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Final Environmental Impact Statement
Abstract: This Final Environmental Impact Statement (FEIS) analyzes the environmental impacts of a
range of alternatives for the proposed purchase over ten years of 50,000 to 165,000 delivery vehicles
to replace the same number of existing delivery vehicles. This FEIS was prepared pursuant to the
requirements of the National Environmental Policy Act of 1969 (NEPA), its implementing procedures
at 39 CFR 775, and the President’s Council on Environmental Quality Regulations (40 CFR parts
1500-1508), to evaluate the environmental impacts of the proposed purpose-built Next Generation
Delivery Vehicle (NGDV) alternative versus commercial-off-the-shelf (COTS) vehicle alternatives and
a “No Action” alternative.
Timing of Agency Action: The U.S. Environmental Protection Agency’s publication of the FEIS in
the Federal Register begins a 30-day waiting period. Following the waiting period, the Postal Service
will make a final decision regarding the Proposed Action and publish a Record of Decision.
Summary: The U.S. Postal Service proposes to purchase over ten years 50,000 to 165,000 purposebuilt, right-hand-drive (RHD) vehicles – the NGDV – to replace existing delivery vehicles nationwide
that have reached the end of their service life. While the Postal Service has not yet determined the
precise mix of powertrains, under the Proposed Action, at least 10 percent of the new vehicles would
have battery electric (BEV) powertrains with the remainder being internal combustion engine (ICE). In
this FEIS, the Proposed Action is compared against Alternative 1.1 (100 percent RHD COTS ICE
vehicles), Alternative 1.2 (100 percent left-hand-drive COTS BEVs), and the No Action Alternative.
In terms of potential environmental impacts, the Proposed Action, and Alternatives 1.1 and 1.2 would
result in beneficial impacts on transportation safety, traffic noise, air pollutant and greenhouse gas
emissions, community emergency services, and fuel (gasoline) consumption. The Proposed Action
and Alternatives 1.1 and 1.2 would also result in no to negligible impact on economics, employment,
environmental justice, traffic, accessibility, parking, public transportation, noise, community utility
services, utility availability and demand capacity, energy consumption, and solid and hazardous waste
treatment and disposal.
The Proposed Action is the preferred alternative because it fully meets the Purpose and Need by
providing a purpose-built RHD vehicle capable of meeting performance, safety, and ergonomic
requirements for efficient carrier deliveries to businesses and curb-line residential mailboxes over the
entire nationwide system. Moreover, the Proposed Action is the most achievable given the Postal
Service’s financial condition as the BEV NGDV has a significantly higher total cost of ownership than
the ICE NGDV, which is why the Proposed Action does not commit to more than 10 percent BEVs.
The Proposed Action was drafted to permit the Postal Service the flexibility to increase the percentage
of BEVs should additional funding become available.
The COTS Alternatives 1.1 and 1.2 would not meet the Postal Service’s Purpose and Need as neither
would provide the same operational or ergonomic benefits as the purpose-built NGDV. Finally, the
No-Action Alternative, in addition to having the highest potential environmental impacts of all the
alternatives, would not satisfy the Purpose and Need as aged and end-of-life delivery vehicles with
outdated safety features and poor performance characteristics would not be replaced leaving the
Postal Service unable to fulfill its primary mission to deliver the nation’s mail.
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EXECUTIVE SUMMARY
This Final Environmental Impact Statement (FEIS) assesses the existing environmental conditions
and potential impacts of the proposed delivery vehicle replacement of existing aged and end-of-life
vehicles for the Postal Service. The Postal Service proposes to purchase and deploy over a ten-year
period 50,000 to 165,000 vehicles to replace, nationwide and on a one-to-one basis, existing delivery
vehicles that have reached the end of their service life. These replacement delivery vehicles would be
purpose-built, right-hand drive (RHD) Next Generation Delivery Vehicles (NGDV) or commercial-offthe-shelf (COTS) vehicles. While the Postal Service has not yet determined the precise mix of the
powertrains in the new vehicles to be purchased, the Postal Service proposes that the new vehicles
consist of a mix of internal combustion engine (ICE) vehicles and battery electric vehicle (BEV)
powertrains, with at least 10 percent BEVs. The actual timeline and quantities of NGDV or COTS
vehicles purchased, and delivery vehicle types replaced, would be contingent upon the supplier’s
production and delivery capabilities and the Postal Service’s operational needs, including individual
carrier route needs, and the Postal Service’s financial position.
Purpose and Need (Section 2): The purpose of the Proposed Action to replace the end-of-life and
high-maintenance delivery long-life vehicles (LLVs) and flexible fuel vehicles (FFVs) with new vehicles
that have more energy-efficient powertrains, updated technology, reduced emissions, increased cargo
capacity and improved loading characteristics, improved ergonomics and carrier safety, and reduced
maintenance costs. The timing, type, and number of new NGDV vehicles and their deployment are
based on the best available current information for preparation of this EIS.
The current outdated delivery vehicles, some as many as 34 years in operation, are inefficient,
increasingly unreliable, costly to maintain, and lack certain modern safety and operational features
needed for mail carriers. The Postal Service plans to deploy a new generation of RHD vehicles that
incorporates the latest advancements in automotive technologies and better serves operations,
employees, and customers. Given the mail mix changes that have occurred and additional package
growth expected as e-commerce sales continue to rise, new delivery vehicles would need a larger
cargo area that also allows easier retrieval of packages than existing, outdated RHD vehicles. The
Proposed Action is needed to replace these outdated delivery vehicles to improve safety and
ergonomics for Postal Service carriers and to enable the Postal Service to meet its statutory mandate
to maintain efficient nationwide delivery of the mail and to provide prompt, reliable, and efficient
services to patrons.
Alternatives Evaluated (Section 3): This FEIS analyzes two NGDV Hypothetical Maximum
scenarios for the Proposed Action and two COTS vehicle alternatives along with the No-Action
Alternative to consider the full potential range of potential environmental impacts:
▪
▪
▪
▪

Proposed Action Hypothetical Maximum scenario (Purchase and Deployment of 90 Percent
ICE NGDV and 10 Percent BEV NGDV),
Proposed Action Hypothetical Maximum scenario (Purchase and Deployment of 100 Percent
BEV NGDV),
Alternative 1.1 (Purchase and Deployment of 100 Percent RHD COTS ICE Vehicles), and
Alternative 1.2 (Purchase and Deployment of 100 Percent Left-Hand Drive [LHD]
COTS BEVs).

Environmental Consequences (Section 4): The Proposed Action scenarios and Alternative 1.2
would result in beneficial impacts on transportation safety, traffic noise, air pollutant and GHG
emissions, community emergency services, and fuel (gasoline) consumption. Alternative 1.1 would
ii
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result in beneficial impacts on transportation safety, traffic noise, air pollutant and GHG emissions,
community emergency services, but result in higher fuel consumption compared to that of the
replaced vehicles. The 100 percent BEV NGDV and COTS BEV scenarios would provide greater
benefit on traffic noise reduction than would the ICE NGDV and COTS ICE scenarios, since BEVs are
quieter than ICE vehicles at low speeds. Additionally, the 100 percent BEV NGDV and COTS BEV
scenarios would require less lubricants, oils, and greases compared to existing ICE vehicles. BEVs
would have route length and other operational constraints for thousands of routes and spent BEV
batteries would be an additional source of hazardous waste. While much of this material would be
reclaimed or recycled, BEV battery recycling methods in the U.S. are currently limited and vary in
recovery capabilities.
The Proposed Action scenarios and Alternatives 1.1 and 1.2 would result in no to negligible impact on
economics, employment, environmental justice, traffic, accessibility, parking, public transportation,
engine noise from ICE vehicle operation, community utility services, utility availability and demand
capacity, energy consumption, and solid and hazardous waste treatment and disposal.
The No-Action Alternative would not satisfy the Purpose and Need for the purchase of new delivery
vehicles to replace aged delivery vehicles with outdated safety features and poor performance
characteristics. Impacts would remain unchanged, and the benefits from replacing end-of-life delivery
vehicles with modern vehicles would not be realized.
Cumulative Impacts (Section 5): Impacts from the Proposed Action NGDV Hypothetical Maximum
and Alternative 1.1 and 1.2 scenarios would not have the potential for significant adverse cumulative
impacts on nationwide environmental resources when considered in combination with other actions
nationwide. Because existing delivery vehicles would be replaced with newer delivery vehicles,
impacts on environmental resources generally are expected to be less than current impacts, including
the No-Action Alternative. Therefore, the Proposed Action and Alternatives 1.1 and 1.2 scenarios
would not result in a significant adverse cumulative impact on nationwide environmental resources.
Mitigation (Section 6): Implementation of the Proposed Action NGDV Hypothetical Maximum or
Alternative 1.1 and 1.2 scenarios would serve to mitigate the existing impacts on environmental
resources from the No-Action Alternative (continued operation of the high-maintenance and end-of-life
delivery vehicles). No further mitigation measures would be necessary.
Preferred Alternative (Section 4-11.2): The Postal Service’s preferred alternative is the Proposed
Action - to purchase and deploy up to 90 percent ICE NGDV with at least 10 percent BEV NGDV. This
Preferred Alternative provides a purpose-built RHD vehicle that would meet the Postal Service’s
Purpose and Need by providing the performance, safety, and ergonomic requirements for efficient
Postal Service carrier deliveries to businesses and curb-line residential mailboxes over the entire
nationwide system. This Preferred Alternative is also the most achievable given the Postal Service’s
financial condition, as the ICE NGDV is significantly less expensive than the BEV NGDV and does not
have the same route length and other operational constraints as the BEVs. Finally, the 90 percent ICE
NGDV Preferred Alternative would result in less fuel consumption and reduced direct and indirect
greenhouse gas emissions as compared to the existing delivery vehicles being replaced.
Although the BEV NGDV alternative would result in about 200 percent fewer direct and indirect
greenhouse gas emissions than the 90 percent ICE NGDV Preferred Alternative, committing to
purchase more than 10 percent BEV NGDV as part of the Preferred Alternative is not achievable,
absent additional funding, as the 100 percent BEV NGDV Preferred Alternative is $2.3 billion more
expensive than the 90 percent ICE NGDV Preferred Alternative for an order of 75,000 vehicles (see
Table 3-1.1). Furthermore, acquiring 100 percent BEV NGDV for the full 165,000 amount of the
Proposed Action would require more than $1 billion dollars in additional investment (see Section 31.1).
iii
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Alternative 1.1, to purchase and deploy 100 percent RHD COTS ICE vehicles, would also not meet
the Postal Service’s Purpose and Need. While RHD COTS ICE vehicles would have some of the
modern safety and customized operational features available in the NGDV, the interior layout doors,
and window arrangements are not optimized or ergonomically designed for Postal Service operations
nor for delivery to curb-line mailboxes.
COTS ICE vehicles would not provide the same operational or ergonomic benefits as the purposebuilt NGDV. For example, they would not have body components designed for frequent and repetitive
use, leading to expected higher maintenance and repair costs than the NGDV, and would have body
components that need to be replaced more frequently than those purpose-built for the NGDV. In
addition, this alternative would result in higher fuel consumption compared to that of the replaced
vehicles, and higher than the ICE NGDV Preferred Alternative. In addition, the body and frame of
COTS ICE have been found to last eight to 12 years on average, while the body and frame of the
NGDVs are designed to last a minimum of 20 years.
Alternative 1.2, to purchase and deploy 100 percent LHD COTS BEVs, also would not meet the
Postal Service’s Purpose and Need, as, being LHD, the COTS BEVs would not support curb-line
deliveries. In addition, the COTS BEVs would have route length and other operational constraints that
would not allow deployment of BEVs on certain routes. Although the COTS BEV market and
technology is rapidly evolving, LHD BEVs are still in development and currently available only in small
quantities. RHD COTS BEVs are not currently available or otherwise marketed by commercial
manufacturers for future development.
The No-Action Alternative, or status quo, would not meet the Postal Service's Purpose and Need. It
would not provide any replacement vehicles for accident-damaged, high-maintenance, and end-of-life
delivery vehicles. It would not meet the Purpose and Need to provide more energy-efficient vehicles,
updated technology, increased cargo capacity and improved loading characteristics, improved
ergonomics and carrier safety, and reduced maintenance costs. Further, it would result in higher fuel
(gasoline) usage than both the Proposed Action Hypothetical Maximum scenarios and Alternative 1.2,
and greater air emissions than the Proposed Action and Alternative 1.1 and 1.2 scenarios.
Compliance Statement: This EIS has been developed in compliance with NEPA; the regulations
implementing the National Environmental Policy Act (NEPA [Title 40 Code of Federal Regulations
[CFR] Parts 1500–1508]); and the Postal Service’s regulations for NEPA compliance set forth at 39
CFR Part 775.
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1 INTRODUCTION
The United States Postal Service (USPS), an independent establishment of the executive branch of
the United States Government, has prepared this Final Environmental Impact Statement (FEIS)
pursuant to the National Environmental Policy Act (NEPA) to evaluate the potential environmental
impacts of the Proposed Action - the purchase and deployment of up to 165,000 Next Generation
Delivery Vehicles (NGDV) over a ten-year period. The EIS analyzes the potential environmental
impacts associated with the Proposed Action and Alternatives, including the No-Action Alternative.
The objectives of the Proposed Action are to replace high-maintenance and end-of-life delivery
vehicles and ensure continuity of service.

1-1 National Environmental Policy Act Regulatory Background
The EIS has been developed in compliance with NEPA; the regulations implementing NEPA (Title 40
Code of Federal Regulations [CFR] Parts 1500–1508); and the Postal Service’s regulations for NEPA
compliance set forth at 39 CFR Part 775.

1-2 Postal Service Delivery Fleet Management Evaluation and Decision-Making
Process
The Postal Service owns and operates a delivery fleet of approximately 212,000 active vehicles
consisting of both purpose-built vehicles as well as commercial off-the-shelf (COTS) vehicles.
Purpose-built vehicles were built specifically for the purpose of delivering mail. COTS vehicles are
publicly available and purchased directly from the vehicle manufacturer with minor modifications.
The current delivery fleet is made up of four basic vehicle types:
▪

Purpose-built vehicle (Long-Life Vehicle [LLV] and Flexible Fuel Vehicle [FFV]) – which are
Right Hand Drive (RHD) and optimally designed and built vehicles, specifically for the function
of delivering mail on a curb-line route;

▪

Left Hand Drive (LHD) COTS vehicle (Ram ProMaster® and minivans) – suitable for when the
route does not require mail to be delivered to a curb-line route;

▪

Mixed delivery and mail collection vehicle (2-ton) – similar in use and function to the LHD
COTS ProMaster® but with approximately 150 percent more cargo capacity; and

▪

RHD COTS vehicle (Mercedes Metris) – includes cargo capacity between the two current LHD
COTS vehicle models; vehicle can be used on routes to deliver to curb-line mailboxes; it does
not provide the same operational or ergonomic benefits as the purpose-built vehicle.

The Postal Service determined the RHD purpose-built vehicles (LLV and FFV), which have far
exceeded their planned life, need to be replaced to reduce their ever-escalating maintenance costs
and to take advantage of current safety and technology advancements.

1-3 Overall Vehicle Acquisition Strategy
1-3.1 COTS & Purpose-Built Vehicles
The Postal Service is in a multi-year planning and acquisition process of replacing its aging fleet of
mail delivery vehicles with a future class of delivery vehicles, and considered various options to meet
the Postal Service's delivery vehicle needs. While the longer-term solution to its vehicle needs (the
purpose-built NGDV) was in prototype development and testing, the Postal Service conducted a
Programmatic Environmental Assessment (PEA) in 2017 (USPS 2017a), and Record of
1-1
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Environmental Consideration (REC) in 2020 for the acquisition and deployment of new COTS delivery
vehicles over a six-year period to stabilize its delivery fleet and in furtherance of its statutory Universal
Service Obligation (39 United States Code [USC] 101). The new COTS vehicles are replacing
accident-damaged, end-of-life and high-maintenance delivery vehicles and accommodate increases in
delivery points and route growth.

1-3.2 NGDV Acquisition Strategy
The NGDV would incorporate new technologies to accommodate a changing and diverse mail mix,
reduce maintenance costs, incorporate improved safety and ergonomic features, improve service,
reduce emissions and the fleet’s carbon footprint, and produce operational savings.
The Postal Service's NGDV acquisition strategy consists of three phases. Phase 1, completed in
2015, concentrated on identifying potential sources and evaluating supplier qualifications to establish
a list of prequalified suppliers eligible to participate in Phase 2, the NGDV Prototype Program.
Phase 2 provided for the competitive development, delivery and testing of curb-line delivery prototype
vehicles. Suppliers delivered prototype vehicles to the Postal Service starting in 2017, and the Postal
Service completed all testing by March 2019. Following testing, the Postal Service developed a
comprehensive Statement of Work (SOW) for the production of NGDV that included lessons learned
from the prototype phase testing.
The NGDV Production Program, Phase 3, is for the purchase of 50,000 to 165,000 purpose-built
vehicles to replace the LLVs and FFVs as part of the overall USPS mixed fleet strategy under a single
contract. The Production Phase includes the requirement for domestic final assembly of all NGDV in
the continental United States (U.S.) and incorporation of emerging vehicle technologies for alternative
fuel capability.
Each phase of the NGDV acquisition strategy is further described in the following sub-sections.

1-3.2.1 NGDV Request for Information, Prototype Development, and Evaluation
On January 20, 2015, the Postal Service issued a Request for Information (RFI) and
Prequalification/Sources Sought for its NGDV Acquisition Program via the Federal Business
Opportunities website. The purpose of the RFI was to inform prospective suppliers of the Postal
Service’s preliminary/draft specification and plans for acquiring the fleet replacement NGDV. As part
of the RFI issuance, the Postal Service included a prequalification component to narrow the field of
prospective suppliers to those most qualified to meet the NGDV acquisition objectives. The Postal
Service received 34 submissions in response to the RFI, and prequalified 15 suppliers. In October
2015, the Postal Service issued a Request for Proposal (RFP) to the 15 prequalified suppliers
(determined from the RFI) to submit their prototype proposals. In September 2016, the Postal Service
awarded contracts to six suppliers (one of the six suppliers subsequently withdrew from the prototype
phase) for 44 prototype vehicles as part of the NGDV prototype phase, including internal combustion,
mild hybrid, and plug-in hybrid electric vehicles.
In Fall 2017, the suppliers delivered their prototypes and the Postal Service began testing of the
prototypes in various locations across the country. The testing included:
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▪

Component testing of selected high-use components;

▪

Laboratory testing (for emissions and fuel economy in accordance with Environmental
Protection Agency [EPA] and the Postal Service driving cycle);

▪

Field Testing (live operational testing at six Postal Service facilities across the nation with
USPS carriers);
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▪

24,000-mile durability testing (durability obstacles and road course);

▪

Accelerated durability cycle (beyond that expected in a normal service environment); and

▪

Cold weather testing.

The Postal Service completed testing of the prototype vehicles in March 2019 and gained valuable
information to consider regarding the composition of the future delivery vehicle fleet. Following testing,
the Postal Service consulted with many stakeholders including members of Congress, federal
agencies, the automotive industry, postal unions, and employees to develop a best-in-class RFP for
the NGDV Production vehicles. The Postal Service issued the NGDV Production RFP on December
27, 2019 to the five NGDV prototype suppliers and notified other major vehicle suppliers in order to
ensure wide notification within the vehicle industry and obtain any interest in potential participation or
subcontract contribution.

1-3.2.2 Selection and Description of Production NGDV
The NGDV Production SOW provided to the five suppliers incorporated key features for NGDV design
with carrier safety and ergonomics in mind, based on lessons learned from testing and continued
stakeholder feedback. The features include:
▪

A walk-in cargo with large capacity designed to meet future package growth;

▪

RHD configuration to allow for curb-line delivery;

▪

Ergonomic design for ease of delivery; and

▪

Improved delivery efficiency.

Offerors provided NGDV Production proposals and pricing to the Postal Service in July 2020. The
proposals included internal combustion engine (ICE) vehicles and battery electric vehicles (BEVs); the
proposals did not include a hybrid production vehicle. The Postal Service then evaluated proposals to
determine which offeror provided the Postal Service with the best value by weighing technical
evaluation factors/risk and the Total Cost of Ownership (TCO). The evaluation team used the
following criteria to evaluate the offerors’ technical ability to develop, produce, deliver, and support
production quality of the NGDV for the Postal Service:
▪

Design Quality and Technical Approach - Reliability, Maintainability, Fuel Economy and
Emissions, and Safety and Ergonomics;

▪

Supplier Capability - Engineering Capability, Production and Delivery, Service and Parts, and
Quality; and

▪

Past Performance - Prototype Performance and Supplier’s Prior Performance.

The TCO calculation for each offeror incorporated purchase costs, maintenance costs, fuel costs and,
if applicable, BEV charging infrastructure costs. Relevant cost data are presented in Appendix C.
On February 23, 2021 the Postal Service announced a contract award, contingent on the satisfactory
completion of the NEPA process, to Oshkosh Defense, LLC (Oshkosh) for the future production of the
NGDV. The Oshkosh production contract requires an NGDV production vehicle that can support two
powertrain alternatives - a modern and efficient ICE or a more environmentally friendly BEV
powertrain. At the time of awarding the contract, the Postal Service placed an order that funds the
production design, assembly tooling, and factory start-up costs to support the production of both
vehicle types in parallel, and either powertrain can be ordered under the contract in whatever
ICE/BEV mix the Postal Service desires.
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The NGDV production platform provides the latest safety systems to protect carriers, a flexible
powertrain to demonstrate the Postal Service’s commitment to sustainability, increased cargo capacity
for more efficient delivery of packages, and is telematics compatible for predictive maintenance and
operational benefits. The NGDV can also be retrofitted to keep pace with advances in BEV
technologies.
The production NGDV platform and features are illustrated in Figure 1-3.1.
Figure 1-3.1
Production NGDV Platform and Features

1-3.2.3 Production Expectations
The production contract specifies assembly of the NGDV in the U.S. and, contingent on the
satisfactory completion of this NEPA process, the Postal Service anticipates placing the first order of
production quantity vehicles in 2022, with the resulting first NGDV ready for delivery in 2023.
The Postal Service has committed to a minimum quantity of 10 percent BEVs and is seeking
additional funding to increase this quantity. The immediate imperative is to provide Postal Service
carriers with a safe, reliable, efficient, and ergonomic delivery vehicle. A phased approach is being
used to achieve this goal and roll out new vehicles as quickly and efficiently as possible.

1-3.3 Limits of Environmental Impact Assessment
This FEIS analysis is limited to the actions and alternatives described in Section 3. The timing, type,
and number of new NGDV vehicles and their deployment are based on the best available current
information for preparation of this FEIS. The ultimate number, configuration, and timing of the NGDV
procured would depend upon the final needs of the Postal Service and the supplier’s production and
delivery capabilities. Deviation from the analysis herein that is deemed to be significant by the Postal
Service would be analyzed through the preparation of a Supplemental EIS as necessary and
appropriate.
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1-3.4 Actions Not Included in the Proposed Action
The Postal Service is continuously assessing its fleet of delivery vehicles in order to identify and
replace vehicles that have reached or exceeded their scheduled life expectancy, as well as those that
are too costly to maintain due to major accident repair or significant mechanical repair. As a result of
this ongoing fleet management process the Postal Service has made other minor purchases for
replacement of fleet vehicles. These vehicle replacements are regular, on-going activities that have
continued over many years and are represented in the baseline conditions.
The Proposed Action and alternatives specifically address the purchase and deployment of the
NGDV, or new COTS vehicles, needed to replace the aging fleet of RHD delivery vehicles. During the
period while the production and procurement of the new NGDV and COTS vehicles is implemented,
the Postal Service would continue to procure COTS vehicles as both replacements of the aging
vehicles and to accommodate delivery route growth. The Postal Service previously addressed COTS
vehicle procurement actions under NEPA; these purchases are separate from the Proposed Action
herein and are therefore not addressed in this FEIS. The FEIS focuses only on Postal Service
operations-related actions associated with the Proposed Action and alternatives, as defined in
Section 3.
The Postal Service maintains its current fleet of delivery vehicles through Vehicle Maintenance
Facilities (VMFs) located nationwide throughout its network of facilities. Replacing the aging vehicles
on a one-for-one basis would not result in the need for additional VMFs to maintain the NGDV.
Therefore, this EIS does not address new VMF construction. Expansions of Postal Service facilities
are not currently anticipated. Interior and exterior alterations of some Postal Service facilities could be
required as a result of the Proposed Action, for replacement of VMF bay doors and center-post
vehicle lifts, and installation of charging stations for BEVs where needed. The Postal Service could
also construct a new vehicle maintenance training facility in the future. The Postal Service would
conduct appropriate environmental review at the local level per Postal Service Handbook RE-6 (2015)
as needed. Postal Service environmental checklists, screening analyses, and stand-alone, projectlevel Environmental Assessments would be employed on a facility-specific basis to assess the extent
of impacts from any facility-related actions.

1-4 Public and Stakeholder Involvement
The Postal Service’s Notice of Intent (NOI) to prepare an EIS for purchase of the NGDV was
published in the Federal Register (FR) on March 4, 2021 (86 FR 12715). The public and agency
scoping and comment period extended through April 5, 2021. In addition, the Postal Service mailed
the NOI directly to various stakeholders, including the United States Environmental Protection Agency
(EPA), the Council on Environmental Quality (CEQ) and Postal Service union representatives. During
this scoping and comment period, the Postal Service timely received 1,753 letters from interested
parties, including the EPA, the New York University School of Law Institute for Policy Integrity, and the
Elders Climate Action group, with the majority being form letters.
The Postal Service announced the availability of the Draft EIS (DEIS) in the FR on August 26, 2021
(86 FR 47662). In the FR Notice of Availability (NOA) notice, the Postal Service solicited comments
during a 45-day public comment period. The Postal Service made the DEIS available by download
from a publicly available webpage (http://uspsngdveis.com/), and filed the DEIS with the EPA. The
EPA published a NOA of the DEIS and made a copy of the DEIS available via the EPA's EIS
Database on September 3, 2021; this notice extended the EIS comment due/review period to October
18, 2021. The EPA requested an extension for submittal of their comments on the DEIS, and the
Postal Service agreed to an informal extension until October 25, 2021 for EPA’s comments.
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In total, 37,511 public and agency comments were timely received, with the vast majority being form
letters. Comments were received from EPA; Bay Area Air Quality Management District; the
International Union, United Automobile, Aerospace & Agricultural Implement Workers of America
("UAW") through Eubanks & Associates, PLLC; New York University, Institute for Policy Integrity;
EarthJustice; the Sierra Club, Natural Resources Defense Council; Environmental Defense Fund;
Center for Biological Diversity; Union of Concerned Scientists; and Elders Climate Action, among
others. All comments timely received on the DEIS were carefully considered by the Postal Service
and responded to, and additional information incorporated into this FEIS as appropriate.
Copies of the NOA notices for the DEIS, List of Stakeholders (Table B1-1), and a NOA Stakeholder
letter example are included in Appendix B (Appendix "B1 - Notice of Availability of DEIS and
Comments/Responses"). Appendix B1 also presents a summary of the public and agency comments
timely received on the DEIS; and in Table B1-2 (Appendix B1), presents the Postal Service's
responses to the timely received comments, including a summary of edits made to the DEIS in
response to the comments received.
A NOA of the FEIS is being published in the FR and sent to identified Stakeholders, and a copy of the
FEIS is being made available on the publicly available webpage http://uspsngdveis.com/. The NOA
announces a 30-day waiting period beginning on the date of EPA’s publication of the FEIS in the
Federal Register. Following the waiting period, the Postal Service will make a final decision regarding
the Proposed Action and publish a Record of Decision. Relevant documents are presented in
Appendix B (Appendix "B2 - NOA of FEIS").
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2 PURPOSE OF THE PROPOSED ACTION
The Postal Service has “as its basic function the obligation to provide postal services to bind the
Nation together through the personal, educational, literary and business correspondence of the
people. It shall provide prompt, reliable, and efficient services to patrons in all areas and render postal
services to all communities.” (Universal Service Obligation [39 USC 101]).
The Postal Service has been a self-supporting Independent Establishment of the Executive Branch of
the United States Government since 1971 when Congress assigned the Postal Service the “general
duty” to “maintain an efficient system of collection, sorting, and delivery of the mail nationwide” (39
USC 403(b)). In order to carry out this obligation, the Postal Service has the “specific powers” to:
▪

“provide for the collection, handling, transportation, delivery, forwarding, returning, and holding
of mail, and for the disposition of undeliverable mail” (39 USC 404(a)(1)); and

▪

“determine the need for post offices, postal and training facilities and equipment, and ...
provide such offices, facilities, and equipment as it determines are needed” (39 USC
404(a)(3)).

The purpose of the Proposed Action is to replace the end-of-life and high-maintenance LLVs and
FFVs with vehicles with more energy-efficient powertrains, updated technology, reduced emissions,
increased cargo capacity and improved loading characteristics, improved ergonomics and carrier
safety, and reduced maintenance costs. Once the Proposed Action is complete, the future delivery
fleet is anticipated to include up to 165,000 purpose-built NGDV with a mix of ICE and BEV
powertrains. Ultimate quantities are dependent upon the Postal Service’s operational needs, including
individual carrier route needs, and financial position.

2-1 Need for the Action
The Postal Service operates one of the world’s largest civilian government fleets consisting of
approximately 212,000 active delivery vehicles of various classes of purpose-built and COTS
vehicles. The majority of these vehicles are on the road delivering mail at least six days per week in
every community. Purpose-built vehicles are RHD and built specifically for the purpose of delivering
mail, while COTS vehicles are commercially available and purchased directly from the vehicle
manufacturer with minor modifications to accommodate mail deliveries.
Within the current Postal Service delivery vehicle fleet, approximately 155,000 are purpose-built RHD,
light-duty delivery vehicles with a payload capacity of approximately 1,000 pounds and cargo stowage
capacity of approximately 108 to 121 cubic feet. They use outdated powertrain and emission vehicle
technologies, and do not include some safety-related features that are standard today. They consist of
approximately 135,000 purpose-built LLVs, manufactured by Grumman Allied from 1987 to 1994, and
20,000 purpose-built FFVs manufactured by Ford/Utilimaster in 2000 and 2001. The FFVs are similar
to the LLVs and have the ability to operate on gasoline or an ethanol fuel blend (E85). Examples of an
RHD LLV and RHD FFV are shown in Figure 2-1.1 below.
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Figure 2-1.1
Example of RHD LLV (on left) and RHD FFV (on right) (OIG 2020)

The current Postal Service purpose-built LLVs and FFVs are near or at the end of their useful life. The
expected service life of LLVs is 24 years and these vehicles currently average 30 years in age.
The LLV consists of a modified General Motors chassis designed for the Chevrolet S10 with a custom
aluminum body. While the all-aluminum body has resisted corrosion exceptionally well over the years,
the main powertrain components have been replaced multiple times and now must be acquired
through aftermarket manufacturing. This has significantly increased repair costs, while reducing
vehicle performance and reliability. In fact, the Postal Service was required to contract with an
alternative supplier to reverse engineer and manufacture the chassis frame to ensure that the LLV
could still be kept in service. This has caused the average annual maintenance cost of the LLV to
exceed $5,000 annually and, for 7 percent of the LLVs, to exceed $10,000 annually. In addition, they
are less fuel efficient and do not support future delivery needs given projected changes in market
demand, mail mix and an increasing number of delivery points.
The LLVs do not have certain modern safety features that are standard in vehicles today, such as
airbags and anti-lock brakes. They also do not have air conditioning, back-up cameras, intermittent
windshield wipers, blind-spot warning systems, daytime running lights, or seatbelt reminders.
The Postal Service replaces vehicles when it determines that replacement is less expensive than
continued maintenance of the existing vehicles. This determination is based on a formula that
accounts for maintenance cost, acquisition cost, and efficiency benefits. The goal is to maintain a
mixed fleet of delivery vehicles that incorporates new technology to accommodate a diverse mail mix,
enhance safety, improve service, reduce emissions, and produce operational savings.
The RHD LLVs and FFVs are designed to deliver to curb-line residential mailboxes from the driver’s
RHD seat and are used to deliver mail on city and rural routes across the country. When these
vehicles were first deployed, the mail consisted primarily of letters and the cargo space was an
upgrade from the prior Postal Service Jeeps. A fundamental shift has occurred over the last decade
that has resulted in a large decrease in letter and flats volume and large increases in parcel volume
and the total number of delivery points. Postal Service delivery vehicles now need an increased cargo
capacity and better access to the parcels in the cargo area and need RHD configuration for optimal
ergonomics and efficiencies for deliveries to curb-line residential mailboxes. Specific design
requirements of the NGDV include RHD configuration, the ability to access the cargo area of the
vehicle before exiting the vehicle, increased ceiling height, and increased cargo capacity.
In summary, current outdated delivery vehicles, many as much as 34 years in operation, are
inefficient, increasingly unreliable, costly to maintain and lack certain modern safety and operational
features needed for mail carriers. The Postal Service plans to deploy a new generation of RHD
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vehicles that incorporates the latest advancements in automotive technologies and better serves
operations, employees, and customers. Given the mail mix changes that have already occurred and
additional package growth expected as e-commerce sales continue to rise, new delivery vehicles will
need a larger cargo area that also allows easier retrieval of packages than existing, outdated RHD
vehicles. Replacement of these outdated delivery vehicles will enable the Postal Service to meet its
Congressional mandate to maintain efficient nationwide delivery of the mail and to provide prompt,
reliable, and efficient services to patrons.
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3 DESCRIPTION OF PROPOSED ACTION AND ALTERNATIVES
3-1 Proposed Action – Purchase and Deployment of up to 165,000 NGDV
The Postal Service's Proposed Action is the purchase over a ten-year period of 50,000 to 165,000
purpose-built, RHD NGDV to replace existing delivery vehicles nationwide that are approaching the
end of their service life. While the Postal Service has not yet determined the precise mix of the
powertrains in the new vehicles to be purchased, the Postal Service further proposes that the new
vehicles consist of a mix of ICE and BEV powertrains, with at least 10 percent BEVs.
The planned NGDV acquisition ten-year period would begin in 2023 and would replace highmaintenance and end-of-life delivery vehicles, including LLVs and FFVs, over a ten-year period. The
actual timeline and quantities of NGDV purchased and delivery vehicle types replaced would be
contingent upon the Postal Service’s operational needs, including individual carrier route needs, and
financial position.
The production NGDV platform is shown in Figure 1-3.1. The NGDV would have RHD configuration to
allow for curb-line deliveries, ergonomic design for easy entry and improved delivery efficiency, a
walk-in with larger cargo capacity than current delivery vehicles, ability to access the cargo area
without exiting the vehicle, increased ceiling height, and the capability for telematics data and
information to enhance vehicle monitoring and predictive maintenance. Safety features would include
backup and 360-degree cameras, blind spot warning, anti-lock braking system, automatic electronic
parking brake, front/rear braking, and air bags. The NGDV would also include air-conditioning, which
is not available in LLVs or FFVs.
The replaced Postal Service delivery vehicles would be scrapped or sold for parts, similar to how
replaced vehicles are currently disposed.

3-1.1 NGDV Powertrains Available
The flexible NGDV design platform would allow the Postal Service to replace its high-maintenance
cost and aging fleet, match technology to operational needs, control costs and avoid costly delays and
setbacks. Current plans are for the new vehicle purchases to consist of a mix of ICE and BEV
powertrains to support the environmentally sustainable technology goal for the Postal Service’s fleet,
with at least 10 percent BEVs. The Postal Service would accelerate its electric vehicle strategy by
increasing the percentage of BEV powertrains if its financial condition changes or it receives
additional funding for this purpose.
The 20-year estimated total costs for NGDV powertrains are presented in Table 3-1.1. The estimated
cumulative total costs are based on costs for vehicle purchase, freight, training, manuals, technical
data package, pre-delivery production costs, charging infrastructure, 20 years’ estimated fuel and
utility costs, and maintenance. The TCO uses an NGDV order quantity of 75,000, not the Proposed
Action’s potential maximum of 165,000, as the Postal Service determined that 75,000 was a more
realistic initial vehicle quantity. As noted in response to Comment 13 in Appendix B, the Postal
Service projects that the average infrastructure costs per facility for BEV will continue to grow due to
increases in BEV infrastructure costs as the Postal Service installs charging infrastructure at more
logistically challenging facilities (e.g., extremely small or large sites, sites in locations where the power
grid requires upgrades) to enable a full BEV NGDV fleet. This would require over $1 billion more in
additional investment for the potential maximum scenario of 165,000.
Relevant cost data and methodology are presented in Appendix C.
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Table 3-1.1
20-Year Cumulative Estimated Total Costs for NGDV Powertrains
NGDV Powertrain
Total Estimated Cost 1
1 Present

ICE NGDV
$ 9.3 Billion

BEV NGDV
$ 11.6 Billion

value [rounded] based on purchase of 75,000 vehicles)

The production contract is flexible and allows the Postal Service to continue to evaluate opportunities
for electrification for any order placed throughout its ten-year period. Powertrain and BEV technology
will undoubtedly evolve and improve over the available 20-year life of the NGDV, so the Postal
Service selected a flexible design platform that can accommodate advancements in powertrain
technology, including emerging BEV and ICE powertrain alternatives. Vehicles purchased with ICE
powertrains will be capable of being retrofitted to alternative BEV powertrain technology if it is
advantageous for the Postal Service to do so.
Current specifications for the ICE and BEV NGDV are provided Tables 3-1.2 and 3-1.3 below.
Table 3-1.2
ICE NGDV Specifications
Design Specification
Curb Weight (pounds [lbs])
Gross Vehicle Weight Rating (GVWR) (lbs)
Payload (lbs)
Engine Size
Mileage

Estimated Value
5,560
8,501
2,941
2.0 liter, 4 cylinder (cyl)
14.7 miles per gallon (mpg) (without air conditioning)
8.6 mpg (with air conditioning)

Table 3-1.3
BEV NGDV Specifications
Design Specification
Curb Weight (lbs)
GVWR (lbs)
Payload (lbs)
Battery Type / Size
Range on Single Charge (miles)

Estimated Value
6,670
8,877
2,207
Lithium-ion battery with Nickel Manganese Cobalt /
94 kilowatt hour (kWh)
70 (with and without air conditioning)

The Postal Service's BEV NGDV requirements also include the ability to charge to a minimum driving
range of 70 miles within eight hours. The BEV NGDV would be expected to discharge around 20
percent of battery capacity under average conditions because of the low average delivery route
mileage. This would limit battery degradation and may not require charging every day. The BEV
NGDV could fully recharge during non-business hours. For more information on battery usage and the
minimum driving range of 70 miles, see Response to Comments 10 and 11 and Appendix B.
Operational limitations and certain Postal Service delivery environments would currently limit the use
of electric-only vehicles. These limitations include environmental conditions, facility constraints, a lack
of available infrastructure, and approximately 12,500 delivery routes where route length make electric
vehicles unfeasible or impractical. For example, BEV NGDV on the approximately 12,500 routes that
exceed 70 miles might not have sufficient power to complete the route, especially as the battery ages
and has less capacity. The current number of delivery routes that are not suitable for BEV NGDV
based on route length equate to approximately 5 percent of current routes. Additionally, other routes
are currently unsuitable for BEV NGDV due to environmental conditions and facility constraints.
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Limitations exist with extreme cold climates where the use of heaters could reduce the available
mileage by up to 50 percent. Facility constraints include smaller and/or leased properties, such as
strip mall locations, which may have limited space for charging infrastructure, be located in areas that
utilities cannot readily provide adequate power from the grid, and/or require landlord approval for
construction activities (e.g., utility drops, conduit runs, transformer installation, and updates to
distribution panels/circuit breakers). While these routes are not currently suitable for a BEV NGDV,
the Postal Service acknowledges that battery technology will improve in the future and these routes
may become suitable for a BEV in future years.
The Postal Service would evaluate ICE and BEV NGDV deployment based on existing nationwide
delivery route characteristics and other established factors to prioritize potential placement of the two
powertrains. Route characteristics for placement of BEV NGDV would prioritize longer routes that
maximize fuel and maintenance savings, routes located in mild temperature ranges, routes with
frequent and numerous curb-line stops, and/or states with proactive BEV policies and regulations.
While the Postal Service anticipates its BEV driver training will employ techniques such as "one-pedal
driving," the low vehicle speed and precision stops required for delivery operations would minimize the
opportunity to capture energy through regenerative braking.

3-1.2 NGDV Maintenance and Support
The NGDV would replace existing high-maintenance and end-of-life delivery vehicles on a one-to-one
basis. No new Postal Service VMFs would be required, as the Postal Service's more than 300 existing
VMFs, as well as commercial garages for unscheduled repairs throughout the country, would continue
to conduct maintenance on all delivery vehicles, including the NGDV. While the deployment of new
NGDV would result in less vehicle maintenance, it would result in minimal to no changes to the total
Postal Service vehicle maintenance workforce due to shifting of maintenance from third-party
commercial garages to the Postal Service's existing VMFs.
Depending on the overall final NGDV dimensions and weight, existing VMF bay doors could need
replacement or modification to accommodate the NGDV's higher and wider dimensions as compared
with existing Postal Service delivery vehicles. Most (approximately 90 percent) existing vehicle lifts in
the Postal Service's VMFs would accommodate the ICE and BEV NGDV and not require modification
or replacement. However, center-post lifts (approximately 10 percent) at VMFs servicing BEV NGDV
would require modification or replacement because the center posts would interfere with underside
access of the vehicles for access/replacement of the battery.
The Postal Service would assess VMFs, processing, delivery and retail facilities where BEV NGDV
would be deployed to determine whether BEV charging or infrastructure capabilities can be
accommodated. Interior and exterior alterations could be necessary to install charging stations.
Interior alterations for BEV infrastructure would vary based on site size and the number of charging
stations needed. Power upgrades (e.g., rewiring, the addition of an electrical distribution box with
circuit breakers or multiple electrical power entrances and multiple main power distribution panels)
would likely be required at these facilities. Construction of a special outbuilding could be necessary
based on power requirements, as could installation of a substation with a large transformer. Power
supply from the interior of a facility could be connected to an exterior wall-mounted charging station,
placed in trenches for exterior ground-level charging stations, or attached to overhead structures (e.g.,
canopy, gantry, or telephone pole) for suspended charging stations in delivery vehicle parking lots.
Construction could include trenching and backfilling, pavement removal and replacement, relocating
utilities and drains, etc. Construction equipment requirements could range from trenching equipment,
concrete drills, and typical electrical installation equipment (e.g., meters, and electric and conduitrelated tools) to excavators, concrete saws, heavy lifting equipment, parking lot grading and paving
equipment, and landscaping- and drainage-related installation equipment, depending on Postal
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Service facility size and the quantity of charging stations needed. Exterior alterations are expected to
be within existing facility footprints, such as delivery vehicle parking areas, which are previously
disturbed areas. The timing, type, and duration of construction at each facility would be based on the
number and types of NGDV to be maintained or deployed at a particular facility. Specific facility
locations where new vehicles will be deployed and where alterations may be needed are not known at
this time. Additionally, the extent and types of alterations necessary for each Postal Service facility
location are not known at this time.
The Postal Service could also construct a new vehicle maintenance training facility in the future. As
discussed in Sections 1-3.1 and 4-2, site-specific facility alterations and this potential new training
facility are not included in the detailed evaluation of the action alternatives that specifically address
the purchase and deployment of new Postal Service vehicles. Appropriate NEPA reviews at the local
level would be conducted in the future, as needed.
The use of smart charging stations would permit options for charging to include management of
individual charging station power levels, prioritization of vehicles to be charged, accommodation of
demand charge periods, prioritization of charging hours, specification of hours desired for charging
(late nights through early mornings), and the ability to override normal charging protocols to meet
special needs. At Postal Service facilities where BEV NGDV are deployed, charging would take place
and occur primarily overnight from approximately 6:00 p.m. to 9:00 a.m.

3-1.3 NGDV Powertrain Mix
The Postal Service's Proposed Action, the purchase and deployment of up to 165,000 NGDV, would
include a mix of vehicles with different powertrain systems (ICE and BEV), with at least 10 percent
BEVs. The Postal Service has not yet determined the precise mix of the ICE and BEV powertrains in
NGDV to be purchased. For the purposes of determining the range of environmental impacts
associated with the Proposed Action, this FEIS will present and analyze the two ends of the NGDV
powertrain mix range. Therefore, for this FEIS the Postal Service has included two Proposed Action
hypothetical maximum scenarios, as described below, to consider the full potential range of
environmental impacts. The environmental impacts for ICE/BEV mixes within the Proposed Action’s
range would fall within the range of the two hypothetical maximums.

3-1.3.1 Purchase and Deployment of 90% ICE NGDV and 10% BEV NGDV
The purchase and deployment of 90 percent ICE NGDV and 10 percent BEV NGDV in the total
NGDV production orders over the ten-year period is one of the two hypothetical maximum scenarios
evaluated in this EIS. The Postal Service is firmly committed to a future that includes electric vehicles
in its delivery vehicle fleet and has committed to acquisition of at least 10 percent BEV NGDV.

3-1.3.2 Purchase and Deployment of 100% BEV NGDV
The purchase and deployment of 100 percent BEV NGDV in the total NGDV production orders over
the ten-year period is the other hypothetical maximum scenario evaluated in this FEIS, although, as
discussed in Section 3-1.1, at this time BEVs are not feasible or practical at 100 percent of Postal
Service routes.

3-2 Alternative 1 – Purchase and Deployment of up to 165,000 COTS Vehicles
Alternative 1 would involve the purchase and deployment of up to 165,000 COTS vehicles over the
same ten-year period. COTS vehicles are commercially available and purchased directly from the
vehicle manufacturer with minor modifications to meet Postal Service delivery requirements. In order
to meet the Postal Service purpose and need, the COTS delivery vehicles would need to be RHD
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vehicles. The COTS vehicles would replace existing high-maintenance, and end-of-life RHD delivery
vehicles on a one-to-one basis, the same as the NGDV Proposed Action.
The Postal Service currently has both LHD and RHD COTS ICE vehicles in its fleet, with RHD
vehicles offering several operational and ergonomic benefits as compared with LHD vehicles. LHD
vehicles do not meet the Postal Service's purpose and need because they are not configured for
optimal ergonomics and efficiencies for deliveries to curb-line residential mailboxes. LHD COTS ICE
or BEVs would not be as ergonomic or efficient for Postal Service delivery operations (particularly to
curb-line residential mailboxes) when compared to RHD vehicles.
RHD COTS vehicles, which can be used on routes to deliver to curb-line mailboxes, do not provide
the same operational or ergonomic benefits as the purpose-built NGDV. Existing RHD COTS vehicles
do not provide a walk-in cargo compartment, hold fewer mail trays at the front of the vehicle, have
window openings that limit ergonomic movements, and restrict internal access to cargo areas (i.e.,
they are accessible only from outside the vehicle). Also, existing RHD COTS vehicles do not have
body components designed for frequent and repetitive use resulting in significantly higher
maintenance and repair costs, and will need to be replaced more frequently than the NGDV
(maximum expected life of a COTS body and frame is 12 years compared to 20 for the NGDV).
Additionally, RHD COTS vehicle models would have some, but not all, of the enhanced safety and
customized operational features available in the NGDV that are optimal for Postal Service delivery
operations.
Examples of current Postal Service COTS vehicles are shown in Figure 3-1.1.
Figure 3-1.1
Current COTS ICE Vehicles (Left – LHD Ram ProMaster®, Right – RHD Mercedes Metris)

3-2.1 COTS Vehicle Maintenance and Support
The new COTS vehicles would replace existing high-maintenance and end-of-life delivery vehicles on
a one-to-one basis. No new Postal Service VMFs would be required. The more than 300 existing
VMFs, as well as commercial garages for unscheduled repairs throughout the country, would continue
to conduct maintenance on all delivery vehicles, including the new COTS vehicles. While the
deployment of new COTS vehicles would result in less vehicle maintenance than the vehicles subject
to replacement, it would result in minimal to no changes to the total Postal Service vehicle
maintenance workforce due to shifting of maintenance from third-party commercial garages to the
Postal Service's existing VMFs.
COTS vehicles would be maintained and serviced at existing Postal Service VMFs and unscheduled
repairs would be conducted at commercial garages nationwide, the same as with NGDV. The COTS
BEVs would require similar alterations to accommodate new charging infrastructure within affected
3-5

December 2021

Final Environmental Impact Statement

United States Postal Service
Environmental Compliance and Risk Management

existing VMFs and delivery units as for the BEV NGDV. Charging station installation and use is
expected to be similar as for the BEV NGDV. Additionally, alterations (e.g., bay doors, lifts) at existing
VMFs could be required, depending on the new COTS vehicle's overall dimensions and powertrains.
As discussed in Sections 1-3.1 and 4-2, site-specific facility alterations are not included in the detailed
evaluation of the action alternatives that specifically address the purchase and deployment of new
Postal Service vehicles. Appropriate NEPA reviews at the local level would be conducted in the future,
as needed.

3-2.2 COTS Vehicle Powertrain Mix
The Postal Service has not yet determined the precise mix of the ICE and BEV NGDV powertrains for
the Proposed Action. Likewise, the precise mix of COTS ICE and BEV powertrains for Alternative 1
would depend on the Postal Service’s operational needs and financial position, along with the COTS
vehicle capabilities.
For the purposes of determining the range of environmental impacts associated with Alternative 1, this
FEIS will present and analyze two ends of the COTS powertrain mix range. Therefore, the Postal
Service has included two Alternative hypothetical maximum scenarios, as described below, to
consider the full potential range of environmental impacts associated with this Alternative.

3-2.2.1 Alternative 1.1 - Purchase and Deployment of 100% RHD COTS ICE Vehicles
The purchase and deployment of all RHD COTS ICE vehicles in the total production orders over the
ten-year period is Alternative 1.1. Specifications and performance data for an in-use Postal Service
COTS ICE vehicle model (the RHD Metris) are shown in Table 3-2.1.
Table 3-2.1
RHD COTS ICE Vehicle Specifications
Specifications
Curb Weight (lbs)
GVWR (lbs)
Payload (lbs)
Engine Size
Mileage (mpg)
1

Metris
4,122
6,614
2,425
2.0 liter, 4 cyl
6.31

Actual Postal Service average mileage for RHD Metris vehicles.

For the analyses, this vehicle type with the above specifications and performance data will be
evaluated, since a LHD COTS ICE vehicle would not meet the purpose and need.

3-2.2.2 Alternative 1.2 - Purchase and Deployment of 100% LHD COTS BEVs
The purchase and deployment of 100 percent LHD COTS BEVs in the total production orders over the
ten-year period is Alternative 1.2, although at this time BEVs are not feasible or practical at 100
percent of Postal Service routes and there is no commercially available RHD COTS BEV.
The COTS BEV market and technology is rapidly evolving. These vehicles are still in development
and currently available only in small quantities. There is no RHD COTS BEV currently available or
otherwise marketed by commercial manufacturers for future development. As explained in detail in
Section 2-2, a LHD delivery vehicle does not meet the Postal Service’s purpose and need for curb-line
delivery. However, in order to consider the full range of impacts and in response to public comments
requesting such an analysis, the FEIS will evaluate a 100 percent COTS BEV hypothetical maximum
scenario using a LHD COTS BEV.
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The COTS BEV evaluated in this FEIS is a LHD delivery vehicle advertised as of the time of the DEIS
preparation and projected to be commercially available by 2023 in a comparable size configuration to
the NGDV. This does not mean necessarily that a COTS BEV, whether LHD or RHD, is operationally
feasible or practical for the Postal Service. The LHD COTS BEV model selected for evaluation for
environmental impacts, based on market research and manufacturer-advertised specifications as of
the time of the DEIS preparation is shown in Figure 3-2.1.
Figure 3-2.1
LHD COTS BEV

Source: Ford Media Center 2021.

Current manufacturer-advertised specifications for the LHD COTS BEV used in this analysis are
shown in Table 3-2.2.
Table 3-2.2
LHD COTS BEV Specifications
Specifications
Curb Weight (lbs)
GVWR (lbs)
Payload (lbs)
Battery Type / Size
Range on Single Charge (miles)

Ford E Transit (Extended High Model)
6,188
9,428
3,240 (maximum)
400 Volt Lithium-ion / 67 kWh
108 (with and without air conditioning)

The Postal Service's COTS BEV charging and range requirements will be assumed to be the same as
the BEV NGDV requirements (i.e., the ability to charge to a minimum driving range of 70 miles within
eight hours on a single charge with all vehicle accessories operating).

3-3 No-Action Alternative
The Postal Service’s delivery fleet would be maintained at the status quo under the No-Action
Alternative; existing vehicles such as the examples shown in Figure 3-1.1 would continue to be used.
The fleet would continue to operate at its current level, with no replacement vehicles for accidentdamaged, high-maintenance, and end-of-life vehicles.
The Postal Service would incur increasingly higher maintenance costs by continuing to operate LLVs
and FFVs and other delivery vehicles past their life expectancy and repairing, maintaining, and
operating the existing vehicles. Vehicle breakdowns and increased maintenance could result in
service failures that could erode the Postal Service’s customer base. Larger cargo capacity would not
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be available to meet expected future package growth. Improved delivery efficiency from better
ergonomic design and improved information for predictive maintenance through new telematics data
would not be possible. The latest safety systems, such as cameras, blind side warning, and automatic
parking brakes would not be available to better protect mail delivery personnel and the public.
Postal Service facilities would require no alterations associated with continued use of the existing
vehicles.

3-4 Alternatives Considered but not Analyzed in Detail
3-4.1 Leasing and Deployment of up to 165,000 Vehicles
The existing RHD LLVs and FFVs purchased from commercial suppliers are purpose-built vehicles to
meet Postal Service requirements and are currently not available for lease. It is not an option to
replace the RHD LLVs and FFVs with a leased RHD vehicle of the same type that would meet Postal
Service requirements. A new General Services Administration (GSA) solicitation to build and deliver a
new purpose-built RHD vehicle for lease would not be cost- or time-effective and was dismissed.
Likewise, leasing COTS delivery vehicles would not be cost-effective and was dismissed. In past
COTS delivery procurement actions, the Postal Service determined that leasing costs associated with
COTS delivery vehicles exceed a COTS vehicle acquisition scenario by more than three times, with
no return on investment (see Appendix C). Lastly, leasing vehicles, whether purpose-built or COTS,
removes any flexibility the Postal Service might have should it elect to maintain the vehicles over a
longer period of time.

3-5 Resource Areas Affected
The Proposed Action and Alternatives 1.1 and 1.2 would affect the following resources and topics
related to the replacement of high maintenance and end-of-life delivery vehicles with new delivery
vehicles: socioeconomics, transportation, noise, air quality, community services, utilities and
infrastructure, energy, solid and hazardous materials and waste. These resource areas and related
topics are addressed for the action alternatives and the No-Action Alternative in the detailed analysis
herein.
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4 AFFECTED ENVIRONMENT AND ENVIRONMENTAL CONSEQUENCES
4-1 Introduction
This section describes the affected (existing) environment for each resource and then describes the
potential environmental consequences due to implementation of the Proposed Action or Alternatives
1.1 or 1.2, and the No-Action Alternative. It is important to note that the Proposed Action and
Alternatives are national in scope, with vehicles to be distributed across the Postal Service’s national
delivery network.
As discussed in Section 3, the Proposed Action would be the purchase and deployment over a tenyear period of up to 165,000 purpose-built, RHD NGDV, at least ten percent of which would be BEVs.
Two hypothetical maximum scenarios for the Proposed Action are evaluated herein: (1) the purchase
and deployment of up to 90 percent ICE (ICE NGDV Hypothetical Maximum) with at least (10 percent)
BEV NGDV, and (2) the purchase and deployment of 100 percent BEV NGDV (BEV NGDV
Hypothetical Maximum). Alternative 1.1 is the purchase and deployment of 100 percent COTS ICE
vehicles, and Alternative 1.2 is the purchase and deployment of 100 percent COTS BEVs. The
hypothetical distribution by year for the purchase, deployment, and replacement of delivery vehicles
(for both the Proposed Action and Alternatives 1.1 and 1.2) is presented in Appendix D. The NoAction Alternative represents the baseline condition or status quo in which high-maintenance and endof-life delivery vehicles would not be replaced with new delivery vehicles.
Discussion of potential impacts focuses on direct and indirect impacts and whether the impacts are
significant. Direct Impacts are caused by the action and occur at the same time and place. Indirect
Impacts are caused by the action and are later in time or removed in distance, but are still reasonably
foreseeable. Potential impacts are addressed for each resource in terms of the significance of
potential impacts in relation to baseline conditions or the No-Action Alternative.
The Proposed Action, being national in scale and scope, has the potential to impact resources
throughout the U.S. The specific actions that the Postal Service would take as part of the initiative are
located in geographically diverse areas (urban, suburban, and rural). Because of the wide variety of
natural and manmade environments and the complexity of resources potentially affected, this section
characterizes resource impacts in general terms.
This FEIS examined potential impacts in terms of the significance of the impact. To assess the
significance of an impact, the Postal Service first identified the relevant context and whether the
impact would be negligible, minor, moderate, or major. The Postal Service then determined whether
the impact was significant, based on the requirements in 40 CFR 1501.3(b). Four types and levels of
impact were considered during the analysis:
▪

Beneficial Impact – The impact would be beneficial in nature.

▪

No or Negligible Impact – No impact is anticipated, or the impact is barely perceptible or
measurable.

▪

Moderately Adverse Impact – An impact is anticipated, but the impact does not meet the
context/intensity significance criteria for the specified resource.

▪

Significant Impact – An impact is anticipated that meets the context/intensity significance
criteria for the specified resource.

The Postal Service also used this approach to evaluate cumulative impacts, which focus on the
combined, incremental effects of actions within a particular area and within a particular time frame.
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4-1.1 Existing Vehicle Fleet
The Postal Service currently has a combined delivery fleet of approximately 212,000 active delivery
vehicles comprised of approximately 135,000 RHD LLVs, 20,000 RHD FFVs, 50,000 COTS delivery
vehicles and 7,000 COTS mixed delivery vehicles. The majority of the current delivery fleet has been
in operation for over 30 years; the vehicles are inefficient, increasingly unreliable, costly to maintain
and do not include certain modern safety features nor operational features needed by mail carriers.
The Postal Service has been replacing existing delivery vehicles as they reach their end-of-life or
begin to incur excessive maintenance costs with COTS vehicles, pending the development of a
longer-term solution to its vehicle needs (i.e., the NGDV).

4-1.1.1 Delivery Vehicle Performance
RHD vehicles offer several operational and ergonomic benefits as compared with LHD vehicles. LHD
vehicles are not configured for optimal safety, ergonomics and efficiencies for deliveries to curb-line
residential mailboxes when compared to purpose-built RHD vehicles. The existing RHD COTS
vehicles hold fewer mail trays at the front of the vehicle, have window openings that limit ergonomic
movements, have less cargo space, and restrict internal access to cargo areas (i.e., they are
accessible only from outside the vehicle).
The Postal Service’s end-of-life purpose-built RHD delivery vehicles are inefficient, increasingly
unreliable, costly to maintain, and not energy-efficient as compared to modern vehicles. Also, the
Postal Service's COTS delivery vehicles do not have body components designed for frequent and
repetitive use compared to the purpose-built RHD delivery vehicles, increasing vehicle downtime due
to more frequent maintenance and repairs. Furthermore, the RHD COTS vehicles, which can be used
on routes to deliver to curb-line mailboxes, do not provide the same operational or ergonomic benefits
for the carrier as a purpose-built vehicle.

4-1.1.2 Safety and Carrier Conditions
The Postal Service’s existing purpose-built delivery vehicles do not have certain modern features
such as airbags, anti-lock brakes, air conditioning, back-up cameras, intermittent windshield wipers,
blind-spot warning systems, daytime running lights, or seatbelt reminders found on more modern
vehicles. The Postal Service’s existing delivery vehicles also do not provide optimal conditions for
carrier efficiency and comfort. Existing LLVs have a windowless cargo area, fewer mail trays at the
front of the vehicle, and window openings that limit ergonomic movements, and restrict internal
access to cargo areas (i.e., they are accessible only from outside the vehicle). They have circulating
fans but no air conditioning, limiting carrier comfort during warmer outdoor temperatures.
RHD vehicles are safer for carriers than LHD vehicles, as LHD-configured vehicles require exiting the
vehicle into the roadway when delivering to curb-line mailboxes on the right side of the vehicle.

4-1.1.3 Vehicle Life Expectancy
The majority of RHD purpose-built vehicles (LLV and FFV) have far exceeded their planned life
expectancy of 24 years. The NGDV would be designed to provide an effective minimum service life of
20 years. A COTS ICE delivery vehicle such as a well-maintained Ford Transit is expected to last
from ten to 15 years before requiring extensive upgrades (Motor and Wheels 2021); however, this is
expected to be far less for vehicles placed in delivery service due to frequent and repetitive delivery
start/stops. For high mileage postal delivery routes, COTS vehicles have an expected life of six years,
while lower mileage postal delivery routes have an eight- to ten-year expected life. COTS BEVs have
a typical manufacturer’s warranty of three years or 36,000 miles. Expected battery lifetime is up to ten
to twelve years under normal vehicle operations, without frequent, repetitive starts and stops.
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4-1.1.4 Maintenance
The Postal Service conducts ongoing regular and as-needed maintenance of the delivery fleet to
ensure the fleet is available for operational needs. The age and maintenance costs of individual
vehicles are tracked to support the decision-making process for a continuous vehicle replacement
program. Vehicle replacement begins when the vehicle approaches end-of-life (which for the LLV fleet
is 20 years or more).
LLVs have an estimated life of 24 years, and some are more than 30 years old. The LLV all-aluminum
body has resisted corrosion exceptionally well over the years, although the main powertrain
components have been replaced multiple times and now must be acquired through aftermarket
manufacturing. This has significantly increased repair costs, while reducing vehicle performance and
reliability. In fact, the Postal Service was required to contract with an alternative supplier to reverse
engineer and manufacture the chassis frame to ensure that the LLV could still be kept in service. This
has caused the average annual maintenance cost of the LLV to exceed $5,000 and, for 7 percent of
the LLVs, to exceed $10,000 annually. Existing delivery vehicles, including LLVs as well as FFVs and
COTS vehicles, require more maintenance on body components and drivetrains, and thus have
higher maintenance costs than newer delivery vehicles.
The NGDV body, frame, and associated permanently attached structures are designed to maintain
design function for 20 years. All vehicle components are repairable/replaceable, including parts
availability for replacement over the service life of the vehicle.
COTS ICE vehicles require maintenance similar to existing ICE delivery vehicle routine maintenance
requirements. They have, however, been shown to be less reliable in the long run compared to the
purpose-built vehicles. BEVs are generally more mechanically reliable than ICE vehicles and would
require less scheduled maintenance since BEVs have fewer moving parts (no engine or conventional
transmission) and fluids to change (USDOE 2021).

4-1.1.5 Changing Mail Characteristics
In fiscal year (FY) 2020, the Postal Service processed 129.2 billion pieces of mail (including 64.1
billion pieces of marketing mail), 7.3 billion packages, and delivered them to 161.4 million delivery
points, six (and sometimes seven) days a week (USPS 2021a). When the LLVs were first purchased
in 1987, the mail consisted primarily of letters and flats. Over the last decade a fundamental shift has
occurred, resulting in a large decrease in letter and flats volume and large increase in parcel volume
as well as an increase in the total number of delivery points. By FY 2030, total mail volume is
projected at approximately 75 billion pieces, a 55 percent decrease from FY 2011; and total parcel
volume is projected at approximately 6.6 billion pieces, a 100 percent increase from FY 2011 (USPS
2021a). The LLVs do not support future delivery needs given these projected changes in market
demand, parcel mix and an increasing number of delivery points. Postal Service delivery vehicles now
need an increased cargo capacity and better access to the parcels in the cargo area.

4-1.2 Existing Postal Service Facilities
The Postal Service’s last-mile delivery fleet operates nationwide from more than 17,000 Post Office
locations, Stations and Branches. The Postal Service maintains its fleet of vehicles at Postal Serviceowned or leased VMFs strategically located throughout the nation, and uses local commercial vehicle
repair and maintenance shops when needed. Delivery vehicles are parked overnight at various Post
Office locations. These facilities typically have designated parking lots, garages, and spaces for
delivery fleet vehicles; however, some facilities must utilize street parking or shared parking with other
buildings.
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Existing Postal Service VMFs and commercial repair and maintenance shops responsible for
maintaining the current vehicles, would continue to maintain the replacement vehicles, with less
dependence on commercial repair shops due to less required maintenance. Due to the vehicle size
difference between the existing vehicles and NGDV, incidental changes to existing facilities may be
required. In the event that an existing facility cannot feasibly be modified, new facilities may need to
be constructed on USPS property.

4-1.3 Existing Workforce
The Postal Service currently has approximately 212,000 active delivery fleet vehicles. Delivery
vehicles include LLVs, FFVs, COTS delivery and mixed delivery vehicles. These vehicles are
supported by more than 5,000 automotive technicians, mechanics, body repair personnel, and
stockkeepers at more than 300 VMFs. Deployment and maintenance of new NGDV or COTS vehicles
would result in minimal to no changes to the total Postal Service vehicle maintenance workforce. The
workforce at the Postal Service's existing VMFs, as well as commercial garages for unscheduled
repairs throughout the country, is adequate for conducting maintenance on all new delivery vehicles.

4-2 Resources Not Studied in Detail
The Proposed Action and Alternatives 1.1 and 1.2 involve the acquisition and deployment of NGDV or
COTS delivery vehicles to replace end-of-life delivery vehicles. The ICE vehicles or BEVs could
require interior and exterior alterations to existing VMFs such as bay doors, and/or lift replacement in
a small percentage of existing facilities. Additionally, for BEVs, interior and exterior construction to
accommodate charging infrastructure and charging stations would be needed. Specific Postal Service
facility locations where new vehicles would be deployed and where alterations may be needed are not
known at this time. The extent and types of alterations necessary for each Postal Service facility
location are not known at this time.
Any alterations needed for the deployment and operation of the NGDV or COTS is expected to be
made within the footprint of existing Postal Service property. As discussed in Section 1-3.1, sitespecific facility alterations and a potential new training facility are not included in the detailed
evaluation of the action alternatives that specifically address the purchase and deployment of new
Postal Service vehicles.
Therefore, the following resources would not be affected by the nationwide action, and are not
evaluated in detail herein: water, geology, soils, prime farmland, vegetation, wildlife, threatened and
endangered species, wetlands and floodplains, cultural resources, land use, wild and scenic rivers
and coastal zone. Facility impacts related to construction for needed alterations would comply with
federal and state environmental requirements and regulations, and the Postal Service would complete
appropriate NEPA reviews at the local level in the future, as needed.
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▪

Prime farmland, vegetation, wildlife, threatened and endangered species, wetlands and
floodplains, land use and wild and scenic rivers would not be impacted because the alterations
would occur within existing facilities’ footprints that have already been developed.

▪

Lift replacements could encounter contaminated soils and groundwater during removal of
existing lifts and installation of new lifts. The Postal Service would follow applicable federal,
state and local regulatory requirements to address any contamination present. Contaminated
soils would be disposed of offsite per regulatory requirements.

▪

Construction for installation of charging stations would incorporate appropriate erosion and
stormwater runoff control measures such as silt fencing around the disturbed areas until revegetated or restored after construction.
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▪

Charging stations could be installed at National Register of Historic Places (NRHP)-eligible
facilities. A site-specific NEPA evaluation, including Section 106 consultation, would be
conducted as required to minimize impacts.

▪

Construction at facilities within the coastal zone would comply with coastal zone consistency
requirements.

4-3 Socioeconomics
4-3.1 Socioeconomics – Background and Regulatory Setting
Socioeconomics encompasses the basic economic and social attributes associated with the human
environment, particularly economic status, employment, and demographics. NEPA directs federal
agencies to identify and address as appropriate the socioeconomic impacts of proposed actions and
alternatives, prior to making a decision.
Environmental justice (EJ) addresses EJ issues as directed by Executive Order (EO) 12898, Federal
Actions to Address Environmental Justice in Minority Populations and Low-Income Populations and
EO 14008, Tackling the Climate Crisis at Home and Abroad. EO 12898 directs agencies to address
environmental and human health conditions in minority and low-income communities. The intent of
EO 12898, EO 14008, and related directives and regulations is to ensure that low-income and
minority populations do not bear a disproportionate burden of negative effects resulting from proposed
federal actions.
As an Independent Establishment of the Executive Branch of the U.S. Government, certain EOs,
including those mentioned above, do not apply to the Postal Service. However, the Postal Service
endeavors to fulfill the spirit of those non-mandatory requirements and consider the impacts of its
actions on EJ communities of concern. This includes locations with high concentrations of minority
and low-income populations. (USPS 2017)

4-3.2 Socioeconomics – Affected Environment
The following sections describe the socioeconomic conditions within the nation with respect to
Community Economics, Employment, and Minority and Low-Income Populations.

4-3.2.1 Community Economics
The Postal Service plays an essential role in commerce by providing basic, fundamental and
affordable mail services to the U.S. population. American opinions of the Postal Service are very
positive according to a Pew Research Center Survey released in 2020; approximately 91 percent of
respondents had a favorable view of the Postal Service, higher than any other federal agency. (Pew
Research Center, 2020a)
In 2020, the Postal Service had more than 34,000 Post Office locations, Stations, and Branches in the
U.S., which made it the nation’s largest retail network – larger than Walmart (approximately 4,700
U.S. locations) and Starbucks (more than 15,000 U.S. locations). (USPS 2021b) (Walmart 2021)
(Starbucks, 2021). The Postal Service operates an extensive transportation, delivery, and distribution
network to accomplish delivery of its services. In FY 2020, the Postal Service had approximately
644,000 employees (Table 4-3.1); delivered more than 129 billion pieces of mail to more than 161
million delivery points. The number of delivery points increased to 161.3 million in FY 2020, an
increase of 0.92 percent as compared to FY 2019; but the number of total routes decreased 0.10
percent as compared to the prior year. (USPS 2020a)
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Table 4-3.1
2020 Key Postal Service Statistics
Fiscal Year Statistics (first 3 columns);
% Change from Prior Year (last 2 columns)

FY 2020

FY 2019

FY 2018

FY 2020

FY 2019

Operating Revenue (in millions)

$73,123

$71,136

$70,622

2.79%

0.73%

Total Mail and Package Volume (in millions of units)

129,171

142,562

146,402

-9.39%

-2.62%

Total Postal Service-managed Offices, Stations and
Branches

31,330

31,322

31,324

0.03%

-0.01%

Total Employees (both Career and Non-Career)

644,033

633,108

634,447

1.73%

-0.21%

Total Delivery Points (in millions)

161,374

159,901

158,558

0.92%

0.85%

Total Number of Delivery Routes

231,579

231,807

231,843

-0.10%

-0.02%

Total Number of Delivery and Collection Vehicles
(0.5 - 2.5 tons)

207,945

204,274

208,133

1.80%

-1.85%

Total Postal Vehicles

231,541

228,940

232,602

1.14%

-1.57%

Source: USPS, 2020a. Fiscal Year 2020 Annual Report to Congress, An Essential Public Service. Updated May 2021

The Postal Service positively and directly impacts communities by providing employment at local
facilities throughout the nation and through expenditures to local service providers for utilities and
supplies associated with the operations and maintenance of its vehicles and facilities. Indirect benefits
to other sectors of the local economy occur as a result of direct expenditures by employees and to
suppliers, such as increased purchases at retail gas stations and commercial garages.
The 165,000 delivery vehicles proposed for replacement (primarily LLVs and FFVs) consumed about
180 million gallons of fuel (gasoline) in FY 2020 for delivery operations, with the majority purchased at
local retail outlets and the remainder purchased from bulk fuel suppliers.

4-3.2.2 Employment
As a major employer, the Postal Service expends approximately 2.1 billion dollars in salaries and
benefits every two weeks providing employment in local communities across the nation (USPS,
2021b). U.S. total employment was approximately 203.8 million jobs in 2019; government and
government enterprises represented approximately 12.1 percent of the workforce in FY 2019, less
than FY 2010 (14.3 percent) and FY 2000 (13.9 percent) (Bureau of Economic Analysis 2021).
The Postal Service had 644,033 employees in FY 2020 of which 495,941 were career employees and
148,092 were non-career employees (Table 4-3.1). Approximately 0.12 percent of the total U.S.
workforce, or 242,189, were career delivery carriers (USPS 2020a).
The Postal Service is a leading employer of women and minorities according to Pew Research. In
May 2020, The Pew Research Center recognized USPS as “more racially and ethnically diverse than
the U.S. labor force as a whole” (Pew Research Center 2020b). The overall U.S. workforce is
approximately 78 percent white, while approximately 57 percent of the Postal Service workforce is
white. Black Americans make up 13 percent of the national workforce; but comprise 23 percent of the
Postal Service workforce (Pew Research Center, 2020b).

4-3.2.3 Minority and Low-Income Populations
The intent of EO 12898, EO 14008 and related directives and regulations is to ensure that minority
and low-income populations do not bear a disproportionate burden of negative effects resulting from
federal actions.

4-6

December 2021

Final Environmental Impact Statement

United States Postal Service
Environmental Compliance and Risk Management

Minorities include individuals who identify themselves as members of the following population groups:
American Indian or Alaskan Native, Asian, Native Hawaiian or Other Pacific Islander, Black, Hispanic,
or two or more races. For the purposes of EJ analyses, the minority population for a community
consists of all non-white individuals as well as all Hispanic or Latino individuals (i.e., of both white and
non-white racial origin). CEQ guidance states “minority populations should be identified where either
(a) the minority population of the affected area exceeds 50 percent, or (b) the minority population
percentage of the affected area is meaningfully greater than the minority population percentage in the
general population or other appropriate unit of geographic analysis” (CEQ 1997).
Low-income populations are identified where individuals have incomes below the U.S. poverty
guidelines, updated yearly by the U.S Department of Health and Human Services. A low-income
population is either a group of low-income individuals living proximately to one another or a set of
individuals who share common conditions of environmental exposure or effect (CEQ 1997).
The Postal Service delivery network serves delivery points in all communities across the nation,
regardless of minority or income status. Minority populations in the U.S. are rising. In 2019, the U.S.
had a minority population of 39.9 percent; an increase from 2018 (38.9 percent) and 2017 (38.5
percent) (Table 4-3.2) (USCB 2018a, 2019b, 2019a). The southern portion of the U.S. has a larger
share of minorities than the northern portion (PRB.org 2021). As of 2019, the percentage of people
with incomes below the U.S. poverty guidelines, fell to 13.4 percent of the population, from 14.1
percent (2018) and 14.6 percent (2017) (USCB 2017, 2018b, 2019c).
Table 4-3.2
Racial Composition and Poverty Status of the United States, 2017 - 2019
Racial Composition

2019

2018

2017

White

60.7%

61.1%

61.5%

Minority

39.3%

38.9%

38.5%

Black or African American

12.3%

12.3%

12.3%

American Indian and Alaska Native

0.7%

0.7%

0.7%

Asian

5.5%

5.4%

5.3%

Native Hawaiian and Other Pacific Islander

0.2%

0.2%

0.2%

Other Race

0.2%

0.2%

0.2%

Two or More Races

2.4%

2.4%

2.3%

Hispanic or Latino

18.0%

17.8%

17.6%

13.4%

14.1%

14.6%

Percent Below Poverty Level
Source: (USCB, 2017, 2018a, 2018b, 2019b, 2019c, 2019a)

4-3.3 Socioeconomics – Environmental Consequences
4-3.3.1 Proposed Action and Alternatives 1.1 and 1.2
Community Economics
Under the Proposed Action ICE NGDV Hypothetical Maximum, the purchase and deployment over a
ten-year period of ICE NGDV would be more fuel efficient (see Energy Requirements and
Conservation, Section 4-9.3.1, below) than the existing end-of-life delivery vehicles, resulting in lower
overall Postal Service fuel (gasoline) purchases and corresponding reductions in air emissions (see
Air Emissions, Section 4-6.3.2). Additionally, replacing any of the current ICE vehicles with BEVs,
such as under the BEV NGDV Hypothetical Maximum, would lower the Postal Service's total future
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fuel purchases for its delivery fleet. Alternative 1.1 (COTS ICE vehicles) would increase fuel (gasoline)
consumption due to lower average mpg than the average mpg of the existing delivery fleet (see
Section 4-9.3.3), while replacement of the aged delivery vehicles would decrease air emissions (see
Section 4-6.3.4). Local retail outlets and bulk fuel suppliers would experience a decrease in revenue
under both Proposed Action Hypothetical Maxima and under Alternative 1.2 (COTS BEVs). Local
utility providers would experience an increase in revenue due to the Postal Service's purchase of
electricity to power BEVs at its facilities (see Section 4-6.3.1).
The economic impact due to a reduction in purchase of delivery vehicle replacement parts would be
partially offset by the scrapping or resale for parts (see Section 4-10.3.1). The need for commercial
garage maintenance due to unscheduled repairs of vehicles is anticipated to decrease, as highmaintenance cost vehicles would be removed from the fleet, and maintenance time and money could
be focused on preventive maintenance of newer vehicles.
The adverse impacts to commercial fuel retailers and bulk fuel suppliers from lower overall fuel sales;
economic benefits from scrapping or resale of parts, waste management and disposal; and adverse
economic impacts to commercial garages due to less need for unscheduled repairs would be
insignificant compared to the nationwide economy.
Employment
Vehicle replacements would not change the number or location of delivery personnel or vehicle
maintenance employees, the number of vehicles on a national basis, or the number of VMFs. Due to
less maintenance anticipated for the new vehicles, the Postal Service would, however, be less reliant
on third-party commercial shops for repair and off-cycle maintenance of its delivery vehicles; the
number of Postal Service vehicles repaired by these shops would be low compared to the total
number of vehicle repairs performed on an annual basis. Thus, neither Postal Service carrier or nor
vehicle maintenance employment would be impacted.
Minority and Low-Income Populations
Since deliveries would continue to be made to the more than 161 million delivery points regardless of
socioeconomic status, both the Proposed Action and Alternatives would result in no impact on
minority or low-income populations in terms of mail service or disproportionately high adverse
economic effect.
The Postal Service would evaluate ICE and BEV deployment based on existing nationwide delivery
route characteristics and other established factors to prioritize potential placement of the two
powertrains. Route characteristics for placement of BEVs would include routes located in mild
temperature ranges, longer routes that maximize fuel and maintenance savings routes with frequent
and numerous curb-line stops, and/or states with proactive BEV policies and regulations.
Both the Proposed Action and Alternatives would result in negligible beneficial impacts on air quality
due to higher emission controls as compared to the high-maintenance and end-of-life delivery
vehicles being replaced. Both the Proposed Action and Alternative 1.2 would result in negligible
beneficial impacts on air quality due to better gas mileage of the newly purchased vehicles as
compared to the high-maintenance and end-of-life delivery vehicles being replaced. Such beneficial
impacts would occur regardless of race or socioeconomic status.
Both the Proposed Action and Alternatives would also result in safety and ergonomic improvements
for delivery employees and the general public, and decrease the risk of accidents due to mechanical
failure or fewer modern safety features associated with the existing delivery vehicles. These beneficial
impacts would occur regardless of race or socioeconomic status.
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4-3.3.2 No-Action Alternative
Community Economics
Revenues to local service providers for utilities and supplies associated with the operations and
maintenance of the Postal Service's vehicles and facilities would not change. Indirect benefits to other
sectors of the local economy occur as a result of direct expenditures by employees and to suppliers,
such as increased purchases at retail gas stations and commercial garages
Delivery vehicle breakdown incidents would increase over time as the vehicles continue to age. The
need for unscheduled repairs would increase, and requests for maintenance, as well as maintenance
costs would increase. Commercial garages would likely experience increased revenues.
Employment
Continued use of the existing delivery vehicles would result in no changes to the total Postal Service
carrier or vehicle maintenance workforce. The workforce at the Postal Service's existing VMFs, as
well as commercial garages for unscheduled repairs throughout the country, would continue to
perform maintenance on all delivery vehicles.
Minority and Low-Income Populations
Unlike the Proposed Solution and Alternatives 1.1 and 1.2, the No-Action Alternative would not
enhance the safety of delivery personnel or the general public, as the end-of-life delivery vehicles do
not have certain modern safety or operational features and breakdowns could occur on roadways at
inopportune times. All customers, regardless of race or socioeconomic status, could experience
delays in mail delivery as individual delivery vehicles experience maintenance issues.

4-4 Transportation
4-4.1 Transportation – Background and Regulatory Setting
State Departments of Transportation (DOTs) are generally responsible for their state highway
systems and the federal highways and interstates within their boundaries. Arterials, connectors, rural
roads, and local roads are typically the responsibility of county or city governments. Local
governments determine whether a noise impact analysis is required for proposed actions. The
threshold used to determine whether a transportation impact analysis is needed, and the definition of
the threshold can vary by jurisdiction. The Postal Service is not subject to local requirements, but
often follows those transportation regulations and thresholds. The Institute of Transportation
Engineers (ITE) publication Transportation Impact Analyses for Site Development (ITE 2010)
suggests that in lieu of a locally preferred or required determinant, an appropriate threshold is the
addition of 100 or more new inbound or outbound vehicle trips during the surrounding area or
adjacent roadway’s peak hour of traffic.

4-4.2 Transportation – Affected Environment
Postal Service delivery routes are located in urban, suburban and rural areas. Urban areas are
generally characterized by a complex and extensive system of roads, including major freeways,
arterials, and surface streets. Urban roads typically support high levels of traffic, which often result in
roadway segment and intersection congestion. Suburban environments can be characterized by fewer
roads and a predominance of two-lane and four-lane roads. Generally, rural roads have lower traffic
volumes with minimal congestion.
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4-4.2.1 Overview of the Postal Service Transportation Network
The Postal Service transportation network is responsible for moving large volumes of mail and
packages from a mailer or domestic point of entry to a receiver or domestic point of export. The
transportation fleet is divided into two major categories: Logistics, which is responsible for moving mail
and packages to and from processing facilities, and Delivery, or "Last Mile," which is responsible for
moving mail and packages between Post Offices and delivery points in the community. This EIS is
focused on the Delivery fleet of vehicles. This transport occurs primarily on city streets, county roads,
and major highways.

4-4.2.2 Traffic
Over 122 million cars and almost 160 million trucks were registered in the U.S. in 2018 (USDOE
2021). The Postal Service delivery fleet of more than 217,000 custom-built and COTS vehicles
traveled approximately 1.2 billion miles in FY 2019; the current active delivery fleet is approximately
212,000 vehicles. The delivery vehicles travel roads and highways in both city and rural environments
with varying traffic densities and levels of congestion. Carriers typically pick up mail and leave on
delivery routes in the morning primarily before 10:00 a.m., after morning rush hour. These carriers
complete their routes and typically return to the facility in the mid-afternoon before evening rush hour.

4-4.2.3 Safety, Accessibility, and Parking
Site circulation, parking, and accessibility for most Postal Service facilities comply with the Postal
Service Handbook RE-4, Standards for Facility Accessibility (USPS 2005). Parking areas for Postal
Service vehicles are typically gated or otherwise access-controlled for authorized users. Any parking
or vehicle safety-related issues identified are handled per Postal Service safety requirements.
Designated public parking is available at most Post Offices, Branches, and Stations.
The Postal Service emphasizes safety for all aspects of the transportation network. Postal Service
policy document Handbook EL-804, Safe Driver Program (USPS June 2013), provides driver safety
guidance and policies and also addresses or references safety standards related to Postal Service
vehicles. In addition, the Postal Service follows local standards for additional traffic safety at the
facility level. Vehicle incidents are tracked and used to address safety issues and improve Postal
Service safety performance.
The existing, end-of-life delivery fleet vehicles do not have certain modern safety features such as
airbags, anti-lock brakes, air conditioning, back-up cameras, intermittent windshield wipers, blind-spot
warning systems, daytime running lights, or seatbelt reminders found on more modern vehicles.

4-4.2.4 Public Transportation
The Postal Service works to minimize petroleum use by encouraging carpooling and public
transportation, and expanding use of web-based technologies for meetings and training. Some Postal
Service employees use public transportation to travel to and from work each day or periodically where
available. This public transportation is typically located in metropolitan areas near the Postal Service’s
facilities. Where available, the Postal Service encourages employees to participate in ride-share and
trip-reduction programs. In addition, the Postal Service maintains a Commuter Benefits Program that
offers tax-free cost benefits that promote various commuting options, including public transit and
vanpooling (USPS 2020).
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4-4.3 Transportation – Environmental Consequences
4-4.3.1 Proposed Action
Traffic
Under either the ICE NGDV Hypothetical Maximum or the BEV NGDV Hypothetical Maximum, the
Proposed Action would have no or negligible impact on traffic. As high-maintenance and end-of-life
vehicles would be replaced at various postal locations on a one-for-one basis, there would be no
increase in the number of delivery vehicles or routes or Postal Service employee commuter trips.
Safety, Accessibility, and Parking
The NGDV's modern safety features such as airbags, anti-lock brakes, air conditioning, back-up
cameras, intermittent windshield wipers, blind-spot warning systems, daytime running lights, or
seatbelt reminders would improve operational safety as compared to use of the existing delivery
vehicles. Additionally, the RHD-configuration of the custom-built NGDV would be safer that LHD
options for carriers and the public during deliveries to curb-line mailboxes, as it would not require the
carrier to exit the vehicle for deliveries.
Under both Hypothetical Maxima, the Proposed Action would have no or negligible impact on access
to Postal Service facilities and parking. Parking areas for Postal Service delivery vehicles are
dedicated, and there would be a one-for-one replacement of aged delivery vehicles. Thus, there
would be no or negligible impact on access to Postal Service facilities and parking. BEV charging
stations would be installed within dedicated Postal Service vehicle parking areas, and would not
impact existing public parking available at Post Office locations, Branches, and Stations.
Public Transportation
The Proposed Action scenario would have no impact on Postal Service employee use of public
transportation, or participation in ride-share and trip-reduction programs or the Postal Service’s
Commuter Benefits Program.

4-4.3.2 Alternative 1.1 – 100% RHD COTS ICE Vehicles
Traffic
Alternative 1.1 would have no or negligible impact on traffic. There would be no increase in the
number of delivery vehicles or routes, or Postal Service employee commuter trips.
Safety, Accessibility, and Parking
The new RHD COTS ICE vehicles would have modern safety features such as airbags, anti-lock
brakes, air conditioning, back-up cameras, intermittent windshield wipers, blind-spot warning systems,
daytime running lights, or seatbelt reminders. Modern safety features would improve operational
safety as compared to use of the existing delivery vehicles. Additionally, the RHD-configuration would
be safer for carriers and the public during deliveries to curb-line mailboxes, as it would not require the
carrier to exit the vehicle for deliveries.
Alternative 1.1. would have no or negligible impact on access to Postal Service facilities or parking.
Parking areas for Postal Service delivery vehicles are dedicated, and there would be a one-for-one
replacement of aged delivery vehicles.
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Public Transportation
Alternative 1.1 would have no impact on Postal Service employee use of public transportation, or
participation in ride-share and trip-reduction programs or the Postal Service’s Commuter Benefits
Program.

4-4.3.3 Alternative 1.2 – 100% LHD COTS BEVs
Traffic
Alternative 1.2 would have no or negligible impact on traffic. There would be no increase in the
number of delivery vehicles or routes, or Postal Service employee commuter trips.
Safety, Accessibility, and Parking
The new LHD COTS BEVs would have modern safety features such as airbags, anti-lock brakes, air
conditioning, back-up cameras, intermittent windshield wipers, blind-spot warning systems, daytime
running lights, or seatbelt reminders. This would improve operational safety as compared to use of the
existing delivery vehicles. However, LHD COTS vehicles would require carriers to exit the vehicle for
curb-line deliveries. Thus, LHD COTS BEVs would not provide the operational and ergonomic
benefits of RHD vehicles and therefore would not provide the same safety performance for mail
carriers.
Alternative 1.2 would have no or negligible impact on access to Postal Service facilities and parking.
Parking areas for Postal Service delivery vehicles are dedicated, and there would be a one-for-one
replacement of delivery vehicles. BEV charging stations would be installed within dedicated Postal
Service vehicle parking areas, and would not impact existing public parking available at Post Office
locations, Branches, and Stations.
Public Transportation
Alternative 1.2 would have no impact on Postal Service employee use of public transportation, or
participation in ride-share and trip-reduction programs or the Postal Service’s Commuter Benefits
Program.

4-4.3.4 No-Action Alternative
Traffic
Existing traffic levels associated with current Postal Service operations would not change as a result
of the No-Action Alternative. There would be no change in traffic levels associated with mail delivery
or delivery carrier commuter trips under the No-Action Alternative. As a result of not replacing the
existing end-of-life delivery vehicles, the vehicles could experience more frequent breakdowns,
potentially resulting in safety concerns and traffic delays on roadways.
Safety, Accessibility, and Parking
Carriers would continue to drive the existing high-maintenance and end-of-life delivery vehicles that
do not have certain modern safety features such as airbags, anti-lock brakes, air conditioning, backup cameras, intermittent windshield wipers, blind-spot warning systems, daytime running lights, or
seatbelt reminders. Improvement in operational safety would not be realized. The existing delivery
vehicles could experience more frequent breakdowns, potentially resulting in safety concerns for
carriers and the public. No change in existing accessibility to Postal Service facilities or parking would
occur.
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Public Transportation
There would be no change in use of public transportation as a result of the No-Action Alternative, nor
would there be a change in Postal Service employee participation in ride-share and trip-reduction
programs or the Postal Service’s Commuter Benefits Program.

4-5 Noise
4-5.1 Noise – Background and Regulatory Setting
Noise can be an unwanted sound that interferes with or disrupts normal human activities. The
principal human response to noise is annoyance. Inadequately controlled noise can present a danger
to health and welfare, particularly in urban areas. Major sources of noise are traffic, machinery and
equipment, and commercial noise sources (EPA 2021a). The Noise Control Act of 1972 (42 USC
§4901 et seq.,1972) establishes a national policy to promote a noise environment free from noise that
would jeopardize health and welfare. The primary responsibility for noise control lies with state and
local governments. Noise pollution also is addressed in the Clean Air Act (Subchapter IV and Title IV
– Noise Pollution). Additional background information is presented in Appendix E.
Many noise sources, such as vehicle traffic and construction, generate noise and contribute to the
impact on the total noise environment. This noise is generally transitory and represents a negligible
contribution to the overall noise environment. Response to noise varies, depending on the type and
characteristics of the noise, distance between the noise source and receptor, receptor sensitivity, and
time of day. A noise-sensitive receptor is defined as a land use where people involved in indoor or
outdoor activities may be subject to stress or considerable interference from noise. Noise-sensitive
locations or facilities include residential dwellings, hospitals, nursing homes, educational facilities, and
libraries.
Vehicle noise is comprised of three general sources: aerodynamic noise (air passing over vehicles),
propulsion noise (engine, exhaust, and drivetrain), and tire-pavement noise (tires rolling on roadway
surface). Primary noise from BEVs is caused by wind resistance and tire noise, while primary noise
from ICE is caused by propulsion noise. Propulsion noise from a BEV is quieter than from an ICE
vehicle at speeds less than 15 miles per hour because propulsion noise generated by the ICE vehicle
dominates any aerodynamic and tire-pavement noise.

4-5.2 Noise – Affected Environment
Recommended noise levels in urban and suburban environments generally range from 45 dBA,
(decibels [A-weighted scale]) (indoor) to 55 dBA (outdoor), depending on the time of day and location
(residential or commercial land use) (King, et.al. 2012). Day-night sound levels measured at over 100
residential sites in urban and suburban areas across the U.S. ranged from approximately 50 to 75 dB
(Bishop and Simpson 1977).
Postal Service facilities are located primarily in more urban or suburban settings. Noise levels in these
environments vary continuously over a period of time depending on the contributing sound sources
within the noise environment. Existing delivery vehicle maintenance operations contribute to ambient
noise around VMFs; and traffic from delivery vehicles contributes to ambient noise around Postal
Service facilities during vehicle arrivals and departures, primarily before 10:00 a.m., after morning
rush hour, and return in the mid-afternoon before evening rush hour. The Postal Service follows an
internal anti-idling policy that is supportive of local noise ordinances. Vehicle maintenance operations
are primarily conducted inside VMFs, and each delivery event occurs at a specific destination over a
very short duration. Therefore, Postal Service delivery vehicle-related operations have minimal effects
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on the overall existing ambient noise conditions within affected neighborhoods, with noise levels
dominated by other traffic and daily activities.

4-5.3 Noise – Environmental Consequences
4-5.3.1 Proposed Action
Under both the ICE NGDV Hypothetical Maximum and BEV NGDV Hypothetical Maximum, the
Proposed Action would have no adverse impact on the noise environment. The number of delivery
vehicles or routes would not increase. BEVs are expected to be 4 to 5 dB quieter than the ICE
vehicles at low speed (6 to 12 miles per hour [mph]), while the difference in emitted noise from the two
drivetrains would be similar at speeds above approximately 19 mph when tire/road noise would
dominate (Danish Road Directorate 2015).
No change in existing noise levels from Postal Service delivery and delivery vehicle maintenance
operations would occur under the Proposed Action. Nor would additional noise be emitted from
charging batteries.

4-5.3.2 Alternatives 1.1 and 1.2 – COTS Vehicles
Alternatives 1.1 and 1.2 would have no adverse impact on the noise environment. There would be no
increase in the number of delivery vehicles or routes. The COTS vehicles would be quieter than the
aged delivery vehicles being replaced due to more modern technology, resulting in a beneficial
reduction in emitted noise. The ICE vehicles are expected to be 4 to 5 dB louder than the BEVs at low
speed (6 to 12 mph). However, the difference in emitted noise between the ICE and BEV powertrains
would be similar at speeds above approximately 19 mph when tire/road noise would dominate
(Danish Road Directorate 2015).
No change in existing noise levels from Postal Service delivery and delivery vehicle maintenance
operations would occur under either Alternative 1.1 or 1.2. Nor would additional noise be emitted from
charging batteries.

4-5.3.3 No-Action Alternative
Under the No-Action Alternative, new delivery vehicles would not be purchased and high-maintenance
and end-of-life delivery vehicles would continue to be maintained until maintenance was no longer
feasible. Emitted noise from the delivery fleet and Postal Service facilities would remain the same.
The No-Action Alternative would have negligible impact on noise environment.

4-6 Air Quality
4-6.1 Air Quality – Background and Regulatory Setting
4-6.1.1 Clean Air Act and National Ambient Air Quality Standards
The Clean Air Act (CAA) directs the EPA to protect and improve air quality across the U.S. As a
requirement of the CAA, the EPA established National Ambient Air Quality Standards (NAAQS) for six
criteria pollutants in order to protect public health and welfare nationwide. These criteria pollutants are
carbon monoxide (CO), nitrogen dioxide (NO 2), ozone (O3), sulfur dioxide (SO2), lead (Pb), and
particulate matter [measured as less than 10 microns in aerodynamic diameter (PM10) and less than
2.5 microns in aerodynamic diameter (PM2.5)]. (see Appendix F)
Attainment areas are geographic areas that are and have historically been in compliance with the
NAAQS; nonattainment areas violate a NAAQS for the applicable pollutant; and maintenance areas
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have transitioned from nonattainment to attainment and are required to adhere to maintenance plans
to ensure continued attainment. The CAA requires states to develop a general plan to attain and
maintain the NAAQS in all areas of the country and a specific plan known as a State Implementation
Plan (SIP) to attain the NAAQS for each area designated nonattainment.
The CAA also lists 187 air toxins, known as hazardous air pollutants (HAPs). Toxic air pollutants
include several substances that are known or suspected to cause cancer or other health effects in
humans when they are exposed to certain levels of the pollutants. Of the 187 HAPs, 93 have been
identified as mobile source air toxics (MSAT) from vehicles and non-road equipment and nine MSAT
are considered priority MSAT (Acetaldehyde, Acrolein, Benzene, 1,3-butadiene, Diesel particulate
matter plus diesel exhaust organic gases [diesel PM], Ethylbenzene, Formaldehyde, Naphthalene,
and Polycyclic organic matter [POM]).
The Postal Service adheres to Occupational Safety and Health Administration (OSHA) requirements
and standards for the protection of personnel who may be exposed to air pollution from its ICE
vehicles. Future work would continue to be performed in accordance with OSHA requirements and
standards.

4-6.1.2 General Conformity
The purpose of the General Conformity rule is to ensure that federal activities do not cause or
contribute to a violation of NAAQS or otherwise delay attainment of NAAQS. Therefore, federal
entities are required to demonstrate that the total direct or indirect emissions from a federal action will
conform to the SIP or not otherwise interfere with a state’s ability to attain and maintain the NAAQS.
The General Conformity rule applies to all federal actions that are taken in designated nonattainment
or maintenance areas with some exceptions, including actions with associated emissions below
specified de minimis levels.
The EPA established de minimis emission levels for each criteria pollutant to limit the need to conduct
conformity determinations for federal projects with minimal emission increases. De minimis levels vary
by pollutant and also depend on the severity of the nonattainment status for the areas of concern as
presented in Table F-2 in Appendix F. When the total direct and indirect emissions from a proposed
project are below the de minimis levels, the project would not be subject to a conformity
determination.

4-6.1.3 Greenhouse Gas
Global climate change is a transformation in the average weather of the Earth, which can be
measured by changes in temperature, wind patterns, and precipitation. Scientists have identified
human-related greenhouse gas (GHG) emissions as a significant contributor to global climate change
(NOAA 2021). GHGs effectively trap heat in the atmosphere and influence Earth’s temperature,
causing the greenhouse effects. The key GHGs emitted by human activities are carbon dioxide (CO 2),
methane (CH4), and nitrous oxide (N2O). GHGs differ in their ability to trap heat. To account for this, a
weighting factor called the Global Warming Potential (GWP) is defined for a gas relative to the heattrapping ability of the same mass of CO 2, and emissions are normally expressed in terms of CO 2
equivalents (CO2e). For example, the GWP of CO2 is 1, whereas the GWP of N2O is 298 for a 100year timescale.
The CEQ’s NEPA Guidance on GHG and climate change impact assessment is currently under
review. In the absence of updated guidance, GHG emissions and climate change impact were
assessed based on the Final Guidance for Federal Departments and Agencies on Consideration of
Greenhouse Gas Emissions and the Effects of Climate Change in National Environmental Policy Act
Review (CEQ 2016). The 2016 guidance explains that the analysis should consider (1) the potential
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effects of a proposed action on climate change as indicated by assessing GHG emissions, and (2) the
effects of climate change on a proposed action and its environmental impacts.
4-6.1.4 Social Cost of Greenhouse Gas (Carbon)
The Postal Service voluntarily complies with the requirements of various EOs. EO 13990 (86 FR 14
[January 25, 2021]) re-established the Interagency Working Group and directed it to ensure that
Social Cost of GHG (also referred to as the Social Cost of Carbon or SCC) estimates reflect the best
available science and work towards approaches that take into account, climate risk, environmental
justice, and intergenerational equity (Interagency Working Group 2021). These SC-GHG estimates
are interim values developed under EO 13990 for use in benefit-cost analyses until updated estimates
of the impacts of climate change can be developed based on the best available science and
economics. The EO instructs the Interagency Working Group to undertake a fuller update of the
Social Cost of GHG estimates by January 2022 that takes into consideration the advice of the
National Academies and other recent scientific literature.
The SCC is an assigned marginal cost used to facilitate a policy and decision-making assessment of
the costs and benefits of increased GHG emissions. The SCC is the monetary value of the net harm
to society associated with a marginal increase in emissions in a given year, or the benefit of avoiding
that increase. In principle, the Social Cost of GHG includes the value of all climate change impacts,
including (but not limited to) changes in net agricultural productivity, human health effects, property
damage from increased flood risk and natural disasters, disruption of energy systems, risk of conflict,
environmental migration, and the value of ecosystem services. The assessed cost would provide a
benchmark for the economic evaluation of a proposed action. The SCC is used to estimate in dollars
all economic damage as to how much it is worth today to avoid the damage that is projected for the
future.

4-6.2 Air Quality – Affected Environment
4-6.2.1 Air Emissions
Mobile Sources
Existing Postal Service mobile source air emissions include operation of approximately 212,000 active
delivery fleet vehicles, including the 165,000 delivery vehicles that would be replaced, as well as other
vehicles used in its air and surface transportation operations.
Stationary Sources
Stationary air pollution sources at Postal Service facilities can include boilers, emergency power
generators, painting operations, parts washers, and fuel storage tanks. Replacing the highmaintenance and end-of-life delivery vehicles on a one-to-one basis would not result in the need for
additional facilities to maintain the new vehicles, nor in changes in existing or additional stationary
sources. Current Postal Service stationary sources minimally impact air quality; operations follow
applicable regulatory requirements, and the Postal Service applies for and complies with applicable
environmental permits where required. No air emissions are expected to be emitted from electric
battery charging stations that would be installed at Postal Service facilities to support BEVs. Since
stationary source air impacts are not anticipated, stationary emissions were not assessed in this EIS

4-6.2.2 General Conformity
Air quality conditions vary widely across the geographic area in which the Postal Service operates the
vehicles planned for replacement. The EPA has designated nonattainment areas for criteria pollutants
throughout the U.S. based on historical compliance data against NAAQS.
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4-6.2.3 Greenhouse Gas
The Postal Service generates GHG emissions from facility energy use, transportation fuel use, waste
generation, employee commuting, contracted transportation services, and other sources. The Postal
Service’s target is to reduce, by FY 2025, GHG emissions by 30 percent from its 2008 baseline, and
through 2019, the USPS had achieved a 28.3 percent reduction toward its goal (USPS 2020).
Delivery fleet vehicles emit a variety of gases during their operations, some of which are GHGs,
including CO2, CH4, and N2O. The nationwide total GHG emissions, or “carbon dioxide equivalent
(CO2e),” currently generated by the Postal Service and calculated based on 2019 data are estimated
to be 6,374,480 Metric Tons (MT) CO2e (USPS 2020), which consist of:
▪

2,199,409 MT CO2e direct emissions including owned vehicles and building heating,

▪

1,901,846 MT CO2e of energy indirect emissions including purchased electricity and steam,
and

▪

2,273,225 MT CO2e of other indirect emissions including transmission and distribution losses,
employee air and ground business travel, employee commuting, contracted wastewater
treatment, and contracted solid waste disposal.

4-6.3 Air Quality – Environmental Consequences
4-6.3.1 Analysis Methodology
Air Emissions
The estimate of nationwide air emissions from each of the Proposed Action Hypothetical Maxima and
Alternatives was calculated based on the total number of vehicles, the mileage per year and the
emission factors. Because of the one-to-one vehicle replacement and no planned increase in total
route length, the miles associated with the new delivery vehicles would be the same as the replaced
delivery vehicles on a nationwide basis. Given the ten-year timeframe, the overall net changes in
combined emissions after the completion of the action were compared in lieu of year by year
comparisons. The analysis used the EPA-recommended MOtor Vehicle Emission Simulator (MOVES)
model, a state-of-the-science emission modeling system that estimates emissions for mobile sources
for criteria pollutants, GHGs, and air toxics, in order to calculate the direct emissions associated with
the Postal Service vehicles.
The EPA released MOVES3 in January 2021 (Federal Register 86 FR 1106); the release
announcement started a two-year transportation conformity grace period that ends of January 9,
2023. The EPA continues to update this new model with the most recent release of MOVES3.01 in
March 2021, and the states are still testing and developing inputs in adopting this new model version
within the two-year grace period. Therefore, MOVES2014b, an earlier version that is still valid for use,
was used to estimate vehicular emission factors for this EIS.
MOVES predicts tailpipe, brake, and tire wear emissions from vehicles, and provides emission factors
in grams/mile. Therefore, the air analysis used vehicle miles in order to calculate the emissions, rather
than the information associated with gallons of fuel or miles per gallon. The emissions estimates are
based on average miles of the Postal Service vehicle and the conservative emission factors
calculated from the MOVES model (grams/mile): emission factors of winter months for CO, PM2.5,
PM10, and SO2 and the emission factors of summer months for VOC, NOx, CO 2, CO2e, CH4, and N2O.
Air conditioning factors were already incorporated by using summer emission factors for GHG.
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The MOVES model does not account for emissions from generation of electricity for BEVs. It assumes
fully electric vehicles have no tailpipe or evaporative emissions and that brake and tire wear
emissions are identical to conventional vehicles. Therefore, only particulate matter (PM2.5 and PM10)
emissions are associated with brake and tire wear from BEV operation, while all six criteria pollutants
emissions are associated with ICE vehicle operation.
The MOVES model has an option to select nationwide emission, select a specific location, or to select
an individual project location as model input to calculate emission factors. The analysis selected
Westchester County, New York to be consistent with the Postal Service's 2017 Programmatic
Environmental Assessment. This County was selected for the Programmatic Environmental
Assessment to be a representative location because it was the area with the greatest number of high
maintenance-cost LLVs to be replaced. Choosing a different location would not result in noticeable
changes in the emission factors and will not result in changes in emissions. Therefore, it remains a
valid approach for this nationwide analysis and provides consistency among Postal Service NEPA
assessments.
The EIS analysis is a programmatic nationwide analysis based on the nationwide number of vehicles
and nationwide miles of travel per vehicle rather than regional or local level of data. Regional impact
differences would be very small compared to the overall fleet in use for any region. The nationwide
analyses demonstrated a net decrease in emissions and a by-regional analysis would likewise yield a
net decrease in emissions regardless of location; therefore, the analysis was performed based on
nationwide level using nationwide emission data.
The air emission rates for all criteria pollutants are reported in English tons per year (tpy) as this unit
is consistent with regulatory air permitting and air emission inventory guidance for criteria pollutants.
Mobile Source Air Toxics (MSAT) analysis is not required for the Proposed Action but is qualitatively
analyzed herein. The Federal Highway Administration (FHWA) in conjunction with the EPA has
developed an Interim Guidance (2016) that discusses when and how to analyze MSAT impact within
the NEPA review process. In the guidance, the FHWA documented three categories for analyzing
MSAT, depending on specific project circumstances (i.e., no analysis, qualitative, or quantitative). A
project that does not change traffic volume and mix is considered a project with no meaningful MSAT
impact and no analysis is warranted. Since the Proposed Action and Alternatives would replace old
vehicles with new and cleaner models without increasing traffic volumes, it would result in no
meaningful MSAT impact and thus no analysis is warranted.
For the same reason, since the Proposed Action would replace old vehicles with new and cleaner
models without increasing traffic volumes, no potential impacts of future fleet criteria pollutants and
VOC emissions are expected on human health and thus no human health analysis is warranted.
General Conformity
The applicability of the General Conformity rule was determined based on the net changes of the total
emissions that could occur in any nonattainment or maintenance area as a result of the Proposed
Action scenarios and Alternatives.
Greenhouse Gas
The potential effects of the Proposed Action and Alternatives on climate change were evaluated by
estimating GHG emissions from several elements. The EIS considered current regulations on GHG
emissions under the NEPA requirements. Furthermore, the Postal Service followed the EPA’s
recommendation and used the EPA’s 2016 Final GHG Guidance. As a result, the EIS provides
comprehensive estimates of both direct and indirect GHG emissions that can be reasonably quantified
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using the most recent regulatory planning tools and addresses both the GHG emissions impact on
climate change and the climate change impact on the proposed program. The 2016 CEQ guidance
does not establish any quantity of GHG emissions as “significantly” affecting the quality of the human
environment or give consideration to the effects of GHG emissions and climate change over other
effects on the human environment. Therefore, instead of comparing the estimated GHG emissions
from each action to a certain threshold, the estimated GHG emissions from each of the Proposed
Actions and Alternatives were compared. Each action’s emissions were calculated as a percentage of
the total emissions generated by the Postal Service.
The indirect emissions were also quantified due to electricity consumption from the proposed BEVs
and fuel (gasoline) consumption from the proposed ICE vehicles. Lastly, the aggregate direct and
indirect Social Cost of the GHG emissions associated with each of the Proposed Actions and
Alternatives were calculated as a combined impact analysis.
The EIS discusses the programmatic impacts on a national level as compared to a project-level
impact on a local- or state-level. The programmatic nationwide evaluation used current federal
regulations in the analysis of GHG emissions. Due to the programmatic nationwide nature of the
action, state regulations were not considered, and since using state regulations under development is
speculative, they were also not used in the analysis.
GHG emissions are reported in Metric Tons (MT) as this unit is consistent with regulatory air
permitting and air emission inventory guidance for GHG.
Direct Tailpipe GHG Emissions
The direct tailpipe nationwide GHG emission changes associated with each of the Proposed Action
scenarios and Alternatives were calculated as the emission change of CO2e. The method of
calculating direct tailpipe GHG emissions using the MOVES model is the same as for the criteria
pollutants described in the previous “Air Emissions” Section.
Energy Consumption GHG Emissions
The environmental “footprint” of fuel purchases was further evaluated to better understand the
environmental impacts using different tools such as the Emissions & Generation Resource Integrated
Database (eGRID) (EPA 2021d) and/or Greenhouse Gases, Emissions, and Energy use in
Technologies (GREET) (Argonne National Laboratory). This aggregated analysis includes energy
(e.g., indirect emissions associated with electricity consumption by BEVs) and operation (e.g., direct
emissions from fuel consumption by ICE vehicles), but does not include a full life cycle cost (e.g.,
vehicle production, etc.).
The combined direct tailpipe GHG emissions derived from the MOVES model and the indirect GHG
emissions associated with energy consumption by vehicle fuel associated with the Proposed Action
and Alternative scenarios were used to evaluate the total aggregated GHG emissions. eGRID was
used to obtain the emission profiles associated with the U.S. power sectors and the eGRID database
was used to estimate upstream emissions from the powerplant for the electrical energy used for the
proposed BEVs. In order to compare the upstream life cycle analysis between BEV and ICE, the
GREET model was additionally used to estimate the comparable upstream emissions for fuel
production (e.g., gasoline) used for proposed and existing ICE vehicles.
eGRID
The EPA’s scoping comments, dated April 2, 2021, recommended use of eGRID data, which includes
the latest publicly available EPA data to evaluate upstream indirect emissions associated with BEVs.
Therefore, the Postal service followed the EPA’s recommendation and used the EPA’s eGRID
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database to obtain the emission profiles associated with the U.S. power sectors. The Postal Service
recognizes that eGRID data do not calculate emission decades into the future, as eGRID was
originally developed based on currently available power sector data and not based on future data. The
EIS calculation to estimate the emissions associated with the upstream power source is based on the
most current publicly available data (2019). eGRID output emission rates are shown in lb/kWh.
eGRID provides the upstream emissions data by each region. Regional differences related to BEVs
would depend on the power (fuel) source, for the powerplant(s) in the region, while regional
differences for ICE would also depend on the geographic source of the gasoline (fuel) and emissions
would differ based on season, weather, road conditions, etc. The Postal Service's vehicle miles
traveled (VMT) contributions on a regional level compared to existing regional emissions inventory are
and would continue to be negligible. As described in the following sections, the nationwide analyses in
the EIS demonstrated a net decrease in emissions as compared to the No Action Alternative, a
positive benefit of the Proposed Action and COTS Alternatives. A by-regional analysis would likewise
yield a net decrease in emissions and differences from the nationwide analyses would be negligible.
Because the nationwide analyses demonstrated a net decrease in emissions, a by-regional analysis
would likewise yield a net decrease in emissions regardless of the upstream fuel type for electricity,
and the analysis was performed based on a nationwide level using nationwide average upstream data
from “all fuels” rather than separating individual fuel types using eGRID for BEV.
This EIS is a programmatic nationwide analysis based on the nationwide number of vehicles and
nationwide miles of travel per vehicle rather than regional or local level of data. Therefore, the
analysis was performed based on nationwide levels using nationwide data with the “all fuel” selection
(average of various fuels) rather than regional data with individual fuel selections. The analysis
provides a programmatic nationwide evaluation to preserve this flexibility and appropriately represents
the national coverage.
The Postal Service recognizes that there would be grid gross losses, which is the percentage of
generated electricity that is lost in the process of supplying it to consumers known as line losses,
power losses, or transmission and distribution losses from power plant to end use. eGRID output
emission rates do not account for any line losses between the point of consumption and the points of
generation. Because there are line losses, one kilowatt hour of electricity consumption requires a little
more than one kilowatt hour of electricity generation. The nationwide grid gross loss rate is 5.1
percent in the continental U.S, based on the eGRID database. Because of the grid gross losses, it is
expected that the calculated upstream emissions associated with BEV could be slightly (e.g., 1.05
times) greater than the emissions estimated in this EIS.
GREET
In order to compare the upstream life cycle analysis between BEV and ICE, the GREET model was
additionally used to estimate the comparable upstream emissions for fuel production (e.g., gasoline)
used for ICE. The GREET model was run with the LHD Vocational vehicle type and based on flexible
fuel gasoline vehicles. The vehicle types “light commercial truck” in MOVES and “vocational vehicles”
in GREET are the most representative vehicles based on the size and weight of the Postal Service’s
vehicles, and the vehicle types between MOVES and GREET were matched as closely as possible in
the EIS.
Using the GREET model, inputs were specified on well-to-pump (WTP) by selecting correct paths for
the analysis, on the SIMULATION Tab by input of each year of analysis individually, by selecting the
time of innovation of the technology, and by selecting appropriate vehicle parameters. No changes
were made to the actual emission and characterization factors, as these are part of the GREET
predictions in the DATA EDITOR tab. More specific information about how the GREET model was run
is described in Appendix F. Other than the project-specific inputs (vehicle type, geography
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[nationwide], year of vehicle deployment, and fuel type), no other modifications to the GREET model
were made.
Nationwide upstream emissions estimated based on eGRID and GREET models include upstream
emissions of the fuel cycle. Fugitive emissions from pipeline components and tank breathing loss
should be already accounted for as a part of air permits or air emissions inventory for the upstream
sources, not including fugitive emissions from potential pipeline leaks or leaking underground storage
tanks. As such, it is likely that the magnitude of these fugitive emissions is generally negligible relative
to point sources. Therefore, the EIS considered the fugitive emissions as negligible and therefore
would not change the conclusion of this nationwide analysis. The Postal Service recognizes that these
risks exist, but the risks are not quantifiable related to the Postal Service's Proposed Action and
Alternatives.
Effects of Climate Change
The EIS also evaluated whether climate change would impact the Proposed Action scenarios and
Alternatives.
Social Cost of Greenhouse Gas (Carbon)
Based on the social costs of CO2, CH4, and N2O provided in the U.S. Interagency Working Group
(IWG) interim technical guidance (IWG 2021), the aggregate social cost of the GHG emissions was
calculated in five-year intervals for a 20-year project life span after 2030. The Social Cost of GHG was
estimated based on ten-year total emissions in GHG after completion of the project as the basis to
forecast lifespan Social Cost of GHG in every five-year interval (as a five-year milestone), for each of
the Proposed Actions and Alternatives. This approach likely provides higher Social Cost of GHG
benefits than an approach using every intermediate year of emissions before completion of the project
in year 2032. The Social Cost of GHG would be the same after completion of the project in 2033 and
beyond under either approach.
The estimates consider discount rates of 2.5 percent, 3 percent, and 5 percent plus a fourth value,
selected as the 95th percentile of estimates based on a 3 percent discount rate. The fourth value was
included to provide information on potentially higher-than-expected economic impacts from climate
change, conditional on the 3 percent estimate of the discount rate. This range reflects the current
range of variability assessing the present value of future climate change damages. The higher
discount rate results in a lower present value for future climate change damages.

4-6.3.2 Proposed Action – 90% ICE NGDV with at least 10% BEV NGDV
Air Emissions
Under this Hypothetical Maximum, the estimated operational emissions on an annual basis for the
Proposed Action is presented in Table 4-6.1. Overall, there would be a net-emissions decrease for all
applicable pollutants. Therefore, under the ICE NGDV Hypothetical Maximum, the Proposed Action
would have a beneficial effect on current air quality as compared to existing conditions or to the NoAction Alternative. Detailed calculations of direct air emissions using the MOVES model are presented
in Appendix F.
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Table 4-6.1
Net Air Emission Changes from Nationwide Action (90% ICE NGDV and 10% BEV NGDV)
Calculated Based on MOVES Model
VOC
(tpy)

NOx
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

New 90% ICE
NGDV

9.60

10.65

402.74

11.61

76.43

1.97

280,565

New 10% BEV
NGDV

N/A

N/A

N/A

1.07

8.24

N/A

N/A

Replaced Vehicles
(LLVs/FFVs/Metris)

-935.99

-2,264.31

-11,496

-59.14

-136.72

-3.72

-537,415

Net (Total)

-926.39

-2,253.67

-11,093

-46.47

-52.06

-1.75

-256,850

Air Emissions

tpy = Tons per Year
N/A = Not applicable
MT = Metric Tons
1.102 English Short Tons = 1 Metric Ton

General Conformity
On a national scale, the one-to-one delivery vehicle replacement under this Hypothetical Maximum is
anticipated to affect operational emissions in certain nonattainment or maintenance areas. However,
because no increase in travel route and/or vehicle travel miles would occur, there would be a net
reduction in emissions for all criteria pollutants within all affected nonattainment or maintenance areas
nationwide due to the use of new vehicles operating with less air emissions. Instead of assessing
area-level net emission changes, this analysis assumed that the area-level net emission changes
would follow the same trend as the nationwide scale. Accordingly, as shown in Table 4-6.1, the
calculated potential emissions decrease for all pollutants in any nonattainment or maintenance area
would be below any de minimis threshold for all applicable criteria pollutants; therefore, the General
Conformity rule does not apply to the Proposed Action under this Hypothetical Maximum.
Greenhouse Gas
Direct Tailpipe GHG Emissions
Under this Hypothetical Maximum, the Proposed Action would result in an emission decrease of
256,850 MT of CO2e (Table 4-6.1), thus having a beneficial effect on current GHG emissions. This
action would result in less reduction in direct tailpipe GHG emissions by 280,565 MT of CO2e as
compared to the 100 percent BEV scenarios, and thus have less benefit than the BEV action
scenarios; but it has a greater reduction in direct tailpipe GHG emissions by 31,174 MT of CO2e as
compared to Alternative 1.1.
Energy Consumption GHG Emissions
As shown in Table 4-6.2, the total net aggregated emissions for this Hypothetical Maximum indicate a
290,306 MT decrease in CO2e compared to the No-Action alternative, indicating a beneficial effect on
current GHG emissions. This Proposed Action with 90 percent ICE NGDV and 10 percent BEV NGDV
would result in less reduction in the aggregated CO2e emissions by 574,907 MT as compared to the
Proposed Action’s 100 percent BEV NGDV, less reduction in the aggregated CO2e emissions by
826,424 MT as compared to Alternative 1.2, but more benefit (reduction) of CO2e emissions by
63,879 MT as compared to Alternative 1.1. Current Postal Service generated-GHG emissions would
be reduced by approximately 5 percent under this Proposed Action, as compared to the total USPS
GHG emissions addressed in 4-6.2.3.
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Table 4-6.2
Net Aggregated (Direct and Indirect) Air Emission Changes (90% ICE NGDV and 10% BEV
NGDV) Calculated Based on MOVES, eGRID, and GREET Models
Air Emissions
New 90% ICE NGDV
New 10% BEV NGDV
Replaced Vehicles
(LLVs/FFVs/Metris)
Net (Total)

VOC (tpy)
880.29
NA1

NOx
(tpy)
1,186.20
41.27

CO
(tpy)
929.60
NA1

PM2.5
(tpy)
91.75
5.59

PM10
(tpy)
294.00
NA1

SO2
(tpy)
822.14
38.10

CO2e
(MT)
995,643
46,748

-1,903.42

-3,570.48

-12,081.32

-148.19

-378.47

-915.03

-1,332,698

-55

-290,306

1

NA

-2,343

1

NA

-51

1

NA

tpy = Tons per Year
MT = Metric Tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Notes:
1
NA = not available, as eGRID does not provide VOC, CO, and PM 10 emissions factor data for the upstream sources. Therefore, the
aggregated net emissions for VOC, CO and PM 10 were not calculated.
2
The emissions increase associated with New 90 percent ICE NGDV is a summation of direct tailpipe emissions based on the MOVES
model and indirect emissions estimated based on the GREET model. The indirect emissions represent air emissions associated with the
fuel (e.g., gasoline) cycle from well pad to fuel pump that corresponds to the fuel purchases (e.g., energy consumption) by ICE.
3
The emission increase associated with New 10 percent BEV NGDV is a summation of direct tailpipe emissions based on the MOVES
model and indirect emissions estimated based on eGRID. The indirect emissions represent air emissions associated with electricity
generation from U.S. electric power sector that corresponds to the electricity purchases (e.g., energy consumption) by BEV. Because of
the grid gross losses (5.1 percent in continental U.S), it is expected that the calculated upstream emissions associated with BEV could
be slightly (e.g., 1.05 times) greater than the emissions estimated in this EIS.
4
The emission decrease associated with Replaced Vehicles (LLVs/FFVs/Metris) is a summation of direct tailpipe emissions based on
the MOVES model and indirect emissions estimated based on the GREET model.

Effects of Climate Change
No effects of climate change are expected.
Social Cost of Greenhouse Gas (Carbon)
Table 4.6-3 provides the estimated total social costs of carbon from the Proposed Action under this
Hypothetical Maximum, starting from 2030 as the Proposed Action is near completion. The social
costs of carbon are based on operational emissions per year in five-year increments over the
estimated 20-year project lifespan.
Table 4-6.3
Calculated Social Cost of Carbon (90% ICE NGDV and 10% BEV NGDV)

Operational Year
2030
2035
2040
2045
2050

5% Discount Rate
($, US Dollars)
-5,498,055
-6,365,706
-7,225,573
-8,153,479
-9,267,583

3% Discount Rate
($, US Dollars)
-17,618,744
-19,055,123
-20,828,337
-22,533,511
-24,306,725

2.5% Discount
Rate
($, US Dollars)
-25,236,314
-27,263,765
-29,291,215
-31,333,225
-33,106,439

3% 95th Percentile
Discount Rate
($, US Dollars)
-52,381,640
-57,804,880
-63,213,561
-68,128,329
-73,282,774

Notes:
1
Social Cost of GHG was estimated based on ten-year total emissions in GHG after completion of the project as the basis (from Table 46.2) to forecast lifespan Social Cost of GHG in five-year intervals. This approach likely provides higher Social Cost of GHG benefits than
an approach using every intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be
the same after completion of the project (2033 and beyond) under either approach.
2
The aggregated emission changes from the Proposed Action are shown to decrease; resulting in negative values for the corresponding
social cost, which represents savings of the anticipated social cost in the future.
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Under this Hypothetical Maximum, the Proposed Action would result in a positive investment impact in
terms of social cost, as calculations indicated a decrease in cost values. Detailed itemized social cost
calculations are presented in Appendix F.

4-6.3.3 Proposed Action – 100% BEV NGDV
Air Emissions
Under the 100 percent BEV NGDV Hypothetical Maximum, the estimated operational emissions on an
annual basis for the Proposed Action (calculated using the MOVES model) are presented in Table 46.4. Overall, this action would result in a net-emissions decrease for all applicable pollutants.
Therefore, this action would have a beneficial effect on current air quality as compared to existing
conditions or to the No-Action Alternative.
This Proposed Action would result in a greater reduction in the direct (tailpipe) operational emissions
by 9.60 tpy of VOC, 10.65 tpy of NOx, 403 tpy of CO, 2.02 tpy of PM 2.5, 2.28 tpy of PM10 and 1.97 tpy
of SO2 as compared to the Proposed Action’s 90 percent ICE NGDV Hypothetical Maximum. The
Proposed Action would result in a greater reduction in the direct operational emissions by 10.67 tpy of
VOC, 11.83 tpy of NOx, 447 tpy of CO, 2.24 tpy of PM2.5, 2.54 tpy of PM10 and 2.19 tpy of SO2 as
compared to Alternative 1.1. The Proposed Action would result in a greater reduction in the direct
operational emissions by 935.99 tpy of VOC, 2,264.31 tpy of NO x, 11,496 tpy of CO, 48.49 tpy of
PM2.5, 54.34 tpy of PM10 and 3.72 tpy of SO2 as compared to the No-Action Alternative. Detailed
calculations of direct air emissions using the MOVES model are presented in Appendix F.
Table 4-6.4
Net Air Emission Changes from Nationwide Action (100% BEV NGDV) Calculated Based on
MOVES Model
Air Emissions
New NGDV (100% BEV
NGDV)
Replaced Vehicles
(LLVs/FFVs/Metris)
Net (Total)

VOC
(tpy)

NOx
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

N/A

N/A

N/A

10.65

82.38

N/A

N/A

-935.99

-2,264.31

-11,496

-59.14

-136.72

-3.72

-537,415

-935.99

-2,264.31

-11,496

-48.49

-54.34

-3.72

-537,415

tpy = Tons per Year
N/A = Not applicable
MT = Metric Tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)

General Conformity
On a national scale, the one-to-one delivery vehicle replacement under this Proposed Action
Hypothetical Maximum is anticipated to affect operational emissions in certain nonattainment or
maintenance areas. However, because no increase in travel route and/or vehicle travel miles would
occur, there would be a net reduction in emissions for all criteria pollutants within all affected
nonattainment or maintenance areas nationwide due to the use of new vehicles operating with less air
emissions. Instead of assessing area-level net emission changes, this analysis assumed that the
area-level net emission changes would follow the same trend on a nationwide scale. Accordingly, as
shown in Table 4-6.4, the calculated potential emissions decrease for all pollutants in any
nonattainment or maintenance area would be below any de minimis threshold for all applicable criteria
pollutants; therefore, the General Conformity rule does not apply to the Proposed Action under this
Hypothetical Maximum.
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This would result in an emission decrease of 537,415 MT of CO 2e (Table 4-6.4), thus having a
beneficial effect on current GHG emissions. This action would result in more reduction in direct
tailpipe GHG emissions by 280,565 MT of CO2e as compared to the 90 Percent ICE NGDV
Hypothetical Maximum of the Proposed Action, by 311,739 MT of CO2e as compared to Alternative
1.1, or 537,415 MT of CO2e as compared to the No-Action Alternative, and thus be the most
beneficial.
Energy Consumption GHG Emissions
As shown in Table 4-6.5, the Proposed Action's total net aggregated emissions under the 100 percent
BEV NGDV Hypothetical Maximum result in an 865,213 MT decrease in CO2e compared to the NoAction alternative, indicating a beneficial effect on current GHG emissions. This Proposed Action
would result in a greater reduction in aggregated GHG emissions as compared to the Proposed
Action’s 90 percent ICE NGDV Hypothetical Maximum or Alternative 1.1. This Proposed Action with
100 percent BEVs would result in a greater benefit (reduction) in the aggregated CO 2e emissions by
574,907 MT as compared to Proposed Action’s 90 percent ICE vehicles and 10 percent BEVs. This is
a greater reduction in the CO2e emissions by 638,786 MT as compared to Alternative 1.1, but less
reduction of CO2e emissions by 251,517 MT as compared to Alternative 1.2. Current Postal Service
generated-GHG emissions would be reduced by approximately 14 percent under this Proposed
Action, as compared to the total Postal Service GHG emissions addressed in Section 4-6.2.3.
Table 4-6.5
Net Aggregated (Direct and Indirect) Air Emission Changes (100% BEV NGDV) Calculated
Based on MOVES, eGRID, and GREET Models
Air Emissions
New 100% BEV
NGDV
Replaced Vehicles
(LLVs/FFVs/Metris)
Net (Total)

VOC
(tpy)

NOx
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

NA1

412.71

NA1

55.94

NA1

381.01

467,485

-1,903.42
NA1

-3,570.48
-3,158

-12,081.32
NA1

-148.19
-92

-378.47
NA1

-915.03
-534.01

-1,332,698
-865,213

tpy = Tons per Year
MT = Metric Tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)

Notes:
1

NA = not available, as eGRID does not provide VOC, CO, and PM 10 emissions factor data for the upstream sources. Therefore, the
aggregated net emissions for VOC, CO and PM 10 were not calculated.
2
The emission increase associated with New 100 percent BEV NGDV is a summation of direct tailpipe emissions based on the MOVES
model and indirect emissions estimated based on eGRID. The indirect emissions represent air emissions associated with electricity
generation from U.S. electric power sector that corresponds to the electricity purchases (e.g., energy consumption) by BEV. Because of
the grid gross losses (5.1 percent in continental U.S), it is expected that the calculated upstream emissions associated with BEV could
be slightly (e.g., 1.05 times) greater than the emissions estimated in this EIS.
3
The emission decrease associated with Replaced Vehicles (LLVs/FFVs/Metris) is a summation of direct tailpipe emissions based on
the MOVES model and indirect emissions estimated based on the GREET model. The indirect emissions represent air emissions
associated with fuel (e.g., gasoline) cycle from well pad to fuel pump that corresponds to the fuel purchases (e.g., energy consumption)
by ICE.

Effects of Climate Change
No effects of climate change are expected.
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Table 4.6-6 presents the estimated total social costs of carbon from this Hypothetical Maximum of the
Proposed Action, starting from 2030 as the Proposed Action is near its completion. The social costs of
carbon are based on operational emissions per year in five-year increments over the estimated 20year project lifespan.
Table 4-6.6
Calculated Social Cost of Carbon (100% BEV NGDV)

Operational Year
2030
2035
2040
2045
2050

5% Discount Rate
($, US Dollars)
-16,063,638
-18,602,106
-21,107,907
-24,053,019
-27,155,659

3% Discount Rate
($, US Dollars)
-49,867,888
-54,006,677
-59,319,603
-64,193,218
-69,506,143

2.5% Discount
Rate
($, US Dollars)
-71,065,575
-76,975,339
-82,885,104
-88,932,855
-94,245,781

3% 95th Percentile
Discount Rate
($, US Dollars)
-145,142,810
-160,661,817
-176,042,837
-190,368,167
-205,152,349

Note:
1
Social Cost of GHG was estimated based on ten-year total emissions in GHG after completion of the project as the basis (from Table 46.5) to forecast lifespan Social Cost of GHG in five-year intervals. This approach likely provides higher Social Cost of GHG benefits than an
approach using every intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be the
same after completion of the project (2033 and beyond) under either approach.
2
The aggregated emission changes from the Proposed Action are shown to decrease; resulting in negative values for the corresponding
social cost, which represents savings of the anticipated social cost in the future.

This would result in a positive investment impact in terms of social cost, as calculations indicated a
decrease in cost values, and approximately three times greater social cost benefit as compared to the
Proposed Action under its 90 percent ICE NGDV Hypothetical Maximum. Detailed itemized social cost
calculations are presented in Appendix F.

4-6.3.4 Alternative 1.1 – 100% RHD COTS ICE Vehicles
Air Emissions
The estimated operational emissions on an annual basis for Alternative 1.1 (calculated using the
MOVES model) are presented in Table 4-6.7. Overall, Alternative 1.1 would result in a net emission
decrease for all applicable pollutants. Therefore, this action would have a beneficial effect on current
air quality as compared to existing conditions or to the No-Action Alternative.
Alternative 1.1 would result in the least reduction in the direct (tailpipe) operational emissions for most
criteria pollutants as compared to Alternative 1.2 or either Hypothetical Maximum of the Proposed
Action and therefore be the least beneficial for air quality. Alternative 1.1 would result in less reduction
in the direct operational emissions by 1.07 tpy of VOC, 1.18 tpy of NOx, 45 tpy of CO, 0.22 tpy of
PM2.5, 0.25 tpy of PM10 and 0.22 tpy of SO2 as compared to the Proposed Action’s 90 percent ICE
NGDV Hypothetical Maximum. Alternative 1.1 would result in a lesser reduction in the direct
operational emissions by 10.67 tpy of VOC, 11.83 tpy of NOx, 447 tpy of CO, 2.24 tpy of PM2.5, 2.54
tpy of PM10 and 2.19 tpy of SO2 as compared to the Proposed Action’s 100 percent BEV NGDV
Hypothetical Maximum and Alternative 1.2. Alternative 1.1 would result in a greater reduction in the
direct operational emissions by 925.32 tpy of VOC, 2,252.48 tpy of NOx, 11,048 tpy of CO, 46.25 tpy
of PM2.5, 51.80 tpy of PM10 and 1.54 tpy of SO2 as compared to the No-Action Alternative. Detailed
calculations of direct air emissions using the MOVES model are presented in Appendix F.
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Table 4-6.7
Net Air Emission Changes from Nationwide Action (Alternative 1.1 - 100% RHD COTS ICE
Vehicles) Calculated Based on MOVES Model
Air Emissions
New 100% COTS
ICE
Replaced Vehicles
(LLVs/FFVs/Metris)
Net (Total)

VOC
(tpy)

NOx
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

10.67

11.83

447

12.89

84.92

2.19

311,739

-935.99

-2,264.31

-11,496

-59.14

-136.72

-3.72

-537,415

-925.32

-2,252.48

-11,048

-46.25

-51.80

-1.54

-225,676

tpy = Tons per Year
MT = Metric Tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)

General Conformity
On a national scale, the one-to-one delivery vehicle replacement under this Alternative is anticipated
to affect operational emissions in certain nonattainment or maintenance areas. However, because no
increase in travel route and/or vehicle travel miles would occur, this Alternative would result in a net
reduction in emissions for all criteria pollutants within all affected nonattainment or maintenance areas
nationwide due to the use of new vehicles operating with less air emissions. Instead of assessing
area-level net emission changes, this analysis assumed that the area-level net emission changes
would follow the same trend on a nationwide scale. Accordingly, as shown in Table 4-6.7, the
calculated potential emissions decrease for all pollutants in any nonattainment or maintenance area
would be below any de minimis threshold for all applicable criteria pollutants; therefore, the General
Conformity rule does not apply to this Alternative 1.1.
Greenhouse Gas
Direct Tailpipe GHG Emissions
Alternative 1.1 would result in an emissions decrease of -225,676 MT of CO2e (Table 4-6.7) as
compared with the No Action Alternative, thus having a beneficial effect on current GHG emissions.
Alternative 1.1 would result, however, in the least reduction in direct tailpipe GHG emissions as
compared to Alternative 1.2 or the Hypothetical Maximum of the Proposed Action, and thus be the
least beneficial of the action alternatives. Alternative 1.1 would result in less reduction in direct tailpipe
GHG emissions by 31,174 MT of CO2e as compared to the 90 percent ICE NGDV Hypothetical
Maximum of the Proposed Action, and result in a lesser reduction in direction emissions by 311,739
MT of CO2e as compared to Proposed Action's 100 percent BEV NGDV Hypothetical Maximum and
Alternative 1.2. Alternative 1.1 would result in a greater reduction in direct GHG emissions of 225,676
MT of CO2e as compared to the No-Action Alternative.
Energy Consumption GHG Emissions
As shown in Table 4-6.8, Alternative 1.1's total net aggregated emissions would result in a 226,427
MT decrease in CO2e as compared to the No-Action Alternative, indicating a beneficial effect on
current GHG emissions. This Alternative 1.1 would result in the least reduction in aggregated GHG
emissions as compared to Alternative 1.2 or for either Hypothetical Maximum of the Proposed Action.
Alternative 1.1 would result in a lesser reduction of CO2e emissions by 63,879 MT as compared to the
Proposed Action’s 90 percent ICE NGDV and 10 percent BEV NGDV, less reduction by 638,786 MT
as compared to Proposed Action’s 100 percent BEV NGDV, and less reduction by 890,303 MT as
compared to Alternative 1.2. Current Postal Service-generated GHG emissions would be reduced by
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approximately 4 percent under this Alternative, as compared to the total Postal Service GHG
emissions addressed in Section 4-6.2.3.
Table 4-6.8
Net Aggregated (Direct and Indirect) Air Emission Changes (Alternative 1.1 - 100% RHD COTS
ICE Vehicles) Calculated Based on MOVES and GREET Models
Air Emissions
New 100% COTS
ICE Vehicles
Replaced Vehicles
(LLVs/FFVs/Metris)
Net (Total)

VOC
(tpy)

NOx
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

978.10

1,317.99

1,032.88

101.94

326.67

913.49

1,106,270

-1,903.42

-3,570.48

-12,081.32

-148.19

-378.47

-915.03

-1,332,698

-925

-2,252

-11,048

-46

-52

-1.54

-226,427

tpy = Tons per Year
MT = Metric Tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Notes:
1
The emissions increase associated with 100 percent COTS ICE vehicles is a summation of direct tailpipe emissions based on the
MOVES model and indirect emissions estimated based on the GREET model. The indirect emissions represent air emission associated
with fuel (e.g., gasoline) cycle from well pad to fuel pump that corresponds to the fuel purchases (e.g., energy consumption) by ICE.
2
The emission decrease associated with Replaced Vehicles (LLVs/FFVs/Metris) is a summation of direct tailpipe emissions based on
the MOVES model and indirect emission estimated based on the GREET model.

Effects of Climate Change
No effects of climate change are expected on Alternative 1.1.
Social Cost of Greenhouse Gas (Carbon)
Table 4-6.9 presents the estimated total social costs of carbon from Alternative 1.1, starting from 2030
as Alternative 1.1 is near its completion. The social costs of carbon are based on operational
emissions per year in five-year increments over the estimated 20-year project lifespan.
Table 4-6.9
Calculated Social Cost of Carbon (Alternative 1.1 - 100% RHD COTS ICE Vehicles)

Operational Year
2030
2035
2040
2045
2050

5% Discount Rate
($, US Dollars)
-4,324,102
-5,006,107
-5,683,092
-6,386,865
-7,280,020

3% Discount Rate
($, US Dollars)
-14,035,507
-15,171,618
-16,551,531
-17,904,657
-19,284,570

2.5% Discount
Rate
($, US Dollars)
-20,144,176
-21,740,259
-23,336,341
-24,933,268
-26,313,181

3% 95th Percentile
Discount Rate
($, US Dollars)
-42,074,848
-46,376,337
-50,676,981
-54,546,131
-58,630,605

Notes:
1
Social Cost of GHG was estimated based on ten-year total emissions in GHG after completion of the project as the basis (from Table 46.8) to forecast lifespan Social Cost of GHG in five-year intervals. This approach likely provides higher Social Cost of GHG benefits than
an approach using every intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be
the same after completion of the project (2033 and beyond) under either approach.
2
The aggregated emission changes from the Alternative 1.1 show a decrease; resulting in negative values for the corresponding social
cost, which represents savings of the anticipated social cost in the future.

Alternative 1.1 would result in the least social cost benefit as compared to either Alternative 1.2 or the
Hypothetical Maximum of the Proposed Action. Detailed itemized social cost calculations are
presented in Appendix F.
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4-6.3.5 Alternative 1.2 – 100% LHD COTS BEVs
Air Emissions
The estimated operational emissions on an annual basis for Alternative 1.2 (calculated using the
MOVES model) are presented in Table 4-6.10. Overall, Alternative 1.2 would result in a net emission
decrease for all applicable pollutants. Therefore, Alternative 1.2 would have a beneficial effect on
current air quality as compared to existing conditions or to the No-Action Alternative.
Alternative 1.2 would have the same direct (tailpipe) air emissions as the Proposed Action’s 100
percent BEV NGDV Hypothetical Maximum, but would have a greater beneficial air quality impact as
compared to the Proposed Action’s 90 percent ICE NGDV Hypothetical Maximum and Alternative 1.1.
Alternative 1.2 would result in a greater reduction in the direct operational emissions by 9.60 tpy of
VOC, 10.65 tpy of NOx, 403 tpy of CO, 2.02 tpy of PM2.5, 2.28 tpy of PM10 and 1.97 tpy of SO2 as
compared to the Proposed Action’s 90 percent ICE NGDV Hypothetical Maximum. Alternative 1.2
would result in a greater reduction in the direct operational emissions by 10.67 tpy of VOC, 11.83 tpy
of NOx, 447 tpy of CO, 2.24 tpy of PM2.5, 2.54 tpy of PM10 and 2.19 tpy of SO2 as compared to
Alternative 1.1. Alternative 1.2 would result in a greater reduction in the direct operational emissions
by 935.99 tpy of VOC, 2,264.31 tpy of NO x, 11,496 tpy of CO, 48.49 tpy of PM2.5, 54.34 tpy of PM10
and 3.72 tpy of SO2 as compared to the No-Action Alternative. Detailed calculations of direct air
emissions using the MOVES model are presented in Appendix F.
Table 4-6.10
Net Air Emission Changes from Nationwide Action (Alternative 1.2 - 100% LHD COTS BEVs)
Calculated Based on MOVES Model
VOC
(tpy)

NOx
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

New 100% COTS BEV
Replaced Vehicles
(LLVs/FFVs/Metris)

N/A

N/A

N/A

10.65

82.38

N/A

N/A

-935.99

-2,264.31

-11,496

-59.14

-136.72

-3.72

-537,415

Net (Total)

-935.99

-2,264.31

-11,496

-48.49

-54.34

-3.72

-537,415

Air Emissions

tpy = Tons per Year
N/A = Not applicable
MT = Metric Tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)

General Conformity
On a national scale, the one-to-one delivery vehicle replacement under this Alternative is anticipated
to affect operational emissions in certain nonattainment or maintenance areas. However, because no
increase in travel route and/or vehicle travel miles would occur, this Alternative would result in a net
reduction in emissions for all criteria pollutants within all affected nonattainment or maintenance areas
nationwide due to the use of new vehicles operating with less air emissions. Instead of assessing
area-level net emission changes, this analysis assumed that the area-level net emission changes
would follow the same trend on a nationwide scale. Accordingly, as shown in Table 4-6.10, the
calculated potential emissions decrease for all pollutants in any nonattainment or maintenance area
would be below any de minimis threshold for all applicable criteria pollutants; therefore, the General
Conformity rule does not apply to Alternative 1.2.
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Alternative 1.2 would result in an emission decrease of -537,415 MT of CO2e (Table 4-6.10), thus
having a beneficial effect on current GHG emissions. This Alternative would result in the greatest
reduction in direct tailpipe GHG emissions as compared to the Proposed Action (both Hypothetical
Maxima), Alternative 1.1, or the No-Action Alternative, and thus be the most beneficial.
Energy Consumption GHG Emissions
As shown in Table 4-6.11, total net aggregated emissions from Alternative 1.2 would result in
decreases of 1,116,730 MT in CO2e compared to the No-Action alternative, indicating a beneficial
effect on current GHG emissions and, the greatest reduction in aggregated GHG emissions as
compared to the Proposed Action (both Hypothetical Maxima), Alternative 1.1, and the No-Action
Alternative. Alternative 1.2 would result in a greater benefit (reduction) of CO2e emissions by 826,424
MT as compared to the Proposed Action’s 90 percent ICE NGDV and 10 percent BEV NGDV, more
reduction by 251,517 MT as compared to the Proposed Action’s 100 percent BEV NGDV, and more
reduction by 890,303 MT as compared to Alternative 1.1. The reduction as compared to Alternative
1.1 would be almost five times greater. Current Postal Service generated-GHG emissions would be
reduced by approximately 18 percent under Alternative 1.2, as compared to the total Postal Service
GHG emissions addressed in Section 4-6.2.3.
Table 4-6.11
Net Aggregated (Direct and Indirect) Air Emission Changes (Alternative 1.2 – 100% LHD COTS
BEVs) Calculated Based on MOVES, eGRID, and GREET Models
VOC
(tpy)

NOx
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

100% COTS BEV
Replaced
LLVs/FFVs/ Metris

NA1

190.66

NA1

31.57

NA1

176.02

215,968

-1,903.42

-3,570.48

-12,081.32

-148.19

-378.47

-915.03

-1,332,698

Net (Total)

NA1

-3,380

NA1

-117

NA1

-739.01

-1,116,730

Air Emissions

tpy = Tons per Year
MT = Metric Tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Notes:
1
NA = not available, as eGRID does not provide VOC, CO, and PM 10 emissions factor data for the upstream sources. Therefore, the
aggregated net emissions for VOC, CO and PM 10 were not calculated.
2
The emission increase associated with New 100 percent COTS BEVs is a summation of direct tailpipe emissions based on the MOVES
model and indirect emissions estimated based on eGRID. The indirect emissions represent air emissions associated with electricity
generation from U.S. electric power sector that corresponds to the electricity purchases (e.g., energy consumption) by BEVs. Because of
the grid gross losses (5.1 percent in continental U.S), it is expected that the calculated upstream emissions associated with BEVs could
be slightly (e.g., 1.05 times) greater than the emissions estimated in this EIS.

Effects of Climate Change
No effects of climate change are expected on Alternative 1.2.
Social Cost of Greenhouse Gas (Carbon)
Table 4-6.12 presents the estimated total social costs of carbon from Alternative 1.2, starting from
2030 as Alternative 1.2 is near its completion. The social costs of carbon are based on operational
emissions per year in five-year increments over the estimated 20-year project lifespan.
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Table 4-6.12
Calculated Social Cost of Carbon (Alternative 1.2 - 100% LHD COTS BEVs)

Operational Year
2030
2035
2040
2045
2050

5% Discount Rate
($, US Dollars)
-20,859,908
-24,155,829
-27,419,310
-31,125,212
-35,235,640

3% Discount Rate
($, US Dollars)
-65,488,599
-70,888,396
-77,717,670
-84,104,523
-90,933,797

2.5% Discount
Rate
($, US Dollars)
-93,480,934
-101,157,155
-108,833,377
-116,649,707
-123,478,982

3% 95th Percentile
Discount Rate
($, US Dollars)
-192,210,077
-212,519,895
-232,689,604
-251,305,528
-270,628,290

Notes:
1
Social Cost of GHG was estimated based on ten-year total emissions in GHG after completion of the project as the basis (from Table 46.11) to forecast lifespan Social Cost of GHG in five-year intervals. This approach likely provides higher Social Cost of GHG benefits than
an approach using every intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be
the same after completion of the project (2033 and beyond) under either approach.
2
The aggregated emission changes from the Alternative 1.2 are shown in decrease; resulting negative values for the corresponding
social cost, which represents savings of the anticipated social cost in the future.

This Alternative would result in the maximum investment benefit in terms of social cost of carbon
amongst all studied Alternatives, with almost five times greater benefit compared to Alternative 1.1
and almost four times greater benefit compared to the Proposed Action under its 90 percent ICE
NGDV Hypothetical Maximum.

4-6.3.6 No-Action Alternative
Air Emissions
Under No-Action Alternative, the Postal Service would operate its delivery vehicles as they are
currently operated without any changes in vehicle miles and routes. Air emissions associated with the
165,000 vehicles within the existing Postal Service delivery fleet would not change. Table 4-6.13
presents estimated air emissions over a ten-year period from existing delivery vehicles that would not
be replaced.
Table 4-6.13
Air Emissions from 165,000 Existing Delivery Vehicles Over a Ten-Year Period Calculated
Based on MOVES Model
Air
Emissions
LLVs
FFVs
Metris
Total

No. of
Vehicles
125,988
21,070
17,942
165,000

VOC
(tpy)
900.87
33.90
1.23
935.99

NOx
(tpy)
2,167.60
94.21
2.50
2,264.31

CO
(tpy)
10,439
1,004
53
11,496

PM2.5
(tpy)
51.69
6.09
1.37
59.14

PM10
(tpy)
111.73
15.79
9.20
136.72

SO2
(tpy)
2.90
0.54
0.28
3.72

CO2e
(MT)
419,583
77,454
40,378
537,415

tpy = Tons per Year
MT = Metric Tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)

General Conformity
The No-Action Alternative would not be subject to the General Conformity rule because no emission
changes are expected.
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GHG emissions for the No-Action Alternative would be the same as the existing condition. The NoAction Alternative would have the same impacts on GHG and climate change as the current condition
as shown in Table 4-6.14.
Table 4-6.14
Direct and Indirect Air Emissions from Existing Delivery Vehicles Over a Ten-Year Period
Calculated Based on MOVES and GREET Models
Air Emissions
Replaced
LLVs/FFVs/Metris

VOC
(tpy)

NOx
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

1,903.42

3,570.48

12,081.32

148.19

378.47

915.03

1,332,698

tpy = Tons per Year
MT = Metric Tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)

Social Cost of Greenhouse Gas (Carbon)
Table 4-6.15 presents the estimated total social costs of carbon from the No-Action Alternative,
starting in 2020 and based on operational emissions per year in five-year increments over the
estimated next ten-year period, and to 2050 for comparison with the action alternatives.
Table 4-6.15
Social Cost of Carbon (165,000 Existing Delivery Vehicles Over a Ten-Year Period)

Operational Year
2020
2025
2030
2035
2040
2045
2050

5% Discount Rate
($, US Dollars)
18,396,348
22,211,066
24,978,272
28,924,588
32,838,658
37,197,821
42,173,596

3% Discount Rate
($, US Dollars)
64,287,602
71,215,269
78,901,478
85,384,051
93,515,354
101,201,563
109,332,865

2.5% Discount
Rate
($, US Dollars)
95,545,725
104,596,802
112,728,105
121,921,112
131,114,120
140,449,058
148,580,360

3% 95th Percentile
Discount Rate
($, US Dollars)
188,278,958
209,850,089
232,624,855
257,048,350
281,329,915
303,630,000
326,849,860

Notes:
1
Social Cost of GHG was estimated based on ten-year total emissions in GHG after completion of the project as the basis (from Table 46.14) to forecast lifespan Social Cost of GHG in five-year intervals. This approach likely provides higher Social Cost of GHG benefits than
an approach using every intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be
the same after completion of the project (2033 and beyond) under either approach.
2
The aggregated emission changes from the No-Action Alternative are shown as an emissions increase; resulting in positive numbers of
the corresponding social cost values, which represents anticipated social cost spending in the future.

4-7

Community Services

4-7.1 Community Services – Background Information and Regulatory Setting
Local municipalities or county governments provide emergency fire and police services to Postal
Service processing facilities to treat minor injuries. The Postal Service in turn provides a community
service by delivering and collecting mail to and from residential and business addresses. The Postal
Service follows certain service standards related to mail delivery and maintains its fleet of delivery
vehicles to meet these delivery standards.
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4-7.2 Community Services – Affected Environment
Postal Service facilities are located nationwide in every state of the U.S. and in U.S. Territories. Local
municipalities or county governments provide public safety and utility services to the delivery facilities.
Community service providers are equipped to adequately handle community services required by
current Postal Service operations.

4-7.3 Community Services – Environmental Consequences
The type of community services and demand for community services would not change under any
scenario for the Proposed Action or Alternatives due to there being no increase in the number of
delivery vehicles or routes. Operation of newly acquired vehicles with modern safety features, whether
NGDV or COTS, would provide an increase in safety on the road resulting in less demand for
emergency services.
VMFs would maintain NGDV or COTS according to Postal Service requirements and maintenance
schedules. Demand for utility services for maintenance at VMFs would not be expected to increase
(see Utilities and Infrastructure, Section 4-8).
Current Postal Service operations do not result in adverse impacts on emergency and utility services
and delivery operations do not result in adverse impacts on community services or emergency
preparedness of local municipalities, county governments, or the nation. The Proposed Action and
Alternatives 1.1 and 1.2 would have no adverse impact on community services and would be
expected to result in a beneficial effect due to modern vehicle safety features. Under the No-Action
Alternative, the Postal Service would continue to maintain and operate aged delivery vehicles with
outdated safety features and poor performance characteristics. Continuing to operate the aged
delivery vehicles could lead to increased vehicle breakdowns, and increase and therefore negatively
impact demand for emergency services. There would be negligible impact on community services.

4-8 Utilities and Infrastructure
4-8.1 Utilities and Infrastructure – Background and Regulatory Setting
Postal Service delivery operations are supported by existing utility and infrastructure systems that
provide power, communications, water, wastewater, stormwater, and transportation services sufficient
for the facilities’ needs. Private companies normally provide power and communication services, while
municipalities usually own and maintain water, wastewater and transportation systems; privatelyowned well systems provide a limited number of facilities with water. Postal Service facilities are
generally located within large utility networks and use a relatively small portion of the systems’ total
capacity.

4-8.2 Utilities and Infrastructure – Affected Environment
Some Postal Service locations have on-site fueling operations, storage tanks, emergency generators,
wastewater pretreatment systems, septic systems, and/or vehicle maintenance and washing facilities.
The Postal Service monitors these facilities and their functions to manage potential pollution sources
and to ensure compliance with spill prevention requirements and stormwater permit regulations. The
Postal Service has removed approximately 180 aging underground storage tank (UST) systems,
reducing the number of federally-regulated USTs by almost 45 percent. Replacement tank systems
are installed only when necessary and centrally monitored to quickly detect and prevent leaks to avoid
soil and groundwater contamination (USPS 2020).
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4-8.3 Utilities and Infrastructure – Environmental Consequences
Utility service and infrastructure in place at Postal Service facilities presently are meeting service
demands. The one exception would be the need for electrical charging stations at locations where
BEVs would be deployed. Modifications to electrical infrastructure and construction of new
infrastructure at existing facilities would depend on the number of BEVs deployed. As discussed in
Section 1-3.1, the Postal Service would conduct appropriate environmental reviews at the local level
per Postal Service Handbook RE-6 (2015) as needed. Postal Service environmental checklists,
screening analyses, and stand-alone, project-level Environmental Assessments would be employed
on a facility-specific basis to assess the extent of impacts from any facility-related actions.
Section 4-9.3 discusses the potential impact on the electrical grid.

4-8.3.1 Proposed Action ICE Hypothetical Maximum and Alternative 1.1
Under the Proposed Action ICE Hypothetical Maximum and Alternative 1.1, there would be no impact
on demand for existing utilities except for electrical infrastructure for charging of the 10 percent NGDV
BEVs. Modifications needed to accommodate charging stations for BEV NGDV would be evaluated
on a facility-specific basis and environmental reviews would be conducted as appropriate. Sites with
BEVs would impact the grid, but the impact would be less than under the 100 percent BEV scenarios.
Additional discussion regarding the effect of BEVs on the electrical grid is presented in the
subsections below. There would be no increased demands for infrastructure services for ICE vehicles.

4-8.3.2 Proposed Action BEV Hypothetical Maximum and Alternative 1.2
No impact on demand for existing utilities would occur under the Proposed Action BEV Hypothetical
Maximum or Alternative 1.2 except for electrical infrastructure for BEV charging. Modifications needed
to accommodate charging stations for BEV NGDV or COTS BEVs would be evaluated on a facilityspecific basis and environmental reviews would be conducted as appropriate. Additional discussion
regarding the effect of BEVs on the electrical grid is presented in the subsections below. Nationally,
the electric infrastructure needs of BEVs would be minor in the context of the U.S. electric grid
systems and no significant, national investment in generation, transmission, or distribution would be
required in order implement either Alternative. This is due to the relatively low total electric demand
required to support each BEV NGDV or COTS BEVs and the proposed plan to charge each BEV
nightly when national grid loads are at their minimum. Peak times for electric consumption generally
occur between 3:00 p.m. and 9:00 p.m. local time, with some variation seasonally and geographically
due to climatic patterns or availability of other energy utilities, such as natural gas (Figure 4-8.1). Late
evening and early morning hours are consistently times of low load across seasons and geographies.
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Figure 4-8.1
Electrical Loads (million kWh) Across U.S. Geographies

Source: USEIA 2020
kWh = kilowatt hours

Charging during off-peak periods, as intended under for all alternatives, when capacity is available
nationally, would not require additional infrastructure, as the capacity between afternoon summer
peak and nighttime lows is available to serve these charging needs on a national scale. The Postal
Service would evaluate each individual Postal Service location for localized need for increased
service on the distribution system serving a particular Postal Service charging site.

4-8.3.3 No Action Alternative
New delivery vehicles to replace high-maintenance and end-of-life delivery vehicles would not be
purchased or deployed under the No-Action Alternative. Existing delivery vehicles would continue to
be maintained until maintenance was no longer feasible. Utility service and infrastructure in place at
Postal Service facilities currently are meeting service demands.

4-9 Energy Requirements and Conservation
4-9.1 Energy Requirements and Conservation – Background and Regulatory Setting
Federal agencies are required to meet energy management and conservation goals through EOs and
legislative measures. Postal Service facility operations incorporate energy conservation measures
that comply with the Energy Independence and Security Act (EISA) of 2007, the National Energy
Conservation Policy Act, the Energy Policy Act (EPAct) of 1992 and 2005, National Energy
Conservation Policy Act (NECPA) of 1978.
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4-9.2 Energy Requirements and Conservation – Affected Environment
The Postal Service currently operates a combined delivery fleet of approximately 212,000 vehicles.
The existing fleet is comprised of 21,000 alternative fuel-capable vehicles, most of which are
equipped to use ethanol. The fleet also has electric, hybrid, compressed natural gas, liquid propane
gas vehicles; and 100 hybrid 2-ton vehicles, of which 50 percent are electric hybrid and hydraulic
hybrid, respectively. The Postal Service emphasizes preventive, rather than corrective, management
to maximize existing vehicle performance. Aged delivery vehicles are being replaced when necessary
with COTS vehicles that have improved fuel mileage, reduced maintenance costs, and lower air
emissions. Postal Service career employees are offered a Commuter Benefits Program, which
enables them to allocate pretax money for eligible commuter expenses. This incentivizes alternative
modes of transportation (i.e., walking, cycling, public transportation) to reduce single employee
vehicle commute trips to mail delivery and other facilities.
The Postal Service seeks to optimize its transportation operations, including pursuing fuel-efficiency
initiatives. Energy management systems are used to evaluate, track and manage fuel usage. Further,
the Postal Service works to make sure that all operating vehicles are performing at maximum possible
efficiency.
Table G-1 (Appendix G) shows the current fuel efficiency and fuel consumption of the 165,000 aged
and high-maintenance cost delivery vehicles to be replaced, and estimated annual fuel (gasoline)
usage of about 135 million gallons, based on FY 2020 consumption for these vehicles.

4-9.3 Energy Requirements and Conservation – Environmental Consequences
Estimated annual fuel usage of the ICE NGDV and COTS ICE vehicles is shown in Table G-2
(Appendix G).

4-9.3.1 Proposed Action – ICE NGDV Hypothetical Maximum
The Proposed Action, under this Hypothetical Maximum, would have a beneficial impact on energy
use through reduction in fuel consumption. Table G-2 (Appendix G) shows that the 148,000 ICE
NGDV (90 percent of 165,000 total NGDV) would have an estimated annual fuel usage of about 110
million gallons. The ICE NGDV would be more fuel-efficient than the end-of-life delivery vehicles being
replaced. The 10 percent BEV NGDV (16,500 vehicles) would further reduce fuel consumption
associated with this Proposed Action because the BEVs are powered by batteries and do not require
gasoline. This Proposed Action would therefore result in an annual reduction of over 25 million gallons
of fuel use (19 percent less) (see Table G-3 in Appendix G). Additionally, the newer vehicles would
require less frequent oil changes and other maintenance. The Proposed Action ICE NGDV
Hypothetical Maximum would have an overall beneficial effect on energy requirements and
conservation.
The impact of BEV charging is discussed in Section 4-8.3. The BEV NGDV specifications used for
analysis are provided in Table 3-3 and the analysis is based on anticipated Level 2 charging that uses
a higher-output 240-volt power source that reduces charging time as compared to a Level 1, 120-volt
power source. The annual electricity required to support 10 percent BEV NGDV purchased over the
ten-year period would be approximately 140,855 megawatt hours (MWh) (see Table F-5.a in
Appendix F). BEV NGDV would be expected to discharge around 20 percent of battery capacity under
average conditions because of the low average delivery route mileage. This would limit battery
degradation and may not require charging every day. The BEV NGDV could fully recharge during
non-business hours.
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Under full electrification of the 16,500 BEV NGDV, annual energy usage and load requirements would
be less than one percent of the total annual energy generation for the U.S., which was 4,127 billion
kWh in 2020 with a peak load of 1,118 billion kilowatt (kW) (USEIA 2020). Thus, existing bulk power
systems are adequate for supplying electricity for 16,500 BEV NGDV. The Proposed Action, under
this Hypothetical Maximum, would have an overall beneficial effect on energy requirements and
conservation.

4-9.3.2 Proposed Action – NGDV BEV Hypothetical Maximum
The Proposed Action, under the BEV Hypothetical Maximum, would have a beneficial impact on
energy use through reduction in fuel consumption as the BEV NGDV would not require gasoline,
saving about 135 million gallons of fuel annually (see Table G-1 in Appendix G). The newer vehicles
also would require less frequent maintenance.
Deployment of 165,000 BEV NGDV would have a minor impact on the electrical grid. The annual
electricity required to support this number of BEV NGDV purchased over the ten-year period would be
approximately 1,408,552 MWh (see Table F-5.a in Appendix F). This impact is expected to be
negligible on a nationwide scale since approximately 240,000 BEVs were sold in 2020, and about 251
million vehicles (cars and light trucks) were registered nationwide as of April 2021 (USDOE 2021).
Further, public charging stations would not be used to recharge BEV NGDV delivery vehicles. This
Proposed Action would therefore have no significant adverse impact on energy requirements.
The impact of BEV charging is discussed in Section 4-8.3. The BEV NGDV specifications for analysis
are provided in Table 3-3, and the analysis is based on anticipated Level 2 charging that uses a
higher-output 240-volt power source that reduces charging time as compared to a Level 1, 120-volt
power source. BEV NGDV would be expected to discharge around 20 percent of battery capacity
under average conditions because of the low average delivery route mileage. This would limit battery
degradation and may not require charging all vehicles every day. The BEV NGDV could fully recharge
during non-business hours.
Under full electrification of the 165,000 BEV NGDV, annual energy usage and load requirements
would be less than one percent of the total annual energy generation for the U.S., which was 4,127
billion kWh in 2020 with a peak load of 1,118 billion kW (USEIA 2020). Thus, existing bulk power
systems are adequate for supplying electricity to 165,000 BEV NGDV. The Proposed Action, under
the BEV Hypothetical Maximum, would have no significant adverse impact and an overall beneficial
effect on energy requirements and conservation greater than the Proposed Action ICE NGDV
Hypothetical Maximum, as well as Alternatives 1.1 and 1.2.

4-9.3.3 Alternative 1.1 – 100% RHD COTS ICE Vehicles
Alternative 1.1 would increase fuel (gasoline) consumption. Postal Service performance data shows
the Metris currently in use averages only 6.3 mpg, less than the existing LLVs, which are custom-built
and do not have air conditioning. Based on the 6.3 mpg, the 165,000 COTS ICE vehicles would have
an estimated annual fuel usage of about 166 million gallons (see Table G-4 in Appendix G), an annual
increase of about 31 million gallons of fuel use (23 percent more) as compared to the existing 165,000
delivery vehicles. The newer vehicles also would require less frequent oil changes and other
maintenance.
The expected fuel efficiency of the RHD COTS ICE (6.3 mpg) would be less than the ICE NGDV (8.6
mpg with air conditioning), and Alternative 1.1 would result in more annual fuel consumption as
compared to the Proposed Action under either Hypothetical Maximum. As shown in Table G-2
(Appendix G), Alternative 1.1 would result in about 56 million gallons more annual fuel usage than the
ICE NGDV Hypothetical Maximum Proposed Action because of lower fuel efficiency of the COTS ICE
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vehicles, and the Proposed Action's 10 percent minimum of BEV NGDV. This Alternative would result
in a negligible adverse impact on fuel resources on a nationwide scale.

4-9.3.4 Alternative 1.2 – 100% LHD COTS BEVs
Alternative 1.2 would have a beneficial impact on energy use through reduction in fuel (gasoline)
consumption, as the COTS BEVs would not require gasoline, saving about 135 million gallons of fuel
(gasoline) annually (see Table G-1 in Appendix G). The newer vehicles also would require less
frequent maintenance.
Alternative 1.2 would have a minor impact on the electrical grid. The annual electricity required to
support the 165,000 COTS BEVs purchased over the ten-year period would be approximately
650,720 MWh (see Table F-5.a in Appendix F). This impact would be negligible on a nationwide scale
since approximately 240,000 BEVs were sold in 2020, and about 251 million vehicles (cars and light
trucks) were registered nationwide as of April 2021 (USDOE 2021). Further, public charging stations
would not be used to recharge USPS delivery vehicles. The manufacturer currently rates the 2020
Ford E Transit at 108 miles on a single charge. However, the actual mileage is expected to be
significantly less because of the frequent and repetitive starts and stops required for business and
residential delivery.
The impact of BEV charging is discussed in Section 4-8.3. For the COTS BEV analysis, this EIS uses
the manufacturer’s currently advertised specifications for the Ford E Transit (see Table 3-6 for
specifications). The analysis is based on anticipated Level 2 charging that uses a higher-output 240volt power source that reduces charging time as compared to a Level 1, 120-volt power source. COTS
BEVs would be expected to discharge around 20 percent of battery capacity under average conditions
because of the low average delivery route mileage. This would limit battery degradation and may not
require charging all vehicles every day. The COTS BEVs could fully recharge during non-business
hours.
Under full electrification of the 165,000 COTS BEVs, annual energy usage and load requirements
would be less than one percent of the total annual energy generation for the U.S., which was 4,127
billion kWh in 2020 with a peak load of 1,118 billion kW (USEIA 2020). Thus, existing bulk power
systems are adequate for supplying electricity for the 165,000 COTS BEVs. Alternative 1.2 would
have no significant adverse impact and an overall beneficial effect on energy requirements and
conservation.

4-9.3.5 No-Action Alternative
Under the No-Action Alternative, the existing delivery vehicles would continue to be operated, and the
benefits of newer vehicles with better fuel usage would not be realized. Continuing to operate these
high-maintenance and end-of-life delivery vehicles would negatively impact energy requirements and
conservation and Postal Service’s sustainability policies and goals for energy consumption and
conservation. Based on the current annual delivery vehicle fuel use data (see Table G-1 in Appendix
G), almost 1.35 trillion gallons of fuel (gasoline) would be used by the existing vehicles over a ten-year
period. This is far more than under the Proposed Action ICE NGDV Hypothetical Maximum but less
than under Alternative 1.1.
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4-10 Solid and Hazardous Materials and Wastes
4-10.1 Solid and Hazardous Materials and Wastes – Background and Affected
Environment
Solid waste includes garbage or refuse, and other discarded material as defined under the Resource
Conservation and Recovery Act (RCRA) and 40 CFR 260 - 262. Materials that do not meet the RCRA
definition are not solid wastes and are not subject to RCRA regulation.
The RCRA defines hazardous wastes as solid waste, or combination of solid wastes, which because
of its quantity, concentration, or physical, chemical, or infectious characteristics may (a) cause, or
significantly contribute to an increase in mortality or an increase in serious irreversible, or
incapacitating reversible, illness; or (b) pose a substantial present or potential hazard to human health
or the environment when improperly treated, stored, transported, or disposed of, or otherwise
managed. Certain types of hazardous wastes are subject to special management provisions intended
to ease the management burden and facilitate the recycling of such materials. These are called
universal wastes and their associated regulatory requirements are specified in 40 CFR 273.
Hazardous waste batteries are one of the four types of waste currently covered under the universal
waste regulations.
Postal Service delivery vehicle maintenance and delivery operations generate solid waste, regulated
waste and limited quantities of hazardous wastes. Recycling and disposal are managed in
accordance with all applicable environmental and safety regulations. State and local environmental
regulations vary from jurisdiction-to-jurisdiction nationwide. The Postal Service has programs and
national contracts in place to ensure these wastes are properly recycled or, if necessary, disposed in
accordance with regulatory requirements. Many waste streams generated through ongoing vehicle
maintenance, including used oil and oil filters, antifreeze, tires, batteries, and scrap metal are
recycled. Additionally, employees with hazardous waste management responsibilities are required to
take waste management training annually in order to ensure proper procedures are followed.
With regards to vehicle disposal, the Postal Service has standard procedures in place to manage
surplus vehicles and vehicle-related parts. The Postal Service’s delivery vehicle life cycle is shown in
Figure 4-10.1.
Figure 4-10.1
USPS Delivery Vehicle Life Cycle

Acquisition

Deployment

Monitoring

Acquisition and
initial servicing of
delivery vehicle.

Deployment of
delivery vehicles
to VMFs and
Postal Service
facilities.

Vehicle status is
monitored
throughout the
service life of the
delivery vehicle.

Maintenance
Routine and corrective
maintenance conducted.
Wastes generated from
ongoing maintenance are
recycled, when possible,
or disposed of using
national contracts.

Recycle/Reuse
Once vehicle is replaced, no
longer needed, or no longer
economical, vehicle and/or
parts are sold or scrapped.
Scrapped materials are
recycled, when possible, or
disposed.

Currently, almost 100 percent of automobiles get recycled in the U.S. The reusable parts of a vehicle,
including wheels, windows, trunk lids, hoods, seats, and doors are removed. At the same time, for
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environmentally responsible recycling, mercury switches are removed, and cars are drained of fluids
(LeBlanc 2019). The remaining hulk of the car enters the shredder to recover non-ferrous metals.
Postal Service procedures, including the Postal Service’s Vehicle Disposal Strategy, support this
national trend. The Postal Service manages its surplus vehicle fleet, vehicle-related parts and
equipment through online auctions, live auctions, fixed-price sales and vehicle
cannibalization/scrapping processes. The Postal Service does not permit the reselling of LLVs and/or
FFVs in the secondary market. When scrapped, vehicle components such as metal, batteries, oil,
coolant, and tires are removed and reused or recycled to the extent possible. The remainder of
surplus parts are disposed in accordance with environmental laws and regulations.

4-10.2 Solid and Hazardous Materials and Waste – Environmental Consequences
4-10.2.1

Proposed Action and Alternatives 1.1 and 1.2

The Proposed Action and Alternatives 1.1 and 1.2 would have a negligible adverse impact on solid
and hazardous waste. Disposal of the existing delivery vehicles would take place over a ten-year
period, and the Postal Service vehicle disposal strategy and contracts in place for recycling and
disposal would minimize the adverse impacts to the extent possible. Recycling and disposal of the
wastes and materials from the replaced vehicles would have no significant adverse impact on
commercial treatment capacity and landfill capacity over the ten-year period.
Operation and maintenance of new vehicles would use less hazardous materials and generate less
solid and hazardous waste (e.g., used engine oil) than the existing aged delivery vehicles. Since
BEVs do not require engine oil, used engine oil would not be generated at all for BEV procurement
scenarios. Minor amounts of other lubricant types, including bearing grease, coolants, and windshield
wiper fluid would be required for both BEV and ICE vehicles, whether NGDV or COTS, but much of
this material would be reclaimed or recycled. Spent lithium-ion BEV batteries would be an additional
source of hazardous waste for the BEV procurement scenarios. Recycling methods in the U.S. are
currently limited and vary in recovery capabilities. Under normal operating conditions, not including
frequent starts and stops, the BEV batteries are expected to last up to ten to twelve years, at which
time they would be recycled.

4-10.2.2

No-Action Alternative

Under the No-Action Alternative, aged delivery vehicles with outdated safety features and poor
performance characteristics would continue to be maintained until maintenance was no longer
feasible. These vehicles would then be disposed according to the Postal Service’s Vehicle Disposal
Strategy for Fleet Management. The Postal Service would not be able to carry out its mission as endof-life delivery vehicles are disposed and not replaced. The No-Action Alternative would have no
significant adverse impact on solid and hazardous waste management and disposal capacity.

4-11 Summary of Potential Environmental Impacts
Implementation of the Proposed Action, under either Hypothetical Maximum, or Alternatives 1.1 and
1.2 would result in no or negligible environmental impact to the environmental resources that were not
evaluated in detailed impact analysis: topography, geology and soils, and prime farmland; historical
and archaeological resources; hydrology, water resources, floodplains, and wetlands; vegetation and
wildlife; land use and planning; and coastal zone.
The Proposed Action and Alternatives 1.1 and 1.2 could require interior alterations within affected
existing Postal Service facilities and exterior alterations within existing delivery vehicle parking areas
to accommodate construction of necessary electrical charging infrastructure for BEVs. These
alterations are expected to be inside existing facilities or within existing facility footprints that are
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previously disturbed areas. No expansion requiring real property leasing or acquisition, or real
property disposal as part of these action alternatives would occur, and no expansion outside the
footprint of existing facilities or vehicle parking areas is anticipated. As discussed in Section 1-3.1, the
Postal Service would conduct appropriate environmental reviews at the local level per Postal Service
Handbook RE-6 (2015) as needed. Postal Service environmental checklists, screening analyses, and
stand-alone, project-level Environmental Assessments would be employed on a facility-specific basis
to assess the extent of impacts from any facility-related actions.
The Proposed Action, under either Hypothetical Maximum, and Alternatives 1.1 and 1.2 would have
either beneficial or no to negligible adverse impacts on the environmental resources summarized
below (Table 4-11.1). This is because the actions are nationwide in scope; involve a one-to-one
replacement of existing vehicles with more efficient, technologically advanced, ergonomic and safer
vehicles; and purchase and deployment would occur over a ten-year period.

4-11.1 Comparison of Potential Impacts for Alternatives
The potential environmental impacts from the Proposed Action and Alternatives 1.1 and 1.2 are
summarized in Table 4-11.1.
The Proposed Action, under either Hypothetical Maximum, and Alternatives 1.1 and 1.2 would result
in beneficial impacts on transportation safety, traffic noise, air pollutant and GHG emissions,
community emergency services, and fuel (gasoline) consumption. The Proposed Action’s BEV
Hypothetical Maximum and COTS BEV Alternative (1.2) would provide greater benefit on traffic noise
reduction than would the ICE NGDV Hypothetical Maximum or COTS ICE Alternative (1.1), since
BEVs are quieter than ICE vehicles at low speeds. Additionally, alternatives using BEVs would
generate less lubricants, oils, and greases as compared to existing ICE vehicles. BEVs do not use
engine oil for operation, but spent BEV batteries would be an additional source of hazardous waste for
the BEV procurement alternatives. Recycling methods in the U.S. are currently limited and vary in
recovery capabilities. Under normal operating conditions, not including frequent starts and stops, the
BEV batteries are expected to last up to ten to twelve years, at which time they would be recycled.
The Proposed Action, under either Hypothetical Maximum, and Alternatives 1.1 and 1.2 would result
in no to negligible impact on economics, employment, environmental justice, traffic, accessibility,
parking, public transportation, engine noise from ICE vehicle operation, community utility services,
utility availability and demand capacity, energy consumption, and solid and hazardous waste
treatment and disposal.
The No-Action Alternative would not satisfy the Purpose and Need for the purchase of new delivery
vehicles to replace aged delivery vehicles with outdated safety features and poor performance
characteristics. Impacts would remain unchanged, and the benefits from replacing end-of-life delivery
vehicles with modern vehicles would not be realized.

4-11.2 Selection of Preferred Alternative
At this time, the Postal Service selects as its preferred alternative the Proposed Action, which is the
purchase and deployment of up to 90 percent ICE NGDV with at least 10 percent BEV NGDV. This
Preferred Alternative provides a purpose-built RHD vehicle that would meet the Postal Service’s
Purpose and Need by providing the performance, safety, and ergonomic requirements for efficient
Postal Service carrier deliveries to businesses and curb-line residential mailboxes over the entire
nationwide system. This Preferred Alternative is also the most achievable given the Postal Service’s
financial condition, as the ICE NGDV is significantly less expensive than the BEV NGDV (see Table 31.1).

4-41

December 2021

Final Environmental Impact Statement

United States Postal Service
Environmental Compliance and Risk Management

Although the BEV NGDV Alternative would result in about 200 percent fewer direct and indirect GHG
(CO2e) emissions than under the 90 percent ICE NGDV Preferred Alternative (see Sections 4-6.3.3
and 4-6.3.2, respectively), committing to purchase more than 10 percent BEV NGDV as part of the
Preferred Alternative is not achievable, absent additional funding, as the 100 percent BEV NGDV
Preferred Alternative is $2.3 billion more expensive than the 90 percent ICE NGDV Preferred
Alternative (assuming an order of 75,000 NGDVs, see Table 3-1.1). Furthermore, acquiring 100
percent BEV NGDV for the full 165,000 amount of the Proposed Action would require more than
$1 billion in additional investment due to BEV infrastructure costs.
The most favorable SCC calculations for the BEV NGDV (20 years, at 2.5 percent discount rate)
result in an approximately $61 million SCC benefit (operational year 2050) and approximately $46
million SCC (operational year 2030) of the BEV NGDV Alternative as compared to the ICE NGDV
Preferred Alternative (see Tables 4-6.3, 4-6.6, F-8.b & F-8.c; see also response to Comment 27 in
Appendix B for SCC calculations incorporating even more favorable BEV assumptions).
Alternative 1.1, to purchase and deploy 100 percent RHD COTS ICE vehicles, would also not meet
the Postal Service’s Purpose and Need. While RHD COTS ICE vehicles would have some, but not all,
of the enhanced safety and customized operational features available in the NGDV that are optimal
for postal operations and be capable of delivering to curb-line mailboxes, they would not provide the
same operational or ergonomic benefits as the purpose-built NGDV (see Section 3-2). For example,
they do not have body components designed for frequent and repetitive use, leading to expected
higher maintenance and repair costs, and body components that need to be replaced more frequently
than those purpose-built for the NGDV.
Alternative 1.2, to purchase and deploy 100 percent LHD COTS BEVs, also would not meet the
Postal Service’s Purpose and Need. In addition to the body component issues of the RHD COTS the
COTS BEVs would have route length and other operational constraints that would not allow
deployment of BEVs for some routes. Also, being LHD, the COTS BEVs would not support curb-line
deliveries (see Section 4-4.3.3). Although the COTS BEV market and technology is rapidly evolving,
LHD BEVs are still in development and currently available only in small quantities. RHD COTS BEVs
are not currently available or otherwise marketed by commercial manufacturers for future
development.
The No-Action Alternative, or status quo, would not meet the Postal Service's Purpose and Need. It
would not involve the purchase and deployment of any replacement vehicles for accident-damaged,
high-maintenance, and end-of-life vehicles. It would not meet the Purpose and Need to provide more
energy-efficient vehicles, and updated technology, increased cargo capacity and improved loading
characteristics, improved ergonomics and carrier safety, and reduced maintenance costs. Further, it
would result in higher fuel (gasoline) usage than both Proposed Action Hypothetical Maxima and
Alternative 1.2, and greater direct and indirect GHG emissions than both Hypothetical Maxima of the
Proposed Action and Alternatives 1.1 and 1.2.
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Table 4-11.1
Potential Environmental Impacts Summary Matrix

Key:
Impact symbols: B = beneficial effect; N = no effect or negligible effect; M = moderately adverse effect; and S = significant effect
Duration symbols: P = permanent effect; T = temporary effect; and N/A = not applicable
Mitigation symbols: Y = can be mitigated; N = cannot be mitigated; NR = not required; and N/A = not applicable

Environmental Resource Area

NGDV Proposed Action
(90% ICE/10% BEV)

NGDV Proposed Action
(100% BEV)

COTS Alternative 1.1
(100% ICE)

COTS Alternative 1.2
(100% BEV)

No-Action Alternative

Impact - Duration - Mitigation

Impact - Duration - Mitigation

Impact - Duration - Mitigation

Impact - Duration - Mitigation

Impact - Duration - Mitigation

N - P - NR
N - P - NR
N - P - NR

N - P - NR
N - P - NR
N - P - NR

N - P - NR
N - P - NR
N - P - NR

N - P - NR
N - P - NR
N - P - NR

N - P - NR
N - P - NR
N - P - NR

N - P - NR
B - P - NR
N - T - NR
N - T - NR
N - P - NR

N - P - NR
B - P - NR
N - T - NR
N - T - NR
N - P - NR

N - P - NR
B - P - NR
N - T - NR
N - T - NR
N - P - NR

N - P - NR
B - P - NR
N - T - NR
N - T - NR
N - P - NR

N - P - NR
M-P-N
N - P - NR
N - P - NR
N - P - NR

N - P - NR
N - P - NR

B - P - NR
N - P - NR

N - P - NR
N - P - NR

B - P - NR
N - P - NR

N - P - NR
N - P - NR

B - P - NR
N/A - N/A - N/A
B - P - NR

B - P - NR
N/A - N/A - N/A
B - P - NR

B - P - NR
N/A - N/A - N/A
B - P - NR

B - P - NR
N/A - N/A - N/A
B - P - NR

N-P-N
N/A - N/A - N/A
N - P - NR

N - P - NR
B - P - NR

N - P - NR
B - P - NR

N - P - NR
B - P - NR

N - P - NR
B - P - NR

N-P-N
N-P-N

N - P - NR
N - P - NR

N-P-Y
N-P-Y

N - P - NR
N - P - NR

N-P-Y
N-P-Y

N - P - NR
N - P - NR

B - P - NR
N - P - NR

B-P-Y
N-P-Y

N - P - NR
N - P - NR

B-P-Y
N-P-Y

N-P-N
N - P - N/A

N - P - NR
N - P - NR
N - P - NR

N - P - NR
B - P - NR
N - P - NR

N - P - NR
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5 OTHER IMPACTS
5-1 Unavoidable Adverse Impacts
The Proposed Action and Alternatives 1.1 and 1.2 would involve the purchase and deployment
of up to 165,000 NGDV or COTS vehicles in total production orders over a ten-year period.
High-maintenance and end-of-life delivery vehicles would be replaced at various Postal Service
facility locations throughout the U.S. on a one-for-one basis, resulting in no additional delivery
vehicles (Appendix D). This number of new delivery vehicles represents a negligible percentage
of the over 122 million cars and almost 160 million trucks registered in the U.S. in 2018 (USDOE
2021).

5-1.1 Proposed Action – ICE NGDV Hypothetical Maximum
Under the ICE NGDV Hypothetical Maximum, the Proposed Action would generate solid and
hazardous wastes from continued maintenance of delivery vehicles, but to a lesser degree than
the No-Action Alternative. Less fuel would be purchased from retailers and bulk suppliers
because of better gas mileage by the ICE NDGV, and up to 16,500 BEV NGDV not requiring
fuel for operation. New NGDV would require less maintenance than the high-maintenance and
end-of-life delivery vehicles. The need for commercial garage maintenance due to unscheduled
repairs of vehicles is anticipated to decrease. This would result in adverse impacts to
commercial fuel retailers from lower overall fuel sales and less maintenance needed by
commercial garages for unscheduled repairs because the new vehicles would be more fuel
efficient and would not need as much maintenance as the high-maintenance and end-of-life
delivery vehicles being replaced.
Although there would be an increase in the number of vehicles and/or parts that would need to
be sold, recycled to the extent possible, or disposed in accordance with the Postal Service’s
protocols, there is adequate nationwide treatment and disposal capacity, with the exception of
lithium-ion BEV batteries. Spent BEV batteries would be an additional source of hazardous
waste. Spent batteries could be collected under streamlined universal waste collection
standards to make it easier to send them for recycling or proper treatment and disposal.
Recycling methods in the U.S. are limited at this time and vary in recovery capabilities for spent
BEV batteries; however, it is expected that recycling capacity over the effective life of the BEV
NGDV would increase with the increasing nationwide adoption of BEVs.
This Proposed Action would not impact short-term uses of environmental resources that would
affect the maintenance of long-term productivity.
Delivery vehicle operation contributes to ambient noise around Postal Service facilities and
along delivery routes. Vehicle noise sources include air passing over vehicles, engine, exhaust
and drivetrain, and tires rolling on roadway surfaces. ICE vehicles are expected to generate less
noise than the high-maintenance and end-of-life delivery vehicles being replaced, and BEVs are
expected to generate even less noise than ICE vehicles at low speeds where tire noise does not
predominate. There would be negligible to minimal impact on the overall ambient noise
environment since each delivery event occurs over a short duration at generally low speeds and
during daytime hours.
The ICE NGDV would continue to produce air emissions during operations, but to a lesser
extent than vehicles being replaced, due to advances in new technologies in engine and
transmission designs and in emission controls. Replacing the high-maintenance and end-of-life

5-1

December 2021

Final Environmental Impact Statement

United States Postal Service
Environmental Compliance and Risk Management

delivery vehicles with ICE NGDV would result in a beneficial net reduction in air pollutant and
GHG emissions. There would be a positive (beneficial) impact on social cost of carbon
emissions.

5-1.2 Proposed Action – BEV NGDV Hypothetical Maximum
The Proposed Action, under this Hypothetical Maximum, would generate solid and hazardous
wastes from continued maintenance of delivery vehicles, but to a lesser degree than under the
No-Action Alternative. Less fuel would be purchased from retailers and bulk suppliers because
the BEV NDGV would not require fuel for operation. New NGDV would require less
maintenance than the high-maintenance and end-of-life delivery vehicles. The need for
commercial garage maintenance due to unscheduled repairs of vehicles is anticipated to
decrease. This would result in adverse impacts to commercial fuel retailers from lower overall
fuel sales and less maintenance needed by commercial garages for unscheduled repairs
because the new vehicles would be more fuel-efficient and would not need as much
maintenance as the delivery vehicles being replaced.
Although there would be an increased demand for disposal of vehicles or parts that would need
to be sold, recycled to the extent possible, or disposed in accordance with the Postal Service’s
fleet disposal strategy, there is adequate nationwide treatment and disposal capacity with the
exception of spent lithium-ion BEV batteries. Spent BEV batteries would be an additional source
of hazardous waste, but the Proposed Action would generate more battery waste under this
Hypothetical Maximum than the 90 percent ICE NGDV and 10 percent BEV NGDV Hypothetical
Maximum. However, spent batteries could be collected under streamlined universal waste
collection standards to make it easier to send them for recycling or proper treatment and
disposal. Recycling methods in the U.S. are limited and vary in recovery capabilities for spent
BEV batteries; however, it is expected that recycling capacity over the effective life of the BEV
NGDV would increase with the increasing nationwide adoption of BEVs.
This Proposed Action therefore would not impact short-term uses of environmental resources
that would affect the maintenance of long-term productivity.
Delivery vehicle operation would contribute to ambient noise around Postal Service facilities and
along delivery routes. Vehicle noise sources include air passing over vehicles, engine, exhaust
and drivetrain, and tires rolling on roadway surfaces. BEVs are expected to be quieter than ICE
vehicles at low speeds where tire noise does not predominate. There would be negligible to
minimal impact on the overall ambient noise environment since each delivery event occurs over
a short duration at generally low speeds and during daytime hours.
The BEV NGDV would produce fewer air emissions than the ICE NGDV during operations.
Replacing the high-maintenance and end-of-life delivery vehicles with BEV NGDV would result
in a greater beneficial net reduction in air pollutant and GHG emissions, and there would be
approximately 1.5 times greater social cost benefit as compared to the 90 percent ICE NGDV
and 10 percent BEV NGDV Hypothetical Maximum.

5-1.3 Alternative 1.1 – 100% RHD COTS ICE Vehicles
Alternative 1.1 would generate solid and hazardous wastes from continued maintenance of
delivery vehicles, but to a lesser degree than under the No-Action Alternative. More fuel for the
165,000 COTS ICE vehicles would be purchased from retailers and bulk suppliers because of
their lower average fuel efficiency (mpg) than the mix of current delivery vehicles. The need for
commercial garage maintenance due to unscheduled repairs of vehicles is anticipated to
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decrease. New COTS vehicles would result in adverse impacts to commercial garages due to
less maintenance needed for unscheduled repairs because the new vehicles would not need as
much maintenance as the high-maintenance and end-of-life delivery vehicles being replaced.
This would result in less business for commercial garages performing unscheduled repairs
because the new vehicles would not need as much maintenance as the delivery vehicles being
replaced. Although there would be an increased demand for disposal of vehicles or parts that
would need to be sold, recycled to the extent possible, or disposed in accordance with the
Postal Service’s fleet disposal strategy, there is adequate nationwide treatment and disposal
capacity. Alternative 1.1 therefore would not impact short-term uses of environmental resources
that would affect the maintenance of long-term productivity.
Delivery vehicle operation would contribute to ambient noise around Postal Service facilities and
along delivery routes. Vehicle noise sources include air passing over vehicles, engine, exhaust
and drivetrain, and tires rolling on roadway surfaces. COTS ICE vehicles are expected to be
quieter than the aged delivery vehicles being replaced. There would be negligible to minimal
impact on the overall ambient noise environment since each delivery event occurs over a short
duration at generally low speeds and during daytime hours.
The COTS ICE vehicles would continue to produce air emissions during operations. Replacing
the high-maintenance and end-of-life delivery vehicles with COTS ICE vehicles would result in a
beneficial net reduction in air pollutant and GHG emissions. However, there would be less
beneficial impact, including the least social cost benefit from carbon emissions, than under any
other Alternative.

5-1.4 Alternative 1.2 – 100% LHD COTS BEVs
Alternative 1.2 would generate solid and hazardous wastes from continued maintenance of
delivery vehicles, but to a lesser degree than under the No-Action Alternative. Less fuel would
be purchased from retailers and bulk suppliers because the COTS BEVs would not require fuel
for operation. New COTS vehicles would require less maintenance than the high-maintenance
and end-of-life delivery vehicles. The need for commercial garage maintenance due to
unscheduled repairs of vehicles is anticipated to decrease, this would result in adverse impacts
to commercial fuel retailers from lower overall fuel sales, and less maintenance needed for
unscheduled repairs by commercial garages because the new vehicles would not need as much
maintenance as the high-maintenance and end-of-life delivery vehicles being replaced.
Although there would be an increased demand for disposal of vehicles or parts that would need
to be sold, recycled to the extent possible, or disposed in accordance with the Postal Service’s
fleet disposal strategy, there is adequate nationwide treatment and disposal capacity with the
exception of spent lithium-ion BEV batteries. Spent BEV batteries would be an additional source
of hazardous waste. However, spent batteries could be collected under streamlined universal
waste collection standards to make it easier to send them for recycling or proper treatment and
disposal. Recycling methods in the U.S. are limited and vary in recovery capabilities for spent
BEV batteries; however, it is expected that recycling capacity over the effective life of the COTS
BEV would increase with the increasing nationwide adoption of BEVs.
Alternative 1.2 therefore would not impact short-term uses of environmental resources that
would affect the maintenance of long-term productivity.

5-3

December 2021

Final Environmental Impact Statement

United States Postal Service
Environmental Compliance and Risk Management

Delivery vehicle operation would contribute to ambient noise around Postal Service facilities and
along delivery routes. Vehicle noise sources include air passing over vehicles, engine, exhaust
and drivetrain, and tires rolling on roadway surfaces. BEVs are expected to be quieter than ICE
vehicles at low speeds where tire noise does not predominate. There would be negligible to
minimal impact on the overall ambient noise environment since each delivery event occurs over
a short duration at generally low speeds and during daytime hours.
The COTS BEVs would produce fewer direct and indirect air emissions than the COTS ICE
vehicles during operations. Replacing the high-maintenance and end-of-life delivery vehicles
with COTS BEVs would have the same beneficial net reduction in air pollutant and GHG
emissions as the 100 percent BEV NGDV Hypothetical Maximum. Alternative 1.2 would
represent greater benefit in terms of social cost of carbon emissions and there would be
approximately two times greater social cost benefit as compared to the ICE NGDV Hypothetical
Maximum.

5-2 Irreversible and Irretrievable Commitments of Resources
Irreversible and irretrievable commitments of resources refer to the impacts on or losses of
resources that cannot be recovered or reversed such as the use of fuel or mined minerals. The
Proposed Action and Alternatives 1.1 and 1.2 would involve the purchase and deployment of up
to 165,000 NGDV or COTS vehicles in total production orders over a ten-year period. Highmaintenance and end-of-life delivery vehicles would be replaced at various Postal Service
facility locations throughout the U.S. on a one-for-one basis, resulting in no additional delivery
vehicles (see Appendix D).

5-2.1 Proposed Action
Under the Proposed Action ICE NGDV Hypothetical Maximum, fuel would continue to be used
for ICE NGDV. There would be a one-to-one replacement of high-maintenance and end-of-life
delivery vehicles, and the NGDV would be more fuel-efficient than the delivery vehicles being
replaced, so less fuel would be consumed than is currently or under the No Action Alternative.
BEV NGDV would not require fuel and even considering fuel for the grid (as evaluated through
eGRID), there would be a net reduction in fuel usage.
In 2020, non-renewable energy sources accounted for about 80 percent of electricity generation
(USEIA 2021a), and the BEV NGDV would result in irreversible commitment of the nonrenewable fuel resources. Also, the BEV NGDV would use lithium-ion batteries that would result
in irreversible commitment of the mined mineral ores needed for battery production. The
minerals of primary concern for BEV battery production are cobalt, lithium, graphite and
manganese, all of which are listed as critical materials by the United States Geological Survey
due to the heavy reliance for economic development and high vulnerability in the supply chain
(FR 2018).

5-2.2 Alternative 1.1 – 100% RHD COTS ICE Vehicles
Alternative 1.1 would continue to use fuel for COTS ICE vehicles. There would be a one-to-one
replacement of high-maintenance and end-of-life delivery vehicles. However, the COTS ICE
vehicles would be less fuel efficient than the delivery vehicles being replaced. Thus, there would
be a net increase in fuel usage.
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5-2.3 Alternative 1.2 - 100% LHD COTS BEVs
Alternative 1.2 would not require fuel usage, and even considering fuel for the grid (as evaluated
through eGRID), there would be a net reduction in fuel usage
In 2020, non-renewable energy sources accounted for about 80 percent of electricity generation
(USEIA 2021a), and the COTS BEVs would result in irreversible commitment of the nonrenewable fuel resources. Also, the COTS BEV lithium-ion batteries would result in more
irreversible commitment of the mined mineral ores needed for battery production than for the
ICE or No-Action Alternatives. The minerals of primary concern for BEV battery production are
cobalt, lithium, graphite and manganese, all of which are listed as critical materials by the United
States Geological Survey due to the heavy reliance on for economic development and high
vulnerability in the supply chain (FR 2018).
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6 CUMULATIVE IMPACTS
6-1 Introduction
Cumulative impacts are the impacts on the environment that result from the incremental impact
of a proposed action when added to other past, present, and reasonably foreseeable future
actions. Cumulative impacts result when the effects of an action are added to or interact with
other effects in a particular place and within a particular time frame. The cumulative impacts of
an action can be viewed as the collective environmental effects (magnitude, extent, or duration)
on an environmental resource, ecosystem, or human community from a proposed action when
added to impacts from other actions affecting that resource. If an action does not have impacts
on a particular resource, there would be no cumulative effects attributable to the action.
The analysis of cumulative impacts requires specific knowledge of other actions occurring or
proposed to occur within or near the geographic study area. This analysis focuses on the
nationwide deployment of new Postal Service delivery vehicles with one-to-one replacement of
high-maintenance and end-of-life delivery vehicles over a ten-year period. The quantity of new
vehicles and the site-specific locations of where they would be deployed are not known at this
time. Given the nature and nationwide scope of the Proposed Action and Alternatives 1.1 and
1.2, identifying the actions of others would be very difficult if not impossible to quantify.
Therefore, cumulative effects from the incremental impacts of the Proposed Action and
Alternative 1.1 and 1.2 scenarios are evaluated broadly on a nationwide scale.

6-2 Geographic Extent and Time Frame
The deployment of up to 165,000 replacement delivery vehicles over a ten-year period is
nationwide in scope, with vehicles to be placed at various Postal Service facilities across the
U.S. depending on the locations of the high-maintenance and/or end-of-life of existing delivery
vehicles to be replaced. Therefore, the geographic extent of this cumulative impact analysis is
also national in scope. The temporal scope of this analysis considers nationwide trends related
to past and future action impacts when the incremental impacts related to upgrading the Postal
Service’s delivery fleet are added. The Proposed Action and Alternatives 1.1 and 1.2
deployments would span a time-period of ten years beginning in 2023, and the vehicles'
operational time-period would continue for the life span of the vehicles.

6-3 Past, Present, and Reasonably Foreseeable Projects and Actions
Considered
The temporal scope of this analysis spans past and planned future actions related to upgrading
the Postal Service’s delivery fleet vehicles. The Postal Service continually replaces highmaintenance and end-of-life delivery vehicles. The current delivery fleet of approximately
212,000 active vehicles consists of approximately 135,000 RHD LLVs, 20,000 RHD FFVs,
50,000 COTS delivery vehicles and 7,000 COTS mixed delivery vehicles (step vans). The mixed
delivery and step vans transport large volumes of mail and are utilized for a combination of
delivery and collection routes where larger capacity is required. Step vans travel on highways
throughout the U.S. New COTS ICE vehicles, evaluated in a 2017 PEA (USPS), and an REC in
2020, continue to be purchased as needed to replace high-maintenance and end-of-life delivery
vehicles and to support delivery route growth.
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6-4 Discussion of Potential Cumulative Impacts
6-4.1 Resources Not Studied in Detail
The Proposed Action and Alternatives 1.1 and 1.2 scenarios would potentially affect the
environmental resources discussed in this section. There would be no potential for cumulative
impact on the environmental resources not studied in detail in this EIS, as described in Section
4-2 (water, geology, soils, prime farmland, vegetation, wildlife, threatened and endangered
species, wetlands and floodplains, cultural resources, land use, wild and scenic rivers and
coastal zone). As discussed in Sections 1-3.1 and 4-2, site-specific facility alterations and a
potential new training facility are not included in the detailed evaluation of the Proposed Action
and Alternatives 1.1 and 1.2, as these specifically address the purchase and operation of new
Postal Service delivery vehicles. Appropriate NEPA reviews at the local level would be
conducted in the future, as needed.

6-4.2 Socioeconomics
The purchase and deployment of up to 165,000 new delivery vehicles over a ten-year period to
replace the same number of high-maintenance and end-of-life delivery vehicles would result in
negligible impacts on community economics, employment, and minority and low-income
populations. There would be a negligible beneficial effect on the nationwide economy from the
purchase and deployment of 165,000 delivery vehicles and on the local communities where the
vehicles are manufactured and sold. The sale, scrapping, and/or recycling of the aged delivery
vehicles being replaced would likewise have a negligible positive economic effect on income for
the used auto, parts, scrapping, and recycling industries. Adding more fuel-efficient ICE vehicle
drivetrains and BEVs would reduce the demand for fuel (gasoline) purchases. These impacts
would be insignificant when compared to the nationwide economy.
Adding BEVs would increase the demand for electricity available to commercial and residential
users. There would be no to negligible impact on electricity availability. There would be
beneficial impacts on ambient air quality in cities and suburbs where new ICE vehicles and
BEVs are deployed because of the higher emission controls of the newer vehicles. There would
be improvements in safety for delivery personnel and the general public that would decrease the
potential risk of accidents due to vehicle mechanical failures and certain modern safety features.
Postal Service deliveries are made regardless of socioeconomic status, so there would be no
impact to minority or low-income populations in terms of mail service or disproportionately high
or adverse economic effect resulting from the vehicle replacements at a facility. There would be
no perceptible adverse impact to socioeconomic resources such as community economics,
employees or minority and low-income populations employment from implementation of the
Proposed Action and Alternatives 1.1 and 1.2 on a nationwide scale.

6-4.3 Transportation
The purchase and deployment of up to 165,000 new delivery vehicles over a ten-year period to
replace the same number of high-maintenance and end-of-life delivery vehicles would result in
no impact on local community or nationwide traffic, accessibility and parking at Postal Service
facilities, or public transportation. There would be no increase in delivery routes or personnel.
The new delivery vehicles would not impact nationwide traffic volume. Modern safety features
on the new delivery vehicles would improve operational safety and coupled with past purchases
of modern COTS ICE vehicles, would have a positive cumulative impact on operational safety.
There would be no cumulative effect on traffic, accessibility, or public transportation, and no
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potential for adverse cumulative effects on local or nationwide transportation on a nationwide
scale.

6-4.4 Noise Environment
The purchase and deployment of up to 165,000 new delivery vehicles over a ten-year period
would replace the same number of high-maintenance and end-of-life delivery vehicles. New ICE
vehicles are expected to generate less noise than the delivery vehicles being replaced, and
BEVs would generate even less noise than the ICE vehicles at low speeds where tire noise
does not predominate. There would be negligible to minimal impact on the overall ambient noise
environment since each delivery event occurs over a short duration at generally low speeds and
during daytime hours. There would be no significant adverse cumulative impact on noise from
any of the Proposed Action or Alternatives 1.1 and 1.2 on a nationwide scale.

6-4.5 Air Quality
The purchase and deployment of up to 165,000 new delivery vehicles over a ten-year period
would replace the same number of high-maintenance and end-of-life delivery vehicles. The new
ICE vehicles would continue to produce air emissions during operations. However, replacing the
high-maintenance and end-of-life delivery vehicles with new ICE vehicles would result in a
beneficial net reduction in air pollutant and GHG emissions, and there would be a positive
(beneficial) impact on the social cost of carbon emissions. Past actions in which the Postal
Service replaced high-maintenance and end-of-life delivery vehicles with new ICE vehicles also
produced a beneficial net reduction in air pollutant emissions. The BEV alternatives would
produce even fewer air emissions than ICE vehicles during operations, and would result in an
even greater beneficial net reduction in air pollutant and GHG emissions and SCC emissions.
The reduction in direct and indirect GHG emissions under the ICE NGDV Proposed Action
Hypothetical Maximum would be 290,306 MT CO2e, under the BEV NGDV Proposed Action
Hypothetical Maximum would be 865,213 MT CO 2e (almost three times greater reduction in
GHG emissions than under the ICE NGDV), under Alternative 1.1 (COTS ICE vehicles) would
be 226,427 MT CO2e, and under Alternative 1.2 (COTS BEVs) would be 1,116,730 MT CO 2e
(the greatest reduction of both the Proposed Action and Alternative 1.1). There would be no
significant adverse cumulative impact on air quality from any of the Proposed Action or
Alternatives 1.1 and 1.2 on a nationwide scale.

6-4.6 Community Services
The purchase and deployment of up to 165,000 delivery vehicles over a ten-year period to
replace the same number of high-maintenance and end-of-life delivery vehicles would not result
in a significant adverse cumulative impact on community services. Adding BEV drivetrains to the
Postal Service delivery fleet would reduce the demand for fuel, as would more fuel-efficient ICE
vehicle drivetrains resulting in a negligible reduction in nationwide fuel demand. Adding BEVs
would increase the demand for electricity from the electrical grid resulting in a negligible,
incremental adverse effect on nationwide electricity demand (see Section 6-4.9). The Postal
Service would install charging stations at various nationwide Postal Service facilities and not
rely on public charging stations for charging delivery vehicles. There would be a potential
beneficial impact on emergency services due to the improved, modern safety features of the
new vehicles. There would be no significant adverse cumulative impact on community services
on a nationwide scale.
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6-4.7 Utilities and Infrastructure
The purchase and deployment of up to 165,000 delivery vehicles over a ten-year period to
replace the same number of high-maintenance and end-of-life delivery vehicles would not result
in a significant adverse cumulative impact on utilities or infrastructure. Adding BEVs would
increase the demand for electricity from the electrical grid resulting in a negligible, incremental
adverse effect on nationwide electricity demand (see Section 6-4.9), though this charging will
occur in off-peak hours when overall grid demand is much lower. Charging stations would be
needed at some Postal Service facilities to accommodate BEVs, and public charging stations
would not be used. The impact on utilities and infrastructure services as a result of the
Proposed Action and Alternative 1.2 would result in no or negligible changes from the present
impacts on utility and infrastructure services. There would be no significant adverse cumulative
impact on utilities and infrastructure on a nationwide scale.

6-4.8 Energy Requirements and Conservation
The purchase and deployment of up to 165,000 delivery vehicles over a ten-year period would
replace the same number of high-maintenance and end-of-life delivery vehicles. The new NGDV
and BEV delivery vehicles would be more fuel-efficient than the delivery vehicles being
replaced. ICE NGDV would require less fuel (gasoline) than the replaced delivery vehicles and it
is expected that oil changes would be less frequent for newer vehicles resulting in a reduction of
oil needed for servicing the new vehicles. Past replacements of high-maintenance and end-oflife ICE delivery vehicles with new more fuel-efficient and lower maintenance ICE delivery
vehicles also resulted in lower fuel consumption and less maintenance. Under Alternative 1.1,
the COTS ICE vehicles would require more fuel (gasoline) than the replaced delivery vehicles,
resulting in about 56 million gallons more annual fuel usage than the ICE NGDV hypothetical
maximum Proposed Action. This Alternative would result in a negligible adverse impact on fuel
resources on a nationwide scale. The cumulative impacts on fuel (gasoline) resources would be
negligible, as the new delivery vehicles would make up a negligible percentage of the
approximately 251 million cars and light trucks registered nationwide in 2021 (USDOE 2020).
BEVs would not require fuel, but electricity would be needed to recharge the BEVs. The Postal
Service would install charging stations at various nationwide Postal Service facilities where new
BEVs are deployed and would not rely on public charging stations. The increasing adoption of
BEVs nationwide will place increasing demands on electrical usage for BEV operation.
However, the annual energy usage and load requirements for the Proposed Action and
Alternative 1.2 are less than one percent of the total annual energy generation for the U.S. in
2020. Nationally, the electric infrastructure needs of BEV NGDV or COTS BEVs would be minor
in the context of the U.S. electric grid systems and no significant, national investment in
generation, transmission, or distribution would be needed. Cumulative effects on the electrical
energy demand would be negligible. The cumulative impacts on energy requirements would be
negligible, as the new delivery vehicles would make up a negligible percentage of the
approximately 251 million cars and light trucks registered nationwide in 2021 (USDOE 2020).
There would be no significant adverse cumulative impact on energy requirements or
conservation on a nationwide scale.

6-4.9 Solid and Hazardous Materials and Waste
The purchase and deployment of up to 165,000 delivery vehicles over a ten-year period to
replace the same number of high-maintenance and end-of-life delivery vehicles would not result
in a significant adverse cumulative impact on solid and hazardous waste treatment and
disposal. Approximately the same quantities of wastes as currently generated by high6-4
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maintenance and end-of-life vehicle replacements would be generated, except for the initial
generation and disposal of scrapped vehicle wastes. The Postal Service's vehicles would be
scrapped or sold for parts, the materials recycled to the extent possible, and the remaining
waste disposed at licensed facilities with adequate capacity. There would be a significant
reduction in the use of lubricants, oils, and greases used in BEVs compared to ICE vehicles.
Nationally, there is adequate commercial treatment and landfill disposal capacity for hazardous
waste through December 31, 2044 (EPA 2017). Spent BEV batteries would be an additional
source of hazardous waste. Recycling capacity for BEV batteries is expected to increase over
the next ten years before the end of the effective life of the NGDV or COTS batteries. No
significant adverse cumulative impacts on solid and hazardous waste treatment and disposal on
a nationwide scale are expected to result from implementation of either the Proposed Action or
Alternatives 1.1 and 1.2.

6-4.10 Conclusion
Impacts from the Proposed Action and Alternatives 1.1 and 1.2 would not have the potential for
significant adverse cumulative impacts on nationwide environmental resources when
considered in combination with other actions nationwide. Because of adding newer delivery
vehicles to the fleet, impacts on environmental resources generally are expected to be less than
current impacts, including the No-Action Alternative. Therefore, the Proposed Action and
Alternatives 1.1 and 1.2, would not result in a significant adverse cumulative impact on
nationwide environmental resources.
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7 MITIGATION MEASURES
7-1 Introduction
The EIS has been developed in accordance with NEPA regulations. As specified in NEPA,
mitigation was considered throughout the environmental analysis process. Mitigation measures
include avoiding the impact; minimizing or reducing the severity of impact over time; rectifying
the impact by repairing, rehabilitating, or restoring the adverse effect; or compensating for the
impact such that the impact is no longer significant.
The Proposed Action and Alternatives 1.1 and 1.2 would involve the purchase and deployment
of up to 165,000 NGDV or COTS vehicles in total production orders over a ten-year period.
High-maintenance and end-of-life delivery vehicles would be replaced at various Postal Service
facility locations throughout the U.S. on a one-for-one basis, resulting in no additional delivery
vehicles (Appendix D). This number of new delivery vehicles represents a negligible percentage
of the over 122 million cars and almost 160 million trucks registered in the U.S. in 2018 (USDOE
2021).

7-2 Overview of Impacts
The Proposed Action and Alternatives 1.1 and 1.2 would not result in significant direct, indirect,
or cumulative adverse impacts. There would be no or negligible adverse impacts on noise,
economics, environmental justice, transportation, community services , utilities and
infrastructure, energy requirements, or solid and hazardous waste (see Table 4-11.1). The
Proposed Action and Alternatives 1.1 and 1.2 would result in minor positive (beneficial) impacts
on traffic and vehicle safety from modern safety features, and air quality from a net reduction in
delivery vehicle air emissions. The new vehicles would also result in reduced vehicle
breakdowns. Alternative 1.1 would result in a negligible adverse impact on fuel resources on a
nationwide scale. The Proposed Action and Alternative 1.2 would result in positive impacts on
fuel consumption from increased fuel efficiency of the new delivery vehicles.

7-3

Mitigation Measures

Because of the small degree and low severity of adverse impacts of each of the Proposed
Action and Alternatives 1.1 and 1.2 on environmental resources, mitigation measures are not
necessary to avoid adverse impact, reduce the severity of adverse impact, rehabilitate and
restore adverse effects, or compensate for adverse impact. Implementation of the Proposed
Action or Alternatives 1.1 and 1.2 would provide various degrees of beneficial effects on some
environmental resources.

7-4 Conclusion
Implementation of the Proposed Action or Alternatives 1.1 and 1.2 would serve to mitigate the
existing impacts on environmental resources from the No-Action Alternative (continued
operation of the high-maintenance and end-of-life delivery vehicles). Additionally, the Proposed
Action would provide the flexibility to reduce environmental impacts even further through the
acquisition of more BEV NGDV should additional funding become available. The Postal Service
has determined that no further mitigation measures are necessary or financially feasible.
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9 LIST OF PREPARERS
U.S. Postal Service
Davon M. Collins - Environmental Counsel, Procurement and Property Law. J.D., Yale Law
School; B.A., Cornell University. Over ten years’ experience practicing environmental law in the
private and public sectors.
Casey Cole Huron - M.S., Environmental Science and Policy, The Johns Hopkins University;
B.S., Science-Business, the University of Notre Dame. Manager, Environmental Compliance
and Risk Management, U.S. Postal Service - Environmental Affairs. Over 20 years' professional
experience in environmental compliance and sustainability, with a corporate focus on
program/project management, policy development, strategic planning, and communications.
AECOM Technical Services, Inc.
Charles Allen, PE - B.C.E. Georgia Institute of Technology. More than 40 years environmental
experience, including over 25 years NEPA experience, including for USPS (Network
Rationalization PEA, COTS Vehicle Acquisitions PEA, and numerous Facilities Construction
and Operation EAs and Records of Environmental Considerations), Federal Aviation
Administration, Federal Emergency Management Agency, Department of Veterans Affairs, U.S.
Department of Justice, U.S. Air Force, and U.S Army Corps of Engineers.
Anneliesa Barta - MBA, Finance, and B.S., Psychology, Fordham University. Socioeconomic,
Environmental Justice, and Energy Conservation Specialist with over ten years related
experience in environmental impact assessment, and environmental planning. She has worked
on a variety of Third- Party Environmental Assessments associated with solar, wind, and other
renewable energy projects. She has identified subsistence populations and potentially impacted
minority and low-income residents (communities of concern) and assessed the potential for
disproportionately high and adverse human health or environmental effects on those
communities.
Sunghye Chang Yun, PE - Ph.D. in Civil, Architecture, and Environmental Engineering, and
M.S. Civil Engineering, The University of Texas at Austin; B.S.E Environmental Science and
Engineering, Ewha Womans University. 17 years' relevant experience as an Air Quality
Specialist, including air quality impact analysis in support of operational NEPA studies for
USPS, and numerous NEPA studies including for the USPS (Network Rationalization, and
COTS Vehicle Acquisitions) FAA, BLM, and U.S. Army.
Brendan Connelly - M.S., Energy Systems Engineering, University of Ireland, B.S. Mechanical
Engineering, Miami University. Smart energy analyst with three years' experience in the electric
vehicle, renewable energy, and energy efficiency sectors. His portfolio includes piloting V2G
technology, research and development of electric vehicle adoption tools, preparing electric
vehicles readiness plans, and writing technical papers on the impacts of equitable electric
vehicle adoption and utilizing electric vehicles as an energy asset.
Paige Humecki, EIT, LEED AP O&M - Master of Energy Engineering, University of Illinois at
Chicago; B.S., Environmental Engineering, Northwestern University. Seven years related
experience with a specialty in energy engineering and technical analysis for smart energy
initiatives, including transportation electrification, for government agencies, electric utilities, and
private companies. Her experience also includes modeling financial and environmental benefits
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for capital energy efficiency projects, and reporting performance on energy, water, and
greenhouse gas reduction targets.
Larry W. Neal - M.S., Oceanography. More than 45 years' relevant experience, with more than
20 years’ NEPA experience, including studies and EA preparation for USPS. Project manager,
NEPA lead, subject management expert for government NEPA projects (including USPS,
USAF, USACE, USMC, BLM, USFWS, USCG). Recently, served as Subject Matter Expert and
technical reviewer for a BLM Planning EIS.
Priyal Pandya - M.S. in Environmental Technology, M.S. in Chemical Engineering. 12 years'
related environmental and NEPA experience, including operational NEPA air quality emissions
study for USPS COTS Vehicle Acquisitions. Specialized Training: EPA/FHWA Training for
MOVES Emission Modeling: 2011, 2014, 2015 and 2018; MySQL for MOVES Training,
EPA/FHWA, 2015.
Patricia W. Slade - B.S., Geology, Emory University. More than 35 years' environmental
experience, with over 25 years NEPA experience, including for USPS (Network Rationalization
PEA, COTS Vehicle Acquisitions PEA, and numerous Facilities Construction and Operation EAs
and Records of Environmental Considerations), Federal Aviation Administration, Federal
Emergency Management Agency, Department of Veterans Affairs, Department of Justice, U.S.
Air Force, and U.S Army Corps of Engineers. AECOM Project Manager.
Roger Wayson, PE - Ph.D. in Civil Engineering, Vanderbilt University; M.S. Civil Engineering
and BES, Environmental Engineering, The University of Texas at Austin. More than 40 years
relevant experience addressing air pollution (criteria, greenhouse gases, hazardous air
pollutants) and noise pollution. Over 200 publications including 27 Journal Articles, 70 Peer
Reviewed Conference Papers, 7 Books/Book Chapters, and 71 Major Project Reports.
Fang Yang - M.S., Atmospheric Science, B.S., Physics. Over 31 years' experience in air quality,
noise and vibration, and energy and GHG studies primarily by using regulatory modeling tools.
Led studies for projects in the industrial, commercial, transportation, aviation, government, and
military areas including NEPA air quality impact analyses for airport, highway, rail and bus
transit, intermodal facility, power generation, oil and gas, wastewater treatment, zoning and land
development.
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Table A-1
List of Acronyms
Acronym

Expansion

BEV
CAA
CEQ
CFR
CH4
CO
CO2
CO2e
COTS
Cyl
dB
dBA
DEIS
DOT
eGRID
EIS
EISA
EJ
EO
EPA
EPAct
FEIS
FFV
FHWA
FR
FTP
FY
GHG
GREET
GSA
GVWR
GWP
HAPs
Hz
ICE
IEA
ITE
IWG
kg/mi
km/h
kW
kWh
lbs
lb/MWh
LHD
LLV
µg/m3
MOVES
mpg
mph

battery electric vehicle
Clean Air Act
Council on Environmental Quality
Code of Federal Regulations
Methane
carbon monoxide
carbon dioxide
CO2 equivalents
commercial-off-the-shelf
Cylinder
Decibel
decibel (A-weighted scale)
Draft Environmental Impact Statement
Department of Transportation
Emissions & Generation Resource Integrated Database
Environmental Impact Statement
Energy Independence and Security Act
Environmental Justice
Executive Order
Environmental Protection Agency
Energy Policy Act
Final Environmental Impact Statement
Flexible Fuel Vehicle
Federal Highway Administration
Federal Register
Federal Test Procedure
fiscal year
Greenhouse Gas
Greenhouse Gases, Emissions, and Energy use in Technologies
General Services Administration
Gross Vehicle Weight Rating
Global Warming Potential
hazardous air pollutants
Hertz
internal combustion engine
International Energy Agency
Institute of Transportation Engineers
Interagency Working Group
Kilogram(s) per mile
Kilometer(s)/hour
Kilowatt
kilowatt hour
Pounds
pounds per megawatt-hour
Left Hand Drive
Long-Life Vehicle
micrograms per cubic meter
MOtor Vehicle Emission Simulator
miles per gallon
miles per hour
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Acronym

Expansion

MSAT
MT
MWh
N2O
N/A
NAAQS
NECPA
NEPA
NGDV
NOx
NO2
NOA
NOAA
NOI
NR
NRHP
O3
OIG
Pb
PEA
PM2.5
PM10
ppm
RCRA
REC
RFI
RFP
RHD
SCC
SIP
SO2
SOW
TCO
tpy
UAW

Mobile Source Air Toxics
Metric Ton
Megawatt hours
nitrous oxide
not applicable
National Ambient Air Quality Standards
National Energy Conservation Policy Act
National Environmental Policy Act
Next Generation Delivery Vehicles
nitrogen oxide
nitrogen dioxide
Notice of Availability
National Oceanic and Atmospheric Administration
Notice of Intent
not required
National Register of Historic Places
ozone
Office of Inspector General
lead
Programmatic Environmental Assessment
particulate matter (measured as less than 2.5 microns in diameter)
particulate matter (measured as less than 10 microns in diameter)
parts per million
Resource Conservation and Recovery Act
Record of Environmental Consideration
Request for Information
Request for Proposal
Right Hand Drive
Social Cost of Carbon
State Implementation Plan
sulfur dioxide
Statement of Work
Total Cost of Ownership
ton per year
International Union, United Automobile, Aerospace & Agricultural Implement
Workers of America
Urban Dynamometer Driving Schedule
United States
United States Code
United States Census Bureau
United States Department of Energy
U.S. Energy Information Administration
United States Postal Service
underground storage tank
Vehicle Maintenance Facility
Vehicle miles traveled
volatile organic compound
Well-to-Pump
Well-to-Wheels

UDDS
U.S.
USC
USCB
USDOE
USEIA
USPS
UST
VMF
VMT
VOC
WTP
WTW
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Table A-2
Index
Word

Found on page number(s)

air emissions

4-8, 4-17, 4-18, 4-22, 4-23, 4-25, 4-26, 4-27, 4-29, 4-30, 431, 4-32, 4-36, 5-1, 5-2, 5-3, 5-4, 6-3, 7-1
i, iii, iv, 1-3, 3-2, 3-3, 4-3, 4-17, 4-37, 4-38, 5-2, 5-4, 5-5
4-2
1-5, 3-3, 3-4, 4-4, 4-5, 4-11, 4-12, 4-17, 4-34, 4-35, 4-37, 438, 6-3, 6-4
4-33, 6-3, 6-4, 7-1
1-5, 3-3, 3-4, 4-4, 4-5, 4-13, 4-34, 4-41
iv, 6-1, 6-2, 6-3, 6-4, 6-5
1-1, 1-2, 2-1, 3-7, 4-2, 4-3, 4-4, 4-8, 4-10, 4-15, 4-17, 4-32,
4-36, 6-1, 6-3
x, xi, 4-20, 4-23, 4-26, 4-31, 5-4, 5-5, 8-1
4-5, 4-6, 4-8, 4-9, 4-44, 8-1
4-20, 4-23, 4-25, 4-28, 4-30
4-41, 9-1
4-4
4-36, 4-38, 5-3, 7-1
4-15, 4-17, 4-19, 4-22, 4-23, 4-25, 4-27, 4-28, 4-30, 4-32,
4-44
4-16, 4-17, 4-19, 4-22, 4-23, 4-24, 4-25, 4-26, 4-28, 4-29, 430, 4-31, 4-32, 4-44, 8-1
4-20, 4-23, 4-24, 4-26, 4-28, 4-31, 4-32, 8-1
i, iv, 4-39, 4-40, 4-41, 4-42, 5-1, 5-2, 5-3, 6-5, 7-1
5-4, 5-5
3-3, 3-8, 4-3, 4-41
4-20, 4-39, 4-40
1-5, 3-8, 4-2
1-4, 3-2, 3-5, 4-2, 4-16, 4-37, 4-38
4-5, 4-7, 6-2, 8-2
4-5, 8-2
iv, 7-1
i, iv, 4-1, 4-11, 4-12, 4-15, 4-34, 4-42, 6-2
i, 1-1, 1-3, 1-4, 1-5, 3-4, 3-6, 4-4, 4-5, 4-16, 6-2, 7-1, 9-1, 92
4-1, 4-8, 4-11, 4-12, 4-13, 4-34, 4-35, 6-2
i, iii, iv, 3-8, 4-9, 4-13, 4-14, 4-15, 4-41, 4-42, 5-1, 5-2, 5-3,
5-4, 6-3, 7-1, 8-1, 9-2
i, iv, 3-1, 3-3, 3-4, 3-8, 4-4, 4-10, 4-11, 4-12, 4-13, 4-41, 442, 6-2
1-3, 1-5, 3-4, 3-8, 4-10, 4-11, 4-12, 4-13, 4-14, 4-15, 4-17,
4-33, 4-34, 4-36, 4-40, 4-41, 5-1, 5-2, 5-3, 5-4, 6-1, 6-2, 6-3,
6-4
3-4, 3-6
1-3, 1-4
1-1, 1-2, 1-3
4-33

battery, batteries
carrier conditions
charging stations
community services
construction
cumulative impact
delivery fleet
eGRID
employment
energy consumption
environmental impact
facility impacts
fuel efficiency
general conformity
greenhouse gas
GREET
hazardous waste
irreversible commitment
leasing, leased
life cycle
life expectancy,
limit, limitation
minority and low-income populations
minority populations
mitigation measures
negligible impact
NEPA
no impact
noise
parking
Postal Service facilities

Powertrain Mix
Production NGDV
prototype
public safety
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recycle
resources not studied
safety

iv, 4-39, 4-40, 4-42, 5-1, 5-2, 5-3
4-4, 6-2
i, ii, iii, iv, 1-1, 1-2, 1-3, 1-4, 2-1, 2-2, 3-5, 3-8, 4-2, 4-9, 4-10,
4-11, 4-12, 4-13, 4-33, 4-34, 4-39, 4-41, 4-42, 4-43, 6-2, 63, 7-1
4-16, 4-31, 4-42, 5-2, 5-4, 6-3

SCC, social cost of greenhouse gas,
social cost of carbon
solid waste
Specifications
Stakeholder Involvement
Total Cost of Ownership, TCO
traffic
unavoidable adverse impacts
utilities
utility services
vehicle fleet
vehicle maintenance
workforce
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4-17, 4-39, 4-44
3-2, 3-6, 3-7
1-5
i, 1-3
i, iii, iv, 4-10, 4-11, 4-12, 4-13, 4-14, 4-41, 4-42, 6-2, 7-1
5-1
4-33, 4-34, 4-44, 6-4
i, iv, 4-33, 4-42
1-3, 2-1, 3-4, 4-40
1-5, 3-3, 3-4, 3-5, 3-6, 4-4, 4-8, 4-9, 4-14, 4-15, 4-34, 4-39
3-3, 3-6, 4-4, 4-6, 4-9
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APPENDIX B
CONSULTATION AND COORDINATION
B1

Notice of Availability of DEIS
Federal Register Publication of NOA of DEIS (86 FR 47622; Aug. 26, 2021)
EPA EIS Database Publication (Sept. 3, 2021)
Table B1-1
Notice of Availability of DEIS Stakeholder Distribution List
NOA of DEIS Stakeholder Letter (example) (with Enclosure: August 26, 2021 Federal
Register Publication, Postal Service Notice of Availability of Draft Environmental Impact
Statement for Purchase of Next Generation Delivery Vehicles)
Agency and Public Comments on the NOA of the DEIS
Table B1-2
Summary of EPA, Other Agency, and Public Comments and Responses

B2

Notice of Availability of FEIS
Federal Register Publication
Table B2-1
Notice of Availability of FEIS Stakeholder Distribution List
NOA of FEIS Stakeholder Letter (example) (with Enclosure: Federal Register Publication,
Postal Service Notice of Availability of Final Environmental Impact Statement for Purchase of
Next Generation Delivery Vehicles)
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Federal Register Publication of NOA of DEIS (86 FR 47622; Aug. 26, 2021)
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EPA EIS Database Publication (Sept. 3, 2021)
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Table B1-1
Notice of Availability of DEIS Stakeholder Distribution List
Contact Name
Position

Mailing Address
U.S. Environmental Protection Agency
1200 Pennsylvania Avenue, NW
Robert Tomiak
WJC Building North, Mail Code 2251A
Director, Office of Federal Activities Washington, DC 20460-0003
U.S. Environmental Protection Agency
Cindy Barger
1200 Pennsylvania Avenue, NW
Director, NEPA Compliance
WJC Building North, Mail Code 2251A
Division
Washington, DC 20460-0003
American Postal Workers Union
Mr. Mark Dimondstein
1300 L Street, NW
President
Washington, DC 20005-4128
National Rural Letter Carriers' Association
Ronnie W. Stutts
1630 Duke Street
President
Alexandria, VA 22314-3467
National Association of Letter Carriers
Fredric V. Rolando
100 Indiana Avenue, NW
President
Washington, DC 20001-2144
National Postal Mail Handlers Union
Paul V. Hogrogian
815 16th Street NW, Suite 5100
President
Washington, DC 20006-4101
National Association of Postal Supervisors
Brian J. Wagner
1727 King Street, Suite 400
President
Alexandria, VA 22314-2753
United Postmasters and Managers of America
Daniel M. Heins
8 Herbert Street
President
Alexandria, VA 22305-2628
Office of Inspector General,
United States Postal Service
Tammy L. Whitcomb
1735 North Lynn Street
Inspector General
Arlington, VA 22209-2020
Office of NEPA Policy and Compliance (GC-54)
U.S. Department of Energy
Brian Costner
1000 Independence Avenue, SW
Director
Washington, DC 20585-0119
National Highway Traffic Safety Administration
Russell Krupen
Department of Transportation
Attorney Advisor, Office of Chief
1200 New Jersey Avenue, SE, W41-113
Counsel
Washington, DC 20590-0001
Council on Environmental Quality
U.S. Department of Energy
Jayni Hein
730 Jackson Place, NW
Senior Director for NEPA
Washington, DC 20503-1659
Institute for Policy Integrity at New York University
Iliana Paul, Senior Policy Analyst, School of Law
Max Sarinsky, Senior Attorney,
139 MacDougal Street, Third Floor
Jason A. Schwartz, Legal Director New York, NY 10012-1076
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NOA of DEIS Stakeholder Letter (example)
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Agency and Public Comments on the NOA of the DEIS

Summary
▪
▪

37,571 sets of comments were timely received in response to the NOA of the DEIS.
The vast majority were form letter.

Agency and Representative Public Comments Timely Received on the NOA of the DEIS
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪

U.S. Environmental Protection Agency (email & letter, October 21, 2021)
Bay Area Air Quality Management District (letter, October 15, 2021)
Eubanks & Associates, PLLC [on behalf of the International Union, United Automobile,
Aerospace and Agricultural Implement Workers of America (UAW)] (letter, October 18, 2021)
Institute for Policy Integrity, New York University School of Law (letter, October 15, 2021)
EarthJustice (letter, October 18, 2021), with Attachment A
Air Products and Chemicals, Inc. (letter, October 12, 2021)
The Center for Transportation and the Environment (letter, October 12, 2021)
Elders Climate Action
EOP Foundation, Inc.
Sierra Club (letter, October 12, 2021)
Natural Resources Defense Council (email, October 18, 2021)
Fuel Cell & Hydrogen Energy Association (letter, October 12, 2021)
Rutgers, The State University of New Jersey (letter, October 6, 2021)
Various Others

Copies of all agency comments received are presented following this page. Given the volume of
common public comments received, a selection of representative public comments is presented.
A summary of the comments timely received from agencies and the public in response to the NOA of
the DEIS, and the Postal Service's response to the comments, are presented in Table B1-2 that
follows copies of the representative letters and emails received.
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Agency and Representative Public Comments Timely Received on the NOA of the DEIS

From: Tomiak, Robert <tomiak.robert@epa.gov>
Sent: Thursday, October 21, 2021 1:45 PM
To: Beiro-Reveille, Jennifer G - Washington, DC <Jennifer.G.Beiro-Reveille@usps.gov>
Cc: Barger, Cindy <Barger.Cindy@epa.gov>; Abrams, Nancy <Abrams.Nancy@epa.gov>; Collins, Davon M Washington, DC <Davon.M.Collins@usps.gov>; Meyers, Sheila T - Washington, DC
<sheila.t.meyers@usps.gov>; Arroyo, Victoria <Arroyo.Victoria@epa.gov>; Lewis, Josh <Lewis.Josh@epa.gov>;
Macedonia, Jennifer <Macedonia.Jennifer@epa.gov>
Subject: [EXTERNAL] USEPA NEPA/309 Comment Letter on USPS NGVD DEIS

CAUTION: This email originated from outside USPS. STOP and CONSIDER before responding,
clicking on links, or opening attachments.
Dear Ms. Beiro-Reveille,
Please see the attached EPA comment letter for the U.S. Postal Service’s Draft Environmental Impact
Statement (EIS) for the Next Generation Delivery Vehicle (CEQ 20210129). We appreciate the additional time
granted to us to submit this letter.
As discussed today with Peter Pastre and Sheila Meyers, and pursuant to 40 CFR 1502.9(b), EPA finds that the
draft EIS is inadequate and precludes meaningful consideration of the proposed action and alternatives. The
draft EIS should be revised and made available for public comment in a supplemental draft EIS. We have
identified the areas of inadequacy and several other areas of the analysis that are lacking or unclear in the
enclosed letter and detailed comments and recommendations. We are available to provide technical
assistance in supplementing or revising your EIS on this matter of national importance.
If you have any questions, please contact myself or Cindy Barger, Director of our NEPA Compliance Division
and our lead reviewer for this action. Ms. Barger may be reached at 202-564-3169 or by email at
barger.cindy@epa.gov.
Thanks,

Rob Tomiak
Director, Office of Federal Activities
Office of Policy
U.S. Environmental Protection Agency
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Carl E. Nash, Ph.D.
330 Adolf Cluss Court, SE
Washington, D.C. 20003
(202) 547-1084
ce.nash@verizon.net
September 20, 2021
Mr. Davon Collins, Environmental Counsel
United States Postal Service
475 L'Enfant Plaza SW, Office 6606
Washington, DC 20260-6201
Comment on the Draft Environmental Impact Statement:

USPS Procurement of Next Generation Delivery Vehicles
The purpose of this comment is to raise serious questions about the limited
information provided and choices analyzed for the Next Generation Delivery Vehicles
(NGDV) Environmental Impact Statement (EIS). These comments also concern the
serious deficiencies in the USPS procurement program itself.
The most serious and fundamental flaw in the USPS procurement process and the
draft EIS prepared for it is that the process has been conducted in reverse: i.e., the
proverbial cart has been put before the horse. The purpose of an EIS as described in
the CEQ’s NEPA Regulations is to provide, early in the agency’s decision-making
process, “full and fair discussion of significant environmental impacts and shall inform
decision makers and the public of the reasonable alternatives” to the proposed action.
“Environmental impact statements shall serve as the means of assessing the
environmental impact of proposed agency actions, rather than justifying decisions
already made. (40 CFR 1502.1, emphasis added)
The EIS stated, “On February 23, 2021, the Postal Service announced a contract
award, contingent on the satisfactory completion of the NEPA process, to Oshkosh
Defense, LLC (Oshkosh) for the future production of the NGDV. This decision
preceded the issuance of this draft EIS by approximately six months. There is no
indication that the range of alternatives presented in the EIS was determined in
response to public input during the scoping process. Thus, the critical decisions in
this process were made months before the draft EIS was released for agency and
public comment, thereby precluding meaningful and timely input into the decision
process and defeating the primary purpose of the draft EIS.
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Following is a discussion some of the obvious specific deficiencies in the
procurement and of the EIS prepared for it.
1. Information. Information about the design and specifications of the NGDV is
inadequate making it difficult to assess the validity of this EIS.
The totality of NGDV specifications shown in the EIS is repeated below.
ICE NGDV Specifications
Design Specification
Curb Weight (pounds [lbs.])
Gross Vehicle Weight Rating (GVWR) (lbs.)
Payload (lbs.)
Engine Size
Mileage

Estimated Value
5,560
8,501
2,941
2.0 liter, 4 cylinder
14.7 miles per gallon (mpg)
(without air conditioning)
8.6 mpg (with air conditioning)

The EIS provides very little information about the design and specifications of the
NGDV. For example, it provides an estimated curb weight of 5,560 pounds, but no
information on the material of the vehicle body and frame or whether it will be a unit
body. This is important because it affects the vehicles’ corrosion resistance, weight,
and fuel economy. It is surprising that these vehicles would be twice as heavy as the
Grumman LLV vehicles they will replace. The excessive weight suggests that the
frame and body would both be steel, but that is not shown. The EIS also does not
indicate whether the frame will be from a current production vehicle (as was the LLV
frame) and if so, on what make/model will it be based.
The EIS states the NGDV would be powered by a 2-liter, 4-cylinder engine but
does not indicate its horsepower or whether it will be turbocharged. An independent
source indicated that the engines and transmissions would be obtained from the Ford
Motor Co. Ford makes a variety of 2-liter, 4-cylinder engines, both conventional and
turbocharged. Ford also built several hybrid vehicles in recent years (with a
combination of 4-cylinder gasoline engines and electric motor/generators with
batteries). It is not clear whether the USPS or Oshkosh even considered using a hybrid
power train for the NGDV, probably because they were not specified as alternatives in
the bidding process.
2. Powertrain. The choice of power for the NGDV is much too limited.
The only two options seriously considered were a conventional gasoline internal
combustion engine or an electric motor with batteries. The procurement indicates
that most of these vehicles would be the former.

B-144

December 2021

Final Environmental Impact Statement - Appendix B

United States Postal Service
Environmental Compliance and Risk Management

The service of postal service delivery vehicles is substantially stop-and-go
operation (equivalent to city driving in the EPA cycle). This type of operation is ideal
for hybrid technologies because a significant part of the vehicle’s kinetic energy is
recovered when it is slowed. In city driving, the average hybrid vehicle uses about 60
percent of the amount of fuel used by a non-hybrid.
The retail prices of the hybrid vehicles are typically $3,000 to $4,000 more than
the prices of an equivalent non-hybrid version. However, prices reflect consumer
demand more than costs (buyers are willing to pay a premium for hybrids because of
their superior fuel economy). The difference in cost to build a hybrid is almost
certainly less than retail price differences.
According to the EIS, the NGDV would use 6.8 to 14.7 gallons of gasoline to travel
100 miles. Assuming that air conditioning would be used a quarter of the time, the
average fuel consumption would be 12.7 gallons per 100 miles. If the ratio of hybrid to
non-hybrid fuel economy in the expected stop-and-go driving is typical, the hybrid
postal vehicle would use 7.6 gallons of fuel per 100 miles. The difference, 5.1
gallons/100 miles over 20,000 miles (less than two years of operation) would be over
1000 gallons of fuel which, at a cost of $3 per gallon would be $3,000. This saving in
two years would more than justify the extra cost of the hybrid. Of course, there are
major environmental advantages as well.
An advantage of the hybrid over an all-electric vehicle, beyond its lower cost, is
that it would require no special charging infrastructure. If they used plug-in hybrid
technology, the vehicles could be recharged overnight using 110-volt AC current. This
option is not discussed in the EIS. The omission of serious consideration of hybrid or
plug-in hybrid vehicles, especially for use in the many urban and suburban areas of the
country, is a serious and unjustified omission in the presentation and analysis of
alternatives. It reflects a biased, predetermined, excessively narrow selection of
alternatives set forth in this EIS. This omission is in itself a fatal flaw in the decision
process.
3. Air Conditioning. The justification for air conditioning is weak.
Nothing is said in the EIS about the substantially lower fuel economy of the
NGDV with air conditioning. The first question is whether air conditioning makes
practical sense. The doors and windows of these vehicles are regularly opened so that
that much of the cooled air is lost. The Grumman LLVs do not have air conditioning,
so it’s obvious that letter carriers can function without it.
Air conditioning probably adds $500 or more to the cost of these vehicles (no cost
data are provided), not to mention maintenance costs that would probably be at least
that amount over the life of the NGDV. Air conditioning dramatically reduces fuel
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economy and the range of an electric vehicle. Deleting air conditioning would help to
offset the extra cost of hybrid power.
Letter carriers who deliver mail on foot work without air conditioning as do
drivers of many of the current postal delivery trucks today. They sometimes are in and
out of their trucks which means that on a hot day they would be regularly subjected to
dramatic changes in temperature when using air conditioning which may not be
healthy. Would a combination of insulation in the vehicle body and fans directed at
the drivers along with summer clothing provide adequate comfort? Even if air
conditioning is deemed desirable, are there alternatives that are significantly more
efficient than what is contemplated here? If air conditioning in vehicles is an issue
with the National Association of Letter Carriers, it could probably be negotiated
(hazard pay for summer driving!).
4. Procurement Cycle. What is the appropriate, realistic lifetime of the
proposed NGDV?
This EIS has no discussion of alternatives for the planned lifetime of the NGDV.
The high maintenance costs of the current Grumman LLV and their poor fuel economy
by today’s standards suggest that planning for an expected life of 10 to 15 years may be
more realistic. Advancements in automotive technologies would likely permit more
timely adoption of improved vehicle performance and might help to respond to
changes in delivery programs. For example, the Grumman LLV, which has a curb
weight of 2,700 pounds, is rated at 17 miles per gallon, but probably does not achieve
that. A 2,700-pound vehicle today would get twice the fuel mileage: a major
improvement. It is anticipated that within a decade, automotive fuel economy will
make a further, substantial increase.
The dramatic increase in the payload capability of the NGDV, which is apparently
to accommodate the increased use of the Postal Service to deliver goods for various
retail companies, indicates the speed with which the principal job of the USPS can
change in just a decade. The reduction in first class mail is another. Furthermore, will
the post continue to be a major deliverer of advertising material given the cheaper
alternative of internet delivery?
The time that has been spent on this procurement, nearly ten years between
initiation and delivery of the first vehicles, means that the NGDV will be obsolete by
the time the first vehicles are delivered. An alternative development and procurement
strategy should have been considered. An evolutionary change in postal vehicles
would very likely be more efficient than the revolutionary change occurring every 30
years with the LLV and the NGDV. The major differences between the LLV and the
NGDV suggests that the 30 year life cycle is far from optimal. This issue should be
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specifically discussed in the EIS. The CEQ NEPA Regulations state that the section on
Environmental Consequences should include “Energy requirements and conservation
potential of various alternatives and mitigation measures.” (1502.16)
An additional factor concerns whether the NGDC to be built by Oshkosh will last
more than twenty years without major maintenance. It was noted that the corrosion
resistance of the Grumman LLV aluminum was a factor in the thirty plus years many
of these vehicles have lasted. If the NGDV has a steel frame and body, will it have
sufficient corrosion resistance to survive the salted winter road conditions of much of
the northern U.S.?
5. Coordinated Procurement. The Postal Service should have considered a
coordinated procurement with other delivery companies.
The service provided by USPS is similar to that provided by FedEx, UPS, Amazon
and other companies. There is no reason that the USPS needs a unique delivery
vehicle (they can be distinguished by paint color). The EIS did consider some
alternative, existing delivery vans, but it has no discussion of the alternative of a joint
vehicle development program with these other companies. It could provide the
efficiencies of a larger vehicle market, lower cost, and perhaps a superior delivery
vehicle.
If having a right-hand drive is important, some manufacturers are used to
building both right and left hand drive vehicle for various international markets. Did
the USPS consider procuring commercial-off-the-shelf vehicles built for use in Britain,
Australia, or Japan where right hand drive vehicles are the norm?
6. Safety. The EIS does not discuss the safety implications of the design and
features of the NGDV.
The USPS announcement of the NGDV contract award noted various safety
features: air bags, anti-lock brakes, back-up cameras, blind-spot warning systems,
daytime running lights, and seat belt use reminders. The EIS does not clearly state
that these features will be part of the NGDV. It also does not analyze any impacts on
injuries and fatalities to postal employees, other vehicle occupants, or pedestrians that
would be expected with these newer vehicles. The fact that these newer vehicles
should have fewer fires and breakdowns should have a positive impact on traffic and
potentially on employee safety. On the other hand, the extreme height of the Oshkosh
vehicle could increase rollover crashes.
The advantage of improved ergonomics of the NGDV, such as the fact that drivers
can stand in the rear of the vehicle and need not exit the vehicle to access the cargo
area, should also have health benefits. The USPS should present casualty and health
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statistics associated with the current vehicles that would support an analysis of the
NGDV improvements.
The EIS also does not discuss whether self-driving technology might be desirable
in postal vehicles at some time in the future. This is, of course, could be an issue with
the length of the procurement cycle discussed in item 4 above.
Conclusions
While the USPS could attempt to revise the EIS to address the criticisms in this
and other comments, this author strongly recommends that it abandon the
procurement as described therein because of its serious flaws and restart the process
with a new public scoping process and EIS. Because of the nature of the USPS, it is
not necessarily bound by the procurement rules and regulations of the U.S.
government. In the short run, while it develops an improved strategy for vehicle
procurement, it can continue to repair the Grumman LLVs and purchase existing
commercial vans for use as delivery vehicles.
Sincerely,

Carl E. Nash, Ph.D.
Note: the author of this comment is a retired Senior Executive of the National
Highway Traffic Safety Administration and a concerned citizen.

Copies sent to:
Cindy Barger Director, NEPA Compliance Division
U.S. Environmental Protection Agency
1200 Pennsylvania Avenue, NW Ariel Rios Building, Mail Code 2251A Washington DC
20460-0003
Jayni Hein Senior Director for NEPA
Council on Environmental Quality
730 Jackson Place, NW
Washington, DC 20503-1659
Jon Ossoff, Chairman
The Permanent Subcommittee on Investigations
Senate Homeland Security and Governmental Affairs Committee
340 Dirksen Senate Office Building
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Washington, DC, 20510
Gerry Connolly, Chair
The Subcommittee on Government Operations
House Committee on Oversight and Reform
2157 Rayburn House Office Building
Washington, D.C. 20515
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From: Linda Greenberg <lgreenbergnyc@everyactioncustom.com>

Tue, 19 Oct 2021 01:14:32 +0000

To: NEPA <NEPA@usps.gov>
Subject: [EXTERNAL] Please transition the postal fleet to 100% electric vehicles

Dear Environmental Counsel Davon Collins,
With the largest civilian fleet in the world, the United States Postal Service has an opportunity — and a
responsibility — to lead the way in our transition to 100% zero-emissions vehicles. Transportation is the largest
source of climate pollution in the U.S. and air pollution from fossil fuel vehicles harms people’s health, especially
in low-income communities and communities of color. By upgrading to electric vehicles, USPS can bring cleaner
air to almost every community in the country.
That’s why I am deeply disappointed that the Postal Service plans to purchase tens of thousands of new fossil
fuel vehicles to add to its fleet. These vehicles will be on the road for decades, and we can’t afford to lock in
more dangerous air pollution. Your preferred approach of committing to purchase only 10% electric vehicles is
woefully inadequate to rise to the challenge of climate change and protect public health. Our lungs and our
planet deserve better.
President Biden has committed to take bold action to cut climate pollution in half by 2030 and advance
environmental justice. The Postal Service must make decisions today that put the U.S. on a path to an allelectric, zero-emissions transportation future. I urge you to commit to purchasing 100% battery electric vehicles
for the postal fleet.
We are counting on you to make the right choice to protect our health and the planet.
Sincerely,
Linda Greenberg
420 E 86th St New York, NY 10028-6450

From: Lee Ann Collens <rowdy0401@everyactioncustom.com>

on, 18 Oct 2021 23:31:52 +0000

To: NEPA <NEPA@usps.gov>
Subject:

[EXTERNAL] Please transition the postal fleet to 100% electric
vehicles

Dear Environmental Counsel Davon Collins,
With the largest civilian fleet in the world, the United States Postal Service has an opportunity — and a
responsibility — to lead the way in our transition to 100% zero-emissions vehicles. Transportation is the largest
source of climate pollution in the U.S. and air pollution from fossil fuel vehicles harms people’s health, especially
in low-income communities and communities of color. By upgrading to electric vehicles, USPS can bring cleaner
air to almost every community in the country.
That’s why I am deeply disappointed that the Postal Service plans to purchase tens of thousands of new fossil
fuel vehicles to add to its fleet. These vehicles will be on the road for decades, and we can’t afford to lock in
more dangerous air pollution. Your preferred approach of committing to purchase only 10% electric vehicles is
woefully inadequate to rise to the challenge of climate change and protect public health. Our lungs and our
planet deserve better.
President Biden has committed to take bold action to cut climate pollution in half by 2030 and advance
environmental justice. The Postal Service must make decisions today that put the U.S. on a path to an all-
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electric, zero-emissions transportation future. I urge you to commit to purchasing 100% battery electric vehicles
for the postal fleet.
We are counting on you to make the right choice to protect our health and the planet.
Sincerely,
Lee Ann Collens
941 SW Harper Rd Port Orchard, WA 98367-7560

From: Clyde Slade <slade_clyde@yahoo.com>

Tue, 7 Sep 2021 17:16:22 +0000

To: NEPA <NEPA@usps.gov>
Subject:

[EXTERNAL] Environmental Impact Statements; Availability, etc.:
Purchase of Next Generation Delivery Vehicles

My vote is for USPS Electric Vehicles. Phase in EVs for shorters routes leaving existing long route vehicles as is
until the EV technologies can replace them.

From: Gary Rowe <hughesrowe@outlook.com>
To: NEPA <NEPA@usps.gov>

Tue, 7 Sep 2021 16:47:23
+0000

Subject: [EXTERNAL] Postal service vehicles

I understand that you are tasked with deciding whether EV’s are the solution for most Postal vehicles. I own A Tesla Model 3
and have found it to be the most reliable vehicle I own. I charge it at night when it’s cheapest and drive over 300 miles a
day. Work for the US Census Bureau and I have no idea where I’ll be going. But I believe the infrastructure will allow for all
postal vehicles except very rural routes to be serviced this way also.
Please inform
Mr. Davon Collins, Environmental Counsel,
United States Postal Service, 475 L'Enfant Plaza SW, Office 6606, Washington, DC 20260-6201
That accelerating the use of these vehicles might give us the one chance we have to stop the destruction of Trillions of
dollars in properties and Billions of lives. We can no longer squander time.
Thank you
Gary Rowe
hughesrowe@icloud.com

From: Eric Nay <ericnay@gmail.com>

Tue, 7 Sep 2021 17:30:49 +0000

To: NEPA <NEPA@usps.gov>
Subject: [EXTERNAL] USPS NG vehicle statement
I am incensed that the USPS would continue to push for gasoline powered vehicles when it is clear battery power is the clear
public choice. BEVs are quiet and clean, and can be built with sufficient range to meet any requirements.
I wish to object to this proposed decision in the strongest terms. Battery power the fleet at 100%!
Eric Nay, CISSP #73370, GCIA #1336 | MBA
ericnay@gmail.com | Phone: 951.667.5170
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Table B1-2
Summary of EPA, Other Agency, and Public Comments Timely Received in Response to the
NOA of the DEIS, and Postal Service Responses

#
1

SECTION 1: ENVIRONMENTAL PROTECTION AGENCY (EPA) COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
Pursuant to 40 CFR 1502.9(b), EPA finds that the draft EIS is inadequate and
precludes meaningful consideration of the proposed action and alternatives. The
draft EIS should be revised and made available for public comment in a
supplemental draft EIS.
For the reasons set forth in response to EPA’s detailed comments below, the Postal Service
disagrees with EPA’s opinion that the Draft EIS is inadequate and precludes meaningful
consideration of the proposed action and alternatives. The Postal Service therefore declines to
prepare a Supplemental Draft EIS or to make revisions beyond those incorporated into this
Final EIS.

2

EPA recognizes the reason the Postal Service defined the proposed action as two
"hypothetical maximum scenarios" is to allow the decision maker to evaluate
environmental impacts of the proposed action within a broad range, with the lowest
bound for Battery Electric Vehicle (BEV) deployment as 10 percent and the highest
bound for BEV deployment as 100 percent. The preferred alternative is the
purchase and deployment of up to 90 percent internal combustion engine (ICE)
Next Generation Delivery Vehicle (NGDV) and at least 10 percent BEV NGDV (page
4-36). This statement and the analysis as presented treats the bounds of the
proposed action as two different alternatives, rather than as a range.
The Postal Service disagrees that the statement and analysis present the Proposed Action as
two different alternatives, rather than as a range. The inclusion of the phrases “at least” and
“up to” clearly indicate that the ultimate vehicle mix will be a number in between 10% BEVs
and 100% BEVs. The hypothetical maximum scenarios were provided so the Postal Service
and DEIS reader would understand the reasonable maximum environmental emissions at both
ends of the possible spectrum, with the final environmental impact likely falling at a point
between those two points.

3

In addition, EPA found substantial inadequacies in the economic analysis of
alternatives (see comments below). It is also unclear how the preferred alternative
of the lower range of 10 percent BEV NGDV would be consistent with both
announced market trends and recent federal policies for federal procurement of
clean cars and trucks in accordance with Executive Orders (EO) 14008 and 14037.
Neither Executive Order 14008, Tackling the Climate Crisis at Home and Abroad, nor 14037,
Strengthening American Leadership in Clean Cars and Trucks, includes a mandate that the
Postal Service acquire any percentage of BEVs. While the Postal Service acknowledges
EPA’s opinion that the Proposed Action is not consistent with recent federal policies, the
Postal Service disagrees that the adequacy of the EIS’s economic analysis is contingent on
the Postal Service’s perceived consistency with executive policies neither directed to nor
binding upon the Postal Service.
The Postal Service also notes that, as demonstrated in its TCO calculations, on a strictly
financial basis, acquiring an all-ICE fleet would have been the superior course of action.
However, the Postal Service has committed in the Proposed Action to acquire at least
10 percent BEVs and will acquire more BEVs should additional funding become available,
which is why the Proposed Action includes a 100% BEV Hypothetical Maximum. Therefore,
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SECTION 1: ENVIRONMENTAL PROTECTION AGENCY (EPA) COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
given the Postal Service’s financial condition and competing financial obligations, the Postal
Service also disagrees that the Proposed Action is inconsistent with the goals of Executive
Orders 14008 and 14037.
The Postal Service has also considered the Executive Order on Catalyzing Clean Energy
Industries and Jobs through Federal Sustainability, dated December 8, 2021, and its
accompanying implementation memorandum issued by the Office of Management and Budget
(M-22-06, dated December 8, 2021). The implementation memorandum states on page 11:
“The U.S. Postal Service, which has historically voluntarily complied with executive policies
related to sustainability, energy, and environmental performance, is strongly encouraged to
meet the goals of the E.O., and continue reporting on progress and performance.” As with
Executive Orders 14008 and 14037, while the Postal Service is not subject to the Catalyzing
Clean Energy Executive Order, the Postal Service believes, for the reasons stated above, that
the Proposed Action is consistent with the goal of the Executive Order to transition to a zeroemission federal fleet.
With respect to consistency with “announced market trends,” the Proposed Action is the result
of a multi-year extensive prototype evaluation, involving an estimated 450,000 manhours
dedicated to purpose-built prototypes, twelve testing protocols (e.g., field testing, durability
testing, component testing, carrier testing, fuel economy, and efficiency testing) at a total cost
of more than $50 million. The Postal Service also regularly acquires commercial off-the-shelf
(COTS) vehicles and has spent over 25,000 manhours testing those vehicles over multiple
protocols including efficiency, fuel economy, and carrier testing. The Postal Service therefore
disagrees that the adequacy of the economic analysis of the EIS’s alternatives is contingent
on perceived consistency with hypothetical or speculative “announced market trends” as
opposed to the alternatives obtained after a competitive open-market procurement for the
NGDV, years of Postal Service experience acquiring vehicles, and 450,000 manhours
rigorously testing purpose-built prototypes and an additional 25,000 manhours testing COTS
vehicles.

4

The draft EIS assumes conditions today will continue decades into the future. For
example, the analysis assumes that the carbon intensity of the power sector does
not change from today when environmental trends and forecasts show otherwise.
This leads to over-estimating greenhouse gas emissions associated with BEVs.
Further, by locking in the costs of BEV technologies based on data from previous
years, the analysis overestimates the costs of BEV NGDV, since reasonably
foreseeable reductions in these costs are excluded. The draft EIS, therefore,
presents biased cost and emission estimates to the public and to decision makers.
See response to Comment 27 for discussion regarding incorporating assumptions about
decarbonization into EIS analysis.
With respect to the “locking in the costs of BEV technologies” point, under the Proposed
Action, the cost of BEV technologies and the cost of ICE technologies are treated the same.
After engaging in a competitive Request for Proposals (“RFP”) process in the open market for
NGDV, the Postal Service negotiated vehicle unit prices for ICE NGDV and BEV NGDV for the
duration of the ten-year contract. Thus, the only “lock-in” cost is the contract price. To the
extent EPA is recommending that the Postal Service not negotiate and secure contract prices
for large vehicle procurements in favor of a non-locked approach where the Postal Service
might be able to secure a potentially lower future cost for BEV technologies, the Postal Service
declines to do so as it deems that approach not commercially viable and not suited to longterm financial planning.
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SECTION 1: ENVIRONMENTAL PROTECTION AGENCY (EPA) COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
See also Comment 16 for discussion of timing of vehicle delivery order and factors that might
influence the competitively-negotiated contract price.
EPA recommends that Postal Service update the economic analysis to correct
these biases and provide a clear discussion of how the preferred alternative
aligns with national policies, and reconsider whether reasonable alternatives
may be available to decision makers to support meeting the national goals to
completely electrify its fleet by 2035. Specifically, EPA recommends that the
Postal Service evaluate a mid-range alternative, such as 75 percent ICE NGDV
and 25 percent BEV NGDV, and as high a percentage of BEV NGDV as is
economically feasible.
See answer to Comment 3 regarding the comment about bias in the economic analysis. With
respect to other possible mixes, the final mix of ICE and BEV NGDV will be determined by the
needs of the Postal Service, including the availability of vehicle funding. The hypothetical
maximums were provided so that the Postal Service and the public would understand the full
potential environmental impacts at either end of the Proposed Action’s range of possible
vehicle mixes. Thus, the environmental impacts for ICE/BEV mixes within the Proposed
Action’s range will fall within the range of the two hypothetical maximums. The Postal Service
therefore declines to expand the EIS by adding calculations for various potential mixes within
the set range.
For clarification, in response to this Comment, a statement has been added to Section 3-1.3 of
the FEIS to indicate that the environmental impacts for ICE/BEV mixes within the Proposed
Action’s range would fall within the range of the two hypothetical maximums.

6

EPA recommends as the preferred alternative the greatest percentage of
deployment of BEV NGDV as is economically feasible. In addition, consideration of
an alternative outside the current appropriations and funding stream for the Postal
Service in the supplemental EIS may serve as a basis for the decision maker to
seek or modify Congressional approval or funding in light of national policy and
NEPA's goals and policies.
See answer to Comment 2. The Postal Service has the statutory mandate to reliably deliver
the nation’s mail. The Proposed Alternative was carefully drafted to preserve the Postal
Service’s flexibility to alter the vehicle mix, within an expressly-defined range, over the course
of the ten-year contract in order to optimize delivery operations as it balances multiple and
competing financial priorities, including labor, facility and equipment costs. The Postal Service
therefore declines to revise the Proposed Action.
The Postal Service also states for the record that, given its financial condition and the TCO
differential between BEV NGDV and ICE NGDV, the 10 percent BEV NGDV minimum is the
only economically feasible commitment the Postal Service can make absent additional funding.

7

The draft EIS states several assumptions in the assessment of Alternative 1.2
Purchase and Deployment of 100% left-hand-drive (LHD) commercial-off-theshelf (COTS) BEV, including:
[there are]"no commercially available right-hand-drive (RHD) COTS BEV.
The COTS BEV market and technology is rapidly evolving. These
vehicles are still in development and currently available only in small
quantities. There is no RHD COTS BEV currently available or otherwise
marketed by commercial manufacturers for future development. "
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SECTION 1: ENVIRONMENTAL PROTECTION AGENCY (EPA) COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
This assumption does not reflect the state of the COTS delivery BEV vehicles
and therefore may not present full consideration of this alternative to the
decision maker. For example, it is widely reported that Rivian is making RHD
BEV delivery vans for Amazon and other manufacturers are developing product
for this commercial sector.
As noted in response to Comment 3, the Postal Service has spent over 25,000 manhours
testing COTS vehicles. Moreover, as noted in response to Comments 18 and 20 below, the
Postal Service has unique operating requirements that differentiate its needs from private
competitors such as Amazon. For these reasons, the assumptions provided in the EIS are
based on extensive Postal Service expertise. The Postal Service therefore concludes that
news reports about possible vehicles in development are not a creditable source for altering
the EIS or changing its assessment of the COTS BEV market. Finally, the Postal Service notes
that the cited manufacturer, Rivian, did not submit a proposal in response to the Postal
Service’s NGDV Production RFP.
See also Section 3-2, which discusses how RHD COTS do not provide the same operational
or ergonomic benefits as the purpose-built NGDV.

8

The draft EIS sets several parameters for BEV vehicles that needlessly raise
costs or overly constrain the potential deployment of BEV. The draft EIS states:
"Operational limitations and certain Postal Service delivery environments
would limit the use of electric-only vehicles. These limitations include a lack
of available infrastructure, and at least 12,500 delivery routes where route
length, environmental conditions, or facility constraints make electric
vehicles unfeasible or impractical."
As noted in response to Comment 3, the Postal Service has invested an estimated 450,000
manhours to complete comprehensive testing protocols on NGDV prototype vehicles, including
both BEV and ICE. Protocols included Efficiency Testing, Durability Testing, Simulated
Testing, Post Office Field Testing, Carrier Efficiency Testing, Winter Testing, and Fuel
Economy Testing. Based on these tests and known route characteristics, the BEV NGDV
battery is specified to support a daily 70-mile route at the end of its ten-year battery life. As
stated in the FEIS, approximately 12,500 delivery routes cover distances that will exceed the
designed battery capacity.
Additionally, with respect to infrastructure, the Postal Service estimates, based on its
assessment of the age and state of its infrastructure, that Postal Service facilities with more
than four to five BEV NGDV will likely require additional power and electrical upgrades (e.g.,
circuit breaker panel, transformer and utility upgrades) to support the electrical demand, which
will constrain, at least initially, BEV deployment in large carrier offices with a significant number
of routes.
Thus, the parameters set in the EIS are the result of this extensive analysis and designed to
ensure that the Postal Service can reliably deliver the nation’s mail in multiple and varied
operating environments. The Postal Service therefore disagrees that the BEV parameters
“needlessly raise costs” or “overly constrain the potential deployment of BEV.”
Please note that the approximate 12,500 delivery routes that are not suitable for BEV NGDV
based on route length equate to approximately 5% of current routes. The Postal Service
recognizes that advances in battery technology may occur over the next several years and if
the range concerns can be overcome, the Postal Service may be able to consider these routes
to be served by BEV NGDV.
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SECTION 1: ENVIRONMENTAL PROTECTION AGENCY (EPA) COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
The EIS has been revised to clarify that the 12,500 number refers solely to routes unsuitable
for BEVs on account of route length, not environmental factors or other operational constraints.

9

As this is a 10-year plan, it should not be based on current availability of charging
infrastructure. Charging infrastructure will be built out substantially and quickly in
the next few years.
The Postal Service BEVs will need to be charged at Postal Service facilities in order to account
for the mail delivery cycle. Therefore, the TCO for BEV NGDV accounts for the cost of Postal
Service-built charging infrastructure and not the potential availability of third-party charging
stations. The Postal Service also notes that NGDV will not be configured for Level 3 fast
charging, which is another reason why BEV NGDV will need to be charged at Postal Service
facilities.

10

The draft EIS also states:
"The BEV NGDV would be expected to discharge around 20 percent of battery
capacity under average conditions because of the low average delivery route
mileage. This would limit battery degradation and may not require charging every
day. The BEV NGDV could fully recharge during non-business hours." and"The
Postal Service's COTS BEV charging and range requirements will be assumed to
be the same as the BEV NGDV requirements (i.e., the ability to charge to a
minimum driving range of 70 miles within eight hours on a single charge with all
vehicle accessories operating)." (p. 3-2)
The claim that "BEV NGDV on routes that exceed 70 miles might not have sufficient
power to complete the route" disregards advances in battery technology. COTS
BEV vehicles today have a much larger range than assumed. For example, it is
reported that the Mustang Mach-e is estimated to have a range of 211 to 300 miles
for the Sport Utility Vehicle (SUV) (not counting the weight of packages in a delivery
van version) and the Ford Transit Passenger Van electric vehicle is estimated for a
range of 140 to 170 miles. This higher range is likely to be more compatible for the
delivery routes that have been ruled out due to route length. Consideration of
ranges more accurate with the current trends in BEV technology would both allow
the decision maker a fair comparison among alternatives and consider deployment
in areas currently ruled out based on the BEV NGDV range constraints.
See responses to Comments 3 and 8 for details regarding the Postal Service’s extensive
testing of both COTS vehicles and NGDV. Additionally, passenger vehicle ranges, such as
those noted in EPA’s comment, are not representative of the Postal Service duty cycle. For
example, a passenger vehicle could have three to four times the vehicle range compared to
Postal Service delivery vehicles, which have stand-up headroom in the cargo area (4 mi/kWh
vs. ~1 mi/kWh), have a GVWR of 8,500 lbs., operate at slow overall speeds, stop and start,
and utilize HVAC for long durations of time. Based on this extensive testing, the Postal
Service expects that only 40% of the daily battery usage will be used for traveling the mileage
on the route. The Postal Service drive cycle requires constant stopping, starting, and idling
while carriers open mailboxes, complete scanning, and complete mail deliveries. As the Postal
Service operates across the nation in all climates, over 40% of the battery usage will be
leveraged for HVAC (heat, ventilation, AC, defrosting) for conditioning only the cabin of the
vehicle, which has doors and windows opening and closing repeatedly throughout the
operational day. Another 20% of the battery will be used to power electronics and vehicle
accessories (lights, strobes/flashers used throughout the day). All of these parameters are
significantly different than passenger vehicle usage conditions and must power not only the

B-156

December 2021

Final Environmental Impact Statement - Appendix B
#

United States Postal Service
Environmental Compliance and Risk Management

SECTION 1: ENVIRONMENTAL PROTECTION AGENCY (EPA) COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
range for miles driven, but for all the other demanding operational conditions on the street, up
to 12 hours per day during peak seasons. The constraint on mileage limits at 70 miles per day
must also consider the additional 60% of battery usage needed to support daily operational
requirements.
The Postal Service also notes that during NGDV prototype testing, the vehicles with a rangeextender powertrain were unable to meet a minimum range of 50 miles. As more than 95% of
Postal Service routes are under 70 miles, the Postal Service established a minimum range of
70 miles for BEVs. Additionally, all vehicles must be prepared to deliver up to 70 miles to
account for transfers to different routes and the need to conduct second trips should
circumstances (e.g., accidents, employee availability, peak volumes, and weather) require it.
Finally, with respect to battery charging, the NGDV Statement of Work required that the battery
be able to be recharged with a Level 2 charger in 8 hours for 70 miles in order to meet the
operational requirements noted above. Thus, the Postal Service finds that the BEV ranges
provided in the EIS are sound and based on extensive testing and Postal Service expertise,
and concludes that the consideration of untested ranges for vehicles not suited to delivering
the mail would not aid it in making a fair comparison among alternatives.

11

In addition, industry standards have batteries that would be sized more
appropriately for the "low average delivery route mileage" that would reduce the
overall cost of procurement and allow for an increase in the percentage of BEVs.
For example, the inclusion of two or more options of battery range in the
specifications (one less than 70 miles) could allow for meeting the majority of
routes with a shorter range and less expensive battery option and for meeting the
range needs of areas with longer routes with an extended range battery option.
EPA recommends that the assumptions on the COTS BEV alternatives be updated
to reflect a more accurate depiction of the current available technology that meets
the Postal Service's vehicle replacement needs.
Postmasters and Station Managers are responsible for ensuring that mail is delivered to every
address in the United States, six, and often seven, days per week. In order to accomplish this,
they must make daily decisions regarding how to deliver to routes in which the carrier is absent
or if a route exceeds its capacity on that day. The need to be flexible in assigning work to
carriers on a daily basis requires the Postal Service to ensure that it has a fleet of delivery
vehicles that offer a consistent range of operation. Additionally, as vehicles are brought in for
preventative maintenance or in case of a vehicle being operationally unavailable, the Postal
Service must be able to ensure that all flexible operational needs are able to be met with
reserve vehicles, which must also be capable of meeting a consistent minimum range of
operation. Acquiring BEVs with shorter or longer ranges than the 70-mile requirement would
negatively impact the Postal Service’s ability to be flexible with its delivery and vehicle
structure, would erode operational efficiency, and, in many cases, lead to additional costs and
additional miles driven. Additionally, maintenance support would be adversely impacted by the
need to stock different capacity battery packs to meet different vehicle battery needs,
increasing shop inventory costs and operational complexity.
For these reasons, the Postal Service concludes that the assumptions used in its alternatives
are technically sound and based on extensive Postal Service testing and expertise in delivery
vehicles and logistics. The Postal Service therefore declines to revise the assumptions in the
COTS BEV Alternative.
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EPA recommends that the Postal Service consider a diversified procurement and
deployment strategy to accommodate both BEVs that may have a shorter range
and be more cost-effective and BEVs that may have longer battery range(s) to
address longer routes.
See response to Comments 10 and 11 for explanation as to why the Postal Service declines to
revise the alternatives to include options that would negatively affect Postal Service operations
and therefore not satisfy the Postal Service’s Purpose and Need.
See also Section 1-2 for discussion showing that the Postal Service already implements a
diversified vehicle procurement strategy, including purpose-built and multiple types of COTS
vehicles. While this EIS assesses the potential environmental impacts from replacing the
LLV/FFV fleet, the Postal Service will consider available BEV and other drivetrain options
when procuring replacements for non-LLV/FFV vehicles.

13

The economic analysis presented in the draft EIS for the proposed action and
alternatives (Appendix C) does not adequately meet the requirements of 40 CFR
1502.23 Methodology and Scientific Accuracy or reflect sound estimates for total
cost of ownership (TCO) including life-cycle costs and benefits of BEVs. Further, it
does not provide key data necessary to evaluate and replicate the results. The
Postal Service should provide all the data and the methodology for developing the
TCO estimates within the draft EIS or as an appendix. The draft EIS provides the
present value of the TCO but not the parameters (fuel costs, discount rates, cost of
capital, cost of acquisition, cost of plug-in chargers, etc.). Consistent with 40 CFR
1502.23, draft EIS analysis should identify any methodologies used and shall make
explicit reference to the scientific and other sources relied upon for conclusions in
the EIS.
In its TCO calculations, the Postal Service has sought to balance NEPA’s requirement that it
take a “hard look” at the environmental impacts of its Proposed Action and reasonable
alternatives with the need to protect commercially-sensitive information that is protected under
other applicable laws, such as the Freedom of Information Act. The Postal Service has
provided its TCO methodology in full compliance with 40 C.F.R. § 1502.23 and disagrees that
NEPA requires that it provide granular data such as the cost of acquisition for vehicles that
would disadvantage the Postal Service in negotiating future contracts and unit costs.
While the Postal Service therefore declines to disclose commercially-sensitive data such as its
vehicle unit prices, to be as responsive as possible to EPA’s request for more information, the
Postal Service provides the following additional details regarding its TCO methodology:
1. Fuel Prices: Annual fuel costs were calculated based on the following assumptions
derived from the Postal Service’s experience delivering the mail and extensive vehicle
testing program (see response to Comment 3 for details regarding testing program):
a. 302 days of delivery per year
b. 17.3 miles driven per day
c. ICE NGDV fuel efficiency
d. BEV NGDV fuel efficiency
e. Cost of fuel:
i. Gasoline: national average of $2.19/gal as of October 12, 2020
(https://gasprices.aaa.com/).
ii. Electricity: national average of $0.109 kWh BY2020$ in July 2020
(Electricity Monthly Update - U.S. Energy Information Administration (EIA)).
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f. REAL Cost projections: The table and graph below are based on the U.S. Energy
Information Administration (IA), “Annual Energy Outlook 2020”, Table 3. Energy
Prices by Sector and Source:
i. Gasoline Index (BY=2020) is calculated using the “Motor Gasoline
(2019$/MMBtu), Sales weighted-average price for all grades. Includes
Federal, State, and local taxes”
ii. The Electricity Index (BY=2020) is calculated using “Electricity
(2019$/MMBtu), Sales weighted-average price for all grades. Includes
Federal, State, and local taxes”
Note: Because of the need to calculate hypothetical maxima involving the replacement
of multiple types of vehicles (LLVs, FFVs & COTs) for a fleet of 165,000, deployed on
routes of increasing length, the air emission and gasoline/electricity consumption
values in the EIS were calculated using a longer, more conservative, average route
length of 21.05 miles.
The Annual Energy Outlook is published annually by USEIA. The following table shows
the USEIS data and accompanying calculations. The Gasoline and Electricity Indices
used escalate (in REAL$) the 2020 price of fuel for each future year of analysis.
Year
2020
2021
2022
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
2033
2034
2035
2036
2037
2038
2039
2040
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Gasoline
$/MMBtu
21.9409
21.9689
21.9782
21.8943
21.608
21.8575
22.0431
22.3123
22.425
22.7208
23.4244
23.588
23.797
24.2206
24.6087
24.8657
25.1629
25.2406
25.5171
25.859
25.9514

Electricity
$/MMBtu
30.2240
29.9230
29.8681
29.8436
30.0067
30.4410
30.8053
30.9449
30.7525
30.4916
30.4346
30.2533
30.0050
30.0910
30.0685
29.8348
29.6984
29.5422
29.5892
29.4620
29.2403

Gasoline Index
BY=2020
100.0%
100.1%
100.2%
99.8%
98.5%
99.6%
100.5%
101.7%
102.2%
103.6%
106.8%
107.5%
108.5%
110.4%
112.2%
113.3%
114.7%
115.0%
116.3%
117.9%
118.3%

Electricity Index
BY=2020
100.0%
99.0%
98.8%
98.7%
99.3%
100.7%
101.9%
102.4%
101.7%
100.9%
100.7%
100.1%
99.3%
99.6%
99.5%
98.7%
98.3%
97.7%
97.9%
97.5%
96.7%
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20-Year Gasoline and Electricity Price REAL Indices

The following is the resulting cost per unit of fuel derived by combining 2020 prices with the 20year forecast.
Gas Price
kWh Price
Year
(BY$/Gal)
(BY$/kWh)
2021
2.145
0.108
2022
2.137
0.108
2023
2.109
0.108
2024
2.133
0.110
2025
2.151
0.111
2026
2.178
0.111
2027
2.189
0.111
2028
2.217
0.110
2029
2.286
0.110
2030
2.302
0.109
2031
2.323
0.108
2032
2.364
0.108
2033
2.402
0.108
2034
2.427
0.107
2035
2.456
0.107
2036
2.463
0.106
2037
2.490
0.107
2038
2.524
0.106
2039
2.533
0.105
2040
2.551
0.015
2. Maintenance: The 20-year maintenance costs for the ICE NGDV and BEV NGDV were
estimated using vehicle-specific cost ratios representing the projected relative cost of
maintenance and repair as compared to the LLV.
3. Cost of Acquisition: For the reasons provided above, this data is commercially sensitive
information, of which disclosure would negatively impact the Postal Service’s ability to
negotiate and obtain competitive prices, and so shall not be disclosed.
4. Cost of EV Charging Infrastructure: Based on multiple cost estimates for site surveys,
design work, trenching, electrical upgrades, commercial-grade equipment including
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overhead steel gantries to accommodate retractable charger cables, and all electric vehicle
supply equipment, developed for three Postal Service locations representing a small,
medium and large facility, each at 25%, 50%, 75% and 100% deployment levels, average
per-facility BEV charging infrastructure costs ranged from $18,740 (assuming 10% BEV) to
$20,970 (assuming 100% BEV). The Postal Service notes that, due to factors such as age
and site configuration, certain Postal Service facilities would require extensive trenching
and other facility upgrades to allow for BEV charging.
5. Calculation of Present Value: 20-year cashflows were discounted and summed using a
standard Postal Service investment rate for a sustaining project at medium risk levels.

14

The uncertainties associated with the cost calculations for the alternatives are too
great to draw informed conclusions. Appendix C of the draft EIS acknowledges that
the data on vehicle acquisition costs are only "rough order of magnitude costs" (p.
C-3.). This is not an acceptable level of accuracy to draw such firm conclusions
about the relative TCO. In identifying the methodology, the quality and accuracy of
the data should be discussed and explicit reference to the scientific or other
sources relied upon for conclusions should be disclosed.
See response to Comment 13 above. The Postal Service also disagrees with the EPA’s
characterizations as “too great” of cost uncertainties that would attend any program of this
scale. Moreover, while certain costs such as contractually-negotiated vehicle unit prices may
be known with great specificity, other costs, such as the cost of upgrading electrical
infrastructure in a nationwide portfolio of over 17,000 carrier facilities from which vehicles
originate, must be based on reasonable assumptions and estimates made by Postal Service
management after reviewing internal, commercially-sensitive assessments.

15

EPA recommends Postal Service review the following TCO calculators and
analysis and supplement the analysis accordingly.
• North American Council for Freight Efficiency, Medium-Duty Electric Trucks:
Cost of Ownership (https://nacfe.org/emerging-technology/medium-dutyelectric-trucks- cost-of-ownership/)
• Global Commercial Vehicle Drive to Zero Total Cost of Ownership
Estimator (https://globaldrivetozero.org/tools/calculator /)
• National Renewable Energy Laboratory, Spatial and Temporal Analysis of
Total Cost of Ownership for Class 8 Tractors and Class 4 Parcel Delivery
Trucks (https://www.nrel.gov/docs/fy21osti/71796.pdf)
The Postal Service’s TCO analysis is based on competitively-negotiated contract prices and its
expert internal assessment of other costs, such as deferred maintenance. The Postal Service
disagrees that adding third-party cost calculators that do not reflect cost considerations unique
to the Postal Service would meaningfully add to the EIS’s economic analysis.
See also Comment 18. For example, existing models do not account for the rigors of Postal
Service drive cycles, which incur 500-600 short-range stops and starts that cause significantly
increased wear and tear on the vehicle and significantly increased maintenance costs.

16
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The costs as represented do not account for the rapidly reducing costs of
batteries - the most expensive component in a BEV. Appendix C states that rough
order of magnitude costs are based in part on the offerors estimated NGDV
Production proposals and pricing from July 2020. There are a number of available
studies highlighting progress being made in this area. For example, work done by
a Carnegie Mellon University team developed a model where costs for each
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component of EV batteries are calculated and an estimated change over time is
predicted based on the trends in component costs and other factors. One of the
authors was quoted by BloombergNEF as stating by around the 2025-time frame
"There will definitely be cars, passenger vehicles, in multiple segments where the
EV option is the cheaper option." Additionally, according to BloombergNEF,
analysts and researchers over the years have stated that a battery price of $100
per kilowatt-hour is the point at which EVs become cost-competitive with gasoline
vehicles. Last year, the global average price was down to $156 per kilowatt-hour.
BloombergNEF estimates that electric vehicles ''will be cheaper to produce than
fossil fuel vehicles by 2027."
The Postal Service disagrees that academic studies, news reports and forecasts form a
superior basis for an economic analysis of the cost of BEV batteries than a competitivelynegotiated contract in the open market as occurred with the Proposed Action. To the extent
BEV battery costs decline, the Postal Service has incorporated appropriate cost savings
clauses in the Proposed Action’s contract. However, the Postal Service concludes that it
cannot be assumed that changes in battery technology over the ten-year life of the Proposed
Action would necessarily be cost effective or practicable as the cost impacts on multiple other
factors, including manufacturing scheduling and vehicle design, along with necessary site-level
upgrades to accommodate charging, would need to be considered.
While it is true that the battery cost is the single largest component price in the electric vehicle,
the Bloomberg NEF estimates are based on passenger-sized vehicles, which are produced in
quantities of millions, versus in the thousands. The Postal Service determined that it is
unrealistic to assume these projections apply to a medium/heavy duty battery purchased in
dramatically smaller quantities. Even the DOE’s pricing projection curves note that it is unclear
what production processes will be applied to actually achieve the projected reductions in price
per kilowatt hour. The other factor that the EPA’s assertion fails to consider is that the same
components used to produce EV batteries will similarly be used to produce energy storage
solutions which are projected to rise dramatically through the end of the decade. As sourcing
for EV battery components heats up in the marketplace, competition for these same resources
will likely increase as commercial entities seek to store energy and balance demands and
charging operations. The global competition for these resources will likely expand significantly,
and the raw materials are controlled almost entirely by overseas markets.
It is also important to note that the Postal Service will lock in vehicle (and by extension,
battery) pricing upon placement of delivery orders for BEV vehicles. The Postal Service will
leverage appropriate supply chain management techniques to ensure the best possible pricing
as orders are placed – but note that other component-level pricing may also change (for
example, steel prices are increasing significantly). As the Postal Service purchases vehicles,
improvements in one vehicle component may not translate to more favorable vehicle pricing as
other commodities/components change over time.

17
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EPA recommends that the Postal Service update the economic analysis and draft
EIS to incorporate the assumptions of falling costs of battery technology as
recommended by academics and industry experts. A range of forecasts of battery
prices should be used, based on forecasts from government and private sector
institutions. All forecasts should be clearly presented and cost implications for the
TOC disclosed.
See response to Comment 16 for why the Postal Service declines to credit cost forecasts over
competitively-negotiated prices in the open market.
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Important data on the costs of components of ICE NGDV and BEV NGDV are not
provided. The cost of gasoline, the cost of electricity, and the cost of
maintenance are not provided in the economic analysis. It is well-documented
that the costs of ownership, including maintenance and fuel costs, are
considerably lower for BEVs. The lower costs include not only repair cost
savings but also spending less time in the shop and more on the road.
See response to Comment 13 as to why the Postal Service does not believe that NEPA
requires the disclosure of commercially-sensitive information protected under other federal
statutes, such as the Freedom of Information Act and Postal Reorganization Act. Also see
response to Comment 13 for discussion of TCO components and methodology.
Additionally, the Postal Service disagrees with the EPA’s opinion that “the costs of ownership,
including maintenance and fuel costs, are considerably lower for BEVs.” Many commonly
available and referenced COTS vehicle platforms use the Urban Dynamometer Driving
Schedule (UDDS) Drive Cycle (Federal Test Procedure [FTP]-75) to estimate vehicle
maintenance requirements and costs. However, the Postal Service has a unique slow speed,
stop and start operating environment that is much more severe than the commonly-used
UDDS drive cycle. The Postal Service’s curb-line delivery operations include hundreds of daily
hard accelerations and decelerations for curbside delivery. This level of wear and maintenance
is not experienced by light-duty vehicles operated on UDDS type driving cycles and has
historically required the Postal Service to require engine and transmission replacements in
fewer than 100,000 miles.
For these reasons, Postal Service maintenance projections are based on actual historical LLV
curb-line delivery vehicle maintenance costs, with vehicles driven to support Postal Service
delivery operations. The Postal Service has developed maintenance cost ratios for each
vehicle system based on Postal Service and industry subject matter expert consensus. The
ratios for each vehicle were developed based on part costs and labor hours provided by the
supplier. Panel members then reviewed and discussed supplier data to determine
reasonableness of the data and gain agreement on the ratio of the NGDV relative to the Postal
Service LLV delivery platform. This ratio represents the relative cost of each type of repair
based on the LLV historical maintenance cost data. Both BEV and ICE maintenance
requirements were calculated, and the systems analyzed for the anticipated 20-year useful life
of the vehicles. Due to the anticipated extended life of the vehicles, powertrain requirements
and BEV battery replacements were included in the maintenance cost calculations.
Due to the significantly increased feature set (e.g., air conditioning and camera systems), both
BEV NGDV and ICE NGDV vehicles had greater projected lifetime maintenance costs than the
30-year old baseline LLV, while ICE had higher projected maintenance costs than the BEV
variant, which relative differences are incorporated into the TCO calculations.
Additional detail has been added to the TCO explanation in Appendix C of the FEIS.

19
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It appears that the draft EIS has assumed that fuel costs for gasoline will remain at
today' s prices as part of the TCO. Similarly, the analyses seem to ignore that the cost
of low-carbon electricity is decreasing. As stated above, a shifting baseline that
incorporates the reasonably foreseeable trends and annualized costs over time is
more appropriate for this analysis and consistent with scientific standards, given welldocumented projected changes related to the proposed action. Without consideration
of rising oil prices and future costs of electric power, the analysis results in a
tremendous bias in the draft EIS estimation of the TCO. Forecasts from U.S.
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Energy Information Administration and other energy forecasts should be
incorporated in the analysis.
This is not correct. The TCO did not assume constant prices for gasoline or electricity. See
response to Comment 13 for details regarding fuel price forecasts.
TCO projected future fuel costs were based on the EIA’s Real Fuel Price Forecasts and the
calculated indices, as illustrated below.
20-Year Gasoline and Electricity Price REAL Indices

As additional clarification, reference to the TCO using the EIA's Real Fuel Price Indices for
project future costs for gasoline and electricity has been added to Appendix C of the FEIS.
20

Conclusions based on TCO analysis in Appendix C conflict with the results offered
by other delivery companies (FedEx, UPS, Amazon). Delivery companies have
concluded that BEVs will lower costs in the future and have aggressively pursued
acquisition of BEVs. For example, UPS has placed an order for l 0,000 BEV delivery
vehicles. Amazon is buying l 00,000 BEV delivery vans from Rivian. DHL says zeroemission vehicles make up a fifth of its fleet, with more to come. FedEx just
pledged to replace 100 percent of its pickup and delivery fleet with battery-powered
vehicles by 2040.
See Response to Comment 18 for information regarding how, due to its Universal Service
Obligation (39 USC§ 101) and curb-line delivery requirements, the Postal Service’s vehicle
usage, maintenance requirements, and financial condition differ from those of for-profit delivery
companies. Additionally, as the EPA has not provided data regarding those delivery
companies’ vehicle unit prices, financing costs, or costs to upgrade electrical infrastructure, the
Postal Service disagrees that the EPA has a reasoned basis for opining that there is any
“conflict” between the public relations announcements of private sector competitors and Postal
Service TCO calculations which are based on negotiated contract prices and expert internal
assessment of the Postal Service’s unique infrastructure, labor and maintenance
requirements.

21

The Postal Service should revise or provide an explanation for its determination that
ICE NGDV are more cost effective than the BEV NGDV or BEV COTS.
As noted in the responses to Comments 18 and 19, the Postal Service has revised the TCO
analysis description in Appendix C of the FEIS to clarify the maintenance cost factors and
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assumed real fuel price changes. As this additional information does not change the relative
TCO differential between ICE NGDV and BEV NGDV, as discussed in Section 4-11.2
(Selection of Preferred Alternative), the Postal Service finds that additional revisions to the EIS
are not warranted.

22

As currently described in the draft EIS, the proposed action creates a "technology
lock-in" that is not discussed and is inconsistent with the future direction of the
industry along with the national goals in EO 14008 and 14037. New NGDV are
anticipated to have a life cycle of a decade or more. While the draft EIS discusses
how there is the potential to adjust for changing conditions, once purchased, the
USPS loses the ability to change the acquisition decision. Given the crudeness of
the cost estimation and the academic and industry expectations that BEV costs are
lower (and falling further soon), the analysis should examine multiple scenarios and
disclose financial risks where the Postal Service is "stuck" with an ICE fleet that is
more expensive and far more polluting if the preferred alternative (10 percent BEV
and 90 percent ICE) is selected.
See responses to Comments 16 and 17 above for reasons why the Postal Service finds
comparisons to “academic and industry expectations” to be not credible when compared to its
rigorous and exhaustive testing of multiple vehicle types and a years-long competitive
solicitation in the open market for a vehicle capable of meeting the Postal Service’s unique
operational requirements. Furthermore, to the extent that “technology lock-in” is a financial risk,
the Postal Service disagrees that it is a risk specific or unique to any particular drivetrain. It
might be argued that the acquisition of BEVs or any other technology would “lock” the Postal
Service in should “multiple scenarios” arise, such as the power crisis that occurred in Texas in
February 2021. The Postal Service therefore disagrees that the EIS’s environmental analysis
or the Postal Service’s ability to meaningfully compare reasonable alternatives would be
enhanced by expanding the EIS to include “lock-in” costs that might be incurred due to
speculative scenarios.

23

EPA recommends the incorporation of forecasts of future variables into the TCO
analysis consistent with economic standards of practice to understand the
potential future changes more clearly in operations costs between BEV and ICE
(incorporating the recent academic and industry analyses projecting lower BEV
costs), risks of the acquisition strategy, and the potential effects of those future
variables. This more meaningful and transparent analysis will better inform the
public and provide for better-informed decision making.
See responses to Comments 16,17, and 22 above for why the Postal Service disagrees that
“academic and industry analyses” are superior to competitively-negotiated contract prices in an
open market and cost estimate projections made by Postal Service experts regarding
operational and facility costs specific to the Postal Service. The Postal Service therefore
declines to expand the EIS to include inferior forecasts.

24

Because of the low mileage in an average USPS vehicle delivery route, the draft EIS
indicates, on average, BEVs would discharge only 20 percent of the stored battery
power per day. The extra stored battery power for a typical vehicle/route would offer
the potential for additional benefits associated with vehicle to grid technology,
demand response services, peak shaving, and providing emergency power during
an outage.
These opportunities for cost savings and resilience benefits should be considered
in the analysis as well.
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See response to Comment 10 for discussion of factors that increase BEV battery usage. As
noted in Section 3-1.1 of the EIS, the 20 percent battery discharge assumes normal driving
conditions.
The Postal Service also notes that it is investigating charging infrastructure design possibilities
for operational resiliency and cost reduction opportunities that do not degrade vehicle battery
life or undermine mission readiness. While such technologies are promising, they are outside
the scope of this EIS to replace the Postal Service fleet.

25

EPA recommends incorporating the potential value added of "vehicle to grid"
systems into the economic analysis when considering the costs and benefits of
the BEV deployment.
See response to Comment 24. The Postal Service currently has no current plans to provide
“vehicle to grid” services, nor are such services part of the Postal Service’s mission or
Universal Service Obligation (39 USC § 101). Thus, the capacity to provide such services is
not a factor in the Postal Service’s Purpose and Need. The Postal Service therefore declines
to expand the EIS to include the potential value of services it does not provide. In addition, not
all states and utilities have provisions for purchasing power supplied from customers. For
these reasons, the Postal Service concludes that this nascent technology, while promising, is
not yet evolved or standardized enough to incorporate into specifications for a vehicle fleet of
this size.
The Postal Service is assessing the potential for energy storage devices to support operational
resiliency. However, such work is outside the scope of this EIS to replace the Postal Service
fleet.

26

In Appendix F, Table F-3.a provides emission estimates for ICE NGDV or
alternative I.I COTS ICE vehicles. The table documents that the total mileage for
these cars will be 1,048,921,500 per year. And carbon dioxide equivalent (CO2e)
emissions are 311,739 metric tons (MT) per year. At 11 miles per gallon (the
average between mileage of using air conditioning and not using air conditioning)
the gasoline used will be (miles driven/11) = gallons of gasoline or 95,356,500
gallons. Carbon dioxide per gallon of gasoline is about 19 pounds. Multiplying by
19 and then dividing by 2204.62 pounds per metric ton yields 821,807.6 MT. This is
over 2.5 times the estimate in the draft EIS.
The analysis used the MOVES model to calculate the direct emissions associated with the
existing and proposed new vehicles. The MOVES model is an EPA-recommended regulatory
model for mobile source emission modeling, and the MOVES provides emission factors in
grams/mile. Therefore, the air analyses used vehicle miles in order to calculate the emissions,
rather than the information associated with gallons or miles per gallon. The emissions
estimates are based on the average miles of the Postal Service vehicle and the conservative
emission factors calculated from the MOVES model (g/mile): emission factors of winter months
for CO, PM2.5, PM10, and SO2 and the emission factors of summer months for VOC, NOx,
CO2, CO2e, CH4, N2O. Air conditioning factors were already incorporated by using summer
emission factors for GHG.
See descriptions in the FEIS Section 4-6.3.1 and Appendix F Table F-3a, that the emission
estimates for ICE NGDV or Alternative 1.1 COTS ICE Vehicles are based on average miles of
the Postal Service vehicle and the conservative emission factors calculated from the MOVES
model (g/mile).
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Use of the eGRID data to calculate emissions decades into the future is misleading.
The U.S. Energy Information Administration and every energy modeling/forecasting
operation estimate much lower carbon intensity in the power sector. Coal
retirements are accelerating, and many states are placing strict limits on new power
sources. At the same time, the cost of renewable energy is falling dramatically. The
analysis needs to be redone with more realistic assumptions about future carbon
(and other emissions) from the power sector.
EPA's submitted scoping comments, dated April 2, 2021, recommended use of eGRID data,
which includes the latest publicly available EPA data. Therefore, the Postal Service followed
EPA’s recommendation and used eGRID in the DEIS. The Postal Service recognizes that
eGRID data do not calculate emissions decades into the future, as eGRID was originally
developed based on the currently available power sector data and not future data. The EIS
calculation to estimate the emissions associated with the upstream power source is based on
the most current, publicly available data (2019). Therefore, the FEIS presents the same values
that were calculated and presented in the DEIS.
That said, the Postal Service acknowledges the future trend of coal retirement noted in EPA’s
comment. While this is a complex topic with multiple scenarios regarding possible future
changes in power generation that directly affect fuels and emissions, the Postal Service has
researched and identified varying and widely ranging opinions on timescales for
implementation of solar and wind power in the U.S.
For example, the Department of Energy (DOE)’s Solar Futures Study (2021)1 developed and
evaluated a “reference” scenario which outlines a business-as-usual future, which includes
existing state and federal clean energy policies but assumes there is no comprehensive effort
to decarbonize the grid. Under this reference scenario, installed solar capacity increases by a
factor of 7 by 2050, and grid emissions decline by 45% by 2035 and 61% by 2050, relative to
2005 levels. Relative to 2020 levels, this reference scenario predicts that grid emissions will
decline by approximately 5% by 2035 and approximately 30% by 2050 (based on graph
reading).
In addition to the reference scenario, DOE’s Solar Futures Study evaluated two hypothetical
what-if scenarios: “Decarbonization (Decarb)” and “Decarbonization with Electrification
(Decarb+E),” both of which assume more target-driven deep decarbonization of the grid (e.g.,
95% reduction from 2005 levels in the grid’s carbon dioxide emissions by 2035 and 100%
reduction by 2050 for the Decarb scenario and an even more target-driven deep
decarbonization of the grid for Decarb+E scenario). Both Decarb and Decarb+E models are
hypothetical what-if study scenarios which model a decarbonized grid and solar’s role in it, but
these are, of course, only models, not certainties.

1

USDOE (U.S. Department of Energy). 2021. Solar Futures Study, September 2021. available at
https://www.energy.gov/sites/default/files/2021-09/Solar%20Futures%20Study.pdf.
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In contrast, the International Energy Agency (IEA)’s Net Zero by 20502 study offers two
different scenarios: Stated Policies Scenario (STEPS), which takes into account only specific
policies that are in place or have been announced by government. Under STEPS, annual
energy-related and industrial process CO2 emissions rise from 34 gigatonnes (Gt) in 2020 to
36 Gt in 2030, and remain around this level until 2050. Renewables provide almost 55% of
global electricity generation in 2050 (up from 29% in 2020), but clean energy transitions lag in
other sectors. Global coal use falls by 15% between 2020 and 2050, oil use in 2050 is higher
than in 2020, and natural gas use is almost 50% higher.
The number of governments pledging to reduce greenhouse gas emissions to net zero has
rapidly increased over the last year. While currently fewer than a quarter of announced net
zero pledges are fixed in domestic legislation and few are yet underpinned, IEA’s Net Zero by
2050 study also evaluated a hypothetical what-if scenario, called Announced Pledges Case
(APC), which assumes that all announced national net zero pledges are achieved in full and on
time, whether or not they are currently underpinned by specific policies. Under the APC
scenario, global energy-related and industrial process CO2 emissions fall to 30Gt in 2030 and
22Gt in 2050. The share of renewables in electricity generation is predicted to rise to nearly
70% in 2050.
Finally, under another hypothetical what-if scenario called Net-Zero Emissions by 2050 (NZE),
IEA models what is needed for the global energy sector to achieve net-zero CO2 emissions by
2050. Under this NZE scenario, solar, wind, hydropower, and other renewable energy
combined is increased from the current 29% in 2020 to 60% in 2030 and to 88% in 2050.
While the IEA’s STEPS and APC are models from a global perspective, the Postal Service
includes it as a potential reference point given that the Biden administration is proposing Net
Zero by 2050, that it is anticipated the U.S. would likely achieve this goal under current U.S.
policy, and that the document was reviewed or engaged by the U.S. Department of Energy.
U.S. Energy Information Administration (EIA) (February 8, 2021)3 projects that the share of
renewables in the U.S. electricity generation mix will increase from 21% in 2020 to 42% in
2050. Total U.S. electricity generation will increase from 4,000 billion kwh to 5,500 billion kwh.
For the increased electricity demand, the renewable share is projected to increase with wind
and solar generation responsible for most of that growth. Because the total electricity demand
will increase and the increased electricity demand will be supplied by renewable energy,
according to these projections, the amount of fossil-fuel generated electricity would stay at
approximately the same level between 2020 and 2050. Therefore, emissions per unit of
electricity will be diluted and reduced, while the total emission quantity would stay at a similar
level. Nuclear and coal-fired generation would decrease and the natural gas-fired generation
share remain relatively constant. By 2030, renewables would collectively surpass natural gas

2

IEA (International Energy Agency). Net Zero by 2050. October 2021. Available at
https://iea.blob.core.windows.net/assets/deebef5d-0c34-4539-9d0c-10b13d840027/NetZeroby2050ARoadmapfortheGlobalEnergySector_CORR.pdf.
3
USEIA (U.S. Energy Information Administration). 2021. EIA projects renewables share of U.S. electricity generation mix
will double by 2050 (February 8, 2021). https://www.eia.gov/todayinenergy/detail.php?id=46676. Accessed October
2021
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to be the predominant source of generation in the United States. Solar electric generation
would surpass wind energy by 2040 as the largest source of renewable generation in the
United States.
National Renewable Energy Laboratory (NREL)’s Electricity Generation Baseline Report
(2017)4 predicts that in the U.S. the generation mix is projected to be 60% fossil generation in
2040, with 23% renewable energy in 2040. The prediction indicates that the total electricity
generation will be increased by approximately 13% (based on graph reading); however, the
total fossil generated power is likely to stay the same or slightly increase while the majority of
the renewable energy generated power will increase to satisfy the total increased power
consumption. Therefore, it is expected that the emissions generated per unit electricity will be
decreased based on the increased amount of the renewable energy generated power.
These various ranges of the future trend of coal retirement would depend on economics,
governmental policies, and speed of construction of new generating and distribution
infrastructure. Because of the multiple inconsistent scenarios and uncertainty of economic
forecasts and political forces, it is difficult to predict what level of emissions or decarbonization
would be achieved. Therefore, the Postal Service estimated the upstream emissions based on
the currently publicly available eGRID database as presented in the FEIS.
However, in response to EPA’s request that the Postal Service consider the potential
environmental impacts from accelerated decarbonization, the Postal Service has calculated
the net aggregated air emissions for the 100% BEV hypothetical maximum using an
assumption (e.g., the grid CO2e emission will decline by approximately 5% by 2035 and
approximately 30% by 2050) from the DEO’s reference scenario described above (see table
below). In addition, the Postal Service has calculated the SCC for the 100% BEV hypothetical
maximum using the same assumption of a 30% emission decrease by 2050.
Net Aggregated (Direct and Indirect) GHG Emission Changes (100% BEV NGDV)

Vehicle Description
New 100% BEV
NGDV (eGRID)
Replaced Vehicles
(LLVs/FFVs/Metris)
(GREET + MOVES)
Net (Total)
N/A = not applicable

Vehicle
Action

CO2e
(MT)
from Table 4-6.5

CO2e
(MT) based on DOE’s
reference scenario by 2050

New

467,485

327,240

Removed
N/A

-1,332,698
-865,213

-1,332,698
-1,005,459

4

NREL (National Renewable Energy Laboratory). 2017. Electricity Generation Baseline Report. January 2017. Available at
https://www.nrel.gov/docs/fy17osti/67645.pdf

B-169

December 2021

United States Postal Service
Environmental Compliance and Risk Management

Final Environmental Impact Statement - Appendix B

Net Aggregated (Direct and Indirect) GHG Emission Changes (100% BEV NGDV)

Vehicle Description
New 100% BEV
NGDV (eGRID)
Replaced Vehicles
(LLVs/FFVs/Metris)
(GREET + MOVES)
Net (Total)
N/A = not applicable

Vehicle
Action

CO2e
(MT)
from Table 4-6.5

CO2e
(MT) based on DOE’s
reference scenario by 2050

New

467,485

327,240

Removed
N/A

-1,332,698
-865,213

-1,332,698
-1,005,459

Calculated Social Cost of Carbon (100% BEV NGDV)

5% Discount
Rate from
Operation Table 4-6.6
al Year
($, US Dollars)
2030
-16,063,638
2035
-18,602,106
2040
-21,107,907
2045
-24,053,019
2050
-27,155,659

Operation
al Year
2030
2035
2040
2045
2050

5% Discount
Rate based on
DOE’s
reference
scenario by
2050
($, US Dollars)
-20,882,729
-24,182,738
-27,440,280
-31,268,925
-35,302,357

3% Discount
Rate from
Table 4-6.6
($, US
Dollars)
-49,867,888
-54,006,677
-59,319,603
-64,193,218
-69,506,143
3% Discount
Rate based
on DOE’s
reference
scenario by
2050
($, US Dollars)
-64,828,254
-70,208,680
-77,115,484
-83,451,183
-90,357,987

2.5%
Discount
Rate from
Table 4-6.6
($, US
Dollars)
-71,065,575
-76,975,339
-82,885,104
-88,932,855
-94,245,781
2.5%
Discount
Rate based
on DOE’s
reference
scenario by
2050
($, US Dollars)
-92,385,248
-100,067,941
-107,750,635
-115,612,712
-122,519,515

3% 95th Percentile
Discount Rate from
Table 4-6.6
($, US Dollars)

-145,142,810
-160,661,817
-176,042,837
-190,368,167
-205,152,349

3% 95th Percentile
Discount Rate
based on DOE’s
reference scenario
by 2050
($, US Dollars)
-188,685,653
-208,860,362
-228,855,689
-247,478,617
-266,698,053

The Postal Service notes that it provides these calculations incorporating assumptions more
favorable to the BEV at the request of EPA. Considering these more BEV favorable
assumptions about future emissions from the U.S. energy grid, net carbon emissions are
reduced by approximately 140,000 metric tons and the social cost of carbon estimates are
reduced by $8 million to $61 million, depending on the discount rate. As these additional
reductions would not make a significant difference between the environmental impacts of the
ICE NGDV Preferred Alternative and the BEV NGDV Preferred Alternative, given the $2.3
billion TCO differential (for an order of 75,000 BEV NGDVs; a maximum order of 165,000
BEVs would require more than $1 billion dollars in additional investment as compared with
ICE), the Postal Service has considered EPA’s suggestion but declines to revise the EIS to
include the above assumptions about future decarbonization of the U.S. energy grid.
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Additionally, for the multiple factors described above, the Postal Service states for the record
that it makes no judgment as to whether the assumptions in the DOE’s reference model are
likely or more probable than any other model.

28

As part of disclosing the methodology and assumptions for the GHG emissions
analysis, the conversion factors used in the calculations should be identified.
The GHG emission analysis sections of the EIS have been updated to specifically list
conversion factors used in the DEIS. For example, in the Appendix F tables, footnotes of
conversion factors such as English ton to metric ton (MT) have been added (e.g., 1.102
English short tons = 1 metric ton).

29

In Table F-3.i, the source of estimates is unclear. Consistent with 40 CFR
1506.23, agencies shall make explicit reference to the scientific and other sources
relied upon. If the numbers are based on the numbers calculated later in the
section, this should be referenced, or the Table moved to make the source more
explicit.
In the EIS, Table F-3.i (Appendix F) is the summary table of many of the individual tables
presented. (For example, EIS Tables 4-6.2 and Table F-7a indicate net aggregated air
emission changes [90% ICE NGDV and 10% BEV NGDV]) calculated based on MOVES,
eGRID, and GREET models. Table 4-6.5 and Table F-7.b show detail values for net
aggregated air emission changes [100% BEV NGDV]. Table 4-6.8 and Table F-7.c show detail
values for net aggregated air emission change for Alternative 1.1., and Table 4-6.11 and Table
F-7.d show detail values for Alternative 1.2.
The EIS (each table as appropriate) has been updated to include explicit references.

30

A footnote or description should be added to explain how the GREET Emissions
Factors for WTP (Table F-6.t) were identified (e.g., specify which factors are from
which GREET tab).
See Table F-6.f (Appendix F) of the FEIS for an additional footnote and description to explain
how the GREET emissions factors for WTP (wheel-to-pump) were identified. The GREET
model was run for ICE vehicles with the LHD Vocational vehicle type and based on being
flexible fuel gasoline vehicles. During the use of GREET appropriate simulation inputs
(SIMULATION TAB) were included to define the scenarios which included the year of analysis
to update inputs for each year of analysis, the vehicle technology parameter was set to one
year to make sure the latest technology was applied for each year of analysis. While pathways
can be selected in the WTW (well-to-wheels) and PTW (pump-to-wheels) tabs for specific fuels
the default fuel mix from GREET was used. Additionally, no changes were made to the Data
Editor Tab which requires exact information (e.g., heating values and specific percent of fuel
use). When the WTW results were used for total, the full life-cycle impacts of the vehicle
technology for vehicle construction, energy and emissions were reported. Also associated with
this is the WTP tab that represents upstream processes of fuel production and distribution. The
emission factors of VOC, CO, NOx, PM10, PM2.5, SO2, and CO2e for every project year
(2023 through 2032) were obtained and reported on the WTP tab that represents upstream
processes of fuel production and distribution.

31

It appears that CO2e is measured in metric tons (MT) and other pollutants are
reported in tons per year. We recommend the units be consistent or that clarifying
language be added to explain why this is the case.
These units are consistent with regulatory air permitting and emission inventory guidance for
GHG (in MT) and all other pollutants (tpy). The EIS has been revised for clarification in light of
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this comment. See Section 4-6.3.1 of the FEIS for clarifying text that the EPA’s GHG reporting
and document is based on metric tons (MT) while other criteria pollutants such as CO, NOx,
VOC, PM10, PM2.5, and SO2 are reported and regulated based on English short tons.
The simplified methodology for the lifecycle analysis is a concern if scale of
reductions is a factor. We recommend a more detailed screening approach to
calculate emissions of BEVs to include the following steps and noting in the text
that emissions would vary by region.
• Estimate the emissions associated with the production and transport of
feedstock used to generate electricity. The GREET model used in the draft
EIS is a good source of emission factors associated with different
feedstocks. However, since the mix of feedstocks used to generate electricity
varies by region, it is important to consider and appropriately weight these
'upstream factors' by the resource mix (e.g., percentage of coal, natural gas,
or other feedstocks used to generate power in that region).
Regional air emissions (including GHG) analyses would require extensive analyses with
several parameters, including the Postal Service's deployment schedule of the new vehicles
and type of new vehicles to be deployed at each location. The Postal Service requires the
ability to be flexible with its delivery and vehicle structure in order to support its Universal
Service Obligation (39 USC 101) and any such assignments at this time would be speculative.
The DEIS thus provided a programmatic nationwide evaluation to preserve this flexibility and
appropriately represent the Postal Service’s national coverage. Regional differences related to
BEVs would also depend on the power (fuel) source, for the powerplant(s) in the region, while
regional differences for ICE would also depend on the geographic source of the gasoline (fuel)
and emissions would differ based on season, weather, road conditions, etc. The Postal
Service's vehicle miles traveled (VMT) contributions on a regional level compared to existing
regional emissions inventory are and would continue to be negligible. The nationwide analyses
in the DEIS demonstrated a net decrease in emissions, a positive benefit of the Proposed
Action and alternatives. A by-regional analysis would likewise yield a net decrease in
emissions and any difference from the nationwide analyses would be negligible.
With respect to BEVs, eGRID also already provides the upstream emissions data from various
fuel mixes (e.g., coal, oil, national gas, fossil) to generate electricity by different regions. The
EIS analysis is a programmatic nationwide analysis based on the nationwide number of
vehicles and nationwide miles of travel per vehicle rather than regional or local level of data.
Regional impacts would be very small compared to the overall fleet in use for any region.
Because the nationwide analyses demonstrated a net decrease in emissions, and a byregional analysis would likewise yield a net decrease in emissions regardless of upstream fuel
type for electricity, the analysis was performed based on a nationwide level using nationwide
average upstream data from “all fuels” rather than separating individual fuel types using eGRID
for BEV. (In order to compare the upstream life cycle analysis between BEV and ICE, the
GREET model was additionally used to estimate the comparable upstream emissions for fuel
production (e.g., gasoline) used for ICE.))
For these reasons, the Postal Service therefore concludes that emissions analyses on a
regional basis would require extensive effort but result in little or no difference from the
nationwide approach. As such, adding regional analyses would not comport with NEPA’s
requirement that EISs be analytic, not encyclopedic, and would not aid the Postal Service in
informed decision-making.
Section 4-6.3.1 of the EIS has been revised to include additional explanation of the above.
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Estimate the power plant emissions rate for each region (e.g., using a tool such
as eGRID). This rate should be adjusted by the upstream factor discussed above
as well as grid losses due to transmission and distribution of power from the
power plant to the end use (in this case, the charging unit), which typically have
ranged from 5-6 percent.
eGRID provides the upstream emissions data by each region. However, since the EIS analysis
is a programmatic nationwide study based on the nationwide number of vehicles and
nationwide miles of travel per vehicle rather than regional or local level of data, the analysis
was performed based on a national level using nationwide data with the “all fuel” selection
(average of various fuels) rather than regional data with individual fuel selections.
Section 4-6.3.1 of the EIS has been updated to incorporate additional descriptions regarding
nationwide grid gross loss rate (e.g., 5.1 percent in continental U.S., based on eGrid).

34

Finally, calculate vehicle-specific emissions using the fuel consumption rate for
a specific vehicle. Multiply the total regional emissions factor by the chosen
vehicle's fuel consumption rate for the lifecycle emissions impact by region.
See response to Comment 26, in that the calculations in the DEIS were performed using miles
of travel data based on the EPA's MOVES model (designed to estimate mobile source
emissions). Therefore, fuel consumption rate was not used in the analysis. The analysis was
performed at a nationwide level, and not by region (see Response to Comment 32).

35

The current method appears to combine MOVES (tailpipe or direct) estimates with
those from eGRID or GREET (upstream or indirect).
However, it is unclear to what extent important factors are aligned between these
models. The analysis needs to articulate whether inputs to MOVES and/or GREET
have been modified to better reflect the specific Postal Service vehicle(s) under
consideration. Vehicle emissions are sensitive to vehicle efficiency, so the practice
of using a representative "light commercial truck" in MOVES or "vocational vehicle"
in GREET may over- or under-estimate emissions.
Section 4-6 and Appendix F of the EIS have been revised to include an additional description
regarding how the emissions were calculated using emission factors from the MOVES, eGRID,
and GREET models.
MOVES predicts tailpipe, brake, and tire wear emissions from vehicles. See the footnote of
Table F-4.a of the EIS, stating that the emission factors from the MOVES model were based
on the following inputs/assumptions: (1) Fuel-Gasoline, (2) Urban Road Type - Urban
Unrestricted/Arterial/Collector/Local (Westchester County, New York), (3) Vehicle Speed - 25
mph, (4) Weekday travel, (5) Winter months for CO, PM2.5 , PM10 and SO2, (6) Summer
months for VOC, NOx, and CO2. Other than the aforementioned, no modification was made in
MOVES.
eGRID was used to obtain the emission profiles associated with the U.S. power sectors.
Nationwide average emission factor and all fuel mixture were selected as inputs.
See Response to EPA Comment 30 regarding the GREET model. Other than the projectspecific inputs (vehicle type, geography [nationwide], year of vehicle deployment, and fuel
type), no other modifications to the GREET model were made.
Using the GREET model, inputs were specified on wheel-to-pump by selecting correct paths
for the analysis, on the SIMULATION Tab by input of each year of analysis individually, by
selecting the time of innovation of the technology, and by selecting appropriate vehicle
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parameters. No changes were made to the actual emission and characterization factors, as
these are part of the GREET predictions in the DATA EDITOR tab.
The vehicle types “light commercial truck” in MOVES and “vocational vehicles” in GREET are
the most representative vehicles based on the size and weight of the Postal Service’s vehicles,
and the vehicle types between MOVES and GREET were matched as closely as possible in
the EIS.
Section 4-6.3.1 and Appendix F were revised accordingly.

36

The draft EIS does not consider current regulations for GHG emissions or other
regulations being developed at the state level.
The DEIS considered current regulations on GHG emissions in accordance with NEPA
requirements. Furthermore, the Postal Service followed EPA’s recommendation in its scoping
comments and used their 2016 Final GHG Guidance. As a result, the DEIS provided
comprehensive estimates of both direct and indirect GHG emissions that can be reasonably
quantified using the most recent regulatory planning tools and addressed both the GHG
emissions impact on climate change and the climate change impact on the proposed program.
The DEIS discussed the programmatic impacts on a national level as compared to a project
level impact on a local or state level.
The programmatic nationwide evaluation used current federal regulations in the analysis of
GHG emissions. Due to the programmatic nationwide nature of the action, state regulations
were not considered. In addition, using state regulations under development would be
speculative and thus were not used in the analysis.
Section 4-6.3.1 has been updated accordingly.

37

Based on the information presented in the draft EIS, it is unclear exactly how the
calculations were performed to monetize the GHG emissions changes.
For instance, based on the tables provided in Appendix F, it is unclear if the Postal
Service applied the year-specific and gas-specific SC-GHG estimate to GHG
emissions occurring in the same year (as recommended in the 2021 TSD), or
instead took some 5-year averagingapproach.
The DEIS presented the Social Cost of GHG based on ten-year total emissions in GHG after
completion of the project as the basis to forecast lifespan Social Cost of GHG in five-year
intervals, for each of the Proposed Actions and Alternatives. This approach likely provides
higher Social Cost of GHG benefits than an approach using every intermediate year of
emissions before completion of the project in year 2032. The Social Cost of GHG would be the
same after completion of the project in 2033 and beyond under either approach.
Section 4-6.3.1 has been updated accordingly.

38
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EPA recommends that in the supplemental EIS, the Postal Service provide clarity on
how the SC-GHG estimates were applied to the estimated annual stream of emissions
changes. We also recommend that the Appendix F provide the annual GHG emissions
changes in a column alongside the monetized value of those GHG emissions in each
year within the same table, for each alternative.
See Response to Comment 37. GHG emissions in intermediate years before completion of the
project were not evaluated separately. See revised FEIS Section 4-6.3.1 for an explanation,
and Appendix F tables showing the ten-year total GHG emissions due to the project alongside
the monetized value of those GHG emissions.
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The analysis should include the 95th Percentile estimates associated
with the 3 percent discount rate case.
The EIS has been revised (Section 4-6 [Tables 4-6.3, 4-6.6, 4-6.9, 4-6.12, and 4-6.15] and
Appendix F [Tables F-8.a - F-8.f]) to present additional 95th percentile estimates associated
with the 3 percent discount rate case.

40

E.O. 13990 refers to interim global values. We recommend adding the following text
after the "lnteragency Working Group 202I" reference: "These SC-GHG estimates
are interim values developed under Executive Order (E.O.) 13990 for use in benefitcost analyses until updated estimates of the impacts of climate change can be
developed based on the best available science and economics. The E.O. instructs
the IWG to undertake a fuller update of the SC-GHG estimates by January 2022 that
takes into consideration the advice of the National Academies and other recent
scientific literature."
The EIS (Section 4-6.1.4) has been revised to incorporate the suggested text.

41

Revise the following sentence "The SCC is an assigned marginal cost used to
facilitate a policy and decision-making assessment of the costs and benefits of a
change in GHG emissions." to "The SCC is an assigned marginal cost used to
facilitate a policy and decision-making assessment of the costs and benefits of
increased GHG emissions."
The DEIS (Section 4-6.1.4, Social Cost of Greenhouse Gas (Carbon), second paragraph, first
sentence) included the specified wording, and this wording was not used elsewhere in the
DEIS. Therefore, no change has been made to this sentence in the FEIS.

42

Replace the sentence "The SCC represents a monetization of the damages associated
with the incremental changes in GHG (e.g., increased flood risk, disruption of energy
systems, environmental damage) on society." with "'/'he SCC is the monetary value of
the net harm to society associated with a marginal increase in emissions in a given
year, or the benefit of avoiding that increase. In principle, SC-GHG includes the value of
all climate change impacts, including (but not limited to) changes in net agricultural
productivity, human health effects, property damage from increased flood risk and
natural disasters, disruption of energy systems, risk of conflict, environmental
migration, and the value of ecosystem services.”
The EIS (Section 4-6.1.4) has been revised to replace the previous sentence with the
suggested wording.

43

In addition to considering discount rates of 2.5 to 5 percent, please include the
3 percent 95th percentile SC-GHG estimates by using this suggested text: "The
estimates consider discount rates of 2.5 percent, 3 percent, and 5 percent plus a
fourth value, selected as the 95th percentile of estimates based on a 3 percent
discount rate. The fourth value was included to provide information on
potentially higher-than-expected economic impacts from climate change,
conditional on the 3 percent estimate of the discount rate."
See response to Comment 39. The EIS (last paragraph of Section 4-6.3.1) has been revised to
show the 95th percentile estimates associated with the 3 percent discount rate case, and the
suggested text has been added.

44

Replace "social cost on the GHG emissions" with "social cost of GHG emissions"
throughout.
The EIS (Section 4-6.3.1) has been revised in the two instances where this wording was used.
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The draft EIS states that for the preferred alternative, "No effects of climate change
are expected." (p. 4-20). The draft EIS makes the same conclusion for the other
alternatives considered (p. 4-24 and p. 4- 26). However, sections 4.6.1.3 and 4.6.2.3
provide analysis to show that climate change is a reasonably foreseeable
environmental trend that is influencing the affected environment. The finding, or
rather assumption that "no effects of climate change are expected" is not
consistent with the analysis on GHG emissions and climate change overall. EPA
recommends that the Postal Service more specifically discuss the need for
considering climate adaptation as part of the proposed action and alternatives in
the supplemental EIS. For example, depending on the location of the deployment of
future vehicles and updates needed to the Vehicle Maintenance Facilities, the tiered
NEPA documents may need to evaluate specific actions that may be incorporated
to adapt to changing climate conditions-e.g., increasing frequency of extreme
weather events such as storms and floods. Such events will affect the USPS ability
to deliver mail.
The Postal Service supports customers in every community across the country and is often
one of the first services restored following a major disaster. To ensure the Postal Service can
fulfill its duty to the nation, our national preparedness and continuity functions have plans (e.g.,
integrated emergency plans), procedures and protocols in place for Postal Service facilities.
To support this process, the Postal Service develops, trains and runs drills on a host of
emergency planning scenarios ranging from local, singular events to major disasters with wide
impacts. To support new fleet capabilities, the Postal Service's national emergency
preparedness team will assess capabilities required to support BEVs, draft emergency
response plans, and support contracts to ensure consistent continuity of operations.
The Postal Service’s Climate Action Plan formalizes a commitment to integrate considerations
of a changing climate into Postal Service policies, initiatives and actions. The Climate Action
Plan is structured around five priority actions that together will increase the Postal Service’s
resilience. Priority actions are to enhance climate literacy in the Postal Service management
workforce; identify key vulnerabilities within all Postal Service operations, facilities, systems
and suppliers; develop and implement climate-ready adaptations for key vulnerabilities at
Postal Service facilities and sites; develop and implement climate-ready adaptations for key
vulnerabilities within the Postal Service supply chain; and integrate climate action planning into
Postal Service policies, initiatives and actions.
Finally, climate resiliency and adaptation with respect to individual Postal Service facilities will
be addressed through NEPA reviews for new facilities actions (see, e.g., 39 C.F.R.
775.5(b)(8), requiring Environmental Assessments for the construction of new vehicle
maintenance facilities) and other Postal Service environmental procedures such as those for
new facilities construction in floodplains under 39 C.F.R. Part 776.

46
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Finally, increased temperatures will increase the demand for air conditioning in the
vehicles, and based on the specifications in the EIS, fuel economy drops over 41
percent when the air conditioning is operating.
Air conditioning, not present in the LLVs, has been a key consideration of the Postal Service’s
labor stakeholders for reasons of carrier comfort and competitive workplace conditions. The
Postal Service has therefore set a policy to provide air conditioning to meet this demand. The
EIS incorporates the impact of air conditioning on ICE fuel efficiency and the impact of heating
on BEV mileage (see Tables 3-1.2 and 3-1.3 in EIS Section 3-1.1).
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EPA recommends that the conclusion be updated to better reflect the discussion in
the draft EIS to articulate where there are beneficial or negative changes to the
proposed action and alternatives related to impacts associated with GHG
emissions.
Additional language has been added to the FEIS (Sections 4-6.3 and 6-4.5) on GHG
emissions comparison between the Proposed Action and Alternatives.

48

EPA recommends that the Postal Service specifically disclose how climate adaptation
considerations are being addressed as part of this proposal in a supplemental EIS.
Where climate adaptation considerations are more appropriately scaled to the local
level - i.e., updates to the Vehicle Maintenance Facilities as needed-the supplemental
draft EIS should include, at a minimum, identification of the key aspects of climate
adaptation that may need to be addressed in tiered local NEPA documents (e.g.,
consideration of updated designs to allow for resilience and consistency of service with
an increase in extreme storm events) and preferably articulate a strategy for climate
adaptation for the purchase and deployment of any of the alternatives analyzed.
See response to Comment 45 for discussion of the Postal Service’s actions to increase climate
resiliency. For the reasons provided in response to the EPA’s other questions, the Postal
Service does not agree that a Supplement to the DEIS is required or warranted. Climate
adaptation and resiliency considerations will be considered at the local level with respect to
facility-specific Postal Service actions. As part of its Universal Service Obligation (39 USC §
101), the Postal Service deploys all of its vehicles according to factors that influence the
vehicles’ maximum efficient and reliable performance, including climate. This is a dynamic
process that reflects the shifting, and at times competing, needs of different parts of the nation
for finite Postal Service resources.

49

While the draft EIS measures GHG emissions as indirect effects, it does not identify the
other indirect fossil fuel related effects of the preferred alternative (10 percent BEV and
90 percent ICE).
EPA recommends that the Postal Service consider the potential indirect effects
associated with supporting 90 percent ICE and the necessary infrastructure, including,
but not limited to, potential for pipeline leaks, leaking underground storage tanks and
associated liability effects from trucking liquid fuel.
Depending on the setting and the degree of effect, these impacts of operating ICE NGDV
could result in impacts to communities with environmental justice concerns.
Nationwide upstream emissions estimated based on eGRID and GREET models (models
recommended for use in the EIS by EPA in their scoping comments) include upstream
emissions of fuel cycle. However, no record indicates that the models capture fugitive
emissions such as the potential for pipeline leaks or leaking underground storage tanks.
Fugitive emissions from pipeline components and tank breathing loss should be already
accounted for as a part of air permit or air emission inventory for upstream sources, the
magnitude of these fugitive emissions are generally negligible relative to point sources.
Therefore, the EIS considered the fugitive emissions as negligible and would not change the
conclusion in this nationwide analysis.
The EIS (Section 4-6) has been revised to discuss that these risks exist, but they are not
quantifiable related to the Postal Service's action. No pipelines directly fuel Postal Service onsite fuel tanks, and the Postal Service's fueling tanks are managed per regulatory
requirements. A small percentage of Postal Service delivery vehicles were fueled at Postal
Service locations using on-site underground storage tanks (USTs) (using a total of 36 gasoline
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USTs at 33 Postal Service facilities in FY2020), with the remainder being fueled by off-site
commercial gasoline stations.

50

The draft EIS states that because there is no change to the overall number of
vehicles and delivery points, there would be no impact on communities with
environmental justice concerns (p. 4-8). The draft EIS concludes that the proposed
action with the ICE NGDV hypothetical maximum (90 percent ICE NGDV) is more
fuel efficient than the no action and, thus, would be an improvement to
communities with environmental justice concerns (p. 4-7). The draft EIS also states
that no substantial updates to Vehicle Maintenance Facilities are anticipated and
the Postal Service would conduct appropriate environmental review at the local
level (p. 1-5). EPA believes this statement oversimplifies the potential for
procurement and deployment decisions to affect communities with environmental
justice concerns. There is a high probability that minority and low-income
populations live near well-traveled and congested highways and mail distribution
facilities. Hence, they would be exposed to disproportionate emissions from mail
delivery vehicles.
For nearly 250 years, the Postal Service is proud to have provided secure, reliable, affordable,
and universal delivery of mail and packages to America’s homes and businesses. The NGDV
acquisition will replace an aging delivery fleet with a purpose built, ergonomic, safer, more fuel
efficient and more environmentally friendly vehicle, regardless of the drivetrain selected.
Deployment of these new energy-efficient and environmentally friendly vehicles benefit any
locality over the existing fleet of existing delivery vehicles. To support green initiatives, the
Postal Service has committed to acquiring a delivery fleet of at least 10% BEV; acknowledging,
at present, the vehicles are of a higher total cost of ownership to the organization. The Postal
Service’s assignment model is based on numerous factors including climatic conditions, fuel
savings, and route length to maximize the benefits of BEV drivetrains to the organization and
to all Americans. Regardless of deployment order, the Postal Service plans to utilize NGDV
nationwide to meet our Universal Service Obligation (39 USC § 101).

51

Socially vulnerable populations are also disproportionately affected by climate
change. The draft EIS acknowledges that minority populations are rising (p. 4-7),
and there is a rise in communities with environmental justice concerns. However,
the analysis in the draft EIS does not clearly articulate as part of the environmental
justice concerns, the reasonably foreseeable impacts to underserved communities
already exposed to disproportionate risks from pollution, traffic, noise, and other
stressors. As part of the discussion of the potential deployment of the proposed
action, the draft EIS does state "Route characteristics for placement of BEV NGDV
would include routes located in mild temperature ranges, routes with frequent and
numerous curb-line stops as they better recapture the vehicle's motion (kinetic)
energy via regenerative braking to recharge the battery, and routes in locations with
compromised air quality and/or states with proactive BEV policies and regulations."
(p. 3-2, emphasis added). There is a need for improved programmatic consideration
of ways to address disproportionate impacts and equity considerations in the
proposal and alternatives beyond the general statements provided in the
description of the proposed action.
The Proposed Action would replace all existing LLVs and FFVs, on a nationwide one-toone basis, with a new ICE or BEV NGDV and each new vehicle having updated
technology and reduced emissions over the existing vehicles. While Environmental Justice
is not an express BEV deployment factor under the Proposed Action, the Postal Service
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expects that its BEV deployment criteria will still indirectly include many socially vulnerable
and Environmental Justice communities (e.g., deployment factor for states with proactive
BEV policies). The Postal Service disagrees that NEPA’s hard look at the environmental
impacts of replacing its delivery vehicle fleet requires the EIS be expanded to include
programmatic considerations for Environmental Justice beyond the BEV deployment
factors the Postal Service has already provided.

52

EPA recommends that the Postal Service include a more detailed discussion of how
the Postal Service may consider the timing and prioritization of deployment of
vehicles to address disproportionate risks from pollution in communities with
environmental justice concerns, including prioritization of the deployment of BEV
NGDV or COTS BEVs to these communities.
See response to Comment 11 for discussion regarding need for deployment flexibility. As
the Postal Service must retain flexibility to balance multiple factors to meet its Universal
Service Obligation (39 USC § 101), the Postal Service cannot provide a more detailed
discussion of its deployment strategies beyond the factors already provided.

53

EPA recommends that the criteria for deployment of BEVs should include routes
in neighborhoods that are suffering from accumulated environmental harms,
noise, and heavy vehicle traffic, in addition to poor air quality. The clean vehicles
should be going to the communities that would get the most benefit from them.
These locations are likely to be more densely populated, thus likely to have
frequent and more numerous curb stops as well.
See responses to Comments 51 and 52 above.
The Postal Service also notes that densely-populated areas are not more likely to have
frequent and more numerous curb line stops because they generally have centralized
delivery methods (e.g., cluster box units and apartment buildings).

54

EPA recommends the Postal Service identify more specific mitigation options
within this EIS that would be considered as part of any tiered NEPA document for
the deployment of vehicles and updates, as required, to vehicle maintenance
facilities to reduce disproportionate accumulated risks faced by communities with
environmental justice concerns. The Postal Service should incorporate measures to
ensure that BEVs are deployed in an equitable manner that will allow over-burdened
communities to be recipients of the local benefits (e.g., reduced noise, reduced
emissions) of BEVs. This represents an opportunity to include vehicle placement in
the agency-wide environmental justice strategy.
The Postal Service believes that its current BEV deployment factors could often overlap with
Environmental Justice communities, resulting in environmental benefits for burdened
communities. While the Postal Service agrees that the deployment of BEVs represents an
opportunity to address Environmental Justice concerns, the Postal Service disagrees that
expanding the EIS to explore specific Environmental Justice mitigation options is necessary or
warranted given NEPA’s requirement that EISs be analytic rather than encyclopedic. See also
response to Comment 11 regarding Postal Service’s need for deployment flexibility which
prevents it from making additional mitigation commitments in the Proposed Action.

55

In addition to the resources provided in our scoping letter, we recommend the
Postal Service use air quality non-attainment data found in EJSCREEN at:
https://ejscreen.epa.gov/mapper/ to determine which locations would benefit the
most from having new electric vehicles placed in service.
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See response to Comment 51. The Postal Service uses various tools to assess feasible and
optimal locations for deployment of BEVs and will consider states with proactive BEV policies.

56

The Postal Service has a unique chance to exhibit large-scale deployment of a
proven low-carbon technology and support the Administration's January 27, 2021,
Executive Order 14008 on Tackling the Climate Crisis at Home and Abroad, which
directs federal agencies to develop a plan to achieve or facilitate clean and zeroemissions vehicles for federal, state, local, and Tribal fleets.
The Proposed Action provides the Postal Service the flexibility to adopt a mix of BEV and ICE
NGDV with the commitment that at least 10 percent of the NGDV will be BEV. While the Postal
Service is not subject to Executive Order 14008, the Postal Service believes that, with
sufficient public funding support, the majority of the Postal Service’s fleet can be electric by the
end of the decade. The Proposed Action was therefore drafted with that potential in mind.

57

EPA encourages the Postal Service to explore opportunities and innovative ways to
help support electric vehicle use by other federal agency fleets and state, local, and
Tribal fleets. For example, making charging station infrastructure accessible to
these agencies and possibly to the public as well.
The Postal Service agrees with EPA that there are opportunities for the Postal Service to
partner with other federal, state, local and tribal entities to expand EV charging and is
willing to explore such opportunities on a case-by-case basis. However, as the provision
of EV charging services for non-Postal Service operations does not address the Postal
Service’s Purpose and Need, the Postal Service does not consider this EIS to be the
appropriate vehicle for exploring such opportunities.
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The Postal Service should acquire 100% electric vehicles to exercise
leadership/combat climate change.
See response to Comment 56.

59

The Postal Service has not considered significant time and cost savings from BEVs.
See response to Comment 18 for confirmation that Postal Service considered BEV
maintenance costs in TCO analysis.

60

The Postal Service has pre-decided the outcome by awarding to Oshkosh.
See Section 1-3.2.2 where it states that contract award to Oshkosh is expressly contingent
on the Postal Service’s satisfactory completion of NEPA. To comply with NEPA’s predecisional requirements, the Postal Service may modify or cancel entirely the contract
award should it change its preferred alternative on account of the NEPA process. NEPA
does not require that agencies place themselves at a competitive disadvantage by publicly
deciding a course of action prior to securing best possible prices in a contract.

61

The Postal Service has not considered environmental impacts from relative higher
emissions from ICE over BEVs.
See Section 4-6.3.3 (Proposed Action – 100% BEV NGDV) where the Postal Service states
that an all-BEV fleet would have a greater reduction in direct operational emissions as
compared to a 90% ICE fleet. The Postal Service has fully considered this relative benefit.
However, NEPA requires agencies to make informed decisions. It does not require agencies
to adopt the least environmentally impactful alternative.

62

The BEVs are quieter than ICE vehicles.
See Section 4-5.3.1 (Proposed Action) where the Postal Service considered the fact that
BEVs are expected to be 4 to 5 dB quieter than ICE vehicles at low speeds.

63

BEVs have a lower lifecycle cost than ICE vehicles.
This is not correct with respect to the Postal Service. See Section 4-11.2 (Selection of
Preferred Alternative) for the Postal Service’s determination that BEV NGDV would be over
$2 billion more expensive than ICE NGDV (for an order of 75,000 BEV NGDVs; a maximum
order of 165,000 BEVs would require more than $1 billion dollars in additional investment as
compared with ICE). See also response to Comment 18 for additional explanation regarding
TCO factors.

64

The Biden Administration committed a whole of government approach to tackle
climate crisis in Executive Order 14008, Tackling the Climate Crisis at Home and
Abroad.
See responses to Comments 3 and 56.

65

The Postal Service should acquire hydrogen-fueled fuel cell vehicles, as hydrogen
infrastructure and costs will be competitive within ten years.
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The Postal Service began the NGDV program with a prototype phase. The objective was to
solicit the industry to provide robust vehicle designs for evaluation and testing in both a
controlled environment and actual usage in delivery operations. There were no restrictions
on possible drivetrains. No prototype hydrogen-fueled vehicles or proposals for hydrogenfueled vehicles were submitted in response to the NGDV Prototype RFP. Moreover, the
Postal Service’s expert evaluation of the delivery vehicle market has determined that there
are no hydrogen-fueled COTS vehicles currently available that are capable of meeting
Postal Service operational requirements.
For these reasons, the Postal Service did not include hydrogen-fueled vehicles as a
reasonable alternative for consideration in the EIS. See also responses to Comments 7 and
16.

66

The Postal Service should repair current vehicles rather than buy more ICE vehicles.
See Section 4-11.2 (Selection of Preferred Alternative) for explanation of why maintaining
current vehicles would not meet the Postal Service’s Purpose and Need as it would not
provide new, more energy-efficient vehicles with updated technology, increased cargo
capacity and improved loading characteristics, improved ergonomics and carrier safety, and
reduced maintenance costs. Additionally, the Postal Service has been repairing the current
vehicles for nearly 30 years, and the repair costs have escalated significantly as the
vehicles have surpassed their intended useful life.

67

The Postal Service should provide more information about specifications of the
NGDV (for example, material to be used in its frame and horsepower of engine).
See Tables 3-1.2 and 3-1.3 of the EIS for the ICE NGDV and BEV NGDV specifications
(e.g., gross vehicle weight rating and payload). In response to this request, the Postal
Service also notes that the NGDV will have an aluminum unibody, the ICE model will have a
250 HP engine with 206-lb/ft torque and 8-speed transmission, and the BEV model will have
a 94kWh battery of which 80.5kWh will be useable.

68

The Postal Service should consider hybrid vehicles over all-electric vehicles.
See response to Comment 65 regarding NGDV Production RFP process. No proposal for a
hybrid vehicle was submitted in response to the NGDV Production RFP, despite the RFP
placing no restrictions on possible drivetrains.

69

The NGDV should not have air conditioning since it adds to costs and reduces fuel
economy. The Postal Service should use fans, vehicle insulation, summer clothing
and summer hazard pay instead.
See response to Comment 46. For those reasons, the Postal Service declines to provide
fans, vehicle insulation, summer clothing and summer hazard pay options in lieu of heating
or air conditioning.

70

The Postal Service should account for changes/improvements in 10-year
procurement period of the NGDV.
See responses to Comments 16, 22 and 23 for discussion of cost savings clauses in the
Proposed Action’s contract as well as an acknowledgement that changes and
improvements in technology cannot necessarily be cost-effectively incorporated into a
competitively-negotiated contract.

71

The Postal Service should coordinate its procurement with other major delivery
companies such as FedEx, UPS and Amazon to achieve lower costs.
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See response to Comment 20 for discussion as to how the Postal Service operations differ
from its private competitors which result in different vehicle usage and maintenance
requirements. The Postal Service therefore declines to coordinate its vehicle procurements
with private competitors at this point in time.

72

The Postal Service should consider self-driving technology.
In pursuit of its statutory mission to reliably deliver the nation’s mail and be self-supporting,
the Postal Service continuously considers and tests new vehicle technologies, including
self-driving technology. For example, in 2019, the Postal Service conducted a two-week
pilot test transporting mail across three southwestern states using self-driving trucks.
However, the Postal Service has determined that self-driving technology, while promising, is
not yet evolved or standardized enough to incorporate into specifications for a vehicle fleet
of this size.

73

The Postal Service should discuss safety features of NGDV.
See Section 4-4.3.1 (Safety, Accessibility and Parking) for discussion of NGDV’s safety
features, including anti-lock brakes, air conditioning, back-up cameras, blind spot warning
systems, daytime running lights and airbags.

74

The Postal Service should equip BEVs with outgoing charging ports so, in
emergencies, NGDV can serve as mobile resilience hubs.
See responses to Comments 24 and 25.

75

The Postal Service should open BEV charging stations to the public.
See response to Comment 57.

76

The Postal Service should install solar panels on its roofs to power BEVs in order to
lower costs and improve resiliency during power outages.
The Postal Service is willing to explore opportunities for solar power on a case-by-case
basis. For example, the Postal Service installed nearly 29,000 solar panels at its Los
Angeles mail processing facility. However, as it does not address its urgent Purpose and
Need to replace the end-of-life and high maintenance vehicles in its delivery fleet, the Postal
Service declines to expand the scope of this EIS to consider programmatic solar upgrades
to its facilities.

77

The Postal Service should provide more information as to why BEVs would not be
able to be used on 5% of routes.
See response to Comment 8 for discussion of the extensive and rigorous testing process
which produced the Postal Service’s battery range requirements and the number of routes
that are estimated to currently exceed that range. See also response to Comment 11 for
discussion of the importance of a consistent range of operations to maintaining the flexibility
necessary to reliably deliver the mail. In the future, as battery technology evolves and
battery density improves, these routes may become candidates for BEVs.

78

The Postal Service should provide more data, including its discount rate, supporting
its Total Cost of Ownership, so accurate comparisons to SCC estimates can be made.
For example, why did USPS choose 75,000 as the number of vehicles when the order
could be up to 165,000 and benefits were calculated using 165,000? What percentage
of costs would go towards charging infrastructure?
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See response to Comment 13 for discussion of TCO components. The Postal Service
chose 75,000 as its TCO comparison point, because, should the Proposed Action go
forward, 75,000 was considered to represent a more realistic initial vehicle quantity. Even
though the Postal Service is not certain whether it would acquire more NGDV beyond that
initial order, the EIS calculates the full environmental impacts of the maximum quantity
permitted under the contract.

79

The Postal Service should consider partnerships with utilities to reduce BEV costs.
See response to Comment 57. Where partnerships or other cost-saving opportunities exist,
the Postal Service is willing to explore such opportunities on a case-by-case basis.
For example, the Postal Service is part of a team – San Joaquin Valley Air Pollution Control
District, CALSTART, Motiv, EDI, Morgan Olson, and Black and Veatch – that submitted an
application and was awarded a grant from the California Air Resources Board for the
deployment of zero emission vehicles in disadvantaged communities in California. The grant
includes deployment of 15 all-electric zero-emission step-van vehicles, and the associated
infrastructure and installation at two Postal Service facilities in Fresno and Stockton, CA.

80

The Postal Service should provide more support for claims that BEVs’ battery
capacity declines over time and that BEVs are unreliable in cold conditions.
See response to Comment 8 for discussion of the comprehensive testing the Postal Service
conducted, including simulated testing and winter testing, which formed the basis for the
Postal Service’s assumptions and specifications regarding BEV battery capabilities and
response to Comment 10 for a discussion on anticipated battery usage during the Postal
Service operational drive cycle. The Postal Service does not claim that BEVs are unreliable
in cold conditions; however, our extensive testing protocols have demonstrated that the
range of BEVs will decrease in cold environments due to the operation of the vehicle heater
in low ambient temperatures. Outside experts have also found, after testing several popular
BEVs at 20 degrees F, that temperature alone could reduce vehicle range by ten to twelve
percent and that the use of in-vehicle climate control can amplify this range loss to 40
percent.
Additionally, as stated on the EPA website, EPA acknowledges that batteries degrade over
time. EPA projects a ten-year useful life. (Source: Application of life cycle assessment to
nano-scale technologies: Li-Ion batteries for electric vehicles). Cold weather temporarily
reduces the EV battery range. Tests of several popular EVs at 20 degrees F showed that
temperature alone could reduce range by 10-12 percent. The use of in-vehicle climate
control can amplify this range loss to 40 percent (What does cold weather do to EV range?
https://www.recurrentauto.com/research/how-temperature-affects-evrange#:~:text=Cold%20weather%20temporarily%20reduces%20EV,amplify%20range%20lo
ss%20to%2040%25.)
That battery capacity declines over time is a fact and as shown in a study by the
Department of Energy National Renewables Lab's report. The vehicle manufacturer
(Oshkosh) has provided a battery that, after ten years of usage, will still be able to provide
70 miles of driving range. (https://www.nrel.gov/transportation/battery-lifespan.html)

81
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The DEIS assumes that BEVs would use nickel manganese batteries, which are
heavier and more expensive than lithium-ion batteries. This increases PS’s TCO
calculations for BEVs.
The actual battery used in the BEV NGDV is lithium ion with nickel manganese cobalt and
such a battery was used in all of the Postal Service’s TCO calculations. This typo has been
corrected in the FEIS.

83

The federal government plans to build hundreds of thousands of chargers (Biden’s
American Jobs Plan), so this should reduce Postal Service Total Cost of Ownership
estimates.
Postal Service BEVs would need to be charged at Postal Service facilities to allow for the
mail delivery cycle. As of the date of this EIS, no funding has been approved for the
installation of charging stations at Postal Service facilities. Therefore, inclusion of cost
reduction factors for such infrastructure would be speculative. The Proposed Action was
drafted to permit the Postal Service the flexibility to increase the percentage of BEVs
acquired should additional funding become available.

84

There is a lack of analysis regarding the costs of retrofitting NGDV.
The potential to retrofit the NGDV is a feature that has been offered by the NGDV supplier.
However, the Postal Service has no plans to retrofit any vehicles and therefore vehicle
retrofits are not part of the Proposed Action.

85

The Postal Service should commit to prioritize the deployment of non-polluting
vehicles to regions with the worst air quality.
See Section 3-1.1 (Proposed Action) for statement that states with proactive policies is a
factor the Postal Service will consider, among others, in evaluating ICE and BEV
deployments.

86

Air quality impacts from continued deployment of ICE vehicles will negatively impact
communities already overburdened by air pollution – for example, West Oakland,
California is impacted by high particulate matter pollution contributed to by the
Postal Service facility at 675 7th Street.
See responses to Comments 51 and 85 for discussion of factors Postal Service will
consider in deploying ICE and BEV vehicles.

87

The Postal Service should prioritize placement of its BEVs in communities most
impacted by air pollution and environmental injustices (for example by using EPA’s
EJSCREEN tool to identify environmentally-burdened local populations).
See response to Comment 86 for BEV deployment factors.

88

The Postal Service should prioritize and frontload the deployment of 10% minimum of
BEVs to position itself to be able to increase the percentage of BEVs as the net costs
of BEVs decrease in the future.
Locations best suited to the immediate deployment of BEVs may not be evenly or
proportionately distributed across the nation. Moreover, areas most in need of vehicle
replacement might not be ideal initial candidates for BEV deployment. Therefore, because it
must retain the flexibility to reliably deliver the mail for the entire nation and deploy its
vehicles as cost-efficiently as possible, the Postal Service declines to commit to any
prioritization or frontloading of BEVs.
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The Postal Service should clarify how it intends to update its analyses and reevaluate
its BEV procurement in future years if BEVs become cheaper or their environmental
benefits are recognized to be greater than current monetized values indicate.
The Proposed Action is structured to permit the Postal Service the flexibility to acquire
greater than 10 percent BEV NGDV should the Postal Service’s financial condition permit.
Future vehicle procurements after the Proposed Action’s ten-year time frame will be
evaluated separately from the Proposed Action under NEPA. See also responses to
Comments 16 and 17 for discussion regarding assumptions that BEVs will become cheaper
in future years.

90

In order to avoid undervaluing environmental benefits of BEVs, the Postal Service
should consider using discount rates below 2.5% (perhaps 2% or 1%) for social cost
of carbon analyses because policies with strong intergenerational impacts, like
climate change, require lower discount rates. The New York State Department of
Environmental Conservation currently employs a 2% rate.
See responses to Comments 39 and 43 for addition in the FEIS of 95th percentile estimates
to the 3 percent discount rate. The Postal Service declines to include an additional discount
rate below 2.5 percent.

91

The Postal Service should keep abreast of updated social cost of carbon estimates
as it reassesses its energy mix over the procurement period.
Given that the most favorable SCC estimates for the 100% BEV NGDV option were a small
fraction of the TCO differential with the 90% ICE NGDV hypothetical maximum (see Section
4-11.1), the Postal Service disagrees that repeated recalculation of the SCC during the tenyear Proposed Action period would produce relevant information for Postal Service
decision-making. However, the Postal Service will consider the most current SCC
methodologies in any future NEPA reviews.

92

Postal Service should monetize the costs of other pollutants using valuations used
by other agencies (for example, the costs per ton of local pollutants from trucks used
by EPA in its Regulatory Impact Analysis, EPA-420-R-16-900).
While non-mandatory for assessing environmental impacts, the EIS estimated carbon costs.
Specifically, the EIS uses the carbon cost indices established most recently in 2021 by the
Interagency Working Group consisting of 14 federal agencies, including the CEQ and the
EPA. Therefore, the Postal Service considers that the estimate of carbon costs has been
responsibly performed. Furthermore, the referenced study the EPA conducted and
published in 2016 is relevant to on-road heavy-duty vehicles including three categories: (1)
combination tractors, (2) heavy-duty pickup trucks and vans, and (3) vocational vehicles.
The studied heavy-duty vehicles specifically included trailer trucks, coach (intercity) buses,
motor homes, school buses, refuse trucks, cement mixers, and emergency vehicles.
Therefore, the cost data studied for these heavy-duty vehicles are not applicable to the
Postal Service fleet mix under the Proposed Action, and the Postal Service declines to
speculate using an untested methodology.

93

The Postal Service should leverage its market power to correct market failures and
stimulate the development of more efficient vehicles.
Correcting market failures and stimulating the development of more efficient vehicles are
not included in the Postal Service’s statutory mission. Moreover, neither action would meet
the Postal Service’s Purpose and Need. Therefore, the Postal Service declines to expand
the scope of the EIS to include these recommendations.
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The Postal Service should confirm that its 20-year timeframe for cost savings is
accurate given that its current fleet has been in operation as long as 32 years.
The Postal Service confirms that the vehicles to be acquired under the Proposed Action
have an anticipated lifespan of 20 years.

95

The DEIS fails to examine any impacts or reasonable alternatives associated with the
location and methods of production of the NGDV.
The only production-related requirement in the RFP for the NGDV is a domestic production
requirement. Therefore, since the Postal Service has no control or responsibility over the
location or manner of production, the EIS does not examine environmental impacts
associated with the manufacture of any Alternative vehicles. In addition, the Postal Service
does not agree that speculating about the relative environmental impacts related to the
production methods of suppliers for the Proposed Action or Alternatives (i.e., Oshkosh
Defense, Mercedes-Benz, or Fiat Chrysler), when the Postal Service has neither control nor
access to detailed information relating to those suppliers’ operations, would meaningfully
inform its decision-making or aid it in distinguishing among alternatives.
Finally, the Postal Service also clarifies that it is not funding the construction of any new
facilities under the Proposed Action or any of the Alternatives. The Postal Service
negotiates vehicle unit price, and otherwise will only pay the supplier for certain vehicle
design and manufacturing tooling costs. The supplier, not the Postal Service, selects where
and whether to manufacture the vehicles at existing or new domestic facilities, or some
combination of the two. Under the Proposed Action, nothing in the NGDV award prevents
interested parties from discussing different NGDV domestic manufacturing locations with
Oshkosh.

96

The Postal Service’s expenditure of funds to allow Oshkosh to begin preparing to
produce NGDV violates NEPA.
See response to Comment 60 for discussion of how the Postal Service carefully negotiated
the contract for the Proposed Action to allow for full modification or termination to avoid
limiting the Postal Service’s choice of reasonable alternatives during the EIS process.
Furthermore, NEPA does not forbid agencies from spending reasonable sums to secure
purchase options or take preparatory steps for efficient agency action following issuance of
a Record of Decision.

97

Oshkosh’s development of a new industrial facility in Spartanburg, South Carolina
and Oshkosh’s choice of where to construct the NGDV violates NEPA.
See response to Comment 95.

98

The DEIS fails to take into account rapid developments in the BEV market and
technology since initiation of its NGDV solicitation.
See responses to Comments 3 and 7 for discussion of the Postal Service’s exhaustive
testing of both BEV NGDV and COTS BEVs. The Postal Service therefore declines to credit
reports of technological developments not proven in rigorous field-testing to satisfy unique
Postal Service operational needs. See also responses to Comments 8, 9 and 10.

99

The Postal Service’s inclusion of 100% LHD COTS BEV and other COTS options are
not legitimate alternatives and/or strawmen.
Because the Postal Service delivery fleet currently includes approximately 50,000 COTS
LHD and RHD vehicles for certain routes, the Postal Service considered it a reasonable
question to assess whether non-purpose-built vehicles could fully satisfy the Postal
Service’s Purpose and Need. Thus, COTS Alternatives were added to the EIS.
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SECTION 2: SUMMARIES OF OTHER SUBSTANTIVE COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
Since BEVs require less maintenance, the DEIS statement that deployment of new
BEV NGDV would result in minimal to no changes to the total Postal Service vehicle
maintenance workforce makes no sense.
The Postal Service maintains its vehicle fleet utilizing a mix of Postal Service-employed
technicians and the use of commercial repair shops. Nearly 35% of vehicle maintenance
activity is currently performed by third-party commercial repair shops. As BEVs require less
maintenance, the Postal Service will be able to reduce its dependence on commercial repair
shops for maintenance activities instead of reducing Postal Service-employed technicians.
As noted in response to Comment 18, relative maintenance cost differences between ICE
and BEV NGDV were incorporated into the TCO calculations.
Section 4-3.3.1 of the DEIS discussed the anticipated decreased need for commercial
garage maintenance as a result of the Proposed Action and Alternatives 1.1 and 1.2.
Sections 3-1.2, 3-2.1, and 4-1.2 of the FEIS have been revised to reference the anticipated
reduced dependence on commercial repair shops.

101

The DEIS eGRID air emissions calculations do not reflect the greening of the U.S.
power sector by more use of renewables.
See response to Comment 27.

102

The DEIS provides no support for assumed procurement and deployment of number
of vehicles of NGDV by year.
The assumed procurement and deployment numbers by year are based on the Postal
Service’s expert assessment of supplier hypothetical production maximums and the rate of
the Postal Service to absorb new vehicles (e.g., retiring high-maintenance and end-of-life
delivery vehicles, site-level infrastructure changes (if warranted), carrier trainings, etc.).

103

The DEIS does not explain why Westchester County, NY is used as the reference for
urban unrestricted road type.
In order to utilize the EPA’s MOVES model (an advanced regulatory tool for estimating onroad vehicle emissions), a location (one county, one region) must be selected and used.
Westchester County was selected as the default for this project and is consistent with the
analysis in the Postal Service's Programmatic Environmental Assessment for COTS vehicle
acquisitions.
The FEIS Section 4-6.3.1 has been revised, and Appendix F Table F-3a footnote has been
revised regarding this selection.

104

The DEIS should explain why MOVES 2014b was used instead of MOVES3 (released
in Jan. 2021).
MOVES 2014b is a valid model and the Postal Service's Programmatic Environmental
Assessment for COTS vehicle acquisitions analyses used this same model.
Federal Register 86 FR 1106, “Official Release of the MOVES3 Motor Vehicle Emissions
Model for SIPs and Transportation Conformity” announces a two-year transportation
conformity grace period that will end on January 9, 2023.
Section 4-6.3.1 has been revised to add discussion regarding why the 2014b MOVES
model was used. Additionally, the last footnote to Table F-3.a (Appendix F) of the EIS has
been revised to further clarify that during the two-year grace period, the 2014b MOVES
model can be used. The Federal Register citation and reference have also been added to
the footnote.
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SECTION 2: SUMMARIES OF OTHER SUBSTANTIVE COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
The DEIS does not include air quality analysis for toxic or hazardous air pollutants
from tailpipe of an ICE fleet.
According to the 2016 Interim Guidance issued by the FHWA in conjunction with EPA
(FHWA. October 18, 2016, Updated interim Guidance on Mobile Source Air Toxic Analysis
in NEPA Documents
[https://www.fhwa.dot.gov/environment/air_quality/air_toxics/policy_and_guidance/msat/ind
ex.cfm]), FHWA documented three categories for analyzing mobile source air toxics
(MSATs), depending on specific project circumstances (i.e., no analysis, qualitative or
quantitative). A project that does not change traffic volume and mix is considered a project
with no meaningful MSAT impact and no analysis is warranted. Since the Proposed Action
would replace old vehicles with new and cleaner models without increasing traffic volumes,
it would result in no meaningful MSAT impact and thus no analysis is warranted.
Section 4-6 of the EIS has been revised to reference mobile source air toxics and that no
analysis is warranted.

106

The Postal Service uses different approximations for vehicles fleet size –
“approximately 218,000,” “over 206,000,” and “more than 217,000.”
Note that ‘approximately,’ ‘over,’ and ‘more than’ are not exact numbers and use depends
upon the context of the statements in the EIS. The exact number of delivery vehicles is a
dynamic number. However, to simplify for the reader and reflect the inventory as of
December 2021, approximately 212,000 active delivery vehicles will be used consistently in
the EIS.

107

Because the Postal Service fleet must be replaced and cannot continue in service
until 2050, the conclusion that either future alternative will be less than the current
fleet is unreasonable
The Postal Service disagrees that the failure of the No Action Alternative to meet the Postal
Service’s Purpose and Need alters the environmental impacts analysis for either the
Proposed Action or COTS Alternatives.

108

The DEIS fails to estimate comparative impact of co-pollutants (nitrogen oxides,
volatile organic gases, respirable particulate matter, and inhalable particulate matter)
emitted from future fleet alternatives will have on ozone formation in urban
nonattainment areas and public exposure to such co-pollutants.
See EIS Section 4-6.3.2, Table 4-6.1. “The calculated potential emissions decrease for all
pollutants in any nonattainment or maintenance area would be below any de minimis
threshold for all applicable criteria pollutants.” This includes all areas, even the most
extreme/serious nonattainment areas.

109

The DEIS unreasonably relies exclusively on Social Cost of Carbon to estimate
climate impacts because SCC fails to account for major climate impacts such as the
effects of wildfires.
Replacing high-maintenance and end-of-life delivery vehicles with new fleet of ICE and BEV
vehicles would result in a beneficial net reduction in air pollutant and GHG emissions, and
therefore would be a positive beneficial impact on the Social Cost of Carbon emissions with
no cumulative effect on major climate impacts such as wildfires. See EIS Section 6-4.5.

110

The DEIS fails to analyze impact of future fleet emissions on human health,
comparing future ICE fleets versus BEV fleets.
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#

SECTION 2: SUMMARIES OF OTHER SUBSTANTIVE COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
Section 4-6.1.1 of the EIS has been revised to discuss hazardous air pollutants and mobile
source air toxics, and 4-6.3.1 of the EIS has been revised to include additional discussion of
potential impacts of fleet Criteria Pollutants and VOC emissions on human health.

111

The DEIS fails to compare the different GHG emission impacts from ICE Alternative
1.1 versus BEV Alternative 1.2.
See EIS Tables 4-6.4 and 4-6.7 regarding GHG emission impacts for BEV and ICE vehicle
emissions, respectively.

112

The DEIS does not disclose or compare total cumulative CO2 emissions between ICE
and BEV fleet alternatives.
See EIS Section 4-6 regarding CO2 emissions for ICE and BEV fleet alternatives, and
Section 6-4 regarding cumulative impacts.

113

12,500 delivery routes (5% of routes) cannot be used to justify purchase of 90% ICE
vehicles.
See EIS Section 4-11.2 for the discussion regarding reasons for selection of Proposed
Action. The characterization that the Postal Service is acquiring 90% ICE vehicles because
BEVs are not currently suitable on 5% of routes is not correct. See also response to
Comment 8, regarding the 12,500 number referring solely to routes unsuitable for BEVs on
account of route length, not environmental factors or other operational constraints.

114

The DEIS should have analyzed an alternative with a BEV fleet mix between 10% and
100%.
See response to Comment 5.

115

The DEIS should consider projections from the latest Intergovernmental Report on
Climate Change, including with respect to selection of reasonable alternatives.
Reasonable alternatives were selected based on their potential to meet the Purpose and
Need, then those alternatives were analyzed for environmental impacts, including air
quality. The Postal Service disagrees that reasonable alternatives should first be selected
based on their anticipated or perceived environmental benefits.

116

The fact that each of the Alternatives would result in less pollutants and GHG
emissions than the current fleet does not mean that they will not have a significant
effect on the environment (Center for Biological Diversity v. NHTSA, 538 F.3d 1172
(9th Cir. 2008)).
The Postal Service finds this comment and the case cited inapplicable to this EIS, as the
significance issue went to the question of whether an agency should have revised its
Environmental Assessment or conducted an Environmental Impact Statement. The Postal
Service has conducted an EIS for the Proposed Action and even included such nonmandatory environmental assessment tools as Social Cost of Carbon calculations to fully
inform its decision-making regarding the relative environmental impacts of each alternative.

117

The DEIS fails to assess whether brake dust will be reduced due to BEVs’ improved
brake-pad use from regenerative breaking.
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SECTION 2: SUMMARIES OF OTHER SUBSTANTIVE COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
The NGDV operates in a unique environment with vehicle payloads of 2,000 pounds and
frequent stop and go delivery, which minimizes the opportunity to capture energy through
regenerative braking due to the low-speed operations. Compared to ICE vehicles, BEVs do
generate lower brake wear dust emissions as a result of regenerative braking as drivers do
not need to use mechanical brakes as often as they would in an ICE vehicle. That said, the
Postal Service has considered this comment and conducted a review of available literature
on the subject. A recent study conducted by California Air Resources Board (CARB) staff
(EMFAC2021 Volume III Technical Document, CARB, April 2021) working closely with the
EPA and Caltrans, found that brake wear dust emissions could be reduced by 50% with
regenerative braking for the same weight vehicle class. Vehicle weight could have potential
impact on dust emissions such as tire wear, road surface resuspension, etc. as BEVs tend
to be heavier than ICEs for the same vehicle class primarily due to the weight of battery
packs. Given the limited research data that are currently publicly available and the likely
small fraction of brake wear emissions in overall non-exhaust dust emissions, the difference
on overall non-exhaust dust emissions between a BEV and an ICE with the inclusion of
brake wear component cannot be reasonably quantified and therefore was not considered
in the DEIS.
While the Postal Service anticipates its BEV training will employ techniques such as “onepedal driving,” low speed and precision stops required for delivery operations will minimize
the opportunity to capture energy through regenerative braking. See Section 3-1.1 for
clarification.

118

If LLVs are auctioned or sold, they could be placed back into service and continue to
emit pollutants; therefore, the claimed emission benefits from the Proposed Action
would not be fully realized.
The Postal Service does not permit the reselling of LLVs and/or FFVs in the secondary
market. These vehicles will be scrapped or sold for parts when no longer utilized by the
Postal Service, similar to how those vehicles are disposed of today.
Sections 3-1, 4-10, and 6-4.9 of the EIS have been revised to add clarification per the
above.

119

The likely concentration of BEV NGDV in certain locations such as California pose
concerns for environmental justice communities located outside those areas.
See responses to Comments 50 through 55. While BEV deployments will be prioritized
according to the factors described above (see, e.g., response to Comment 51), the Postal
Service expects that, subject to the operational needs of the Postal Service, NGDV will be
deployed proportionately across the nation. BEV deployments will be prioritized nationwide
in accordance with the factors noted in response to Comment 51. Deployment of either or
both NGDV powertrains in an area would result in lower air emissions from the vehicles as
compared to air emissions from the replaced vehicles.

120

The DEIS does not consider the beneficial cumulative impacts of increased BEV
alternatives over ICE alternatives.
See Section 6-4.5 where the Postal Service compares the relative cumulative impacts of
BEV alternatives vis-à-vis ICE alternatives.

121

The DEIS fails to consider cumulative impacts on water quality such as from tire wear
on stormwater.
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SECTION 2: SUMMARIES OF OTHER SUBSTANTIVE COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
The Postal Service has considered this comment but found no authority for differences in
tire wear between BEVs and ICE vehicles.
Little is currently known about the environmental risks of tire wear particles (TWP) in runoff
(Jacqueline Tamis et.al. (2021)). For example, Beate Baensch-Baltruschat, et. al. (2020)
reviewed effects and determined that concentrations of TWP compiled from environmental
monitoring studies show highly variable concentrations in road runoﬀ, road dust, roadside
soils, river sediments and river water, and consider that further research is needed with
regard to emission factors, development of analytical methods for environmental matrices,
long-period monitoring, fate in surface waters and soils, ecotoxicological impacts and
degradation under realistic conditions. Katerine Peter, et. al., (2021) reported that TWP
leachate was acutely lethal to coho salmon, but that chum salmon appeared to be
insensitive at concentrations lethal to coho. Paula Redondo-Hasselerharm, et. al. (2018)
found that car TWP, including chemicals associated with this material, did not negatively
aﬀect the survival, growth and feeding rates of four freshwater benthic invertebrates, even
at concentrations of 10% sediment dry weight.
Nor has the Postal Service found a significant difference in tire wear between BEVs and ICE
vehicles in its exhaustive field testing. Further, the Postal Service expects that tire wear
between ICE vehicles and BEVs would not be significantly different due to high parts
commonality. Therefore, the Postal Service declines to speculate about the potential
impacts raised in this comment. Also see response to Comment 117.

122

The DEIS fails to consider cumulative impacts from further oil and gas extraction.
The life cycle costs of resource extraction and specific fuel sources (e.g., oil and gas
extraction for ICE vehicles, and mineral mining for BEV batteries) are beyond the scope of
this EIS.

123

The DEIS fails to consider occupational exposure to air pollution from ICE vehicles.
Occupational exposure of Postal Service employees from future ICE vehicles would be
similar to current exposures. The Postal Service adheres to Occupational Safety and Health
Administration (OSHA) requirements and standards for the protection of personnel. Future
work would continue to be performed in accordance with OSHA requirements and
standards.
Section 4-6 of the EIS has been revised to incorporate the above statements.

124

The DEIS violates NEPA by failing to include any mitigation, for example by requiring
that all vehicles being replaced are scrapped instead of resold into secondary market
and providing a BEV deployment schedule prioritizing disadvantaged communities.
See response to Comment 118 for discussion regarding expected scrapping of vehicles to
be replaced. See response to Comment 51 regarding factors Postal Service will consider
with respect to prioritizing BEV deployments. To the extent the Postal Service has
considered other possible mitigation measures (e.g., expanding or changing the BEV
prioritization factors, or, as suggested in this Comment, requiring certain uses of replaced
vehicles post-auction), the Postal Service declines to adopt these measures.

125

The DEIS fails to analyze when the Postal Service might consider it advantageous to
retrofit ICE to alternative EV powertrain technology – and whether such retrofitting
would likely be a feasible option financially for the Postal Service.
See response to Comment 84.
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SECTION 2: SUMMARIES OF OTHER SUBSTANTIVE COMMENTS
Comment (first row)
USPS RESPONSE (in subsequent row)
The Postal Service should consider alternatives requiring the vehicle manufacturer to
use an existing manufacturing facility and/or union labor.
As noted in response to Comment 97, aside from a domestic production requirement, the
Postal Service cannot limit or otherwise control the NGDV supplier’s manufacturing location
or manner of operations. While the Postal Service could impose all manner of restrictions or
operating conditions, such restrictions or operating conditions would come at a cost or
reduce the number of potential suppliers. As noted in response to Comment 65, the Postal
Service issued the NGDV RFP to be as broad as possible, including no restriction on
possible drivetrains, in order to encourage the largest possible number of vehicle suppliers
to participate. Adding location and other operational restrictions to the RFP would have
directly undermined the Postal Service’s objective of receiving the broadest range of
potential vehicles to meet its Purpose and Need. The Postal Service therefore declines to
supplement the EIS to add alternatives with supplier operational restrictions beyond the
domestic production requirement.
The Postal Service also notes that this recommendation was not submitted during the
scoping period of the EIS and fails to constitute either new agency action or new information
sufficient to warrant supplementing the EIS.
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APPENDIX B2 - Notice of Availability of FEIS (for publishing in the Federal Register)
U.S. POSTAL SERVICE
Notice of Availability of Final Environmental Impact Statement for Purchase of Next
Generation Delivery Vehicles
AGENCY: U.S. Postal Service
ACTION: Notice of Availability of Final Environmental Impact Statement
SUMMARY: Pursuant to the requirements of the National Environmental Policy Act of 1969
(NEPA), its implementing procedures at 39 CFR 775, and the President’s Council on
Environmental Quality Regulations (40 CFR parts 1500-1508), the U.S. Postal Service
announces availability of the Final Environmental Impact Statement (FEIS) to purchase over
ten years 50,000 to 165,000 purpose-built, right-hand-drive vehicles – the Next Generation
Delivery Vehicle (NGDV) – to replace existing delivery vehicles nationwide that are approaching
the end of their service life. While the Postal Service has not yet determined the precise mix of
the powertrains in the new vehicles to be purchased, under the Proposed Action, at least ten
percent of the NGDV would have battery electric (BEV) powertrains, with the remainder being
internal combustion (ICE). The FEIS evaluates the environmental impacts of the Proposed
Action, as well as two BEV and ICE commercial off-the-shelf (COTS) vehicle alternatives and the
“no action” alternative.
The U.S. Environmental Protection Agency’s publication of the FEIS in the Federal Register
begins a 30-day waiting period. Following the waiting period, the U.S. Postal Service will make a
final decision regarding the Proposed Action and complete a Record of Decision.
ADDRESSES: Interested parties may view the FEIS at http://uspsngdveis.com/
REFERENCES:
1. U.S. Postal Service, Notice of Intent to Prepare an Environmental Impact Statement for
Purchase of Next Generation Delivery Vehicles (86 FR 12715; Mar. 4, 2021).
2. U.S. Postal Service, Notice of Availability of Draft Environmental Impact Statement for
Purchase of Next Generation Delivery Vehicle (86 FR 47662; Aug. 26, 2021).
3. U.S. Environmental Protection Agency, Notice of Availability of EIS No. 20210129, Draft,
USPS, DC, Next Generation Delivery Vehicle Acquisitions (86 FR 49531; Sept. 3, 2021).
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Table B2-1
Notice of Availability of FEIS Stakeholder Distribution List
Contact Name
Position
Robert Tomiak
Director, Office of Federal
Activities, Office of Policy
Victoria Arroyo
Associate Administrator for Policy
Cindy Barger
Director, NEPA Compliance
Division
Jack P. Broadbent
Executive Director/APCO
Mr. Mark Dimondstein
President
Ronnie W. Stutts
President
Fredric V. Rolando
President
Paul V. Hogrogian
President
Ivan Butts
President
Daniel M. Heins
President

Tammy L. Whitcomb
Inspector General

Brian Costner
Director

Steven Cliff
Deputy Administrator
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Mailing Address
U.S. Environmental Protection Agency
1200 Pennsylvania Avenue, NW
WJC Building North, Mail Code 2251A
Washington, DC 20460-0003
U.S Environmental Protection Agency
1200 Pennsylvania Avenue NW
Washington, DC 20460-0001
U.S. Environmental Protection Agency
1200 Pennsylvania Avenue, NW
WJC Building North, Mail Code 2251A
Washington, DC 20460-0003
Bay Area Air Quality Management District
375 Beale Street, Suite 600
San Francisco, CA 94105-2097
American Postal Workers Union
1300 L Street, NW
Washington, DC 20005-4128
National Rural Letter Carriers' Association
1630 Duke Street
Alexandria, VA 22314-3467
National Association of Letter Carriers
100 Indiana Avenue, NW
Washington, DC 20001-2144
National Postal Mail Handlers Union
815 16th Street NW, Suite 5100
Washington, DC 20006-4101
National Association of Postal Supervisors
1727 King Street, Suite 400
Alexandria, VA 22314-2753
United Postmasters and Managers of America
8 Herbert Street
Alexandria, VA 22305-2628
Office of Inspector General,
United States Postal Service
1735 North Lynn Street
Arlington, VA 22209-2020
Office of NEPA Policy and Compliance (GC-54)
U.S. Department of Energy
1000 Independence Avenue, SW
Washington, DC 20585-0119
National Highway Traffic Safety Administration
Department of Transportation
1200 New Jersey Avenue, SE, W41-113
Washington, DC 20590-0001
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Contact Name
Position

Mailing Address
Council on Environmental Quality
U.S. Department of Energy
Jayni Hein
730 Jackson Place, NW
Senior Director for NEPA
Washington, DC 20503-1659
Iliana Paul, Senior Policy Analyst, Institute for Policy Integrity at New York University
School of Law
Max Sarinsky, Senior Attorney,
Jason A. Schwartz, Legal Director 139 MacDougal Street, Third Floor
New York, NY 10012-1076
Andrew Stawasz, Legal Fellow
Eubanks & Associates, PLLC
William N. Lawton, Senior
1331 H Street NW, Suite 902
Associate
Washington, DC 20005-4706
EarthJustice
Adrian Martinez, Senior Attorney
707 Wilshire Boulevard, Suite 4300
Candice Youngblood, Legal Fellow Los Angeles, CA 90017-3622
Eric J. Guter
Air Products and Chemicals, Inc.
Vice President, Hydrogen Mobility 7201 Hamilton Boulevard
Solutions
Allentown, PA 18195-1501
The Center for Transportation and the
Environment
730 Peachtree Street NE, Suite 450
(not provided)
Atlanta, GA 30308-1244
Elders Climate Action
Robert Yuhnke
www.eldersclimateaction.org
Policy Committee
EOP Foundation, Inc.
James Parkhurst,
1616 H Street, 5th Floor
Wesley Yurgaites
Washington DC 20006-4916
Katherine Garcia
Acting Director of Sierra Club's
Sierra Club
Clean Transportation for All
2101 Webster Street, Suite 1300
Campaign
Oakland, CA 94612-3546
Fuel Cell & Hydrogen Energy Association
Frank Wolak
1211 Connecticut Avenue NW, Suite 650
President & CEO
Washington DC 20036-2725
Rutgers, The State University of New Jersey
David M. Hughes
131 George Street
Professor of Anthropology
New Brunswick, NJ 08901-1414
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Example NOA of FEIS Letter

December 2021

Address

Re:

Notice of Availability of Final Environmental Impact Statement for
Purchase of Next Generation Delivery Vehicles

Dear Addressee:
The Postal Service has prepared a Final Environmental Impact Statement (FEIS) for the purchase of
Next Generation Delivery Vehicles (NGDV) for delivery operations nationwide. The new vehicles would
replace existing delivery vehicles that are approaching the end of their service life. Pursuant to the
requirements of the National Environmental Policy Act (NEPA) of 1969, its implementing procedures at
39 CFR 775, and the President's Council on Environmental Quality Regulations (40 CFR parts 15001508), the Postal Service prepared this FEIS to evaluate the environmental impacts of the proposed
action and alternatives, and carefully considered all agency and public comments timely received on the
Draft EIS (DEIS). Additional information has been added to the EIS as appropriate.
A copy of the Notice of Availability of the FEIS is enclosed.
Interested parties may view the FEIS at http://uspsngdveis.com/
The U.S. Environmental Protection Agency’s publication of the FEIS in the Federal Register begins a
30-day waiting period. Following the waiting period, the U.S. Postal Service will make a final decision
regarding the Proposed Action and complete a Record of Decision.
Sincerely,

Jennifer Beiro-Réveillé
Enclosure
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APPENDIX C
COST DATA BACKGROUND

LLV Maintenance Cost Background Data
NGDV Total Cost of Ownership Background Information
Estimated Costs of Purchasing Versus Leasing of Right-Hand Drive (RHD) Commercial-off-theShelf (COTS) Vehicles
Table C-1
Estimated Costs for RHD COTS Purchase and RHD COTS Lease
Appendix C References
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LLV Maintenance Cost Background Data
Since their purchase in 1987, maintenance costs for LLVs have gradually increased, as illustrated in
Figure 1 (Postal Service Office of Inspector General's Audit Report, Delivery Vehicle Acquisition
Strategy [2020]).

While annual LLV maintenance costs have not significantly changed since 2018, the average LLV will
incur about $5,000 in maintenance costs yearly. However nearly 10,000 RHD vehicles require more
than $12,000 in annual maintenance costs due to significant mechanical repair work or damages
incurred from major accidents to keep them operational (Office of Inspector General, 2020). Table 2
from this report presents relevant data.
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NGDV Total Cost of Ownership Background Information
The Postal Service considered several variables in a comparative life cycle cost analysis for future
purchase and deployment of the NGDV.

Analysis considered acquisition costs (vehicle pricing, freight, other contract costs [training, manuals,
technical data package, milestone payments], and estimated electric vehicle charging infrastructure
costs. Estimated vehicle acquisition costs were based on NGDV supplier rough order of magnitude
cost, COTS procurements, and evolving market conditions. The analysis also considered recurring
costs (maintenance, fuel [gasoline for ICE vehicles, electricity for BEVs]). Projected future costs for
gasoline and electricity were based on the EIA’s Real Fuel Price Indices. Estimated operational
savings were based on potential maintenance and fuel savings. The maintenance projections were
based on actual historical LLV curb-line delivery vehicle maintenance costs. The Postal Service has
developed maintenance cost ratios for each vehicle system based on Postal Service and industry
subject matter expert consensus. The ratios for each vehicle were developed based on part costs and
labor hours provided by the supplier. Panel members then reviewed and discussed supplier data to
determine reasonableness of the data and gain agreement on the ratio of the NGDV relative to the
Postal Service LLV delivery platform. This ratio represents the relative cost of each type of repair
based on LLV historical maintenance cost data. Both BEV and ICE maintenance requirements were
calculated, and the systems analyzed for the anticipated 20-year useful life of the vehicles. Due to the
anticipated extended life of the vehicles, powertrain requirements and BEV battery replacements were
included in the maintenance cost calculations.
Offerors provided NGDV Production proposals and pricing to the Postal Service in July 2020. The
proposals included internal combustion engine (ICE) vehicles and battery electric vehicles (BEVs); the
BEVs included use of lithium-ion batteries. The Postal Service then evaluated proposals to determine
which offeror provided the Postal Service with the best value by weighing technical evaluation
factors/risk and the Total Cost of Ownership (TCO). Cost estimates were derived for the acquisition of
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each vehicle (Year 0), plus 20 years of recurring costs (fuel and maintenance, Year 1 through Year
20). The cost estimates were converted to present value, including a nominal discount rate and
inflation, to allow a comparable TCO. See also response to DEIS Comments 13 and 19 for more
details regarding TCO methodology, including fuel cost estimates.
Due to the significantly increased feature set (e.g., air conditioning and camera systems), both BEV
and ICE NGDV vehicles had greater projected maintenance costs than the baseline LLV, while ICE
had higher projected maintenance costs than the BEV variant, with relative differences incorporated
into the TCO calculations.
The estimated cost of BEV charging infrastructure was also factored into the TCO. The Postal Service
considered multiple cost estimates for site surveys, design work, trenching, electrical upgrades,
commercial-grade equipment including steel gantries to accommodate retractable charger cables, and
all electric vehicle supply equipment, for three Postal Service locations representing a small, medium
and large facility, each at 25 percent, 50 percent, 75 percent and 100 percent deployment levels.
Average per-facility BEV charging infrastructure costs were estimated to be $18,740 (assuming 10
percent BEV) and $20,970 (assuming 100 percent BEV). Due to factors such as age and site
configuration, certain Postal Service facilities would require extensive trenching and other facility
upgrades to allow for BEV charging.

Estimated Costs of Purchasing Versus Leasing of Right-Hand Drive (RHD)
Commercial-off-the-Shelf (COTS) Vehicles
The Postal Service evaluated the estimated costs of purchasing and leasing RHD COTS vehicles as
part of its decision analysis for future vehicle delivery acquisition. The estimates were based on past
RHD COTS delivery vehicle acquisition data, and compared purchasing and leasing of 24,470 RHD
COTS vehicles over a 13-year period.
Purchasing RHD COTS vehicles was determined to be more than three times less costly than leasing
RHD COTS vehicles.
Table C-1
Estimated Costs for RHD COTS Purchase and RHD COTS Lease

1

Purchase vs Lease

Total Estimated Cost1

RHD COTS Purchase

$1,567,512

RHD COTS Lease

$5,281,355

Based on 2019 USPS analysis comparing 24,470 RHD COTS vehicles over 13-year period
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APPENDIX D
HYPOTHETICAL TEN-YEAR PURCHASE/DEPLOYMENT

Table D-1 presents the hypothetical spread of new delivery vehicle purchase and deployment, and
replacement of existing delivery vehicles, developed for the purpose of the EIS analyses. The actual
purchase plan and timing would be based on operational needs.
Table D-1
Hypothetical Purchase/Deployment and Replacement of High-Maintenance and
End-of-Life Delivery Vehicles Over a Ten-Year Period1
Year
Year 1
Year 2
Year 3
Year 4
Year 5
Year 6
Year 7
Year 8
Year 9
Year 10
Total
1

Number of
Vehicles Added1
2,379
7,250
15,900
20,000
20,000
20,000
20,000
20,000
20,000
19,471
165,000

Number of
LLVs Replaced1
2,379
7,250
15,900
20,000
20,000
20,000
20,000
20,000
459
-125,988

Number of
FFVs Replaced1
--------19,541
1,529
21,070

Number of
COTS Replaced1
---------17,942
17,942

For analytical purposes. The actual purchase plan and timing will be based on operational needs

LLV – Long-Life vehicle (hypothetically, 125,988, or 76% of replaced vehicles would be LLVs)
FFV – Flexible Fuel vehicle (hypothetically, 21,070, or 12.8% of replaced vehicles would be FFVs)
COTS – Metris (hypothetically, 17,942, or 10.9% of replaced vehicles would be Metris)
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APPENDIX E
NOISE BACKGROUND INFORMATION

Sound and Human Perception of Noise - Background Information
Table E-1
Subjective Responses to Changes in A-Weighted Decibels
Figure E-1
A-Weighted Sound Levels from Typical Sources
Comparison of Noise from BEVs and ICE Vehicles
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Sound and Human Perception of Noise - Background Information
Sound is a physical phenomenon consisting of vibrations that travel through a medium, such as air,
and are sensed by the human ear. The perception and evaluation of sound involves three basic
physical characteristics:
▪

Intensity – the acoustic energy, which is expressed in terms of sound pressure, in decibels
(dB),

▪

Frequency – the number of cycles per second the air vibrates, in Hertz (Hz), and

▪

Duration – the length of time the sound presents.

The dB is a logarithmic unit used to that represents the intensity of a sound, also referred to as the
sound level. All sounds have a spectral content, which means their magnitude or level changes with
frequency. Environmental noise measurements are usually expressed on an “A-weighted” scale that
filters out very low and very high frequencies in order to replicate human sensitivity. According to EPA
(1974), changes in hearing level of less than 5 dBA generally are not considered noticeable to the
human ear. There is no known evidence that a noise change of 5 dBA has any practical significance
for the individual affected.
Table E-1 shows how humans perceive changes in the loudness of noise, and Figure E-1 shows Aweighted sound levels from typical noise sources. Changes in hearing level of less than 5 dBA
generally are not considered noticeable (EPA 1974).
Table E-1
Subjective Responses to Changes in A-Weighted Decibels
Loudness
Change
3 dB
5 dB
10 dB
20 dB

Perceived Loudness
Barely perceptible
Quite noticeable
Dramatic
Striking

Figure E-1 shows A-weighted sound levels from typical sound sources.
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Figure E-1
A-Weighted Sound Levels from Typical Sources

Comparison of Noise from BEVs and ICE Vehicles
The Danish Road Directorate (2015) compared noise between BEVs and ICE vehicles for two
comparably-equipped cargo vans and two comparably-equipped passenger cars under simulated
urban driving conditions. BEVs were 4 to 5 dB less noisy than their ICE counterparts at low speed (6
to 12 miles per hour (mph [10 to 20 kilometers per hour (km/h)]) when driving steady. The difference
in emitted noise from the two drivetrains was not significant at approximately 19 mph (30 km/h) when
tire/road noise became dominant.
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APPENDIX F
AIR QUALITY BACKGROUND INFORMATION AND CALCULATIONS

Tables and Background Information
National Ambient Air Quality Standards
General Conformity De Minimis Thresholds
Summary of Delivery Vehicle Acquisitions and Replacement of Aged Vehicles, and
Annual Mileage Calculation
Vehicle Emission Factors from MOVES (gram/mile)
Indirect Emissions from Electricity Consumption by BEVs using eGRID
Indirect Emissions from Energy Consumption by ICE using GREET
Aggregated Direct and Indirect Net Emission Calculation
Social Cost of Carbon
Effects of Climate Change on Proposed Action and Alternatives 1.1 and 1.2
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National Ambient Air Quality Standards
The CAA specifies two sets of NAAQS – primary and secondary – for each of the criteria pollutants as
applicable, as shown in Table F-1. Primary standards define levels of air quality necessary to protect
public health, including the health of sensitive populations such as people with asthma, children, and
the elderly. Secondary standards define levels of air quality necessary to protect public welfare
(including protection against decreased visibility and damage to animals, crops, vegetation, and
buildings). Standards have been established using average exposure times, based on the health and
welfare effects of each pollutant.
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Table F-1
National Ambient Air Quality Standards
Pollutant
Carbon monoxide (CO)
Carbon monoxide (CO)

Average Time
8-hour average
1-hour average

Federal Primary
NAAQS
9 ppm
35 ppm

Lead (Pb)

Rolling 3 month

0.15 µg/m3

Nitrogen dioxide (NO2)

Annual average

0.053 ppm

Nitrogen dioxide (NO2)

1-hour average

0.10 ppm

8-hour average

0.070 ppm

Ozone (O3)

(1)

Particulate matter (PM10) 24-hour average
Particulate matter (PM2.5)

Annual arithmetic
12 µg/m3
mean

Sulfur dioxide (SO2)

(2)
(2)

15 µg/m3

35 µg/m3

Same as Primary
Standard

3-hour average

No standard

0.5 ppm

1-hour average

0.075 ppm

No standard

Particulate matter (PM2.5) 24-hour
Sulfur dioxide (SO2)

150 µg/m3

Federal Secondary
NAAQS
None
None
Same as Primary
Standard
Same as Primary
Standard
None
Same as Primary
Standard
Same as Primary
Standard

Violation Criteria
If exceeded more than once per year
If exceeded more than once per year
If exceeded
If exceeded 98th percentile, averaged over 3 years
If exceeded Annual Mean
If exceeded Annual fourth-highest daily maximum 8-hour
concentration, averaged over 3 years
If exceeded more than once per year on average over
3 years
If exceeded based on 3-year average on annual mean
concentration
If exceeded based on 3-year average of the 98th
percentile of 24-hour concentrations
If exceeded on 3-year average of 99th percentile of 1-hour
daily maximum concentrations
If exceeded more than once per year

µg/m3 = micrograms per cubic meter
NAAQS = National Ambient Air Quality Standards
PM10 = particulate matter less than 10 micrometers
PM2.5 = particulate matter less than 2.5 micrometers
ppm = parts per million
Notes:
(1) Final rule signed October 1, 2015, and effective December 28, 2015. The previous (2008) O 3 standards additionally remain in effect in some areas. Also,
some areas may have certain continuing implementation obligations under the prior revoked 1-hour (1979) and 8-hour (1997) O3 standards.
(2) The previous SO2 standards (0.14 ppm 24-hour and 0.03 ppm annual) will additionally remain in effect in certain areas: (1) any area for which it is not yet one
year since the effective date of designation under the current (2010) standards, and (2) any area for which an implementation plan providing for attainment of
the current (2010) standard has not been submitted and approved and which is designated nonattainment under the previous SO 2 standards or is not
meeting the requirements of a SIP call under the previous SO2 standards (40 CFR 50.4(3)).
Source: EPA (2021b) online at: https://www.epa.gov/criteria-air-pollutants/naaqs-table
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Table F-2
General Conformity De Minimis Thresholds
Criteria Pollutant

Designation Classification

De Minimis
Threshold (tpy)

Ozone (VOC or NOx)

Serious nonattainment

50

Ozone (VOC or NOx)

Severe nonattainment

25

Ozone (VOC or NOx)

Extreme nonattainment

10

Ozone (VOC or NOx)

Other areas outside an ozone transport region

100

Ozone (NOx)

Marginal and moderate nonattainment inside an ozone transport region

100

Ozone (NOx)

Maintenance

100

Ozone (VOC)

Marginal and moderate nonattainment inside an ozone transport region

50

Ozone (VOC)

Maintenance within an ozone transport region

50

Ozone (VOC)

Maintenance outside an ozone transport region

100

CO, SO2 and NO2

All nonattainment & maintenance

100

PM10

Serious nonattainment

70

PM10

Moderate nonattainment and maintenance

100

PM2.5

Direct Emissions for nonattainment and maintenance

100

PM2.5

SO2 for nonattainment and maintenance

100

PM2.5

NOx (unless determined not to be a significant precursor) for nonattainment and maintenance

100

PM2.5

VOC or ammonia (if determined to be significant precursors) for nonattainment

25

PM2.5

VOC or ammonia (if determined to be significant precursors) for maintenance

100

Lead

All nonattainment area

25

tpy: tons per year
CO: Carbon monoxide
SO2: Sulfur dioxide
NO2: Nitrogen dioxide
NOx: Nitrogen oxide
VOC: Volatile organic compound
PM: Particulate Matter
Source: EPA (2021c) online at: https://www.epa.gov/general-conformity/de-minimis-tables
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F-3
Summary of Vehicle Acquisitions and Replacement of Aged Vehicles, and Annual Mileage Calculation
Table F-3.a
New Vehicles – ICE NGDV or Alternative 1.1 COTS ICE Vehicles - Emissions (tons per year)

▪
▪
▪
▪
▪
▪
▪
▪
▪
▪

Model Year
2023
▪
2024
▪
2025
▪
2026
▪
2027
▪
2028
▪
2029
▪
2030
▪
2031
▪
2032
▪

▪

Total

▪

Number of
Vehicles
2,379
7,250
15,900
20,000
20,000
20,000
20,000
20,000
20,000
19,471
165,000

▪
▪
▪
▪
▪
▪
▪
▪
▪
▪

Total Annual
Mileage for All
Vehicles
15,123,541
46,088,975
101,077,890
127,142,000
127,142,000
127,142,000
127,142,000
127,142,000
127,142,000
123,779,094

VOC
0.24
0.60
1.25
1.39
1.39
1.14
1.15
1.18
1.18
1.15

NOX
0.44
0.91
1.57
1.65
1.65
1.08
1.14
1.14
1.14
1.11

CO
12.44
32.30
64.99
70.34
70.35
37.57
40.13
40.14
40.15
39.08

PM2.5
0.20
0.60
1.32
1.63
1.63
1.51
1.51
1.51
1.51
1.47

PM10
1.24
3.77
8.27
10.36
10.36
10.24
10.24
10.24
10.24
9.97

SO2
0.03
0.10
0.21
0.26
0.26
0.26
0.26
0.26
0.26
0.26

▪

1,048,921,500

10.67

11.83

447.49

12.89

84.92

2.19

CO2e
5,382
15,690
32,990
41,498
41,501
41,525
41,531
41,537
41,539
40,440
343,633
(311,739 MT)

Notes:
(1) The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.
(2) This table shows the emissions from 165,000 ICE vehicles, consisting of 100% ICE NGDV or 100% COTS ICE vehicles.
Table F-3.b shows emissions from 165,000 BEVs (either NGDV or COTS).
To calculate the emissions for the Proposed Action Hypothetical Scenario involving 90% ICE NGDV and 10% BEV NGDV, 90% of the emissions from the Table
F-3.a were calculated to establish the estimated emissions from 90% ICE NGDV, and 10% of the emissions from Table F-3.b were calculated to establish the
estimated emissions from 10% BEV NGDV.
For the Alternative 1.1 scenario, 100% of the emissions from Table F-3.a were calculated to establish the estimated emissions from 165,000 COTS ICE vehicles.
(3) ICE NGDV: Gross Vehicle Weight Rating (GVWR) 8,501 pounds
(4) Alternative 1.1 COTS Vehicle: GVWR ranges from 6,393 lbs (Metris) – 8,550 lbs (ProMaster).
(5) The new NGDV model-years are 2023-2032 assuming that the vehicle years of manufacture are the same as the vehicle deployment years. Based on EPA’s
MOVES model, the 165,000 NGDV are categorized as “light commercial truck” for the emissions calculations.
(6) Since both ICE NGDV and Alternative 1.1 COTS ICE vehicles are categorized as the same “light commercial truck” vehicle type in the MOVES model, the
emission rates calculated in Table F-3.a. were utilized for the emissions analyses for both vehicle types.
(7) The Postal Service has estimated the average miles traveled per each new delivery vehicle to be 6,357 miles per year based on 21.05 miles per day of average
travel route per vehicle (this represents an average across all city and rural routes currently using Postal Service Vehicles) and 302 working days per year. The
estimated number of miles travelled annually by 165,000 new delivery vehicles on a nationwide basis is 1,048,921,500 miles per year.
(8) The emission factors derived from the MOVES model are based on an urban unrestricted road type in Westchester County, New York, and an average vehicle
speed of 25 mph. Westchester County, New York was selected to be consistent with the Postal Service's 2017 Programmatic Environmental Assessment (e.g.,
area with the greatest number of highest maintenance-cost LLVs replacement). In order to utilize EPA’s MOVES model (an advanced regulatory tool for
estimating on-road vehicle emissions), a location (one county, one region) must be selected and used. Westchester County was selected as the default for this
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project and is consistent with the analysis in the Postal Service's Programmatic Environmental Assessment for COTS vehicle acquisitions. Based on several test
runs for other counties in southeast, south, and mid-west in rural and or urban setting at a given travel speed and road type, the GHG emission factors used for
the EIS were found to be slightly different by a range from 0 % to 6% but are still comparable. Therefore, using Westchester County, New York is representative
for this nationwide programmatic analysis.
(9) EPA released MOVES3 in January 2021 (Federal Register 86 FR 1106); the release announcement started a two-year transportation conformity grace period
that ends of January 9, 2023. EPA continues to update this new model with the most recent release of MOVES3.01 in March 2021, and states are still testing
and developing inputs in adopting this new model version within the two-year grace period. Therefore, MOVES2014b, an earlier version, is still valid for use, and
was used to estimate vehicular emission factors for this EIS.
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Table F-3.b
New Vehicles – BEV NGDV or Alternative 1.2 COTS BEV - Emissions (tons per year)

▪
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪

Model Year
2023
▪
2024
▪
2025
▪
2026
▪
2027
▪
2028
▪
2029
▪
2030
▪
2031
▪
2032
▪
Total
▪

Number of
Vehicles
2,379
▪
7,250
▪
15,900
▪
20,000
▪
20,000
▪
20,000
▪
20,000
▪
20,000
▪
20,000
▪
19,471
▪
165,000
▪

Total Annual Mileage for All
Vehicles
15,123,541
46,088,975
101,077,890
127,142,000
127,142,000
127,142,000
127,142,000
127,142,000
127,142,000
123,779,094
1,048,921,500

VOC
-

NOX
-

CO
-

PM2.5
0.15
0.47
1.03
1.29
1.29
1.29
1.29
1.29
1.29
1.26
10.65

PM10
1.19
3.62
7.94
9.99
9.99
9.99
9.99
9.99
9.99
9.72
82.38

SO2
-

CO2e
-

Notes:
(1) The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.
(2) The table shows the emissions from 165,000 BEVs, consisting of either BEV NGDV or COTS BEV.
Therefore, to calculate the emissions for the Proposed Action Hypothetical Maximum consisting of 90% ICE NGDV and 10% BEV NGDV, in Table F-3.c, 10% of
the emissions from Table F-3.b were calculated to establish the estimated emissions from 10% of BEV NGDV.
For the Proposed Action Hypothetical Maximum consisting of 100% BEV, 100% of the emissions from this table were calculated to establish the estimated
emissions from 165,000 BEV NGDV.
For Alternative 1.2, 100% of the emissions from this table were calculated to establish the estimated emissions from 165,000 COTS BEVs.
(3) BEVs have no tailpipe or evaporative emissions and the brake and tire wear emissions are identical to conventional vehicles. Therefore, only particulate matter
emissions associated with brake and tire wear result from BEV operation.
(4) BEV NGDV: GVWR 8,877 pounds
(5) Alternative 1.1 COTS BEV: GVWR 9,428 lbs
(6) The new NGDV model-years used in the analysis are 2023-2032 assuming that the vehicle years of manufacture are the same as the assumed vehicle
deployment years. Based on EPA’s MOVES model, the NGDV are categorized as “light commercial truck.”
(7) Since both BEV NGDV and Alternative 1.2's COTS BEV are categorized as the same “light commercial truck” vehicle type in the MOVES model, the data in
Table F-3.b. were utilized for the emissions analyses for both vehicle types.
(8) The Postal Service has estimated the average miles traveled annually per each new delivery vehicle to be 6,357 miles per year based on 21.05 miles per day of
average travel route per vehicle and 302 working day per year. The estimated number of miles travelled annually by 165,000 new delivery vehicles on a
nationwide basis is 1,048,921,500 miles per year.
(9) The emission factors were estimated based on an urban unrestricted road type in Westchester County, New York, and 25 mph of vehicle speed.
(10) EPA released MOVES3 in January 2021 (Federal Register 86 FR 1106); the release announcement started a two-year transportation conformity grace period
that ends of January 9, 2023. EPA continues to update this new model with the most recent release of MOVES3.01 in March 2021, and states are still testing
and developing inputs in adopting this new model version within the two-year grace period. Therefore, MOVES2014b, an earlier version, is still valid for use, and
was used to estimate vehicular emission factors for this EIS.
(11) .
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Table F-3.c
Summary of Emissions from New Vehicles for All Proposed Scenarios - Emissions (tons per year)
Alternative
Proposed Action
New vehicles: hypothetical maximum 165,000 vehicles
consisting of 90% ICE NGDV + 10% BEV NGDV
Proposed Action
New vehicles: hypothetical maximum 165,000 BEV NGDV
Alternative 1.1
New vehicles: maximum 165,000 COTS ICE vehicles
Alternative 1.2
New vehicles: maximum 165,000 COTS BEVs

VOC

NOX

CO

PM2.5

PM10

SO2

CO2e

9.60

10.65

402.74

12.67

84.67

1.97

309,270
(280,565 MT)

-

-

-

10.65

82.38

-

10.67

11.83

447.49

12.89

84.92

2.19

343,633
(311,739 MT)

-

-

-

10.65

82.38

-

-

CO2e
592,398
(537,415 MT)

MT = metric tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)

Table F-3.d
Summary of Emissions from Existing Vehicles for No-Action Scenario - Emissions (tons per year)
Alternative
No-Action Alternative
165,000 existing LLVs/FFVs/Metris

VOC

NOX

CO

PM2.5

PM10

SO2

935.99

2,264.31

11,496

59.14

136.72

3.72

MT = metric tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Notes:
(1) The above represents emissions from existing vehicles for No Action scenario. This also represents the vehicles to be replaced when the emissions are
represented as negative values (emission decrease for vehicle removal) when the net emissions are calculated for all Proposed Actions and Alternatives
scenarios.
(2) The detailed emission calculation for the existing LLVs/FFVs/Metris are shown in Tables F-3.f, F-3.g, and F-3.h.
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Table F-3.e
Summary of Net Emission Changes of Direct Emissions for All Proposed Scenarios Calculated Based on MOVES Model Emissions (tons per year)
Alternative
Proposed Action
New vehicles: hypothetical maximum 165,000 vehicles
consisting of 90% ICE NGDV + 10% BEV NGDV
Replaced vehicles: 165,000 existing LLVs/FFVs/Metris
Proposed Action
New vehicles: hypothetical maximum 165,000 BEV NGDV
Replaced vehicles: 165,000 existing LLVs/FFVs/Metris
Alternative 1.1
New vehicles: maximum 165,000 COTS ICE vehicles
Replaced vehicles: 165,000 existing LLVs/FFVs/Metris
Alternative 1.2
New vehicles: maximum 165,000 COTS BEVs
Replaced vehicles: 165,000 existing LLVs/FFVs/Metris
No-Action Alternative
165,000 existing LLVs/FFVs/Metris

VOC

NOX

CO

PM2.5

PM10

SO2

CO2e

-926.39

-2,253.67

-11,093

-46.47

-52.06

-1.75

-256,850 MT

-935.99

-2,264.31

-11,496

-48.49

-54.34

-3.72

-537,415 MT

-925.32

-2,252.48

-11,048

-46.25

-51.80

-1.54

-225,676 MT

-935.99

-2,264.31

-11,496

-48.49

-54.34

-3.72

-537,415 MT

935.99

2,264.31

11,496

59.14

136.72

3.72

537,415 MT

MT = metric tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
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Table F-3.f
Aged LLVs (Model Years 1987 - 1994) to be Replaced

▪
▪
▪
▪
▪
▪
▪
▪
▪
▪

Year
2023 ▪
2024 ▪
2025 ▪
2026 ▪
2027 ▪
2028 ▪
2029 ▪
2030 ▪
2031 ▪
Total ▪

Number of
Vehicles
Replaced
-2,379
▪
-7,250
▪
-15,900 ▪
-20,000 ▪
-20,000 ▪
-20,000 ▪
-20,000 ▪
-20,000 ▪
-459
▪
-125,988 ▪

Total Annual Mileage
for All Vehicles
Replaced (reduction)
-15,123,541
-46,088,975
-101,077,890
-127,142,000
-127,142,000
-127,142,000
-127,142,000
-127,142,000
-2,917,909
-800,918,315

Notes:
(1) The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.

Aged LLVs (Model Years 1987 - 1994) to be Replaced - Emissions (tons per year)
VOC

NOX

CO

PM2.5

PM10

SO2

-900.87

-2,167.60

-10,439

-51.69

-111.73

-2.90

CO2e
-462,511
(-419,583 MT)

Notes:
(1) The table shows the emissions generated from the currently operated aged LLV vehicles to be replaced, which were considered as negative values (as emission
decreases) in the net emission calculation for all proposed scenarios.
(2) Aged LLVs: GVWR 4,450 pounds
(3) Based on EPA’s MOVES model, the estimated 125,988 aged LLVs were categorized as “passenger truck” using model-years of 1987-1994 (equivalent to
vehicle years of manufacture). The worst-case (minimum value) emission factors among all modeled years (as shown in Table F-4.c) were used to calculate
conservatively the net emission changes, since the minimum value emission factor for the aged LLVs represents the minimum emission decrease.
(4) Since the new delivery vehicles would be deployed on a one-to-one replacement basis, the average miles traveled annually for each vehicle would be the same.
The Postal Service has estimated the average miles traveled per each vehicle to be 6,357 miles per year based on 21.05 miles per day of average travel route
per vehicle and 302 working days per year. The estimated number of miles travelled annually by 125,988 LLVs on a nationwide basis is 800,918,315 miles per
year.
(5) The emission factors were estimated based on an urban unrestricted road type in Westchester County, New York, and 25 mph of vehicle speed.
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Table F-3.g
Aged FFVs (Model Years 2000 - 2001) to be Replaced

▪
▪
▪

Year
2031 ▪
2032 ▪
Total ▪

Number of
Vehicles
Replaced
-19,541 ▪
-1,529
▪
-21,070 ▪

Total Annual Mileage
for All Vehicles
Replaced (reduction)
-124,224,091
-9,720,006
-133,944,097

Notes:
(1) The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.

Aged FFVs (Model Years 2000 - 2001) to be Replaced - Emissions (tons per year)
VOC
-33.90

NOX
-94.21

CO
-1,003.70

PM2.5
-6.09

PM10
-15.79

SO2
-0.54

CO2e
-85,378
(-77,454 MT)

Notes:
(1) The table shows the emissions from the currently operated aged FFV vehicles to be replaced, which were considered as negative values (as emission
decreases) in the net emission calculation for all proposed scenarios.
(2) Aged FFV: GVWR 5,100 pounds
(3) Based on EPA’s MOVES model, the estimated 21,070 aged FFVs were categorized as “passenger truck,” using the model-years of 2000-2001 (equivalent to
vehicle years of manufacture). The worst-case (minimum value) emission factors out of all modeled years (as shown in Table F-4.d) were used to calculate
conservatively the net emission changes, since the minimum value emission factor for the aged FFVs represents the minimum emission decrease.
(4) Since the new vehicles would be deployed on a one-to-one replacement basis, the average miles traveled annually for each vehicle would be the same. The
Postal Service has estimated the average miles traveled per each vehicle to be 6,357 miles per year based on 21.05 miles per day of average travel route per
vehicle and 302 working days per year. The estimated number of miles traveled annually by 21,070 FFVs on a nationwide basis is 133,944,097 miles per year.
(5) The emission factors were estimated based on an urban unrestricted road type in Westchester County, New York, and 25 mph of vehicle speed.
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Table F-3.h
Aged Metris (Model Years 2020 - 2022) to be Replaced - Emissions (tons per year)

▪
▪
▪

Year
2032 ▪
2032 ▪
2032 ▪

Number of
Vehicles
Replaced
-5,980
▪
-5,980
▪
-5,980
▪

▪

Total ▪

-17,942

▪

Total Annual Mileage
for All Vehicles
Replaced (reduction)
-38,019,696
-38,019,696
-38,019,696

Model Year
2020
2021
2022

VOC
-0.43
-0.42
-0.38

NOX
-1.01
-0.83
-0.66

CO
-19.73
-17.71
-15.62

PM2.5
-0.46
-0.45
-0.45

PM10
-3.07
-3.06
-3.06

SO2
-0.10
-0.09
-0.09

-114,059,088

Total

-1.23

-2.50

-53.06

-1.37

-9.20

-0.28

CO2e
-15,613
-14,752
-14,144
-44,509
(-40,378 MT)

Notes:
(1) The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.
(2) The table shows the emissions from the current Metris vehicles to be replaced, which were considered as negative values (as emission decrease) in the net
emission calculation for all proposed scenarios.
(3) Aged Metris: GVWR 6,614 pounds
(4) Based on EPA’s MOVES model, the estimated 17,942 Metris were categorized as “light commercial truck,” using the model-years of 2020-2022 (equivalent to
vehicle years of manufacture).
(5) Since the new vehicles would be deployed on a one-to-one replacement basis, the average miles traveled annually for each vehicle would be the same. The
Postal Service has estimated the average miles traveled per each vehicle to be 6,357 miles per year based on 21.05 miles per day. The estimated number of
miles travelled annually by 17,942 Metris on a nationwide basis is 114,059,088 miles per year.
(6) The emission factors were estimated based on an urban unrestricted road type in Westchester County, New York, and 25 mph of vehicle speed.
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Table F-3.i
Summary of Net Aggregated (Direct and Indirect) Emission Changes (tons per year) for All Proposed Scenarios Calculated Based
on MOVES, eGRID, and GREET Models
Alternative
Proposed Action
New vehicles: hypothetical maximum 165,000 vehicles
consisting of 90% ICE NGDV + 10% BEV NGDV
Replaced vehicles: 165,000 existing LLVs/FFVs/ Metris
Proposed Action
New vehicles: hypothetical maximum 165,000 BEV NGDV
Replaced vehicles: 165,000 existing LLVs/FFVs/ Metris
Alternative 1.1
New vehicles: maximum 165,000 COTS ICE vehicles
Replaced vehicles: 165,000 existing LLVs/FFVs/ Metris
Alternative 1.2
New vehicles: maximum 165,000 COTS BEVs
Replaced vehicles: 165,000 existing LLVs/FFVs/ Metris
No Action Alternative

VOC

NOX

CO

PM2.5

PM10

SO2

CO2e

NA

-2,343

NA

-51

NA

-55

-290,306

NA

-3,158

NA

-92

NA

-534.01

-865,213

-925

-2,252

-11,048

-46

-52

-1.54

-226,427

NA
1,903

-3,380
3,570

NA
12,081

-117
148

NA
378

-739.01
915.03

-1,116,730
1,332,698

MT = metric tons
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Notes:
(1) NA = not available, as eGRID does not provide VOC, CO, and PM 10 emissions factor data for the upstream sources. Therefore, the aggregated net emissions for
VOC, CO and PM10 were not calculated.
(2) Table F-3.i is the summary table of many of the individual tables presented in the EIS. (For example, EIS Tables 4-6.2 and Table F-7a indicate net aggregated air
emission changes [90% ICE NDV and 10% BEV NGDV]) calculated based on MOVES, eGRID, and GREET models. Table 4-6.5 and Table F-7.b show detail
values for net aggregated air emission changes [100% BEV NGDV]. Table 4-6.8 and Table F-7.c show detail values for net aggregated air emission change for
Alternative 1.1., and Table 4-6.11 and Table F-7.d show detail values for Alternative 1.2.
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Vehicle Emission Factors from MOVES (gram/mile)
Table F-4.a
New Vehicles – ICE NGDV or Alternative 1.1 RHD COTS ICE Vehicles – Light Commercial Truck Emission Factor (gram/mile)
Model Year
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032

VOC
0.014
0.012
0.011
0.010
0.010
0.008
0.008
0.008
0.008
0.008

NOX
0.027
0.018
0.014
0.012
0.012
0.008
0.008
0.008
0.008
0.008

CO
0.746
0.636
0.583
0.502
0.502
0.268
0.286
0.286
0.286
0.286

PM2.5
0.012
0.012
0.012
0.012
0.012
0.011
0.011
0.011
0.011
0.011

PM10
0.074
0.074
0.074
0.074
0.074
0.073
0.073
0.073
0.073
0.073

SO2
0.002
0.002
0.002
0.002
0.002
0.002
0.002
0.002
0.002
0.002

CO2e
322.835
308.826
296.087
296.096
296.122
296.288
296.334
296.377
296.390
296.390

Note:
Emission factors selected based on the following assumptions: (1) Fuel-Gasoline, (2) Urban Road Type - Urban Unrestricted/Arterial/Collector/Local (Westchester
County, New York), (3) Vehicle Speed - 25 mph, (4) Weekday travel, (5) Winter months for CO, PM2.5 , PM10 and SO2, (6) Summer months for VOC, NOx, and CO2

Table F-4.b
New Vehicles – BEV NGDV or Alternative 1.2 LHD COTS BEV – Light Commercial Truck Emission Factor (gram/mile)
Model Year
2023
2024
2025
2026
2027
2028
2029
2030
2031

PM2.5
0.009
0.009
0.009
0.009
0.009
0.009
0.009
0.009
0.009

PM10
0.071
0.071
0.071
0.071
0.071
0.071
0.071
0.071
0.071

Note: The emission factors were selected based on the following assumption: Winter months for PM2.5 and PM10 tire and brake wear
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Table F-4.c
Existing 125,988 Aged LLV Vehicles – Passenger Truck Emission Factor (gram/mile)
Model Year
1987
1988
1989
1990
1991
1992
1993
1994
Worst-Case (minimum value)

VOC
1.255
1.257
1.264
1.020
1.026
1.027
1.035
1.090
1.020

NOX
2.455
2.465
2.489
2.685
2.688
2.698
2.707
2.538
2.455

CO
17.443
17.442
17.445
12.173
12.232
12.234
12.315
11.824
11.824

PM2.5
0.141
0.121
0.122
0.089
0.088
0.088
0.089
0.059
0.059

PM10
0.219
0.198
0.198
0.161
0.160
0.160
0.161
0.127
0.127

SO2
0.011
0.011
0.010
0.004
0.003
0.003
0.003
0.003
0.003

CO2e
594.710
584.481
555.241
558.496
523.878
524.101
529.892
533.522
523.878

PM10
0.120
0.107
0.107

SO2
0.004
0.004
0.004

CO2e
578.253
590.263
578.253

PM10
0.073
0.073
0.073

SO2
0.002
0.002
0.002

CO2e
372.540
352.001
337.486

Table F-4.d
Existing 21,070 Aged FFV Vehicles – Passenger Truck Emission Factor (gram/mile)
Make Year
2000
2001
Worst-Case (minimum value)

VOC
0.602
0.230
0.230

NOX
1.521
0.638
0.638

CO
8.163
6.798
6.798

PM2.5
0.052
0.041
0.041

Table F-4.e
Existing 17,942 Metris Vehicles – Light Commercial Truck Emission Factor (gram/mile)
Make Year
2020
2021
2022

F-15

VOC
0.010
0.010
0.009

NOX
0.024
0.020
0.016

CO
0.471
0.422
0.373

PM2.5
0.011
0.011
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Indirect Emission from Energy Consumption by BEVs using eGRID
The electricity purchases (e.g., indirect GHG emissions and non-greenhouse gas emissions from
energy consumption by BEVs) were evaluated using the EPA’s Emissions & Generation Resource
Integrated Database (eGRID) data (2021d). The EPA’s Clean Air Markets Division published eGRID
to provide the public with a comprehensive inventory of air emissions from the U.S. electric power
sector. The eGRID includes operating data and a detailed emissions profile of CO 2, CH4, NOx, N2O,
PM2.5, SO2, and CO2e expressed as the pounds of emissions per megawatt-hour (lb/MWh) electricity
generated. While the eGRID data are aggregated to calculate various geographic levels, the nationallevel output emission data from eGRID were used since the Proposed Action scenarios and
Alternative 1.2 are nationwide. The analyses used the latest version of eGRID (eGRID2019) released
in February 2021.
The indirect emissions related to electricity purchases associated with the Proposed Action and
Alternative scenarios that included purchase and deployment of BEVs would depend largely on the
amount of electricity purchased for the BEVs. Therefore, the potential annual electricity purchase
associated with the proposed BEVs was calculated based on the following information: the number of
BEVs, the number of BEV charging events per year, the electricity purchase per one fully charging
event, and the emission factors per electricity consumed derived from eGRID. The analyses did not
consider electricity transmission and distribution losses associated with electricity purchases.
The eGRID data represents the energy from both fuel and operation since the fuel is burned at the
power plant to generate the total energy needed for vehicle operations (the stored energy is used in
operation). The remaining operational emissions are brake and tire wear calculated from the MOVES
model. Therefore, the Postal Service calculated the total aggregated direct and indirect emissions for
BEVs by combining the emissions from MOVES and eGRID.
The following tables present detail calculations of indirect emissions using eGRID.
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Table F-5.a
Total Energy Consumption by Proposed BEV Scenarios

Proposed Scenarios
Proposed Action Purchase and Deployment of up to 165,000 NGDV
(90% ICE NGDV + 10% BEV NGDV)
Proposed Action Purchase and Deployment of up to 165,000 NGDV
(100% BEV NGDV)
Alternative 1.2 Purchase and Deployment of up to 165,000 COTS
Vehicles (100% COTS BEVs)

Maximum
number of
BEVs

Total Annual
Mileage for All
Vehicles
(miles/year)

Max Range
on Single
Charge
(miles)

Electricity
Spent for a
Single
Charge (kWh)

No. of
Charges
per Year

Total
Electricity
Charged
per year
(MWh)

16,500

104,892,150

70

94

1,498,460

140,855

165,000

1,048,921,500

70

94

14,984,593

1,408,552

165,000

1,048,921,500

108

67

9,712,237

650,720

kWh = kilowatt hour
MWh = megawatt hour
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Table F-5.b
Indirect Emissions from Energy Consumption by BEV using eGRID’s Nationwide Emission Profile Factors
Proposed Scenarios
Proposed Action Purchase and Deployment of up to 165,000 NGDV
(90% ICE NGDV + 10% BEV NGDV)
Proposed Action Purchase and Deployment of up to 165,000 NGDV
(100% BEV NGDV)
Alternative 1.2 Purchase and Deployment of up to 165,000 COTS
Vehicles (100% COTS BEV)
eGRID US Nationwide Emission Profile Factor
Nationwide eGRID Emission Profiles

VOC
(tpy)

NOX
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

NA

41

NA

5

NA

38

46,748

NA

413

NA

45

NA

381

467,485

NA

191

NA

21

NA

176

215,968

VOC
(lb/MWh)
NA

NOX
(lb/MWh)
0.586

CO
(lb/MWh)
NA

PM2.5
(lb/MWh)
0.0643

PM10
(lb/MWh)
NA

SO2
(lb/MWh)
0.541

CO2e
(lb/MWh)
889.21

Notes:
(1) For Proposed Action Hypothetical Maximum, the emissions associated with the energy consumption for BEV NGDV were calculated based on the maximum mile
on a single charge specific for BEV NGDV (70 miles per single charge), the battery size (94 kWh) assuming that the electricity spent for a single charge would be
100% of the battery size (as shown in Table 3-1.3), the number of charges per year (calculated based on the total miles per year divided by the maximum travel
miles on a single charge), and the emission factor from eGRID.
(2) For Alternative 1.2, the emissions associated with the energy consumption for COTS BEV were calculated in the same way as for the BEV NGDV, but using a
different specific basis for COTS BEV: 108 miles of travel mileage per single charge and 67 kWh of a battery size for a single charge (as shown in Table 3-2.2).
The emissions associated with energy consumption for aged ICE were calculated based on the miles of travel for each year and the emission factor (kilograms
per mile [kg/mi]) from the GREET model.
(3) Because of the grid gross losses (5.1% in continental U.S), it is expected that the calculated upstream emissions associated with BEV could be slightly (e.g.,
1.05 times) greater than the emissions estimated in this EIS.
(4) Note: NA = not available, as eGRID does not provide VOC, CO, and PM 10 emissions factor data for the upstream sources. Therefore, the aggregated net
emissions for VOC, CO and PM10 were not calculated.
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Indirect Emission from Energy Consumption by ICE using GREET
Comparably, the environmental footprint of fuel (gasoline) purchases (e.g. emissions from gasoline
consumption by ICE vehicles) was evaluated using Argonne National Laboratory’s Greenhouse
Gases, Emissions, and Energy use in Technologies (GREET) model. The GREET model can simulate
the energy use and emissions output of various vehicle and fuel combinations.
Indirect emissions associated with energy (e.g., gasoline) consumption for ICE vehicles were
evaluated using GREET’s emission cycle associated with fuel, called Well-to-Pump (WTP), which
represents the fuel cycle from well pad to fuel pump. The following describes how the GREET
emissions factors for WTP were identified.
The GREET model was run for ICEs with the LHD Vocational vehicle type and based on being flexible
fuel gasoline vehicles. The vehicle types "light commercial truck" in MOVES and "vocational vehicles"
in GREET are the most representative vehicles based on the size and weight of the Postal Service’s
vehicles, and the vehicle types between MOVES and GREET were matched as closely as possible in
the EIS.
During the use of GREET appropriate input simulation inputs (SIMULATION TAB) were included to
define the scenarios which included the year of analysis to update inputs for each year of analysis, the
vehicle technology parameter was set to 1 year to make sure the latest technology was applied for
each year of analysis. While pathways can be selected in the WTW (well-to-wheels) and PTW (pumpto-wheels) tabs for specific fuels the analysis used the default fuel mix from GREET. Additionally, no
changes were made to the Data Editor Tab which requires exact information (e.g., heating values and
specific percent of fuel use). When the WTW results were used for total, the full life-cycle impacts of
the vehicle technology for vehicle construction, energy and emissions was reported. Also associated
with this is the WTP tab that represents upstream processes of fuel production and distribution. The
emission factors of VOC, CO, NOx, PM10, PM2.5, SO2, and CO2e for every project year (2023 through
2032) were obtained and reported on the WTP tab that represents upstream processes of fuel
production and distribution.
The indirect emissions related to fuel (gasoline) purchases would depend largely on the miles traveled
for the proposed ICE vehicles. Therefore, the potential annual gasoline purchase associated with the
proposed ICE vehicles was calculated based on the number of ICE vehicles, the total miles traveled
per vehicle per year, and the emission factors per mile traveled derived from the GREET model.
The total aggregated direct and indirect emissions for ICE vehicles were calculated by combining the
direct emissions from MOVES and indirect emissions from GREET’s WTP, as shown in the Tables 46.2, 4-6.5, 4-6.8, and 4-6.11, for each Proposed Action or Alternative.
Detailed calculations of indirect emissions using the GREET model are presented on the following
pages.
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Table F-6.a
Indirect Emissions from Energy Consumption by New ICE NGDV (148,5000 ICE NGDV)

Year
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
Total

Total Number of
ICE Vehicles
2,141
6,525
14,310
18,000
18,000
18,000
18,000
18,000
18,000
17,524
148,500

Total Annual
Mileage for All
Vehicles
(miles/year)
13,611,187
41,480,078
90,970,101
114,427,800
114,427,800
114,427,800
114,427,800
114,427,800
114,427,800
111,401,185
944,029,350

VOC
(tpy)
13
38
84
106
106
106
106
105
105
103
871

NOX
(tpy)
18
54
114
144
144
144
144
140
140
136
1,176

CO
(tpy)
8
24
51
64
64
64
64
63
63
62
527

PM2.5
(tpy)
1
4
8
10
10
10
10
10
10
9
80

PM10
(tpy)
3
10
21
26
26
26
26
26
26
26
218

SO2
(tpy)
12
37
79
99
99
99
99
99
99
97
820

CO2e
(MT)
10,463
31,887
68,886
86,649
86,649
86,649
86,649
86,511
86,511
84,223
715,078

tpy = Ton Per Year
MT = Metric Ton
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Notes:
(1) The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.
(2) The emissions associated with energy consumption for ICE NGDV and aged ICE vehicles to be replaced were calculated based on the miles of travel for each
year and the emission factor (kg/mi) from GREET model (Table F-6.f).
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Table F-6.b
Indirect Emissions from Energy Consumption by New COTS ICE Vehicles (165,000 COTS ICE Vehicles)

Year
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
Total

Total Number of
ICE Vehicles
2,379
7,250
15,900
20,000
20,000
20,000
20,000
20,000
20,000
19,471
165,000

Total Annual
Mileage for All
Vehicles
(miles/year)
15,123,541
46,088,975
101,077,890
127,142,000
127,142,000
127,142,000
127,142,000
127,142,000
127,142,000
123,779,094
1,048,921,500

VOC
(tpy)
14
43
93
117
117
117
117
117
117
114
967

NOX
(tpy)
20
60
127
160
160
160
160
155
155
151
1,306

CO
(tpy)
9
27
57
71
71
71
71
70
70
68
585

PM2.5
(tpy)
1
4
9
11
11
11
11
11
11
10
89

PM10
(tpy)
4
11
23
29
29
29
29
29
29
28
242

SO2
(tpy)
13
41
88
110
110
110
110
110
110
107
911

CO2e
(MT)
11,626
35,430
76,540
96,277
96,277
96,277
96,277
96,123
96,123
93,581
794,531

tpy = Ton Per Year
MT = Metric Ton
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Note: The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.
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Table F-6.c
Indirect Emissions Decreases from Energy Consumption by Existing ICE Vehicles (Aged LLV Being Replaced)

Year
2023
2024
2025
2026
2027
2028
2029
2030
2031
2032
Total

Total No. of
ICE Vehicles
-2,379
-7,250
-15,900
-20,000
-20,000
-20,000
-20,000
-20,000
-459
0
-125,988

Total Annual
Mileage for All
Vehicles
(miles/year)
-15,123,541
-46,088,975
-101,077,890
-127,142,000
-127,142,000
-127,142,000
-127,142,000
-127,142,000
-2,917,909
0
-800,918,315

VOC
(tpy)
-14
-43
-93
-117
-117
-117
-117
-117
-3
0
-739

NOX
(tpy)
-20
-60
-127
-160
-160
-160
-160
-155
-4
0
-1,004

CO
(tpy)
-9
-27
-57
-71
-71
-71
-71
-70
-2
0
-448

PM2.5
(tpy)
-1
-4
-9
-11
-11
-11
-11
-11
0
0
-68

PM10
(tpy)
-4
-11
-23
-29
-29
-29
-29
-29
-1
0
-185

SO2
(tpy)
-13
-41
-88
-110
-110
-110
-110
-110
-3
0
-696

CO2e
(MT)
-11,626
-35,430
-76,540
-96,277
-96,277
-96,277
-96,277
-96,123
-2,206
0
-607,033

tpy = Ton Per Year
MT = Metric Ton
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Note: The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.

Table F-6.d
Indirect Emissions Decreases from Energy Consumption by Existing ICE Vehicles (Aged FFV Being Replaced)

Year
2031
2032
Total

Total No. of
ICE
Vehicles
-19,541
-1,529
-21,070

Total Annual Mileage
for All Vehicles
(miles/year)
-124,224,091
-9,720,006
-133,944,097

VOC
(tpy)
-114
-9
-123

NOX
(tpy)
-152
-12
-163

CO
(tpy)
-69
-5
-74

PM2.5
(tpy)
-10
-1
-11

PM10
(tpy)
-28
-2
-31

SO2
(tpy)
-108
-8
-116

CO2e
(MT)
-93,917
-8,100
-102,018

tpy = Ton Per Year
MT = Metric Ton
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Note: The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.
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Table F-6
Indirect Emissions Decreases from Energy Consumption by Existing ICE Vehicles (Aged Metris Being Replaced)

Year
2032
Total

Total No. of
ICE
Vehicles
-17,942
-17,942

Total Annual Mileage
for All Vehicles
(miles/year)
-114,059,088
-114,059,088

VOC
(tpy)
-105
-105

NOX
(tpy)
-139
-139

CO
(tpy)
-63
-63

PM2.5
(tpy)
-10
-10

PM10
(tpy)
-26
-26

SO2
(tpy)
-99
-99

CO2e
(MT)
-86,232
-86,232

2031
8.36E-04
5.01E-04
1.11E-03
2.08E-04
7.60E-05
7.87E-04
7.56E-01

2032
8.36E-04
5.01E-04
1.11E-03
2.08E-04
7.60E-05
7.87E-04
7.56E-01

tpy = Ton Per Year
MT = Metric Ton
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Note: The above represents a hypothetical spread of vehicles to be replaced per year, used only for the purpose of this EIS evaluation.

Table F-6.f
GREET’s Nationwide Emission Profile - Emission Factors for Well-to-Pump (WTP) (kg/mi)
Pollutant
/ Year
VOC
CO
NOx
PM10
PM2.5
SO2
CO2e

2023
8.40E-04
5.24E-04
1.18E-03
2.13E-04
7.98E-05
7.99E-04
7.69E-01

2024
8.40E-04
5.24E-04
1.18E-03
2.13E-04
7.98E-05
7.99E-04
7.69E-01

2025
8.37E-04
5.08E-04
1.14E-03
2.09E-04
7.73E-05
7.87E-04
7.57E-01

2026
8.37E-04
5.08E-04
1.14E-03
2.09E-04
7.73E-05
7.87E-04
7.57E-01

2027
8.37E-04
5.08E-04
1.14E-03
2.09E-04
7.73E-05
7.87E-04
7.57E-01

2028
8.37E-04
5.08E-04
1.14E-03
2.09E-04
7.73E-05
7.87E-04
7.57E-01

2029
8.37E-04
5.08E-04
1.14E-03
2.09E-04
7.73E-05
7.87E-04
7.57E-01

2030
8.36E-04
5.01E-04
1.11E-03
2.08E-04
7.60E-05
7.87E-04
7.56E-01

kg/mi = kilogram per mile
Note:
(1) GREET’s output emission factors (kg/mi) for the GHG and non-greenhouse gases from GREET model vary based on the model year.
(2) The GREET model was run for the years FY2023- FY2033 when the action would occur.
(3) GREET model was run for ICEs with the LHD vocational vehicle type and being flexible fuel gasoline vehicles.
(4) During the use of GREET appropriate input simulation inputs (SIMULATION TAB) were included to define the scenarios, which included the year of analysis to
update inputs for each year of analysis, the vehicle technology parameter was set to 1 year to make sure the latest technology was applied for each year of
analysis. While pathways can be selected in the WTW (well-to-wheels) and PTW (pump-to-wheels) tabs for specific fuels we used the default fuel mix from
GREET. Additionally, no changes were made to the Data Editor Tab which requires exact information (e.g., heating values and specific percent of fuel use).
(5) When the WTW (well-to-wheels) results were used for total, the full life-cycle impacts of the vehicle technology for vehicle construction, energy and emissions
was reported. Also associated with this is the WTP (well-to-pump) tab that represents upstream processes of fuel production and distribution. The emission
factors of VOC, CO, NOx, PM10, PM2.5, SO2, and CO2e for every project year (2023 through 2032) were obtained and reported on the WTP tab that represents
upstream processes of fuel production and distribution.
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Aggregated Direct and Indirect Net Emission Calculation
The combined direct tailpipe GHG emissions and the indirect GHG emissions associated with energy consumption by vehicle fuel
associated with the two Proposed Action scenarios and Alternatives 1.1 and 1.2 were used to evaluate the total aggregated GHG
emissions.

Table F-7.a
Net Aggregated (Direct and Indirect) Air Emission Changes
Proposed Action - Purchase and Deployment of up to 165,000 Vehicles (90% ICE NGDV and 10% BEV NGDV)
Emission
Type

Vehicle
Action

Vehicle Description

VOC
(tpy)

NOX
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

Direct

New

90% ICE NGDV

9.60

10.65

402.74

11.61

76.43

1.97

280,565

Direct

New

N/A

N/A

N/A

1.07

8.24

N/A

N/A

Direct

Removed

10% BEV NGDV
Replaced Vehicles
(LLVs/FFVs/Metris)
Direct Total (Emissions
Decrease)

-935.99

-2,264.31

-11,496

-59.14

-136.72

-3.72

-537,415

-926.39

-2,253.67

-11,093

-46.47

-52.06

-1.75

-256,850

VOC
(tpy)

NOX
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

880.29

1,186.20

929.60

91.75

294.00

822.14

995,643

NA1

41.27

NA1

5.59

NA1

38.10

46,748

-1,903.42

-3,570.48

-12,081.32

-148.19

-378.47

-915.03

-1,332,698

-2,343

-11,1521

-51

-84.51

-55

-290,306

Emission
Type
Direct +
Indirect
Direct +
Indirect
Direct +
Indirect

Vehicle
Action
New
New

Removed

Vehicle Description
90% ICE NGDV (GREET
+ MOVES)
10% BEV NGDV (eGRID
+ MOVES)
Replaced Vehicles
(LLVs/FFVs/Metris)
(GREET + MOVES)
Aggregated Total
(Emissions Decrease)

-1,0231

tpy = Ton Per Year
MT = Metric Ton
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
N/A = Not Applicable
Note:
1
This value does not include VOC, CO, and PM10, as eGRID does not provide VOC, CO, and PM 10 emissions factor data for the upstream sources. Therefore, the
aggregated net emissions for VOC, CO and PM10 are not included in this calculation.
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Table F-7.b
Net Aggregated (Direct and Indirect) Air Emission Changes
Proposed Action - Purchase and Deployment of up to 165,000 NGDV (100% BEV NGDV)
Emission
Type
Direct
Direct

Direct +
Indirect
Direct +
Indirect

Vehicle
Action
New
Removed

New

Removed

Vehicle Description
100% BEV NGDV
Replaced Vehicles
(LLVs/FFVs/Metris)
Direct Total
100% BEV NGDV
(eGRID + MOVES)
Replaced Vehicles
(LLVs/FFVs/Metris)
(GREET + MOVES)
Aggregated Total

VOC
(tpy)
N/A

NOX
(tpy)
N/A

CO
(tpy)
N/A

PM2.5
(tpy)
10.65

PM10
(tpy)
82.38

SO2
(tpy)
N/A

CO2e
(MT)
N/A

-935.99
-935.99

-2,264.31
-2,264.31

-11,496
-11,496

-59.14
-48.49

-136.72
-54.34

-3.72
-3.72

-537,415
-537,415

NA1

412.71

NA1

55.94

NA1

381.01

467,485

-1,903.42
-1,9031

-3,570.48
-3,158

-12,081.32
-12,0811

-148.19
-92

-378.47
-3781

-915.03
-534

-1,332,698
-865,213

tpy = Ton Per Year
N/A = not applicable
MT = Metric Ton
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Note: 1This value does not include VOC, CO, and PM10, as eGRID does not provide VOC, CO, and PM 10 emissions factor data for the upstream sources. Therefore, the
aggregated net emissions for VOC, CO and PM10 are not included in this calculation.
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Table F-7.c
Net Aggregated (Direct and Indirect) Air Emission Changes
Alternative 1.1 - Purchase and Deployment of up to 165,000 COTS Vehicles (100% RHD COTS ICE Vehicles)
Emission
Type

Vehicle
Action

Direct

New

Direct

Removed

Direct +
Indirect

New

Direct +
Indirect

Removed

F-26

Vehicle
Description
100% COTS ICE
Vehicles
Replaced Vehicles
(LLVs/FFVs/Metris)
Direct Total
100% COTS ICE
Vehicles (GREET +
MOVES)
Replaced Vehicles
(LLVs/FFVs/Metris)
(GREET + MOVES)
Aggregated Total

VOC
(tpy)

NOX
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

10.67

11.83

447

12.89

84.92

2.19

311,739

-935.99
-925.32

-2,264.31
-2,252.48

-11,496
-11,048

-59.14
-46.25

-136.72
-51.80

-3.72
-1.54

-537,415
-225,676

978.10

1,317.99

1,032.88

101.94

326.67

913.49

1,106,270

-1,903.42
-925

-3,570.48
-2,252

-12,081.32
-11,048

-148.19
-46

-378.47
-52

-915.03
-1.54

-1,332,698
-226,427
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Table F-7.d
Net Aggregated (Direct and Indirect) Air Emission Changes
Alternative 2.2 - Purchase and Deployment of up to 165,000 COTS Vehicles (100% COTS BEVs)
Emission
Type

Vehicle
Action

Direct

New

Direct

Removed

Direct +
Indirect

New

Direct +
Indirect

Removed

Vehicle Description
100% COTS BEVs
Replaced Vehicles
(LLVs/FFVs/Metris)
Direct Total
100% COTS BEVs
(eGRID + MOVES)
Replaced Vehicles
(LLVs/FFVs/Metris)
(GREET + MOVES)
Aggregated Total

VOC
(tpy)

NOX
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

N/A

N/A

N/A

10.65

82.38

N/A

N/A

-935.99
-935.99

-2,264.31
-2,264.31

-11,496
-11,496

-59.14
-48.49

-136.72
-54.34

-3.72
-3.72

-537,415
-537,415

NA1

190.66

NA1

31.57

NA1

176.02

215,968

-1,903.42
-1,903 1

-3,570.48
-3,380

-12,081.32
-12,0811

-148.19
-117

-378.47
-3781

-915.03
-739

-1,332,698
-1,116,730

tpy = Ton Per Year
N/A = not applicable
MT = Metric Ton
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
Note: 1This value does not include VOC, CO, and PM10, as eGRID does not provide VOC, CO, and PM 10 emissions factor data for the upstream sources. Therefore, the
aggregated net emissions for VOC, CO and PM10 are not included in this calculation.

Table F-7.e
Aggregated (Direct and Indirect) Air Emissions from Existing Delivery Vehicles Over a Ten-Year Period
Emission
Type
Direct

Vehicle
Action
Existing
Vehicles

Direct +
Indirect

Existing
Vehicles

Vehicle Description
Existing Vehicles
(LLVs/FFVs/Metris)
Existing Vehicles
(LLVs/FFVs/Metris)
(GREET + MOVES)

VOC
(tpy)

NOX
(tpy)

CO
(tpy)

PM2.5
(tpy)

PM10
(tpy)

SO2
(tpy)

CO2e
(MT)

-935.99

-2,264.31

-11,496

-59.14

-136.72

-3.72

-537,415

-1,903.42

-3,570.48

-12,081.32

-148.19

-378.47

-915.03

-1,332,698

tpy = Ton Per Year
MT = Metric Ton
1.102 English Short Tons (ton) = 1 Metric Ton (MT)
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F-8
Social Cost of Carbon
Table F-8.a
Social Cost of CO2, CH4, and N2O, 2020-2050 (in 2020 dollars per metric ton of pollutant)

Emission
Year

CO2
Discount
Rate and
Statistic
(5%
Average)

CO2
Discount
Rate and
Statistic
(3%
Average)

CO2
CO2
Discount Discount
Rate and Rate and
Statistic
Statistic
(2.5%
(3% 95th
Average) Percentile)

CH4
Discount
Rate and
Statistic
(5%
Average)

CH4
Discount
Rate and
Statistic
(3%
Average)

CH4
Discount
Rate and
Statistic
(2.5%
Average)

2020
2025
2030
2035
2040
2045
2050

14
17
19
22
25
28
32

51
56
62
67
73
79
85

76
83
89
96
103
110
116

670
800
940
1100
1300
1500
1700

1500
1700
2000
2200
2500
2800
3100

2000
2200
2500
2800
3100
3500
3800

152
169
187
206
225
242
260

CH4
Discount
Rate and
Statistic
(3% 95th
Percentile)

3900
4500
5200
6000
6700
7500
8200

N2 O
Discount
Rate and
Statistic
(5%
Average)

N2O
Discount
Rate and
Statistic
(3%
Average)

N2O
Discount
Rate and
Statistic(
2.5%
Average)

5800
6800
7800
9000
10000
12000
13000

18000
21000
23000
25000
28000
30000
33000

27000
30000
33000
36000
39000
42000
45000

N2O
Discount
Rate and
Statistic
(3%
95thPercen
tile)

48000
54000
60000
67000
74000
81000
88000

CO2 = carbon dioxide
CH4 = methane
N2O = nitrous oxide
Source: Technical Support Document: Social Cost of Carbon, Methane, and Nitrous Oxide Interim Estimates under Executive Order 13990
(Interagency Working Group on Social Cost of Greenhouse Gases, United States Government, February 2021).
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Table F-8.b
Social Cost of Proposed Action - Purchase and Deployment of up to 165,000 NGDV
(90% ICE NGDV and 10% BEV NGDV)

Operational
Year
2030
2030
2030
2030
2035
2035
2035
2035
2040
2040
2040
2040
2045
2045
2045
2045
2050
2050
2050
2050

Pollutant
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total

Ten-year
total GHG
emissions
(MT)
-254,236
-146
-68
N/A
-254,236
-146
-68
N/A
-254,236
-146
-68
N/A
-254,236
-146
-68
N/A
-254,236
-146
-68
N/A

$, 2020
dollars (5%
Average)
-4,830,491
-136,859
-530,705
-5,498,055
-5,593,200
-160,154
-612,352
-6,365,706
-6,355,909
-189,272
-680,392
-7,225,573
-7,118,618
-218,391
-816,470
-8,153,479
-8,135,564
-247,510
-884,509
-9,267,583

$, 2020
dollars (3%
Average)
-15,762,655
-291,188
-1,564,901
-17,618,744
-17,033,837
-320,307
-1,700,979
-19,055,123
-18,559,255
-363,986
-1,905,096
-20,828,337
-20,084,673
-407,664
-2,041,175
-22,533,511
-21,610,091
-451,342
-2,245,292
-24,306,725

$, 2020
dollars (2.5%
Average)
-22,627,037
-363,986
-2,245,292
-25,236,314
-24,406,691
-407,664
-2,449,410
-27,263,765
-26,186,346
-451,342
-2,653,527
-29,291,215
-27,966,000
-509,580
-2,857,645
-31,333,225
-29,491,419
-553,258
-3,061,762
-33,106,439

$, 2020
dollars (3%
95th
Percentile)
-47,542,201
-757,090
-4,082,349
-52,381,640
-52,372,692
-873,565
-4,558,623
-57,804,880
-57,203,183
-975,481
-5,034,898
-63,213,561
-61,525,201
-1,091,957
-5,511,172
-68,128,329
-66,101,455
-1,193,873
-5,987,446
-73,282,774s

N/A = not applicable
Note:
(1) Future damages are converted into present-day value by using a discount rate to determine how much weight is
placed on impacts that would occur in the future. Future costs and benefits are generally less significant than
present costs and benefits, and the discount rate reflects this level of relative significance. A high discount rate
means that future effects are much less significant than present effects, whereas a low discount rate means that
they are closer to equally significant than present effects. Higher discount rates result in a lower SCC; if future
climate damages are discounted at a high rate, less value is placed on avoiding those damages today.
(2) Social Cost of GHG is presented based on ten-year total emissions in GHG after completion of the project as the
basis to forecast lifespan Social Cost of GHG in five-year intervals, for each of the Proposed Actions and
Alternatives. This approach likely provides higher Social Cost of GHG benefits than an approach using every
intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be the
same after completion of the project in 2033 and beyond under either approach.
(3) Ten-year total aggregated emissions in GHG after completion of the project was used as the basis to forecast
lifespan Social Cost of GHG in five-year intervals. The Social Cost of GHG would be the same after completion of
the project in 2033 and beyond under either approach. The emissions of GHG (CO2, CH4, and N2O) for the
Proposed Action are associated with the CO2e emissions calculated in Table F-7.a.
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Table F-8.c
Social Cost of Proposed Action - Purchase and Deployment of up to 165,000 NGDV
(100% BEV NGDV)

Operational
Year
2030
2030
2030
2030
2035
2035
2035
2035
2040
2040
2040
2040
2045
2045
2045
2045
2050
2050
2050
2050

Pollutant
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total

Ten-year
total GHG
emissions
(MT)
-596,839
-1,380
-439
N/A
-596,839
-1,380
-439
N/A
-596,839
-1,380
-439
N/A
-596,839
-1,380
-439
N/A
-596,839
-1,380
-439
N/A

$, 2020
dollars (5%
Average)
-11,339,936
-1,297,080
-3,426,622
-16,063,638
-13,130,452
-1,517,859
-3,953,795
-18,602,106
-14,920,968
-1,793,834
-4,393,105
-21,107,907
-16,711,484
-2,069,808
-5,271,727
-24,053,019
-19,098,839
-2,345,783
-5,711,037
-27,155,659

$, 2020
dollars (3%
Average)
-37,004,001
-2,759,744
-10,104,143
-49,867,888
-39,988,195
-3,035,719
-10,982,764
-54,006,677
-43,569,227
-3,449,680
-12,300,695
-59,319,603
-47,150,259
-3,863,642
-13,179,316
-64,193,218
-50,731,292
-4,277,604
-14,497,248
-69,506,143

$, 2020
dollars (2.5%
Average)
-53,118,647
-3,449,680
-14,497,248
-71,065,575
-57,296,518
-3,863,642
-15,815,180
-76,975,339
-61,474,389
-4,277,604
-17,133,111
-82,885,104
-65,652,260
-4,829,553
-18,451,043
-88,932,855
-69,233,292
-5,243,514
-19,768,975
-94,245,781

$, 2020
dollars (3%
95th
Percentile)
-111,608,842
-7,175,335
-26,358,633
-145,142,810
-122,948,778
-8,279,233
-29,433,807
-160,661,817
-134,288,713
-9,245,143
-32,508,981
-176,042,837
-144,434,972
-10,349,041
-35,584,155
-190,368,167
-155,178,069
-11,314,952
-38,659,328
-205,152,349

N/A = not applicable
Note:
(1) Future damages are converted into present-day value by using a discount rate to determine how much weight is
placed on impacts that would occur in the future. Future costs and benefits are generally less significant than
present costs and benefits, and the discount rate reflects this level of relative significance. A high discount rate
means that future effects are much less significant than present effects, whereas a low discount rate means that
they are closer to equally significant than present effects. Higher discount rates result in a lower SCC; if future
climate damages are discounted at a high rate, less value is placed on avoiding those damages today.
(2) Social Cost of GHG is presented based on ten-year total emissions in GHG after completion of the project as the
basis to forecast lifespan Social Cost of GHG in five-year intervals, for each of the Proposed Actions and
Alternatives. This approach likely provides higher Social Cost of GHG benefits than an approach using every
intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be the
same after completion of the project in 2033 and beyond under either approach.
(3) Ten-year total aggregated emissions in GHG after completion of the project was used as the basis to forecast
lifespan Social Cost of GHG in five-year intervals. The Social Cost of GHG would be the same after completion of
the project in 2033 and beyond under either approach. The emissions of GHG (CO2, CH4, and N2O) for the
Proposed Action are associated with the CO2e emissions calculated in Table F-7.b.
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Table F-8.d
Social Cost of Alternative 1.1 - Purchase and Deployment of up to 165,000 COTS Vehicles
(100% RHD COTS ICE Vehicles)

Operational
Year
2030
2030
2030
2030
2035
2035
2035
2035
2040
2040
2040
2040
2045
2045
2045
2045
2050
2050
2050
2050

Pollutant
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total

Ten-year
total GHG
emissions
(MT)
-216,169
-8
-27
N/A
-216,169
-8
-27
N/A
-216,169
-8
-27
N/A
-216,169
-8
-27
N/A
-216,169
-8
-27
N/A

$, 2020
dollars (5%
Average)
-4,107,220
-7,945
-208,937
-4,324,102
-4,755,728
-9,297
-241,081
-5,006,107
-5,404,237
-10,988
-267,868
-5,683,092
-6,052,745
-12,678
-321,441
-6,386,865
-6,917,423
-14,369
-348,228
-7,280,020

$, 2020
dollars (3%
Average)
-13,402,507
-16,904
-616,096
-14,035,507
-14,483,354
-18,595
-669,669
-15,171,618
-15,780,371
-21,131
-750,030
-16,551,531
-17,077,388
-23,666
-803,603
-17,904,657
-18,374,404
-26,202
-883,964
-19,284,570

$, 2020
dollars (2.5%
Average)
-19,239,082
-21,131
-883,964
-20,144,176
-20,752,268
-23,666
-964,324
-21,740,259
-22,265,455
-26,202
-1,044,684
-23,336,341
-23,778,641
-29,583
-1,125,045
-24,933,268
-25,075,658
-32,118
-1,205,405
-26,313,181

$, 2020
dollars (3%
95th
Percentile)
-40,423,689
-43,952
-1,607,207
-42,074,848
-44,530,909
-50,713
-1,794,714
-46,376,337
-48,638,129
-56,630
-1,982,222
-50,676,981
-52,313,010
-63,392
-2,169,729
-54,546,131
-56,204,060
-69,308
-2,357,237
-58,630,605

N/A = not applicable
Note:
(1) Future damages are converted into present-day value by using a discount rate to determine how much weight is
placed on impacts that would occur in the future. Future costs and benefits are generally less significant than
present costs and benefits, and the discount rate reflects this level of relative significance. A high discount rate
means that future effects are much less significant than present effects, whereas a low discount rate means that
they are closer to equally significant than present effects. Higher discount rates result in a lower SCC; if future
climate damages are discounted at a high rate, less value is placed on avoiding those damages today.
(2) Social Cost of GHG is presented based on ten-year total emissions in GHG after completion of the project as the
basis to forecast lifespan Social Cost of GHG in five-year intervals, for each of the Proposed Actions and
Alternatives. This approach likely provides higher Social Cost of GHG benefits than an approach using every
intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be the
same after completion of the project in 2033 and beyond under either approach.
(3) Ten-year total aggregated emissions in GHG after completion of the project was used as the basis to forecast
lifespan Social Cost of GHG in five-year intervals. The Social Cost of GHG would be the same after completion of
the project in 2033 and beyond under either approach. The emissions of GHG (CO2, CH4, and N2O) for the
Proposed Action are associated with the CO2e emissions calculated in Table F-7.c.
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Table F-8.e
Social Cost of Alternative 1.2 - Purchase and Deployment of up to 165,000 COTS Vehicles
(100% COTS BEVs)

Operational
Year
2030
2030
2030
2030
2035
2035
2035
2035
2040
2040
2040
2040
2045
2045
2045
2045
2050
2050
2050
2050

Pollutant
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total

Ten-year
total GHG
emissions
(MT)
-846,947
-1,401
-442
N/A
-846,947
-1,401
-442
N/A
-846,947
-1,401
-442
N/A
-846,947
-1,401
-442
N/A
-846,947
-1,401
-442
N/A

$, 2020
dollars (5%
Average)
-16,091,995
-1,317,021
-3,450,891
-20,859,908
-18,632,837
-1,541,195
-3,981,798
-24,155,829
-21,173,678
-1,821,412
-4,424,219
-27,419,310
-23,714,519
-2,101,629
-5,309,063
-31,125,212
-27,102,308
-2,381,847
-5,751,485
-35,235,640

$, 2020
dollars (3%
Average)
-52,510,722
-2,802,172
-10,175,705
-65,488,599
-56,745,457
-3,082,390
-11,060,549
-70,888,396
-61,827,140
-3,502,716
-12,387,815
-77,717,670
-66,908,823
-3,923,041
-13,272,658
-84,104,523
-71,990,505
-4,343,367
-14,599,924
-90,933,797

$, 2020
dollars (2.5%
Average)
-75,378,294
-3,502,716
-14,599,924
-93,480,934
-81,306,924
-3,923,041
-15,927,190
-101,157,155
-87,235,554
-4,343,367
-17,254,456
-108,833,377
-93,164,183
-4,903,802
-18,581,722
-116,649,707
-98,245,866
-5,324,128
-19,908,988
-123,478,982

$, 2020
dollars (3%
95th
Percentile)
-158,379,112
-7,285,648
-26,545,317
-192,210,077
-174,471,107
-8,406,517
-29,642,271
-212,519,895
-190,563,102
-9,387,278
-32,739,224
-232,689,604
-204,961,204
-10,508,147
-35,836,178
-251,305,528
-220,206,252
-11,488,907
-38,933,131
-270,628,290

N/A = not applicable
Note:
(1) Future damages are converted into present-day value by using a discount rate to determine how much weight is
placed on impacts that would occur in the future. Future costs and benefits are generally less significant than
present costs and benefits, and the discount rate reflects this level of relative significance. A high discount rate
means that future effects are much less significant than present effects, whereas a low discount rate means that
they are closer to equally significant than present effects. Higher discount rates result in a lower SCC; if future
climate damages are discounted at a high rate, less value is placed on avoiding those damages today.
(2) Social Cost of GHG is presented based on ten-year total emissions in GHG after completion of the project as the
basis to forecast lifespan Social Cost of GHG in five-year intervals, for each of the Proposed Actions and
Alternatives. This approach likely provides higher Social Cost of GHG benefits than an approach using every
intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be the
same after completion of the project in 2033 and beyond under either approach.
(3) Ten-year total aggregated emissions in GHG after completion of the project was used as the basis to forecast
lifespan Social Cost of GHG in five-year intervals. The Social Cost of GHG would be the same after completion of
the project in 2033 and beyond under either approach. The emissions of GHG (CO2, CH4, and N2O) for the
Proposed Action are associated with the CO2e emissions calculated in Table F-7.d.
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Table F-8.f
Social Cost of No-Action Alternative - 165,000 Existing Delivery Vehicles

Operational
Year
2020
2020
2020
2020
2025
2025
2025
2025
2030
2030
2030
2030
2035
2035
2035
2035
2040
2040
2040
2040
2045
2045
2045
2045
2050
2050
2050
2050

Pollutant
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total
CO2
CH4
N2O
Total

Ten-year
total GHG
emissions
(MT)
1,061,705
1,419
445
N/A
1,061,705
1,419
445
N/A
1,061,705
1,419
445
N/A
1,061,705
1,419
445
N/A
1,061,705
1,419
445
N/A
1,061,705
1,419
445
N/A
1,061,705
1,419
445
N/A

$, 2020
dollars (5%
Average)
14,863,873
950,932
2,581,543
18,396,348
18,048,988
1,135,442
3,026,636
22,211,066
20,172,399
1,334,144
3,471,730
24,978,272
23,357,514
1,561,232
4,005,842
28,924,588
26,542,630
1,845,092
4,450,936
32,838,658
29,727,745
2,128,953
5,341,123
37,197,821
33,974,566
2,412,813
5,786,217
42,173,596

$, 2020
dollars (3%
Average)
54,146,965
2,128,953
8,011,684
64,287,602
59,455,491
2,412,813
9,346,965
71,215,269
65,825,722
2,838,604
10,237,152
78,901,478
71,134,248
3,122,464
11,127,340
85,384,051
77,504,479
3,548,255
12,462,620
93,515,354
83,874,710
3,974,045
13,352,807
101,201,563
90,244,941
4,399,836
14,688,088
109,332,865

$, 2020
dollars (2.5%
Average)
80,689,594
2,838,604
12,017,527
95,545,725
88,121,531
3,122,464
13,352,807
104,596,802
94,491,762
3,548,255
14,688,088
112,728,105
101,923,698
3,974,045
16,023,369
121,921,112
109,355,634
4,399,836
17,358,650
131,114,120
116,787,571
4,967,557
18,693,930
140,449,058
123,157,802
5,393,347
20,029,211
148,580,360

$, 2020
dollars (3%
95th
Percentile)
161,379,189
5,535,277
21,364,492
188,278,958
179,428,177
6,386,859
24,035,053
209,850,089
198,538,870
7,380,370
26,705,615
232,624,855
218,711,269
8,515,812
29,821,270
257,048,350
238,883,667
9,509,323
32,936,925
281,329,915
256,932,656
10,644,764
36,052,580
303,630,000
276,043,349
11,638,276
39,168,235
326,849,860

N/A = not applicable
Note:
(1) Future damages are converted into present-day value by using a discount rate to determine how much weight is
placed on impacts that would occur in the future. Future costs and benefits are generally less significant than
present costs and benefits, and the discount rate reflects this level of relative significance. A high discount rate
means that future effects are much less significant than present effects, whereas a low discount rate means that
they are closer to equally significant than present effects. Higher discount rates result in a lower SCC; if future
climate damages are discounted at a high rate, less value is placed on avoiding those damages today.
(2) Social Cost of GHG is presented based on ten-year total emissions in GHG after completion of the project as the
basis to forecast lifespan Social Cost of GHG in five-year intervals, for each of the Proposed Actions and
Alternatives. This approach likely provides higher Social Cost of GHG benefits than an approach using every
intermediate year of emissions before completion of the project in year 2032. The Social Cost of GHG would be the
same after completion of the project in 2033 and beyond under either approach.
(3) Ten-year total aggregated emissions in GHG after completion of the project was used as the basis to forecast
lifespan Social Cost of GHG in five-year intervals. The Social Cost of GHG would be the same after completion of
the project in 2033 and beyond under either approach. The emissions of GHG (CO 2, CH4, and N2O) for the
Proposed Action are associated with the CO2e emissions calculated in Table F-7.b.
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EFFECTS OF CLIMATE CHANGE ON PROPOSED ACTION AND ALTERNATIVES 1.1 AND 1.2
The climate of the United States is strongly connected to the changing global climate. Global annual
average surface air temperature has increased by 1.8°F over the last 115 years (1901-2016). Studies
conducted around the world have documented rising surface, atmospheric, and oceanic
temperatures, melting glaciers, diminishing snow cover, shrinking sea ice, changing in precipitation
patterns, increased frequency and/or intensity of extreme weather events, rising sea levels and
associated storm surge, and ocean acidification (U.S. Global Change Research Program 2017).
The Proposed Action and Alternatives 1.1 and 1.2 involve the replacement of up to 165,000 vehicles
in total production orders over a ten-year period. High-maintenance and end-of-life delivery vehicles
would be replaced at various existing Postal Service facility locations throughout the U.S. on a onefor-one basis, resulting in no additional delivery vehicles. No new VMFs would be needed, and
expansions of Postal Service facilities are not currently anticipated.
At facilities where BEVs would be deployed and that are subject to flooding (100-year and 500-year
floodplains as established by the Federal Emergency Management Agency), or to flooding from
extreme weather events or sea level rise, the Postal Service would carefully consider the placement
of BEV charging stations. The Postal Service would conduct appropriate environmental review at the
local level per Postal Service Handbook RE-6 (2015) as needed. Postal Service environmental
checklists, screening analyses, and stand-alone, project-level Environmental Assessments would be
employed on a facility-specific basis to assess the extent of impacts.
New BEV operation could be impacted by excessive ambient air temperatures that could affect BEV
performance and the life of the batteries, and in extreme cases result in brown-out of the electrical
grid that would hinder charging the BEVs.
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APPENDIX G
FUEL CONSUMPTION CALCULATIONS

Table G-1
Current Fuel Efficiency and Estimated Fuel Consumption of Existing Delivery Vehicles
Proposed for Replacement
Table G-2
Estimated Fuel Consumption of Future ICE NGDV (Proposed Action Hypothetical
Maximum) and COTS ICE Delivery Vehicles (Alternative 1.1)
Table G-3
Estimated Fuel Consumption Comparison of Existing 165,000 Delivery Vehicles and the
Proposed Action ICE Hypothetical Maximum (90% ICE NGDV and 10% BEV NDGV)
Table G-4
Estimated Fuel Consumption Comparison of Existing 165,000 Delivery Vehicles and
Alternative 1.1 (165,000 COTS ICE Vehicles)
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Table G-1
Current Fuel Efficiency and Estimated Fuel Consumption of Existing Delivery Vehicles
Proposed for Replacement

Vehicle Type

Fuel
Efficiency
(mpg)1

Number of
Vehicles
Proposed for
Replacement2

Average
Delivery Route
Length (miles)

Number of
Delivery
Days

Total Estimated
Gasoline Usage3
(gallons)

LLVs

8.2

125,988.00

21.05

302

97,672,965

FFVs

6.9

21,070.00

21.05

302

19,412,188

6.3

17,942.00

21.05

302

18,104,617

N/A

165,000.00

21.05

302

135,189,770

COTS (Metris)
Annual Total

2

1

Based on USPS FY 2020 fuel consumption monitoring
See Table D-1 in Appendix D
3
Estimated annual fuel usage calculated as [(Average Delivery Route Length/Fuel Efficiency) X # Vehicles X #
Delivery Days]
N/A = not applicable
2

Table G-2
Estimated Fuel Consumption of Future ICE NGDV (Proposed Action Hypothetical
Maximum) and COTS ICE Delivery Vehicles (Alternative 1.1)

Vehicle Type

Fuel
Efficiency
(mpg)1, 2

Number of
Vehicles
Proposed for
Replacement3

Average
Delivery Route
Length (miles)

Number of
Delivery
Days

Total Estimated
Gasoline Usage4
(gallons)

ICE NGDV

8.6

148,500

21.05

302

109,770,855

COTS ICE
Vehicles

6.3

165,000

21.05

302

166,495,476

1

ICE NGDV with air conditioning (see Table 3-1.2)
Actual Postal Service average mileage for RHD Metris Vehicles (see Table 3-2.1)
3
See Table D-1 in Appendix D
4
Estimated annual fuel usage calculated as [(Average Delivery Route Length/Fuel Efficiency) X # Vehicles X #
Delivery Days]
2
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Table G-3
Estimated Fuel Consumption Comparison of Existing 165,000 Delivery Vehicles and the
Proposed Action ICE Hypothetical Maximum (90% ICE NGDV and 10% BEV NDGV)
Fuel
Efficiency
(mpg)1

Number of
Vehicles
Proposed for
Replacement2

Average
Delivery Route
Length (miles)

Number of
Delivery
Days

Total Estimated
Gasoline Usage3
(gallons)

(see Table
G-1)

165,000

21.05

302

-135,189,770

ICE NGDV

8.6

148,500

21.05

302

109,770,855

BEV NGDV

N/A

16,500

21.05

302

N/A

Difference4

-25,418,916

Vehicle Type
Existing
Delivery
Vehicles being
Replaced

1

ICE NGDV with air conditioning (see Table 3-1.2)
See Table D-1 in Appendix D
3
Estimated annual fuel usage calculated as [(Average Delivery Route Length/Fuel Efficiency) X # Vehicles X #
Delivery Days]
4
ICE NGDV are estimated to be more fuel-efficient than the current mix of Delivery Vehicles, thus resulting in less
gasoline usage, plus this Proposed Action scenario includes at least 10% BEV NGDV
2

Table G-4
Estimated Fuel Consumption Comparison of Existing 165,000 Delivery Vehicles and
Alternative 1.1 (165,000 COTS ICE Vehicles)

Vehicle Type
Existing
Delivery
Vehicles being
Replaced
COTS ICE
Vehicles

Fuel
Efficiency
(mpg)1

Number of
Vehicles
Proposed for
Replacement2

Average
Delivery Route
Length (miles)

Number of
Delivery
Days

Total Estimated
Gasoline Usage3
(gallons)

(see Table
G-1)

165,000

21.05

302

-135,189,770

6.3

165,000

21.05

302

166,495,476

Difference4

31,305,706

1

Actual Postal Service average mileage for RHD Metris Vehicles (see Table 3-2.1)
See Table D-1 in Appendix D
3
Estimated annual fuel usage calculated as [(Average Delivery Route Length/Fuel Efficiency) X # Vehicles X #
Delivery Days]
4
COTS ICE vehicles are estimated to be less fuel-efficient than the current mix of Delivery Vehicles, thus resulting
in more gasoline usage for the same number of vehicles
2
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