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B.  Project Description 
This chapter summarizes the project objectives, purpose and need; outlines the initial project studied in 
the SMART 2006 FEIR; describes changes to the project and future conditions that are the basis of this 
supplemental environmental analysis; and updates the environmental compliance measures that are part of 
the project. 

B.1  PROJECT BACKGROUND AND OBJECTIVES 

B.1.1  Project Location 
The overall project location has not changed since preparation of the SMART 2005 DEIR and 2006 FEIR. 
The proposed project rail corridor extends approximately 70 miles from Cloverdale in Sonoma County, Cali-
fornia, southward to Larkspur in Marin County.1 A map of the proposed project corridor is shown in Figure 
B-1. Detailed maps of the project corridor are in the SMART 2005 DEIR, Section 2.5.3 (Figures 2-2 through 
2-8). As shown in the figures, the rail corridor closely parallels Highway 101.For the SEIR, three additional 
alternative station locations in south Novato along the rail corridor have been identified (see Figures B-4, 
B-7, and B-9). 

B.1.2  Project Objectives 
The overall SMART project purpose and objectives, as stated in the 2005 DEIR Section 2.1, have not 
changed since the certification of the 2006 FEIR. The purpose of the project is to provide an efficient and 
reliable multimodal transit option, consisting of passenger rail service and an ancillary pedestrian/bicycle 
pathway for local and regional travelers in Sonoma and Marin Counties, cities, and towns. 

B.1.3  Original Project Analyzed in 2006 FEIR 
The SMART project analyzed in the certified 2006 Final EIR and associated with the 2006 sales tax 
ballot measure included the following components: 

• Passenger rail service on weekdays along the 70-mile SMART corridor; 

• 14 rail stations – Cloverdale, Healdsburg, Windsor, Jennings Avenue (Santa Rosa), Santa Rosa Railroad 
Square, Rohnert Park, Cotati, Corona Road (Petaluma), Downtown Petaluma, Novato North, Novato 
South, Marin Civic Center, Downtown San Rafael, and Larkspur; 

• Train passing sidings, trestle bridge replacements, drainage improvements, and rail maintenance facility; 

• Bicycle/pedestrian pathway generally within or adjacent to the rail corridor, including 54 miles of a 
Class I pathway and 17 miles of Class II pathway improvements; and 

                                                      
1 The rail corridor, commonly known as the Northwestern Pacific Railroad or NWP, is owned by SMART from 

Healdsburg south and by the North Coast Railroad Authority (NCRA) north of Healdsburg. See the 2005 DEIR 
at pages 2-6 and 2-7 regarding SMART’s easement over the portion of the rail line between Healdsburg and 
Cloverdale and NCRA’s easement over the portion of the rail line between Healdsburg and the Ignacio Wye (at 
Highway 37) in Novato and then eastward through Schellville to the connection to the national railroad network 
at Lombard in Napa County. For convenience, the rail corridor between Cloverdale and Larkspur over which the 
SMART project would operate is often referred to in this SEIR as the “SMART corridor.” 
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Figure B-1.  Project Location 
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• Cumulative impacts of passenger and freight rail service. 

• The proposed project analyzed in the 2006 FEIR would provide a maximum total of 13 daily (Mon-
day through Friday) passenger rail roundtrips between the following cities: four daily roundtrips between 
Cloverdale and Larkspur, two daily roundtrips between Healdsburg and Larkspur, three daily round-
trips between Windsor and Larkspur, two daily roundtrips between Petaluma and Larkspur, and two 
daily roundtrips between Healdsburg and Petaluma. Section 2 of the 2005 DEIR provides additional 
details on each component of the proposed project. 

B.2  NEW/MODIFIED PROJECT ELEMENTS AND CHANGED CIRCUMSTANCES  
Proposed project revisions and changes in circumstances since certification of the Final EIR in July 2006 
are identified and described in this section. New analysis is provided for the following: 

• Potential addition of weekend passenger rail service, to supplement proposed weekday service (see 
Section B.2.1); 

• Potential use of light Diesel Multiple Units (DMUs) instead of heavy DMUs (see Section B.2.2); 

• Three new alternative locations for the Novato South Station (see Section B.2.3); and 

• Modified cumulative impacts scenario, due to a change in the level of projected freight service in the 
future on the SMART corridor (compared to what was projected and evaluated in the 2006 FEIR). 
This revised cumulative scenario is outlined in Section B.3. 

B.2.1  Weekend Service 
The proposed project analyzed in the 2005 Draft and 2006 Final EIR included weekday service only. Based 
on public input, the addition of weekend and holiday passenger service is being considered for the 
SMART project. Preliminary plans for weekend service, for purposes of analysis, include four roundtrips 
per day, spaced throughout the day during daytime or early evening hours. Weekend service could offer rail 
travel options to people making trips in the SMART corridor for a variety of work and non-work purposes 
such as day trips to and from San Francisco (via ferry or bus connection), the Sonoma wine country, events 
in San Rafael, Novato, Santa Rosa, Healdsburg and other towns, and other leisure activities occurring 
along the line on a regular or occasional basis. Scheduling of weekend service could be adjusted, as needed. For 
purposes of analysis, it is assumed that each train would stop for passengers at each of the stations on the line. 
The equipment used would be either or both of the two train sets normally stored overnight at Cloverdale; thus, 
there would be no need for any additional non-revenue (“deadhead”) train movements to provide this service. 

B.2.2  Alternative Train Vehicles – Light DMUs 
Diesel multiple units (DMUs) are the proposed vehicles for the SMART passenger rail system. DMUs are 
rail cars that contain both passenger accommodations and propulsion (diesel engines located below the passen-
ger compartment). Because they are self- propelled, no separate locomotive is required. As a result, a 
DMU generates less noise and lower emissions when compared to a locomotive-hauled train. In addition, 
for any given combination of car type and passenger capacity, DMU trains are shorter than trains with a 
locomotive, which is important to accommodate the block lengths in downtown areas such as San Rafael. 

The DMUs described and analyzed in the SMART Draft and Final EIR are considered “heavy” DMUs. In 
response to public interest, this supplemental document also evaluates the use of “light” DMUs due to 
their lower level of impacts including lower fuel consumption, lower emissions, and lower noise impacts. 
While heavy DMUs typically use steel car bodies, light DMUs may use lighter materials, such as alumi-
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num. In the prior EIR, SMART only evaluated heavy DMUs due to the existing Federal Railroad Admin-
istration (FRA) rule requiring time separation for combined freight and passenger service on a single-
track rail line. However, recent discussions at the federal level indicate that alternative signaling 
systems—for example, Positive Train Control—may prove acceptable for future projects that would enable 
light DMUs and freight trains to operate without substantial time separation. It should be noted that 
ultimately, the FRA would need to approve use of light DMUs on the SMART corridor. SMART has not 
committed to using any particular brand of light DMU, should it ultimately opt for that vehicle type. Light 
DMUs are common abroad, even where freight movements occur on the same line, given different regula-
tory requirements outside the United States. There are several European manufacturers of light DMU vehi-
cles, some of whom have a presence in North America. For the purpose of this supplemental environ-
mental analysis, SMART has used information on two similar light DMUs, including the Bombardier’s 
“Talent” (in use in Ottawa) and Siemens “Desiro” vehicle, which are representative examples of a light DMU. 
The Desiro is currently in service on the recently completed Oceanside-Escondido rail line in San Diego, 
and is the only light DMU operating at present in California (see Figure B-2). Specifications are available 
for this vehicle and were the primary source for the SEIR analysis. 
 

Figure B-2.  Light DMU 

 
 

Neither the Siemens Desiro nor Bombardier Talent vehicle is fully FRA-compliant, being European designs 
built to the European railway standards of the UIC (Union Internationale des Chemins de Fer, or Interna-
tional Union of Railways). Thus, these vehicles are subject to the FRA’s project review and waiver require-
ments for time separation of passenger trains and freight trains; as noted above, discussions to modify that 
rule are on-going between existing commuter rail operators and FRA. 

The Desiro light DMUs have maximum speeds of 75 mph, as compared to the proposed heavy DMU 
maximum speed of 79 mph on the SMART line. Even with the relatively long station spacings of the 
SMART line, the difference between 75 and 79 mph would be offset by the light DMUs quicker accel-
eration and braking characteristics (initial acceleration rate of 2.45 miles per hour per second (mphps) and 
maximum service braking at 2.57 mphps compared to heavy DMUs 1.7 mphps initial acceleration and 1.5 
mphps service braking rate). 

The Desiro light DMU is longer than the heavy DMU (136 feet versus 85 feet) and therefore each vehicle 
has more passenger capacity than the heavy DMU; generally 130 seats (versus 90 for the heavy DMU). 
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Despite the longer length, a two-car light DMU would still fit within the shortest block length along the 
rail corridor. The interior configuration, including the allocation of bicycle storage and other amenities, would 
be decided once a particular type of vehicle is selected. 

B.2.3  Novato South Station Alternatives 
The proposed project analyzed in SMART’s 2006 FEIR called for two station sites in Novato, one in north 
Novato and one in south Novato. The northern location is just west of Highway 101, near the Fireman’s 
Fund offices at Atherton Road. The southern location is just east of Highway 101, at Roblar Drive close 
to the Ignacio Boulevard exit. Both of these locations were included in the DEIR at the request of the 
Novato City Council after a City review of potential station locations. 

In mid-2006, the City of Novato expressed concerns about the proposed Novato South station site at 
Roblar Drive, based on community input from the Los Robles mobile home park located adjacent to the 
station. Residents expressed apprehension about the potential impacts of a rail station. As a result, the City 
formally requested that SMART join it in a review of potential alternative locations. 

Working collaboratively, the staffs of Novato and SMART identified and evaluated nearly a dozen potential 
station sites in Novato. Many of these locations, while technically feasible sites for a rail platform, had 
other drawbacks such as poor access or limited land available for station activities. 

In late 2006, Novato city staff recommended a site in Hamilton, near Main Gate Road, as the best option 
to replace the location at Roblar Drive for the Novato South station. The Novato City Council, however, 
did not make a formal recommendation to SMART to re-locate the station to this location. In June 2007, 
Novato city staff determined that a location at the Ignacio Wye, near Highway 37, would be another 
suitable alternative. Again, however, the Novato City Council did not formally recommend relocation of 
the Novato South station to this site. The Novato City staff report for the City Council’s June 19, 2007 
hearing on the subject of station locations included a station screening summary that identified advantages 
and disadvantages of numerous sites. 

In late 2007, the City of Novato sent a letter to SMART officially requesting that the Roblar Drive loca-
tion not be the site of a future rail station. To address this request, SMART has selected three sites as practical, 
viable alternatives for the Novato South station location for environmental review: Downtown Novato, the 
Ignacio Wye, and Hamilton (see Figure B-3). Each of these sites is described in the following subsections 
and their locations and preliminary plans are shown in several figures. 

B.2.3.1  Downtown Novato Site Alternative 

The Downtown Novato site (about one acre) is located at Milepost 27.8 in the heart of the City, adjacent 
to SMART’s historic depot and the Whole Foods Mixed Use Development, near Grant Avenue (See Figure 
B-4 for approximate platform location). The station site is owned by SMART. 

This station site would not incorporate any surface automobile parking for train passengers. Limited on 
site parking would be for other commercial uses planned for the site. These planned uses are not part of 
the proposed project for this SEIR. Vehicular access for passenger drop off would be via Grant Avenue. 
The station would also be designed to have a separate entry and exit onto Grant Avenue to allow autos and 
shuttles to turn around within the station area (See Figure B-5). Alternatively, there is enough space avail-
able for a circular roundabout for vehicles. The station entry would be just east of the existing Scott 
Court, which will become the customer and service entry to the Whole Foods project. 
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Figure B-3.  Novato South Station Alternatives 
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Figure B-4.  Downtown Novato Station Site Location 

 

Pedestrian and bicycle access would be via Grant Avenue or the Whole Foods Development. The station would 
accommodate drop off bicycle parking and lockers, and a potential bicycle storage station should demand warrant 
this type of facility. A preliminary site elevation depicting the appearance of the station is shown in Figure B-6. 

The bicycle/pedestrian pathway would run along the east side of the track east of the station, on the western 
edge of Railroad Avenue. Pedestrians and bicyclists accessing the station from east of the tracks would use 
Grant Avenue. The east platform and pathway would be separated by a fence similar to other SMART stations. 

There is not enough space at this location to accommodate bus transfers on site. However, there is ade-
quate space to accommodate the smaller SMART shuttles. Bus access to the site is limited due to turning 
constraints on the downtown streets leading to Grant Avenue and the station. Existing bus stops are 
within several blocks of the station at De Long and Reichert Avenues, the interchange with Highway 101 
and on Redwood Boulevard. 
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Figure B-5.  Downtown Novato Station Concept Plan 
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Figure B-6.  Downtown Novato Station Elevation 
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The station site could be developed with either a single track/single platform or double track/two platform 
configuration. It is possible that the station would initially be single-tracked and a double track developed 
in the future. The site design and elevations shown in Figures B-5 and B-6 reflect a double track, two-
platform concept for purposes of analysis of maximum development at the site. To develop the second 
track, the existing spur would be upgraded to mainline status to accommodate SMART passenger trains. 
The north end of the existing spur would be extended within the SMART right-of-way approximately 
1,380 feet from the south edge of Grant Avenue northward across Grant Avenue and around the curve to 
a point immediately south of the Olive Avenue crossing, where it would rejoin the mainline. The existing 
crossing signals on the west side of the track would be relocated approximately 20 feet further west and 
new power operated turnouts (switches) would be installed at both ends of the second track. The siding 
extension would require minor grading within the right-of-way through the south half of the curve north 
of Grant Avenue, then additional grading would be required from the midpoint of the curve northward to 
Olive Avenue. Historically, the spur used to be a siding that did go further north across Grant Avenue and 
tied into the mainline within the curve a few hundred feet north of Grant Avenue. 

B.2.3.2  Ignacio Wye Site 

The Ignacio Wye site is located at Milepost 25.8 near Highway 37, in the triangle of rail tracks formed by 
the intersection of the north-south rail line that generally parallels Highway 101, and the rail line that generally 
parallels Highway 37 (see Figure B-7 for approximate platform location). The site is composed of several 
parcels under Caltrans, SMART and private ownership. The platform would be accessed from the east side 
of the north-south SMART rail line. This site would incorporate approximately 214 parking spaces based on 
a recent preliminary station design. 

The site has close proximity to Highway 101 and Highway 37 and is accessible from Highway 37 via Hannah 
Ranch Road. Entrance to the station would be from Marsh Drive (off of Highway 37) using a new private 
crossing over the tracks that form the north leg of the Wye. The station design aligns the entry to the station 
facilities with a new private crossing. It provides a loop access area immediately adjacent to the north leg 
of the Wye for buses, shuttles, and drop-off and pick-ups. The preliminary station site design includes a 
plaza adjacent to the rail platform to accommodate bicycle parking and storage lockers, as well as a poten-
tial bike station (Figure B-8). An optional at-grade pedestrian and bicycle crossing could be located at the 
southern end of the rail platform, although this would need PUC approval. This crossing would link with 
an existing multi-use path that is part of the Bay Trail system that connects Hanna Road to Hamilton Drive 
in the Bel Marin Keys area. The trail is on the west side of the SMART tracks. 

B.2.3.3  Hamilton Site 

The Hamilton site is located in the southern end of Novato east of Highway 101, near Milepost 23.7 between 
Main Gate Road and North Hamilton Parkway on the former Hamilton Field (see Figure B-9 for approxi-
mate platform location). The site is made up of two linear parcels accessed from either Main Gate Road or 
Hamilton Parkway, off of Nave Drive, a frontage road along Highway 101. The station site would be acces-
sible to other Novato neighborhoods via Nave Drive. 

The site was designated as a location for transit use in the 1993 Hamilton Master Plan. It is owned by the 
City of Novato, although SMART retains rights to develop the property as a transit facility until the year 
2020, at which time these rights would revert to Golden Gate Bridge, Highway and Transportation Dis-
trict. The site was also the approximate site of the original “Hamilton Field” Northwestern Pacific (NWP) 
station. 
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Figure B-7.  Ignacio Wye Site Location 

 
 

This station site would have a single platform, parking spaces, a potential bike station and bicycle parking 
and storage lockers. It would be served by local bus and SMART shuttle routes. No larger bus transfer center 
is proposed at the site. 

It should be noted that the location of the Hamilton Station Alternative has been adjusted since the issu-
ance of the NOP for this SEIR.  Public scoping comments suggested modifications to the site plan for the 
Hamilton location. Based on public input, the site was moved towards Main Gate Road and several options 
were developed regarding site access and configuration. Also, the station was designed to incorporate sev-
eral existing mature oak trees that are located near Main Gate Road 

There are three site plan options at Hamilton, developed primarily to address different access designs. The 
options are differentiated as follows, and are depicted in Figures B-10a, 10b, and 10c: 
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Figure B-8.  Ignacio Wye Station Concept Plan 
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Figure B-9.  Hamilton Station Site Location 

 
• Option A would have station access from Main Gate Road only, approximately halfway between 

Crescent Drive and the railroad tracks. Transit buses and shuttles would circulate within the site to 
drop off and pick up passengers at the station (see Figure B-10a). 

• Option B would have access via both Main Gate Road and North Hamilton Parkway, and would include 
an on-street bus pullout area for westbound buses on Main Gate Road (see Figure B-10b). 

• Option C would have vehicular access from N. Hamilton Parkway only, with a bus pullout area (similar 
to Option B) on Main Gate Road for westbound buses (see Figure B-10c). 

Elevations for the three options are provided in Figures B-11a and B-11b. (An elevation provides a to-scale side 
view as seen at a “slice” through a plan. The location of the elevations for three Hamilton Station options are 
labeled Section 1 and 2 on the plans show in Figures B-10a through B-10c. They are indicated by dashed lines 
on the plans.  The arrows on the ends of each line indicate the direction of the view shown in the elevation.) 
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Figure B-10a.  Hamilton Station Option A 
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Figure B-10b.  Hamilton Station Option B 
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Figure B-10c.  Hamilton Station Option C 
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Figure B-11a.  Hamilton Station Options – Section 1, South Elevation 
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Figure B-11b.  Hamilton Station Options – Section 2, Southeast Elevation 
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All options provide pedestrian and bicycle access from both North Hamilton Parkway and Main Gate Road. 
A sidewalk to a stair and pedestrian ramp would link the station to the sidewalk on Main Gate Road, 
while a pathway to the south edge of North Hamilton Parkway would link the station to the proposed 
north-south, bicycle/pedestrian pathway at the State Access Road private crossing. The scale of the bus 
drop off area could be sized according to need and the plans of other local transit agencies. The station 
would likely be served by local bus routes, such as the 49 and the 58 which both serve Hamilton. The 
station could also be served by local shuttles. 

Under all three options, a landscape buffer would be planted along the northeast boundary, to provide 
visual enhancement and screening from nearby residences. SMART proposes that in addition to native live 
oak plantings in the landscape buffer, relatively fast-growing evergreen tree species would be planted in 
the easternmost portions of the landscape buffer in order to provide effective screening.  

It should be noted that there is an underground pressure regulating station for North Marin Water District 
just north of Main Gate Road. Consultation with agency staff 2 indicates that the station cannot be covered 
by a road, but that a 10-foot clearance from a road would be sufficient. Given the size of the station site, it 
should be able to be designed to avoid this facility. 

B.3  REVISED CUMULATIVE IMPACT SCENARIO 
As described in SMART’s 2005 DEIR (p.2-6), the North Coast Railroad Authority (NCRA) is the public 
agency responsible for freight rail service on the Northwestern Pacific Railroad (NWP) corridor. Although 
historically freight trains have operated on the NWP rail line north of the Ignacio Wye in Novato (at High-
way 37, see Figure B-1), no freight trains have operated since freight service was suspended by the FRA 
in September 2001. However, NCRA has continued to pursue funding for the repairs necessary to resume 
service. 

In light of NCRA’s intentions to resume freight operations on the segment of SMART corridor3 between Clover-
dale and the Ignacio Wye, the SMART 2005 Draft and 2006 Final EIR adequately analyzed reasonably fore-
seeable cumulative freight operations as they were known at the time those documents were prepared, 
based on information provided by NCRA. 

On July 10, 2007, NCRA issued a Notice of Preparation (NOP) to prepare an EIR for its Russian River 
Division Freight Rail Project, which proposes to resume freight rail service between Willits in Mendocino 
County and Lombard in Napa County, including the portion of the SMART rail corridor between Clover-
dale and Highway 37. No freight operations would occur on the SMART corridor south of the Ignacio Wye. 
The proposed freight operations are described in detail in the Initial Study attached to the NCRA NOP 
and are summarized below (see Section B.3.1). 

This SEIR updates the cumulative analysis in SMART’s 2005 DEIR and 2006 FEIR to reflect the level of 
service proposed in NCRA’s Initial Study. That level of service is considered the reasonably foreseeable 
level of freight service that would occur on SMART’s portion of the NWP rail line, based on the project pro-
posal described in NCRA’s Initial Study. NCRA has obtained some of the funding to begin the necessary 
repairs to this segment of the rail line and is actively pursuing the resumption of freight service on this seg-
ment. Consistent with CEQA, the analysis of NCRA’s proposed level of freight service provides a good faith 
disclosure of likely cumulative impacts of SMART’s passenger service project combined with a reasonable 
forecast of freight service.  

                                                      
2 Drew McIntyre, North Marin Water District, personal communication November 26, 2007. 
3  See page B-1 for definition of “SMART corridor.” 
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Other potential opportunities for increased freight service on the NWP rail line have been identified in 
various long-range strategic plans and business plans (see Sections B.3.2 and B.3.3). These higher 
forecasts are not part of the project identified in the NCRA NOP, nor are they identified in the NOP or 
Initial Study as reasonably foreseeable future levels of service for purposes of NCRA’s cumulative 
analysis, since they would require extensive improvements to NCRA’s rail line outside the scope of the 
project proposed to be analyzed, as well as significant economic development in the North Coast region 
far beyond historic trends. After a thorough review of these long-range plans, SMART has independently 
concluded that the levels of freight service identified in these planning documents and their associated 
impacts are speculative and their evaluation is not required. (CEQA Guidelines, §§15144, 15145.) This is 
consistent with the general rule that an EIR’s analysis of cumulative impacts should be guided by stand-
ards of practicality and reasonableness, reflecting the likelihood of their occurrence. 

Nevertheless, although not required by CEQA, in response to numerous scoping comments and public interest 
in understanding the cumulative environmental consequences of passenger rail service in combination 
with these higher, more speculative levels of freight service, this SEIR also provides a limited discussion 
of possible cumulative impacts of two additional scenarios: (1) future freight operations outlined in the 
NCRA Initial Study plus additional trains to serve potential future quarry activities in Northern Cali-
fornia, should these quarry operations become feasible and permitted at some point in the future; and (2) 
the maximum freight operations that have been forecast in any long-range planning document. The dis-
cussion of these higher levels of freight service is necessarily limited by a lack of specific information 
such as would be provided with a specific project proposal. In addition, these scenarios are highly specu-
lative; only with significant market and industry changes, coupled with dramatic funding increases, appro-
priate environmental documentation and acquisition of multiple permits, would these future scenarios 
become feasible. Thus, these higher levels of freight service are not “reasonably foreseeable probable 
future projects” for purposes of the cumulative impacts analysis required by CEQA, but are included in 
this document for informational purposes only. 

Freight service based on the NCRA Initial Study as well as the two higher, more speculative scenarios, is 
depicted in Table B-1. 
 

Table B-1. Freight Service Comparison – NCRA Proposed Service and Speculative Scenarios 

Scenario NCRA Proposed Service* 

Speculative Scenario #1. 
NCRA Proposed Service +  

Aggregate Trains 
Speculative Scenario #2. 
Maximum Freight Trains 

Number of freight trains 3 RT / 6 trains 5 RT / 10 trains 8 RT / 16 trains 
Corridor served 
(identified by endpoints)  

2 RT: Cloverdale & Wye plus 
1 RT: Santa Rosa & Wye 

4 RT: Cloverdale & Wye plus 
1 RT: Santa Rosa & Wye 

7 RT: Cloverdale & Wye plus 
1 RT: Santa Rosa & Wye 

Number of cars per train Maximum of 60 
(1@25, 2@60) 

60 for aggregate trains 60 for aggregate trains & extra 6 
trains 

*Proposed full service on the segment between Cloverdale and Ignacio Wye, as described in NCRA’s July 2007 NOP and Initial Study 
RT = Roundtrip, which includes one northbound and one southbound train. Second # listed equals total number of trains (RT x 2). 
 

It is important to note that NCRA and SMART are two separate governmental agencies pursuing two sep-
arate projects along the NWP corridor. Both projects require their own environmental reports and funding. 
SMART will pursue implementation of passenger service within the SMART corridor whether or not 
NCRA moves forward with its freight project. Likewise, NCRA intends to reinstate freight service along 
the NWP with or without SMART’s startup of passenger rail. The Legislature, in SMART’s enabling leg-
islation (AB 2224), stated its intent that SMART and NCRA work together to achieve safe, efficient, and 
compatible operations of both passenger and freight rail service along the rail line in Sonoma and Marin 
Counties (Public Utilities Code, §105104). At the same time, NCRA’s easements over the rail line owned 
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by SMART south of Healdsburg provide that freight operations shall be subordinate to regularly sched-
uled passenger commute operations (Grant of Easement Agreement (NCRA Freight – Sonoma County), Grant 
of Easement Agreement (NCRA Freight – Marin County), April 1996). The existing Operating Agreement 
between SMART and NCRA similarly provides for the priority of passenger operations over freight oper-
ations (Operating Agreement for Northwestern Pacific Line, August 1996). Although SMART will be nego-
tiating a new Operating Agreement with NCRA, the priority of regularly scheduled passenger commute 
operations over freight operations is established in the easement itself and will not change. Accordingly, 
freight service will be scheduled to avoid conflicts with SMART’s scheduled passenger service. 

B.3.1  Future Freight Operations per NCRA Proposal 
According to NCRA’s NOP and Initial Study for the Russian River Division Freight Rail Project, the pro-
posed freight project would include general railroad freight service (to and from customers along the line). 
The startup phase (first year) would consist of three roundtrips per week (i.e., three northbound and three 
southbound). The number of cars per train is estimated to be 15 cars. 

Per the Initial Study, NCRA anticipates that eventually the level of general railroad freight service would 
increase to two roundtrips per day (two northbound and two southbound), six days a week. The number of 
cars per train is estimated to be 25 cars for one roundtrip and 60 cars for the other roundtrip. The 60-car 
train would go from Willits to the national railroad network connection at Lombard (Napa County). The 
other train would initiate with 10 cars in Willits and increase to up to 25 cars from Redwood Valley to 
Lombard. In addition, NCRA speculates that reestablishing freight service in the region may involve the 
addition of a train providing solid waste hauling services for the area, although no contracts are in place 
and the need for this service is uncertain.4 If solid waste freight service by rail were to be implemented, 
the NCRA Initial Study indicates it could involve one additional roundtrip train per day (one northbound 
and one southbound) from Santa Rosa to Lombard, six days a week, with an estimated 60 cars per train. 

In summary, under NCRA’s proposed Russian River Division Freight Rail Project, a total maximum of three 
roundtrip freight trains per day would occur on the SMART rail line between Santa Rosa and the Ignacio 
Wye; two of those roundtrips would also occur on the segment between Cloverdale and Santa Rosa (i.e., 
the roundtrips originating in Willits and Redwood Valley). This level of freight service is analyzed in this 
SEIR as the reasonably foreseeable cumulative scenario. SMART’s independent analysis indicates that capacity 
exists to accommodate this level of freight service during off-peak daytime hours. 

The NCRA Initial Study provides additional details on the development and operation of the proposed 
freight service.  NCRA would not use SMART’s proposed maintenance facility or passing sidings. 

                                                      
4 Due to permitting problems at its Central Landfill, Sonoma County has been hauling its solid waste out of county 

by truck since the Fall of 2005 and has contracts in place for continued outhauling by truck through 2010. In the 
meantime, the County is currently pursuing the possible sale or lease of the landfill to a private solid waste com-
pany. A possible outcome of that divestiture process may be that a private solid waste company will resume land-
filling operations at the Central Landfill and the County would no longer transport its solid waste out of county. 
(Personal communication from Susan Klassen, Deputy Director, Sonoma County Department of Transportation and 
Public Works, January 2008.) 
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B.3.2  NCRA Proposed Service Level Plus Potential Quarry Trains – 
Speculative Scenario 1 

Over the years, NCRA has sought to acquire sufficient funding to restore freight service along the NWP 
corridor beyond the segments included within its proposed Russian River Division freight project. This 
funding effort has involved the preparation of several long-range freight plans for Caltrans and FEMA, as 
well as other documents. These source documents project freight operations growing over time, though 
they vary regarding projected service levels and the traffic mix of commodities: merchandise, solid waste, and 
quarry materials. Review of NCRA’s Strategic Plans (February 2007)5 and miscellaneous business plans and 
financial feasibility studies6 indicates that if NCRA is successful in restoring freight service through the Russian 
River Division, it may consider extending service north in the Eel River Division, including to a potential 
Island Mountain Quarry in Trinity County, 55 miles north of Willits. No permits have been issued for the quarry 
and technical and operational feasibility studies and environmental review have not been conducted for 
either the quarry itself or freight operations that may be conducted in conjunction with the quarry. 

Although the resumption of freight service in the Eel River Division to serve the quarry is highly specula-
tive given the numerous, significant hurdles that must be overcome (see below), scoping comments on 
SMART’s SEIR have requested information about the potential cumulative impacts of those additional 
freight operations. Accordingly, SMART’s rail operations consultant developed a scenario that in addi-
tion to freight service at the level identified in the NCRA Initial Study, includes additional trains to serve 
the potential quarry. Assuming quarry production of 6 million tons or 4 million cubic yards of aggregate 
annually,7 approximately two roundtrip trains per day of approximately the same length as the longest 
trains proposed in NCRA’s Initial Study (i.e., 60-car trains) might result. With the general merchandise 
and solid waste–hauling trains assumed per the NCRA Initial Study, this would be equivalent to a total 
maximum service level of five roundtrips per day, or 10 pass-bys at any one location, for Speculative Sce-
nario 1. (As described in B.3.1, areas north of Santa Rosa would be subject to four roundtrips or eight 
pass-bys.) According to SMART’s best estimates, the freight trips could be accommodated during day-
time and early evening hours, working around the peak and midday SMART service, without the need to 
run freight trains during nighttime hours. 

As noted above, in order for quarry material to be shipped via freight, numerous permits and repairs would 
be required. In addition to environmental review and permits for the quarry itself, NCRA would need to 
complete environmental review of the Eel River Division and secure considerable funds to repair the rail 
corridor and stabilize it through highly unstable geologic areas. The Island Mountain Quarry is adjacent to 
the Eel River, which is a designated Wild and Scenic River.  The Eel River Canyon, through which the rail-
way passes, is prone to sliding (which causes river sedimentation) and thus there are substantial environ-
mental factors associated with re-opening the rail line through this area. Extensive studies would be needed 
to determine whether restoring the line in this area is environmentally and technically feasible. Thus, although 
this SEIR includes a discussion of how these additional trains would contribute to cumulative impacts, whether 
they will ever be in operation remains highly speculative. 

                                                      
5 NCRA Strategic Plan Update, February 15, 2007. Previous strategic plans include the NCRA September 2006 

Strategic Plan, September 15, 2006, and the 2006 Strategic Plan and Progress Report, February 23, 2006. 
6 Business Plan for the Northwestern Pacific Railroad Company (NWPCo), prepared for the California Transportation 

Commission, October 24, 2006; The Long Term Financial and Economic Feasibility of the Northwestern Pacific 
Railroad, January 2003.  

7 This number is based on NCRA’s February 23, 2006 Strategic Plan and Progress Report (p.6) and the NWPCo 
Business Plan.  Assessment of potential quarry freight service is based on estimates of up to 80 or 90% of quarry 
production being shipped south on freight cars through the SMART corridor. 
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B.3.3  Maximum Freight Service – Speculative Scenario 2 
Drawing on the long-range planning documents referenced in Section B.3.2, Speculative Scenario 2 addresses 
the theoretical capacity of rail freight service to accommodate potential demand along the entire corridor, 
including sources such as Humboldt Bay at Eureka/Arcata, in the highly unlikely event that NCRA could 
open the entire NWP line (including both the Eel River Division and the North End Division).8 

In this scenario, a total of eight freight roundtrips per day (or 16 one-way trips) would occur on the 
SMART corridor between Cloverdale and the Ignacio Wye at Highway 37.9 These trips may accommodate 
additional merchandise, aggregate or other freight service demand, including Humboldt Bay container 
traffic. According to SMART’s best estimates, if this level of freight traffic were to occur, most of the 
trips (up to five roundtrips) could be accommodated during day or evening operations, working around 
the peak and midday SMART service, and minimizing the need for nighttime trains. It must be noted that 
because this level of freight service has not been specifically proposed by NCRA or analyzed in any envi-
ronmental or technical document, there is very little information about how these freight operations would 
be configured (length of trains, terminal points, etc.). 

In addition to the substantial physical and environmental hurdles that would need to be overcome, there is 
no historical operational basis for this level of service, so it is extremely speculative. Massive unidentified 
funding for both significant port and NWP rail line improvements would be required. Significant changes 
in industry demand would need to occur and multiple permits requiring substantial environmental review 
and mitigation would be necessary. None of these events are expected to occur in the foreseeable future. 
The feasibility of restoring the line in these northern areas remains questionable and can only be resolved 
through extensive studies that are beyond the scope of this SEIR. The purpose of presenting this scenario 
is not to attempt to define NCRA’s future freight operations, but to give the public a general idea of the 
potential cumulative environmental impacts of freight and passenger service in the highly unlikely event 
that this level of freight service would ever occur in the future. 

B.3.4  Cumulative Scenario with Light DMUs 
As discussed more fully in Section C.6.5.1, if the SMART project used light DMUs, discrete time separa-
tion between freight and passenger services would be required, per current FRA requirements.  Depend-
ing on the level of future freight service, the midday passenger service may not occur, to provide a dedi-
cated midday time “window’ for freight operation to achieve the required time separation and to avoid 
nighttime freight operations. By eliminating the midday train, nighttime freight operations that might 
occur with these speculative levels of freight service could be minimized. It should also be noted that 
weekend service, as proposed in this SEIR, could be adjusted in the event that the light DMU is used, to 
accommodate freight service on the weekends. See Section B.2.2 for additional information about light 
DMUs. 

                                                      
8 See, e.g., NCRA’s February 23, 2006 Strategic Plan and Progress Report. 
9 This number is based on the projected level of freight activity described in NCRA’s 2006 Strategic Plan and 

Progress Report (February 23, 2006), and an Activities Report by NCRA’s Executive Director, Mitch Stogner, 
dated May 11, 2007, noting that the maximum capacity of freight operations on the NWP line would be 16 trains 
per day. 
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B.4  SMART ENVIRONMENTAL COMPLIANCE MEASURES 
Extensive environmental compliance measures were included in the SMART Draft and Final EIRs (see 
Draft EIR Section 2.9 and revisions to Section 2.9 in the Final EIR). These measures would apply to the 
project and all additional components analyzed in this SEIR. The following additional measure would be 
incorporated to ensure minimization of environmental impacts. 

Historic Resources at Downtown Novato Site: Any new street furniture, train platforms, 
light fixtures, shelters or ticket vending machines shall be designed to be sympathetic to 
the local historic character, landscaping/spatial patterning, and designed in consultation 
with the City of Novato. 

B.5  PROJECT PERMITS AND APPROVALS 
Overall project permits and approvals are outlined in the 2005 DEIR, Section 2.10. The new alternative 
station sites in Novato would be subject to the City of Novato’s design review process. 
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