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Preface

The Draft Environmental Assessment (EA) for the proposed amendments to Rule 1470 – Control of Emissions from Diesel-Fueled Internal Combustion Engines was circulated for a 30-day public review and comment period from January 29, 2004 to February 27, 2004.  No public comment letters were received and minor modifications were made to the Draft EA so it is now a Final EA.  The minor modifications to the project description, such as adding limits on operation of engines within 500 feet from the school, prioritizing the compliance schedule of multiple engines, etc., do not change any of the conclusions in the Draft EA.  The detailed changes to the project description can be found in Chapter 1.  Some of the modifications, such as prioritizing the compliance schedule of multiple engines, are administrative in nature and will have no adverse environmental impact.  Other changes, such as adding time limits on the operation of engines within 500 feet from the school, will be more health protective near sensitive receptors and thus, provide an air quality and human health benefit.  The remaining changes, including testing hours not considered part of maintenance and testing, provide rule clarification.  Deletions and additions to the text of the EA are denoted using strikethrough and underlined, respectively.  Please note that since the release of the Draft EA, the rule title has been changed to “Rule 1470 - Requirements for Stationary Diesel-Fueled Internal Combustion Engines and Other Compression Ignition Engines”.
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Affected Facilities and Engine Compliance

Introduction

In 1998, the California Air Resources Board (CARB) identified diesel particulate matter (PM) as a toxic air contaminant (TAC) and in September 2000, CARB approved the “Risk Reduction Plan to Reduce Particulate Matter Emissions from Diesel-Fueled Engines and Vehicles” (Diesel Risk Reduction Plan).  The goal of the CARB Diesel Risk Reduction Plan is to reduce diesel PM emissions and the associated cancer risk by 85 percent in 2020.  In addition, in 2001, the Office of Environmental Health Hazard Assessment (OEHHA) identified diesel PM as one of the TACs that may cause children or infants to be more susceptible to illness pursuant to the requirements of Senate Bill 25 (Stats. 1999, ch. 731).  Senate Bill 25 also requires CARB to adopt control measures, as appropriate, to reduce the public’s exposure to these special TACs (H&SC §39669.5).  

During 1998 and 1999, the South Coast Air Quality Management District (SCAQMD) conducted a second Multiple Air Toxics Exposure Study (MATES-II) to further understand the current air toxics setting in the Basin.  The results, released in a final report in 2000, showed that approximately 70 percent of the cancer risk from air toxics in the South Coast Air Basin (Basin) is due to diesel PM.  

In 1997, the SCAQMD Governing Board adopted ten environmental justice (EJ) initiatives to create equitable environmental policymaking and enforcement to protect residents, regardless of age, culture, ethnicity, gender, race, socioeconomic status, or geographic location, from the health effects of air pollution.  One initiative required the creation of incentives to clean-up or remove diesel engines in the basin because diesel exhaust is associated with a variety of toxic and cancer health effects and is a major smog contributor.  In the spirit of this initiative, the SCAQMD adopted a series of rules to regulate fleet vehicles in the Basin in April 2001, however the rules regulate mobile sources and do not address stationary diesel-fueled engines to be regulated by PR 1470.  

The EJ initiatives sparked the concept for an Air Toxics Control Plan (ATCP) which is a planning document that highlights the systematic approach to reducing air toxic emissions through technically feasible, cost-effective control strategies.  In March 2000, the SCAQMD Governing Board adopted the ATCP designed to identify potential strategies to reduce toxic levels in the Basin over the next decade, thereby, improving public health by reducing health risks associated with both mobile and stationary sources.  The ATCP identifies a mobile source strategy, AT-MBL-03, which calls for the control of diesel PM emissions from engines through after-treatment technologies to achieve 90 percent reduction in diesel PM.  Exposure to diesel PM, which is a known TAC, can increase the risk of contracting cancer or result in other deleterious health effects which target such systems as cardiovascular, reproductive, hematological, or nervous.  While the ATCP does not specifically provide a control strategy for stationary source diesel-fueled engines, promulgating PR 1470 is consistent with the goals of the ATCP to control the diesel PM emissions in order to reduce population exposure from diesel PM.  

The EJ initiatives were followed by 23 enhancements to the EJ program which were approved by SCAQMD Governing Board at its September 2002 Board Meeting.  The enhancements were intended to further identify and address concerns and serve as the basis for further outreach and problem-solving activities regarding short- and long-term environmental justice issues.  In conjunction with these enhancements, SCAQMD staff was directed by the Governing Board at its January 2003 meeting, to investigate the feasibility of rulemaking regarding cumulative impacts of air pollution beyond current SCAQMD requirements.  Cumulative air quality impacts is a concern about the accumulated effects of numerous emission sources operating within a limited area, particularly as related to air toxics, and when the group of sources is near residences, schools, or other sensitive receptors.  In the cumulative impacts policy document staff’s recommended specific actions that could be implemented to address cumulative impacts.  Approach #15 is a strategy to consider during development of future new toxic rules, such as PR 1470, the evaluation of more stringent air toxic source-specific requirements for sources near existing schools and possibly other sensitive receptors.  On September 5, 2003, the SCAQMD Governing Board directed staff to proceed with the strategies outlined in the policy document and thus develop a rule to provide health protection to schools located near internal combustion engines utilizing diesel fuels.  Proposed Rule (PR) 1470 – Requirements for Stationary Diesel-Fueled Internal Combustion Engines and Other Compression Ignition Engines, has been developed in response to the Board’s direction.

PR 1470 is based on the CARB Air Toxics Control Measure (ATCM) for Stationary Compression Ignition (CI) Engines, as approved by CARB with 15-day changes on February 26, 2004. 
The CARB ATCM for Stationary CI Engines addressed controlling diesel PM emissions by establishing fuel use specifications, operating requirements and emission standards for new stationary diesel engines less than or equal to 50 brake horsepower (installed after January 1, 2005), as well as new and in-use (existing) stationary diesel engines greater than 50 brake horsepower (installed prior to January 1, 2005).  The draft ATCM also established recordkeeping, reporting and monitoring requirements, a compliance schedule, test methods and exemptions.  

Although PR 1470 is based on the CARB’s ATCM, it would also establish more stringent requirements for stationary diesel-fueled emergency standby and prime engines located on school grounds or 100 meters or less from existing schools, resulting in reduced emissions of diesel particulate matter and cancer risk to neighboring schools.  The proposed rule would also prohibit non-emergency use of diesel emergency standby engines located on school grounds or 100 meters or less from existing schools when school is in session between the hours of 7:30 a.m. and 3:30 p.m. 
Pursuant to the California Environmental Quality Act (CEQA) (California Public Resources Code §21000 et seq.), this Environmental Assessment (EA) includes an analysis of the potential adverse environmental impacts of implementing PR 1470.  The environmental analysis in Chapter 2 concluded that the proposed project will provide an overall air quality benefit and no environmental topic areas were identified that could be significantly adversely affected by the proposed rule.

LEGISLATIVE AUTHORITY

The California Legislature created the SCAQMD in 1977 (Lewis-Presley Air Quality Management Act, California Health and Safety Code §§ 40400 et seq.) as the agency responsible for developing and enforcing air pollution control rules and regulations in the Basin and portions of the Salton Sea Air Basin and Mojave Desert Air Basin.  By statute, SCAQMD is required to adopt an air quality management plan (AQMP) demonstrating compliance with all state and federal ambient air quality standards for the District [California Health and Safety Code §40460(a)].  Furthermore, SCAQMD must adopt rules and regulations that carry out the AQMP [California Health and Safety Code, §40440(a)].  The secondary benefit from the proposed project will be the controlling of PM emissions and reduction in NOx, both will assist in achieving the goals of the AQMP. 

According to Health and Safety Code §39656, California legislature has delegated the air districts, including the SCAQMD, to establish and implement a program to regulate TACs.  PR 1470 will implement CARB’s ATCM.  The SCAQMD’s authority to establish more stringent emission standards and operating requirements is consistent with the requirements of Health and Safety Code §39666(d), which gives the SCAQMD the authority to adopt a rule that is as stringent or more stringent than the ATCM.

CALIFORNIA ENVIRONMENTAL QUALITY ACT 

PR 1470 is a "project" as defined by CEQA (California Public Resources Code §21080.5).  SCAQMD is the lead agency for the proposed project and has prepared appropriate environmental analysis pursuant to its certified regulatory program (SCAQMD Rule 110).  California Public Resources Code §21080.5 allows public agencies with regulatory programs to prepare a plan or other written document in lieu of an environmental impact report (EIR) once the Secretary of the Resources Agency has certified the regulatory program.  The SCAQMD’s regulatory program was certified by the Secretary of the Resources Agency on March 1, 1989, and is codified as SCAQMD Rule 110.

CEQA requires that the potential adverse environmental impacts of proposed projects be evaluated and that feasible methods to reduce or avoid significant adverse environmental impacts of these projects be identified.  To fulfill the purpose and intent of CEQA, the SCAQMD has prepared this EA to address the potential adverse environmental impacts associated with adopting and implementing PR 1470.  This Final EA is intended to: (a) provide the lead agency, responsible agencies, decision makers and the general public with detailed information on the environmental effects of the proposed project; and, (b) to be used as a tool by decision makers to facilitate decision making on the proposed project.  

No comments were received during the public comment period on the analysis presented in the Draft EA.  Prior to making a decision on the proposed rule, the SCAQMD Governing Board must review and certify the EA as providing adequate information on the potential adverse environmental impacts of the proposed rule.  

SCAQMD’s review of the proposed project shows that the project would not generate significant adverse effects on the environment.  Therefore, pursuant to CEQA Guidelines §15252, no alternatives or mitigation measures are included in this Final EA.  The analysis in Chapter 2 supports the conclusion of no significant adverse environmental impacts.

project location

PR 1470 would apply to the SCAQMD’s entire jurisdiction.  The SCAQMD has jurisdiction over an area of 10,473 square miles (referred to hereafter as the district), consisting of the four-county South Coast Air Basin (Basin) and the Riverside County portions of the Salton Sea Air Basin (SSAB) and the Mojave Desert Air Basin (MDAB).  The Basin, which is a subarea of the SCAQMD’s jurisdiction, is bounded by the Pacific Ocean to the west and the San Gabriel, San Bernardino, and San Jacinto Mountains to the north and east.  The 6,745 square-mile Basin includes all of Orange County and the nondesert portions of Los Angeles, Riverside, and San Bernardino counties.  The Riverside County portion of the SSAB and MDAB is bounded by the San Jacinto Mountains in the west and spans eastward up to the Palo Verde Valley.  The federal nonattainment area (known as the Coachella Valley Planning Area) is a subregion of both Riverside County and the SSAB and is bounded by the San Jacinto Mountains to the west and the eastern boundary of the Coachella Valley to the east (Figure 1-1).
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South Coast Air Quality Management District

overview of atcm

CARB’s ATCM for Stationary CI Engines, which was used as the basis for PR 1470, establishes requirements for new and in-use stationary CI engines. The requirements of the ATCM fall into three major categories: fuel-use requirements, operational requirements and emission standards, and recordkeeping and reporting requirements.  In general, the fuel-use requirements and the recordkeeping and reporting requirements apply to all affected stationary CI engines and the operational requirements and emission standards only apply to stationary diesel-fueled CI engines.

The operational requirements and emission standards for stationary diesel-fueled CI engines are based on the application of the best available diesel PM control strategies for emergency standby and prime applications.  Factors considered when establishing requirements included potential near-source risk, cost of controls, availability of U.S. EPA or CARB off-road certified engines that can meet the proposed stationary engine emission standards, and the availability of viable control technologies for stationary engine applications.  This approach to developing requirements is reflected in the differing requirements for emergency standby and prime engines, and the establishment of specific exemptions.

Affected Types of Engines

Stationary CI engines are engines that remain in one location for 12 months or longer.  These engines are typically categorized as either prime engines or emergency standby engines.  Prime engines are stationary engines that are not used during emergencies but are used in a wide variety of applications such as compressors, irrigation, cranes, rock crushers, and agricultural irrigation usually on a continuous or regular basis.  Emergency standby engines are used for emergency back-up electric power generation or pumping of water during emergencies such as power failures or rolling blackouts.  They provide emergency power for a variety of situations, including those which are critical to human life (e.g., hospital and convalescent facility medical support systems) and those which are less critical to human life and safety (e.g., heating and air conditioning systems, communication systems, ventilation and smoke removal systems, sewerage disposal, lighting, and industrial processes).  

Project Objectives

The objectives of PR 1470 are to:

1. Reduce toxic diesel PM emissions. 

2. Reduce population exposure to TAC emissions.  

3. Implement the provision in the “Cumulative Impacts White Paper” (SCAQMD, 2003) to develop a rule that provides greater health protection from TACs for sensitive receptors such as schools.

PROJECT DESCRIPTION

To assist the reader in understanding this comprehensive proposed rule, the following is an overview of key elements, and detailed discussion of the main components of PR 1470.  PR 1470 would establish:

· Fuel and fuel additive requirements for new and in-use stationary diesel CI engines with greater than 50 brake-horsepower;

· Operating requirements and emission standards for the following diesel CI engines with greater than 50 brake-horsepower:

1. New emergency standby engines;

2. In-use emergency standby engines;

3. New stationary prime engines;

4. In-use stationary prime engines;

5. New stationary engines used in agricultural operations;

6. New emergency standby engines used in diesel response programs (DRP), and

7. In-use emergency standby engines used in DRP

· Emission standards for new diesel CI Engines less than or equal to 50 brake-horsepower;

· More stringent emission standards for facilities with stationary diesel CI engines on school grounds or 100 meters or less from existing schools

· Recordkeeping, reporting and monitoring requirements 

· Compliance schedule;

· Emissions data requirements to demonstrate compliance;

· Test methods; and 

· Exemptions for specified CI engines.

PR 1470 is composed of the following detailed components, listed in the order they appear in the rule:

(a)
Applicability 
Subdivision (a) includes a general statement that PR 1470 applies to stationary CI engines owned or operated in California with rated brake horsepower greater than 50.

(b)
Definitions 
Subdivision (b) includes new definitions added for the following terms used in PR 1470:

· Agricultural operations

· Alternative fuel

· Alternative diesel fuel

· Approach light system with sequenced flasher lights 

· Baseline or baseline emissions

· California Air Resources Board diesel fuel

· Cancer Risk

· Compression-ignition (CI) engine

· Control area

· Cumulatively

· Demand response program (DRP)

· DRP engine

· Diesel fuel

· Diesel-fueled

· Diesel particulate filter (DPF)

· Diesel particulate matter (PM)

· Digester gas

· Dual-fuel diesel pilot engine

· Dual-fuel engine

· Emergency standby engine

· Emergency use

· Emission control strategy

· End user

· Enrolled

· Executive officer

· Facility

· Fuel additive

· Generator set

· Hazard Index

· Hazardous Air Pollutant (HAP)

· In-use

· Initial start-up testing

· Interruptible service contract (ISC)

· Jet fuel

· Landfill gas

· Location

· Maintenance and testing

· Major Source

· Maximum Rated Power

· Model year (MY)

· New or new CI engine

· Non-methane hydrocarbons (NMHC)
· Owner or operator

· Portable CI engine

· Prime CI engine

· Prioritization Score
· Rated brake horsepower

· Receptor location

· Reconstruction

· Rotating outage

· School

· Selective catalytic reduction system

· Seller

· Stage 2 alert

· Stage 3 alert

· Stationary CI engine

· Stationary source

· Utility distribution company

· Verification procedure, warranty and in-use compliance requirements for in-use strategies to control emissions from diesel engines

· Verified diesel emission control strategy

(c)
Requirements 
Subdivision (c) contains the main provisions for controlling diesel PM emissions from CI engines.

Paragraph (c)(1) establishes the following fuel and fuel additive requirements: 

· Effective January 1, 2006, use CARB diesel (or alternative), alternative fuel, and/or CARB diesel with additives.
Paragraph (c)(2) establishes the following operating requirements and emission standards for new emergency standby diesel-fueled CI engines (>50 bhp):
· When located on school grounds or 100 meters or less from a school, no operation for non-emergency use, including for maintenance and testing purposes, when school  is in session between the hours of 7:30 a.m. and 3:30 p.m.
· An engine that is located more than 100 meters (328 feet) and less than or equal to 500 feet from a school shall not be operated for non-emergency use between the hours of 7:30 a.m. and 3:30 p.m. on days when school is in session.  An engine that emits diesel PM at a rate of 0.01 g/bhp-hr or less is not subject to this restriction.
· Standby diesel-fueled CI engines may be used during rotating power outages if specific criteria are met.
· Effective January 1, 2005, prohibition on sales or operation of diesel emergency standby engines unless the following operating requirements and emission standards are met:

· Diesel PM standard and hours of operating requirements:

· Meet 0.15 g/bhp-hr PM standard; or 

· Meet the current model year diesel PM standard specified in the Off-Road Compression Ignition Engine Standards for off-road engines with the same horsepower rating; and

· Operate 50 hours per year, or less, for maintenance and testing (except emergency use and emissions testing).

· Alternative diesel PM standard and hours of operating requirements (subject to District approval):
· Meet 0.01 g/bhp-hr PM standard and operate 100 hours per year, or less, for maintenance and testing.

· Hydrocarbon (HC), NOx, NMHC + NOx, and CO standards:
· Meet standards for off-road engines of the same model year and horsepower rating as specified in the Off-Road Compression Ignition Engine Standards (title 13, CCR, Section 2423); or if no standards have been established.
· Meet the Tier 1 standards in Title 13, CCR, section 2423 for off-road engines of the same horsepower rating, irrespective of the new engine’s model year.
· Effective January 1, 2005, for diesel emergency standby engines sited on school property or within 100 meters of schools existing as of (date of rule adoption), prohibition on sales or operation of diesel emergency standby engines unless the following operating requirements and emission standards are met:

· Diesel PM standard and hours of operating requirements:
· Meet 0.01 g/bhp-hr PM standard and operate 100 hours per year, or less, for maintenance and testing (except emergency use and emissions testing).
· HC, NOx, NMHC + NOx, CO standards:
· Meet standards for off-road engines of the same model year and horsepower rating as specified in the Off-Road Compression Ignition Engine Standards (title 13, CCR, section 2423); or if no standards have been established.

· Meet the Tier 1 standards in Title 13, CCR, section 2423 for off-road engines of the same horsepower rating, irrespective of the new engine’s model year.
· Paragraph (c)(3) establishes the following operating requirements and emission standards for in-use emergency standby diesel-fueled CI engines (>50 bhp):
· When located on school grounds or 100 meters or less from a school, no operation for non-emergency use, including for maintenance and testing purposes, when school  is in session between the hours of 7:30 a.m. and 3:30 p.m.

· An engine that is located more than 100 meters (328 feet) and less than or equal to 500 feet from a school shall not be operated for non-emergency use between the hours of 7:30 a.m. and 3:30 p.m. on days when school is in session.  An engine that emits diesel PM at a rate of 0.01 g/bhp-hr or less is not subject to this restriction.
· Standby diesel-fueled CI engines may be used during rotating power outages if specific criteria are met.

· For diesel emergency standby engines sited on school property or within 100 meters of schools existing as of (date of adoption), meet the following operating requirements and emission standards:

· Diesel PM standard and hours of operating requirements:
Engines certified in accordance with the Off-Road Compression Ignition Engine Standards (title 13, CCR, Section 2423) shall comply with either Option 1 or Option 2, while those not certified in accordance with the Off-Road Compression Ignition Engine Standards shall comply with Option 1, Option 2, or Option 3:
· Option 1:  Reduce the diesel PM emission rate by at least 85 percent from baseline level and operate 75 hours per year or less (by January 1, 2006 through January 1, 2009, as specified in the applicable subdivision (e) compliance schedule); or

· Option 2:  Emit diesel PM at a rate less than or equal to 0.01 g/bhp-hr and operate 100 hours per year or less (by January 1, 2006 through January 1, 2009, as specified in the applicable subdivision (e) compliance schedule); or

· Option 3:  Reduce the diesel PM emission rate by at least 30 percent from the baseline level and operate 20 hours per year or less no later than January 1, 2006 and emit diesel PM at a rate of 0.01 g/bhp-hr or less and operate 100 hours per year or less by no later than July 1, 2011.

· Unless specifically exempted, all in-use emergency diesel-fueled CI engines operated in California shall meet the following requirements:
· Diesel PM standards and hours of operating requirements:

· Meet no PM standard and operate 20 hours per year, or less, for maintenance and testing (except emergency use and emissions testing); or

· Meet 0.40 g/bhp-hr PM standard and operate 30 hours per year, or less, for maintenance and testing (except emergency use and emissions testing);

· Alternative diesel PM standard and hours of operating requirements (subject to district approval):
· Meet 0.15 g/bhp-hr PM standard and operate 50 hours per year, or less, for maintenance and testing; or

· Meet 0.01 g/bhp-hr PM standard and operate 100 hours per year, or less, for maintenance and testing.
· Additional standards:
· Owners or operators that choose to meet the diesel PM standards with emission control strategies that are not verified through the verification procedure shall:

· Meet the applicable HC, NOx, NMHC+NOx, and CO standards for off-road engines of the same model year and maximum rated power as specified in the Off-Road Compression-Ignition Engine Standards (title 13, CCR, section 2423).  or

· 
· Not increase CO emission rates by more than 10 percent above baseline and not increase HC or NOx emission rates by more than 10% above baseline, or not increase the sum of NMHC and NOx emission rates above baseline.

· Determine appropriate limits on number of hours of operation for demonstrating compliance with other District rules and initial start-up testing.

· Paragraph (c)(4) establishes the following operating requirements and emission standards for new stationary prime diesel-fueled CI engines (>50 bhp):
· Effective January 1, 2005, prohibition on sales or operation of new stationary prime diesel-fueled CI engines unless the following operating requirements and emission standards are met:

· Diesel PM standard:
· Meet 0.01 g/bhp-hr PM standard; or
· Meet the current off-road PM certification standard for off-road engines of the same horsepower rating.

· HC, NOx, NMHC + NOx, CO standards:
· Meet standards for off-road engines of the same model year and horsepower rating as specified in the Off-Road Compression Ignition Engine Standards (title 13, CCR, Section 2423); or if no standards have been established.
· Meet the Tier 1 standards in Title 13, CCR, section 2423 for off-road engines of the same horsepower rating , irrespective of the new engine’s model year.
· 
· Paragraph (c)(5) establishes the following operating requirements and emission standards for in-use stationary prime diesel-fueled CI engines (>50 bhp):
· Unless specifically exempted, all in-use stationary prime diesel-fueled CI engines operated in California shall meet the following requirements:

· Diesel PM standards:
Engines certified in accordance with the Off-Road Compression Ignition Engine Standards (title 13, CCR, Section 2423) shall comply with either Option 1 or Option 2, while those not certified in accordance with the Off-Road Compression Ignition Engine Standards shall comply with Option 1, Option 2, or Option 3:
· Option 1:  Reduce the diesel PM emission rate by at least 85 percent from baseline level (by January 1, 2006 through January 1, 2009, as defined in the compliance schedule); or

· Option 2:  Emit diesel PM at a rate less than or equal to 0.01 g/bhp-hr (by January 1, 2006 through January 1, 2009, as defined in the compliance schedule); or

· Option 3:  Reduce the diesel PM emission rate by at least 30 percent from the baseline level no later than January 1, 2006 and emit diesel PM at a rate of 0.01 b/bhp-hr or less by no later than July 1, 2011.

· Additional standards:
· Owners or operators that choose to meet the diesel PM standards with emission control strategies that are not verified through the verification procedure shall:

· Meet the applicable HC, NOx, NMHC+NOx, and CO standards for off-road engines of the same model year and maximum rated power as specified in the Off-Road Compression-Ignition Engine Standards (title 13, CCR, section 2423).  ; or

· 
· Not increase CO emission rates by more than 10 percent above baseline and not increase HC or NOx emission rates by more than 10% above baseline, or not increase the sum of NMHC and NOx emission rates above baseline.

· Paragraph (c)(6) establishes the following operating requirements and emission standards for new stationary diesel-fueled CI engines used in agricultural operations (>50 bhp): 

· Effective January 1, 2005, prohibition on sales or operation of new diesel-fueled CI agricultural engines unless the following operating requirements and emission standards are met:

· Diesel PM standard:
· Meet 0.15 g/bhp-hr PM standard; or 

· Meet the current off-road PM certification standard for off-road engines of the same horsepower rating.

· NMHC, NOx, and CO standards:
· Meet standards for off-road engines of the same model year and horsepower rating as specified in the Off-Road Compression Ignition Engine Standards (title 13, CCR, section 2423); or if no standards have been established.
· Meet the Tier 1 standards in Title 13, CCR, section 2423 for off-road engines of the same horsepower rating , irrespective of the new agricultural diesel-fueled CI engine’s model year.
· Prior to January 1, 2008, emission limits do not apply to a stationary diesel-fueled CI engine used in agricultural operations that is funded under a State or federal incentive funding program and sold to another agricultural operation, provided the engine complies with ARB Tier 2 Off-Road standards

· Paragraph (c)(7) establishes the following operating requirements and emission standards for new emergency standby diesel-fueled CI demand response program (DRP) engines (>50 bhp): 

· When located on school grounds or 100 meters or less from a school, no operation for non-emergency use, including for maintenance and testing purposes, when school  is in session between the hours of 7:30 a.m. and 3:30 p.m.

· An engine that is located more than 100 meters (328 feet) and less than or equal to 500 feet from a school shall not be operated for non-emergency use between the hours of 7:30 a.m. and 3:30 p.m. on days when school is in session.  An engine that emits diesel PM at a rate of 0.01 g/bhp-hr or less is not subject to this restriction.
· New stationary emergency standby diesel-fueled CI DRP engines may be used during rotating power outages if specific criteria are met.

· Unless specifically exempted, no person shall operate any new stationary emergency standby diesel-fueled CI DRP engine unless it meets the following operating requirements and emission standards:

· Diesel PM standard and hours of operating requirements:
· New DRP engines enrolled in an interruptible service contract (ISC) on or after January 1, 2005 shall:

· Meet the more stringent diesel PM standard of either 0.01 g/bhp-hr of diesel PM; or

· Meet the current model year diesel PM standard specified in the Off-Road Compression Ignition Engine Standards for off-road engines with the same horsepower rating; and

· Operate 50 hours per year, or less, for maintenance and testing (except emergency use and emissions testing) or meet an optional diesel PM requirement, subject to District approval, of 0.01 g/bhp-hr and operate 100 hours per year, or less, for maintenance and testing; and

· Not operate more than 150 hours per year for ISC operation.

· HC, NOx, NMHC + NOx, CO standards:
· Meet standards for off-road engines of the same model year and horsepower rating as specified in the Off-Road Compression Ignition Engine Standards (title 13, CCR, section 2423); or if no standards have been established.
· Meet the Tier 1 standards in Title 13, CCR, section 2423 for off-road engines of the same horsepower rating , irrespective of the new engine’s model year.
· Determine appropriate limits on number of hours of operation for demonstrating compliance with other District rules and initial start-up testing. Hours of operation used solely for testing and demonstration for compliance with District rules and for initial start-up testing shall not be included as part of the engine’s cumulative annual hours.
· Paragraph (c)(8) establishes the following operating requirements and emission standards for in-use emergency standby diesel-fueled CI DRP engines (>50 bhp):
· When located on school grounds, no operation for non-emergency use, including for maintenance and testing purposes, when school  is in session between the hours of 7:30 a.m. and 3:30 p.m.
· An engine that is located more than 100 meters (328 feet) and less than or equal to 500 feet from a school shall not be operated for non-emergency use between the hours of 7:30 a.m. and 3:30 p.m. on days when school is in session.  An engine that emits diesel PM at a rate of 0.01 g/bhp-hr or less is not subject to this restriction.
· In-use stationary emergency standby diesel-fueled CI DRP engines may be used during rotating power outages if specific criteria are met.

· Unless specifically exempted, no person shall operate any new stationary emergency standby diesel-fueled CI DRP engine unless it meets the following operating requirements and emission standards:

· Diesel PM standard and hours of operating requirements:
· In-use DRP engines enrolled in an ISC prior to January 1, 2008 shall:

· Meet a diesel PM standard of 0.15 g/bhp-hr of diesel PM; and

· Meet the following operation limits for maintenance and testing purposes (except emergency use and emissions testing):

· 
· 
· Operate 50 hours per year, or less, if meeting a 0.15 g/bhp-hr PM standard; or

· Operate 100 hours per year, or less, if meeting a 0.01 g/bhp-hr PM standard.

· Not operate more than 150 hours per year for ISC operation.

· In-use DRP engines enrolled in an ISC on or after January 1, 2008 shall:

· Meet a diesel PM standard of 0.01 g/bhp-hr of diesel PM; and

· Meet the following operation limit for maintenance and testing purposes (except emergency use and emissions testing):

· 
· 
· 
· Operate 100 hours per year, or less.

· Not operate more than 150 hours per year for ISC operation.

· Additional Standards:
· Owners or operators that choose to meet the diesel PM standards with emission control strategies that are not verified through the verification procedure shall:

· Meet the applicable HC, NOx, NMHC+NOx, and CO standards for off-road engines of the same model year and maximum rated power as specified in the Off-Road Compression-Ignition Engine Standards (title 13, CCR, section 2423).  ; or

· 
· Not increase CO emission rates by more than 10 percent above baseline and not increase HC or NOx emission rates by more than 10% above baseline, or not increase the sum of NMHC and NOx emission rates above baseline.

· Paragraph (c)(9) establishes that after a DRP is terminated by either the Utility Distribution Company or the engine owner or operator, the DRP engine shall remain subject to the requirements of this subsection as if the DRP were still in effect.

· Paragraph (c)(10) establishes the following operating requirements and emission standards for new stationary diesel-fueled CI engines (<= 50 bhp):
· Effective January 1, 2005, prohibition on sales or operation of diesel emergency standby engines unless meeting ARB Off-Road Compression-Ignition Engine Standards (title 13, CCR, section 2423) for PM, NMHC + NOx, and CO for off-road engines of the same horsepower rating.

(d) Recordkeeping, Reporting and Monitoring Requirements
Subdivision (d) contains the following recordkeeping, reporting and monitoring requirements:
· Owners or operators of new and in-use stationary CI engines, including non-diesel-fueled CI engines, having a rated horsepower greater than 50 must comply with reporting requirements.
· Sellers of new emergency standby or stationary prime diesel-fueled CI engines (>50 bhp) sold to agricultural operations must comply with reporting requirements.
· Sellers of stationary diesel-fueled CI engines having a rated brake horsepower less than or equal to 50 must comply with reporting requirements.
· Other requirements include a demonstration of compliance with emission limits, notification of non-compliance, notification of loss of exemption, installation of monitoring equipment, reporting provisions for exempted prime engines, and additional reporting requirements for the stationary emergency standby diesel-fueled CI engines used to fulfill the requirements of an ISC.
(e) Compliance Schedule and Permit Application Dates
Subdivision (e) contains the following compliance schedule: 

In-use emergency standby diesel-fueled CI engines (>50 bhp) and in-use stationary prime diesel-fueled CI engines (>50 bhp):

· Owner/Operator of Three or Less Engines:

· No later than January 1, 2006 if complying solely by maintaining or reducing the current hours of operation for maintenance or testing;

· Using the following schedule if not complying solely by maintaining or reducing the current hours of operation for maintenance or testing:

· 1989 and earlier MY engines shall comply by January 1, 2006;

· 1990 – 1995 MY engines shall comply by January 1, 2007;

· 1996 – 2007 MY engines shall comply by January 1, 2008;

· Post-2007 MY engines shall comply with the requirements applicable to their MYs

· Owner/Operator of Four or More Engines:

· No later than January 1, 2006 if complying solely by maintaining or reducing the current hours of operation for maintenance or testing;

· No later than July 1, 2005, the owner or operator shall submit a compliance plan and using the following schedule for engines under common ownership or operation that are not complying solely by maintaining or reducing the current hours of operation for maintenance or testing, as well as prioritizing those engines located on the school grounds or 100 meters or less from an existing school:

· 1989 and earlier MY engines:

25 percent of engines by 1/1/06

50 percent of engines by 1/1/07

75 percent of engines by 1/1/08

100 percent of engines by 1/1/09

· 1990 through 1995 MY engines:

30 percent of engines by 1/1/07

60 percent of engines by 1/1/08

100 percent of engines by 1/1/09

· 1996 and later MY engines:

50 percent of engines by 1/1/08

100 percent of engines by 1/1/09
· Permit Application Dates

· For ICE requiring equipment modification, submit permit application six months prior to emission compliance dates.
(f) Emissions Data 

Subdivision (f) identifies sources of data which may be used in whole or in part to meet the emission data requirements include off-road engine certification test data for the stationary diesel-fueled CI engine; engine manufacturer test data; emissions test data from a similar engine; or emissions test data used in meeting the requirements of the Verification Procedure for the emission control strategy implemented.

 (g) Test Methods 

Subdivision (g) identifies test methods that shall be used to determine diesel PM emissions include CARB Method 5 - Determination of Particulate Matter Emissions from Stationary Sources; International Organization for Standardization (ISO) 8178 Test procedures: ISO 8178-1:1996(E) (“ISO 8178 Part 1”); ISO 8178-2: 1996(E) (“ISO 8178 Part 2”); and ISO 8178-4: 1996(E) (“ISO 8178 Part 4”); or Title 13, California Code of Regulations, §2423, Exhaust Emission Standards and Test Procedures –Off-Road Compression Ignition Engines.  

Test methods that shall be used to determine HC, NOx and CO emissions include CARB Method 100 - Procedures for Continuous Gaseous Emission Stack Sampling; International Organization for Standardization (ISO) 8178 Test procedures: ISO 8178-1:1996(E) (“ISO 8178 Part 1”); ISO 8178-2: 1996(E) (“ISO 8178 Part 2”); and ISO 8178-4: 1996(E) (“ISO 8178 Part 4”); or Title 13, California Code of Regulations, §2423, Exhaust Emission Standards and Test Procedures – Off-Road Compression Ignition Engines.

Test methods that shall be used to determine NMHC emissions include International Organization for Standardization (ISO) 8178 Test procedures: ISO 8178-1:1996(E) (“ISO 8178 Part 1”); ISO 8178-2: 1996(E) (“ISO 8178 Part 2”); and ISO 8178-4: 1996(E) (“ISO 8178 Part 4”); or Title 13, California Code of Regulations, §2423, Exhaust Emission Standards and Test Procedures –Off-Road Compression Ignition Engines.

(h) Exemptions 

Subdivision (h) identifies categories of CI engines that would be exempt from specified requirements of PR 1470.

· Portable CI engines or those used for on- and off-road vehicle motive power [paragraph (h)(1)]
· CI engines used for marine vessels (propulsion or auxiliary) [paragraph (h)(2)]
· In-use stationary CI engines used in agricultural operations [paragraph (h)(3)]
· The following engines are exempt from fuel and fuel additive requirements of PR 1470: 

· The stationary engines used for training of specific Air Force, Navy, or U.S. Department of Defense personnel [paragraph (h)(8)].

· The stationary engines used solely on San Clemente Islands [paragraph (h)(9)]. 

· Dual-fuel diesel pilot CI engines that use diesel fuel and digester gas or landfill gas [paragraph (h)(13)].

· In-use prime stationary engines that are remotely located and meet the following conditions [paragraph (h)(17)].:

· The engine is located more than one (1) mile from any receptor location; and

· The impacts of emissions from the engine results in a prioritization score of less than 1, and a maximum cancer risk of less than one in one million and a maximum Hazard Index value of less than 0.1.
· The following engines are exempt from the new emergency standby diesel-fueled CI engine requirements (>50 bhp):

· New stationary CI engines used in agricultural operations [paragraph (h)(4)].
· Stationary diesel fueled engines used solely on San Clemente Islands [paragraph (h)(9)]

· Stationary diesel-fueled engines used solely on outer continental shelf (OCS) platforms located within 25 miles of California’s seaward boundary [paragraph (h)(10)].

· Dual-fuel diesel pilot CI engines that use diesel fuel and digester gas or landfill gas [paragraph (h)(13)].

· Any stationary diesel-fueled CI engine used to power equipment that is owned by the National Aeronautics and Space Administration (NASA) and used solely at manned-space-flight facilities [paragraph (h)(16)]
· 
·  
· The following engines are exempt from the in-use emergency standby diesel-fueled CI engine requirements (>50 bhp):

· Engines required to meet, prior to January 1, 2005, either minimum technology requirements or performance standards implemented from CARB’s “Risk Management Guidance for the Permitting of New Stationary Diesel-Fueled Engines” (October 2000) [paragraph (h)(6)].

· Permitted engines that will be removed from service or replaced prior to January 1, 2009, in accordance with an approved OSHPD Compliance Plan approved prior to January 1, 2009.  This exemption does not apply to replacement engines [paragraph (h)(7)].

· Stationary diesel fueled engines used solely on San Clemente Islands [paragraph (h)(9)].

· Stationary diesel-fueled engines used solely on outer continental shelf (OCS) platforms located within 25 miles of California’s seaward boundary [paragraph (h)(10)].

· Dual-fuel diesel pilot CI engines that use an alternative fuel or an alternative diesel fuel [paragraph (h)(12)].

· Dual-fuel diesel pilot CI engines that use diesel fuel and digester gas or landfill gas [paragraph (h)(13)].

· In-use stationary diesel-fueled CI engines that have selective catalytic reduction systems [paragraph (h)(14)].

· In-use fire pump assemblies driven directly by stationary diesel-fueled CI engines and only operated the number of hours needed to comply with NFPA testing requirements [paragraph (h)(15)].

· Any stationary diesel-fueled CI engine used to power equipment that is owned by the National Aeronautics and Space Administration (NASA) and used solely at manned-space-flight facilities  [paragraph (h)(16)]
· 
·  
· The following engines are exempt from the new stationary prime diesel-fueled CI engine requirements (>50 bhp):

· New stationary CI engines used in agricultural operations [paragraph (h)(4)].
· Stationary engines used for training of specific Air Force, Navy, or U.S. Department personnel [paragraph (h)(8)].
· Stationary diesel fueled engines used solely on San Clemente Islands [paragraph (h)(9)].
· Stationary diesel-fueled engines used solely on outer continental shelf (OCS) platforms located within 25 miles of California’s seaward boundary [paragraph (h)(10)].
· Dual-fuel diesel pilot CI engines that use diesel fuel and digester gas or landfill gas [paragraph (h)(13)].
· Any stationary diesel-fueled CI engine used to power equipment that is owned by the National Aeronautics and Space Administration (NASA) and used solely at manned-space-flight facilities [paragraph (h)(16)]
· 
· 
· The following engines are exempt from the in-use stationary prime diesel-fueled CI engine requirements (>50 bhp):

· Stationary engines used for training of specific Air Force, Navy, or U.S. Department personnel [paragraph (h)(8)].
· Stationary diesel fueled engines used solely on San Clemente Islands [paragraph (h)(9)].
· Stationary diesel-fueled engines used solely on outer continental shelf (OCS) platforms located within 25 miles of California’s seaward boundary [paragraph (h)(10)].
· If approved by the SCAQMD’s Executive Officer, low-use prime engines used outside of school boundaries, provided the engine is a prime engine located more than 500 feet from a school at all times which operates no more than 20 hours cumulatively per year unless the engine is used to start a combustion turbine in a refinery cogeneration plant, in which case a different number of hours may be approved on a case-by-case basis [paragraph (h)(11)].
· Dual-fuel diesel pilot CI engines that use an alternative fuel or an alternative diesel fuel [paragraph (h)(12)].
· Dual-fuel diesel pilot CI engines that use diesel fuel and digester gas or landfill gas [paragraph (h)(13)].
· In-use stationary diesel-fueled CI engines that have selective catalytic reduction systems [paragraph (h)(14)].
· Any stationary diesel-fueled CI engine used to power equipment that is owned by the National Aeronautics and Space Administration (NASA) and used solely at manned-space-flight facilities [paragraph (h)(16)].
· Engines required to meet, prior to January 1, 2005, either minimum technology requirements or performance standards implemented from ARB’s “Risk Management Guidance for the Permitting of New Stationary Diesel-Fueled Engines” (October 2000) [paragraph (h)( 6)].
· In-use prime engines that are remotely located and meet the following conditions [paragraph (h)(17)]:
· The engineis located more than one (1) mile from any receptor location; and

· The impacts of emissions from the engine results in a prioritization score of less than 1, and a maximum cancer risk of less than one in one million and a maximum Hazard Index value of less than 0.1.

· The following engines are exempt from the new stationary diesel-fueled CI engines used in agricultural operations requirements (>50 bhp):

· Stationary diesel fueled engines used solely on San Clemente Islands [paragraph (h)(9)].
· Stationary diesel-fueled engines used solely on outer continental shelf (OCS) platforms located within 25 miles of California’s seaward boundary [paragraph (h)(10)].
· 
· 
· 
· 
· 
· 
· 
· The following engines are exempt from the new stationary diesel-fueled CI engines requirements (<=50 bhp):
· Single cylinder cetane test engines used exclusively to determine diesel fuel cetane numbers[paragraph (h)(5)]:
· 
· 
· 
methods to achieve emission reductions

According to CARB’s staff report, ninety percent of existing emergency standby engines (approximately 5,760) are expected to comply by limiting non-emergency hours of operation (e.g., testing and maintenance) to 20 hours per year or less.  For all in-use prime engines, it is expected that either add-on controls will be installed or the engines will be replaced with engines meeting lower-emission levels.  Add-on controls, in particular exhaust aftertreatment emission controls, assumed to be used to meet the proposed emission standards include diesel particulate filters (DPFs), diesel oxidation catalysts (DOCs), and flow through filters (FTFs).  In addition, rule compliance can result from the use of cleaner fuels, engine design modification or repowering, and reducing hours of operation.  The useful life of the control equipment depends on the number of hours the engine is expected to operate annually.  For prime engines, the useful life ranges from four to 25 years with a ten-year average.  For emergency standby engines, the expected useful life is 25 years.

Diesel Particulate Filters (DPFs)

DPFs allow exhaust gases to pass through the filter medium, but trap diesel PM.  Depending on engine baseline emissions, fuel sulfur content, and emission test method or duty cycle, DPF’s can achieve a PM emission reduction of greater than 85 percent.  In addition, DPFs can reduce HC emissions by 95 percent and CO emissions by 90 percent.  Limited test data indicate that DPFs can also reduce NOx emissions by six to ten percent.  Most DPFs require periodic regeneration, most commonly achieved by burning off accumulated diesel PM.  There are both active DPFs and passive DPFs.  Active DPFs use heat generated by means other than exhaust gases (e.g., electricity, fuel burners, microwaves, and additional fuel injection to increase exhaust gas temperatures) to assist in the regeneration process.  Passive DPFs, which do not require an external heat source to regenerate, incorporate a catalytic material, typically a platinum group metal, to assist in oxidizing trapped diesel PM.  Although there is a slight increase in directly emitted NO2 during the regeneration of passive DPFs, overall there is ultimately a net reduction in NO2 emissions.  

Diesel Oxidation Catalysts (DOCs)

DOCs rely on platinum group metals, such as platinum, iridium, osmium, palladium, rhodium, and ruthenium to reduce diesel engine PM emissions and have a control efficiency of approximately 30 percent.  DOCs also reduce emissions of HC by 76 percent and CO by 46 percent.  DOCs are also effective at reducing toxic air contaminant emissions, including polycyclic aromatic hydrocarbons (PAHs), which can be reportedly reduced by more than 80 percent.  DOCs, however, increase sulfate PM emissions by oxidizing the sulfur in diesel fuel and lubricating oil, thus reducing overall catalyst effectiveness.  It is anticipated that DOCs will be installed on non-certified in-use prime engines because it is not possible to install a DPF due to technical issues.

Flow-through Filters (FTFs)

FTFs are a relatively new technology for reducing diesel PM.  Unlike a DPF, which physically traps and accumulates diesel PM, FTFs channel exhaust gases through a catalytically active medium that causes turbulent flow conditions.  FTFs are capable of reducing PM, HC and CO emissions by themselves or in conjunction with a fuel-borne catalyst.  The PM control efficiency of a FTF is lower than a DPF, but the FTF is much less likely to plug under unfavorable conditions (e.g., high PM, low exhaust temperatures, and emergency circumstances).  FTFs provide a possible alternative to DPFs in applications that are unsuitable for DPFs.

Cleaner Fuels

Diesel PM emissions can also be reduced through the use of cleaner diesel fuel, alternative diesel fuels, or alternative fuels (e.g., compressed natural gas).  The proposed rule would require all stationary diesel-fueled engines to use low-sulfur diesel fuel (diesel with a sulfur content less than or equal to 15 ppm by weight), which would result in modest PM reductions, in addition to using advanced exhaust aftertreatment emission controls to comply with PR 1470 requirements.  Low sulfur diesel is critical to the performance of aftertreatment technologies, particularly DPFs, which are “poisoned” by excess sulfur.  This affects both emissions control and the ability of DPFs to regenerate.

Alternative diesel fuels (e.g., biodiesel, emulsified fuels, Fischer-Tropsch fuel, or a combination of these fuels with low sulfur diesel fuel) can be used in diesel engines without requiring engine or fuel system modifications.  Synthetic or alternative diesel fuels may be part of a preferred control strategy for diesel-fueled engines to mitigate risk or in instances where retrofit controls would be very expensive or difficult to implement.  To date, biodiesel has been used with some success in both prime and emergency standby engines.

Alternative fuels, such as natural gas, propane, ethanol, or methanol can reduce emissions from diesel engines.  Statewide, there are a number of prime stationary engine applications that are successfully using compressed natural gas as an alternative to diesel fuel.  Natural gas can also be used in some emergency standby applications.  It is permitted by National Fire Protection Association (NFPA) Standard for Emergency and Standby Power Systems (NFPA 110).  The use of natural gas could be an acceptable alternative where failure of an emergency power supply is less critical to human life and safety (e.g., heating and air conditioning systems, communication systems, ventilation and smoke removal systems, sewerage disposal, lighting, and industrial processes).  Natural gas would be inappropriate in emergency situations where human safety may be an issue or where there may be problems constructing a storage tank onsite.

Engine Design Modification or Repowering

Certain engine modifications can be employed, generally at the time of engine rebuilding, to reduce PM emissions.  According to CARB, to date, at least two companies have developed kits to reduce NOx and PM emissions, Clean Cam Technology (Clean Cam) and the ECOTIP Superstack Fuel Injectors (ECOTIP) distributed by Interstate Diesel.  

Clean Cam consists of specific engine retrofit components, including a proprietary camshaft.  The product reduces NOx emissions by increasing the volume of exhaust gas that remains in the combustion chamber after the power stroke.  Within the combustion chamber, the residual exhaust gas absorbs heat and reduces the peak combustion temperature, which results in lower NOx emissions.  The injection timing can then be adjusted (i.e., advanced) to maximize the diesel PM emission reductions or it can be varied to achieve the desired balance of NOx vs. PM.  The product reduced diesel PM and NOx emissions from eleven pre-1993 and four pre-2000 models of two-stroke diesel-fueled engines manufactured by Detroit Diesel Corporation (DDC).

Interstate Diesel takes a different approach with the ECOTIP Superstack Fuel Injectors to reduce emissions from existing engines.  This product has been shown to reduce diesel PM emissions from engines manufactured by General Motors Electro-Motive Division (EMD) and DDC.  The product consists of a fuel injector with a reduced sac volume and a more consistent fuel injection pressure, and it can be incorporated into either mechanical or electronic fuel injection systems.  The product improves combustion and reduces diesel PM emissions by minimizing the amount of fuel that drips into the combustion chamber at the end of the chamber's fuel injection cycle.  The manufacturer states that the overall diesel PM removal efficiency can be as high as 44 percent for EMD engines and as high as seven percent for DDC engines.  The product is commercially available and has been installed on approximately 2,000 diesel-fueled engines.  

Repowering, or replacing an older engine, can be a viable and cost-effective way to reduce emissions from older uncontrolled diesel engines.  Compared with even recently manufactured diesel engines, current technology diesel engines are much cleaner and can provide substantial NOx and PM benefits.  Repowering with a fuel cell may be an alternative, although costs may be prohibitive.  Repowering is especially cost effective in instances where the engine would have been removed for a rebuild.  

Reducing Hours of Operation

Reducing the number of hours a stationary diesel engine is operated is a possible method of compliance, particularly for emergency standby engines.  When alternative fuels, exhaust aftertreatment emission controls, engine design modification, and repowering are not practical, owners of emergency standby engines may consider reducing the hours of operation for maintenance and testing to reduce emissions.  NFPA 110 suggests testing emergency standby engines for 30 minutes per month.  In situations where the NFPA guidelines can be strictly followed, with engines operating no more than six hours annually for maintenance and testing, a significant PM emissions benefit can result.

Affected Facilities and engine compliance

There are nearly 4,900 facilities operating approximately 7,800 stationary diesel-fueled engines in SCAQMD’s jurisdiction.  Of these engines, approximately 300 are prime engines and the remainder (7,500) is emergency engines, all of which would be subject to PR 1470.  There are an estimated 1,105 emergency standby and prime diesel engines on school grounds or located 100 meters or less from existing schools.  Although PR 1470 regulates within 100 meters of school, some schools may be further away from the address of the facility (within 300 meters) but closer to the ICE on their property (within 100 meters) so a more conservative distance of 300 meters is used for the purpose of this analysis.

In their staff report, CARB estimates that operators of ten percent of the emergency standby engines will install DPFs and ninety percent will install no controls.  Operators of eighty percent of the prime engines will install DPFs or DOCs.  Table 1-1 outlines the type and number of affected engines, the proposed PM emission limit and anticipated compliance method.

Table 1-1

Affected Engines, Proposed PM Emission Limit and Compliance

	Type of Stationary Diesel-Fueled CI Engine
(>50 bhp)
	PM Emission Limit
(g/bhp-hr)
	PM Emission Limit if on School Grounds or Within 100 meters of School
(g/bhp-hr)
	# of Existing Engines In Basin
	Compliance Option
	# of Engines Affected by PR 1470 (beyond 300 meters* of school)
	# of Engines Affected by PR 1470 (within 300 meters of school)

	New Emergency
	0.15 (<50 hrs/yr)
0.01 (51-100 hrs/yr)
	0.01 (<100 hrs/yr)
	Not quantifiable
	DPF
(if near school)
	Not quantifiable
	Not quantifiable

	In-Use Emergency
	· No standard if operating less than 20 hrs/yr

· 0.40 if operating 21-30 hrs/yr

· 0.15 if operating 31-50 hrs/yr

· 0.01 if operating 51-100 hrs/yr
	· Option 1: 85% reduction from baseline and operate <75 hrs/yr

· Option 2: 0.01 and operate <100 hrs/yr

· Option 3: 30% reduction from baseline (<20 hrs/yr ) by 1/1/06 and 0.01 (<100 hrs/yr) by 7/1/11
	~7500
	DPF or DOC
(10 percent)

Adjust hours of operation
(90 percent)
	~640
(with control)

~5760
(no control)
	~1100
(control would only be required at facilities not already achieving the lower emission standard)

	New Prime
	0.01
	No regulation
	Not quantifiable
	DPF
	Not quantifiable
	Not quantifiable

	In-Use Prime
	· Option 1: 85% reduction from baseline and operate <75 hrs/yr

· Option 2: 0.01 and operate <100 hrs/yr

· Option 3: 30% reduction from baseline (<20 hrs/yr ) by 1/1/06 and 0.01 (<100 hrs/yr) by 7/1/11
	No regulation
	~300
	DPF or
Cleaner Fuels or DOC (if non-certified)
	~236
(with control)

~59
(no control)
	~5
(control would only be required at facilities not already achieving the lower emission standard)

	New Agricultural
	0.15
	No regulation
	Not quantifiable
	Should already meet standard
	Not quantifiable
	Not quantifiable

	New Emergency DRP
	0.01
	No regulation
	Not quantifiable
	DPF
	Not quantifiable
	Not quantifiable

	In-Use Emergency DRP
	0.15 (before 1/1/08)
0.01 (after 1/1/08)
	No regulation
	Included in emergency #s above
	DPF
(after 1/1/08)
	Included in emergency #s above
	Included in emergency #s above


* Although PR 1470 regulates within 100 meters of school, some schools may be further away from the address of the facility (within 300 meters) but closer to the ICE on their property (within 100 meters) so a more conservative distance of 300 meters is used for the purpose of this analysis.
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INTRODUCTION

The environmental checklist provides a standard evaluation tool to identify a project's adverse environmental impacts.  This checklist identifies and evaluates potential adverse environmental impacts that may be created by the PR 1470 – Requirements for Stationary Diesel-Fueled Internal Combustion Engines and Other Compression Ignition Engines.

GENERAL INFORMATION

	Project Title:
	Proposed Rule 1470 – Requirements for Stationary Diesel-Fueled Internal Combustion Engines and Other Compression Ignition Engines

	Lead Agency Name:
	South Coast Air Quality Management District

	Lead Agency Address:
	21865 Copley Drive

Diamond Bar, CA  91765

	CEQA Contact Person:
	Michael A. Krause    (909) 396-2706

	Rule Contact Person:
	Chris Abe    (909) 396-3154

	Project Sponsor's Name:
	South Coast Air Quality Management District

	Project Sponsor's Address:
	21865 Copley Drive

Diamond Bar, CA  91765

	General Plan Designation:
	Not applicable

	Zoning:
	Not applicable

	Description of Project:
	The SCAQMD is proposing fuel use specifications, operating requirements and emission standards for new stationary diesel engines less than or equal to 50 brake horsepower (installed after January 1, 2005), as well as new and in-use (existing) stationary diesel engines greater than 50 brake horsepower (installed prior to January 1, 2005).  These requirements are modeled after a proposed state ATCM.  In addition, PR 1470 would also establish more stringent requirements for stationary diesel-fueled emergency standby and prime engines located on school grounds or 100 meters or less from existing schools, as well as prohibit non-emergency use of diesel emergency standby engines located on school grounds or 100 meters or less from existing schools when school activities are taking place.  Finally, PR 1470 establishes recordkeeping, reporting and monitoring requirements; compliance schedules; test methods; and exemptions for specific engines.  

	Surrounding Land Uses and Setting:
	Not applicable

	Other Public Agencies Whose Approval is Required:
	Not applicable


environmental factors POTENTIALLY Affected

The following environmental impact areas have been assessed to determine their potential to be affected by the proposed project.  None of the environmental topics are expected to be adversely affected by the proposed project.  An explanation relative to the determination of impacts can be found following the checklist for each area.

	(
	Aesthetics
	(
	Geology and Soils
	(
	Population/
Housing

	(
	Agricultural Resources
	(
	Hazards and Hazardous Materials
	(
	Public Services

	(
	Air Quality
	(
	Hydrology and Water Resources
	(
	Recreation

	(
	Biological Resources
	(
	Land Use and Planning
	(
	Solid/Hazardous Waste

	(
	Cultural Resources
	(
	Mineral Resources
	(
	Transportation/Circulation.

	(
	Energy
	(
	Noise
	(
	Mandatory Findings


DETERMINATION

On the basis of this initial evaluation:

	(
	I find the proposed project, in accordance with those findings made pursuant to CEQA Guideline §15252, COULD NOT have a significant effect on the environment, and that an ENVIRONMENTAL ASSESSMENT with no significant impacts will be prepared.

	(
	I find that although the proposed project could have a significant effect on the environment, there will NOT be significant effects in this case because revisions in the project have been made by or agreed to by the project proponent.  An ENVIRONMENTAL ASSESSMENT with no significant impacts will be prepared.

	(
	I find that the proposed project MAY have a significant effect(s) on the environment, and an ENVIRONMENTAL ASSESSMENT will be prepared.

	(
	I find that the proposed project MAY have a "potentially significant impact" on the environment, but at least one effect 1) has been adequately analyzed in an earlier document pursuant to applicable legal standards, and 2) has been addressed by mitigation measures based on the earlier analysis as described on attached sheets.  An ENVIRONMENTAL ASSESSMENT is required, but it must analyze only the effects that remain to be addressed. 

	(
	I find that although the proposed project could have a significant effect on the environment, because all potentially significant effects (a) have been analyzed adequately in an earlier ENVIRONMENTAL ASSESSMENT pursuant to applicable standards, and (b) have been avoided or mitigated pursuant to that earlier ENVIRONMENTAL ASSESSMENT, including revisions or mitigation measures that are imposed upon the proposed project, nothing further is required.


Date  January 29, 2004
 
Signature: 








Steve Smith, Ph.D.




Program Supervisor

Planning, Rule Development & Area Sources

ENVIRONMENTAL CHECKLIST AND DISCUSSION

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	I.
AESTHETICS.  Would the project:


	
	
	

	a) Have a substantial adverse effect on a scenic vista?


	(
	(
	(

	b) Substantially damage scenic resources, including, but not limited to, trees, rock outcroppings, and historic buildings within a state scenic highway?


	(
	(
	(

	c) Substantially degrade the existing visual character or quality of the site and its surroundings?


	(
	(
	(

	d) Create a new source of substantial light or glare which would adversely affect day or nighttime views in the area?


	(
	(
	(


Significance Criteria

The proposed project impacts on aesthetics will be considered significant if:

The project will block views from a scenic highway or corridor.

The project will adversely affect the visual continuity of the surrounding area.

The impacts on light and glare will be considered significant if the project adds lighting which would add glare to residential areas or sensitive receptors.

Discussion

I. a), b) & c):  PR 1470 will affect existing or new engines at existing facilities so no construction of new facilities is anticipated.  PR 1470 will also affect new engines that may be installed at new facilities.  However, any new facilities would be constructed for business reasons other than complying with PR 1470 so PR1470 does not directly or indirectly require construction of new facilities.  Further, installing filters, using cleaner fuels, incorporating engine design modification or repowering, and reducing engine operational time will affect new and in-use stationary engines, but is not expected to require major construction activities or require other physical change to existing facilities where the engines are operating.  Therefore, construction equipment and materials will not be needed and stockpiling of construction materials will not result from the proposed project.  No scenic resources will be damaged and since no new construction of buildings or other structures is anticipated, scenic resources will not be obstructed and the existing visual character of any site in the vicinity of affected facilities will not be degraded.  On the contrary, scenic vistas may improve as PM emissions, which can be visible in the air, will decrease as a result of implementing the proposed project. 

I. d). There are no components in PR 1470 that would require construction activities at night.  Similarly, PR 1470 has no provisions that would require affected equipment to operate at night.  Therefore, PR 1470 is not expected to create a new source of substantial light or glare that would adversely affect day or nighttime views in the area.  Therefore, the proposed project is not expected to create significant adverse aesthetic impacts.

Based on the above consideration, significant adverse impacts to aesthetics are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	II.
AGRICULTURE RESOURCES.  Would the project:


	
	
	

	a)
Convert Prime Farmland, Unique Farmland, or Farmland of Statewide Importance (Farmland), as shown on the maps prepared pursuant to the Farmland mapping and Monitoring Program of the California Resources Agency, to non- agricultural use?


	(
	(
	(

	b)
Conflict with existing zoning for agricultural use, or a Williamson Act contract?  


	(
	(
	(

	c)
Involve other changes in the existing environment which, due to their location or nature, could result in conversion of Farmland, to non-agricultural use?  
	(
	(
	(


Significance Criteria

Project-related impacts on agricultural resources will be considered significant if any of the following conditions are met:

The proposed project conflicts with existing zoning or agricultural use or Williamson Act contracts.

The proposed project will convert prime farmland, unique farmland or farmland of statewide importance as shown on the maps prepared pursuant to the farmland mapping and monitoring program of the California Resources Agency, to non-agricultural use.

The proposed project would involve changes in the existing environment, which due to their location or nature, could result in conversion of farmland to non-agricultural uses.

Discussion

II. a) - c):  As discussed previously under “Aesthetics,” neither modification of existing structures nor construction of new structures is anticipated to result from adopting and implementing PR 1470.  Similarly, no major construction is associated with the installation of filters, use of cleaner fuels, engine design modification and repowering, or reducing engine operational time.  Therefore, the proposed project would not result in any construction of new buildings or other structures that would require converting farmland to non-agricultural use or conflict with zoning for agricultural use or a Williamson Act contract.  Since the proposed project would not substantially change the facility or process for which the engines are utilized, there are no provisions in the proposed rule that would affect land use plans, policies, or regulations.  Land use and other planning considerations are determined by local governments and no land use or planning requirements will be altered by the proposed project. 

Based on the above consideration, significant adverse impacts to agriculture resources are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	III.
AIR QUALITY.  Would the project:


	
	
	

	a)
Conflict with or obstruct implementation of the applicable air quality plan?


	(
	(
	(

	b)
Violate any air quality standard or contribute to an existing or projected air quality violation?


	(
	(
	(

	c)
Result in a cumulatively considerable net increase of any criteria pollutant for which the project region is non-attainment under an applicable federal or state ambient air quality standard (including releasing emissions that exceed quantitative thresholds for ozone precursors)?


	(
	(
	(

	d)
Expose sensitive receptors to substantial pollutant concentrations?


	(
	(
	(

	e)
Create objectionable odors affecting a substantial number of people?


	(
	(
	(

	f)
Diminish an existing air quality rule or future compliance requirement resulting in a significant increase in air pollutant(s)?


	(
	(
	(


Significance Criteria 

Impacts will be evaluated and compared to the significance criteria in Table 2-1. If impacts equal or exceed any of the following criteria, they will be considered significant.

TABLE  2-1

Air Quality Significance Thresholds
	  Mass Daily Thresholds

	Pollutant
	Construction
	  Operation

	NOx
	100 lbs/day
	55 lbs/day

	VOC
	75 lbs/day
	55 lbs/day

	PM10
	150 lbs/day
	 150 lbs/day

	SOx
	150 lbs/day
	 150 lbs/day

	CO
	550 lbs/day
	 550 lbs/day

	Lead
	3 lbs/day
	3 lbs/day

	  TAC, AHM, and Odor Thresholds

	Toxic Air  Contaminants

(TACs)
	Maximum Incremental Cancer Risk > 10 in 1 million 

Hazard Index > 1.0 (project increment)
Hazard Index > 3.0 (facility-wide)

	Odor
	Project creates an odor nuisance pursuant to SCAQMD Rule 402

	  Ambient Air Quality for Criteria Pollutants

	NO2

1-hour average

annual average
	20 ug/m3 (= 1.0 pphm)
1 ug/m3 (= 0.05 pphm)

	PM10

24-hour

annual geometric mean

24-hour construction
	2.5 ug/m3

1.0 ug/m3

10.4 ug/m3

	Sulfate

24-hour average
	1 ug/m3

	CO 

1-hour average

8-hour average
	1.1 mg/m3 (= 1.0 ppm)

0.50 mg/m3 (= 0.45 ppm)


PM10 = particulate matter less than 10 microns in size, ug/m3 = microgram per cubic meter;  pphm = parts per hundred million;  mg/m3 = milligram per cubic meter;  ppm = parts per million; TAC = toxic air contaminant; AHM = Acutely Hazardous Material. NO2 = Nitrogen Oxide, CO = Carbon Monoxide, VOC = Volatile Organic Compounds, SOx = Sulfur Oxide.

Discussion

III. a): PR 1470 would not conflict with or obstruct, air quality plan implementation.  The primary purpose of the SCAQMD’s AQMP is to control emissions to attain and maintain all federal and state ambient air quality standards for the district.  The 2003 AQMP concluded that major reductions in emissions of VOC and NOx are necessary to attain the air quality standards for ozone and PM10.
CARB estimated that implementing of the draft ATCM in the district will result in the following criteria pollutant emission reductions by year 2020:  400 pounds per day of PM, 6,600 pounds per day of NOx, 600 pounds per day of VOC and 2,000 pounds per day of CO emissions.  Because PR 1470 would impose more stringent PM controls on diesel stationary engines within 100 meters of schools, greater overall reductions of these pollutants are expected.  In addition, the CARB draft ATCM is designed to reduce cancer risk from individual engines to less than or equal to ten in a million (10 x 10-6) by controlling the PM emissions from diesel engines.  These criteria pollutant and toxic emission reductions will assist the SCAQMD’s progress in attaining the ambient air quality standards for ozone and PM10 as well as reducing toxic risk.  As a result, implementing PR 1470 is considered to be consistent with the AQMP and will not block or obstruct AQMP implementation.

III. b) & d):  The proposed project would not violate any ambient air quality standards, but would assist in the SCAQMD’s ongoing efforts to achieve the air quality standards.  As noted in previous sections, implementing PR 1470 may require minor modifications to existing engines, but no major construction activities.  Similarly, implementing PR 1470 will not require construction of new structures.  There may be, however, some indirect mobile source emissions from the trucks transporting control equipment (or natural gas compressors/pressurized tanks if using alternative fuels), and from vehicles transporting workers who will install the equipment.   In addition, there are two potential operational air quality impacts that may occur, but these will not alter the overall criteria pollutant and air toxic emissions reductions anticipated from implementing the proposed rule.

Mobile Source Emissions from the Transport and Installation of Control Equipment:  Some vehicle trips may be necessary to deliver control equipment and for workers to install control equipment.  CARB estimates that operators of ten percent of the emergency standby engines will install DPFs (approximately 640) and ninety percent will install no controls.  In addition, emergency engines within 300 meters of a school (approximately 1,100) are estimated to install control, even though the rule proposes a more stringent regulation for engines within 100 meters of a school and some of these engines already achieve the lower emission standard.  Operators of eighty percent of the prime engines will install DPFs or DOCs (approximately 236) in addition to five prime engines located within 300 meters of a school.  As a “worst-case” scenario, therefore, it is estimated that operators of approximately 1,981 engines in the district could install some type of control equipment, either DPF or DOC over the next two to four years.  Depending on the engine type and the compliance option chosen, installation of control equipment to achieve the lower emission standard could occur in seven years (2011).  For this “worst-case” analysis, however, it will be assumed that the affected facilities will comply within four years.  

It is assumed that there is one truck trip to deliver the DPF or DOC and one construction worker passenger vehicle trip to install the equipment, resulting in a total of approximately 1,981 truck trips and 1,981 passenger vehicle trips over four years.  These numbers of trips substantially overestimates the likely number of trips because some facilities have more than one engine, some engines may already be in compliance, and some operators may choose to reduce hours of operation.  Over four years, there would be approximately 500 truck trips and 500 passenger vehicle trips per year, averaging a total of 83 trips per month, or 3 trips per day.  It is not likely that all trips would occur on the same day because of the availability of workers to deliver and install equipment and individual operators would make arrangement for deliveries and installations at different times prior to the compliance date for the affected engine.  

Using CARB's EMFAC 2002 (v 2.2) Burden Model, emission factors (in pounds per mile traveled) were derived by taking the weighted average of vehicle types and simplifying into two categories (passenger vehicle and delivery truck).  The NOx emission factor is the highest amongst the criteria pollutants (NOx, ROG, CO, SOx, PM10) and thus, would be the first to trigger significance when calculating whether there is a potential significant impact from the transport and installation of control equipment required by this proposed rule.  Because the analysis assumes all affected facilities would comply in four years, the NOx emission factors for year 2006 is listed in Table 2-2 and used to calculate the maximum daily trips from delivery trucks and passenger vehicles to not exceed the SCAQMD’s NOx significance threshold of 55 pounds per day.

Table 2-2

Maximum Daily Delivery Truck and Passenger Vehicle Trips

	Vehicle Type
	NOx Significance Threshold (pounds/day)
	Year 2006 NOx Emission Factor (pounds/mile)
	Miles Traveled per Day
	Maximum Daily Trips to not exceed Significance Threshold

	Delivery Truck
	55
	0.026756
	20
	102

	Passenger Vehicle
	55
	0.001489
	20
	1,846


Sample equation:   pounds/day  ÷  pounds/mile  x  miles/day  =  max daily trips to not exceed significance

As stated above, it is unlikely all the annual 500 truck trips will take place on the same day, and although it is uncertain when the trips would be taken, the average 42 trips per month is less than the 102 maximum daily number of truck trips that would not exceed the SCAQMD’s NOx significance threshold of 55 pounds per day.  The annual 500 passenger vehicle trips are also substantially below the 1,846 maximum daily number of passenger vehicle trips that would not exceed the SCAQMD’s NOx significance threshold.  Therefore, the potential mobile source emissions from transporting and installing control equipment will not be significant.

NO2:  NOx is a combustion by-product that is emitted directly into the atmosphere and consists of nitric oxide (NO) and NO2.  Most directly emitted NOx consists of NO, but over time nearly all of the NO undergoes a photochemical reaction in the atmosphere and is converted to NO2.  Passive DPFs requiring catalysts for regeneration are efficient in reducing PM emissions from most diesel engines.  DPFs with precious metal catalysts, however, may produce more NO2 during regeneration, that is directly emitted into the atmosphere.  DPF manufacturers have improved their efforts to overcome increased NO2 production by using other catalytic formulations or lowering the precious metal content of the traps.  One DPF manufacturer has recently developed an improved DPF system capable of reducing PM emissions by at least 85 percent while limiting the NO2 emissions to 25 percent.  

Tables 2-3 and 2-4 summarize the potential increase in directly emitted NO2 from passive DPFs on engines beyond 300 meters from a school and from DPFs on engines within 300 meters of a school, respectively.  This analysis is a “worst-case” scenario for the following reasons.  First, it assumes that all control equipment will be DPFs, and that the DPFs will be passive and constructed with a precious metal catalyst.  For engines beyond 300 meters, the calculations assume that operators of ten percent of the emergency standby engines will install DPFs while operators of 80 percent of the prime engines will install DPFs.  Operators of all facilities with engines within 300 meters are assumed to install DPFs, which is a very conservative assumption because it is anticipated that engines at some facilities will already have achieved the lower emission standard and will not need to install DPF control to further reduce emissions to an acceptable level.  All new engines are expected to comply with the appropriate current best available control technology (BACT) requirements and are assumed to operate 365 days per year.  Finally, according to CARB’s staff report for the ATCM, emergency standby engines operate on the average 30 hours per year while prime engines operate 1,000 hours per year.  

TABLE 2-3
NO2 Emissions from DPFs on Engines Beyond 300 Meters from School

	Type of Engine
	Total # of Engines
	Percent to Install DPFs
	Engines to Install DPFs
	Hours per Year
	Days per Year
	Horse power (hp)
	BACT Limit
(g/hp-hr)
	NO2 limit from new DPFs
	Grams in one Pound
	Total NO2 in lbs/day

	Emergency
	4441
	10
	444
	30
	1/365
	200
	6.9
	0.25
	1/454
	28

	Emergency
	1959
	10
	196
	30
	1/365
	550
	6.9
	0.25
	1/454
	34

	Prime
	20
	80
	16
	1000
	1/365
	200
	0.15
	0.25
	1/454
	1

	Prime
	210
	80
	168
	1000
	1/365
	550
	0.15
	0.25
	1/454
	21

	TOTAL (pounds NO2 per day)
	84


Sample equation: # of engines  x  hours/yr  x  yr/days  x  hp  x  g/hp-hr  x  0.25  x  lb/g  =  pounds per day

TABLE 2-4
NO2 Emissions from DPFs on Engines Within 300 Meters from School

	Type of Engine
	Engines to Install DPFs
	Hours per Year
	Days per Year
	Horse power (hp)
	BACT Limit
(g/hp-hr)
	NO2 limit from new DPFs
	Grams in one Pound
	Total NO2 in lbs/day

	Emergency
	758
	30
	1/365
	200
	6.9
	0.25
	1/454
	47

	Emergency
	329
	30
	1/365
	550
	6.9
	0.25
	1/454
	57

	Prime
	5
	1000
	1/365
	200
	0.15
	0.25
	1/454
	0.23

	Prime
	13
	1000
	1/365
	550
	0.15
	0.25
	1/454
	1.6

	TOTAL (pounds NO2 per day)
	106


Sample equation: # of engines  x  hours/yr  x  yr/days  x  hp  x  g/hp-hr  x  0.25  x  lb/g  =  pounds per day

As shown in Tables 2-3 and 2-4, the NO2 portion of the directly emitted NOx emissions from passive DPFs could increase by as much as 190 pounds per day, with a concurrent reduction in directly emitted NO emissions.  Overall, however, PR 1470 is expected to reduce NOx emissions by approximately 6,600 pounds per day.  Since nearly all of this NOx would ultimately have been converted to NO2, NOx emission reductions anticipated for the proposed project will more than offset the increase in directly emitted NO2 emissions, resulting in a net NO2 air quality benefit.  Therefore, potential NO2 air quality impacts from implementing PR 1470 are not considered to be significant.  

Sulfates:  According to CARB’s staff report, DOCs tend to increase sulfate particulate emissions at higher temperatures by oxidizing the sulfur in diesel fuel and lubricating oils, reducing overall catalyst effectiveness.  Depending on the exhaust temperature and sulfur content of the fuel, the increase in sulfate particles may offset the reductions in soluble organic fraction emissions.  However, using low sulfur diesel fuel would minimize this effect.  It is expected that low sulfur fuel will be used by operators of affected engines in the district to comply with SCAQMD’s Rule 431.2, which requires refiners or importers to produce low sulfur diesel for any stationary or mobile source application after June 1, 2006.  DOCs are anticipated to be used by non-certified in-use prime engine owners/operators whose first compliance date under PR 1470 is January 1, 2006.  It is not anticipated a substantial adverse impact will result during the five months before low sulfur diesel is required to be used in the district because refiners typically bring new product online six months before required in order to ensure its effectiveness.  It would be speculative to assume the number of “non-certified” in-use prime engines and whether those engines would not be using low sulfur diesel during the five months before the refiners and importers are required to produce and supply low sulfur diesel.
III. c):  As already noted, implementing PR 1470 is not expected to require construction to install control equipment or construction of new structures.  As a result, no significant adverse construction air quality impacts related to installing filters, use of cleaner fuels, engine design modification or repowering, or reducing an engine’s hours of operation per year.  On or after the compliance dates specified for each category of engine, it is expected that the net effect of PR 1470 will be net reductions criteria pollutant and air toxic emissions, thus, producing an operational air quality benefit.  Since PR 1470 is not expected to generate significant adverse project-specific construction or operational air quality impacts, it is not expected to cause cumulative impacts in conjunction with other projects that may occur concurrently with or subsequent to the proposed project (CEQA Guidelines §15130(a)).  The proposed project’s contribution to a potentially significant cumulative impact is rendered less than cumulatively considerable and, thus, is not significant (CEQA Guidelines §15064(i)(2)).

III. e):  Objectionable odors are often associated with diesel exhaust emissions.  To the extent that PR 1470 results in a reduction in diesel exhaust emissions, either through installation of control equipment, using cleaner burning combustion fuels, or reducing an engine’s hours of operation, it is expected that there will be an associated reduction in associated odors.  Therefore, it is expected that implementing PR 1470 will provide a benefit by reducing population exposures from odors associated with diesel combustion.  Therefore, no significant adverse odor impacts are expected from implementing PR 1470. 

III. f):  The proposed project is a new rule based on a draft ATCM that is expected to be approved by CARB in the next few months.  The proposed rule is equivalent to the CARB draft ATCM relative to most of the control requirements and is generally more stringent relative to engines on or within 100 meters of a school.  PR 1470 is expected to reduce criteria pollutant emissions as well as toxic emissions, thus, improving air quality.  Consequently, the proposed project will not diminish an existing air quality rule or future compliance requirement.  

Based on the above consideration, significant adverse impacts to air quality are not expected from adopting and implementing PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	IV.
BIOLOGICAL RESOURCES.  Would the project:


	
	
	

	a)
Have a substantial adverse effect, either directly or through habitat modifications, on any species identified as a candidate, sensitive, or special status species in local or regional plans, policies, or regulations, or by the California Department of Fish and Game or U.S. Fish and Wildlife Service?


	(
	(
	(

	b)
Have a substantial adverse effect on any riparian habitat or other sensitive natural community identified in local or regional plans, policies, or regulations, or by the California Department of Fish and Game or U.S. Fish and Wildlife Service?


	(
	(
	(

	c)
Have a substantial adverse effect on federally protected wetlands as defined by §404 of the Clean Water Act (including, but not limited to, marsh, vernal pool, coastal, etc.) through direct removal, filling, hydrological interruption, or other means?


	(
	(
	(

	d)
Interfere substantially with the movement of any native resident or migratory fish or wildlife species or with established native resident or migratory wildlife corridors, or impede the use of native wildlife nursery sites?


	(
	(
	(

	e)
Conflicting with any local policies or ordinances protecting biological resources, such as a tree preservation policy or ordinance? 


	(
	(
	(

	f)
Conflict with the provisions of an adopted Habitat Conservation plan, Natural Community Conservation Plan, or other approved local, regional, or state habitat conservation plan? 


	(
	(
	(


Significance Criteria

Impacts on biological resources will be considered significant if any of the following criteria apply:

The project results in a loss of plant communities or animal habitat considered to be rare, threatened or endangered by federal, state or local agencies.

The project interferes substantially with the movement of any resident or migratory wildlife species.

The project adversely affects aquatic communities through construction or operation of the project.

Discussion

IV. a), b), d): The proposed rule is not expected to require any construction activities or construction of new structures.  Upon implementation, it is expected to reduce criteria pollutant and air toxic emissions from affected engines.  Therefore, proposed Rule 1470 will have no direct or indirect impacts that could adversely affect plant or animal species or the habitats on which they rely in the SCAQMD’s jurisdiction.  PR 1470 will primarily affect the operation of engines at existing facilities and the net effect of implementing the proposed rule will be improved air quality resulting from reduced PM, VOC, NOx and CO emissions, which is expected to be beneficial for both plant and animal life.  Further, although PR 1470 may require modifications to new and in-use stationary diesel-fueled CI engines, it does not require acquisition of additional land or further conversions of riparian habitats or sensitive natural communities where endangered or sensitive species may be found.  Any changes to the existing physical environment would occur for business reasons, not as a result of implementing PR 1470.

IV. c): Acquisition of protected wetlands is not expected to be necessary to control the emissions from diesel stationary engines.  Operators of affected engines would likely install control equipment or reduce hours of operation, would not require removing, filling or interrupting any hydrological system or have an adverse effect on federally protected wetlands. 

IV. e), f): There are no provisions in the proposed rule that would adversely affect land use plans, local policies or ordinances, or regulations.  Land use and other planning considerations are determined by local governments and no land use or planning requirements will be altered by the proposed project.  Proposed Rule 1470 would not affect in any way habitat conservation or natural community conservation plans, agricultural resources or operations, and would not create divisions in any existing communities.

Based on the above consideration, significant adverse impacts to biological resources are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	V.
CULTURAL RESOURCES.  Would the project:


	
	
	

	a) Cause a substantial adverse change in the significance of a historical resource as defined in §15064.5?


	(
	(
	(

	b) Cause a substantial adverse change in the significance of an archaeological resource as defined in §15064.5?


	(
	(
	(

	c) Directly or indirectly destroy a unique paleontological resource or site or unique geologic feature? 


	(
	(
	(

	d)
Disturb any human remains, including those interred outside a formal cemeteries?
	(
	(
	(


Significance Criteria

Impacts to cultural resources will be considered significant if:


The project results in the disturbance of a significant prehistoric or historic archaeological site or a property of historic or cultural significance to a community or ethnic or social group.


Unique paleontological resources are present that could be disturbed by construction of the proposed project.


The project would disturb human remains.

Discussion

V. a) - d): There are existing laws in place that are designed to protect and mitigate potential impacts to cultural resources.  Operators of existing facilities with affected engines will not be required to perform major construction activities such as grading, trenching, etc., to comply with the proposed project.  Therefore, cultural resources would not be disturbed.  Construction at new facilities would not be due to the proposed project, but would occur for other reasons, such as starting a new business or moving an existing business to a new location.  As a result, the proposed project has no potential to cause a substantial adverse change to a historical or archaeological resource, directly or indirectly destroy a unique paleontological resource or site or unique geologic feature, or disturb any human remains, including those interred outside a formal cemeteries.  

Based on the above consideration, significant adverse impacts to cultural resources are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	VI.
ENERGY.  Would the project:


	
	
	

	a) 
Conflict with adopted energy conservation plans?


	(
	(
	(

	b) 
Result in the need for new or substantially altered power or natural gas utility systems?


	(
	(
	(

	c) 
Create any significant effects on local or regional energy supplies and on requirements for additional energy?


	(
	(
	(

	d) 
Create any significant effects on peak and base period demands for electricity and other forms of energy?


	(
	(
	(

	e) 
Comply with existing energy standards?


	(
	(
	(


Significance Criteria

Impacts to energy and mineral resources will be considered significant if any of the following criteria are met:


The project conflicts with adopted energy conservation plans or standards.


The project results in substantial depletion of existing energy resource supplies.


An increase in demand for utilities impacts the current capacities of the electric and natural gas utilities.

The project uses non-renewable resources in a wasteful and/or inefficient manner.

Discussion

VI. a), e): The installation of particulate filters or oxidation catalysts, use of cleaner combustion fuels, engine design modification or repowering, or reducing an engine’s annual hours of operation will not conflict with adopted energy conservation plans or be out of compliance with existing energy standards because affected engines would basically continue current operations.  PR 1470 could periodically increase the demand for electricity if the operator of an affected engine uses an active DPF and periodically uses electricity for heat to regenerate the filter.  According to DPF manufacturer, DPFs need to be regenerated every eight to 12 hours of operation and require 1.8 to 13.5 kilowatts for each regeneration cycle.  Table 2-3 outlines the “worst-case” scenario of the potential electricity demand from regeneration of DPFs if all engines installing the control used electricity to regenerate.
Table 2-5
Potential Electricity Demand from Regeneration of DPFs

	Engine Type
	# with DPFs
	Hours per Year of Operation
	Regeneration Time (hours)
	Kilowatt per Regeneration
	Range of Total kW per Year

	Prime
	241
	1000
	8-12
	1.8 – 13.5
	36,150 - 406,688

	Emergency
	1740
	30
	8-12
	1.8 – 13.5
	7,830 - 88,088

	
	
	
	TOTAL kilowatts/year
	43,980 – 494,776


Sample equation: # of DPF  x  hours/yr  ÷  hours/regen  x  kW/regen  =  kW per year

According to the SCAQMD’s 2003 Final AQMP Program EIR, the peak electricity baseline for the District in 2010 is 65 million kilowatts.  Therefore, the “worst-case” electricity impact is less than one percent (494,776 kW/yr ÷ 65,000,000 kW/yr x 100) of the total demand in the District and, therefore, electrical regeneration of DPFs would not have a significant adverse effect on energy.
VI. b), c), d): Current engine operations at the affected facilities are not expected to change substantially.  In some cases, however, an engine’s annual hours of operation may decline.  As noted above, if an operator of an affected engine uses an active DPF, which uses electricity to generate heat to regenerate the filter, there would be an additional demand for electricity, however, as calculated above, the additional demand is not substantial or significant, therefore, will not result in the need for new or substantially altered power or natural gas utility systems.  Effects of the proposed project on the electricity capacity are not expected to be substantial so no significant adverse impacts on peak or base demands for electricity are anticipated.

Based on the above considerations, significant adverse impacts to energy are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	VII.
GEOLOGY AND SOILS.  Would the project:


	
	
	

	a)
Expose people or structures to potential substantial adverse effects, including the risk of loss, injury, or death involving:


	(
	(
	(

	· Rupture of a known earthquake fault, as delineated on the most recent Alquist-Priolo Earthquake Fault Zoning Map issued by the State Geologist for the area or based on other substantial evidence of a known fault?
	(
	(
	(

	· Strong seismic ground shaking?
	(
	(
	(

	· Seismic–related ground failure, including liquefaction?
	(
	(
	(

	· Landslides?


	(
	(
	(

	b) 
Result in substantial soil erosion or the loss of topsoil?


	(
	(
	(

	c)
Be located on a geologic unit or soil that is unstable or that would become unstable as a result of the project, and potentially result in on- or off-site landslide, lateral spreading, subsidence, liquefaction or collapse?


	(
	(
	(

	d)
Be located on expansive soil, as defined in Table 18-1-B of the Uniform Building Code (1994), creating substantial risks to life or property?


	(
	(
	(

	e)
Have soils incapable of adequately supporting the use of septic tanks or alternative waste water disposal systems where sewers are not available for the disposal of waste water?


	(
	(
	(


Significance Criteria

Impacts on the geological environment will be considered significant if any of the following criteria apply:

Topographic alterations would result in significant changes, disruptions, displacement, excavation, compaction or over covering of large amounts of soil.


Unique geological resources (paleontological resources or unique outcrops) are present that could be disturbed by the construction of the proposed project.


Exposure of people or structures to major geologic hazards such as earthquake surface rupture, ground shaking, liquefaction or landslides.


Secondary seismic effects could occur which could damage facility structures, e.g., liquefaction.


Other geological hazards exist which could adversely affect the facility, e.g., landslides, mudslides.

Discussion

VII. a): In-use stationary engine operation takes place at existing affected facilities so proposed Rule 1470 will not expose people to potential substantial geological effects greater than what they are exposed to already.  New stationary engines will be operated in either existing facilities or new facilities.  New facilities will be subject to current building codes along with geological review and requirements.  The installation of particulate filters or oxidation catalysts, use of cleaner fuels, engine design modification or repowering, or reducing engine operational time will not expose people or structures to risks of loss, injury, or death involving: rupture of an earthquake fault, seismic ground shaking, ground failure or landslides.

VII. b): The proposed project will not require major construction activities (e.g., grading, trenching, refilling and repaving), so there no potential impacts to existing geophysical conditions are anticipated.  Because affected engines are primarily located at existing facilities on established foundations, no soil will need to be disrupted.  Construction of new facilities would disrupt soil, but such construction is not a result of the proposed rule as construction of a new structure would occur regardless of whether the proposed rule is adopted.  Therefore, no substantial soil erosion or loss of topsoil is expected from the existing affected facilities as a result of controlling emissions and toxic risk from diesel-fueled engines.  

VII. c) & d):  Affected in-use engines are primarily located at existing affected facilities and, therefore, will not involve locating any structures on soil that is unstable or expansive.  However, as already noted, no soil disturbance is anticipated from the proposed rule, therefore, no further destabilization of unstable soils would be expected that could cause on- or off-site landslides, lateral spreading, subsidence, liquefaction or collapse.

VII. e):  The proposed project does not involve the installation of septic tanks or alternative waste water disposal systems.  Therefore, this type of soil impact will not occur.

Based on the above considerations, significant adverse impacts to geology and soils are not expected from adopting and implementing PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	VIII.
HAZARDS AND HAZARDOUS MATERIALS.  Would the project:


	
	
	

	a)
Create a significant hazard to the public or the environment through the routine transport, use, and disposal of hazardous materials?


	(
	(
	(

	b) Create a significant hazard to the public or the environment through reasonably foreseeable upset and accident conditions involving the release of hazardous materials into the environment? 


	(
	(
	(

	c) Emit hazardous emissions, or handle hazardous or acutely hazardous materials, substances, or waste within one-quarter mile of an existing or proposed school?


	(
	(
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	d) Be located on a site which is included on a list of hazardous materials sites compiled pursuant to Government Code §65962.5 and, as a result, would create a significant hazard to the public or the environment?


	(
	(
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	e) For a project located within an airport land use plan or, where such a plan has not been adopted, within two miles of a public airport or public use airport, would the project result in a safety hazard for people residing or working in the project area?


	(
	(
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	f) For a project within the vicinity of a private airstrip, would the project result in a safety hazard for people residing or working in the project area?


	(
	(
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	g) Impair implementation of or physically interfere with an adopted emergency response plan or emergency evacuation plan?


	(
	(
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	h) Expose people or structures to a significant risk of loss, injury or death involving wildland fires, including where wildlands are adjacent to urbanized areas or where residences are intermixed with wildlands?


	(
	(
	(

	i) Significantly increased fire hazard in areas with flammable materials?


	(
	(
	(


Significance Criteria

Impacts associated with hazards will be considered significant if any of the following occur:

Non-compliance with any applicable design code or regulation.

Non-conformance to National Fire Protection Association standards.

Non-conformance to regulations or generally accepted industry practices related to operating policy and procedures concerning the design, construction, security, leak detection, spill containment or fire protection.

Exposure to hazardous chemicals in concentrations equal to or greater than the Emergency Response Planning Guideline (ERPG) 2 levels.

Discussion

VIII. a), b), & c): Engine operations are not expected to change at the affected facilities except if a facility decides to reduce the number of engine operational hours, in which case the amount of diesel-fuel burned will be reduced.  The objective of the proposed rule is to reduce toxic PM emissions and thus reduce exposure by the public to air toxics exposure.  No additional transport of diesel fuel is expected, but there may be an additional transport of waste from catalysts and filters when they reach the end of their useful life.  Depending upon the physical or chemical characteristics of the material used in the catalyst or the material captured on the filters, a determination of whether or not the waste is hazardous will be made on a case-by-case basis.  If the waste is classified as hazardous, it is expected to be properly stored, transported and disposed of so no new hazards to the public will be created.  Further, the number of filters and catalysts to be disposed is expected to be few over a long number of useful life years.  As mentioned earlier, the useful life of the control equipment depends on the number of hours the engine is expected to operate annually.  For prime engines, the useful life ranges from four to 25 years with a ten-year average.  For emergency standby engines, the expected useful life is 25 years.  Consequently, proposed Rule 1470 will not create a significant new hazard to the public or create a reasonably foreseeable upset condition involving the release of hazardous materials.  Similarly, both criteria pollutant and air toxic emissions from affected facilities will not increase but will decrease.  In addition, PR 1470 places more stringent restrictions on facilities operating emergency engines within 100 meters of a school, thus, providing additional protection to sensitive receptors. 

Some facilities may choose an alternative fuel (such as natural gas compressors, etc) to comply.  The hazards posed by the use of alternative clean fuels that may be slightly higher than those posed by the conventional fuels are in the following areas:

Methanol - Unlike gasoline or diesel, methanol can ignite in confined spaces due to its high upper flammability limit, which exceeds its saturated vapor concentration.

CNG - The main additional hazard associated with the use of CNG versus conventional fuels is the exposure to high pressures employed during storage, dispensing and operations.  Due to these high pressures a large amount of gas could escape in a short amount of time and, if present under flammable conditions, could explode in the presence of an ignition source.  Another potentially significant hazard is a release of natural gas during vehicle maintenance.

LPG - The main additional hazard associated with the use of LPG versus conventional fuels is the potentiality of a large fire stemming from a release in the case of an accident (e.g. a tanker truck accident).  Another significant hazard is a release of propane gas during vehicle maintenance.

Clean Diesel - The potential use of clean diesel technologies should not introduce any significant hazards impacts when compared to the hazards associated with conventionally-fueled gasoline and diesel vehicles.

There are various existing regulations and recommended safety procedures that will reduce any slightly higher insignificant hazards associated with use of alternative clean fuels to the same or lower level as conventional fuels.  Table 2-6 summarizes some of the regulations and safety procedures associated with use of alternative clean fuels.  

Therefore, when complying with existing regulations and recommended safety procedures, hazards impacts associated with the use of alternative clean-fuels will be the same or less than those of conventional fuels.  Accordingly, significant hazards impacts are not expected from the implementation of the proposed rule.

Table 2-6
Summary of Hazards and Existing Safety Regulations/Procedures
Associated with Alternative Clean-Fuels

	Fuel Type
	Hazard
	Regulation/Procedure

	Methanol
	Methanol can ignite in enclosed spaces such as fuel tanks since its upper flammability limit is 15 percent and it is slightly heavier than air. 
	Modifications such as materials inside the fuel tank that can arrest and quench flame propagation and modifications to isolate the tank from sparks and ignition sources are required to avoid ignition in the fuel tanks.

	CNG
	CNG bottles are typically stored outside and are required to be above ground (NFPA 52) as opposed to below ground for gasoline or diesel tanks. There is a risk of vehicles colliding with the bottles causing a gas release.
	Collisions can be mitigated by installation of curbing and bollards to protect the tanks from vehicle operations (LAFC57.42.16).

	
	There is a danger of releasing gas in the maintenance shop potentially creating explosive hazards.
	Installation of methane detection systems in the shop can provide early detection of leaks and alert the maintenance personnel. (If integrated with vent systems, vents are not required to operate continuously - CFC 2903.2.5).  Ignition sources can be reduced/eliminated by ensuring that all electrical systems in the shop are explosion proof (smoking and open flames are prohibited under CFC 2901.7).  Providing adequate ventilation can prevent the occurrence of explosive conditions (required under CFC2903.1).  Procedures can be established to ensure that all vehicles requiring maintenance are defueled and depressurized before admission to the maintenance depot.


Table 2-6 (concluded)
Summary of Hazards and Existing Safety Regulations/Procedures
Associated with Alternative Clean-Fuels

	Fuel Type
	Hazard
	Regulation/Procedure

	LPG
	There is a danger of releasing gas in the maintenance shop with its related explosive hazards (A flammable concentration within an enclosed space in the presence of an ignition source can explode). 


	Installation of combustible gas detection systems in the shop can provide early detection of leaks and alert the maintenance personnel.  Ignition sources can be reduced/eliminated by ensuring that all electrical systems in the shop are explosion proof.  Providing adequate ventilation can prevent the occurrence of explosive conditions. Procedures can be established to ensure that all vehicles requiring maintenance are defueled and depressurized before admission to the maintenance depot.  NFPA 58, 8-6 requires that the cylinder shut-off valve be closed when vehicles or engines are under repair except when the engine is operated.  Also, the vehicle cannot be parked near sources of heat, open flames, or similar sources of ignition or near inadequately ventilated pits.


CFC = California Fire Code

LAFC = City of Los Angeles Fire Code.  It is expected that cities in Orange, Riverside, and San Bernardino Counties have in place similar regulations.
NFPA = National Fire Protection Association

VIII. d):  Government code §65962.5 refers to hazardous waste handling practices at facilities subject to the Resources Conservation and Recovery Act (RCRA).  If any affected facilities are identified on such a list, compliance with the proposed project is not expected to affect in any way any facility’s hazardous waste handling practices.

VIII. e) & f):  Regardless of whether or not affected facilities are located near airports or private airstrips, the proposed project will not create new safety hazards because the proposed project will only affect the operating characteristics of affected engines, which in some cases will result in a reduction in the annual hours of operation.  No new hazards will be introduced at affected facilities that could create safety hazards at local airports or private airstrips.

VIII. g):  The proposed project is expected to require minor modifications to the operating characteristics of affected engines.  In the event that operators of affected engines use a different type of combustion fuel such as low sulfur diesel, adopted emergency response plans and emergency evacuation plans may need to be amended, but the proposed project is not expected to physically interfere with implementing an adopted emergency response plans and emergency evacuation plans.

VIII. h,) & i):  The installation of particulate filters or oxidation catalysts, use of cleaner fuels, engine design modification or repowering, or reducing an engine’s annual operating hours are not expected to expose people or structures to a significant risk of loss, injury or death involving wildland fires, including where wildlands are adjacent to urbanized areas or where residences are intermixed with wildlands.  An operator of an affected engine may use a different type of combustion fuel, such as low sulfur diesel, but most fuels expected to be used to comply with PR 1470 have the same or similar flammability ratings.  Because engine operations are not expected to change substantially, except for possibly a reduction in the annual hours of operation, there will be no significant increase of fire hazards in areas with flammable materials than whatever currently exists already.

The Uniform Fire Code and Uniform Building Code set standards intended to minimize risks from flammable or otherwise hazardous materials.  Local jurisdictions are required to adopt the uniform codes or comparable regulations.  Local fire agencies require permits for the use or storage of hazardous materials and permit modifications for proposed increases in their use.  Permit conditions depend on the type and quantity of the hazardous materials at the facility.  Permit conditions may include, but are not limited to, specifications for sprinkler systems, electrical systems, ventilation, and containment.  The fire departments make annual business inspections to ensure compliance with permit conditions and other appropriate regulations.  Consequently, local fire departments ensure that adequate permit conditions are in place to protect against potential risk of upset from the use of hazardous materials.  Aside from a potential change in combustion fuels, any use of hazardous materials at affected facilities is not expected to change as a result of implementing the proposed project because no new hazardous materials are typically used as to part of the control process for the affected engines.

Based on the above considerations, significant adverse impacts to hazards and hazardous materials are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	IX.
HYDROLOGY AND WATER QUALITY.  Would the project:


	
	
	

	a)
Violate any water quality standards or waste discharge requirements?


	(
	(
	(

	b) Substantially deplete groundwater supplies or interfere substantially with groundwater recharge such that there would be a net deficit in aquifer volume or a lowering of the local groundwater table level (e.g. the production rate of pre-existing nearby wells would drop to a level which would not support existing land uses or planned uses for which permits have been granted)?


	(
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	c)
Substantially alter the existing drainage pattern of the site or area, including through alteration of the course of a stream or river, in a manner that would result in substantial erosion or siltation on- or off-site?


	(
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	d)
Substantially alter the existing drainage pattern of the site or area, including through alteration of the course of a stream or river, or substantially increase the rate or amount of surface runoff in a manner that would result in flooding on- or off-site?


	(
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	e)
Create or contribute runoff water which would exceed the capacity of existing or planned stormwater drainage systems or provide substantial additional sources of polluted runoff?


	(
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	f)
Otherwise substantially degrade water quality?


	(
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	g)
Place housing within a 100-year flood hazard area as mapped on a federal Flood Hazard Boundary or Flood Insurance Rate Map or other flood hazard delineation map?


	(
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	h)
Place within a 100-year flood hazard area structures which would impede or redirect flood flaws?  


	(
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	i)
Expose people or structures to a significant risk of loss, injury or death involving flooding, including flooding as a result of the failure of a levee or dam?


	(
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	j)
Inundation by seiche, tsunami, or mudflow?


	(
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	k)
Exceed wastewater treatment requirements of the applicable Regional Water Quality Control Board?


	(
	(
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	l)
Require or result in the construction of new water or wastewater treatment facilities or expansion of existing facilities, the construction of which could cause significant environmental effects?


	(
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	m)
Require or result in the construction of new storm water drainage facilities or expansion of existing facilities, the construction of which could cause significant environmental effects?


	(
	(
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	n)
Have sufficient water supplies available to serve the project from existing entitlements and resources, or are new or expanded entitlements needed?


	(
	(
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	o)
Require in a determination by the wastewater treatment provider, which serves or may serve the project that it has adequate capacity to serve the project's projected demand in addition to the provider's existing commitments?


	(
	(
	(


Significance Criteria

Potential impacts on water resources will be considered significant if any of the following criteria apply:


Water Quality:


The project will cause degradation or depletion of ground water resources substantially affecting current or future uses.


The project will cause the degradation of surface water substantially affecting current or future uses.


The project will result in a violation of National Pollutant Discharge Elimination System (NPDES) permit requirements.


The capacities of existing or proposed wastewater treatment facilities and the sanitary sewer system are not sufficient to meet the needs of the project.


The project results in substantial increases in the area of impervious surfaces, such that interference with groundwater recharge efforts occurs.


The project results in alterations to the course or flow of floodwaters.


Water Demand:


The existing water supply does not have the capacity to meet the increased demands of the project, or the project would use a substantial amount of potable water.


The project increases demand for water by more than five million gallons per day.

Discussion

IX. a), b), f), n), & o): Installation particulate filters or oxidation catalysts, use of cleaner fuels, engine design modification or repowering, or reducing of engine operational time will have no direct or indirect impact on hydrology and water quality because operators at affected facilities are not expected to use water to a greater extent than they currently use for cleaning, etc., because air pollution control equipment and processes typically do not involve the use of water.  Therefore, PR 1470 will not adversely affect water resources, water quality standards, groundwater supplies, water quality degradation, existing water supplies or wastewater treatment facilities.  

IX. c), d), e):  The proposed project would primarily affect stationary source diesel-fueled engines at existing facilities.  Consequently, no major construction activities will be necessary to comply with PR 1470, so the proposed project will not alter any existing drainage patterns, increase the rate or amount of surface runoff water that would exceed the capacity of existing or planned stormwater drainage systems.

IX. g) & h): PR 1470 does not involve construction of housing so it will not result in placing housing in a 100-year flood hazard areas that could create new flood hazards.  The proposed project would affect engines located at existing facilities with stationary diesel-fueled engines so any flood hazards would be part of the existing setting.

IX. i), j):  Since PR 1470 primarily controls emissions or hours of operation of diesel engines located at existing facilities and does not require construction of new facilities, it will not create new flood risks or risks from seiches, tsunamis or mudflow conditions.  Any risks from seiches, tsunamis, or mudflows would be part of the existing setting.

IX. k): Because controlling emissions from affected engines does not require water, no changes to any existing wastewater treatment permits would be necessary.  As a result, the proposed project is not expected to affect any affected facility’s ability to comply with existing wastewater treatment requirements or conditions from any applicable Regional Water Quality Control Board or local sanitation district.  

IX. l) & m): Because controlling emissions from affected engines does not require water as part of the control equipment or control process, no increase in wastewater from complying with the proposed project that could exceed the capacity of existing stormwater drainage systems or require the construction of new wastewater or stormwater drainage facilities is anticipated.  

Based on the above considerations, significant adverse impacts to hydrology and water quality are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	X.
LAND USE AND PLANNING.  Would the project:


	
	
	

	a)
Physically divide an established community?


	(
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	b)
Conflict with any applicable land use plan, policy, or regulation of an agency with jurisdiction over the project (including, but not limited to the general plan, specific plan, local coastal program or zoning ordinance) adopted for the purpose of avoiding or mitigating an environmental effect?


	(
	(
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	c)
Conflict with any applicable habitat conservation or natural community conservation plan?


	(
	(
	(


Significance Criteria

Land use and planning impacts will be considered significant if the project conflicts with the land use and zoning designations established by local jurisdictions.

Discussion

X. a.): The installation of particulate filters or oxidation catalysts, use of cleaner fuels, engine design modification or repowering, or reducing an engine’s annual hours of operation at affected facilities will not create divisions in any existing communities because this provision applies generally to operations at existing facilities.  Similarly, the proposed project does not require construction of new structures that could physically divide an established community.  Any new structures would be built for reasons other than to comply with PR 1470, such as started a new, or relocating an existing business.

X. b), c): Operations at facilities with stationary diesel-fueled engines would still be expected to comply, and not interfere, with any applicable land use plans, zoning ordinances, habitat conservation or natural community conservation plans.  There are no provisions of the proposed project that would directly affect these plans, policies, or regulations.  Land use and other planning considerations are determined by local governments and no present or planned land uses in the region or planning requirements will be altered by the proposed project.  

Based on the above considerations, significant adverse impacts to land use and planning are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	XI.
MINERAL RESOURCES.  Would the project:


	
	
	

	a)
Result in the loss of availability of a known mineral resource that would be of value to the region and the residents of the state?


	(
	(
	(

	b)
Result in the loss of availability of a locally-important mineral resource recovery site delineated on a local general plan, specific plan or other land use plan?


	(
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Significance Criteria

Project-related impacts on mineral resources will be considered significant if any of the following conditions are met:

The project would result in the loss of availability of a known mineral resource that would be of value to the region and the residents of the state.  

The proposed project results in the loss of availability of a locally-important mineral resource recovery site delineated on a local general plan, specific plan or other land use plan.  

Discussion

XI. a), b): There are no provisions of the proposed rule that would directly result in the loss of availability of a known mineral resource, such as aggregate, coal, shale, etc., of value to the region and the residents of the state, or of a locally-important mineral resource recovery site delineated on a local general plan, specific plan or other land use plan.  Indirectly, however, precious metals such as platinum may be used in the catalysts found in the DOCs and DPFs, which are used as catalysts to promote the control of diesel PM emissions.  The extraction of these metals is not expected to be significant since the number of engines in the Basin expected to install such controls over two to four years is less than 1,000 and they are typically regenerated or recycled.  

Based on the above considerations, significant adverse impacts to mineral resources are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	XII.
NOISE.  Would the project result in:


	
	
	

	a)
Exposure of persons to or generation of noise levels in excess of standards established in the local general plan or noise ordinance, or applicable standards of other agencies?
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	b)
Exposure of persons to or generation of excessive groundborne vibration or groundborne noise levels? 


	(
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	c)
A substantial permanent increase in ambient noise levels in the project vicinity above levels existing without the project?


	(
	(
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	d)
A substantial temporary or periodic increase in ambient noise levels in the project vicinity above levels existing without the project?


	(
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	(

	e)
For a project located within an airport land use plan or, where such a plan has not been adopted, within two miles of a public airport or public use airport, would the project expose people residing or working in the project area to excessive noise levels?


	(
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	f)
For a project within the vicinity of a private airship, would the project expose people residing or working in the project area to excessive noise levels?


	(
	(
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Significance Criteria

Impacts on noise will be considered significant if:


Construction noise levels exceed the local noise ordinances or, if the noise threshold is currently exceeded, project noise sources increase ambient noise levels by more than three decibels (dBA) at the site boundary.  Construction noise levels will be considered significant if they exceed federal Occupational Safety and Health Administration (OSHA) noise standards for workers.


The proposed project operational noise levels exceed any of the local noise ordinances at the site boundary or, if the noise threshold is currently exceeded, project noise sources increase ambient noise levels by more than three dBA at the site boundary.

Discussion

XII. a), b), c) & d): Operation of diesel engines typically results in the generation of a certain amount of noise.  The installation of particulate filters or oxidation catalysts, use of cleaner fuels, engine design modification or repowering, or reducing an engine’s hours of operation at affected facilities will not generate additional or new noise, excessive groundborne vibration, or substantially increase ambient noise levels beyond existing levels because control equipment and control processes for affected engines are not typically noise intensive.  Use of some types of the filters that may be used to comply with certain rule provisions could serve to reduce noise levels slightly.  Operators of affected engines who choose to operate equipment fewer hours per year, will reduce the number of hours an engine will produce noise or any vibration, which is considered to be a benefit.  As a result, the proposed rule would have no new or additional noise impacts, but may produce beneficial effects relative to noise produced by affected engines.

XII. e) & f): As indicated in the preceding discussion, noise levels will either not change or will decline as a result of the proposed project and, therefore, will have a neutral or possibly beneficial effect on noise levels from affected engines at facilities that may be located within two miles of an airport or private airstrip.  

Based on the above considerations, significant adverse impacts to noise are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	XIII.
POPULATION AND HOUSING.  Would the project:


	
	
	

	a)
Induce substantial growth in an area either directly (for example, by proposing new homes and businesses) or indirectly (e.g. through extension of roads or other infrastructure)?


	(
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	b)
Displace substantial numbers of existing housing, necessitating the construction of replacement housing elsewhere?


	(
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	c)
Displace substantial numbers of people, necessitating the construction of replacement housing elsewhere?


	(
	(
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Significance Criteria

Impacts of the proposed project on population and housing will be considered significant if the following criteria are exceeded:


The demand for temporary or permanent housing exceeds the existing supply.


The proposed project produces additional population, housing or employment inconsistent with adopted plans either in terms of overall amount or location.

Discussion

XIII. a), b), c):  Human population in the SCAQMD’s jurisdiction is anticipated to grow regardless of implementing the proposed project.  The proposal would control emissions from diesel-fueled engines, which will not require additional employees for construction since compliance will require minor modifications to existing equipment.  Similarly, additional employees would not be required during operation because the proposed project will have little effect on operation of affected equipment, except that the annual hours of operation of some affected engines may be reduced.  District population will not grow directly or indirectly as a result of adopting and implementing the proposed rule and the control of engine emissions will not indirectly induce growth in the area of facilities with affected engines.  The construction of single- or multiple-family housing units would not be required as a result of implementing the proposed project since no new employees will be required at affected facilities.  The proposed project will not require relocation of affected engines or facilities, so existing housing or populations in the district are not anticipated to be displaced necessitating the construction of replacement housing elsewhere. 

Based on the above considerations, significant adverse impacts to population and housing are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	XIV. 
 PUBLIC SERVICES.  Would the proposal result in substantial adverse physical impacts associated with the provision of new or physically altered governmental facilities, need for new or physically altered government facilities, the construction of which could cause significant environmental impacts, in order to maintain acceptable service ratios, response times or other performance objectives for any of the following public services:


	
	
	

	
a)
Fire protection?
	(
	(
	(

	
b)
Police protection?
	(
	(
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c)
Schools?
	(
	(
	(

	
d)
Parks?
	(
	(
	(

	
e)
Other public facilities?
	(
	(
	(


Significance Criteria

Impacts on public services will be considered significant if the project results in substantial adverse physical impacts associated with the provision of new or physically altered governmental facilities, or the need for new or physically altered government facilities, the construction of which could cause significant environmental impacts, in order to maintain acceptable service ratios, response time or other performance objectives.

Discussion

XIV. a) & b): Compliance with PR 1470 is not expected to involve the use of acutely hazardous materials.  It is possible that operators of affected engines may change combustion fuel, e.g., switch from currently used diesel to a clean diesel such as low sulfur or emulsified diesel fuel.  However, clean diesel fuels have the same or similar flammability ratings as currently used diesel.  Some operators of affected engines may also choose to reduce the annual hours of operation.  As a result, no new fire hazards or increased use of hazardous materials would be introduced at existing affected facilities.  Thus, no new demands for fire or police protection are expected from the installation of particulate filters or oxidation catalysts, use of cleaner fuels, engine design modification or repowering, or reducing an engine’s annual hours of operation.

XIV. c), d):  As noted in the “Population and Housing” discussion, implementing PR 1470 will not require new employees for construction because no major construction is necessary to modify affected engines to comply with the proposed rule.  Similarly, no new employees will be required to operate compliant engines, especially in cases where an engine’s annual hours of operation are reduced.  As a result, PR 1470 will have no direct or indirect effects on population growth in the district.  Consequently, no new impacts to schools, parks or other recreational facilities are foreseen as a result of implementing the proposed Rule 1470.  

XIV. e):  Because installation of control equipment only requires minor modifications to affected engines, the proposal would not result in the need for new or physically altered government facilities in order to maintain acceptable service ratios, response times or other performance objectives.

Based on the above considerations, significant adverse impacts to public services are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.

	
	Potentially Significant Impact
	Less Than Significant Impact
	No Impact

	
	
	
	

	XV.
RECREATION.  


	
	
	

	a)
Would the project increase the use of existing neighborhood and regional parks or other recreational facilities such that substantial physical deterioration of the facility would occur or be accelerated.?


	(
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	b)
Does the project include recreational facilities or require the construction or expansion of recreational facilities that might have an adverse physical effect on the environment?


	(
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Significance Criteria

Impacts to recreation will be considered significant if:

The project results in an increased demand for neighborhood or regional parks or other recreational facilities.

The project adversely effects existing recreational opportunities.

Discussion

XV. a) & b): As discussed under “Land Use and Planning” above, there are no provisions in the proposed project that would affect land use plans, policies or ordinances, or regulations.  Land use and other planning considerations are determined by local governments; no land use or planning requirements will be altered by the proposal.  As already noted in item XII, Population and Housing, the proposed project is not expected to increase population growth in the district because no additional employees would be required at affected facilities, either for construction or operation, so no additional demand for recreation facilities is anticipated.  Further, the proposed rule would not increase the use of existing neighborhood and regional parks or other recreational facilities or include recreational facilities or require the construction or expansion of recreational facilities that might have an adverse physical effect on the environment.

Based on the above considerations, significant adverse impacts to recreation are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.
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	XVI.
SOLID/HAZARDOUS WASTE.  Would the project:


	
	
	

	a)
Be served by a landfill with sufficient permitted capacity to accommodate the project’s solid waste disposal needs?


	(
	(
	(

	b)
Comply with federal, state, and local statutes and regulations related to solid and hazardous waste?


	(
	(
	(


Significance Criteria

The proposed project impacts on solid/hazardous waste will be considered significant if the following occur:


The generation and disposal of hazardous and non-hazardous waste exceeds the capacity of designated landfills.

Discussion

XVI. a): At the end of its useful life (four to 25 years with a ten-year average for prime engines and 25 years for emergency standby engines), a DOC could be considered a waste depending on the materials used in the catalyst process.  However, there is an established market for the buying and selling of various scrap metal materials.  The metal can be reduced and recycled while the precious metals, such as platinum, are extracted and reused in new catalytic converters, jewelry, fuel cells, cathode ray tube screens, petroleum refining operations, dental alloys, oxygen sensors, platinum electrode spark plugs, medical equipment, and platinum based drugs for cancer treatment.  

DPFs can capture inorganic solid particles that were present in the diesel exhaust such as metals in the engine oil, diesel fuel or engine wear and tear.  This material collected in the PM filter needs to be periodically removed in order to maintain an effective DPF.  According to California law, it is the generators’ responsibility to determine whether their waste is hazardous or not.  The Health and Safety Code and title 40 of the Code of Federal Regulations prescribe applicable hazardous waste laws.  Operators who install DPFs should contact the Department of Toxic Substances (DTSC) to ensure they are conducting proper waste management.  There are businesses that accept DPF waste.  In addition, there is technology that can reclaim the elements found within the material waste, such as zinc, sulfur and iron.

XVI. b): It is expected that PR 1470 will have no effect on an operator’s ability to comply with relevant statutes and regulations related to solid and hazardous wastes.  Consequently, it is anticipated that operators of affected facilities would continue to comply with federal, state, and local statutes and regulations related to solid and hazardous waste handling and disposal.  Therefore, potential solid waste impacts are considered not significant.

Based on the above consideration, significant adverse impacts to solid/hazardous waste are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.
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	Less Than Significant Impact
	No Impact

	
	
	
	

	XVII.
TRANSPORTATION/CIRCULATION  Would the project:


	
	
	

	a)
Cause an increase in traffic which is substantial in relation to the existing traffic load and capacity of the street system (i.e., result in a substantial increase in either the number of vehicle trips, the volume to capacity ratio on roads, or congestion at intersections)?


	(
	(
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	b) Exceed, either individually or cumulatively, a level of service standard established by the county congestion management agency for designated roads or highways?


	(
	(
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	c) Result in a change in air traffic patterns, including either an increase in traffic levels or a change in location that results in substantial safety risks?


	(
	(
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	d) Substantially increase hazards due to a design feature (e.g. sharp curves or dangerous intersections) or incompatible uses (e.g. farm equipment)?


	(
	(
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	e)
Result in inadequate emergency access?


	(
	(
	(

	f)
Result in inadequate parking capacity?


	(
	(
	(

	g)
Conflict with adopted policies, plans, or programs supporting alternative transportation (e.g. bus turnouts, bicycle racks)?


	(
	(
	(


Significance Criteria

Impacts on transportation/traffic will be considered significant if any of the following criteria apply:


Peak period levels on major arterials are disrupted to a point where level of service (LOS) is reduced to D, E or F for more than one month.


An intersection’s volume to capacity ratio increase by 0.02 (two percent) or more when the LOS is already D, E or F.


A major roadway is closed to all through traffic, and no alternate route is available.


There is an increase in traffic that is substantial in relation to the existing traffic load and capacity of the street system.


The demand for parking facilities is substantially increased.


Water borne, rail car or air traffic is substantially altered.


Traffic hazards to motor vehicles, bicyclists or pedestrians are substantially increased.


The need for more than 350 employees


An increase in heavy-duty transport truck traffic to and/or from the facility by more than 350 truck round trips per day


Increase customer traffic by more than 700 visits per day.
Discussion

XVII. a), b), f): As noted in the “Discussion” sections of other environmental topics compliance with PR 1470 is not expected to require major construction to install control equipment, either to the equipment or at the site, e.g., site preparation, construction, etc.  Some vehicle trips, however, may be necessary to deliver control equipment and for workers to install control equipment.  CARB estimates that operators of ten percent of the emergency standby engines will install DPFs (approximately 640) and ninety percent will install no controls.  In addition, emergency engines within 300 meters of a school (approximately 1,100) are estimated to install control even though the rule proposes a more stringent regulation for engines within 100 meters of a school and some of these engines already achieve the lower emission standard.  Operators of eighty percent of the prime engines will install DPFs or DOCs (approximately 236) in addition to five prime engines located within 300 meters of a school.  As a “worst-case” scenario, therefore, it is estimated that operators of approximately 1,981 engines in the district could install some type of control equipment, either DPF or DOC over the next two to four years.  Depending on the engine type and the compliance option chosen, installation of control equipment to achieve the lower emission standard could occur in seven years (2011).  For this “worst-case” analysis, however, it will be assumed that the affected facilities will comply within four years.  
It is assumed that there is one truck trip to deliver the DPF or DOC and one construction worker passenger vehicle trip to install the equipment, resulting in a total of approximately 1,981 truck trips and 1,981 passenger vehicle trips over four years.  These numbers of trips substantially overestimates the likely number of trips because some facilities have more than one engine, some engines may already be in compliance, and some operators may choose to reduce hours of operation.  Over four years, there would be approximately 500 truck trips and 500 passenger vehicle trips per year, averaging a total of 83 trips per month, or 3 trips per day.  It is not likely that all trips would occur on the same day because of the availability of workers to deliver and install equipment and individual operators would make arrangement for deliveries and installations at different times prior to the compliance date for the affected engine.  Because it is unlikely that all these trips would take place on the same day, the project will not exceed the transportation/traffic significance threshold of 350 truck trips per day.
In addition, these trips would not create significant transportation/traffic impacts because facilities are widely dispersed throughout the district and so trips to individual facilities would have little effect on local intersections or roadways.  

Operation of compliant engines will add no new trips because no new employees are expected to be required to once compliant engines become operational.  In addition, operators who choose to use clean diesel including low sulfur diesel, emulsified diesel, etc., would likely receive fuel shipments on the same schedule that they currently receive shipments.

XVII. c):  Air traffic patterns are not expected to be directly or indirectly affected by the proposed rule because the engine activity will not require any air transportation nor will operation of existing engines interfere with air traffic.  All applicable local, state and federal requirements would continue to be complied with so no increase in any safety risks is expected.

XVII. d), e): Proposed Rule 1470 does not have direct or indirect impact on specific construction design features because the proposed project does not require or induce the construction of any roadways or other transportation design features.  PR 1470 will require the installation of particulate filters or oxidation catalysts, use of cleaner fuels, engine design modification or repowering, or reduce an engine’s annual hours of operation at affected facilities, so, besides reducing hours, it is expected that the engine operation would not change substantially.  

XVII. g): Affected facilities would still be expected to comply with, and not interfere with adopted policies, plans, or programs supporting alternative transportation. The installation of particulate filters or oxidation catalysts, use of cleaner fuels, engine design modification or repowering, or reduce an engine’s annual hours of operation at affected facilities will not hinder compliance with any applicable alternative transportation plans or policies.

Based on the above considerations, significant adverse impacts to transportation/circulation are not expected from PR 1470.  Since there are no significant adverse impacts, no mitigation measures are required.
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	XVIII. 
MANDATORY FINDINGS OF SIGNIFICANCE.


	
	
	

	a)
Does the project have the potential to degrade the quality of the environment, substantially reduce the habitat of a fish or wildlife species, cause a fish or wildlife population to drop below self-sustaining levels, threaten to eliminate a plant or animal community, reduce the number or restrict the range of a rare or endangered plant or animal or eliminate important examples of the major periods of California history or prehistory?
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	b) Does the project have impacts that are individually limited, but cumulatively considerable?  ("Cumulatively considerable" means that the incremental effects of a project are considerable when viewed in connection with the effects of past projects, the effects of other current projects, and the effects of probable future projects)


	(
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	c)
Does the project have environmental effects that will cause substantial adverse effects on human beings, either directly or indirectly?
	(
	(
	(


Discussion

XVIII. a): As discussed in items I through XVII above, the proposed rule has no potential to cause significant adverse environmental effects because it would a result in installation of particulate filters or oxidation catalysts, use of cleaner fuels, engine design modification or repowering, or reduce an engine’s annual hours of operation at affected facilities.  Therefore, the proposed project is not expected to degrade the quality of the environment, substantially reduce the habitat of a fish or wildlife species, cause a fish or wildlife population to drop below self sustaining levels, threaten to eliminate a plant or animal community, reduce the number or restrict the range of a rare or endangered plant or animal.  Similarly, PR 1470 would not eliminate important examples of the major periods of California history or prehistory or otherwise degrade cultural resources.  

XVIII.b)  Based on the foregoing analyses, since PR 1470 will not result in project-specific significant environmental impacts, PR 1470 is not expected to cause cumulative impacts in conjunction with other projects that may occur concurrently with or subsequent to the proposed project.  Furthermore, PR 1470 impacts will not be "cumulatively considerable" because the incremental impacts are not considerable when viewed in connection with the effects of past, current, or probable future projects.  

XVIII.c)  Based on the foregoing analyses, PR 1470 is not expected to cause significant adverse effects on human beings, either directly, or indirectly. 

A P P E N D I X   A

P R O P O S E D   R U L E   1 4 7 0

In order to save space and avoid repetition, please refer to the latest version of the proposed amended Rule 1470 located elsewhere in the rule package.  The “January 21, 2004, PR 1470c” of the proposed amended rule was circulated with the Draft EA that was released on January 29, 2004 for a 30-day public review and comment period ending February 27, 2004. 

Original hard copies of the Draft EA, which include the “January 21, 2004, PR 1470c” of the proposed amended rule, can be obtained through the SCAQMD Public Information Center at the Diamond Bar headquarters or by calling (909) 396-2039.
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