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954-1

See MF-Response-AGRICULTURE-2.

954-2

See MF-Response-AGRICULTURE-5.

954-3

See MF-Response-WATER-1 and MF-Response-TRAFFIC-2.
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470-1

See MF-Response-GENERAL-18

See MF-Response-GENERAL-19

Response to Submission 470 (Yvonne Nannini, October 3, 2011)
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981-1

Stakeholder Type First Name Last Name Organization Street Address Mail City State ZIP Phone Email General Viewpoint

California Resident Rafael Nevarez 17864 Seabright Madera CA 93638 (559) 673-1686 rafanevarez@ (incomplete) In Support of A2

Part 1

Submission 981 (Rafael Nevarez, September 15, 2011)
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981-1

See MF-Response-GENERAL-10, MF-Response-GENERAL-19

Response to Submission 981 (Rafael Nevarez, September 15, 2011)
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Submission 660 (Trudie Nieuwkoop, October 12, 2011)
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Submission 660 (Trudie Nieuwkoop, October 12, 2011) - Continued

California High-Speed Train Project EIR/EIS
Merced to Fresno Section Response to Comments from Individuals

Page 25-8



660-1

See MF-Response-GENERAL-1, MF-Response-GENERAL-14, MF-Response-

GENERAL-8, MF-Response-GENERAL-10,MF-Response-GENERAL-4, MF-Response-

AGRICULTURE-1, MF-Response-AGRICULTURE-5.

Response to Submission 660 (Trudie Nieuwkoop, October 12, 2011)
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Submission 1085 (No Name No Name, November 7, 2011)
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1085-1

See MF-Response-GENERAL-11

Response to Submission 1085 (No Name No Name, November 7, 2011)
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Merced - Fresno - RECORD #41 DETAIL
Status : Action Pending
Record Date : 8/18/2011
Response Requested :
Stakeholder Type : CA Resident
Submission Date : 8/18/2011
Submission Method : Website
First Name : Jennifer
Last Name : Noble
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City :
State : CA
Zip Code : 93727
Telephone :
Email : jenninoble@ymail.com
Cell Phone :
Email Subscription : Merced - Fresno
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

What might the typical one-way and round-trip price be looking like?

EIR/EIS Comment : No

41-1

Submission 41 (Jennifer Noble, August 18, 2011)

California High-Speed Train Project EIR/EIS
Merced to Fresno Section Response to Comments from Individuals
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41-1

While ticket fares would not be determined until the high-speed trains (HST) are ready

for service some years from now, these fares will likely be dependent upon a number of

factors, including gasoline prices and airfare costs at the time of operation. The

November 2011 Draft 2012 Business Plan employs a scenario of fares being set at 83%

of anticipated airline fares. This illustrates the strategy of HST systems worldwide to set

fares that are competitive to those of airlines serving the same market. The ticket pricing

structure is expected to be similar to that of an airline, with different classes of ticket as

well as different price points depending upon the time and day of travel, how long travel

is purchased before departure date, how many stops the train makes, etc.

Response to Submission 41 (Jennifer Noble, August 18, 2011)

California High-Speed Train Project EIR/EIS
Merced to Fresno Section Response to Comments from Individuals
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Merced - Fresno - RECORD #384 DETAIL
Status : Action Pending
Record Date : 9/29/2011
Response Requested :
Stakeholder Type : CA Resident
Submission Date : 9/29/2011
Submission Method : Website
First Name : Verdell
Last Name : Ocampo
Professional Title :
Business/Organization :
Address :
County : Riverside
Apt./Suite No. :
City : Banning
State : CA
Zip Code : 92220
Telephone :
Email : verdell0@msn.com
Fax :
Cell Phone :
Email Subscription : Merced - Fresno
Add to Mailing List : Yes
Comment Type : Issue (concern, suggestion, complaint)
Stakeholder
Comments/Issues :

Need to know why route will go east of downtown Madera?

Subscription
Request/Response :

URL:
http://sites.activatedirect.com/chsra.gov/pb_commentSubmit.php?fn=Ver
dell&ln=Ocampo&em=verdell0%40msn.com&city=Banning&state=CA&zi
p=92220&interest=CA+Resident&sections[]=Merced+-+Fresno

Response:
*OK*

EIR/EIS Comment : Yes
General Viewpoint on
Project :

384-1

Submission 384 (Verdell Ocampo, September 29, 2011)

California High-Speed Train Project EIR/EIS
Merced to Fresno Section Response to Comments from Individuals
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384-1

See MF-Response-GENERAL-2.

Response to Submission 384 (Verdell Ocampo, September 29, 2011)
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Merced to Fresno Section Response to Comments from Individuals

Page 25-16



 

 

 

October 

VIA EM

 
Californi
Merced t
770 L Str
Sacramen
 
Re: D
 

T
Septemb
Statemen
Section (
currently
severe ad
Mobile p
potential
Mobile p
potential
construct
potential
nor the en
have bee
inadequa
feasible a

T

T
and curre
a very lar
network 
cable circ
telecomm
network 
telecomm

13, 2011 

MAIL AND U

ia High-Spee
to Fresno Dr
reet, Suite 80
nto, CA  958

Draft EIR/EIS

This letter pro
er 8, 2011 pr

nt (“DEIR/EI
(“the Project
y under consi
dverse effect
provides in F
ly have very

provides to th
ly significan
tion that wou
ly significan
nvironmenta
n adequately

ate under CE
alternatives a

T-Mobile 

T-Mobile US
ently provide
rge number 
of telecomm
cuits that int

munications 
are its region

munications 

US MAIL 

ed Rail Auth
raft EIR/EIS 
00 
814 

S Comment 

ovides comm
roject-level 
IS”) for the p
t”).   T-Mobi
ideration for
ts on facilitie
Fresno and th
y significant 
he public in 
nt additional 
uld be requir
nt adverse ef
al impacts th
y addressed 

EQA and mu
and mitigatio

SA, Inc. is a n
es such servi
of customers

munications f
terconnect it
service prov
nal switchin
equipment th

hority 
Comment 

- Merced to

ments on beh
Draft Enviro
proposed Ca
ile only rece
r the Merced
es that are es
hroughout th
adverse effe
this large an
adverse effe

red if T-Mob
ffects on T-M
hat may resu
in the DEIR
st be revised
on measures

national prov
ices to over 
s in Californ
facilities, inc
s facilities an

viders.  Amo
ng offices.  T
hat controls 

 Fresno Proj

half of T-Mo
onmental Im
alifornia Hig
ently became
d to Fresno S
ssential for th
he surroundin
ects on all of
nd important
ects on the e
bile is forced

Mobile’s faci
lt if T-Mobi

R/EIS.  As a r
d to address t
s that may av

vider of wire
33 million c

nia.  T-Mobi
cluding cell t
nd customer

ong the most 
These offices

the T-Mobi

ject Section

obile USA, I
mpact Report
gh-Speed Ra
e aware that 
Section of th
he telecomm
ng area.  The
f the telecom
t part of Cali
environment 
d to relocate 
ilities and te
le must relo
result, the D
these potent
void or reduc

eless voice, 
customers in 
ile provides s
towers, swit
rs with those
important c

s serve as the
le network i

Edward W. 
Suite 800 
505 Montgo
San Franci
 
415-276-650
415-276-65
edwardoneil
 

Inc. (“T-Mob
t / Environm
ail Project, M
all of the rou
e Project wo

munications 
e proposed r

mmunication
ifornia.  It m
due to addit
 its facilities

elecommunic
cate its affec

DEIR/EIS is l
tial additiona
ce them.   

messaging, 
n the United 
such service
tching office
e of other 
components o
e central loca
in each regio

O’Neill 

omery Street 
sco, CA  94111-65

00 tel 
99 fax 
ll@dwt.com email

bile”) on the
mental Impac
Merced to Fre
ute alternativ
ould have ve
services T-
routes could 

ns services T
may also have
tional 
s.  Neither th
cations servi
cted facilitie
legally 
al impacts an

and data ser
States, inclu

es through a 
es and fiber o

of its wirele
ation for cor

onal area.  

533 

l 

e 
t 
esno 
ves 

ery 

-
e 

he 
ices 
es 

nd 

rvices 
uding 

optic 

ss 
re 

701-1

 
 
 
 
October 13, 2011 
Page 2 
 
 

 

Switching offices house the equipment necessary for routing calls, messages and other data from 
one system user within the regional area to others within or outside the region.  

Potential Impact on T-Mobile’s Fresno Switching Office      

T-Mobile owns and operates a nationwide wireless telecommunications network.  T-
Mobile’s regional switching office, located at 5525 N. Golden State Avenue, serves as the 
central location for all of the core telecommunications equipment that controls T-Mobile’s 
network in the Fresno area and surrounding rural areas from Chowchilla to Visalia.  Essentially, 
it is the heart of T-Mobile’s regional wireless network.  This switching office provides essential 
communication services for an area of approximately 13,270 square miles, including 288 cell 
sites.  It handles approximately 6 million voice calls and 33 million data sessions per day.  It also 
provides essential E911 emergency services.  In Fresno alone, it handled over 71,000 E911 calls 
last year.  Approximately 2000 different circuits interconnect this facility with hundreds of T-
Mobile cell sites, other T-Mobile switching facilities and the network facilities of other 
telecommunications carriers throughout the State.     

According to the route maps included in the DEIR/EIS, all of the Project route 
alignments currently under consideration would run directly through T-Mobile’s Fresno 
switching office.  This appears to be indicated by the red lines demarcating “the project 
footprint” at DEIRE/EIS, Appendix 3.1-A, Page 077.  According to this map, all three routes 
currently under consideration, the UPRR/SR 99 Alternative, BNSF Alternative, and Hybrid 
Alternative, would be located within the very same “project footprint” in this area and the project 
footprint would bisect the building at parcel number 508-02-023 in which T-Mobile’s Fresno 
switching office is located.   

If the Project footprint is accurately depicted by this map, then all of the routes under 
current consideration would result in the loss of land and a large portion of if not the entire 
existing building housing T-Mobile’s existing Fresno switching office and would require T-
Mobile to relocate its existing Fresno switching office and related facilities.  

Potential Adverse Impacts on Telecommunications Services 

Relocating a regional telecommunications switching office of this type would be 
exceptionally complicated, difficult, time consuming and expensive and could potentially disrupt 
T-Mobile’s existing telecommunications services to the public, including E911 emergency 
services, to a completely unacceptable extent.   

Relocating a telecommunications switching office, such as T-Mobile’s Fresno switching 
office, is a much more difficult and complex undertaking than the relocation of a typical 
business.  The Fresno switching office is the very heart of T-Mobile’s regional wireless network 

701-1
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that provides wireless voice, data and E911 service to Fresno and its vicinity.  Relocating this 
facility would not only require constructing a duplicate switching office at a suitable alternative 
location, but also constructing the numerous fiber optic cables and circuits necessary to 
interconnect the switching facilities at the new location with all of T-Mobile’s cell sites, other T-
Mobile switching facilities and networks of other telecommunications carriers with which the 
existing office is interconnected.   

All of this construction would have to be completed and the new equipment and facilities 
fully tested before any of the facilities at the existing switching office are impacted, or there 
would be severe adverse effects on T-Mobile’s services to the public, including potentially 
unacceptable degradations to or interruptions in such service.   

Finding a suitable alternative location for a replacement switching office may also be 
difficult and time consuming.  Special characteristics required for a telecommunications 
switching office limit the availability and suitability of alternative sites.  These requirements 
include: space, electric power, flood, seismic, and structural requirements, as well as reasonably 
close proximity to existing vendor fiber optic cable routes.  Electric power, for example, may 
pose particular challenges in relocating a switching office because the electric power demand of 
such facilities is not only high, but the power supply must be particularly “clean.”  Locating sites 
with such clean power tends to be difficult in more rural areas such as Fresno.   

As a result of these requirements, relocating the Fresno switching office would likely 
require significant lead time and cost 10s of millions of dollars.  If the necessary lead time is not 
available, T-Mobile’s services to the public could be severely impacted and service degraded or 
disrupted to an unacceptable extent.   

Potentially Significant Impacts of Additional Construction  

It is highly unlikely that a suitable alternative location could be found that would provide 
the necessary physical facilities and connectivity without requiring significant additional 
construction to duplicate and replace the existing high capacity fiber optic cables that currently 
interconnect T-Mobile’s existing switching center to T-Mobile’s cell sites, other T-Mobile 
switching offices in California and other telecommunications carrier networks in California.  As 
a result, relocating the Fresno switching office would create a “ripple effect”, requiring 
significant additional construction to replace existing interconnection facilities in numerous 
locations throughout the Fresno area.  Many miles of additional construction could be required 
which, depending upon the location of the relocated switching office and new interconnection 
facilities could have potentially significant adverse impacts on the environment.      
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Deficiencies in DEIR/EIS 

CEQA has two important and complimentary purposes.  The first is to inform 
decisionmakers and the public about the potentially significant environmental effects of 
proposed projects.1 In order to do so, the discussion of the potential impacts of proposed projects 
in an EIR must be thorough and complete and must contain facts and analysis that “reflect a 
good faith effort at full disclosure”2 and not just an agency’s conclusions.3 In addition, CEQA 
requires that EIRs disclose all potentially significant indirect as well as direct environmental 
impacts of proposed projects,4 including reasonably foreseeable future construction that may be 
required if the proposed project is approved.5  The second purpose is to require public agencies 
to avoid or reduce potentially significant adverse environmental impacts when reasonably 
feasible.6  CEQA does so by requiring consideration of alternatives and mitigation measures that 
may avoid or reduce potentially significant environmental impacts and also by imposing an 
affirmative obligation on public agencies to adopt such measures where reasonably feasible.7  
The alternatives and mitigation measures that must be considered include alternatives to the 
project or its location which are capable of avoiding or substantially lessening any significant 
effects of the Project, even if the alternatives would impede to some degree the attainment of the 
Project objectives, or would be more costly.8          

The relocation of T-Mobile’s Fresno switching center would be a direct and foreseeable 
result of the proposed Project and would have potentially significant adverse indirect effects on 
telecommunications services, including essential E911 emergency services.  As a result, under 
CEQA Guideline section 15064(d) and Laurel Heights Improvement Association v. Regents of 
the University of California (1988) 47 Cal.3d 376, the potentially significant adverse effects of 
such relocation on public utility services must be considered in the DEIR/DEIS.   

The DEIR/EIS fails to adequately discuss or consider these effects.  Section 3.6 of the 
DEIR/EIS discusses potential impacts on public utility facilities and services but fails to even 
                                                 
1 14 Cal. Code Regs. (“CEQA Guidelines”) § 15002, subd. (a)(1); Citizens of Goleta Valley v. Board of Supervisors 
(1990) 52 Cal.3d 553, 564.  
2 CEQA Guidelines § 15151.  
3 Citizens of Goleta Valley v. Board of Supervisors (1990) 52 Cal.3d 553, 568.  
4 Pub. Res. Code § 21100, subd. (b)(1); CEQA Guidelines § 15126.2, subd. (a).  
5 Laurel Heights Improvement Ass’n v. Regents of the University of California (1988) 47 Cal.3d 376, 393-399.  
6 CEQA Guidelines § 15002, subd. (a)(2)-(3); and see Citizens of Goleta Valley v. Board of Supervisors (1990) 52 
Cal.3d 553, 564; and Laurel Heights Improvement Ass’n v. Regents of the University of California (1988) 47 Cal.3d 
376, 400.  
7 Pub. Res. Code § 21002-21002.1. 
8 CEQA Guidelines § 15126.6 subd. (b); and see Bakersfield Citizens for Local Control v. City of Bakersfield (2004) 
124 Cal.App.4th 1184, 1213. 
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mention, much less discuss, T-Mobile’s facilities or its Fresno switching office.9  At 3.6-30, the 
DEIR/EIS acknowledges that there are many utility facilities within the study area for the Project 
and concedes that “the Project would not be compatible with most of these existing utilities,”10  
but claims that the effect of the Project on utility service providers and their customers “would be 
negligible under NEPA and the impact would be less than significant under CEQA.”11  The basis 
for this conclusion is the commitment of the California High-Speed Rail Authority to, “work 
with utility owners during final engineering design and construction of the Project to relocate 
utilities or protect them in place” and to “coordinate schedules for utility relocations and 
protection-in-place with the utility owner to ensure the project would not result in prolonged 
disruption of services.”12  This discussion does not appear, however, to pertain to T-Mobile or its 
facilities since the DEIR/EIS makes no mention of T-Mobile.  It is correct that the Project would 
not be compatible with T-Mobile’s facilities, but incorrect to the extent that it may imply that 
working with T-Mobile “during final engineering design and construction of the project” to 
“coordinate schedules for utility relocations and protection-in-place with the utility owner” will 
be sufficient to ensure that the Project impacts on T-Mobile and its facilities would be 
“negligible under NEPA and the impact would be less than significant under CEQA.”13  Such 
measures would not be sufficient to ensure that there are no significant adverse effects on T-
Mobile’s facilities or services to the public, or to ensure that the impacts of the Project would be 
less than significant.   

There are several reasons for this.  Most importantly, if the Project were to require the 
relocation of T-Mobile’s Fresno switching office, T-Mobile estimates that this could easily 
require 18 to 36 months.14  Coordinating with T-Mobile only “during the final engineering 

                                                 
9 See DEIR/EIS at 3.6-11, which briefly mentions “aboveground and belowground” telecommunications facilities of 
AT&T, Sprint and Quest “generally within the UPRR and SR 99 rights-of-way between the cities of Merced and 
Fresno,” but contains no reference to or discussion of T-Mobile’s facilities; and see also Figure 3.6-6 which depicts 
“High-Risk Utilities in the Fresno Project Vicinity,” but fails to identify T-Mobile’s facilities.   
10 DEIR/EIS at 3.6-30. 
11 DEIR/EIS at 3.6-30. And see also 3.6-30, which states, “[w]here the alignments would conflict with existing 
electrical substations, there is a potential for a substantial impact under NEPA and a significant impact under 
CEQA.”  The DEIR/EIS fails to acknowledge, however, that the conflict between the proposed Project alignment 
and T-Mobile’s Fresno switching office and related telecommunications interconnection facilities is also potentially 
significant impact under NEPA and CEQA. 
12 DEIR/EIS at 3.6-30. 
13 DEIR/EIS at 3.6-30. 
14 Relocating an existing switching facility would require the successful completion of numerous different steps 
many of which by their nature would have to be done in sequential fashion, including: identifying a suitable and 
available property and building, acquiring legal rights to the property, engineering/design of the new switching 
office, permitting, environmental review, procurement of duplicative telecommunications switching equipment, 
building facility remodeling/construction, installation of telecommunications switching equipment and facilities, 
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design and construction” of the Project, as the DEIR/EIS suggests, could not possibly provide 
enough lead time to avoid significant adverse impacts on and potential disruptions to T-Mobile’s 
service to the public, including potentially E911 emergency services.  It would be virtually 
impossible for a replacement switching office to be constructed and brought into service, and the 
existing facility decommissioned, in time to avoid service disruptions if other measures are not 
taken to avoid such impacts.  As a result, the conclusion in the DEIR/EIS that the impact on 
utility services will be negligible under NEPA and less than significant under CEQA is simply 
not true with respect to T-Mobile’s facilities and services.  The impacts will be significant unless 
the Project is revised to include additional alternatives and or mitigation measures that will avoid 
or substantially mitigate the impacts on its Fresno switching office and related facilities.   

The DEIR/EIS also fails to adequately consider feasible alternatives, including potential 
minor adjustments to the proposed Project route or “footprint” that could avoid the necessity of 
relocating T-Mobile’s existing Fresno switching center and related interconnection facilities. At 
3.6-30 to 3.6-31, in discussing potential conflicts with existing electrical substations, the 
DEIR/EIS states, “[w]here possible, portions of the HST alignment would be redesigned to avoid 
impacts; this would reduce the impact to negligible under NEPA and less than significant under 
CEQA.”15  The DEIR/EIS fails to consider or make the same commitment, however, to redesign 
portions of the Project route alignment to avoid impacts on essential telecommunications 
facilities generally, or T-Mobile’s Fresno switching office in particular.   

The DEIR/EIS also fails to adequately consider potential measures which may mitigate 
the adverse impacts on T-Mobile’s facilities.  At 3.6-46, the DEIR/EIS discusses potential 
mitigation measures to avoid or reduce conflicts between the proposed Project alignment at two 
electric substations, including “refinements of project features”16 in final project design that 
“would avoid these conflicts.”17  The DEIR/EIS fails to discuss or consider, however, any 
potential measures to mitigate, avoid or reduce the conflict between the proposed Project 
alignment and T-Mobile’s Fresno switching office.   

The DEIR also fails to consider or evaluate the additional construction at numerous 
locations that would be required to relocate T-Mobile’s existing switching office.  Such 
additional construction could have a potentially significant adverse impact on the environment 
depending upon the availability and locations of suitable alternative sites for relocating the 
switching office and the routes and locations for the many different new interconnecting 
facilities that would have to be constructed as a result of the relocation. The DEIR fails to 
                                                 
construction and installation of new fiber optic conduit and cable for necessary interconnections, and testing and 
commercial cut over of service to the new location.     
15 DEIR/EIS at 3.6-30 to 3.6-31.  
16 DEIR/EIS at 3.6-46.   
17 DEIR/EIS at 3.6-46. 
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consider alternatives or mitigation measures that could avoid or reduce the environmental 
impacts of such additional construction, including potential adjustments to the proposed Project 
route alignment that could avoid the necessity of relocating the existing Fresno switching center.   

As a result of these deficiencies, the DEIR/EIS is inadequate to comply with CEQA and 
must be revised to address these additional issues and potential alternatives and mitigation 
measures that may avoid or reduce such impacts.  

Conclusion 

T-Mobile only recently became aware that its Fresno switching office would be impacted 
by the proposed High-Speed Rail Project.  As a result, it has had insufficient time to thoroughly 
explore potential means for avoiding or mitigating the potentially significant adverse impacts on 
its facilities and services.  T-Mobile believes, however, that there are likely to be feasible 
alternatives and mitigation measures that could avoid or mitigate such impacts, including minor 
adjustments to the Project route alignment.   

T-Mobile appreciates your consideration of its comments on the DEIR/EIS for the 
Merced to Fresno Section of the California High-Speed Rail Project and looks forward to 
working further with California High-Speed Rail Authority staff to explore opportunities to 
avoid or mitigate the potentially significant adverse effects on its facilities, services and on the 
environment.  Should you require any additional information or have any questions regarding the 
issues discussed in these comments, please contact Kevin Brinkley, Corporate Counsel at T-
Mobile, 1855 Gateway Boulevard, 9th Floor, Concord, CA 94520, (925) 521-3843, or me at the 
address and number noted above.     

 

Davis Wright Tremaine LLP 
For T-Mobile USA, Inc.  
 
/s/ Edward W. O’Neill 
 
Edward W. O’Neill 
 

cc: Kevin Brinkley, T-Mobile 
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Realignment of Golden State Boulevard in Fresno to accommodate the HST would

require the acquisition of several properties, including T-Mobile’s switching station on

Golden State Boulevard. Refer to MF-Response-SOCIAL-1 for information regarding

acquisitions, displacements, and relocations. The Authority plans to meet with T-Mobile

to develop a Memoranda of Agreement that would define terms and conditions to

resolve utility conflicts, including funding by the Authority to reimburse costs incurred as

a result of the HST project. The indoor telecomm equipment and facilities present in the

switching station on North Golden State Boulevard are considered a property attribute,

and would be addressed in the process of right of way acquisition. A separate

environmental review would be conducted for this facility if additional utilities would be

required outside of the HST right-of-way to properly connect an alternative switching

station site to existing infrastructure and the action is determined to constitute a project

under CEQA.

The Authority and FRA would make relocation of regionally-important utility facilities a

priority, with the goal of establishing a replacement before the affected facility is taken

off line, and would work with T-Mobile to identify a suitable spot for such relocation. As a

priority conflict, the Authority would begin consultation with T-Mobile at the earliest time

prudent. As a result, there should not be any interruption to the 911 emergency services

provided by T-Mobile.

The alternative HST alignments analyzed in the EIR/EIS were identified through an

alternatives analysis process, and in consideration of a larger set of alignment

alternatives and station location options described in the 2005 Statewide Final Program

EIR/EIS. At this stage of design, only a major modification to one of the already

identified reasonable alignment alternative would avoid conflicting with the established

T-Mobile facility. Please refer to MF-Response-GENERAL-2 for more information on

past alternatives analysis. The alternatives studied in detail in the EIR/EIS were

determined to represent the reasonable range of alternatives and are likely to have the

least environmental consequences overall. Although the potential conflict with T-

Mobile’s switching facility is unfortunate, the Authority finds these impacts less than

significant with implementation of their commitment to work with the utility owner to

resolve the conflict.
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Merced - Fresno - RECORD #576 DETAIL
Status : Action Pending
Record Date : 10/12/2011
Response Requested :
Stakeholder Type : Business
Submission Date : 10/12/2011
Submission Method : Website
First Name : Dale
Last Name : Overbay
Professional Title : Land Agent
Business/Organization : Pacific Gas & Electric Co.
Address :
Apt./Suite No. :
City : Fresno
State : CA
Zip Code : 93710
Telephone : 559-263-7372
Email : dwo4@pge.com
Cell Phone :
Email Subscription : Merced - Fresno
Add to Mailing List : Yes

Stakeholder
Comments/Issues :

Dear California High-Speed Rail Authority:

Thank you for the opportunity to review the Draft Environmental Impact
Report/Environmental Impact Statement (EIR/EIS) for the proposed
High-Speed Train Project for the Merced to Fresno Section. Pacific Gas
and Electric Company (PG&E) has the following comments to offer
regarding the proposed project.

Cost and Planning

The California High-Speed Rail Authority (Authority) would be
responsible for the costs associated with the relocation of existing PG&E
facilities to accommodate their proposed development. Because PG&E
utility relocations require long lead times and are not always feasible, the
Authority is encouraged to consult with PG&E early and often during the
planning and design phases of the High-Speed Train project.

California Public Utilities Commission

Section 3.6 (Public Utilities and Energy) of the Draft EIR/EIS should
include General Order 131-D mandated by the California Public Utilities
Commission (CPUC) for the proposed rail project.

General Order 131-D

PG&E is subject to the jurisdiction of the CPUC and must comply with
CPUC General Order 131-D on the construction, modification, alteration,
or addition of all electric transmission facilities (i.e., lines, substations,
switchyards, etc.). In most cases where PG&E’s electric facilities are
under 200 kV and are part of a larger project (e.g., electric generation
plant), G.O. 131-D exempts PG&E from obtaining an approval from the
CPUC provided its planned facilities have been included in the larger
project’s California Environmental Quality Act (CEQA) review, the review
has included circulation with the State Clearinghouse and review by the
CPUC, and the project’s lead agency (e.g., Authority) finds no significant
unavoidable environmental impacts. PG&E or the Authority may proceed
with construction once PG&E has filed notice with the CPUC and the
public on the project’s exempt status, and the public has had a chance
to protest PG&E’s claim of exemption. If PG&E facilities are not
adequately evaluated in the larger project’s CEQA review, or if the
project does not qualify for the exemption, PG&E may need to seek
approval from the CPUC (i.e., Permit to Construct), taking as much as
18 months or more since the CPUC would need to conduct its own
environmental evaluation (e.g., Environmental Impact Report).

When PG&E’s transmission lines are designed for immediate or
eventual operation at 200 kV or more, G.O. 131-D requires PG&E to
obtain a Certificate of Public Convenience and Necessity (CPCN) from
the CPUC unless one of the following exemptions applies: the
replacement of existing power line facilities or supporting structures with
equivalent facilities or structures, the minor relocation of existing
facilities, the conversion of existing overhead lines (greater than 200 kV)
to underground, or the placing of new or additional conductors,
insulators, or their accessories on or replacement of supporting
structures already built. Obtaining a CPCN can take as much as 18
months or more if the CPUC needs to conduct its own CEQA review,
while a CPCN with the environmental review already done would take an
average of four to six months.

In summary, regardless of the voltage of PG&E’s facilities that must be
relocated, PG&E recommends that the Authority include a description
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and environmental evaluation of the relocations in its CEQA review so
that permitting for the relocation of PG&E facilities does not delay the
Authority’s project. The proposed project’s potential relocations,
modification, alteration, or addition of PG&E’s electric transmission
facilities and substations should be coordinated with PG&E prior to the
finalization of the proposed project’s EIR/EIS. According to the Public
Utilities and Energy Section of Final EIR/EIS, it only states that the
Authority “would work with utility owners during the final engineering
design and construction of the project to relocate utilities or protect them
in place” and not during the environmental document phase of the
project. Instead, PG&E recommends that the Authority consult with
PG&E on specifically identifying, evaluating, and describing in the
proposed project’s Final EIR/EIS the proposed work, locations, and
impacts to these transmission facilities and substations. This would
include but not be limited to the following:

•	Footprint of such facilities and substations with proposed construction to
be included in the habitat and wetland total affected acreages of the
Biological Resources and Wetlands Section (Section 3.7).

•	Historical resources 45 years and older impacted by construction of
such facilities and substations to be included in the Cultural Resource
Section (Section 3.17).

•	Visual simulations of such facilities and substations after construction to
be included and evaluated in the Aesthetic and Visual Resources
Section (Section 3.16).

•	A commitment that the work and impacts of such facilities and
substations to be included as appropriate in the permits and
authorizations required by resource agencies which includes the
Biological Opinion (U.S. Fish and Wildlife Service), 401 (California
Regional Water Quality Control Board), 404 (U.S. Army Corps of
Engineers), Streambed Alteration Agreement (California Department of
Fish and Game), and the concurrence with the cultural resource findings
by the California State Historic Preservation Officer.

These actions could potentially reduce the project’s cost and schedule
by eliminating the need for additional environmental evaluation for the
modification of the electric transmission and substation facilities. The
Public Utilities and Energy Section does not identify all or evaluate
potential impacts to specific PG&E facilities. The Authority should
consult with PG&E for additional information and assistance in the
development of potential impacts to PG&E facilities to make this a
legally-adequate environmental review.

Planned and Unplanned PG&E Projects

PG&E also recommends that the Authority consult with PG&E on
planned and potential future PG&E facility improvements and expansion
plans. It is recommended that the Authority should identify and evaluate
early on with PG&E potential future impacts to PG&E facilities and the
potential for those facilities to accommodate future electricity and gas
demand.

Access and Maintenance

The Public Utilities and Energy Section (Section 3.6), states the High-
Speed Train “right-of-way would be fenced and secured after
construction, and maintenance access for utilities that remain within the
right-of-way would be limited.” PG&E owns and operates electric and
gas transmission lines and distribution facilities, substations and other

576-2

576-3

576-4

PG&E facilities and properties along the proposed project boundaries.
To promote the safe and reliable maintenance and operation of utility
facilities, the CPUC has mandated specific clearance requirements
between utility facilities and surrounding objects or construction
activities. To ensure compliance with these standards, the Authority
should coordinate with PG&E early in the development of their project
plans. Any proposed development should provide for unrestricted utility
access and prevent easement encroachment where possible that might
impair the safe and reliable maintenance and operation of PG&E’s
facilities.

Utility Coordination

According to the Public Utilities and Energy Section, it states that the
Authority “would work with utility owners during the final engineering
design and construction of the project to relocate utilities or protect them
in place.” PG&E recommends for the Authority to coordinate with PG&E
during all project phases including the environmental document/project
report, permitting, engineering and design, right-of-way acquisition, and
construction phases.

Permitting
PG&E recommends that the Authority coordinate with PG&E on the
development and review of agency permits and authorizations required.
Construction work and design of utility facilities should be included as
appropriate in the permits and authorizations required by resource
agencies which includes the Biological Opinion (U.S. Fish and Wildlife
Service), 401 (California Regional Water Quality Control Board), 404
(U.S. Army Corps of Engineers), Streambed Alteration Agreement
(California Department of Fish and Game), and the concurrence with the
cultural resource findings by the California State Historic Preservation
Officer.

Engineering and Design
PG&E recommends that the Authority coordinate with PG&E on potential
utility design and high-speed rail design adjacent to PG&E facilities
during and prior to the design phases including the environmental
document phase. Conceptual designs should be discussed early so that
potential utility impacts could be adequately detailed in the Final EIR/EIS
(See above, General Order 131-D). Early coordination would also avoid
and minimize utility impacts such as ensuring proper rail facility vertical
clearances for utility towers.

Right-of-Way
PG&E recommends that the Authority coordinate with PG&E during the
right-of-way phase to ensure PG&E utility right-of-way rights are properly
negotiated and terms satisfactory to PG&E requirements.

Electricity Demand

The Public Utilities and Energy Section, states that “Although it is not
possible to predict supplies for 2035, provided the planning period
available and the known demand from the project, energy providers
have sufficient information to include the HST (High-Speed Train) in their
demand forecasts.” The Final also shows a prediction that the Merced to
Fresno Section would require approximately 50 MW of additional peak
capacity by 2020. PG&E recommends that the Authority consult with
PG&E on determining the forecasted electricity demand of the Merced to
Fresno Section.

Construction
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The Public Utilities and Energy Section did not provide specifics of
planned and accidental disruptions to PG&E utility services due to
construction impacts. The Final EIR/EIS should include specific plans to
alleviate these disruptions and that the Authority would coordinate with
PG&E on these plans.
In addition, Table S-3 in the Summary of the Draft EIR/EIS, the
document shows no mitigation required for public utilities and energy
due to construction impacts or project impacts. PG&E recommends that
this should be reevaluated and that the Authority should correspond with
PG&E concerning potential mitigation measures prior to the finalization
of the EIR/EIS.

Growth and Development
The Regional Growth Section (Section 3.18) asserts that “Because
existing urban spheres of influence could accommodate the growth,
physical extension of utilities such as electrical transmission, natural
gas, water supply, and wastewater lines would not be any greater than
already planned under the current city and county policies.” However,
PG&E is concerned that the project may require further expansion of
electrical transmission and gas facilities beyond what is presently
anticipated to accommodate expected growth. The proposed project
would have potential direct and indirect consequence on growth and
development, which includes local and regional populations to be
redistributed and expected growth trends to alter, thus changing the
electricity demand profile. Expansion of distribution and transmission
lines and related facilities is a necessary consequence of this growth
and development. In addition to adding new distribution feeders, the
range of electric system improvements needed to accommodate growth
may include upgrading existing substation and transmission line
equipment, expanding existing substations to their ultimate build-out
capacity, and building new substations and interconnecting transmission
lines. Comparable upgrades or additions needed to accommodate
additional load on the gas system could include facilities such as
regulator stations, odorizor stations, valve lots, and distribution and
transmission lines.

Cumulative Impacts

The Cumulative Impacts Section (Section 3.19) did not identify and
evaluate all PG&E facilities that would be impacted by the proposed
project in order to determine that there would not be “…cumulatively
considerable under CEQA.” PG&E requests that the Final EIR/EIS
include adequate evaluation of cumulative impacts to utility systems
including impacts to the utility facilities needed to serve the proposed
project and any potential environmental issues associated with
extending utility service to the proposed project. This will assure the
project’s compliance with CEQA and G.O. 131-D and reduce potential
delays to the project schedule.

Utility Locations

Appendix 3.1-A (Project Footprint) of Volume II does not include all
PG&E facilities within or adjacent to the project area. The Authority
should coordinate early with PG&E on identifying and evaluating these
locations and designating them in the mappings prior to the finalization
of the EIR/EIS.

Substation Impacts

Section 3.6 (Public Utilities and Energy) does not identify in detail or
show any level of impact to PG&E substations. There are at least three
substations (not one to two as shown in Tables 3.6-12, 3.6-14, and 3.6-

576-4
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16) impacted by the project. The substations potentially impacted are the
Borden Substation in Fresno County (page 163, Project Footprint,
Appendix 3.1A), and the Storey and Dairyland Substations in Madera
County (pages 152 and 210 respectively, Project Footprint, Appendix
3.1A). The Final EIR/EIS should include the identification and locations
of the Preferred Alternative impacts to these PG&E substations and the
work required. This would include the proposed connections from the
proposed project to PG&E substations. The Authority should coordinate
early with PG&E on identifying and evaluating the potential substation
impacts.

Conclusion

PG&E is committed to working with the California High-Speed Rail
Authority on the proposed rail project from Merced to Fresno while
maintaining its commitment to provide timely, reliable and cost effective
gas and electric service to its PG&E customers. Please contact me by
telephoning (559) 263-7372 or emailing me at DWO4@PGE.COM if you
have any questions concerning our comments. We would also
appreciate being copied on future correspondence regarding this subject
as this project develops.

Sincerely,

Dale Overbay, PLS
Land Agent

EIR/EIS Comment : Yes
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576-1

The Authority recognizes its responsibility to pay for costs associated with project

construction and the necessary relocation of electrical and other public utilities.

The Authority will work with Pacific Gas & Electric (PG&E) as well as other utility

owners during final engineering design and project construction to relocate utilities or

protect them in place. In general, where overhead transmission lines cross the HST

alignment, the Authority and the utility owner may determine that it's best to place the

line underground. In this case, the transmission line would be placed in conduit so that

future maintenance of the line could be accomplished outside the HST right-of-way.

Where existing underground utilities such as gas, petroleum and water pipelines cross

the HST alignment, the utilities would be placed in a protective casing so that future

maintenance could be accomplished outside the HST right-of-way. The project

construction contractor would coordinate schedules for utility relocations and protection-

in-place with the utility owner to ensure the project would not result in prolonged

disruption of services.

576-2

See MF-Response-PUE-1.

The project team has been actively coordinating with PG&E during the early design

phases of the project to identify, describe, and evaluate the HST's potential impact on

existing electrical and gas infrastructure. As appropriate and commensurate to the early

stage of engineering design, modifications have been made to the EIR/EIS to reflect the

comments provided (see Section 3.6.2 Laws, Regulations, and Orders). Where the

project would require modification of any electrical substation or electrical transmission,

power, or distribution line, such modifications would be conducted in compliance with

the California Public Utilities Commission’s General Order 131-D.

576-3

See MF-Response-PUE-5

576-4

See MF-Response-PUE-5, MF-Response-PUE-1, and MF-Response-PUE-3.

Within Section 3.6 Public Utilities and Energy of the EIR/EIS, Section 3.6.5.3 High-

576-4

Speed Train Alternatives discusses potential conflicts with existing utilities.The Authority

will work with utility owners during final engineering design and construction of the

project to relocate utilities or protect them in place such that safe and reliable

maintenance of the facilities is not impaired. For example, where overhead transmission

lines cross the HST alignment, the Authority and the utility owner may determine that it

is best to place the line underground. In this case, the transmission line would be placed

in a conduit so that future maintenance of the line could be accomplished outside the

HST right-of-way.

The project team will continue to coordinate with PG&E to identify, describe, and

evaluate the HST's potential impact on existing electrical infrastructure. Section 3.6.5.3

of the EIR/EIS discusses the specific actions that will be implemented to minimize

planned service interruptions and reduce the potential for accidental disruptions in

service. Potential impacts to electrical power supply and electrical utility operations

during construction and operation of the HST have been alleviated through project

design. No additional mitigation is required.

576-5

See MF-Response-PUE-3 and MF-Response-PUE-5.

Growth is forecasted in the Central Valley under the No Project Alternative and HST

Project. As shown in Table 3.18-2 in Section 3.18, Regional Growth, the population of

the three counties in the study area is projected by about 68-percent which over double

then projected for California as a whole.  The population growth is going to require the

physical extension and expansion of utilities even under the No Project Alternative.

Compared to the projected growth without the project, the HST Project would not induce

growth substantially beyond what is projected. The HST alternatives would encourage

more compact, efficient land use in the region and would generate higher-density infill

development around HST stations which would minimize some of the need for

expansions to new areas. Section 3.13, Station Planning, Land Use, and Development,

provides additional information on the development of the station areas.  Additionally,

text in Section 3.19, Cumulative Impacts, under Public Utilities and Energy, addresses

the new power that would be required under the No Project Alternative. Because of the

new power requirements as a result of growth in the study area under the No Project

Alternative, the HST Project would not contribute cumulatively to the overall demand for
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utility services.

576-6

The impacts of the HST project on PG&E facilities, including the need for additional

facilities to serve the project, are direct impacts and are analyzed in Section 3.6, Public

Utilities and Energy, in the Final EIR/EIS. Proposed modifications to electrical facilities,

including transmission line upgrades and additions, are discussed for each HST

alternative in Chapter 2 Alternatives of the Final EIR/EIS, which describes the project

elements.

The Authority is actively assimilating information on existing and planned utilities. The

designs presented in the EIR/EIS are preliminary (15% complete). The Authority will

coordinate with utility owners to refine this information, identifying and evaluating all

known facilities within the footprint during future design phases. The Authority will also

be meeting with local districts, municipalities, and other entities (e.g., Kinder Morgan) to

develop Memoranda of Agreement that will define terms and conditions to resolve utility

conflicts, including funding by the Authority to reimburse costs incurred as a result of the

HST project. As necessary, the Authority will coordinate with the appropriate state

agencies to facilitate oversight of these activities.

576-7

See MF-Response-PUE-1 and MF-Response-PUE-5.
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Merced - Fresno - RECORD #38 DETAIL
Status : Action Pending
Record Date : 8/17/2011
Response Requested :
Stakeholder Type : Business
Submission Date : 8/17/2011
Submission Method : Website
First Name : Savita
Last Name : Patel
Professional Title : Owner
Business/Organization : Fresno Motel
Address :
Apt./Suite No. :
City : Fresno
State : CA
Zip Code : 93728
Telephone : 714-814-5371
Email : spatel559@hotmail.com
Cell Phone :
Email Subscription : Merced - Fresno
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

I would like to understand what the impact will be to the properties on
North Motel Drive in Fresno, there is a strech of Motel Properties along
this street.  I own property just north of Roeding park and West of the
UPRR on Golden State Blvd.  Thus far, the EIR/EIS has been very
vague regarding this strech of the Merced-Fresno section.  Will the
properties on this corridor be closed down as Golden State Blvd is
pushed west?  Are the properties going to be partially taken or
completely is a sound wall going to be produced as two rail corridors will
be very loud. This movement and closure of Golden State Blvd is going
to be very impactful to the businesses along the western side of the
UPRR.  Please advise!

EIR/EIS Comment : Yes
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38-1

See MF-Response-SOCIAL-1.

38-2

See MF-Response-NOISE-6.

38-3

See MF-Response-SOCIAL-3.

Response to Submission 38 (Savita Patel, August 17, 2011)

California High-Speed Train Project EIR/EIS
Merced to Fresno Section Response to Comments from Individuals

Page 25-28



Merced - Fresno - RECORD #128 DETAIL
Status : Action Pending
Record Date : 9/20/2011
Response Requested :
Stakeholder Type : Business
Submission Date : 9/20/2011
Submission Method : Website
First Name : Nick
Last Name : Patel
Professional Title : Owner
Business/Organization : Holiday Motel
Address :
Apt./Suite No. :
City : Fresno
State : CA
Zip Code : 93728
Telephone : 5592137189
Email : nrupen.patel@yahoo.com
Cell Phone :
Email Subscription : Merced - Fresno
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

I am the owner of Holiday Motel on 1407 N. Golden State Blvd. in
Fresno. First of all I am not opposing nor agreeing to this project.
However, from our research this project effects our property. We live
here and manage the property for the past 10 years. Fresno's average
occupancy is roughly at 60% and lower in recent years. Wouldn't you
want to stay at the 40% of the vacant properties instead of sleeping
across two railway tracks?

Our property value will also hit rock bottom because of the added High
speed railway track. It is already at its lows since there is already a UPR
track there. Nobody would buy this property after the next one is added.

Thank you
EIR/EIS Comment : Yes

128-1
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128-1

See MF-Response-SOCIAL-2.
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Merced - Fresno - RECORD #359 DETAIL
Status : Action Pending
Record Date : 9/26/2011
Response Requested :
Stakeholder Type : Business
Submission Date : 9/26/2011
Submission Method : Website
First Name : Savita
Last Name : Patel
Professional Title : Owner
Business/Organization : Fresno Motel
Address :
Apt./Suite No. :
City : Fresno
State : CA
Zip Code : 93728
Telephone : 714-814-5370
Email : spatel559@hotmail.com
Cell Phone :
Email Subscription : Merced - Fresno
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

The plan for the Golden State Blvd corridor, in Fresno between Olive
and McKinley does not take into account the change in business
atmosphere as the closure of Golden State Blvd. limits the traffic that will
pass by the Motels on this corridor.  You are also turning a four lane
street into two and pushing the entire street onto the properties.  This
impact is significant to the businesses on this street as property frontage
and signage will be destroyed.  Why not simply purchase the properties
as they will not be profitable at the end of this project?

EIR/EIS Comment : Yes
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359-1

See MF-Response-SOCIAL-1 and MF-Response-SOCIAL-3. Golden State Boulevard

would only be closed between Olive Avenue and Belmont Avenue. North of Olive

Avenue the roadway would be narrowed. Refer to Volume III: Alignment Plans and

Other Appendices for detailed information.
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176-1

See MF-Response-GENERAL-9
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Merced - Fresno - RECORD #698 DETAIL
Status : Action Pending
Record Date : 10/14/2011
Response Requested :
Stakeholder Type : Government
Submission Date : 10/13/2011
Submission Method : Project Email
First Name : Rene
Last Name : Perez
Professional Title : President
Business/Organization : Planada Community Services District Board of Directors
Address : 103 Live Oak Street
Apt./Suite No. :
City : Planada
State : CA
Zip Code : 95365
Telephone : (209) 382-0213
Email : laura.saldana@planadacsd.com
Cell Phone :
Email Subscription : Merced - Fresno
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

From: Laura Saldana [mailto:laura.saldana@planadacsd.com]
Sent: Thursday, October 13, 2011 4:30 PM
To: 'MercedFresno@hsr.ca.gov'
Subject: Draft EIR/EIS Comment

EIR/EIS Comment : Yes
Attachments : hppscan5.pdf (3 mb)
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698-1

See MF-Response-GENERAL-1. The Planada Wastewater Treatment Plant

Improvement Project has been added to the cumulative impacts analysis as requested.

698-2

Chapter 2 does not provide a general project setting. Rather, the resource sections in

Chapter 3, Affected Environment and Environmental Consequences, provide this

information as it pertains to each resource. Location descriptions in Chapter 2 are

specific to each alternative. No alternative travels through Planada, and therefore, it is

not discussed[CSVN1] . Impacts are disclosed by location in the EIR/EIS, as pertinent.

Regional impacts that could affect Planada, such as transportation, growth and air

quality, are discussed in regional terms in their respective sections of Chapter 3. Special

district boundaries are not determinants of environmental impacts, therefore, the

boundaries themselvesthey need not be disclosed in order to adequately disclose the

project's potential impacts.

[CSVN1]Where any impacts to Planada considered?  If so, it is appropriate to state that

here as a showing that the document considered the potential impacts to the

community.

698-3

See MF-Response-TRAFFIC-2.The District would still have access so there is no

environmental impact.

Current design assumes removed north/south travel along Whealan Road to be

relocated to nearby Plainsburg Road via E. Toews Ave and/or E. Kadota Ave. However,

further study and consideration of incorporating grade separation along Whealan Road

will take place at 30% design.

698-4

Section 3.6 Public Utilities and Energy focuses analysis on utility providers that serve

the study area, and the Planada Community Services District is not known to serve the

areas impacted. For this reason, a description of the Planada Community Services

District is not included in Section 3.6.

698-4

The Planada Community Services District published a DEIR in September 2011 on the

proposed expansion of their Waste Water Treatment Plant (WWTP) that

includes acquiring land to use for effluent disposal. The expansion is scheduled to be

completed by 2013. The BNSF Mission Way Alternative would transect the "Proposed

Phase 1 Reclamation Area" at approximately the southern study boundary. However,

the EIR analyzes a potential effluent area roughly twice the acreage of the project’s

effluent disposal requirements, permitting design flexibility.

Potential conflicts with the proposed expansion of the wastewater treatment plant have

been added to the discussion in Section 3.19 Cumulative Impacts. As necessary, the

Authority will consult with the district and develop design modifications to the HST or

changes to the proposed effluent disposal area, or both, to accommodate both projects.

Note, however, that the preferred alignment is the Hybrid Alternative, which would avoid

impacts to the district’s proposed water treatment facilities, as mentioned in MF-

Response-GENERAL-8.

698-5

See MF-Response-WATER-3. Site specific drainage design has not been completed at

this stage, however, the project design will be designed to avoid not adversely affecting

adjacent and downstream properties.  The EIR/EIS contains a description of a Project

Design feature that is specifically focused on flood protection.  Please see Section 3.8.6

for further detail.  In addition, it will be constructed in accordance with all state and local

regulations in regard to the floodplain.

Note that the proposed use of treated effluent from the upgraded Planada WWTP is now

discussed in the analysis of cumulative effects in Section 3.19.2.3.

698-6

See MF-Response-SOCIAL-7, MF-Response-PUE-5, MF-Response-GENERAL-8 and

MF-Response-GENERAL-1.

698-7

As discussed in MF-Response-AGRICULTURE-5, the HST will generate minimal wind

effects beyond the right-of-way area. All liquid  waste disposal ponds will be outside the

HST right-of-way. Therefore, train passage will not cause liquid effluent to enter the air

or take an aerosol form. See MF-Response-AGRICULTURE-4.
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960-1

See MF-Response-S&S-5 and MF-Response-S&S-8.

960-2

See MF-Response-GENERAL-18

California road construction and maintenance funding is not a part of this project and

does not meet project objectives. Therefore, by itself, it is not a viable alternative for

consideration in the EIR/EIS. Continued road construction and maintenance is one facet

of the No Project Alternative described in Chapter 2, Alternatives of the EIR/EIS.

960-3

See MF-Response-AGRICULTURE-2, MF-Response-AGRICULTURE-4, MF-Response-

AGRICULTURE-5, MF-Response-GENERAL-4, and MF-Response-GENERAL-18.

960-4

See MF-Response-AQ-1.

960-5

MF-Response-VISUAL-2

960-6

With regard to electricity demand and supplies, see Draft EIR/EIS Section 3.6, which

describes how project power demands would be met from the power grid. As a result of

the analysis described in Section 3.6, showing that the existing electrical grid has the

necessary capacity to support the addition of the HST system, blackouts and brownouts

are highly unlikely to occur. With regard to “who gets first dibs…agriculture or High

Speed Rail,” the details of the electricity supply are still being developed with the

California Public Utilities System and CalISO, but the Authority is not requesting special

privileges.

With regard to regional water supply impacts, see MF-Response-WATER-4, which

states that regional groundwater impacts would be negligible (and potentially

beneficial[CSVN1] ).

With regard to soil settlement (including the effects of regional subsidence), see the

discussion of negligible impacts and design standards in Chapter 3.9 (Geology, Soils,

960-6

and Seismicity). The EIR/EIS evaluates whether the project is located on a geologic unit

or soil that is unstable, or that would become unstable, as a result of the project. One of

the considerations is subsidence from groundwater or petroleum withdrawal.  The

EIR/EIS (see Section 3.9.4.4, Geologic Hazards) states that substantial subsidence has

occurred in the San Joaquin Valley, primarily due to groundwater extraction; however,

the areas with greatest land subsidence are in the western portion of the San Joaquin

Valley, where subsidence of more than 28 feet was recorded between 1926 and

1970. In the area of the HST alternatives, including the north-south alignments, wyes,

stations, and HMF, subsidence has been far less dramatic than on the western side of

the valley, with subsidence measured at less than 1 foot between 1926 and 1970 (Faunt

2009; Galloway and Riley 1999). Over the last several decades, the use of pipelines and

aqueducts for surface water deliveries from other parts of California has reduced

dependence on groundwater for agricultural use, and land subsidence has slowed or

reversed in some areas of the San Joaquin Valley. During drought conditions, however,

increased reliance on groundwater may result in increased subsidence rates.

Construction and operation of the Merced to Fresno HST project would not change

subsidence rates compared to existing conditions. The project does not include features

(e.g., major new sources of groundwater extraction) that would contribute to subsidence.

In fact, as described in Section 3.8, the project would cause up to 1,420 acres of land

(under the preferred alternative) to be removed from agricultural production. Some of

these lands are irrigated with groundwater, and therefore localized groundwater

withdrawals would likely be reduced.

The project will be designed so that geotechnical constraints (e.g., subsidence from

groundwater withdrawal, soil settlement from new earth loads, etc.) do not result in

premature degradation of the alignment such that speeds are reduced or operation and

maintenance (O&M) costs are unacceptably high. Prerequisite geotechnical and

geologic evaluations, design features, and management measures to reduce or

eliminate risk from poor or unexpected geologic conditions or from long-term effects of

the project on geology are described in the EIR/EIS.
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See MF-Response-S&S-3 and MF-Response S&S-9. Specific procedures for train

operations, such as responding to passenger’s medical emergencies, have not been

established. These will be established prior to the start of HST passenger service. They

are assumed to be similar to those in place for Amtrak and commercial airlines which

typically rely on staff for immediate response and notification of emergency teams at the

next stop for assistance and transfer of the passenger, if needed.  In the event of an

accident, such as a derailment, or natural disaster, such as an earthquake, the HST

control system would rapidly bring the HST to a controlled stop (see Section 3.11.5.3).

That would include all trains on that track, including following trains.

960-8

See MF-Response-GENERAL-14, MF-Response-GENERAL-18
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See MF-Response-GENERAL-10. Also see Chapter 7 Preferred Alternative of the

EIR/EIS which summarizes the relative differences between the alternatives and

identifies the Hybrid Alternative as the preferred alternative for the Merced to Fresno

Section.
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October 12, 2011 
 
California High-Speed Rail Authority 
Merced to Fresno Draft EIR/EIS Comments 
770 L Street, Suite 800 
Sacramento, CA 95814 
 
 RE:   City of Madera Comments on Merced to Fresno Draft EIR/EIS 
 
Dear Sir or Madam, 
 
The City of Madera appreciates the opportunity to comment on the Draft EIR/EIS for the Merced to 
Fresno section of the California High Speed Rail Project (“the Project”).  We recognize the tremendous 
scope of the Project and the difficulty in attempting to analyze and address all potential impacts.  The 
City of Madera understands that the Draft EIR/EIS is intended to serve as a project-level document, and 
that additional environmental review will not be required in order to construct the Project after the 
Final EIR/EIS and Record of Decision are certified.    
 
Each of the three alternative alignments would affect the community of Madera.  However, we believe 
that the BNSF and Hybrid Alternatives present the least impacts to Madera community while continuing 
to meet all Project objectives.  These options would avoid severe disruption to the heart of the Madera 
community and the impacts such disruption would create.  Further, we understand that substantial cost 
savings to the Project would be realized with the selection of either of these routes in comparison to the 
UPRR/SR 99 Alternative. 
 
As the City has previously described in comments and correspondence on the Project, we believe that 
development of the UPRR/SR 99 alignment will result in detrimental impacts to the community which 
cannot be fully mitigated.  Loss of businesses and employment opportunities, loss of sales and property 
tax revenue, reduced development and redevelopment potential, visual impacts, community division, 
noise impacts, etc. will be the lasting effects on the Madera community should the UPRR/SR 99 
Alternative be selected.  Our review demonstrates that the Draft EIR/EIS not only failed to identify 
feasible mitigation measures that would lessen the severity of these impacts, but concluded that little or 
no impact to the Madera community would occur despite the massive disruption the Project would 
entail.  Our comments on the Project are outlined below. 
 
General Comments 
 
1. Inadequate Review Period.  The burden of reviewing and commenting on the Draft EIR/EIS within 

the designated comment period is unreasonable and disproportionate to small agencies with limited 
staff, including Madera.  Volume 1 of the Draft EIR/EIS alone is comprised of several hundred pages 
of text.  However, that volume tends to contain summary information with references to thousands 
of additional pages of text and graphics in separate documents, some of which are included as 
appendices and some are not.  While we remain concerned that the methodology and approach 
utilized to prepare the EIR/EIS is inadequate to fully disclose impacts to the Madera community, it 
has not been possible to develop a complete understanding of how the technical studies and 
supporting documents were utilized to reach the conclusions presented in the Draft EIR/EIS.  This 
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dilemma is magnified by the fact that an already small staff typical of medium and small cities like 
Madera has shrunken due to economic conditions.  A revised Draft EIR/EIS, when completed, should 
be circulated for at least a 90 day period. 
 

2. Mitigation Measures.  Many mitigation measures identified in the document (including those 
related to noise, aesthetics, and physical deterioration, as examples) fail to identify specific 
measures that will be taken to reduce significant or potentially significant impacts to less than 
significant levels.   Measures calling for “consideration of” or “cooperation with”, for instance, 
appear to be based on the hope that they will have a beneficial effect and are not supported by any 
evidence that the impacts will actually be reduced to less than significant levels.  These measures do 
not appear to be enforceable through legally binding instrument, nor do they appear to incorporate 
performance criteria which would demonstrate how the significance of impacts would be reduced.   
 

3. Existing Transportation Corridor.  Reference is made throughout the document, particularly in 
relation to the UPRR/SR 99 Alignment Alternative, as to the addition of HST facility to an existing 
transportation corridor.   This reference is frequently made as the sole justification to consider the 
impacts of the HSR Project less than significant because “the impacts have already been created by 
the existing transportation corridor.”  This justification is inaccurate and a major flaw in the 
document.  It is correct that Freeway 99 and the existing UPRR tracks traverse through the 
community.  However, there is little or no similarity between these existing at or below grade 
facilities and the elevated viaduct that is proposed with the UPRR/SR 99 Alternative.  That alignment 
would place elevated the tracks at more than 50’ above the existing ground surface, supported by 
more than 400 columns, each 10’ diameter and more than 40’ tall, through the existing city limits.   
The Project would run 272 trains at 220 miles per hour through the community each day.  Nothing 
resembling that facility is presently in place.  The impacts that would be created by HSR on the 
UPRR/SR 99 Alignment are new and unique, and the conclusion that the impacts of the HSR facility 
are somehow less significant because of the presence of the existing facilities is false and 
misleading. 
 

Alternatives 

4. Project Alternatives – At-Grade and Below-Grade Options for UPRR/SR 99 Alternative.    The Draft 
EIR/EIS does not consider the potential for at-grade or below-grade (trench) options for the 
UPRR/SR 99 Alternative that may have the potential to lessen impacts in Madera.  It appears as 
though these alternatives have been or are being considered in various sections (or parts of 
sections) of the Statewide HST project.  The EIR/EIS needs to fully evaluate both at-grade and below-
grade alternatives, including all design features and community improvements necessary to 
implement each of them.  The impacts and mitigation measures associated with each alternative 
should be analyzed and disclosed. 
 

5. Project Description – Amtrak Connection.  The Authority has selected the initial phase of 
construction for the HSR Project with the community of “Borden” as its southern limits, with the 
potential for the initial construction to extend south of Borden if sufficient funding is available.  At 
least a portion of the initial construction would occur within the Merced-to-Fresno segment.  The 
Authority has also publicly described the potential for the “Independent Utility” requirement to be 
met by utilizing the new rail corridor for Amtrak facilities.  In light of information provided to the 
Authority, and the Authority’s acknowledgement of funding uncertainties for the remainder of the 
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 Statewide Project, the need to utilize HST facilities for Amtrak in order to maintain the independent 
utility requirement is reasonably foreseeable.  How is this connection reflected in the project 
description, and how are the unique impacts of Amtrak traffic on HST corridor analyzed in the 
document?    Would service at Madera’s existing Amtrak station be affected? 
 

6. BNSF (and Hybrid) Alternative.  The BNSF alternative is described as following the existing BNSF 
transportation corridor.   Just south of Madera, the BNSF Alternative (and the Hybrid) deviates from 
the existing transportation corridor and traverses through agricultural land before paralleling the 
UPRR tracks.  It is unclear why this alternative leaves the BNSF corridor just south of Madera, when 
it appears that it could follow the alignment south towards Fresno for some additional distance, 
thereby minimizing agricultural impacts and maximizing dual facility - road and rail corridor - 
overcrossings.  

 
7. Section 2.2.1  System Design.  The system design notes that the guideway would be designed to 

keep persons, animals, and obstructions off the tracks, and would include an intrusion monitoring 
system.  What would these features be comprised of for the at-grade (BNSF) and elevated (UPRR/SR 
99) alternatives?    Have the environmental effects of those features been analyzed in the EIR/EIS? 
 

8. Table 2-1.  System Capabilities.  The discussion notes that the system is capable of operating parcel 
and special freight service as a secondary use.  How would that “secondary use” be incorporated 
into system operations?   For instance, would overnight-use be allowed?   Have potential impacts 
from such secondary uses been analyzed, or would they be prohibited? 
 

9. Section 2.2 – Top of Page 2-6.   The description of Project features notes that “communication 
towers” would be located every 2-3 miles, including 100 foot tall communications poles.   The 
locations of those communications poles could not be identified.   As the presence of even a single 
100’ tall communications pole would present unique impacts in addition to the impacts of the tracks 
themselves, the specific locations should be identified and the impacts of their placements 
disclosed. 
 

10. Section 2.2.3.  Stations.  During Technical Working Group meetings, the potential for HSR 
maintenance facilities to accommodate passengers on a modified basis was discussed.  That 
potential would apply to maintenance facilities not within close proximity to a full station.  While no 
such features are currently planned, the potential for passenger accommodations at maintenance 
facilities should be identified, in order to remove a barrier to their occurrence if ultimately proven to 
be feasible and beneficial. 
 

11. Section 2.2.7.   Traction Power Distribution.  The need for additional power distribution facilities is 
identified, including but not limited to track power substations (2.2.7.1), switching and paralleling 
stations (2.2.7.2), and signaling and train control elements (2.2.7.4).  It is unclear where within the 
Madera planning area each of these features would be placed.  As they present the potential for 
unique impacts, their specific locations should be identified and the impacts of their placements 
disclosed. 
 

12. Power Lines.   All references within the document, including each of its various sections, to new or 
replaced power lines should reflect Madera’s policy that all utility lines be placed underground.   
This policy should be implemented within City of Madera’s General Plan growth boundary, which 
extends from Avenue 11½ on the south to roughly Avenue 19 on the north. 
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13. Figures 2-47 and 2-50.   These figures show general locations of road modifications and reference 
numbers are listed for each modified road (presumably).  We were unable to locate the 
corresponding data which relates to these reference numbers and describes what road/street would 
specifically be modified and what actual modification may occur.  We are uncertain how to evaluate 
potential impacts of these modifications when the Draft EIR/EIS does not make it clear what changes 
are proposed.  
 

14. Section 2.6.2  First Bullet Point - Maintenance.  This section describes maintenance activities on the 
tracks that would occur between midnight and 5:00 a.m.  These activities would occur during the 
time most sensitive to disruption from noise.  Has the maintenance train noise, as well as any 
additional noise created by maintenance activities, been incorporated into the noise analysis?   If so, 
where specifically would we see that information? 

 
Additionally, related to maintenance, we cannot find a specific discussion of maintenance 
responsibilities for features associated with the HSR corridor, such as landscaping within the 
corridor and graffiti removal.  
    

15. Section 2.7.1   Land Use Patterns.    The discussion beginning on page 2-94 describes goals, policies, 
and objectives related to discouraging sprawl and positively affecting land use patterns by 
stimulating infill.   This discussion focuses on the benefits of station area planning and the potential 
for new stations to generate or stimulate infill development. The discussion does not evaluate these 
goals, policies and objectives as they relate to the alignment alternatives away from stations.     
Later in the document (Chapter 3.12), the EIR/EIS identifies the potential for the UPRR/SR 99 
alignment (in the City of Madera) to generate impacts that would discourage infill: 
 

For communities that are farther from the HST station areas *…including Madera….+ there is a potential 
for physical deterioration adjacent to the HST corridor that could result in negative impacts.  ……   the 
presence of HST may reduce interest in new development and cause land to be underused, perpetuating 
a void in these communities.  Page 3.12-39.    

 
To the extent HST causes direct physical impacts which limit or hinder development within Madera’s 
core, or indirect impacts which create the stigma of living “under the tracks,” the potential for infill 
development will be severely hampered by the selection and development of the UPRR/SR 99 
Alternative.  This negative outcome should be described alongside the potential for the positive 
affects around HST stations. 
 

16. Page 2-96.  Section 2.71.  The concluding paragraph of Section 2.71 (Page 2-96) makes an overly 
broad statement that the Project “would serve to reinforce cities as hubs of the economy and future 
growth and would save land and water, reduce energy use, improve air quality and save money.”   It 
is unclear how the Project would reinforce Madera as a hub of the economy.  It is more accurate to 
say that some cities (with stations) may experience that affect, while others may experience 
negative impacts.    
 

Transportation 
 

17. Section 3.2.2.3  Regional and Local Plans.  Table 3.2-1 is described as listing regional and local plans 
and policies that were identified and considered in the preparation of the analysis.  The table itself 
provides a “Summary”.  It is unclear whether just the goals listed in the summary were considered, 
or whether all of the goals and policies in the identified plans were considered.  The City of Madera 
General Plan contains many more goals and policies than were identified in this table.  Later in the 
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chapter (Page 3.2-29) the discussion notes that the Project is consistent with the plans and policies 
in this table.   Because the City of Madera General Plan Circulation Element contains at least one 
policy that specifically directs the HST away from the UPRR alignment, it is clear that the UPRR/SR 99 
Alternative is not consistent with all of the plans identified.  This discussion is confusing and 
potentially misleading. 
 

18. Section 3.2.5.3  Construction Period Impacts (Page 3.2-30).  The discussion of construction period 
impacts does not identify construction-related conflicts or disturbances in the City of Madera.   
These effects are only described generally, with the analysis indicating that such affects are 
temporary and are not considered impacts.  Because CEQA requires an evaluation of construction 
related impacts, it is unclear why the analysis would make a blanket statement that the temporary 
nature of construction effects precludes the occurrence of impacts?  Additionally, in light of the 
blanket description of construction effects, it is unclear why numerous and specific “Construction 
Impacts on Circulation” are then identified and discussed for the Merced and Fresno HST stations? 
 

19. Section 3.2.5.3  Construction Period Impacts.  The general discussion of construction disturbances 
notes that a construction access plan would be developed prior to construction and would be 
reviewed by cities.   Such plan must be subject to the approval of the affected local agencies, not 
simply the review of those agencies.     
 
Is the description of the construction access plan on page 3.2-30 intended to be the same document 
as the construction transportation plan described on page 3.2-107?  If so, these should be 
consistently described, and must require the approval of the local agency. 
 

20. Page 3.2-35.  Changes in Conventional Passenger Rail Service.    The meaning of this paragraph is 
unclear.   While the initial sentence suggests that the Amtrak San Joaquin may be adjusted to 
function as a feeder service, the next sentence suggests that Amtrak service may be discontinued in 
Madera.  What is the intended meaning of this paragraph?   If an impact of the Project is the loss of 
Madera’s only passenger rail service, which also serves the broader Madera County community, 
mitigation should be identified which provides a public transit link between the community and one 
or more HST stations. 
 

21. Page 3.2-35.  Pedestrian and Bicycle Impacts. This paragraph describes “the corridor” and we 
presume that it refers to the UPRR/SR 99 potential alignment?   Does this analysis consider the 
disruption to local linear parks and trails which function as bicycle and pedestrian facilities? Does the 
analysis include a determination that the noise and vibration created by the HST will be conducive to 
bicycle and pedestrian use underneath and adjacent to the tracks?  If so, where specifically is that 
information in the document found? 
 

22. Page 3.2-36.   Altering Freight Rail Transportation.  As described by City of Madera during Technical 
Working Group meetings, the City’s 2009 General Plan established an industrial land use cluster on 
the eastern edge of the growth boundary to diversify the City’s employment centers and to take 
advantage of rail frontage along the BNSF tracks.  Land use and circulation patterns have been 
planned to support the eventual development of that industrial area.   General Plan Policy CI-39 
identifies the need for rail access to this area: 
 

The City supports the timely extension of rail service to the industrial area east of Highway 99 to provide 
an incentive to development in this area.   
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The design of the BNSF Alternative for this segment should incorporate the potential to add rail 
access to this area as called for in the Madera General Plan.   While the City would not expect the 
HSR project to physically construct a spur or similar feature (unless future construction would be 
infeasible) it is the City’s belief that the HSR design should not preclude its eventual development, or 
make it so expensive as to make it cost prohibitive.  If the Project will preclude future rail access, 
that impact should be disclosed in the EIR/EIS Sections on transportation, economic impacts, and 
land use impacts.   Mitigation should be included. 
 

23. Additional Transportation Concerns Not discussed in Transportation Section.  The City has additional 
concerns regarding how the Project will impact existing and future street improvements. 
 
a. While it is not likely that the City will seek to grade separate all crossing of the UPRR in the 

future, there are several key locations that may warrant separation as growth within the City 
continues.  In particular, projections for growth in the number of freight trips on the UPRR 
corridor suggest that long-term plans may require the consideration of grade crossings.  These 
grade separations may need to occur for safety or capacity concerns regardless of the obstacles 
that may currently exist.  For those locations, the HST significantly increases the cost of any 
grade separation, and removes the potential for an overpass.  The cost of constructing an 
underpass is typically much more expensive than constructing an overpass.  These increased 
costs should be recognized and identified as an impact to the community and mitigation should 
be included.  Potential grade crossings could include Olive Avenue, 9th Street, Yosemite Avenue, 
4th Street and Cleveland Avenue. 
 

b. Spacing of columns on elevated segments should not preclude future road widening to 9 lane 
sections on arterial roads and 7 lane sections on collectors.  While the need for these sections 
will likely occur beyond the typical 20 plus year horizon year, it is clear the guideway will be in 
place well beyond 50 years.  An April 2, 2011 memorandum to city indicated HSRA is developing 
engineering guidelines for roadway spacing.  Have these been completed? 
 

c. The existing interchange at Gateway & Cleveland will need to be rebuilt at some time in the 
future.  At this time, a concept for reconstruction does not exist.  The HST design must allow for 
this future modification.  The City has requested on several occasions that the HSRA Project 
Team provide concepts to show how the interchange can be constructed following possible 
construction of the HST along the UPRR/SR 99 Alternative.  The EIR/EIS does not show how this 
might be accomplished.  An April 2, 2011 memorandum to city indicates HSRA 
acknowledgement of this concern. 
 

d. This comment is related to new and/or modified grade crossings to be constructed with the 
BNSF Alternative.    Due to the unique grade separation right-of-way requirements where the 
roadway is taken off the historical alignment or the right-of way is expanded due to the longer 
crossing of HST and BNSF, the HSRA should acquire the ultimate right-of-way for either the full 
width collector or arterial crossing at all locations per current City standards at time of 
acquisition.  This action will also assist in offsetting additional costs for anticipated increased 
protection of the HST right-of-way from objects from above, the increased structure height and 
the longer span when widening bridges or underpasses.  
 

e. The HST STR designation on the profiles indicates 12.5 feet but the typical sections (where 
found) seems to indicate this is 13.5 feet.   Please clarify.   
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f. On the UPRR/SR 99 Alignment at Avenue 17, a generic clearance envelope has been assumed 
showing minimum road clearance of 16.5 feet and the HST STR designation of 12.5 feet in 
contact with the road clearance envelope.   Due to planned and approved development in this 
area, a new or substantially expanded interchange will be required in the foreseeable future.  
The HST profile appears to assume that any future improvements proposed at this location will 
follow the original grades of an obsolete design.  Please indicate how the HST profile will ensure 
adequate clearance for the interchange when it or the approach profiles are re-constructed to 
current design standards with a 50 MPH design speed. 
 

g. Ellis Overcrossing.  The Ellis Overcrossing of SR 99 and the UPRR tracks is currently under 
construction.  The drawings for this structure were previously provided to the HSR Authority 
designers but the road profile is not shown on the HST profile.  Please confirm the HST does not 
impact the required 16.5 feet of clearance. 
 

h. The City of Madera is in the final stages of an infrastructure plan which also defines a plan line 
for future construction of Sharon Boulevard and associated utilities between Ellis Street and 
Avenue 17.  The planned UPRR/SR 99 alignment would conflict with the plan line and existing 
utility easements.  Either the HSR Authority will be required to modify impacted portions of this 
effort or reimburse the City for such work, at a cost of more than $300,000, plus staff time.  
Please acknowledge this requirement and provide for the option of either HSR Authority or City 
staff to complete at City’s discretion. 

 
i. Northerly Terminus of Sharon Boulevard.   The configuration of the UPRR/SR 99 Alternative 

appears to limit the northerly extension of Sharon Boulevard from its existing terminus.  The 
Project should disclose how the extension of Sharon will be provided to ensure continued access 
to a large highway commercial parcel, as well accommodate a connection to Ellis Street and the 
local street network in this area.   
 

j. The impact of the UPRR/SR 99 alignment on E Street is not clearly defined north of 4th Street.  Is 
the full right-of-way for E street protected, or is a portion of the right of way absorbed by the 
HST corridor?  Does the design anticipate that City improvements are located within the HST 
right of way, or underneath the HST structure?   It is not clear whether the anticipated design of 
the corridor would require the acquisition and demolition of buildings on the east side of E 
street, or whether, if retained, the parking and pedestrian access to those buildings would be 
affected. 
 

k. Between Almond Avenue and Tozer Street, the HST appears to shift Knox Street sufficiently into 
an undeveloped commercial parcel to the degree the parcel would have no commercial value. 
What is the intent of this remainder parcel? 
 

l. Avenue 13 (Pecan Avenue) – A generic clearance envelope is shown which indicates 
construction of a new overcrossing which meets current sight distance standards would not be 
negatively impacted by the HST.  Should the HST profile be lowered, please ensure adequate 
clearance for a new interchange with a 50 MPH design speed be accommodated. 
 

m. There have been proposals to reconstruct SR 99 to interstate standards.  Has the HST considered 
the impacts of such a proposal and does it play a part in the design? 
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n. An encroachment permit will be required for all construction within the public right-of-way.  The 
permit will, at a minimum, address demolition, construction or re-construction of all public 
facilities, traffic control around HST construction operations, etc.  As part of this permit, the City 
will review plans of all proposed improvements and provide inspection services throughout 
construction.  Fees will be based on the engineer’s estimate of the value of construction.  

 
Noise 

 
24. Section 3.4.2.3.   In what way were city and county general plans considered?   Was the Project 

reviewed for consistency with the noise policies in each general plan?   
 

25. The discussion indicates that the Typical 24-hour Ldn Noise level for an HST at 220 mph would be 
approximately 94 dBA at 100 feet.  The City’s General Plan Noise Element states that the City will 
ensure that transportation projects include mitigation measures to maintain at least “tentatively 
compatible” noise levels. These levels are as follows: 

 
 All Residential  60-70 dBA 
 All Commercial 70-75 dBA 
 Public Parks  65-70 dBA 

 
It appears that even with the addition of sound walls on the elevated guideway, built to the 

maximum height allowed (14 feet), the noise impacts would not be reduced to levels required by 

the City’s General Plan.  Based on the information provided in the draft document the noise levels at 

the very most would be reduced by approximately 15 dBA.  The result being noise levels that would 

exceed the City’s requirements by about 5 to 10 dBA depending on use.  It is not clear from the 

information provided whether a solid 14 feet sound wall would actually be feasible due to structural 

limitations.  The document states that sound barriers should also be built as low as possible.  It does 

not state what height of sound wall is currently being considered by the HSR Authority as 

appropriate for HST alignment for UPRR/SR99 alternative through the City of Madera. 

26. Train Operation Noise and Vibration Methodology – Page 3.4-13.  Study methodology is outlined in 
this section and assumptions are made relative to track type and speed.    We have the following 
questions regarding this methodology: 
 
a. Will the construction and operating characteristics for the Project be limited to these 

assumptions?    
 

b. For instance, could slab track be substituted for ballast and tie track?    
 

c. Because design speed will be higher than 220 mph, could operating speeds eventually exceed 
the assumed velocity?   If that is a possibility, have speeds in excess of 220 been analyzed? 
 

d. Will the multi-year testing period include speeds higher than 220 mph? 
 

e. Have maintenance activities been incorporated into the noise analysis? 
 
 

582-7

582-8

HSR MERCED TO FRESNO DRAFT EIR/EIS  

CITY OF MADERA COMMENT LETTER  Page 9 

f. Because buildings within the footprint were not include in the impact assessment, is there any 
basis to understand what the impact of placing buildings under the elevated structure is?   
Elsewhere in the document, reference is made to the potential allowance for buildings under 
the elevated structure. 

 
27. The draft document does not appear to include data on noise levels created by the HST system 

when it is located less than 100 feet from a noise receptor.  There are commercial buildings on the 
east side of “E” Street that appear to be less than 100 feet from the HST rails on the UPRR/SR 99 
Alternative.  There also appears to be homes near both the Sharon linear park and the Knox linear 
park (referenced as Avenue 27¾  linear park in document) that will be located less than 100 feet 
from the HST rails.  
 

28. The draft document does not provide any information regarding actual noise levels beneath the 
elevated guideway on the UPRR/SR 99 Alternative.  This information should be provided, and the 
analysis should determine the level of noise pedestrians and bicyclists would be exposed to along 
existing pedestrian trails and linear parks within the UPRR/SR 99 affected area, and whether that 
noise level presents a safe and comfortable environment for those users. The analysis should make 
the same determinations for trails or pathways which may be developed underneath the new 
guideway structure.  
 

29. The draft document does not speak to the impacts to pedestrians and other persons interacting in 
the outdoor environment in proximity to the HST alignment.  As discussed above, it appears that 
even with addition of sound walls at the maximum height possible the HST would still generate 
noise level of approximately 80dBA at 100 feet.  The City’s General Plan indicates that noise levels 
above 75dBA are considered “Completely Incompatible” in residential areas or in areas utilized for 
open space such as existing or planned parks.  The impacts to outdoor functions such as plazas and 
eating establishments have not been analyzed and should be included.  The City of Madera General 
Plan heavily emphasizes the use of outdoor features which may not be feasible with HST noise.  This 
should be included in the analysis.     

 
30. The draft document does not address the noise impacts created by the acquisition of properties and 

demolition of existing buildings and structures that currently act as noise barriers between the City’s 
downtown core and the existing noise generated by UPPR freight trains.   While the noise generated 
by UPRR trains is existing, the removal of the existing buffer will create additional exposure to UPRR 
freight noise, including increased noise from projected increases in freight traffic on this line.  The 
Project will therefore increase the noise impacts from the existing UPRR corridor affecting both 
commercial and residential uses east of the rail corridor.  This impact should be included in the 
analysis and appropriate mitigation measures should be identified.  The placement of sound walls at 
ground level is unacceptable, as it would create an additional physical division in the community and 
present unavoidable visual impacts. Mitigation should occur through design treatments and use of 
appropriate building materials at the properties where the additional noise exposure will create 
significant impacts.   The affected parcels and buildings should be identified individually, consistent 
with standard practices for project-level EIRs.    
 

31. Figure 3.4-1 indicates the noise levels for HST Typical 24-hour Ldn Noise levels.  What does not seem 
to be indicated is the SEL (primary descriptor of a single noise event).  This should also be made 
available to accurately describe the actual noise impact per event or a clarification on where this 
data is provided in the draft document. 
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32. The noise and vibration discussion in many cases defers consideration and determination of actual 
mitigation measures to be applied to the Project in the City of Madera to a future date.  This is 
prohibited by CEQA.   

 
It is not possible to tell from the analysis precisely where sound walls would be required, and at 
what height those walls would need to be constructed to mitigate impacts to less than significant 
levels.   As described in our comments above, the analysis describes the potential that sound walls 
atop the elevated guideway may not be feasible in some cases.  The discussion further indicates that 
the City may have to choose between mitigating some uncertain impact, and ignoring that impact in 
order to minimize visual impacts.  The proposed mitigation measure suggests that these issues 
would be worked out later.  This approach simply does not allow the City to gain a reasonable 
understanding of what actual noise impacts are being created and how they will be mitigated.    

 
33. Figure 3.4-16.  The illustration of potential mitigation locations in the Madera Project vicinity 

appears to show the need for sound walls through the core of Madera.  No sound walls are shown 
south of the core, where large residential projects have already been approved on both sides of 
Freeway 99, as far south as Avenue 12½.   It is not clear whether the noise analysis acknowledged 
the presence of these approved projects.   
 
In general, the HSR project should identify the need for mitigation wherever planned land uses 
would be impacted by the Project.  Because it is infeasible for any future development project to 
add sound walls to the elevated viaduct at any point in the future, any potential development area 
that would be negatively impacted should be included in the area receiving noise mitigation.  The 
alternative is to identify where noise impacts would make certain planned uses impractical, which 
would trigger amendments to the land use plan and/or acquisition of the affected properties, 
depending on the severity of the impact. 
 

Utilities and Energy 
 
34. City of Madera References.  Most or all of the references to city of Madera policies and 

infrastructure systems appear to utilize the 1992 General Plan instead of the 2009 General Plan.  
These references, including the content in each relevant section, should be modified to reflect the 
current general plan.  The discussion of the Madera General Plan in Table 3.6-1 does not reflect the 
range of goals and policies from the 2009 General Plan 
 

35. Table 3-6.3.   It is unclear whether the discussion of solid waste intends to refer to solid waste 
disposal service, or to the operation of a landfill.    To the extent it intends to describe service, the 
City of Madera provides curb-side solid waste and recycling service through a contract with Allied 
Waste. 
 

36. Page 3.6-30 - Conflicts with Existing Utilities – Overhead Transmission Lines.      First paragraph 
suggests states that “where overhead transmission lines cross the HST alignment, the Authority and 
the utility owner may determine that it is best to place the line underground.”   The City of Madera 
has in place a policy which requires the undergrounding of all new utilities.   The HSR construction 
protocol should conform with the City policies.  
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37. Page 3.6-30 - Conflicts with Existing Utilities – Storm Water Basin. The second paragraph in this 
section describes potential conflicts with storm water basins. The discussion notes that conflicts 
would occur with existing basins.   Several existing basins in Madera would be affected by the 
UPRR/SR 99 alternative.    Has the analysis been done to determine whether the proposed remedy 
to these conflicts is actually implementable?   
 

38. Additional Storm Water Conflicts.  Additional conflicts will occur between the UPRR/SR 99 
Alternative and two critically important basins that have been approved but not yet constructed: 
 
a. Town Center Basin.  A basin has been approved on property at the northeast corner of Avenue 

17 and SR 99.  The basin will be developed in conjunction with an approved shopping center on 
a 100 acre commercially designated parcel.  The basin, in addition to accommodating storm 
water runoff from the shopping center and street, is integral to an engineered system that will 
remove the shopping center from a designated flood zone.  The proposed UPRR/SR 99 
Alignment will bisect the basin.  The impact of the HSR corridor on the basin must be evaluated 
at the project level, and the resulting impacts on the remainder of the project site disclosed.    
The effect of the Project on this basin must be described, and mitigation must be identified 
consistent with the severity of the impact that is being created. 
 

b. Southeast Madera Development Basin.  A basin has been approved on the property south of 
Avenue 13 on the east side of SR 99.   The basin has been approved as part of the Southeast 
Madera Development Specific Plan.  In addition to accommodating runoff from the Project, the 
basin has been designed as part of an engineered system that will remove the development 
area from a designated flood zone.   The proposed UPRR/SR 99 Alignment will bisect the basin.  
The impact of the HSR corridor on the basin must be evaluated at the project level, and the 
resulting impacts on the remainder of the project site disclosed.   The effect of the Project on 
this basin must be described, and mitigation must be identified consistent with the severity of 
the impact that is being created. 

 
39. Page 3.6-37.  Reduced Access to Existing Utilities in the HST Right of way.    While the analysis 

describes the potential for reduced access to utilities, the analysis does not appear to address the 
increased cost burden to local agencies of having to work within the HST right-of-way.  All local 
agencies are familiar with the increased time and costs associated with working within state and 
railroad rights-of-way.  Increased engineering costs, time delays, heightened and elongated 
environmental review requirements, special training requirements for contractors and employees, 
etc. are the reality.  The elevated tracks associated with the UPRR/SR 99 Alternative may also 
preclude the use of heavy equipment, including cranes, in the vicinity of the HST.   These increased 
costs are not factored into existing utility rate structures and capital improvement plans, and may 
limit local agencies’ ability to continue to perform its current level of service.  This impact should be 
analyzed and defined mitigation measures should be developed. 
 

Hydrology 
 

40. Page 3.6-40.  Stormwater Generation.  Where the Project proposes to convey stormwater to a 
facility operated by the City of Madera, it will responsible to pay its fair share towards the 
development of such facility in the form of the City of Madera stormwater development impact fee.   
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41. City of Madera References.    Most or all of the references to City of Madera policies and 
infrastructure systems appear to utilize the 1992 General Plan instead of the 2009 General Plan.  
These references, including the content in each relevant section, should be modified to reflect the 
current general plan. 
 

Safety and Security 

42. Introduction.   The introductory sentence indicates that the safe operation of the HST is of highest 
priority.  By definition, is the placement of the HST facilities in rural, unpopulated areas where 
available, versus urban populated areas, the safest alternative? 
 

43. Page 3.11-19.  High Risk Facilities and Fall Hazards.  The discussion regarding high risk facilities 
suggests there is significant overlap between hazards on each of the 3 potential alignments.  This is 
confusing, as with the UPRR/SR 99 and BNSF Alternatives, the same hazards are not likely to affect 
both routes.    Please clarify, which hazards apply to which routes? 

 
44. Fire, Rescue & Emergency Services.   The City of Madera does not have a ladder truck sufficient to 

provide access or emergency services to the elevated guideway which would be constructed with 
the UPRR/SR 99 Alternative.  In the event of accident or other disruption to service, the City of 
Madera may not have the potential to act as first responder. 

 
45. Comparison of Alignment Alternatives.   The analysis of both construction and operational impacts 

to public safety fails to identify the comparative exposure to public safety hazards associated with 
each of the potential alignments.   

 
The discussion summarily describes that systems are in place to prevent hazards from occurring and 
thus the potential impacts are less than significant.  However, accidents or intentional acts of 
violence are unpredictable by nature and certainly create exposure to hazards that do not presently 
exist.   Accidents on traditional freight lines are relatively common in the United States, and an 
accident on a high speed line in China in the recent past suggests that systems put in place to 
prevent accidents are subject to failure.   The Project features described in the EIR/EIS describe 
facilities where accident damage will be repaired.   Because it is not possible to control when or how 
an accident or intentional act of violence might take place, it is not appropriate to simply label the 
risk as insignificant.   
 

Socioeconomics, Communities and Environmental Justice 

46. Section 3.12.3.5.  Environmental Justice Outreach and Interest Groups.  The description of public 
outreach to communities of interest in Madera demonstrates that insufficient efforts were made to 
invite and encourage the informed participation of minority and low income populations.  It appears 
that the only specific outreach directed to these communities in Madera was a single event where 
information was handed out to 65 people.  It does not appear that efforts were made to work 
through local organizations that frequently work with communities of interest, nor were efforts 
made to invite participation at locations where low income and minority populations congregate.   
Relying on mass-marketing and attendance at public meetings to gain feedback from members of 
the public who frequently feel disenfranchised is clearly inadequate.   Review of public information 
materials provided during public events also reveals that incomplete and inaccurate information 
was provided relative to the design of the UPRR/SR 99 Alternative and its potential impacts to the 
members of the community who would be impacted the most.  
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47. Page 3.12-8.  First paragraph.  The discussion indicates that because many Fairmead residents do 
not receive the paper, flyers were distributed to advertise the meeting.   Was it determined that the 
minority populations in Madera receive the paper? 
 

48. Page 3.12-9 & 10.  Regional Population Characteristics.  The discussion of regional population 
characteristics appears to utilize a regional figure of 3.2 persons per household.  That number varies 
considerably by community, as Madera’s persons per household is nearly 3.6.   
 

49. Page 3.12-11.   BNSF Alternative.  In the second paragraph, the discussion notes that the BNSF 
Alternative study area contained a higher percentage of minorities (67%), including a higher 
percentage of Hispanic population, than the cities and counties in the region.    How can this be the 
case, when the discussion of the UPRR/SR 99 Alternative describes that the City of Madera has a 
minority population above 69.7%?   The same concerns exist relative to the statements in the 
second paragraph of the Hybrid route discussion on page 3.12-12. 

 
50. Page 3.12-31.  Fourth complete paragraph.  The discussion indicates that disproportionately high 

and adverse effects would occur for communities of concern in several communities, but not in 
Madera.    This conclusion, and the related analysis and discussion in Chapter 3.12, does not seem to 
consider readily available socioeconomic data and how it relates to the Project Alternatives. 

 
The EIR/EIS includes information which demonstrates that Madera has the highest population of 
Hispanic residents within the Merced to Fresno communities.  That was true based on previously 
available information, and the 2010 Census now shows the City of Madera with more than 76% of its 
population as being Hispanic.  Analysis completed in conjunction with the City of Madera’s 2010-
2015 Consolidated Plan determined that the Hispanic population was mostly concentrated within 
Madera’s core, including Census Tracts 8, 9, 6.01 and 6.02 (see graphic below).   Within these Tracts, 
Hispanic population ranges from 74 to 89 percent. 
 
As illustrated in the graphic on the following page, outside these core Tracts, the Hispanic 

population is still high east of Freeway 99, but much lower than in the core areas.  Furthermore, 

because these outlying Census Tracks are outside the urban area, the number of actual persons 

living in them is much lower.  The City of Madera 2010-2015 Consolidated Plan also describes that, 

in addition to the high minority populations, these tracts have the lowest household incomes.   
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Within the Madera City limits, the UPRR/SR 99 Alternative lies within the Tracts with the highest 

minority populations and lowest household incomes.   Selection of the UPRR/SR 99 Alternative 

would disproportionately burden Madera’s communities of concern.  Impacts that would occur 

disproportionately include, but are not be limited to, the following: 

 Construction impacts of all types 

 Street shifts and reconfigurations 

 Noise 

 Visual Changes, glare, and shadow 

 Displacements of businesses providing walkable shopping and service commercial 
opportunities 

 Loss of walkable employment opportunities 

 Degradation of existing neighborhoods 

 Degradation of pedestrian environment due to noise increases in a community where 
pedestrian activity is otherwise very high 

 Reductions to property values 
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Any suggestion that these impacts are less than significant due to the presence of the existing 
transportation facilities (such as on Page 3.12-39) is inaccurate and fails to acknowledge the new 
and unique impacts created by the proposed HST. 

In addition to the direct impacts that would be felt disproportionately by Madera’s communities of 
concern, it is important to identify the social effects of the Project, which require an understanding 
of the underlying social context.   As described and illustrated above, the communities of concern 
are concentrated on the east side of the City.  Essentially, an “other side of the tracks” was formed 
over time.  The City has consciously been countering this social division in a variety of ways. Making 
investments with public funds to stimulate new development, and encouraging high quality private 
development have been obvious means of bridging this gap.  The City is actively working to create 
undercrossings in its pedestrian/bicyclist trail system that facilitate non-motorized movement across 
this gap.  In its move from at-large elections of council members to election by district, the City has 
also consciously established district boundaries which bridge the east-west divide and bring 
neighborhoods together.   The first elections by district will occur in 2012. 

The design of the UPRR/SR 99 alternative would construct a 50’ to 75’ tall concrete and steel “picket 
fence” separating the east from the west.  Although this “fence” would be permeable, it would 
nevertheless create a real, physical division in the community.  The discussion in the Draft EIR/EIS 
suggests that because the access is maintained under the barrier, it is not significant.  However, no 
more clear division could exist than a 50’ to 75’ foot tall delineation of east vs. west.  The UPRR/SR 
99 Alternative would further serve to separate minority neighborhoods from non-minority 
neighborhoods, as well as from the commercial opportunities and government services which are 
primarily concentrated west of the UPRR/SR Alternative.  In light of the disproportionate burden 
that would be placed on communities of concern through direct and indirect impacts of the 
UPRR/SR 99 Alternative, it is difficult to understand how the analysis would not find that such 
impacts are severe.   

51. Page 3.12-38.  Permanent Disruption or Severance of Community Interactions or Division of 
Established Communities.   The sentence beginning at the bottom of the referenced page states that 
“The proposed north-south HST alignments would not create any new or additional barriers or 
disruptions that would negatively affect interactions or the quality of life in established communities 
and neighborhoods.”   This broadly stated conclusion is not consistent with the features of the 
UPRR/SR 99 Alternative.  It is clear that this alignment would create a new and additional barriers 
and disruptions that would negatively affect interactions and the quality of life in the community, 
and in the neighborhoods adjacent to that corridor.  Such disruptions would occur, for instance, in 
the form of noise, aesthetics, disruption to parks and trails, street shifts, strengthening community 
division by creating a new physical separation between east and west Madera, etc.  
 

52. Table 3.12-11.  Page 3.12-40.   The discussion of visual and aesthetics in this table states that visual 
changes would occur within an existing transportation corridor and would “be compatible with the 
visual elements within the corridor.”  It is not clear how the 50’ to 75’ tall HST facility called for 
within the UPRR/SR 99 Alternative is visually compatible with any existing feature in Madera, 
including any at-grade transportation feature in the community.  
 

53. Page 3.12-49.  Operations-Related Tax Revenues.   The discussion projected sales tax revenues 
suggests that Madera will benefit from Project related purchases during operations.   No basis for 
this assumption is provided, and it is uncertain how Madera would realize the tax revenues 
described as Madera is not proposed to house any operational features which would trigger regular 
expenditures.  Please explain. 
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54. Page 3.12-52.   Second Paragraph.    The discussion in this paragraph suggests that property values 
adjacent to the HST guideway may be lowered, although where the alternatives are located adjacent 
to existing rail corridors these impacts have already occurred.   Is this an assumption, or has analysis 
be conducted to support the determination that property values will not be reduced due to the 
construction of the elevated guideway?  Because construction o the HST on an elevated guideway 
includes features that are dissimilar to any within the existing corridor, an analysis of impacts to 
property taxes must necessarily factor in the affects of these new features, including the new and 
unique impacts they would create.  

 
55. Page 3.12-62.   SO MM #7.   This mitigation measure fails to identify specific actions or features that 

would mitigate the impacts described in the document to a less-than-significant level.   The Project 
does not appear to be bound to do anything.   Further, the mitigation measure appears to be based 
on the hope, rather than any supporting analysis, that physical deterioration can be mitigated by 
dressing up the structure.    

 
56. Page 3.12-63.  Economic Impacts.   The first sentence describes beneficial impacts on tax revenues 

and employment in the region.   The discussion does not disclose that the project could have 
potentially negative impacts on tax revenues on individual cities, or that those impacts could limit 
the ability of those cities to provide services to their residents. 
 

57. General Approach to Analyzing Economic Impacts of the UPRR/SR 99 Alignment.  It appears as 
though only general economic impacts are discussed in the document.  It does not appear as though 
specific economic impacts that would occur in Madera as the result of the UPRR/SR 99 Alignment 
have been analyzed.  The following impacts should be discussed and mitigation measures should be 
identified:  
 
a. Industrial Jobs.   Development of the UPRR/SR 99 alignment would result in the displacement of 

several industrial operations, particularly along the north and south edges of the City.  These are 
facilities that have chosen to locate along the Union Pacific corridor to take advantage of rail 
and freeway access and the underlying industrial land use designations.  While the High Speed 
Rail project would address eligible relocation costs for these businesses, the Project cannot 
ensure that the industrial operations would relocate within the community, or even that 
suitable sites would be available in the community to meet their needs.   The potential result is 
the loss of key industrial jobs in the community, estimated at as many as 500 jobs.  
 

b. Affordable Commercial Properties.   Within the City limits, development of the A-2 alignment 
would displace a large number of small businesses.  These businesses occupy the most 
affordable commercial business space in the City, and it is unlikely that comparable space is 
available.   Small businesses in this area serve a vital need in the community: providing services, 
creating employment opportunities and increasing the tax base.  Removal of the affordable 
commercial space from the City’s inventory would have negative financial and social affects.  
While the suggestion is made that properties are available to relocate to, no specific analysis 
appears to have been conducted to verify where comparable properties exist and what the cost 
of re-establishing businesses is.  If properties are available, are they located in areas with 
existing sewer, water and street improvements?   Are these properties walkable from the 
neighborhoods that utilize their services? 
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This impact may be partially mitigated by the identification of specific opportunities for 
replacement sites where local business may be reestablished, and by funding the development 
of a business park on those sites which is fully serviced by wet and dry utilities and all required 
city street frontage improvements. 
 

c. Highway Properties. The UPRR/SR 99 alignment would result in reduced freeway visibility for 
several large commercial properties (40-100 acres, each) along Freeway 99.   Where these 
properties are ideally suited for large-scale commercial development as the result of the strong 
visibility created by long freeway frontages, the reduction in freeway visibility would lower the 
development potential of these parcels.    At least one of these properties has an approved site 
plan and development agreement allowing a 795,000 square foot shopping center.  The 
property owner/shopping center developer has indicated that the shopping center will not be 
developed if UPRR/SR 99 alignment is selected.  The HSR Authority is in possession of a written 
letter to that effect. Potential damage to that project site includes reduced freeway visibility,  
loss of developable area, loss of freeway pylon signage potential, and disruption to a planned 
water well site and retention basin flood control facility. 
 
A second site located to the south of the first site described above has been planned and zoned, 
with a certified EIR, for a 450,000 square foot retail center.   A third large parcel, located south 
of the first two parcels described above, is also planned and zoned for commercial use.  Both of 
these properties would be damaged by a reduced footprint and reduced freeway visibility, at a  
minimum. 
 
Hundreds of thousands of dollars and years of work on planning, engineering, and 
environmental review have been invested in these development projects.   In addition to the 
land acquisition process for the HST Project, the City and the property must be separately 
compensated to account for the work completed which is no longer of value, and for required 
changes in land use, circulation, infrastructure, and related environmental analysis would be 
required to address the UPRR alignment. 
 
The City’s financial future rests with the sales and property taxes that will be generated by these 
commercial projects.  Sales and property taxes are critical components in the City’s overall 
discretionary revenue.  The projects described above represent millions of dollars in annual 
taxes which will be permanently lost to the City. Properties of this size with freeway frontage 
are not replaceable.  Limiting the potential of these properties to generate sales and property 
taxes will hinder the City’s ability to provide services to its population as the City grows. 
 
To the extent that commercial use of the highway commercial properties along the UPRR/SR 99 
Alternative is otherwise feasible, the loss of freeway pylon signage potential may be at least 
partially mitigated by granting to the City of Madera an allowance for a signage corridor 
between the HST facilities and the UPRR right of way, where a remnant strip of property 
appears to remain.  This signage corridor should be included as a mitigation measure for the 
Project. 
 

d. Physical Blight in Downtown Madera.   A blight analysis should be prepared for downtown 
Madera.  The discussion in various sections of the EIR/EIS acknowledges that existing 
commercial businesses will be closed and properties removed from the commercial and 
industrial inventory.  The potential for lowered property investment and degradation of the 
physical environment is also described.  With these impacts, it is reasonably foreseeable that the 
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currently successful pedestrian-based business environment in downtown Madera will be 
harmed, and that remaining business will lack sufficient customer traffic to be maintained.  An 
analysis of the economic and physical impacts of blight should be completed. 
 

Land Use 

58. Page 3.13-19.   Indirect Land Use Effects and Potential for Increased Density.     The discussion does 
not address the potential for the UPRR/SR 99 Alignment to discourage infill and decrease density in 
the urban core of Madera as discussed in comment number 15 of this letter. 
 

59. Page 3.13-24.   Surrounding Land Uses.   Discussion in the first paragraph suggests that “Although 
the project would convert land to transportation-related uses (less than 0.05%), it would not 
adversely affect surrounding land uses.”  The discussion in the second paragraph states that 
residential patterns would not be affected because residential areas are located in close proximity 
to an existing transportation corridor.  These statements do not appear to reflect the proposal with 
the UPRR/SR 99 alternative to establish an elevated viaduct more than 50 feet in the air through a 
urban area.  Examples of land use impacts include, but are not limited to: 
 

 The loss of freeway visibility will reduce or eliminate the viability for new highway 
commercial development on properties designated for such use. 

 
 The acquisition and demolition of property along the existing UPRR corridor will expose 

additional property to noise impacts, reducing the potential for development and 
redevelopment of those properties. 

 
 The elevated viaduct will be facially incompatible with residential development planned and 

proposed underneath and adjacent to the corridor, as few residential developers or future 
home buyers are going to invest in developing and buying residential properties essentially 
underneath, or in the shadow of, the elevated tracks. 

 
60. Page 3.13-24.   Surrounding Land Uses.  With regard to the BNSF Alternative, a designated industrial 

area on the west side of the existing BNSF tracks may not be feasible if rail access to this area is 
precluded. 
 

61. Page 3.13-25.  Consistency with Land Use Plans.  While the discussion describes the Valley Blueprint, 
that document is not an adopted land use plan.  The EIR/EIS does not appear to describe the 
potential inconsistencies between the Project and locally adopted land use plans.  
 

62. Land Use.  Missing Mitigation Measures.  The City of Madera does not agree that there are no 
significant land use affects to the Madera community.  The Project would substantially impact 
planned and approved land uses, and diminish the potential for development in proximity to the 
HST corridor, including the downtown core and commercial and residential properties outside the 
core.   The following mitigation measures should be added relative to the impacts of the UPRR/SR 99 
alignment: 

 
a. The Project will provide sufficient funding to the City of Madera to amend its recently adopted 

general plan to allow it to consider alternative land uses in the vicinity of UPRR/SR 99 Alignment.  
The estimated cost of this general plan amendment, with a required environmental document, 
is $500,000.  
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b. The Project will provide sufficient funding to the City of Madera to prepare a comprehensive 

downtown plan which creates a program to address the negative influences of the UPRR/SR 99 
HST corridor.  The estimated cost of this downtown plan, with a required environmental 
document, is $500,000. 
 

c. The Project will establish a development fund to be managed by the City of Madera to 
incentivize the development and redevelopment of properties along the HST corridor at a scale 
and design compatible with the elevated viaduct. The fund will take the place of the Authority’s 
HST Station investment in Fresno and Merced, which is expected to stimulate overwhelmingly 
positive development and redevelopment outcomes in those communities.  While Madera 
understands that the placement of stations in every community may not be feasible, it appears 
reasonable for the HSR project to make an alternative investment in this community to help 
overcome the impacts the Project creates.   The fund should be established at a minimum of 
$10,000,000, which is a tiny percentage of what is to be invested in communities with HST 
Stations, and equivalent to the cost of just a few hundred feet of the elevated track that would 
be constructed through the middle of Madera. 
 

d. The Project will provide sufficient funding to the City of Madera to prepare design and 
development guidelines for properties along the HST corridor.   The estimated cost of these 
guidelines is $200,000. 

 
Parks, Recreation, and Open Space 

63. General Comments.   As outlined in Section 3.15 and Chapter 4 of the Draft EIR/EIS, the UPRR/SR 99 
Alternative has significant impacts to parks, recreation, and open space amenities in the City of 
Madera both during and after construction.  Some general concerns are listed below: 
 
a. The City of Madera is currently parkland deficient according to national, state, and local 

definitions.  Any additional loss of land or land value must be mitigated at a fair price. 
 

b. The Draft EIR/EIS does not adequately demonstrate plans for permanent public easements 
beneath the rail structure that will provide for future construction of recreation features. This is 
essential as the UPRR/SR 99 Alternative bisects the community and has the potential to limit 
connectivity and access to recreation amenities, general wellness and connectedness as well as 
commerce and other community attractions. 
                                                                                                                                                              

c. The Draft EIR/EIS lacks substantive discussion regarding the impact of the HST Project relative to 
wildlife habitat and migration corridors in proximity to existing and future trails.   One feature 
planned for these trails, which follow the Fresno River and Cottonwood Creek corridors, includes 
taking advantage of the unique habitats provided within these corridors through the 
development of observation decks and interpretative signage.  
 

d. There are only vague references to measures that will mitigate the visual impact on existing 
facilities and amenities. What public art, trees, vegetation, or other specific features will be 
installed to mitigate the impacts of the proposed structure on the existing parks system?  
 

e. The addition of a significant structure has long-range maintenance implications for Parks and 
Community Services Staff.  Considerable resources are used to manage graffiti, vandalism, trash 
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pick-up, and other maintenance functions at our existing facilities. The City has opted to build 
only what it can afford to maintain. What mitigation measures will be used to curb vandalism? 
Will graffiti resistant surfaces be used? What resources will be made available to maintain HSR 
structures located in or near parks and trails? What agency will be responsible for keeping the 
right of way and structure free of debris and graffiti post construction? 
 

f. The discussion regarding noise impact mitigation to park and trail users is vague and fails to 
identify specific mitigation measures.  The document suggests, “noise levels would increase but 
would be mitigated by implementation of noise abatement features.”  The noise impacts would 
occur at riverside Park, the Sharon Avenue Linear Park, Rotary Park, Parts of the Vern 
McCullough River Trail, and Linear Park along County Road 27 ¾.  Without further definitive 
explanation of how noise abatement would occur, it is difficult to comment on its efficacy and 
the potential for secondary impacts. 
 

g. New structures have the potential to provide an attractive nuisance for homeless encampments; 
what mitigation measures will be used to discourage this? 
 

h. The City of Madera is actively pursuing funding to augment, expand and enhance our existing 
trail system.  The trail is an important recreation and transportation amenity and a central 
element in the City’s landscape.  It is a means to connect neighborhoods, and join people to 
commerce, education and significant recreation features.  The City would like to be on record 
that our future capital projects along the trail should be considered. 

 
64. Page 3.15-10. Affected Environment.  The document states “there are no planned, approved, or 

reasonably foreseeable parks, recreation, and/or open space resources within the study area.”  This 
is untrue as the City of Madera’s Parks and Community Services Department has been awarded 
more than $500,000 in funding from Congestion Mitigation and Air Quality (CMAQ), Bicycle 
Transportation Account (BTA), and Local Transportation Fund (LTF) to construct a trail under-
crossing that takes the Vern McCullough River Trail underneath UPRR and Gateway Avenue from 
very near the intersection of Riverside and the Sharon Avenue Linear Parks and terminates at the 
trail-head at Rotary Park.   The UPRR/SR 99 Alternative, both during or post construction, could 
jeopardize this project, our project timelines and subsequently our funding and/or the ultimate 
build-out of an essential community feature.    This potential impact must be analyzed and 
mitigated. 
 

65. Page 3.15-16.  Construction Period Impacts.  A significant (CEQA) and substantial (NEPA) impact of 
construction of the UPRR/SR 99 Alternative is the closure of the Sharon Avenue Linear Park.  The 
pathway in this Park is heavily used for both recreation and transportation purposes.  More 
specifically, this amenity is regularly used as transportation to commerce and recreation amenities 
on the west side of UPRR.  Madera currently has the second highest rate of juvenile (age 15 and 
under) pedestrian/vehicle accidents (per capita) in the state of California; City staff is concerned that 
the closure of this feature without providing safe and accessible alternatives for pedestrians could 
have devastating impacts. 

66. Page 3.15-16.  Construction Period Impacts.  The closure of a section of Riverside Park during 
construction would impact trail use.  As stated above, many residents rely on trail and linear parks 
for transportation to important commerce, schools and recreation amenities.  By what means, 
precisely, are residents to safely navigate from east of the construction site to the west? 
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67. Page 3.15-35.   Change in Park Character.   The Sharon Avenue Linear Park was created to connect 
trail users from the eastern segment of the Vern McCullough River Trail to the western segment.  
Equally important, this feature was constructed to combat the neighborhood blight caused by 
unsightly characteristics and safety issues of the UPRR tracks in a residential area. What safety and 
character enhancing mitigations will be used to alleviate the City’s beautification investment? 

68. Page 3.15-36.   Change in Park Character.   The County Road 27¾ (Knox) linear park must be 
reconstructed in such a manner as to maintain viability of planned trail connectivity to State Center 
Community College, Madera Campus, and planned residential development both north and south of 
the current feature. This section of trail/parkland was strategically located to safely circulate 
pedestrians and cyclists throughout existing and future developments.  Page 4-5 of the document 
states “properties of fair market value and “reasonably” equivalent usefulness and location” will be 
offered in exchange for acreage taken by the project.  What measures will be taken to ensure that 
this parkland is moved/changed in such a way as to maintain the viability of its intended purpose?  
Providing replacement land within the necessary connectivity is not sufficient mitigation.  

69. Page 3.15-36.   Change in Park Character.   The document states that the UPRR/SR 99 Alignment 
would not “substantially reduce the value” of Rotary Park. How is loss of value determined and how 
will the City be compensated for lost revenues, reduced park use, or other potential impacts?  

70. Page 4-23. Table 4-2. This table conflicts with later text on page 4-34 regarding park amenities at 
Rotary Park.  Let the record show that Rotary Park amenities include: a skate park, dog park, open 
green space, passive recreation area, volleyball courts, restroom facilities, picnic shelters, children’s 
play structure, water play feature, horseshoe pavilion, and an exterior walking path that connects to 
the western segment of the Vern McCullough River Trail. 

71. Page 4-23. Table 4-2. The table does not capture all of the amenities located at Riverside Park.  In 
addition to what is listed, please add landscaped area and large turf area used for passive 
recreation. 

72. Page 4-34. UPRR Alternative – Use Assessment. The draft EIR/EIS defines impacts on Riverside Park 
as de minimis.   The City of Madera does not concur with this determination.  The proposed 
construction and operation of the Project will adversely affect the activities, features, and attributes 
of the property.  The Project will impede and/or degrade use of the park, limit access to it, and 
potentially limit future capital projects associated with it.  The park and the aforementioned pending 
trail under-crossing construction project is critical to connect eastern and western Madera for 
cyclists and pedestrians.  

73. Page 4-34. UPRR Alternative – Use Assessment.  The features listed at Rotary Park should match 
those in comment number 70 above. 

Aesthetics and Visual Resources 

74. Section 3.16.1, Paragraph 3.  The discussion indicates that “…HST would have low potential to result 
in visual impacts on aesthetic and visual resources in the Central Valley…”   It does not seem 
accurate to indicate that the design of the UPRR/SR 99 alternative, including an approximately 50’ – 
75’ tall elevated structure, bisecting the entire core of the City of Madera, has a low potential for  
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visual impact on the existing viewscapes throughout the City.  That structure will become the 
predominate visual feature of the City, visible from every part of the City.  The presence of the 
existing transportation corridor has no relationship to the visual effect of the UPRR/SR 99 
Alternative. 
 

75. Page 3.16.2. Section 3.16.2.3. Paragraph 1. “Consideration of local community design 
guidelines…subsequent phase of analysis for project-specific environmental review…”.   This would 
seem to be deferring discussion of applicable mitigation measures to a future date.  How is the City 
to make an informed comment on mitigation measures at this time if specific information is not 
available now?  “Consideration” is certainly not the same as “implementation” or “adherence to 
where feasible”. 
 

76. Table 3.16-1.   Page 3.16-3.     The discussion of the City of Madera General Plan describes a single 
goal in City’s General Plan related to historic character, apparently ignoring an entire chapter in the 
General Plan dedicated to a broad range of community design issues.  The following additional goals 
and policies, at a minimum, should be identified and evaluated in the EIR/EIS: 
 
 Goal 1.  High quality urban design throughout Madera. 

 Goal 2. Retain the sense of community in Madera and enhance Madera’s small city character. 

 Goal 3. Public art and entryway treatments. 

 Goal 4. Attractive streetscapes in all areas of Madera. 

 Goal 5. Walkable community. 

 Goal 6. Design neighborhoods to foster interaction among residents and be responsive to 
human scale. 

 Goal 7. Preserve and enhance the character of existing residential neighborhoods. 

 Goal 8. A downtown that is the center of the city, linking all parts of the community together 
with a vibrant, rich mix of uses that attracts residents, workers, and visitors. 

 Goal 9. Revitalize the downtown by strengthening its urban design character. 

 Goal 10. Design commercial development to enhance the pedestrian environment. 

 Policy 2. All new development shall adhere to the basic principles of high-quality urban design, 
architecture and landscape architecture including, but not limited to, human-scaled design, 
pedestrian orientation, interconnectivity of street layout, siting buildings to hold corners, 
entryways, gathering points and landmarks. 

 Policy 3. Madera will strive to continuously improve the architectural quality of public and 
private projects.  Developers proposing to rely on the use of “standard designs” or “corporate 
architecture” will be required to improve their designs as necessary to meet the City’s overall 
standards for quality.  

 Policy 11. The places where major roadways enter the City should provide a clear sense of 
arrival and set the tone for the overall design quality in Madera.  The entry points shall create a 
sense of arrival to Madera through the use of landscaping, trees, and/or architectural elements. 

 Policy 12. Public art (statues, sculpture, fountains, and monuments) and other design features 
should be used to enliven the public realm.  
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 Policy 13. Public art shall be a required component of all significant public projects, and in 
private development projects where public funding is applied, including in the Downtown 
District.    

 Policy 18.  Where soundwalls are used, they shall be set back from the street, include design 
features that enhance visual interest, and be landscaped in order to mitigate their impact on 
urban character and the pedestrian environment. 

 
77. Pg 3.16.9, Section 3.16.4.1.   No mention is made of impacts to views of the Sierras.  No mention of 

Fresno River Environ is included. 
 

78. Pg 3.16.22, 3.16.4.2.   Paragraph 2.  Hybrid discussion indicates that visual quality as HST approaches 
the City of Fresno would be moderate to moderate high because of features such as Roeding Park 
and Historical neighborhoods. If this applies to Fresno, is there a reason why this would not apply to 
City of Madera (i.e. Courthouse Park, Rotary Park, Fresno River Trail, Historic neighborhoods on D 
and C, generally between Central and Yosemite Ave.) 
 

79. Page 3.16.24, Section 3.16.5.1. Paragraph 1 & bullets.  The overview discussion states that the 
UPRR/SR99 Alternative would have the least impact on aesthetics and visual resources.  The bullets 
indicate that Hybrid has the least impacts to landscape units as does Table 3.16-3.  This seems to 
present an inconsistency? 
 

80. Table 3.16-2.  Characteristics of Typical HST Components.  In the first row of this table, the 
characteristic of elevated guideways are discussed.  The discussion notes that the final design 
process would include coordination with local jurisdictions as part of a collaborative process related 
to HST stations.  We have the following questions regarding this discussion: 

 
a.  Is this intended to exclude communities without HST stations?   

 
b. What do “coordination” and “collaboration” mean in this regard?   

 
c. Is there a clear, definitive description of what will actually be available to be applied to the aerial 

structure and support pillars, as we do not see such a description?  There are examples and 
details available of what could potentially be applied to the system to mitigate visual impacts 
created by the structure – but no specific commitment (see comment below under Madera 
Landscape Unit). 

 
d. The second row of this table discusses retained fill guideways, and notes that walls of retained 

fill can also be targets for graffiti.   The same concern would exist for the columns that support 
the elevated guideway. 

 
81. Page 3.16-29.   Project Impacts.  The discussion indicates that Project impacts were evaluated using 

a variety of tools, including reviewing photo simulations.  The photo simulations of the UPRR/SR 99 
Alternative through Madera provided in the document are inaccurate and misleading in that they 
appear to show a typical guideway at a height much lower than the actual guideway called for in the 
City of Madera.   To the extent those simulations were utilized to evaluate impacts, the analysis is 
deeply flawed. Regardless, readers of the EIR/EIS relying on those simulations as being 
representative of the proposed project cannot have had an opportunity to understand the Project as 
it relates to the local context.    
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82. Page 3.16-29, Section 3.16.5.3.  Paragraph 3 - Common Aesthetics and Visual Quality Impacts. The 
discussion includes a statement that an increase in height created by the addition of sound barrier 
wall atop guideway walls would not cause a blocking of views that were not already created by the 
guideway structure. It would seem that if the combined deck height/thickness and guideway wall 
height structure is approximately 15 feet, then the addition of a sound wall of up to 14 feet would 
be almost doubling the amount of structure visible, which in turn would double the area of view 
blocked by the structure?    
 

83. Page 3.16.37, Section 3.16.5.3   Paragraph 2 - Madera Landscape Unit.   The discussion indicates that 
the presence of the elevated HST guideway would not substantially alter the visual character of the 
landscape around the Rotary Park.  It also is stated that residences in this area are oriented away 
from the elevated guideway so it would not be a dominant element in the view of residents.  The 
City disagrees with this assessment.  While it may be accurate to say that the area is an existing 
transportation corridor, the addition of an approximately 50’ tall structure and additional height 
created by sound walls and OCS would substantially alter the existing visual character around the 
park and neighboring residences.  In addition, current views of the Sierras available from the park 
will be significantly impacted.  The residences located to the east of HST alignment will have mostly 
unobstructed views of the HST guideway from either windows located at front of homes and front 
yards or windows located at rear of homes and rear yards.  The City believes that this would in fact 
be a dominant element for these residences – unless they do not look out their windows or go out in 
their yards.  Therefore, for KVP 10 the impact should be considered substantial under NEPA and 
significant under CEQA.  Also, consistent with analysis of KVP 11 and KVP 12, the Visual Quality 
Rating – With Project should be rated “Low”.  
 

84. Page 3.16.57, Section 3.16.6.2. Project Mitigation Measures VQ-MM#3. While this measure states 
that architectural features and decorative texture treatments should be included on large-scale 
concrete surfaces and portions of elevated the guideway, there is no guarantee or specific assurance 
that all surfaces (i.e. deck structure, sound walls, pillar structures) visible from public and private 
views in the City will actually be finished in a manner that is acceptable to the City and community 
as a whole.   
 

85. Page 3.16.57, Section 3.16.6.2   Project Mitigation Measures VQ-MM#3a  Indicates that landscaping 
design issues will be addressed during final design. “Coordination” and “consideration” regarding 
local jurisdictions are to occur at that time.  This appears to be deferring the development of 
feasible mitigation measures to a future date, particularly without the establishment of 
performance measures and a commitment to actually implement any mitigating design features. 
 

86. Page 3.16.58, Section 3.16.6.2.   Project Mitigation Measures VQ-MM#3b.  While the planting of 
trees at edges of rights-of-way adjacent to residential areas may reduce the visual impacts in some 
areas of the City, this would not appear to be adequate in other areas.  For example, the Orchard 
Point residential subdivision is located adjacent to HST at the Knox Road linear park (referenced as 
Ave 27¾  linear park in document), ranging from 50 to 200 feet from the proposed alignment.  All of 
the existing homes backing to the HST are two-story homes.  It seems very unlikely that trees 
planted along right-of-way would adequately screen views of HST structure that would be 
approximately fifty feet in height.   
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87. General Concerns.  While the Draft EIR/EIS does discuss potential impacts to aesthetics and visual 
resources created by the HST as well as possible mitigation measures it does appear to downplay 
the actual impacts to the City of Madera, as indicated in the previous comments.  Though there are 
examples of potential mitigation measures that may be applicable to the Project within the City of 
Madera, there is no clear commitment or assurance of what would actually be available to be 
applied to the system within the City of Madera to mitigate impacts to aesthetics and visual 
resources.  The City believes language should be included stating that specific measures shall be 
incorporated into the Project.  Examples include: 
 

a. All vertical deck surfaces and sound walls shall be treated with architectural elements (i.e. 
stamped pattern, surface articulation, decorative texture treatment, or combination 
thereof) determined acceptable to the City. 

 
b. All support pillars/structures visible from public and private views shall be treated with an 

architectural element (i.e. stamped pattern, surface articulation, decorative texture 
treatment, or combination thereof) determined acceptable to the City. 

 
c. Where determined appropriate by the City, and determined to be safe from noise and other 

impacts of the Project by the Project’s environmental analysis, the Project will develop 
bicycle trail and pedestrian pathway with related amenities and landscaping beneath the 
HST system. 

 
d. Where determined appropriate by the City, the Project will develop landscape features, 

including decorative walls and bench features to be developed beneath the HST system.  
 
e. Where determined appropriate by the City, the Project will develop parking facilities, 

including landscape features to be developed beneath the HST system 
 
f. A mechanism shall be in place to assure the perpetual repair and maintenance of the 

facilities in a timely manner at no cost to the City.  
 

88. Building Removal.  An issue not discussed in the document is the impact caused by removing 
buildings and structures along “E” Street for the HST Project. This will create unobstructed views of 
the existing freight train corridor that are currently blocked by the existing structures.  This should 
be included in the evaluation of the impacts to the downtown core of the City.  
 

89. Visual Distraction.  There also appears to be no discussion of the visual impact created by the actual 
movement of the trains through the City.  What attention is given to the visual distraction created 
by the train sets movement on the system in close proximity to viewers in the area?  

 
As presented in the Draft EIR/EIS, the City of Madera believes that the analysis of the Project as it relates 
to the UPRR/SR 99 Alignment fails to identify critical impacts to the community.  We also believe that 
mitigation measures are not adequate to ensure that significant effects are mitigated to less than 
significant levels.  Because a reasoned, adequate response to our comments would require the 
presentation of new information which identifies significant impacts not disclosed in the draft 
document, we request that the Draft EIR/EIS be recirculated, and that a minimum of 90 days be 
provided to review the revised draft.   
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City of Madera staff is available to review any of the comments provided in this letter, or to assist the 
Authority in analyzing impacts and devising appropriate mitigation measures where feasible.   Please 
contact City Administrator David Tooley, or Community Development Director David Merchen at (559) 
661-5400 with any questions to request a meeting to discuss these comments in greater detail. 
 
Sincerely, 
 
 
 
 
Robert L. Poythress, Mayor 
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582-1

The Hybrid Alternative has been identified as the preferred alternative for the Merced to

Fresno Section and would not affect the heart of the Madera community discussed in

the comment. As you note, the UPRR/SR 99 Alternative would result in the highest level

of community impacts, followed by the BNSF Alternative, and the Hybrid Alternative

would result in the least. As you note, the Hybrid Alternative avoids Downtown Madera

and minimizes constructability issues that can lead to delay and cost escalation. The

estimated cost of the Hybrid Alternative is substantially less than the other alternatives

(about $450 million less than the BNSF Alternative and over $1 billion less than the

UPRR/SR99 Alternative).

Responses to subsequent comments in your letter provide more detailed information

regarding impacts and mitigation measures in Madera.

582-2

See MF-Response-GENERAL-7.

582-3

See MF-Response-GENERAL-1.

582-4

In general, placing a new transportation facility in an existing transportation corridor

minimizes impacts compared to placing a new transportation facility in a location where

none exists today. Although impacts have already been created in Madera by the

existing transportation corridor, the Draft EIR/EIS does conclude that impacts in Madera

under the UPRR/SR 99 Alternative would be significant and proposes mitigation

measures for significant impacts, as discussed in MF-Response-General-5.

582-5

Comment #4: See MF-Response-GENERAL-2.

Comment #5: See MF-Response-GENERAL-13.

Comment #6: The location of the crossing from the BNSF tracks to the UPRR tracks for

the BNSF and Hybrid Alternatives was designed to avoid creating a new crossing of the

San Joaquin River and to use the current UPRR crossing. Due to design standards

related to speed, this requires the shift between tracks to start at the proposed location.

582-5

A crossing of the San Joaquin River on the BNSF tracks was opposed by the City of

Fresno and would have required substantially more residential and business relocations

within Fresno to reach the Fresno Downtown Station on the UPRR tracks.

Comment #7: Section 2.2.4 provides cross-sections (Figures 2-6 to 2-8) showing that

fencing would be used for at-grade, retained fill, and retained cut profiles. No fencing is

proposed for elevated profiles because access would be restricted to these areas.

Comment #8: These services could occur on HST trains in conjunction with passenger

service, although they are not currently planned.

Comment #9: Radio towers would be monopoles with no attached guy wires. They

would be 100 feet tall and spaced approximately every 2.5 miles. Poles would be lighted

for nighttime visibility for pilots, and lighting would comply with FAA and jurisdictional

requirements.

Comment #10: HMF use by passengers is not planned and HMF use is intended for use

by trains only when not in service.

Comment #11: See MF-Response-PUE-1.

Comment #12: See MF-Response-PUE-5.

Comment #13: Descriptions of roadway changes is provided in Appendix 2A, as

referenced in Section 2.4.2.2 and 2.4.3.2.

Comment #14: The assessment methodology provided in the FRA guidance manual

(High Speed Ground Transportation Noise and Vibration Impact Assessment, 2005)

addresses potential long-term noise effects from HSTs, including revenue service and

typical maintenance activities.  The maintenance activities associated with the five

alternative Heavy Maintenance Facility (HMF) sites were included in the noise

assessment, and can be found in Section 3.4.5.3, High-Speed Train Alternatives, of the

EIR/EIS.  Typical maintenance activities, including one inspection vehicle that would

travel the alignment (multiple times per week) at very low speeds and other periodic

track maintenance as needed, would occur during the nighttime non-revenue service

period (midnight to 5 a.m.).  Since the number of train pass-bys associated with these

maintenance activities would be substantially less than the number of revenue service

operations and the trains would be slower, they do not substantially contribute to the

overall project noise exposure and would not cause potential noise impact.

Comment #15: See MF-Response-GENERAL-5.

Comment #16: See MF-Response-GENERAL-5.
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#17 – The text in Section 3.2.5.3 under the “Consistency with Regional Plans and

Policies” heading has been revised to state: “The HST Project is generally consistent

with the plans and policies in Table 3.2-1, although it is not consistent with the proposed

HST routes identified in every plan and policy.”

#18 –  A list of cities was added to the text in Section 3.2 Transportation in the EIR/EIS,

under the heading “Urban Area Construction Impacts on Circulation and Emergency

Access,” to clarify which corridor communities are included in this discussion. The list

includes the city of Madera. The Authority would implement a Construction

Transportation Plan to minimize construction impacts on circulation and emergency

access. See MF-Response-TRAFFIC-1. The activities covered by this plan have been

provided in more detail in Section 3.2.6. Some details of construction activities for

Merced and Fresno are included in the EIR/EIS because of the availability of

construction information related to the HST stations in these cities.

#19 – The reference to a construction access plan was revised to Construction

Transportation Plan for consistency with the Construction Transportation Plan described

in Section 3.2.6 Project Design Features. The plan will be prepared in consultation with

the pertinent city or county, and will be reviewed and approved by the Authority.

#20 – Changes to conventional Passenger Rail Service:  Text has been modified in this

subsection of Section 3.2 to report accurate information. Also see MF-Response-

GENERAL-13.

#21 – Disruption to parks and trails, including five existing  parks in the City of Madera

(Rotary Park, Sharon Avenue Linear Park, Riverside Park, Courthouse Park, County

Road 27 ¾ Linear Park, and the Vern McCullough Fresno River Trail, is discussed in

Section 3.15 Parks and Recreation. Regarding noise and vibration impacts on

pedestrian and bicycle use under and around elevated tracks, see MF-Response-

NOISE-4.

#22 – Altering Freight Rail Transportation: The HST alternatives would, in some

locations, restrict the ability of UPRR and BNSF to construct new spur lines for potential

future customers. Although the city supports the extension listed there are currently no

plans for this extension.

582-7

a) Over and underpasses for local streets will be provided as part of the HST project, or

in some cases roads may be closed and traffic redirected appropriately.

b) Column spacing can be adjusted during the next phase of design.

c) The CAHSRA acknowledges the future modification of the interchange at Gateway

and Cleveland and will address this during final design.

d) CAHSRA has the intention of maintaining existing transportation corridors to their

capacity.  Details will be refined during final design.  See MF-Response-GENERAL-8.

e) Typical depth of HST viaduct (top of rail to bottom of viaduct) is 12.5 feet. For special

cases where straddle bent structures are required the depth increases to 13.5 feet.

These occur when crossing a railroad track or SR99 at a skewed angle.

f) During future phases of design the HST viaduct height can be adjusted to

accommodate future improvement to existing interchanges.  CAHSRA will collaborate

with the city during design efforts to determine what may be accommodated during final

design. 

g) There is sufficient clearance (16.5 feet) at the future Ellis Street overcrossing location.

h) See MF-Response-PUE-5.

i) HST alignment is elevated in this area and does not affect traffic circulation along

Sharon Blvd north/west of Country Club Dr. There will be continued access from Sharon

Blvd to the areas north as it is existing now. South of Country Club Dr., Sharon Blvd is

realigned to the east and all existing roadway connections are provided, thus

maintaining traffic circulation.

j)  Based upon the most current and available information, some right of way along 4th

Street may be needed however due to the limitations of base maps the final right of way

requirements could not be determined at the 15% design level. If the A2 alternative is

selected this will be addresses during the 30% design effort.  If this alternative is

selected, the CAHSRA will conduct appropriate field surveys to collect more detailed
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data.  See MF-Response-SOCIAL-1.

k) The environmental document identified partial and full property takes based upon

current and available data, however, due to the limitations of current parcel data, the

final determination regarding property takes cannot be made until detailed field surveys

and engineering design has been further developed.  If the use of the parcel is

impacted, the CAHSRA will determine whether it is a full or partial take.

l) The CAHSRA will adhere to applicable design standards.

m) The Merced-Fresno HST project has consulted with Caltrans and reviewed available

information and documentation to identify reasonable foreseeable projects, however, no

design information is available or has been identified for this particular project from

Caltrans.  Coordination with Caltrans will continue throughout the design phase.

n) Appropriate permits will be secured by the construction contractor as applicable.

582-8

24. See MF-Response-NOISE-8.

25. See MF-Response-NOISE-8 and MF-Response-NOISE-6, The heights of proposed

sound walls are given in the Noise and Vibration Technical Report Section 8.1,

Operational Noise Mitigation Measures.

26. See MF-Response-NOISE-6 and MF-Response-NOISE-4, The contractor will be

required to meet all applicable construction noise limits.  Potential noise and vibration

impact from train operations has been assessed for the proposed project according to

the principal assumptions described in Section 3.4.3.3, titled Impact Assessment

Guidance, which includes expected train speeds and track type.  As such, it is expected

that the future operating conditions of the HST will be consistent with these

assumptions.  Potential long-term noise impact is assessed according to typical

operating conditions, not specific operations associated with train testing.

27. See MF-Response-NOISE-4 and MF-Response-NOISE-7.

582-8

28. See MF-Response-NOISE-4.

29. See MF-Response-NOISE-4 and MF-Response-NOISE-8.

30. See MF-Response-NOISE-3 and MF-Response-NOISE-6.

31. See MF-Response-NOISE-9.

32. See MF-Response-NOISE-6.

33. See MF-Response-NOISE-6, Text has been added to the EIR/EIS and the Noise

and Vibration Mitigation Guidelines (Appendix 3.4-A) to explain mitigation considerations

for undeveloped lands.  Mitigation will be considered for undeveloped lands where

sensitive receptors will be if there is substantial physical progress (e.g.,. laying the

building foundation) toward the construction of the property by the time the notice of

intent of the project has been issued.

582-9

46 and 47. See MF-Response-SOCIAL-7.

48. The EIR/EIS provides information at the regional level for the three counties.

Complete information on the population characteristics at the city and county level is

provided in the Merced to Fresno Community Impact Assessment. 

49. Text in the EIR/EIS has been updated to reflect demographic information from the

2010 U.S. Census. 

50. See MF-Response-GENERAL-8 and MF-Response-SOCIAL-4. Text in the EIR/EIS

indicates that the study area for the Merced to Fresno section is comprised primarily of

communities of concern and the majority of the impacts, both adverse and beneficial,

would be predominately borne by communities of concern. 

51. See MF-Response-SOCIAL-4.
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52. See MF-Response-VISUAL-2 and MF-Response-VISUAL-3

53. See MF-Response-GENERAL-19. Refer to Section 3.18, Regional Growth, where

new jobs created by the HST Project are also forecasted for Madera County. The

increase in employment is based upon regional modeling and information on the

methods is included in Section 3.18, Regional Growth. The creation of new jobs in the

county would result in increases in tax revenues for the county from sales and property

tax increases.

54. See MF-Response-GENERAL-8. Information is based upon the existing land uses

adjacent to the railroad corridors which are typically associated with industrial related

uses and any other uses are subject to visual, air quality, and noise effects of the

existing trains. The elevated alignment through the City of Madera is not expected to

result in any significant impacts to land uses adjacent to the HST. The HST would add

incrementally to the existing UPRR and SR 99 corridors in the City of Madera. Refer to

Appendix 3.13-B, Land Use and Communities, which provides additional information on

how the HST Project would not preclude development in the adjacent land uses.

Because development would not be precluded no negative impacts on property values

are anticipated.

55. SO MM#7 has been revised for the Final EIR/EIS to include performance standards

and not defer the mitigation.

56. Because many of the benefits and impacts are at the regional level text in the

EIR/EIS discusses only the counties. Where applicable, the text in the EIR/EIS and the

Community Impact Assessment (CIA) provides information on the potential loss of

property tax revenues associated with the property acquisitions. In the CIA, the

information is broken down by city and county and summarized in the EIR/EIS. The HST

Project would not limit the ability of any of the cities to provide services to residents,

refer to  Appendix 3.13-B, Land Use and Communities, which provides additional

information on how the HST Project would not preclude development in the adjacent

land uses.

57. See MF-Response-GENERAL-8, MF-Response-SOCIAL-1, MF-Response-LAND

582-9

USE-3, MF-Response-LAND USE-4. The elevated alignment would require about 50

feet of right-of-way through the City of Madera and the access is maintained under the

elevated guideway. The HST project's level of design somewhat limits the level of detail

that the EIR/EIS analysis can achieve. A relocation analysis has been completed as part

of the Merced to Fresno documentation. The analysis included an analysis of all

properties that would be impacted by full and partial property acquisitions, the number of

employees that would be impacted due to business relocations, and a determination of

suitable locations for business relocations. The analysis looked at replacement

properties within the citywide relocation replacement areas and within a 30-mile radius

within the unincorporated portions of the counties. The analysis identified locations near

the areas where the acquisitions occur for the business acquisitions in the City of

Madera, so businesses could be relocated in close proximity to their existing locations.

Suitable locations for any businesses acquired as part of the HST project are located in

same general area, so impacted businesses could relocate near their existing locations.

Refer to SO-MM#2 in Section 3.12.7 for information on the relocation plan that will be

developed for the project. The HST project would add incrementally to the existing

transportation corridors and no significant impacts on adjacent land uses occur.

582-10

58, 59, and 60. See MF-Response-LAND USE-3, MF-Response-LAND USE-4 and MF-

Response-GENERAL-8. Refer to Appendix 3.13-B, Land Use and Communities, which

provides additional information on how the HST Project would not preclude development

in the adjacent land uses.

61. See MF-Response-LAND USE-2. As described in Section 3.13, Station Planning,

Land Use, and Development, consistency with local plans and policies is not required,

but the analysis did include a review of the goals and policies of the local land use plans,

as well as other plans, to identify conflicts that could result in potential environmental

impacts. Information are the plans and policies and any inconsistencies is included in

Appendix 3.13-A, Land Use Plans, Goals, and Policies.

62. See MF-Response-LAND USE-3, MF-Response-LAND USE-4, and MF-Response-

GENERAL-8. Refer to Appendix 3.13-B, Land Use and Communities, which provides

additional information on how the HST project would not preclude development in the
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adjacent land uses. Because the HST project would not result in any significant impacts

to land use, no mitigation is required.

582-11

63a. The Authority would coordinate with the City of Madera to establish appropriate

compensation in terms of allowance or additional property to accommodate for

displaced park use during construction. Options may include preparing a plan for

alternative public recreation resources during the period of closure, and preparing signs

and newsletters describing the project, its schedule, and the alternative public

recreational opportunities. Alternative parks and recreational resources may include the

installation of recreational facilities, trails, and landscaping on lands currently owned by

the city but not already developed, or it may include temporary park development on

open lands until the park can be reopened. Mitigation may include providing financial

compensation for purchase and development of replacement park property of at least

equivalent value with the property acquired or, where appropriate, enhancement of the

existing facility.

63b. The Authority will coordinate with the City of Madera to establish appropriate

compensation in terms of allowance or additional property to accommodate for

displaced park use during construction. Options will include preparing a plan for

alternative public recreation resources during the period of closure, and preparing signs

and newsletters describing the project, its schedule, and the alternative public

recreational opportunities. Alternative parks and recreational resources will include the

installation of recreational facilities, trails, and landscaping on lands currently owned by

the city but not already developed, or it will include temporary park development on

open lands until the park can be reopened. Landscaping replacement will include

replacement grass areas, tree replacement on a ratio of two 5 inch caliber trees for

every tree removed and two shrubs for every shrub removed. All other facilities will be

replaced or moved on a one for one ratio, including play equipment, benches and the

like.

Where the project is elevated over Sharon Avenue Linear Park, County Road 27¾

Linear Park, Riverside Park, and the planned extension of the Vern McCullough Fresno

River Trail, the parkland/trail segments under the guideway would be restored after

582-11

construction and would once again be available for recreational use. Mitigation will

include installation of landscaping and lighting in consultation with the City of Madera

and per the Authority’s policy on air-rights consistent with restrictions related to HST

operations, maintenance, and security). 

63c. Mitigation for the project will include plans, to be submitted and reviewed by the

City for concurrence that will detail how corridor connectivity will be permanently

preserved for wildlife migration/connectivity to existing known migration corridors.

63d. During the final design process for the selected Preferred Alternative, the Authority

will coordinate with the City of Madera to arrive at legal agreements for the financial

compensation and/or suitable project mitigation or enhancements for any parkland

(including trail property) to be permanently acquired by the Project or temporarily

occupied during the construction period. Mitigation for the project will include detailed

plans, to be presented to the City for review and concurrence, that will explicitly detail all

aesthetic and noise mitigation measures to be employed by the Project to offset visual

and aesthetic impacts to parks from HST structures; these measures will be finalized

only after concurrence with the City.

63e. During the final design process for the selected Preferred Alternative, the Authority

will coordinate with the City of Madera to arrive at legal agreements for the financial

compensation and/or suitable project mitigation or enhancements for any parkland

(including trail property) to be permanently acquired by the Project or temporarily

occupied during the construction period. The Project will also coordinate with the City to

arrive at a legal agreement with the City wherein responsibilities for

maintenance/security for park areas located under HST structures will be stipulated.

63f. During the final design process for the selected Preferred Alternative, the Authority

will coordinate with the City of Madera to arrive at legal agreements for the financial

compensation and/or suitable project mitigation or enhancements for any parkland

(including trail property) to be permanently acquired by the Project or temporarily

occupied during the construction period. Mitigation for the project will include detailed

plans, to be presented to the City for review and concurrence, that will explicitly detail all

aesthetic and noise mitigation measures to be employed by the Project to offset visual

and aesthetic impacts to parks from HST structures; these measures will be finalized
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only after concurrence with the City.

63g.During the final design process for the selected Preferred Alternative, the Authority

will coordinate with the City of Madera to arrive at a legal agreement with the City

wherein responsibilities for maintenance/security for park areas located under HST

structures will be stipulated.

63h. Mitigation for the Project will include plans, to be submitted and reviewed by the

City for concurrence that will detail how trail connectivity will be permanently preserved

for recreational use post-construction and how trail connections will be maintained, or

suitably detoured, during construction. The DEIR/S has been revised to describe, and

address potential impacts to, the Vern McCullough Fresno River Trail. It is not

anticipated that the Project would result in the conversion of any property from the

planned extended trail, nor would it disrupt the continuity or use of the extended trail

post-installation of the elevated guideway.

64. Analysis of the Vern McCullough Fresno River Trail has been added in several

locations in the Parks section and Section 4(f) Evaluation to assess the impact of the

HST Project on this planned resource, which is documented in the City of Madera

General Plan as a proposed project. Directly per comment, text has been added to

Section 3.15.4 (under “Planned Parks”) noting that the City of Madera’s Parks and

Community Services Department has been awarded more than $500,000 in funding

from Congestion Mitigation and Air Quality (CMAQ), Bicycle Transportation Account

(BTA), and Local Transportation Fund (LTF) to construct a trail undercrossing that takes

the Vern McCullough River Trail underneath UPRR and Gateway Avenue from very

near the intersection of Riverside and the Sharon Avenue Linear Parks and terminates

at the trail-head at Rotary Park.

65 through 69. The Authority will coordinate with the City to establish appropriate

compensation in terms of allowance or additional property to accommodate for

displaced park use during construction. Options will include preparing a plan for

alternative public recreation resources during the period of closure, and preparing signs

and newsletters describing the project, its schedule, and the alternative public

recreational opportunities. Alternative parks and recreational resources will include the

installation of recreational facilities, trails, and landscaping on lands currently owned by

582-11

the city but not already developed, or it will include temporary park development on

open lands until the park can be reopened. Landscaping replacement will include

replacement grass areas, tree replacement on a ratio of two 5 inch caliber trees for

every tree removed and two shrubs for every shrub removed. All other facilities will be

replaced or moved on a one for one ratio, including play equipment, benches and the

like

70 and 71. Table 4-2 in Draft Section 4(f) Evaluation has been has been revised to

include references to all the amenities at Rotary Park noted by commenter.  Description

of Rotary Park and Riverside Park in Section 4.6.1 of Draft Section 4(f) Evaluation has

been similarly revised to accurately reference all amenities at Rotary Park and Riverside

Park per comment. Table 3.15-2 has also been similarly revised to accurately note all

amenities at Rotary Park and Riverside Park noted by commenter.

72. Findings of de minimis impacts under Section 4(f) are preliminary and will be subject

to concurrence by the jurisdiction with ownership of the park/recreation resource. The

Authority will be engaging all such jurisdictions with regard to pursuing a finding of de

minimis impacts, including discussions on beneficial mitigation/enhancement actions

that may result in a park/recreational resource setting that are more advantageous to the

community. This is noted in Section 4.1.3.4 of the Draft Section 4(f) Evaluation.

582-12

Aesthetics and Visual Resources

# 74. It is agreed that the elevated guideway would become a predominant visual

feature of the City of Madera. It also is agreed that generally unobstructed views toward

the HST alternative are available from parks, the downtown area, and from within some

residential areas. The analysis of aesthetic and visual quality impacts cannot consider

every possible view, one of which is noted by the commenter at a location slightly north

of KVP 10 from Rotary Park. It is agreed that there are some locations where views,

such as from some residences that are not part of the view from KVP 10, would have

greater impacts than at other locations. Some of these sensitive views from residences

would be eliminated through property acquisitions. Considering the three key viewpoints

(KVPs 10, 11, and 12) selected as representative of conditions in the city, the Madera
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landscape unit was found overall to have significant impacts under NEPA and significant

impacts under CEQA. Various techniques to minimize and mitigate potential impacts to

visual quality from the HST’s structural elements would be considered during design and

are identified in the EIR/EIS.

#75. The design of the HST presents several opportunities for the Authority to direct the

incorporation of visual elements and structural modifications that can minimize or

mitigate adverse impacts by the HST to aesthetics and visual quality. Some areas where

the HST would be located also could have beneficial impacts by screening unattractive

views, such as blighted areas. Landscaping, art, lighting, architectural materials and

features, earthen berms, and textured, treated, or colored walls may be used to lessen

the effects of project components, including the possibility of graffiti. Generally, a menu

of design features would be developed to address specific issues related to operation or

construction of the project. The Authority and FRA would seek input from citizens and

community leaders to help identify which aesthetic treatments and mitigation measures

are most context-appropriate in conjunction with the design and construction of the HST.

Section 3.16.6, Mitigation Measures, in the EIR/EIS describes various methods for

minimizing and mitigating the impacts of constructing and operating the HST. The

EIR/EIS does not defer mitigation, but rather provides an extensive set of mitigation

measures that would be further reviewed, refined, and applied as design progresses and

permits are obtained.

During final design of elevated guideways and the Merced and Fresno stations, the

Authority will coordinate with local jurisdictions on the design of these facilities so that

they are designed appropriately to fit in with the visual context of the areas near them.

This will include the following activities:

·         For stations: During the station design process, establish a local consultation

process with the City of Merced and the City of Fresno to identify and integrate local

design features into the station design through a collaborative context-sensitive

solutions approach. The process will include activities to solicit community input in their

respective station areas. This effort will be coordinated with the station area planning

process that will be undertaken by those cities under their station area planning grants.

·         For elevated guideways in cities or unincorporated communities: During the

582-12

elevated guideway design process, establish a process with the city or county with

jurisdiction over the land along the elevated guideway to advance the final design

through a collaborative context-sensitive solutions approach. The working groups will

meet on a regular basis to develop a consensus on the urban design elements to be

incorporated into the final guideway designs. The process will include activities to solicit

community input in the affected neighborhoods.

The text regarding coordination and collaboration with communities has been revised as

above in Section 3.16.6 of the Final EIR/EIS, Mitigation Measures, including additional

details.   

#76.   Table 3.16-1 has been revised to include and consider the additional goals and

policies noted in the comment. Section 3.16.2.3, Local and Regional Plans, Policies, and

Regulations in the EIR/EIS includes the statement: “Consideration of local community

design guidelines would be part of a subsequent phase of analysis for project-specific

environmental review, when more detailed engineering and architectural information

would be developed.”

#77.  Section 3.16.4.1 has been revised to mention views of the Sierra Nevadas and

Fresno River.

#78.   Visual quality for a particular landscape unit receives a rating that applies

generally to the landscape unit based upon the visual specialist’s professional expertise

and field investigations. Visual quality ratings for landscape units are based upon a

limited number of representative specific key viewpoints in accordance with the FHWA

methodology used for the analysis. This means there may be areas and specific

locations with higher or lower visual quality. The analysis of aesthetic and visual quality

impacts cannot consider every possible location or view; rather, key viewpoints were

selected as representative of existing conditions and with the addition of the HST to the

view. Conditions and impacts at one locale (a park, for example) in the Fresno

landscape unit do not necessarily correspond to those at another similar locale in the

Madera landscape unit, because of the various factors and differences contributing to

impacts as viewed from the selected key viewpoints. The addition of a new visual

element to the landscape may change the view but does not necessarily degrade or

improve the visual quality.  
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#79.  The text and table has been revised to reflect the comment, which is correct. That

is, the Hybrid Alternative has the least substantial and significant impacts according to

the analysis at key viewpoints to all the landscape units.

#80.  See the response to #75. In addition, the final design process would indeed

include coordination and collaboration with all communities, regardless if an HST station

would be located in a community.

#81. The photo simulations are accurate from the viewpoint regarding the height of

elevated guideway piers, which are based on HST grades and engineering design. The

viewpoints may not show the entire height of the columns because of intervening

landscape features, such as streets at higher elevations than the base of the piers. Such

representations in a photo simulation are unavoidable but may be noted in the caption.

The caption has been revised.

#82. The addition of a sound barrier atop an at-grade or elevated guideway would

obstruct more of the view above. The area depends on the viewer's proximity and

elevation.  

#83. See the response to #74.

#84. See the response to #75.

#85. See the response to #75.

#86.  Table  3.16-5 acknowledges that before and after the mitigation measures there

would be significant visual impacts regarding the Madera landscape unit for the

UPRR/SR99 alternative (VQ #4 in the table), as noted in the comment. Mitigation

measures would help reduce the impacts.

#87.  See the response to #75. In addition, the City’s statement regarding specific

mitigation measures is noted for later consideration and collaboration.

#88.   See the response to #74. In addition, the effect of property acquisitions and

building removal are discussed when relevant to particular viewpoints. Buildings removal

582-12

is noted in Table 3.16-2.

#89.   Visual distraction was considered as part of the exposure and sensitivity of

viewers in Section 3.16.5.3..

Next to Last Paragraph of Comment Letter: The request for an extension of the

comment period is noted. See MF-Response-GENERAL-7.

582-13

34. The EIR/EIS has been updated to reflect the information provided in the City of

Madera’s 2009 General Plan.

35. Allied Wastes Services has been added to Table 3.6-3 as the solid waste collection

service provider for the City of Madera.

36. The HST system would be a state facility and would be subject to state and federal

regulations, including Government Code section 4216. The Authority will be meeting

with local districts, municipalities, and other entities to develop Memoranda of

Agreement that will define terms and conditions whereby the Authority would work with

local agencies to resolve utility conflicts.

37. The Authority will replace any stormwater basin capacity lost through HST

construction. Preliminary engineering has confirmed the feasibility of either avoiding

impacts to existing stormwater basins or relocating the stormwater basins within the

HST construction footprint. If utilities cannot be relocated or modified within the

construction footprint defined in Chapter 2 Alternatives, additional environmental

analysis would be conducted, if necessary. All basin construction and modification will

adhere to pertinent standards.

38. The project team has consulted with local utility providers to identify existing and

proposed facilities within the project footprint. A meeting was held with a representative

from the City of Madera in September of 2009, and an electronic file of the water, sewer,

and storm drain facilities was provided to the team. This file included the proposed Town

Center Basin, but did not include the proposed Southeast Madera Development Basin.
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582-13

Table 3.6-13 has been modified to reflect this additional utility conflict. The Authority will

continue to coordinate with utility owners to refine utility information, identifying and

evaluating all facilities within the HST footprint.

39. Refer to MF-Response-PUE-5 regarding utility coordination during final design. No

utilities will be located within the HST right of way, and utility operators will not need to

work within the HST right of way. If any utility needs to cross under the HST right of way,

it will be placed in a casing that will allow maintenance access from outside the HST

right of way.

582-14

See MF-Response-WATER-1.

582-15

The 2009 City of Madera General Plan has been reviewed and updated in the EIR/EIS

as applicable.

582-16

Comment 42: Please see MF-Response-S&S-8. The potential for successful criminal

and terrorist acts is negligible throughout the HST system, in both urban and rural areas,

due to project design and system features.

Comment 43: High-risk facilities adjacent to each of the alternative alignments are

presented in the Affected Environment section of Section 3.11, Safety and Security, of

the EIR/EIS. Many of the tall structures that could pose fall hazards, and three refineries

that could pose explosion risks, are located in Merced and Fresno, where all three

alternatives have the same alignment. In portions of the alignments that vary by

alternatives, four tall structures and one fuel refinery are located along the UPRR/SR 99

Alternative in Madera County; and two tall structures occur along the BNSF and Hybrid

alternatives in Merced and Madera counties. Additionally, the Kinder-Morgan high-

pressure petroleum pipeline poses an explosion risk for all three alternatives, although

the UPRR/SR 99 Alternative has the longest adjacency to the pipeline since it follows

the UPRR corridor for its entire alignment.

582-16

Comment 44: Ladder trucks are not available in every area of the HST system that

would contain elevated tracks. As described in Section 3.11.6, Safety and Security

Project Design Features, of the EIR/EIS, ground access would be available from

elevated tracks where access to ground equipment is required. This ground access

could be used in the event of an emergency. Additional ground access can be

considered, consistent with fire and rescue procedures.

Comment 45: Accidents and intentional acts of violence are unpredictable, as the

commenter notes. The HST system would incorporate system safety and security plans

and design features to address the potential for accidents and criminal and terrorist acts,

as discussed in the subsections Train Accidents and Security Deterring Criminal Acts

and Terrorist Attacks in Section 3.11.5.3, Safety and Security - High-Speed Train

Alternatives, and in MF-Response-S&S-4 and MF-Response-S&S-8. These measures

would deter criminal and terrorists acts, facilitate early detection of such acts, and

design the HST train sets and infrastructure to prevent collisions and to protect

passengers and bystanders in the event of an accident. As a result of implementing

these measures, the potential for accidents and successful criminal and terrorist acts

would be negligible.
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See MF-Response-WATER-1.

662-2

See MF-Response-PUE-5.

MID's assertion that there is the potential for the HST alignment to reduce revenues

through loss of customers due to land acquisition or other means is noted. Any long-

term revenue impacts are expected to be addressed in the Memoranda of

Agreement process.

As discussed in Section 3.6 Public Utilities and Energy, the project design would

specifically address stormwater volumes and flow requirements. During final design,

review and inventory of irrigation systems’ seasonal flow for canals, creeks, and

pipelines, as well as an evaluation of each receiving stormwater system’s capacity to

accommodate project runoff would be conducted. As necessary, relocation, protection,

and flow-improving measures for irrigation conveyance facilities, and onsite stormwater

management measures, such as detention or selected upgrades to the receiving

system, will be included in the design to provide adequate capacity. This evaluation will

be conducted in cooperation with the local utility districts.

Further, where existing underground utilities, such as water pipelines, cross the HST

alignment, the utilities would also be placed in a protective casing. The project

construction contractor would coordinate schedules for utility relocations and protection-

in-place with the utility owner avoid prolonged disruption of services. A Construction

Agreement and Joint Use Agreement would be executed where construction would

impact MID rights of way.

Finally, as presented in Section 3.8 Hydrology and Water Resources, floodplains and

areas of shallow groundwater have been identified and will be given special attention

during the design process. As appropriate, structures will meet the latest state flood

management board requirements.
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See MF-Response-GENERAL-10. Also see Chapter 7 Preferred Alternative of the

EIR/EIS which summarizes the relative differences between the alternatives and

identifies the Hybrid Alternative as the preferred alternative for the Merced to Fresno

Section.
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See MF-Response-GENERAL-9
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See MF-Response-GENERAL-9

See MF-Response-GENERAL-10
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See MF-Response-GENERAL-19
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Merced - Fresno - RECORD #385 DETAIL
Status : Action Pending
Record Date : 9/30/2011
Response Requested :
Stakeholder Type : Environmental Agency
Submission Date : 9/30/2011
Submission Method : Website
First Name : Jacquelyn
Last Name : Ramsey
Professional Title : Environmental Planner
Business/Organization : Department of Conservation
Address :
Apt./Suite No. :
City : Sacramento
State : CA
Zip Code : 95814
Telephone : (916) 323-2379
Email : Jacquelyn.Ramsey@conservation.ca.gov
Cell Phone :
Email Subscription : Fresno - Bakersfield, Merced - Fresno
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

The Department of Conservation is in the process of reviewing the High
Speed Rail Authority’s Notice of Public Acquisition notification for the
both the Fresno to Bakersfield Section of the California High-Speed
Train Project and the Merced to Fresno Section (Government Code
section 51291 (a)).  The review of both projects is occurring concurrently
with the Department of Food and Agriculture’s review as required in
statute pursuant to Government Code section 51291 (a).   The
Department is requesting an extension of 30 days in addition to the
requirement in statute to complete the review within 30 days of receipt
due to the time constraints included in Williamson Act Statute and the
amount of materials which must be reviewed.  The extension will allow
staff sufficient time to review the more than 1,200+ pages of documents,
including 148 properties restricted by Williamson Act contracts,  maps of
the routes and related materials provide by the High Speed Rail
Authority for the Department’s review. and in coordination with the
Department of Food and Agriculture, provide the CA High Speed-Train
with the Department’s comment response .  The total number of days
requested is 60 days.  The Department has already completed an
extensive review of the environmental documents. Public Acquisition
review procedure is a separate process stipulated in Government Code
sections 51290 – 51295.   The Department looks forward to hearing from
you with regard to its request.  If you have questions or concerns please
contact by telephoning me at the number noted below, or by e-mail.
Thank you.

EIR/EIS Comment : Yes
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The Authority will comply with all requirements of the Williamson Act for notice and land

acquisition.
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666-1

Thank you for your input.  We have made the necessary edits in the Summary of the

EIR/EIS. EIR/EIS Chapter S.11, Summary of Changes between the Draft and Final

EIR/EIS, states that Chapter 1 was updated to reference the EPA and COE LEPA

concurrence letters (March 23, 2012 and March 26, 2012 respectively).  See Chapter 1

for more details.

Between the draft and final versions of the EIR/S, information was updated as needed to

reflect the most current versions of County General Plans.

666-2

See MF-Response-GENERAL-1 regarding tiering, the appropriate level of analysis, and

deferred mitigation; MF-Response-GENERAL-2 regarding the alternatives selection

process; MF-Response-GENERAL-16 regarding the decision on the Wyes; and MF-

Response-GENERAL-22 regarding piecemealing. 

Contrary to the comment, there is no prohibition against modifying the project after the

scoping process. Comments received during scoping were considered during

preparation of the EIR/EIS. That does not mean that all suggestions provided in those

comments were followed.

The public has been provided with an environmentally preferred alternative and this is

not inhibited by deferring action on the SR152 Wye.  The USACE and EPA have

concurred on with the Authority/FRA on a "least environmentally practicable alternative"

for purposes of the Section 404 CWA without the need to include the Wye at this time.

The Authority and FRA recognize that the Wye alternatives have their own benefits and

impacts. Those will be disclosed in more detail, thereby allowing a more informed

choice, in the EIR/EIS being prepared for the San Jose to Merced section.

666-3

See MF-Response-GENERAL-2.  The purpose of the alternatives analysis is to

document the selection of alternatives. It is not, however, intended to strictly limit the

range of reasonable alternatives that can be considered in the EIR/EIS -- particularly

where the Hybrid alternative presented in the EIR/EIS is a modification of the prior

hybrid. Contrary to the comment, the Hybrid alternative is properly being evaluated in

666-3

the EIR/EIS, as required by CEQA and NEPA.

666-4

See MF-Response-GENERAL-4, MF-Response-GENERAL-5, and MF-Response-

SOCIAL-7. Census data is based upon information from the 2010 Census and includes

those census tracts and census block groups with 0.5 mile of the HST alternatives.

Where the census areas are very large geographically, often extending for miles beyond

the study area, aerial photography was used to verify the presence of residential

development within the 0.5 mile study and these census areas were not included. Aerial

photography was not used for the demographic analysis.

The reference to Sundstrom v. County of Mendocino [negative declaration overturned

on the basis of improperly deferred mitigation] is not on point.

666-5

See MF-Response-AGRICULTURE-7 regarding Williamson Act impacts. Property

owners can raise this issue with the Authority's appraiser during the acquisition process.

The impact on agriculture is disclosed in Section 3.14 of the EIR/EIS. The discussion of

the NEPA analysis in that section has been revised to clarify the application of impact

"context" and "intensity" when determining significance.

666-6

Temporary uses will be compensated through essentially the same process described in

MF-Response-AGRICULTURE-4. Right-of-way agents will negotiate compensation with

property owners on a case-by-case basis, taking into account each property's unique

qualities, prior to construction occurring. This right-of-way acquisition and

compensation process is part of the project design features described in Section 3.12.6

(see also Appendix 3.12-A). As such, no separate mitigation measure is necessary. Also

see MF-Response-GENERAL-4.

Funding for mitigation is included in the total project cost as a percentage of the total

project cost. The FRA and Authority have a binding commitment to fund mitigation

measures presented in the FEIR/EIS.
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See MF-Response-GENERAL-4 regarding impacts on the agricultural economy,  MF-

Response-AGRICULTURE-3 relating to severance,  MF-Response-AGRICULTURE-4

relating to severance, MF-Response-AGRICULTURE-5 relating to the spraying of

pesticides, MF-Response-WATER-1 regarding impacts to water systems, MF-

Response-WATER-4 regarding impacts to water supply, and MF-Response-SOCIAL-

8,relating to losses of tax revenues. 

Right-to-Farm ordinances exist in both Merced and Madera counties. Text has been

added to Table 3.14-1 to acknowledge these policies. These ordinances help protect

ongoing agricultural operations from nuisance complaints, typically originating from new

residential areas. There would be no conflicts with the HST project, nor would the

project affect implementation of the ordinances.

With regard to microclimate effects – the potential for project features to change wind

currents, trap heat, or create cold pockets – the Authority and FRA agree that

overpasses and berms may create “sheltered” areas that would modify the microclimate

in immediately adjacent areas. Sheltering effects on crops would likely be similar to

effects from a high density (i.e., low permeability) windbreak, and those effects have

been investigated over many decades. Changes to temperature, humidity, and plant-

water relations may be possible, depending on location, orientation of the windbreak

with respect to prevailing winds, height of windbreak, crop type, and soils. The degree of

sheltering is typically defined in relation to the height of the “windbreak,” and

impermeable windbreaks (i.e., such as a berm) obstruct and deflect air flow to create a

small, sheltered zone close to the windbreak (up to 10 times the windbreak height)

before turbulent wind eddies contact the ground (Nuberg 1998); and the greatest

sheltering would occur on the leeward side of the windbreak. Most wind break effects

that have been reported are beneficial and include increases in yield associated with the

“shelter effect”—defined as the enhanced yield of a crop grown in the sheltered

microclimate created by a windbreak (Cleugh 1998; Nuberg 1998; Heiligmann, R.B.

2006; Campi et al. 2009). Positive effects that have been reported include:

Decrease in wind erosion and topsoil loss•

Improved crop water use efficiency, due to reduced evapotranspiration with reduction

in turbulent transfer of heat and water vapor from plant leaves.

•

Reduced cold stress (from winds associated with cold fronts);•

666-7

Reduced mechanical damage from winds;•

Reduced evaporation from soil, and maintenance of available soil moisture for crop

growth

•

The absolute effects – whether positive or negative – are hard to predict and could

depend on location and seasonality (e.g., with variable weather among years, by crop

grown and growth stage of individual crops, etc.). For example, small temperature

increases could be beneficial in years with below-average temperatures, but potentially

harmful in years with above-average temperatures. Whether or not there could be any

detrimental effects on crop growth resulting from microclimate effects from HST

overpasses and berms is uncertain but would likely not be substantial. Increases in

temperature within the sheltered zone have been reported, but magnitude of

temperature change is rarely more than 2 degrees (Nuberg 1998), which would be

unlikely to cause burning of plants. The prevailing wind direction in the vicinity of the

Merced to Fresno HST Project is from the northwest. The HST alignment would provide

some degree of shelter from winds, and greatest effects would be expected where the

track orientation is perpendicular to the direction of wind flow. For example, if prevailing

winds are from the west, then an east-west HST alignment (i.e., along the wyes or the

Mariposa/Mission design options) would not provide a barrier air flow. 

New roadway crossings over the alignment would be up to 30 feet high; embankments

would have 2:1 slopes or flatter[kwh1] . Therefore, adjacent crops would be greater than

60 feet from the top of the embankment at its highest point.  As mentioned previously,

maximum sheltering occurs within a distance of up to 10 times the height of a windbreak

(Nuberg 1998); therefore, some degree of sheltering effects might occur within a

distance of up to 300 feet from the top of the roadway embankment, and much of this

area would not be cropped. Whether sheltering effects would be beneficial, as has been

reported, or would be detrimental, isn’t known with certainty, but empirical evidence

suggests that effects would be negligible. For example, crops are successfully grown in

areas adjacent to very large levees in the Delta, and there is no evidence to suggest that

these levees create microclimates that result in crop yield reductions.

The application of pesticides, fungicides, and insecticides are part of current, ongoing

agricultural operations and would not be changed by the HST project. Certification of

pesticides and related regulations are not pertinent to this project.
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As discussed in Section 3.13.2 of the Final EIR/EIS, the HST Project is an undertaking

of the Authority and FRA, in their capacities as state and federal agencies. As such, it is

not required to be consistent with local plans. Although this  is the case, the analysis did

include a review of the goals and policies of the local land use plans, as well as other

plans, to describe the local land use planning context. Local land use plans are not

applicable to the HST Project because it is a project of the state and federal

governments, which are not subject to local governments' jurisdiction issues of land use.

Consequently, a city or county is not “an agency with jurisdiction over the project” as

described in Appendix G. Therefore, although the EIR/EIS describes the HST project’s

consistency with local plans in order to provide a context for the project, inconsistency

with such plans is not considered an environmental impact.

Plant pathogens are typically carried in plant material being moved between areas of the

state or from outside the state, or in foodstuffs similarly being brought into the Central

Valley from outside. Riders in the HST are unlikely to carry plant material on the train

because of space limitations. The HST will not carry freight. Food may be carried onto

the HST, but is no more likely to carry plant pathogens than food being transported in

personal vehicles along the many highways and roads that pass through the Central

Valley. In addition, the HST trainsets are sealed to the outside and passengers cannot

physically release any materials from the train in motion. Therefore, the HST will not

substantially increase the existing risk of the entry of plant pathogens. Should there be

an outbreak of a plant pathogen within the Valley or the threat of a plant pathogen

moving into the Valley from an outbreak elsewhere in the state, the limited number of

HST stations will facilitate the establishment of inspection areas that will allow the

transport of plant and food materials by HST to be controlled.

666-8

See MF-Response-GENERAL-3.

666-9

See MF-Response-GENERAL-6.

666-10

See MF-Response-SOCIAL-1 regarding the Uniform Relocation Act and MF-Response-

666-10

GENERAL-18 regarding funding and costs.

666-11

See MF-Response-GENERAL-7.

666-12

See MF-Response-GENERAL-14.

666-13

MF-Response-GENERAL-2 regarding alternatives, and MF-Response-GENERAL-16

discussing the decision to defer a decision on the Wyes.

666-14

See MF-Response-GENERAL-16 regarding the decision on the Wyes, MF-Response-

GENERAL-2 regarding the alternatives, and MF-Response-GENERAL-10.  SR152 is

one of the alternative routes for the Wyes being analyzed in the San Jose to Merced

EIR/EIS. The Western Chowchilla Design Option is one of the options available under

the Hybrid alternative. A decision on which of the two Chowchilla options will be chosen

will be made when the Wye alternative is selected. The Authority recognizes that the

Western Chowchilla option has potentially adverse effects on agriculture.

666-15

See MF-Response-GENERAL-10.
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Merced - Fresno - RECORD #578 DETAIL
Status : Action Pending
Record Date : 10/12/2011
Response Requested :
Stakeholder Type : Business
Submission Date : 10/12/2011
Submission Method : Project Email
First Name : Ben
Last Name : Reiling
Professional Title : CEO
Business/Organization : Zelman Development Co.
Address : 515 S. Figueroa St. #1230
Apt./Suite No. :
City : Los Angeles
State : CA
Zip Code : 90071
Telephone : 213-533-8119
Email : bfoy@zelman.com
Cell Phone :
Email Subscription : Merced - Fresno
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

Brett M. Foy

Co-President

Zelman Development Co.

515 S. Figueroa St. #1230

Los Angeles, CA. 90071

213-533-8119

bfoy@zelman.com

EIR/EIS Comment : Yes
Attachments : EIR_Comment Letter_Madera.pdf (52 kb)
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See MF-Response-GENERAL-10.
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October 13, 2011 
 
California High-Speed Rail Authority  
Merced to Fresno Draft EIR/EIS Comments 
770 L Street, Suite 800 
Sacramento, CA 95814 
 
 [Sent By U.S. Postal Mail and By Email: Merced_Fresno@hsr.ca.gov] 
 
To The California High-Speed Rail Authority: 
 
 This letter is to submit comments on the Draft EIR/EIS prepared by the California 
High-Speed Rail Authority for the Merced to Fresno section of the proposed California 
High-Speed Train (HST)  Project.  
 

The Planning & Conservation League (PCL) and PCL Foundation (PCLF) are 
Sacramento-based nonprofit organizations that work in concert to connect the power of 
grassroots organizations to state government in order to enact policies that protect our 
environment and improve the quality of life and economic security for all Californians. PCL 
Foundation was founded in 1972 and is a 501(c)(3) nonprofit organization that seeks to 
protect California’s environment and ensure that California continues to be an attractive, livable, 
and equitable state by engaging in cutting-edge environmental public policy research, and by 
educating and empowering local communities to participate in local and state environmental 
decision-making processes. The Planning and Conservation League, PCLF’s partner 
organization, is a statewide, 501(c)(4) nonprofit  organization that serves as the lobbying arm of 
environmental community - passing, enforcing and protecting laws and initiatives that safeguard 
our environment and communities.  

 
PCL and PCLF have been long-time supporters of high speed rail and will continue to be 

as long as the HST system can be built in a manner that complements PCL’s top priorities 
including: climate change mitigation, public health, sustainability planned communities, and 
conservation of native habitat and farmland. Unfortunately, the Authority’s current plan for the 
Merced to Fresno section of the proposed high-speed rail project would lead to the unnecessary 
destruction of farm land, homes, schools, churches, and historic buildings; would not have the 
stated benefit of urban sprawl mitigation; and would provide no immediate benefit to the citizens 
of the Central Valley of California.   
 

 
 
 

Page 2 of 4 
 

Inadequate Comment Period 
 

As a preliminary matter, PCL reiterates its belief that the 60-day comment period 
established by the Authority did not provide an adequate time for the public to comment on the 
17,000 page D-EIR/EIS for the Merced to Fresno section. The D-EIR/EIS was released at the 
end of the legislative session and, up until a week before comments were due, the D-EIR/EIS for 
the Fresno to Bakersfield section, another 17,000 page document, was also due for review within 
that 60-day comment period. PCL has previously submitted a letter to the Authority on this 
subject, dated September 22, 2011, outlining why an expanded comment period is required.  We 
hereby incorporate that letter into these comments.  
 
Unnecessary Destruction of Farm Land, Historic Properties, Churches, Schools and Homes 
 

All of the proposed routes listed in the D-EIR/EIS (the BNSF, UPRR/SR-99, and Hybrid) 
involve some level of destruction. The conversion of farm land under the currently proposed 
route, even with mitigation, would remain substantial under NEPA and significant under CEQA 
according to the HSRA.1 An alternative that is not considered in the proposal is the 1-5 route, a 
route that would use existing right of ways and run in an area not currently developed with 
historic properties, churches, schools, and homes. This plan was disregarded too quickly by the 
HSRA and should be returned to the analysis. A stop in Kettleman City would allow for 
connections from the existing Amtrak line in the Central Valley to the HST. Positive train 
control on Amtrak lines could increase the speed to 90 MPH, allowing valley residents to quickly 
access their destination or the HST. And because of the straight line routing and lack of stops on 
the 1-5 route, the trip between San Francisco and Los Angeles could be made in the goal time of 
2 hours and 40 minutes.  
 
No Urban Sprawl Mitigation 
 

The report states in the No Project Alternative that there will be a high growth rate in the 
valley that will require “land acquisition and the construction of new infrastructure, including 
roadways, electric power generation, water and wastewater facilities, schools, hospitals, and 
commercial and industrial facilities.”2 The No Project Alternative is flawed because it fails to 
take into account the glut of foreclosed, vacant housing in existing neighborhoods the Central 
Valley and vacant land within current city boundaries. If planning was done correctly, the 
amount of land stated would not be needed. The report assumes under the No Project 
Alternative, that current planning and building practices won’t change. But the HSRA itself 
states that “Merced and Fresno land use plans encourage infill and higher-density development 
in urban areas and concentration of uses around transit corridors to provide more modal choices 
for residents and workers.”3  

  
One of the stated benefits to Central Valley residents is that building this section of track 

will curb urban sprawl. When analyzing the No Project Alternative, the report states that the 
HST will prevent sprawl by encouraging transit-oriented development (TOD). But TODs can 
(and are) being built around existing train and bus stops and do not rely on HSTs being run. The 
report also fails to include the possibility that the funds currently being used by the HST could be 

                                          
1 CALIFORNIA HIGH-SPEED TRAIN PROJECT EIR/EIS SUMMARY MERCED TO FRESNO SECTION Page S-16 
2 CALIFORNIA HIGH-SPEED TRAIN PROJECT EIR/EIS SUMMARY MERCED TO FRESNO SECTION Page S-7 
3 CALIFORNIA HIGH-SPEED TRAIN PROJECT EIR/EIS SUMMARY MERCED TO FRESNO SECTION Page S-11 
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converted to local transportation projects that would create TODs. Without an inner-city 
transportation system, something that is seriously lacking in these communities, expansion of 
freeways (and the sprawl they induce) will continue to happen even if the HST is present. 

 
The report also ignores the potential for bedroom communities in the Central Valley 

created by the HST due to the lower cost housing and, now, a much quicker commute.  Bringing 
more citizens into these communities will only exacerbate the existing tendency towards sprawl. 
And pushing people further into the exurbs runs counter to a major goal of high-speed rail and 
PCL, namely cutting our carbon output while creating denser, more sustainable communities. 
 

In conclusion, the analysis in the No Project Alternative should reflect that the Central 
Valley plans to grow more efficiently in the future around existing transportation options 
including downtown train and bus stations. The report should also reflect the increased 
population from bedroom communities in the “build” alternatives. Without these additions, there 
is not an accurate analysis of the costs and benefits of building this proposed section. 
 
No Immediate Benefit to Citizens of Central Valley 
 

The environmental benefits from HST come from reducing trips on transportation 
methods that use fossil fuels. In the Central Valley, this benefit would only be realized by truly 
long distance commuters. Travelers wanting to move between Central Valley cities would face 
the “last mile” problem because of a lack of public transportation once they arrive at their 
destination. If the state of California truly wanted to improve air quality, they should use some of 
the funds set aside for this project to make the daily commutes of valley residents possible 
without a vehicle. This would have the added benefit of encouraging the use of the HST for short 
trips within the Central Valley because of the elimination of the “last mile” problem.  
 

A large concern is that the current lack of funding for the entirety of this project will lead 
to only this section, and perhaps the Fresno to Bakersfield section, being built before funding 
runs out. This would mean that the Central Valley residents would bear the burden of the costs of 
construction- environmental degradation, land acquisition, historic building destruction- and 
never receive any real benefit. Even if trains are run on this section (something that is not 
currently planned), they would only be connecting three or four cities that already are connected 
via the existing Amtrak lines.  
 
Because of the above concerns, PCL recommends the following: 
 

An initial construction of the segment between Bakersfield to Los Angeles, a connection 
that is currently lacking on the existing Amtrak line would provide an immediate benefit to 
residents of the Central Valley and beyond. This would provide the benefit to the Central Valley 
that the $3B in federal funding was designed to do- and what the Merced to Fresno segment will 
be unable do to- allow employers to access employees in the Central Valley and give valley 
residents increased opportunities in new markets. It would also allow the authority to earn money 
from operating his service, funds that could be used to complete the remaining project.  While 
this segment was being built, the I-5 route can be re-analyzed in light of the extensive 
environmental costs to the Central Valley and the potential for bedroom communities and 
sprawl.  
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Additionally, a larger portion of the funds should be set aside of inner-city transportation 
improvements in the Central Valley. These projects should be built in concert with the 
Bakersfield to Los Angeles. These inner-city transportation improvements would provide 
immediate benefits to citizens and set the stage for a more successful HSR line in the future by 
eliminating the “last mile” problem.  
 

We appreciate the opportunity to comment and urge the Authority to revise and re-
circulate the environmental documents to address the serious concerns outlined in this letter. 
 
Sincerely,  
 

 
 
Bruce Reznik, 
Executive Director 
Planning & Conservation League  
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707-1

See MF-Response-GENERAL-7.

707-2

See MF-Response-GENERAL-2 for a discussion of the I-5 alignment.

707-3

See MF-Response-GENERAL-3. See Section 3.13.5, Station Planning, Land Use, and

Development, under the Indirect Land Use Effects for information on TOD in the HST

station areas. In this section the text discusses how TOD associated with the HST

station would have a stronger influence on land use compared to typical light rail TOD.

The HST Project would serve the existing and future need for transportation, would help

to provide employment opportunities in a region with high unemployment, and would

encourage more compact urban development around the station areas. The increases in

employment are anticipated to occur faster than the growth in population as a result of

the stimulation effect of the HST Project especially in the station areas. Operation of the

HST Project would also attract people who would live in the Central Valley and commute

to the major metropolitan areas; however, much of the employment growth in the

Central Valley is expected to be filled by the local labor pool. The HST will not lead to

wholesale shift in residential locations for the Bay Area and Los Angeles into the Central

Valley and any interregional shifts in residential locations are expected to be a small

portion of the growth expected in the Central Valley (Cambridge Systematics Inc. 2003).

The costs associated with taken a daily trip to and from the larger metropolitan areas as

well as the other costs associated with traveling to and from the stations if the residency

is outside of the station area would be cost prohibitive. 

New text has been added to Section 3.18, Regional Growth, to discuss Senate Bill (SB)

375 Sustainable Communities Strategies. SB 375 (2008) requires each of California’s 18

Metropolitan Planning Organizations to adopt a “sustainable communities strategy”

(SCS) or “alternative planning strategy” (APS) as part of their regional transportation

plan. The purpose of the SCS or APS is to reduce greenhouse gas emissions from

automobiles and light trucks within their region to meet emissions targets set by the

California Air Resources Board. One element is to identify areas within the region

sufficient to house all the population of the region, including all economic segments of

the population, over the course of the planning period of the regional transportation plan

707-3

taking into account net migration into the region, population growth, household formation

and employment growth. SB 375 grants no new land use powers to the MPOs.

However, in order to meet the assigned emissions reduction targets, the SCS or APS is

expected to call for more compact development patterns that can be served by transit

and other modes of transportation. These development patterns will be encouraged by

the requirement that the SCS or APS both reduce greenhouse gas emissions (which are

linked to vehicle miles travelled) and plan to accommodate regional housing needs

(which are expected to continue to increase). Unlike the San Joaquin Valley Blueprint

described in Section 3.18, Regional Growth, preparation of the SCS is mandated by law

and the ability of each SCS to meet the emissions reduction target for the San Joaquin

Valley must be reviewed and approved by the Air Resources Board. If implementation of

the SCS would not meet the target, then the MPO must adopt an APS that would.

However, the APS is not a required component of the regional transportation plan and

therefore would be less likely to be implemented.

The SB 375-mandated SCS in each county will likely rely upon HST development to

help reach its greenhouse gas emissions reduction targets of 5% by 2020 and 10% by

2035. The SCS process, together with steps the Authority will take to assist with station

area planning, is expected to encourage more compact development within the region

and particularly around HST station locations. In addition, the Authority is funding station

area planning grants for the cities of Merced and Fresno. At this writing, the cities are in

the final stages of approving their acceptance of this funding. It will be used to prepare

land use plans for the areas around the stations, including compact development and

mixed uses compatible with the Authority’s Urban Design Guidelines.  While much of the

growth in the station areas is a result of market forces, government involvement through

a number of strategies can help to speed up the process including higher density mixed

use zoning. In addition to SB 375 and SCS strategies encouraging more compact

development, recent studies indicate that changes in the California housing market

along with market forces would support higher density, more compact development

around HST stations.

Even without the HST Project, to some extent, the SCS that will be adopted by the

MPOs as part of their regional transportation plans will be expected to encourage both

more compact development and greater investment in local transit modes as a means of

reducing greenhouse gas emissions. Where an APS is adopted by the MPO, there may

be less encouragement of compact development. In either case, the fact that the

SCS/APS will address reduction on greenhouse gas emissions will encourage cities and
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counties to consider its provisions during planning and zoning deliberations in order to

comply with CEQA’s requirement to mitigate the impacts of planning and zoning

decisions on greenhouse gas emissions. The San Joaquin Valley Blueprint, which is

voluntary not mandatory, is also expected to encourage more compact development, but

the extent of any increase in compact development will be difficult to quantify unless the

city or county chooses to adopt the Blueprint policies as part of its general plan.

707-4

See MF-Response-GENERAL-13. The Authority's statutory mandate is to develop a

high-speed intercity passenger rail network in California and does not have jurisdiction

over commuter transportation. However, the Authority is committed to providing transit-

oriented development in the vicinity of HST stations, and one of the criteria for station

location selection is maximizing intermodal transportation opportunities.  Expectations

for funding the complete HST project are discussed in MF-Response GENERAL-18. 

Based on these assumptions, the HST will be built in sequential segments until the

statewide system is completed. Please see MF-Response-GENERAL-2 for a discussion

of the I-5 alignment.

707-5

See MF-Response-GENERAL-1. Also, see the response to Submission #131.
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Merced - Fresno - RECORD #618 DETAIL
Status : Action Pending
Record Date : 10/13/2011
Response Requested :
Stakeholder Type : Business
Submission Date : 10/13/2011
Submission Method : Website
First Name : Domingos & Nellie
Last Name : Ribeiro
Professional Title : Owners
Business/Organization : Domingos Ribeiro Dairy
Address :
Apt./Suite No. :
City : Chowchilla
State : CA
Zip Code : 93610
Telephone : 559-665-2640
Email : dribeirodairy@yahoo.com
Cell Phone :
Email Subscription : Merced - Fresno
Add to Mailing List : Yes

Stakeholder
Comments/Issues :

Domingos Ribeiro Dairy
                                     12718 Avenue 25
                                   Chowchilla, CA 93610
                                       (559) 665-2640

October 12, 2011

Merced to Fresno HST Environmental Review
770 L Street
Suite 800
Sacramento, CA 95814

Opposition to California High speed Rail Project
Addendum to Impact to my AVE 24 WYE or other proposed routes that
impact my facilities.
After continuous review of the DEIR/s, I noted the CEQA and NEPA
attempts to minimize the impact and value of a dairy facility. The acres,
water system, free stalls, corrals, lagoons, silage pit, flush system, calf
barns, hay barns, milk barn, milk and water tanks, milking equipment,
commodity barns, scales, grading, electrical supply, permits, homes,
moving expenses of cows, feed, loss of production etc., I estimate the
replacement cost  to be well over 10 million dollars and could be millions
more. Due to the fact, I was just made aware of the proposed route, I
was unable to acquire estimates prior to this draft.
The DEIR/S and HSRA did not notify me of the changes of their original
proposed route. My native language is Portuguese and no mailing or
information was provided to me in language that I read, write and speak.
I do not read English and understand minimal English. The DEIR/S
appears to attempt to minimize the objection and concerns and
responses, by not notifying the affected property owners of the proposed
changes individually. As I did not know the process and still have limited
knowledge of the proposed routes, the HSRA should have acted
responsibly to contact property owners, not just do a drive by or fly by.
They made the bare minimum public notices to minimize the responses
and public knowledge of the route of the HSR. Due to these facts, I did
not have adequate time to review and respond to all the facts.
The DEIR/S was negligence in not obtaining estimates, replacement
cost values or general appraisals near the proposed route of the
property, facilities, ranches, residences, factories, and businesses, and
would have increased the impact that is reported on the DEIR/S. This
would have more accurately described and addressed the value and
impact. They do not even accurately note that the loss or reduction of a
dairy facility impacts the local economy.

Domingos Ribeiro & Nellie Ribeiro

                                  Domingos Ribeiro Dairy
                                     12718 Avenue 25
                                   Chowchilla, CA 93610
                                       (559) 665-2640

October 12, 2011

Merced to Fresno HST Environmental Review
770 L Street
Suite 800
Sacramento, CA 95814
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Opposition to California High speed Rail Project.
Addendum to Impact to my AVE 24 WYE or other proposed routes that
impact my facilities.
After continuous review of the DEIR/s, I noted the CEQA and NEPA
attempts to minimize the impact and value of a dairy facility. The acres,
water system, free stalls, corrals, lagoons, silage pit, flush system, calf
barns, hay barns, milk barn, milk and water tanks, milking equipment,
commodity barns, scales, grading, electrical supply, permits, homes,
moving expenses of cows, feed, loss of production etc., I estimate the
replacement cost  to be well over 10 million dollars and could be millions
more. Due to the fact, I was just made aware of the proposed route, I
was unable to acquire estimates prior to this draft.
The DEIR/S and HSRA did not notify me of the changes of their original
proposed route. My native language is Portuguese and no mailing or
information was provided to me in language that I read, write and speak.
I do not read English and understand minimal English. The DEIR/S
appears to attempt to minimize the objection and concerns and
responses, by not notifying the affected property owners of the proposed
changes individually. As I did not know the process and still have limited
knowledge of the proposed routes, the HSRA should have acted
responsibly to contact property owners, not just do a drive by or fly by.
They made the bare minimum public notices to minimize the responses
and public knowledge of the route of the HSR. Due to these facts, I did
not have adequate time to review and respond to all the facts.
The DEIR/S was negligence in not obtaining estimates, replacement
cost values or general appraisals near the proposed route of the
property, facilities, ranches, residences, factories, and businesses, and
would have increased the impact that is reported on the DEIR/S. This
would have more accurately described and addressed the value and
impact. They do not even accurately note that the loss or reduction of a
dairy facility impacts the local economy.

Domingos Ribeiro & Nellie Ribeiro
EIR/EIS Comment : Yes
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618-1

See MF-Response-AGRICULTURE-4 and MF-Response-AGRICULTURE-6.

618-2

Because the dominant minority language in the Central Valley is Spanish, many of the

materials developed for the project were translated into Spanish.  Translations into other

languages were made available upon request.

618-3

See MF-Response-SOCIAL-1 and MF-Response-GENERAL-4.
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See MF-Response-AGRICULTURE-5.
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738-1

See MF-Response-SOCIAL-1 which explains the property acquisition process and MF-

Response-Bio-1 which discusses the vernal pools and seasonal wetlands impacts and

findings.
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626-1

See MF-Response-General-2

See MF-Response-General-10

626-2

See MF-Response-Bio-1, MF-Response-Bio-2, MF-Response-Bio-3

626-3

See MF-Response-General-2

See MF-Response-General-4

626-4

Proposition 1A does not require the alignment to remain solely within transportation

corridors, but only to the extent that is feasible. At the same time, Proposition 1A

provides somewhat contradictory direction that the Authority must balance when

selecting the route. For example, design requirements for 220 mph operating speed and

travel time specified by Proposition 1A requires longer curve radii than can  be fit within

existing corridors. Remaining within corridors passing through developed areas

increases noise and other impacts on residents, as well as more acquisition of homes

and businesses, compared to an alignment that avoids some developed areas.

Minimizing impacts on developed areas by avoidance increases impacts on agricultural

and natural lands. The alignments analyzed in the EIR/EIS reflect this balance.

See MF-Response-General-18

626-5

See MF-Response-AGRICULTURE-1.
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