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Letter 1, U.S. Department of Agriculture, June 1, 2005

USDA
=BT

June 1, 2005
whiiod B‘:I';I‘
Agriculture Mr. Robert Parsons
- Michigan Department of Transportation
Fasoures P.O. Box 30050
w Lansing, Michigan 48909

wm RE: Detroit Intermodal Freight Terminal, Wayne and Oakland Counties,
Michigan: Draft Environmental Impact Statement and Draft Section 4(0)

ok Evaluation (DEIS)

Eaat Lansing, 1

% Dear Mr. Parson:

e s g
We have reviewed the DEIS for the Detroit Intermodal Freight Terminal in Wayne
and Oakland Counties. We have determined that the proposed changes will not have 1
a negative effect on prime and unique farmland. This is based on current use of the
soils in Wayne County as per a photographic study, All of the City of Detroit and
most of the surrounding cities south of 8-Mile Road in Wayne County are without a
maodemn soil survey where some predictions related to future uses can reasonably be
made based on soil characteristics.

) seasonally high water tables within 6 feet of the surface and have high permeabilities.
Contamination of near surface and surface waters is very likely in the event of a
contaminant spill during any proposed construction, The movement or spread of
such a spill can be rapid within these large soils pores. Contingency plans may need
o be considered for such an event in all areas but especially for this terminal.

The CN/Moterm Terminal in Oakland rests on soils that are quite porous, have ‘ 2

Thank you for this opportunity to comment on the proposed project.

Sincerely,

Tt G H, s,
JOHN A, BRICKER
State Conservationist

cc:
Steve Olds, District Conservationist, NRCS, Ann Arbor, Michigan
Albert Jones, ASTC for Field Operations, NRCS, Flint, Michigan

Tha Naiwsl Rescorres Cormaneton Sefvice woda i pafinesfip with Ta
Arraricon® DoohiS 10 ConserS Bnd alEn natunsl rescuroes 00 pivess (ends

Sy e Eusl Opportuniy Providas snd Empleyer

1 Comment acknowledged.

2 [The CN/Moterm Terminal is not part of the Preferred Alternative.

DIFT Final Environmental Impact Statement and Final Section 4(f) Evaluation
A-1




Letter 2, U.S. EPA, August 16, 2005

.4'2'*' UNITED STATES ENVIRONMENTAL PROTECTION AGENCY
% AEGIONS
w ] 77 WEST JAGKSON BOULEVARD
s CHICAGD, IL 80604-3580
it
AUG T 82005

REFL Y TD TV ATTENT O O

B-197
Mr. Abdelmocz Abdalla
Environmental Program Manager
Federal Highway Administration
315 West Allegan Street, Room 201
Langing, Michigan 48933

Re: Comments on the Draft Environmental Impact Statement (DEIS) for the Detroit Intermodal
Freight Terminal (DIFT), Wayne and Cakland Counties, Michigan, EIS No. 20050190

Dear Mr. Abdalla:

1 am providing comments on the Drafl Environmental Impact Statement {DEIS) for the Detroit
Intermeddal Freight Terminal iDIFT), consistent with our responsibilities under the National
Environmental Policy Act (WEPA) and Section 309 of the Clean Adr Act

The DIFT includes the proposed enhancement of intermodal operations by four Class | railroad

companies [Morfolk Southern (NS), Canadian Pacific (CP), Canadian National {CN), and CS5X].

In the Dretroil area, four termunals handle intermodal operations: the Livernois-Tunction Yard

ownedioperaled by CSX and N5, CP/Expressway; CP/Ouak; and, CN/Moterm. The purpose of the

DIFT is to improve freight handling efficiency and increase capacity in the Detroit area. Four

alternatives are evaluated in detnil in the DEIS:

Allernative | - the No-Action Alternative,

Alternative 2 - Improve and expand existing terminals,

Alternative 3 - Consolidate all intermodal operations at Livernois-Junction yard, and,

Alternative 4 — Consolidate the intermodal operations of CSX, Norfelk Southern and Canadian
Pacific ot Livemois-Junction Yard while improving/expanding the existing
CN/Moterm termimal

The Federal Highway Administration (FITWA) and Michigan Department of Transportation

(MDOT) have not idennfied a preferred altemmtive.

The U.S. Environmental Protection Agency (EPA) understands that the proposed enhancement
would have & number of economic efficiency improvements and would benefit the local
ceonomy. We offer our comments below because we believe that FHWA and MDOT can make
severnl small but important adjustments lo maintain economic gains while improving air quality
relative o the current alternatives,

EPA is concemned about the quality of the analysis regarding air impacts of this project. It appears
that the project has the patential to improve regional air quality but also to concentrate

BaqpohulPpcvriabin . Frtae st egetatis O assd bbs oes 100% Berprwid Pages (D% Pigtsmmer |
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Letter 2, continued

tnack/locomotivehandling equipment emissions in area(s) of Detroit that already have serious air
pollution problems. EPA has recently designated Southeast Michigan s a non-attainment area
for the fine particulate standard, referred to here as particulate matier 2.5 microns or less
(PM2.5). Because of their impaet on human health, EPA has emphasized the need 1o address
PM2.5 and diesel emissions through the National Clean Diesel Campaign and various regional
and [ocal initiatives. Work is currently underway to develop and implement national, regional,
and local eontrol programs that will assist in bringing this area into sttsinment of the health-
based FMZI.5 standard as expeditiously as practicable, Preliminary analyses indicate, however,
that despite implementation of national air pollution control programs, additional local controls
will likely be necessary for this area to reach attainment of the National Ambient Air Quality
Standard (NAAQS) for PM2.5, As a result, the stale may need to consider significant local
emissions reductions beyond current levels in order 1o attain the PM2.5 standard. It is from this
perspective that we have evaluated the proposed project and note that it has the potential to make
it more difficalt to attain the PM2.5 NAAQS. For example, using information provided in
Section 4.1 (Table 4-3 and Figure 4-1d), Altemnative 3 could increase trick traffic at the
Livernois-Junction Yard, near the highest violating PM2.5 monitor in Region §, four 1o six times
above current levels. Any increase in the emissions in this area is cause for concern and will
make the siale’s task of developing a control strategy for bringing the area into attainment more
challenging

Al this point in the process, we believe that the DEIS does not adequately describe impacts,
Further, there are unexplored epportunities for FHWA and MDOT to consider air quality

| mitigaticn strategiex, In order to establish that all practical, cost-effective mitigation options are
being considered, EPA recommends that additional evaluations be done. Specifically, additional
information is needed to better understand pollution coming from sources ai these facilities,
especially for PM2 5, including diesel emissions. Given the existing nonattainment status of the
Southeast Michigan arca and the high pollution levels being monitored near the terminal areas,
we believe it is imporiant that pollution be reduced through available, cost-effective mitigation
strategies in order to assist in attainment of the health-protective PM2.5 standards,

We encourage FHWA and MDOT 1o assess how to minimize these emissions while achieving
the project’s goals consistent with MDOTs policy of context sensitive solutions, That policy
includes the principles of achieving environmental sensitivity and stewardship, reflecting
community values, and insuring safe and feasible integrated solutions. Particulurly, FHWA
should evalunte transportation cormidors for each alternative that have the potential to shift truck
traffic away from residentinl areas. In addition, EPA recommends that the agencies evaluate
diesel emission reduction strategies for lerminal operations such as retrofits, electrification,
alternative fuels, and anti-idling in order 1o reduce environmental impacts associated with
PM25,. We believe these mitigation efforts can prodice reductions in the 40 to 60 percent range
for o cost that can be small relative to other local controls and likely are justified by fhe public
health improvements. We encourage a comprehensive evaluation of the impacts on the
community, including an environmental justice evaluation. We recommend that FHW A and
MDOT undertake an analysis of mitigation options, and commit to them 1o the extent possible,
£0 that an alternative with low environmental impact to the regional and local communities can
be selected.
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Letter 2, continued

Based on our review of the information provided in the DEIS and the detailed comments we have
enclosed on air quality and environmental justice, we have rated the DEIS as “Environmental
Ohbjections-insufficient Information” (EQ-2). The "EO" means that EPA identified significant
environmental impacts that can be cost-effectively reduced in order to attain the PM2.5 NAAQS
and provide adequate protection for public health, and the “2" indicates that additional
information needs to be provided in the Final Environmental Impact Statement (FEIS) to
alleviate these public health issues. Our rating applies (o each of the build alternatives presented
in the DEIS. We have enclosed a summary of EPA's mitng system under NEPAL

Thank you for the opportunity to comment on this DEIS. We are available to discuss these
comments. We are confident that these issues will be addressed and reflected in the forthcoming

FEIS. If you have any questions, please contact me. The stuff person assigned to this project is
Sherry Kamke, she can be reached al (312) 353-5794 or via email at kamke.shermy(@epa.gov.

Very fruly yours,
5 _?‘?
r;LTfL.umns ‘m‘
" Regional Administrator

| Enclosures (2}

1) EPA's Detailed Comments on the DEIS
2) EPA’s Summary of NEPA Riiting Definitions and Fallowup Actions

ec:  Robent Parsons, Michigan Department of Transporiation
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Letter 2, continued

Detailed Comments on Detroit Intermodal Freipht Terminal (DIFT)
Draft Environmental Impact Statement (DEIS)

Mitigation

EPA is concerned that no mitigation is proposed or discussed in the DEIS for air quality impacts
There are numercus mitigation actions and strategies that should be discossed and applied to the
allemnatives for construction and for lerminal operational sctivity, These are actions that
complement EPA’s National Clean Diesel Campaign to reduce diesel emissions. EPA s
available to assist in efforts o select mitigation strategies that would be mcluded in the final
project. EPA has found that there are multiple cost effective mieasures to reduce PM2.5 1
emissions. Mitigation measures appropriate for consideration ot the terminals include, but are no

limuted to

« Evaluation of transportation cormidaors for cach alternative that have the patential 1o shift
truck traffic away from residential areas.

« Anti-idling measures and efficient management for the movement of trucks and

otives to limit idling

auxiliary power units for trains
ni-rovadd fuels for trucks and equipment in the yands
* Retrofit and contro] technology for trucks and equipment in the vards
*  Use of hybrid utility locomotive engines for rail vard movements
* [mplementation of a construction emissions reduction plan. Several states” Departments
of Transportation have developed and implemented such plans. There are 3 number of
sction oplions to choose from to reduce overall construction emissions, including:
- Retrafitting off-road construction equipment, -
Using ultra Jow sulfur fuels for all equipment
Limiting the age of on-road vehicles used in construction projects w1998 and
newer vehicles and engines

gitive dust control plans,

- Diesel particulute trape and oxidation catalysts

- Use of existing power sources or clean fuel generstors rather than lemprorary
POWET EENRCTALOTS

Wie recommend that the FEIS include an evaluation of these miligation measures and
commitments o the maximum extent possible

Adr Qraality

While several options may reduce tofal regional emissions of PM2.5 by 2025, EPA is concerned
aboul

potential for localized impacts of particelate matter of 2.5 microns or smaller (PM2.5),
especially from

diesel equipment, trucks, and locomotives, and the potential for regional 2
cmession increases pnoes o 2005, Throughout the DEIS scoping and dev elopment process, EPA

See Section 5, Mitigation. First, the Preferred Alternative minimizes air pollutant emissions at the
Livernois-Junction Yard terminal by siting gates and access routes to minimize exposure to
neighborhoods and residential development by: 1) constructing the entry point off Livernois Avenue
(Figure 3-19) with concrete curbs so trucks are forced to/from the north via an improved I-
94/Livernois interchange, and not to/from the south and the dense neighborhood south of Vernor
Avenue; and, 2) providing new Wyoming Avenue entrances that connect directly to 1-94. Wyoming,
like Livernois Avenue, is a major arterial with no residential frontage and little nearby residential
development. Second, voluntary emission reduction measures are drawn from experiences with
addressing diesel and PM2.5 emissions through EPA’s National Clean Diesel Campaign and other
initiatives. These would include the measures such as Engine Idling Reduction Programs for trucks
and locomatives, auxiliary power units for trucks, and automatic shut-off devices for idling
locomotives; use of electrified truck parking areas; and, use of alternative fuels for handling
equipment.

PM , 5 and diesel particulate matter (DPM) concentration forecasts are not included. The tools to
calculate concentrations are not yet reliable and concentration prediction is not required.
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Letter 2, continued

5
hes advocated quantifying emissions and local ambient concentrations of PM2.5, including a 2
breakoul of diesel PM, in order to identify possible local areas of concem, to inform the design

and selection of alternatives, and o inform mitigation

MNational Ambient Air Chaality Standards (NAAQS) Concerns

Om January 5, 2005, EPA designated the seven-county Detroil Metropolitan area as
nenattanment for the PM2.5 National Ambient Air Cuality Standard (NAAQS). This
designation became effective on Apnl 5, 2003. The State of Michigan 15 required to develop a
plan by April 5, 2008 to address the PM2.5 NAADQS, The State of Michigan's plan will need 1o
incorporale any additional activity in the nonattainment area

The Livernois-Junction yard area in Wayne County is near the Dearborn PM2.5 monitor site

This monitor 15 registering the highest PM2.5 levels in EPA Region 5 and some of the highest i
the eastern Linited States. There are additional monitored violations of the air quality standards in
the surrounding areas near the other DIFT terminal sites. Preliminary analyses indicate that it will
be difficult for the State to reach attmnment for the PM2.5 NAAQS. The State may need to
consider significant local emissions reduction programs, including those targeting diesel
emissions in order to attain, Without significant matigation, the additional activity from this
project will greatly affect the State’s ability to attoin the PM2.5 standard

Air Emissrons Estimates

EPA has had ongoing dialogue with FHW A and MDOT regarding air pollution impacts of this
praject. We acknowledge the efforts made by FHWA and MDOT to address the issues. However, 4.1
EPA has identified some concerns regurding the analysis provided mn the DEIS: '

& There is no build-out or completion yeor designated in the DEIS 4.2

s  The constrection plan and constrection emissions estimates are nol included in the DEIS

= Mo pir emissions information is presented for interim years. Section 4.8.4 of the DEIS
and Appendix E section 7.0 state that terminal pollutant emission burden estimates were 4.1 cont
calculated for the year 2015. These emissions estimates are nod included in the DEIS. Air
emissions information is only presented for 2004 and 2023, bracketing a twenty-one year
spar. The State 18 required to submit a plan m Apnl 2008 that will ensure attainment of
the standards as expeditiously a2 practicable. Stales are 1o attain the PM2.5 standard by
April 2000 but EPA may provide up to a five year extension to 2015 in certain cases.
Since the State plan will need to demonstrate attainment of the PM2_5 standard as
expeditiously ns practicable, it is especially important to provide emissions information
for modeling years carlier than 2025

¢ The public roadway network is depicted by link segments in maps in the DEIS for the 4.3
build alternatives, bul there is no description of what the truck volume will be and what
routes trucks will use under each of the alternatives

MDEQ is taking a variety of actions to control point sources. Sulfur has been removed from diesel
fuel. New restrictions on diesel vehicles will substantially reduce mobile source particulate emissions.
The DIFT project has been found to be in conformity (see Section 4.8.4).

4.1

Interim year (2015) data, based on the anticipated DIFT implementation schedule, are found in Section
4.8.

4.2

FHWA-sponsored environmental documents do not normally include air quality emissions for
construction because it is impossible to define the type of construction equipment and their activities at
this planning stage. For the PM2.5 and PM 10 hot-spot analysis construction estimates were made and
compared to the other terminal development activities, such as closing Lonyo and reducing truck
traffic on Kronk to ensure that the construction activities do not contribute to violations of the
standards.

4.3

'Truck volumes are shown in Figure 4-11.
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Letter 2, continued

4]

In particular, EPA is concerned about estimates for PM2.5, Due to Lhe elevated PM2.5

moniloring values existing in the area, the non-attainment status of the area, and the increase in

intermodal activity associated with the build alternatives, a local assessment of PM2.5 ambient 4.4
concentrations from the yard and traffic should be performed. The information should include ’
estimates of PM2.5, including a breakout of diesel PM, to optimize the project design and

mimimize {he local impacts. Models and methods that are widely accepted and used in regulatory

contexis are appropriate for these analyses. EPA has worked with other agencies (o conduct

analyses of PM2.5; including the diesel PM component, for truck stops and other projects using

lools that are appropriate for application (o the DIFT. EPA is available to assist FHW A and

MDOT in this analysis

We have overall concems sbout polential increases in PM2.5 emissions for each of the project

alternatives. We realize that some of the project altematives also have potential regional

decreases in PM2.5 emissions. As noted abave, several altematives polentially impact violating

PML.5 monitors. Based on information presented in the DEIS, the number of freight container

lifis will increase dramatically in the build scenorios (especially under Altemative #3, the

Consolidate option). This information indicates that the number of lifts will increase up to four

trmes from current levels, Using the number of additional lifts and the lift'truck mtio used in the

DEIS, the number of trock movements !!l.luu[-_-h. the DIFT area s n;'x|1;'rb;'d o mncrense up o six

times from current levels. EPA is concerned about the potential impacts given that the activity

will be occurming near the Dearborm monitor, which 18 already a heavily burdened area with

respect to PM2.5. Maps in the DEIS (Figure 4-8c for example) show predicted traffic volume t

roadway capacity mtios exceed 1.00 (full capacity) in several locations near the violating 45
Dearborn PML.5 monitor, In some cases, volume-to-capacity ratios nearly double, This sugges: '
that substantial congestion will ecour at & number of inlersections and roadway segments

adjacent (o terminals, This is imee for each of the build allematives, but s most notable for

Alternative 3

It ig unclear why the DEIS predicts the public roadway burden for diese] PM should go down for
Alternatives 3 and 4 compered with No Action 2025 (Table 4.22) when the number of trucks in
those scenarios appears to increase by al least four times. The public roadway network is only
partially described in the document. There are maps that show the links that constitute the
roadways in the near-terminal areas that factor into the caleulations, but there is no description of 4.6
how much truck traffic will use specific routes o get onto those rondways identified, especially
for the Livernoiz-Junction vard (Fig. 4-41a). The Final EIS should provide a more robust
discussion of traffic patiemns for cach build altemative and what 1;|:u:'|_':|-|.|; actions will be
undertaken 1o optimize traffic Aows and reduce mmpacts

The DEIS states that road/soil dust represents a significant part of the total PM emisgions,
although it 18 not clear if the road dust number reflects the proposed paving of the yards (Table
4.21b). The DEIS suggests that rail yards will be paved and asserts that paving the yards will
greatly reduce the PM2.5 impacts of this project. Air quality data from speciation monitors in the
aren show that road dust contributes a small percentage of PM2.5 1o ambient concentrations

4.7

4.4

PM , 5 and diesel particulate matter (DPM) concentration forecasts are not included. The tools to calculate concentrations are
not yet reliable and concentration prediction is not required.

4.5

The DIFT traffic analysis presented in Section 4.1 of the EIS demonstrates that traffic congestion is not caused by DIFT
activities. No intersections are forecast to experience congestion under the Preferred Alternative.

4.6

In 2030 the number of daily trucks with the Preferred Alternative compared to No Action goes up by fewer than 700 (Table

1-4). The number of trucks does not go up four times from No Action to any scenario. Information on traffic patterns to be

achieved under each alternative was included in the traffic/gate descriptions in DEIS Sections 4.1 and 4.8.2, which cover the
local roadway burden. This information has been expanded upon in Section 4.8 of the FEIS.

4.7

/A drive through of the neighborhood, and comments received at public meetings, demonstrate that dust is prevalent in the
neighborhoods; it is both a nuisance and an air quality concern. Work by the Lake Michigan Air Directors Consortium
reported on in a draft "Weight of Evidence" document prepared by SEMCOG in support of PM2.5 analysis indicates that dust|
control related to PM is an issue that may need further attention. FEIS Table 4-31 (Preferred Alternative) reflects the
assumption that the terminals will be paved as part of the project's design. The methodology used in calculating dust is from
EPA’s AP-42. The assumptions and calculations are all shown in Appendix A of the Air Quality Impact Analysis Technical

Report.
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Letter 2, continued

.

Consequently, while control of road dust at this facility may be warranted, such efforts do not
address what are likely to be the most significant impacts of this proposed facility. Focusing
primanly on control for the road dust category may overlook more significant and cost-effective
mitigation options,

We are pleased that an mr toxics burden analyvsis is presented. However, the DEIS does not offer
any discussion about the air toxics estimations presented for the various build alternatives and
source category activities. Table 4-21b indicates that the various toxic pollutants, including diesel
PM, are trending upward for all build allematives compared with No Action. It would be helpful
if FHWA could share its interpretation of the data that is included in the DEIS.

The DEIS includes some language regarding limitations of the existing science 1o understand the
health impacts from PM2.5 and air toxios which 15 not representative of current practices. The
limitations mentioned include inadequate tools and unusually large degrees of uncertainty. We
believe that proven methods are available, which are routinely used in regulatory contexts. The
DEILS presented the lack of a pass/fail test as the reason why PM2.5 analyses, including diesel
PM, were not done. The existence of the PM2.5 annual and 24-hour NAAQS provide suficien
justification for performing FM2.5 analysis, regardless of the DEIS's assessment of the
himitations of the existing science.

General Conformity

This praject will need 1o address the General Conformity requirements if applicable. The purpose
of the General Conformity Rule is to ensure that Federal activitics do not interfere with the clean
air quality poals as contained in the Stale Implementation Plan, General Conformity is required
for all Mational Ambient Air Quality Standard nonattainment and maintenance arcas, The Detroil
metropolitan area is nonsttainment for ozone and PM2.5, and maintenance for carbon monoxide.
We would like to note that any General Conformity documentation would need to have a public
comment review peniod. The General Conformity delermination must be competed by FHWA
prior to signing & Record of Decision.

Environmental Justice

The DEIS provided much of the necessary demogmphic information showing the population of
key groups around the terminal areas, For example, the DEIS included information stating that in
the year 2000, the Livernois-Junction/CP Expressway area was 52.5% minority and more than
25% of the people in the area live below the poverty level. The African American, Hispanic and
Arab populations represent at least two-thirds of the people living in the three terminal areas. The
DEIS correctly states that when all populations covered by the Environmental Justice Executive
Order are combined, each terminal area is dominated by these groups.

Under each build scenario, the EJ section of the DEIS states, “Compared to the No Action
condition in 2023, terminal pollutant burdens are expected to increase due to the forecast

4.7

4.8

4.4 cont

4.8 [The FEIS expands on the discussion of the differences between No Action and the Preferred
Alternative and summarizes these in a new Table 4-30.
5 General conformity was found not to apply.
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Letter 2, continued

B

increase in intermodal activity” and “The 2025 pollution burdens of the roadways around the
terminals are forecast to be virtually the same as todoy (or slightly less for Aliemative 3). The
regional mobile source pollutant burdens are expected to be reduced due to diversion of freight
\|||11!:|:|'.'r|'|-‘ from truck to rml and the use of cleaner fozls and engines " This information is used
as the basis for drawing conclusions on the proportionality/disproportionality of impacts, It
appears that adverse ar quality rmpacts are being counterbalanced with positive effects projecied 6.1
for land use, economic impacts, and water quality beciuse the EJ section (under the evalustion of
the effects of Alternative 2 on the Livermois-Junction Yard/CP-Expressway) provides the
stalement “On balance, there will be no disproportionste adverse effect on populations covered
by the EJ Executive Order in the Livemois-Junction/CP-Expressway terminal area as a resull of
Alternative 2's proposed termunal expansion.” Simlar statements are made for each of the
lerminals under cach build altemative. The DELS provides little supporing information io
indicate how FHW A analyzed impact areas to determine if there were disproportionately high
und adverse effects on munonty and low-income populations, We believe that this analysis is
important for all the impact categories identified by FHWA in its EJ section. Based on the rest of
the commems in our letter, we emphasize the need to do an analysis on air guality impacts

There is no separate evaluation of impacts in the context of ensuring compliance with Title V1 of
the Civil Rights Act of 1964, To the extent that there 15 such an evaliwation, it is included only
under Section 4.3.1. We recommend that a separate determination be made regarding Title VI 6.2
compliance, particularly given that there is a significant populstion (Arabs) that is protected '
under Title VI but 15 not within the scope of the defimtion of "minonty” used to implement
Executive Ornder 12898, This recommendation is consistent with FHW A Order 664023

As stated elsewhere in these comments, we are concerned that additional pollutant burden from
terminal activity will be ocowring in an area that is already impacted by poor air quality. Part of
the reason for conducting a robust Environmental Justice analysis is to determine if an adverse
effect on a low mcome or mimonty population significantly exceeds that of a comparable
reference arca or population, A qualitative evalustion of possible synergistic ¢ffects or exposures
should be considered m this enalysis. There may be areas of vulnerability 10 consider such oz 6.3
mcreased sensihivity of sub-populations based on age (children and elderly), attnbutes of
households (lack of air conditioning), and lack of insurance coverage (lack of routine health
care)

We recommend that the FEIS _:'ir.‘|1.'ll‘|:' maore detaled infornation rl:'L:,]l;lIln-_,:_ whether or not air
quality impacts are disproportionately high and adverse on minority populations and low-income
populations. Discussion of regional reduction i pollutant levels is not sufficient, without o
discussion of pollutant levels in the specific areas raising environmental justice concemns, 1o

adequately evaluate the potential for disproportionately high and adverse impacts from air
poliutants. The FEIS shoald detnil what course of action (avoidance, minimization, and
mitigation) will be considered (o address any possible EJ effects

6.1

The analysis for the Preferred Alternative in this FEIS finds there is a disproportionate effect on EJ populations. The
DEIS did not. Section 4.3.2 covers Environmental Justice issues. The methodology of the analysis has been stated more
explicitly for this FEIS. It opens with an explanation of the Executive Order, and provides information on the subject
populations. The comparison base for each terminal area is the Detroit Urbanized Area. Next, all impact categories are
reviewed for all alternatives to determine whether there are disproportionate impacts. Impacts at each terminal were
identified and presented at the end of the impacts discussion for each terminal. The conclusions for the DEIS for the
terminals were that there were no disproportionate EJ impacts. Since the DEIS it has been determined that the loss of
residences, jobs, and cultural resources is disproportionate, so mitigation is identified in Section 5. The analysis
recognizes positive and negative effects on EJ populations and concludes adverse effects will receive appropriate
mitigation because of the disproportionate negative effects on population groups covered by the EJ Executive Order.

6.2

The analysis for the Preferred Alternative in this FEIS finds there will also be adverse effects on Title VI population
groups. The FEIS complied with Title VI of the Civil Rights Act of 1964, and did not exclude the participation of any
group or deny benefits of any program or activity. To ensure compliance the following steps were taken:; 1) an intensive
community involvement effort was implemented in order to identify Title VI and Environmental Justice groups within
the project area; 2) an analysis of direct, indirect, and cumulative effects was done to determine the impacts the proposed
project might have on Environmental Justice and Title VI population groups; 3) project mitigation and community
enhancements were developed to benefit Environmental and Title VI population groups. A separate evaluation of Title
V1 groups within the project area(s) can be found in Section 4.3.1 of the FEIS.

6.3

Impacts to the local community have been identified and are the subject of Section 4 and mitigation is identified in
Section 5 of the FEIS. That analysis recognizes positive and negative effects on EJ populations and concludes as follows:
"there will be disproportionately adverse housing and cultural resource effects on minority or low-income populations”
covered by the EJ Executive Order.
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Letter 2, continued

Cumulative Impacts

The cumulative impaet section in the DEIS and the Indirect and Cumulative Impacts Analysis
Technical Report addressed several resource categonies namely: mobility, economic impacts,
land use, sir quality, community effects, noise, cultural resources, and water. EPA's review
focused pnmanly on the air quality category, We note that the cumulative effects section of the
DELS concluded that increased development would increase pollution but increazes would not
cause standards 1o be violated

The analysis in the technical report docs not appear to consider any more setivities than what was
considered for the direct air quality analysiz. The burden analysis included in the DEILS was
segregated by terminal burden and roadwiay burden. The combined burden from terminal
nctivities and roadway nctivities was not assessed. Direct effects from construction activities 7
were nol assessed in the ar quality analysis or the cumulative effects section, Cumulative
impacts o air quality from infrastructure projects (e.g., new border crossings, changes 1o
Ambassador Bridge, and rehabilitation of 1-94) and other pollution sources could be significant,
if not regionally, then locally. The DEIS did not provide suppornt for the statement made tha
standards will not be vielated if development is properly located and if governmental actions are
consistent with planning processes. We recommend that the FEIS address cumulative effects o
nir quality from these other activitics.

I“ummr & Need and Alternatives Analvsis

It is clear that Detroit’s intermodal network could be improved by providing the necessary
infrastructure fo suppon current and future distribution needs, reducing truck vehicle miles
traveled, removing intermoedal terminal truck traffic from local streets and buffermg intermodal
facilities from nearby neighborhoods. EPA suppons these goals. Although the data in the DEIS
indicates that there is a need 10 provide additional terminal capacity, it isn't clear how capacity
deficiencies were caleulated for the Detroit region and what the target capacity is for the DIFT
praject. The Commaodity Flow Model Report provides additional information ahout capacity
projections. These are based on a st of pssumptions, and they consider a subset of factors thal
affect freight demand,. The purpose and need section could be improved by including a more 8
complete explanation of how capacity targets were determined, how factors affecting freight
demand were determined, and how sensitive the capacity projections are 1o other assumphions
and factors

The DEIS's purpose and need discussed the role of switching operations, signaling, route
conflicts, length of trains and train speeds in intermodal connectivity needs, but no information
was presented reganding how aliernatives would address these issues. Since some key
environmental effects such as relocations depend on the size of the terminal facilities, it is
important (o answer the question of whit effect fixing the other intermodal connectivity needs
would have on the capacity without increasing terminal footprint. We recommend that the FEIS
nddress this poinl

7  [The projects mentioned in the comment are all included in the analysis of indirect and cumulative
effects documented in Section 4.17. A new "Delray" bridge to Canada plus the proposed second span
of the Ambassador Bridge are discussed in the revised indirect and cumulative analysis for the FEIS.

8  [There are systemic reasons for the demand for intermodal freight movement: the price of fuel, the
congestion of highways with limited ability to improve capacity and the cost competitiveness of
shipping by rail. The limitation on existing terminal capacity is documented in Section 2.2.
/Alternatives to improve existing rail yards are covered in Section 3. One such alternative is
IAlternative 2. Increasing the size of the terminals in response to the forecast demand will create a
modern, efficient terminal. Improvements to the tracks in the area will also increase efficiency, but
these improvements do not increase terminal capacity.
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Letter 2, continued

10
SUMMARY OF RATING DEFINITIONS AND FOLLOW UP ACTION'
Environmental Impact of the Action

LiO-Lack of COhjectins

The EPA review ha not idemified any poteniisl enviroamenial impacts requiring substantive changes to the
proposal. The review may have disclosed opportunitics for application of mangation measures that could be
accomplished with o more than minor changes to ihe propasal,

EC-Envizonmental Concerm

The EPA review has identified environmental impacts that should be avoided in onder to fully protect the
enviromment. Corrective measures may require changes to the prefemed alternative or application of mitigation
measures that can reduce the environmental impacts. EPA would Hie fo work with the Jead agency 10 reduce these
Impacis.

EQ-Envisonmental Otnections

The EFA review has identified significant environmenta] impsacts that mest be aviided in order o provide adequate
pratection for the enviroament. Corrective mesmares may require substantisl changes to the preferred alernative or
consideration of some oiher project albermative (mciuding the no action sliermative or a new altemative). EPA
intends to work with the lead agency to reduce these impacts

EU-Envitonmentally Limsatiafactory

The EPA review has identified sdverse environmental impacts that are of sufficient magninude that they are

ursatisfactory from the standpoint of peblic health or welfare or envioamental quality. EPA iviends o work with
I the Jead agency o reduce thess impacts. 11 the potpntial ussatisfactory impacts are pot correcied at the final E1S

nate, this proposal will be recommended for refermal to the CEC).

Adequacy of the Impact Siatemont

Categary J-Adeqimte

The EPA believes thbe draft ETS adequately sets forth the environmentsl impacts) of the prefered aleeratve and
those of the alicrnatives reasonsbly svailable 1o the progect or action. No fizrther anatysis or data collecting s
necessary, but the reviewer may suggest ibe addition of clanfying language or mformation,

A
The draft E15 docs not contain safficient imfarmation for the EPA to Rilly assess the environmental impacts thay
should be avoided n arder to filly protect the envirosment, or the EPA reviewer has idestificd new reasonahly
available alternatives that are within the spectrum of aliematives analyzed in the draft E15, which could reduce the
eovironmental impacts of the action. The idemifled sdditional information, daia, snalyses, or discussion should be
inchuded in ihe fina] E15

Category 3-lnadeguate

EFA docs not belicve that the deaft EIS adequatsly sesesses potentially significant esvironmental impacts of the
sction, or the EPA reviewer has identified new, by available al ives that are owtside of the spectrum of
alternatives analyred m the draft EIS, which should be anatyred tn onder fo reduce the potentially mgnificant
envirommental impacts. EPA believes that the idemtified additional imformation, dats enalyses, or discussions are of
such & magmitude that they should have full public review st & draft stage. EPA does not bebieve that the draft EIS is
adequate for the purposes of the NEPA and'or Section 109 review, and thus should be formally revised and made
available for public comment in o supplermental oo revised draft 1S, On the basis of the potental significant ingpacts
involved, this proposal coald be & candidste for referral 1o the CEQ.

Vet [P A Mamual 168 Pty and Precodates fon i Review of (e Feders] Adtiond Inmjacting the Envemmmemt
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Letter 3a, Federal Aviation Administration, August 12, 2005

l;SDmm Detroit Airports District Office
Fr k) 11677 South Wayne Road
Administration Suite 107
Romulus, M1 48174

Aungust 12, 2005

Margaret M. Barondess, Manager
Environmental Section

Murray D. Van Wagoner Building
P.O. Box 30050

Lansing, M1 48909

Dear Ms, Barondess

Draft Environmental Impact Statement (EIS)
Detroit Intermodal Freight Terminal

We have reviewed the subject document and comments concerning the current aliernntives, [T 1

same how the Willow Run site becomes an altemative we would need 1o conduct additional
review

If you have any questions concering this lener, please contact me at (734) 229-2905.

Sincerely,

_ N e
sA VT —

Ernest P, Gubry
Environmental Profection Specialist
Detroit Airparts District Office

1 The Preferred Alternative allows the intermodal activity at the Willow Run Terminal to be transferred
to the Livernois-Junction Yard.
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Letter 3b, Department of Interior, August 8, 2005

£ DEFARTMENT OF HEALTH & HUMAN SERVICES Pubiic Health Sarvice

Carors bor Dissass Condrgl
and Prisesnian (CDC)
Allanta GA 30341-3724

August B, 2005

Ms. Margaret M. Barondess, Monager
Environmental Section

Project Planning Division

State of Michigan Department of Transportation
PO Box 30050

Lansing, Michigan 48909

Dear Ms. Barondess:

Thank you for the opportunity to review the Draft Environmental Impact Statement and Draft
Section 4 (f) Evaluation for the Detroit International Freight Terminal Wayne and Oakland
Counties. We are responding on behall of the Department of Health and Human Services
(DHHS), U5, Public Health Service.

We have reviewed this document for potentinl health and safety impacts on human populations
and believe that most potential impacts were addressed. Therefore, we have only one project
specific comment to offer at this time. We noted that a Project Area Conlamination Survey
(PACS) had been conducted and that additional soil borings will be required 1o identify potential
contamination along the preferred altemative. However, we did not see where studies had been
conducted for lead and nsbestos in the buildings that will be demolished, Depending on the 1
altermative selected, there are 8 number of residences and businesses that will be acquired and
demolished. Given the age of the structures in this area, it is very likely that some may conlain
lead based paint and/or asbestos materials. The Final EIS should indicate whether or not such
materiils exist in these structures and if so, describe plans for the safe handling, removal, and
disposal of these hazardous materials.

Please send us a copy of the FEIS when it becomes available.
Sincercly vours,

Pt :};.P-
Paul Joe, , MPH

Medical Officer
Mational Center for Environmental Health (F16)
Centers for Disease Control & Prevention

1 Section 4.16 notes the likely presence of asbestos in the buildings to be demolished. Assessment of
asbestos-containing materials and lead-based paints will be conducted during the property acquisition
phase of the project. MDOT construction specifications address such activities.
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Letter 4, Michigan Department of Environmental Quality, August 12, 2005

. StaTE or Micssiam
DEPARTMENT OF ENVIRDNMENTAL QUALITY
= DEQ
MHIFER M. GRANFHOLM
sl STEVEN E. CHESTER

August 12, 2005

Ms. Margaret M. Barondess, Manager
Environmantal Section

Project Planning Division

Michigan Deparimant of Transporiation
P.0. Box 30050

Lansing, Michigan 45908

Dear Ms. Barondess:

SUBJECT:  Draft Environmental Impact Statemaent (DEIS}-Detroit Intermodal Freight Terminal
Wayne and Oakland Countias

Tha Iluﬂmlgm Department of Environmental Quality (MDEQ), Land and Water Management

Division (LWMD), has compleled review of the Drafl DEIS for the Detrolt Intermadal Freight

Terminal project located in Wayne and Oakland Counties, Michigan. The MDEQ's Air Quality
[ Division will be commaenting separatety.

The purposa of the proposed project is 1o support (he economic competitiveness of
southeastem Michigan and the state by improving freight transportation opportunities and
efficiencies for business, industry and the military. The DEIS addresses allarmative
mhangamnnts for intermedal operations al the following rall lerminals: Livernals-Junction;
Canadian Pacific (CPVExpressway; CP Oak; and Canadian National (CNYMaterm.

The alternatives include:

Alternative 1-Mo Action

Allernative 2-improva/Expand the four existing terminals

Allarmative 3-Consolidate all terminals to the Livemnois-Junclion Area

Allemative 4-Consolidals two of the lerminals (CP-Expressway and CP-Oak with the
Livernois Junction terminal) and expand the 4" terminal {CN/Moterm).

L I

Allematives 2-4 also include improving the north side of the -84 Livernais Avenue interchange
to facilitate truck movements to the Livernais-Junction yard. Under alternaltives 3 and 4 the
CP-Oak and CP-Moterm facilifies would still be used by the raflroads for shipping frelght by
other means than intermodal, while the CP-Expressway would transition o ofher uses.

Under the National Environmantal Policy Act and Section 404 regulatory process for 1
transpartation projects, we agree on the second concurrence point as to the selection of
the alternatives to carry forward.

COMETITUTION HALL = 528 WEST ALLEGAN STREET » PO, GO0 30450 » LANSING, MICHIOAN SH006-TG5H
RIS o = ISET 2RISR

1  |Comment acknowledged.
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Letter 4,

continued

Ms. Margarel Barondess 2 August 12, 2005

The LWMD has the following comments:

1) The DEIS estimates that between 0 and 0.08 acres of welland impact will occur. The

2

3)

4

5)

functions and values of the impacted wetiands should be adaquately defined in the
EIS. A permit will be required under Part 303, Weltlands Protection, of the Natural
Resources and Environmental Prolection Act, 1998 PA 451, as amended (NREFA)
Al the lime of permil application mitigation will be required for the Impacted wetlands

Page 1-66 under State parmits should read:
= Part 303, Wellands Prolection

The DEIS indicales thal there are no surface waler bodies in any of the lerminal
areas. A permit will iherefore not be required from LWMD under Part 301, Inland
Lakes and Streams or the Floodplain Regulatory Authority, found in Part 31, Water
Resources Protection, of the NREPA

A National Pallution Discharge Elimination Syslem (NPDES) stormwatar permit will
need fo be applied for from the MDEQ, Walter Bureau for construction siles impacting
more than 5 acres. For cenetructions sites betwean 1-5 acres an application is nat
newded as long as the proper Soil Erosion and Sedimentation Control pemmit has
Rﬁ:g;:'mh-ud under Part 91, Soil Erosien and Sedimentation Coniral, of the

Several polential contamination sites have been identified in the DEIS in the vicinity
of the proposed terminals, If these sites are likely to be impacted by propasad
consiruction, coordination should oceur with MDEQ's, Wasla Management Division
and Remediation and Redevelopment Divisions,

Il you have any questions, please contact me or Mr. Alex Sanchez st 517-335-3473,

Gerald W. Fulcher, Jr. (P.E., Chief
Transportation and Flood Hazard Undt
Land and Water Management Divislon
517-335-3172

¢z Mr Abdel Abdelia, U.S. Federal Highway Administration
Ms, Sherry Kamka, U.5. Emdronmental Protection Agency
Mr. Craig Czameckl, U.S. Fish and Wildlife Sarvice
Mr. John Konik, U.S. Army Corps ol Engineers
Ms. Teresa Seidel, MDEQ
Mr. Ban Okwumabue, MDEQ
Mr. Oladipo Ovinsan, MDEQ
Ms. Barhara Rosenbausm, MDEC
Ms. Mary Vanderlaan, MDEQ
Mr. Alex Sanchaz, MDEGQ

2 [Section 4.12.2 states that the wetland impacted (0.1 acres) has minimal storm water storage capacity,
minimal filter capacity, and no wildlife value. A general permit to address this impact will be obtained
under Part 303 of P.A. 451.

3 This correction has been made.

4 [The Livernois-Junction Yard, and the expansion area to the north under the Preferred Alternative, will
be paved for efficient operation. Stormwater is covered in Section 5.8 and permitting is covered in
Section 5.4. All requirements related to water quality and discharge rates will be met.

5  |Coordination has occurred through file review at MDEQ during the Project Area Contamination
Survey. Coordination will continue in order to address contamination issues.
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Letter 5, MDEQ Air Quality Division, August 16, 2005

Ty State o Macristan
1 CDEPARTMENT OF ENVIRONMENTAL QGUALITY
G he DEL
EMMIFER M, GRANBDOLLY
R B M%(Jﬂl TER
August 18, 2005

Mr. Robert Parsons

Bureau of Transportation Planning
Michigan Department of Transporation
P.O, Box 30050

Lansing. Michigan 48508

Dear Mr. Parsons:

The Michigan Department of Environmental Quality (MDEQ), Alr Quality Division (AQD),
submits the altached comments on the May 2005, Draft Environmental Impact Statament
(DEIS) for the Detroit Intarmodal Freight Terminal (DIFT), Ouwr comments apply to tha
assessment of the potential air guality impacts af the four proposaed DIFT altemative
approaches. Although we have not examined and criiqued the finer details of the DEIS, we
Eaé-ul-asa number of significant concams with the overall scope and approach utilized for this

The AQD has had an ongoing dialogue with Federal Highway Administration (FHWA) and the

| Michigan Department of Transportation (MDOT) regarding the potential air pollution impacts of
this project, including ten meatings and conference calls since January 2003, We acknowledge
the consideration made by FHWA and MDOT to address the issues; however, we note that our
concems are not adequately addressed in this DEIS.

Thank you for this opportunity to comment on this very important matter. i you have any
guestions regarding our comments, please contact Mr. Robert Sills, AQD, at 517-335-8973, or
you may conlact me,

Sincerely,

A Vo

G. Vinson Heliwig, Chiel
Air Quality Division
517-373-7069

Attachment

co/att Mr. Steven E. Chester, Director, MDEQ
Mr. Jim Sygo, Deputy Director, MDEQ
Ms. Barbara Rosenbaum, MDECQ
Mr. Robart Siils, MDECQ
Mr. Robart Irvine, MDEQ
Mr. Robert Rusch, MDEQ

CORSTITUTION HALL » 525 WEST ALLEGAN ETREET « PO GO0 60 » LANSING, WICHIGAN L8605-T60
weww michigan.goe = (81T 373-T0E)
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Letter 5, continued

Michigan Dapartmant of Ervironmental Quality
Ajr Quality Division
Comments on the Draft Environmental Impact Statement
for the
Datroit Intermodal Frelght Terminal
August 16, 2005

Modeling of Ambient Alr Impacts

Tha Michigan Depariment of Environmantal Quality (MDEQ), Air Quality Division (AQD), is
concerned about the potential for localized amblent air impacts of particulate matter of

2.5 microns or smaller (PM2.5) and air foxics, espacially from diesel equipment, trucks, and
locomotives. Throughout the Draft Environmental Impact Staterment (DEIS) scoping and 1
development process (incuding tan meelings and confarence calls), the AQD has requested the
quantification of smissions and the modaling of local ambient concentrations of PM2.5, diesal
particulate matter (DPM) and other air ioxdes. The purpose of such assessments is to identify
pessible local areas of concem, to help compare the relative impacts of the four alternative
proposals, to compare the relative concems for the air toxics, and to evaluate the effectivenass
of potential mitigation measures. Mr. Jeffrey Holmstead, Assistant Administrator for Air and
Radiation for the U.S, Environmental Protection Agency (EPA), recently published an article that
stated, "Over the past decade, wa have leamed thal particulate poliution, and especially fine PM
(generally relerred 1o as PM 2.5) is the most serous air poliuticn threat to public health in the
United States.” (Alr & Waste Management Association's em, a magazine for environmental
managers, August 2005,) The modeling of ambient air impacts for PM2.5 and air loxics has not
been performed for the DEIS. Lacking that assessment, these important issues and
comparisons cannot be adequately evaluated. The absence ol modeled ambilent air impacts is
a major deficiency of the DEIS, Despite this vold in the assessment, the DEIS reaches 2
candcusions regarding the lack of adverse environmental and human health impacts which are
not well supported,  This issue is further describad balow,

Envirenmental Justice

The DEIS (page 4-T0) discusses the need for an assessment of the potential for disproportion-
ataly high and adverse human health and environmental effecis as a requirement to account for
environmental justice concerns.  The DEIS cancludes (page 1-40) that the “action altematives”
will not result in disproportionately high and/or adverse human health or environmental effects:
"& rendew of data on low-income and minority populations finds the Action Altermnatives will
neither result in disproportionatedy high andior adverse human health or environmental effects
on minority or low-incoma populations, nor be associated with discrimination as prohibited by
Title W1 of the Civil Rights Act of 1984, Each area around an intermodal terminal is composed of
pradominantly low-income and minority populations. On balance, the investment and
improvement will be beneficial to these areas compared to theé Mo Action condition,” However,
the tarminal pollutant burdens are expected to increasa for sach of the action allermatives in
comparison to the *no action” alternathe for the year 2025 (pages 4-82 o 4-87). Without an
ambient air impact and risk assessment for PMZ.5 and the air toxics, the DEIS does not support 3
the conclusion that the aclion attermnatives would result in “minimal adverse effects and no
disproporfionate negative effect on population groups covered by the EJ Executive Order”

(page 4-B7).

PM2.5
On January 5, 2005, the EPA designaled the seven-county Detroil Metropolitan Area as
nonattainment for the PM2.5 Mational Ambient Alr Quality Standard (NAAQS). This designation

1 PM 2.5 and diesel particulate matter (DPM) concentration forecasts are not included. The tools to
calculate concentrations are not yet reliable and concentration prediction is not required.

2 |Air quality impacts were an important consideration in developing the project alternatives and in
decisions related to routing truck traffic in the Preferred Alternative. Possible health effects of PM2.5
and air toxics are noted in Section 4.8.3 of the FEIS. The reasons why no additional analysis of health
effects will be done are stated in that section.

3 Health effects of PM2.5 and air toxics are noted in Section 4.8.3 of the FEIS. The reasons why no
additional analysis of health effects will be done are stated in that section. The FEIS finds a
disproportionate effect on environmental justice populations. All alternatives would affect
environmental justice populations.
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Letter 5, continued

AQD's Comments on the DEIS for the Page 2 August 18, 2005
Detrolt Intermodal Freight Terminal

became effective on April 5, 2005, The state of Michigan is required 1o develop a plan (Planj to
address the PM2.5 NAAQS by April 5, 2008, The state's Plan will nead to incorparate any 4
pdditional activity in the nonattainment araa.

The Livernois-Junciion yard area in Wayne County is near the Dearborn PM2.5 monitor site
This monifor s registering the highest PM2.5 levels in EPA Region 5 and some of the highest in
the eastern United States. Thers are additional monitored exceedances of the NAAQS in the
surmounding areas. The state may need o consider significant local emissions reduction
programs targeting diesel emissions. in order to reach altainment for the PM2.5 NAADS.

An overall concem s with regard lo potential increase in PM2.5 emissions in each of the project
alternatives. As noled above, several alternatives potentially iImpact violating PM2.5 maonitors 4
Based on information presented in the DEIS, the number of frelght container lifts will increase
dramatically in the bulld scenarios (espedially under Alternative 3, the Consolidate option). This
information Indicates that the number of lifts will increase up to four times. from curmant levels
Using the number of additional lifts and the lift'truck ratia used In tha DEIS, the number of truck
movemants through the DIFT area is expacted 1o increase up to six times from curment levels.
The AQD is concerned about the potential impacts given that the aciivity will be oCourTing near
the Dearborn manitor, which I already a heavily burdened area with respect to PM2.5.

Due fo thir elevaled PMZ2.5 monitoring values existing in the area today, the endsting
nonattainment status of the area, and the increase In intarmodal activity associaled with the
build altematives, & local assessment of PM2.5 ambienl concantrations from the yard and traffic
should be performed. The infarmation should be presenied as both total PM2.5 and the diesal
PM2.5 componant lo oplimize the project design and minimize the local impacts. Emission and
dispersion models and mathods that are widely accepted and used in regulatory contexts are
appropriate for these analyses,

1 cont.

Alr Toxics

We note that an air toodcs “burden” (emission) analysis is presented for DPM and five othar air
tondes. According o Table 4-21b, the terminal activities for all of the “bulld™ Alternatives 2.4 will
result in highar emissions of thesa alr toxics (except 1,3-butadiena) in comparison to the “no 5
action” Altlemative 1. Without dispersion modeling and risk assessment, it is not possible to
affectively utiize this information for desirable evaluations, as noted in the above comments
under “Modaling of Ambient Air Impacts.” All six of thesa air loxics have been Identifisd as
compounds of concern in the Detrolt area, based on the MDEQ's Detroit Air Toxics Initiative
(DATT) risk assessment

Tha DEIS includes some language regarding limitafions that the sxisting science places on
understanding the health impacts from PM2.5 and air toxics; |e., Inadequate foods and

unusually large degrees of uncertainty, We believa thal appropriate and useful mathods are 6
available that are approved by the EPA and MDEQ to assess polential health impacts

The lack of NAAQS for air toxics is considered In the DEIS to be an impediment (o evaluating
fhe public health impacts or significance, The NAAQS are developed for eriteria pollutants and
not alr toxics. Alr toodes NAAQS are nol required nor provided for in the federal Clean Alr Act
(CAA). Under the CAA Amendments of 1580, the EPA poficies and procedures have focused
upon the establishment of maximum available control technology followed by risk assessmant
(utilizing appropriate peer-reviewed health risk-based banchmarks) rather than pursuing further
NAAQS for air toodes poliutants. The absence of 8 NAAQS (as s the casa for all but criteria

4 [The cited increases in lifts and trucks are wrong. The maximum percent increases under the most
expansive Action Alternative was 132 % in lifts (Figure 4-1) and 142 % in trucks (Alternative 3,
compare totals in Tables 4-1c and 4-3). The Preferred Alternative will have an increase in lifts and
trucks of 57 percent more than the No Action Alternative (Figure 4-10). The "net new" number of
trucks with the Preferred Alternative, compared to the No Action Alternative, is about 700 at the
Livernois-Junction Yard (Table 4-22b), as the project will relocate a number of heavy truck
generators.

5  |As there are no air toxic standards, the burden analysis in the DEIS compared the alternatives to one
another, rather than to a standard. The data in Table 4-31 shows the relationship between the No
Action Alternative and the Preferred Alternative.

6 FHWA guidance issued February 13, 2006 and EPA Rules of March 10th find the science still lacking
to accurately predict particulate concentrations.
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Letter 5, continued

AQD's Commaents on the DELS for the Page 3 Augusl 16, 2005
Detroit Intarmodal Freight Terminal

pallutants) is neither an impeadimeant to risk azsessment nor an indication of ignorance aboud the

toxicity of a substance. The air toxics of focus in the DEIS have been relatively well-studied

toxicologically, with established and peer-reviewed health risk benchmark information that is 7
widely used in the EPA and MDEQ ragulatory rams. A more fair and transparent

discussion af this issue should be provided in the DEIS, Tha EPA’s most recent National Scale

Ajr Toxdcs Assessment, the DATI, and the Datroft ure and Asrosol Research Study

indicate that air toxics pose significant health concerns and should be accounted for in the

avaluation of major projects such as the DIFT,

An ambient air impact analysis may entall the application of some reasonable assumplions, as
with all anvironmental risk assessments, and should be accompanied by proper qualifying
statements. Yet it should be emphasized that such assessments are valuable and very
informative - not for pass/fail decision-making, but for providing a basis for comparison of the
four altemative DIFT approaches, identifying the relative concams for spedific air toxics and 7 cont
impacted areas, and helping to inform appropriate decisions on mitigation efforts. The available
health information ks widely accepted, peer-reviewad, and utilized in risk assessments, along
with available models and methods that are routinely employed in regulatory contesds
Statements in the DEIS suggest otherwise,

The DEIS appears fo lack conclusions about the air loxics "burden” estimations presented for 8
the various alternatives and source category aclivities. There are a few general statements
about the public roadway burdens (page 4-124) but hesa are tod broad 1o be informative. Air
toxics data should nol be interpreted under 8 grouped category of "air toxics.” The statemeant
i comparing estimates of aggregaled alr toxics from residential homa heating to alr toxdcs 9
roadway burdens is not particularly fitfing or accurate (page 4-124)

Thera are wel-astablished cancer and/or noncancar risk assassment faciors for all of the air
toxics in the DEIS. Ambdent air impact and risk assessment should be done for the lerménal and
public roadway emission estimates for each of the alternative approaches.

Mitigation
Wa ramain concemed that the DEIS is inadequate in proposing and discussing mitigation
measures for air quality, Mitigation measures will be critical for the DIFT project bacausa of the 10

PMZ2.5 nonattainment problem in Wayne County, with the highest nonattainment levels recorded
in the immediate vicinity of the proposed Altemative 3 DIFT location, The DIFT proposals will
clearly result in increased PM2.5 emissions; mitigation measures mus! be put in place to reduce
these emission increases as parl of the state's strategy to attain the PM2.5 standard in the
required time frame

The mitigation saction of the DEIS only commils lo "include a discussion of practical miligation

maasures” and states that it is anticipated™ that tha DEIS will contaln agreements mandating

spacific air guality mitigation measures, Further, the railroads participating in the DIFT have

“axpressed an interest in mifigation.” The DEIS should contain & quantitative analysis of the

mitigation siralegies on the four altemnatives and a firm commitment 1o implement specific 1
mitigation measuras. The curment language provides no assurance that the amission increasas

from the DIFT will be adequately addressed

There are numerous mitigation actions and strategies readily available at this time that should
be discussed and applied to the allematives for construction and for terminal operational
activity. Mitigation measures appropriate for the terminals include, but are not limited to:

Possible health effects of PM2.5 and air toxics are noted in Section 4.8.3 of the FEIS. The reasons why no additional analysis of health effects will be done are
stated in that section.

[The FEIS expands on the discussion of the differences between No Action and the Preferred Alternative and summarizes these in a new Table 4-31.

IThe example is illustrative, allowing a lay person to have some understanding of the magnitude of other air toxics in the environment. Its accuracy depends on
EPA's AP-42 document, which is the recognized source for such information.

10

See Section 5, Mitigation. First, the Preferred Alternative minimizes air pollutant emissions at the Livernois-Junction Yard terminal by siting gates and access
routes to minimize exposure to neighborhoods and residential development by: 1) constructing the entry point off Livernois Avenue (Figure 3-19) with concrete
curbs so trucks are forced to/from the north via an improved 1-94/Livernois interchange, and not to/from the south and the dense neighborhood south of Vernor
IAvenue; and, 2) providing new Wyoming Avenue entrances that connect directly to 1-94. Wyoming, like Livernois Avenue, is a major arterial with no residential
frontage and little nearby residential development. Second, voluntary emission reduction measures are drawn from experiences with addressing diesel and PM2.5
lemissions through EPA’s National Clean Diesel Campaign and other initiatives. These would include the measures such as Engine ldling Reduction Programs for
trucks and locomotives, auxiliary power units for trucks, and automatic shut-off devices for idling locomotives; use of electrified truck parking areas; and, use of
lalternative fuels for handling equipment.

11

See Section 5, Mitigation. First, the Preferred Alternative minimizes air pollutant emissions at the Livernois-Junction Yard terminal by siting gates and access
routes to minimize exposure to neighborhoods and residential development by: 1) constructing the entry point off Livernois Avenue (Figure 3-19) with concrete
icurbs so trucks are forced to/from the north via an improved 1-94/Livernois interchange, and not to/from the south and the dense neighborhood south of Vernor
IAvenue; and, 2) providing new Wyoming Avenue entrances that connect directly to 1-94. Wyoming, like Livernois Avenue, is a major arterial with no residential
frontage and little nearby residential development. Second, voluntary emission reduction measures are drawn from experiences with addressing diesel and PM2.5
lemissions through EPA’s National Clean Diesel Campaign and other initiatives. These would include the measures such as Engine Idling Reduction Programs for
trucks and locomotives, auxiliary power units for trucks, and automatic shut-off devices for idling locomotives; use of electrified truck parking areas; and, use of
alternative fuels for handling equipment.
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Letter 5,

continued

AQD's Commants on the DEIS for tha Page 4 August 16, 2005
Detroit Intarmodal Freight Terminal

Anti-idliing measures for trucks and locomotives

Usa of awdliary power units for trains.

Use of on-road fuels for trucks and equipment in the yards

Retrofit and control technology for vehicles and equipment in the yards.

Use of Green Goat technology for locomolives

Efficient movemeant of carmers on and offl highways 1o minimize movemant of trucks
through nelghborhoods

= Develop a plan to address construction emissions, Several siate depariments of
transportation have developed and implemented such plans. There are a number of
actions that can reduce overall construction emissions, including:

- Relrofitting off-road construction aquipment.

= Using ultra low-sulfur fuels for all equipment
Limiting the age of on-road wehickes used in construction projects to 1988 and
newer vehicles and angines.

- Fugitive dust control plans.
Diesa! particulate traps and oxidation catalysis.
Use of existing power sources or clean fuel generators rather than temporary
power genarats

Other Commanis

Air emissions information for air loxics and PM2.5 is only presented for 2004 and 2025 and not
for the interim years. Since the stale Plan will need to demonstrala attainment of the PM2.5
standard, it s especially important to provide emissions information for 2009,

The DEIS fails to provide the necassary information on the prospective akr quality impacts of the
proposed project allematives. Despite the information presented in the DEIS, there is an
inadequate understanding of the impacts of the proposed project allamatives on the air quality
of the local neighborhoods. With large emission increases projecied from DIFT action
alternatives located in an area in which ambient concantrations of pollutants are already high
and in excess of the NAAQS, dispersion modeling to project the resulting ambient impact from
DIFT allematives should be included in the DEIS.

11 cont

12

13

12

standards.

FHWA-sponsored environmental documents do not normally include air quality emissions for
construction because it is impossible to define the type of construction equipment and their activities at
this planning stage. For the PM, s and PMy, hot-spot analysis construction estimates were made and
compared to the other terminal development activities, such as closing Lonyo and reducing truck
traffic on Kronk to ensure that the construction activities do not contribute to violations of the

13

4.8.

Interim year (2015) data, based on the anticipated DIFT implementation schedule, are found in Section
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Letter 6, SEMCOG, July 8, 2005

m -+ » Local Governments Advancing Southeast Michigan

oisheast Mackigen Council of Gavermments + $15 Griswald Street, Suite 300 = Detroix, Michigen AR226- 3602 « 313-961-4266 = Fux 1/ L90 [ 4560
WWwmO0g 0T

Tuly §, 2004

Margaret M, Barondess, Manager

Michigan Department of Transporiation

Project Planning Division/Environmental Section
P.0. Box 30050

Lansing, Michigan 48909

RE:  Draft Environmental Impact Statement (TYEIS) for the Detrodt Intermodal Freight Terminal
(DIFT), Weyne and Cakland Counties
Reglonal Clearinghouse Code: TR 050147

Dear Ms Barondess;

SEMCOG, the Southeast Michigan Council of Governments, has processed a review for the above Final E15
according to intergovernmenta] review procedures established in the Mational Environmental Policy Act and
assumed in ULS. Department of Transportation review procedures.

As the designuted Metropolitan Planning Organization ind regional planning agency for Southeast Michigan,
! we notified the following local povernment agencies of your project and requested comments:

Oakland County Planning & Economic Development Services  Wayne County Planning Division
Dietroit Planning & Development Department City of Ferndale

As of this date, no comments have been received. We will forward comments, if any, for your information
and attention.

SEMCOG’s s1aiT has reviewed the Draft EIS which you submitted and offers the attnched comments from
SEMCOG's Transportation Planning and Environmental Planning staff [memo dated 6/27/05). These
comuments address elements of transportation planning consistency with specific comments on traffic and
sufety, ecological resources. air quality impocts and contaminated sites. Please consider these comments and
suggestions when preparing the Final Environmental Impact Statement.

Sincerely, A
Foordod W, S
Richard W. PafT, Jr,

Regional Review Coordinator

RWP/bar
Attachmenis
Lt § Phomias L ) Bigrma bt | S [ Wi T B Fipam
* 12 | e —— R — FIFp— ey —-:;-G- nn—-ul-l=:-
i) b B, W i [ ¥ Lo T i
Do o M m T s I P Pty bk T of Bk Lol B o
[FAT— B ] e
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Letter 6, continued

Southesst Mickigan Council of Governmants
MEMO T
’ Dietrode, Michigen 45226
(315) 614268
Fax (313) 9614865
WA IRMCDE. OFF
June 27, 2005
TO: Rich Pfaff, Jr.
FROM: Tiffany Julien, Jeff Tumidanski, Bill Parkus, and Joan Weidner

SUBJECT: Detroit Intermodal freight Terminal Study (DIFT), Draft Environmental Impact
Statement
Regional Clearinghouse Code: TR 050147

Stadf has reviewed the Drafl Environmental Impact Statement for the Detroit Intermodal Freight
Terminal (DIFT) Study and provides the following. The Memorandum containe general
comments, as well as specific questions or concems that arose during review.

This Study appears in the 2030 Regional Transportation Plan (RTP). It was also included in the
2000-2002 Transporiation Improvement Program (TIP) also known as the Junction Yard study
and the 2002-2004 TIP. A construction phase was programmed for late 2002 however, it is
doubtful if this phase was ever completed.

Background

The Draft Environmental Impact Statement (DEIS) for the DIFT Study identifies and discusses
the need for 2 coondinated intermodal freight facility. The Study is consistent with the regional
freight needs analysis of the 2030 RTP for Southeast Michigan: Regional Transportation Needs.

In Scutheast Michigan trucks are at the core of intermodal freight movements. Trucks haul
freight between ships, planes, trains, manufacturing plants, and to final destinations. Efficient
movement of goods is critical to the regiod’s transportation system end economic
competitiveness given the just-in-time manufacturing requircments which increase the number of
freight shipments significantly.

The DEIS presents the proposed enhancement of existing intermodal operations by four Class 1
radlroads at four intermodal terminals that will continue (o exist in the future: Livernois-Junction
Yard; Canadian Pacific (CPVExpressway; CP/Oak; and Canadian National (CN)J/Moterm. The
DEIS assesses four altenatives for upgrading and potentially conselidating the four commercial
terminals,

Traffic and Safety
While truck movements are adequalely addressed in the four altematives discussed in the DEIS

document, some questions regarding the rail crossings need further clarification. Staff analysis of
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Letter 6, continued
Page 2

the poiential rail issues involve safety and congestion concerns primarily related to any increass
potential for passenger vehicle/train conflicts with at-grade crossings. Congestion caused by at-
grade crossing delays can cangs bath efficiency and safety concemns

Alternatives 2 through 4 discuss the proposed modification to the Central Avenue railroad
crossing and the intent to make that crossing grade-separated for the purpose of improving
safety. However, oo other at-grade rail crossing is identified and/or recommended to be grade-
scparated. The following are questions/observations that should be reviewed in &n effort to
clarify radl crossing issues

Questions Observations:
s  Are there other at-grade railroad erossings located in the proposed project arcas that ha 1
been reviewed andfor considered for grade sepmration or smy other modifications
enhance the safe movernent of traffic around the terminal area?
« The DEIS rcport does not clarify rail volumes (i.e., number, length, and fequency of
truins) that currently exist at the four commercial terminals, Based on the alternatives
listed, has there been any identification of the rail volumes that currently exists and what 2
the potential decrease snd/or increase would be for each of the altematives?

Ecological Resources

The aliemnatives of the Detroit Intermodal Freight Terminal Study have the potential to
negatively impact the water guality of Southeast Michigan, primarily through storm water runofL
Detroit’s sewer system is combined, carying both storm water and sewage. On occasion, the
Detroit Water and Sewernge Department (DSWD) is forced to overflow portions of its sewer
gystem to avoid back-ups when the amount of storm water in the system excesds the capacity of
the pipes ar the treatment plant.

Steps should be iaken in all of the action allematives to manage on-site storm water. The nunoff
should be treated first to reduce the amount of pollutants it camies off site and into DSWD

system.

An underground storm waler drainage and treatment sysiem, similar to one proposed in the final

EIS for the I-94 Freeway Rehabilitation Project between [-96 mnd Connor Avenue, should be
considered for this project, especially under Altematives 3 and 4. The system would consist of 3
il end water separators, discharge controls, in-line detention basing and other features that will

reduce poliutants carried in the storm water runoff. This will reduce pollutants that are releassd

to DSWD's system, and potentially released to the Detroit River during a wel weather combined

sower overflow event.

Alr Quality

Mo air quality mitigation measures are planned. Considering the proximity of this facility to air

monitors measuring the highest PM2.5 levels in Southeast Michigan's nonattainment area, the 4
high amourit of mobile source activity on the site, and the recent release of MDEQ'"s Detroit Air

Toxics Initiative {(DATI) report, measures to reduce diesel emissions should be explored.

In particular, idling reduction programs should be considered. Such

No other separations of the rail line and roadways are needed to allow the Preferred Alternative to function safely and efficiently.

See Table 4-32 and the introductory text to Section 4.9

The Livernois-Junction Yard, and the expansion area to the north under the Preferred Alternative, will be paved for efficient operation.
Stormwater is covered in Section 5.8 and permitting is covered in Section 5.4. All requirements related to water quality and discharge rates
will be met.

See Section 5, Mitigation. First, the Preferred Alternative minimizes air pollutant emissions at the Livernois-Junction Yard terminal by siting
gates and access routes to minimize exposure to neighborhoods and residential development by: 1) constructing the entry point off Livernois
IAvenue (Figure 3-19) with concrete curbs so trucks are forced to/from the north via an improved I1-94/Livernois interchange, and not to/from
the south and the dense neighborhood south of Vernor Avenue; and, 2) providing new Wyoming Avenue entrances that connect directly to |-
94. Wyoming, like Livernois Avenue, is a major arterial with no residential frontage and little nearby residential development. Second,
\voluntary emission reduction measures are drawn from experiences with addressing diesel and PM2.5 emissions through EPA’s National
Clean Diesel Campaign and other initiatives. These would include the measures such as Engine Idling Reduction Programs for trucks and
locomotives, auxiliary power units for trucks, and automatic shut-off devices for idling locomotives; use of electrified truck parking areas;
and, use of alternative fuels for handling equipment.
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Page 3

programs might include:

* Education campaign to encourage less truck idling on site.

+ Ant-idiing policies/ondinances that limit the time diesel engines may idle while waiting
at facilities; such laws/ordinances have been enacted for ports in other parts of the

» Provision of on-site comfort facilities for truck drivers (truck stop type facility with
climate controlled break room, food service, TV...) that reduce need for truck drivers to
keep engines nmning when not moving,

« Provide truck drivers with alternative power source (e.g., tmuck stop electrification
equipment) for climate control and other amenities in their cab,

Other Air Quality Questions/Observations: 4
Pg. 1-43 Toxics: Why arc foxic cmissions so much lower in the “MNo Action” |
alternative? — nppears to be related to changes in cootainer handling | 5
emissions. Is it assumed that there will be a lot less container handling in the
l “No Action” altemative?

Pe. 142 & | The wording in the 7™ (o last sentence of the lnpnrugﬂpl:liimuﬂl.!ing_ It
Pg 4116 |makes it sound like Altemstive 2's NOx emissions are higher than 2004 6
existing conditions and it also seems o link the altematives sequentially
rather than present them as independent options.

Alternative 2 narrative says PMI0 would be reduced relative to 2025 No
Action altemative but PM2.5 would be virtually unchanged. Table shows 7
PM2.5 would be reduced 7% over 2025 No Action Altemnative. Does the
narrative only pertain to the SW Detroit/E. Dearbomn site?

Alternative 4: PM10 and PM2.5 terminal burdens sre much lower for this
altermutive compered to Allernatives 1 — 37 (Table 1-3) This appears due 1o

reduced road & yard dust. What makes this reduction so much greater for 8
Alternative 4 when Alternatives 2 & 3 also involve paving the Livemnois-
Junction Yerd?

Table 1-4 & | There appenrs to be an emor in the total for tuck VOC for alternative 2, 9
Table 4-22 | should be 1.78 instead of 0.75.

Pg 4-101 Carbon monoxide paragraph — Last sentence should be deleted. The newly
reviged CO budget is the 3,843 tons/day stated in the prior sentence. 10

Suggest changing PM10 sentence 1o read “As Southeast Michigan currently
meets the NAAQS for this pollutant, a regional transportation conformity | 11
analysis is not required.”

Pape 4-103 | Monitering Data — Regarding the “spike™ m 2003 PMI0 values, MDEQ
believes the higher concentrutions at the Dearbom monitor were due to the
construction of the new Saline Scheol. The monitor was only 300 feet from | 12
the construction site. The construction begen in 2003 and ended in the
summer of 2004. Contact Amy Robinson of MDEQ's air monitoring division
for more information (313-456-46592),

5 If the comment refers to air toxics at the Livernois-Junction Yard, the answer is "yes", there would be
less on-terminal activity than with the Preferred Alternative.

6  [The language has been clarified.

7 No. The language has been clarified.

8  [The difference is a function of the terminal layouts and traffic patterns assumed under each alternative.
Alternative 4 is a more efficient layout. Note that some emission factors changed for the FEIS as
corrections were made to MOBILE6.2 and to AP-42.

9  [This change has been made.

10  [This change has been made.

11  [This change has been made.

12 |Spikes were noted by MDEQ in their 2005 Air Quality Report as resulting from construction near the

monitor. Adjustments were made, as noted in Section 4.8.4.3.
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Contaminated Sites

A survey of contaminated sites was done as part of the project assessment. A lerge number of
gites were identified that could potentinlly impact the project as public health harards as well as
contribute pollution to the Detroit sewer system. Fifteen sites that would potentially be acquired
under Altemative 2, 45 gites for Altemative 3, and 37 stes for Alternative 4 were rated
medium/high for contamination potential.

Contarninated soil or backfill were discovered on & number of these sites left behind by previous
commercial and industrial activities. Many of the potential impacts identified during the survey

could be managed through measures such as limited soil disturbance and removal as well as
appropriate protection of workers,

The cleanup and redevelopment of any contaminsted parcel being considered for acquisition

would have to be done in complisnce with Part 201 (Environmental Remediation) of PA 451 of 13
1994, the Matural Resources and Environmental Protection Act. Grants and loans are availuble

for environmental assessments, cleanups, nnd redevelopment of brownfield sites. Funds are

targeted to projects that promote economic development and reuse of brownfield properties,

If you have any questions, please feel free to contact Tiffany Julien or Jeff Tumidanski, at (313)
961-1266.

Ce: Curmine Palombo, Director, Transportation Programs
0:\Julien\DIFT DEIS All Comments_062705.doc

13 |Comment acknowledged.
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Letter 7, Detroit City Council, May 17, 2005

@Tity of Betroit

CITY COUNCIL

May 17, 2005

Gloria J. Jeff, Direcior

MDOT, Sume Transponation Building
425 'W. Oniawa St

Post Office Box 30050

Lansing, M1 48509

Dear Ms. Jeff:

As far boack as our Ociober 8, 2003 discussion with you regarding transportation projects in
southwest Deiroil, President Pro-Tem Kenneth Cockrel, I, stressed the need for a cumulative
impact study of transpartation projects in southwest Detroit with panticular focus on the impacts

af the projects on traffic, infrastructure, noise, and the environment. At the time he questioned
whi should do such o study,

We understand that you held a meeting in February 2005 with Congresswoman Carolyn Cheeks-
Kilpatrick and representatives of the Gateway Communities Developmem Collaborative, and the
need for a coordinated and comprehensive review of transpenation issues in Southwest Detroit 1
was discussed. We also understand this 1ype of study was referred to as a “Sub-Sector Study™
which MDOT might consider initisting if asked by the City of Detroit,

As a result, the Detroit City Council is requesting the following: confirmation of the above
inlqmuh)n and clarification regarding what 8 Sub-Sector Study involves including the process,
projects, and panticipants. If the Sub-Sector study would allow us 10 schieve a cumulative
impact stody of transponation projects in Southwest Detroit, then the Detroit City Council

respecifully requesis that the Michigan Depanment of Transportation nct as the lead agency in
initiating such a study,

We look forward 1o your response 1o this request, and thank you for your time and consideration

Si 1y,

la M. CockrelrCouncil Member/” |
= -\.r ) |

: 1m;§,? W es, Council Member

"-|.. -'-" g '
e Xe (i
Barbara-Rose Callins, Council Member
ad ¥ _ 4 LN

Sharon McPhail, Council Member

i Wﬂém

JoAdm Watson, Council Member

[}

Albera Tinsley-Talabi, Codincil Member

1 MDOT is supportive of such efforts at the local level. Land use is under the control of the cities of
Detroit and Dearborn, where the terminal of the Preferred Alternative is located. SEMCOG develops

the regional transportation plan, based on input from local jurisdictions and in cooperation with
MDOT.

DIFT Final Environmental Impact Statement and Final Section 4(f) Evaluation
A - 26




Letter 8, City of Detroit Department of Environmental Affairs, August 15, 2005

FmsT ManosiaL Buwms
B60 Wootmwaen AV, STE 1800
DT, Mickicanw 45216
PaosE 3134715100
Crry oF DiEreorm Fax 313=471-513%
DHEPARTMERT CF ENVIBCNMENTAL ATTAIRS WO PETRCNT. MILLE

August 15, 2005

Mr. Robert Parsons,

Michigan Department of Transportation
P.O. Box 30050

425 W, Ottawa, 3™ Floor

Lansing, MI 48909

Re: Commenis to the Draft Environmental Tmpact Statement and Drafl Section 4(0)
Evaluation

Dear Mr. Parsons:

Please find enclosed City of Detroit"s comments on the Draft Environmental Impact
Statement and Drafl Section 4(1) Evaluation. Also enclosed are comments from
concemned citizens and community groups that have been received in cur office as of this
date.

Thank you.

Sarah
Dhirector

Kmann b, Koo, Mam
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Letter 8,

continued

DRAFT ENVIRONMENTAL IMPACT STATEMENT AND DRAFT
SECTION 4(f) EVALUATION
DETROIT INTERMODAL FREIGHT TERMINAL (DIFT)
WAYNE AND OAKLAND COUNTIES

OFFICIAL COMMENTS OF THE CITY OF DETROIT

The City of Detroit through its Planning and Development
Department (PDD), Department of Health and Wellness Promotion
(DHWP], Department of Public Works, Traflic Engineering Division (DPW)
and the Department of Environmental Affairs (DEA) respectfully submit
the following comments to the Draft Environmental Impact Statement
and Draft Section 4(f) Evaluation (DEIS) for the Detroit Intermodal
Freight Terminal (DIFT).

The National Environmental Policy Act (NEPA) requires federal and
federally assisted projects be examined to identify environmental impacts
and to characterize the extent of those impacts on the environment.
Under NEPA, the “environment” includes the natural environment and
the built and social environment, Thus, this DEIS must examine the
impact of the DIFT and characterize the extent of those mpacts on air
quality, water quality and land, as well as examine the projects impact
on the community, its culture, history, economic and social life. The
DEIS must also examine direct, indirect and cumulative impacts of the
DIFT upon the “environment” and the CEQ regulations further require
that upon identification and consideration of these impacts, the DEIS
must include consideration and discussion of possible mitigation for
project impacts.

The City of Detroit has participated in the many public meetings
surrounding this project and has commented on the Feasibility Study
and the Scoping Document produced during the course of this process
that has culminated in the DEIS. Some of the comments stated herein
are restatements of those comments and some are based solely on the
present state of the DEIS. The comments of individual City Departments
are contained in the Appendix and are incorporated herein by reference.
Overall, however, the City believes that this DEIS does not meet the
requirements of NEPA. The reasons for this determination are set forth
below,

There are four alternatives discussed in the DEIS: 1) the no action
alternative; 2) improve and expand; 3) consolidate and 4) the composite
option. The comments set forth herein are primarily addressed to
alternatives 2, 3 and 4. Particular emphasis is addressed to alternative

‘ 2

‘ 3

2 [This document has been reviewed for legal sufficiency by the Federal Highway Administration and
was approved as meeting the requirements of the NEPA process.

3 |A modified Alternative 4 is the Preferred Alternative. It is smaller, as the CP/Expressway operation
has ended, and expansion of the CN/Moterm Terminal into the Fairgrounds is no longer part of the
alternative. The Preferred Alternative will be associated with a governance structure. See the Pre-
development Plan Agreement in Appendix F.
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continued

4, because this alternative or a modification of it appears to be the most
viable. Altemnative 3, which requires consolidation of all intermodal
activities at the Livernois~Junction Yard, has been roundly criticized as
placing an undue and extraordinary burden on the surrounding
community. The City agrees, It is therefore not a viable alternative and
the City will not address it in detail. It should be noted, however, that
the comments as a whole apply to alternative 3 and alternative 2.

L The analysis of the built and social environment is based on
obsolete and incomplete data.

It is fundamental that an environmental impact statement must be based
on the actual state of the environment. If, for example, the data used to
evaluate the cultural, economic and social impact is flawed, so too will be
the analysis. The cultural, economic and social data relied upon in the
DEIS was gleaned from the City's 1992 Master Planning documents. The
Master Planning documents of 2004 more accurately depict Detroit and
the neighborhoods where these intermodal facilities would be sited as
they are today. Yet, the DEIS chose to rely on documents that are nearly
15 years old over those that are more contemporaneous to the project. i
should be noted that both the 1992 documents {in the 1998 Master Plan)
and the 2004 documents are side by side on the City's web site.
(Attached for your convenience are the relevant Master Planning
documents for the impacted areas.)

Livernois/Junction ¥ard

To illustrate the significance of the data relied upon in the DEIS,
compare the difference in the description of the cultural, economic and
social condition of the Livernois-~Junction Yard /CP Expressway Terminal
Area:

Southwest Sector:

Southwest Detroit has fuo outstanding economic charnctenstics: an excepticnal
concenfration af very heavy industry, and a unique convergence of frewght
transportation modes. Weakneszes of the Sector relafe lo economic obsolescence
in both the industriol and commercial plant,  Strengths of the area include the
Detroit River as a unique atfraction, the fixed nature of the transport
infrastructure, the avmilability of many sound tndustriol buildings, and shopping
habits of many local residents fovoning neighborhood stores,

Detroit’s majer concentration of poris, rell facilities, truck terminals, pipelines,
intemational crossings and associated or support fucilities and organizntions
occurs in the Southwes! Sector.  This remains unchanged despife the serious and
cortinuing eroston of the Sector’s manufacturing base. Only fo a mited extent
can changing fechnology, changing corporate ownersidp pafterns, or other
evolctionary factors disperse southuest Detroit's kghly significant concentrtion

(]

3 cont

4 [The 2004 plan was not official at the time the DEIS and FEIS were prepared, so it could not be used as
the basis of analysis, but its contents were reviewed, and there are no known changes in
impacts/conclusions.
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Letter 8, continued

of freight facilities. In fuct, prevailing economic forces actually faver continted
concentraiion. DIFT DEIS 4-174; Detroit Master Plan, 1992

Compare the bove 1992 description to that of the 2004 Master Plan text.

Cluster SLivernals Junction Yard

Introchection

Cluster § & generaily bounded by Warren amd the Ford Freeway (294) to the morth- the Detrofr
River o the south, the Jeffries Freeway (1-96) and the Ambarrador Bridge to the eaxt amd the
Dyarborn, Metvindale, Lincoln Park Fcorse and River Rouge cite limits io the went.  The cluster
convirts of seven neighborhood areis! Buayaton, Chadrey Cordan, Hubbard Richard, Springweils,
"'N‘ﬂﬂf..;’ﬁum:ﬁnn and West Riverfromr

Cluster$ hay on excepuionnl conceniration of ey industry and freight transportation mode”
After the cluster experienced o decreaze in tolinl population benween 990 aud 2000, i foss fewer
jreaple proportioaatly than the entire Cifv of Detroit  Furthermore, the growth in some
meighborhoods exceeded the cifywide averagpe.

Yernor-funciian

The aren experienced o modet increare in population between 1990 and 2000; moaf of ihe prowth
i dur fo o significant increase in Hispanic population. Almazt 80 percent of the houscholds are
Aeaded by morried couples. A tiird af the population iv below 18 yesrs old

Wiile the howsing siock & relottvely sound, same dilapidated units are seamered throughow the

| area due fo prior decades of depopulation and disinvestment. Procimity to high growth areas in
Cluster 5 showld rexult in growth imio this aren. Nelghborkoods near the indistrial corridor
along the raifrvad tracks have shawn the most signy af deterivration, (Emphasis sdded)

Spnngrpells

Springwells is generally bounded by John Kronk to the north, the former Conrail
raitroad to the southeast and the Dearbarn City Himits to the west, North of Dix,
virtually all of the land is tn rail yards and ather heavy ndustry. South of Dix is
residentinl, except for the commercial strips on Vernor and Springuells.

Springuells experienced a population increase of almost fen percent between
1990 and 2000. This inchided a doubling of the Hispanic poptlation | 4,437 in
1990 to 9,858 in 2000). Almost a third of the population is under 18 years of age.
Ouver half of the households are headed by married couples. .,

The averdge Springwells home is about 70 yeors old.  Most houses are wood aned
in fixir conedition. ..

The dense character of the built environment imits aasembling large sites for retail
development. The only large site with potential for retail development is at
ch intersection af Dix, Vernor and Livernols. (Emphasis added)
Cluster 4 CF Expressway

Cluster 4 - Corktown
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Carkctown is genernfly bounded by the Fisher Freeway (-735) to the north, the
Detroit River to the south, the Lodge Freeway (M-10) to the east and 16% Streef 1o
the wesl. Landmarks include the former Tiger Stadium and former Michigan
Central Depot.

Betureen 1990 and 2000 Corktown lost ever fiwenty peroent of its pepulation o
thirty percert loss af its housing units.  Yet Corktoton has one of the City's lowear
percent of vacan! housing units with o high percent of rental housing wrts,
Almost o third of the population are college graduates. .

Corktown’s small lot sizes, the age of the area’s housing, and the vacant lots
tnterspersed throughout the neighborhood ereate redevelopment challenges, The
large vacant former rol yard along the Detroit River provides an opportunity for
mived-use development. ..

There are several functioning bight industrial facilities in the central portion of the
area. The expansion of trucking and other uses associoted with the Ambassador
i'h'hd';&' is r'rmh-ﬂg L‘ﬂl‘lﬁld‘ wﬂ'h the ﬂd.*dr!ry rl*-ﬂdmlml‘ n'nd' mmrtfn]‘ m_g;_uf

The text of the DEIS and its technical report documents consistently

refer to documents created in 1992, Standing alone these quoted

passages depict Southwest Detroit as an industrial wasteland ripe for an
industrial revitalization project such as the DIFT. Furthermore the

language actually creates the impression that concentration of the DIFT 4.1
in Southwest Detroit is desirable. It is therefore, not surprising that the

DEIS concludes that a DIFT in Southwest Detroit is beneficial to the area

and will have no adverse impact on the area.

In point of fact, the Southwest Detroit area is, as the 2004 Detroit Master
Planning Text reveals, a series of neighborhoods with vibrant commercial
strips in need of expansion in the precise location slated for the DIFT, It
reveals cthnically rich neighborhoods that are rowing and expanding
both socially and economically. It reveals historic neighborhoods with
old but stable and renovated housing. In fact, Southwest Detroit is one
of the most thriving regions of the City of Detroit. Any industrial
development, particularly the DIFT, must be designed in such a way as
to reduce the present conflicts between those industrial uses and
commercial and residential communities, provide buffers to the
community, and provide for relocation of existing uses within the
community so as to avoid or mitigate disruption of the neighborhoods
surrounding it.

Under NEPA the DEIS is obliged to fully examine the social and built

environment, If there conflicts in supporting documentation they should

be addressed and resolved if possible. The DEIS cannot extract the 4.1 cont
“facts” that support the action proposed and reject those which do not.

4.1

The EIS addresses all impacts, consistent with state and federal regulations and laws. The benefits of
the project are also addressed.
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CN MOTERM

The DEIS in at least one important respect failed to examine relevant

facts on the social and built environment. The discussion of the CN

Moterm facility fails to acknowledge the existence of an important sector 4.2
of the area surrounding this proposed expansion.. This omission not only '
affects the choice of CN Moterm as viable expansion area but also the
placement and design of the terminal.

The DEIS defines the Terminal Area as bounded by Dequindre Avenue on
the east, Schaefer Avenue on the west, | 696 and Guthrie Avenue on the
north and the Lodge Freeway and on the south. The Terminal Area
encompasses four cities, Ferndale and Hazel Park on the north and
Highland Park and Detroit on south. The present CN Moterm terminal is
located entirely within Ferndale. Under Altermative 2 and 4 the
expansion would be entirely within the City of Detroit.

First, in deciding to locate the expansion in Detroit, the DEIS examined

the four cities for the impact of the expansion on the built and sacial
environment. The text contains an extensive description of the stability

of Ferndale and its residential, commercial and industrial base, It

examines the City of Highland Park and its obvious challenges to

revitalize, It examines the neighberhoods immediately adjacent to the

State Fairgrounds, the proposed site of the expansion. [Ironically, it 4.2 cont
omits discussion of the entire Northwest side of Detroit and the area of '
Detroit between the Fairgrounds and Highland Park. That omission was

critical to the selection of alternatives and the site selection of CN-

Moterm's expansion. To Illustrate, the Master Plan of 1992 and of 2004

describe the adjacent western boundary of the Terminal Area as follows:

1992 Master Plan-Northwest Sector Article 307

Bounded by Eight Mile Road, Weodweard Avenue, McNichols, and Livernois, the
Palmer Park Subsector is composed of several neighborhoods, ncluding Sherwood
Forest, Green Acres, Golf Club, and University (Dhistricf] subdivisions, Palmer
Woods, and the Palmer Park apartment district. Commerdiol uses are fooaled
along each of the maper thoroughfares with the exception of Seven mile Road. n
addition fuo large cemetenies are localed here, along with the Detrotl Golf Club
and Palmer Park dsell The single-fomily neighborhoods in this subsector are
arnang the most afffuent in the City...

This entire subsector is an extremely important resource for the City. Ma four
neighborhoods of distinctive single-fomily homes offer some of the best housing
opportunities in the Greater Detroit area for middle and upper-income families
desiring fine vinfage housing and a centrol location in a diverse but close-knif
commurnty. Al indications are (hat these neighborhoods are persistently
improving in many respects and will with continued commitment, becoms
increasingly (be) recognized as one of the region’s prerder residential areas. ..

4.2

'The discussion of the potential direct, indirect and cumulative effects with the CN/Moterm facility
covered an area in Northwest Detroit and Southern Oakland County that is 22 square miles with more
than 140,000 people according to the 2000 U.S. Census. That area includes Highland Park and the
area between it and the Fairgrounds. The analysis also covered the Highland Park Comprehensive
Plan and its relation to the existing intermodal terminal and its proposed expansion.
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The Livermois Avenue of Fashion could once again become a wibrant retail area,
taking advantage of the current rewvival of the urban shopping street as a desirable
alternafive to the muﬂs. uﬁ.mg !hzwwlgeﬂfuemmmnuymmum the
large region. [ )

Culster 10 Master Plan Policies

Cluster 10 ts generally bounded by the Oak Park, Royal Oak Tounship and the
Ferndale eity bimits fo the north, McNichols, Oaloman Boulevard and the HighPark
City lmits to the south, Woodward and Highland Park city kmits to the east and
the Lodge Freeway (M-10} and Livernois fo the west. The cluster consists of four
IIJ'Eﬂ Bagley, McNichols, Palmer Park and Pembroke. 4.2 cont
Although Cluster m is the City's smallest cluster in both size and population, this
mmmuml‘u contains  some of Detroit’s strongest, most stable residential
The tofal number of housing units has remained relatively steady
awrlh:pa-'-‘!duﬂdr ard the commurnity boasts the lotvest vacancy rate in the
City. Additionally, cluster 10 has the highest oumer occupancy rafes and housing
values in the City.

Clugter 10 aiso has among the highest level of household inecme in the dty,
Education plays an important role in household earnings; the residents of Cluster
10 lead the City in educational attainment, Maser Plan of Policies 2004,

Although the importance of this area to Detroit is stated in both the 1992

and the 2004 Master Plan, the only reference to it in the DEIS is in the

figure depicting the Terminal Area for CN Moterm. The make-up of this 4.2 cont
area, its stability and importance to the City of Detroit are neither

discussed nor considered in any way. While the area is not the site of

the expansion it is certainly impacted by the siting of the DIFT at the
Fairgrounds, which is directly across Woodward Avenue on the DIFT

western border. The impact on this area was never considered. Instead

the decision was based on what impact the expansion of the DIFT into b
Ferndale or Hazel Park might mean to those communities and why such

action was not “reasonable”:

In developing the proposal for Alermafives 2 and 4 fo re-enfer the Fairgrounds for
expansion of the CN/ Moterm lerminal, options fo the cast and west of the terminal
and north of Eight Mile Road, were exemined, but were not conswdered
reasonable. Going west would require penstration of o dense resudential area
Sty smgle-family houses weould be acquired, as well as seven businesses. Foir
Park woild also be taken by expansion of the terminal to the west. Expanding the
terminal to the east, north of Eight Mile Road, would cause displacement of 10
businesses thal combined, are responsible for o major portion of the tax base of
the City of Ferndale. Because of the limited amount of industrial redevelopment
proger in the cily, these businesses would lkely be lost fo other areas
Additionally, Gage Products Company would be disploced by expanding the
CN/ Materm terminal to the east.  This company (s a permitted storer of up fo ong
miltion gallons of homardous material. [t is Ferndale's [argest taxpayer. ) unll
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not be possible fo relocate in Ferndale beeatuse of its handiing of hazardous
material. Expanding the terminal to the east. south of Eight Mile Road, would
couse the displacement of 90 single —family residences and seven businesses,
Hunt Playground fabout six acres would also be remoged.

Sa, the proposed expansion of the Moterm Terminal fto the Fairgrounds) avoids
going east or wes! of the fexsting) terminal north of Eight Mile Road... DIFT DEIS
3.23-28,

This illustration is not to suggest the DIFT should be expanded in to 4.2
Ferndale or Hazel Park. This illustration demonstrates that had a
complete analysis been done, it would have shown that concerns ‘
regarding the neighborhoods in Ferndale and Hazel Park existed to an
equal degree for Detroit neighborhoods, The “reasonable” conclusion
would be that this area of Southeast Michigan was an unlikely candidate
for expansion of a DIFT.

The tendency of the DEIS to view Detroit as terminating at the 4.2
intersection of Woodward and Eight Mile Road renders all subsequent
analysis of Alternatives 2 and 4 inadequate, inaccurate and flawed. The
traflic analysis, air pollution analysis, social impacts, economic analysis,
noise, park land and public recreation land analysis do not meet the
} requirements of NEPA because the analyses were based on no more than
half the Terminal Area.

Il.  There is no analysis of indirect or cumulative impacts/effects on

© the host community; the DEIS narrative is absent of any

consideration of planned or in process projects that will add to

the impact of the project on the natural or buili and social
environment.,

For each of the alternatives evaluated, the DEIS concludes that all
indirect and cumulative impacts arc positive. As stated above this
conclusion derives from inaccurate or incomplete data that culminated in
a blanket conclusion that each of the sites under study were industrial in
nature, the surrounding areas were in decline or non-existent and
therefore only good things could come from siting a DIFT in these areas,

However, even il one assumes that the data was sufficient it is
incumbent upon the DEIS to discuss all relevant indirect and cumulative
impacts, not simply the ones that support the action alternatives. This
is clearly the intent of NEPA, To truly evaluate indirect and cumulative
impacts the DEIS must examine the past, present and reasonably
foresceable actions that have impacted these resources. The DEIS must

5  [The positive and negative indirect and cumulative effects are cited at the end of Section 4.17.

DIFT Final Environmental Impact Statement and Final Section 4(f) Evaluation
A-34




Letter 8, continued

include a “useful analysis of the cumulative impacts of past, present and
future projects”. Sce  the Federal Highway Administration,
Environmenta i i i
Consid ion of Indirect and lative [ cts jn the NEPA 5,
NEPA requires that the EIS take a *hard look” at the consequence of
agency action. These principles were not fallowed in the examination of
the DIFT alternatives.

Existin t Impacts

Present Impacts in the four sites were ignored or simply given no weight,
For example, Southwest Detroit is home to many cxisting industrial uses
and transportation uses. Yet, there is virtually no discussion of the
existing uses or how they presently impact the natural, built or social
environment. There is no discussion of how these impacts interplay with
the proposed action. 51

In particular, any discussion of the traffic crossing the Ambassador
Bridge and the impact of that traffic on the operation of the DIFT er on
the environment is simply absent. The Ambassador Bridge border
crossing is the busiest commercial crossing between the United States
and Canada or the United States and Mexico. It has been estimated that
at least one (1) truck per minute crosses the border every working day.
Thirteen thousand commercial vehicles travel the Ambassador
Bridge each day. Thesce vehicles are primarily diesel trucks CAITYIng
parts and commaodities into the United States. Fourteen percent of those
vehicles are slated for long distance travel in the United States. Fifty
percent of those vehicles travel long distance to long distance from
Canada to and through the United States. “Over the next 30 years, the
Detroit River area cross-border passenger car traffic is forecast to
increase by approximately 57 percent, and movement of trucks by 128
percent.  Traffic demand could exceed the ‘breakdown' cross-border
roadway capacity as early as 2015 under high growth scenarios.” Detroit

IVE] nternation b ing Stud Envirn Impact
Statement [DEIS ing Informatio

Surprisingly, there is no discussion of the how traffic crossing the

Ambassador Bridge impacts this current proposed action. There is no

analysis of how much of the present volume of traffic crossing the bridge 5.1 cont
will be intermedal vehicles or how much will remain long haul vehicles

bypassing the DIFT. These obvious and important questions are simply

not discussed., The Gateway Project, which is an expansion of gate

capacity at the Ambassador Bridge and presently under construction, is

also absent from the analvsis. This project alone is expected to double

the capacity of the Ambassador Bridge.

5.1

The discussion of existing land uses is included in Section 4.6 and future land uses is in Section 4.17.
'The positive and negative indirect and cumulative effects are cited at the end of Section 4.17. U.S.-
Canada intermodal truck traffic carried on the Ambassador Bridge is very minor. The DIFT will have
almost no effect on the Ambassador Bridge.
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The omission of this important border crossing and the expansion project
for this crossing is just a sampling of the lack of examination given to the
totality of the DIFT project. Contrast the simplistic reasoning used in
this DEIS to the Scoping Information contained in the Detroit River
International Crossing Study:

It should be undersfood that the delays and resultant queuing are not Emited to
border locations but hawve sewveral negative effects associated wath poor
transporiation netwerk operations, including the follourng.

* Increased highway safety concerns, including higher potential for collisions
at intersections enfrances and queue ends;

¢ Increased economic opportunity costs, including losses fo businesses
themselves and of businesses to other areas outside the region and even,
to other countries outside the regior;

¢  Increased air pollution;

Impacts to access and adjocent land uses in the vicmity of the border

crossings

Infiltration of cross-border traffic onfo oeal oards.

Impacts to incident/ emergency response time

Increased vehicle operating costs and fuel consumption; and

Increased driver frustration.

L

The Scoping Information recognizes and acknowledges that impacts exist

outside of the footprint of the project. This DEIS does not. It therefore

makes no attempt to identify or discuss them. There are many more

existing impacts that have been left unaddressed by this DEIS. Itis the

City’s recommendation that the drafiers engage in a full and frank 5.2
discussion with City planning and traffic officials (o gain a true picture of

present impacts.

Future Impacts

Similarly, the DEIS fails to discuss future impacts. “Reasonably
foreseeable” impacts simply are not examined. The 2030 Plan of the
Southeast Michigan Council of Oovernment (SEMCOG), the MPO for
Southeast Michigan is referred to but not evaluated for the impacts on
the DIFT and the Terminal Areas. There is no mention of the proposed
truck tunnel under the Detroit River that would empty into the Terminal 5.3
Arcas. The Detroit River International Crossing Study cited herein is not '
mentioned. These are all proposed transportation projects as is the
DIFT. They are proposed in the same areals) as one or more of the
Alternatives. Yet there is no mention or analysis of how these projects
will affect the proposal at hand.

Finally, there is no discussion of planned or in process commercial,
industrial and residential development projects. Certainly, a few

52

MDOT has and will coordinate with local officials regarding proposed improvements.

5.3

Section 4.17 mentions all of the projects listed in the comment and discusses their positive and
negative indirect and cumulative effects. A NEPA document does not evaluate the adopted Plan of a
Metropolitan Planning Organization such as SEMCOG.
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discussions with Planning and Development are in order to determine
these “reasonably foreseeable™ actions.

This DEIS concludes there are no indirect or cumulative impacts on the
sole strength of narrowing the scope of the project to the footprint of the
alternatives and an incorrect reference to obsolete master planning
documents. That is not what NEPA requires. DEIS should go back and
look a little harder.

5.3 cont

Ill. The air quality analysis is wholly inadequate and places the
burden of mitigation, if at all, on the local community rather 6
than on the agency action.

Throughout this process the City of Detroit and citizens within the
proposed DIFT Terminal Areas have requested that there be an in-depth
analysis of the air guality impacts of this project on the natural
environment and upon the citizens residing in these areas. The repeated
response has been NEPA does not require it Consequently, the analysis
contained in this DEIS contains only the most superficial review of the
environmental impact of this action on the natural environment and
upon human beings who live in the proposed Terminal Areas.

The City of Detroit response to this lack of analysis as follows: 1) NEPA
requires a8 “hard look™ at the consequences of agency action on the
natural environment; and 2] the statutes governing the planning and
implementation require it and 3) an action which causes or significantly
contributes to deterioration in air quality is a violation of the Clean Air
Act. The spirit and the language of NEPA, ISTEA and the CAA require a
thorough analysis of the air quality implications of this proposed action.
This DEIS is obligated to thoroughly discuss the air quality implications
of the proposed actions and not leave them to another day. In addition,
failure to engage in such a discussion precludes any discussion of
mitigation. Again, this DEIS starts and ends with the proposition that
the project is a good thing, therefore there are no adverse impacts to
examine and no mitigation is required. This is a fundamental viclation of
NEPA An environmental impact statement is not designed to
confirm the desired agency action but to evaluate it fairly and fully
to determine what action is the appropriate to the purpose and need
with due respect for and protection of the “Environment”.

In Appendix E, the DEIS sets [orth the air quality analysis protocol for
this action. In paragraph 2.0 it sets forth the elements of that analysis.
However, the discussion of this protocel is nothing more of than
restatements that the agency is unable to make the analysis because the
model i8 not in place or there are no scientifically accepted methods of

]

6  [See Section 5, Mitigation. First, the Preferred Alternative minimizes air pollutant emissions at the
Livernois-Junction Yard terminal by siting gates and access routes to minimize exposure to
neighborhoods and residential development by: 1) constructing the entry point off Livernois Avenue
(Figure 3-19) with concrete curbs so trucks are forced to/from the north via an improved I-
94/Livernois interchange, and not to/from the south and the dense neighborhood south of Vernor
/Avenue; and, 2) providing a new Wyoming Avenue entrance that connects directly to 1-94. Wyoming,
like Livernois Avenue, is a major arterial with no residential frontage and little nearby residential
development. Second, voluntary emission reduction measures are drawn from experiences with
addressing diesel and PM2.5 emissions through EPA’s National Clean Diesel Campaign and other
initiatives. These would include the measures such as Engine Idling Reduction Programs for trucks
and locomatives, auxiliary power units for trucks, and automatic shut-off devices for idling
locomotives; use of electrified truck parking areas; and, use of alternative fuels for handling
equipment.
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study. Consequently, the City and its citizens have been advised that
these analyses will take place after an alternative has been selected.,

The City respectfully, declines to accept that course of action. The
analysis of air quality is crucial 1o and often dictates the mitipation and
enhancement that is needed for an action to conform to NEPA and to the
other federal standards derived from transportation and environmental
laws. Without the analysis there can be no mitigation set forth in the
Final EIS. The proposed action would go to a Record of Decision devoid
of any mitigation. The City and its citizens would be left “tilting at
windmills” to modify an approved action. We think it better that the
process proceed in sequentially, This EIS cannot and should not be final
until the analysis is complete.

Additionally, the City of Detroit offers the following comments with
respect to the Air Quality analysis contained in the DEIS

Burden Analysis

The burden analysis contained in the DEIS is flawed. [t is based on
trends derived from national standards that are nol reflective of and are
different from the local trends. The national trends differ greatly from
what is actually realized in Michigan, specifically Southeast Michigan
(SEM). With regards to NOX levels, SEM on-road and non-road sources
account for 59% of the overall emissions, whereas point sources account
for only 40% of the overall emissions. Ozone levels with SEM have
exceeded the national standards and the largest VOC sources (omone
precursors) in the region are both on-road and non-road sources which
account for 63% of the overall VOC emissions. This exceeds the national
VOC source trend of 45% for transportation and 45%for point sources
Michigan point sources account for only 9% of VOC emissions
Southeastern Michigan has exceeded PM2.5 emissions for the past four
(4} years. On-road and non-road sources account 98% of PM2.5 6.2
emissions while point sources in this region account for a mere 2% of the

PM 2.5 emissions. Use the national trends in the face of this data was

clearly erroneous.

6.1

Further, to rely solely on a burden analysis for a transportation project is
untenable. This is an INTERMODAL TRANSPORTATION PROJECT. That
means that the trucks and the trains come from somewhere and travel to
somewhere. That where is on the highways and strects of Detroit.
Nonetheless, the DEIS treats this proposed project as a point source.
Pollution from this action is created there and remains there. It has no
affect on the air quality of the surrounding area and is unaffected by the
traflic moving to and from the terminal. Untenable,

6.2

6.1

'The burden analysis is not based on trends. The roadway burden emission factors assume SEMCOG's
fleet vehicle mix, which is approved by EPA, together with traffic volumes and speeds estimated for
this project. The terminal burden analysis likewise used EPA guidelines and emission factors,
together with site layouts specific to each terminal and alternative.

6.2

Section 4.8.7 covers the terminal burden analysis and lists all vehicular movements on the yard that
were considered. It covers the roadway burden analysis, and refers to Figures 4-48, which show the
roadway networks where traffic to and from the terminals is considered.
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Additional Truck Traffic

As stated above the DEIS is deficient in analyzing the impact of existing
and proposed truck traffic on the action and therefore omits any analysis
of the air quality impacts of the proposed action. The DEIS concludes,
without support, the all the air quality issues will be resolved by the
implementation of the CAIR Rule and by the USEPA's rules requiring the
upgrade of diesel engines. This analysis is flawed because 1) it does not
account for the Canadian trucks that cross at the Ambassador Bridge 6.3
and will not be subject to USEPA rules; 2) DIFT trucks tend to be owned '
and operated by independent operators who hold their trucks much
longer and delay repairs, so that the probability that these trucks will be
replaced with clean diesel models within the stated timeframe is small; 3)
it does not account for the pollution emanating from trucks traveling to
and from the DIFT; and 4) the CAIR Rule admittedly will be nothing to
reduce the opone in the Southeast Michigan region. Therefore, the
conclusion, that all will be well because of USEPA action and clean diesel
technology, is erronegus

Southeast Michigan Non-Attainment Status

In 2003 Southeast Michigan was designated in non-attainment for ozone
and PM 2.5. In additon, previously, the region had been made part of
the SIF call for NOX. The Region's non-attainment status cannot be 6.4
ignored and the impact of the proposed action on that status and the
region’s ability reach and maintain attainment is critical. The only air
quality analysis contained in this DEIS is for CO. Yet it is well
recognized that Particulate Matter and Ozone are transportation related
pollutants. Furthermore, particulate matter and VOCs (a precursor to
orone} are the primary pollutants of concern for diesel engines, Given
the stated and the suspected increase af diesel truck traffic resulting
from this proposed action, existing projects and reasonably foresecable
actions it is unsupportable to conclude that there is no need to analyze
the impact of this proposed action on the air quality of Southeast
Michigan and the Terminal Areas in Detroit. This is particularly so
because it is known that the Livernois/Junction Yard sits in an area,
Southwest Detroit, where air monitors persistently register non-
compliance for ozone and particulate matter.

One of the stated reasons for the decision not to make an analysis is
USEPA has no model for these parameters. Not so. There are accepted
models for PM 2.5 and Ozone and they should be employed here. The
same argument has been offered with respect to air toodes. While there is

6.3

The Air Quality Impact Technical Report provides them an extensive amount of data used to generate
the link-by-link roadway pollutant burden forecasts (using EPA emission factors), and all elements of
the terminal activity: visitor/employee traffic; truck activity on the rail yard related to container
delivery and pickup; container handling (moving containers between delivery points and trains);
locomotive idling and movement on the yard; fugitive dust from paved and unpaved yard areas;
\vehicular travel on sites of businesses to be acquired; vehicular travel on streets that would close with
development (John Kronk and a section of Lonyo); and, fugitive dust from business sites and streets
that would be closed. Canadian trucks are produced in the same factories and generally meet the same
emission standards as US trucks. No data are provided to indicate intermodal trucks are different than
other trucks. The analysis does account for trucks traveling to and from the terminals as well as the
truck trip reduction through diversion to rail.

6.4

The project has found to be in conformity with all NAAQS by SEMCOG in conjunction with FHWA.
See Section 4.8.7.
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no final rule with respect to air toxics there are scientifically aceepted
models that can and should be employved.

Public Health Effects

Given the non-attainment status of this region and the magnitude of this
proposed action, it is not unreasonable to expect that the DEIS should
contain at least some analysis of the human health effects of this
proposed action. Rather than re-state those recommendations here, the
City refers to the Review of the Detroit Intermodal Freight Terminal
(DIFT) Project from a Public Health Perspective, prepared by the Detroit
Department of Health and Wellness Promotion and set forth in the
.ﬁ.p;:lhcnd:ix. Perhaps this City Department with the help of USEPA can
assist in providing the scientifically accepted methods for examining the
DIFT Terminal areas for adverse health affects of the pollutants that will
cemanate from this action

IV. The traffic pattern analysis is incomplete and does not account 7
for foresecable impacts of other transpartation projects.

Appended to this document is an evaluation of the traffic impacts of this
proposed action prepared by the Traffic Engineering Division of the City's
| Department of Public Works. It sets forth many of the City's concerns in

this regard.

As discussed earlier it is critical for the DEIS to examine and discuss
direct, indirect and cumulative impacts. The importance of such an
analysis is particularly obvious when addressing the impact of this
proposed action on the traffic patterns and infrastructure in the City.
This DEIS fails to do so. Consequently, statements that there will be
little impact on the traffic patterns and infrastructure or that the streets
can handle the capacity imposed by this proposed action ring hollow,

Of particular note is the analysis of the traffic pattern for CN-Moterm.
Because the entire northwest side of Detroit was omitted from
discussion, the discussion of the traffic patterns focused on East Eight
Mile Road and I-75. According to the traffic pattern analysis only those
corridors will be impacted. Mot so. The improvements at Livernois and I-
94 will encourage the use of Livernois as a route from Metropolitan 7.1
Airport and points west to reach Eight Mile Road and the CN-Moterm
facility. This would create heavy truck traffic that would traverse the
entire northwest side of the City, traveling through some the of City's
most stable and residentially populace neighborhoods, Such a
consequence is unacceptable to the City, The City cannot afford the
“loreseeable” economic consequences of that action. The disruption of
those neighborhoods will cause erosion of the commercial strips,

13

7  [The traffic analysis, documented in Section 4.1 , addresses DIFT-related traffic by comparing the
highest forecast for each Action scenario to the lowest forecast of No Action. The traffic of other
projects included in SEMCOG's plan is incorporated in the analysis by using SEMCOG's traffic data
and roadway network for future conditions. The activities of AMTRAK and commuter rail expected
to move through the Livernois-Junction Yard are included in Section 4.9.1.

7.1 [The 1-94 change will not encourage use of Livernois as a route from the airport and points west to 8
Mile. No one would drive over 7 miles of surface streets with upwards of a dozen signals, rather than
using the parallel-freeway system.
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encourage residents to move from the disrupted areas, thereby severcly
impacting the City's tax base

V. The noise analysis does not account for the activities that take
place in the operation of a DIFT 8.1

The noise analysis assumes that the only noise ereated by this DIFT will

be highway noise. It nowhere accounts for the on site impact noise
attendant the operations of the DIFT or the impact noise attendant the 8.2

movement of the trains inside the DIFT. This is particularly important
since the document concludes that no noise barrier walls will be
constructed around the DIFT to shield the residents from the sound
The only wall will be a securty wall to protect the DIFT. This is 8.3
unacceptable

VI There is no Environmental Justice analysis and the EIS 9
remarkably concludes that this is not an environmental justice
Area.

The Draft EIS remarkably and incredibly concludes that there are no
environmental justice implications to this proposed action because
Detroit is comprise of 84% minorities, all of the DIFT terminal areas are
in Detroit, so all the minorities are being treated the same. Hence there
is no disproportionate impact. An entire treatise could be written on why
this analysis is just plain wrong. It is sufficient to say, however, that the
drafters are respectfully referred to the hundreds of documents and
treatises written an this subject by scholars and by the USEPA

But the City does have a short rebuttal to offer. The Department of
Transportation Order on Environmental Justice states: “Statutes governing
DOT operations will be administered so as to identify and avoid discrimination and avoid
disproportionately high and adverse effects on minority populations and low - income
populations...” The Order goes on to define disproportionately high and
adverse effect as:

(1) is predominately borne by a minority population and/or low
income population or

(2

will be suffered by the minority population and /or low-income
population and is apprecisbly more severe or greater in
magnitude than the adverse effect that will be suffered by the
non-minority population and; or non-low-income population

There are two ways, in transportation projects, to demonstrate 9.1
disproportionate impact. In the first instance we ask the questdon: ls

8.1

'The noise analyses of the DIFT DEIS/FEIS require mitigation for noise in the loudest hour. The nature of this noise metric is such that it is
designed to control continuous noise, not "impulse noise." The entire Livernois-Junction Yard will be buffered from non-industrial uses so that
the noise in the loudest hour does not exceed the established criterion of 67 dBA at sensitive receptors, such as homes. Impulse noise, such as
container handling, is controlled by local noise ordinances, in this case the cities of Detroit and Dearborn.

8.2

The train noise analysis is in the Noise and Vibration Technical Report and is summarized in Section 4.9 of the FEIS. All sensitive areas around
the project will be properly buffered to reduce projected noise levels below established residential criteria.

8.3

[That security wall will also block/attenuate noise.

Section 4.3.2 covers Environmental Justice issues. It opens with an explanation of the Executive Order, and provides information on the subject
populations. To prevent repetition, figures earlier in the EIS are referred to. The comparison base for each terminal area is the Detroit
Urbanized Area. All impact categories are reviewed for all alternatives. Table 4-16 summarizes impacts: mobility, economic impacts, air
quality, community effects, noise, and cultural resources. The same table summarizes mitigation measures. Impacts to the local community
have been identified and are presented in Section 4. Mitigation is identified in Section 5. The analysis recognizes positive and negative effects
on EJ populations and concludes adverse effects will receive appropriate mitigation because of the disproportionate negative effects on
population groups covered by the EJ Executive Order.

9.1

/As explained in Sections 4.3.1 and 4.3.2 of the FEIS, the Detroit Urbanized Area is the basis of comparison to each of three defined "terminal
areas" which range in size from 22 to 35 square miles and 140,000 to 164,000 people. The terminal areas are aggregations of census tracts

around each terminal. The Detroit Urbanized Area is defined in the footnotes to Table 4-12 and shown in Figure 4-13c.
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the action predominately borne by the minority population? This

question containg no comparison to “other” populations. If the burden

falls on a minority or low-income population then environmental justice 9.1
principles are invoked. The second demonstration is a comparative one. :
Does the action in comparison to non-minority or nen-low-income
populations treat the protected populations more severely or adversely?

In the latter instance a geographic component exists in the former there

is no geographic component.

It is obvious why transportation projects would look at the environmental
justice component through more than one lens. If the DEIS is correct in
its analysis a highway project could avoid any environmental justice
claim by simply building the entire project through minority and low -
income neighborhoods. Then it could be argued, as the DEIS argues
here, that all the poar and all the minorities are treated equally. This
kind of reasoning is just what environmental justice principles seck to
prevent,

However, even assuming that such a narrow reading of environmental
justice could prevail this project falls within that reading. The Purpose
and Need for this Action states:

The purpose of the Detroit Intermodal Freight Terminal (DIFT) protect is to
support the economic competitiveness of southeastern Michigan and the state
by improving freight transportation opportunities and efficlenciea for business,
industry and the military. The goal is to ensure Southeast Michigan has a
regional facility or facilities with sufficient capacity and inter-connectivity to 9.1 cont
provide for existing and future intermodal demand and reduce time,

costs and congestion to support the economic competitiveness of Southeast
Michigan. (Emphasis added)

Nowhere is there any mention of the City of Detroit. This is a regional
project, Therefore the relevant geographic area is Southeast Michigan.
When compared to the whole of Southeast Michigan the minority
population of Detroit is more severely impacted than the whole of the
region. There will be no terminal facilities outside of Detroit; there will be
no relocations outside of Detroit; the air pollution that is created will be
in Detroit. Those are just some of the disproportionate impacts. The
failure of this DEIS to examine those disproportionate impacts means it
cannot become a final document.

VI, The DEIS fails to adequately address the need for mitigation 10
) and enhancement required of the DIFT.

Because the protocol of this DEIS was so narrowly drawn it fails to
adequately address the issues as required by NEPA. Consequently, it

| 10 [See Section 5.
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concludes that only minimal mitigation is required. This conclusion,
falls far short of transportation paolicy

In the spirit of environmental stewardship and support of FHWA's strategic goal to
“protect and enhance the notural enerropment and  communities affected by
hightay transporfation, we should seek opportunities fo implement innovative
measures that widll help our projects i wxthin the community and natre]
enronment in which they are located. An example of such an opporturity is the
integration of confext sensitive design and solutions [(C8S/CS0) within the NEPA
and project developmen! process, The context sensitive solutions approach is
colloborative, inferdisoplingry approgeh that meolhes ol stakeholders in the
development of a transportation proposal so the project wuill fit in with the physical
seffing ared PTESETLE  SCETIC, aeathetic, Mstoric and notural eraronmentol
resources, while mointaining safety and mobility

Mitigation that is included, as o commitment n the emronmental document
becomes an otegrol an essendiol part of the tronsportation projed decision.
FHWA's responsibility regarding the implementation of mutigation measures
identified as commitments in environmental documents is stipulated in 23 CFR
7L 10%9b):

‘Tt shall be the responsibility of the applicant, o cooperation with the
Administration, (o implement those measures stated a8 commiifments in the
environmental documenis prepared purswant to this regulation.  The FEHIWA wali
aszsure thal this is occomplished as part of s program | moanggemernd
responsiiiiities that inchude reviews of designa, plans specifications and estimates
{PS&E] and construchon tnapections.

It could well be argued that mitigation and enhancement that is not
addressed in the EIS is not obligatory but discretionary., If this is the
case then the City cannot accept this DEIS as final. There are no
mitigation measures in this proposed action even though the impaets are
significant, long-term and disproportionate. Those measures that are
stated are only the most minimal in nature and primarily designed to
facilitate the project.

The City also believes that Section 109 of the Federal Highway Act

requires the agency lo identify measures to mitigate adverse public 10.1
health effects of air pollutants and analyze the costs and benefits of such

mitigation. This has not been done and it should be.

It is difficult for the City and its residents to suggest mitigative measures,
since such measures are often dictated by the impacts. Consequently,
we believe strongly that the flaws discussed above must be address
before proper mitigation and enhancement can be fully addressed
However the [ollowing are a few concepts that the City offers for
consideration.

|6

10.1 [See Section 5, Mitigation. First, the Preferred Alternative minimizes air pollutant emissions at the
Livernois-Junction Yard terminal by siting gates and access routes to minimize exposure to
neighborhoods and residential development by: 1) constructing the entry point off Livernois Avenue
(Figure 3-19) with concrete curbs so trucks are forced to/from the north via an improved I-
94/Livernois interchange, and not to/from the south and the dense neighborhood south of Vernor
IAvenue; and, 2) providing new Wyoming Avenue entrances that connect directly to 1-94. Wyoming,
like Livernois Avenue, is a major arterial with no residential frontage and little nearby residential
development. Second, voluntary emission reduction measures are drawn from experiences with
addressing diesel and PM, s emissions through EPA’s National Clean Diesel Campaign and other
initiatives. These would include the measures such as Engine Idling Reduction Programs for trucks
and locomotives, auxiliary power units for trucks, and automatic shut-off devices for idling
locomotives; use of electrified truck parking areas; and, use of alternative fuels for handling
equipment.
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Recommeanded Mitigation Actions for DIFT:

. T ¢ earmarked for specific 1021
oommunity improvement /entk ects
s Compn Eive Commun 10 2 2
. 10.2.3
' 10.2.4
> OAsc !l"-'r'!'- (Hnafacilng
L] 1 mll roda 1025
) 10.2.6
10.2.7
iriil oconstraction 1028
- wiffer [gre nes separating rail
nekphborko F 1029
- TOW MILEETION MEensures address both the noise
and v ions impacts at Beard Elementary School st 1551 Beard 10.2.10
. solidation of rail activites will
Detroit Fire Department to 10.2.11
rding hazardous materials. The
n o addre needs of the Fire 10212
equipment necessary to address a
ated facility.
. all rail viaduects 10.2.13
. all terminals, from both commercial
ntial homes surrounding the DIFT vard 10.2.14
. levelopment and implementation of a strategic
. 1 sites in the affected neiphborhoods for 10.2.15
J 10.2.16
' i 10.2.17
. g light rail

10.2.1 ['Tipping fees" are not required as the railroads will directly pay for about 28% of the capital costs of the Preferred Alternative.

10.2.2 [See Section 5.

10.2.3 [See Section 5, Mitigation. First, the Preferred Alternative minimizes air pollutant emissions at the Livernois-Junction Yard terminal by siting gates and access routes
to minimize exposure to neighborhoods and residential development by: 1) constructing the entry point off Livernois Avenue (Figure 3-19) with concrete curbs so
trucks are forced to/from the north via an improved 1-94/Livernois interchange, and not to/from the south and the dense neighborhood south of Vernor Avenue; and,
2) providing new Wyoming Avenue entrances that connect directly to 1-94. Wyoming, like Livernois Avenue, is a major arterial with no residential frontage and
little nearby residential development. Second, voluntary emission reduction measures are drawn from experiences with addressing diesel and PM2.5 emissions
through EPA’s National Clean Diesel Campaign and other initiatives. These would include the measures such as Engine Idling Reduction Programs for trucks and
locomotives, auxiliary power units for trucks, and automatic shut-off devices for idling locomotives; use of electrified truck parking areas; and, use of alternative
fuels for handling equipment.

10.2.4 [The noise study in the FEIS meets all federal and state requirements. Mitigation of noise is associated with barrier walls that are part of the design of the Preferred
IAlternative. There is no need for the project to mitigate pre-existing conditions although the new barrier walls will do so where they are placed.

10.2.5 |Dix at Central and Livernois at 1-94 will be improved as part of the project. The grade separation of Central from the rail line will also be part of the project and
MDOT will take over that portion of Central Avenue from the local jurisdiction. All other roads in the area except Michigan Avenue, 1-94, and 1-75 are under local

overnment control.

10.2.6 [Enhancements are planned at Dix/Vernor, Livernois @ 1-94, and Wyoming at Michigan. Design there and at all gates will follow American Association of State
Highway Officials (AASHTO) guidelines, thereby addressing safety needs.

10.2.7 [The Livernois-Junction Yard, and the expansion area to the north under the Preferred Alternative, will be paved for efficient operation. Stormwater is covered in
Section 5.8 and permitting is covered in Section 5.4. All requirements related to water quality and discharge rates will be met.

10.2.8 [The design of the Preferred Alternative includes a buffer as described in Sections 4.9, 4.15 and 4.19.

10.2.9 [The Preferred Alternative does not include a truck route by the Beard School.

10.2.10 [The current situation at the Livernois-Junction Yard in terms of emergency response of police and fire services will be improved by the Preferred Alternative as there
will be no blocking of their movement by trains. Jobs will increase and local tax revenues will increase.

10.2.11 |Viaduct actions in the Livernois-Junction Yard area are the responsibility of either the railroads or the local jurisdictions. Viaduct improvements have been included
in the Enhancement Program. See the last section of the Green Sheet.

10.2.12 [The design of the Preferred Alternative includes a buffer as described in Sections 4.9, 4.15 and 4.19.

10.2.13 [See Section 5.

10.2.14 [Every attempt will be made to relocate in the Terminal Area persons and businesses affected by the Preferred Alternative, if they so choose.

10.2.15 [Enforcement of air quality rules and regulations is the responsibility of the Michigan Department of Environmental Quality and the U.S. EPA. SEMCOG plays a
role by working with these agencies to set "budgets" to guide the region to attainment of National Ambient Air Quality Standards. The DIFT project has been found
to conform to the Clean Air Act (Section 4.8.4).

10.2.16 [The EPA regulations on diesel fuel content and new diesel engines will affect terminals (off-road) and on-road equipment (intermodal trucks). There will be no
control over the trucks that use the terminal. All vehicles will be subject to idle controls while at the terminal.

10.2.17 |[Improved transit does not improve intermodal freight movement or address the project purpose and need. Nonetheless, the Preferred Alternative accommodates

IAMTRAK and commuter rail operations through the Livernois-Junction Yard.
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* Provide for water quality monitoring and improves to mitigate 10.2.18
depositions to the Rouge and the Detroit rivers

CONCLUSION

The City of Detroit respectfully requests that the issues set forth herein
be fully addressed before there is any attempt to move forward with to a
Final ElS. This DEIS does not meet the requirements of NEPA ar
substantive transportation and environmental laws. We welcome the
opportunity to engage in a full and frank discussion of the issues raised
herein and to seek to resolve those issues for the benefit of our citizens
and all those who reside in Southeast Michigan.

10.2.18 [Stormwater monitoring is not warranted with the anticipated project stormwater controls.
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Date: Augusi 5, 2005

To: Sarah Lile, Environmental Affairs Department
From: Manilal Patel, Traffic Engineering Division
RE: Detroit Intermodal Fright Terminals

Draft Environmental Impact Statement Review

The Engineering Analysis Report and Engineering Concept Report of the Draft
Environmental Impact Statement (DEIS) prepared by Comadino Group (on behalf of
MDOT) is reviewed by TED from the Traffic Engineering perspective. The Socio-
economic and environmental impact must be reviewed by other departments.

This report is a follow up to a feasibility study, examines the proposed improvements for
Detroit Intermodal Freight Terminals (DIFT) located in City of Detroit and City of
Ferndale. Currenily there are 3 major rilroad operators in the City of Detroit with
intermodal operations and the fourth major railroad company operates out of Fermndale
The City of Detroit will be critically impacted due to the three locations within the City
of Detroit and the fourth operator in Ferndale has a freight container storage in the State
Fair Ground. Our comments on each of the presented four alternatives are a3 follows:

Alternative 1: The “Do No " ar “Mo Action™ Alternative

« Allemative | reflects the status quo, This would leave each of the Rail Operators 1o
develop their facilities as they seem appropriate for their needs, without governmental
assistance

Each railroad eompany will indulge in independent and uncontrolled development in the
future to cope up with the projected increase in business. Preliminary data projects
425, 000 1otai lifts per year by 2025 compared 10 the current 300,000 lifts per year for -
three terminals located within the City of Detroit, excluding Ferndale yard. In other
words this translates into an increase in truck traffic of 340 trucks a day, about 40%
increase (considering that one lift will result in movement of one truck).
11.1
The increase in truck traffic will accelerate domage to the city streets, particulardy
Livernois and Wyoming streets and increase in noise and dust pollution without any
mitigation in place; it is a concem (o us.

Increased truck traffic will adversely affect traffic capacity at or near the intersections
close to Railrosd Gates. The City will be forced to provide mitigation measures for
safety/congestion without any funding from state, federal or private agencics.

11.1  |Comment acknowledged.
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Alternative 2: Improve/Expand all of the existing four Railroad’s existing
Intermodal facilities.

Alternative-2 addresses the expansion of each railroad's existing Intermodal facilities
with governmental assistance (funding and govermmental approval) and control. These
terminals inclode:

Livernois-Junction Yard, located within City of Detroit

CP/Expressway (at the Michigan Central Depot), located within City of Detroit
CP/OAK, located within City of Detroit

CMoterm, located within City of Ferndale

These de-centralized mmprovements to interlocking and the expanded size of the vards are
expected to stimulate growth that will require more trains. Under this altemative, the
planned increass in truck traffic is projected at 1270 trucks per day, increase of about

1 55% {compared 1o 340 trucks a doy for Alternative-1),

Traffic movements in the surrounding arcas are affected by the following factors:

¢ Increased truck traffic will be distnibuted through out various corridors in the City
affecting more streets but reduged seventy .

¢ The extent of federal//state assistance for this program is not well defined at this
time. However, Federal/State/RR funding could be tapped for improvement aff 112
madway infra structure. Therefore, City's acceptance should be contingent upon
procunmg 100 % funding from the project cost/mo cost 1o the city for the roadway
nfrastruciure improvemenis

* The proposed new underpass (depressed roadway) on Central Street will mitigate
the traffic congestion generated doe to incréased Rail Vehicular traffie.

¢ The proposed new underpass a1 Central Sireet and elimination of Grade Crossing
at Lanyo would also enhance safety

However, closing of Lonyo will generate increased traffic at Central /Dix
requining considerable modifications and geometric improvements at many
intersections (o handle the discharge of truck traffic into the City's freeways via
surface strects,

Alternative 3: Consolidate Developments of all four Railrosd’s existing
Intermodal facilities at Livernols-Junction Yard, located in

the City of Detroit,

The existing four railroad intermodal facilities of CP/Expressway, CP/OAK, NS/Triple
Crown and CN/Moterm would be relocated to and expand Livernois-Junction vard
(which presently is home to CSX Intermodal, NS Intermodal and Conrail).

11.2 |Intermodal truck traffic will follow the routings created by the project on Wyoming Avenue and on
Livernois Avenue north of the Livernois-Junction yard. Intermodal truck traffic will be reduced on
Livernois and Dragoon south of the terminal. Major truck traffic will be reduced on Central and
Lonyo. The increase in intermodal truck traffic on Wyoming and Livernois will be negligible relative
to background traffic. Maintenance will no longer be required by Dearborn on Southern Street or
Kronk, as they will be incorporated into the terminal. The new perimeter road of the terminal will be
maintained by local governments, as it is today. The Preferred Alternative includes improvements at
Central/Dix.
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These consolidated improvements 1o the largest yard are expected to spunt growth that
will require centralized improvement and development involving land scquisition
(causing displacement of residents/businesses and also closing down/tranafer of some of
City's right-of -ways. Under this alternative, the planned increase in truck traffic is
projected at 2320 trucks per day fincrease of about 282 % (compared (o 1270 increased
trucks a day for AlL2 and 340 increased trucks a dey for AlL1).

Traffic movements in the surrounding areas are impucted by the following factors:

#  [Increased truck traffic will be centralized particularly in the Livernois comidar,
Wyoming cormidor and partly in the Dix/Vemor corridor,

* The extent of federal//state assistance for this program is not well defined at ihis
time. However, Federal/State/RR funding could be tapped for improvement of
roadway infra structure, Therefore, City"s noceptance should be contingent upon
procuring 100 % funding from the project cost/no cost (o the city for the roadway
infrastructure improvements.

» The proposed new underpass (depressed roadway) on Central Street will mitigate
traffic congestion genernted due 1o increased RailVehicular traffic

» Proposed new Central Underpass (depressed roadway) will eliminate traffic
congestion generated due to increased RuilVehicular traffic at grade.

« The proposed new underpass ot Central Street and elimination of Grade Crossing
at Lonyo would also enhance the intersectional salety.

However, closing of Lonyo will generste increased traffic at Central /Dix
requiring considerable modifications and geometric improvements al many
intersections to handle the discharge of truck traffic imo the City's freeways via
surface streels

. This alternative if chosen, will reguire sdditional in-depth study to determine the extent

of infrastructure improvements to accommedate additional truck traffic

Alternative 4: Consolidate Developments of three out of the four Raflroad’s
existing Intermodal facili ois-Junction Yar
located in the City of Detroit, except the CN-Moterm

intermodal facility in Ferndale City,

Three (out of the four) existing railroad intermodal facilities of CPVExpressway, CP/IOAK
and NS/ Triple Crown would be relocated to and expand Livernois-Junction yard (which
presently is home to CSX Intermodal, NS Intermodal and Conrail). The CN-Moterm
operation will be left alone at their Ferndale yard, thereby eliminating truck traffic in the
City of Detnot, attnbuted to CN-Moterm operation,

These consolidated improvements to the LivmiosJunction Yard are expected to spun
growth thit wall require centralized improvement and development involving land
acquisition {causing displacement of residents/businesses and also closing down/transfer
of some of City's right-of -ways. Under this alternative, the planned increase in truck

11.3

11.3 |Intermodal truck traffic will follow the routings created by the project on Wyoming Avenue and on
Livernois Avenue north of the Livernois-Junction yard. Intermodal truck traffic will be reduced on
Livernois and Dragoon south of the terminal. Major truck traffic will be reduced on Central and
Lonyo. The increase in intermodal truck traffic on Wyoming and Livernois will be negligible relative
to background traffic. Maintenance will no longer be required by Dearborn on Southern Street or
Kronk, as they will be incorporated into the terminal. The new perimeter road of the terminal will be
maintained by local governments, as it is today. The Preferred Alternative includes improvements at
Central/Dix.
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traffic is projected at 1790 trucks per day / increase of about 218% (compared 10 1270
increased trucks a day for Alternative 2 and 2320 increased trucks per day for Alternative
3 and 340 increased trucks a day for Allernative 1)

Iraffic movements in the surrounding areas are impacted by the following faciors:

s [ncreased truck traffic will be centralized particularky in the Livernous cormidor,
Wyoming corridor and partly in the Dix/Vemor cormidor. 11.4

# The extent of federal//state assistance for this program is not well defined at this
time. However, Federal/State/RR funding could be tapped for improvement of
roadway infra structure. Therefore, City’'s acceptance should be contingent upon
procuring 100 % funding from the project cost'no cost to the city for the roadway
infrastructure improvements

«  The proposed new underpass (depressed roadway) on Central Street will mitigate
the traffic congestion generated due to increased Rail'Vehicular traffic.

* Proposed new Central Underpass (depressed roadway) will eliminate traffic
congestion generated due to increased RailVehicular traffic at grade,

* The proposed new underpass at Central Street and elimination of Grade Crossing
at Lonyo would also enhance the intersectional safety

However, closing of Lonvo will generate increased traffic at Central /Dix
requiting considerable modifications and geometric improvements at many
intersections to handle the discharge of truck traffic into the City's freeways via
surface streets (1o a lesser magnitude than Alternative-3),

114

Intermodal truck traffic will follow the routings created by the project on Wyoming Avenue and on
Livernois Avenue north of the Livernois-Junction yard. Intermodal truck traffic will be reduced on
Livernois and Dragoon south of the terminal. Major truck traffic will be reduced on Central and
Lonyo. The increase in intermodal truck traffic on Wyoming and Livernois will be negligible relative
to background traffic. Maintenance will no longer be required by Dearborn on Southern Street or
Kronk, as they will be incorporated into the terminal. The new perimeter road of the terminal will be
maintained by local governments, as it is today. The Preferred Alternative includes improvements at
Central/Dix.
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August 3, 2005

Bruce King, Manager [1

City of Detroit, Department of Environmental Affairs
Suite 1800

66l Woodward Avenue (First National Building)
Detroat, MI 48226

HAND DELIVERED & VIA EMAIL

RE: Detroit Intermodal Fresght Termunal (DIFT) - Draft Environmemal Impact Statement
(DEIS)

Antached are commenits from the City of Detroit, Planning and Development Department,
regurding the DIFT. The review of the DIFT-DEIS focused primarily on comparing the DEIS
with the 2004 Revised Master Plan of Policies. These comments are intended (o help the City of
Detroit Depariment of Environmental AfTisirs compile a response report for MDOT. The 2004
Revised Mater Plan of Policies was used as the benchmark for comparison because this
document was developed in conjunction with the community at large.

The Planning and Development Department is aware that many community meetings were held
that captured community input of the social, economic and relocation impacts of the four
alernatives for the DIFT. While the comments from the Planning and Development Department
may include stalements from these community meetings, and mirror some of the same concems,
they do not act as o substitwte for these comments. We encourage the Department of
Environmental Affairs to also incluode the community comments to paint a Rl picture of
polential impacts.

The Planning and Development Department would encourage the Department of Environmental
Affairs to advocate for proper and complete mitigation o all impacts from any of the four
alternatives. In addition, a full discussion regarding the necessity of the DIFT project would be
approprile.

Sincerely

Burmney Johnson
Director, Planning Activities

draBJ
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Detroit Inmermodal Terminal - DELS Commenis

]. Barun (P&DDY)

K. Robinson (P&DD)

T. Davie-Patterson (P&DD)
r. Parrish (P&DD)
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Detroit Intermodal Terminal = DEIS Comments -3-

The City of Detroit, Planning & Development has reviewed the Detroit Intermodal Freight
Terminal (DIFT) Study, Draft Environmental Impact Statement (DEIS). This review is focused
an the following DIFT criteria: social, economic and relocation impacts,

Interpretation of the 2004 Revised Master Plan of Policies RE: DIFT

The 2004 Revised Master Plan of Policies exists to provide guidance and clarity for the future
land uze of the City of Detroit. In order to discuss the potential DIFT areas fully, the comments
fram those geographic locations are listed below, This will illustrate the context provided by the
Master Plan of Policies. All comments wre cited from the 2004 Master Plan of Policies unless
otherwise noted.

Cluster 5

Intreduction

Cluster 5 is generlly bounded by Warren and the Ford Freeway (1-94) (o the north; the Detroit
River to the south; the Jeffries Freeway (1-96) and the Ambassador Bridge to the enst and the
Dearborn, Melvindale, Lincoln Park, Ecorse and River Rouge city limits to the west. The cluster
consists of seven neighborhood areas: Boynton, Chadsey, Condon, Hubbard/Richard,
Springwells, Viemmor/Junction and West Riverfront,

Cluster 5 has an exceptional cancentration of heavy industry and freight transpartation modes.
Although the eluster experienced & decrease in total population between 1990 and 2000, it lost

y  fewer people proportionally than the entire City of Detroit. Furthermore, the growth in some
neighborhoods exceeded the citywide average.

Vernor-Junction

Vemor-lunction is generally bounded by the former Conrail rilroad to the northwest, the Fisher
Freeway (1-75) to the south and West Grand Boulevard (o the cost. The area has a vibrant
commercial cormdor along Vemaor,

The arca experienced a modest increase in population between 1990 and 2000,
most of the growth is due to a significant increase in the Hispanic population.
Almaost 60 percent of the households are headed by married couples. A third of
the population is below 18 years old.

o Nelghborboods and Housing

Issues: While the housing stock is relatively sound, some dilapidated units are scattersd
throughout the area due to prior decades of depopulation and disinvestment. Proximity 1o
high growth areas in Cluster 5 should result in growth into this area. Neighborhoods near
the industrial corridor along the raifroad tracks have shown the most signs of
deterioration.
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Detroit Intermodal Terminal — DEIS Comments -

GOAL 1: Preserve sound ncighborhoods

Policy 1.1: Maintain the stubility of the area through home repair
programs and scattered-site infill development of similar scale and
character to the existing housing stock.

GOAL 2: Increase residential density

Policy 2.1: Develop medium density housing near Vemor to strengthen
the adjacent commercial comdor,

Policy 1.2: Include medium density housing as & component of a mixed-
use node af Dix, Vemnor and Livemnois.

GOAL 3: Conversion of obsolete industrial buildings

Policy 3.1: Near Michigan and West Grand Boulevard, encourags the
conversion of vacant industrial buildings into residential lofls,

o Industrial Centers

| Issue: Many small industrial sites along the former Grand Trunk and Conrail rilroads
directly abut residential areas. The boundaries separating the residential and industrial
arens are not always clearly delineated.

- GOAL 6: Reduce conflicts between industrial and residential areas

Policy 6.1: Establish and enforce designated truck routes o and from
Livernois and I-T5.

Policy 6.2: Buffer the negative impacis of industnal land uses upon
residential areas.

Springwells

Springwells is generally bourdded by John Kronk to the north, the former Conrail railroad ta the
southeast and the Dearborn City limits to the west. North of Dix, virtually all of the land is in
rail yards and other heavy industry. South of Dix is residential, except for the commercial strips
on Vernor and Springwells.

Springwells experienced a population increase of almost ten percent between 1990 and 2000,
This included a doubling of the Hispanic population (from 4,437 in 1990 1o 9,858 in 2000).
Almost a third of the population is under 18 years of age. Over half of the households are
headed by married couples.
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Deetroit Intermodal Terminal — DEIS Comments 5L

g Neighborboods and Hoosing

Issues: The average Spnngwells home is about 70 vears old, Most houses are wood
frame and in fair condition.

GOAL 1: Preserve sound neighborhoods
Policy 1.1: Maintain the stability of the area through home repair
programs and scattered-site tnfill development of similar scale and
character to the existing housing stock.
GOAL 21: Increase residential density
Policy 2.1: Include medium density housing as 4 component of a mixed-
use node at Dix, Vemor and Livernois.
2 Retail and Local Services
Issues: The dense character of the built environment limits assembling large sites for
retail development. The only large site with potential for retail development is at the
intersection of Dix, Vernor and Livernois,
GOAL 3: Increase the vitality of neighborhood commercial areas
Policy 3.1: Develop neighborhood commercial nodes along Vernor and
* Sprningwells with o compatible mix of lecally serving, small-scale
businesses and medium density housing.
GOAL 4: Develop a mixed-use activity node
Policy 4.1: Develop the intersection of Dix, Vemor and Livernois as a
mixed use, pedestrisn-oriented commercial node,
2 Industrial Centers
Issmes: The Junction Yard milroad terminal, north of Dix, in a multi-modal transportation
hub. This area inchsdes many under-atilized industriel sites. Small-scale industrizl sites
are scattered throughout. The boundaries separating the industnial znd residentinl areas
are not always clearly delineated.
GOAL 5: Reduce conflicts between industrial and residential areas

Policy 5.1: Ensure that modernization and expansion plans for the rail
yurd operations minimize encroachment into surrounding residential arees.
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Palicy 5.2: Encourage relocation of industries in conflict with residential
areas 1o sites north of Dix.

Policy 5.3: Establish and enforce designated truck routes 1o and from Dix
and Livernois.

Palicy 5.4: Buffer the negative impacts of industrial land uses upon
residential areas along Dix and John Kronk.

a Environment and Energy

Issue: The west riverfront is site to some of the regions most intense industrial activity
Many of the facilitics are major pollution sources impacting nearby commereial and
residential areas

GOAL 6: Improve environmental quality

Policy 6.1: Attract industries that emphasize pollution minimizing
technology and research.

Policy 6.2: Concentrate environmental remediation efforts to industrial
areas in the south and west.
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CP/Expressway

Cluster 4 - Corktown

Corktown is generally bounded by the Fisher Freeway (1-75) to the north, the
Detroit River fo the south, the Lodge Fresway (M-10) to the east and 16m Street to
the west, Landmarks include the former Tiger Stadium and the former Michigan
Central Depot.

Between 1990 and 2000 Corktown fost over twenty percent of its population and

thirty percent loss of its housing units. Yet, Corktown has one of the City's lowest

percent of vacant housing units with a high percent of rental housing units. Almost a third of the
population are college graduates,

o Neighborhoods and Housing
Issue: Corktown's small lot sizes, the age of the area’s housing, and the vacant lots
nerspersed throughout the neighborhood create redevelopment challenges. The large
vacant former rail yard along the Detroit River provides an opportunity for mixed-use
deveclopment.
GOAL 1: Preserve sound neighborhoods
Policy 1.1: Maintain the stability of the central area through home repair
programs, and scattered-gite infill development of similar scale and character
to the existing housing stock,
GOAL 2: Increase residential density
Policy 1.1: Develop the former niverfront rail yard as a mixture of high
density residential and commercial uses, preserving views and public pccess
to open space along the riverfront.
GOAL 3: Conversion of obsolete industrial buildings

Policy 3.1: Rehahilitate vacant industrial buildings along Lafayvette and Fort
into residential lofts,

o Retail and Local Services
Issues: The major issues for this community involve redevelopment of large vacant sites
along the rverfront and along Michigan (i.e., Tiger Stadium and Michigan Central
Depot) and their impact on the adjacent commercial strips.

GOAL 4: Develop mixed-use activity nodes
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Policy 4.1: Encourage mixed-use development for the Tiger Stadium site (at
Michigan and Trumbull), incorporating residences, shopping, offices, and
recreation.

Policy 4.2: Encourage major office and retail development for the
Michigan Central Depot.

Policy 4.3: Encourage high-density mixed-use development fo replace
obsolete industnial and commercial properties along Fort.

Policy 4.4: Develop commercial nodes south of Jefferson with a mix of
locally serving, small-scale businesses, entertainment related venues, service
establishments and civic space.

GOAL 5: Reduce conflicts between commercial and residential areas

Policy 5.1: Insure commercial development atong Michigan does not
encroach into the adjacent residential areas.

2 Industrial Centers
Issue: There are several functioning light mdustrial facilities in the central portion of the aren.
The expansion of trucking and other uses associated with the Ambassador Bridge is creating
conflict with nearby restdential and commercial uses.
GOAL 6: Increase the viability of industrial area
Policy 6.1: Redevelop the under-utilized sites west of Rosa Parks by
anracting new and encouraging existing businesses to use the land for
expansion or relocation.
GOAL T7: Reduce conflicts between industrial and residential areas

Policy 7.1: Establish and enforce designated truck routes to and from Roza
Parks and Fort.

Paolicy 7.2: Buffer the negative impacts of indusinial land uses upon
residential arcas o the north,

Palicy 7.3: Ensure that modemization and expansion plans for the rail and
bridge facilities do not encroach vpon the surrounding residentinl areas,

Palicy 7.4: Encourage custom related uses (o locate in the aren east of 16*
street and north of Lafayette.
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a Parks, Recreation and Open Space

Issue: There are few well-maintained green spaces or recreational areas for neighberhood
residents. The area also lacks [inks 1o the nverfront.

GOAL 8: Increase open space and recreational opportunities

Palicy 8.1: Improve the condition of the public open space immediately
north of the Michigan Central Depot (a1 Michigan and Roosevelt)

Policy 8.2: Develop open space and recreation uses along the nverfront to
encourage recreational activities such as fishing and picnicking.

GOAL 9: Increase access to open space and recreational arcas

Folicy 9.1: Develop greenways connecting residential areas 1o the
niverfront.

@ Transportation and Mohility

Issue; The redevelopment of the Michigan Central Depot and Tiger Stadium could create
regional attractions. The area is poorly linked 1o downtown and other area antractions

GOAL 10: Provide transportation options

< Policies 10.1: Development transit links for sites along Michigan o the
CBD and other area attractions.
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CP/Oak

Cluster § - Brightmoor

Brightmoor is generally bounded by Puritan and Fenkell to the north, the Chesapeake and Ohio
railways fo the south, Evergreen and the Southfield Freeway (M-39) to the east and the Redford
Township city limits to the west.

Brightmoor has 2 high percent of youths. Over 50% of the housing units in Brightmaor are
rental housing. Between 1990 and 2000, Brightmoor experienced a large loss in population and
housing units. The resulting amount of vacant land presents considerable opportunity for
reinvestment.
MNeighborhoods and Housing
Issue: Housing in the southwest area of Brightmoor is very stable. The housing stock in
the central nrea has sustained major losses from deterioration and demolition. There has
been substantial infill housing in the past decade,
The southern porion of Brightmoaor is isolated from the rest of the cluster; it is bounded
by freeways and railways. This has contributed greatly (o the detenioration and loss of
j housing stock.
GOAL 1: Preserve sound neighborhoods

Policy 1.1: Use code enforcement s a ool to mantein neighborhoods in
the southwest portion.

GOAL 2: Revitalize neighborhoods with poar housing conditions

Policy 2.1: Encourage rehabilitation and infill housing development in the
central area of Brightmoor,

GOAL 3: Inerease residential density

Palicy 3.1: Develop medium density housing near Fenkell to strengthen
the adjacent commercial comidor.

Policy 3.2: Develop medium density housing at the northeast comer of
Eliza Howell Park and in the area south of the Jeffries Freeway.
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Retail and Local Services
Issue: Fenkell and Schooleraft contain the majority of Brightmoor's commercial sites.
Along Fenkell, suto repair shops and rowing yards arc interspersed with vacant
commercial structures.

GOAL 4: Increase the vitality of commercial thoroughfares

Policy 4.1: In comjunction with the retail node m Schooleraft and
Evergreen, encourage retail development along Schooleraft.

GOAL 5: Increase the vitality of neighborhood commereial areas
Palicy 5.1: Develop neighborhood commercial nodes along Fenkell with
a compatible mix of locally serving. small-scale businesses and medium
density residential along less viahle sections,

GOAL 6: Develop a retail center

Policy 6.1: Develop a retail node at the Schoolerafi and Evergreen
intersection

GOAL 7: Improve the appearance of commercial areas
Policy 7.1: Encourage code enforcement, the removal of abrasive
commercial uses, and physical improvements along Fenlkell.
Industrial Centers
Issue: Brightmoar's northwestern edge includes an industrial area between Eliza Howell
Park and Telegraph. A strong industrial area with rail and freeway access is in the
southeast comer.

GOAL 8: Increase the viability of industrial areas

Policy 8.1: Atract light industrial uses to the area southeast of
Schooleruft and Evergreen.

Policy 8.2: Improve signage, entry points and infrastructure in the
industrial area southeast of Schooleraft and Evergreen.
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GOAL 9: Reduce conflicts between indusirial, residential and natural areas
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CN Motern
Cluster 1 - State Fairgrounds

State Fair

State Fair is generally bounded by Eight Mile to the north, the Highland Poark city limits to the
south, the Canadian National Railroad to the cast, and Woodward to the west. The Michigan
State Fairgrounds occupies one-fourth of the arca’s ncreage.

Losing almest a quarier of its population berween 1990 and 2000, State Fair has expenenced
ane of the highest rates of population loss in the City. Accompanying the loss in population,
State Fair lost more than twenty percent of its housing units between 1990 and 2000, The
amount of vacant land creates considerable opportunity for reinvestment,

Approximately one-fourth of all residents in State Fair are foreign bom, and more than ¢ighty
percent of those foreign-bomn residents hail from the Middle East. Over one third of State
Fair residents are under the age of 19. More than fifty percent of State Fair adults have
completed high school, and less than ten percent of adulis have eamed a coilege degree,

State Fair contains one of the highest concentrations of low-income households in the City
Forty-four percent of households earn less than $15,000 per year.

o Neighborboods and Housing

Issues: There are some stable neighborhoods in State Fair, But, the loss of housing units
° has left a number of vacant parcels throughout the community and many mote housing
units remain vacant.

GOAL 1: Preserve sound neighborhoods
Policy 1.1: Maintain the stability of the ares south of Seven Mile and the
aren east of Woodward through home repair programs and scattered-site
infill development of similar scale and character 1o the existing housing
stock.

GOAL I: Revitalize neighborhoods with poor housing conditions
Policy 2.1: Demolish vacant and‘or dangerous structures and encoursge

rehabilitation and mfill housing in the central area north of Seven Mile,
and the area east of Jon R.

2 Retail and Local Services
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Issues: Despite the loss in population and the blighted commercial cormidors, the growth
of ethnic communities in the area provides the potential to bring new vitality to
commercial comdors.

GOAL 3: Increase the vitality of commercial thoroughfares

Policy 3.1: Take advaniage of the traffic volumes and regional
prominence of Woodward to attract more intense commercial agtivity,

GOAL 4: Increase the vitality of neighberhood commercial areas
Policy 4.1 Develop neighborhood commercial nodes along John R,
Seven Mile and MeMichels with a compatible mix of locally serving,

small-scale businesses and medium density residential along the less
viahle sections.

GOAL 5: Develop a retail center

Policy 5.1: Develop a large-scale retail node at the southeast comer of
Woodward and Eight Mile.

GOAL 6: Improve the appearance of commercial areas

Policy 6.1: Encourage code enforcement, the removal of abrasive
commercial uses, and physical improvement along John R, Seven Mile

and McMichols,

a Industrial Centers

lssmes: State Fair's industrinl areas have some moderately sized vocant sites wvailable
for redevelopment.  Bul, industrial uses attract high volumes of truck traffic that can
adversely impact the health and safety of local residents.

GOAL T: Increase the viability of industrial areas
Poliey 7.1: Redevelop the underutilized sites in the commidor by attracting
new and encouraging small-scale industries to use the land for expansion

ar relocation.

GOAL B: Reduce conflicts between industrial and residential areas

Policy 8.1: Establish and enforce designated truck routes to and from the
Chrysler Freeway and Eight Mile.

DIFT Final Environmental Impact Statement and Final Section 4(f) Evaluation
A-63



Letter 8, continued

Detroit Intermodal Terminal = DEIS Comments =15=

Policy 8.2: Builer the negative impacts of industrial land uses upon
residentinl areas along the eastern edge.

o Parks, Recreation and Open Space

Issues: The community is lacking year-round recreational opportunities for youth, The State
Fairgrounds has recreational space and facilities. Access to neighboring Palmer Park is
difficult given the heavy valume of traffic along Woodward Avenue,

GOAL 9: Increase open space and recreational epportunities

Palicy 9.1: Support diverse, year-round recreational activities at the Siate
Fairgrounds.

GOAL 10: Increase nccess to open space and recreational areas

Policy 10.1: Develop greenways to and from Palmer Park, including
pedestrian crossing and signage at Woodward,

a  Citv Design

| Issues: Woodward is the major thoroughfare connecting with other cities in the region.
Woodward lacks distinctive or distinguishing features to welcome people a2 they travel

through the region.
GOAL 11: Promote major thoroughfares as aftractive gateways to the Clty

Policy 11.1; Incorporate strectscape, landscape and signage
improvements ot the Woodward and Eight Mile intersection.
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Alternative 1 (No Action)

Altemnative | assumes that the four Class I rairoads CSX, Norfolk Southern (NS), Canadian
National {CN), and Canadian Pacific (CP) will continue to operate and develop at their
respective locations (Livernois-Tunction Yard, CP/Expressway, CP/Qak. and CN Motemn)}
without any government assistance oroversight.

The primary concem with Ajtemnative [ is that the four Class | railroads will choose to make
improvements at different terminals, but without any community input, resulting in none of the
mitigation preferred by the community.

12.1 [The No Action Alternative must be carried through the DEIS stage and is not the Preferred
\Alternative. The Preferred Alternative does not involve the CN/Moterm Terminal and eliminates the
closed CP/Expressway operation. It is also associated with & series of community improvements.
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Action Alternatives (Alternatives 1 through 4)
The information in this section applies to all the relevant altematives.
Generalized Sociad Impacts

¢ Section 1.4 “Areas of Coniroversy” on page 1-66 provides only one sentence on potential 12.2.1
negative impacts. More information and detall is necessary for evaluation purposes. -

+ 1t is mentioned thai the other existing terminals will continue to operate serving different 12.2.2
railroad business, What assurances are thers that they will not revert back to intermodal in the
future?
« Aninventory of residences located less than or equal o 1000 teet of an intermodal site should 12.23
be provided. Such an inventory was provided for community facilities within this context.
¢ What type of remediation will be given o residents within 1000 feet? 12.2.4
+  Scme type of remediation should also be provided by commurity facilities within 1000 feet. 12.2.5
« The DEIS projects an overall increase in train traffic (ffeight and passenger AMTRAK with 12.2.6
the anticipated improvements to tracks and related infrastructure under ali action alternatives. e
. How will this increase in train activity affect the surrounding communities?
1
« All action alternatives propose the relocating of John Krenk, clesing Lonyo, and presumable 12.2.7

other nearby local streets. This has the potential for causing a disruption to noa-motorized
. activity (pedestrians and bicyclists). Additional planned remediation should be provided.

= included in the DEIS is a proposed public-private governance strugture among the parties who
execute an Implementation Agreement fo oversee the implementation, operation, and 12.2.8
maintenance of the DIFT over the life of the project. This proposed govemance structore
should include seats for commumity representstives including residents ljving in close
proximily to intermodal facilities,

Generalized Economic Impacts

s What plans or proposals will be generated to ensure that the stated number of permanent and
construction jobs will be available for city of Detroit residents? Such a plan would serve to 12.29
mitigate ihe burden placed upen the City and its residents.

e Secuont 2.4 on page 2-10 notes the DIFT as ~Stimulating ¢conomic development and
redevelopment throughout Southeast Michigan through job creation, and incressing the tax 12.2.10
base.” And page 4, section [.3 of the Economic Impact Analysis Technical Report (as well as -
other sections throughour the DEIS) notes that the REM! Policy Insight model used in the
study ... is designed for appiication at the regional level. Therefore, applying the model to
smaller areas than the region provides general insight, bat is inherently less accurate than
forecasts developed for regional applications.”

12.2.1 [Section 4 "Affected Environment and Environmental Consequences” is devoted to project impacts. Where impacts must be mitigated,
these issues are addressed in Section 5. None of the issues constitute "areas of controversy” except those mentioned in that section.

12.2.2 [The plan is to shift intermodal from all terminals but CN/Moterm to the area of the Livernois-Junction Yard. The Pre-Development Plan
Agreement between MDOT and the railroads prevents the duplication of intermodal facilities.

12.2.3 |Off-site impacts are limited to noise from trucks and trains. Noise levels exceeding criteria will be mitigated.

12.2.4 [Remediation of contaminated properties occurs with property acquisition, but only of the property being acquired, not nearby properties.
[f the commenter is referring to local improvements, these are presented in Section 5.

12.2.5 [Remediation of contaminated properties occurs with property acquisition, but only of the property being acquired, not nearby properties.
If the commenter is referring to local improvements, these are presented in Section 5.

12.2.6 [Using John Kronk Street at the Livernois-Junction Yard as an example, the growth in intermodal trains is 12 additional trains per day of

estimated increase of 40. No significant negative effects are anticipated due to the increased intermodal train traffic. And, the other
Eain movements are being studied by other governments than MDOT. Their impacts will be defined in those studies. They are not
own today.

12.2.7 [Eliminating roads crossing the Livernois-Junction Yard is critical to the function of the yard and the safety of motorists. Traffic now
using Lonyo that will be rerouted to Central Avenue will take an additional two minutes, but no trains will be encountered, eliminating
the potential for severe crashes, which have occurred. Counts did not find pedestrians and bicyclists using Lonyo and crossing the
railroad tracks.

12.2.8 |Details of governance are in the Pre-Development Plan Agreement in Appendix F.

12.2.9 [This issuc is addressed, to the extent possible, in Section 5.

12.2.10 {The economic analysis cites all the issues affecting its application. The forecast gain with the Preferred Alternative of 1,542 permanent

jobs in the terminal area and 4,514 statewide through intermodal operations are valid forecasts using a recognized tool from the
University of Massachusetts.
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» It is recommended that an independent review be conducted by economeyic forecasters, and
possibly a sub-model be applied that will more accurately forecast the economic impacts at 12.2.11
the local level.

» There must be an gconomic development sirategy associated with the project to create local
jobs and enhance the tax base. Therc are a variety of associated businesses inctuding freight 12.2.12
distnibution, warehouse, and logistics operations that could be planed and developed as a
related component to the project.

» What plans or propesals can be generated to encourage busitesses to develop ot expand in the 12.2.13
intermodal sectors mentioned in the DEIS study? e
+ The concept of a freight village would support economic devefopment at the proposed

intermodat focations. This should be incorporated into the study. 12.2.14

¢ Page 2-10, Section 2.4 Summary, mentions the DIFT as providing the necessary infrastructure
to support current and future distribution needs of indusiry, particularly auto manufacturing,
the state’s largest industry, and other Southeast Michigan businesses. What assurances or
letters of suppert have been submitted by industry, particularly the automotive manufacturing
sector?

12.2.15

* What is the potential impact to housing values located in the immediate vicinity of a proposed 12.2.16
or expanded intermodal facility? -

¢  What is the net import/export effect resulting from each of the Action Allernatives vs. No l 12.2.17
° Action? e

» As a result of the changes that the DIFT introduces, how maay blue-collar jobs will be created 12.2.18
for City of Detroit residents? How many white-collar jobs?

* A percentage of the jobs created at the freight terminals s well as all additional related
economic development, such as logistics and distribution centers, should be filled by locel 12.2.1¢9
Tesidents. A training progrars to support resident employment should be developed and made
available.

» A locul, minority, women, and small business urilization program should be developed to
increase participation of these businesses in ail phases of the DIFT project including plarning 12.2.20
and design, environmental mitigation, construction, and maintenance.

» Community Benefits Agreements are recent models for ensuring tha! local host communities
benefit from transporiation infrastucture expansion projects. Typically, these agreements
include benefits and improvements that are beyond the mitigation actions associated with the:
impacts of a project. Akin to the Memorandum of Understanding between the reilroads and 12.2.21
MDOT on the DIFT project, 2 Community Benefits Agreement will outline the respecrive
understanding hetween the community, MDOT, and the railroads on the type and level of

12.2.11

ore than offset by the tax gains due to increased economic activity associated with improving intermodal transpertation in Southeast Michigan., The

Fe economic analysis included in Section 4.5 indicates conversion of private land to government ownership and the loss of property tax revenue will be
increase in truck traffic on Wyoming will be negligible relative to background values,

i22.12

ection 5 contains mitigation measures to retain and grow local jobs around the Livemois-Junction Yard, the site of the Preferred Alternative, and to train
ocal residents to qualify for those jobs.

12.2.13

ection 5 contains mitigation measures to retain and grow local jobs around the Livernocis-Junction Yard, the site of the Preferred Aliernative, and to train
pcal residents to qualify for those jobs.

12.2.14

Section 5 contains mitigation measures to retain and grow local jobs around the Livernois-function Yard, the site of the Preferred Alternative, and to train
local residents to qualify for those jobs.

122.15

DaimlerChrysler has stated it values intermodal transportation as an efficient, cost effective alternative to truck and rail modes and believes it will play a role
in the Southeastern Michigan transportation network. It supports the completion of the EIS and will review the results. Ford has indicated, while it uses
intermodal service, its “Overall business plan for intermodal services is projected to remain flat into the foreseeable future”. NS, CN and CP all signed the

emorandum of Understanding supporting the DIFT study process to address the future intermodal needs of the Detroit area. CSX has joined these railroads
in signing the Pre-Development Plan Agreement, the successor to the Memorandum of Understanding,

12.2.16

analysis performed duning the DIFT Feasibility Study found that property values near two comparable intermodal sites in Chicago were stable or
increased (see Figures 4-3 to 4-6 of that report for photographs and data). A review of Multiple Listing Service data on some sales in the vicinity of the
intetmodal terminals in Southeast Michigan found the same.

12.2.17

E;k'x;econonﬁc impact analysis presented in Section 4.15 is based on historical trends which have included the globalization of the economy for years. That
ysis indicates the Preferred Alternative will create a net inerease of 4,500 jobs in the state of Michigan.

12.2.18 [The number of permanent jobs for the Detroit area in the Preferred Altemative is 2,359 as documented in Section 4.5.2.
12.2.19 [This issue is addressed, to the extent pessible, in Section 5.

12.2.20 [This issue is addressed, to the extent possible, in Section 5.

12.2.21 [See Section 5.
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benetits and mitigation actions for the host cormmupities. Including a Community Benefits
Agreement in the DIFT project could set a néw model for a strongér connection between
transportation infragtrusture projects end local community and ecanomic development.

Generalized Relocation Impacts

» What specific assistance will be provided to help relocated businesses and residents remain 122.22
their current areas?

» What data or database was used to caloulate the number of residents and businesses that wil 12.2.23
be relocated? When was this data/database produced? Please provide npdated copies. o

& Develop a program Lo keep displaced businesses in the zity so jobs are not lost. 12.2.24

12.2.22

Every attempt will be made to relocate in the Terminal Area persons and businesses affected by the
Preferred Alternative, if they so choose,

12.2.23

The relocation areas were determined by field inspection. An interview was conducted by MDOT
with each property owner that agreed to participate in order to establish relocation needs. The
Preferred Alternative will require relocation of 29 dwelling units and 32 businesses.

12.2.24

[Every attempt will be made to relocate in the Terminal Area persons and businesses affected by the

Preferred Alternative, if they so choose.
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Terminal Specific Impacts

Comments and questions from this section are specific only to a particular terminal.

Livernoms-Junction Yurd

s Paragraph 3, page 4-31 notes “The gate at Livernois Avenue would likely be signalized 1o 12.3.1
allow safe mavement of pedestrians, bicvelists and auto ravelers.” The potential for conflicts -
between intermodal traffic and this {other) traffic is too great, A traffic signal study with
apprapriate mitigation therefore should be planned for at this {ocation,

s Sixty-four (64) businesses and eighty-three (33) residences will be relocated under Altemative 12.3.2
3. This has the potential for a tremendous disruption 1o this comrounity. Historically, the

process of acquisition and refocation of residents has not besn an easy task.

+ Improvements are needed to all roads and viaducts around the vard. Livernois floods, and

most of the other viaducts are in temible shape. 1233
+ Improved lighting needed around the yard. 12.3.4
« What type of impac: will the possible closing of Lonyo and Cemiral Avenue have on adjacent 12.3.5

commuanities? :

= Keep Lonyo open—not essough north-south roads go through the yard. It can be a bridge or go 12.3.6
under the yard lile MDXQT proposes for Central, -

« " Build a berm all the way around the yard-the whole yard. It should be buffered and 12.3.7
landsceped. The yard is currently a magnet for illegal dumping MDOT only proposes to do o
part of the yard in the DEIS, This needs 1o be improved spon.

¢ (lose the Dix-Vemor eatrance. {t has 2 negative impact on the Vernor commercial district and 1238
brings trucks from i-75 through & residential area. .

= Propose to build replacement housing in the neighborhoods adjacent to the vard to strengthen 12.3.9
those areas. Also other neighborhood revitalization activities in those arcas—these are the T
areas most vuinerable because of a yard expansion. That shouki be mitigated, are not)

« Limit the number of ingress and egress points through an expansion of the internal road to 1 123.10
tuke more trucks off neighboring streets. l

» Add beautification o the Livernois and Wyoming exits off of I-94 to mitigate heavy truck 12.3.11
usage. -

s Accommodation needed for some of the businesses around the yard. The DEIS should be
helping some of the actual jobs producers, also. 12.3.12

12.3.1 [The traffic signal aiready there will lower the potential for conflicts. No study is needed.

12.3.2 [Comment acknowledged. The relocations totals for the Preferred Alternative are 29 dwelling units and 32 businesses.

1233  |Viaduct actions in the Livernois-Function Yand area are the responsibility of either the railroads or the local jurisdictions. Viaduct improvements have been
lincluded in the Enhancement Program. See the last section of the Green Sheet.

12.3.4 [Planned lighting is discussed in Section 4.20.

12.3.5 [Eliminating roads crossing the Livernois-Junction Yard is critical to the function of the yard and the safety of motorists. Traffic now using Lonyo that will be
rerouted to Central Avenue will take an additional two minutes, but no trains will be encountered, eliminating the potential for severe crashes, which have
occurred. Counts did not find pedestrians and bicyelists using Lonyo and crossing the railroad tracks.

12.3.6 [Eliminating roads crossing the Livernois-Junction Yard is critical to the function of the vard and the safety of motorists. Traffic now using Lonyo that will be
rerouted to Central Avenue will take an additional two minutes, but no trains will be encountered, eliminating the potential for severe crashes, which have
occurred. Counts did not find pedestrians and bicyclists using Lonyo and crossing the railroad tracks.

12.3.7 [The design of the Preferred Alternative includes a buffer as described in Sections 4.9, 4.15 and 4.19. The maintenance of the buffer will be MDOT's
responsibility as it will be on public property. A buffer is not needed on the south side of the Preferred Alternative from one block east of Lonyo west to
Wyoming Avenue because the terminal is adjacent to industrial uses, some of which require continued rail service, and the Woodmere Cemetery, which do not
represent a security or noise-sensitive issue.

12.3.8 [The Preferred Alternative includes closing the Dix/Waterman gate in the long-range future of intermodal at the Livernois-Junction Yard.

12.3.9 [Every attempt will be made to relocate in the Terminal Area persons and businesses affected by the Preferred Altemnative, if they so choose.

12.3.10 [The Preferred Alternative will design the entrance to the Livernois-Junction yard from Livernois so that trucks can only enter and exit to the north, reducing
intermodal truck traffic on Livernois and Drageon to the south. At the west end of the yard, trucks will travel to/from 1-94 via Wyoming and to [-75 via
[Wyoming and Dix/Schaefer or one of several similar routes. Also, the Detroit River Intemnational Crossing project will close the Livemois/Dragoon interchange
lat 1-75, thereby inhibiting trucks to and from the south from accessing 1-75 via Livernois Avenue,

12.3.11 [This proposal is not part of the Preferred Alternative.

12.3.12 [Every attempt will be made to relocate in the Terminal Area persons and businesses affected by the Preferred Alternative, if they so choose.

DIFT Final Environmental Impact Statement and Final Section 4(f) Evaluation
A-69




Letter 8, continued

Detroit Intermodal Termainal — DEIS Comments o271 -

+ What type of accumulative impacts of other projects {such as the possible expansion of the 12.3.13
bridge/tunnel} will cccur? How will they affeet infrastructure and traffic in adjacent
regidential neighborhoods?

» According to the segment that aired on Fox 2 News (7/21/035, 10 PM). there was a strong
amount of community epposition to both the Bridge expansion and sny increased truck traffic 12.3.14
in adjacent residential neighborhoods.

CP/Expressway

+ Page 4-30 paragraph two siates “The United Community Hospital is north and west of the
Exprossway werminal and would be adjacent to the terminal, if the terminal was expanded 12.3.15
under Altemnative 2. [and] ... The change in intermodal train activity of Alternamive 2 over No
Action conditions will not at¥ecr this hospital.”

» Please explain how a sensitive community facifity such as a liospital just 90 feet away from 12.3.16
this expanded intermodal terminal would not be affected? -

» Page 3-17 second 1o last paragraph states “Expanding the terminal would require the
acquisition of ... one institutional property and no residences.” Presumably the property in 12.3.17
question is the City of Detroit, DPW yard. The office building on this site is fairly new.
Given this, and the importance and proximity of the vard and its office operations “What

i pians and contingencies will be developed o help in the transition to a new location?

CP/Qak

e "Figure 1-16¢c “CP/Oak Terminal Site Map.” on page [-54 does not clearly show the exiting 12.3.18
terminal boundary. Figure 4-10c “CP/Oak Terminal Community Facilities on page 4-40 does
not show the community facilities. A new map should be genersted.

« Section 4.2 “Sacial Impacts/Community Cohesion” section needs 10 provide more detail for
the CP/Oak community. 12.3.19

CN Motern

* Page 1-30 states that the under Altematives 2 and 4 the proposed expansion of this terminal
avoids going into dense neighborhoods to the west of the existing terminal in Ferndale. Tt is 12.3.20
therefore proposed that operations be shifted overto the Fairgrounds. This proposal does not
take into account the close proximity of residences in Detroit near the existing track. Many
homes are tess than 300 feet from the track. Possible remediation or relocations may be
nECESSArY.

* Expansion of this terminal into the Fairgrounds is contrary to the overall communities desire
10 use the proposed land for recreational purposes.

12.3.21

12.3.13 [The projects mentioned in the comment are all included in the analysis of indirect and cumulative effects
documented in Section 4.17. A new "Delray" bridge to Canada plus the proposed second span of the Ambassador
Bridge are discussed in the revised indirect and cumulative analysis for the FEIS.

12.3.14 |With the Preferred Alternative intermodal truck traffic will follow the routings created by the project on Wyoming|
IAvenue and on Livernois Avenue north of the Livernois-Junction yard. Intermodal trucks will reduce on
Livernois and Dragoon south of the terminal and the Dix/Waterman entrance will be closed.

12.3.15 [The United Community Hospital has closed.

12.3.16 [The Preferred Alternative does not include any changes at the Expressway Terminal, and, therefore, to the
referenced property will be unaffected.

12.3.17 [Figure 4-12¢ shows no community facilities because there are none, as noted at the bottom of the graphic.

12.3.18 More detail is not needed as the Preferred Alternative does not involve expansion of the CP/Oak Terminal.

12.3.19 [The Preferred Alternative does not include any changes at the Moterm Terminal or Fairgrounds.

12.3.20 [The Preferred Alternative does not affect the Moterm Terminal or Fairgrounds and CN has indicated it is not
lanning to expand at the Moterm facility in the near future.

12.3.21 Comment acknowledged. The 2004 plan was not official at the time the DEIS and FEIS were prepared, so it
kould not be used as the basis of analysis, but its contents were reviewed, and there are no known changes in
limpacts/conclusions.
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Detroit Intermodal Terminal — DFIS Comments 23

« Between 1990 and 2000, the State Fair Subsectpr lost twenty-four percent (24%) of its
population and twenty-two (22%) percent of its housing stoek. Over that same period of time,
the Nolan Subsector lost eleven (11%) of its population and four (4%) of its housing siock. 12.3.22
The Ciry of Detroit, 2004 revised Master Plan of Policies mandates that the City “[d]emolish
vacant and/or dangerous structares and encourage rehabilitation and infill housing...” (Policy
2.1, i-11 and 1-16).

12.3.23
« The State should demenstrate that the proposed expansion of the Canadian National Terminal
into the State Fairgrounds would not hinder the redevelopment of neighborkioods irmumediately
surrounding the proposed site.
12.3.24

+ The 2004 revised Master Plan of Policies directs the Chty to *(e)stablish and enforce
designated muck routes” (Poliey 8.1, 1-18).

This is necessary tor 1} minimize health and safety risks o pedestrians and passenger
vehicles utilizing area roads, particuiarly residentia] streets and secondary thoroughfares, and 12.3.25
2} reduce the risk of traffic congestion along area roads, particularly residential streets and -
secondary thoroughfares. The potential expansion of the Canadian National Terminal into the
State Fairgrounds should not interfere or conflict with the City's directive to regulate truck
traific,

12.3.26
¢ The 2004 revised Master Plan of Policies mandates that the City “{B)uffer the negative

impacts of industrial Jand uses upon residential arcas™ (Policy 8.2, 1-18).

All relevant parties should take sppropriate measures to minimize adverse environmental 12.3.27
impacts, including air poliution and noise pollution, and preserve, to the-greatst extent

- possible, a high quality of life for area resideits, particularly those neighborheods
immediately east and south of the proposed expansion,

» The 2004 revised Master Plap of Policies mandates that the City “(r)edevelop the 12.3.28
underutilized sites in the corridor by attracting new and encouraiging small-scale industries to
use the land for expansion or relocation” (Policy 7.1, 1-18),

The State should demenstrate that the proposed expansion of the Canadian National Terminal 12.3.29
into the State Fairgrounds could aid in the redevelupment of underutilized industrial sites
along the rail line.

» The 2004 revised Master Plan of Policies directs the City to "(s)upport diverse, vear-round 12.3.30
recreational activities at the State Fairgrounds™ (Policy 9.1. 1-18).

Again, the State should demonstrite that the proposed expansion of the Canadian National
Terminal would not preclude the possibility of diverse, vear-round recreational activities a1
the Fairgrounds.

12322

[The Preferred Alternative does not affect the Moterm Terminal. CN has indicated it will not expand into the
Fairgrounds.

12.3.23

Comment acknowledged.

12.3.24

[The Preferred Alternative does not include any changes at the Moterm Terminal or Fairgrounds.

12.3.25

Comment acknowledged. The 2004 plan was not official at the time the DEIS and FEIS were prepared, so it
could not be used as the basis of analysis, but its contents were reviewed, and there are no known changes in
impacts/conclusions.

12.3.26

[The Preferred Alternative does not include any changes at the Moterm Terminal or Fairgrounds.

12327

lComment acknowledged. The 2004 plan was not official at the time the DEIS and FEIS were prepared, so it
icould not be used as the basis of analysis, but its contents were reviewed, and there are no known changes in
impacts/conclusions.

12.3.28

The Preferred Altemative does not affect the Moterm Terminal. CN has indicated it will not expand into the
Fairgrounds.

12.3.29

Comment acknowledged. The 2004 plan was not official at the time the DEIS and FEIS were prepared, so it
icould not be used as the basis of analysis, but its contents were reviewed, and there are no known changes in
impacts/conclusions.

12.3.30

[The Preferred Altemnative does not affect the Moterm Terminal. CN has indicated it will not expand into the
Fairgrounds,
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Review of the Detroit Intermodal Freight Terminal (DIFT) Project
from a Public Health Perspective

Aceording to the ULS. Environmental Protection Agency (EPA), the railroad industry has Jaid over
300,000 miles of railread track, connecting almost every lecale, nural or urban, throughout the United
States. When railroad lines meer indusirial aress, railroad yards result. Railroad vards are areas where
railcars and locomotives are maintained, stored, and coupled to form trains. The Detreil Intermodal
Freight Terminal is, In effect. a central location where railresd companies can work on their rofling
stock, transfor and dispatch trains to focations arcund the country, {Your Canadian rraffic comnents
fits here as well).

ARerdative #4 for the Detroit Imermodal Freight Terminal proposes increasing the number of dizsel
operated trucks on a per day basis by several thousand, The exculpatory nanme of the summary and
amalyses will require a nuraber of clarifications. The assumpiion. under alternative #4, that the increase
ins railcars and trucks and the corresponding decredse i automobites will in fact reduce pollution in the
coming vears is oversiated und misleading.

One of the most important chemicals of concern is diesel @missions. Diesst exhaust is made up of
gases and fine particulate matter (10 microns: or less in diameter): Diesel exhaust produces fine
particulate matter that is casily inbaled and can deposit in the lungs. This causes physiologica! damage
to the lungs and can aggravaie asthma, bronchitis and other respirarory ailments. According o
information provided in a resolution by the Desroit City Council, Southwest Detroit already has the
highest leve! of fine particulate mattez in the siate. The U.S. Environmental Protection Agency (EPA)
has designaied Southeastern Michigan in non-attainment for particulate matter (PM; ) and ozone, both
known asthma triggers. In addition, asthma rates and the nuinber of hospitalizations due 1o asthma are
far higher in Southwear Detroit than in other areas of Michigan. Exposure to particulate matter is also
associated with increased hospital admissions and emergency room visits for heart and lung disease,
decreased Jung function, and even premature death,

Over 40 substances found in diesel exhaust are classified by USEPA as hazardous air pollutants
(HAPs). At least 15 of the constituenss are classified as known, probable, or possibie human
carcinogens by the Inlernational Agency on for Research on Cancer, ‘Elevated concer risks from digsel
partieudate matter (DPM) were aiso found as part of the June, 2003 Michigan Department of
Enviremnental Quality’s (DEQ) DETROIT AIR TOXICS INITIATIVE: RISK ASSESSMENT
REPORT. However, duc to uncertainty associated with determining DPM ambient congentrations,
esiimating DPM risks was inconclusive due to the limited number of sites with surrogate manitering
data. Based on source apporticnment modeling, and using monitored tevels of elemental carbon,
32,5, and other compounds, DPM concentrarions were estimated to be approximately 1-2 pg/m’
DPM. Although these estimated values are relaiively uncertain, they serve to provide a general sense
of the contribution DPM may add to the cancer risk from air toxies in Detrait. This concentration range
resulted in an estimated increased cancer risk in the range of approximately 300 1o 600 X 10
associated with the estimated levels at the Detroit sites, These estimates are consistent with USEPA's
roughly estimated lifetime cancer'risk of 10 to 1000 X 107 associated with diesel erissions in the .S,
These estimated ranges of cancer fsk are considered 1o have significant uncertainty. However, they
suggest that diesel emissions may be a siguificant risk driver in the context of the total cancer risks
esumated n the DEQ report.

Small children, the elderly, and people with compromised immune systams are the populations with
the greatest risk for heatth impacts from exposure to diesel exhaust. There are dlso potential safety
risks posed by a significant increase in the number of large trucks being on neighborhood streets,

13.1

132

133

13.1

IPreferred Alternative. Section 4.8 covers air quality.

The air quality anaiysis uses EPA-approved methods and software and finds that, primarily through
IEPA's regulatory actions, air quality will substantially improve; however, the increase in intermodal
lactivity brought about by the project will increase activity at the Livernois-Junction Yard with the

13.2

[Possible health effects of PM2.5 and air toxics are noted in Section 4.8.3 of the FEIS. The reasons
why no additional analysis of health effects will be done are stated in that section.

133

entrance will be closed..

'With the Preferred Alternative, intermodal rruck traffic will follow the routings created by the project
on Wyoming Avenue and on Livernois Avenue north of the Livernois-Junction Yard. Intermodal
trucks will be reduced on Livernois and Dragoon south of the terminal and at the Dix/Waterman
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tntermodal transportation eperations can create onivironmental problerits from three additional arees:
fueling, harardous material ransport, and oil and coolant release during transport (EPA 1997). With
fuel operations there can be spillage or fuel leakages. Tt is also important to determine if the fuel
storoge tanks and piping are above ground of below grotnd. IF the tanks and piping are below ground
there cotld be an increased chance of groundwater contamination.

Contaminants Found at Railyards

Vartous types of contuminants can result from the railroad yard operations described above. Each
contaminant is a risk o beth soil and groundwater quatity.

Contaminams resuiting from locomotive and engine mainienance are degreasing solvents. PCBS {poly-
chlorinated biphenyis}, and heavy metals, Solvents and heavy metal-based paints can be found in the
area surrounding railcar refurbishing and maintenance operations. Further environmental problems con
résult from creosote dnd pentachlorophenol (PCP} from the rail tes. The “slag” base for the railrcad
ties can contribute to-heavy-metal contamination. Finally, contaniination from the transportation
operations can be from dieset fuel associated with fueling as well a5 possible contamination from
spillage or leakage of hazardous carge during ransport.

Typical Contaminants Found at a Railroad Yard

« Perroleum Hydrocarbons

» waste acids and alkaties

« paints contaminated with heavy metals
* V(s

+ BTEX

+ Solverits and paint thinners
* Fueis

« Qil and grease

« Lead

« PCBs

+ used coolants

Remediation of railyards depends on the contaminants present, their concentration. and the media they
are affecting (5oil or water). In addition. sclecting a remediation strategy aiso involves an in-depth
analysis of the costs associated with development.

Railyard Activities

A wide varfety of activities take place at a railroad vard that can rcst_zlt in envirommental problems.
Additional dctivities can be broken down into the following three areas (EPA August, 1999):

- Locamotive maintenance;

13.4

13.5

13.6

13.7

13.4

articipating railroads have Emergency Response Plans to comply with applicable federal and state requirements
ncerning hazardous and petroleum storage, handling, spill prevention, spill response, incident response and
elated concerns. As a practical matter, the Livernois-Junction Yard will be paved with the Preferred Alternative

d oil/water separators will be included in the surface water drainage system.

13.5

articipating railroads have Emergency Response Plans to comply with applicable federal and state requirements
oncemning hazardous and petroleum storage, handling, spill prevention, spill response, incident response and
elated concerns. As a practical matter, the Livernois-Junction Yard will be paved with the Preferred Alternative

d cil/water separators will be included in the surface water drainage system.

13.6

No project-related testing is required on existing railroad properties.

13.7

Imaintenance, or track maintenance.

[The Preferred Alternative will not change railroad operations with respect to rail car refurbishing and
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- Ratlcar refurbishing and mamnlenance;
- Track maintenance.

Locomotive Muintesiance

There are nurnerous activilies agsociated with locomotive mainienance that can resuit in
environmental problems. Aetivities that may have conributed contaminanis to the area in the past
are: changing oil and oil filters, painting-and paint siripping, hydreulic system repair, locometive
coolant disposal, metal machining, used batlery disposal and general cleaning of engine parts and
the locometive car (EPA 1997). Ashestos can be present ffom the insulation around the boilers of
steam locomotives, old structures, or frem old brake shoes that were not properly disposed of,
Brake cepair, large-and small-scale equipment eleaning, and metal machining can be part of
mainisnance. Back of these acrivities can contribute to environmental problems,

Railcar Refurbishing and Maintenance

Ratlear refurbishing and maintenance consist of cleaning the imeriors and extertors of the raifcars.
stripping and painting the railears, and other maintenance such as brake and wheel set repair (EPA
19973, Environmental problems can result from all these activities. In addicon. anything that the
railoary carTy oF pass over (1.8. creosote) may wash off and contaminate the surrounding soil or
Waler.

Rafurbishing railcars entails the remowval of ofd paiiit and the application of new paint. Both of
these activities can result in soil or water contamination. The paint removal process can result in
paint chips and grt. These chips and prit can cause soil or water contamination. When the new
paint is applied there is also the chance that some of ihie new paint could end up in the surrounding
soil or water.

Track Mahitexance

Environmental problems from track maintenance can result from two areas. Fiost, the wood ties are
treated with 3 wood preserver such os creosote, which can each into the soil and groundwater.
Second, the gravel and stone mixtures upon which the tracks are built usuatly contain heavy metals.
These heavy metais tend to be fram the stone mixture or “slag”, which i3 often the residual left over
from copper mining. These can also leach into surrounding soil and groundwater (EPA 1999).

Soil Remediation

There are two major classes of soil remediation: ex sitw, where soil is removed off site for treatment,
and in situ. where soil is fredted on site. For the most part, any technique that is performed on site can
be performed off site, and vice-versa, Some soil treatinent techniques include:

13.7 cont

13.7 cont

13.7 cont
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Bioremediation

This remediation strategy involves using microorganisms such as bacteria, yeast, or fungi 16 break
down hazardous substances ta less-toxic or non-toxic substances.

Phvioremediation

For sites where it is appropriate, phytoremediation may be used both o remove contaminants and
1o establish greater confidence on the part of the conumunity.

Thermal desorption is a remediation technique thit can be performed on contaminated soils, both
in-situ and ex-sitw. In 1Kis process. soils are heated to temperatures up to 1000°F to break down and
destroy centaminanis. The velatilized contaminants are then collected and treated by a registered
waste disposal factlity, This treatment tectmology works best on compounds with high VOCs and
PAHs.

Soil Vapor Extraction (3VE)

in this remiediation lechmgue the soil is usually ckcavated and moved ex-situ, but it can sometimes be
treated in-situ. The methed involves exerting 2 vacuum through the soil fbrmation o exiract vapors. It
15 especially valuable for treating soils with pigh levels of VOCs and SVOCs.

Groundwater Remediation

Treament Walls

This passive remediation strategy is very popular at-sites where the:hazard is not acuie (thus not
warranting moye expensive methods) but where groundwater contamination needs 10 be contained.
Construction invalves sxcavating a trench perpendicalar to the direction of groundwater (low and
instailing & wall made of a iaterial with the ability o absorb contaminants while letting water flow
through naturally. This strategy is only for contaminated groundwater.

Groundwater Extraction/Injegtion

This method of treating comaminated groundwater involves drniling mumerous wells into and
around contaminated groundwater. Once completed, the wells can extract contaminated water for
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treatment. Treated water is then reinjected into the aguiter. This method of troatment can take years
io woik, depending on the size of the aquifer, because groundwater withdrawaliinjection rates must
be monitared closely so as not to cause ground subsidence or other hydrogeological problems. This
rechmique can be used fu treat most gronndwater problems. including heavy metal and VOC
conzamination.

Each site will have 2 unique set of contaminants and those contaminants will be present in unigue
concentrations. Successful remediation depends on the ability of the developers to create unique
treatment plans for that site, while observing any economic constraints.

DHW? believes that this report should ; I 13.8
1. Include an emphasis on the local relevance of public health problems and an examination of the '
socizl, economic, and cultural condilions that influcnce health status and the ways in which these
affect life-style, behavior, and community decision-making.

L3

The project should assist our understanding of issues alfecting the communiry and to develop, I 139
implement and evaluate, as appropriate, plans of action that will address those issues in ways that
benetit the commumnity.

(=)

Representatives of community-based erganizations, public health agencies, health care
organizations. and educational institutions are invoived as appropriaie in all major phases of the
Process,

.‘;

Produce, interpret and disseminate the findings 0 commuenity members in clear tanguage 13.10
- respectful to the community and in ways which will be useful for developing plans that will
benetit the community.

Under the National Environmental Protection Act an Environmental Impact Statement (E[S) must
identify environmental impacts. characterizz the extent of the impacts, and provide mitigative 13.11
measures. Affects on health resulting from environmental impacts are not eddressed, There are no ’
federal, state or local regulations that mandate conducting 2 health assessment for the DIFT project;
however, to ensure that potential health impacts from implementing this project are properly evaltuated.
DI{WP propases the following recommendations:

+ Request & health assessment with a quantitative risk component to characterize incremental 13.12
risk. DHWP can provide oversight for the protocol used for the health assessment. This
oversight is necessary to ensure that the health assessment addresses all potential healih

impacts.
s Request a cost-benetit analysis to assess the impact of costs for additional medical care (for 13.13
insured and yninsured) and time lost from work when people suffer with adverse health offeets.
» Request a quantitative air analysis that includes all hazardous air poijutants found in diescl 13.14
¢xhaust (HAPs).
13.15

» Request an environmental justice analysis.

13.8 [Possible health effects of PM2.5 and air toxics are noted in Section 4.8.3. The reasons why no additional analysis of health effects will be
idone are stated in that section.

13.9  |A reading of the FEIS does assist understanding of these issues, especially Section 7.2.1, which summarizes the views of community
lleaders. The DIFT project includes actions to enhance the community. See Section 5.

13.10 [MDOT provided information in English, Arab and Spanish, had interpreters at all public meetings, and offered to meet with any person to
read/interpret project documents, if such service were needed.

13.11  [Possible health effects of PM2.5 and air toxics are noted in Section 4.8.3 of the FEIS. The reasons why no additional analysis of health
effects will be done are stated in that section.

13.12 [Possible health effects of PM2.5 and air toxics are noted in Section 4.8.3 of the FEIS. The reasons why no additional analysis of health
effects will be done are stated in that section.

13.13  [Possible health effects of PM2.5 and air toxics are noted in Section 4.8.3 of the FEIS. The reasons why no additional analysis of health
effects will be done are stated in that section.

13.14 [Mobile source air toxics (MSATs) are analyzed consistent with joint U.S. EPA and FHWA guidance in Section 4.8.3.

13.15 [Impacts to the local community have been identified and are the subject of Section 4 and mitigation is identified in Section 5 of the FEIS.

That analysis recognizes positive and negative effects on EJ populations and concludes as follows: “there will be disproportionately

adverse housing and cultural resource effects on minerity or low-income populations” covered by the EJ Executive Order.
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«  DHWP strongly recommends the review and inclusion of the US Envirenmental Proteclion 13.16
Agency’s own Detroit children’s health study: “Health Effects of Environmental Exposures
Among Children Living in the Detroit, Michigan Area, EPA ICR Number 2167.01.7

13.16 [The cited study is described on EPA's Web site - www.epa.gov/dears/studies.htm. Quoting from the
"Background” section of the Web site, "Previous research has shown that concentrations of PM; 5 mass|
concentrations measured at community sites are often a reasonable surrogate for personal PM mass
concentration exposures. Presently, it is not known if specific components of PM and related air toxic

ollutants from specific ambient sources observe the same relationship." The studies include: the
Detroit Exposure and Aeroscl Research study (DEARS); the Detroit Children's Health Study (DCHS);
the Detroit Cardiovascular Health Study; and, the Detroit PM Toxicology Study.

DIFT Final Environmental Impact Statement and Final Section 4(f) Evalunation
A-77



Letter 9, Detroit City Planning Commission, August 11, 2005

-

City of Betroit

Crarpersen Dk David Caszon. Jr, AICS

isan Giaser CITY PLANNING COMMISBION Tromes Christensen
Hes-Chairparson 202 Colernan A. Young Munricipal Canter Rabert L Glenn
Marsha 5. Bruhn, AIGP Detroit, Michigan 48226 Arthony tefirey
Diractcy (313) 224-6225 tinda Smih
higrc:;ﬁwaéi%;%:}r E-mail; co-ope @i detralmt.us Katbleen ‘ﬁ?l:[d‘e'
PE Fax:{313) 224-4336 Foy Levy Willizms

August 11, 2008

Robert H. Parsons, Publi¢ Hearing Officer
Bureau of Transportation Plafining
Micliigan Department of Transportztion
P.0. Box 36050

Lansing, Michigan 48909

RE: Comments on the Draft Environmental Impact Statement (DEIS} for the
Detreii Intermodal Freight Terminal {DIFT)

Dear Mr. Parsons:

Piicase accept these comments made on behalf of the City Planning Commission and its
staff. Whichever alternative is eventually selected, our overal] goal is for you to
minimize the negative impacts of the project on our comumunities, to itigate any
potential negative impacts whenever possible, and to include community stakeholders in
the provess so that they can leverage 2 full array of conumunity benefits in order to offset
the burdens of this project on the community.

Background

For background information, the City Planning Commission first became involved:in the
DIFT in 2001 after MDOT completed the DIFT feasibility study. In December 2001 and
February 2002, the City Planning Commission held a series of public hearings at which
time the public expressed considerable opposition 1o consolidation of ail intermodal
activity at Livernots Junction yard under the option then reférrid to as Rail Steategy 3.

It has been very cléar to us that consolidation a1 Livernois Junction provides the greatest
cost burden 10 the adjacent neighborhood while the greatest benefits are distributed

throughout the region. Alse, we were, then, and continue to be, particularly concerned
about the following:

*  Unceniainty that the project will realize its purpose;

* The potential for an increass in truck traffic ot end around neighborhood streets,
atd, in particular, concerns about truck routes and the number and location of
gaies that might encourage use of neighborhpod streets by trueks;

* Environmienial issues resulting from an increase in truck waffic; and
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*  Negative impacts of relocating viable businesses and residences ina
growing compmmity.

As a result of the public epposition and our staff™s analysis, the City Planning
Commissieh recommended that the City Council oppose the Livernois Junction
congolidation option that was under considerstion at that time. Ciry Council supported
the regommendation and passed a resolution to that effect in Tuly 2002 (please find copy
of the report attached).

We are pleased to observe that that project bas chaoged considerably since 2002, Many
of the changes directly respond to concerns raised by the City Planning Commission and
shared by the community. Expandingthe scope of the EIS 10 include two ether
shiernatives direcily responds 1o dur criticism about dnly looking at consolidation at the
Livernots Junctioii yard.

MDOT also respended to-the community™s cancerns by eliminating the above-grade
truck-only road, reducing the number of gates to two, focating the gates af the east and
west ends of the yard, limiting intermodat freight transportation develepment to sites
under consideration, closing the-new truck gate at West Vernor/Dix/Waterman, -and
reducing truck estimates from. 16,000 to 4,600 per day.

An Uinresoived Concern: Inadenuate Environmental Analysis

While this has been viewed as a step in the right direction for the DIFT project, there
have been additional, on-going concerns about the environmental and health impacts of
this project, especiafly if any expansion is 1o occur in southwest Detroit where s mmber
of other major transportation projects are being explored. These concerns were
formalized in reselutions idopted by City Council in June 2003 (please find copies
attached) and were thost recently restaled in a position paper subnritted to the City
Plarning Commission by Arab Community Center for the Economic and Social Services
{ACCESS) {please find copy attached).

Like ACCESS, we rémiain concerned that air quality impacts were not adequately
studied, especially given the levels of fine particulate matter (PM 2.5) already found in
southwaest Detroit and southeast Dearborn and the substantial increase of truck traffic that
would reselt from Alternatives 2, 3, and 4. We ave equally concerned that health impacts
were not studied despite repeated requests by a number of community stakeholiders. We
are not convinced that this DEIS meets its requirement to study all potential
envitonmentzl impacts.

Creating Community Orortuaities Moving Forward

Nevertheléss; we also recognize thet intermodal frefght activity at Livernois Junction is
not going 1o disappear, whether or not we embrace this project. In fact, we agree that
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conditions grousid the Livernois hinction vard could worsen without the government
oversight and monitoring associated with a major public investment. We support the
community’s desire to negotiate with MDOT to design an alternative that the community
can soeept and that includes an extensive Community Benefits Agreement to mitigate
environmental concerns as weil as other possible negative impacts, leverage direct
sconoinic berefit to the community, and assure adequate public investment in
infrastructure impioveménts.

More specifically, we ask thet you consider the following requests, many of which have
also been raised by the community. In general, these apply to any of the yards and
adjscent comimunities under consideration for expansion under Aliérnatives 2, 3, and 4

unless othérwise specified
. ; ,,J ot 1
. eg_gi mugt mc!ggg @mgmty represemigtion during
MQB_—MMmMLMMM ring activitios 2
[ ]
3
L] feve 8 licht 4
We agree the Canadmn Pacific (CP) Expressway needs.to find & different
kycation; this could include Livernois-Tunction or other logations. One opdion is-
torondy have 2 CP intermodal vard and not a CP Expressway imermodal yard in
the atea.
»  Althe Moterm verd under Alternatives 2 or.4, we supportihe closure of the 5
;ggg &ale ngggl_a ofF!gm Miig Road
. 6
LI : = 3
We thmk sgveral of t}\e planx da not prov:de adequate lsuffenng, particularly 7
along Dix, Any screen wall must be properly designed so as notto creztea
mmmqpa appeemncc at any of the yax&s under any of the action alternatives:
. 8| i AUt 8 £ 3 £ h{
inay i affic. We thmk repmrs sh&m!d be done in gonerete 8
and ml just blacktop resurfacing, and traffic calming items such as 2 landscaped
boulevard should be created specifically on Livernois fiom John Kronk 1o 1-94.
«  Allofthe railroad vi ired, liv, and maintained including 9
proper drainage. 10
» ighting should b
. 11
Ll .
. he mmsﬁmmgﬁgg 12
develogmm, nglug;ng the Iatg_,s_t §y§1ﬂmble egwron_ng_:gal pragt

1 [|See Section 5.

2 [Details of governance are in the Pre-Development Plan Agreement in Appendix F.

3 [MDOT is supportive of such efforts at the local level. Land use is under the contro] of the cities of Detroit and Dearbom, where the terminal of the Preferred
|Alternative is located. SEMCOG develops the regional transportation plan, based on input from local jurisdictions and in cooperation with MDOT.

4 [The CP Expressway operations were suspended in June 2004 and are not to resume as part of the Preferred Alternative. There is no provision for CP/Expressway
fnywhere in the Preferred Alternative.

5 [The Preferred Alternative does not include any changes at the Moterm Terminal or Fairgrounds.

6  |Expansion beyond the limits of the Preferred Alternative at the Livernois-Junction Yard is not part of the Preferred Altemative. While private companies develop
their businesses at locations which they choose, such developments are eventually controlled by local units of government.

7 [The design of the Preferred Alternative includes a buffer as described in Sections 4.9, 4.15 and 4.19. The maintenance of the butfer will be the responsibility of local
leovermment as it will be on public property. A buffer is not needed on the south side of the Preferred Altemnative from one block east of Lonyo west to Wyoming
|Avenue becaunse the terminal is adjacent to incdustrial uses, some of which require continued rail service, and the Woodmere Cemetery, which do not represent a
lsecurity or noise-sensitive issue.

8  [The owner of the road is responsible for its upkeep. In the case of the roads around the Preferred Alternative, MDOT is responsible for Michigan Avenue and 1-94.
|All other roads are controlled by Wayne County, the City of Detroit or the City of Dearborn.

9 [Viaduct actions in the Livernois-Junction Yard area are the responsibility of either the railroads or the local jurssdictions. Viaduct improvements have been included
lin the Enhancement Program. See the last section of the Green Sheet.

10 [Planned lighting is discussed in Section 4.20 of the FEIS.

11 [Such limitations cannot be imposed as they are a violation of interstate commerce.

12 [See Section 5, Mitigation, First, the Preferred Alternative minimizes air pollutant emissions at the Livernois-Junction Yard terminal by siting gates and access routes|

¢ minimize exposure t0 neighborhoods and residential development by: 1) constructing the entry point off Livernois Avenue (Figure 3-19) with concrete curbs so
cks are forced to/from the north via an improved I-94/Livernois interchange, and not to/from the south and the dense neighborhood south of Vernor Avenue; and,

) providing new Wyoming Avenue entrances that connect directly to [-94. Wyoming, like Livernois Avenue, is a major arterial with no residential frontage and

ittle nearby residential development. Second, voluntary emission reduction measures are drawn from experiences with addressing diesel and PM2.5 emissions

hrough EPA’s National Clean Diesel Campaign and other initiatives. These would include the measures such as Engine kdling Reduction Programs for trucks and

locomotives, auxiliary power units for trucks, and automatic shut-off devices for idling locomotives; use of electrified fruck parking argas; and, use of alternative
els for handling equipment.
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» Whenever possible, viable businesses should be relocsted within the 13
neighborhood. We think if the relocation cannot occur within the neighborhood,
for example in the Oak vard, then §t viust oceur, i 2 minirsum, within the City;
the City must commit o assxstmg with this re?ucamm

asdist _ggtmgn apd. lgmmg cemet We lhmk tbzs shmlld be steered towa.rd
adjscent existing brownfield and other industrial sites within the area and not
dismpti\fc to fesideritial neighboriieods

mgde avaxlabig

In addition, please find below specific requests related to the Livernois Junction vard in
southwest Detroit and southeast Deartborn:

e  Keco Lonvo open. Explore the creation of an underpass. We think closing
Lonyo mipht overly distupt community coheésion and foree too muck traffic onto 16
Central. Several persons atthe DIFT public hearings raised concerns about
Lonyo being closed. If Lonyo is kept open, then we recommend that eliminating
all or pasts of the proposed perimeter road be studied. We would rather have
vehicles use Michigan Avenue or Dix, and eliminating the perimeter road might
free up more land tor buffermg or reduce the amount of acqmsmon needed.

17.1
and in the future. Jmprovemems to Wyoming and Livernois between thie 17.2
mems—]unctmn Yard and I 94 are very 1mpertsm 17.3
. : 5 pitted. We think gates 18
should be mqmred only for both vaernms and Wynmmg
»  Acquiring the exigting intermodal container yard on the forh side of Dix west of
Waterman should be explored. Thiswuse is a large piece of land adjacent to the 19
Livernois-Junction yard which is very poorly mainiained, and this land could help
meet the s:apsmty reqmmmems 91’ the DIFT
L] 1 o
20
21
___ggglg;we agggg;& on gh_g gﬂmmum_tx 'I‘h:s was prewnusly raqmswd by the 22
City Council in 3 lettzr to Gloria Jeff duted May 17, 2085 (please find copy
attached).
onclusio

The City Plasning Commission and its staff support the position that “no action” is an
unaccepable opiion and will undermine community revitalization in Seuthwest Detroit,
As currently propesed; Alternatives #2. #3, and #4 do not go far enough in addressing

13 [Every attempt will be made to relocate in the Terminal Area persons and businesses affected by the Preferred Altemnative, if they so
choose.

14  [The FEIS contains mitigation measures to retain and grow local jobs around the Livernois-Junction Yard, the site of the Preferred
Alternative, and to train local residents to qualify for those jobs.

15  [This issue is addressed, to the extent possible, in Section 5.

16  [Eliminating roads crossing the Livernois-Junction Yard is critical to the function of the terminal and the safety of motorists and

pedestrians. Automotive traffic now using Lonyo Avenue that will be rerouted to Central Avenue will take an additional two minutes, but
[po trains will ever be encountered, eliminating the potential for severe accidents, which have occurred. Counts found pedestrians or
bicyclists do not use Lonyo to cross the railroad tracks.

17 [The Preferred Alternative includes closing the Dix/Waterman gate in the long-range future of intermodal at the Livernois-Junction Yard.
17.1 [The Preferred Alternative has gates only off of Livernois and Wyoming Avenue.
17.2  [The owner of the road is responsible for its upkeep. In the case of the roads around the Preferred Alternative, MDOT is responsible for
Michigan Avenue and [-94. All other roads are controlled by Wayne County, the City of Detroit or the City of Dearborn.
18 [The access to the gate referred to is from Wyoming, so the gate is internal to the future Livernois-Junction Yard.
19 It is believed the property noted is within the ownership of the railroads and would continue to be part of an expanded yard.
20 [This issue is addressed, to the extent possible, in Section 5.
21 [Every attempt will be made to relocate in the Terminal Area persons and businesses affected by the Preferred Alternative, if they so
ichoose.
22  MDOT is supportive of such efforts at the local level. Land use is under the control of the cities of Detroit and Dearbom, where the

erminal of the Preferred Alternative is located. SEMCQG develops the regional transportation plan, based on input from local jurisdictions
d in cooperation with MDOT.
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cormmunity concerns; we feel 2 Community Benefiils Agreement resulting in concrete
infrastructure improvements, job expansion, protection of community assets, and greater
soprdingtion of taasportation planning is required. City Council adopted a resolution to
this effect on July 29, 2003 (ptease find copy attached).

In closing, though we are not completely comfortable with all aspecis of this project, we

do think that this project pravides an opportugity for the comnunity and the City to

leverage potential benefits and improvements 10 an area that would otherwise not be

likely te ocour, In particular, we think that for the Livernois-Junction yard, the possible

DIFT benetits (i.e., paving the yard and installing appropriste buffering), moving access 23
gates to both Wyoming and Livernois, and allowing MDOT to addressthe intermodal

needs of the State make it acceptablé to favor an action alternative subject to the

comments listed above.

Please free to comtact our staff, Chris Gulock, Heidi Alcock. or Kimberly James at
(313)224-6225.if you heve any questions about the contents of this letter or if you would
Hke to discuss our position in mare detall. Thank you i advence for incorporating these
comments into your selection of 4 final DIFT alternative,

Respecifully submitted,
UApnsbait, Thkoe Forr
Arthur 8imons, Chairperson
Marsha 8. Bruho, Director

Ce: Ciry Council- Members

Kathryn Savoie, ACCESS
Karen Kavanaugh, SDBA

23  [Comment acknowledged. The Preferred Alternative does each of these and meets the project purpose
and need.
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Letter 10, Congresswoman Kilpatrick, August 15, 2005
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Mr. Robert Parsons

Publi¢ Hearings Officers DIFT
Michigan Deparement of Transporistion
P.O, Box 30050

Langiag, Michiges 42508

Dear Mr.Parsons:

The foliowing comments are in reference wo the Detrort Intermodal Frerght Terminal
Environmental Impact Study that was released for pubhic comment in Yune 2005,

Since the iniiial planning stages of DIFT. the project has been intensely debated and reviewed in
the comnmnities that will be affecied. A feasthility study was initiated to determine not only the
projects technical possibility, but slso demonstrate whether its economic benefits would outweigh

its environmental costs, The BIS has failed to show with necessary specificity: 1) What are the !
benedits to the area of lecation and 2) what will be the spectfic “rosts™ that the host community 2
will pay.

After further review of the EIS and taliking with miy constituents, the study has failed o

demonstrate this outcemne in a cleer and condise manner. { recognize that the EIS does not

mindate a health rigk assessment i its process. But, Ibelieve a bealth risk assessment i | 3
necessary fo wentily health risk for the affected commumity, Governengt definitions of

frasibility studiey, cost-benefit studies and environmental inpact statements do not specifically

require that afl of the questions rpised by the community are answered. I hoped that a gpieit of

cooperation would dictate that the EIS would at least generate a report that would identify the

“greatest good for the greatest number of people in the ares,”

As this process moves forward, [ encourage MBOT to contimie to include the cormmunity 3 i
planning and decision making. T-ask that health rigk asscesments be reviewed and discussed as a
future component following the EXS process. | also ask that a community stretegy be put in place,
regardless of what optiom is selected, to insure the constituents of my district have significant
nput into what benefits the community will receive:

1 look fervward to hearing from you:

Sigeerely,

Carolyn [ Heek® Ki k v
Member of Congre

1 The measures in Section 5 of the FEIS includes improvements to benefit the area immediately around
the Livernois-JTunction Yard, which is the area of the Preferred Alternative.

2 The costs of most transportation programs are usually financed 100% by public/government funds. In
the case of the Detroit Intermodal Freight Terminal Project, government/public funds will cover about
65% of the costs and the railroads about 35%.

3 [Possible health effects of PM2.5 and air toxics are noted in Section 4.8.3 of the FEIS. The reasons
why no additional analysis of health effects will be done are stated in that section.
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Letter 11, Senator Raymond Basham, August 11, 2005
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August 11, 2003

Robert H. Farsons. Pablic Hearings Officer
Burean. of Transpostation Planning
Michgian Department of Transportatian
183, Box 30030

Lansing, MI 46209

Dear M, Parsons:

1 write vou regarding che Draft Environmentat bopact Statement on the Detroit Intermodal Freight Terminal. 1 have
several concerns which 1 feel must be addressed before this project proceeds any further,

Farst. | am distressed by the fact-that the Michigan Department of Transportation (MDOT) has refused 10 study the 1
Tisperston of zir polkutants and to conduct u Health JImpacts analysis based an that dispersion. The impacy that this
sroject would have on thi bealth of the surrounding eommunities should be thoroughly investigated before aliowing this
project to proceed.

Second. ] ant concerpad that MDOT has nat considered the nunerous other transponation projects planned for Wayne
County such as the widening of 164, housing projects. truck titinel project and the construction of an additional
international border crossing. These projects could have a significant effect on the inerrhodat reight terrinal and this
effect must be both studied and propecly considered.

My final.concern lies in the fact that [ have not seen proper justification of the negd for chis project. The concerarited
intermodal activity in Southwest Detroitand South Dearbom appears to be based upon a-business decision by the 3
railroad companies to consolidate their operations by closing other facilities in Melvindate and Rommulus, ﬂ!l’l-(}!'lg others.
This seems 10 indicats that this concentration of activity is based more om saving meoney than an increase in demand. A
4 legislator, T world like to see MDOT prepare a much better case for why this intermodal freight rarming! is needed
before this-praject ptoceeds any forther.

Thank you for taking into consideration my concems with regards to this project and 1 hope that they will be properly
addressed as the discussion of the Deiroit Intermodat Freight Terminal proceeds.

Sincerely.

RAYMOND E. BASHAM

Igte Senutor
2* District

1 ossible health effects of PM2.5 and air toxics are noted in Section 4.8.3. The reasons why no
dditional analysis of health effects will be done are stated in that section.

2 The projects mentioned in the comment are all included in the analysis of indirect and cumulative
effects documented in Section 4.17. A new "Delray” bridge to Canada plus the proposed second span
of the Ambassador Bridge are discussed in the revised indirect and cumulative analysis for the FEIS.

3 The Purpose and Need for the project are fully documented in Section 2. The raitroads will contribute
financially to the Preferred Alternative in proportion to the benefits that will accrue to them. MDOT
and FHW A will also invest because there is a public need for and a public benefit from this project.
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Letter 12, Representative Steve Tobocman, August 16, 2005
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August 16, 2005

Robert H. Parsons, Public Hearing Officer
Bureau of Transportation Planning
Michigan Department of Transporiation
P.O. Box 30050

Lansing, Michigan 4890%

RE: Comments on the Draft Envitonmental Inipact Statement (DEIS) for the
Deteit Intennodal Freight Termina) (BIFT)

Dear Mr. Parsons:

I am submitting the attached commsiis regarding the Detroit Intetmodal Freight
Terminal (DIFT) Draft Environmental Impact Statement (DEIS), On behalf of the nearly
10,000 residents ihat 1.représent in Michigan’s 12™ Stare House District, T cannot
endorse any of the options contained in the DYELS becanse of the proposed options’ failure

transportation henefits withont die consideration to local irtipacis.

I is my sincere hope that the DEIS can be improved apon so that the finaf EIS
cantains adequate assurances that community heaefits will adhere from additionsl
public investment into intermodsl facilities in Southwest Detroif. This can be
accomplished through the creation of a Commanity Benefits Agreement that spells out
local mitigation activities, s welf as defining other comimunity benefits, 1 urge MDOT 10
take up my offer from October 2604 1o work with my office and numerous commupity
stakeholders who have identified thieir interest in such an agreement.

The DEIS woefully understates the nature, extent, value and importance of
revitalization that has cccurred in the surronnding community. It doss not
adequately insure that MDOT investment in the yard will buifd epon the millions of

1

|See Section 5.

2 OT believes the Preferred Alternative provides appropriate investment in SW Detroit to support
M[g)oing redevelopment and growth.
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‘Robert H. Parsons, MDOT
August 16, 2005
Page 2

doliars in other state and federal investments in Southwest Detroit. from affordabile
housing subsidies to transportation enhancement granis, 1o the two Cool Cities
Neighborhood designations this community has garnered.!

Over the seven years that 1 engaged in community devélopment work in Detroit and
across Mickigun prior @ running jor public office, as well as the pest two and a half years
serving in the Michigan House of Representatives (including serving as the House
Democratic Cheir of the Bipartisan Lirhan Caucus and the ranking Denioerat on the Locst
Government and Urhan Affairs Commitise), ['have developed a -certain expertise about
Michiga's urban aress and the disinvestnent, blight and abandonment they have
expericnced.  The fmportance of developing viable strategies w revitalize Michigan's
urben aress is critical to the stare’s ability 10 attract knowledge workers. for a modern
econemy, 10 remain competitive and to solve social problems.

Southwest Detroit represents a model urban revitalization arca for the state. Over
the past 15 years, no other large area within the city of Detroit has ssen population
growth. While Detroit’s population declined between the 1990 and 2000 115, Census by
some 7.3 percent (a trénd that has continued beyond 2000). Southwest Dewoit grew by
nearly 7 percent during the same period. The area is ons of the staie’s most racially and
etbhnically diverse. Given that the Pretroft metro aren is estimated to be the nation’s
second most segregated metropolitan region, protecting and nurtaring 2 community that
i home to such diversity should be paramount. Thousands of new and réhabilitated units
of housing have been created, as well as hundreds of new commercial retail
establishments, new manufacturing plants and neéw industial facilities. Nearly every
challenge that is crippling Detroit is being tackled head on in Scuthwest Detroit through a
vibrant, ‘vigorous and comimmitied network of community nonprofit orgenizations and
residents,

My comments largely focus on proposed development activities at the Livernois-Junction
Vard and CP/Expressway because of their location in the 12 District, which | represent
in the Michigan House of Representatives. Dominating a large section of Southwest
Detroit, the Livernois-Junction Yard is 2 vastly underutilized rajl yard with few buffery
between it and the swrrounding neighborhoods, It is pootly maintained and imposes
significant negative impacts on the community. As currently proposed in the DEIS,
none of the alternatives adequately ensure that the yard will become more of an
asset-£p the surrounding community, as opposed fo-the blight that it 3.

Community Benefits Apreement

Before MDOT finalizes the EIS, it mast serionsly consider and parsue the adoption 4
of 1 Community Benefits Agreements (CBA) to help achieve some positive benefits

! The descripticn of ongoing révitalization work in Section 4 (pages 4-172 and 4-173) &5 gtartling deficient,
amittiing half of the existing projects. [ have drafled separate attachment just to provide a more reafistic
view of thi: area sirrounding Liverneis-Junction Yard and CP/Expressway,

3 See Section 5.

4 See Section 5.
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Robert H. Parsons, MDOT

Aupust 16, 2005

Page 3

A ) Lk . . v 4 cont
or any hest commonity impacted by this preject. I have attached “CGaining
Community Benefits: The Detrot Intermodal Freight Termnal™ which farther explains
€BAs and how ome might work for the DIFT.  Akin to the Memovandun of
Understanding between the pasticipating ruilroads and MDOT on the DIFT project, &
CBA should sutline the respective whderstanding between community representztives,
the railroads, MDOT, and the Federal Highway Administration on-the type and level of
benefits and mitigation actions for the host commuiities. Including a megotisted CBA as
a eritical componert of the Final Environmental Impact Statement on the DIFT project
will establish a new mode! for a strengthensd connection berween transportation
infrostructure projects and local commutiity and economic development,

Flaws in the DEIS Amnalvsjs

The DEIS analysis of air quality, noise and vibrations and their related potential 5.1
bealth impaets should be strengthened.  The conelusion that the local terminal area 52
pollition is expected to decrease is misleading. Such decrease results solely from the
change in national diess! emission stendards and not from the decision at hand. Al of the
action aiternatives (Altematives 2, 3 und 4) increase ‘trucks in the termimal area and
increase HC, NOx, VOCs, DPM, BENZ, BUTA, FORM, ACET dnd ACRQ gver
Alternative I, sometimes increasing the amual tonnage of such poliutants by more than
200% (sez Table 1-3). Justifying such increases in poliution over Alternative 1 is
talamount {0 omitting seatbelt requirements becauge of improved safety from new
autoimotive designs or road construction,

T continue to'be disappoinied by MBOT's position (as dictated by FHWA) regarding the
extent of analysis reguired for air quality impacts, perticolirly given the generally
acknowledged poor air quality and high astbma rates in Southwest Detroit and East
Dearborn. The DIFT project was an opportunity to initiate ‘policics thal recognize that 6
communities burdenied with industrial and transportation uses deserve a more rigorous
analysis of air quality impects 1o community health. In my attacked comments, I have
specific recemmendations on how the finsl EIS might remeily this portion of the
anslysis through an ongolng health impacts study.

The DEIS gives no weight to the negative impacts imposed by increased vibrations,
One. of the four locations ‘mesured during the feasibility study (Beard Flementary
Schiool) reactied “annoyance level” (sec Page 1-49). Presumably, the results found at
Beard are replicable at residential, commercial and commusity properties similarly-
situated near mils throughout the commuity. While the proposed projéct would double
the daily instanecs at whick the “annoyance level” is reached, no vibrational mitigation is
discussed and the negative impacts are dismissed because the “annoyance level™ is a
common ocourrence at Beard, Exacerbating an existing problem should not be an. 7
acceptable outcome. In fact, so dismissive is the DEIS of the negative vibrational
impacts that the caiegory is complately omitted from the Sammary of Cumulative Fffects
{sce Table 4-15 on page 4-79).

The analysis meets all applicable state and federal regulations and guidelines.

:; lAir emissions are compared to 2004 conditions and 2015 .al_ld 2030 Np Actio_n f;onditions. \;Vhere
emissions are lower with the project, it is because the additional terminal activity generates less
pollution than the non-terminal uses that they replace.

6§  [Possible health effects of PM2.5 and air toxics are noted in‘Section 4.§.3. The reasons why no
fadditional analysis of health effects will be done are stated in that section.
7 The Preferred Alternative does not include a truck route by the Beard School.
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Rebert H. Parsons, MDBOT
August 16, 2005
Page 4

A thitd flaw in the DEIS analysis concemns the inclision of hational defense in the
Purpose and Need Statement when the .only evidence offered to support its conclusion
was a speech regarding the U.S. Military’s desire w use intermodal services. No
empivical dam coneerning Southeast Michigan was provided similar to the non-military
Freight data used to penerae F igure 2-1. Given that Michigan is not near an international 8
port and is surrounded by water and 3 foreign country, i is conceivahle that the U8,
Military does mot rely upon Michigan intermodal services for deployment. Finally. even
if such data could be prodused, it would not follow that military deploymient and national
defense are reliant upon Intermodal; Equipment wiiliving intermodal services might not
be time-sensitive in its delivery and deployment of U.S. forces in likely areas of conflict
may bypass such facilities.

The Stafe of Michigan continues to ignore the epportunity and hepefif of studying
all of the current and proposed transportation-related projects in Southwest Detroit 9
tollectively. Such & comprehensive study would assist in creating a land use and
trahsportation plan that would balance local and regional transportation needs with local
community revitalization efforts.  Given the' confluence of transportation-related
infrastructure in Southwest Detroit {the country’s largest border crossing, a re-opened
pori facility, significant intermodal capasity and heavily-utilized interstates), it is
inexcussble that the State continues to look at transportation projects in “silos,” as
opposed to planning and evaluating them in 2 coordinated, comprehensive and proactive
fashion with the local community, Without such a comprehensive study, MDOT is
belping to'intensify the negative community impacss from these various projects, thereby,
expanding the necessary mitigation costs of each project.

Southwest Detroit shoulders a significamly higher percentage of transportation land uses
than: other communities and bears an undue Burden for being strategically located in our
region’s. branspartation. network. Unfortunately, this burden is not accompariied by
adequate and appropriate buffering end infrastructure investment to mitigate its effects,
Given the growth in local truck: waffic anticipated by the DIFT, the final EIS must 10
address this unfair burden and prescribe tur-reaching mitigation. MDOTs analysis of
truck traffie, air guality, community cobesion, and other environmentsl impaets
.gives short shrift to the sericusness of the existing transportation burdens placed on
Southwest Detroit and to any the impact of any additiens} burden over timg. The
study of envirormenta! justice fails 10 recognize the dispreportionate impact of a regional
_project on a low-incone, minority host COomrunity.

Recommended Actions for Final EIS

The continued revitalization end growth of the Southwest Detroit as a strong, ethinically
diverse residential, commercial, and tourist destination should be a significant goal of any
and all public investments in Southwest Detroit. Michigasi simply cannot bear to disnapt
the fragile revitelization progress that has been achieved in this community. The

The military handles a component of its logistics via intermodal operations. Specific data are
classified and not available for public dissemination.

i i i the control of the cities of
OT is supportive of such efforts at the local level. Land use is Pndf:r
;)Et)roit and Dearborn, where the terminal of the Preferred Alternative is loca}ted. SEMQOG d_evclops
the regional transportation plan, based on input from local jurisdictions and in cooperation with

'rMDOT.

10

There has been no substantial change in the transportation infrastructure of Southwegt Detrsnt in 41(')
years, following completion of the interstate system. In this context, the "disproportxonatg impact” has
been present at least that long. Prior to the interstate systf:m, industry grew a:ognd the railroads and
housing developed for the industrial workers. Any negative consequences of this development have

not been addressed largely because of lack of government resources.
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Letter 12, continued

Robert H. Parsons, MDOT
August 16, 2005
Page 5

economic and social costs of harming this community are far too great and will have
significant long-term reverberating costs to the city of Dewoit, Southeast Michigan, and
the state of Michigan.

I cannot endorse any of the four alterratives as preposed and evaluated in the DEIS, All
Fave significamt design flaws. In addition, the DIFT analysis lacks a strategy to hamness
the [ocal economic developmeiit potential of the project, mitigate adverse cffeets related
to worsening air quality and truck waffic, or acknowledge the current negative effeots the
Livernois-Junction Yard has on cemmunity develtpraent &nd cohesion,

I sincercly hope that MDOT and FHWA will consider this letter and the attached
comments and. ultimately ciedte a projeet that creates evonomic benefits for the host
community, mitigates air quality and truck traffic problems, and improves the appearance
of the yard, whils achisving the Staie’s goais for improving intermodal freight
transportation in Michigan,

Based wpon my perticipation in the EIS process over the past four vears, | do not believe

that discussions through the Liocal Advisory Commities or any other structure in which [

have participated to date will achicve the necessary results, 1t is my hope that direct 11
discugsions with community stakebolders to develop a Community Henefits
Agreemént for the project will produce the sssurances that public officials should

have before public support for the project is warranted. Such an agreement must

address the concerns outlined in this letter and the atrached comments. [ look forward to
participating in soeh a process and | hope that a final EIS can be developed that will be
emmibraced by the majority of the nearly 100,000 residents that | represent in our State
Legislature.

Sineerely,

Mo ¥, T

Steve Tobocman
State Representative
12" Distric—Southwest Detroit

11 [See Section 5.

DIFT Final Environmental Impact Statement and Final Section 4(f) Evaluation
A-89



Letter 12, continued

Comments Submitted to MPOT regarding DIFY DEIS
Btate Representative Steve Tobocman
August 16, 2005

The following tomments rolate to specific characteristies of the Detroit Intermoidal Freight
Terminal (DMFT) Draft Environmental Impact Statement (DEIS), as well as io the DEIS'
methodology.  Although some of the altematives migh already incorporsie a few of the
suggested improvements listed below, no alternative incotporates afl of these comments and,
thus, each fails to develop a project that adequately protects the host community whils premoeting
the regional intermodal freight efficiencies.

1) Removal of truck traffic from neighl.mrboads

Efforts o permanently prevent truck movements on residential and neighborsheed commercial
roadways must be undertaken on the east side of the yard and for any proposed westem entrance.
The DEIS Summary (page 1-3%) notes that reducing truck traffic produces a saféty benefit,
Conversely, one should expect an ineresse in: truck taffic near Livernois-Function Yard to
produce a safety cost. Such a cost shotld be mitigaied, Specifically, truck traffic should be
eliminated on the Dragoon and Livernois one-way pairs between the [-75 service drive on the
north and the northersi boundary. of West Vernor. Semi-trucks should alsp be removed from
West Vemer, Central, and Springwells. These improvements can be accomplished by physiealy
reconfiguring existing and new entrances and exits to prevent prohibited movements, designating
appropriately signed truck rowtes 1 and from the facility, and creating the intemal truck-only
" road through the yard.

12

The current and newest giie fozated at West Vernor, Waterman, and Dix must be 13
permanently closed.  Throughout the DEIS, it is noted that the infersection of
Dix/Waterman/Vernor is the only intersection expected ‘to. exceed capacity if the new gate
remains open, as envisioned in Alternatives ! and 2/Option A (see page 4-4). Given the DEIS?
recognition of the problems that this gate creates for local waffic; it shonld touble all
policymakers that $6.5 million of public funds were used to open the gate in 2004, In closing
this gate, every effort must be made to balance truck access to the intermoda! rail yard between
the cast-and the west ends of Livernols-Junction Yard.

Any and all intermodal truck traffic must be removed from Michigan Avenue, Significant
revitalization work is ongoing on Michigan Avenue, especially in the Corktown area, which was
recently designated as onc of Govemor Grapholm’s Cool Cities. Directing trucks to 2 14
CP/Expressway intermodal facility vix Michigan Avenue would have untenably negative fmpacts
on that comeunity, :

2.) Adequate air quality studies and mitigation
As noted In the cover letiet of my comments, the conclusion that the local terminal area

pollutions is expected 1o decrease is misleading. Such 2 decrease results solely from the change 5 cont.
in natinal diesel emission standards and not from the decision 4t hand. All of the action

12

MDOT has attempted, throughout the DIFT study, the development of the Preferred Alternative to be .
responsive to community needs by: 1) positioning terminal gates at both east and west ends of Ithe terminal to
move intermodal traffic out of the surrounding neighborhood; 2) designing the gate at Livernois so that tru_cks
can only enter and exit to the north; 3) improving the I-94/Livernois interchange to support use of Livernois,
rather than Central and other neighborhood streets; and, 4) improving the intersection of Dix and Central.

13

The Preferred Alternative includes closing the Dix/Waterman gate in the long-range future of intermodal at the
Livernois-Junction Yard.

14

With the Preferred Alternative intermodai truck traffic will follow the routings created by the project on
Wyoming Avenue and on Livernois Avenue north of the Livernois-Junction yard. Intcrmgdal trucks will
reduce on Livernois and Dragoon south of the terminal and the Dix/Waterman entrance will be closed.
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alternatives {Alternatives 2, 3 and 4) increase trucks in the terminal area and increase HC, NOx,
VOCs, DPM, BENZ, BUTA, FORM, ACET and ACRO over Allemative 1, sometimes
increasing the annual tonnage of such poltutants by more than 200% (sée Table -3} Justifving
such increases in pollution over Altemative | is tantameount 1o emitting seatbelt requirements
because of improving sufety designs in amtomhwtive manufacturing,

By simply using a burden aratysis, MDOT has failed to adequately describe fhe cumulative
impacts of any of the alternatives of the DIFT on local air quality. Tn addition, the refusal to
consider health. impacts is inconeeivable given that several of the air toxics studied are known to 6 cont
have cancer-causing effects. The Michigan Department of Environmental Quality (IMDEQ)
recently completed the Detroit Air Toxics itiative, which studied the concentrations of both
cancer-causing air toxics and other air toxics known 1o have deleterious effects on human health
beyond certain health-protective levels. That stady found that 15 compounds of concern with
cancer misks greater than 1 in | million or monitored ievels greater than health proteciive levels
for non-cancer health effects. Of these, 8 were identified as priority pollutants of concemn in
Southwest Detroit, including acrolein, benzene, dicsel particulate matter, formaldehyde. §t is
unforunate that MDOT could not find a way to acknowledge the health ‘effects of these and
vther air pollutants in the DEIS. MIXOT should improve the air quality analysis to-address the
myriad concems previously expressed on this issue prior to tssuing u final EI8,

However, if the DIFT project is implemented, there must be ongoing air goality monitoring and
analysis, similar to those crested for the Los Angeles World Airports expansion. This weuld
include defined triggers fur calibrating actions related to air quality mitigation, a study of upper
wspiratory system impacts, and comimumity-based research during each phase of the
implementation. Environmental best practices must aise be implemented regarding restrictions
on dicsel idling, installation of emission reduction equipment, the use of specific fuels, and
reducing the age of trucks used locally in the intermodst business. S

15

16

3.} Creation of a locul economic development strategy

Any state investment in the Livernois-Junction Yard should be leveraged to create local
econoniic benefits for the City of Detroit.  Although the DEIS estimates that there wifl be a net
increase in local jobs, the experience with business relocation and retention in projects involving
emiinent domaiti is not sirong in Detroit, The DEIS reliance on interviews with potentially
relocated businesses, without investigating empirical évidence from pest eminent domain 17
projects in Detroit, is disturbing (sez page 4-93). Even in the most favorsble economic climates,
business and residential rétention involves private sector decisions and its outcome cannot be
entirely predicted.

MDOT must mike every effort to retain viahle businesses that will be relocated in Scuthwest
Detroit. The local economic strategy should include specific sites that are available for
redevelopment, identify related industries that could benefit from the transporfation investment,
and set a course for recruitrment and development of the appropriate businesses,

Toboeman Comments regarding DIFT DEIS Page 2

15

[Enforcement of air quality rules and regulations is the responsibility of the Michigan Department of Environmental Quality and
the U.S. EPA. SEMCOG plays a role by working with these agencies to set "budgets” to guide the region to attainment of
[National Ambient Air Quality Standards. The DIFT project has been found to conform to the Clean Air Act (Section 4.8.7).

16

See Section 5, Mitigation. First, the Preferred Alternative minimizes air pollutant emissions at the Livernois-Junction Yard
fterminal by siting gates and access routes to minimize exposure to neighborhoods and residential development by: 1)
constructing the entry point off Livernois Avenue (Figure 3-19} with concrete curbs so trucks are forced to/from the north via
fan improved 1-94/Livernois interchange, and not to/from the south and the dense neighborhood south of Vernor Avenue; and,
2) providing new Wyoming Avenue entrances that connect directly to [-94. Wyoming, like Livernois Avenue, is a major
erial with no residential frontage and little nearby residential development. Second, voluntary emission reduction measures
E::: drawn from experiences with addressing diesel and PM2.5 emissions through EPA’s National Clean Diesel Campaign and
other initiatives. These would include the measures such as Engine Idling Reduction Programs for trucks and locomotives,
uxiliary power units for trucks, and automatic shut-off devices for idling locomotives; use of electrified truck parking areas;
d, use of alternative fuels for handling equipment.

17

FEvery attempt will be made to relocate in the Terminal Area persons and businesses affected by the Preferred Alterative, if
they so choose.
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4.) Landscaping and buffering of Livernois-Junction Yard

The perimeter land around the entire rail yard should be buffered, kindscaped. and greened. The

height. width, and density of the buffer should be of sufficient scope to mitigate air and noise 18.1
impacts, The finn! FIS ‘must e revised to note the groater importance of such barricrs to

mitigate community impacts than to the wrmninal’s operators. References to a “barrier wall for

terminal security” should be altered or deleted (see pages 4-45 and 5.2), 50 as te assure that the 19

design of such bamicrs achieve their proper mitigation purposes. For exatmple, a wall of
tlectrical barbed-wire might provide adequate “terminal security,” but wonld fall Far short of a
proper barrier to mitigate community impacta.

The perimeter of Livernais-Junction Yard eould be incorporated into the emerging greenway
netwotk it Southwest Detroit and Dearborn to improve the yvard perimeter, mitigate air quality
imepacts, and énbance non-motorized transportation options. In the aress where barrier walls are
the appropriate buffer, they must mitigate noise impacts and be of the appropriate scale, width,
and materinis. MDOT should work with community-engaged architects develop & buffer design 182
that will acknowledge the history and current nsage of the yard. but slso will aesthetically protect
the substantial resideniial, commercial, and community investments surrounding it

Any proposal must contain an adequate mainienance plan for thie perimeter land along with a
dedicated revenue sources. The experigaces with the CSX berm on Dix. the deteniorating
sidewalks on Livempois, the condition of vinducts and luck of any investment in physical
appearance aleng the yard’s other borders must not be repeated.  Not only does the rew CSX 20
berm on Dix fail w buffer the rail vses from community view, it is unattractive and poorty
maintained,

4.) Reconstruction of road infrastracitire to support truck traffic

Local roadways that bave sutfered the most from wuck traffic must be rebuilt to compensate for
years of abuse snd lick of ropair. The roads that will continue to be used 10 some degree for
trirck traffic for thi ¥ard slso should be repaired, repaved, and maintained. These streets include, 21
but are not limited 1o, John Kronk; Central, Lonyo, Dragoon, Wioming, Fort, and Livernois.

%.) Repair of railroad visduets supporting the Livernois-Junction Yard

The viaducts essociated with the rail lines leading into the yard blight Southwest ‘Detroit,
attracting litter, graffiti, and other unwanted activity. They should be repaired, lit, muintained,
and equipped with proper diainage. These visducts must be redesigned to slow vebicular traffic
and provide adequate infrastructure for non-motorized transportation (especially given the a9
Detroit Empowerment Zone's estimales that 38 percent of all Detroit households do not have
access 10 a car)

A written agreement, with o timeline, should be developed and signed outlining maintenance
respansibilities ‘and duties of the railroads and/or other parties for litter removal, embankment
upkeep, and addressing drainage issues.

20 cont.

Tobocman Conments regarding DIFT DEIS Page 3

[The design of the Preferred Altemative includes a buffer as descrbed in Sections 4.15 and 4.19. The maintgnance of the buffer
will be local government's responsibility. A buffer is not needed on the south side of the Preferred Alternative from one block
east of Lonyo west to Wyoming Avenue because of the adjacent industrial uses and the Woodmere Cemetery.

[The design of the Preferred Alternative includes a buffer as described in Sections 4.15 and 4.19. The mintmce of the buffer
will be local government's responsibility. A buffer is not needed on the south side of the Preferred Alternative from one block
east of Lonyo west to Wyoming Avenue because of the adjacent industrial uses and the Woodmere Cemetery.

[The design of the Preferred Altemnative includes a buffer as described in Sections 4.15 and 4.19. The maintenance of the buffer
will be local government's responsibility. A buffer is not needed on the south side of the Preferred Alternative from one block
east of Lonyo west to Wyoming Avenue because of the adjacent industrial uses and the Woodmere Cemetery.

20

[The design of the Preferred Alternative includes a buffer as described in Sections 4.15 and 4.19. The maintenance of the buffer
will be local government's responsibility. A buffer is not needed on the south side of the Preferred Alternative from one block
feast of Lonyc west to Wyoming Avenue because of the adjacent industrial uses and the Woodmere Cemetery.

21

[Dix at Central and Livernois at I-94 will be improved as part of the project. The grade separation of Ce_ntr'al !i'o'm the rail line
will also be part of the project and MDOT will take over that portion of Central Avenue from the local jurisdiction. Alfl other
roads in the area except Michigan Avenue, 1-94, and 1-75 are under Jocal government control.

22

Viaduct actions in the Livernois-Junction Yard area are the responsibility of either the railroads or the local jurisdictions.

[Viaduct improvements have been included in the Enhancement Program. See the last section of the Green Sheet.
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7.) End to intermodal development or expansion outside of the Livernois-Junction
Yard
23

No intermodal developrent or expansion should eccur at sites outside of Livemeis-Junction
Yard, incloding Michigan Central Diépot or the former Ward Bakery sile located on West Grand
Boulevard and Teledo. There should be no further incremental expansion of the intermodal yard
cutside of a negotiated boundery. Redevelopment around the Michigan Central Depot should
support commercial uses that are compatible with the adjacent historic neighborhood. which was
recenily designated as one of the Governor's Cool Cities and has seen considerable investment in
the past decade, making it & critical leader in the révitalization work of Southwest Detroit.

8.) Participation of Detroit residents and businesses in BIFT-related jobs and contracts

A local, minority, women, and small business utifization program should be developed to
increase participation of these businesses in all phases of the DIFT project including planning 24
and design, eavironmental mitigation, construction, and maintenance. In addition, a percentage
of the jobs created should accrue to local residents end job training programs should be
developed or existing programs enhanced, as well-as. the developmient of “first source” referrals
to ensure that local residents can participate in these employment opportunities.

$.) Creation of housing relscation and neighborhood revitalization strategy

Residents displaced by the DIFT project should be. given the opportunity to refocate in the
neighborboods i the local area. MBXOT has the opportenity to work with MSHDA and local
community development corporations fo create an innovative plan fo sirengthen the adjacent
ngighborhoods by addressing community improvements and building affordable housing on in-
fill lots to accommodate those digplaced by the projget.  This would be a strong step in
supporting logal neighborbeods that would otherwise feel negative impacts because of an
encroaching industrial use.

25

1.} Maintenance of traffic on Lonyo

Lotiyo should not biz closed. given the lack of north-south sireets and the immense size of the
Livernois-Junction yard, Contrary o MDOT’s analysis, neighborhood circulation would be 16
impacted by iis closure. The DEIS makes no mention or analysis of providing a grade separation
on Lonyo similar to the one it embraces on Cemral.  All of the benefits to yard traffic would
accrise through such an action. while not destioying neighborhood cohesion. If project cost is the
rationale for foregioing such dh action, then the DEIS need, at least, to make mengion of such.

11.) Eavironmentally-friemily design of the Livernois-Yenction Yard

The Tatest sustaifiable envitonmental practices must be incorporaied into the development of any
DIFT alternative. The design and materials should inelude porous surfaces, storm water runoff’ 27
management, and native plantings. The recent environmental remediation practices implemented
at the Ford Rouge Complex are an excellent model for developing this program for the DIFT

Tobocman Comments regarding DIFT DEIS Page 4

23 [Expansion beyond the limits of the Preferred Alternative at the Livernois-Junction Yard is not part of the Preferred
IAlternative. While private companies develop their businesses at locations which they choose, such developments are
eventually controlled by local units of government.

24  [This issue is addressed, to the extent possible, in Section 5.

25  [Every attempt will be made to relocate in the Terminal Area persons and businesses affected by the Preferred Altemnative,
if they so choose.

26  [Eliminating roads crossing the Livernois-Junction Yard is critical to the function of the yard and the safety of motorists and|
pedestrians. Traffic now using Lonyo Avenue that will be rercuted to Central will take an additional two minutes, but no
trains will ever be encountered, eliminating the potential for severe accidents, which have occurred. Counts found very
few pedestrians and bicyclists using Lonyo and crossing the railroad tracks.

27  [The design of the Preferred Alternative includes paving the yard for operational and water quality purposes, detention of

torm drainage with sediment basins, and grassy ditches to promote infiltration. Landscaping is also to be extensive as
escribed in Section 4.19 of the FEIS. The railroads will be responsible for improvements on the terminals.
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project. Leadership in Energy and Environmental Design (LEED) building standards should be 27
used for disign, construction, and operation of all aspetts of the DIFT implementation.

12.) Implementation of appropriate homeland seca rity measures

Given the large residential population around the yard and mereased homeland secusity concerns
since the terrorist attacks of Septermber 11, 2001, the Department of Homeland Security should 28
enswre that all necessary protections are in place for the safe and efficient use of Livemois-
Junction Yard. This includes an analysis of the materials that are hauled through the community
and the rail yard and limitations on eertain hazardous materials. There also must be a plan to
deal with homeland security or hazardous material meidents at the yard so that the surrounding
COmmunity is pretected,

[3.) Relueation of historic siriicfures

Historie structures within the Foctprints of any of the DIFT sernatives should be relocated and
saved, a5 opposed to documented and demolished. With a significant supply of vacant Jand in 29
Detroit, MDOT could suyely find an appropriate sie for relocation and reuse.

14.) Include removal of hlight as a community priority

The written description of the community interviews from the Livernois-lunction/CP
Expressway Terminal Area (sep page 4-69) should be revised o include blight as a significant
sommuaity eoncern.  Numerous community-led initiatives have been putsued 10 deal with the 30
issue of blight because it is such a large concern. These initiatives include anti-illegal dumping
efforts, anti-graffiti initiatives. regular volunteer clesn-ups, paid workers to clean trash and litter
from designated commercial revitalization areas, ete.

13.) Barrier walls ag mitigation stratepy

The “Green Sheet: Project Mitigation Summary” included at the snd of Section 5 of the DES
notes that barer walls and other elements of each terminal's design are covered in the
Memoranduin of Understanding between the railroads and MDOT. Yet, the term “barrier walls™
never sppears in the signed MOU. leaving one to wonder what level of emphasis the DEIS
places on these walls to mitigate noise and viseal poliution of the facility,

31

16.} Errors:in regards to Community Facilitivs Map (Figure 4-10a)

There are several errors and emissions with fegards to the Commuriity Facilities Map depicted in

Figure 4-10a. These include; 32

» Failure to include Michigan Secretary of State Office as a Government Office (mear point
19)

+ Points 52 and 54 are mislabeled, as Comerica is west of Bank One on Vernor

= Senior Housing is mislabeled as Senior “City” Homes, when the City: of Detroit owns no
senior honsing in the area on the map

Tobocman Comments regarding DIFT DEIS Page §

28

The containers of CP and CN are x-rayed before they enter Southeast Michigan. Additipnally, the
[Preferred Alternative plans for an x-ray inspection device to be placed to serve the terminals of the
Preferred Alternative operated by CSX and NS.

29

See Section 6. The only historic site that would experience an adverse effect is the former Michigan
Box Company/Spranger Wire Wheel Corporation at 7175 Clayton Street. A Mcmprandum of .
|Agreement signed by MDOT and the State Historic Preservation Officer (Appendix C) has determined
that the site will be properly recorded before it is demolished.

30

[The term "blight” was not noted in the interviews. Pollution, truck traffic and industrial dumping were
moted.

31

[The Pre-Development Plan Agreement, in Appendix F, indicates that walls are the responsibility of

32

overnment. Section 5 addresses barrier walls that attenuate noise in terms of MDOT participation.
%omment acknowledged. Corrections have been made.
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St. Stephens Schoot houses Our Lady of Guadalupe Middle School at Point 4

¢ Southwest Solutions, 2 mujor regional mental health elinic, is not listed under Clinics
(and is situated across the sirect from Point 10 on the eastside of Waterman} .

»  Other Clinics include Dr. Torr Moses' Chiropractor ane the Podiatrist on Vernor west of
Watermat. . 32 cont

= Lawndale Station at Lawndale and Vernor includes a community agency, supportive
housing units and 2 scon-to-be reopened branch of the Detroit Public Litrary (the
Campbel! Branch at Lawndale Station),

»  The Fourth Precinet po longer exists (point 21).

»  Community centers for Southwest Detroit Business Association on Vernor, Ge Getters on
Green, and the Veterans of Forcign Wars on Michigan Avenue are omitted.

# New pocket park antl renovated éommunity center operated by Neighborhood Centers,
Inc. on Longworth, west of Springwells is omitted,

Tobocman Comments regarding DIFT DEIS Page &
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Attachment A
Omitted Revitalization Projects

Comments Submitted to MDOT regarding DIFT DEIS

State Representative Steve Tobocman
Augnat 16, 2005

Sectionﬁ.l‘]ofﬂchEIspmsmtsﬂwdirectandcumulaﬁveeﬂ'echof!hepmpmed

slternatives. Section 4.17.1 sceks to present the “most significant past, present and

fomblefntfnswﬁomthuaﬂ'eeteachofﬁ:ctmninalm.”'(Seepage4—l72md4- 33

173). Thcmon_chmniclingcngoingmvitﬂinﬁon in the Livemois-Junction Yard/CP

Expressway Terminal Arez omits congiderable amounts of revitalization work. This list

attempts to correct some of those omissions. 4
* Bagley Housing Single-Family Homes ~dozens of locations
« Bxpeansion of Pablo Davis Living Center

= Southwest Detroit Business Association revitalization of Oddfellows Hall at
Lawndale and Vernor

¢ Large retail shopping coraplex at Livernois/Vernor
» Mexicantown International Welcome Center and Mercada
. se-opaﬁngofCampbeuBnmhoftheDemitPnbﬁcljmnhwndahm
emor
s Opening of Cesar Chavez High School and construction of Cesar Chavez Middle
School on Waterman

» Construction and opening of three new private restaurants on Michigan Avenne
and Vemor

¢ Renovation of ice rink and other part improvements at Clark Park
¢ Development of pocket park at Neighborhood Centers, Inc. on Longworth

. {’roposed moulti-family réhabilitations of Southwest Nonprofit Housing at various
ocations

* Proposed housing rehabilitations and/or new construction of Claytown group

o Proposed housing development for grandparents caring for grandchildren in the
Springwells Village neighborhiood .

33

The positive and negative indirect and cumulative effects are cited at the end of Section 4.17 of the

[FEIS.
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- ® Several new businesses scheduled to open in formerly abandoned bufldings along
Michigan Avenue in Corkiown in 2005
33 cont
AH of these projects are ongoing revitalizations that are not listed by the DEES. In fact,
this list, developed without any assistasics from other organizations or individuals, is as
large as the total list comipiled in the report. Some of these have been in developmemn for
years.and ethets have begun construction. As stated in the accompanying letter, the
DEIS weefully understates the vature, extent, value and importance of revitslization
that has eceurred in the surrounding community.

The DEIS section discussing impacts is designed only to mention ongoing efforts and
does not include the révitalization work that has been completed in that past 10 years.
Such a kst would literslly contsin hundreds of units of newly-renovated affordable and

“supportive housing, as weil as over 100 stiall bissingss fagade invésimenis and three new
senior houting eomplexes in areas throughout the affecied community, Tt would mention
church renovations, as well as hundreds of private residenices which have seen significant
renovation work. it would mention Main Streer commercial revitalization programs with
staff opemtmg on West Vemnor Highway, two parts of Michigan Avénue, and Bagley
Avenue in Mexicandown. It is.no wonder that Governor Granholm designated two of the
neighbarhioods in the drea 25 paat of her Cool Cifies initintive,

All of the physical revitalization work hes been pursued in concert with social and human
capital development. ‘A sirong network of nonprofit agencies serves the community and
innovative community policitg, charter school, immigrant services, mental health
treatment, communizy health clinics, and other programs abound,
Finally, several infrastructure developments are omitted, including:

« TRe-opening of the Detroit Marine Terminal post

» Streetscape and lighting investments on Michigan Avenue

+ Reswfucing of For{ Street, West Vernor Highway and numerous other roads

*  Reconstruction of Michigan Avenuve

Toboeman Comments regarding DIFT DEIS—Atiachment A Pagel
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STATE OF MICRIGAN

JEMNIFER QRANHOLM DEPARTMENT OF HISTORY, ARTS AND LIBRARIES DR. WILLUAM ANDEAE SN
GOVERNOR ‘LanNSINQ DIRECTION

November 22, 2004

DR DAVID L RUGGLES

DEPT OF TRANSFORTATION
MURRAY D WAGONER BUILDING
PO BOX 30050

LANS ING ML 48309

RE - BR02-36D Draft Archacological Rapam -Detroit Intermode] Freight Terminal Project,
Wayne County

un-Br.'RnﬁlGl:

Wemmmmmmmummmm of which were prepared by
Commonweakh Cultursl Resouroes Group (CCRE). The five reports wre:

1.  Archoeological Lierarre Search qudﬁddhw‘ewofme Derroit Intermodal Freight Terminal

- (DIFT} Projecs, Detrvit.ond Dearborn, Mickigan,

2. Asrzxsment of Archoeoiogical Mmﬁrwhapmd CP Oak — Detroit Intermodal Freight
Terminal, City of Detroit, Wayne County, Mich

3. Assesoment of Archoeological Smrfrlmyfartka Pmpn:d CF Expressway - Detroit Intermodal

_ Praighs Terminal, Oity of Detroit, Wayna Couiety; Michigan;

4. Asyessment of Archaeologicel Sensittvinyfor ihe Proposed CN Moterm - Detroit Intermodal
Freight Terminal, City of Datrotr, Waynw Cosnty, Michigon, xod,

5. Assessment of Archurciogical Sensitivity for the Proposed CSX Livernois « Detroit Intermodal
Freight Termingl, City of Detroit, Wayne County, Michigan.

The reports discass. the xrchacological poteptial of the varioin siternate teeminal Jocations, and make
recommendstions regarding the need for further mvestigation of those locations in srder 10 determine the
presence or abeenice of srchaeclogical deporits. CERG rocommends thet o firtber mvestigation is
mntbeCPO:k.theC?Exmy and the CN Moterm prospective srminal Jocations. The
‘history of iand use at thear locations, particularly industrial development inrecemt decades, has distusbed
and aheved the lndscape 1o the extent that there isIntie tikelibood that mtsct archaeological deposite
swvive. We agroe thet no further investigation is warmnted in these three sreat.

“The C5X Livernois jocation hat been altered by mdustrial development a3 wel  However, CCRG
wdentifies two places within the CSX Livorois project arca st which archatological doposits may be
proseat: the vicinity of gite nuraber 20WN1078, ndihzmhrudmwmﬂxmhmtpomm of the
milrosd yard. While it may be that development has obliterated any archusologicsl remains in these
arsas, it hae been our experience that it is not uncommen for archacological déposite to survive eves in
developed, urban settings. Given that these areas were the locationt of specific sites — the Jacque Baby
Mill wrd the Michigan Central Stockysrd Hotel - we sgrec that field investigation should be conducisd of
these two aress within the CSX Livemnois project Imenwdmme whether archesological deposin

are present.

From an editorial standpoint, we also want o note thet in-the veport entitled Archaeological Literature
Search.and Field Review of the Detrotl Intermodal Freight Terminal (DIFT) Froject, Detrot and
FIATE HIETORIC PRESEAVATION OREICE, MICHIGAN HIBTORICAL CENTER
T02 WEST KALAMAZCO STREET » P.O. BOX 30740 » LANBING, MICHIGAN 48000.8241

(8173 3731000
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Dearbarn, Michigan, Figure 1,011 sapposed to be's fold-om map, but in our copy of the report, the
folded map war copied onto an 81/2" X 117 sheet of paper. Also, in the report entitied Assessmens of
Archoeological Sensitvity for the Proposed CSX Livernois - Detroit Intermodal Freight Terminal, City of
Deiroit, Wayne CowwMicbmpms-ln&wﬂhnpummmt,butndoumtmnmnc
mthc !bllowin;pagc It appear that some text wmisma

1f you have sny questions, please contac) Briso Grentsel, Environmentl Review Specialist, st
(517)335-2721 or by comail st ER@michigan.gov. Plasse refareace swr projoct samber in all
communication with this office regarding this-undertaking. Thank you for this opportunity to teview

and comment, and for your cooperation.

G sy

Brian D. Conway
‘St Historic Preservation Officer

BDC:DLADgg
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STATE OF MICHIGAN

IMMIFER GRAMHOLM DEPARTMENT OF HISTORY, ARTS AND LIBRARIES DR, WILLIAM ANDERSON
GOVERROR LANSING DIRECTOR
June 20, 2005
LLOYD BALDWIN
MICHIGAN DEPARTMENT OF TRANSPORTATION
425 WEST OTTAWA
PO ROX 30050

LANSING MI 48909

RE: ER-02-360 Drafi Environmental Impact Statement (EIS), Detroit Intermodal Freight
Terminal (DIFT) Project, Detroit, Wayne County (FHWA)

Dear Mr. Baldwin,

Under the authority of Section 106 of the National Historic Preservation Act of 1966, as amended, we
have reviewed the Draft EIS for the Detoit Intermodal Freight Terminal (DIFT) Project, ncluding
additional information concerning the Federnl Screw Works Building. We approve the Draft EIS,
however, we do have the following comments on specific properties:

Federal Serew Works Factory, 3301-2401 Martin: We concur with MDOT s determination that this
complex appears to meet the national register criteria in relation to laber lustory and also concur with
MDOT"s evaluation of the potential effeets on this property,

House at 6332 John Kronk: As a result of a recent site visit by Robert Chnistensen of our office, 1t 15
our opinion that the proposed construction of a barrier wall alongside the railroad yard across the street
from the house has the potential to resukt in an Adverse Effect on the house through its height, desigm, and
placement. Therefore, any alternative that includes the construction of such a wall must nclude the
condition that the plans for the barrier wall and any landscaping are subject to review and approval by the
SHPO.

If you have any guestions, please contact Martha MacFarlane Faes, Environmental Review Coordinator,
at (517) 335-2721 or by email at ER{@michigan.gov, Please reference our project number in all
communication with this office regarding this undertaking. Thank vou for this opportumty o review
and comment, and for your cooperation

Sincerely,
i ) V0L
Brnan D. Conway

State Historic Preservation \Officer

MMF:ROC:bgg

STATE HISTORIC PRESERVATION OFFICE, MICHIGAN HISTORICAL CENTER
702 WEST KALAMAZOO STREET = P.O. BOX 30740 = LANSING, MICHIGAN 4B8905-8240
(517} a73-1830
waw, michigan.govihal

DIFT Final Environmental Impact Statement and Final Section 4(f) Evaluation
A-100





