.3 Creation of 3 fo 4 izne continuous sarvice drives.

MDOT has failed to justify an angoing need for the capaciy that 40 feet of continusus service drives
would create.

Mothing, beyond it would be nice, is substantiated for providing 40 feet wide (minimurn) service drives,
Such expansive surface streets will encourage speeding and the width wili reqjuire vehicles to perform
dangerous weaving maneuvers to getinto the right hand lane to fum. This will result in higher crash rates
aleng the service drives. fonically, cross lane weaving is the same maiady, MDOT proposes to alleviate
in the depressed mainline as part of the justification for the $1.3 billion build alternative. These strests
may not be the ideal route for buses because of the distance to walk across the expressway ta get to the
ather side of the freeway and the reduced number of pedestrian crossovers, and the loss of north-south
route for buses at Cadillac, due to the redesian of the Gratiot interchange. (pp4-31). The continuous
service drives, bounded by walfs to reduce noise and cul de sacs o do not promote neighbarhagd
connectivity or pedestrian and other nonmoiorized access.

8.3.3.1 Fopulalion loss within the project area

There are no growth projections within the 6.¥ mile phase | of this project which would justify cresting this
much capacity. indeed, MDOT cites SEMCOGs stalistics predict an 18.6% decline in population in the
City of Detrait by the year 2020, (Table 5-2, p5-4.) Undil 2000 census figures, the DEIS assumes the
project area will suffer at least the same rate of loss. The DEIS notes that the project area has lost 32.5%
of it population since 1980, H fails to note, that a significant portion of that lnss was due to the destruction
of that viable community just north of [-94 at Chene to accommedate the building of the Polatown Plant
for GM. MDOT's purpese and need are inadequate fo support the scale of expansion of the *Build
Altemative” proposed by the DEIS.

9.3.3.2 The confinuous service drves threaten pedestrian safely.

The DES does not disclose any analysis as fo whether the local community population suppors to the
need to create a surface level expressway which will duplicate the existing capacity of the depressed
mainling freeway. The DEIS states that “the Enhanced No Build Altermative would rebuild the pedestrian
and vehicular bridge in existing locations with no opportunity to enhance pedestrian access within the
community, " DEIS, p5-19, creating the impression that replacing existing pedestrian facilities is inferor to
eliminating alf free standing pedestrian overpasses and combining fewer padestrian facifities with 2
reduced numbear of combined vehicular and pedestrian bridges. This is autright deception and should be
stricken from the DEIS. Continuous service dives, even with adjacent sidewalks, are likely to be
separated from the local street network by notse walls and cul de sacs. A seven-mile sidewalk o
nowhere, adjacent to heavy, speeding traffic, s hardly fair compensation for loss of north-south
conmectivity.

9333 Polentiaf Use of Confinuous Senvice Drives for Consiruclion fraffic Management is noat filly and
fairty disciosed in the DEIS,

In summarizing the benefits of the three lane continuous sarvice drives, the Sec 2.7, Surmmary of
Purpose and Need adds almost as an afterthoughit “reduce traffic disruption during construction of the |-
94 mainline. {p2-18). Only once does the Draft EIS discuss the primary purpose for creating continuous
service drives, The answer is revealed in the 1995 Scoping packet as Altermative C-1 Continuous Service
Roads. "Several design options for parallel service roads will be considered. Such roads provide access
to nearby residences, businesses and institutions. They could afse serve as detours during the
eonsfruchion of (-24. pt1, Likewise the DEIS notes in summarizing the statement of purpose and need
that “the -84 Rehabilitation proiect is needed tor [plrovide conbinuous service drives to: . | . reduce traffic
disruption during construction of the {-34 mainline.

We submit that the pnmary purpose of creating the excessive continuous service drives, is not promate
local conpectivity among neighborhoods or create a place for paralel sidewalks as a sop to EJ concarns.
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Rather the continuous service drives appear to be intended to function as the expressway during the
intended construction of the 18 lane wide mainline facility in the depressed area. This means that
neighborhoods will be forced to endure high levels of traffic at surface fevels for the duration of the
expansion project. We note that the DEIS is silent on this crucial peint of construction timing and
phasing. Nevertheless, some planners estimate that it could take five to seven years to rebuild both the
Lodge and |75 interchanges if traffic could be totally eliminated from the mainline and diverted elsewhere
for the durstion. If that is indeed the purpose of the creation of confinuous service drives, MDOT and
FHWA must be forthright so that those adjacent can evaluate the impacts. The DEIS is intendad to
disclase the compenents of a praject likefy to impact kuman health and the environment. Thus the DEIS
does not do, and therefore it is deficient

10 THE DEIS’S ASSESSMENT OF AND MITIGATION FOR ENVIRONMENTAL JUSTICE IMPACTS
IS TOTALLY INADEQUATE.

10.1 MDOT“s response to environmental justice concerns is an insuit

This project will displace 130 peopte from their homes and force the relocation of 15 far-profit and not-far-
profit enterprises. Added emission burdens threaten violation of the National Ambignt Afr Cuality
Standards. The Host community is 80% African American and 40% poor. Nevertheless the he DEIS
lavishes seven pages addressing visual aesthetics in the project right of way, DEIS 5-40-47, and less
than three pages, DEIS 523 ta 527, discussing the Environmentat Jusfice implications of this massive
expansion. One can readily infer that MDOT is more solicitous of the sensary experience of those
passing through than the residents forced to host the disparate impact.

MDOT is touting sidewaiks along service drives (where ne one wants o walk because of the pollution,
noise, and safefy concern of speeding cars.} At the same time, it appears that the pedestrian overpasses
that link communities across the expressway will be removed and not replaced, thus pedestrian acoess
wilt actually be worsened. The sidewalks that MDOT is proposing are directly at the curb of the service
drive with no buffer between pedastians and speeding cars along the service drives. Actually, trees are
placed beyond the sidewalks because trees da not thrive when planted adjacent 4o the curb. Thus MDOT
plans to let the pedestrians buffer the greenery from the adverse effects of traffic. Walkability expert cite
the instinctive desire of pedestrians to be at least four foet from the traffic lane — the margin of safety is
reflected by a "desire ling,” the path beaten by pedestrians along the side of the road when no sidewalk
exists. Sidewalks are a fine amenity, but only when appropriatety placed, and certainly not as a rationale
for accepting oversized intrusive service drives or as the sole environmental justice mitigation for a project
as destructive as this one is. The failure adequately fo buffer pedestrians from traffic on the continuous
service drive must be addressed.

The telephone survey cited on page 5-28 is one example of MDOT's insensitivity to EJ considerations.
See also Appendix C. The survey indicated that only 24% of the houssholds were car less. One test far
applying an £J analysis is the poverty rate in a comemunity. In this coridor, 40.4% of the residents live
below the 1588 poverly level, (DEIS 5-6). Thers is an extremely high comelation between lack of access
1o an autornobile and poverty, since in this region — no car often means no job. Therefore, we challenge
the validity of the lower rate of carlessness indicated by the telephone survey. One plausible explanation
for the lower number is that the survey — being telephone only, was inherently biased to those with the
means {o zfford 2 telephone. Those without phones, who might also have been without cars, were
therefore never surveyed, 2

102 Air Toxic Impacts need to he addressod

The Environmental Justice section is grossly inadequate for its failure to even mention the increass of air
toxics due both to the construction of this project that increased traffic burden, especially from truck traffic

% This is reminiscent of the telephone survey indicating that Republican Dewey had beaten Demoerat
Truman. The survey was biased because more Republicans than Democrats owned telephones.
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that this project is designed to serve. The infarmation is not presented in & manner designed to inform the
lay reader of the air quality status of the region and the worsening impact this preject will have on them.
Even if the conformity analysis for criteria pollufants does not require an air taxics analysis, a thorough
assessrment of disparate impacts on EJ populations. This Section of the DEIS is ciearly deficient for its
failure to even mention the issue, and therefore mest be redone. Air Toxics are addressed in detail below
as part of the air quality discussion.

10.3 The Proposed Alternative will benefit only those with access to automobiles

The misaliocation of transportation rescurces to benefit only those with access to automabiles raises
grave ehnvironmental justice concerns. This project focuses on providing transporiation access andy to
thogse who have access to cars to the exclusion of transit and pedastrian access. Since Detroit has an
A0% minority popuiation, this profect must be evaluated for its impact on environmental justice must be
considered. At the same time, one third of Defroit househalds lack access to an automobile. Thus any
infrastructure project that provides anly for auto access confers no benefit on one third of the city's
residences that can't use them.

The host neighborhoods along the coridor have even [ower ratas of automobile access than Detroit as a
whole.,

10.4 Contrary to the DEIS's assertion, The “Build Alternative™ actuh]ly reduces pedestrian
access.

The DEIS addresses pedastrian access as "nonmotorized mobilily.” Section 5.1.2.4, p§-21. [t asserts that
it is & benefit to consclidate of pedestrian bridges with vehicular bridges where pedestrians would be
pravided with adjacent sidewalks. The DEIS does concede, * A minor effect would oceur far these who
would have to travel farther if the consolidation resuits in a longer raute to the bridge. Furthermaore, the
DEIS notes:
The Third Street bridge (that serves the WSLU community, possibly the most pedestrian- based
community in the entire comidor) would ba removed for the Budld Altemative. Fouwrth Street
neighborhood pedestrdans and Bicyclists would use the Second Strest Bridge to access WIELL
This would add two blocks o the walk.

This statement, on its very face, contradicts the assertion that the "proposed "Build Altermative” would
have a positive impact on pedestrians.” The DEFS does not address the elimination of convenient
padestrian access betwoen the Research Park apariments, north and west of the |-34 Lodoe interchange,
and tha athletic facilities south of -84, Potential users would have to walk an additional four blocks out of
their way.

Finally, The DEIS asserts, without explanation that the three lane continuous sendce drives would have a
*nenaficial impact” on pedestriang. TRU's analysis of the Continucus Service sbove rebuls that

10.5 MDOT'S 1-94 project significantly interferes with pedestrian access within the |-24 comidor

in an environment where the number of pedestrians on the street measures vitality, pedestrian access witl
be lost, not improved. In urban areas, pedestrian aceess is a significant element of the human
environment. The lack of pedastrian friendiness inherant in this design is 2 significant reason {o
reevaluate the project. As the Partnership for 2 Walkable America notes, "Our standard of fiving is
reduced because the very design of many communities makes it difficutt or dangerous for those who want
to walk,” http:fwww nsc orgfwalkfwkabout it The parnership's checklist highlights features of
communities which are highly walkable and pedestrian friendly. it is no revelation that MDOT's project
design receives an extremely low score for walkabiiity and materially worsens an slready poor situstion.
By contrast, relying on transit to add capacity would promete a much more watkable neighborhood.
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10.5.1 MDOT'S proposst widens the divide for pedestrians and sliminates multiple pedastrian

OVETPASEEE,

“Free flow” for cars results in “less flow™ for pedestrians, and those in wheelchairs or on bikes. Padestrian
access will be further limited and made less altractive if this proposed alternative is built. Ag compared to
the TRU alternative, pedestrian access will be reduced because oevarpasses will be removed. The
resulting expansion will be much wider and therefore more expensive and difficult to bridge. For those
areas that have pedestran bridges, the attractiveness of walking across the expressway will be much

less because of the much wider footprint of the “build alternative”. MDOT's response has been o
combine padestrian facilities with & reduced number of vehicie bridges for convenience and cost savings,
without regard to natural pedestrian patterns. In urban areas, pedestrian access is 3 significant element of
the hurnan environment. The lack of pedestrian frigndfiness inherent in this design is a significant reason
o review other aiternatives.

10.5.2 _Poor Pedastrian Access degrades quality of [ife.

As the: Partnership for a Walkable America notes, *Our standard of fiving is reduced because the very
design of many communities makes it difficult or dangerous for those who want to walk." Walkable
America Checkiist. June 3, 1999 Ex. L. The partnership’s checklist highlights featuras of communitizs,
which are highly walkable and pedestrian friendly. Itis no revelation that MDOT's project design receives
an extremely low score for waikability and will matarially worsen an already poor situation, A narrower
footprint for 1-84 wauld promote a much more walkable neighborhood consistent with neighborhood
revitalization and the safety and health of the people who live and walk there. See generally, Mean
Streets 2000, Pedestrian Safety Health and Federal Transportation Funding. Surface Transportation
Palicy Praject, £x V.

16.6 Poor pedestrian access reduces levels of physical exercise and creates serious health
CONSEQUEnces.

Pedestrian access and walkabifity are more than aesthetic values. Community design for walkability has 2
significant impact on human health, The Center for Disease Cantrof, Cepartment of Health and Human
Services [COC] states that drastically reduced levels of physical activity has led to an epidemic of abesity
across the country. CDC, Promoting Physical Activiy, A Guide far Community Action, L. Frank, Ph. D Ex.
W. See also R Pate, Ph. D., Physical Activify and Pubfic Health, 273 Journal of the American Medfical
Assoclation 402-06 (Feb. 1, 18995} Ex. X. Lack of physical activity due to auto-dependence has led to
higher levels of obesity, N. Peirce, Obesity, Detroit Free Press, pdA, Aprit 24, 2001, Ex. Y that have
caused an epidemic jump in diabetes, Ex. 7.

The CDC cites communily design that favors the auto as the sole mode of access as a cause for reduced
physical activity. It is promoting *Active Gommunity Environments™ to address that problem:

Muast communities today were designed to favor one mode of travel — the automobile — and usualy do nat
have many sidewalks or bicycle facilifies. Building roads, schouals, shopping centers and other places of
interest anly for convenient access by cars offen keeps people from safely walking around town, ridirtg
bigycles or playing outdoors. This is one important reason why people in the United States are not as
active as they used to be. Executive Summary How Land Use and Transportation Systems Impact Public
Health, ACEs Waorking Paper #1%, Ex. A&

The daily walk io and frem a transit stop is one form of physical activity that we have lost because we no
longer have transit facilties to walk to. MDOT'S proposed design is a continuation of aufc-only planning.
MDOT's proposal is a single mede solution. It may or may not provide better access for cars. It definitedy
prevides worse access for pedestians, and, once theirs cars are parked, EVERY traveleris a pedestrian
out of their cars. In an urban setting, expressways don't provide a stand-alone solution gither, unless your
only goal is to move cars. Urban centers depend on the movement of people for their vitality. We have an
cpportunity to redesign -94 to promate an Active Community Environrnent, MDOT has failed to do 50,
and its faflure will have a significant impact on the hurnan environment Iocally and region wide,
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10.7 This project does not provide job access far the transit dependent

Seventy five percent of the new jobs created in the region in the |ast decade were beyond the reach of
either the SMART or DDOT bus systems, At a February 1, 2001, hearing before the Detrgit Planning
Commission, the transportation director of SEMCOG emphasized that the region dees not have enough
buses to get transit dependent citizens to work, school or medical services. Nevertheless this project will
not be viable without the cily's commitrnent of $35 to 40 million of local match foward the project {cosfs
discugsion.} The preiiminary engineering zlone for this project is slated to cost $66 miftion, of which
Detroll will be asked to contribute 38 milion, in part because the state has decided to tap Build Michigan
It funds for this project  Clearly loca) dollars spent on this project will nof be available to buy new buses,
or upgrade or maintain Detroit's current fieet, or repair Detroif's serfously degraded local strest network.
The diversion of significant amgunis of genera! fund dollars away from transit and to road building has 2
disparate adverse impact on those who have no access o cars.

Commuter rail has traditionally provided transportation to the Central Business District for suburban
workers, but it afso has potentiat to connect cily worker to suburban fobs quickly, comfortably and cost
effectively. This option has been tatally overiooked in the benefits analysis. Establishment of commuter
rail suppeoried with feeder buses at suburban stations will go a long way to solving the jobs access and
mobility needs of the environmental justice population in the city.

11 THE DEIS DOES NOT APPROPRIATELY ADDRESS CONMMUNITY NOISE CONCERNS.
11.1 Comparisan of Alternatives

The noise analysis shows that multiple locations will exceed the Federal Highway Administration’s
Ambient Noise Levet Criterion with nofse levels increasing by 2 decibels (this is a sound power level
increase of 60 parcent} over existing levels due o the MDOT propesal. Rather than miake things better in
terms of noise, the MDOT proposal will make things worse.

Try to sttend a church service where there is a high background noise level and the entire experience of
attending the sernvice is significantly reduced. Based on Table 5-13 of the Noise Impact Evaluation, a
number of sensitive noise receptors are expected to have noise levels that exceed the FHYWA criterion.
Additional work iz needed to ensure that thers is no reasonable allernative that can be built that would
resuit in noise kevels being within the FWHA noise criterion.

The DEIS needs fo compare the bad-noise levels from the MDOT proposal to other designs that may
actually result in a decrease in community noise rather than an increase. The envircnmenta! conditions
within this area will be enhanced, i, rather than making 2 bad condition worse, a proposed design aption
could improve conditions in terms of community nolse.

The Transporiation Riders United {TRU) altemative of maintaining the curment design of 1-94, reducing
speeds and adding capacity through a mix of transit opportunities may have lower noise impacts, along
with lower air guality impacts and higher social enhancernants,

This alfermative needs o be reviewed rigotously. Only by comparnng different reasansble altematives can
the public be assurad that the best siternative is developed for the City of Detroit. The chosen design
should ensure that community noise ievels either meet criterion levels or are the best that can be done.

11.2 Criteria Used for Nojse Barrier Locations

The critera for iocation of noise walis have significant environmental justice aspects. This corrider passes
through well-established maodest urban neighborhoods consisting mostly of African Americans. The
criteria raquiring a minimum length of 580 feet results in difficulty in putting noize barriers along a road in
an urban area with mullipte car and pedesinan bridge crossings. The inclusion of continuous service
drives makes it extremely difficult to meet this criferion.  The logical place for the noise wall is between the
edge of the service drives and the homes. Thus o gain the benefit of the noise barrer, local residents

TRU comments on |-84 DEIS 511401 Page 30



will have to sacrifice easy connechivity to the service drive. Adding a noise barrier and cul de sacs to the
landscape separates the pedestrian on the much-fouted service drive sidewalks fiom the origin and
destination neighborhoods that are supposed to benefit from connectivity with the service drives.

The difficully of this choice — easy access or noise proiection, underscores the fact of how massive and
intrusive this project is.

On page 5-64, the DEIS describes a noige barrier that would provide € to & dBA of attenuation for two
separate schoois, but would not meet MBOTS criteria for building a noise barrier.

‘The DEIS hinted that these two schocls were just an example and that there were more schools along the
project that would be adversely affected by noise due to the *Build Atemative” and wouldn't meet the
criteria for noise mitigation.

Our children are our future. The learming environment and the payground need to not be subject fo
excessive noise. Reference the schaol in Ann Arbar along M-15. During the closing of M-15 for
reconstruction, the leaming environment improved significantly. Would you want your children going to a
school exposed to excessive noise where they have trouble nhearing the teacher and hearing what their
friends say on the playground? Why is a schoo! full of hundreds of our children subject to the same
$30,000 per structure cost as z single residence? .

12 MDOT HAS ENGAGED N ILEEGAL SEGMENTATICN OF THE PROJECT.
12.1 MDOT’s own Five Year Plan provide the “smaoking gun,”

As explained above in the discussion of cumuiative impacts, MDOT has a larger plan thar for the 1-84
corridor than that addressed by the current DEIS, Muitipte studies, internal communications and public
declarations of studies demonstrate the 1-84 coridor to be expanded is much longer than the 6.7 mile
segment addressed in this DEIS. See the discussion above in Seciotn &

12.2 MDOT and FHWA Must Conduct A Project-Wide EIS For Entire 194 Corridar length from
Wyoming Ave to |-696

FHWA's attempt to anafyze only the first segment of a larger project in the 1-84 corridor from Wyaming to
{-86 viclates its own reguiations preseribing the scope of NEPA analysis for highway projects. By
evaluating only the first 6, 7mile phase, FHWA has impreperly fimited, or “segmented,” its action. FHWA
regulations state that *[in order to ensure meaningful evaluation of alternatives and fo avoid commitments
to transportation improvements before they are fully evaluated, the action evaluated in each EIS or finding
of no signfficant impact (FONSH shall:

(1) Connrect logical termini and be of sufficient length to address environmental matters on a
broad scope;

2) Have independent wtility or mdependent significance, L.e., be usable and be 2 reasonable

expenditure even if no additional ransportabon improvemerts in the area are made; and

3} Not restrict consideration of altematives for other reasonably foreseeatle transportation

improvements.

23 C.F.R. § 771.111{f) {the “section 771 factors™. The 6.7 mile segment of the longer 194 comidor does
nct meet this {est,

CEQ regulations require that “connected” or “interdependent actions” be reviewad together for their
environmental impacts. See 40 C.F.R. § 1508.25(a){1). MDOT, thus, is reguirad under the Nationa!
Enviranmental Policy Act to evaluate the environmental of an entire proiect not merely this 8.7 mife
stretch. The agencies should perform a project-wide EIS based on the cumulative impacts of the project .
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The DEIS examines only the first phase of the expansion and ignores the larger -54 comidor of which it is
a part. As a result, the “actions” analyzed lack independent utility. Courts in two cases have rejected
such an analysis when advocated by environmental groups. |n inman Park Restoration, Inc. v. MARTA,
414 F. Supp. 98 (N.D. Ga. 1878}, piaintitfs challenged an EIS covering an entire rail system. Thay
argued that NEPA required an EIS addressing an individuai station on the system. The court rejected this
argument, conciuding that a singte station had no “independent utility ™ 414 F. Supp. at 118, Similariy, in
Village of Grand View v. Skinner, 947 F.2d 651 (2d Cir. 1991), plaintifis argued that a new EIS was
required for an interchange that was part of a highway project. The entire highway project {including the
interchange) had already been evaluated in an EIS, but the planned interchange had since been
substantially modified. The court réjected this argument, because the “[iinterchange project would not be
undertaken but for the overall fhighway] Project.” 947 F.2d at 868-67. It rided that the interchange and
highway were “connected actions” under NEPA and therefore should be evaluated in a single EIS, 1d. As
a result, NEPA was clearly applicable to the entire highway and rail system, not merely the interchange or
train station. in a reiated fact situation nvolving a highway that had no terminus, the Fifth Cirouit stated
that "fa] highway segment to nowhere . . . should not be evaluated apart from ister connectors that will be
necessary to make the initial segment useful.” Fritiofson v, Alexander, ¥¥2 F.2d 1225, 1241 {5“1 Cir.
1985). The proposed expansion of the central 6.7 mile segment of the longer 1-94 corridor can not be
evaluated in isclation. The analysis must discuss the impacts of 24 iane wide footprint throughout the
entire corndar. Assessing the impact on the eastern and western segments after completion of the
central phase will be too late; other giternatives will have been foreciosed by & pavement-only solution of
this design and there will have been an irreversible and iretrievable commitment of resource far beyonhd
those acknowledged in sec. 517, {5-96). Nevertheless, the cumulative impact analysis totally ighores

In this case, the central 6.7 mile segment lacks independent utility and therefore cannot be analyzed
completely in isclation from the remainder of the entire 1-84 corridor. In the statement of nesd for the
projects identified by FHWA # is clear that both the main benefits of enhanced mobility for trucks wil
eccur west of 196, Completion of this Phase | alone wilt not satisfy the stated purpose and need of this
project.

The DEIS in no way addresses the impact of a 20 lane expansion on neighborhaods west of 1-95 and on
parks and businesses east of Conner. § Given the fact that the Jeffries Freeway-Conner segment of 1-94
is just one part of the total project, it is incredible that the Federal Highway Administration (FHYWA}
alfowed MDOT to release the DEIS for comment The current DEIS has segmented a targer plannad
project in flagrant disregard of FHYWA's and the Council of Environmental Quality's own regulations [23
CFR 771 and 40 CFR 1500-1508] requiring & complete review of the total project, not just a part of it.
Cne answer to the highway lobby's painful wailing that compliance with environmental regulations
impedes the construction of badly needed highway improvements, "Environmental sireamiining” is a
buzz word that has been echoing tirough the pages of the pericdicals | read. Perhaps the best way to
achieve "environmenta! streamiining” is fo get FHWA o do the job right in the first place. Perhaps if's
fime for a GAQ investigation of FHWA's compliance with National Environmental Protection Act, CEQ's
regulations, and its own environmental regllations.

12.3 This 8.7 mile segment of the overall 1-94 project does not have independent utility.

12,31 Seqment | of the expansion will actually create congestion at Conner and 196, not relisve it

it is clear from the above that the primary rationale for the scale of expansion proposed by the DEIS for -
84 is to connect border crossings with Canada to points West and South. The 6.7 mile segment
discussed in the DEIS would not provide or enhance those connections i it were the only phase of the
iarger project ko be compieted. Indeed expanding the central 8.7 mile segment only will actually increass
congestion. It is deceives Michigan moterists to omit a discussion of the cangestion and bottlenecks that
the expansion will create at Conner and |-86. The potentia for severe bottlenecks at the current project
endpoints demonstrates constusively that Conner and {-96 are nat “logical termini.”
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Westhound traffic must merge from five ianes to three, at the I1-96 interchange, just as large gquarities of
trucks enter -84 westbound from the Ambassador Bridge. Likewise this expansion will create ancther
boftleneck just east of Conner where traffic will merge from five lanes (including the “flex lane"} to three.
Congestion will be further exacerbated af these two expansion -created pinch points where the three
tanes of traffic on the service drive will have fo merge with the through traffic. The thinly concealed
strategy appears 10 be expand first in the central section of the -84 corridor where the fewest people will
be displaced and therefore the feast resistance encountered, Gnee that expansion fs in place, the
congestion that will be created will provide the incentive to continue the massive expansion firough maore
populous and more prosperous neighborhoods. This is the classic paradigm of segmentation, to create
an air of inevitabifity to later stages of a SINGLE project, by implementing a key segment first, or as stated
by the Michigan Association of Road Builders, the “inchpir.”

Thus, after 1.3 billion dollars and the disruption of 5-7 years of construction or more, traffic throughout the
larger project area will actually move less welt because the effective capacity will shrink from eight local
and through lanes to three through. This pinch point will create such pain, not to mention road rage,
among the driving public that an artificial pressure will have been created to pursue the expansion
throughoi the study area.

The DEIS is absolutely devoid of any discussion of the effect on cangestion, air quality, crashes, road
rage and safety where the capacity narrows from eight local and through lanes to oniy three through, and
shoulders are greafly reduced.

“Transit space” in the median for a length of only 6.7miles does not have independent utility. A significant
element of this project is the creation of 54.5 feet of median - the equivalent of four and half tratfic lanes
of space variously described as “future lane expansion or transit Improvements.” 1.4 3 Build Alternative,
p1-5. This creation of median space is the primary reason that 130 persons and 15 for profit and non-
profit entities will be displaced. In sections of the DFE!S, transit is the alleged beneficiary of this
expansion. Nowhere else in recent memory has MDOT suggested that a mere 6.7 miles of trans# would
have independent ulility; indead, such a short segment which did not directly connect pedestrian and
transi fraffic generators and destinations is not in the least useful. Expanded space possibly to
accommodate transit, which goes only 6.7 milas and connects rothing would be dismissed out of hand,
precisely because it does not have independent utifity. This ambiguous median space would have no
utility or purpose untl the other two segments - west to Wyoming and east to 1-596. It is obvious that
MDOT has intentionally segmented the project to conceal the true cumulative impacts on the GOk Rty
and the exorbitant overall cost for the entire project. This is legally impermissible. DEIS would justify the
adverse impact on the community

12.4 Segmentation

The Final EIS needs fo dascribe the plans for 1-94 beyond this 6.7 mile segment. Either the plan is to
expand |-94 hoth east and west of this initial segment, or there wili be significant bottlenecks at the ends
of the project where traffic needs to namow from as many as eight tanes to three. The larger comimunity
needs to know what they are getting into by saying yes to this pinject. This is not a stand zlone project.
The DEIS ignores the incredible pressure a potential expansion will create ta increase the number of
tanes beyond the project The DEIS must address costand the impact to neighborhoods, businesses
and garks of an expansion {he entire length of the coridar.

13 ENVIRONMENTAL IMPACTS: DEIS CH. 5

3.1 Air Quality Impacis: DEIS Section 5.5

Although the EA provides generic background information on air quality issues, i actually says very little
useful, accurate or specific to MDOT's propased |-94 expansion project. An initial indicator that this
section of the DEIS is inadequate is the attempt to identify pollitants of natianal concern. Withaut so

labeling them is appears the discussion is focused on criteria poflutants for which MNational Ambient Air
Quality Standards {NAAQS] have been estabfished. This discussion is out of date. Hydrecarbons [HC]

TRU eomments on -84 DEIS 511401 Page 33



were removed from the list of criteria pollutants prior 1o the enactmeant of the Clean Air Amandments of
1984,

Af the same time, the discussion is grassly inadequate for its failure to even mention the increase of air
toxics due both to the construction of this project that increased traffic burden, especially from truck traffic
that this project is designed to serve. The information is not presented in @ manner designad o inform the
lay readert of the air quality status of the region and the worsening impact this project will have on them.

The mast glaring defect occurs in the microscale analysis for CO when a remote suburban monitor in
Livonia [ page 5-51)was selected to provide the background measure against which fest the conformity of
the “Build Allernative™ rather than more representative nearer monifors {Detroit 6050 Linwood, and Detrodt
Penpbscot Buillding, Fort Street} which would have modeled exceedances of the MAAQS at four of the
gight receptors for the worst case eight hour scenario.

13.1.1 Seuthesst Michigan's air quality status i maintenance for Ozone, PM10 and CO.

The DEIS deseribes SE Michigan as “attainment” for the criteria pollutants of Ozone, PM10 and carbon
manoxide. (pagesti-ag to 5-50). Actually, because the saven quality Air Quality managemeant region in
southeast Michigan has in the past viclated the NAAQS faor CO, PM10 and ozone standards and then
regained attainment, the status for these three critera poliutanis is actually “maintenance” not attainment.
The Southeast Michigan region continues 1o tester between attainment and non-compliance of the
current ozone NAAQS of 120 ppb per hour, Because of our past nonattainment status, this area is
designated & "maintenance area” for several Criteria pollutants: Ozone, PM1Q [particulate matter smaller
than 10 microns], and 0, carbon monoxide, not simply altainment. This distinction is significant because
there are stricter requiremants on a region that is maintenance than one, which has never been out of
attainment

Bevause this region has been a “maintenance area” for these poliutants, regional air quality modaling
rmust demonstrate that this new road project will not make air quality worse, that is, that it is in confarmity
with Michigan's State Implamentation Plan. The EIS is deficiant in that it fails to direclly and clearly state
that because of our maintenance status for G3, CO and PM10, this project must be tested for s
"oontormity.”

13.1.2 Conformity Analysis and waffic counts

Canformily must be demonstrated before this project can become a part of the Regional Transportation
Plan [RTP] and receive federal funding. This analysis has yet to be completed, so i is not possible 1o say
al this tirne that the projection will have “no significant air quality impacts.” Because the ETF prapared by
SEMCOG has a 25 year horizon the conformity demanstration must show regional compliance with the
NAAQS through the year 2025. The MPO has not y2t performed the conformily analysis for this project, a
prerequisite for its inclusion in the TIP. The discussion of expecied growth in vehicle traffic is imprecise,
eonfusing and vague (120,000 to 160,000 AADT with an expected growth rate of 25 % for “vehicles” as
well as an estimate that fruck traffic will grow three times faster than “passenger vehicles." This
formuiation is difficult to decipher because “passenger vehicles” is a subset of "vehicles' and there is no
guidance to determine 25% of what.) These vague and imprecise traffic estimates and growth rates are
not 2n adequate basis for either justifying the purpose and need of this project or for performing a
madeling analysis to demenstrate that emissions during construction and when completed will not
interfere with the attainment and maintenance of air quality standards.

13.1.3 Regional impacts of mobile source emissions

Ozone is a regional pollutant, forming from precursors miles away and travaling for miles downwind.
Therefore full impacts of this project cannot be understood without evaluating the contribution this 6.7
mile segment of I-94 will make to regional transportation when its capacity has been widened three fold.
Airimpacts of this project are not limited to immediate viciity, because the development allegedly
enabled by this project will attract employees, patrons and visttors frem the entire region. The Detroit
Medical Center, Cultural Center and Wayne Staie University are “indirect sources” increasing polliants
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as they increase vehicle traffic, especially since this project is totaily auto based. The secondary air
quality impacts of this project are not addressed in the DEIS. The No-Build or Enhanced no "Build
Alienative” combined with transit will pravide access in the corridor with less impact on the environment
than this auto-only design,

13.2 MDOT’s selection of the Livonia monitor for CO backgraund levels conceals air fruality
violations.

13.2.1 MDCOT selected a Background Concentration for Carbon Monoxide that would gllow the
EXDINSoN 10 e DLERE

xpansion o be budk

It is inappropriate to use the Livonia monitoring station results when the Linwoad monitor is Just pwind of
the site. If the Livonia monitoring site is used, the model input needs o include emissions from carbon
mionoxide sources that are not accounted for by the Livoria monitor. This would include carban monaxide
emissions due to both stationary sources and mobile sources such as the carbon monoxide from cars
and trucks along the sections of 1-94, | 96, and Lodge Freeway between the project area and the Livonia
monitor. The use of the Livonia monitor with a background reading of 3.0 led to modeled results of 8.8 at
Sites 5, € and 8 and 8.5 at site 1 for the “Build Alternative™ for the “pradicted worse-case 8 hour CO
concentrations (ppm). Table 5-11. (l azsume that is for the year 2020, the table does not say.} DEIS p 5-
23. Had the modeling been done using the background readings at the closer Linwood Manitor, with a
background level 3.5 PPM, the modeled results would have been 8.0 at Site 1, and 9.3 at Sites 5 Band
8, all of which viclate the NAAQS for Carbon monoxide. Federaily financed projects, which demonstrate
the potential to viclate an NAAQS are not “in conformity” and cannot be built as designed.

The excessive scale of the |-84 expansion threatens Southeast Michigan's ability to maintain healthy sir
for its population. The project must be redesigned.

1322 her nearby sources of Carbon Moncxide must be inciuded in the analvsis to dau e CO hot
5 accuratel

There is no indication that the madel modeled all scurces in the area in addition to the traffic within the |-
94 expressway. in addition to the background monitor, it is necessary ta include the impact of all sources
of emissions that are not included in the background. For the Livonia monitor, at a mirtimum, this would
include the emissions from the other expressways and emissions from stationary sources such as the
Detroit Resource Recovery Facility, the DTE steam plants, and the GM Poletown plant

13.2.3 Using 2620 data is likely to understate the Warst Case assumption

Modeling naeds to be performed to predict for impacts during the worse caze, which is not necessarily
during the design year 2020. No information was provided shawing that the year 2020 would show the
highest impacts. For many similar studies, the highest CO impacts aceur earlier than 2020 due to
continuously improving fleet makeup and higher fieet CO emissions in earlier years. TRLU expects that
2010 would have higher impacts than the design year of 2020,

13.2.4 MDOT must verify that the Cold start default average is appropriate.

Speciically, the study indicates that the national default averages were used to model the cold start
vehicie operating modes. The model-input valug is that only 20.6 percent of the vehicles for any one-hour
period would be operating under a cold start condition Unfil the exhaust from the car engine has warmed
the catalyst sufficiently to activate the carbon monoxide rernoval process, carbon monoxide emissions
from cars (even newer cars) is very high.

The national default averages is inappropriate for cold start vehicle use in certgin areas along this study
comidor. In order to determine whether the praposed project will adversely impact microscate carbon
maenoxide fevels and meet the reguirements that this project protect the Natichal Ambient Air Cualty
Standards for carbon monoxide, the modet must use the apprapriate input parameters fo predict the worst
case ambient impact

The model needs to include recaptor grids that iclude receplors near locations which are fikely to serve
traffic during peak hours originating within a fifteen minute drive of the project area.  Parking facilities,
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which serve office and industrizl facilities where & large percentage of employess leave work within g
limited time period are fikely sources of a significant number of "cold starf” vehicles. Likely candidates for
receptor slacement accarding to this cnleria are the nearest on ramps parking facilities that serve Wayne
State Universify, Henry Ford Hespital, The Detroit Medical Center, New Center offices, and the General
Motors Assembiy plant  The discussion concerning Site Sefection/Receptor Locations in Appendix G
states that 56 interseclions were selected for analysis, and six intersections and two interchanges were
selected for defailed analysis. The discussion also refers to Table 4, which actuaily lists 64 intersection
Sites. The discrepancy is confusing.

Maodeling should be parformed o pradict for impacts during the worse case CO fime, which would
prabably be wintertime between 4:00 and 6:00 pm on a workday. At this time, in this location, many of the
cars would be operating under cold-start operation.

43.2.5 MDOT needs to Mixing Height

The model needs to be adjusted to account for the surface roughness dus to the lame buildings in the
area. The surface roughnass factar of 108 is ypical for single family home residential arsas. The
combination of the depressed maintine and large buildings in the area may require a higher surface
roughness factor, With a higher surface roughness factor, disparsion is impeded and impacts would be
higher. The choice of mixing facters shouid be made to ensure modeling the worst case scenario for CO
as required.

13.2.6 Permsistence Factor

The DEIS must provide a justification for using a persistence factor of 0.6 rather than using the EPA
default persistence factor of 0.7,

13.2.7 Carbon monoxide model surmmary

As required by faw, a project like this cannot threaten the National Ambient Alr Quality Standard for
Carbon Monoxide. Detroit's Linwood monitoring site would appear to be a more appropriate site io as a
background, than the more distant Livonia monitor. At 3.5 parts per million [ppen), the Linwood
tackground level is .5 ppm higher, than the Livonia monitor (3.0 ppm). if MDOT had used the more
appropriate background reading from Linwood Avenus the projected increased emissions would have
created several CO hotspots and MDOT's preferred "Build Alternative” would result in modeled
excesdances of the National Ambient Ajr Quality Standard, making the “Build Atemative” illegal, because
it would interfzre with maintenance of health based standards in the region.

Without justification, MDOT has used air quality data from the suburban air mornitor in Livonia to under-
predict the air pollution impacts from this massive expansion. If MDOT had used Detroit-based data from
the Linwood monitor, it would be obvious that this project will vinlate health-based national air quality
standards for CO.

13.2.8 Increasing Yravel speeds by adding capacity actuatly increases CO and VOC emissions

For years, traffic engineers and planners have assumed that increasing capacity and reducing congestion
would reduce air pollution from cars, because cars theorefically emitted fewer pollutants at higher speeds.
Recent data kas proven that conventional wisdom wrong. YWhether using MOBILESa or EMFACYF,
ernissions of CO measured in grams per mile experience & sharp jump, when speeds fse abave S5mph.
Figure 2-4 Comparison of MOBILESa or EMFACTF emission factors for GO as function of average frip
spead, 1980 flest average for ight-duty gasoline vehicles, TREB, Expanding Metropolitan Highways,
chapter 2, p. 50, Ex. BB. Further, at ali speeds acceleration and deceleration cycles that occur in both
congested and smogth driving conditicns kead o higher emissions of both VOCs and CO than MOBILESa
would predict. In sum, adding capacity does not necessarily improve air quality; indeed creating
conditions for increased speed is more fikely to increase emissions rather than reduce them. See also
TRE, Expanding Matropoitan Highways, Appendix E, Minority Statement of Michael A. Replagle, ppa&d-
380, Ex. CC
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13.3 The DEIS does not address new health based standards PM 2.5 and Qxone.

The DEIS does not discuss the new standard of 80 pph for czone over an 8 hour ayerage as well as the
new PM2.5 standard for particulate matter (a poliutant from all combustion sources). Modeling for ozorne
indicates that Southeast Michigan does not meet the new B-hour standard. Data from manitoring for
BMZ.5 shows the annual average concentration to be in the range of 16-20 micragrams per cubic meter,
whereas the new standard is only 15 micrograms per cubic meter. Thus under the new PM standard
Southeast Michigan will also be nonattainment. The confarmily analysis should address the air quality
impact of the new stricter standards.

The DEIS does not address the fact that under these Air Quality Standards recently uphald by the US
Supreme Court, the region will likely be nonattainment for both PM 2.5 and zone, major air pofiutants
from car and truck emissions. Because of the unhealthy air quality in the project area, the Clean Air Act
requires that the project not make air quality worse. If the project were built as plantied, the Clean Air Act
wolld be viclated.

13.4 Air Toxics are nof addressed.

The Draft Environmental impact Statement is totally silent zbout the increase in toxic pollutants during
construction and from the increased traffic. Likewise, there is no discussion of the impact of mobile
source toxics on human health or on the Great Lakes ecosystem dug to air deposition.

The DEIS is devoid of any analysis of the health risks associated with toxic air pollutants stermnming from
the "Build Adternative.” Evidence shows that the exposure to toxic air pollutants emitted by highway
vehicies results in serious health impacts inciuding a heightened risk of cancer. This discussion is
repeated in part below:

This first issue is presented in response to recent evidence showing that peopls living in communities
located near heavily traveled highway facifities are being exposed to concentrations of toxic and
hazardous air polivtants emitted by motor vehicles that cause an extremely high and unacceptable risk of
cancer, and other respiratory and cardiovascular disease.

The: most compelling evidence is presented in a research report released in March 2000 by the South
Coast Alr Quality Management District in California that demonstrates both measured and modeled
regional exposures to toxic air pallutants across a large portion of the Los Angeles air basin. The study
demonstrates that toxic poflutants emitted by motor vehicles measured at eight sites accounts for an
unacceptabiy high cancer risk in the range of 1 in 1,000 exposed individuals to 1 in 700, See, Multiole Alr
Toxics Expasture Study-if (MATES-H), March 2000, Ex. DD. The study found that the total cancer risk in
the Los Angeles Basin from toxic air pollutants measured at these 8 menitoring sites ranges from 1,100 in
1 million {or 1 in 900} to 1,700 in 1 million {or 1 in 670), and that 80% of the total cancer risk is attributable
to toxic air pollutants emitted by mobile sources. MATES- pp. ES-3, ES-5.

Most of the mobile source cancer risk is associated with exposure to the toxic palitants diesel particulate
matter (CFM}, benzene, 1,3-butadiens and formaidehyde. The: concentrations measured at these eight
sites appear not to measure the actual high exposure site since the Compton monitoring site measured
the highest concentralions of cther motile source-refated toxic polivtants, but DPM was not measured at
that site. If DPM concentrations at that site are proportionally higher compared to other sites in the study
in the same ratio as benzene, 1,3-butadiene and formaldehyde, the actual peak cancer risk would fkely
exceed 1 in 500 exposed persans,

In addition, concentrations of toxic poliutants estimated by a regianal air quality modet show that
neighburhood exposures near heavily fraveled highways, such as this segment of 1-84, are significantly
higher than exposures monitored af the regional monioring stations, producing & cancer risk as high as 1
in 130 {5800 in 1 million) in some receptor areas. MATES-Il, Fig. 5-3a, p.5-11. In camparisen, the
Michigan Department of Enviranmentat Quality rules da not allow an incremental cancer risk higher than
10 160,000 (580 times more stringent than 1 in 130) for a statinnary source raguesting a permit to install.
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Cther research provides avidence of increased incidence of other adverse health cutcomes for residents
of ngighborhaods near heavily traveted highways. Current research shows that adverse health outcomes
including premature mortality and increased maorkidity through increased respiratory and cardiovascular
effects are associated with the increase in ambient fine particulate matter, e.g., paricles less than 2.5
microns in dizmeter (PM2.5) from roadway sources, especially diesel sources. The Diesel Sourcebook,
Ex. EE.

Taken together, this evidence requires that & comprehensive risk assessment be performed to determineg
the cumuiative impact and health fsks for neighborhoods located near heavily-raveled roadways that are
proposed to be expanded in densely-populated portions of the metropolitan area {such as the 124
comidor between Wyoming and 596 and specifically the mid section for which this DEIS is prepared),
and that aliernatives fo the development of high-cancer-risk-travel corridors be chosen as the preferred
alternative or that mitigation be adapted to prevent the incremental-health risk attributable to toxic-air
pollutants emitted from these projects.

13.5 The DEIS ignores the link between increased highway traffic and heaith

13.5.1 Air Pollution due to highway expansion and auto dependence is a8 major threat to our health and
cur families.

Betroit's children suffer frorm asthma at three times the national average. Sly RM, Changing prevalence of
allergic rhinitis and asthma, Ann. Allergy Asthma tmmunol. 1999 MarB82(3): 23348, quiz 246-52Ex. FF.
Air potfution cawses 60,000 premature deaths each year, according fo 8 1895 Harvard study. That is more
deaths than murders and car deaths combined. Asthms is the number one reason kids miss school,
according to the Amercan Lung Association. Although the air in many cities is getfing cleaner, new
studies show that air poflution from roads and highways creates a corridor of cancer, asthma, and ather
health problems,

The Joumal of the American Medical Association reports that traffic controls imposed during the Atlanta
Oympics decreased in moming peak traffic counts by 23% During this pericd, Medicaid-related
emergency reom visits and hospitafizations for asthma dropped by 42%. This study of asthma
hospitalizations around the time of the 1996 Olympic Games in Atlanta concludes that decreasing vehicle
use and promoting mass transit dramatically reduces hospitalizations for asthma attacks. Published in the
2121/01 edition of Joumal of the American Medical Association, the study found that the city's strict limits
an personal vehicle use, cotpled with heavy promotion of mass transit during the 1996 Summer Qlympic
Games, resuited in a 23% decrease in moming rush hour traffic and a 42% drop in daily hospitalizations
for asthvma among children between the ages of one and sixteen. To read the study, see Ex. GG

43.5.2 The DEIS for the [-94 expansion ignores transit and mail aliemnatives that could reduce traffic, the
pofiution if causes and the health impact on Detroit chifdren.

Children in Datroit suffer from asthma at three times the national average. Because the population of
Detroit is B0% African American, minarity chiidren are affected at a disproportignate rate, and suffer an
increase in hospital admissions on days when the NAAQS for ozone is exceeded. To be inly protective
of the haalth of our region's children and to promote the goals of environmental justice, the air impacts of
the -84 expansion should be modeled to demonstrate conformity with the new eight hour health based
standard which is likely to take effect during the twenty five year life of the RTP.

13.5.3 NAFTA —retated internationaf truck traffic for trade creates special concerns

The DEIS does not address the anticipated incrzase in emissions that will resuit from predicted increases
in NAFTA refated truck traffic. Speciat considerations include extendad idling at customs, dead heading
traiter and creating excess capacity that actually induces inoreased fruck VT and creates an incentive to
prefer trucks to rail for freight movements. All of thase behaviors will contribute to ihcreased diesel
ernissions, particularly if there i a delay in implementation of the recently enacted sincter Heavy Duty
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Diesel {HDO] emission standards, or fleet turnover is slower than predicted. North American Trade and

Transportation Corridors: Environmental impact and Mitigation Birategies, Notth American Commission
for Environmental Cooperation, Feb, 21. 2001, Ex. §5. The DEIS is deficient because #s discussion of

mereased ernissions of both toxic and critera poliutants from trucks is incomplete.

13.5.4 The DEIS is devoid of any anal
sternrning from: the 1-94 project,

For example, in the relevant sections on Air Quality in the DEIS, itis simply concluded that the “expansion
altermative” only needs to be tested against the National Ambient Air Quality Standards (MAAQS). But
these conclugions are not enough to end the inquiry required by NEPA, or to ensure that the project wili
have no disparate impact on EJ Populations. No estimate was made of human exposures fo air pollutants
known to be harmful to health and jikely fo resuit frorn motor-vehicle emissions in the comidor and at the
interchanges. Evidence of adverse health effects developed since EPA closed its last review of the
NAAQS for fine particles in 1996 show that significant adverse health effacts oceur at levels of exXpostre
well below fhie level atowed by the 24-hour NAAQS for PM 2.5. In addition, the MATES-| study
discussed above, demonstrates that high cancer risks are associated with exXposure to toxic air
contaminants not subject to a NAAQS, NEPA requires analysis to determine the health risks associated
with the given levels of emissions that will resuit from vehicie traved in the comidor and in the vicinity of
interchanges where the cumutative impact of emissions from vehicles will be greatest.

is of the health risks associated with toxic sir poliutants

13.5.5 The community must be protected from adverse air quality impacts durning consiruction.

The proposed construction mitigation measures proposed in the DEIS do not go far enough,
Furthermore, Constfruction and refated off road vehicies are for the most part urregulated and their
emissions arg largely uncentrolled. These vehicles are excess emitters of all mobile source poliutants,
especially toxic fine particuiates. Given the immense scale of this construction project, in close proximity
to homes, schoois and churches it is imperative that all construction vehicles working on or travefing to
the site, including trucks used for hauling debris from and materials to the site be retrofitted with after
market particulate traps. There is precedent to require aftermarket controls; they were installed on
equipment used in Boston’s “Big Dig” This air quality mitigation measure is dictated by health and
envirgrimental justice concerns. Mo construction should proceed, whether the “build Allemative or some
rore modest variation, untif such precautions are in piace.

13.586 According fo the EPA, trucks. buses and cars are the lzraest cancer pollution sourse,

Mobile Source emissions are responsible for about 10 pounds of cancer-causing and hazardous air
pollution per person per year. In the Los Angeles basin, diesel poliution accounts for almost three-fourihs
or 71% of cancer risk, according to South Coast Air Quality Management District MATES il. For example,
with over 160,000 vehicle trips per day in the comridor, and growing because of no real transportation
options, cancer risks are probably substantially higher than EPA's traditional threshald of 1 in 10,000 for
triggering actions to protect against unacceptable adverse effects on public health. (EPA and other
federal agencies have generally acted o reduce cancer risks greater than 1 in 10,000},

To make matters worse, the -84 project pramise is to create highway capacity far an anticipated faster
than nomal increase in truck traffic. Diesel trucks are a lzrge part of the air toxic and health risk issue. A
study by state and local air pofiution professionals showed that diesel engine pallution caused 125 000
cases of cancer, STAPPA and ALAPCO, March 15,2000, Ex. HH. Equatly froubling is that air pollution
costs us all with higher medical bills. A National Institute for Medicine study credited poliufion as &
significant contributor to the $1 illicn in medical bills each year. A study in The Lancet found that air
polfution caused one of every sixteen deaths in three European countries,

EFA's recent update of the research providing evidence of the adverse effects of particulate matter shows
that significant adverse health effects are being documented at ievels well below the 24-haur NAALS for
FM-10 and PM-2.5. See Air Quality Criteria for Particulate Matter External Review Dratt {US EPA, Office
of Research and Development, QOctober 1599)[a further update of the Criteria Document {CDis
scheduled to be reieased in April, 2001}, See Ex. H concerning Claan Air Network Testimony. At a
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minimum, NEFA requires that the research evidence identified in EPA's CD shouid be included in an
assessment of the effects motor vehicle emissions in the comidor will have on human heaith.

13.5.7 Highways and roads create g cancer cornidor for children.

A new study from the Denver metro area shows that children [ving near streets or highways with just
20,000 vehicles par day are six times more likely to develop childhood isukemia. A 1997 study in the
Journal of Epidemiology and Community Health showed a cancer comrider within 3 miles of highways,
airports and other maior polluters, The adverse health efiects of motar vehicle emissions include
increased incidence of cancers that add greater risk of mortatity and morbidity, and the increased
exposure to fine paricles that have been found by EPA to be associated with increased mortality,
morbidity, hospital admissions, increased asthma attacks, lost work and schoot days, and other seriols
effects. Exposure to these air contaminants presents sufficient impact on the human environment to
require an EIS that evaluates the magnitude of these impacts on exposed populations, and the
alternatives available to eliminate or mitigate these impacts. See Ex. JJ for references to these impacts.
As one of the mitigation measures far expansion of this scale, we request that FHWA and MDOT, as a
part of the construction costs of this project, finance the installation and operation of cancer poliution
monitars at schoats and neighborhoods near roads.

13.5.8 MBPQT and FHWA are poised to commit billions of dollars on highway expansgions throughot
southeast Michigan without considenng the cancer risk,

MDOT is planning expansions in both the FF5A-375 corridor and the 1-84 corrider. There is no guarantee
that the MDOT s proposals will redece traffic gridlock, but the expansions are guaranteed io increaze air
pailetion. Bigger highways wall put more polluting trucks on our streets, increase sprawd, and threaten
more people with air poliution. After spending 1.3 bifiion dollars to expand -84 for 6.7 miles, as currently
proposed air quality will actuslly worsen. Any poteatial air quality baneft from capacity, which we do not
concede will happen, expansion wili be lost at the end of the expansion where capacity necks down from
& main line and 3 local Janes ta 3 main ling flanes.

There is also increased rsk {o the drivers just passing through on this sacton of i-94, (which will be moest
of them, since the interstates are designed more for distance thrgughput than focal access ) A Califomia
study found that commuters in their own cars breathed the most poliuted air, having sucked in pollution
from other vehicles, In Car Air Pollution, intemational Center for Technology Assassment. Ex. KK

13.6 Project impact on VMT within region in the absence of transit

The number of vehicle mites fravelad [VMT] have a direct impact on the total amount of emissions. Well-
designed, modern, atteactive transit is an impottant and cost effective tool in reducing VMT and aiding in
comgliznce with the ozong standard. Indeed, throughout the Great Lakes states and around the country,
mode shifting from roads and single ocouparncy vehicles to transit is an important component of
maintenance plans and attainment demonstrations. See, e g Bay Area Air Quality Ex A.. Bay Area Air
Quality. htte:fwaww sierractub orafsprawiffransportationfsir ash To assist in improving the air quality in this
region, MDOT must compare the air quality analysis for the MDOT s pavement-oniy auto based solutian
to a transit-friendly and nonmotorized modes | pedestians, bikes, wheelchairs, ete.) solution. it may be
that the multimodal salution would result i many tons per vear of pollution avoidance. it is impossible {o
tell without the fulf analysis of alternatives an EIS will provide.

The overall emissions budget for air poliutants throughout the regien includes both mobile 2nd stationary
sources, The more pollution from mobile sources- as this project will ensure, the less room in our region’s
girshed for manufacturing and power generation growth, The more of our emissions budget cansumed by
emissions from mobile sources, the [2ss ability there is for industry to expand within the region, because
major industrial emission sources must meet air quality control requirements known as BACT [best
available coniral technology], which becomes ever more stringent 85 mobile scurce contributions grow.
Implementing transit with & goal o reduce overall VMT, positions the region to attract more jobs. Failure
1o implement fransit makes us less competitive,
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13.7  Interrelationship of congestion, speed and air quality.

It is a perverse irony that cars emit less at a constant speed of 45 miles per hour than when moving more
siowly or idling in congestion. This fact creates a perverse incentive for traffic engineers to design ways
for cars to travel faster, which they justify by invoking air quality concems, without accounting for the
traffic inducing effect of the expansion in subsequent years. 1t appears that this project is driven by the
same perverse incentive. Providing mode choice for transit may have a more direct and beneficial effect
on air quality than widening lanes. The DEIS is deficient in that if  fails to discuss any alternatives that
are not exclusively auto- and road-based and therefore it is not possible to assess whether a multimodal
altermative including transit and rail for freight will have a lower impact on regional air quatity. Since the
US Supreme Coutt has upheld the authornity of the EPA to set heaith-based air quality standards, this
area may welt be nonattainment for bath Ozone and PM 2.5 before the project is built, the DEIS must be
revised to determine the relative merits of transit, versus increased highway capacity within both the
immeadiate the project area and the regional airshed. Should the Final

13.8 Traffic projections are based in part on SEMCOG™s flawed 2020 Land Use Projestion,
Tratfic growth forecasts are taken as a fait accompii.

The 2020 need projections only modeled continued sale reliance on the autgmabile. Ascurding to
FHWA's own review of transportation planning in the SEMCOEG region, MDOT does not have approptiate
modeling tools to consider transit fully and fairly s a component of ERFA access.

“MDOT, SEMCOG, and the transit operators do not have operatianat mode choice of ransit netwark
assignment models for the region. Without such tools, the ability to quantify choices; evaluate benefits and
costs; and analyze fradeols among transtt alternatives and between transit and highway projects is
extremely limited. i transit visions such as TransitChoice or SpeedLink are io be seriously considersd, the
decision makers should have the benefit of the infarmation that these foais can provide.

Consequently, the FHWA and FTA recommended the following:

"MDOT, SEMCOG, and the transit operators develop and refine regicnal travel demand
forecasting tools for bath highway and transit modes, including methods for evaluating and
establishing regional system wide priorties linked to area wide goals and cbjectives. Ex. LL
Because the only mode considered was auto acress, the modeting failed to congider the effect on traffic
counts of the possihifity of:
» the restorafion of commuter rail in the corridor
= the introduction of Speedlink in the comidor
= the introduction of Light Raif in the region
= lowered thps downtown due to telecommuting
= shorter, fransit based trips due to residential expansion throughout Detroit,
These omissions underseore the inadequacy of the DEIS. The final EIS needs to develop appropriate
multi-modal madating teols and apply them to this project.

Modeling for projected needs in 2020 did not test a scenario that acknowledged improvements fo transit
including enhanced public rapid transit, SpeadLink, feeder buses and commuter rail. Modeling did not
take into account growth in downtown residential that means a certain percentage of those who wark
downtown will walk, not drive,

13.2 MDOT's proposed expansion wili actually induce demand, worsening rather than relieving
cangestion.

Evidence suggests that there is a real effect of induced demard that stems fram the construction of
addittonal highway capacity. This induced demand goes beyond levels of projacted travel assaciated with
simple population growth and actually draws vehicle trips that otherwise would not have been made. OF
paricular concem s the lack of transportation optiens in Southzast Michigan.
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Looming large over 2 assessments of the adverse effects of vehicle use, the conformity analysis under
the Clean Air Act, and the evaluation of alternative transportation investments is the failure to account for
the widaly recognized phenomenon known as “induced demand.” The faiure to account for this effect of
the construction of new highway capacity results in the serious underestimation of Vehicle Miles of Travel
{WMT) in a region or comidor, and consequently the failure to accurately estimate motor vehicle ermissions
for cenformily purpases or for peforming a risk assessment to predict the adverse health sffects of
mabile source air toxics, the overestimation of the mobility benefits of new capacity, the failure to acoount
for the land use effects of temporarily improved trave! times in & corridor, and the under-valuation of the
tenefits of non-highway transporiation alternatives.

& repatt, The Need to Account for the Effects of Induced Demand fo Support Relfable Travel Demand
and VMT Estimates for Metropolitan Planning, Profect Need and Afternatives Analyses and Conformity,
Ex. MM by Norman Marshall, a respected expert in this field, summarnizes the latest research quantifying
the magnitude of this effect in the U.S. This evidence dermonstrates that the effect is large, is relatively
consistent wherever it has been measured, and can significantly undermine the reliability 2nd usefulness
of travel demand and VMT forecasts for virtuzally all purposes if it is not taken into account.

Based upon his experience reviewing the transpontation pfanning tools applied in four of the nation's
largest cities, Mr. Marshall alsc documents that induced demand is generally not being addressed in a2
comprehensive way by MPQs in the pianning process. It is difficult fo determinge whether the DEIS
aceounts fur induced demand. Perhaps the reason for proposing the excessive design in the “Build
Altermative” is to account for induced demand, but then the DEIS neads to account for the effect that this
demand wiill have on the environmental impacts. Mr. Marshal concludes that this faillure casts into doubst
the acceptabilify of VMT projections developed for conformily determinatinns, the travel demand
assumptions usad {o justify the need for individual projects, and the meaningful comparison of alternative
projects and services.

Based on this evidence, TRU requests that the 1-84 project expressly address this phenomenon in the
regional planning process and in making conformity determinations under the Clean Air Act, and in afl
comider-level estimates of VT or ADTs that are mads available to implementing agencies for the
purpose of preparing EISs under NEPA. Tools for reliably assessing the effect of this phenomenan are
rapidly emerging. and will quickly evolve into the planner stock-in-trade as planners commit to account for
this effect. The failure to account for this effect will merely invite frequent legal challenges to regional
plans, conformily determinations and EiSs on the ground that these analyses are fundamentally flawed
by the failure to adequately address this statistinally proven effect of new capacity. The failure to address
this effect has often contributed to conflict and need for reanalysis of controversial fransportation projects
and has been a major source of delay {o transporaiion project implementation.

13.1¢ MDOT's "Build Alternative imposes adverse social and economic Impacts

13.10.1 Renienal Envirocnmental Impacts of single mede transportation planning

Under Project Purpose, The DEIS states that inadeguate roadway capacity is a need for expanding -84,
From the moment the need of the project were scoped so narrowly, MDOT had a written a prescriplion for
road-only capacity increase. There are significant opportunily costs for continuing with our auto-
dependence, investing in roads to the exclusion of tansit, as this project does, and rejecting the
opporunity to create a commuter rail fink that could serve to reduce VMT, and promote repopulation of
the older urban core.

To view this section of 1-94 in isolation is fo miss the opportunity to plan and act regionally by creating an
integrated multi-modal solution to mobility and access. Without this integrated effort, the region will
continue to sprawi, consuming 40% mare 1and for 6% mare people. Indsed Metro Detrait ranks third in
sprawl nation wide. Urban disinvestment and farmiand loss both have grave environrmental
consequences. This project promotes the same aufo only access for the entire region by precluding
transit from solving the capacity nesds of I-94 comidor. This is arbitrary and capricious. This design inflicts
heavy opportunity costs. As now designed this project will commit the entire region o auto-only access,
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compeliing building of additional parking spaces, and eliminating those parcels dedicated to parking
structures from higher uses, such as residentizl, retail and commercial development.

The "Build Alternative” will increase our dependency on autos and trucks and provide for a dangerous
lack of diversity of transportation ifvestment. The “Build Alternative” is not in the best interest of the public
frust.

13.10.2 The 1-94 expansion project will cost the redion vitaity,

Modern commuter rall through the corridar (as distinguished from light-rail transit (LRT)} is @ very cost-
effective method for handling primary-corridor, long-trip, peak-time travel. Commuter rail usas existing rail
comiders that do not compete with space on roadways so that it can result in very high rellability, At a
capital cost of $2-3 million per mile, the capital costs are a fraction of that for any other transit system and
a fraction of the cast fo increase transportation capacity by expanding roads. Operating costs are also
very low at about $0.10 per seat mile (assuming about 130 seats per vehicle.) A commuter rail ine could
accommedate from 2,000 to 8 000 passengers per hour in each direction. This information was providerd
by SEMCOG during the Transit Vision Forunm. Because so much of the infrastructure is already in place
{the rail cotridar and most of the track), these systems can be implemanted very guickly. With daily traffic
flow at 160,000 cars per day, peak hourly flow may be 15,000 cars per hour or maybe 10,000 cars per
hour in the rush-hour direction, No specific traffic figures were provided in the DEIS, so TRU cannot
substantiate the 10,000 cars per hour rush hour rate. Commuter rait from botk Ann Arbor and Mount
Clemens weuld include twa lines that could take z total of 4,000 to 16,000 cars per hour off of -84, This
wolld have the potential to significantly reduce congestion along this segrnent for a cost far below that
presented in the "Build Allermative.”

‘The sarmne analysis can be made far Bys Rapid Transit along the Grand River, Michigan, Gratiot and
Jefferson routes. Each of these routes can further take cars off of 1-94 further reducing congestion and
adding capacity to the comidot for far less money and far more opportunity for transit orented investment
than the "build aiternative.”

MDOT sponsored a commutar-raif study published in 1997 that showed cost-effective service to
Downtown and the Renaissance Center. SEMCOG has been studying a rail link between Metro Airport
and Downtown Detroit. CATA is studying commuter rail from Lansing to Detroit via Ann Arbor. Also,
SEMCOG is in the midst of a regional transit visioning process where commuter rail is being considered.

The MDOT preferred "Build Alternative” I1-94 expansion project would impede the establishment of
commuter rait services from Oakiand County, Ann Arbor, Mount Clemens, andfor Metro Airport fo the
Renaissance Center in the following ways:

« The MDOT propasal is a car and concrete solution that would tip the balance towards confinued
svle reliance on the automobile and away from resstablishing commuter rail service. Capacity
would be opened up for the autemobile. This will result in a reduced need for capacity increases
that could be supplied by commuter rail. Now, at this location, is the window of apporiunity for the
community 1o increase capacify using cost-effective transit, rather than concrete.

+ The cost of the MDOT proposalis so high that it wauid be difficult to find additional resources for
improving transportation access and adding transportation capacity using commuter rai. MDOT
and others will ask: That area already got $1,300,000,000 in our scarce franspartatian
improvement money, why should we spend any more transportation money bringing in commuter
rail ke that area?

MBOT never seriously considered the feasible alternative of adding capacity using transit along the
available commidor. This feasible alternative will provide the needed capacity and access through the
region, enhance the vitality of the community while promoting a safe and secure transportation system.
This altermative needs to be fully considered in the final EIS.
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14 SECTION 4{F) PRECLUDES DESTRUCTION OF PROTECTED 4{F) HISTORIC RESOURCES
BECAUSE PRUDENT AND FEASIBLE ALTERNATIVES EXIST,

14.1 MPOT fails to propetly analyze the impacts of the “huild alternative” on protected historic
sites under Section 4{f) of the Departenent of Transportation Act, 49 B.5.C. Section 303
{1999},

Seclion 4{f) provides that the Secretary of Transportation may not approve the use of land from an
histaric or archeologica! site ar 2 publicly ownead park unless a determination is made that “there is no
feasible and prudent alternative to using that land.” 48 U.5.C. Section 303{c); Federal Highway
Administration {FHWA) NEFA Regulations, 23 C.F.R. Section 771.135{a). The FHWA reguiations
specifically require that the agency evaluate the use of 4({f) land “sarly in the development of the action
when alternatives to the proposed action are under study " 23 C F R. Section 771.135(b). The DEIS does
nat inciude an analysis of whether feasitle and prudent aftemnatives exist which would minimize or avoid
the impacts Lo the archeological and historic resources. Instead, MDOT giosses over the real hanm that
the “build alternative” will cause to these protected sites, MDOT has essentially proposed the less
protective Section 106 assessment approach as s proposed complisnce with the more demanding
Section 4{f). MDOT's proposed actions do not constitute Section 4(f} compliance.

MBDOT proposes to demolish ane residence, 5287 Hecla Streef and a corner siore in The Historic
Woodbridge District which is fisted on the National Registers of Historic Plages. This neighborhood has
enjoyed a renaissance with maty of the owneroecupied homes refurbished and upgraded. it is one of
the tast ramaining intact and viabie historic neighbarhoods of its era. It is an eminently waikable and
pedestian friendly community, and should not be sacrificed (o MDOT s excessive expansion of the Build
Alterative. The purpase and Need of this praject can be met by implementing the less intrusive No Build
or Enhanced No Build altematives in conjuncltion with fransit and mode shifting for freight to meet
capacily and safety needs. The destruction of these buildings is nof essential. Prudent and feasible
alternatives exist, and therefore Section 4{f) precludes their demaolition.

Contrary to what the DEIS states, there s no complete description of the United Sound Systems
Recording Studios in 5.10, which discusses Nafural Resources, This threatened structure has particular
histaric relevance to the Afrcan American committee, and therefore targeting this building for demalition
raises Environmental Justice concerns as well Section 4(f) As was the case with the Woodbridge District,
the purpose and need of this project can be met by implementing the less intrusive No Build or Enhanced
No Build alternatives in conjunction with transit and mode shifting for freight to meet capacity and safety
needs. The destrustion of these huildings is not essential to this project. Prudent and feasible alternatives
exist, and therefore Section 4{f) precludes the demolition of the United Sound Systems Recording
Studios, in order to save a parking structure, 1t is time to halt the destruction of Detroit's past.

The “build altemative” will significantly impact the use and very existence of several historic properties.
The DEIS does not include an analysis of whether the requirements of Section 4(f} have been met. The
plan to address the historic status of the threatened siruciures does not comply with either the letter or
spirit of the law. Daspite acknowiedging this impact to a Section 4(f) property, MDOT makes no attempt o
analyze whether a feasible and prudent alternative to using this property exists as required by the law,

A proper analysis of the impacts 1o this area and all reasonabile altermafives to the “Build Alternative”
would clearly reveal that TRLFs alternative, which includes establishment of transit improvements,
presents a feasible and prudent altemative which would greatly reduce the impact to the historic
resources, . It is time to halt the destruction of Detroit's past. Section 4(f) precludes implementation of
the “Build Afternative” as cumently proposed. The project can and must be redesigned to preserve these
historic structures.
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15 THE ALTERNATIVES ANALYSIS IS WOEFULLY INADEQUATE,
15.1 Alternative NEPA Claims: Cumulative And Connected Actions And Frogran‘imatic EIS.

12,11 Considerstion of Reasonable Akernative to the -84 expansion are best considered with 3
Programmatic £15 Because The Agencies” Actions Are Connected.

The multiple phases of the 1-94 comidor expansion as well as the other two projects planned for the 1-75
comdor (i.e. the I-375 extension, and the Oakland county expansion considered in combination, in
addition fo the 2 miles of I-75 reconstruction at the 1-94 interchange which is integral to the phase of the
project discussed in the DEIS.) must be considered altogether in a programmatic £15 because they
represent (a) connected actions and (b) cumulative actions. The CEQ regulations require consideration
of both types of actions in a NEPA analysis. 40 C.F.R. §1508.25. Furthermore, -84 corridor's
environmental impacts, its effect on ravel demand and on the development of tanspartation alternatives
in the 1-7% comidor must be considered in a programmatic EIS. The CEQ regulations require such a
broad analysis to evaiuate issues related both geographically or generally {e.9., comeman timing, impacts,
altematives). 40 C.F.R. § 1562 4{c){1)-(3).

The “connected actions” réquirements are synanymous with the section 771.11 segmentation factors
reguired by the FHWA regulations. See Ciairion Sportsmen’s Club v. Pennsylvania Turnpike Comnr'n,
882 F. Supp. 455, 474 n. 21 (W.D. Pa. 1985 (analyzing “connectad actions” claim in terms of
independent utility}, However, the “connected actions” reguirernent provides an additional basis for
analyzing the |-94 project, the interchanges, |-375 and 175 project in Cakland County as 2 single action.

Connected actions are defined as actions which are {1} closely related, (11) shouid be svaluated in the
same E1S, and (I} either (2} cannot or will not proceed uniess other actions are taken, or (b) are
interdependent parts of a larger action and depend on the larger action for their justification. 40 C.F.R. §
1508.25{z2){1). Clearly the three phases of the 1-04 project are {i} closely related and (iH) depend on the
entire corrider for their justification. Furthermore, the -84 corridor and including its interchange with 1-75
and the transportation needs of the {-75f-375 corndor {ll) should be evaluated in the same EIS, for the
purpose of evaluating the role of an integrated regionat transit system in meeting the capacity needs of
the mostly east-west 194 cormidor , and the north-south. At least one federat court has recognized that an
interchange and the averall highway project are “connacted,” and thus should be part of a singie EIS.
Village of Grand View v. Skinner, 847 F.2d 651, 656-57 {2d Cir. 1881).

There is no discussion of intermodal alternatives that do include a transit or rail component as part of the
solution to mobiiity needs within the region. MDOT currently lacks the tools 1o perform the appropriate
multicnodal anslysis.

15.2 Cost Estimates for the various alternatives lack adequate substantiation and detail to make
a meaningful comparison of alternatives

The only cast estimates provided for this project are outiined on Table 4-2 of the DEIS. This is
inadequate. The DEIS needs to include sufficient detail an the costs so that it is possible to determine
whether the estimated costs make sense. TRU's initial analysis is that the cost to repave 1-94 consistent
with the “No-build alternative” would be semewhat more than $16 million, and included no allowance for
bridge work. This was reinforced at the Cily of Detroit City Planning Commission meeting, May 5, 2001,
witen Andy Ziegler, MDOT's Project Manager stated that the cost of the *No Build” altemnative would be
appraxinately $100 million. Thers is no way o know whether MDOT is including the same companents in
the two differing estimates for the “No Build” Altemnative. s MDOT actually suggesting that continued
cold patch ance a year is suificient to propery maintain the existing -84 faciiy?

MECT estimates that the “Enhanced no Build® [ENB]aiternative would cost approximately $842 million.
The ENB includes the following improvements and enhancements to the existing facility:
* Improvements to shoulders and ramps
« Construction an additional flex tane [acceleration, deceleration and auxikiary) throughout the enfire
6.7 mile comigor — the functional equivalent of a fourth tane of capacity.
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+ Replacement of existing Bridge Structures, ramps and pavement fo current dimensions
» Reconstruction of existing interchanges

By contrast * Buiid Alternative, at a cost of $1.244 hillion would entail:

» Acquisition of Right of Way.
Creation of twe additional Through Lanes
Creation of 4.5 lanes of reserve space in the center {(surface treatment is not indicated)
Creation of 40 foct wide service drives o either side
Construction of Noise Barriers
Construction of new, extra —wide, combined vehisular and pedestrian bridges. These structures
will be much longer than existing bridges they will be replacing to accommodate 8-10 extra lane
widths in the depressed mainline.

« Total rebuiiding of the |-75/-84 and M-104-34 interchanges and ramps

« Construction of new ramps throughaout the 6.7 mile segment.
ft is inconceivabie that all of these addiional companents wilk cost only an additional $400 million. The
staggering difference in costs betweesn the two projects raises several competing sense inferences. Either
the costs of the ENB are overstated to make it less atiraclive, or the casts of the "Build Alletnative™ are
undersiated to make it more atiractive, or both estimates are wrong. Before one can fairly assess the
impacts of this praject from the perspective of opportunity costs and economic development benafits, a
new DEIS must rescive this conflict.

The DEIS is severely deficient for not providing a more detailed costing analysis. The public is entitfed to
ernough information ta be able to evaluate opportunity costs of committing to another 30 years of
pavement dependence and continued naglect of transit invastrent. The public should net be asked to
sign a blank check for a project that has the potential to be perpetually urdar canstruction and to be
plagued with the same magnitude of cost over runs as Boston's Big Dig.

16 ECONOMIC IMPACT

16.1 At a cost of $1.3 Billion, the “Build Aternative” would drain public money from transit
Investments

There is a significant difference in cost between repairing 1-94 to its existing design and the “Build
Alternative” Putting $1,300,000,000 into the *Build Alternative” is not the highest and best use of scarce
taxpayer maney to revitalize Detroit through transportation. TEA-21 requires that transporiation projects:

Provide accessibility and mabiity for alf people and goods,

invest strategically in ranspartation infrastructure to enhance the vitality of the cormmunity;
Promote a safe and secure transportation sysiem,

Protect and enhance the environmeant

& B & »

Cn the contrary, MDOT's "build atemative” for the expansion of [-94 mests none of these goals. In fact,
MDOOT's current design subverts thess goals:

« [t provide no accessibility and mobility for those people living along the corridor without a car

« [t will suck the vitalify out of the community by building a poisonous snake-ike structure through
the community that makes it easier for cars and treeks ko get out of Defroif fast

» i will increase hazards atong the 1284 corridar in terms of both traffic crashes and health impacts

« It will degrade the environment, modeled impacts show that there will be CO exceedances when
the model uses the correct background monitor.
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18.2 MDOT’s Decision to finance Preliminary Engineering with Build Michigan Il doflars
increases the Financial Burden on Detroit.

MOOT's plan for the 1-94 expansion ic also financially harmful to Detroit. The economics of Build
Michigan Il {BMF) are interesting, because BMII} increases Detroit's farced share. The usual funding
formuta for federal highway construction projects is: 80% federat, 17.5% state, 2.5% Detroit \When MDOT
decides o put up 100% state money, Detroifs share jumps to 12.5%. Thus Detroit's share for prefiminary
engineering for i-94 with BMU! is 8.25 miflion; under the stardard formula which refied on federal funds for
80% of the costs, it would be aniy $1,650,000, not the $8 million it is now slated to cost The same
incremental cost burden was imposed on Detroit by the decision to uze BM I money for 1-375.

. MDOT has conveniently avoided publicizing the fact that it expects, pursuant to State iaw, the City of
Detrait 1o pay part of the £1.24 billion cost of MDOT's 1-94 expansion proposal. TRU's preliminary
estimates of MDOT's expectations of the City of Detroit is that the City will have to pay about $37 500,000
as the City's share of the project cost. The Cily will be forced either to raise local taxes to pay that
amaunt or to deder afready badly-needed maintenance of its existing street network,

The 337,500,000 estimate is based on the foliowing calculations.

(1) State faw [MCL 247 851c], quoted in (4) below, appears to require that the City of Detroit pay for 12.5
percent of the non-federal share of the project investmant,

(2) MDOT's Build Michigan 3 bonding resolution approved by Michigan's State Transporiation
Commission on October 26, 2000 states that early preliminary engineering and preliminary engineering
for the -84 project are estimated to involve a totaf outlay of $66,000,000, of which the City of Detrait will
pay $8,250,000 (i e, 12.5% of 366,000,000, consistent with state law as referred to above) and the
remaining $57,750,000 will be paid from the "Buiid Michigan 3" band proceeds.

{3) ¥ MDOT's $1.24 billion cost estimate for the 1-94 expansion is comect and if we deduct the

$66,000,000 outlay from that total, the net outlay after engineering for the project will be $1.174 billion, If
the Federal Highway Administration is persuaded to fund eighty percent of the praject cost, then the City
af Detroit has to pay MDOT another $29,350,000 milion for the privilege of acquiescing to their proposal.

This Analysis is based Act 51 of 1951 regarding STATE TRUNK LINE HIGHWAY SYSTEM, Sec,
247 651c Cost of apening, widening, and impraving state trunk fine highways. Ex. NN

The cost for congestion management and traffic maintenance during construction at 20% of the project
hudget seem excessive and are unjustified. Other regions have used Interstate highway funds to develop
transit aiternatives for traffic management during construction. The DEIS migses the ocpporfunity to
implement & pifot transit system at federal expense (capital and operating) to help educate Detrait's
transit nalve paputation as an integral component of reducing construction induced cangestion.

163 Failure to invest in transit deprives Detrolt of economic development opportunities

Transportation projects that focus solely on pavement primarily benefit the paving industry. Road buiiding
contractors tend to hire few workers from urban project areas. MDOT implicitly acknowtedgas this when
they includs as & positive effect:
The economy of the Region would benefit from long-term and short-term construction refated jobs
provided by the freeway projects. DEIS p5-95, Emphasis supplied.
Therg is liltie expectation that a sighificant number of construction jobs created by this project will go to
local residents. Nevertheless, the community will bear the burden:
The sum of these construction impacts would resultin inconvenience and some frustration as
residents travel, wark, and live with various projects. DEIS p 5-85.
By contrast, transit capital investment creates 314 jobs for each $10 million invested returns doflars to the
community benefit. That is a significantly higher job creation rate than pavement investments. Pubfic
‘Franspartation and the Nation's Economy, Cambridge Systematics, Inc. October, 1988, Ex. Q0.
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The DEIZ concedes that Detroit will loose tax revenues as privately held property is comvertad to MDOT
ownership, . Clean air falls just behind ciean water and crime as the thind most importart factor people
eonsider when deciding where io live, according to Money Maaazine Based on that, the increased
emissions that this project will oenerale will aclually reduce community development apportunities, not
enhance them, and will result in the lowering of property values and reduce the Detroit's tax base. By
contrast, fransit oriented development [TODs] encourages more efficient development in existing
communities and Jeads to less {raffic, more travel choices, and less air pollulion,

16.4 No Cost Benefit Analysis was performed.

16.4.1 Meode Shift

The DEIS does not address potential air quality benefits that could flow from fewer vehicle miles traveled
becauze of 3 mode shift to transit from singke cccupancy vehicles, because transit was never considered.

16.4.2 Transporiation Diversity Benefit

All investars know the importance of maintaining a diverse portfolic. We need to increase our diversity of
investment in tratsportation, not confinue to rely atmost sclely on pavement. Southeast Michigan pays =
huge cost far its lack of diversification. The average Michigander wasted 41 hours sitting in congestion,
and suffers from a congestion burder that is the third worst in the nation, after Los Angeles and Las
Vegas, because our region lacks adequate alternative medes to the single cccupancy vehicle driven on
pavement. Easing the Burden, Surface Transportation Policy Project, May 2001, Ex. PP

On page 4-38 of the DEIS, there is discussion of the opportunity cost associated with not increasing the
capacily of pavement. in reality, our region will pay a huge opportunity cost If we continue to rely on
pavement alone for our transpetation investment. Lack of iransportation aiternatives forces Southeast
Michigan households to spend over 18% of household incorne, the highest expense after housing on
tranzportation needs. Ex. Q. One reason these costs are so high is that region provides litfle mode
choice. Lack of access to an automobile afso mises transportation costs and precludes those without a
car from active participation in and contributions to the region's economic growth. Ex. RE

This DEIS defines a crossroad regarding the future of Michigan's transportation system. Do we continue
to pour billions of dollars into new and wider highways, or do we steer Mizhigan in & better direction. The
better direction is to diversfy cur transporiation investment portfolio by investing in congestion-fighting
transit options in our urban areas.

16.4.53 Commudily lavestment banefit

The impoverished neighborhoods alang the projest comidor woutd benefit greatly from enhanced housing,
retail and commercial developments. The DEIS has not made the case that $1.3 bilions in pavernent will
directly benefit the local community in that same way that & comparable tnvestment in transit and transit
criented development would. In lisu of the pavemant-only Build Alfernative, we propose that at least haif
of the budget for this project be redirected to installing cleaner transportation cholces such as commuter
rail, light rail, Speedlink, and enhanced bus services that would support community reinvestment. We
should move forward with commuter rait and increased bus service in these cormridors as we!l as high
speed train rail between Detroit and Chicago. Recent transportation studies showed such fransit
improvernents were the most cost-effective ways fo reduce air pollution, congestion and give people mare
choices. The DEIS for the -84 expansion ignores transit and rall alternatives that could reduce traffic and
the pollution it causes. :

16.5 SEMGCOG Transit Vision

Mo Final DEIS should issue untif afier SEMCOG's transk vision is completed in Qotaber and YWayne
County's Air Toxic Monitoring projects have been completed. It would be premature to commit resources
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to prefiminary engieering and design, without knowing what transit alternatives SEMCOG will offer and
whether the project can be built given the air quality status of Southeast Michigan.

17 MISCELLANEOUS
171 The I-75/1-24 Interchanyge is overdesigned and consumes too much urban kand,

The “huild alternative” proposed design for the I-75 Inferchange consumes way too much space ineluding
the space used by the historic Ann Arbor to Betroit Commuter rail line. Real estate so close to downtown
Detroit shouid not be squandered on such a large interchange, The ramp geometry appears to be
designed to enable truck traffic to transfer between the |-94 and I-75 &t 70 miles per hour without stowing,
e submit that that both the design and the speed that it would enable it are excessive. The 1ndge [ M-
10) interchange is more compact. MDOT must justify making the I-75 interchange design sc expansive,

17.2 Rail right-of-way southwest of the |-75 interchange must be presetved for commuter rail,

There s no discussian in the DEIS as to why this historic Ann Arbar to Detroit tinear corridor is being
squandered for entrance ramps and a garbage truck read as depicted on "Build Alternative™ Sheat 13-4,
Linear corrdors are very difficult to recreate once lost. This particular right of way is necessary to alfow
the Lansing — Ann Arbor Defroit Cornmuter rail route, now under study by CATA, to reach its togical
terminus near the Renaissance in the Central Business District efficiently Loss of this rafl right of way will
add at least an additional two minutes to the traved time and adversely impact the feasibility of the service.

17.3 Cennection of the I-84 expansion to other [-75 projects should be reviewed as 2 whole in a
proagrammatic EIS.

Because the “build afternative” would widen and reconstruct about 2 mites of [-75, this searment of the
preject should be evaluated along with the cther proposed changes of I-75 in Qakiand County and =375
along the East Riverfront Area to aveid project segmentation and obtain 2 complete review of
alternatives. When all three of these separale |-75 projects are combined, commuter rail between Pontiac
and the Renaissance Center would be considered as a viable alternative for the three projects. All of
these pavemnent expansion projects are connerted actions which must be evaluated in the same EIS in
order to properly evaluate potential for a regional transit system, including commuter rail in both the 1-94
and |-¥5 camidors.

17.4 The apparent removal of the GTW railroad bridge, which separates the main rail line from I-
94 must be explained.

The existing railroad bridge for the mainline Grand Trunk Western, Conrail, Amtrak line between the
Detroft Amtrak Station and Dearbom is shown 1o be removed and nit replaced in the plans. (See Sheet
1} This must be a mistake in the “build alternative”™ design because of the extensive traffic across the
existing railroad bridge and the importance of this rail comider. Af the very least the omission of this key
piece of railroad infrastructure raises the question of the level of Review and Guality Control to which this
document was subjected. If such an important element as the Grade separation between an interstate
Freeway expansion and the main rail line has been omitted, how carefully has the rest of the document
been prepared?

17.5 Linear and Lateral Segmentation

The "build alternative” has 3 subsets in both the linear and lateral directions. The “build altemative™
project is only the center segment and would need segments to the east and west of it to be complete.
This cannot be a successful stand-alone project

In addition, nothing, cutside of the feefing that it would be nice, is provided to justify the expansive-wide
service drives proposed, the real need for the additional capacity of 1-84 and the need for the space in the
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rmiddie. “The agency rmust go beyond mere assertions and indicate is basis for them.” (Rankin, 384 F,
Supp. at 658 (quoting Environmentat Defense Fund v. Froehike, 473 F.2d 346, 350 (8" Cir. 1872)).
Where the DEIS goes beyond assertions and provides data such as on the projected level of service
information provided, the “build aftemnative” is clearly excessive design even without the extra space in the
middle fer future expansion. The design should be for a level of service of E during rush hour in 2020, not
a level of service of T and D as is proposed.

17.6 The DEIS Fails {0 address increased energy consumption and potential increases in
emissions of greenhouse gases from mobile sources.

Caparity increases that induce increases in vehicular miles traveled [WMT] of both passenger vehicies
and trucks contribute to increased fuel consumption and the attendant increase in emissions from
combustion of gasoline and diesel fuel. Emissions of particular concern are oxides of nitrogen, and
Carbon Monoxde[CO] from bath cars and frucks, Volatile Organic Compounds[VOQCs), primarily from cars
and fine particulate matter [PMZ2.5] primarily from diesel exhaust

The DEIS total {ails to address the emission of green houses gases, primarily Carbon dioxide [CQ2}. The
expansion of -94 by adding capacity will increase fuet consumption, decrease energy efficiency by
favoring trucks over raii for freight movement, and exacerbate gicbal climate change. THE DEIS does not
adequately addrass any of these cumulative, indirect and secondarny impacts.

18 PUBLIC PARTICIPATION PROCESS WAS INADEQUATE

The opportunity to comment on this proposed projest, which will take place entirely within the city limits of
Detroit, should have been very well publicized, throughout the enfire study comidor, In fact the information
was neither published on MDOT's website nor the subject of MDOT's press releases untit more than
halfway through the camment period which began with legal notice pubiished on February 9, 2001. Many
gavernment officials, and public organizations listed in Chapier 9 — Distribution of the DEIS - did not
receive copies of the DEIS in a timely fashion. The Defroit Planning Commission had to request their
copy at the March § public hearing.

18.1 MDOT's chosen Public “hearing” format frustrates community interaction and the public
participation process.

MDOTS public participation procedures were inadequate. We have serious concems about the adequacy
and effectiveness of MDOT's public *hearings”. MDOT prefers an open house format with lots of maps, a
biased slide show riddled with factual misstatements and inaccuracies, reassuring consultants and MDGT
empioyess with no knowledge of the project, or even the local geography. The prezence of a reporter off
to the side taking individual comments does not convert this charade into a public hearing.
“Pyhiic hearings provide the community and the decision makers a forum for the fres and
contemporanaous exchange of ideas. 1t is a dynamic procass which has at ifs core the idea that it
is only through a public meeting that details and inthicacies of controversies can be best explored
and understood.”

City of South Pasadena v. Siater, . Supp.2d, 1108, 1132, (CD Ca. 1586).

Wae beligve that MDOT refected the tradifional public meeting forrmat because it was not interested in
fostering a “free and contemporaneous exchange of ideas” and or allowing for exploration of the “details
and infricacies of controversies.” Coalition members of TRU requested that when the FEIS is complets,
MBOT hald a true public hearing that includes an opportunity for community members to publicly address
MEOT and local officials as well as each other. It is acceptable if MDOT chooses to continus with the
apen house displays and a court reporter for individual comments, but we insist that there be a change in
the format to allow such a public sharing of comments. We also reguest that the meetings occur between
5 and ¥Vpm to factitate partwipation by commuders, for whose benefit the project is allegedly being built,
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18.2 MDOT's wrongful segmentation of this project and overly narrow definition of stakeholders
has eftectively deprived impacted communities the opportunity to comment.

Because MDOT has wrongfully segmented this project, it ¢id not include those beyond the 6.7 mile
segment as stakeholders, Community groups, govemmentat entities and ordinary citizens living within the
larger project corridor, but not within the 6.7mile sub-segment, including the southwest Detrait community,
did nat receive information about the scale of expansion and its eventual impact on their communiies.
City managers in the communities of Harper Woods, Grosse Pointe Woods, St. Clair Shores, Roseville
and Eastpointe were only vaguely aware of the project and {otally oblivious to its potential impact on their
communities if built out to the fult total 24 lanes of width as proposed. These communities and their
citizens wil ultimately bear the brunt of cumulative impacts this DEIS fails to disclose. The wrongiul
segmentation of this project has effectively deprived those impacted of their rigit fo comment and
participate in the development of this public projact.

19 CONCLUSION

This project is a suburban-style, automnobile-centric expansion that isn't eppropriate for the urhan
environment The DEIS is inadeguate in terms of justifying the project through the statement of puUrpose
and needs. In addition, the 1-94 expansion reduces the opportunity to invest in betier transit in the region
such as bus rapid transit and commuter rail. :

The DEES serves more gs & sales prospectus in support of the extravagant “build asiternative” The DEIS
has not presented a balanced impertial assessment of the relative benefits, costs and adverse impacts of
the project proposed, or provided enough information fairly to evaluate the “build altemative” agamst other
altematives, most of which are not found within this decument. It would be arbitrary and capricious to
determine that this document has satisfied MDOT and FHWA's Draft environmental review obligations of
the -94 project '

Because of the considerable impact on the human environment in the City of Detroit, this project needs to
be thoroughly reevaluated to determine a more holistic solution, Repaving 1-84 within the existing design
and investing the taxpayer's money in transit capitat and neighbarhoed redevelopment would be a
significantly rore efficient use of taxpayer maney, would provide for the needed capacity and result in a
stronger, rmore vibrant Detroit,
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20 EXHIEITS

A Greater Defroit Area Freeway Rehabilitation Program, {GDAFRP] {1990) The program is & collection of
Goal statements, chans, maps and individual reports. Much of the information is unpaginated and
undated. Relevant Excerpts have been reproduced as a singie exhibit

E Memo from G, Robert Adams to Highway Stesring Cormmittee re the Graater Detroit Area Fraeway
Rehabilitation Freeway Program, Feb. 15, 1891

& Greater Detroit Area Freeway Program bmmediate period { thru 1997} Needed Construction Work and
Recommended Corridor Studies. — Maps | and || and Summary of Immeadiate Actions — Chart.

[ Auglest 19895 Scoping Packet

E W.R 760am interview evening of March 22, 2001, 9:45 pm David Mewrman show.

EVolume { - § Year Road and Bridge Frogram 1993-2003— Metro Region, . Pp 53-54

G Volume H- 5 Year Road and Bridge Program 1399 [sic]-2004 — Capaczty Improvements and New
Roads — Wayne County, pp. 66-7

M Volume |l - & Year Road and Bridge Frogram 2001-2005. p.B1

b £Y 2000 Transporztion Planning Cerification, Summary Report Detroit Michigan, Prepared by FHWA and FTA,
June 14-15, 2000, pp.12-14.

J TRLPs Transit Vision with estimated capital and operating costs. May 10, 2001

K L Grenzeback, Impact of Changes in Highway Capacity an Truck Travel, printed as Appendix C,
Expanding Metropofitan Highways, Transporation Research Board, pp. 310-44 {1995 National Academy
Press} Excerpt attached.

L Noland, Rebert, Traffic Fatalities and Injures: Are Reductions the Result of 'lmprovements’ in Highway
Design Standards? Nov. 2000,

M Total Truck Movements on Highway Crossings between Southeast Michigan and Ontaric. May 11,
2001.

M Detroit Intermodal Freight Terminal Stady

O DIFT Background Paper, hitp: Maww. mdeot state. mi usiorojectssdift!

P Regional Passenger Rail — a concept for Southeastern Michigan, Summary Report, Scutheastem
Michigan Regional Rail Study, June 1897, {1997 Commuter Rail Study].

2 Modern Detroit Renaissance Center - Oakland County Commuter Rail Service, Dietrich R. Bergmann,
PhD, PE, April 25, 2001

R SEMCOGE's Transit Vision Forum. Levels of Service and their Characteristics, May 2001

S J Rankin, PE, Evolution of a Commuter Rail System in South Florida (FDOT, July 1920}

T P. Hands, Editorial Cartoon Grosse Poinke News, p. May 10, 2001 (“Quit complaining {abowt gas prices)
you could always take the bus, ha ha ha!™

U Walkable America Checklist June 3, 1899, hifpdfhwwwe nec orgiwalliwkabout. htm

WV Mean Streets 2000, Pedestrian Safety Health and Federat Transportation Funding. Surface
Transportation Policy Project,

W COC, Promaoting Physical Activity, A Guide for Cormunity Action, , L. Frank, Ph. D

X R Pate, Ph. D., Physical Activity and Fublic Health, 273 Joumal of the American Medical Association
402-06 {Feb. 1, 19495}

¥ M. Peirce, Obesify, Detroit Free Press, pRA, April 24, 2001

£ Diabetes Considered Emerging Epidemic, Detroit Free Prass, Sepiember 28, 1088,

hitpfheww freepress.cominewsihealthigdvpe?s him

Ad . Executive Summary How Land Use and Transportation Systems Impact Public Hesith, ACEs
Warking Paper #1 7?7 bafance of document avallable at (web address)

BB Figure 2-4 Comparisen of MOBILESa or EMFACTF emission tactars for CO as function of average
trip speed, 1990 fleet average for light-duty gascline vehicles, TRE, Expanding Metropolitan Highways,
chapter 2, p. 50
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CC TRE, Expanding Metropolifan Highways, Appendix E, Minority Statement of Michael & Reaplogle,
pp35b4d- 380

DO Executive Surnmary and compiete report, MATES

EE [Diesel Sourcebonk, Clean Air Network & Natural Resources Defense Council, p3-16.

FF Sy RM .Changing prevalence of allergic rhinitis and asthma, Ann Allergy Asthma Immuneol 19939
Mar82{3).233-48; quiz 248-52, Abstract attachead,

GG hito www jama.ema-assn. orglissues/v28on 7/abeljoc80862 hirn and JAMA Feb 21, 2001, p 897 ~
805,

HH STAPPA-ALAPCO Air Toxics Study March 15, 2000,

I Testimany before Diesel Review Pangt by Clean Air Network, Ociober 12-13, 2000,

JJ Sierra Glub factsheets and studies conceming the dangerous health effects of Hving near highways.
KK In Car Afr Pollution, International Center far Technology Assessment

LL FY 2000 Transportation Plansing Certificaton, Summary Report Dedroit Michigan Prapared by FHWA,
and FTA, June 14-15, 2000, pp.12-14.

MM N. Marshall, The Nead to Accounf for the Effacts of induced Demand to Support Reliable Travel
Demand and VMT Eslimates for Metropolitan Flanning, Project Need and Alternatives Anafyses and
Conformify

NN EXCERPT from Act 51 of 1951 regarding STATE TRUNK LINE HIGHWAY SYSTEM

Sec. 247 651c Cost of opening, widening, and improving state trunk fine highway

QQ Publie Transportation and the Mation's Economy, Cambridge Systmenatic, Ine. October, 1898

PP Easing the Burden, Surface Transpertation Poelicy Project, May 2001

QQ Driven To Spend, Surface Transportation Policy Project

RR G. Krupa, Loft Behind, tha Forgotten Victims of Poverty, Detroit Sunday March 28, 2001,
hitp:fidetnews. comfspeciaireports/200 1/ povertyfindex him

S5 North American Trade and Transportation Corridors: Environmental Impact and Mitigation Strategies,
Morth American Commission for Environmental Cooperation, Feb. 21. 2001,
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