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3.3 Air Quality and Global Climate Change

3.3.1 Introduction

This section describes the regulatory and environmental setting associated with the air quality and global
climate changes for the study area affected by the HST project, the potential impacts on air quality and
global climate change that would result from the project, and mitigation measures that would eliminate
or reduce these impacts. Emission reduction measures identified in the Statewide Program EIR/EIS
(Authority and FRA 2005) are incorporated in the project design as described in Section 3.3.6, Mitigation
Measures.

The Statewide Program EIR/EIS (Authority and FRA 2005) concluded that the HST project would have
low potential to result in significant impacts on air quality. The HST would reduce vehicle miles otherwise
traveled and result in an air quality benefit when viewed on a systemwide and regional basis. The HST
alternatives incorporate, to the extent possible, design measures, such as state-of-the-art, energy-
efficient equipment and renewable energy sources, to minimize potential air pollution impacts associated
with power used by the HST System.

The Merced to Fresno Section Air Quality Technical Report (Authority and FRA 2011a) provides more
detailed air quality and global climate change information. Sections 3.18 and 3.19 of this Project EIR/EIS
discuss growth-inducing impacts and cumulative impacts, respectively.

3.3.2 Laws, Regulations, and Orders
3.3.21 Federal

The U.S. Environmental Protection Agency (EPA) is responsible for establishing the National Ambient Air
Quality Standards (NAAQS), enforcing the Clean Air Act (CAA), and regulating transportation-related
emission sources, such as aircraft, ships, and certain types of locomotives, under the exclusive authority
of the federal government. The EPA also establishes vehicular emission standards, including those for
vehicles sold in states other than California. Automobiles sold in California must meet stricter emission
standards established by the California Air Resources Board (CARB).

Clean Air Act and Conformity Rule

The CAA defines nonattainment areas as geographic regions designated as not meeting one or more of
the NAAQS. It requires that a state implementation plan (SIP) be prepared for each nonattainment area,
and a maintenance plan be prepared for each former nonattainment area that subsequently
demonstrated compliance with the standards. A SIP is a compilation of a state’s air quality control plans
and rules, approved by EPA. Section 176(c) of the CAA provides that federal agencies cannot engage,
support, or provide financial assistance for licensing, permitting, or approving any project unless the
project conforms to the applicable SIP. The state and U.S. EPAS’ goals are to eliminate or reduce the
severity and number of violations of the NAAQS and to achieve expeditious attainment of these
standards.

Pursuant to CAA Section 176(c) requirements, EPA promulgated Title 40 of the Code of Federal
Regulations Part 51 (40 CFR 51) Subpart W and 40 CFR Part 93, Subpart B, “Determining Conformity of
General Federal Actions to State or Federal Implementation Plans” (see 58 Federal Register [FR] 63214,
[November 30, 1993], as amended, 75 FR 17253 [April 5, 2010]). These regulations, commonly referred
to as the General Conformity Rule, apply to all federal actions except for those federal actions which are
excluded from review (e.g., stationary source emissions) or related to transportation plans, programs,
and projects under Title 23 U.S. Code or the Federal Transit Act, which are subject to Transportation
Conformity. The General Conformity Rule applies to all federal actions not addressed by the
Transportation Conformity Rule.
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40 CFR Part 51, Subpart W, applies in states where the state has an approved SIP revision adopting
General Conformity regulations; 40 CFR Part 93, Subpart B, applies in states where the state does not
have an approved SIP revision adopting General Conformity regulations.

The General Conformity Rule is used to determine if federal actions meet the requirements of the CAA
and the applicable SIP by ensuring that air emissions related to the action do not:

e Cause or contribute to new violations of a NAAQS.
¢ Increase the frequency or severity of any existing violation of a NAAQS.
e Delay timely attainment of a NAAQS or interim emission reduction.

A conformity determination under the General Conformity Rule is required if the federal agency
determines: the action will occur in a nonattainment or maintenance area; that one or more specific
exemptions do not apply to the action; the action is not included in the federal agency’s “presumed to
conform” list; the emissions from the proposed action are not within the approved emissions budget for
an applicable facility; and the total direct and indirect emissions of a pollutant (or its precursors), are at
or above the de minimis levels established in the General Conformity regulations (75 FR 17255).

Conformity regulatory criteria are listed in 40 CFR 93.158. An action will be determined to conform to the
applicable SIP if, for each pollutant that exceeds the de minimis emissions level in 40 CFR 93.153(b), or
otherwise requires a conformity determination due to the total of direct and indirect emissions from the
action, the action meets the requirements of 40 CFR 93.158(c).

In addition, federal activities may not cause or contribute to new violations of air quality standards,
exacerbate existing violations, or interfere with timely attainment or required interim emissions reductions
toward attainment. The proposed project is subject to review under the EPA General Conformity Rule.
However, there may be some smaller highway elements of the project that will be dealt with through
case-by-case modification of the RTP consistent with transportation conformity.

National and State Ambient Air Quality Standards

As required by the CAA, EPA has established NAAQS for six major air pollutants. These pollutants, known
as criteria pollutants, are ozone (Os), particulate matter (PM;o and PM, s), carbon monoxide (CO),
nitrogen dioxide (NO,), sulfur dioxide (SO,), and lead. California has also established ambient air quality
standards, known as the California Ambient Air Quality Standards (CAAQS), which are generally more
stringent than the corresponding federal standards, and incorporate additional standards for sulfates,
hydrogen sulfide, vinyl chloride, and visibility reducing particles.

Table 3.3-1 summarizes state and federal standards. The primary standards have been established to
protect public health. The secondary standards are intended to protect the nation’s welfare and account
for air pollutant impacts on soil, water, visibility, materials, vegetation, and other aspects of the general
welfare.
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Table 3.3-1
State and Federal Ambient Air Quality Standards
Poll Averaging California Standards ' Federal Standards *
ollutant .
Time Concentration * Method * Primary ** Secondary ** Method ’
{ 3
Ozone (0) LT IO Uitraviolet Same as Ultraviolet
3 B Photometry R Primary Standard Photometry
8 Hour 0.070 ppm (137 pgim™) 0.075 ppm (147 pg/m’)
Respirable :
24 Hour 50 pgfm? 150 palm? ial S i
Particulate H Gravimetric or - Same as Iner;la(I; qelparat:.lion
Matter Annual . Beta Attenuation Primary Standard an Anr;;';ﬂ: €
(PM10) | Arithmetic Mean 20 pgfm* -
F.ine 24 Hour Mo Separate State Standand 35 pgim® Inertial Separation
Particulate Same as o Crommetr
Matter Annual Gravimetric or : Primary Standard ang sravimetne
I 12 pgfm® ; 15.0 pgim® Analysis
(PM2.5) Arithmetic Mean Beta Attenuation -
8 Hour 9.0 ppm [1Dmg|'mz] 9 ppm (10 mg,u'ms} Mon-Dispersive
Carbon Mon-Dispersive None Infrared Photometry
Monoxide 1 Hour 20 ppm (23 moim®) | Infrared Photometry | 35 pom (40 maim®) (MNDIR)
(MDIR)
(€0) 8 Hour ; 3
(Lake Tahos) B (O - - -
: Annual . N 53 pob (100 g).ms, Same as
Nitrogen 030 3 pp " ) ]
Diox!i]de Arithrmetic Mean 0.020 pom (57 pgim3) as Phase (see footnote 8) Primary Standard (2as Phass
Chemiluminescence Chemiluminascence
a - 3 100 ppb (188 pgém™)
(NO,) 1 Hour 0.18 ppm {339 pgim®) (see footnote 8) Mone
24 Hour 0.04 ppm (105 pgim®) = — Ultraviclet
Sulfur Ultraviolet 0.5 (1300 pgim?) oy
Dioxide 3 Hour — — -2 ppm HOMTI | Spectrophotometry
(S0,) FIESEEEE: [EERITIEE ) (Pararosaniling
. 75 ppb {196 pgim®) Method)®
1H = 2 =
our 0.25 ppm {655 pgim®)y (see foonote 9)
30 Day Average 1.5 paim® — — —
Calendar Quarter — e o
Lead™ Atamic Absorpticn 1.3 ugim Same as High Volume
. o Sampler and Atormic
Rolling 2-Manth : Primary Standard Absorption
Average '’ - 0.15 pgim
Estinction ccefficient of 0.23 per kilometer —
Visibility vizibility of ten miles or more (0.07 — 20
Reduci 8H miles or more for Lake Tahoe) due to No
= "_'ch ULr particles when relative humidity is less than
Particles 70 percent. Method: Beta Attenuation and
Transmittance through Filter Tape.
Federal
Sulfates 24 Hour 25 ugfm? lon Chromatography
Hydrogen ; Uitraviolet
) 1 Hour 1 i o
Sulfide 0.03 ppm (42 pgim?) Fluorescence Standards
Vinyl . . Gas
Chloride®® | 2*7" | 20'pPm @509 | crromatography
See footnotes on next page ...
For more information please call ARB-PIO at (916) 322-2990 California Air Resources Board (09/08/10)
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For more information please call ARB-FIO at (916) 3221-2990

=l

10.

11.

Table 3.3-1
State and Federal Ambient Air Quality Standards (Continued)

. California standards for czone, carbon menoxide (except Lake Tahoe), sulfur dioxide (1 and 24 hour).

nitrogen dioxide, suspended particulate matter—PM10, PM2.5, and visibility reducing particles, are
values that are nof to be exceeded. All others are not to be equaled or exceeded. California ambient air
quality standards are listed in the Table of Standards in Section 70200 of Title 17 of the

California Code of Regulations.

. National standards (other than ozone, particulate matter, and those based on annual averages or annual

arithmetic mean) are not to be exceeded more than once a year. The ozone standard 15 attained when the
fourth highest eight hour concentration in a year, averaged over three vears, is equal to or less than the
standard. For PM10, the 24 hour standard 15 attained when the expected number of davs per calendar
vear with a 24-hour average concentration above 150 pg—"m3 15 equal to or less than one. For PM2.5. the
24 hour standard 1s attained when 98 percent of the daily concentrations, averaged over three years, are
equal to or less than the standard. Contact U.S. EPA for further clarification and current federal policies.

. Concentration expressed first in units in which if was promulgated. Equivalent units given in parentheses

are based upon a reference temperature of 25°C and a reference pressure of 760 torr. Most measurements
of air quality are to be corrected to a reference temperature of 25°C and a reference pressure of 760 torr;
ppm in this table refers to ppm by volume, or micromoles of pollutant per mole of gas.

. Any eguivalent procedure which can be shown to the satisfaction of the ARB to give equivalent results at

or near the level of the air quality standard may be used.

. National Pnmary Standards: The levels of air quality necessary, with an adequate margin of safety to

protect the public health.

. National Secondary Standards: The levels of air quality necessary to protect the public welfare from any

known or anticipated adverse effects of a pollutant.

. Reference method as described by the EPA. An “equivalent method™ of measurement may be used but

must have a “consistent relationship to the reference method™ and must be approved by the EPA.

. To attain this standard, the 3-year average of the 98th percentile of the daily maxinmm 1-hour average

at each monitor within an area must not exceed 0.100 ppm (effective JTanuary 22, 2010). Note that the
EPA standards are in units of parts per billion {ppb). California standards are in units of parts per million
{ppm). To directly compare the national standards to the California standards the units can be converted
from ppb to ppm. In this case, the national standards of 33 ppb and 100 ppb are identical to 0.053 ppm
and 0.100 ppm, respectively.

. On June 2, 2010, the U.S. EPA established a new 1-hour 50, standard, effective August 23, 2010,

which is based on the 3-vear average of the annual 99th percentile of 1-hour daily maximum
concentrations. EPA also propesed a new automated Federal Reference Method (FRM) using ultravielet
technology, but will retain the older pararosaniline methods until the new FEM have adequately
permeated State momtoring networks. The EPA also reveked both the existing 24-hour 50, standard

of 0.14 ppm and the annual primary SO, standard of 0.030 ppm, effective August 23, 2010,

The secondary 50, standard was not revised af that tume; however, the secondary standard 1s undergoing
a separate review by EPA. Note that the new standard 1s in units of parts per billion (ppb). California
standards are in units of parts per mullion (ppm). To directly compare the new primary nafional standard
to the California standard the units can be converted to ppm. In this case, the national standard of 75 ppb
is identical to 0.075 ppm.

The AFRB has identified lead and vinyl chleride as toxic air contanunants’ with no threshold level of

exposure for adverse health effects determined. These actions allow for the implementation of contrel
measures at levels below the ambient concentrations spectfied for these pollutants.

National lead standard, rolling 3-month average: final rule signed October 15. 2008.

Source: CARB (2010a).

California Air Resources Board (09/08/10)
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Mobile Source Air Toxics

In addition to the criteria pollutants for which there are NAAQS, EPA regulates mobile source air toxics
(MSATS). In February 2007, EPA finalized a rule (Control of Hazardous Air Pollutants from Mobile Sources,
February 9, 2007) to reduce hazardous air pollutants from mobile sources. The rule limits the benzene
content of gasoline and reduces toxic emissions from passenger vehicles and gas cans. EPA estimates
that in 2030 this rule would reduce total emissions of MSATs by 330,000 tons and volatile organic
compound (VOC) emissions (precursors to O; and PM;s) by more than 1 million tons. The latest revision
to this rule occurred in October 2008. This revision added specific benzene control technologies that the
previous rule did not include. No federal or California ambient standards exist for MSATs. Specifically, EPA
has not established NAAQS or provided standards for hazardous air pollutants.

Greenhouse Gas Reqgulations

Greenhouse gas (GHG) emissions are regulated at the federal and state level. Laws and regulations, as
well as plans and policies, have been adopted to address global climate change issues. Key federal
regulations relevant to the project are summarized below.

On September 22, 2009, EPA published the Final Rule that requires mandatory reporting of GHG
emissions from large sources in the U.S. The gases covered by the Final Rule are carbon dioxide (CO,),
methane (CH,), nitrous oxide (N,O), hydrofluorocarbons (HFCs), perfluorocarbons (PFCs), sulfur
hexafluoride (SFs), and other fluorinated gases including nitrogen trifluoride (NFs) and hydrofluorinated
ethers (HFE).This is not a transportation-related regulation. This rule will affect electric generation
sources that contribute to the California electric grid and does not apply directly to the HST System (EPA
2010a).

On October 5, 2009, Federal Executive Order (E.O.) 13514, Federal Leadership in Environmental, Energy,
and Economic Performance, was signed by the White House Council on Environmental Quality (CEQ). The
E.O. requires federal agencies to set a 2020 GHG emissions reduction target within 90 days, increase
energy efficiency, reduce fleet petroleum consumption, conserve water, reduce waste, support
sustainable communities, and leverage federal purchasing power to promote environmentally responsible
products and technologies.

On December 7, 2009, the Final Endangerment and Cause or Contribute Findings for Greenhouse Gases
under Section 202(a) of the CAA was signed. The endangerment finding states that current and projected
concentrations of the six key well-mixed GHGs in the atmosphere—CO,, CH,4, N,O, HFCs, PFCs, and SFe—
threaten the public health and welfare of current and future generations. Furthermore, it states that the
combined emissions of these well-mixed GHGs from new motor vehicles and new motor vehicle engines
contribute to the GHG pollution that threatens public health and welfare (EPA 2010b).

Under the endangerment finding, EPA is developing vehicle emission standards under the CAA. EPA and
the Department of Transportation’s National Highway Traffic Safety Administration have issued a joint
proposal to establish a national program consisting of new emission standards for light-duty vehicles,
model year 2012 through 2016, that will reduce GHG emissions and improve fuel economy. This marks
the first GHG standards proposed by EPA under the CAA as a result of the endangerment and cause or
contribute findings.

On February 18, 2010, CEQ released draft guidance on the consideration of GHG in NEPA documents for
federal actions. The draft guidelines include a presumptive threshold of 25,000 metric tons of carbon
dioxide equivalent (CO,e) emissions from a proposed action to trigger a quantitative analysis. CEQ has
not established when GHG emissions are “significant” for NEPA purposes but posed that question to the
public (CEQ 2010).
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3.3.2.2 State
California Air Resources Board

CARB is responsible for ensuring implementation of the California Clean Air Act (CCAA), meeting state
requirements of the federal CAA, and establishing the CAAQS. It is also responsible for setting emission
standards for vehicles sold in California and for other emission sources, such as consumer products and
certain off-road equipment. CARB also establishes passenger vehicle fuel specifications.

CARB administers the CCAA at the state level. Local air pollution control districts and air quality
management districts administer CCAA at the regional level. CARB oversees the functions of local air
pollution control districts and air quality management districts, which in turn administer air quality
activities for controlling emission sources at the regional and county levels.

Asbestos Control Measures

CARB has adopted two airborne toxic control measures for controlling naturally occurring asbestos: the
Asbestos Airborne Toxic Control Measure for Surfacing Applications and the Asbestos Airborne Toxic
Control Measure for Construction, Grading, Quarrying, and Surface Mining Operations. Also, EPA is
responsible for enforcing regulations relating to asbestos renovations and demolitions; however, EPA can
delegate this authority to state and local agencies. CARB and local air districts have been delegated
authority to enforce the Federal National Emission Standards for Hazardous Air Pollutants regulations for
asbestos.

Greenhouse Gas Reqgulations

California has taken proactive steps, briefly described below, to address the issues associated with GHG
emissions and climate change.

Assembly Bill 1493

In 2002, with the passage of Assembly Bill 1493 (AB 1493), California launched an innovative and pro-
active approach to dealing with GHG emissions and climate change at the state level. AB 1493 requires
CARB to develop and implement regulations to reduce automobile and light truck GHG emissions. These
stricter emissions standards were designed to apply to automobiles and light trucks beginning with the
model year 2009. Although litigation challenged these regulations and EPA initially denied California’s
related request for a waiver, the waiver request was granted (EPA 2010c).

Executive Order S-3-05

On June 1, 2005, Governor Arnold Schwarzenegger signed Executive Order S-3-05. The goal of this
executive order is to reduce California’s GHG emissions to year 2000 levels by 2010; 1990 levels by 2020;
and 80% below the 1990 levels by 2050. Executive Order S-3-05 also calls for Cal-EPA to prepare biennial
science reports on the potential impact of continued global warming on certain sectors of the California
economy. As a result of the scientific analysis presented in these biennial reports, a comprehensive
Climate Adaptation Strategy (CAS) was released in December 2009 following extensive interagency
coordination and stakeholder input. The latest of these reports, Climate Action Team Biennial Report, was
published in December 2010 (Cal-EPA 2010).

Assembly Bill 32

In 2006, the goal of Executive Order S-3-05 was further reinforced with the passage of AB 32, the Global
Warming Solutions Act of 2006. AB 32 sets overall GHG emissions reduction goals and mandates that
CARB create a plan, which includes market mechanisms, and implement rules to achieve “real,
guantifiable, cost-effective reductions of GHGs.” Executive Order S-20-06 further directs state agencies to
begin implementing AB 32, including the recommendations made by the state’s Climate Action Team.
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Among AB 32’s specific requirements are the following:

e CARB will prepare and approve a scoping plan for achieving the maximum technologically feasible
and cost-effective reductions in GHG emissions from sources or categories of sources of GHGs by
2020 (Health and Safety Code [HSC] Section 38561). The scoping plan, approved by CARB on
December 12, 2008, provides the outline for future actions to reduce GHG emissions in California via
regulations, market mechanisms, and other measures.

e The scoping plan includes the implementation of high-speed rail as a GHG reduction measure,
estimating a 2020 reduction of 1 million metric tons of CO, equivalent (MMT CO.€).

e Identify the statewide level of GHG emissions in 1990 to serve as the emissions limit to be achieved
by 2020 (HSC Section 38550). In December 2007, CARB approved the 2020 emission limit of 427
MMT CO.e of GHG.

e Adopt a regulation requiring the mandatory reporting of GHG emissions (HSC Section 38530). In
December 2007, CARB adopted a regulation requiring the largest industrial sources to report and
verify their GHG emissions. The reporting regulation serves as a solid foundation to determine GHG
emissions and track future changes in emission levels.

Executive Order S-01-07

With Executive Order S-01-07, Governor Schwarzenegger set forth the low carbon fuel standard for
California. Under this executive order, the carbon intensity of California’s transportation fuels is to be
reduced by at least 10% by 2020.Senate Bill 375

SB 375, signed into law by the governor on September 30, 2008, became effective January 1, 2009. This
law requires CARB to develop regional reduction targets for GHG emissions, and prompts the creation of
regional land use and transportation plans to reduce emissions from passenger vehicle use throughout the
state. The targets apply to the regions in the state covered by California’s 18 metropolitan planning
organizations (MPOs). The 18 MPOs have been tasked with creating the regional land use and
transportation plans called “Sustainable Community Strategies” (SCS). The MPOs are required to develop
the SCS through integrated land use and transportation planning and demonstrate an ability to attain the
proposed reduction targets by 2020 and 2035. This would be accomplished through either the financially
constrained sustainable communities’ strategy as part of their RTP or an unconstrained alternative planning
strategy. If regions develop integrated land use, housing, and transportation plans that meet the SB 375
targets, new projects in these regions can be relieved of certain review requirements of CEQA.

Pursuant to SB 375, CARB appointed a Regional Targets Advisory Committee (RTAC) on January 23,
2009, to provide recommendations on factors to be considered and methodologies to be used in CARB's
target setting process. The RTAC was required to provide its recommendations in a report to CARB by
September 30, 2009. The report included relevant issues such as data needs, modeling techniques,
growth forecasts, jobs-housing balance, interregional travel, various land use/transportation issues
affecting GHG emissions, and overall issues relating to setting these targets. CARB adopted the final
targets on September 23, 2010. CARB must update the regional targets every 8 years (or 4 years if it so
chooses) consistent with each MPO update of its RTP.

3.3.2.3 Regional and Local

The San Joaquin Valley Air Pollution Control District (SJVAPCD) is responsible for implementing air quality
regulations, including developing plans and control measures for stationary sources of air pollution to
meet the NAAQS and CAAQS; implementing permit programs for the construction, modification, and
operation of sources of air pollution; and enforcing air pollution statutes and regulations governing
stationary sources. The following regulations that may be relevant to the project, as administered by the
SJVAPCD with CARB oversight, were identified and considered for analysis:

e SJVAPCD Rule 2201 New and Modified Stationary Source Review.
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SJVAPCD Rule 2280 Portable Equipment Registration.

SJVAPCD Rule 2303 Mobile Source Emission Reduction Credits.

SJVAPCD Rule 4201 and Rule 4202 Particulate Matter Concentration and Emission Rates.
SJVAPCD Rule 4301 Fuel Burning Equipment.

SJVAPCD Rule 8011 General Requirements — Fugitive Dust Emission Sources.

SJVAPCD Rule 9510 Indirect Source Review.

SJVAPCD CEQA Guidelines

Fugitive Dust Control Measures

According to Rule 8011, the SIVAPCD requires the implementation of control measures for fugitive dust
emission sources. The project would also implement the mandatory control measures listed in Table 6-2
in the Guide for Assessing and Mitigating Air Quality Impacts (GAMAQI) (SJVAPCD 2002) to reduce
fugitive dust emissions. These measures are not considered mitigation measures because they are
required by law.

Many of the control measures required by the SJVAPCD are the same or similar to the control measures
listed in the Statewide Program EIR/EIS. The SJVAPCD Rule 8011 requirements are listed below:

o All disturbed areas, including storage piles, that are not being actively utilized for construction
purposes, will be effectively stabilized of dust emissions using water or a chemical
stabilizer/suppressant, or covered with a tarp or other suitable cover or vegetative ground cover.

e All onsite unpaved roads and offsite unpaved access roads will be effectively stabilized of dust
emissions using water or a chemical stabilizer/suppressant.

e All land clearing, grubbing, scraping, excavation, land leveling, grading, cut and fill, and demolition
activities will be effectively controlled of fugitive dust emissions by utilizing an application of water or
by presoaking.

e With the demolition of buildings up to six stories in height, all exterior surfaces of the building will be
wetted during demolition.

o When materials are transported offsite, all material will be covered or effectively wetted to limit
visible dust emissions, and at least 6 inches of freeboard space from the top of the container will be
maintained.

o All operations will limit or expeditiously remove the accumulation of mud or dirt from adjacent public
streets at the end of each workday. The use of dry rotary brushes is expressly prohibited except
where preceded or accompanied by sufficient wetting to limit the visible dust emissions. Use of
blower devices is expressly forbidden.

e Following the addition of materials to, or the removal of materials from, the surface of outdoor
storage piles, piles will be effectively stabilized of fugitive dust emissions utilizing sufficient water or a
chemical stabilizer/suppressant.

e Within urban areas, trackout will be immediately removed when it extends 50 or more feet from the
site and at the end of each workday.

e Any site with 150 or more vehicle trips per day will prevent carryout and trackout.

SJVAPCD Rule 2201: New and Modified Stationary Source Review

Stationary sources at the station (such as natural gas heaters) would also need to be permitted by the
SJVAPCD and would have to comply with best available control technology (BACT) requirements if
applicable. Many stationary sources would be associated with HMF activities, such as exterior washing,
welding, material storage, cleaning solvents, abrasive blasting, painting, oil/water separation, and
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wastewater treatment and combustion. Permits would need to be obtained for equipment associated with
these activities from the SJVAPCD and would need to comply with applicable new source review rules
such as BACT requirements.

SJVAPCD Rule 9510: Indirect Source Review

In December 2005, the SJVAPCD adopted the Indirect Source Rule (Rule 9510) to meet the SIVAPCD'’s
emission reduction commitments in the PM;, and Ozone attainment plans. Indirect Source Review (ISR)
regulation applies to any transportation project in which construction emissions equal or exceed 2 tons of
NO, or PMyq per year. The HST alignment would be subject to ISR and would have to submit an Air
Impact Assessment (AlA) application to the SIVAPCD with commitments to reduce construction exhaust
NO, and PMy, emissions by 20% and 45%, respectively. If the project is unable to achieve the reductions
as required by ISR, the project would pay the required offsite mitigation fees.

3.3.3 Methods for Evaluating Impacts

The methods for evaluating impacts are intended to satisfy the federal and state requirements including
NEPA, CEQA and general conformity. In accordance with CEQA requirements, an EIR must include a
description of the existing physical environmental conditions in the vicinity of the project. Those
conditions, in turn, “will normally constitute the baseline physical conditions by which a lead agency
determines whether an impact is significant” (CEQA Guidelines §15125[a]).

For a project such as the HST project that would not commence operation for almost 10 years and would
not reach full operation for almost 25 years, use of only existing conditions as a baseline for air quality
impacts would be misleading. It is more likely that existing background traffic volumes (and background
roadway changes from other programmed traffic improvement projects) and vehicle emission factors
would change between today and 2020/2035 than it is that existing conditions would remain unchanged
over the next 10 to 25 years. For example, RTPs include funded transportation projects programmed to
be constructed by 2035. To ignore that these projects would be in place before the HST project reaches
maturity (i.e., the point/year at which HST-related traffic emissions reaches its maximum), and to
evaluate the HST project’s air quality impacts ignoring that these RTP improvements would change the
underlying background conditions to which HST project traffic/emissions would be added, would be
misleading because it would represent a hypothetical comparison.

Therefore, the air quality analysis uses a dual baseline approach. That is, the HST project’s air quality
impacts are evaluated both against existing background conditions and against future background (i.e.,
No Project) conditions as they are expected to be in 2035. This approach complies with CEQA. (See
Woodwark Park Homeowners Assn v. City of Fresno [2007], 150 Cal. App.4th 683, 707 and Sunnyvale
West Neighborhood Assn. v. City of Sunnyvale [2010], 190 Cal. App. 4th 1351.) Results for both
baselines are presented. Additional details of the analysis are presented in the Merced to Fresno Section
Alr Quality Technical Report (Authority and FRA 2011a).

3.3.3.1 Statewide and Regional Emission Calculations

The emission burden analysis of a project determines a project’s overall potential impact on air quality.
The proposed project would affect long-distance, city-to-city vehicular travel along freeways and
highways throughout the state, as well as long-distance, city-to-city aircraft take-offs and landings. The
project would also affect electrical demand throughout the state.

On-Road Vehicles

An on-road vehicle emission analysis was conducted using average daily vehicle miles traveled (VMT)
estimates and associated average daily speed estimates, for each affected county. Emission factors were
estimated by using the CARB emission factor program, EMFAC2007 (see Emissions Model in

Section 3.3.3.2, Microscale CO Analysis). Parameters were set in the program for each individual county
to reflect conditions within each county, and statewide parameters were used to reflect statewide
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conditions. The analysis was conducted for the future No Project Alternative and the HST alternatives for
the project’s design year, both of which are 2035; the existing condition (2009); and the existing
condition plus project (2009).

To determine the overall pollutant burdens generated by on-road vehicles, the estimated VMT were
multiplied by the specific pollutant’s emission factors, which were based on speed, vehicle mix, and
analysis year. According to the current version of EMFAC2007, future fuel economy factors are forecast to
improve only slightly between the years 2008 and 2035. However, this forecast is an artifact of the
current version of EMFAC2007, which does not consider recent regulatory actions for improvements in
vehicle fuel economy. Although the estimated 2035 on-road emissions would be lower if the recent
regulatory actions were incorporated into the emission factors, the overall conclusions of this report
would not change.

Airport Emissions

The Federal Aviation Administration’s (FAA's) Emission and Dispersion Modeling System (EDMS)

Version 5.1.2 was used to estimate airplane emissions. EDMS estimates emissions generated from a
specified number of landing and take-off cycles. Along with the emissions from the planes themselves,
emissions generated from associated ground maintenance requirements are included. Average plane
emissions were calculated based on the profile of aircraft currently servicing the San Francisco to Los
Angeles Corridor. The number of air trips removed because of the HST was estimated through the travel
demand modeling analyses conducted for the project.

Power Plant Emissions

The HST System, including the propulsion of the trains and the operations of the stations and
maintenance facilities, would be powered by the state’s electricity grid. Because no dedicated generating
facilities are proposed for this project, no source facilities can be identified. Therefore, emission changes
from power generation were predicted on a statewide level. In addition, because of the state requirement
that an increasing fraction (33% by 2020) of electricity generated for the state’s power portfolio must
come from renewable energy sources, the emissions generated for the HST System are expected t