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As Secretary of Energy and Environmental Affairs, I hereby determine that the Draft
Environmental Impact Report (DEIR) submitted on this project adequately and properly
complies with the Massachusetts Environmental Policy Act (M.G.L. ¢. 30, ss. 61-621I) and with
its implementing regulations (301 CMR 11.00). The Proponent may prepare and submit for
review a Final Environmental Impact Report (FEIR) in response to the Scope provided below.

Project Description

As described in the DEIR, the project consists of an expansion of Boston’s South Station
by the Massachusetts Department of Transportation (MassDOT). The project, referred to as the
South Station Expansion project, or SSX, is being undertaken to allow for expansion of intercity
and high-speed rail (HSR) service into South Station and to improve existing rail operations and
service delivery at South Station provided by the National Railroad Passenger Corporation
(Amtrak) and the Massachusetts Bay Transportation Authority (MBTA). MassDOT, the MBTA,
the Federal Railroad Administration (FRA) and Amtrak have identified the expansion of rail
capacity at South Station as a critical regional and national transportation need. According to
MassDOT, this need has been extensively documented in State and regional transportation plans
including Critical Infrastructure Needs on the Northeast Corridor (2013);The Northeast
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Corridor Infrastructure Master Plan (2010); The Amtrak Vision for High-Speed Rail in the
Northeast Corridor (2010); A Vision for the Northeast Corridor (2012); MassDOT’s weMove
Massachusetts: Planning for Performance (the Commonwealth’s 2040 Long-Range
Transportation Plan (2014); MassDOT’s The Way Forward: a 21" Century Transportation Plan
(2013); MassDOT’s Massachusetts State Rail Plan (2010); MassDOT’s Massachusetts Freight
Plan (2010); the MBTA’s Program for Mass Transportation (2009); and the Boston Region
Metropolitan Planning Organization’s (MPO) Paths to a Sustainable Region, the long-range
transportation plan for the metropolitan Boston region (2011).

To date, MassDOT has received $32.5 million from the FRA and $10 million in
additional State funding to complete preliminary engineering and environmental assessment and
permitting for the project. No additional sources of federal or State funding have been allocated
for final engineering or construction of SSX.

South Station is the sixth busiest station in the national Amtrak system and is the
terminus of Amtrak’s Northeast Corridor (NEC) service and Lake Shore Limited service from
Chicago via Albany; approximately 1.45 million Amtrak passengers used South Station facilities -
in 2012. From 2003 to 2012, the number of Amtrak passenger arrivals and departures through
South Station increased by approximately 52 percent. South Station serves as the terminus for
the western and southern lines of the MBTA’s commuter rail system. There are nine main line
approach tracks that currently converge in the South Station terminal area. Of these nine tracks,
five arrive at South Station from the west, consisting of the NEC Main Line, which operate on
tracks 1, 2, and 3, and the MBTA’s Framingham/Worcester Line, which operates on tracks 5 and
7. The remaining four tracks arrive at South Station from the south, consisting of the MBTA’s
Fairmount Line, which operates on the Fairmount Line/Dorchester Branch tracks and the .
MBTA’s Old Colony Line, which operates on the Old Colony tracks. Current weekday ridership
at South Station includes an average of approximately 4,100 Amtrak combined boardings and
alightings, and 42,000 combined MBTA commuter rail boardings and alightings.

South Station also provides connections to the MBTA’s Red Line, Silver Line and local
bus routes and intra-city bus routes run by private bus companies. Combined South Station
boarding and alightings in 2012 include 54,000 on the Red Line, 12,700 on the Silver Line,
2,900 on local bus routes, and 12,200 on intercity/commuter bus routes.

According to the DEIR, the project will provide numerous benefits by supporting
improved rail service, improved passenger service, pedestrian and bicycle improvements,
improved vehicular circulation, improved multimodal connections, and supporting regional and
local economic development. The project will improve operational efficiencies in and out of
South Station, upgrade facilities to meet Americans with Disabilities Act (ADA) and life safety
regulations, extend platform lengths to meet Amtrak and MBTA future berthing requirements,
and enhance multimodal connections through this key transit hub. The project is expected to
provide the ability to meet Amtrak’s and the MBTA'’s established objectives of 95 percent on-
time performance (OTP) for Acela and commuter rail service, and 90 percent for Amtrak
Northeast Regional trains.
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Currently, all 13 existing tracks and eight platforms are fully used by Amtrak and the
MBTA, and both operators are constrained in their ability to increase service or offer new
services due to the size and configuration of the station and terminal facilities. According to the
DEIR, the daytime vehicle layover capacity for the MBTA’s south side commuter rail service
area is presently inadequate and unable to meet projected future demands. Additionally, South
Station’s passenger facilities, including platforms, waiting areas, and customer support services,
do not meet preferred standards for passenger transit facilities. These deficiencies result in
congestion and declining service reliability for Amtrak and the MBTA. The project is designed
to reduce terminal capacity constraints, replace inadequate station facilities, and remedy
problems associated with insufficient layover space.

The project is part of an overall plan to improve intercity and future HSR service in the
NEC, as stated in Amtrak’s NEC Master Plan, its Vision for High Speed Rail in the Northeast
Corridor, and its 2012 update. By the year 2035, Amtrak projects that daily intercity rail
ridership at South Station will increase to approximately 5,500 combined boardings and
alightings. South Station commuter rail boarding and alightings are projected to increase to
56,000 daily riders by 2035. Amtrak’s 2030 plans call for increased service between Boston and
New York City and additional trains to operate over an “inland route” connecting Boston,
Worcester, Springfield and New Haven. South Station presently operates with a total of thirteen
tracks, all of which are fully utilized by Amtrak and the MBTA resulting in increasing
congestion and declining service reliability.! Furthermore, there is insufficient vehicle layover
space to meet existing and future South Station operational requirements. Amtrak and the MBTA
currently store trains in the South Station terminal while waiting for slots at the existing south ‘
side layover yards.

The project is expected to improve the rail system’s ability to absorb future demand along
the MBTA’s south side commuter rail lines and along the NEC. In the 2025 opening year, the
project would support the projected increase in ridership of approximately 16,000 to 17,000
additional daily combined commuter rail and Amtrak intercity rail boardings and alightings at
South Station over the No Build Alternative. By 2035, these numbers would increase to
approximately 20,000 to 22,000.

The project includes five primary elements:

o Expansion of the South Station terminal facilities by approximately 400,000 square feet
(sf) by adding seven tracks and four new platforms, reconfiguring existing platforms, and
constructing larger passenger circulation and waiting areas, amenities, and back of house
space. The Tower 1, Broad and Cove Interlockings will be reconfigured to reduce
conflicting movements through the terminal areal;2

s Acquisition and demolition of the U.S. Postal Service (USPS) General Mail Facility
located on Dorchester Avenue to provide a 16-acre site upon which to expand South
Station and restore Dorchester Avenue for public and station access. As part of the The

! South Station currently has fess than half the original track capacity that was available when the station was first opened in 1899.

2 An interlocking is a segment of railroad infrastructure comprised of track, turmouts, and signals linked (interlocked) in a way that allows for
trains fo move from on track to another, or across tracks, safely by preventing conflicting train movements.
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USPS facility acquisition is identified as a state-funded project in the MBTA’s current
FY2015-FY2019 Capital Investment Program (CIP);

e Creation of an approximately 2,500-foot extension of the Harborwalk along a reopened
two-way Dorchester Avenue that will include pedestrian, bicycle, local transit, and
vehicular improvements;

e Creation of opportunities for joint/private development adjacent to and/or over an
expanded South Station. MassDOT anticipates that revenue from future air rights
development could assist in supporting public transportation investments;

o Construction of additional rail layover space to address existing and future Amtrak and

' MBTA service expansions and other planned improvements. Layover facilities are used
to store, service, inspect, and maintain trains when they are not in service.

The approximately 49-acre South Station project site is bounded by Summer Street to the
north, Dorchester Avenue and the Fort Point Channel to the east, Atlantic Avenue to the west,
and the MBTA’s Cabot Yard to the south. The South Station project site also extends along a
portion of the NEC Main Line to the west past the Cove Interlocking and along the MBTA’s
Fairmount/Old Colony Railroad Line to the south just past the Broadway Interlocking. South
Station is located at the junction of several Boston neighborhoods including Chinatown, the
Leather District, the Fort Point Channel, and the Seaport-Innovation District/South Boston
Waterfront.

The project also includes the construction of layover facilities within the City of Boston.
After completion of a layover facility alternative analysis that evaluated 28 potential locations,
four sites for new and/or expanded layover facilities were further considered as part of the DEIR.
These potential layover locations include:

e The Boston Transportation Department (BTD)-owned Tow Lot located along Frontage
Road approximately one track-mile from South Station;

o Widett Circle, a 29.4-acre site located approximately one mile south of South Station at
100 Widett Circle and 1 and 2 Foodmart Road, primarily in private ownership;

e Beacon Yard Park, a freight yard and intermodal terminal most recently used by CSX
Transportation, Inc. (CSXT) located along Cambridge Street in the Allston section of
Boston, approximately four track-miles on the MBTA Framingham/Worcester Line from
South Station; and

¢ Readville Yard 2, an existing MBTA layover yard and maintenance facility located off
Wolcott Court in the Hyde Park section of Boston, approximately nine track-miles from
South Station.

MEPA Procedural History

The DEIR was noticed in the November 5, 2014 Environmental Monitor. At the request
of MassDOT, the review period was extended from the typical 30 days to 49-days. MassDOT
held a public hearing on November 18, 2014 to review the DEIR and allow opportunities for
questions and comments from the public.
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Portions of the project site have previously been subject to MEPA review as far back as
1973, As previously indicated in the Environmental Notification Form (ENF), projects filed on
the South Station site include: '

EEA No. 243 — South Station Urban Renewal Project;

EEA No. 2868 — South Station Project;

EEA No. 3173 — Temporary South Station Bus Terminal;
EEA No. 3205 — South Station Project;

EEA No. 4049 — Tunnel Ventilation Program Phase 1;

EEA No. 4327 —South Station Wye Conriector;

EEA No. 3205/9131 — South Station Air Rights Project; and
EEA No. 10270 — North/South Rail Link Project.

Of these prior filings, only three projects required the preparation of an EIR. The South
Station Air Rights Project (SSAR) (EEA Nos. 3205 and 9131) consists of a 1.8 million square
foot mixed-use development located on the northern end of the site above existing portions of the
South Station headhouse and tracks. The project also includes a 70,000-sf horizontally expanded
bus terminal, pedestrian connections from the train station concourse and platforms to the
expanded bus terminal, and a 775-space three-level parking garage located above the bus
terminal. The SSAR includes modifications to existing platform lengths at South Station,
reducing platform lengths on Tracks 3-10 between 20 and 89 feet. The EIR complied with
M.G.L. Chapter 30 and the Proponent filed a Notice of Project Change (NPC) for an extension of
time in 2012.

The North/South Rail Link (NSRL) Project consists of a three-mile tunnel linking North
and South Stations and associated rail infrastructure. The DEIR for this project was determined
to adequately and properly comply with the MEPA Regulations in July 2003. A Final EIR has
not been filed for this project. Given the lapse of time since the filing of the DEIR, this project, if
it were to advance, would require reinitiating the MEPA review process with the filing of an
ENF.

I have received numerous comments requesting that the scope of the SSX Project
improvements include underground rail tracks and platforms for the NSRL Project. In the DEIR,
MassDOT responded to similar requests that it is not currently in a financial position to endorse
or advance the design of the extensive underground infrastructure associated with the NSRL.
Furthermore, MassDOT stated that due to change in the physical nature of the corridor since the
construction of the Central Artery Project, as well as new assumptions regarding staging,
construction and costs since the last formal assessment of the NSRL, it believes that many of the
goals of the NSRL project can be accomplished through more incremental efforts, such as the
expansion of South Station. I acknowledge that a key benefit of the NSRL project that will not be
realized by the SSX project currently under review is a seamless connection between South
Station and North Station. This connection would provide enhanced service along the MBTA
commuter rail, subway, and NEC lines and would facilitate operations and maintenance by
eliminating the need to run non-revenue trains to reach more distant layover facility locations.
MassDOT reiterated in the DEIR that the SSX project will be advanced in such a way that it will
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“not preclude the potential for future underground infrastructure, such as tunnel portals and station
locations.

Jurisdiction and Permitting

This project is subject to MEPA review and requires the preparation of a mandatory EIR
because it requires State Agency Actions and exceeds several MEPA review thresholds
including:

¢ Expansion of an existing non-water-dependent structure, provided the use or structure
occupies one or more acres of (historic) tidelands (301 CMR 11.03(3)(a)(5));

e New discharge or expansion in discharge to a sewer system of 100,000 or more GPD
(301 CMR 11.03(5)(b)(4(a));

e Generation of 3,000 or more unadjusted new additional daily trips on roadways providing
access to a single location (301 CMR 11.03(6)(a)(6)); and

¢ Construction of 1,000 or more new parking spaces at a single location (301 CMR

11.03(6)(a)(7)).

The project requires a ¢.91 Waterways License and may require a Section 401 Water
Quality Certification (401 WQC) from the Massachusctts Department of Environmental
Protection (MassDEP), a Vehicular Access Permit from MassDOT, and air-rights easements or
approvals from the MBTA.? The project also requires an Amendment to the Fort Point Channel
Downtown Waterfront Municipal Harbor Plan (MHP) and a Public Benefit Determination issued
by the Executive Office of Energy and Environmental Affairs (EEA). The project may also
require a MassDEP Dewatering General Permit for dewatering of non-contaminated groundwater
and a MassDEP Remediation General Permit for dewatering of contaminated groundwater. The
project may require an 8(m) Permit, Construction Site Dewatering Discharge Permit and/or a
Sewer Use Discharge Permit from the Massachusetts Water Resources Authority (MWRA).

The project is subject to State Register Review (950 CMR 71.00) and Section 106
Review (36 CFR 800) by the Massachusetts Historical Commission (MHC). A Federal
Consistency Certification from the Massachusetts Office of Coastal Zone Management (CZM)
will also be required.

An Order of Conditions will be required from the Boston Conservation Commission, or
in the case of an appeal, a Superseding Order of Conditions from MassDEP. The project will also
require a Drainage Discharge Permit and may require a Dewatering Discharge Permit from the
Boston Water and Sewer Commission (BWSC). Construction of the public/private development
arcas above South Station will require review by the Boston Redevelopment Authority (BRA).

The project requires several federal permits/approvals including, but not limited to:
approval under the National Environmental Policy Act (NEPA), Part 77 Airspace Review from
the Federal Aviation Administration (FAA), Modification of High Occupancy Vehicle

3 Since the fil ing of the ENF, the MassDEP Sewer Regulations (314 CMR 7.00} have been amended. The projectis no longer anticipated to
require a MassDEP Sewer Connection Permit (BRP WP 74). Wastewater permitting will be undertaken by the Boston Water and Sewer
Commission.
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Designation review by the Federal Highway Administration (FHWA), Section 4(f) Review by
the United States Department of Transportation (USDOT) and a National Pollutant Discharge
Elimination System (NPDES) Construction General Permit from the United States
Environmental Protection Agency (EPA). The project may require a NPDES Permit, a Notice of
Intent, or a NPDES Permit Exclusion associated with construction period dewatering, The
project is subject to the MEPA Greenhouse Gas (GHG) Emissions Policy and Protocol.

The project will receive Financial Assistance in the form of funding from the
Commonwealth and the Federal Railroad Administration (FRA). Therefore, MEPA jurisdiction
is broad in scope and extends to all aspects of the project that may cause Damage to the
Environment, as defined in the MEPA regulations.

Project Changes Since the ENF

The DEIR presented modified project alternatives to those outlined in the ENF. These
modifications were generally attributable to advancement in project design and environmental
assessments. These updated project alternatives are described in detail later in this Certificate.

Since the ENF, MassDOT concluded that the Beacon Park Yard (BPY) layover site is the

- preferred location to the west of south station to meet existing and future MBTA commuter rail
layover needs. This facility is proposed to provide storage for up to 20 eight-car trainsets in a
parallel track arrangement and support facilities for MBTA operations. The BPY site is located
within the study area of a separate MassDOT project, the Interstate 90 (1-90) Allston Interchange
(EEA No. 15278). This project proposes myriad transportation and multi-modal improvements
within Boston’s Allston neighborhood and is intended to support redevelopment of land formerly
owned by CSX and now under the control of Harvard University. In order to facilitate an
evaluation of the cumulative environmental impacts associated with the proposed layover facility
operations at BPY in conjunction with other elements of the 1-90 Allston Interchange Project, I
incorporated the assessment of environmental impacts from the BPY layover yard into the scope
for a DEIR outlined in the Certificate on the ENF issued on December 24, 2014 for the 1-90
project. However, as detailed later in this Certificate, the operational impacts of rail layover
facilities located at BPY in relation to the future operations at South Station will continue to be
addressed in conjunction with the South Station Expansion (SSX) project.

Review of the DEIR

Project Description and Permitting

The DEIR included a description of the proposed project elements and related potential
environmental impacts. The DEIR included updated site plans depicting existing and post-
development conditions for each project alternative. The existing conditions analysis highlighted
operational constraints due to station design (e.g., no mid-platform boarding, substandard
platform widths and lengths) and layover facility locations. Furthermore, the DEIR described
how the proposed changes to the South Station headhouse and platforms will be integrated into
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the existing South Station building and platforms, including connections to other modes of transit
(e.g., private and MBTA buses, Red Line and Silver Line) and Main Line commuter rail
operations. The DEIR included a table that identified anticipated permits from State, local and
Federal entities for both the South Station site and the proposed layover sites. Draft Section 61
Findings for use by State Agencies in the permitting process were also included in the DEIR.

Project Purpose and Need

The DEIR included an extensive discussion of the project’s purpose and need, with
supporting ridership data and an evaluation of existing infrastructure deficiencies. The DEIR
generally used an approximate opening year of 2025 and a horizon year of 2035 for the analyses
performed in conjunction with the evaluation of potential project-related impacts.

According to the DEIR, terminal capacity constraints are attributable to the limited
number of platform tracks and the configuration(s) of the track infrastructure (one main track and
multiple approach interlockings). Because South Station is a terminal facility, every arriving
train must be reversed to either leave the station for a new revenue trip, or to access a layover
facility, further limiting station capacity. Furthermore, the configuration of the interlockings near
South Station create additional challenges for train movements in and out of the terminal. These
constraints were described as follows in the DEIR:

o Tower 1 Interlocking - South Station’s main interlocking, Tower 1 is located
immediately south of the terminal at the northern end of all Amtrak and MBTA lines that
come into South Station from the west and south and consists of nine main line approach
tracks converging into 13 station tracks and eight platforms. All moves for berthing
trains entering or exiting South Station occur at Tower 1 Interlocking. In its current
configuration, Tower 1 Interlocking contains two long ladder tracks, tracks that link a
series of parallel tracks, which allow a train approaching South Station on any track to
reach nearly every platform track. While this layout provides operational flexibility, it
creates a bottleneck for Amtrak and MBTA operations by limiting the number of trains
that can simultaneously move through the interlocking, resulting in service delays.

" o Cove and Broad Interlockings — Located south and west of Tower 1 Interlocking are
two additional approach (or “setup”) interlockings. Cove Interlocking is located
approximately 0.5 miles from South Station on the NEC and MBTA’s
Framingham/Worcester Line and serves as a universal interlocking for four of the five
tracks approaching South Station. Cove Interlocking does not provide access to all tracks
entering South Station. This interlocking allows trains to access the MBTA and Amtrak
maintenance facilities via the Wye track. Broad Interlocking, located adjacent to the
MBTA'’s South Side S&I facility, provides limited access between the MBTA Fairmount
and Old Colony Railroad main line tracks and does not allow universal access o all
tracks in both directions. This interlocking also allows trains to access the South Side
S&I facility and to and from Cove Interlocking via the Wye track. The limitations of
these two interlockings restrict “setup” train moves for appropriate tracks entering the
station that could take place outside of the South Station terminal area, forcing them to
take place within the Tower 1 Interlocking. According to the DEIR, this lack of
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operational flexibility increases the number of conflicting movements within the already
constrained Tower 1 Interlocking, exacerbating congestion, inefficiencies, and delays for
trains and passengers.

Finally, the configuration of the Tower 1, Cove and Broad Interlockings also require
many diverging moves in and out of the station to be made at Tower 1 Interlocking, at a speed of
10 miles per hour (mph), rather than the Cove or Broad Interlockings, which can be performed at
speeds of 30 mph.

The DEIR emphasized the importance of improving service reliability, measured by
OTP, at South Station. As noted by MassDOT, the interconnectedness and complexity of service
at South Station results in individual train delays not only directly impacting overall station
operations, but a cascading effect upon service line operations. Data presented in the DEIR
indicate that both Amtrak NEC and MBTA commuter rail service have not met respective OTPs
from 2008 to 2012.

Future (2035 No-Build) ridership growth on Amtrak and the MBTA commuter rail '
system are projected to increase operations at South Station for both revenue and non-revenue
trips. Current weekday operations at South Station include 40 Amtrak and 280 MBTA revenue
trips and 32 Amtrak and 97 MBTA non-revenue trips, for a total of 449 daily train movements at
South Station terminal. By 2035, weekday operations at South Station are estimated to include
80 Amtrak and 315 MBTA revenue trips and 58 Amtrak and 101 non-revenue trips, for a total of
554 daily train movements at South Station terminal, an increase of 23 percent. To
accommodate the 2035 operating plan, MassDOT performed simulation tests to determine the
appropriate number of station tracks at South Station. These tests concluded that 20 total station
tracks (an expansion of 7 tracks) would provide the optimal size to allow train volumes to pass
through the Tower 1 Interlocking.

Expansion of South Station, along with implementation of other rail improvement
projects, is expected to increase demand of vehicle layover facilities. The DEIR provided a clear
analysis identifying the current vehicle layover space deficiencies, and described the additional
demand associated with the SSX project. Current MBTA service levels require daytime layover
space for 28 trainsets (locomotives and coaches); space exists for only 22 trainsets within
dedicated layover facilities. This resulis in the storage of six non-revenue trains at South Station
platforms while waiting for available slots at existing south side layover locations. Storage of
trains on the platforms increases congestion at the terminal and creates operational conflicts.

According to the DEIR, Amtrak’s current peak layover capacity for South Station service
is cight trainsets during the day and 13 trainsets overnight. All of Amtrak’s existing layover
needs are accommodated at the Southhampton Strect Yard. Amtrak’s Front Yard is not used by
Amtrak for layover functions, but is used for MBTA layover and Amtrak non-revenue trains,
rail-bound equipment storage, and Amtrak maintenance-of-way material storage needs.

Layover space is needed to accommodate future MBTA service increases, fleet expansion
and transition to longer trainsets (eighi-car). Additionally, Amtrak will need to expand within its
existing facilities to accommodate layover needs associated with its future service projections
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(20 overnight trainset layover spots). While Amtrak has not identified the location of future
layover needs, it indicated that it does not foresee a need for additional capacity beyond the use
of its current system-wide Amtrak-owned facilities. The MBTA projects that by 2040 it will
have the capacity to store only 28 of the 49 trainset spaces needed.’

As noted in the DEIR, the location of layover facilities is one of the main factors that
determine the required diverging moves within Tower 1, Broad and Cove Interlockings.
Currently, all layover facilities are located south of South Station, despite 60 percent of all
revenue trains approaching South Station from the western routes. With the addition of Amtrak
revenue trains, approximately 70 percent of trains approach from western routes. Exclusively
southerly-located layover facilities contribute to.the capacity constraints at South Station. While
trains accessing layover facilities are non-revenue trains, they are still required to be dispatched
carefully, and must pass through the Tower 1 Interlocking just like revenue trains. MassDOT
noted the challenges of balancing competing revenue and non-revenue train movements to
maximize operational performance near South Station. Given these constraints, MassDOT
determined that rail layover facilities should be provided both west and south of South Station,
with such split layover facilities improving operations and reducing conflicting movements by
keeping trains on one side of the terminal or the other.

Finally, the DEIR discussed the need to improve substandard facilities at South Station.
MassDOT has established an overall level of service (1.OS) goal of LOS C for the South Station
public circulation areas and L.OS D for the station platforms in conjunction with the project. The
current size and configuration of South Station headhouse facilities do not adequately support
current and future passenger service needs. According to the DEIR, the existing headhouse and
platforms result in a poor passenger experience (LOS E or F) and the concourse configuration
results in confusion and inadequate connections between intercity rail, commuter rail, bus, and
transit service.> Furthermore, the station platforms do not comply with modern design
standards, including MassDOT’s current standard island platform requirements. Presently, Track
1,2, and 12 can hold a maximum of seven-car MBTA trainsets and Track 13 can only
accommodate a six-car MBTA trainset. Train length for Amtrak’s Acela service is 664 feet and
748 for Amtrak regional trainsets. The MBTA and Amtrak have identified future berthing
requirements associated with longer trainsets at 850 feet and 1,050 feet, respectively. Current
platform 1.OS is adequate (LOS D) with the occupant load of one MBTA commuter rail bi-level -
coach consisting of an eight-car trainset, but services sharply decline when concurrent train
arrivals occur on the same platform. The proposed project design includes platform and
passenger waiting area improvements to meet MassDOT’s LOS goals and provides a facility that
remains a viable and attractive alternative to air and automobile travel.

Public Involvement and Agency Qutreach Efforts
The DEIR summarized MassDOT’s public involvement and Agency coordination efforts

associated with the South Station design and MEPA review process. MassDOT has and will
continue to use a variety of techniques to facilitate public engagement. These techniques include:

4 This analysis assumed that by 2025, the MBTA would be using a four-track layover yard on an MBTA easement at Beacon Park Yard for
layover of 12 trainsets, This analysis &lso assumed reduced capacity by six trainsets at Southampton Yard and Front Yard due to the proposed
expansion of the MBTA’s fleet to eight-car trainsets.

5 Levels of Service (LOS) for pedestrian flow and quening range from LOS A (no crowding) to LOS F (extreme crowding).

10
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Project Mailing List — MassDOT maintains a database of individuals and
organizations and sends regular email updates, including the availability to review
documents and public meeting dates;

Social Media — MassDOT provides project-related updates through the MassDOT
blog, Twitter, and Facebook pages;

Meetings and Events — MassDOT hosts public informational meeting to share
milestone information and collect comments and suggestions. These meetings have
been held with a variety of community, civic, business, and citizen groups potentially
affected by the project;

Online survey — MassDOT opened an online survey in fall of 2013, available in
English, Spanish and Chinese, to gather feedback on current and future amenities at
South Station. MassDOT will consider the findings of the survey as the project
design progresses; and

Other Project Materials — MassDOT maintains a project website, creates project fact
sheets and project snapshots for a non-technical audience, and created a project -
brochure available in English, Spanish, and Chinese.

Finally, while this project is not subject to the EEA Environmental Justice (EJ) Policy,
MassDOT committed to evaluate the project for potential impacts to EJ communities based on
federal and State guidelines. The DEIR included an EJ and Title VI Technical Report (EJ
Report) prepared in accordance with the ENF and DEIR Certificates and the FRA’s Procedures
for Considering Environmental Impacts (1999). The EJ Report was prepared to demonstrate that
MassDOT and the SSX project are in compliance with Title VI of the Civil Rights Act of 1964
and EEA’s Environmental Justice Policy. The EJ Report described the study’s methodology,
existing conditions within the study area (both South Station and each potential layover site) with
regard to minority, low income, or limited English proficiency populations, and potential project-
related impacts to these identified EJ populations. Potential types of impacts assessed included:

Changes in accessibility and mobility for EJ and disabled populations, compared to
changes for non-disadvantaged populations;

Direct impacts due to relocations and other indirect property impacts; and

Indirect impacts due to air quality and noise impacts.

The DEIR identified the following conclusions from the EJ Report:

The proposed transportation improvements will improve station accessibility and
mobility for all users, including EJ and Title VI populations;

The project will not result in disproportionate impacts to EJ and Title VI populations
and will not directly displace these populations; no residences will be displaced by
the project; and '

The displacement of the USPS facility could affect some EJ and Title VI populations
due to facility relocation efforts. However, this facility is anticipated to be relocated
within the arca. Similarly, the displacement of 30 businesses at the Widett Circle
layover facility could affect EJ populations. The EJ Report noted that it is anticipated

11
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that businesses would be relocated in the Boston Area and would not result in the
long-term loss of employment.

The EJ Report also included the results of Central Transportation Planning Staff (CTPS)
travel demand modeling used to asses any changes to accessibility to needed services or
employment for EJ populations. This analysis indicated that the SSX project will result in
minimal or no changes for the communities of concern in any of the project alternatives. Finally,
permanent changes in the No Build and Build Alternatives are expected to be negligible (either
no change or changes of less than two percent) between both EJ and disabled populations and
non-disadvantaged populations. The EJ Report concluded that impacts in the No Build and
Build conditions will not be disproportionate or adverse on EJ communities or populations.

Alternatives Analvysis

As noted previously, since the ENF MassDOT has continued to refine the project
alternatives subsequent to additional evaluation of track configuration and platform alternatives,
station concept design, layover facility concepts, and joint/private development alternatives.

The DEIR presented the results of an initial (Tier 1) screening of track configuration
alternatives for South Station. The Tier 1 screening evaluated a series of “unconstrained” and
“constrained” rail alternatives to develop potential track configurations. Unconstrained
alternatives included those that were not limited by existing site boundaries and included
opportunities located outside the original project study area. MassDOT determined that while
these alternatives could accommodate Amtrak and MBTA service expansions, they resulted in
unacceptable challenges associated with land acquisition, construction phasing, and separated
passenger rail services. These alternatives were dismissed from further consideration.

Constrained alternatives focused on minimizing impacts to existing infrastructure,
including SSAR infrastructure, while remaining within the project study arca and improving
terminal operations. MassDOT developed four alternatives with various layouts at the terminal
and Tower 1 Interlocking to optimize operational flexibility, minimize disruption to existing
operations, and/or maximize future joint development on-site. Each of these alternatives was
subjected to a set of evaluation criteria: platform accessibility, infrastructure maintenance,
constructability, and capital cost. The DEIR included tables identifying platform accessibility
and the location of proposed crossover moves (i.e., Cove, Tower 1, or Broad) by service line
(e.g., NEC, Old Colony, ctc.) for each Constrained Alternative,

The DEIR also assessed platform length consistency for each Constrained Rail
Alternative (CRA) with the established future platform length requirements by the MBTA (850
feet) and Amtrak (1,050 feet). This assessment included the projected track length reductions-
associated with the SSAR project. The DEIR described potential innovations MassDOT may
incorporate into the project to maximize platform length given the constrained arca. These
include:

e Locating the locomotive and a portion of the first coach outside the platform,
without the ability to board/alight at both ends of the coach. This approach
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reduces platform berthing requirements by 135 feet, reducing the effective
platform length to accommodate Amtrak trainsets to 915 feet and MBTA trainsets
to 715 feet;

o Using a fixed type bumping post in lieu of the longer bumping posts currently in
use at South Station;

e Terminating the overhead contact system (OCS) within the station area and using
existing station structures (e.g., canopies, beams, columns) to support the OCS
instead of using OCS tie-off poles.

The DEIR identified the amount of Tower 1 Interlocking trackwork requirements for
each CRA, noting that less trackwork would result in less ongoing maintenance cost.
Constructability of each CRA was assessed by evaluating the potential impact constructing the
project would have on maintaining ongoing operations at South Station. Some alternatives
would require completely shutting down South Station operations, requiring substitute
transportation and busing for period of up to two to three years. Finaily, order-of-magnitude
capital costs for cach CRA were determined, considering costs associated with all tracks, signal
system, OCS, communication system, and associated civil work within the terminal and station
areas, and the interlocking. These order-of-magnitude costs range from $138 million (CRA 3) to
$493 million (CRA 1).

Based on the results of this assessment, two of these alternatives, CRAs 2 and 3, will be
advanced to a Tier 2 screening process. Both of these alternatives support a 20-track South
Station layout with up to eight trains moving through Tower 1 Interlocking simultaneously,
increase terminal capacity by approximately 55 percent, create new 22-foot wide platforms that
meet current ADA and National Fire Protection Association (NFPA) standards, establish direct
access to the bus terminal and other modes of transit at South Station, and avoid impacts to the
existing South Station Bus Terminal and future bus expansion elements of the SSAR project.

Constrained Rail Alternative 2 (CRA2) would streamline operations at South Station by
redesigning the Tower 1 Interlocking to reduce the number of conflicting movements through the
interlocking. NEC and Worcester/Framingham routes would access the westerly station tracks
and the Fairmount and O1d Colony routes would access the casterly station tracks. CRA 2 would
also allow access to the MBTA’s South Side Service and Inspection (S&I) facility for 18 of the
terminal tracks. Tower 1 Interlocking would require extensive reconfiguration. While work
could be staged to avoid completely shutting down South Station service during construction, it
wonld likely result in substantial impacts to South Station operations during the construction
period.

Constrained Rail Alternative 3 (CRA3) would include the construction of additional
terminal tracks by adding special trackwork to the existing Tower 1 Interlocking, minimizing
disruptions during the construction period. CRA 3 would maximize platform accessibility by
facilitating umiversal platform accessibility for trains approaching on the Fairmount and Old
Colony. Trains traveling on the Framingham/Worcester and NEC routes would have varying
access to platforms contingent upon whether crossover moves were made at Tower 1 or Cove
Interlockings (Tracks 1-14). CRA 3 would allow access the S&I facility for all tracks.
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'CRA 2 and CRA 3 include improvements to Cove and Broad Interlockings. These
improvements include the installation of new crossovers, track realignment, and installation of a
third running frack at Broad Interlocking. These improvements will move conflicting train
movements to areas outside the terminal that accommodate higher speeds and improve
operations at the Tower 1 Interlocking while maintaining the flexibility of train movements
within South Station. Additionally, these layout improvements would continue to provide the
operational flexibility necessary in the event of an emergency or equipment failure. '

The DEIR noted that station, track and layover facility designs will not preclude the
placement of infrastructure associated with any future rail electrification that may be undertaken
by MassDOT, nor preclude the potential use of diesel multiple units (DMU) if and when they
may be incorporated into the MBTA future fleet. Furthermore, the DEIR stated that the project
does not include any upgrades for freight traffic, but does not preclude Track 61 from being used
for freight service to the Port of Boston in the future. I do note, however, that the introduction of
potential future routes, such as those mentioned in some comment letters (e.g., DMU
connections from Back Bay to the Boston Convention and Exhibition Center) present their own
operational challenges, as they require crossing the NEC. If these projects are designed, funded,
and advanced, MassDOT will be required to consider their potential impact on the operational
improvements gained through the SSX project itself. However, this analysis is beyond the scope
of the SSX project currently under review.

The DEIR also described the results of an initial screening analysis undertaken for the
conceptual design of South Station. Similar to the track configurations, this initial evaluation
- considered both “unconstrained” and “constrained” alternatives. According to the DEIR, initial
unconstrained alternatives included expanding the South Station footprint to include the USPS
facility site, 245 Summer Street and relocating or altering the SSAR project. MassDOT opted to
eliminate concepts that required the acquisition of 245 Summer Street or substantial alteration of
the SSAR project to allow for advancement of design alternatives that are more financially
feasible and readily constructible. The DEIR outlined a series of design principles for the
expansion of the South Station headhouse. These design principles are intended to guide a design
responsive to good planning and urban design, station architecture, access and connectivity, and
historic preservation.

The DEIR included an expanded alternatives analysis that contained conceptual site
layout plans, a summary of potential environmental impacts, and a supporting narrative for each
of the following alternatives for the South Station Site:

A No Build Alternative;

Alternative 1 — Transportation Improvements Only;

Alternative 2 — Joint/Private Development Minimum Build; and
Alternative 3 — Joint/Private Development Maximum Build.

MassDOT has not identified a Preferred Alternative amongst the build alternatives.
MassDOT will select a Preferred Alternative prior to submission of the FEIR.
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No Build Alternative

The No Build Alternative consists of the following:
¢ Completion of the SSAR project, including associated expansion of the bus terminal
~and parking garage and modifications to the platforms and headhouse in the northern
portion of the South Station rail terminal.
¢ South Station would remain in its current configuration with 13 tracks and 8
platforms, with terminal operations, including the Tower 1, Broad and Cove
Interlockings configurations remaining unchanged. Activities conducted as part of the
MBTA’s State of Good Repair (SGP) program would be completed,;
e The USPS General Mail Facility would not be relocated and the majority of
Dorchester Avenue would remain unavailable for public use;
o Current roadway configurations surrounding South Station would remain unchanged
(e.g., Atlantic Avenue, etc.);
e There would be no extension of the Harborwalk along the Fort Point Channel
adjacent to the USPS facility;
¢ There would be no implementation of bicycle and pedestrian accommodations
through and around the site; and
® There would be no expansion of joint/private development.

Alternative 1 — Transportation Improvements Only

Alternative 1 includes the expansion of South Station onto the 14-acre USPS facility site,
only, with no additional provisions for joint/private air rights development. The South Station
terminal would be expanded by 400,000 sf, to a total of 610,000 sf consisting of passenger -
platform arcas and concourse levels with passenger support services, including amenities such as
food and beverage sales. Capacity improvements would include the construction of seven new
tracks and four new platforms for a total of 20 tracks and 11 platforms. Additionally, several
existing tracks and platforms and the Tower 1, Cove and Broad Interlockings would be
reconfigured. This Alternative would accommodate the previously approved air rights and
station modifications associated with the SSAR project. This alternative also includes the
reopening of Dorchester Avenue for public and station access, a 2,500-foot extension of the
Harborwalks along Dorchester Avenue, and improved pedestrian and bicycle connections. An
cxisting MBTA/BRA easement (presently utilized as a patio for 245 Summer Street) would be
required to reopen Dorchester Avenue as a two-way street.

Alternative 1 also includes the implementation of a series of transit improvements
projects expected to be in place by 2035 as indicated in the Boston area’s Regional
Transportation Plan (RTP). These projects include, but are not limited to:

South Coast Rail commuter rail service;

Green Line Extension to Tufts University and Union Square;
Increased frequencies on the Fairmount Line with four new stations;
The Silver Line Gateway Project; and

Increased service on Amtrak intercity trains.
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Alternative 2 — Joint/Private Development Minimum Build

Alternative 2 includes all of the transportation improvements provided in Alternative 1
with provisions to support future development through incorporation of appropriate structural
foundations into the overall station and track design. Since a specific building program or
development partner has not been established for air rights development, MassDOT, as directed
by the MEPA office, evaluated the potential environmental impacts associated with a future
project that would comply with existing State and local regulations, including existing building
height and setback from the Fort Point Channel requirements in the ¢.91 regulations, the Fort
Point Downtown Municipal Harbor Planning Area requirements, and the Massachusetts CZM
program. This alternative consists of 660,000 sf of mixed uses including residential (220,600 sf),
office (255,500 sf), retail (79,300 sf) and hotel (104,600sf) space located in six buildings ranging
up to 12 stories (142 feet) in height. Approximately 234 parking spaces would be provided in
structured underground parking.

Alternative 3 — Joint/Private Development Maximum Build

Alternative 3 includes all of the transportation improvements provided in Alternative 1
with provisions to support future development through incorporation of appropriate structural
foundations into the overall station and track design. Alternative 3 would also include a
joint/private development program unencumbered by the height and setback requirements
included in Alternative 2, but would instead only be limited by the FAA’s maximum height limit
of 290 feet associated with Boston’s Logan Airport. This alternative would require an
amendment to the Municipal Harbor Plan (MHP), which would modify applicable ¢.91
regulations for this site. Alternative 3 consists of approximately 2,000,000 sf of mixed uses
including residential (774,700 sf), office (917,300 sf), retail (75,620 sf) and hotel (266,600 sf)
space in six buildings ranging up to 21 stories (not exceeding 290 feet). Approximately 506
parking spaces would be provided in structured underground parking.

Joint/private development alternatives were based on station requirements, engineering
considerations, urban design criteria and financial feasibility. Concepts developed for the track
configuration, station design, and layover facility sites are the same in each Build Aliernative.
Therefore, differences between alternatives presented in the DEIR are limited to those associated
with Alternatives 2 and 3. According to the DEIR, MassDOT is conducting an in-depth financial
feasibility analysis of joint/private development alternatives to determine financial viability,
including potential revenues associated with leasing the air rights to a developer. The results of
this analysis should inform the selection of a Preferred Alternative to be presented in the FEIR.

Layover Sites

The DEIR presented the results of a Tier 3 layover site screening analysis, building upon
data prepared for the ENF and direction provided in the scope for the DEIR. MassDOT has
determined that no single site can provide the physical and operational requirements to fully
meet South Station’s layover needs. The Tier 3 analysis included evaluation of various layover
facility combinations to determine their ability to best meet system-wide layover needs,
including expanded service at South Station and use of the four existing layover locations.
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Established screening criteria included: ability to meet layover capacity and program needs,
railroad operations requirements, and order-of-magnitude cost estimates. The FEIR will present
a Preferred Alternative regarding layover facilities, assumed to include BPY and some
combination of Widett Circle and/or Readville Yard 2.

Layover No Build Alternative

The DEIR described layover facility conditions associated with a No Build Alternative.
In the No Build Alternative, Amtrak and the MBTA would continue to use Amtrak’s
Southampton Street Yard and the MBTA’s Readville Yard 2 and S&I facilities as midday
layover sites to support South Station operations. According to the DEIR, due to the planned
expansion of the MBTAs fleet to all 8-car trainsets by 2035 (current trainsets vary from 5 to 8
cars) the MBTA would experience reduced layover capacity at Southampton Yard. Amirak’s
Front Yard, currently used by the MBTA for midday layover for trainsets with six cars or less,
would no longer be available for midday storage. Therefore, in this alternative, the MBTA
would increasingly be required to store non-revenue trains at South Station platforms, outlying
facilities, or by moving them around within the MBTA system while waiting for slots at the
south side layover facilities. Widett Circle would remain in private ownership and no changes
would be implemented at BPY.

BTD Tow Lot Layover

The approximately 11-acre BTD Tow Lot is primarily owned by the City of Boston and
located approximately one track mile from South Station. It is currently used for the storage of
impounded vehicles and by the City of Boston Department of Public Works (DPW). Use of this
site would require an easement from Amtrak and displacement of existing on-site City of Boston
uses. According to the DEIR, the City of Boston identified a series of requirements for the
relocation of BTD uses (e.g., greater than 20 acres, located in City of Boston, etc.). Projected
impacts to DPW functions (i.e., fucling facility, salt pile, single-story garages and ramps) would
require either major modifications or relocation of the DPW facility. MassDOT determined that
there were no sites available that meet the City’s criteria for a suitable relocation for BTD and
DPW facilities. MassDOT concluded that acquisition of the BTD Tow Lot is impractical and
climinated it from further consideration. I note that recent reports indicate that this site has been
identified as a potential location for a future soccer stadium or a venue associated with Boston’s

12024 Summer Olympics Bid.

Readville Yard 2 Layover

Readville Yard 2 is an approximately 17.4-acre site located in the Readville section of the
Hyde Park neighborhood. It is located at the intersection of the NEC and the MBTA's
Fairmount Line, approximately 8.8 track miles south of South Station. This facility, owned by
the MBTA, currently houses a maintenance repair facility and is the largest layover yard used by
the MBTA for south side service, with a total of 12 tracks. Ten of the tracks are used for storage
and two are used for switching and movement of trains. The site also contains a building with
three tracks for maintenance functions.
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The Tier 3 analysis indicated that Readville Yard 2 could be expanded to provide storage
for an additional eight, eight-car trainsets, for a total layover capacity of 18 eight-car trainsets.
Support facilities would be expanded by 11,700 sf to provide additional crew space, a support
shed, and construction of a power substation. The proposed layover expansion would increase
the facility by approximately seven acres. While the MBTA currently owns the majority of this
area, a partial taking of approximately 0.7 acres of an adjacent privately-owned property, owned
by James Grant Company, would be required.

Beacon Park Yard Layover

The BPY site is MassDOT’s preferred location for a westerly located layover facility.
BPY is an approximately 30 acre site located in Allston along the MBTA’s
Worcester/Framingham Line approximately 3.8 track miles west of South Station. Historically,
this site has been used as a freight yard and intermodal terminal in Boston for CSXT, which
recently relocated to central Massachusetts. BPY is currently owned by Harvard University and
remains encumbered by CSXT’s operating rights. According to MassDOT, an agreement in
principal has been reached with Harvard University to use approximately 22 acres of BPY for a
new commuter rail layover, maintenance facility and rail station.

The Tier 3 analysis indicated that BPY could provide layover space for up to 20 cight-car
trainsets with 31,400-sf of support facilities consisting of a crew building, support shed, and
power substation.® As noted previously, the potential environmental impacts associated with
these proposed uses will be reviewed in conjunction with MassDOT”s I-90 Allston Interchange
project (EEA # 15278).

Widett Circle Layover

The Widett Circle layover facility site is located approximately one mile south of South
Station. As noted in the DEIR, this site is comprised of two parcels: Cold Storage and Widett
Circle. The Cold Storage parcel, located at 100 Widett Circle, is approximately 6.6 acres in arca
and currently houses a privately owned temperature controlled food storage and distribution
facility. The building has an active rail siding served by CSX Transportation, Inc., (CSXT) with
space for six freight cars. The DEIR acknowledged that a change in ownership of this site is
anticipated, as plans are being advanced to convert the existing cold storage facility into a
construction material recycling facility (EEA # 15070) by Celtic Recycling, LI.C. Widett Circle,
located at 1 and 2 Foodmart Road, is owned by the New Boston Food Market Development
Corporation and is comprised of approximately 30 units leased to food processing, food storage,
and food logistics businesses. I note the City of Boston’s comment letter identifying Widett
Circle as being located adjacent to the Dorchester Avenue corridor from Broadway to Andrew
Stations as a “strategic planning area” where the City will be focusing efforts to identify a long
term growth and economic plan.

The Tier 3 analysis indicated that Widett Circle could provide layover space for up to 30
eight-car trainsets and a 44,000-sf support facility including a crew building, support shed, and

5 I note that the ENF for the 190 Allston Interchange Project (EEA No. 15278) identified additional potential uses at this facility beyond those
mentjoned in the DEIR, including maintenance operations such as wheel truing and car washing.
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power substation. Construction of a layover facility at this location will require the acquisition
of 29.4-acres of private property, relocation of existing on-site businesses and demolition of
buildings.

Land Impacts

The South Station and proposed layover facility sites are all characterized by existing
urban and industrial land uses. Since thesc are predominantly altered areas, direct land impacts
are anticipated to be limited.

The DEIR included an analysis of existing land uses and zoning at the South Station and
layover facility sites. All development alternatives at South Station will require the demolition
of the USPS General Mail Facility. The relocation of this facility, if pursued by the USPS, may
be subject to separate MEPA review contingent upon the characteristics and location of a new
facility. The South Station site is regulated by a number of City of Boston zoning and overlay
districts, including but not limited to, the Flood Hazard Overlay District, the Greenway Overlay
District, and the South Station Economic Development Area (EDA). The DEIR discussed
project consistency with relevant planning documents applicable to the South Station site
including the Fort Point Channel Watersheet Activation Plan, the Fort Point District 100 Acres
Master Plan, the South Bay Planning Study, and the Chinatown Master Plan. The DEIR noted
the ongoing master planning process underway by the City of Boston for the South Station/USPS
arca. MassDOT will coordinate with the City of Boston to ensure that the conceptual
joint/private development plans will be consistent with the City’s master plan and its
recommendations for amendments to and refinements of current zoning.

The proposed layover facilities are located in industrially-zoned areas and are generally
consistent with current zoning. The northernmost portion of the Readville Yard 2 site is located
in the Neponset River Riverfront Protection Overlay District and the southern boundary is
proximate to a single-family residential district. MassDOT will design this facility consistent
with the zoning requirements and applicable setbacks and screening requirements. '

The DEIR described how the proposed layover facilities may impact existing on-site
uses. Two of the proposed layover facilities will require the acquisition of private property;
Widett Circle and Readville Yard 2 and displacement of existing businesses at Widett Circle.
The DEIR noted that for the construction and/or expansion of the layover facilities, required
property acquisitions will be limited to the minimum footprints required to support each.
function, including access roads, stormwater management facilities, and employee parking arca,
where required.

The DEIR included a listing of known development projects (cither in planning,
permitting, construction phases) near the South Station and layover facility sites. The DEIR
described the type and size of each project, its location, and status of review according to the
BRA’s Article 80 database. This summary highlights the growth trends in and around the South
Station site, particularly along in the Seaport/Innovation District.
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There are no designated Article 97 lands within the project area. Open space within the
South Station site includes Rolling Bridge Park, a park of local significance per Section 4(f) and
will be assessed as part of the project’s federal review process. An existing MBTA/BRA
easement (presently include the patio for 245 Summer Street) will be required in order to reopen
Dorchester Avenue as a public two-way street.

Wetlands, Waterways and Tidelands

The DEIR identified the general location of wetland resource areas regulated under the
Massachusetis Wetlands Protection Act (WPA) on the South Station and layover facility sites.
The DEIR summarized potential wetland resource area impacts associated with the SSX project.

o South Station: wetland resource impacts include approximately 346,900 sf (7.9 acres) of
100-foot jurisdictional buffer to coastal bank and approximately 129,200 sf (2.9 acres) of
land subject to coastal storm flowage (I.SCSF) (100-year floodplain). The project site
also contains Coastal Bank and Land Under Ocean (LUO) associated with Fort Point
Channel. These resources are beneath the bridges and will not be impacted. Coastal bank
is also defined by the Fort Point Channel seawall along Dorchester Avenue.
Modifications to the seawall involving excavation or reconstruction are not anticipated
but minor repairs to address mortar voids and shifted granite blocks may be conducted.
The minor repairs would be considered maintenance activities with no impacts to
resource areas of bank, land under the ocean, or land subject to tidal action.

o Widett Circle: No impacts to WPA jurisdictional resource areas are anticipated at this
location;

o Readville Yard 2: wetland resource impacts include approximately 2,100 sf (0.05 acres)
of Riverfront Area. The project will also impact approximately 14,200 sf (0.3 acres) of
the 100-foot buffer associated with the Neponset River bank. The expansion of the
layover facility will also impact approximately 9,000 sf (0.2 acre) of potential isolated
wetland areas. The DEIR indicated that if this is a classified isolated wetland resource
area, it is not subject to jurisdiction under the WPA.

The DEIR described how each project element will be designed and constructed in a
manner consistent with relevant performance standards established in the WPA Regulations (310
CMR 10.00). '

The DEIR included a discussion of existing floodplain conditions and designations per
the current and preliminary Federal Emergency Management Agency (FEMA) Flood Insurance
Rate Maps (FIRM) within a one-half mile radius of each SSX project component. At the South
Station site, based on wave interaction scenarios calculated for Fort Point Channel, the 100-year
flood Zone AE has varying base flood elevations. The base flood elevation for the Zone AE in
Fort Point Channel is 10 feet (North American Vertical Datum of 1988 (NAVD88)) for the area
south of the site boundary, beginning west of Dorchester Ave, east of South Station in Fort Point
Channel, the Zone AE area has a base flood elevation of 12 feet NAVD88), and just south of the
Northern Avenue Bridge, the Zone AE has a base elevation of 13 feet (NAVD88). The South
Station study area also contains an area of Zone VE, which is the flood insurance rate zone that
also corresponds to the 1% annual chance coastal flood, but has additional hazards associated
with storm waves. The VE area in Boston Harbor ends at the mouth of Fort Point Channel and
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has a base flood elevation of 14 feet NAVD88) immediately northeast of the Northern Avenue
Bridge.

The DEIR also noted that that the majority of the South Station study area floodplain
extending beyond the surface water of Fort Point Channel is developed land, consisting of roads
and commercial development. The extent of the 100-year coastal flood hazard zone includes
portions of the site along Dorchester Avenue between the USPS General Mail Facility/South
Postal Annex and the Fort Point Chanel, and extending to the 1-90 ventilation building. One
additional area of 100-year coastal flood zone occurs west of and adjacent to the Fairmount
Line/Old Colony Railroad Bridge over Fort Point Channel. MassDOT indicated that based on
site inspections, it appears that the vertical seawall/bulkheads along the channel predominantly
contain the flood waters. The seawall/bulkheads are not a consistent clevation through the site,
however, and locations where the 100-year coastal flood zone encroaches upon the site correlate
with seawall/bulkheads with less height.

At Widett Circle, the 100-year flood zone does not encroach upon the site boundary; the
Zone AL base flood hazard elevation is 10 feet (NAVD 88). In the Readville Yard 2 study area
the Neponset River contains Zone AE area that coincide with the banks of the water body.

Chapter 91

The SSX project contains both filled and landlocked tidelands as defined in 310 CMR
9.00. The DEIR included graphics identifying key c.91 jurisdictional criteria (e.g., Mean High
Water Mark (MHW), Historic Mean High and Mean Low Water Marks, filled tidelands,
landlocked tidelands, ctc.) at South Station Terminal and layover facility sites. The MHW of
Fort Point Channel was determined to be 4.63 feet above mean sea level (NAVD 88). According
to the DEIR, nearly all filled tidelands in the South Station site (including South Station, the
USPS facility, MassDOT Vent Building #1 and the Dorchester Avenue extension) are held in fee
by the Commonwealth or a quasi-public agency or authority in trust for the benefit of the public,
and therefore meet the regulatory definition of Commonwealth Tidelands. Furthermore, the
DEIR indicated that the filled tidelands at the South Station site do not meet the definition of
landlocked tidelands.”

The Dorchester Avenue extension, which separates Fort Point Channel from the existing
USPS facility, is owned in fee by the USPS, but the roadway is not open to the public at large for
vehicular or pedestrian use. Accordingly, MassDOT concluded that this section of Dorchester
Avenue does not meet the definition of a “public way™ in the ¢.91 Waterways Regulations and
does not by itself create landlocked tidelands at the South Station site. However, the DEIR noted
that in 2000, during the planning for the SSAR, the Massachusetts Legislature created a very
narrow exception to the landlocked tidelands provisions of c. 91. Section 85 of Chapter 235 of
"~ the 2000 Acts of Massachusetts General Court created a special exception under c. 91 to
facilitate redevelopment on air-rights above intermodal transportation facilities that would be
located on landlocked tidelands, but for the abandonment of an historic public way. While the
statute does not specifically identify South Station as the focus of the Massachusetts
Legislature’s intent, the site meets the specific geographic criteria contained therein. Therefore,

7Landlocked tidelands are defined as filled tidelands which are entirely separated from flowed tidelands by one or
more interconnected public ways in existence on January 1, 1984 (310 CMR 9.02).
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for potential air-rights development at the South Station site, this statute creates landlocked
tidelands at a point 250 feet landward of the existing mean high water of Fort Point Channel. The
Joint/Private Development Alternative 3 reflects these design parameters in compliance with the
¢.91 regulations. The Widett Circle layover facility containg landlocked tidelands. Readville
Yard 2 does not contain any filled or landlocked tidelands subject to the ¢.91.

The DEIR summarized prior ¢.91 licensing for the South Station site, noting the license
number, year of licensure, licensee, and authorized work. The DEIR distinguished between
historic/superseded licenses and those issued for ut111ty work in Fort Point Channel, the Central
Artery/Tunnel Project, and the original South Station headhouse and track construction work.
The DEIR included a description of proposed structural alterations or changes in use at the South
Station site in each of the Build Alternatives (Alternatives 1, 2 and 3).

Each Build Alternative will require a new waterways (¢.91) license pursuant to 310 CMR
9.05(1)(a) and (d). The DEIR provided an extensive discussion of demonstrating how cach
Build Alternative and layover facilities will be designed to meet the ¢.91 licensing criteria for a
non-water-dependent (transportation improvements, joint/private development) and water-
dependent (Harborwalk extension) uses. The DEIR identified the applicability of ¢.91 Basic
Licensing Requirements for each Build Alternative a:nd included a supporting narrative
describing project compliance with specific provisions.® The DEIR also described pmJect
consistency with the ¢.91 Proper Public Purpose requirements at 310 CMR 9. 31(2).°

As noted previously, the parameters of Alternative 2 were predicated on the constraints
imposed by the ¢.91 regulations regarding building setbacks and height limitations. The DEIR
described proposed open spaces and project elements to activate the ground-level pedestrian
environment and establish Facilities of Public Accommodation (FPAs).

The DEIR discussed how the project elements located in the Massachusetts Coastal Zone
(i.e., South Station terminal and Widett Circle) comply with the Massachusetts Coastal Zone
Policy for the purposes of Federal Consistency Review.

Municipal Harbor Plan

The Fort Point Downtown Municipal Harbor Plan (MHP) applies to approximately 37
acres of land and water and is generally bounded by the old Northern Avenue Bridge to the
north, the West Fourth Street Bridge to the south, Fort Point Channel to the east, and Atlantic
Avenue and the USPS parcel to the west. According to the DEIR, Phase 1 of the MHP was
approved in October 2002 and renewed in February 2013. The Phase 1 MHP is specific to the
~ property at 500 Atlantic Avenue. Phase 2 approval was granted in March 2004 and was specific
to Atlantic Wharf only. At that time, the Secretary deferred approval of the Phase 2 area south of
Summer Street, which includes the USPS parcel, pending the City’s completion of a master
planning effort for the South Station area. The master planning effort and MHP Amendment will
draw from the BRA’s Watersheet Activation Plan for the Fort Point Channel area for a list of
potential public benefits for development projects along the Fort Point Channel.

#310 CMR 9.31(1)(i) and 310 CMR 9.32; 8.33; 9.34; 9.35(2); 9.35(3); 9.35(4); 9.35(5); and 8.36-9.40.
310 CMR 9.51; 9.51(1); 9.51(2); 9.51(3)(d); 9.52; 9.53; 9.54; and 9.35,
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As noted previously, the City’s master planning efforts for the South Station/USPS area
is ongoing and the Joint/Private Development Alternative 3 will require an amendment to the
Phase 2 Fort Point Downtown MIP. To the extent that Alternative 3 will not meet the numeric
standards under 310 CMR 9.00, substitute standards, referred to as “offsets and substitutions”
will be required as part of an approved MHP. Potential offset measures anticipated for
Alternative 3 will be determined ‘during the preparation of the MHP and will be subject to
additional technical and regulatory review during that public process. Such offset measures may
include public programming and activation of the open space arcas, and additional public
amenities. The DEIR also noted that while the Joint/Private Development Alternative 2 i3
designed consistent with the ¢.91 regulations, pending decisions by the City of Boston’s master
planning process for the project area, this development alternative may also require an
amendment to the Phase 2 Fort Point Downtown MIHP.

Wind and Shadow Analyses

The DEIR included an analysis of potential impacts to the public realm from wind and
shadow at the South Station terminal site in compliance with the ¢.91 regulations. The wind
analysis evaluated mean speed and gusts for the No Build and Alternative 3 Build Conditions at
80 sensors located in the vicinity of South Station to identify the potential to exceed established
wind speed criteria deemed comfortable for sitting, standing, and walking. Based upon the
results of this analysis, MassDOT has incorporated mitigation into Alternative 3 in the form of
high coniferous trees and screen walls at the ground plain near the project buildings proposed
closest to the 1-90 vent building and Dorchester Avenue. These mitigation measures are
preliminary in nature and will be refined when final design takes place to ensure that wind
conditions are suitable at the ground level environment but demonstrate that it is possible to
reduce the wind speed at these potentially sensitive locations.

The DEIR also included a shadow analysis for the following alternatives to demonstrate
compliance with the ¢.91 regulations:

e Existing Conditions (including the No Build Alternative which includes shadow impacts
~ from the SSAR project);

o Alternative 1 — Transportation Improvements Only;

e Alternative 2 — Joint/Private Development Minimum Build; and

e Alternative 3 - Joint/Private Development Maximum Build.

The study used a 3D CAD model of the city and standard sun altitude and azimuth data
for October 23. This date is typically accepted by MassDEP and CZM for shadow studies in ¢.91
jurisdiction. Hourly shadows were estimated from 9:00 AM through 6:00 PM. As stated in the
DEIR, the shadow analysis examined the potential impacts to the ground-level public spaces
within filled and flowed tidelands focusing on public open spaces, major pedestrian arcas,
sidewalks and the watersheet of Fort Point Channel. For the purposes of this analysis, shadows
cast by proposed buildings or other structures onto existing or proposed buildings in the vicinity
of South Station were not considered impacts because they do not meet the criteria established
by 310 CMR 9.51(2)(c).
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The results of the shadow study identified the following impacts on public spaces:

e Alternative 1 will not create any new shadows on exterior public spaces. Asa
nonwater-dependent infrastructure project, Alternative 1would not be subject to 310
CMR 9.51(2)(c).

e Alternative 2 will create net new shadows lasting greater than one hour on South
Station site open spaces between the jo