
Richard W. Ubersax, PhD.. 
41-1013 Laurnilo Street 
Waimanalo, B1 96795 

UBERSAXeGMAIL.COM   
(808)259-6895 

February 5, 2009 

To: Mr. Wayne Y. Yoshioka 
Department of ansportation Services 
City and County of Honolulu 
650 South King Street, 3rd Floor 
Honolulu, HI 96813 

CC: Mr. Ted Marley 
F I A Region IX 
201 Mission Street, Suite 1650 
San Francisco, CA 94105 

Comments on Draft EIS Chapter 4.9 (Noise and Vibration) and Technical Report RTD 2008f 
(Honolulu High-Capacity Transit Corridor Project Noise and Vibration Technical Report, October. 2008) 

Dear Mr. Yoshioka: 

I have broken my comments into three separate areas with respect to Chapter on Noise: 

The DEIS and Technical Report do not meet the full-disclosure requirements specified in FTA's 
"Transit Noise and Vibration Impact Assessment" Manual (FTA-VA-90-1003-06, May 2006). 
It is imperative that modifications to the DEIS be made or included in a Supplementary EIS to 
satisfy these requirements., 

IL The noise impact criteria methodology used in the DEIS does not adequately address noise 
impacts for all situations along the guideway„ The City should review each of the areas cited in 
these comments and address them accordingly in the Final EIS or SEIS„ 

III.. Lack of accountability for operating within noise standards, Since there ale no City or State 
statutes for regulation of noise from mobile sources, objectionable noise from Project operation 
will be difficult control.. It is imperative that appropriate statutes be adopted prior to start-up of 
any segment of the First Project. 

Each of these areas is discussed in detail below,. If you have any questions, please feel free 
to contact me by phone or email 

Respectfully yours, 

Richard. W. Ubersax 

RS.: I have also sent an electronic copy to you via email. 
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CONCLUSION:  

It will be evident from the discussion that follows that the DEIS has not adequately analyzed noise 
along the guideway and has grossly underestimated the impact that noise generated by the Project 
will have on the quality of life of residents living close to the guideway. The DEIS "Summary of 
Environmental Effects" (DEIS Table 4-1) relating to noise indicates that there will be numerous 
"Moderate Impact" locations along the guideway, and that "no feasthle and reasonable mitigation 
is available to reduce moderate noise impacts that remain". The number of impacted sites would 
be much higher, and the level of impact would be more severe if the assessment: 

a) followed the guidelines and recommendations in the F TA "Transit Noise and Vibration Impact 
Assessment" Manual 

h) considered the open door and window lifestyle of our people, and 

c) extended the study to include the instantaneous noise from each passing train 

The ultimate message one gets from the DEIS is that there will be objectionable noise — although 
grossly understated -- and that the City expects us to live with it or deal with it later. The time to 
deal with it is now, and not later 

It is understandable that the City has tried to gloss over the negatives of the Project; but it is 
unacceptable to push the Project forward while knowing the problems — and expect the people to 
accept it If there is no way to mitigate the impact of noise (or other environmental effects) along 
sections of the guideway, a new design or route needs to be devised Anything less is a gross 
injustice to the people. None of the three Build Alternatives is acceptable in their current form, 

I. The DEIS and accompanying Technical Report  do not satisfy the "full disclosure" 
reauirements of NEPA. 

Although the DEIS and Technical Report RID 2008f provide much useful information on the 
fundamentals of noise generation, measurement, assessment criteria, impacts, and mitigation, they 
do not provide all of the information recommended by the FTA in the "Transit Noise and Vibration 
Impact Assessment" Manual (FTA-VA-904003-06, May 2006). 

With respect to recommendations provided in the FTA Manual: 

A. General 
"To be effective, the noise and vibration analysis must be presented to the public  in a clear, yet 

comprehensive manner. The mass of technical data and information necessary to withstand scrutiny in the 
environmental review process must be documented  in a way that remains intelligible  to the  public 
Justification for all assumptions used  in  the analysis,  such as selection ofrepresentative measurement sites 
and all  baseline conditions must be presented for review."  (FTA Manual page 13-4) 

Although the Technical Report provides significantly greater detail than the DEIS, it does not 
provide sufficient detail to withstand "scrutiny" by the informed reader. There are remaining 
questions regarding the protocol used for determining existing noise, estimating project noise, 
evaluating noise impact at specific locations, and validation of mitigation measures 
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There is also concern about the Project's planned extensions to UH Manoa and Waikiki not being 
covered in detail in the DEIS.. 

The Technical Report addresses this issue in the Preface: 

"Therefore, the focus of the Draft EIS is on the "First Project," a fundable approximately 20-mile section 
between East Kapolei and Ala Moana Center.. The First Project is identified as "the Project" for the purpose 

of the Draft  EIS 

This technical report documents the detailed analysis completed for the Full Project, which includes the 
planned extensions, related transit stations, and construction phasing. The planned extensions and related 
construction planning have not been fully evaluated in the _Draft EIS and are qualitatively discussed in the 
Cumulative Effects section of the Draft EIS as a foreseeable future project(s) Once funding is identified for 
these extensions, a full environmental evaluation will be completed in a separate environmental study (or 

studies), as appropriate" 

The extensions are an integral part of the ORTP 2030 plan and should be assessed with the same 
degree of detail in the DEIS as the three Project "alternatives" (Salt Lake alternative, Airport 
Alternative, and Airport & Salt Lake alternative), especially since the noise impacts of these 
extensions are expected to be greater and more difficult to mitigate than for the Project.. The fact 
that the DEIS uses the term "First Project" as a descriptor for the "Project" fully indicates that the 
City's intent is to complete the Full Project, and thus the extensions should be treated with the same 
level of detail in the DEIS as the Project 

B. Existing Noise 
"Measurement procedures should be fully described Tables of measurement instruments should include 
manufacturer, type, serial number and date &most  recent calibration by authorized testing laboratory.  
Measurement neriods,_including time ofday and length of time at each site should be shown to demonstrate  
adequate representation of the ambient conditions. The measurement data should be presented in well 
organized form in tables and figures " (FTA Manual 121 13 -2) 

Neither the DEIS nor Technical Report adequately describe details of the methods used for 
measuring the ambient sound levels at each receptor site The following information should be 
included: 

- detailed description of measurement instruments and calibration documentation 

precise location of receptor sites (exact coordinates including elevation); location of identified 
sensitive sites relative to each receptor site (including elevation); location of sensitive sites 
relative to guideway 

- precise time of measurement including day of week, time of day, length of time 

- assumptions made in calculations of L ma„„ Leg, Lch„ etc 

unusual occurrences and treatment thereof 

C. Prediction of Future Project Noise 

"The prediction model used for estimating future project conditions should be fully described and 
referenced Any changes or extensions to the models recommended in this manual should be fully described 
so that the validity of the adjustments can be confirmed Specific data  used as input to  the models should be 
listed. Computed levels should be tabulated and  illustrated by  contours, cross-sections or shaded mapping It 
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is important to illustrate noise/vibration impacts with base maps at a scale with enough detail to provide 

location reference for the reader." (VIA Manual p . 13 -2) 

Neither the DEIS nor Technical Report describe the methodology used for estimating project noise. 
The following information should be included: 

detailed description of prediction model, and if different from that recommended in FT A-VA-
90-1003-06, the justification for deviation; any adjustments to the model should be described in 
detail,. 

- specific data used as input to the model should be described including: 

• source reference noise level (unmitigated and mitigated) with supporting details (i.e.., vehicle 
configuration, vehicle speed); details of mitigation techniques and comprehensive 
justification of mitigated levels (i.e., effect of skirts and parapet wall independently, and 
combined effect) 

- tabulated results for each specific receptor (and relevant impacted sensitive sites) with all 
assumptions disclosed 

- precise distance between receptor and source 

- location of receptors (and sensitive sites) relative to source (i ,e,., distance above/below source) 

It is not clear from the DEIS or Technical Report whether the noise impact of vehicles on opposite 
tracks are treated the same, or whether converging trains are treated. The distance of the train from 
the receptor, and mitigation by the intervening parapet wall (and thus the noise impact) will be 
different depending on train direction,. This situation should be analyzed and treated appropriately 
(with explanation) in the FEIS/T echnical Report. 

Similarly, the DEIS and Technical Report do not address the impact of reflection of sound energy at 
locations where the guideway traverses in close proximity to buildings on both sides (e.g.., 
IIalekauwila Street, etc., TM Manoa extension, Waikiki extension)., If it is determined that 
reflection is inconsequential, it should be stated with appropriate justification.. If not, it should be 
addressed in the assessment. 

The DEIS and Technical Report depict noise impact data as distinct individual points along the 
guideway at ground-floor elevations (except in locations that included buildings of four or more 
stories). In the FT A manual, it is recommended that impacts be presented in the form contour' 
maps.. It would be highly desirable to represent these contours as a function of distance from the 
guideway as well as overlays to represent elevations above and below the guideway. The maps 
should be presented in a scale with enough detail to precisely determine distance of each contour 
line from the guideway. A format similar to DEIS Appendix A would be acceptable, but at 1" ----- 
100' scale),. 

D. Mitigation 
"The mitigation section of the technical report should begin with a summary of all treatments considered 
even if some are not carried to final consideration Final candidate mitigation treatments should  be 
considered separately with description of the features of the treatment, costs, expected benefit in reducing 
impacts, locations where the benefit would be realized and discussion ofpracticality of implementing 

alternative treatments With respect to noise impacts, enough information is to be included to allow the 
project sponsor and F TA to reach decisions on mitigation prior to issuance of the final environmental 
document " (F T A Manual p 13 -3) 
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The project already includes an integrated noise-blocking 3'-high parapet wall on each side of the 

guideway and a system specification for vehicles with wheel skirts., The parapet wall is expected to 

reduce noise at or below track level, and the skirts to reduce noise at or above track level. Each data 

point in the DEIS represents the noise impact with the wall and skirt mitigation measures in place; 

while Appendix A of the Technical Report, provides project noise impacts with and without these 

mitigation measures. From Appendix A, it is clear that project noise would be "severe" or 

"moderate" at most receptor sites without the prescribed mitigation measures. Since the proposed 

mitigation methods provide only an estimate of actual noise attenuation, it is possible that many of 

the sites listed as "no impact" could actually be "moderate impact" and sites listed as "moderate 

impact" could actually be "severe impact". 

In situations where noise -sensitive sites exist above the guideway, additional mitigation measures 

might be needed because of reflection from the guideway surface and lower efficiency of the 

parapet walls These sites should be identified and additional mitigation measures identified.. The 

DEIS and Technical Report address this issue to some degree, but it would be highly desirable to 

include specific recommendations and supporting data to support the recommendations. 

The FTA Manual recommends that a summary of "all" treatments considered.. Although the 

Technical Report mentions two additional measures, there are numerous others available (such as 

an additional wall on the centerline of the guideway).. These should be described in detail (along 

with the benefit expected) 

The FTA Manual discusses operational restrictions as a means to mitigate noise, but does not 

impose them because of their impact on system efficiencies, economics, etc. 

"Two changes in operations that can mitigate noise are the lowering of speed and the reduction of nighttime 

(10 pm to 7 am) operations. Because noise from most transit vehicles depends on speed, a reduction of speed 

results in lower noise levels. The effect can be considerable. F'or example, the speed dependency of steel- 

wheel/steel-rail systems for L eg  and Ldn  (see Table 6-4) results in a 6 dB reduction for a halving of the speed 

Complete elimination of nighttime operations has a strong effect on reducing the Ld n, because nighttime 

noise is increased by 10 decibels when calculating Ldn ." (F TA Manual p.6 -41), 

The City should anticipate reducing speed in noise-sensitive areas (below the 45 mph initially 

planned), and incorporate this scenario in the financial risk analysis section of the DEIS,. 

The maximum acceptable limits for project noise should be specified in the FDIS (or SEIS), along 

the length of the guideway (depending on noise impact sensitivity). Shortly after commencement of 

system operation, detailed measurements should be made to ensure compliance with these limits 

To further ensure that noise from the project is within acceptable limits, City Council (or if 

necessary, State Legislature) should legislate noise limits along the guideway. Prior to 

issuance of the FEIS, a written commitment from the City (or State) should be made to pass 

legislation prior to start up of the project that specifies maximum noise allowed at residential 

building setbacks and requires a reduction in speed if Project noise level exceeds specification 

until other mitigation measures can be implemented. 
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II. The DEIS noise impact criteria methodology does not adequately address noise impacts in 
all situations: 

A. FTA criteria underestimate actual noise impact by use of Ldn Or the Leg  

The FTA criteria incorporate average noise measurements and de-emphasize short-term noise  
occurrences However, in some cases, the use of L., or the maximum noise recorded over a short 
time interval, is a more meaningful measure of unacceptable noise level, as explained in the F TA 
Manual: 

The assessment of noise impact in this manual utilizes either the Ld n  or the Leg  descriptor' As such, in 

determining impact it is not necessary to determine and tabulate the maximum levels (L ima) However, it is 

often desirable to include computations of 1,, a, in environmental documents, particularly for rail projects, 
because the noise from an individual train pass by is quite distinguishable from the existing background 

noise. The L max  is also the descriptor used in vehicle specifications Because  Ln„  represents the sound level 
heard during a transportation vehicle pass  by, people can relate this metric with other noise  experienced in  
the environment. Particularly with rail transit projects, it is representative of what people hear at any 
particular instant and can be measured with a sound level meter ." "Thus., although L,„ is not used in this 
manual as a basis for assessing noise impact, it can provide people with a more complete description of the 
noise effects of a proposed project and should  be reported in environmental documents."  (I TA Manual p.6-
29) 

"Although the maximum noise level ('mar)  is not used in this manual as the basis for the noise impact 
criteria for transit projects, it is a useful metric for providing a fuller under standing of the noise impact from 
some transit operations Specifically ,rail transit characteristically produces high intermittent noise levels,  
which may be objectionable depending on the distance  from the alignment Thus, it is recommended  that 

nat information be provided in environmental documents to supplement the noise impact assessment and to 
help  satithjfig_Zyull disclosure" requirements of NEPA  "(F TA Manual p 3-9) 

This is an especially critical issue in residential areas that are in close proximity to the guideway 
(<100 feet)., In many cases, transit vehicles will pass well within 100 feet, and in some cases as 
close as 30 feet of windows in residential areas In these situations, L max  would be a more 
meaningful noise descriptor. 

In Hawaii's tropical climate, it is often necessary to keep windows and doors open for personal 
comfort since many residences do not have air conditioning. In this case, the actual noise of the 
passing train, L ina,, , is the best measure for judging the real-life impact of the event. Although the 
F IA noise impact classification might be "No Impact" or "Moderate Impact", affected residents 
will perceive it as being "Severe Impact". Air conditioning as a mitigation measure would not be 
accepted by the tropical culture, and would increase the electrical burden of the public.. 

Neither the DEIS nor Technical Report address this issue even though many residential properties 
will be severely affected, It is imperative that these issues be addressed in the FEIS or SEIS. 

B. FTA criteria underestimate actual noise impact by applying criteria "outside" of 
residential building locations 

"For residential land use, the noise criteria are to be applied outside the building locations at noise-
sensitive areas with frequent human use including outdoor patios, decks, pools, and play areas If none, the 
criteria should be applied near building doors and windows." (FTA Manual p, 3.-10) 
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As discussed above, the nature of the climate and lifestyle require windows and doors to be open, in 
some cases year-round. In typical residential construction (double-pane windows and doors), noise 
can be mitigated by as much as 25 dB; but in Hawaii, with doors and windows open most of the 
time, the actual noise can be much louder than indicated by the FTA criteria, and thus, although 
classified as "No Impact" or "Moderate Impact", should actually be classified as "Moderate 
Impact" or "Severe Impact". 
Neither the DEIS nor Technical Report address this issue even though many residential properties 
will be adversely affected. It is imperative it be addressed in the FEIS or SEIS.. 

C. FTA criteria underestimate actual noise impact by referencing to ambient noise 

The PTA criteria for project noise impact  is based on average project  noise levels compared to 
average background  (ambient) noise levels: higher project noise is permitted at higher ambient 
noise levels. However, in many cases, the absolute total noise level (sum of ambient and project) 
should be used to establish the impact of the project on noise severity as described in the F TA 
Manual: 

"Ambient levels above 65 dB (Li n).  are considered "normallEunsatisfactory" for  residential land use by the  
Department  sif Housing and Urban Development Thus there is a stronger need for mitigation fa project is 
proposed in an area  currently_ experiencing high noise levels from surface transportation. An example would 
be a project where additional commuter tracks ar e added to a very busy rail corridor If this project were 
placed in a less noisy environment, the impact as sessment might show a Severe Impact, but when the project 
is overlaid on an existing noisy environment, the result could be Moderate Impact or, possibly,. No Impact 
However, in this situation the new cumulative noise environment may be very objectionable because people 
will not be compartmentalizing the existing noise versus the new noise and reacting only to the new noise In 
this circumstance impacts predicted in the Moderate range should be treated as if they were Severe  (F TA 
Manual p 3-12) 

In the FEIS or SEIS, every receptor site should be assessed to determine how application of this 
criterion would affect the noise impact rating. 

D. FTA criteria underestimate actual noise impact by time averaging technique 

Ambient 4, is averaged over the full 24-hour day, and remains the same whether the Project is 
operating or not., Noise generated by the Project (Ld n) is also a 24-hour average, but the Project is 
not expected to operate during the nighttime hours of midnight to 4 AM., During this period, project 
noise is "zero", so the calculated Project Ld n  is lower than if trains were running through the night. 
This calculated Ldn  could result in a reduction in noise impact from "Severe Impact" to "Moderate 
Impact" (or "Moderate Impact" to "No Impact") even though the instantaneous impact (L flax) for 
each train passing is the same, independent of pass--by frequency 
The same effect would be realized if the frequency of passing a specific receptor site were to be 
reduced, e.g.., by increasing headway.. Illustrative of this concept is in the comparison of common 
receptor sites along the Salt Lake Alterative versus the Salt Lake &Airport Alternative. The 
frequency of passing trains along Salt Lake Blvd for the Salt Lake & Airport Alternative will be 
one-half of that for the Salt Lake Alternative,. Thus, the calculated project noise levels (Ld n) for 
receptors along Salt Lake Blvd for the Salt Lake & Airport Alternative are significantly lower than 
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for the Salt Lake Alternative. The consequence is that the five high-rise apartments along Salt Lake 
Blvd (receptors 0 and 16) are reduced in noise impact from "Moderate" to "No Impact" in the Salt 
Lake & Airport Alternative, even though the actual noise from each passing train is the same in 
either case. 

These factors should be explained in the FEIS or SETS so that the general public — especially those 
living close to the guideway-- has a fuller understanding of the adverse impacts of the Project.. 

III Accountability 

At the present time, there are no State or County statutes for regulation of noise resulting from 
transit operations on the guideway. Without these statutes, it is virtually impossible for residents to 
force mitigation through legal channels,. The City has no incentive for mitigation; in fact, it has a 
disincentive in that any mitigation will result in higher capital and/or operating cost. It is imperative 
that such statutes be enacted (with full involvement of the public) prior to commencement of 
service. Such legislation should require reduction in speed as an interim mitigation measure until 
permanent physical mitigation can be implemented, 

(Note: HAR 11-46 is the correct statute for stationary noise listed on DEIS p. 4.-98, and not 11-16)  

It is unsettling that the City and its consultants have not addressed the noise issue or other 
potential negative impacts of the project-- more seriously; nor considered the reaction of the public 
after implementation It's as if the attitude is to forge ahead and face the consequences later. For a 
project that has such a large environmental and economic impact, this is behavior is irresponsible, 
and should be accounted for,. 
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HHCTCP Draft EIS/Section 4(f) Evaluation 2/6/09 	AYKimura 

To: 	Mr Wayne Y Yoshioka 
Department of Transportation Services 
City and County of Honolulu 
650 South King Street, 3rd Floor 
Honolulu, HI 96813 
808-768-8303 

From: Amy Y Kimura 
1310 Heulu St , Apt. 1002 
Honolulu, HI 96822 

Subject: 	Honolulu High-Capacity Transit Corridor Project 
City and Count of Honolulu, O'ahu, Hawai'i 
Draft Environmental Impact Statement/Section 4(f) Evaluation 

t/Mr Ted Matley 
FTA Region IX 
201 Mission Street, Suite 1650 
San Francisco, CA 94105 
415-744-3133 

The following are my comments on the Draft EIS due February 6, 2009 recommend a Supplemental EIS 
be prepared before the Final EIS to adequately answer my and others' questions and comments, 

CHAPTER 1 PURPOSE AND NEED FOR RAIL PROJECT 

A. REDUCE CONGESTION INTO URBAN HONOLULU At the beginning of this process the 
public was told the major reason for the project was to reduce congestion, particularly from Leeward 
and Central O'ahu. As a n urban Honolulu resident I was usually not affected by this daily problem 
However, on those few occasions when I found myself in it, it made me very sympathetic to their plight I 
believe the City and its consultants have given short shrift to investing in an improved bus system that 
would reduce congestion for leeward O'ahu motorists at least as much as the rail system and much 
sooner and at vastly less cost to gahu taxpayers 

B. DIRECT FUTURE GROWTH.. The other major reason discussed, one espoused by many on the 
City Council, was as a planning tool, to direct future growth toward the Second City of Kapolei This 
made sense to me I recalled Stockholm, where at rail stations there was high density: high rises with 
commercial spaces on the low floors, residential on the upper floors, of -ten for the elderly. Radiating from 
the station were first lower density town houses and low rise apartments, then farthest away, starting 
perhaps from one-third or one-half mile were single-family houses Bicycle and pedestrian paths 
connected with the stations without crossing a street. It was safe and well-planned, with a mixture of family 
types and families easily accessible to elderly parents Each station was a little neighborhood where you 
didn't have to drive to take care of daily activities and needs, as is common in Japan and in New York City .  

But this is not what I see being planned for the first few stations being built. 

C. FARFETCHED STATEMENTS BY CITY IN FAVOR OF RAIL 

1. "Rail transit is a way to...provide options for those who cannot easily drive to, or 
park at, their destinations." IHnl rail transit insert Advertiser and Star-Bulletin Sun-10-19-081 

Why provide an option at such a high cost for the next 20-30 years when it will do little to alleviate traffic 
from Leeward O'ahu (only 11% according to the City's rosy estimates) ? The City should not be 
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mortgaging the taxpayers' future for something with such a small benefit and so risky. At a minimum it 

should exhaust other, less expensive, lessrislw, and less disruptive options like greatly improved express 

bus service The City should act prudently, not be gambling with present and future taxpayers' funds 

2. "Goal: Improved Equity" "Everyone can use the fixed guideway system and afford it" 

(Honolulu On The Move Newsletter, Feb 2008, p 1) 

How is it possible that bus passes and fares will not increase with rail added? How can the rail be built and 

added costs of operating and maintaining the rail in addition to the bus system not require higher fares? 

The current $40/month adult bus pass is affordable for households with limited incomes and/or no car .  

The $30NEAR (not month) senior pass is an outstanding bargain! Nowhere in the US or Canada have I 

come across such a bargain for seniors This incredible bargain offers great mobility and a high quality of 

life to seniors with limited income and those unable to drive My late mother made good use of it. 

3a. Improve Corridor Mobility. (1.8.1). 

Decreasing congestion into Honolulu and the Central Business District can be achieved much more 

economically than with a multi-billion rail by the City (and State) increasing monthly employee parking rates 

(e .g. $60) in the CBD to closer to private rates downtown ($200+) This would encourage more carpooling 

and bus riding [but bus service must be improved to attract "Choice Riders'.. 	City and State would 

probably have to negotiate this with the unions, but it would be much easier on the public and not 

disruptive to businesses along the route than constructing the rail system 

313.. "Motorists and transit users experience substantial traffic congestion and delay at 

most times of the day, both on weekdays and on weekends." (1.8.1) 

During peak hours I agree, but in the off-peak hours or on weekends I haven't found this in 

10-15 years of occasional driving to WaikeleNVaipahu/Pearl Ridge/Pearl City from Makiki Nor have I 

found this when often driving around Kalihi and lwilei in off peak hours In the 90s when I used to drive to 

Pearl City during the morning peak period, it usually took me 10 minutes longer than in the best off-peak 

times. But driving back during the am peak period took an hour longer, so I learned to delay returning 

because I was lucky enough to have a choice most of the time. 

4. "A need exists to provide a more reliable transit system." (1 8 2) 

I agree, but this can be done with an improved bus system that will cost a fraction of the rail and will not be 

disruptive during construction nor take away parts of people's land 

5. Improve Transportation Equity (1.84) "Downtown median daily parking rates are the highest 

among U .. S. cities, further limiting this Itransit-dependent and lower-income workers from Pearl City, 

Waipahu, and Makakilo areas) population's access to Downtown " 

Why would high Downtown median daily parking rates affect the transit-dependent and those without 

cats? 

D. ALTERNATIVES INADEQUATELY EXPLORED Mayor Hannemann and the City's 
consultants have not explored alternatives adequately They have given short shrift to a bus and 

Transportation Systems Management alternatives. What I've read and heard at public meetings and 

hearings indicates the Managed Lane Alternative has also not been given a fair examination When the 

mayor ran for office he often said the City has Needs and Wants He would focus on the Needs before the 
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Wants believe the rail project is a Want, not a Need Our Needs include at least one billion dollars to 
bring our aging sewer system up to minimum Federal standards now that repeated waivers over the past 
15-20 yearshave run out. A Federal court has ordered the City to do so U. S Senator Daniel Inouye is 
trying to use his influence to grant us an exception because he said the City cannot afford to pay for it. Yet 
Senator Inouye feels we can afford a much more costly five billion dollar rail system that is a Want, not a 
Need 

E. WHO WILL NOT BE BETTER SERVED BY THE RAIL SYSTEM? 

1. Urban Honolulu (and Central Business District) residents are currently well served by the low-fare 
bus system, especially those without cars They will not benefit from the proposed rail system On the 
contrary, they will have poorer bus service because many bus routes from one part of Honolulu to another 
part will be diverted to feed the rail stations 

2. The elderly, people of limited income, and the disabled are best served by buses 
because of the low-cost fares, nearness to origins and destinations, security due to the presence of a 
driver on every bus, and safety because the driver waits until the elder and handicapped are on board or 
safely on the ground before closing the door and moving on 

3. UHM/ChaminadeISt. Louis students because the Minimum Operating Segment will not go to 
UHM/Chaminade/St. Louis.. Commuters from Leeward and Central O'ahu usually remark on how much 
less traffic there is when UH is not in session, that there really is little congestion. This contradicts the 
assertion that 'The Project would meet the Purpose and Need for the Project whether or not the 
planned extensions are provided " [Project Phasing, p. 2-38] 

4. O'ahu taxpayers will be spared the traffic congestion during the ten-year construction period, the 
much higher property taxes and GET surcharge increase necessary to build, operate, and maintain the 
train, and the inability to afford both rail and core city services like sewers 

5. Tourists will not like the visual blight created by an elevated line (this is supposed to be "paradise") 
and go elsewhere, affecting the state and city economy and the revenues for the 1/2% GET surcharge as 
well as the Tourist Accommodation Tax 

6. Leeward O'ahu residents, last, but most importantly, who do need relief from peak period 
congestion Unfortunately, the rail will not provide that relief as I will argue in my comments They have 
been misled into believing that their severe rush hour congestion affecting their quality of life will be eased 
when the MOS is completed in ten or so years 

CHAPTER 2 ALTERNATIVES CONSIDERED 

A. NO BUILD (BUS SYSTEM), TRANSPORTATION SYSTEMS MANAGEMENT (TSM) 

Express buses are tremendously more cost-effective than a multi-billion dollar fixed rail Express buses 
use roadways used by cars and other buses and thus will not cause more congestion during a decade of 
construction as the guideway must, which can cause small and even medium-sized businesses to go 
under. They do not require condemnation of land for their stops 

1. Improve express bus service from Leeward O'ahu. It is the Leeward (and Central) O'ahu 
areas which are most in need of relief from rush hour congestion I feel not enough thinking outside the 
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box has been done by TheBus decision makers More express buses, especially during the morning 
peak period, could fill this need better and at much lower cost than a rail system More luxurious coach-
type buses should be tested to see what brand best meets commuters' needs Most of them should be 
super express buses, which only pick up passengers in the originating area and only drop off in 
destination areas. 

Example: improve Waranae-Honolulu express buses. For example, Waianae super express 
buses should drive straight to town without stopping at Waipahu or any other place en route to the 
destination in, say, the CBD or Waikiki or UHM This would minimize riding time for everyone on the bus. 
The bus should have upholstered seats such as tourist coaches have or long distance buses on the 
mainland have I've ridden on inter-state Greyhound buses that have spacious Business Class size 
reclining seats like those on jet planes, with a pull-down tray-table, individual lights and air jets The buses 
have a toilet on board Riders would be able to read, use a laptop, sleep, and even eat So even if the bus 
is stuck in traffic, the rider can use the time productively and in comfort 

Example: Improve Kapolei-Honolulu express buses. To minimize time spent riding and 
maximize space on them, express buses should stop only for pickups (no dropoffs) in Origin areas They 
should allow only dropoffs (no pickups) in Destination areas This is done elsewhere though not here. 
The number of Origin and Destination areas served can be determined partly by survey, partly by trial-and-
error after establishing initial service. For example, whether it should include Downtown en route to UHM 
or Downtown and Ala Moana en route to Waikiki would depend on the number of riders to the different 
areas and availability of buses. 

2. More than five minutes late is "Late" for express buses (1.5.3) Express buses are on 
average more than five minutes late 30% of the time (p1-19) This definition of "late" is unduly strict and 
doesn't make sense to me When I drive or ride the bus, I consider a 5-10 minute leeway normal, not late 
Only in Switzerland or Japan with their famed punctuality would this be a reasonable definition; not in the 
US or elsewhere in Europe Fifteen minutes would be "late" for the bus or when I drive 

3. TheBus serves urban residents well.. Ninety-five percent of the urban population lives within 
one-quarter mile of a bus stop The urban population is well served by the present bus system 

This DEIS contradicts itself when it states ( p.2-9, col 2) , 'Transit service levels .. would remain about the 
same as they are today " And then it says (p. 2-24), Some bus routes including peak period express 
buses would be altered or eliminated Certain local routes would be re-routed or reclassified as feeder 
buses 

This is not possible if feeder buses must be diverted to transit stations to meet trains every three to six 
minutes and the fleet would be about the same whether the rail is built or not 

4. Apply traffic signal priorty for buses now. Traffic signal priority would be given to buses 
during the morning peak period when the rail is built.. This can be done without rail to improve the express 
buses' times Trial-and-error can be used to determine the intersections with bus traffic signal priority very 
inexpensively compared to building and operating rail 

5. Transfers to/from rail discourage "Choice Riders.." The rail stations will not be within easy 
walking distance of most potential riders' homes People will find, as I did, that transfers from bus to rail and 
vice versa are time-consuming and a deterrent to riding the rail if you have an alternative 

Example: Yokohama. My actual ride on the subway train was about 11 minutes But I allowed 60 
minutes for my trip because there was a 5-minute walk from my apartment to the bus stop; a 5-10 minute 
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wait for the bus; 10-15 minute bus ride; 5-minute walk from the bus to the subway platform; 1-4 minute 
watt for the train; 11 minutes on the train; an 8-10 minute walk from the platform to my final destination On 
the days when I had no wait times, it would take 40 minutes; on other days when I barely missed the bus 
and subway, it would take 55-60 minutes I had no car and no choice but to ride public transit in 
Yokohama do not ride bicycles, so that was not an alternative 

6. Buses can stop close to home and work/school. Express buses can come close to riders' 
homes and destinations, making transfers unnecessary. What's most important is door-to-door time, not 
the time on one leg of your commute If you can settle in for 40 minutes or so on a seat, you can read, text, 
work on your laptop, or sleep, activities one cannot do comfortably when transferring from one transit 
mode to another .  

7. Elderly and disabled prefer buses. The elderly and disabled generally prefer buses because 
stops are closer to their homes and destinations, requiring less walking They feel safer because they 
know there's a live, alert person always on the bus, its operator. They know that operator will wait for them 
to get on and get off before moving the bus so they're less likely to fail 

8.. Tourists. They generally add little to the am peak period congestion from Leeward and Central 
O'ahu because most of them stay in Waikiki, and the trips they take by bus or car are usually against traffic 

9.. Fallacy: TSM more polluting and energy inefficient than rail. The Alternatives Analysis 
concluded that TSM would have required more transportation system energy and generated more air and 
water pollution than the fixed guideway alternative. I believe this statement does not take into account 
improvements in hybrid and electric vehicles occurring now. By the time the Minimum Operating Segment 
of the rail is completed in ten years, electric buses powered by non-polluting electricity produced 
sustainably by sun, wind, ocean wave, or ocean thermal will be available It will be much cheaper and 
simpler to incrementally phase in these kinds of low polluting buses than replacing the third rail providing 
the power for 50-60 steel-on-steel railcars The technology to replace the third rail and cars or retrofit the 
cars we've purchased could be 20-50 years in the future, keeping us more oil-dependent far longer than 
with buses. 

B. BICYCLES AS ALTERNATIVE SUPPLEMENTAL. TRANSPORTATION 

I. Dismissed with little real consideration in public documents/meetings During the 
public hearings and meetings on the fixed guideway, bicycles were dismissed This dismissive attitude 
keeps bicycles from being more widely used as transportation for short and medium distances. The 
present setup in urban Honolulu certainly discourages all but the most determined and daring from riding a 
bicycle because they must compete with cars and other much larger motor vehicles whose drivers often 
give the defenseless rider no respect. Yet in Europe they are widely used by all ages and for trips that an 
American would hop in the car to do 

Example: Copenhagen.. In the 1970s I was at first puzzled at the double sidewalks in the area I 
spent as a tourist When I saw bicycle riders on the lower sidewalk closer to the street and pedestrians on 
the higher sidewalk farther away from the street, I realized what they were I recall being amazed at sights I 
never saw in the US: an elderly, plump, white-haired woman dressed in nice clothing and wearing a small 
hat and dressy shoes, was riding a bike on a Sunday morning near the centruum, the town square, 
apparently on her way to or from church Then I saw a young couple ride past, the man with two small 
children on his bike, the woman with what looked like picnic things on her bike, apparently heading for a 
picnic. Wow, I thought, when riding a bicycle is made safe enough, a lot more people will do so I hardly 
expect us here to do what the Danes do, but with Hawaii's mild year-round climate, we could easily 
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encourage more bicycle commuting and traveling 

2. Year-round climate for bicycles. With our vaunted perfect weather for bicycles and the relative 
short distances we can travel on a small island, bicycles are a perfect vehicle for many college students 
who cannot afford a car, who are young and fit, and who live short distances from campus This would 
allow campus parking lots to be smaller and create less air pollution on campus. Many urban residents who 
live and work/attend school in town would ride a bike to work/school if it were safe to do so. This could 
reduce local traffic, making bottlenecks near and in town clear more quickly, helping Leeward and Central 
commuters. 

3. Bikes on TheBus, Pearl Harbor bike path. The City must be given credit for allowing two or 
three bikes on the front of TheBus There is a bike/pedestrian path from Pearl Harbor to Pearl City which is 
completely separated from auto traffic There should be more like it, connecting Leeward O'ahu to urban 
Honolulu to give an option to those most in need of relief from congestion This would allow the fit and 
would-be fit to use this mode 

4. City bicycle budget miniscule. If the City were to spend three percent of its roadway budget 
on bike paths/bikeways/bike facilities, it would be infusing a huge increase in funds.. Improved riding for 
bike commuters would make us less dependent on oil, reduce the size of parking lots needed by 
businesses and government, and improve the bike riders' weight and health But the City has placed a 
much higher priority on roadways and street parking for motorists, spending a pittance on encouraging 
transportation by bicycling. It is very reluctant to reduce street parking for safer bike lanes. The City has 
generally treated bike riding as a recreational pasttime. For example, around the Waikiki Zoo there is a 
paved path for bikes alongside the pedestrian path thatdoes not share the road with autos. It's where I 
sometimes see children and parents riding on their bikes 

5.. Bicycles environmentally friendly. Bicycles represent a tremendous potential for quickly 
reducing importing our transportation fuel should there be an oil embargo or gasoline goes up to $5-$8 a 
gallon Little unfamiliar or expensive infrastructure needs to be built Land does not need to be taken 
from food production There are no unsightly land-hogging windmills to be erected No expensive 
underground cables need be built 

Together with an improved bus system and more shade trees to encouraging walking 
short distances, bicycles are part of an affordable, more sustainable, more energy 
independent future for O'ahu's commuters and residents.. 

PROBLEMS WITH RAIL 

A,. RAIL FUNDING PROBLEMS 

1 By law, dedicated local funding cannot be used for buses or highways State law does not allow the 
funds from the one-half percent GET surcharge to be used for other than a fixed guideway system (2 5) .  

The Draft EIS does admit that, "Variables like tourism spending and retail sales could materially impact the 
net GET surcharge revenues available to fund the Project " (p 6-11) 

a The serious recession the state, country and world are in is causing leading state legislators and the 
Governor to reconsider the fund's use or to suspend collecting it until the economy improves Senate 
President Colleen Hanabusa and Governor Linda Lingle are both now considering using it for other state 
needs because of serious budget shortfalls 
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If this dedicated funding source is the "only source of funding until FY2012, "what will happen if the State 
decides next year to either suspend its collection or allow it to be used for other more immediate needs? 

b The City's other main sources of revenue are property taxes and its share of a state Transient 
Accommodation Tax (tourist tax) But property values on O'ahu have plummeted in the past year, and 
tourism is in a deep and worsening slump Economists are predicting tough times for the next few years 

2. City Council's weakening position on rail. The large majority of seven favoring a fixed 
guideway in the early stages dropped to a bare majority of five when UHM was left out of the MOS. One 
of that five no longer favors the rail after last month's vote to select the Airport route instead of a Salt Lake 
or Salt Lake/Airport route 

B.. RAIL ROUTE PROBLEMS 

1. Failure to include UHManoa in the MOS will cause minimal reduction in congestion 
and large reduction in potential ridership Without including UHM in the Minimum Operating 
Segment, there will be no significant impact on peak am congestion Letters to the editor of both dailies 
have confirmed what my relatives, friends, and acquaintances have said: how little traffic congestion there 
is when UHM is not in session Even with UHM/Chaminade I have doubts that our island population is 
large enough to support a rail system. All the successful rail systems that I'm familiar with serve populations 
of at least two million, usually more Without UHM it will become a white elephant because farebox 
revenues will be far too low to cover the 27-33% users' share of operating costs required Raising fares 
will cause a drop in ridership and revenues Naturally it will cost much more to operate and maintain a rail 
and bus system than a bus system alone 

2.. Leeward Comunity College station.. Is there a station at Leeward Community College? If 
not,what is the reasont? Because community colleges have much lower tuition than UHM, Chaminade, or 
HPU, many cost-conscious students elect to attend a community college for the first two years before 
transferring elsewhere They should be easily accessible by public transit so people without cars can 
attend During the public information sessions I did not study the station locations in the areas I was not 
familiar with; I assumed, perhaps incorrectly, that LCC would be served (p 2-26) 

C. RESTROOMS AT STATIONS 

Where are they shown or described in the DEIS? There MUST be restrooms in every station. 
saw no mention in the verbal descriptions nor could I find any in the figures I looked at If there are 
restrooms in every station that should have been made much clearer in this DEIS If not every station is to 
have a restroom, that should be made absolutely clear in a Supplemental EIS 

Young Children need them. Any mother with a young child knows that when they say they need to 
go, you'd better find a restroom quickly in the station or they'll relieve themselves on the platform or 
against a wall in the station When this happens on the bus, you get off at the next stop and find a bush or 
the gutter if no suitable place can be found in time Odors are more quickly dissipated at a bus stop than in 
a train station 

Elderly. The elderly often need to relieve themselves much more frequently than younger people 
Elderly men, who often have prostate conditions and cannot hold it, will do so on the platform or 
elsewhere in the station against a wall if there is no restroom at the station This will create a smelly, 
unpleasant atmosphere for others Maintenance costs will be much higher than if restrooms were 
provided to begin with. 
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D. RAIL REVENUE PROBLEM : FARES SEVERELY UNDERESTIMATED, REVENUES 
OVERESTIMATED 

1. Fares severely underestimated. Rail fares have been severely underestimated. In public 
meetings the mayor has repeatedly said it would be the same as it is now, $200 a ride. This is obviously 
not possible, even adjusting for inflation, when there are huge capital costs to construct the project And 
of necessity operating and maintenance costs will be higher for a rail plus bus system than a bus system 
alone, again even adjusting for inflation The DEIS admits that " riders' price sensitivity could decrease 
ridership.. " 

Example: Vancouver (Canada) fares 2-4 times TheBus's.. [Note: Fares are from its website in 
2008 It's unclear if dollars are US or Canadian 

Look at Vancouver, which has a steel-on-steel automated rail system plus a bus system While the 
monthly adult pass on O'ahu costs $40 and covers the whole island 2417, in Vancouver it's $73, $99, and 
$136 for one-, two-, or three-zones If Honolulu used Vancouver's zone system, one zone might be 
urban Honolulu (from Salt Lake to Hawai'i Kai); two zones might include Ewa, Kapolei, Waipahu, Pearl City, 
Kailua, Kane'ohe, and Waimanalo; three zones would include the entire island How would fares like 
Vancouver's impact the limited and moderate income, even the middle income working adult? 

If Orahu adults had to pay the equivalent of Vancouver's fares to commute to work, most of the Choice 
Riders would switch to their car because it would be cheaper, adding to congestion Some of the Transit-
Dependent riders of limited and even moderate incomes might become homeless due to the high cost of 
getting to work 

For children it's $20 for the monthly pass In Vancouver it's twice as much, $42/month, the same as for 
seniors there If children's fares are not reasonably priced, parents may then begin driving them, adding to 
congestion and defeating a major purpose of rail transit 

For seniors, it's a superbargain $30/YEAR, or $2 50/month pro-rated Seniors may use this pass 24/7 
In Vancouver, it's $42/MONTH, more than it costs for one year on O'ahu 

Individual senior fares are $1.00 with a Medicare card; in Vancouver a 10-ride card costs $1600, or 
$1 60/ride 

2.. Seniors' quality of life lowered with higher bus fare/pass.. Their superbargain fares will be 
gone. The necessary higher fares due to additional costs of building the rail, operating and maintaining it 
in addition to the bus system will impact especially limited income households and the transit-dependent 
with no household car. Most of these are in urban Honolulu and are better served by the bus system 
Seniors all over who use the bus will be impacted by a necessarily higher fare Many will choose to not 
purchase a much more expensive pass, thereby decreasing their mobility and quality of life. Few seniors 
are aware how much higher their fares would be with rail 

3.. "Choice Riders" will choose auto When the rail is completed in ten years the necessary high 
cost rail transit passes/fares will deter transit-optional riders, whose loss will lower 
expected farebox revenues and whose shifting to auto will add to congestion during 
peak period traffic... 

Choice Riders, those who ride the bus but have access to a car, are 29-35% or bus riders according to the 
Bus Survey. High fares, loss of direct bus routes between home and work in urban Honolulu, and 
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inconvenient transfers due to diverting buses in urban Honolulu to feeder lines to the rail stations will 
result in loss of some of these transit riders, reducing revenue 

4.. Inadequate parking at stations will reduce ridership. The lots to be built at East Kapolei and 
several of the suburban stations allow for only one-third of the estimated morning peak period commuters 
to park An optimistic estimate would be one-third will walk, ride a feeder bus, ride a bicycle, or be 
dropped off. What will the other one-third do? They will drive to work/school, adding to road congestion 
and decreasing operating revenues 

5.. Unrealistic headway frequencies produce overly high rider capacity estimates. 
When I was a commuter in Yokohama, with a population at least three to four times Honolulu's, the rush 
hour headway was more like four minutes Thus, the peak hour load trains here would carry is 
overestimated because there will be 12-13 trains per hour instead of 17-18 per hour in one direction In 
New York City outside of Manhattan, headways during rush hours were at least five minutes 

(The six-minute and ten-minute headways at off-peak and night times are also unrealistic In Yokohama 
they ran about six to ten minutes off-peak on weekdays and about 12-15 minutes on weekends In New 
York City where I was a commuter many years ago and still use the subway on more recent visits, the night 
and weekend trains often run every 20 minutes, depending on which train you're taking Running them 
less frequently should reduce operating costs a little and is not likely to have much effect on the weekend 
and late night ridership) 

E. RAIL OPERATION PROBLEMS: SAFETY, SECURITY 

1. Station parking lots at night are unsafe for women, elderly. Walking to one's car at night 
after working late could be unsafe for women and the elderly because they would be good places for 
would-be robbers/rapists to lie in wait for vulnerable victims 

2.. Automatic driverless trains should not be considered. 

a.. Without an operator/driver like Vancouver, women and elderly will be easy prey at night 

b They encourage crime. At night empty cars Milt attract graffiti , vandalism, and worse crimes This 
will lower ridership 

c.. They can be hazardous for the disabled and elderly. Many years ago I witnessed an elderly friend's 
leg get caught in the subway door as she exited She could not extricate it Fortunately, the employee in 
the cab whose job it was to make sure everything was clear saw her predicament and quickly opened the 
door, allowing her to pull out her leg Had he not done so, she would have been dragged along the 
platform floor as the train left the station 

d. They invite the homeless They would be a dry, comfortable place to sit/lie down at night and cool 
and airconditioned during hot days for the homeless If homeless people begin spending much time in 
the stations and on trains, urine odors could become a problem, particularly if there are no restrooms in the 
stations This will discourage Choice Riders who will drive, adding to congestion 

QUESTIONS/SUGGESTIONS 

I found some sections of the DEIS puzzling and would appreciate an explanation or rationale for that 
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particular statement, table, or figure. I am not an engineer, architect, or transit technician I am simply a 
citizen who rides public transit as well as drives a car have some experience with public transit as a user, 
having been a commuter on the New York subway and Yokohama transit systems.. As a traveler, I 've used 
public transit more than the typical American tourist I've found buses and subways are an interesting way 
to see the locals; they're reasonably priced and the light/heavy rail is usually fast and efficient I have 
ridden on commuter and urban rail systems, light rail (usually trolleys), buses, and ferries. 

1 In what situations does the Transportation Research Board define "late" as more than five minutes late 
for an express bus? If it does, I find it contrary to most people's thinking 

2..a. Peak-Period Transit Work Trips (1.3 2) Why is Waipahu-Waikele lumped together with urban 
Honolulu for home-based origins of work trips? It should be separated to show the need for the train 
being built to serve their commute to urban Honolulu (p 1-13) 

2..b Similarly, why are Waipahu-Waikele bus commuters lumped with others--all in urban Honolulu, where 
congestion is not a major problem--to account for 50% of islandwide am peak-period home-based work 
trips? Waipahu-Waikele needs to be separated to help support the need for the train. 

3. The 60% of all am peak period bus trips destined for work in Downtown, Punchbowl, Sheridan-Date, 
and Waikiki do not show if the origins are primarily in urban Honolulu or Leeward or Central O'ahu They 
shoul be broken down by Origin areas so that the percent of trips originating in Waipahu, Waikele, Kapolei 
AND ending in Downtown, UHM/Makiki, Ala Moana, Waikiki, and other parts of urban Honolulu can be 
clearly seen Similarly, the raw numbers and percent of trips originating from the Waianae Coast in the am 
peak period should be connected to their destinations in urban Honolulu and shown in a table. (p 1-13) 

4. Figure 2-38 Kapolei Bus Service. Bus route numbers and routes should be more clearly delineated In 
my travels I've used bus maps that do this 

5. Figure 2-39 Central Oahu Bus Service The map should have bus route numbers and routes clearly 
delineated. What are the Bus route numbers? (p2-35) 

6 Bus System (p 2-36). What are these "special shuttles" and whom will they serve? (p2-38 col 2) 

7 The Bus Level-of-Service should be displayed like the green boxes on p 3-3 

8.a Fig. 1-11 Why were Routes 52 (Wahiawa-Circle Island) and 55 (Kane'ohe-Circle Island) selected? 
They're both going against traffic, one to the North Shore, the other to the Windward side They're also 
primarily sightseeing buses aimed at tourists going to Turtle Bay Hotel and to the Windward coast 

8 b According to Figure 1-11, Bus 52 took about 130 minutes in 2007 to go from some place to 
someplace else. The 12/7/08 timetable says it's 93 minutes from Ala Moana Center to Haleiwa Beach 
Park in the morning rush hour What are the starting and ending points for the 130 minutes? How was this 
time obtained? 

8.c. Moreover, Figure 1-11 also shows Route 40 (Honolulu-Makaha) takes about 170 minutes in 2008, 
about 150 minutes from 2004-2007 But the 12/7/08 Route 40 timetable shows the 6:11 am originating 
from Makaha Towers arrives at Ala Moana Center at 8:37 am, 146 minutes later The 6:41 am from Makaha 
Beach arrives at Ala Moana Center at 9:01 am, 140 minutes later. How do you account for this 
discrepancy? 

8 d Of course, all of these times are unacceptable TheBus should look immediately into providing a 
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Super Express from the Wai'anae Coast that skips all stops from Kapolei until Middle Street to reduce the 
time any rider from that area has to spend on the bus. TheBus should also immediately begin exploring 
more comfortable coach-type buses for those who must spend over one hour on the bus Other express 
buses originating from Kapolei should be provided 

9. Pedestrian and Bicycle Systems (1 4 4) "...there are 98 miles of existing bicycle facilities on O'ahu " 

What is included in "facilities"? 

10 TRAIN SPEED. I do not understand why a speed of 55 mph is necessary when stations are going to 
be a mile apart Isn't it more horsepower (?) than necessary for an urban train stopping so often? The NYC 
subway averaged about 30 mph yet was faster, cheaper, and more convenient than driving Many upper 
middle income people commuted on the subway because parking was so costly if even available, and 
driving was slow and nerve wracking Only the express trains were able to go much above 30 mph on a 
limited stretch, and express lines require a third track, which has never been proposed for O'ahu The 
Yokohama subway averaged about that or less but was the most convenient and cost-effective way for 
most middle-income commuters to get to work or school because of high parking costs 

Isn't requiring a train capable of 55 mph akin to having a car capable of 100 mph when the highest legal 
speed on a freeway is 60 mph? 

11 AIRPORT AREA EMPLOYMENT STATISTICS. What are the employment statistics for the Airport 
area, including and excluding airport employees, most of whom do not need to travel during peak hours? 
(Fig. 1-6 lumps Airport with Pearl Harbor for an impressive 38.5k. But at a public meeting a City 
employee/consultant said there were about 900 airport employees.) 

12 FARE INSPECTORS ON TRAINS Are turnstiles not being included in every station? Usually there 
are turnstiles where one inserts a card or token, obviating the need for an inspector to randomly check for 
payment They could be useful at night to discourage freeloaders who sneak in, but wouldn't it be more 
cost effective to have them in the stations to catch people sneaking in without paying? Also if there are 
turnstiles,would the freeloaders caught or deterred offset the cost of having an employee to catch them? 

What is the rationale, where has this been tried successfully, and for how long has it been done? 

I recall it being done on lightrail/trolleys in Germany, but these were surface trolleys where passengers 
could board from center or rear doors directly from the sidewalk trolley stop like one boards a bus It was 
also done on long distance trains where stops were perhaps five miles apart, giving the conductor time to 
check an entire car between stops 

In my travels I cannot recall fare inspectors on city subway/trains randomly checking for valid tickets, 
passes, or tranfers in New York City, Washington DC, Boston, Philadelphia, Portland, Los Angeles, San 
Diego, Vancouver, or Toronto in North America; nor in England, Paris, Italy, Austria, Hungary, Czech 
Republic, Poland, Denmark, or Sweden in Europe; nor in Japan 

13 Table 7-9 Comparison of Transit Travel Times (Minutes) among Alternatives 

Are the times Door to Door? 

14 The 12/2005-1/2006 Bus Survey was a good idea A survey done of households from Leeward and 
perhaps Central O'ahu could have yielded valuable data for planning transit. It certainly wouldn't be 
inexpensive; I can imagine it costing $40-80,000, but that's a small investment compared to the $10 
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million spent on consultants early on 

15 Additional bus service with school buses or private vehicles was rejected [Table 22]. Why was this 
not explored? Possible contracts with tourist buses for peak period express use would be much cheaper 
than rail It might also help them survive during poor economic periods It would have allowed testing the 
different kinds of coaches without purchasing them by the City. Purchase of other more luxurious 
coaches to attract motorists from their cars thereby reducing congestion during rush hours seems to have 
not been explored 

16 BUS ADVISORY COMMITTEE Is there a Bus Advisory Committee comprised of regular bus riders 
from all over the island to advise TheBus on problems and make suggestions on improvements? Ideas 
and comments from the public could be presented at its monthly or bimonthly public meetings 
announced and held at a time convenient for commuters and in a location convenient to bus riders If 
there is one, I would like information on where and when it meets If there isn't one, I recommend it be 
established soon 

I appreciate your consideration of my comments 

Aloha, 
Amy Y Kimura 
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February 2,2009 

Mr, Wayne Y. Yoshioka, Director 
Department of Transportation Services 
City and County of Honolulu 
650 South King Street, 3rd Floor 
Honolulu, Hawai`i 96813 

LAND 
STATE PARKS 

Subject: 	Honolulu High Capacity Transit Corridor Project (City and County of Honolulu) 
Draft Environmental Impact Statement/Section 4(f) Evaluation 

Dear Mr. Yoshioka: 

Thank you for the opportunity to review the above-referenced submittal received November 
2008, regarding improved transportation equity in the corridor between Kapolei and the 
University of Hawai`i at Manoa on the island of Oahu. After review by the Department of Land 
and Natural Resources (DLNR), division comments have been compiled. The following is 
representative of the State Historic Preservation Division, the Commission on Water Resource 
Management and Division of Aquatic Resources, the Division of Engineering, Land 
Management, the Division of Forestry and Wildlife, and State Parks. 

1 Historic Preservation 

The State Historic Preservation Division (SHPD) disagrees with the Federal Transit 
Administration (FTA) that this project will have no adverse effect" on known and 
potentially unknown historic properties, potential burial sites, cultural landscapes and 
traditional cultural properties. The F IA's determination has the potential to eradicate over 
80 potentially eligible known sites and overlooks impacts existing -viewplanes in Ewa, 
Chinatown and to individual properties. Additionally, the SIAM has concerns about the 
treatment of potential burials and archaeological sites, including cultural layers that may be 
found during the archaeological inventory phase To date the State Historic Preservation 
Officer has not concurred the FTA's determination 

A. Architecture: The Architecture Branch provides documents on the draft Historic 
Resources Technical Report on September 26, 2008 (2008 3762/0809AL44) On 
December 17, 2008, the SHPD Architecture Branch participated in a workshop 
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regarding effect determinations for the proposed Transit Corridor project as part of 
ongoing Section 106 consultation under the National Historic Preservation Act 
alongside representatives from Parsons Brinekerhoff (PB), the City and County of 
Honolulu's Department of Transportation Services, Historic Hawai`i Foundation, and 
the National Trust for Historic Preservation. A total of 83 architectural resources 
within the area of potential effect have been determined eligible for nomination to the 
National Register of Historic Places. PB staff presented a finding of adverse effect 
for a total of seven properties: Solmhin House; Afuso House; Higa Fomplex; 
Teixecia House; Karnani Trees (Dillingham Blvd.); Dillingham Transportation 
Building; and the Boulevard Saimin property. A finding of no historic properties 
affected or no adverse effect was presented for the remaining 76 properties located 
along the corridor. 

SHPD Architecture Branch has expressed concern over these preliminary 
determinations on a number of points. First, a finding of no historic properties 
affected implies that no historic properties are present in the area of potential effect 
or that the undertaking will have no effect as defined in 36 CFR Past 80016(i) .  

However, it appeals that FTA has only affected the project's direct affects and has 
not taken into account the indirect affects of the project on historic resources. For 
example, the raised guideway may impede customary viewplanes, changes to the 
scale and character of the setting, or transit based development around stations may 
have long-term impacts to the historic resource 

SHPD believes that visual effect must be given greater consideration where it 
concerns impacts to integrity of setting, feeling, and assodation. For example, the 
indirect effects of guidway crossings on Nucuanu Stream Bridge and Hono`ull'uli 
Stream Bridge. Other resources that desme additional consideration for indirect 
impacts per 36 CFR Part 800.5(a)(2)(v), include the `Aied (Honolulu Plantation) 
Cemetery, Tong Fat Wood Tenement Buildings, Aloha Tower, OR & L Depot, 
Mother Waldron Park, Walker Park, Irwin Park, and the Aloha Chapel. SHPD 
suggested that simulations be developed to analyze the character of visual and 
atmospheric effects and parcel takings to this and other individual resources. Adverse 
effects are not confined to direct impacts to a parcel and can include cumulative and 
far-reaching impacts to historic resources as provoked by the Project, including 
proposed transit based development around transit stations., 

The above should also be duly re-considered in regards to constructive use 
determinations under Section 4(f) of the Department of Transportation Act. Per 21 
CFR Part 774,15(a), as published in the Federal Register Vol., 73, No. 49 (March 12, 
2008): "A constructive use occurs when theitransportation project does not 
incorporate land from a Section 4(1) property, but the project's proximity impacts are 
so severe that the protected activities, features, or attributes that qualify the property 
for protection under Section 4(1) are substantially impaired" Impairments include 
noise level increase, obstruction or elimination of primary views, restriction of 
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access, vibration impacts, etc. Table 5 ,2 cites de Ininirnis findings for direct use 
determination under Section 4(f) for the six Quonset hut grouping along Dillingham 
Boulevard, Chinatown historic district (see below), Hawaiian Electric, Radford High 
School, and Pearl Harbor National Historic Landmark (see below) These 
determinations are still pending, 

Regarding the Chinatown historic district, listed on the National Register of Historic 
Places on January 17, 1973, SHPD expressed specific concerns. The district 
nomination recOrds the following description: 

"The boundaries of the district, as established by the Hawai`i Historic Places 
Review Board, are as follows: a 50 it line on the' ewa (north) side of Nteuanu 
Stream, the mauka (east) side of Beretania Street, a line 50 ft, from the building 
line on the Diamond Head (south) side of Nu'itanu Avenue, and 50 ft. makai 
(west) of the longest pier stretching into Honolulu Harbor. The major reason for 

its early development and continuous history as a commercial area was due to the 
close proximity to Honolulu Harber." 

Under statement of significance, the nomination reads: 

"Tluoughoirt the whole of its 180 years as a trading center in the Pacific, 
Honolulu has always been closely identified with its harbor--the principal 
channel of contact with the outside world. It is, however, that portion of 
Honolulu immediately adjacent to the harbor at the mouth Of Nucuanu Stream 
which holds 'the longest continuous history of' native and immigrant settlement 
and where the story of HawaiTs conunon folk has been Most compactly 
unfolded (. y,  

As the intimate connection between the arthitectural district and the Waterfront are 
called out as character.defining features of the National Register nomination, SIIPD 
has significant concerns regarding a determination of' no adverse effect to the district 

SHPD Architecture is in receipt of the FIA's December 11, 2008 letter inviting 
consultation with the Secretary of the Interior regarding potential adverse effect to 
the Pearl Harbor National Historic Landmark. SHED lociks forward to continuing 
consultation regarding this site. We are in receipt of the Historic Hawail 
Foundation's (HIM) December 10, 2008 letter which raises questions regarding the 
inadequacy of the description given in the Draft EIS to the vital significance of the 
National Historic Landmark. 

Moreover, in reference to the above-named correspondence, please verify that the 
resources of the former Naval Air Station Barber's Point and lands west of the West 
Loch station were omitted because they will be fully consulted on in a separate Draft 
EIS at a later time As referenced by IIHF, discussion of the resources associated 
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with former Marine Corps Air Station 'Ewa Field should parallel the import of the 
newly designated Valor in the Pacific National Monument, 

Discussion of effect determinations and the above-named points is scheduled to 
continue with consulting parties. SHPD Architecture participated in a driving tour of 
the proposed route (Airport alternative) with PB staff and the Historic Ilawail 
Foundation on Jamiaty 9. We will resume discussion of draft mitigation 
commitments following closer concurrence on effect determinations. Regarding 
Table 4-5, "Acquisitions and Displacements Summary," please provide an itemized 
list of how many parcel acquisitions and displacements by land use impact eligible 
historic resources. Finally, please note that National Register criteria considerations 
D and G are not cited regarding methodology. Federal Transit Administration has 
not yet completed its review for effect determinations pending our office's response 
to individual eligibility determinations„ 

B Archaeology: The Area of Proposed Effect (APE) was divided into 10 different sub-
areas to evaluate below-ground effects. The proposed project covers the fundable 
twenty-mile segment of the corridor between East Kapolei and the Ala Moana Center 
with alternatives for both Fixed Guideway Transit Alternatives of the Salt Lake and 
Airport routes The project does affect potential human butials, subsurface features 
and cultural deposits that have not yet previously been identified We agree that once 
column locations ate identified archaeological inventory work would focus on these 
locations and if histotic properties are identified then mitigation plans should include 
archaeological monitoring, possible archaeological data recovery and burial 
treatment piang. SHP]] participating in on-going 106 consultation on a Programmatic 
Agreement to address the above issues. 

C. Culture and History: SHPD Culture and History Branch concurs that the transit 
project as a whole will change the character of the physical features within the 
corridor (36CFR 800 5). SHPD is specifically concerned about the affect view 
planes from traditional lookout points such as Makaldlo and Pu`u Kapolei As stated 
in ow September 26, 2008 correspondence: "Furthermore, we were encouraged that 
at our meeting it was indicated that indirect impacts to landscape and setting, 
including view sheds molcai to tnauka, will be examined to determine the broader. 
impact of the corridor itself: We believe that this macroscopic dimension will aid in 
accurately reflecting the comprehensive effect of the proposed project and in turn 
facilitate identification of appropriate mitigation," Other examples of character 
changing impacts would include those to landscapes such as the Banana Patch 
community, Sumida Watercress Farm and Aiea Plantation Cemetery. At the same 
time, we do recognize and appreciate that some modifications to the alignment have 
been made specifically to minimize adverse effect, 

The Oahu Island Burial Council (OIBC), Hui Malama I Na Kapono, and Office of Hawaiian 
Affairs have been consulted, as stipulated in the National Historic Preservation Act, Section 

Mr. Wayne Y. Yoshioka 
February 2, 2009 
Page 4 of 10 

AR00140512 



Mr. Wayne Y. Yoshioka 
February 2, 2009 
Page 5 of 10 

106. OIBC at their Tanuaiy 14, 2009, meeting summarized their consultation work with 
HTA but seemed to be only addressing the Programmatic Agreement concerns and not the 
Draft EIS or relevant studies We will defer their comments on the Draft EIS at this time 

We understand that a Memorandum of Agreement is being developed to address the 
concerns of the Architecture and a Programmatic Agreement is being developed to address 
Archaeology and Cultural/History respectively, Also, Please note that the Advisory Council 
on Historio Preservation, National Park Service, and the National Trust for Historic 
Preservation were not listed as Consulting parties in the' Draft EIS 

We have not reviewed the Honolulu High Capacity Transit Corridor. Project Archaeological 
Resources Technical Report. In a separate transmittal shortly forthcoming, the SHPD will 
comment in more detail regarding the findings afire technical report. We look forward to 
the Archaeological Inventory Survey Plan' (Phase 0 which will be done by the construction 
phases, along with an Archaeological Inventory Survey'Report(s) and an Archaeological 
Monitoring Plan. 

If there are any questions, please contact Pua Aiu, SHPD Administrator, at 692 -8015 

IL Aquatics and Water Resource Management 

The proposed Honolulu High-Capacity Transit Corridor Route will cross the following 
streams: Honouliuli, Waikele, Kapakahi, Kalo`i Gulch, Waiawa, Waimalu, Kalauao, Aiea, 
Hala.wa, Moanalua, Kalihi, Kapalama, and Nu'uanu whieh all empty into the Pacific Ocean 
along the southern coast of the island of Oahu All these streams ale perennial except for 
Kapakalti and Kalo`i Gulch which are non-perennial The Division of Aquatic Resources 
(DAR) has conducted many biological surveysin Waikele, Waiawa, Halawa; Moanalua, 
Kalihi, and Nuctranu streams and has observed native macrofauna. The estuarine, lower and 
middle reaches native macrofauna which may be impacted by the transit corridor include 
native fish species such as Stenogobius hawaiiensis, Eleotris sandwicensis, Mugil cephalus; 
Kuhlia xenura, Ku/ha sandvicensis, and the native freshwater crustacean, Maerobrachium 
granditnanus Other native macrofauna which migrate to the upper reaches would also be 
impacted during their migration through this corridor Impacts on the native macrofautra and 
other aquatic resources can be minimized by avoiding any work in the stream channels or 
along banks. Impacts on the nearshore reefs and fauna would also be minimized by not 
disturbing the stream channels or banks and addressing heavy rainfall runoff from this 
project 

Additionally, the following mitigative measures should be implemented during the 
construction of the fixed rail transit system and associated areas to minimize the potential for 
erosion, siltation and pollution of the aquatic environment include: 

1. Lands denuded of Vegetation should be planted or Covered as quickly as possible to 
prevent erosion; 
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Scheduling site work (particularly the excavation and grading) during periods of 
minimal rainfall; 
Use to silt fences or other means to prevent sediments from entering the stream; and 

4. Preventing construction materials, petroleum products, debris and landscaping 
products from falling, blowing or leaching into the aquatic environment. 

We recOmmend the use of best management practices (BMP) for stormwater management to 
minimize the impact of the project to the existing area's hydrology while maintaining on-site 
infiltration and preventing polluted runoff fiom storm events. Storrnwater management 
BMP's may earn credit toward LEED certification More information on stormwater BMPs 
can be found at http://hawaii.gov/dbedt/cznitinitative/lid.php.  

There may be the potential for ground or surface water degredation/contamination and we 
recommend that approvals for this project be conditioned upon a review by the State 
Department of Health and the developer's acceptance of any resulting requirements related to 
water quality. 

A Stream Channel Alterantion Permit is required by CWRM before any alteration(s) can be 
made to the bed and/or banks of a stream channel The planned source of water for this 
project has not been identified in the Draft EIS report, therefore, we cannot determine what 
permits or petitions are required from our office, or whether there are potential impacts to 
water resources 

We recommend that the Final EIS disclose projected potable and non-potable water demands 
associated with the project, including indirect and cumulative effects such as the City and 
County's proposed transit oriented development that will surround the rail system, We also 
recommend that the proposed sources to meet these demands be identified. 

If there are any questions, please contact Ken Kawahara, Water Deputy, at 587-0214 

III Engineering 

DLNR, Engineering Division, has reviewed the subject document, and have no comments at 
this time regarding flood zone(s) traversed by proposed project alignment However, we do 
have the following general comments: 

1. Column construction in streams will likely trigger comments related to aquatic habitat 
and biological/environmental issues Response to these issues would have to be 
prepared. 

2. As required by the City and County of Honolulu's Flood Plain Management 
Ordinance, any construction planned in a Flood Zone designated as AE (Floodway) 
will require a detailed floodway study and/or no risk certification. 

3 A Conditional Letter of Map Revision (CLOMR) is required if there are any changes 
in water level (44 CFR 65,12) 
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4 Note that FEMA is conducting a Flood Insurance Risk Study that will update 
approximately 60 miles (Kaena Point to Kawailoa Point) of coastal flood hazard 
boundaries. Preliminary study results have been issued to the City and County of 
Honolulu, Department of Planning and Permitting. 

Please note that the project site must comply with the rules and regulations of the National 
Flood Insurance Program (NFIP) presented in Title 44 of the Code of Federal Regulations 
(44CFR),. whenever development within a Special Flood Hazard Area is undertaken Please 
be advised that 44CFR indicates the Minimum standards set forth by the NFIP. Your 
Community's local flood ordinance may prove to be More restrictive and thus take 
precedence over the minimum NFIP standards, 

If there are any questions, please contact Eric Hirano, Engineering Administer, at 587-0230, 

IV. Land 

Among the lands owned and managed by DLNR are two parcels in East Kapolei, Ewa, 
Hawail, located west of the proposed North ,  South Road alignment and mauka and makai of 
Farrington Highway. The two parcels are identified by Tax Map Key Numbers (1) 9-1- 
17:86; and 9:1..18:05 (the "DLNR. Parcels")'. These parcels have excellent long term 
deVeloprrient potential, and DLNR has accordingly identified these parcels as future income 
producing lands to support DLNR's operations and maintenance/management of the State's 
public lands and natural and cultural resources DLNR has also communicated its desire to 
the City and County of Honolulu (the "City") to have these parcels rezoned to allow for 
commercial and/or other income-producing uses. 

Various sections, figures, and tables in the Draft EIS provide for the fixed gUideway 
alignment and a park-and-ride facility to be located Within the DLNR Parcels, e.g., Figures 2-
2,2-3, 2-4, 2•5, 2-15, 2-38, 2 -44, 4-3, table 2-6, Appendix'A. However, it is not clear 
whether these parcels are included among the properties identified by the city for acquisition 
(see Section 4.3 and Table 4-5) and whether compensation will be paid for any such 
acquisition. 

The conveyance of' any easement or other rights over the DLNR Parcels to allow such 
facilities, and the amount of cornpensation to be paid for such easement/rights, if any, 
requires the approval of the Board of Land and Natural Resources (I3LNR)„ As of the date of 
this memorandum, BLNR has not granted any such approval; and therefore, BLNR's 
approval should be added to the list of Anticipated Permits and Approvals required for the 
proposed project (Table 4-37): It Should also be noted, however, that DLNR has had Prior 
discussions with the City regarding use of portions of the DLNR Parcels for the proposed 
transit project and DLNR's desire to rezone the DLNR parcels, and DLNR intends to 
continue to work with the City on these issues. 
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We understand that either route proposed in the Draft EIS invovles some State Lands 
managed by other State agencies or entities In most cases, these State Lands have been set 
aside to the government agency for a specific purpose, pursuant to Section 171,11; HRS. 
Any uses deviated from the specific purposes in the set aside require approval from the 
Governor and the BLINTR. 

The State is currently prohibited from conveying any portion of ceded lands due to a Hawai`i 
Supreme Court decision dated January 31, 2008 If any proposed acquistion of property 
requires fee title conveyance of the ceded lands, the outcome of the appeal filed by the State 
to the US Supreme CoUrt may affect the final design of the project 

For future easy reference, it may be helpful if the Final EIS contains a table on the 
acquisition with information on ownership and current uses on the affected properties„ 

If there are any questions, please contact Mon is Atta, Land Administrator, at 587-0456, 

V Forestry and Wildlife 

According to comments snbmitted September 15,2008, the Division of Forestry and Wildlife 
(DOFAW) stated that on Page S-1 Abutilon is mentioned as "threatened," but it is actually 
listed as "endangered" according to State and Federal law DOFAW would like to provide 
the following for your consideration 

The existing State Department of Transportation Habitat Conservation Plan (HCP) for 
Ablation, covers only a limited geographic area related to North-South road (DOT), Kapolei 
Parkway, University of Hawaii West Oahu, DHHL right-of-entry and subdivision, and 
DLNR future development plans (pgs 9-18). Additional DHHL lands are included under a 
Certificate of Inclusion registered with the Land Court, The City and County of Honolulu 
land ownership was identified in the original HCP (pg 9) and a Certificate of Inclusion issued 
for a portion of their lands. However, the current HCP does not include all affected lands or 
current planned activities within the rail transit corridor (see attached Table 3 
Landownership of Parcels at Kapolei Properties) Activities and lands within the HCP area 
can be included by an additional Certificate of Inclusion, but activities outside the HCP area 
will need an amendment or new HCP 

Mitigation activities should address increased fire management measures. Although the 
current HCP includes a fire management strategy, it does not take the proposed project into 
consideration, So. it does not address fire concerns for the project under review.,. The project 
under review could create new threats to the Abutilon reserve, with concern of discarded 
cigarettes or equipment sparks:for example, 
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The level of fire management identified in the current HCP includes: 

"A fire management strategy consisting for the following measures is being implemented to 
ensure that the plants are not accidentally destroyed. 

• Identification of fire fighting resources available near the Kapolei population; 
• Provide infoimation to fire stations to assist them in protecting A rnenziesil from fire; 
• Identification of Water resources near the KaPolei population. 

The details of the fire management strategies are described in the Final Interim Management 
Report for Abutilon rnenziesii (DLNR DOFAW 2003,i Appendix U)" 21) 

If additional plants are discovered outside the boundaries of the lands covered under the 
current HCP, then the transit corridor will need a new Habitat ConServation plan (see 
attached information on IICP and ITL) or an amendment to the existing HCP. Additionally, 
should a plant survey of the transit corridor show no endangered plants in the Kapolei-Ewa 
area, it does not constitute a finding of no plants present because plants can emerge following 
rainfall or scarification. Therefore, it is reeonimended thafmultiple surveys are done and 
that the biology of endangered flora and fauna be considered, especially that of the Abutilon 

The issue of invasive species is not addressed in the Honolulu High-Capacity Transit Draft 
EIS. The implementation of this project creates risks related to the introduction of new 
harmful invaSive species; weeds or pests that could be brought into Oahu by importation of 
heavy equipment and materials sourced frOm sites off island, be it ftorri other islands or 
Continental locations. For example the red imported fire ant is a serious pest in a number of 
southern and coastal states including: CA, TX, NC, AR, NM, DE, and hi other areas around 
the world. Recent economic input analysis indicated that if established in Hawai`i, the 
estimated negative impacts to HawaiTs economy Could be as high as $200 million within 20 
years and it would affect our way of life and human health, Apart nom the potential 
introductions from out-of-state import risks are the infra-state risks between islands. A 
number of pests are present on other islands in Hawail but not present or are under control 
on Oahu, e.g. miconia, little fire ant and coqui frogs Appropriate mitigation would involve 
implementing prevention Measures, paying close attention to pests at the site of origin for 
incoming equipment and materials, cleaning, inspections and treatment both before shipping 
and after arrival on Oahu would reduce these risks significantly. 

The Draft EIS describes plans for the planting of trees and other landscaping projects 
Nursery plants sourced from outer islands are a known pathway for "hitchhiker pests," and 
should be subject to inspections and appropriate treatment. Also, the plants that are 
considered for planting could themselves become harmful invaders or contribute to existing 
problems, if not screened properly Species under consideration for planting should be 
reviewed using the University of Hawai`i, Weed Risk Assessment system that allows high.. 
risk potentially harmful species to be identified, while low risk alternatives could be a more 
suitable species selected for this project 
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The subject project Draft EIS did not address tree removal plans, or lack there of; in the rail 
transit corridor. If tree removal is part of the construction process, there is concern in central 
Honolulu in the Kapiolani Blvd. area where a population of white tern, Gygis alba or Mann-(AEI, is known to nest. 

Further mitigation could involve implementing pre and post construction surveys to 
determine what plant species are present along the transit pathway and remove any 
potentially invasive species as a post conStruction mitigation action. If the prevention 
mitigation measures mentioned above are implemented successfully, this latter problem. will likely be minor or insignificant. 

If there are any questions, please contact Paul Corny, DOFAW Administer, at 587-4182. 

VI State Parks 

The subject project Draft EIS does not acknowledge the transit corridors alignment near 
State Parks, and the impacts it may have on those areas. 

Section 5.4.1 of the Draft EIS states that the project will require direct property acquisition of several recreational areas, one of which is Ke`ehi Lagoon Beach Park, resulting in a section 
4(0 use., Directly adjacent to the beach park is the Hawaii Disabled American Veteran's 
(DAV) Keehi Lagoon Meniorial that was set aside to the department and is operated and 
maintained by the liawai‘i DAY.. Its location may place it near the alignment for both the 
Airport and Salt Lake alternatives, however, there is no mention of it in the document, 

We also note that Aiea Bay State Recreation Area, also under our jurisidietion and a section 
4(f) area, was discussed in the Draft EIS and determined to have no use based on the criteria 
for review of 4(0 properties., There is concern that the criteria used to make this 
determination is unclear 

If there are any questions, please contact Dan Quinn, State Parks Administrator, at 587-0292. 

Thank you for the opportunity to submit comments. 

Sincerely, 

La Pa H. relen, Chairperson 
Department of Land and Natural Resources 

c: Mr. Ted Matley, F TA Region IX 
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Mt Ted Matley 
F TA Region IX 
201 Mission St, Ste 1650 
San Francisco, CA 94105 

Mr Wayne Yoshioka 
Department of Transportation Services 
City and County of Honolulu 
650 So, King St., 3rd  Floor 
Honolulu, HI 96813 

Subject: 	Honolulu High Capacity Transit Corridor .  Project 
City and County of Honolulu 
Draft Environmental Impact Statement/4(f) Evaluation 
November 2008 

Dear Messrs Matley and Yoshioka: 

As long time residents of the Ala Moana-Sheridan neighborhood, we read with interest 
the Draft EIS for Honolulu's High Capacity Transit project dated NOvembet 2008 

We participated in the City and County of Honolulu's preparation of the draft Sheridan 
community plan in 2006, and appreciated how the vision is consistent with the City and County 
of Honolulu's Primary Urban Center Development Plan's designation of the Sheridan and 
Kaheka neighborhoods as In-Town Residential Neighborhoods. In Ala Moana-Sheridan, over 
20% of the population is over 65 years old, and the proportion of elderly is steadily increasing 
(Draft Ala Moana-Sheridan Community Plan, 2006)." In light of this fact, the 2006 draft Plan 
discusses how public roads and facilities in and around our neighborhood need to be more 
pedestrian friendly to the elderly, general pedestrians and bicyclists Therefore, we reviewed the 
Transit DEIS for a description and analysis of how access to the Transit Corridor Project would 
be pedestrian fiiendly for the Ala-Moana-Sheridan neighborhoods 

Instead, we found the Transit Corridor Project DEIS to be heading in the opposite 
direction making the area more congested with traffic and in turn creating a more rushed 
environment The DEIS directly comments that the proposed TOD in the area will change the 
feel of the area, presumably making it more urban, "Because Kaka`ako has been designated a 
redevelopment area, changes in land uses to TOD is likely, which may result in a change in 
character along the alignment, especially near stations .(DEIS, p 4-45) While we understand 
change is inevitable, the Transit DEIS does not even discuss basic project features such as access 
to the Ala Moana transit station for the affected neighborhood. Since safe and secure pedestrian 
access to and from the Ala Moana transit station is not discussed or analyzed in the Transit 
DEIS, we assume no design studies or even serious consideration has been devoted to this, the 
City and County of Honolulu's major public infrastructure project 

Please revise and expand the Transit DEIS to include detailed descriptions and analyses 
of the range of pedestrian and bicycle access ways to and from the Ala Moana station If no 
consideration has yet been devoted to this project element for the Ala Moana-Sheridan 
community, we submit the DEIS is deficient and is not yet a complete Draft EIS 
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Sincerely, 

Doris Nakamura, 650 Sheridan Street PH, Honolulu, HI 96814 

cc: 	Councilmember Duke Bainum, District 5 
Senator Carol Fukunaga, District 11 
Representative Torn Brower, District 2.3 
Congressmember Neil Abercrombie 

get. KlEr4 %Wild 6 1  vifkiick.  
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KEN C. KAWAHARA 
DEPUTY DIRECTOR -WATER 

AQUATIC RESOURCES 
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BUREAU OF CONVEYANCES 
COMMISSION ON WATER RESOURCE MANAGEMENT 

CONSERVATION AND COASTAL LANDS 
CONSERVATION AND RESOURCES ENFORCEMENT 

ENGINEERING 
FORESTRY AND WILDLIFE 
HISTORIC PRESERVATION 

KAHOOLAWE ISLAND RESERVE COMMISSION 

LINDA LiNGLE 
GOVERNOR OF HAWAII 

STATE OF HAWAII 
DEPARTMENT OF LAND AND NATURAL RESOURCES 

POST OFFICE BOX 621 
HONOLULU, HAWAII 96809 

February 2, 2009 

Mr Wayne Y. Yoshioka, Director 
Department of Transportation Services 
City and County of Honolulu 
650 South King Street, 3rd Floor 
Honolulu, Hawai`i 96813 

Subject: 	Honolulu High Capacity Transit Corridor Project (City and County of Honolulu) 
Draft Environmental Impact Statement/Section 4(f) Evaluation 

Dear Mr. Yoshioka: 

Thank you for the opportunity to review the above-referenced submittal received November 
2008, regarding improved transportation equity in the corridor between Kapolei and the 
University of Hawai`i at Manoa on the island of Oahu After review by the Department of Land 
and Natural Resources (DLNR), division comments have been compiled. The following is 
representative of the State Historic Preservation Division, the Commission on Water Resource 
Management and Division of Aquatic Resources, the Division of Engineering, Land 
Management, the Division of Forestry and Wildlife, and State Parks 

Historic Preservation 

The State Historic Preservation Division (SHPD) disagrees with the Federal Transit 
Administration (FTA) that this project will have "no adverse effect" on known and 
potentially unknown historic properties, potential burial sites, cultural landscapes and 
traditional cultural properties. The FIA's determination has the potential to eradicate over 
80 potentially eligible known sites and overlooks impacts existing viewplanes in Ewa, 
Chinatown and to individual properties. Additionally, the SHPD has concerns about the 
treatment of potential burials and archaeological sites, including cultural layers that may be 
found during the archaeological inventory phase. To date the State Historic Preservation 
Officer has not concurred the FTA's determination. 

A. Architecture: The Architecture Branch provides documents on the draft Historic 
Resources Technical Report on September 26, 2008 (2008.„3762/0809AL44).,On 
December 17, 2008, the SHPD Architecture Branch participated in a workshop 
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regarding effect determinations for the proposed Transit Corridor project as part of 
ongoing Section 106 consultation under the National Historic Preservation Act 
alongside representatives fiom Parsons Brinckerhoff (PB), the City and County of 
Honolulu's Department of Transportation Services, Historic Hawai`i Foundation, and 
the National Trust for Historic Preservation, A total of 83 architectural resources 
within the area of potential effect have been determined eligible for nomination to the 
National Register of Historic Places, PB staff' presented a finding of adverse effect 
for a total of seven properties: Solmirin House; Afuso House; Higa Fourplex; 
Teixeria House; Kamani Trees (Dillingham Blvd.); Dillingham Transportation 
Building; and the Boulevard Saimin property. A finding of no historic properties 
affected or no adverse effect was presented for the remaining 76 properties located 
along the corridor. 

SHPD Architecture Branch has expressed concern over these preliminary 
determinations on a number ofpoints. First, a finding of no historic properties 
affected implies that no historic properties are present in the area of potential effect 
or that the undertaking will have no effect as defined in 36 CFR Part 800.16(4. 
However, it appears that F TA has only affected the project's direct affects and has 
not taken into account the indirect affects of the project on historic resources. For 
example, the raised guideway may impede customary viewplanes, changes to the 
scale and character' of the setting, or transit based development around stations may 
have long-term impacts to the historic resource., 

SHPD believes that visual effect must be given greater consideration where it 
concerns impacts to integrity of setting, feeling, and association.. For example, the 
indirect effects of guidway crossings on Nu'uanu Stream Bridge and Hono`uli`uli 
Stream Bridge. Other resources that deserve additional consideration for indirect 
impacts per 36 CFR Part 800.,5(a)(2)(v), include the Aiea (Honolulu Plantation) 
Cemetery, Tong Fat Wood Tenement Buildings, Aloha Tower, OR & L Depot, 
Mother Waldron Park, Walker Park, Irwin Park, and the Aloha Chapel, SHPD 
suggested that simulations be developed to analyze the character of visual and 
atmospheric effects and parcel takings to this and other individual resources.. Adverse 
effects are not confined to direct impacts to a parcel and can include cumulative and 
far-reaching impacts to historic resources as provoked by the Project, including 
proposed transit based development around transit stations. 

The above should also be duly re-considered in regards to constructive use 
determinations under Section 4(f) of the Department of Transportation Act. Per 23 
CFR Part 774.,15(a), as published in the Federal Register' Vol,,, 73, No., 49 (March 12, 
2008): "A constructive use occurs when the transportation project does not 
incorporate land from a Section 4(f) property, but the project's proximity impacts are 
so severe that the protected activities, features, or attributes that qualify the property 
for protection under Section 4(f) are substantially impaired." Impairments include 
noise level increase, obstruction or elimination of primary views, restriction of 
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access, vibration impacts, etc Table 5-2 cites de minimis findings for direct use 
determination under Section 4(f) for the six Quonset hut grouping along Dillingham 
Boulevard, Chinatown historic district (see below), Hawaiian Electric, Radford High 
School, and Pearl Harbor National Historic Landmark (see below) These 
determinations are still pending. 

Regarding the Chinatown historic district, listed on the National Register of Historic 
Places on JannAry 17, 1973, SHPD expressed specific concerns The district 
nomination records the following description: 

"The boundaries of the district, as established by the Hawai`i Historic Places 
Review Board, are as follows: a 50 ft. line on the ewa (north) side of Nu'uanu 
Stream, the mauka (east) side of Beretania Street, a line 50 ft. from the building 
line on the Diamond Head (south) side of Nu`tranu Avenue, and 50 ft makai 
(west) of the longest pier stretching into Honolulu Harbor The major reason for 

its early development and continuous history as a commercial area was due to the 
close proximity to Honolulu Harbor " 

Under statement of significance, the nomination reads: 

"Throughout the whole of its 180 years as a trading center in the Pacific, 
Honolulu has always been closely identified with its harbor—the principal 
channel of contact with the outside world. It is, however, that portion of 
Honolulu immediately adjacent to the harbor at the mouth of Nu'uanu Stream 
which holds the longest continuous history of native and immigrant settlement 
and where the story of HawaiTs common folk has been most compactly 
unfolded (. ,)" 

As the intimate connection between the architectural district and the waterfront are 
called out as character-defining features of the National Register nomination, SHPD 
has significant concerns regarding a determination of no adverse effect to the district 

SHPD Architecture is in receipt of the MA's December 11, 2008 letter inviting 
consultation with the Secretary of the Interior regarding potential adverse effect to 
the Pearl Harbor National Historic Landmark. SHPD looks forward to continuing 
consultation regarding this site. We are in receipt of the Historic Hawaii 
Foundation's (HHF) December 10, 2008 letter which raises questions regarding the 
inadequacy of the description given in the Draft EIS to the vital significance of the 
National Historic Landmark 

Moreover, in reference to the above-named correspondence, please verify that the 
resources of the former Naval Air Station Barber's Point and lands west of the West 
Loch station were omitted because they will be fully consulted on in a separate Draft 
EIS at a later time As referenced by HHF, discussion of the resources associated 
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with former Marine Corps Air Station 'Ewa Field should parallel the import of the 
newly designated Valor in the Pacific National Monument 

Discussion of effect determinations and the above-named points is scheduled to 
continue with consulting parties SHPD Architecture participated in a driving tour of 
the proposed route (Airport alternative) with PB staff and the Historic Hawaii 
Foundation on January 9 We will resume discussion of draft mitigation 
commitments following closer concurrence on effect determinations. Regarding 
Table 4-5, "Acquisitions and Displacements Summary," please provide an itemized 
list of how many parcel acquisitions and displacements by land use impact eligible 
historic resources. Finally, please note that National Register criteria considerations 
D and G are not cited regarding methodology. Federal Transit Administration has 
not yet completed its review for effect determinations pending our office's response 
to individual eligibility determinations 

B Archaeology: The Area of' Proposed Effect (APE) was divided into 10 different sub-
areas to evaluate below-ground effects The proposed project covers the fundable 
twenty-mile segment of the corridor between East Kapolei and the Ala Moana Center 
with alternatives for both Fixed Guideway Transit Alternatives of the Salt Lake and 
Airport mutes. The project does affect potential human burials, subsurface features 
and cultural deposits that have not yet previously been identified,. We agree that once 
column locations are identified archaeological inventory work would focus on these 
locations and if historic properties are identified then mitigation plans should include 
archaeological monitoring, possible archaeological data recovery and burial 
treatment plans SHPD participating in on-going 106 consultation on a Programmatic 
Agreement to address the above issues, 

C Culture and History: SHPD Culture and History Branch concurs that the transit 
project as a whole will change the character of the physical features within the 
corridor (36CFR 800.5). SIIPD is specifically concerned about the affect view 
planes from traditional lookout points such as Makakilo and Pu`u KapOlei, As stated 
in our September 26, 2008 correspondence: "Furthermore, we were encouraged that 
at our meeting it was indicated that indirect impacts to landscape and setting, 
including view sheds makai to mauka, will be examined to determine the broader 
impact of the corridor' itself. We believe that this macroscopic dimension will aid in 
accurately reflecting the comprehensive effect of the proposed project and in turn 
facilitate identification of appropriate mitigation.," Other examples of character 
changing impacts would include those to landscapes such as the Banana Patch 
community, Sumida Watercress Farm and Aiea Plantation Cemetery. At the same 
time, we do recognize and appreciate that some modifications to the alignment have 
been made specifically to minimize adverse effect. 

The Oahu Island Burial Council (OIBC), Hui Malama I Na Kapono, and Office of Hawaiian 
Affairs have been consulted, as stipulated in the National Historic Preservation Act, Section 

Mr Wayne Y. Yoshioka 
February 2, 2009 
Page 4 of 10 

AR00140524 



. Wayne Y Yoshioka 
February 2, 2009 
Page 5 of 10 

106.. OIBC at their January 14, 2009, meeting summarized their consultation work with 
HTA but seemed to be only addressing the Programmatic Agreement concerns and not the 
Draft EIS or relevant studies. We will defer their comments on the Draft EIS at this time.. 

We understand that a Memorandum of Agreement is being developed to address the 
concerns of the Architecture and a Programmatic Agreement is being developed to address 
Archaeology and Cultural/History respectively Also, please note that the Advisory Council 
on Historic Preservation, National Park Service, and the National Ttust for Historic 
Preservation were not listed as consulting parties in,the Draft EIS 

We have not reviewed the Honolulu High Capacity Transit Corridor Project Archaeological 
Resources Technical Report., In a separate transmittal shortly forthcoming, the SHPD will 
comment in more detail regarding the findings of the technical report. We look forward to 
the Archaeological Inventory Survey Plan (Phase I) which will be done by the construction 
phases, along with an Archaeological Inventory Survey Report(s) and an Archaeological 
,Monitoring Plan. 

If there are any questions, please contact Pua Aiu, SHPD Administrator, at 692-8015 

II Aquatics and Water Resource Management 

The proposed Honolulu High-Capacity Transit Corridor Route will cross the following 
streams: Honouliuli, Waikele, Kapakahi, Kalo`i Gulch, Waiawa, Waimalu, Kalauao, Aiea, 
Halawa, Moanalua, Kalihi, Kapalama, and Nu'uanu which all empty into the Pacific Ocean 
along the southern coast of the island of Oahu. All these streams are perennial except for 
Kapakahi and Kalol Gulch which are non-perennial. The Division of Aquatic Resources 
(DAR) has conducted many biological surveys in Waikele, Waiawa, Halawa, Moanalua, 
Kalihi, and Nu'uanu streams and has observed native macrofauna The estuarine, lower and 
middle reaches native macrofauna which may be impacted by the transit corridor include 
native fish species such as Stenogobius hawaiiensis, Eleotris sandwicensis, Mugil cephalus, 
Kuhlia xenura, Kuhlia sandvieensis, and the native freshwater crustacean, Macrobrachium 
grandimanus. Other native macrofauna which migrate to the upper teaches would also be 
impacted during their migration through this corridor. Impacts on the native macrofauna and 
other aquatic resources can be minimized by avoiding any work in the stream channels or 
along banks.. Impacts on the nearshore reefs and fauna would also be minimized by not 
disturbing the stream channels or banks and addressing heavy rainfall runoff from this 
project. 

Additionally, the following mitigative measures should be implemented during the 
construction of the fixed rail transit system and associated areas to minimize the potential for 
erosion, siltation and pollution of the aquatic environment include: 

1 Lands denuded of vegetation should be planted or covered as quickly as possible to 
prevent erosion; 
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2. Scheduling site work (particularly the excavation and grading) during periods of 
minimal rainfall; 

3. Use to silt fences or other means to prevent sediments from entering the stream; and 
4. Preventing construction materials, petroleum products, debris and landscaping 

products from falling, blowing or leaching into the aquatic environment. 

We recommend the use of best management practices (BMP) for stormwater management to 
minimize the impact of the project to the existing area's hydrology while maintaining on-site 
infiltration and preventing polluted runoff fiom storm events Stormwater management 
BMP's may earn credit toward LEED certification. More information on stormwater BMPs 
can be found at http://hawaii.gov/dbedt/czm/initativeilid.pfro.  

There may be the potential for ground or surface water degredation/contamination and we 
recommend that approvals for this project be conditioned upon a review by the State 
Department of Health and the developer's acceptance of any resulting requirements related to 
water quality .  

A Stream Channel Alterantion Permit is required by CWRM before any alteration(s) can be 
made to the bed and/or banks of a stream channel •The planned source of water for this 
project has not been identified in the Draft EIS report, therefore, we cannot determine what 
permits or petitions are required from our office, or whether there are potential impacts to 
water resources. 

We recommend that the Final EIS disclose projected potable and non-potable water demands 
associated with the project, including indirect and cumulative effects such as the City and 
County's proposed transit oriented development that will surround the rail system. We also 
recommend that the proposed sources to meet these demands be identified. 

If there are any questions, please contact Ken Kawahara, Water Deputy, at 587-0214 

III Engineering 

DLNR, Engineering Division, has reviewed the subject document, and have no comments at 
this time regarding flood zone(s) traversed by proposed project alignment However, we do 
have the following general comments: 

1. Column construction in streams will likely trigger comments related to aquatic habitat 
and biological/environmental issues. Response to these issues would have to be 
prepared 

2. As required by the City and County of Honolulu's Flood Plain Management 
Ordinance, any construction planned in a Flood Zone designated as AE (Floodway) 
will require a detailed floodway study and/or no risk certification. 

3,. A Conditional Letter of Map Revision (CLOMR) is required if there are any changes 
in water level (44 CFR 65.12). 
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4 Note that FEMA is conducting a Flood Insurance Risk Study that will update 
approximately 60 miles (Kaena Point to Kawailoa Point) of coastal flood hazard 
boundaries Preliminary study results have been issued to the City and County of 
Honolulu, Department of Planning and Permitting. 

Please note that the project site must comply with the rules and regulations of the National 
Flood Insurance Program (NFIP) presented in Title 44 of the Code of Federal Regulations 
(44CFR), whenever development within a Special Flood Hazard Area is undertaken Please 
be advised that 44CFR indicates the minimum standards set forth by the NFIP. Your 
Community's local flood ordinance may prove to be more restrictive and thus take 
precedence over the minimum NFIP standards. 

If there are any questions, please contact Eric Hirano, Engineering Administer, at 587-0230 

IV Land 

Among the lands owned and managed by DLNR are two parcels in East Kapolei, Ewa, 
Hawaii, located west of the proposed North-South Road alignment and mauka and makai of 
Farrington. Highway. The two parcels are identified by Tax Map Key Numbers (1) 9-l-
17:86; and 9-1-18:05 (the "DLNR Parcels"). These parcels have excellent long-term 
development potential, and DLNR has accordingly identified these parcels as future income 
producing lands to support DLNR's operations and maintenance/management of the State's 
public lands and natural and cultural resources. DLNR has also communicated its desire to 
the City and County of Honolulu (the "City") to have these parcels rezoned to allow for 
commercial and/or other income-producing uses. 

Various sections, figures, and tables in the Draft EIS provide for the fixed guideway 
alignment and a park-and-ride facility to be located within the DLNR Parcels, e.g., Figures 2- 
2, 2-3, 2-4, 2-5, 2-15, 2-38, 2-44, 4-3, Table 2-6, Appendix A However, it is not clear 
whether these parcels are included among the properties identified by the City for acquisition 
(see Section 4.3 and Table 4-5) and whether compensation will be paid for any such 
acquisition 

The conveyance of any easement or other rights over the DLNR Parcels to allow such 
facilities, and the amount of compensation to be paid for such easement/rights, if any, 
requires the approval of the Board of Land and Natural Resources (BLNR), As of' the date of 
this memorandum, BLNR has not granted any such approval, and therefore, BLNR's 
approval should be added to the list of Anticipated Permits and Approvals required for the 
proposed project (Table 4-37), It should also be noted, however, that DLNR_ has had prior 
discussions with the City regarding use of portions of the DLNR Parcels for the proposed 
transit project and DLNR's desire to rezone the DLNR parcels, and DLNR intends to 
continue to work with the City on these issues 
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We understand that either route proposed in the Draft EIS invoyles some State Lands 
managed by other State agencies or entities. In most cases, these State Lands have been set 
aside to the government agency for a specific purpose, pursuant to Section 171-11, HRS., 
Any uses deviated from the specific purposes in the set aside require approval from the 
Governor and the BLNR, 

The State is currently prohibited from conveying any portion of ceded lands due to a Hawai‘i 
Supreme Court decision dated January 31, 2008. If any proposed acquistion of property 
requires fee title conveyance of the ceded lands, the outcome of the appeal filed by the State 
to the US Supreme Court may 'affect the final design of the project 

For future easy reference, it may be helpful if the Final EIS contains a table on the 
acquisition with information on ownership and current uses on the affected properties 

If there are any questions, please contact Morris Atta, Land Administrator, at 587-0456 

V Forestry and Wildlife 

According to comments submitted September 15, 2008, the Division of Forestry and Wildlife 
(DOFAW) stated that on Page S-1 —Abutilon is mentioned as "threatened," but it is actually 
listed as "endangered" according to State and Federal law,. DOFAW would like to provide 
the following for your consideration,. 

The existing State Department of Transportation Habitat Conservation Plan (HCP) for 
Abutilon, covers only a limited geographic area related to North-South road (DOT), Kapolei 
Parkway, University of Hawaii West Oahu, DHHL right-of-entry and subdivision, and 
DLNR future development plans (pgs 9-18) Additional DHHL lands are included under a 
Certificate of Inclusion registered with the Land Court The City and County of Honolulu 
land ownership was identified in the original HCP (pg 9) and a Certificate of Inclusion issued 
for a portion of their lands. However, the current HCP does not include all affected lands or 
current planned activities within the rail transit corridor (see attached Table 3. 
Landownership of Parcels at Kapolei Properties). Activities and lands within the HCP area 
can be included by an additional Certificate of' Inclusion, but activities outside the HCP area 
will need an amendment or new HCP. 

Mitigation activities should address increased fire management measures Although the 
current HCP includes a fire management strategy, it does not take the proposed project into 
consideration, so it does not address fire concerns for the project under review. The project 
under review could create new threats to the Abutilon reserve, with concern of discarded 
cigarettes or equipment sparks for example 
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The level of fire management identified in the current HCP includes: 

"A fire management strategy consisting for the following measures is being implemented to 
ensure that the plants are not accidentally destroyed, 

• Identification of fire fighting resouices available near the Kapolei population; 
• Provide informaticin to fire stations to assist them in protecting A. menziesii from fire; 
• Identification of' water resources near the Kapolei population. 

The details of the fire management strategies are described in the Final Interim Management 
Report for Abutilon menziesii (DLNR DOFAW 200.3, Appendix G).." (p. 21).. 

If additional plants are discovered outside the boundaries of the lands covered under the 
current HCP, then the transit corridor will need a new Habitat Conservation Plan (see 
attached information on HCP and ITL) or an amendment to the existing HCP. Additionally, 
should a plant survey of the transit corridor show no endangered plants in the Kapolei-Ewa 
area, it does not constitute a finding of no plants present because plants can emerge following 
rainfall or scarification.. Therefore, it is recommended that multiple surveys are done and 
that the biology of endangered flora and fauna be considered, especially that of the Abutilon. 

The issue of invasive species is not addressed in the Honolulu High-Capacity Transit Draft 
EIS.. The implementation of this project creates risks related to the introduction of new 
harmful invasive species, weeds or pests that could be brought into Oahu by importation of 
heavy equipment and materials sourced from sites off island, be it from other islands or. 
continental locations. For example the red imported fire ant is a serious pest in a number of 
southern and coastal states including: CA, TX, NC, AR, NM, DE, and in other areas around 
the world. Recent economic input analysis indicated that if established in Hawai`i, the 
estimated negative impacts to HawaiTs economy could be as high as $200 million within 20 
years and it would affect our way of life and human health Apart from the potential 
introductions from out-of-state import risks are the intra-state risks between islands A 
number of pests are present on other islands in Hawai`i but not present or are under control 
on Oahu, e.g. miconia, little fire ant and coqui frogs Appropriate mitigation would involve 
implementing prevention measures, paying close attention to pests at the site of origin foi 
incoming equipment and matenals, cleaning, inspections and treatment both before shipping 
and after arrival on Oahu Would reduce these risks significantly 

The Draft EIS describes plans for the planting of trees and other landscaping projects. 
Nursery plants sourced from outer islands are a known pathway for "hitchhiker pests," and 
should be subject to inspections and appropriate treatment. Also, the plants that are 
considered for planting could themselves become harmful invaders or contribute to existing 
problems, if not screened properly Species under consideration for planting should be 
reviewed using the University of Hawai`i, Weed Risk Assessment system that allows high-
risk potentially harmful species to be identified, while low risk alternatives could be a more 
suitable species selected for this project, 
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The subject project Draft EIS did not address tree removal plans, or lack there of in the rail 
transit corridor. If tree removal is part of the construction process, there is concern in central 
Honolulu in the Kapiolani Blvd. area where a population of white tern, Gygis alba or Mann- 

is known to nest. 

Further mitigation could involve implementing pre and post construction surveys to 
determine what plant species are present along the transit pathway and remove any 
potentially invasive species as a post construction mitigation action If the prevention 
mitigation measures mentioned above are implemented successfully, this latter problem will 
likely be minor or insignificant ..  

If there are any questions, please contact Paul Corny, DOFAW Administer, at 587-4182, 

VI, State Parks  

The subject project Draft EIS does not acknowledge the transit corridors alignment near 
State Parks, and the impacts it may have on those areas. 

Section 5.4.1 of the Draft EIS states that the project will require direct property acquisition of 
several recreational areas, one of which is Ke`ehi Lagoon Beach Park, resulting in a section 
4(f) use.. Directly adjacent to the beach park is the Hawai`i Disabled American Veteran's 
(DAV) Keehi Lagoon Memorial that was set aside to the department and is operated and 
maintained by the Hawai`i DAV., Its location may place it near the alignment for both the 
Airport and Salt Lake alternatives, however, there is no mention of it in the document. 

We also note that Aiea Bay State Recreation Area, also under Our jurisidiction and a section 
4(f) area, was discussed in the Draft EIS and determined to have no use based on the criteria 
for review of 4(f) properties There is concern that the criteria used to make this 
determination is unclear 

If there are any questions, please contact Dan Quinn, State Parks Administrator, at 587-0292. 

Thank you for the opportunity to submit comments.. 

Sincerely, 

La 	relen, Chairperson 
Department of Land and Natural Resources 

c: /Mr Ted Matley, F TA Region IX 
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