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Introduction

All Aboard Florida LLC (AAF), a private corporation subsidiary of Florida East Coast Industries
(FECI), is proposing to construct and operate high-speed intercity express passenger rail service
between Miami and Orlando. The project presents the potential for substantial rail improvements
in the region as well as significant regional impacts related to transportation; land use; the
natural, physical, and social environment; and the economy. In 2012, the company announced
the project and submitted an application to the Federal Railroad Administration (FRA) for a loan
through the Railroad Rehabilitation and Improvement Financing (RRIF) program. Approval by
the FRA requires an analysis under the National Environmental Policy Act (NEPA). The project
is being developed in two phases, with Phase I from Miami to West Palm Beach, and Phase II
from West Palm Beach to Orlando. AAF secured approval of an Environmental Assessment
(EA) for the Phase I portion, and the second phase requires completion of an Environmental
Impact Statement (EIS) process. Following scoping meetings in May 2014, a Draft EIS (DEIS)
was published on September 19, 2014 for review by the public, with comments due to the FRA
by December 3, 2014. The purpose of this agenda item is to provide a sufficiency review of the
DEIS and provide Council the opportunity transmit comments to be considered by the FRA in
the development of the Final EIS for the project.

Project Summary

In April 2012, FECI announced its intent to construct and operate a new, high-speed intercity
express passenger rail service between Orlando and Miami, with intermediate stops in Fort
Lauderdale and West Palm Beach. Developed by a subsidiary corporation, AAF, which is also
the project’s name, is proposed to operate on the Florida East Coast (FEC) rail corridor from
Miami to Cocoa, and along State Road 528 from Cocoa to Orlando. The proposed passenger
service would include sixteen daily round-trip trains, totaling 32 additional trains on the corridor
beginning in 2016. The FEC rail corridor would carry the new passenger train service as well as
continued freight service, which is estimated to be 20 trains per day in 2016 and projected to
grow at 3 percent annually thereafter. The project components include the installation of a
second track from Miami to Cocoa within the FEC rail corridor; the installation of a new track
along SR 528; the construction of four passenger rail stations and a vehicle maintenance facility;
improvements to bridges; technology and communications infrastructure; and modifications to
grade crossings. Although the rail corridor was originally constructed to accommodate both
passenger and freight service, the corridor has carried only freight since 1968, triggering the need
for extensive safety improvements to comply with modern railroad regulations.



In 2012, AAF applied for $1.6 billion loan through the RRIF program. Prior to awarding a loan,
the FRA is required through NEPA to conduct an analysis of the potential environmental impacts
resulting from the proposed Project. AAF proposes to implement the Project through a phased
approach. Phase I would provide passenger rail service on the FEC rail corridor from West Palm
Beach to Miami section (approximately 66.5 miles), including stations in Miami, Fort
Lauderdale, and West Palm Beach. Phase II would extend service from West Palm Beach to
Cocoa on the FEC rail corridor (approximately 129 miles), then west to Orlando along SR 528
(approximately 34 miles) (Exhibit1).

AAF has obtained private financing for Phase I and is proceeding to implement Phase 1. Phase I
was reviewed through an EA in 2012, and FRA issued a Finding of No Significant Impact
(FONSI) in 2013. Consequently, the DEIS is not intended to evaluate impacts exclusively from
Phase 1. The DEIS focuses on the Phase II portion of the project, from West Palm Beach to
Cocoa, which is referred to as the N-S Corridor, as well as the Cocoa to Orlando portion. In
addition, because AAF operations would cover the full corridor from Orlando to Miami, the
DEIS analyzes the cumulative effects of completing both phases of the Project. Council’s review
of the DEIS is focused on the analysis of issues within or relevant to the Treasure Coast Region.

Analysis

Land Use

The FEC rail corridor through the region is generally a 100-wide corridor that was established in
the early 1900s, with a history of continuous rail service since its inception. The corridor initially
carried both passenger and freight service. However, the FEC has carried only freight since
1968. The corridor runs the entire length of Florida’s east coast, from Duval County to Miami-
Dade County, including Palm Beach, Martin, St. Lucie, and Indian River counties. The N-S
Corridor, which is the focus of the DEIS, traverses the following municipalities and locally
designated community redevelopment agency (CRA) districts:

e Palm Beach County: City of West Palm Beach, City of Riviera Beach, Town of Lake
Park, Village of North Palm Beach, City of Palm Beach Gardens, Town of Jupiter, and
the Village of Tequesta.

e Martin County: City of Stuart as well as the Hobe Sound CRA, Port Salerno CRA,
Golden Gate CRA, Rio CRA, Jensen Beach CRA

e St. Lucie County: City of Port St. Lucie, City of Fort Pierce, Town of St. Lucie Village

e Indian River County: City of Vero Beach, City of Sebastian

Land wuses along the corridor are varied, including residential, commercial, industrial,
institutional, recreational, public, and preservation, with varying intensities and densities.
Higher-density, higher-intensity land uses exist within urban central business districts; however,
much of the corridor is characterized by lower-density, smaller-scale nodes of existing or
planned development. The corridor also includes a string of historic downtowns, most of which
were developed around historic train stations. In addition, substantial portions of the corridor
traverse federal and state preserves, such as Jonathan Dickinson State Park and the Savannahs
State Preserves in the northern portion of the region.



The DEIS indicates reviews have been conducted of the comprehensive land use plans in the
four counties and the City of West Palm Beach Downtown Master Plan, concluding the N-S
Corridor is consistent with these plans. The general project concept and proposed station location
in West Palm Beach appear to advance the relevant policy directives in the Palm Beach County
comprehensive plan and City of West Palm Beach Master Plan. However, the policies in the
other three county comprehensive plans provide support for passenger rail service that provides
service to these counties. Given the estimated travel times from the three northern counties to the
proposed stations in West Palm Beach and Orlando, and further considering the end-to-end travel
times to Fort Lauderdale or Miami, it seems unlikely residents in the three northern counties
would utilize the AAF service. Further, the DEIS indicates additional stations along the N-S
Corridor were not considered as they would increase travel time between Orlando and Miami of
an unacceptable duration. Therefore, without the access, mobility, and economic benefits
provided by stations, the DEIS conclusions regarding the comprehensive plans in Martin, St.
Lucie, and Indian River counties appear inaccurate and are not substantiated by the data provided
in the report.

Impacts in City of Stuart. As indicated in the DEIS, the St. Lucie River Bridge is proposed to
remain a single-track bridge. Historic downtown Stuart is located immediately south of the
bridge, and the economic vitality of this redevelopment district is contingent upon the
availability of public parking located in FEC right-of-way. Council is aware of on-going
discussions between AAF and the City of Stuart regarding the installation of a second track south
of the bridge, which would require the removal of more than 100 parking spaces, which would
substantially impact this community. Latest discussions with AAF representatives indicate the
project will not require the installation of a second track for several blocks south of the bridge,
which would enable the city to retain the necessary parking. A second track appears unnecessary
in this location as the bridge is proposed to remain a single-track. This issues does not appear to
be addressed in the DEIS, and more specific data is necessary to resolve this issue.

Impacts in St. Lucie Village. The Town of St. Lucie Village is a community established in the
1850s that predates the establishment of the FEC rail corridor. Council is aware of early plans to
install three tracks through the village, one of which would be utilized as a “storage track” for
freight trains. The storage of a train through the heart of the village would impact several grade
crossings, essentially eliminating all access for village residents and creating a safety hazard for
emergency response. AAF representatives have indicated the storage track location has been
moved to avoid impacts in St. Lucie Village; however, this data does not appear to be included in
the DEIS, and more specific data is necessary to resolve this issue.

Corridor Buffering Treatments: Given the physical characteristics of the FEC rail corridor and
railroad operations, many communities have invested public dollars in landscape and
beautification treatment in the rail right-of-way to reduce noise, vibration, and visual obtrusion
on communities and neighborhoods. In addition to planted materials, there is substantial native
vegetation along the corridor that provides further buffering of negative impacts. These
improvements also provide a safety enhancement for pedestrians, as landscape materials act as
barriers to pedestrian access into the corridor. It appears that AAF’s planned double-tracking
will require removal of substantial quantities of landscape material, both native and planted,



which will present significant impacts on communities visually and economically. Measures
should be considered to enable local governments to beautify the corridor without bearing
additional easement lease costs for these improvements to reduce project impacts.

Recommendations:

e The final EIS should include a consistency analysis of all relevant comprehensive
plans and community redevelopment agency plans. Mitigation measures or other
alternatives should be established and analyzed to resolve inconsistencies or
conflicts with local plans.

e The final EIS should include a new alternative that would provide Martin, St. Lucie,
and Indian River counties with some level of direct scheduled access to the AAF
service, including intermittent or “skip-stop” service, to offset project impacts, more
fairly distribute project benefits, and increase consistency with local government
comprehensive plans.

e The final EIS should include data to confirm the maintenance of a single-track
through Historic Downtown Stuart and maintenance of public parking in FEC
right-of-way.

e The final EIS should include data to confirm the location of the storage track
outside the boundaries of St. Lucie Village such that egress and emergency response
to Village residents can be maintained.

e The final EIS should include measures to enable local governments to install
landscaping and hardscape improvements to enhance pedestrian safety and beautify
the FEC corridor at the lowest possible cost to the public and without the financial
burden of easement lease costs.

Transportation
Roadway Network & Grade Crossings

Regional Roadway Network. The AAF project will affect both the regional roadway network as
well as local roads, especially in the eastern portion of the region. At the regional scale, the
affected roadways include Interstate 95 (I-95) and Florida’s Turnpike. Data provided in the DEIS
indicate the applicable segments of these roadways meet or exceed the level-of-service (LOS)
standard according to the Florida Department of Transportation (FDOT), generally ranging from
LOS B-C. One segment of 1-95 is indicated to operate at LOS D, for which the DEIS notes that
FDOT has determined LOS D is acceptable for highway systems inside urbanized areas. The
DEIS contains sufficient information to address impacts to the regional roadway network.

Local Roadway Network. For the local roadway network, the project impacts are more
significant. The DEIS states by the 2016, the AAF project will add 32 daily passenger trains to a
forecasted 20 daily freight trains, totaling 52 trains per day operating on the corridor. As
indicated in the DEIS, there are a total of 159 grade crossings in the N-S Corridor, with 104
grade crossings located in the region as follows:



Table 4.1.2-3 Summary of At-grade Crossings by County Within the N-S Corridor
Length of Corridor Number of At-grade
County . .
(miles) Crossings

Indian River 21 30
St. Lucie 22 21
Martin 26 27
Palm Beach 18 26

Total for Treasure Coast Region 87 104
Brevard 42 55

Total for N-S Corridor 129 159

Source: AAF. 2013c. FECR Grade Crossing Estimate Spreadsheet. Received via email from Alex
Gonzalez on March 7, 2013.

The DEIS includes an analysis of only ten grade crossings, two per county, for the 129-mile N-S
Corridor. Utilizing 2019 as the model year, the DEIS indicates the typical at-grade crossings
would close an average of 54 times per day (approximately three times per hour). As presented
in Appendix 3.3-C, Transportation and Railroad Crossing Analysis of September 2013, the
anticipated maximum roadway closures for the project area would range from 1.7 minutes for
passenger trains to 5.7 minutes for freight, with hourly closures ranging from 6.6 to 7.1 minutes
per hour. Relevant data from the Appendix 3.3-C is presented in Table 4.2 below.

Table 4-2. Comparison of Roadway Crossing Closures for the Project Area in 2016

Freight Passenger
Train Speed Maximum Train Speed Maximum
Number of | (miles per Closure {miles per Closure
County Crossings hour) {minutes/hour) hour) {minutes/hour)
Palm Beach (N of Station) 26 54 3 49 892 1.7
Martin 25 44 4 57 795 1.7
St Lucie 20 478 54 926 1.7
Indian River 30 54 2 49 106.6 1.7
Brevard 55 538 49 981 1.7

Notes:

1. 2016 freight speed obtained from CA20 TPC Runtimes Fri-RO xlsx, received from AAF via email June 2013.

2. 2016 passenger speed obtained from CA20 TPC Runtimes-R2 w Revised EW Cormmidor xlsx, received from AAF
via email June, 2013.

3. Maximum Closure per Hour calculated as the Total Time to Activate and Clear multiplied by the Maximum
Crossings per Hour, divided by 60.

Impact of Bridges on Roadway Network. The N-S Corridor crosses a substantial number of
navigable and non-navigable waterways with a total of thirteen bridges. Two bridges are
movable bridges that are proposed for rehabilitation, including the Loxahatchee River railroad
bridge, which is proposed to become a double-track bridge, and the St. Lucie River railroad
bridge, which is proposed to remain a single-track bridge. According to the DEIS, the project
will introduce technology improvements, such as Positive Train Control, along with centralized
dispatch of both passenger and freight trains to allow train movements to be synchronized. As a
result, the DEIS indicates at least 10 of the 20 future freight trains will cross bridges either
concurrently or sequentially with passenger trains. Both north and south of the movable bridges,
the rail corridor contains substantial track curvatures, which will require trains to reduce speeds.



The DEIS indicates the average freight trains speeds through Palm Beach and Martin counties to
be approximately 40 and 37 MPH, respectively, while passenger trains speeds are projected to
average roughly 75 and 77 MPH, respectively. However, given the track curvatures, bridge
transitions, and passenger/freight sequencing, the average train speeds would be significantly
reduced to accommodate safe bridge crossings at the Loxahatchee River and St. Lucie River
bridges. Slower-speed trains in these locations will substantially impact grade crossings and
roadway network functions in the vicinity of these two bridges, with greater impacts at the St.
Lucie River Bridge due to its proposed single-track configuration.

While the AAF passenger trains are estimated to be roughly 1000 feet in length, the DEIS
indicates the average freight train length to be approximately 8,510 feet. The DEIS indicates
freight demand will increase by 3 percent annually after the inception of AAF service in 2016,
with freight forecasts indicating longer freight trains as inbound freight increases to southern
seaports over time. As a result, the combined passenger and freight impacts in the immediate
roadway network proximate to the movable bridges would extend north and south approximately
two miles. Multiple trains slowing to accomplish a sequential or concurrent drawbridge crossing
would be expected to cause longer delays for nearby grade crossings. For the Loxahatchee River
Bridge, these disproportionately affected grade crossings would include Toney Penna Drive,
Indiantown Road, and Center Street to the south and East Riverside Drive, Tequesta Drive, and
County Line Road. At the St. Lucie River Bridge, the affected grade crossings would include
Joan Jefferson Way, Colorado Avenue/SR 76, Martin Luther King, Jr. Boulevard, East Florida
Street, and Monterey Road, and to the north, NW Fern Street and NE Dixie Highway. As the
DEIS indicates roughly half the future freight trains would be sequenced with passenger trains to
allow simultaneous crossings, this result would be at least ten times per day, an entire set of
grade crossings would likely be closed at once by a single 8000+ foot freight train. This impact
is projected to increase over time. These conditions do not appear to be analyzed as part of the
roadway impact analysis in the DEIS.

Roadway Network Analysis Deficiencies. Several data and methodological concerns are noted
regarding roadway network analysis as follows:

(1) The DEIS utilizes 2011 Annual Average Daily Volume for the traffic impact analysis;
however, current year traffic data is readily available from FDOT and local
governments and would increase the accuracy of the DEIS.

(2) The traffic impact methodology does not appear to consider grade crossings most
relevant for emergency access to hospitals and other critical infrastructure along the
corridor. Emergency response times could be severely impeded by the increased
number of rail trips as indicated in the DEIS.

(3) There are disproportionate impacts on the roadway network in the vicinity of the two
movable bridges at the Loxahatchee River and St. Lucie River. Additional analysis is
needed with consideration of slower train speeds approaching and departing bridges,
multiple trains crossing bridges either concurrently or sequentially, and impacts on
the surrounding grade crossings.



(4) The DEIS grade crossing sample of only two grade crossings per county is too narrow
and does not accurately capture the varied conditions of the local roadway network.
Given the urban development pattern along the N-S Corridor, there is a fine-grained
street grid both east and west of the rail corridor. Throughout the region, Dixie
Highway and US1/Federal Highway run generally parallel to the rail corridor, with
frequent east/west higher volume roadways that include intersections on both sides of
the rail corridor. As a result, vehicles stopped at rail grade crossings cause vehicle
back-ups that extend across the rail corridor. In addition, the close proximity between
the rail corridor and adjacent roadways causes longer vehicles and vehicles with
trailers to be stopped at a red light while a portion of a single vehicle remains across
the rail corridor.

(5) The DEIS assumes the project will capture 7.2 percent of the long distance market
share (from Miami to Orlando) and 5.6 percent of the short distance market share,
forecasting 69 percent of riders will shift from automobile travel, thereby diverting
approximately 336,000 vehicle trips in 2016. Given the geography of the N-S
Corridor, it appears this vehicular shift would occur in the counties with stations,
while the geography and default travel times would not compel ridership from
Martin, St. Lucie, or Indian River counties. The roadway impact delays from the
project, however, including grade crossing delays and bridge-related delays, would be
considerable in these non-station counties. Therefore, those portions of the corridor
without stations would experience greater vehicular delays without gaining benefits
of access, resulting in secondary impacts from the project. Additional analysis is
needed to understand the magnitude of vehicular reductions versus vehicular delays.

Recommendation:

e An updated traffic impact analysis should be conducted that utilizes current year
traffic counts and a substantially expanded sample of grade crossings. The analysis
should consider high-volume roadways, grade crossings proximate to the
Loxahatchee River and St. Lucie River railroad bridges, emergency access routes,
roadway intersections near grade crossings that are directly affected by grade
crossing closures, and vehicular delays caused by grade crossing closures, including
all potential mitigation measures. Additionally, costs to local governments need to
be identified for intersection, roadway, and water management improvements
needed to cure traffic and traffic safety impacts on the local and regional roadway
network created by increased grade crossing closures.

Pre-Emption. FRA conducted diagnostic field reviews from February through July of 2014 to
evaluate grade crossings and identify necessary safety infrastructure to accommodate the AAF
project. In the FRA’s On-Site Engineering Field Report, Part 2, the issue of highway traffic
signal pre-emption was raised as a safety concern relevant to the local roadway network. The
proper traffic signal interconnections are necessary to provide sufficient time to permit a vehicle
or pedestrian to clear the path of an approaching train. The report recommends that due to the
inclusion of additional tracks, increase in train speeds, station stops and restarts from sidings
within approaches to traffic signal interconnected grade crossings, a thorough evaluation should
be conducted of the preemption needs to determine the appropriate form of preemption (either



simultaneous or advanced preemption) to be required at each grade crossing location along the
entire AAF service route (Miami through Cocoa).

Recommendation:
e The final EIS should include an analysis of pre-emption at grade crossings and
include relevant improvements and their costs as part of the project.

Connector Road at West Palm Beach Station. The project proposes to construct a station in
downtown West Palm Beach, which will require the closure of two downtown streets — Datura
Street and Evernia Street — to accommodate a 1000-foot train platform. Closure of these two
streets creates substantial impacts upon vehicular circulation in the vicinity of the station, with
projected levels of service falling below acceptable thresholds. Traffic analyses evaluating this
roadway network failure indicate the installation of an access road along Rosemary Avenue can
provide mitigation for these impacts and enable the roadway network to function at acceptable
levels.

Recommendation:

e The final EIS should include a requirement for the installation of a connector road
between Clematis and Evernia at the West Palm Beach station to reduce roadway
network impacts.

Marine Navigation

As noted above, the N-S Corridor traverses a number of navigable waterways and includes two
movable bridges at the Loxahatchee River and St. Lucie River. Project impacts on these two
bridges are significant, and data in the DEIS indicates the bridges could be closed to marine
navigation 300 percent more than current conditions, which could create significant economic,
recreational, and access impacts in the region.

Loxahatchee River Bridge: Located in the Town of Jupiter and adjacent to the Village of
Tequesta, the Loxahatchee River railroad bridge crosses the Loxahatchee River approximately
1.3 miles west of the Jupiter Inlet, adjacent to the Atlantic Intracoastal Waterway. The
Loxahatchee River includes roughly twelve miles of navigable coastline in Palm Beach and
Martin counties. Land uses along the waterway are predominately residential, cultural,
recreational, and preservation, including highly popular recreational destinations such as
sandbars and Jonathan Dickinson State Park.

The DEIS indicates there are seven marinas with more than 500 slips along with four boat ramps
within close proximity to the bridge. Upstream from the bridge, the DEIS indicates there are
more than 1,200 private and residential docks. Boating data in the DEIS suggests boating activity
at the Loxahatchee River Bridge is predominately recreational. The DEIS indicates an average of
108 vessels per day transit the bridge Monday-Friday and 271 per day on weekends, with more
than 500 on peak weekend days, and up to 14 commercial vessels per day. However, local counts
provided by the Jupiter Inlet District (JID) indicate average boating traffic is higher, counting
roughly 500 boats/weekend day during daylight hours from January through September 2014
(Exhibit 2).



The bridge has a vertical clearance of four feet, which means virtually no boats can cross the
bridge when it is closed, and a narrow horizontal clearance of 40 feet. According to the USCG
Drawbridge Operation Regulations (33 CFR 111.299), the drawbridge is presumed to be
normally in the fully open position and lowered for freight train passage. Per the DEIS, under
2013 conditions, 14 freight trains cross the bridge daily, with average closure times of 19
minutes apiece. The average total weekday closure time is suggested to be approximately 3.6
hours/day on weekdays and 2.6 hours/day on weekends. The bridge currently includes a single
railroad track which would be expanded to a double-track with the AAF project.

St. Lucie River Bridge: Located in the City of Stuart, the St. Lucie River Railroad Bridge is
drawbridge crossing the St. Lucie River (and Okeechobee Waterway) approximately 5.9 miles
from the St. Lucie Inlet. The St. Lucie River extends upstream, north, south, and west, with
nearly 40 miles of navigable coastline in Martin and St. Lucie counties. Approximately six miles
southwest of the bridge, the South Fork of the St. Lucie River connects to the St. Lucie Canal/C-
44, which provides a 90-mile navigable route through Lake Okeechobee to Fort Myers.

Land uses along the St. Lucie River are mixed, including residential, retail/commercial, office,
hotel, industrial, recreational, and preserve. The bridge also provides access to designated
community redevelopment areas in Old Palm City and Indiantown, where a recent state
Enterprise Zone designation was secured to support marine commercial activity. The DEIS
suggests there are fifteen marinas along the St. Lucie River, and a review of aerial photos
indicates there are approximately 2,000 private docks along the coastline. The DEIS indicates the
boating activity is mostly recreational, with an average of 102 vessels/day crossing the bridge on
weekdays and 315 vessels/day on weekends, with as a daily weekend high of 413 vessels/day,
and up to 21 commercial vessels per day. Martin County’s boater counts indicate a higher level
of activity, with average daily traffic of 235 boats/day and 450 boats/day on peak weekends
(Exhibit 3).

The St. Lucie River railroad bridge has a vertical clearance of seven feet, enabling only enable
smaller recreational vessels to cross when the drawbridge is down, and a horizontal clearance of
50 feet. Similar to the Loxahatchee River railroad bridge, the relevant U.S. Coast Guard (USCG)
Drawbridge Operation Regulations (33 CFR 111.317) also indicate the drawbridge normally in
the fully open position and lowered for freight train passage. Under 2013 conditions, the DEIS
indicates 14 freight trains cross the bridge daily, with average closure times of 21 minutes each.
The average total weekday closure time is suggested to be approximately four hours/day on
weekdays and nearly three hours/day on weekends. The DEIS indicates the St. Lucie River
Railroad Bridge would be rehabilitated and remain a single-track bridge.

Freight Demand: The DEIS indicates current freight demand to be 14-17 freight trains per day,
which are forecast to grow to 20 trains per day by 2016, increasing 3 percent annually thereafter.
Given the average closure times per freight train, with average travel speeds of 32-36 MPH in
Palm Beach and Martin Counties, the DEIS indicates freight demand alone could result in the
Loxahatchee River Bridge closing 5.8 hours/weekday on average and 3.6 hours/weekend day
average by 2016. For the St. Lucie River Bridge, the DEIS projects total average daily bridge
closures of 6.6 hours/weekday and 3.6 hours/weekend day by 2016.



Passenger Demand: The AAF project proposes to introduce 32 daily trains on the corridor.
Combining the projected freight and potential passenger rail demand for the corridor, the DEIS
indicates an average operation of 52 total daily trains in year one (2016) of the combined service
program, with projected freight increases of 3 percent annually. The cumulative impact of the
projected freight and passenger rail services would cause additional navigational delays due to
the increase in bridge closings.

For the Loxahatchee River bridge, the DEIS assumes that project improvements will
enable up to ten freight trains to routinely cross the Loxahatchee River bridge
simultaneously with passenger trains and that average time/closure would fall from 19
minutes today to 12 minutes per closure in 2016. Accordingly, given proposed project
improvements, such as double-tracking the bridge, and the noted assumptions, the DEIS
suggests the average daily bridge closure for the Loxahatchee River bridge would
increase to 8.6 hours/weekday and 7.2 hours/weekend day (see Table 5.1.3-2 below).

For the St. Lucie River bridge, the DEIS continues to assume up to ten freight trains will
routinely cross with passenger trains on the single-track bridge and that average
time/closure would fall from 21 minutes today to 15 minutes in 2016. Given these
assumptions and project improvements, the DEIS suggests the average daily bridge
closure for the St. Lucie River bridge would increase to 9.8 hours/weekday and 7.6
hours/weekend day (see Table 5.1.3-2 below).

Table 5.1.3-2 Moveable Bridge Closures
Average of Average of Average of Average of
Average Total Total Total Total
Number Single Weekly Weekday Weekday Weekend Weekend
of Closure Time Closure time Closure time Closure Time Closure Time

Year Closures' (minutes) (minutes) (hours) (minutes) (hours)
St Lucie River Bridge
2013 10 21 241 4.0 165 27
2016 No-Action 18 20 397 6.6 213 3.6
2016 Project 42 15 588 9.8 458 7.6
Loxahatchee River Bridge (Jupiter Inlet)
2013 10 19 214 36 156 26
2016 No-Action 16 20 351 5.8 216 3.6
2016 Project 42 12 515 8.6 434 7.2
New River Bridge
2013 10 19 147 3.5 147 25
2016 No-Action 16 19 360 6.0 197 3.3
2016 Project 30 13 414 6.9 314 52

Source: AMEC. 2014a. Navigation Discipline Report for the AAF Passenger Rail Project from Orlando to Miami, Florida. July 2014.

According to the DEIS, the additional bridge closures would result in delays for recreational and
commercial mariners at both bridges. The percentage of total boaters experiencing delays after
the AAF project is operational is anticipated to increase from 14 percent to 42 percent of all
vessels at the St. Lucie River Bridge and from 25 percent to 42 percent at the Loxahatchee River

Bridge.

The DEIS indicates the average queue length for boaters would be 10 vessels or fewer.
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However, given the higher boating activity counts provided by JID and Martin County, it would
appear the number of boats queuing at bridges would be considerably greater, which could create
navigational hazards for vessels awaiting bridge openings. The data and analysis provided in the
DEIS appears inaccurate given the updated boater counts. The U.S. Coast Guard has initiated a
marine navigational survey to assess public concerns regarding navigational constraints at the
movable bridges, including consideration of modifications to the Code of Federal Regulations
regarding bridge operations. These data should also be considered in an updated marine
navigational survey. In conjunction with the U.S. Coast Guard, a revised navigational survey
should be provided as part of the final EIS that distributes both boating and rail activity across a
24-hour spectrum to more accurately identify impacts. This survey should also consider
modifications to bridge regulations to reduce impacts to navigation.

Bridge Safety: The two movable bridges date back to the 1920s, and substantial concerns have
been raised regarding their safety and structural integrity. Despite requests from local
governments, no bridge safety or inspection reports have been made available for review
regarding these concerns. With cooperation from the FECI, independent bridge inspections
should be conducted to confirm the continued safety and structural integrity of the bridges to
accommodate the proposed increase in operations.

Recommendation:

e In coordination with the U.S. Coast Guard, an updated marine navigational study
should be conducted utilizing more accurate data related to boater traffic, marina
locations, numbers of slips, and boater access and addressing safety issues from the
queuing of boats awaiting bridge openings. This survey should evaluate the
distribution of boating activity and railroad bridge closures across a twenty-four
spectrum to more accurately evaluate impacts on navigation. The study should also
consider the findings of the ongoing U.S. Coast Guard marine navigational survey
and appropriate modifications to the Code of Federal Regulations to reduce impacts
on navigation.

e Independent bridge inspections should be conducted for the Loxahatchee and St.
Lucie River railroad bridges to determine their safety and structural integrity.

Navigational Mitigation Measures: The DEIS indicates the project proposes several mitigation
measures, including the establishment of a set schedule for the down times of the bridges for
passenger rail service, a publicly-accessible bridge closure schedule with anticipated crossing
times, notification signals and signage at each bridge to indicate pending bridge closures,
coordination plans between AAF and local authorities for peak vessel travel times, and a
coordination plan between AAF and the USCG to raise awareness within the boating
community. These measures are insufficient to offset the impacts on navigation from the project.
Both bridges were constructed in the 1920s, and substantial rehabilitation of bridge mechanics
could increase the speed and predictability of bridge operations. Increasing the vertical and
horizontal clearance at both bridge apertures (i.e., the space between the pilings as well as
between the surface of the water and base of the bridge when closed) would allow multiple boats
to pass while the bridges are open as well as allow increased passage while the bridges are
closed. The DEIS considers the utilization of alternate corridors, such as the CSX, Interstate 95,
and Florida Turnpike, for the operation of passenger rail service. These corridors should also be
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considered for the relocation of freight traffic, as well as a reduction in total passenger trains,
especially during peak boating hours, to further reduce impacts to navigation.

Recommendations:

e The final EIS should consider physical improvements to create taller, wider bridge
apertures at the Loxahatchee and St. Lucie river bridges to enable bi-directional
traffic, access for more vessels when the bridge is closed, and mechanical
improvements to improve the efficiency, timing, and predictability of bridge
closings.

e The final EIS should consider an alternative with reduced service on the N-S
Corridor, including the relocation of freight traffic onto other rail corridors such as
the CSX, especially during peak boating hours.

Taylor Creek Bridge. The DEIS indicates the Taylor Creek Bridge will be rehabilitated as part of
the project. Taylor Creek is located just north of the City of Fort Pierce, within an area that
contains a substantial number of census tracts meeting environmental justice thresholds. The city
has an adopted redevelopment program that includes Taylor Creek as a key point of access for
the low-income neighborhoods to the west to access coastal destinations; however, the Taylor
Creek railroad bridge is an impediment to access. Upstream of the bridge, there are considerable
opportunities for economic development and job creation. To mitigate navigational impacts
otherwise created by the project, the Taylor Creek bridge could be rehabilitated with a greater
vertical clearance. This improvement would also offer mitigation for the project’s environmental
justice impacts in this area as well.

Recommendation:
e The project should include improvements to Taylor Creek Bridge to increase its
vertical clearance.

Transit Systems

The DEIS describes the relationship between AAF and existing local and regional transit
services. Local transit operators are noted, along with intercity motorbus service, Amtrak, and
Tri-Rail, which provides commuter rail service on the CSX rail corridor through Miami-Dade,
Broward, and Palm Beach counties. The DEIS fails to address the impact of additional grade
crossing closures and roadway network delays on the operation of local transit. This impact will
especially affect transit-dependent populations along the corridor.

For more than a decade, Tri-Rail has been working with FDOT, local governments, and
metropolitan planning organizations for an extension of Tri-Rail onto the FEC rail corridor.
Referred to as the “Tri-Rail Coastal Link,” service plans include additional commuter rail service
operating between Jupiter and Miami, with rail interconnections in West Palm Beach, Pompano,
and Miami. Tri-Rail service represents a significant public investment and provides critical
mobility within the region. AAF representatives have indicated AAF stations are being designed
to accommodate future Tri-Rail service; however, this data is not provided in the DEIS. Terms
of access must also be established to enable Tri-Rail service to operate on the FEC rail corridor,
but there is no reference in the DEIS regarding this need.
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Recommendations:

e The final EIS should include an analysis of the operation of Tri-Rail service on the
FEC rail corridor, a requirement to establish reasonable access to the corridor for
Tri-Rail service, and clarification that AAF stations are designed to accommodate
future Tri-Rail service in the most efficient manner and at the lowest cost to the
public.

e The final EIS should include an analysis of impacts on local transit service caused
by grade crossing and other delays in the local roadway network.

Bicycle and Pedestrian Circulation

The DEIS evaluates impacts on the roadway, aviation, rail, and transit services; however, the
evaluation of impacts on the local roadway network fails to address the multi-modal
characteristics of the system. The FEC rail corridor traverses a highly developed urban corridor
with a linear pattern of historic downtown communities. The DEIS indicates the population of
the 117 census tracts within the project study areas is approximately 535,000. The corridor
contains a high proportion of persons at or below the poverty level. The DEIS indicates that
within the N-S Corridor alone, there are more than 23 census tracts with concentrations of low-
income persons. The corridor population tends to include a higher proportion of persons without
access to personal vehicles, with greater needs for safe bicycle and pedestrian access.
Improvements within the N-S Corridor will include the installation of a second track, and with
the higher speeds, FRA staff has indicated fencing will be required as pedestrian activity is
extensive.

Although not addressed in DEIS, AAF LLC has indicated to local governments and the Florida
Department of Transportation that it would bear the costs of all grade crossing safety
improvements required for the construction of the project. In addition to vehicular
improvements, given the low-income, transportation disadvantaged populations that line the
corridor, the project’s safety improvements should also include the installation of
bicycle/pedestrian infrastructure to accommodate safe egress across the corridor and mitigate
project impacts. In addition, there are many locations where grade crossings are more than one
mile apart, with expansive residential development between crossings. There is substantial
evidence of pedestrian activity crossing the rail corridor between the grade crossings in the form
of informal well-used trails. This long-standing access provides these low-income populations
access to jobs, school, food, medical care, and emergency services. FRA staff has also indicated
the requirement of barrier fencing along the corridor to prevent pedestrian access, which will
harm the ability of these populations to access basic needs (Exhibit 4). Accordingly, impacts on
these low-income neighborhoods should be further mitigated with the installation of pedestrian
grade crossings in locations of known pedestrian activity where vehicular grade crossings are
more than one mile apart.

As a linear transportation corridor that connects historic communities, the FEC Rail Corridor has
long been identified for the installation of a multi-use pathway for non-motorized users. As a
“rail-with-trail,” this improvement is identified in the plans of local governments as well as the
metropolitan/transportation planning organizations in the region. The inclusion of a multi-use
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pathway in the FEC right-of-way would allow safe bicycle/pedestrian access within and between
corridor communities, further diverting automobile trips from the roadway network, thereby
reducing carbon emissions, and enhancing access for transit-dependent and low-income
populations along the corridor.

Recommendations:

e The final EIS should include a requirement for the installation bicycle/pedestrian
infrastructure, including gates, lights, and crossing arms, at all grade crossings as
part of the project’s safety improvements. In addition, the final EIS should include
the installation of pedestrian grade crossings in locations of known pedestrian
activity where grade crossings are more than one mile apart.

e The final EIS should include a requirement for fencing in areas of known pedestrian
activity to channelize pedestrian traffic into formal pedestrian crossings.

e The final EIS should include a requirement for the establishment of a multi-use
pathway along the N-S Corridor.

Public Safety

The introduction of 32 high-speed trains, coupled with increasing freight traffic on the FEC rail
corridor, poses significant impacts on public safety. There are substantial concerns regarding the
roadway impact analysis presented in the DEIS, which relied upon a limited sample of ten grade
crossings among five counties to evaluate roadway impact. The close proximity of multiple high-
volume roadway intersections in the vicinity of grade crossings could have adverse effects on
emergency response by fire rescue, ambulance, and police first responder vehicles. These
impacts are compounded near movable bridges, where the crossing of multiple trains, either
concurrently or sequentially, could result in up to a half-dozen grade crossings closed
simultaneously by 8000+ foot freight trains. Consequently, both direct and alternate routes to
hospitals and other critical infrastructure could be blocked, resulting in significantly impeded
emergency response times.

The DEIS indicates a real-time communication system for first responders to access train
schedules and potential delays will be available; however, no specific data or detail was
provided. The DEIS also indicates the availability of an electronic system of notification or
access for first responders for locating train schedule and en route activity. Access to real time
train location during emergency response would greatly reduce response times to hospitals. This
could be accomplished through software interface with county 911 dispatch centers.

The project’s impacts on the Loxahatchee River and St. Lucie River also pose substantial
impacts to public safety. The Loxahatchee and St. Lucie River drawbridges have direct impact
on commercial, recreational and emergency response vessels. The DEIS indicates the number of
boaters experiencing delays at the bridges will increase to 42 percent of all boaters. With updated
boater activity data as noted in this report, the number of boats anticipated to queue at bridges,
especially on weekends and peak boating days, could exceed thirty boats. Currents at the bridges
are substantial, which will likely result in navigational conflicts.
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First Responders in marine fire rescue, advanced life safety, and law enforcement vessels will be
restricted by the closures of the bridges. Formal coordination with county emergency
management and first responder agencies will greatly enhance understanding of response needs
and provide a better understanding of capabilities. The DEIS indicates first responder training
and outreach as mitigation to ensure that needs are met regarding emergency response; however,
to date, this early coordination has not been accomplished.

Loxahatchee River Bridge. The DEIS indicates the average daily bridge closures at the
Loxahatchee River drawbridge will increase to 8.6 hours/weekday and 7.2 hours/weekend day.
Safety issues raised specifically for the Loxahatchee River Bridge include the capacity of the
Village of Tequesta to provide only one Advanced Life Safety Vessel for responding to marine
based emergencies. This vessel is docked on the east side of the bridge and will not have access
to the west side should the bridge be closed — delaying emergency response time significantly.
This is the only means by which water-based emergencies can be reasonably addressed within
the Loxahatchee River. To mitigate this impact, an additional life safety vessel should be located
on the west side of the bridge. The Loxahatchee Bridge width is 40 feet in width, which prevents
bi-directional boating traffic, and has a 4-foot vertical clearance when closed, which prevents
virtually all motorized vessels from transiting the bridge when closed.

This safety issue could be alleviated with a wider, taller bridge opening, which would reduce the
number of boats idling in the channel areas. Long-term mitigation of this issue better serves
public safety given the expected increase of 3 percent annual growth in freight service and
potential increases in ridership of the passenger rail indicated by the DEIS. Increased horizontal
and vertical clearances, or bridge replacement with a thinner bridge profile, would allow more
vessels to transit the bridge when closed and help mitigate public safety issues. In addition,
improvements to bridge systems would expedite the opening and closing cycles improving delay
times and boater safety risks through emergency response improvements.

St. Lucie River Bridge. The DEIS indicates the average daily closures at the St. Lucie River
Bridge will increase to 9.8 hours/weekday and 7.6 hours/weekend day. The width of the bridge
opening is 50 feet, which prevents most bi-directional boating traffic, with a vertical clearance of
7 feet. Safety impacts at this bridge could be mitigated with a wider, taller bridge opening, which
would enable more boats to transit the bridge when closed, reducing the number of boats idling
in the channel. Other mitigations could include bridge replacement or substantial augmentation
for horizontal and vertical clearance as well as mechanical improvements to expedite the opening
and closing cycles and reduce boater delay.

Recommendations:

e The final EIS should include an emergency response traffic analysis, including a
detailed analysis of impacts on emergency vehicle trips, route data, access to
hospitals and critical infrastructure, and key roadways and intersections to
maintain timely emergency response. This analysis should be conducted with
consultation from local emergency management, fire rescue, and hospital
representatives.
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e The final EIS should include measures to improve communications for emergency
response, such as the provision of real-time information for the dispatch of first
responders.

e The final EIS should require the project provide a second emergency response
vessel upstream of the Loxahatchee River Bridge.

Air Quality

The air quality analysis in the DEIS evaluated the emission of air pollutants from the project, the
concentrations of pollutants in the regional areas, and carbon monoxide concentrations at
intersections affected by changes in traffic patterns. All six counties crossed by the project are in
attainment for all criteria pollutants. The DEIS concludes the project would provide a net
regional air quality benefit as compared to the No-Action Alternative, with improved regional air
quality through the reduction of vehicles from the roads and highways when riders switch to use
the proposed passenger rail service. The DEIS states the project would decrease emissions of
carbon monoxide, nitrogen oxides, sulfur dioxide, volatile organic compounds, and particulate
matter. The DEIS indicates the project will have a beneficial effect on air quality because the
daily vehicle trips will be reduced on roadways and annual vehicle miles traveled will decrease.
These changes will result in emissions reductions and provide an overall net benefit for the air
quality of the region.

However, the DEIS does not appear to consider two sources of potential emissions, including
vehicles delayed within the roadway network as well as marine vessels awaiting bridge openings.
As discussed above, the DEIS provides insufficient data to determine the full impact of vehicular
delays, including bridge impacts on the roadway network as well as closely spaced railroad
crossings and vehicular intersections. Further, the DEIS utilizes inaccurate boater data regarding
the number of vessels transiting the Loxahatchee and St. Lucie River railroad bridges, which
appears to underrepresent both the total number of vessels as well as the number of vessels
anticipated to be idling in queue during bridge closures. Additional analysis is needed to more
accurately assess the associated vehicle and vessel emissions and corresponding accumulated air
quality impacts.

The DEIS indicates the EA prepared in 2012 for the West Palm Beach to Miami section modeled
air quality emissions at intersections and grade crossings, where vehicle congestion may occur,
using a CO hotspot screening method. Motor vehicles emit CO at high rates when they are
operating a low speeds or idling in queues. The EA evaluated the most congested intersections in
the vicinity of the proposed stations and railroad crossings. The modeling showed that traffic did
not exceed air quality criteria in either the opening year or the build-out year at any of the
intersections or grade crossings. Traffic volumes and congestion at the crossings in the West
Palm Beach to Orlando segment are projected to be lower than those found for the highest-
volume grade crossing evaluated in the West Palm Beach to Miami section evaluated in the 2012
EA. Therefore, a detailed hot-spot CO modeling evaluation was not conducted for this DEIS,
because traffic delays did not exceed those at the higher-volume grade crossing, which did not
exceed air quality criteria.
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In order to address temporary construction impacts to air quality, the DEIS includes the
following mitigation measures and project commitments: implementing best management
practices (BMPs) during construction, such as soil watering to reduce fugitive dust emissions, to
reduce potential emissions during construction; and keeping constriction equipment on site for
the duration of construction to minimize emissions associated with transporting this equipment.

Recommendation:

e The final EIS should include a more extensive analysis of vehicle and vessel delays,
accumulated impacts on air quality, and appropriate mitigation measures.

Noise and Vibrations

The DEIS indicates there would be long-term noise and vibration impacts from operation of the
project, and temporary impacts from construction of the project. Along the N-S Corridor, AAF
has committed to installing stationary pole-mounted wayside horns at each of the 159 grade
crossings between Cocoa and West Palm Beach where severe, unmitigated impacts would occur
using locomotive-mounted horns. Using wayside horns at the intersection instead of the
locomotive horn has been shown to substantially reduce the noise footprint without
compromising safety at the grade crossing. The use of wayside horns would eliminate any severe
impacts and would reduce noise levels in comparison to the No-Action Alternative. An
alternative measure is the designation of quiet zones along the corridor, wherein sufficient safety
infrastructure is installed to reduce risk indexes at grade crossings, rendering train horns
unnecessary. Many local governments have requested AAF support the establishment of quiet
zones where appropriate in conjunction with the development of the project, which could help
mitigate project impacts.

The project would result in vibration impacts along the N-S Corridor due to nearly doubling the
number of vibration events as a result of adding passenger train service to the existing freight
operations. Along the N-S Corridor, there would be potential vibration impact at a total of 3,317
residential, 513 institutional receptors, three television studios, three recording studios, nine
auditoriums and three theaters. AAF proposes to minimize vibration impacts by wheel and rail
maintenance that will control unacceptably high vibration levels. The DEIS indicates vibration
levels are not projected to exceed structural damage levels at any location.

The DEIS fails to acknowledge the high concentration of hospitals and medical establishments
along the corridor, including hospitals that abut the FEC right-of-way. These facilities are
especially affected by noise and vibration, and a separate analysis should be conducted to
identify all medical/hospital locations and analyze noise and vibration impacts on their function
and operations. Additional buffering via landscape and hardscape improvements may be
necessary along with other mitigations to reduce impacts on these facilities.

Noise and vibrations from the construction and operation of the proposed project has the
potential to impact the quality of life of citizens in the region. In addition to the ways of reducing
noise and vibration impacts from the operation of the project discussed above, AAF has
committed to mitigate the adverse impacts of construction noise by a range of measures

17



including time of construction, modifications to construction equipment, and selection of
construction routes. However, the evaluation of Historic & Cultural Resources section of this
report notes that not all historic buildings and structures have been properly identified along the
proposed rail corridor. The DEIS contains insufficient information until the potential impact of
vibrations an all historic buildings and structures is evaluated. Also, Council received
correspondence from Joel Tallent regarding the potential impact of Rayleigh waves on structures
along the corridor. This issue should also be addressed in the final EIS.

Recommendations:

e All historic buildings and structures adjacent to the rail corridor should be
evaluated for the potential impact of vibrations.

e A medical facility assessment should be conducted to confirm location of all
hospital/medical facilities, analyze noise and vibration impacts, and determine
appropriate mitigations to reduce impacts.

e The impact analysis of noise and vibrations should specifically address the effect of
Rayleigh waves.

e The final EIS should include sufficient infrastructure to enable local governments to
designate quiet zones as deemed appropriate along the corridor.

Coastal Zone Management

The project lies within the designated Florida Coastal Zone and requires a federal consistency
determination under the Coastal Zone Management Act. The Florida State Clearinghouse
coordinates the review of proposed federal activities, requests for federal funds, and applications
for federal permits other than permits issued under Section 404 of the Clean Water Act and
Section 10 of the Rivers and Harbors Act. Regional planning councils and local governments
may participate in the federal consistency review process by advising the Florida State
Clearinghouse on the local and regional effect of proposed federal actions.

The DEIS indicates that direct effects to the natural resources in the coastal zone will result from
all elements of the project, including construction of the vehicle maintenance facility, bridge and
rail construction along the E-W Corridor, and bridge construction along the N-S Corridor.
Within the Treasure Coast Region, bridge construction/reconstruction would impact small areas
of aquatic resources within the Indian River and the Jensen Beach-Juniper Inlet Aquatic Reserve.
All construction activities associated with the N-S Corridor would occur within the existing
FECR Corridor. The DEIS proposes a range of mitigation measures and commitments to avoid
and minimize project related impacts to coastal resources. Detailed mitigation plans for impacts
to wetlands, essential fish habitat, and wildlife will be determined in the federal and state
permitting process. The DEIS contains sufficient information related to coastal zone
management.

Climate Change
The DEIS includes a discussion recognizing that southeast Florida is particularly vulnerable to

the effects of climate change, especially sea level rise. Sea level is predicted to rise 9 to 24 inches
by 2060, and the rate of change is projected to increase over time. Florida may also be
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susceptible to more intense storm events. The potential impacts of climate change include the
displacement of communities, damage to infrastructure, and damage to natural systems. The
DEIS indicates bridge structures in the N-S Corridor will have increased vulnerability over time,
and potential infrastructure damage may result from flooding, tidal damage, and/or storms. The
DEIS notes that bridge vulnerability to sea level rise will increase a sea level rises. As a result,
there may be increasing periods of time where the train is out of service during storm events.

The DEIS states that scientific consensus has identified human-related emission of greenhouse
gases above natural levels as a significant contributor to global climate change. Reducing
greenhouse gas (GHG) emissions is considered an important mitigation strategy to decrease the
long-term effects of climate change. The DEIS indicates that the AAF project is predicted to
reduce GHG emissions for carbon dioxide (CO,), methane (CH4) and nitrous oxide (N,O). The
project would decrease emissions as a result of decreased automobile vehicle miles traveled. CO;
emissions are calculated to decrease by 19,617 tons/year in 2019 and 31,477 tons/year in 2030.
CH,4 emissions would decrease by 4.7 and 5.7 tons/year, respectively, and N,O emissions by 5
and 6.1 tons/year in 2019 and 2030. The DEIS notes that reducing GHG emissions is important
for long-term climate change effects, but the reduction of GHGs will likely have little impact on
the expected climate change effects over the next 20 or 30 years. The DEIS contains sufficient
information related to climate change.

Hazardous Materials & Solid Waste Disposal

Subsurface contamination or waste materials. The DEIS conducted records search and field
reconnaissance to sites rated medium and high risk by which contamination of soil and/ or
groundwater by petroleum or hazardous materials has occurred, contamination may exist and
where the potential for contamination of petroleum or hazardous materials exists due to past or
present land use in close proximity to the project N-S Corridor area. The N-S Corridor remains
within the existing FECR Corridor, and no land acquisition is required. A buffer of 200 feet on
each side of the N-S Corridor was defined in the search and screened area. No historical
concerns were identified within the environmental documents and historical aerials along the
corridor, and therefore, field reconnaissance was used to assess the sites in close proximity to the
project area to identify sites that potentially could impact the human environment from
contaminated soil, groundwater and/or other hazardous materials.

There were 215 high risk and 48 medium risk sites adjacent to the N-S Corridor that were
inspected, and several sites outside the 200-foot buffer from the 100-foot wide existing active
railroad were also visited for possible soil contamination, dead or stressed vegetation or refuse
indicating the presence of pollutants, toxic or hazardous materials. A total of 238 sites were
identified as potentially contaminated sites, including 101 high-risk, 23 medium-risk, and 114
low-risk with 99 sites rated as no-risk.

The proposed work for the N-S Corridor is to be completed within the existing FECR Corridor,
and the DEIS indicates it will present minimal subsurface disturbance. No impacts from existing
contaminated areas are anticipated. For any contamination that is discovered, the DEIS indicates
the implementation of BMPs during construction to include special waste handling, dust control,
and management and disposal of contaminated soil and groundwater to provide adequate
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protection to workers and nearby sensitive environmental and human areas. Site remedial actions
will ensure nearby or adjacent potentially impacted areas are adequately protected and
contaminated substances will be managed in accordance with applicable federal, state, and local
laws and regulations as listed in this DEIS. The DEIS adequately addresses the issues of
subsurface contamination and waste materials.

Secondary and Cumulative Effects. The DEIS has adequately addressed the hazardous materials
elements of the proposed project. Indirect effects related to subsurface contamination or waste
materials management could exist if the No-Action or Action Alternatives potentially impact an
ongoing remediation of a known release or mediated materials following construction or waste in
transport to another site or waste mitigation area. No indirect effects were identified for the No-
Action Alternative; however, a secondary effect related to subsurface contamination or waste
materials management could exist if an Action Alternative has the potential to cause an impact.
The No-Action and all Action Alternatives could result in an indirect impact should a spill from
a freight train occurs along the N-S Corridor.

Construction activities may generate releases or spills as a result of the storage and use of
hazardous materials associated with construction equipment, storage tanks and pipelines. AAF
has indicated that any new facilities constructed will be subject to applicable regulations, and a
new Spill Prevention, Control and Countermeasure Plan would be implemented to reduce risk of
releases. All construction hazardous materials will be disposed of in accordance with state and
local laws and would include off-site facilities such as landfills, recycling centers, and treatment
plants.

Passenger Secondary Impacts. The DEIS addresses hazardous materials spills/releases as related
to soil and ground contamination. However, it does not address the potential hazardous materials
releases from freight trains in proximity to a passenger train. Since the passenger trains are to be
running adjacent to, with, or passing freight trains, there is a potential for train derailment and
subsequent hazardous materials releases impacting passengers. The DEIS does not adequately
address impacts, response or mitigation of freight train hazardous materials spill/release in
proximity of passenger trains.

The DEIS suggests outreach and training with local first responders but does not elaborate or
identify details of outreach and capacity of training. Additional information should be provided
regarding railroad interaction with local first responders in derailment and hazardous materials
response capabilities and operational interaction with local agencies.

In addition, the list of Hazardous Materials Currently Transported on FECR Corridor included in
the DEIS is not exhaustive of chemical materials carried by rail, but instead, it only addresses
chemical materials in relation to the identified contaminated sites for the DEIS. More data
regarding the universe of potential chemicals to be transported is needed for appropriate response
planning by emergency management and first responder agencies.

Recommendations:

e The final EIS should include an analysis of the potential impacts, the adequacy of
emergency response and operational interaction among local agencies, and
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mitigation measures for freight train hazardous materials spills/releases in
proximity of passenger trains.

e Additional data is needed regarding the entire range and frequency of chemical
materials that could be carried on the corridor.

Water Resources

The DEIS analyzed project impacts to surface water and groundwater resources, including
navigable waters, Outstanding Florida Waters and impaired water bodies. Constructing the
project in the N-S Corridor would not create new impervious surface or alter the existing
drainage system because the project will utilize the existing rail corridor, which originally
included two rail lines. The majority of the original second line was previously removed, but the
track bed remains. The project would include reconstruction of the second line on the existing
track bed. Reconstructing the second rail line within the existing roadbed would not create new
impervious area. Also, the adjacent surface drainage is not expected to be impacted with the
reconstruction of the second line. The existing cross drainage facilities on the adjacent roadways
span the entire right-of-way width and would not require modification for installation of the
second rail line on existing roadbed.

Water quality and quantity concerns associated with reconstructing the rail bed to add a second
track are to be addressed as part of the Florida Environmental Resource Permit process. Drainage
would be accommodated using an existing channel along the north or south side of the right-of-
way. In some cases, this would require relocating existing drainage channels. No construction
would occur that would potentially contact or impact groundwater supply. Constructing the rail
in this corridor is not expected to result in a substantial impact to groundwater or aquifer
recharge. Surface water resources would experience minor direct effects as a result
reconstructing or replacing 18 bridges along the N-S Corridor. Direct permanent impacts would
include installing concrete pilings and abutments within surface waters. No permanent adverse
impacts to surface water quality or adverse impacts to Outstanding Florida Waters are expected
to be caused by the bridges.

The N-S Corridor would overlap the eastern border of an aquifer protection area within Palm
Beach County. The proposed improvements would not increase impervious surfaces in aquifer
stream flow and recharge source zones. No adverse impacts to the aquifers are expected. The
N-S Corridor passes through several wellfield protection zones in Brevard, Indian River, St.
Lucie, Martin, and Palm Beach counties. Each of these counties has policies and regulations, in
the form of wellfield protection ordinances, to protect drinking water supplies from
contamination. The project would comply with all local ordinances for protection of the
wellfields. Therefore, no impacts to wellfield resources are expected.

The DEIS indicates AAF will provide water quality mitigation and stormwater treatment as part
of the project to mitigate for project related impacts. Specific measures would be determined by
and in compliance with permit requirements. Temporary effects to surface waters and
groundwater during construction activities will be minimized through the application of BMPs.
During construction, AAF will use sediment control BMPs, including installation of turbidity
curtains and silt fencing, to protect surface waters. Accidental spills of material such as fuels,
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lubricants, solvents, or other liquids that could harm surface waters will be cleaned up in a timely
manner in accordance with a spill prevention plan and BMPs. These measures would minimize
the potential for temporary effects. The DEIS contains sufficient information to address
impacts to water resources.

Floodplains

The N-S Corridor crosses the 100-year floodplain and numerous floodplains primarily associated
with estuarine and coastal waters. The N-S Corridor also crosses several federal flood control
watersheds and waterways including Earman River and Taylor Creek. No construction is
proposed at Taylor Creek, and the single-track bridge parallel to Earman River Bridge will not
affect flooding. The DEIS indicates the project will not result in significant impacts on the
beneficial value of floodplains and would not adversely impact any federal flood control
projects. All three action alternatives would require construction within the 100-year floodplain
along the N-S Corridor, and the DEIS indicates impacts are unavoidable due to the extent of the
floodplains within the study area.

The project along the N-S Corridor would impact 68.6 acres within the 100-year floodplain. The
DEIS indicates that floodplain management is not a concern as the project would be limited to
the existing FECR Corridor to maximize use of existing infrastructure, minimizing any new
landfill requirements. Flood-prone areas occurring within the FECR N-S Corridor were filled
during the original construction of the rail line. Filling would be reduced to areas where third
track and curve reduction area construction is present, and reduction of flood storage volume
from replacement fill would be insignificant. The DEIS has indicated that the N-S Corridor is not
anticipated to promote future incompatible floodplain development or increase potential for
flood related property damage or risk to human life.

The proposed project will mitigate all floodplain impacts in accordance with state and local laws
as related to compensation and permitting. Potential harm to floodplain areas is mitigated by
retaining existing elevations where feasible, construction of stormwater structures and retention
ponds and minimizing fill in sensitive areas. The DEIS has adequately addressed floodplain
issues as related to the N-S Corridor.

Wetlands

The DEIS indicates the project would directly impact a total of about 127.7 acres of wetlands in
Alternative A, 164.9 acres in Alternative C, and 157.5 acres in Alternative E. These impacts are
to all types of aquatic resources, including streams and waterways, reservoirs, and a variety of
natural wetland types. The greatest impact to wetlands is associated with the construction of a
new rail line in the E-W Corridor and the new intermodal facility at Orlando International
Airport. However, the DEIS indicates direct wetland and aquatic habitat losses within the N-S
Corridor through the Treasure Coast Region would total approximately 2.0 acres due to bridge
construction. These include streams and waterways, wetland hardwood forest, mangrove swamps
and treeless hydric savannah. Regarding indirect impacts, the DEIS indicates the project would
impact about 2.58 acres of forested wetlands. Bridge construction activities would require
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trimming mangroves adjacent to bridges, which would reduce the quality of the existing habitat
as well as altering the light regime within these wetland areas.

The DEIS indicates AAF will minimize impacts to wetlands to the greatest extent practicable
during the final design process. This will be accomplished through the permitting process in
coordination with a variety of state and federal agencies. AAF has proposed measures to avoid
and minimize wetland losses through the use of retaining walls and other methods. AAF will
mitigate all unavoidable impacts to jurisdictional wetlands in compliance with the U.S.
Environmental Protection Agency and U.S. Army Corps of Engineers (USACE) joint mitigation
rule. AAF has proposed to mitigate impacts through the purchase of in-kind mitigation bank
credits. AAF cannot determine the amount of compensatory mitigation credit required to offset
unavoidable effects until a permit application is submitted to the USACE. The DEIS contains
sufficient information to address impacts to wetlands.

Biological Resources & Natural Ecological Systems

The DEIS indicates the project would directly impact a total of about 93.0 acres of natural
upland habitat in Alternative A, 121.8 acres in Alternative C, and 109.4 acres in Alternative E.
These impacts are to all types of natural uplands, but the highest loss of habitat is to forested
plant communities. The greatest impact to natural upland habitat is associated with the
construction of a new rail line in the E-W Corridor and the new intermodal facility at Orlando
International Airport. However, the DEIS indicates that all construction activities proposed for
the N-S Corridor through the Treasure Coast Region would occur within previously disturbed
areas in the FECR Corridor and would not impact natural communities.

The DEIS indicates the potential loss of wildlife habitat could result in indirect or secondary
effects to wildlife such as habitat fragmentation and associated edge effects, such as the loss of
genetic diversity of plant and animal populations, increased competition for resources, and
physical or psychological restrictions on movements caused by some feature within a corridor
that wildlife are unwilling or unable to cross. It is also possible that the operation of the project
could displace some individual wildlife populations that are sensitive to noise and vibration.
However, these potential impacts have been minimized by siting the project immediately
adjacent to an existing transportation corridor (E-W Corridor) or within an existing rail corridor
(N-S Corridor). Therefore, the project is not expected to significantly increase fragmentation and
noise impacts that do not already exist. The DEIS states AAF will minimize effects to upland
habitats and wildlife through implementation of standard construction BMPs and mitigation
measures. These include designs to provide wildlife passage under bridges and through culverts
in critical areas, and re-vegetation of cleared areas when required by standard BMPs and
applicable laws. The DEIS contains sufficient information to address impacts to biological
resources and natural ecological systems.

Threatened & Endangered Species
The DEIS describes the analysis of state and/or federally listed species documented or expected

to occur in or near the project study area. The analysis identified 38 plant and animal species that
are both federally and state listed and 36 plant and animal species only listed by the State of
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Florida. As a cooperating agency with the development of the DEIS, the USACE has issued a
determination that the project would not jeopardize any listed species or modify any designated
critical habitat. This determination was made in coordination with the U.S. Fish and Wildlife
Service (USFWS), Florida Fish and Wildlife Conservation Commission (FWC), and other
federal and state agencies. While no significant impacts to sensitive species are anticipated, the
USFWS and FWC recommended species specific mitigation measures for each potentially
affected federally or state-listed species. The DEIS indicates that AAF has committed to
implementing these specific measures to mitigate for potential temporary and permanent impacts
to federally listed species or protected species habitat. Many of these measures call for
procedures to be implemented during construction of the project. These include a series of
mitigation measures to protect the West Indian manatee; wood stork; bald eagle; eastern indigo
snake; sea turtle and smalltooth sawfish; Johnson’s seagrass; and gopher tortoise. In addition,
AAF has committed to conducting pre-construction surveys for the Audubon’s crested caracara;
Florida scrub-jay; red-cockaded woodpecker; sand skinks; and state-listed plant species. The
DEIS contains sufficient information to address impacts to threatened and endangered
species.

Utilities and Energy Resources

The DEIS indicates the project would have no, or negligible, effects on utilities and energy
resources. Above and below ground electrical transmission and distribution lines are located
along and within the existing N-S Corridor through the Treasure Coast Region. Electrical service
providers within the N-S Corridor include FPL and the City of Vero Beach. In some locations,
poles will require relocation in order to accommodate the new mainline track and upgraded
crossings. AAF would coordinate with the affected utilities during final design and prior to
construction. Pole relocation is expected to be minimal, and associated with grade crossings and
limited sections of the rail corridor where new track is required. The locomotives are planned as
diesel-electric units and will not place any additional load on the existing electrical and utility
services. Based on the estimated annual quantities of diesel consumption, the impact on energy
resources would be negligible. The increase in electrical service/demand due to signals is
minimal and will require no major changes or construction of electrical or other utility
infrastructure. Improving the railroad crossings could impose temporary and minor disturbances
on electrical service. Also, the DEIS indicates the existing FECR Corridor contains underground
fiber-optic duct banks containing FECR communications and signals systems. The DEIS states
that the Positive Train Control System will use the existing Parallel Infrastructure LLC’s fiber
optic system within the FECR Corridor. The DEIS contains sufficient information to address
impacts to utilities and energy resources.

Communities and Demographics

The N-S Corridor is within the existing FECR Corridor and passes through numerous
incorporated Treasure Coast municipalities: Vero Beach, Fort Pierce, Stuart, Jupiter, Palm Beach
Gardens, Riviera Beach, and West Palm Beach. The total population of the 117 census tracts
within the project study area is 535,868, which represents 15.1 percent of the total population of
the six counties traversed by the project. Within the Treasure Coast, 77 census tracts lie within
the project study area and have a population of 298,613.
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Table 4.4.1-2 Total Population of Census Tracts Crossed by the Project, by County
Geosranh Total Population of the
graphy Total Population Census Tracts Transected
(No. of Census Tracts) .
by the Project
Florida 18,688,787 --
Six County Total 3,541,985 535,868
Orange (8) 1,133,087, 78,632
Brevard (32) 542,320, 158,623
Indian River (17) 137,004 69,533
St. Lucie (10) 274,693 35,131
Martin (20) 145,480 78,352
Palm Beach (30 - N-S Corridor) 1,309,401 115,597
Palm Beach (46 - WPB-M Corridor) 1,320,134* 170,687*
Broward (52) 1,748,066* 220,308*
Miami-Dade (38) 2,496,435* 157,769%*
Source: USCB. 2011. 2007-2011 American Community Survey 5-Year Estimates: Total Population. http:/factfinder2.census.gov/. Accessed Augu
13,2013; AAF. 2012. Environmental Assessment and Section ~ 4(f) Evaluation for the All Aboard Florida Passenger Rail Project West Palm Beag
to Miami, Florida .http://www.fra.dot.gov/eLib/details/L04278. Accessed September 12,2013.
* Population data, as presented in Section 3.3.3 of the 2012 EA, derives from the 2010 U.S. Census

The application indicates the N-S Corridor would not result in residential displacement,
neighborhood fragmentation, or the loss of continuity between neighborhoods. The N-S Corridor
is within the existing FECR Corridor and would not displace residences or businesses.

During the construction phase of the project, however, there would be disruptions to automobile
traffic and upgrades at grade crossings and bridge rehabilitations would adversely impact travel
between adjacent neighborhoods and could potentially impede emergency responders. AAF has
indicated it will work with all local communities to minimize traffic disruptions and to maintain

emergency access.

Environmental Justice

This section of the DEIS describes the potential effects to minority and low-income populations
within the project study area that could result from the project. Executive Order 12898, Federal
Actions to Address Environmental Justice in Minority Population and Low-Income Populations,
was issued in February 1994 and requires that federal agencies consider whether a project would
have a disproportionately high adverse impact on minority or low-income populations.

The N-S Corridor in the Treasure Coast Region passes through 19 census tracts that meet the
established environmental justice thresholds. The DEIS indicates the project would not result in
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disproportionately high and adverse impacts to minority or low-income populations. AAF
maintains there would be no adverse impacts to environmental justice communities resulting
from residential displacement, job loss or neighborhood fragmentation due to the use of property.
However, increased rail traffic on the N-S Corridor, especially passing through environmental
justice communities may disproportionately impact residents’ ability to travel from
neighborhoods west of the FECR to adjacent amenities and employment opportunities east of the
FECR in a timely manner. Transportation-disadvantaged residents may be especially affected.
Further, these communities include a large number of Title 1 schools, which tend to attract large
numbers of students and families who walk or bike to school, work, and home often across the
rail corridor. The project has not provided sufficient information to make a definitive
determination that the project will not adversely impact environmental justice populations.

The project would result in vibration impacts to 3,317 residential parcels along the N-S Corridor,
820 (24.7 percent) of which are within environmental justice communities. All Aboard Florida
indicates that vibration impacts would be mitigated using ballast mats beneath rail lines, “frogs”
at selected switch locations with nearby sensitive receptors, and special pile-driving methods at
selected locations near sensitive receptors during construction. Environmental justice
communities would not experience any disproportionate adverse impacts from vibration along
the N-S Corridor with the implementation of these measures.

The project would not require the use of land within a park, recreational area or wildlife Section
4(f) resource. The DEIS indicates there would be no disproportionate adverse impacts within
environmental justice communities along the N-S Corridor as a result of the loss of Section 4(f)
recreational or park resources.

Recommendations:

e The final EIS should provide additional information to definitively determine the
project will not adversely impact environmental justice populations including but not
limited to access to school and work, neighborhood fragmentation, and access by the
transportation disadvantaged.

Economic Conditions

The DEIS describes the potential effects to local economic conditions that could result from the
project. Potential long-term direct and adverse effects to local economic conditions would
include the loss of municipal property tax revenue from the acquisition of privately owned
properties, permanent displacement of existing businesses and associated revenues, and
employment displacement. Potential long-term direct and beneficial effects to local economic
conditions would include expenditures associated with project operations such as labor, fuel
costs, equipment maintenance, insurance, maintenance of right-of-way, and lease payments.

Additionally, local governments would be adversely by increased costs for grade crossing

infrastructure, necessitated by the installation of a second railroad track. Each grade crossing is
currently governed by a separate grade crossing maintenance agreement, which tend to assign
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infrastructure maintenance and replacement costs to local governments. Historically, these
agreements have not been accompanied by a set fee structure or forecast to enable local

governments to budget for costs over time. This issue is not addressed under economic impacts
in the DEIS.

All Aboard Florida suggests the project would increase federal, state, and local government
revenues based on jobs created during construction of the project and annual operational
activities. An economic benefits analysis was conducted for the project. As indicated in Table
5.4.3-1, constructing the project is expected to generate over 10,000 jobs and generate a total
economic benefit of $3.4 billion.

Table 5.4.3-1 Summary of Economic Benefits of AAF Construction and Operations
Operations
Category Construction Average Annual @ 032— t2a521)
Jobs Over 10,000 1,603 1,603
Labor Income $1.2 Billion| $75 Million $442 Million|
Gross Domestic Product $1.7 Billion| $105 Million| $619 Million|
Total Economic Value $3.4 Billion| $150 Million| $887 Million|
Federal. State and Local Taxes $291 Million| $21 Million $126 Million|
Source: WEG 2014

While the project is estimated to divert 10 percent of the proposed long-distance passenger rail
ridership from airplane passengers to passenger rail service, the estimated lost revenue from the
diversion of air passengers accounts for less than 0.1 percent of the airlines’ (American Airlines,
Spirit Airlines, and Silver Airways) combined annual operating revenue. The applicant maintains
the project would not have significant economic impact to the airlines serving Orlando and
Southeast Florida nor would potential diversion from other intercity rail services and bus
services result in a significant economic impact from lost revenue.

The DEIS indicates the project would not require acquisition of privately owned property along
the N-S Corridor, as the N-S Corridor is entirely within the existing FECR Corridor. Since no
land acquisition is necessary, the project would not result in the reduction of municipal tax
revenue, commercial displacements, or job loss along the N-S Corridor.

Overall, the project is estimated to add approximately $1.2 billion to Florida’s Gross Domestic
Product in estimated annual economic development through 2021 and generate approximately
$187 million in annual federal, state and local government tax revenue through 2021. These
potential indirect and secondary effects of the project on local economic conditions are
summarized in Table 5.4.3-2.
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Table 5.4.3-2 Summary of Economic Benefits of TOD Construction and Operations
Operations
Category Construction Average Annual | Total (2016-2021)
Jobs 1,695 389 389
Labor Income $658.8 $20 Million $66 Million|
Gross Domestic Product $980.5 $60 Million $204 Million|
Total Economic Value $1.8 Billion| $80 Million| $284 Million
Federal. State and Local Taxes $187.4 $14 Million| $48 Million
Source: WEG 2014

Additional indirect economic benefits of the project as described in the DEIS could be realized
through savings associated with reduced highway maintenance costs, and reductions in road
congestion which would prolong the lifespan of highway infrastructure.

The DEIS indicates the project will create tangible economic benefits to the State of Florida and
to the communities through which the project traverses. The information and analysis provided
by AAF in the DEIS, however, does not present the net economic benefits of the overall project.
A detailed cost/benefit analysis should be conducted to determine, what, if any negative
economic impacts might be realized by communities adjacent to the N-S Corridor resulting from
increased operations and maintenance costs. For example, costs may be associated with
enhanced infrastructure and safety measures that may be required to mitigate project impacts. It
is also conceivable that businesses and residences located within a reasonable distance of the N-S
Corridor may be negatively impacted by reductions in property values because of the proposed
increased freight traffic on the railroad. In addition, the delays anticipated for marine navigation
are anticipated to substantially impact the marine industries as well as related industries such as
hospitality and tourism. The positive economic benefits of the project need to be weighed against
the potential negative economic impacts. The information provided in the DEIS is not sufficient
to determine long-term net economic impacts of the project to communities, businesses, or
residents.

Recommendations:

e The final EIS should include a more detailed and balanced cost/benefit analysis of
the project’s economic impacts to local governments, businesses, and residents.

e The final EIS should include a requirement for the establishment of a standardized,
predictable, and reasonable fee structure for local governments regarding grade
crossing improvements.

Historic & Cultural Resources

The DEIS indicates the portion of the project that traverses the Treasure Coast Region contains
several cultural resource eligible for listing on the National Register of Historic Places (NRHP),
including the FECR Railway Historic District, three bridges, and five identified archeological
sites. The project would return the N-S Corridor to a dual-track system, which was historically in
place. The addition of the second track would return the corridor to its historic configuration and
historic use as a passenger rail line. The DEIS maintains the NRHP-eligible FECR Railway
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Historic District would not be adversely affected by the project. This issue is addressed
adequately in the DEIS.

Historic Bridges. The N-S Corridor within the Treasure Coast Region contains a number of
bridges, three (Sebastian River, St. Lucie River and Loxahatchee River) that have been identified
as individually eligible for listing on the NRHP. The project envisions the demolition of the
Sebastian River Bridge and the construction of a new bridge with double tracks within the same
footprint. This action is considered an adverse effect that cannot be avoided. AAF proposes to
conduct historic research and prepare a Historic American Buildings Survey and Historic
American Engineering Record for the bridge prior to its demolition. Consultation with SHPO is
ongoing. This issue is adequately addressed in the DEIS.

The St. Lucie River and Loxahatchee River bridges would be rehabilitated but not substantially
altered. AAF has pledged to continue to consult with SHPO to avoid and/or minimize effects to
bridges during proposed rehabilitation work. This issue is adequately addressed in the DEIS.

Historic Districts and Structures. The DEIS indicates improvements within the N-S Corridor
would remain within the existing right-of-way and will not require right-of-way acquisition from
any adjacent historic districts or individual NRHP-listed or eligible historic resources. It has
made the determination the project will have no effect on historic resources adjacent to the N-S
Corridor or adjacent to at-grade crossings. The DEIS identifies only one historic district on the
N-S Corridor — the Union Cypress Saw Mill Historic District in Brevard County. However, the
DEIS fails to recognize the presence of several additional historic districts in St. Lucie County,
including the St. Lucie Village Historic District and Fort Pierce Downtown Historic District,
both of which are bisected by the N-S Corridor, as well as Edgar Town Historic District and the
River’s Edge Historic District, which abut the N-S Corridor. Each of these historic contains
additional historic resources, and it is unclear whether or not these resources have been analyzed
for impacts from the proposed project. While the DEIS indicates the project will not adversely
impact historic resources, the data is insufficient to make this determination. Potential negative
indirect effects may be realized if increased development resulting from the project results in
pressure to demolish or destroy cultural resources.

Recommendation:
e An updated historic and cultural resources analysis should be conducted with
consideration of all designated historic districts as well as all designated and eligible
structures along the corridor to fully assess project impacts.

Archeological Sites: The DEIS identified five archeological sites within the Treasure Coast
Region as illustrated in Table 4.4.5-14. The DEIS indicates AAF will continue to consult with
SHPO during the design process as needed in order to ensure appropriate sensitivity to the
previously recorded archeological sites. It is recommended that SHPO evaluate the four
archeological sites, not evaluated by SHPO to determine possible NRHP eligibility.
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Table 4.4.5-14 Archaeological Sites Located within the N-S Corridor APE
. . National Register
FMSF # | Site Name / Address Site Type L. *
Significance
8IR846 | Railroad Malabar-Period Shell Midden and Not Evaluated by SHPO
Artifact Scatter
Hobe Sound National Prehistoric Campsite and Prehistoric
SMTI287 | \Wildlife Refuge #3 Shell Midden Not Evaluated by SHPO
8SL41 Fort Capron Historic Fort Not Evaluated by SHPO
. Surface Scatter, Campsite, Homestead, ..
8SL1136 Pineapple and Farmstead Ineligible
Precolumbian Habitation, Midden,
Avenue A-Downtown Campsite, and extractive Site; Historic
85L1772 Fort Pierce American Building Remains, Refuse, and Not Evaluated by SHPO
Artifact Scatter
* As recorded in the FMSF; may require re-evaluation

The DEIS indicates the project would increase noise and vibration levels above existing
conditions in the N-S Corridor, noting these noise and vibration level changes will not adversely
impact cultural or historic resources. This issue is adequately addressed in the DEIS.

Recreational Resources

The DEIS describes existing recreational properties along with properties that are protected by
the Land and Water Conservation Act of 1965. These resources are identified as parks, recreation
areas, or wildlife and waterfowl refuges of national, state, or local significance that are available
to the public. These resources are all parks and other recreational facilities that have been the
subject of Land and Water Conservation Fund Act grants of any type.

Twenty-six resources were identified in the DEIS within 300 feet of the project alignment along
the N-S Corridor within the Treasure Coast Region. Two of the resources are bisected by the
project — the Hobe Sound National Wildlife Refuge and Jonathan Dickinson State Park. The
DEIS indicates all construction will take place within the FECR-owned right-of-way, and no
acquisition of new right-of-way within these resource property limits is required. To ensure the
safety of users of Jonathan Dickinson State Park, AAF proposes to implement at-grade crossing
improvements where the N-S Corridor crosses Southeast Jonathan Dickinson Way, which is an
access road connecting the park to U.S. 1.

Two additional resources identified in the DEIS include the North Sebastian Conservation Area
and Sawfish Bay Park. Both of these resources are along the N-S Corridor. No land acquisition is
planned within either of these resource areas. The N-S Corridor does not cross either resource
area. The project also does not appear to affect the use of these recreation resources adjacent to
the project in regards to noise, vibration, aesthetics, or access. Impacts to recreational
resources are adequately addressed in the DEIS.
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Summary of Local Government Meetings

To further evaluate regional aspects of the DEIS, Council conducted two public meetings — on
October 22, 2014 in the Town of Jupiter and on October 23, 2014 in the City of Fort Pierce. The
meetings were attended by representatives of local governments, agencies, legislative and
congressional delegation members, and the public. Meeting notes from both meetings are
included in as attachments to this staff report. Several issues identified through this additional
due diligence have been incorporated into the staff report. (See Exhibits 5 and 6)

Summary of Comments from Local Governments, Agencies, and the Public

The proposed AAF project has been the subject of extensive discussion and deliberation by local
governments, agencies, Council, and the public. Correspondence received by Council related
specifically to the DEIS is noted below:

e DEIS comments received from the Town of Jupiter, dated November 10, 2014
(Exhibit 7)

e DEIS comments received from the City of Fort Pierce, dated November 14, 2014
(Exhibit 8)

e DEIS comments received from Mr. Joel M. Tallant, Sr., a resident of Indian River
County, dated September 24, 2014 (Exhibit 9)

e DEIS comments received from Mr. Michael J. Kennedy, President Marine Industries
Association of Palm Beach County, dated November 20, 2014 (Exhibit 10)

e DEIS comments received from the City of Palm Beach Gardens, dated November 20,
2014 (Exhibit 10).

Additional correspondence and resolutions from local governments, agencies, and elected
officials related to the AAF project are included as supplemental material on Council’s website.

Conclusion

The AAF project represents the potential for significant improvements to the FEC railway
system and for substantial impacts upon the region’s transportation network; land use patterns;
the natural, physical and social environment; and the economy. As noted in the report, the DEIS
does not provide sufficient data in several key areas for a thorough analysis of impacts at the
local and regional level. Key data and analysis deficiencies are identified to be addressed in the
final EIS. While passenger rail service has historically been supported at the local and regional
level, the project as described in the DEIS creates disproportionate benefits and impacts. Areas
gaining access to new passenger rail service appear benefitted by improved mobility, air quality,
economic expansion, and job creation. However, the lack of access to AAF service in the
northern counties provides adverse impacts from the project without any apparent benefits to
offset those impacts. The DEIS provides little in the way of analysis or mitigation measures to
address this imbalance. The final EIS: 1) should address data deficiencies; 2) include a more
thorough analysis of project costs and benefits and suggested mitigation measures and
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alternatives; and 3) establish stronger measures to more completely mitigate regional and local
impacts and to provide a better balance among the competing forms of transportation.

Attachments
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List of Exhibits

Exhibit
1 Project Map
2 Jupiter Inlet District — Boat Count Data
3 Martin County Report: Potential Impacts - Navigation
4 Federal Railroad Administration On-Site Engineering Reports
5 Staff Summary of the Regional Meeting in Jupiter on October 22, 2014
6 Staff Summary of the Regional Meeting in Fort Pierce on October 23, 2014
7 Correspondence from the Town of Jupiter dated November 10, 2014
8 Correspondence from the City of Fort Pierce dated November 14, 2014
9 Correspondence from Mr. Joel M. Tallent, Sr. — Resident of Indian River County
dated September 24, 2014
10 Correspondence from Mr. Michael J. Kennedy, President of MIA PBC
11 Correspondence from the City of Palm Beach Gardens dated November 20, 2014




EXHIBIT 1
Project Map



EXHIBIT 2
Jupiter Inlet District — Boat Count Data

Retrieved November 14, 2014 from http://jupiterinletdistrict.org/wp-content/uploads/2014/02/Boat-
Traffic-thru-2014-09.pdf.




EXHIBIT 3
Martin County Report: Potential Impacts - Navigation




EXHIBIT 4
Federal Railroad Administration On-Site Engineering Field Reports



















Conclusion:

Based upon my professional background and experience in regards to grade crossing safety,
I strongly recommend officials from All Aboard Florida to adhere to the principles as outlined in the
FRA’s guidelines for Emerging High-Speed Rail (80-110 MPH). In doing so incorporates the

optimum safety practices in the engineering and design of their crossing locations for the following

reasons:

L. The operating dynamics are significantly changing within the existing environment of
the grade crossings, along with an already an active freight operation that will include:
- The addition of 16 round-trip trains (32 total) at 110 MPH
- The eventual inclusion of Tri-rail Commuter Rail service, which will add 74 trains.
- Changing from single track to multiple track configurations.

II. Densely settled neighborhoods with congested roadways

III. As many as 5 traffic lanes in the oncoming direction at T-intersections

In summary, as the travelling public begins to assimilate to a substantial increase in railroad
operations - by incorporating enhanced railroad signaling technology and increased active highway
warning devices are paramount to ensuring safety awareness as both entities interact with one
another. Therefore, equipping crossing locations with the recommended actions, as outlined above

in this report, will dramatically reduce potential safety hazards and catastrophic events.

Report Respectfully Submitted By:

Frank A. Frey, Gen. Engineer-HSR

Federal Railroad Administration | U.S. DOT
1200 New Jersey Avenue, SE

RRS-23 | W33-447

Washington, DC 20590

(202) 493-0130

iPhone (202) 738-2195

frank.frey@dot.gov

Bk A T

March 20,2014

Page 7 of 7




























EXHIBIT 5
Staff Summary of the Regional Meeting in Jupiter on October 22, 2014

























EXHIBIT 6
Staff Summary of the Regional Meeting in Fort Pierce on October 23, 2014

























EXHIBIT 7
Correspondence from the Town of Jupiter dated November 10, 2014













EXHIBIT 8
Correspondence from the City of Fort Pierce dated November 14, 2014





































EXHIBIT 9
Correspondence from Mr. Joel L. .Tallant, Sr. —
Resident of Indian River County dated September 24, 2014







EXHIBIT 10
Correspondence from Mr. Robert J. Kennedy, President of the Marine Industries
Association of Palm Beach County dated November 20, 2014




EXHIBIT 11
Correspondence from the City of Palm Beach Gardens dated November 20, 2014







