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Refer to Standard Response FB-Response-GENERAL-21, FB-Response-SO-08, FB-

Response-N&V-02.

The HST Operations and Service Plan Summary describes anticipated train frequency

and is included as Appendix 2-C of the Fresno to Bakersfield Revised

DEIR/Supplemental DEIS. As stated in Section 2.3 of Chapter 2, Alternatives, the

Fresno to Bakersfield Section design criteria dictate 220-mph designs throughout. Train

speed in the urban Bakersfield corridor would depend on train service (i.e., whether it

is an express, limited-stop, or all-stop train). The HST is a passenger train. For

information regarding project impacts related to the transport, use, storage, and disposal

of hazardous materials and wastes, please refer to Section 3.10, Hazardous Materials

and Wastes, Impact HMW#6 in Section 3.10.5.

L034-2

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-N&V-03.

The Revised DEIR/Supplemental DEIS provides additional detail of noise impacts on

schools. As shown in Table 3.4-25, the existing exterior noise exposure averaged over

the peak hour of the day is 70 A-weighted decibels (dBA) equivalent continuous noise

level (Leq). With the proposed project on the BNSF Alternative, the noise during that

peak hour would increase to 72 dBA Leq. The noise increase with the Bakersfield South

or Bakersfield Hybrid alternatives would be 71 dBA Leq. The human ear generally does

not notice an increase in noise until the increase reaches 3 dBA. Therefore, sound

levels at Bakersfield High School would be significantly affected by noise.

L034-3

Refer to Standard Response FB-Response-GENERAL-01.

No sound walls or other acoustic mitigation are proposed for Bakersfield High School

because the project would not result in a significant increase in noise at that location.

Bakersfield High School is already subject to substantial noise from the BNSF railyard

and main tracks, located along the north side of the campus, and from major streets,

located on the east and south sides of the campus.

L034-4

Refer to Standard Response FB-Response-GENERAL-01.

The Revised DEIR/Supplemental DEIS has been revised to include more information on

mitigation, including performance standards.

L034-5

The safety information on international HST systems provided in Section 3.11 of the

EIR/EIS is not anecdotal evidence. The information consists of reports from reliable

sources on overall system safety for a few countries and on specific HST accidents that

have resulted in injuries and fatalities.

It is not possible to provide a mathematical probability/risk calculation for an accident on

the California HST System that would result in injury to people next to the right-of-way.

Such a calculation requires multiyear information on passenger miles traveled and on

the number of accidents that result in offsite injuries and/or fatalities. There are no HST

systems operating in the United States. Therefore, these data do not exist here.

Specific data on passenger miles traveled are not readily available for HST systems in

other countries. According to news releases, the Japanese HST system carried

approximately 6 billion passengers over 40 years between 1964 and 2004. Over that

period there has never been an injury or fatality to people next to the right-of-way. In

addition, no passenger fatalities have occurred on the Japanese HST system from

derailments or collisions. There have been injuries caused by doors closing on

passengers or their belongings. The French TGV is reported to have carried about 1.7

billion passengers between 1981 and 2010. Where the train operated on dedicated track

there have been 8 passenger injuries from derailments and no injuries to people next to

the right-of-way. High-speed train service has operated in Germany since 1991. No

statistics on passenger miles traveled are readily available for the German HST system.

The accident on the German HST system reported in Section 3.11 of the EIR/EIS

resulted in 101 fatalities and 87 injuries to passengers but no injuries to people outside

the right-of-way. High-speed rail service began in China in 2007. It is reported that the

system had 796,000 passengers per day by 2010. As reported in Section 3.11, an

accident in 2011 on the Chinese HST system resulted in 40 deaths and 72 injuries.
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Some of the casualties of this accident were members of the public not riding the train

but near the accident.

While a probability calculation cannot be made for the risk of injury to people next to the

California HST System right-of-way, it is clear from the evidence that the risk is very low.

HST systems throughout the world have operated for billions of passenger miles for

several decades with no injuries to people not traveling on the train.

L034-6

Refer to Standard Response FB-Response-GENERAL-01.

Noise Impacts of Construction on Bakersfield High School.

Pile driving is identified as a construction noise source in the Fresno to Bakersfield

Section: Noise and

Vibration Technical Report (July 2012), which was prepared in support of the Revised

DEIR/Supplemental DEIS and is available in conjunction with that environmental

document. Section 3.4.3.3, Impact Assessment Guidance, of the Revised

DEIR/Supplemental DEIS, discusses the assessment of noise impacts. The assessment

followed FRA guidance and was based on the criteria listed in Table 3.4-1. As a

sensitive land use, Bakersfield High School would be subject to the same criteria listed

for residential land use in that table. Impact N&V #1 (Construction Noise) describes the

screening distances for construction noise impacts and states that the project would

have a significant effect on residential land use for CEQA purposes and that the

“impacts to schools would be the same as all other sensitive receivers along the

alignment” (i.e., significant). 

Impact N&V #2 (Construction Vibration) discloses that because there are receivers

present within the screening distances vibration impacts, with pile driving there is

potential for severe vibration impacts during construction that would have substantial

intensity under NEPA and would be significant under CEQA. Without pile driving, the

impact would have moderate intensity under NEPA and would be less than significant

under CEQA. However, after applying the screening criteria for vibration impacts (i.e., 70

feet of distance from any pile driving), the Revised DEIR/Supplemental DEIS concludes

L034-6

that no school would be subject to excessive vibration impacts.

The Revised DEIR/Supplemental DEIS identifies two mitigation measures that will be

implemented to avoid an adverse effect on Bakersfield High School. The mitigation

measures for construction noise and vibration are

consistent with the mitigation measures given in the FRA guidance manual (FRA 2005a)

(Section 10.1.3, Mitigation of Construction Noise, and Section 10.2.3, Construction

Vibration Mitigation). These measures will be included in the contracts with design-

builders to ensure that they are implemented. In response to this comment, Mitigation

Measure N&V-1 has been revised, as follows, for greater clarity to ensure its full

implementation.

Mitigation Measure N&V-1: Construction noise mitigation measures. The contractor

will monitor construction

noise to verify compliance with the noise limits established in Table 3.4-1 of the Revised

DEIR/Supplemental DEIS. The contractor will have the flexibility to meet the FRA

construction noise limits in the most efficient and cost-effective manner, subject to prior

approval by the Authority or its designated representative. The contractor would

have the flexibility of either prohibiting certain noise-generating activities during

nighttime hours or of providing additional noise control measures to meet the noise

limits. To meet required nighttime and daytime noise limits, the following noise control

mitigation measures will be implemented, as necessary:

• Install a temporary construction site sound barrier near a noise source.

• Avoid nighttime construction in residential neighborhoods.

• Locate stationary construction equipment as far as possible from noise-sensitive sites.

• Re-route construction truck traffic along roadways that will cause the least disturbance

to residents.

• During nighttime work, use smart back-up alarms, which automatically adjust the alarm

level based on the background noise level, or switch off back-up alarms and replace

with spotters.

• Use low-noise emission equipment.

• Implement noise-deadening measures for truck loading and operations.

• Monitor and maintain equipment to meet noise limits.
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• Line or cover storage bins, conveyors, and chutes with sound-deadening material.

• Use acoustic enclosures, shields, or shrouds for equipment and facilities.

• Use high-grade engine exhaust silencers and engine-casing sound insulation.

• Prohibit aboveground jackhammering and impact pile driving during nighttime hours.

• Minimize the use of generators to power equipment.

• Limit use of public address systems.

• Grade surface irregularities on construction sites.

• Use moveable sound barriers at the source of the construction activity.

• Limit or avoid certain noisy activities during nighttime hours.

To reduce the noise related to pile driving to acceptable levels, an auger will be

used instead of a pile driver to install the piles by drilling and casing.

In addition, Mitigation Measure N&V-2 will apply:

Mitigation Measure N&V-2: Construction vibration mitigation measures. Building

damage from construction vibration is only anticipated from impact pile driving at very

close distances to buildings. If pile driving occurs more than 25 to 50 feet from buildings,

or if alternative methods, such as push piling or auger piling, can be used, damage from

construction vibration is not expected to occur. Other sources of construction vibration

do not generate high enough vibration levels for damage to occur. Typically, once a

construction scenario has been established, preconstruction surveys are conducted at

locations within 50 feet of pile driving to document the existing condition of buildings in

case damage is reported during or after construction. Damaged buildings will be

repaired or compensation paid.

Traffic Impacts of Construction on Bakersfield High School.

The HST is a design-build project for which plans have not been completed and

construction details are not known with specificity. The construction activities that may

affect traffic are known only in a general sense. Therefore, it is not possible at this time

to identify the specific traffic impacts that construction may have on Bakersfield High

School. The impacts identified by the commenter have been disclosed in Section 3.2.5.3

of the Revised DEIR/Supplemental DEIS. Impact TR #9 (Construction [Not Including

L034-6

Stations] Impacts on School Districts) describes the types of traffic impacts on schools

that are expected to result from project construction, including conflicts with pedestrians

and truck traffic from material deliveries. Impact TR #1 (Construction [Not Including

Stations] Impacts on Circulation and Emergency Access) discusses additional

construction worker traffic and material delivery impacts. Impact TR #1 includes impacts

on schools.

To ensure that the traffic impacts of construction activities are kept below a level of

significance, the project includes numerous design features that will be implemented

through the contract with the future design-builder. The design features act to limit the

potential for adverse impacts on traffic and thereby avoid the need for additional

mitigation measures. The following pertinent design features will avoid significant effects

of construction traffic on Bakersfield High School (see Section 3.2.6 of the Revised

DEIR/Supplemental DEIS; the numbers below correspond to the numbers in that

section).

1) Off-Street Parking for Construction-Related Vehicles. Identify adequate off-street

parking for all construction-related vehicles throughout the construction period. If

adequate parking cannot be provided on the construction sites, designate a remote

parking area and use a shuttle bus to transfer construction workers to the job site.

2) Maintenance of Pedestrian Access. Prepare specific construction management plans

to address maintenance of pedestrian access during the construction period. Actions to

limit pedestrian access would include, but not be limited to, sidewalk closures, bridge

closures, crosswalk closures, or pedestrian rerouting at intersections; placement of

construction-related material within pedestrian pathways or sidewalks; and other actions

that may affect the mobility or safety of pedestrians during the construction period. If

sidewalks are maintained along the construction site frontage, provide covered

walkways. Pedestrian access will be maintained where feasible.

3) Maintenance of Bicycle Access. Prepare specific construction management plans to

address maintenance of bicycle access during the construction period. Actions to limit

bicycle access would include, but not be limited to, bike lane closures or narrowing;

closure or narrowing of streets that are designated bike routes; bridge closures;
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placement of construction-related materials within designated bike lanes or along bike

routes; and other actions that may affect the mobility or safety of bicyclists during the

construction period. Bicycle access will be maintained where feasible.

4) Restriction on Construction Hours. Limit construction material deliveries between 7

a.m. and 9 a.m. and

between 4 p.m. and 6 p.m. on weekdays. The number of construction employees

arriving or departing the site between the hours of 7 a.m. to 8:30 a.m. and 4:30 p.m. to 6

p.m. will be limited.

5) Construction Truck Routes. Deliver all construction-related equipment and materials

on the appropriate truck routes. Prohibit heavy-construction vehicles from accessing the

site via other routes.

8) Construction Transportation Plan. The design-builder will prepare a detailed

Construction Transportation Plan for the purpose of minimizing the impact of

construction and construction traffic on adjoining and nearby roadways. The

Construction Transportation Plan will be prepared in close consultation with the

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

commencing any construction activities. This plan will address, in detail, the activities to

be carried out in each construction phase, with the requirement of maintaining traffic

flow during peak travel periods. Such activities include, but are not limited to, the routing

and scheduling of materials deliveries, materials staging and storage areas, construction

employee arrival and departure schedules, employee parking locations, and temporary

road closures, if any. The plan will provide traffic controls pursuant to the sections of the

California Manual on Uniform Traffic Control Devices on temporary traffic controls

(Caltrans 2012a) and will include a traffic control plan that includes, at a minimum, the

following elements:

• Temporary signage to alert drivers and pedestrians to the construction zone.

• Flag persons or other methods of traffic control.

• Traffic speed limitations in the construction zone.

• Temporary road closures and provisions for alternative access during the closure.

• Detour provisions for temporary road closures. Alternating one-way traffic will be

L034-6

considered as an alternative

to temporary closures where practicable and where it would result in better traffic flow

than would a detour.

• Identified routes for construction traffic.

• Provisions for safe pedestrian and bicycle passage or for a convenient detour.

• Provisions to minimize access disruption to residents, businesses, customers, delivery

vehicles, and buses, to the extent practicable. Where road closures are required during

construction, limit to the hours that are least disruptive to access for the adjacent land

uses.

• Provisions for farm equipment access.

• Provisions for 24-hour access by emergency vehicles.

• Safe vehicular and pedestrian access to local businesses and residences during

construction. The plan will provide for scheduled transit access where construction

would otherwise impede such access. Where an existing bus stop is within the work

zone, the design-builder will provide a temporary bus stop at a convenient location away

from where construction is occurring. Adequate measures will be taken to separate

students and parents walking to and from the temporary bus stop from the construction

zone.

• Advance notification to the local school district of construction activities and rigorously

maintained traffic control at all school bus loading zones to ensure the safety of school

children.

• Project Design Features 1-7 and 9-11.

9) Construction during Special Events. Provide a mechanism to prevent roadway

construction activities from reducing roadway capacity during major athletic events or

other special events that attract a substantial number of visitors. Mechanisms include

the presence of police officers directing traffic, special-event parking, use of within-the-

curb parking, or shoulder lanes for through-traffic, traffic cones, and so on. Through

such mechanisms, roadway capacity would be maintained.

11) Additional Features in the Cities of Fresno and Bakersfield. In addition to the

measures listed above, the Authority will also include the following in the cities of Fresno

and Bakersfield:
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• Maintain detection at signalized intersections where alignment changes or widening

are necessary so that

the traffic signal does not need to be placed on recall (fixed timing).

• Changeable message signs (CMS) will be employed to advise motorists of lane

closures or detours ahead. The

CMSs will be deployed 7 days before the start of construction at that location.

• Where project construction would cause delays on major roadways during the

construction period, the project will

provide for a network of CMS locations to provide adequate driver notification. For

example, construction-related delays at the railroad grade separations that lead to SR

99 interchanges will require CMS placement to the east to allow drivers to make

alternate route decisions.

• The Authority, in conjunction with the City of Fresno Public Works Department and the

City of Bakersfield Public Works Department, will develop a traffic management plan for

the surface transportation network to minimize potential impacts on public safety

services.

• During project construction, alignment of roadways to be grade-separated and freeway

overpasses to be reconstructed will be offset from the existing alignment to facilitate

staged construction wherever possible.

(Measures specific to the city of Fresno are not pertinent and have been excluded.)

L034-7

Refer to Standard Response FB-Response-SO-08.

L034-8

The analysis of impacts has been extended to the east of the alternative Bakersfield

station sites out to Oswell Street where the alternatives through Bakersfield merge.

L034-9

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-10.

The phrase "generally following" was not intended to mean that the HST would be

L034-9

constructed within existing rail right-of-way. It is never stated in the EIR/EIS that the HST

would be constructed within the existing rail right-of-way and as indicated in this

comment, Volume III shows that the BNSF alternative is parallel and adjacent to the

existing rail right-of-way.

L034-10

The impact analysis provided in Chapter 3 is organized according to environmental

discipline and not according to specific types of land uses that could be affected. This is

a common way to present the analysis in environmental documents. While the Revised

DEIR/Supplemental DEIS does not provide the impacts on schools in a single location, it

does contain a specific description of impacts on schools within each relevant

environmental discipline discussed in Chapter 3.0.

L034-11

Refer to Standard Response FB-Response-GENERAL-22.

L034-12

Refer to Standard Response FB-Response-GENERAL-22.

L034-13

The peak-hour boardings were derived by multiplying the daily boarding trips by the

peak-hour trip percentages. For inter-regional boardings, this percentage is 12%, and for

daily local boardings, this percentage is 17%, based on data presented in Table 9 in

Technical Memorandum, Phase 1 Service Plan, TM 4.2 (Parsons Brinkerhoff, 2008;

page 11).

The peak-hour alighting trips are assumed to be 25% of the peak-hour boarding trips. It

is assumed that this alightings percentage of peak-hour boardings applies to all arrival

modes identified in the boarding category. This means that alighting passengers will

depart the HST station via automobile pick-up, a vehicle that is parked at the station, a

taxi, a rental car, or a transit vehicle.

It is also assumed that all the “auto dropping off boarding passengers” trips and the

“auto picking up alighting passengers” trips will arrive and depart the station area during

the same peak hour.
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L034-14

The Bakersfield Station analysis was based on a study area of intersections and

roadway segments located within a sphere of influence that was determined in

consultation with City of Bakersfield staff. Within the study area as a whole, the AM and

PM commute times would be the peak travel times within the intersections and roadway

segments of the station study area.

L034-15

The HST project is a federal and state project, and therefore is not required to meet the

City of Bakersfield level-of-service (LOS) standards; rather it uses a common industry

standard to apply across the Fresno to Bakersfield Section. The general criterion of “an

increase in traffic that is substantial in relation to the existing traffic load and capacity” is

applicable to the project-level analysis, as follows: To appropriately apply this general

criterion to detailed analysis of each specific roadway system element (i.e., roadway

segments, signalized intersections, and unsignalized intersections), the existing local

standards and thresholds used in traffic analyses for potential station locations in 26

cities in 16 counties were examined. With that information, uniform, specific methods

and criteria for traffic analysis of each roadway system element were derived at the level

of detail necessary for project analysis. These include deterioration in LOS to below D,

addition of 0.04 to the volume-to-capacity ratio for roadway segments already operating

or projected to operate at LOS E or F (i.e., urban areas where a majority of the HST

stations are anticipated to be located); and increase in delay of 4 seconds at signalized

intersections and of 5 seconds at unsignalized intersections.

L034-16

The potential station footprints have been added to the figures in the Revised

DEIR/Supplemental DEIS.

L034-17

The HST project is a federal and state project, and therefore is not required to meet the

City of Bakersfield level-of-service (LOS) standards; rather it uses a common industry

standard applied uniformly across the Fresno to Bakersfield Section. The general

criterion of “an increase in traffic that is substantial in relation to the existing traffic load

and capacity” is applicable to the project-level analysis, as follows: To appropriately

L034-17

apply this general criterion to detailed analysis of each specific roadway system element

(i.e., roadway segments, signalized intersections, and unsignalized intersections), the

existing local standards and thresholds used in traffic analyses for potential station

locations in 26 cities in 16 counties were examined. With that information, uniform,

specific methods and criteria for traffic analysis of each roadway system element were

derived at the level of detail necessary for project analysis. These include deterioration

in LOS to below D, addition of 0.04 to the volume-to-capacity ratio for roadway

segments already operating or projected to operate at LOS E or F (i.e., urban areas

where a majority of the HST stations are anticipated to be located), and increase in

delay of 4 seconds at signalized intersections and of 5 seconds at unsignalized

intersections.

L034-18

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-TR-01.

L034-19

Refer to Standard Response FB-Response-TR-01.

L034-20

Regional emission estimates along with the applicable sources and models for

operational activities are provided in Appendix B and Appendix E of the Air Quality

Technical Report (Authority and FRA 2012e).

L034-21

The quantitative health-risk analysis that was conducted for the proposed heavy

maintenance facility (HMF) locations in the Revised DEIR/Supplemental DEIS states

that there would be potential cancer risk impacts within 1,300 feet of the HMF property

line. As presented in Section 3.3.6.3 of the Revised DEIR/Supplemental DEIS and in

Figures 5.6-2 through 5.6-6 of the Air Quality Technical Report (Authority and FRA

2012e), there are no schools within 1,300 feet of the proposed HMF property line.

Therefore, no significant impacts are expected on schools in the immediate vicinity of

the proposed HMF sites.
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L034-22

The FRA guidance manual (FRA 2005a) states that onset rates can cause annoyance

or surprise within 45 feet of the centerline of the line, but Bakersfield High School (BHS)

will be farther than this distance. There are no expected impacts at BHS.

L034-23

A detailed Noise and Vibration Technical Report (Authority and FRA 2012i) was

prepared and is referenced in Section 3.4, Noise and Vibration, of the Revised

DEIR/Supplemental DEIS, and is available at the Authority's website. This

document addresses and lists vibration impacts by land use category in Tables 6-41

through 6-47.

L034-24

Table 3.4-2 illustrates the Federal Transit Administration building damage vibration

criteria for construction activities for schools. Schools would be located under Category

IV, Buildings Extremely Susceptible to Vibration.  If planned construction activities would

cause vibration to exceed 0.12 peak particle velocity (PPV), or 90 vibration decibels

(VdB), at the school, then implementation of Mitigation Measure N&V-MM#2 would

occur at the time of construction.

L034-25

Bakersfield High School is within the severe noise impact contour distance, but

specifically, this site will not be impacted by the implementation of the Bakersfield South

alignment.  The proposed height of the barrier is 14 feet in order to reduce noise

exposure, but the final design may change the height of the barrier once the Authority

works with the Bakersfield community to jointly develop performance criteria. A list of

impacted schools has been added to the Noise and Vibration Section in the Revised

DEIR/Supplemental DEIS.

L034-26

People and businesses in California use electric power and radio frequency (RF)

communications for many purposes and services, in homes, businesses, farms, and

factories. The intensive use of electric power and RF communications in California and

L034-26

in all developed countries has ensured that the potential health effects

of electromagnetic fields and the resulting currents and voltages on people and animals

have been thoroughly studied. As a result, the levels at which electromagnetic fields

(EMF) and RF fields can cause interference or health or behavioral effects are well

established. Broadly used international standards were created based on

intensive investigation to ensure that:

*  EMF and RF fields and resulting stray currents and voltages are measured and

controlled.

*  Fields do not disturb or interfere with people, equipment, or animals.

A useful comparison is to 735-kV utility power transmission lines that run up and down

the state. EMF levels of 330 milligauss (mG) and 10 kilovolts per meter (kV/m) are

typical magnetic and electric fields that occur at ground level under a 735-kV utility

power transmission line at full load. 

California HST traction power 60 Hz current will flow in the overhead contact system

(OCS) and in the running rails to provide power to trains. The traction power system is

called a 2x25 kV system because it uses 25-kV voltage for the trains and uses two

nearby cables with opposite phase to distribute the power down the tracks.

Currents in this HST 2x25 kV system create EMFs and static electric fields near the HST

tracks. However, the HST levels will be lower than the fields typical of a 735-kV utility

power transmission line. This is because the separation between the HST OCS cables

is less, cable-to-cable voltage levels and cable current levels are less, and the HST

cables are closer to the ground, which makes the cables closer to the reducing effect of

the fields in the ground in comparison to the 735-kV utility power cables.

Technical Memorandum, EIR/EIS Assessment of CHST Alignment EMF Footprint, TM

300.07, shows that at the closest fence line to the HST tracks, the expected magnetic

field is 60 mG, less than one-fifth the level from a transmission line (Authority 2012c).

Since people can be inside the fence line only at passenger stations, the possible HST

EMF exposure is:

*  Low compared to the 735-kV utility power transmission line.
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L034-26

*  Low compared to the cited IEEE C95.6 standard.

Similarly, the electric field from the HST 25-kV, 60-Hz OCS will be low compared to the

exposure from a 735-kV utility power transmission line.

For these reasons, EMF effects on people and equipment are expected to have

negligible intensity under NEPA and the impact would be less than significant under

CEQA.

L034-27

The California HST alternative track alignments pass near many wireless systems used

by neighboring residents, businesses, public safety services, and governments.  

The California High-Speed Train System is implementing an Electromagnetic

Compatibility Program Plan (EMCPP) during project planning, construction, and

operation to achieve and ensure electromagnetic compatibility (EMC) with neighboring

systems and equipment, including radio communications. The purpose of the EMCPP is

to ensure that the California HST System, including its trains, traction power system,

and communications systems, does not interfere with neighbors or with HST

equipment. 

During the planning stage through the preliminary engineering design, the Authority will

perform EMC and electromagnetic interference (EMI) safety analyses to identify existing

radio systems at nearby uses, will specify and design systems to prevent EMI with

identified neighboring uses, will require compliance with international standards limiting

emissions to protect neighboring uses, and will incorporate these design requirements

into the bid specifications used to procure radio systems and all other California HST

systems, including trains, traction power systems, and communications systems. The

implementation stage would occur using a 100% system design and will include final

engineering design, monitoring, testing, and evaluation of system performance. 

Section 3.5, Electromagnetic Fields and Electromagnetic Interference, of the Final

EIR/EIS primarily considers electromagnetic fields (EMFs) at the 60-hertz (Hz) power

frequency and at radio frequencies (RFs) produced intentionally by communications or

L034-27

unintentionally by electric discharges. EMI with intentionally produced communications

and other energy sources is avoided primarily through the Authority's commitment to

adhere to its EMCPP commitment to control EMI from all sources to levels compliant

with broadly used international standards. The focus of the EMF/EMI analysis is on

sensitive or susceptible RF equipment.

The California HST System would use radio systems for automatic train control, data

transfer, and communications. The HST radio systems would transmit radio signals from

antennas at stations and at heavy maintenance facilities (HMFs) along the track

alignment and on locomotives and train cars. The California HST System may acquire

two dedicated frequency blocks in the 900-megahertz (MHz) frequency range presently

used by cellular telephone for use by automatic train control systems or it may use other

licensed, exclusive-use frequencies. If used, this spectrum  would be dedicated to HST

System use, and EMI with other users would not be expected. Communications systems

at stations may operate at Wi-Fi frequencies to connect to stationary trains; channels

would be selected to avoid EMI with other users, including Wi-Fi systems at use at

nearby schools (Authority 2011c, 2011g). 

All HST radio systems will fully comply with applicable Federal Communications

Commission (FCC) regulations, whose purpose is to ensure that authorized radio

systems can operate without disturbance from all other authorized systems. 

L034-28

The text of the Revised DEIR/Supplemental DEIS in Section 3.10, Hazardous Materials

and Wastes, has been revised in response to your comment. Bessie E. Owens

Intermediate School and Bessie E. Owens Primary School are included in Table 3.10-5.

Table 3.10-4 is heavy maintenance facilities.

L034-29

Please see the discussion in Section 3.10.5 of the Revised DEIR/Supplemental DEIS

under Impact HMW #2 – Inadvertent Disturbance of Hazardous Materials or Waste.
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L034-30

The text of the Revised DEIR/Supplemental DEIS in Section 3.10, Hazardous Materials

and Wastes, has been revised in response to the comment. No entire schools will be

relocated as a result of the HST.

L034-31

The Authority has checked its measurements, and the edge of the Bakersfield South

Alternative right-of-way is approximately 300 feet north of the Industrial Arts building as

reported in Section 3.11. The distance reference in Section 3.16 is to the main

Bakersfield High School campus as is implied in the referenced paragraph.

L034-32

The BNSF Alternative does not run directly through the Bakersfield High School

campus. It does go over the Industrial Arts building, which is located north of 14th Street

across from the main campus of the high school and immediately adjacent to existing

railroad tracks in the BNSF yard. As discussed in Section 3.11 of the EIR/EIS, project

contractors will be required to develop and implement site-specific construction safety

and health plans that address regulatory requirements to protect human health and

property at construction sites. These plans are standard practice for all construction

projects and are commonly implemented on large construction projects in urban areas

and result in no injuries to the public or property damage.

L034-33

As discussed in Section 3.2.6 of the EIR/EIS, the Construction Transportation Plan will

be prepared by the construction contractor in close consultation with the pertinent city or

county, and will be reviewed and approved by the Authority before commencing any

construction activities. This plan will address, in detail, the activities to be carried out in

each construction phase, with the requirement of maintaining traffic flow during peak

travel periods. Such activities include, but are not limited to, the routing and scheduling

of materials deliveries, materials staging and storage areas, construction employee

arrival and departure schedules, employee parking locations, and temporary road

closures, if any. The plan will provide traffic controls pursuant to the sections of the

California Manual on Uniform Traffic Control Devices on temporary traffic controls

(Caltrans 2012a) and will include a traffic control plan. Construction transportation plans

L034-33

are commonly implemented for large construction projects in densely developed urban

areas and result in minimal traffic impacts. As indicated in the EIR/EIS, the plan will be

developed in close consultation with the City of Bakersfield, which will take into account

among other things, the special traffic circumstances around Bakersfield High School.

L034-34

The BNSF Alternative does not go directly over the Bakersfield High School campus. It

does go over one high school building north of the main campus that is located on the

edge of the BNSF rail yard.

As discussed in Section 3.11 of the Revised DEIR/Supplemental DEIS, the crash in

China referred to in this comment was caused by the failure of signaling equipment. This

equipment was determined to have a flawed design that was not properly identified

during its development. The official investigation found that the accident was

symptomatic of a lack of emphasis on safety by the management of China’s rapidly

growing high-speed train industry. The safety of the California HST System is of

paramount importance to the Authority, FRA, and the California Public Utilities

Commission. Before initiating operations, the system must be certified by the State of

California and FRA. This will require several years of testing all aspects of the system on

the first set of tracks to be built in the Central Valley.

The safety information on international HST systems provided in Section 3.11 of the

EIR/EIS is not anecdotal evidence. The information consists of reports from reliable

sources on overall system safety for a few countries and on specific HST accidents that

have resulted in injuries and fatalities.

It is not possible to provide a mathematical probability/risk calculation for an accident on

the California HST System that would result in injury to people next to the right-of-way.

Such a calculation requires multiyear information on passenger miles traveled and on

the number of accidents that result in offsite injuries and/or fatalities. There are no HST

systems operating in the United States. Therefore, these data do not exist here.

Specific data on passenger miles traveled are not readily available for HST systems in

other countries. According to news releases, the Japanese HST system carried
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L034-34

approximately 6 billion passengers over 40 years between 1964 and 2004. Over that

period there has never been an injury or fatality to people next to the right-of-way. In

addition, no passenger fatalities have occurred on the Japanese HST system from

derailments or collisions. There have been injuries caused by doors closing on

passengers or their belongings. The French TGV is reported to have carried about 1.7

billion passengers between 1981 and 2010. Where the train operated on dedicated track

there have been 8 passenger injuries from derailments and no injuries to people next to

the right-of-way. High-speed train service has operated in Germany since 1991. No

statistics on passenger miles traveled are readily available for the German HST system.

The accident on the German HST system reported in Section 3.11 of the EIR/EIS

resulted in 101 fatalities and 87 injuries to passengers but no injuries to people outside

the right-of-way. High-speed rail service began in China in 2007. It is reported that the

system had 796,000 passengers per day by 2010. As reported in Section 3.11, an

accident in 2011 on the Chinese HST system resulted in 40 deaths and 72 injuries.

Some of the casualties of this accident were members of the public not riding the train

but near the accident.

While a probability calculation cannot be made for the risk of injury to people next to the

California HST System right-of-way, it is clear from the evidence that the risk is very low.

HST systems throughout the world have operated for billions of passenger miles for

several decades with no injuries to people not traveling on the train.

L034-35

As shown in Figure 3.11-8, the HST tracks will be mounted on concrete slab track on

concrete viaducts, such as the viaduct through Bakersfield. Therefore, the possibility of

debris being present on the viaduct during operations is small, as shown in the figure.

Tracks will be inspected every night when the system is not in operation and any

substantial debris will be removed. Therefore, there is little likelihood of debris being

ejected from the viaduct during normal HST operations. As discussed in Section 3.11 of

the EIR/EIS, the system is designed to contain trains upright within the right-of-way in

the event of a derailment, as shown in Figure 3.11-9. Therefore, it is unlikely that

substantial amounts of debris would be ejected from the viaduct in the event of an

accident.

L034-36

The safety information on international HST systems provided in Section 3.11 of the

EIR/EIS is not anecdotal evidence. The information consists of reports from reliable

sources on overall system safety for a few countries and on specific HST accidents that

have resulted in injuries and fatalities.

It is not possible to provide a mathematical probability/risk calculation for an accident on

the California HST System that would result in injury to people next to the right-of-way.

Such a calculation requires multiyear information on passenger miles traveled and on

the number of accidents that result in offsite injuries and/or fatalities. There are no HST

systems operating in the United States. Therefore, these data do not exist here.

Specific data on passenger miles traveled are not readily available for HST systems in

other countries. According to news releases, the Japanese HST system carried

approximately 6 billion passengers over 40 years between 1964 and 2004. Over that

period there has never been an injury or fatality to people next to the right-of-way. In

addition, no passenger fatalities have occurred on the Japanese HST system from

derailments or collisions. There have been injuries caused by doors closing on

passengers or their belongings. The French TGV is reported to have carried about 1.7

billion passengers between 1981 and 2010. Where the train operated on dedicated track

there have been 8 passenger injuries from derailments and no injuries to people next to

the right-of-way. High-speed train service has operated in Germany since 1991. No

statistics on passenger miles traveled are readily available for the German HST system.

The accident on the German HST system reported in Section 3.11 of the EIR/EIS

resulted in 101 fatalities and 87 injuries to passengers but no injuries to people outside

the right-of-way. High-speed rail service began in China in 2007. It is reported that the

system had 796,000 passengers per day by 2010. As reported in Section 3.11, an

accident in 2011 on the Chinese HST system resulted in 40 deaths and 72 injuries.

Some of the casualties of this accident were members of the public not riding the train

but near the accident.

While a probability calculation cannot be made for the risk of injury to people next to the

California HST System right-of-way, it is clear from the evidence that the risk is very low.

HST systems throughout the world have operated for billions of passenger miles for
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L034-36

several decades with no injuries to people not traveling on the train.

L034-37

Refer to Standard Response FB-Response-SO-08.

L034-38

Refer to Standard Response FB-Response-SO-08.

L034-39

Refer to Standard Response FB-Response-LU-03.

The text of the Revised DEIR/Supplemental DEIS in Section 3.13, Station Planning,

Land Use, and Development, has been revised in response to the comment  to more

clearly explain impacts related to the alteration of land use patterns.

L034-40

The Authority and the FRA refined the impact analysis of increased density on schools

in the Revised DEIR/Supplemental DEIS as a result of continuing project design,

comments received on the Draft EIR/EIS, and additional consultation with public

agencies. The impacts are described in Section 3.2, Transportation; Section 3.4, Noise

and Vibration; Section 3.10, Hazardous Materials and Wastes; and Section 3.12,

Socioeconomics, Communities, and Environmental Justice.

L034-41

Refer to Standard Response FB-Response-LU-03.

The text of the Revised DEIR/Supplemental DEIS in Section 3.13, Station Planning,

Land Use, and Development, has been revised in response to your comment to more

clearly explain impacts related to acreage in the four-county area occupied by the

project.

L034-42

As discussed in Section 3.13.5.3, although land acquired for the project would constitute

L034-42

a small portion of the total agricultural, industrial, residential, commercial, and public

land in the four counties, all nine project alignment alternatives would result in

permanent conversion of land in other uses to transportation-related uses. Overall, the

effect of the permanent conversion of land for the project would have moderate intensity

under NEPA and a significant impact under CEQA.

L034-43

The Authority and the FRA refined the impacts of increased density on schools in the

Revised DEIR/Supplemental DEIS as a result of continuing project design, comments

received on the Draft EIR/EIS, and additional consultation with public agencies. The

impacts are described in Section 3.2, Transportation; Section 3.4, Noise and Vibration;

Section 3.10, Hazardous Materials and Wastes; and Section 3.12, Socioeconomics,

Communities, and Environmental Justice.

L034-44

The Authority and the FRA refined the impacts of increased density on schools in the

Revised DEIR/Supplemental DEIS as a result of continuing project design, comments

received on the Draft EIR/EIS, and additional consultation with public agencies. The

impacts are described in Section 3.2, Transportation; Section 3.4, Noise and Vibration;

Section 3.10, Hazardous Materials and Wastes; and Section 3.12, Socioeconomics,

Communities, and Environmental Justice.

L034-45

Refer to Standard Response FB-Response-LU-03.

L034-46

Refer to Standard Response FB-Response-SO-08.

The comment concerns the learning environment at Bakersfield High School, but the

comment is made in reference to Section 3.15, Parks, Recreation, and Open Space,

which covers recreational facilities at schools.

Not all construction impacts can be fully avoided. In these situations, measures will be
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L034-46

implemented as appropriate and necessary to minimize or mitigate these impacts. For

example, where noise impacts on sensitive receptors would occur during project

construction, temporary sound barriers will be installed, nighttime construction activity

will be limited, and/or other measures will be implemented.

L034-47

Section 3.15, Parks, Recreation, and Open Space, of the Revised DEIR/Supplemental

DEIS was revised to include the Elm Grove quadrangle ("campus quadrangle") and

Harvey Auditorium as recreational resources within the Bakersfield High School

campus. Section 3.15 states that construction activities for the BNSF Alternative would

occur less than 100 feet from the playfields and recreation facilities at Bakersfield High

School.

L034-48

The comment states that the Bakersfield High School Industrial Arts Building and the

adjacent parking area would require acquisition by the Authority to allow for construction

of the BNSF Alternative. However, the acquisition of the Industrial Arts Building and

parking area is not discussed in Section 3.15, Parks, Recreation, and Open

Space, because these structures are not considered a public park, recreation, or open

space facility.

The acquisition of the Industrial Arts Building as a result of the BNSF Alternative is

discussed in Impact SO #7, Disruption to Community Cohesion or Division of Existing

Communities from Project Operation, in Section 3.12, Socioeconomics, Communities,

and Environmental Justice, of the Revised DEIR/Supplemental DEIS. Mitigation for

relocation is discussed in Mitigation Measure SO-4, Implement measures to reduce

impacts associated with the relocation of important facilities.

L034-49

Section 3.15, Parks, Recreation, and Open Space, of the Revised DEIR/Supplemental

DEIS was revised to include the Elm Grove quadrangle and Harvey Auditorium as

recreational resources within the Bakersfield High School campus. HST construction

impacts are examined in Impact PK#1, Construction Impacts on Parks, Recreation,

L034-49

Open-Space Impacts, and School District Recreation Facilities, in Section 3.15 of the

Revised DEIR/Supplemental DEIS. For associated mitigation measures, refer to N&V-

MM#1, Construction Noise Mitigation Measures, and N&V-MM#2, Construction Vibration

Mitigation Measures, in Section 3.4, Noise and Vibration, of the Revised

DEIR/Supplemental DEIS. HST operational impacts to park character are examined in

Impact PK#4, Project Changes to Park Character, in Section 3.15 of the Revised

DEIR/Supplemental DEIS.  For mitigation measures, refer to N&V-MM#3, Implement

Proposed California High-Speed Train Project Noise Mitigation Guidelines, in Section

3.4 of the Revised DEIR/Supplemental DEIS, and AVR-MM#2a to AVR-MM#2f

in Section 3.16, Aesthetics and Visual Resources, of the Revised DEIR/Supplemental

DEIS.

L034-50

Refer to Standard Response FB-Response-GENERAL-01.

Mitigation Measure PC-MM#1, Compensation for Staging in and Temporary Closures of

Park Property During Construction, has been revised in the Revised DEIR/Supplemental

DEIS to explicitly identify performance standards as follows:  "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."

L034-51

Refer to Standard Response FB-Response-N&V-02.

In the Revised DEIR/Supplemental DEIS, the methodology used to determine the

distance from a park and recreation resource to an alternative alignment involved

measuring from the location of the sensitive receiver, not from the property line of the

resource.
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L034-52

The inventory and evaluation of the Bakersfield High School property conducted as part

of the technical studies for the Fresno to Bakersfield Section (see the California High-

Speed Train Fresno to Bakersfield Historic Property Survey Report (HPSR) [Authority

and FRA 2011]) concluded that one of the buildings on campus was eligible for listing in

the National Register of Historic Places (NRHP) and the California Register of Historical

Resources (CRHR): Harvey Auditorium. The Historic Property Survey Report (HPSR)

also evaluated the campus as a potential district. The evaluation concluded that the

campus as a whole is not eligible for either the NRHP or the CRHR as a district

because the campus is not historically significant in the broader context of state or

county education, it is not significant in the context of secondary education in the city,

and it has undergone decades of changes that have resulted in a substantial loss of

integrity. Not only has the campus been changed by the addition and demolition of

structures over the years, but it also suffered a great deal of damage in the earthquakes

of 1952. The subsequent construction and later modification of those buildings further

changed the campus.

The NRHP guidelines state that “mere association with historic events or trends is not

enough, in and of itself, to

qualify under Criterion A [for events and trends].” Therefore, although the campus is

generally associated with the history of both education and post-earthquake repair and

construction in Kern County, extensive research revealed no evidence that the campus

is demonstrably significant within these contexts. This conclusion is substantiated by the

analysis and supporting documentation presented in the DPR 523 form completed in

June 2010 and presented in the 2011 HPSR (Authority and FRA 2011). Primary and

secondary sources were used to document the history of the school and the

development of the campus, including material from the Bakersfield High School

Archive, historic aerial photography, historic architectural plans, and extensive local and

architectural press coverage, among many other sources. The citations and full

reference list are provided in the DPR 523 form (Authority and FRA 2011, Appendix C).

Harvey Auditorium was found eligible for listing in the NRHP and the CRHR as an

important work of local master architect Charles Biggar under Criteria C (NRHP) and 3

(CRHR).

L034-52

The California State Historic Preservation Officer (SHPO) concurred in the conclusions

of eligibility for Harvey Auditorium and ineligibility for the remaining campus. See SHPO

letter dated February 6, 2012 (SHPO 2012).

L034-53

In Section 3.16.4, Affected Environment, of the Draft EIR/EIS, commenter refers to

apparent inconsistency in references to "moderately low" and "moderate" visual quality

at Bakersfield High School.  As explained in the text, the reference to "moderately low"

quality refers specifically to views off-campus, where the views are strongly dominated

by the surrounding rail yards. As stated in the text, the overall visual quality within the

campus (i.e., from the perspective of viewers at the high school) is presented as

"moderate" because views to the rail yards are screened by on-campus buildings and

trees.

L034-54

The inventory and evaluation of the Bakersfield High School property conducted as part

of the technical studies for the Fresno to Bakersfield Section (see the Historic Property

Survey Report (HPSR) [Authority and FRA 2011c]) concluded that one of the buildings

on campus was eligible for listing in the National Register of Historic Places (NRHP)

and the California Register of Historical Resources (CRHR): Harvey Auditorium. The

HPSR also evaluated the campus as a potential district. The evaluation concluded that

the campus as a whole is not eligible for either the NRHP or the CRHR as a district

because the campus is not historically significant in the broader context of state or

county education, is not significant in the context of secondary education in the city, and

has undergone decades of changes that have resulted in a substantial loss of

integrity. Not only has the campus been changed by the addition and demolition of

structures over the years, but it also suffered a great deal of damage in the earthquakes

of 1952. The subsequent construction and later modification of those buildings further

changed the campus.

The NRHP guidelines state that “mere association with historic events or trends is not

enough, in and of itself, to

qualify under Criterion A [for events and trends].” Therefore, although the campus is
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L034-54

generally associated with the history of both education and post-earthquake repair and

construction in Kern County, extensive research revealed no evidence that the campus

is demonstrably significant within these contexts. This conclusion is substantiated by the

analysis and supporting documentation presented in the DPR 523 form completed in

June 2010 and presented in the 2011 HPSR (Authority and FRA 2011c). Primary and

secondary sources were used to document the history of the school and the

development of the campus, including material from the Bakersfield High School

archive, historic aerial photography,

historic architectural plans, and extensive local and architectural press coverage, among

many other sources. The citations and full reference list are provided in the DPR 523

form (Authority and FRA 2011c, Appendix C).

Harvey Auditorium was found eligible for listing in the NRHP and the CRHR as an

important work of local master architect Charles Biggar under Criteria C (NRHP) and 3

(CRHR).

The California State Historic Preservation Officer (SHPO) concurred in the conclusions

of eligibility for Harvey Auditorium and ineligibility for the remaining campus. See the

SHPO letter dated February 6, 2012 (SHPO 2012).

L034-55

Comment noted. This error in the numbering of the tables in Section 3.17, Cultural and

Paleontological Resources, has been corrected in the Revised DEIR/Supplemental EIS.

L034-56

Refer to Standard Response FB-Response-GENERAL-01.

As discussed in Section 3.17.2, Laws, Regulations, and Orders, the existence of the

Section 106 Programmatic Agreement (Authority and FRA 2011e) provides an

enforceable series of performance standards and stipulations to resolve any adverse

effects caused by the project. Also, Mitigation Measure CUL-MM#10 will reduce to a

less-than-significant level any operational noise impacts on historical resources or

historic properties.

L034-57

Refer to Standard Response FB-Response-GENERAL-01.

As discussed in Section 3.18.2, Laws, Regulations, and Orders, of the EIR/EIS, the

existence of the Section 106 Programmatic Agreement (Authority and FRA 2011e)

provides an enforceable series of performance standards and stipulations to resolve any

adverse effects caused by the project. As a legally binding agreement, those standards

are adequate to serve as mitigation to any resource that may be considered a historical

resource under the California Environmental Quality Act (CEQA), per Section

15126.4(2).

L034-58

Refer to Standard Response FB-Response-GENERAL-01.

As discussed in Section 3.17.2, Laws, Regulations, and Orders, the existence of the

Section 106 Programmatic Agreement (Authority and FRA 2011e) provides an

enforceable series of performance standards and stipulations to resolve any adverse

effects caused by the project. As a legally binding agreement, those standards are

adequate to serve as mitigation to any resource that may be considered a historical

resource under the California Environmental Quality Act (CEQA), per Section

15126.4(2)].

L034-59

Refer to Standard Response FB-Response-GENERAL-01.

As discussed in Section 3.17.2, Laws, Regulations, and Orders, the existence of the

Section 106 Programmatic Agreement (Authority and FRA 2011e) provides an

enforceable series of performance standards and stipulations to resolve any adverse

effects caused by the project. As a legally binding agreement, those standards are

adequate to serve as mitigation to any resource that may be considered a historical

resource under the California Environmental Quality Act (CEQA), per Section

15126.4(2)].
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L034-60

The transportation analysis, by nature, is a cumulative evaluation, since the effects are

projected out for the project’s planning horizon and include many of the roadway

projects listed in Appendix 3.19-B, Planned and Potential Transportation Projects. The

regional transportation models used in the transportation analysis incorporate

implementation of transportation projects that are funded through the 2035 horizon.

Characterization of cumulative transportation impacts as less than cumulatively

considerable is not entirely consistent with the Revised DEIR/Supplemental DEIS. 

Section 3.19, Cumulative Impacts, does not identify significant cumulative impacts on

transportation during construction of the HST alternatives in combination with other past,

present, and reasonably foreseeable projects. During operation, the regional cumulative

impact of the HST alternatives would be beneficial because the HST would take

passenger vehicles off the road. However, at a local level, the project in combination

with other past, present, and reasonably foreseeable projects would decrease the level

of service (LOS) on some roadway segments and at intersections in the vicinity of HST

stations—contributing to operating conditions below LOS D. This would be a significant

impact under NEPA and a cumulatively considerable contribution to local traffic

congestion under CEQA.

L034-61

The CALINE4 model is intrinsically a cumulative carbon monoxide (CO) hot spot

analysis model because it takes into account the background CO concentrations and is

comprised of all past and ongoing projects. Additionally, the traffic analysis presented in

Section 3.2 of the Revised DEIR/Supplemental DEIS considered traffic resulting from all

the various planned and potential future foreseeable projects listed in Appendix 3.19-B

as well as the traffic due to the HST project. This traffic analysis was the basis for the

CALINE4 CO modeling, and therefore is a cumulative analysis.

The intersections selected for the CO modeling were intersections that experienced

large changes in traffic volumes or level of service. As described in Section 3.3.4.3 of

the Revised DEIR/Supplemental DEIS, the worst-case receivers were chosen at 3

meters, 25 meters, and 50 meters from the intersection corner. The CO modeling

analysis found that there was no significant impact from localized CO concentrations on

these worst-case receivers, so there will be no significant impacts on sensitive receivers

L034-61

at Bakersfield High School, which is located further from these intersections.

L034-62

Elm Grove (also referred to as the “Quad”) is a landscaped area with several round

tables and benches, green spaces, walkways, and an informational kiosk. The Quad is

bordered on three sides by public roadways (F Street, 14th Street, and G Street).

However, during a site visit, F Street adjacent to the Quad was observed to be

permanently closed to through traffic, and G Street was observed to be closed to

through traffic during school hours. These street closures limit public access to the

Quad. Further research indicated that the Quad appears primarily to be used by

Bakersfield High School students. No documented use of the Quad during non-school

hours could be found from a review of the Bakersfield High School website or the Kern

High School District website. Also, the Bakersfield Department of Recreation and Parks

does not include the Quad in its published list of public parks and community centers

(available at

http://www.bakersfieldcity.us/recreation/Parks/ParkMapComp/bestlmap.htm). For these

reasons, and consideration of agency precedent and primary uses of this facility, it was

determined that the Quad is not eligible for protection under Section 4(f).

L034-63

An analysis of impacts on the athletic fields at Bakersfield High School is included in the

Parks and Recreation chapter of the EIR/EIS (Chapter 3.15).  These athletic fields do

not provide walk-on public recreational access outside of school hours (i.e., not requiring

prior reservations or fees). Therefore, the athletic fields are not considered a Section 4(f)

property and are not addressed in Chapter 4.
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October 12, 2011 
 
From:  Jon L. Brady     Chris Brewer 
 J&R Environmental Services   Vintage Resources 
 17900 Auberry Road    179 East Pine Street 
 Clovis, CA  93619    Exeter, CA  93221 
 
To: Mr. Jeffrey O'Neal, AICP 

Provost & Pritchard Consulting Group  
286 West Cromwell Avenue  
Fresno, CA 93711-6162  
 

Via email:  joneal@ppeng.com (Signed Hard Copy via post mail) 
 
Re:  Preliminary Phase II Results of Formal Evaluation of Bakersfield High School, 

Bakersfield, California as Part of the High Speed Rail Project 
 
Dear Mr. O’Neal, 
 
Mr. Brewer and I have completed our preliminary work on the Phase II evaluation of 
Bakersfield High School located in the city of Bakersfield, Kern County, California. We 
have made a preliminary determination that the high school campus appears to be 
eligible for the National Register of Historic Places under Criteria A and C as a historic 
district.  It has further been determined that the campus appears to be a historical 
resource for the purposes of CEQA. 
 
Below is the summary of our findings:   
 
Comments are hereby submitted specific to the information and conclusions made about 
the Bakersfield High School campus on the DPR 523 forms in the Historic Property 
Survey Report completed by JRP Historical Consulting, LLC, for the California High-
Speed Train Project EIR/EIS Fresno to Bakersfield Section. 
 
While the document and forms are well-written and lend credibility to the consultancy of 
JRP Historical Consulting, LLC, the conclusions reached about the campus of 
Bakersfield High School are erroneous and contrary to the local conception of the 
historic campus and the guidelines for the evaluation of historic properties. We do not 
intend to attempt to educate the consultants or other reviewers, as they are 
professionals and should have a significant level of knowledge and expertise in the field. 
However, we are presenting for evidence, the Criteria for Evaluation of historic-era 
resources (buildings and structures) under the National Register of Historic Places and 
CEQA. 
 
Information presented regarding the findings of the history and significance of these 
properties misleads the responsible reviewing agencies and the public as to the reality of 
the impacts of the project to historic resources that themselves have not been given full 
consideration of their historical significance. Since they are not adequately identified in 
the Historic Resources Evaluation Report (HRER), the actual environmental impacts are 
impossible to discern other than that they will be disastrous to the historic-era resources. 
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When the failure to include relevant information occurs, a prejudicial abuse of discretion 
follows, which precludes informed decision-making and informed public participation, 
thereby thwarting the statutory goals of the EIR process. Unfortunately it is not just the 
Bakersfield High School campus that has been slighted in the review process and it can 
only be of great hope that others will speak up to defend the area’s historic and cultural 
properties.  
 
As professional historians/architectural historians, we categorically disagree with the 
assessment of this resource, the Bakersfield High School (BHS) originally known as the 
Kern Union High School. The BHS campus is unique as an institution of secondary 
education. It was the first such campus in the San Joaquin Valley south of Stockton. The 
campus encompasses nine blocks of the city of Bakersfield into a cohesive and 
identifiable campus unit. It has been known as a city within a city with nearly every 
service available to its students and faculty. The school is self-contained, and has been 
so for nearly its entire 117-year history.  
 
Although the Criteria for Evaluation were used in a general sense in the study to 
evaluate properties along the entire proposed high speed rail route, they were applied 
sparingly on quite a number of properties in Bakersfield and perhaps other communities, 
including the campus of Bakersfield High School, a local, if informal, landmark for over a 
hundred years; the first of its kind in the south valley. 
 
Quotations from the document’s text are in italics and comments are in a normal font.  
 
Below is the National Register of Historic Place’s Criteria for Evaluation 
 
The quality of significance in American history, architecture, archeology, engineering, 
and culture is present in districts, sites, buildings, structures, and objects that possess 
integrity of location, design, setting, materials, workmanship, feeling, and association, 
and: 
A. That are associated with events that have made a significant contribution to the broad 
patterns of our history; or 
B. That are associated with the lives of significant persons in our past; or 
C. That embody the distinctive characteristics of a type, period, or method of 
construction, or that represent the work of a master, or that possess high artistic values, 
or that represent a significant and distinguishable entity whose components may lack 
individual distinction; or 
D. That have yielded or may be likely to yield, information important in history or 
prehistory. 
 
Critique of the document’s Evaluation of BHS 
 
JRP Historical Consulting, LLC, identified the period of significance for BHS as 
extending from 1934 to 1948.  The only building that it considered during this period was 
Harvey Auditorium that was designed by master architect, Charles H. Biggar.  For the 
purposes of this letter report, we are defining the period of significance as extending 
from 1893 to 1960.  The original consultants dismissed much of the campus as lacking 
in architectural merit and integrity.  In that respect, it is understandable that they could 
not come to the realization that BHS had strong potential as a historic district.  In this 
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brief review, we demonstrate that the high school campus is a historic district that 
strongly reflects the life work of Charles H. Biggar. 
 
The statement of significance on the document’s DPR 523 form begins with an incorrect 
statement saying that the “high school does not have direct important association with 
historic events or trends.”  
 
Bakersfield High School is eligible for the National Register of Historic places under 
Criteria A and C. The school was founded in 1893 as the first high school serving the 
entire County of Kern. It has been in continuous use as an educational facility since 
1893, and has significant associations with the agricultural, petroleum, and other 
professions in Kern County and the state of California. The school has produced dozens 
of professional sports figures during its history as well as a like number of musicians and 
actors.  With its founding, the school represented a cultural shift in the community, 
providing a never-before-available higher-education opportunity to the children of Kern 
County. 
 
The document’s DPR 523 forms categorically rejects any potential eligibility indicating 
that the high school campus has either direct important association with historic events 
or trends… (Criterion A or 1), stating:   “Under NRHP Criterion A and CRHR Criterion 1, 
the existing campus does not have direct or important associations within the context of 
the general growth of the city of Bakersfield and Kern County.”   
 
The form continues on to reject eligibility under Criterion B, properties associated with 
the lives of significant persons in our past, stating “Under NRHP Criterion B or CRHR 
Criterion 2, the campus is not significant as an historic district for direct or important 
associations with the lives of persons important to history.”  While some of the 
individuals who studied at Bakersfield High School might be considered important to 
history – for example, former Chief Justice of the Supreme Court and California 
Governor Earl Warren (1908), or New York Giants football player Frank Gifford (1948) – 
they do not have direct significant associations with the high school as defined under 
these criteria.”(Criterion B or 2);”  
 
While it is accurate to state that the individuals who attended high school here made 
their most significant achievements after their attendance, their career successes are 
largely due to the quality education provided at the school campus that allowed them to 
make such achievements. In other words, their careers were the result of their 
associations with the school and its campus.   
 
The document continues to state: “The campus is also not significant as an historic 
district under NRHP Criterion C or CRHR Criterion 3. The campus may have had 
potential significance as an important work of a master because architect Charles Biggar 
designed most of the buildings constructed between 1922 and 1948, and by 1948 the 
campus was a good example of his school building design work. Additionally, two new 
buildings were added to campus immediately after the earthquake. These buildings, 
thus, do not represent the work of Charles Biggar. Instead, the majority of buildings on 
campus represent the work of C. Barton Alford, W.J. Thomas, and Harold Leydenfrost 
(their careers are discussed above.) The redesigned buildings were modest in style and 
execution, and do not embody enough of the distinctive characteristics of a type of 
architecture as required for significance under this criterion. The buildings also lack the 
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high artistic value that would merit listing on a national or state register, and they do not 
appear to be the work of master architects or builders.” 
 
It is exactly the point that the campus “had potential significance as an important work of 
a master because architect Charles Biggar designed most of the buildings constructed 
between 1922 and 1948, and by 1948 the campus was a good example of his school 
building design work.” The subsequent buildings finished by C. Barton Alford’s firm were 
a direct result of Alford’s association with Charles H. Biggar as his associate.  
It is also important to note that the statement about architects C. Barton Alford is 
erroneous and should be corrected. Alford’s work is shown in the document. He is 
considered to be a local master architect, while Charles Biggar is more considered a 
regional Master. 
 
 “Until the earthquakes in 1952, the school underwent general expansion in line with 
growth in the city, county, and state. Its expansion is typical of the growth of a 
metropolitan high school and does not constitute a historically significant trend or pattern 
of development. Nor do any other events occurring at the school during this period meet 
the threshold of significance. The 1952 earthquakes were important events for 
Bakersfield and Kern County. They damaged or destroyed a significant number of 
buildings, leading to a widespread effort to rebuild; however, not all repaired, rebuilt, or 
new construction have importance within this context. Evaluation of buildings that were 
repaired, versus buildings that were razed for new construction, should recognize this 
difference because it is not likely that repair of an earthquake-damaged building, even 
extensive repair, would be considered important within the context of post-earthquake 
redevelopment. For an infrastructural repair, rather than a new building, to rise to the 
level of significance required under these criteria, it would need to be associated with a 
significant event or trend beyond the occurrence of damage and subsequent repair.  
 
The statement of significance on the DPR 523 form saying that the “high school does not 
have direct important association with historic events or trends” is incorrect.  Even later 
building repairs were designed by Barton Alford who worked for Charles Biggar for more 
than 10 years before starting his own firm. Alford had an intimate working knowledge of 
Biggar’s work and it could be said that he continued on after Biggar died in 1946. The 
campus is a wonderful example of the career of Charles Biggar and his design team.   
 
The document further states: Under NRHP Criterion A or CRHR Criterion 1, this high 
school does not have direct important association with historic events or trends. The 
original Kern County High School, now Bakersfield High School, was established at this 
site in 1893 as the first high school in the county, but none of the built environment 
resources of the first iteration of the school remain in existence. The high school grew 
steadily through its first few decades as it served the needs of the area’s growing 
population. By the time the Dust Bowl brought a surge of immigrants to the San Joaquin 
Valley, the high school was already planning to accommodate an increasing number of 
students and the school commissioned designs for several new buildings in accordance 
with its ten-year plan. Between 1918 and 1926, nine buildings were constructed on 
campus. The growth did not stop, and by the end of the war Bakersfield High School 
counted no fewer than 15 buildings to serve the nearly 4,000 students. The 1952 
earthquake, which damaged much of Bakersfield’s building stock, wreaked havoc on the 
school. In response, the school hired the architectural team of C. Barton Alford and W.J. 
Thomas (Harold Leydenfrost would join the team and later replace Alford) to redesign 
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and retrofit most of the buildings. Some, like the old Auditorium and Administration 
Building, were torn down. Others received extensive renovating. By 1960 several new 
high schools had opened throughout Kern County, including East Bakersfield, North 
High School, and South High School. The school continues to serve as the oldest high 
school site in the county; however, no buildings from the first three decades remain.”  
 
The enormity of the impact of Kern County High School, now Bakersfield High School, 
on the whole county is incalculable and is not accurately depicted in the document. 
Buildings from as early as the 1920s do remain, mostly in their original design. The 
entire campus as it existed in the 1920s still exists in the same format.  Thousands of 
people have passed through the campus over the years, watching its slow and 
consistent pace of change in architectural design from the neoclassical designs of the 
1920s to his ultra-modern architecture. 
 
And, while it was the first high school in the county, this alone does not constitute an 
important event or trend under these criteria. Schooling in the county had occurred for 
decades, and secondary education was taught in primary schools prior to Kern County 
High School, and by the late 1920s two new high schools were built in Kern County: 
McFarland (1926) and Shafter (1928). NRHP guidelines state that “mere association 
with historic events or trends is not enough, in of itself, to qualify under Criterion A…” 
because the property must also have a specific important role within that context. The 
existing buildings of the Bakersfield High School campus do not date to the 
establishment of the first county high school and, therefore there is no direct important 
association with this event (US Department of Interior 1990: 12).  
 
Until the earthquakes in 1952, the school underwent general expansion in line with 
growth in the city, county, and state. Its expansion is typical of the growth of a 
metropolitan high school and does not constitute a historically significant trend or pattern 
of development. Nor do any other events occurring at the school during this period meet 
the threshold of significance. The 1952 earthquakes were important events for 
Bakersfield and Kern County. They damaged or destroyed a significant number of 
buildings, leading to a widespread effort to rebuild; however, not all repaired, rebuilt, or 
new construction have importance within this context. Evaluation of buildings that were 
repaired, versus buildings that were razed for new construction, should recognize this 
difference because it is not likely that repair of an earthquake-damaged building, even 
extensive repair, would be considered important within the context of post-earthquake 
redevelopment. For an infrastructural repair, rather than a new building, to rise to the 
level of significance required under these criteria, it would need to be associated with a 
significant event or trend beyond the occurrence of damage and subsequent repair.  
 
Regardless of whether the buildings are new or refurbished, the high school campus is 
also eligible for listing in the National Register of Historic Places under Criterion C at the 
local level of significance for its representation of the post-war modernization process of 
early Twentieth Century Neoclassical architecture into a more utilitarian style of design. 
However it is important to note that these modernizations for the most part are reversible 
and, with or without them, the campus itself is the more important eligible property.  
 
Continuing, the form states:  “In most cases, it is more appropriate to consider repair 
work under NRHP Criterion C or CRHR Criterion 3 for design/architecture or method of 
construction. Buildings that were wholly designed and built after the earthquake should 
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be analyzed for potential direct importance within the context of post-earthquake design 
or technological response, or should be demonstrated to be important within another 
historical context. As an example, the Kern County Civic Administrative Center was built 
as an effort to consolidate several county offices that were previously scattered. County 
officials made a conscious effort to improve efficiency for access to public services. 
Additionally, the Civic Administrative Center was a large new complex of structures and 
was a substantial example of the rebuild effort, as well as representing the technological 
(engineering) response to the earthquake. Indeed, any project would need to meet this 
threshold. To meet these criteria, the property should represent an effort to significantly 
improve the facilities destroyed in the earthquakes, rather than simply replace them. 
Moreover, the property should have historic significance in scale and or design, and 
should be accomplished in direct response to the earthquake. Finally, the project would 
be eligible if its success also provided the impetus for other redevelopment projects”. 
 
The Civic Administrative Center is nothing more than a replacement building for facilities 
that were used prior to the 1952 earthquake and aftershock that severely damaged the 
old Kern County Courthouse. Although departments were temporarily separated after 
that event, the first replacement building at Truxtun and Chester Avenues re-
consolidated the departments. The new Administrative building was constructed due to 
the over use of the first replacement administrative building. Locally called “the Taj 
Mahal” for the lavish furnishings in the Board of Supervisors’ chambers and facilities, the 
building is simply an expansion of the other one to the west. 
 
Research revealed that the rebuilding effort at Bakersfield High School represented a 
conscious effort to redesign and replace damaged or destroyed buildings. The project 
was also initiated immediately and in direct response to the earthquake, as repair work 
needed to be done to make buildings useable. The damage was so great administrators 
were having a difficult time running the school, the first day of classes was postponed 
and, when classes started, the school brought in temporary buildings to fulfill classroom 
needs. The Old Administration Building, Old Auditorium Building, the girls’ wing of the 
Gymnasium, and a dorm building required demolition. Furthermore, Warren Hall, Ludden 
Hall, the Science Building, the Industrial Arts Building, the Agriculture Building, the boys’ 
wing of the Gymnasium, and the Boiler Room needed extensive repair work. In response 
to the earthquakes, officials built a new Administration Building and Cafeteria. While 
school officials certainly attempted to improve the campus through new buildings, the 
primary goal was more basic: to open enough classrooms and school facilities so they 
could operate the school in a manner consistent with pre-earthquake standards. 
Therefore, this was not a significant attempt by officials to improve upon the old campus, 
and the buildings constructed in response to the earthquake do not appear to meet the 
criteria for listing in the NRHP or CRHR under NRHP Criterion A or CRHR Criterion 1.  
Under NRHP Criterion B or CRHR Criterion 2, these buildings have no direct important 
association with the lives of persons significant to history.”  
 
The very issue of eligibility has been missed here in that the entire campus as a district 
is the significant resource, not just individual buildings.  It appears that the researcher is 
equating the past circumstances with present-day life and conditions.  At the time, 
Goldie Griffith and KCUHS sports teams were champions in the state of California when 
sports teams were the primary measure of a community and/or its schools. Is it not 
significant enough to be at the top of the class statewide for years? After Church and 
Lodge, high school sporting events were the most important social events of their time. 
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Whole communities turned out for games and lived and breathed football during the 
season. Championship teams drew region-wide crowds. Bakersfield High School and 
Kern County Union High School before it had the most successful high school sports 
teams in the Valley, winning championships one after another. 
 
The document goes on to state: “Only Harvey Auditorium is architecturally significant 
under NRHP Criterion C and CRHR Criterion 3 as the work of local master architect, 
Charles Biggar. Biggar was a prolific and generally recognized master in his trade, 
working primarily in Bakersfield and Kern County. His oeuvre includes two buildings 
listed in the NRHP for their architectural significance: The Bakersfield Californian 
building (#83001183) and the First Baptist Church (#79000478; Figure 8), both in 
Bakersfield. He was also known for his work on important commercial buildings in 
Bakersfield, including the Fox Theatre, Tejon Theatre, and Haberfelde Building. Many of 
his designs, however, were for school buildings. When he drew plans for Harvey 
Auditorium, for instance, nearly all the buildings on campus were his. Additionally, he 
designed East Bakersfield High School’s original buildings, as well as several throughout 
Kern County. The Harvey Auditorium was one of his last buildings, and demonstrated a 
shift in architectural styles. Moving away from revival styles – the First Baptist Church, 
for example, was done in a Richardsonian Romanesque with Spanish Revival influences 
– and Neoclassical style seen on campus, Biggar chose a Streamline Moderne style for 
the auditorium. Even the contemporary East Bakersfield High School auditorium 
represented a more Spanish Revival style. The trend incorporated in his design of the 
Harvey Auditorium represented a broader modern movement of the 1930s. While 
Harvey Auditorium features several utilitarian features, it also includes elements of 
Streamline Moderne, such as smooth concrete surfaces, horizontal and vertical banding, 
and rounded corners. An incarnation of the popular Art Deco, Streamline Moderne was 
less ornamental than its predecessor. It emphasized a stylized yet restrained 
modernism, featuring smoothed surfaces, flat roofs, curved walls, streamlined grooves, 
and glass blocks (McAlester and McAlester 1984: 465). Character-defining features for 
the auditorium include it massing, shape, flat roof, smooth concrete surface, horizontal 
and vertical bands, rounded corners, multiple double-door entrances separated by 
vertical columns, wide concrete steps and entrances, large frosted windows above 
doors, prominent projecting walls that bookend the west entrance, rows of multi-light 
metal awning windows, and flat concrete awnings with rounded corners. Other 
character-defining features: the orientation of the auditorium facing the central 
quadrangle and its visual relationship to the other campus buildings, including the 
Industrial Arts building complex. 
 
The JRP consultants fail to note that prior to Biggar’s work on the auditorium at BHS, he 
designed the “L” shaped Industrial Arts Building that stands adjacent to the original 
Industrial Arts Building.  These two buildings demonstrate how Charles Biggar adapted 
to the demands of stronger materials along with concerns for safety in our public school 
system.  The design of the “Moderne”-style new industrial building by Biggar is an 
important statement, architecturally, in how those that excel in their respective 
professions are willing to adapt with the times.  The 1930s Industrial Arts Building 
reflects the shift in Biggar’s thought process as it relates to architectural design and use 
of stronger and more contemporary materials. 
 
The narrative continues with: “The remaining buildings are not individually significant for 
possessing distinctive characteristics of a type, period, or method of construction. They 
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also are not important examples of a general architectural style and/or a specific 
architect’s design. Additionally, while many were originally designed by Charles Biggar, 
most were redesigned in the post-earthquake period, removing most traces of his 
original plans. Those buildings that were not redesigned (north wing of Industrial Arts, 
Griffith Stadium, south wing Spindt Hall, Water Tower) are not significant examples of 
his work. They do not represent a particular phase of his career, an aspect of his work, 
or a theme of his profession. Instead, they are modest examples of his career. The north 
wing of the Industrial Arts Building is a modest Streamline Moderne building, featuring 
smooth concrete walls, a flat roof, and two entrances with “SHOPS” etched into the 
surround. Griffith Stadium is primarily utilitarian, as its main design is based on the 
function of seating a sports audience. The west wall features some Neoclassical 
elements, such as partially exposed full-height columns, and a cornice. Nonetheless this 
concrete structure features otherwise unadorned seats on the east side. The south wing 
of Spindt Hall also features Neoclassical details, like a cornice, partially-exposed 
columns, and elaborate decorative entrance surrounds. The Water Tower is a modest, 
utilitarian structure. These buildings are not significant for possessing distinctive 
characteristics of a type, period, or method of construction. They are not important 
examples of a general architectural style and/or a specific architect’s design, and are not 
the work of master architects or builders. They also do not possess high artistic value, as 
required under these criteria.” 
 
In a district, buildings do not have to possess high artistic value themselves. They also 
do not have to be the best and finest examples of the architect’s work. Charles Biggar’s 
architectural designs for the school demonstrate the architect’s work in progress as he 
grew older and more experienced in his practice; Biggar was able use the Bakersfield 
High School campus as a pallet of design work, from his early neoclassical designs to 
his ultra-modern Industrial Arts Building and the culminating design of his life’s work, 
Harvey Auditorium. It’s all Charles Biggar, even the repair work under the Field Act in the 
1930s to the mid-1940s. 
 
A good narrative on the architects continues with an erroneous conclusion: 
“The architects C. Barton Alford, W.J. Thomas, and Harold Leydenfrost, who redesigned 
several buildings and prepared plans for the Cafeteria and new Administration Building, 
were not generally recognized for their greatness in architecture. Even though they had 
successful careers, they did not rise to the standards set under these criteria. 
Furthermore, the buildings imprinted with their design are modest examples of the 
International style. Therefore the buildings designed and redesigned by them are not 
eligible for listing in the NRHP or CRHR for their architecture. Alford and Thomas 
operated an architectural firm located in Bakersfield, receiving several Kern County 
projects during the mid twentieth century. Alford graduated from the University of 
Southern California in 1939, moving to Bakersfield to work as a draftsman with Charles 
Biggar’s firm, Biggar & Associates. By 1943, he was employed as an inspector with the 
US Department of Education, but returned to Biggar & Associates by 1945, where he 
remained until starting a firm with W.J. Thomas in 1949. Alford and Thomas designed, 
among others, the Sierra Junior High School (1952), North High School (1953), and 
Kern County General Hospital (1955). In 1957, Alford and Thomas made Leydenfrost 
partner of the firm, and by 1960, Alford left to start his own company. Thomas and 
Leydenfrost designed Burroughs High School at Naval Ordnance Test Station at China 
Lake, the Haberfelde Ford Facility in Bakersfield, at least two East Bakersfield High 
School buildings, and several buildings at Kern Valley High School in Lake Isabella. In 
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1954 and 1955, the Alford and Thomas-designed Cafeteria and Administration Building 
were built, and the boys’ and girls’ gyms were almost completely rebuilt. The Cafeteria 
and Administration building are modest examples of the International Style. The 
architectural characteristics of this style represented in these buildings include flat roofs, 
asymmetrical walls, broad cantilevered overhangs sheltering long walkways, and large 
window walls. The style in public and commercial buildings became popular in the mid 
twentieth century throughout the United States. The Gymnasium wings received lamella 
roofs, a popular roof form on gymnasiums for this period. In this form, an interlocking 
wood frame, creating a diamond pattern, supports a wood roof. These buildings are not 
significant for possessing distinctive characteristics of a type, period, or method of 
construction. They are not important examples of a general architectural style and/or a 
specific architect’s design, and are not the work of master architects or builders. They 
also do not possess high artistic value, as required under these criteria.  
 
It appears that researchers did not look at the buildings with any detail in mind. They 
clearly have distinctive characteristics of a type and period of construction. The 
gymnasia, for example, are wonderful examples of Lamella roofs and barrel vaults and 
represent the newest technology in engineering long-span structures at the time. They 
are wonderful examples of state-of-the-art technology and design of the late 1950s. The 
Industrial Arts Buildings, both north and south, are fine examples of their types of 
architecture, one being a streamline Moderne design and the other a modified 
neoclassical design with International elements.  Harvey Auditorium is a classic 
Streamline Moderne building, eligible for the National Register of Historic Places on its 
own merits. Griffith Stadium is a wonderful Utilitarian structure remaining from the early 
days of the campus. Many of the other buildings are modified Neoclassical buildings with 
a strong International flavor. More importantly, the interior spaces of those buildings that 
were upgraded on the exterior, such as the south wing of the Industrial Arts complex, are 
generally original in design and materials. The building interiors remain as they did in 
their original design. For example, Warren Hall’s half-basement classrooms and wide 
stairwells are reflective of the building’s original design of spaciousness.  Anyone who 
attended school there will remember this.  
 
The narrative also erroneously states: “The campus also includes several buildings and 
structures, such as the East Stands and Storage Building, Industrial Arts Prefabricated 
Building, Student Activity Building, Ludden Hall Auxiliary Building, Elm Grove Kiosk, and 
Sports Fields Prefabricated Buildings, which are modest and unremarkable utilitarian 
construction. As such, these buildings are not significant for possessing distinctive 
characteristics of a type, period, or method of construction. They are not important 
examples of a general architectural style and/or a specific architect’s design, and are not 
the work of master architects or builders. They also do not possess high artistic value, as 
required under these criteria. 
 
Some of these buildings were later additions and, at the time of their construction, 
modern engineering and design had changed and there was no reasonable and 
economic method of retaining the then-current architectural style of the rest of the 
campus. Negative reference to these buildings only detracts from the real issue – that 
there is sufficient integrity of the campus as a whole to consider BHS as a historic 
district. 
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The writing continues: “Between 1952 and 1962, Thomas and Leydenfrost redesigned 
Ludden Hall, Spindt Hall’s north wing, Warren Hall, the Science Building, and the south 
wing of the Industrial Arts Building. While the buildings remained, the brick siding, most 
roofs and windows, and most architectural details of the Biggar designs were removed. 
They were replaced with concrete siding, aluminum windows, and flat roofs. Importantly, 
most of the main entrances, which displayed the most prominent architectural details, 
were taken off the buildings, replaced with modest concrete entrance surrounds. The 
redesigned buildings were modest in style and execution, and do not embody enough of 
the distinctive characteristics of a type of architecture as required for significance under 
this criterion. The buildings also lack the high artistic value that would merit listing on a 
national or state register, and do not appear to be the work of master architects or 
builders. 
 
Under NRHP Criterion D or CRHR Criterion 4, these buildings are not significant as 
sources (or likely sources) of important information regarding history. They do not 
appear to have any likelihood of yielding important information about historic 
construction materials or technologies.”  
 
The problem with this statement is two-fold: The site of the old Polytechnic building in 
Elm Grove was previously occupied by the first county hospital in Bakersfield. At the 
time of the construction of the Polytechnic building over a century ago, bones, limbs, and 
other medical material were excavated from the site, they being the result of 
amputations and other medical procedures from the old hospital disposal. The second 
issue is the location of the Industrial Arts Buildings was part of the site what was once 
known as Reeder Hill, also known as the Yokut village of Woilu. The hill and village site 
were mostly removed with the construction of the San Francisco and San Joaquin Valley 
Railroad in 1898, but the land where the school sits was not all that disturbed until the 
construction of those buildings. Therefore Criterion D or 4 may actually apply to this 
resource. 
 
Criterion A: Education 
 
The Historic Context of the document is well-written and generally correct. Short of a few 
errors in historical fact, it accurately depicts the school’s history. It also states the 
importance of the campus to the community, thus making it difficult to understand why 
the finding of “not eligible” was made.  
 
The researcher’s statements, “Kern County’s first high school matured into an important 
educational institution by the early twentieth century…” and “…county voters 
overwhelmingly passed a measure establishing its first high school district, with orders to 
immediately open a school in Bakersfield” clearly demonstrate the significance to the 
population of Kern County of the founding of the high school and its continuing 
importance to the education of Kern County’s youth.   
 
The document states: “NRHP guidelines state that “mere association with historic events 
or trends is not enough, in of itself, to qualify under Criterion A…” because the property 
must also have a specific important role within that context. The existing buildings of the 
Bakersfield High School campus do not date to the establishment of the first county high 
school and, therefore there is no direct important association with this event.”  
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NRHP guidelines first state that “A property can be associated with either (or both) of 
two types of events: 

 A specific event marking an important moment in American prehistory or history 
and 

 A pattern of events or a historic trend that made a significant contribution to the 
development of a community, a State, or the nation. 

 
NRHP Criterion A calls for properties that are associated with events that have made a 
significant contribution to the broad patterns of our history.  
 
The application of National Register Criterion A states that “a property can be associated 
with either (or both) of two types of events: 

 A specific event marking an important moment in American prehistory or history 
and 

 A pattern of events or a historic trend that made a significant contribution to the 
development of a community, a State, or the nation.”  

 
The above two statements demonstrate the specific event of the founding of the high 
school and the pattern of events or historic trend in the continuing maturation of the 
school into an important educational institution.  Although the buildings from the original 
campus no longer exist, their replacements reflect the continuing effort and plan to 
provide a higher level of education for Kern County’s children. It is this pattern of events 
that have made such a significant contribution to the city and county. The campus is a 
whole unit of cohesively-planned buildings that are characteristic of a continually-
changing campus design that reflects the historic fabric of its original character. The 
Bakersfield High School campus clearly does just that. It is a well-defined community of 
buildings that reflect the campus’ historic features with a moderately-modified design 
reflecting the normal changes through time.  
 
The document then states:  “The 20 buildings and structures recorded here are part of 
Bakersfield High School, which opened at this site in 1893 as Kern County’s first high 
school. At the time it was known as Kern County High School and classes operated out 
of two rooms in a nearby grammar school. Soon, though, the high school district built a 
new schoolhouse in what is now Elm Grove on campus. That building, called the 
Polytechnic School, and several others built prior to 1922, were demolished and 
replaced during subsequent decades. The building effort continued into the 1930s with 
Bakersfield architect Charles Biggar designing all campus buildings between 1918 and 
his death in 1946. This important effort included the planning for Harvey Auditorium, 
construction of which started near the end of the Great Depression and was finally 
completed after the close of World War II. Bakersfield High School during the post-war 
period changed dramatically when, in the summer of 1952, a series of earthquakes, 
including two major temblors, struck in and near Bakersfield. This disastrous summer left 
several buildings damaged beyond repair, and many others needing extensive 
rehabilitation work. The architectural team of C. Barton Alford, W.J. Thomas, and Harold 
Leydenfrost were hired to redesign the high school. Their work drastically altered the 
appearance of most of Biggar’s buildings, but added a unifying theme that remains 
today. 
 
In the late nineteenth century, Bakersfield had successfully grown into a regional urban 
center for the surrounding southern San Joaquin Valley. Throughout the 1870s and 
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1880s, Bakersfield experienced sustained growth based on Kern County’s sheep and 
cattle industry; later, it thrived as irrigation transformed Bakersfield’s hinterland into rich 
agricultural fields teeming with alfalfa and fruit orchards. By the 1870s, downtown 
Bakersfield boasted a county courthouse, town hall, several hotels, three saloons, and a 
brewery owned by Henry A. Jastro, city founder  Captain (sic).”   This should read Col.   
“Thomas Baker’s son-in-law. In 1874, the town replaced Havilah as the county seat, 
ensuring its continued growth. By 1888 Bakersfield added 145 town lots, greatly 
expanding the size of the platted city. Although the “great fire” destroyed nearly 150 
businesses a year later, the town recovered in the ensuing decade. Having been 
bypassed by the Southern Pacific for neighboring Sumner (presently the incorporated 
neighborhood of East Bakersfield), the competing San Francisco & San Joaquin Valley 
Railway (soon acquired by the Atchison, Topeka & Santa Fe Railway [Santa Fe]) 
opened a Bakersfield station in 1897 (Bailey 1984: 37-39, 45; Baker 1937: 17-19; 
Hoover 1990: 121, 132-133; Robinson 1961: 24-28, 34; Lewis Publishing 1974: 232; Los 
Angeles Times 1898 May 29, 1898 Oct 20). 
 
As the city’s economy, size, and infrastructure grew, more and more people found it to 
be a preferable place to live and raise families. Education and construction of school 
buildings had long been a part of the local community and by the 1890s demand grew 
for a secondary institution. From 800 residents in 1880, the city counted more than 2,500 
ten years later, and due to the discovery of nearby oil, almost 5,000 by 1900, with an 
additional 11,000 people living in unincorporated Kern County at the this time.  
Elementary schools had already been established in the city, and by the late nineteenth 
century began preparing students for a university education, a demand of the growing 
populace. The University of California opened in the late 1860s; however, to get to the 
Berkeley campus, students needed an education higher than the state-required 
elementary courses. While some primary school teachers taught preparatory courses, 
many students missed out. Local demand for a high school also coincided with a 
growing national perception that an industrialized United States required a populace with 
a higher level of education. More than simple literacy – a significant goal of elementary 
schools –many industrial occupations required workers to understand new scientific and 
technological advances. Californians petitioned for a change, and the state legislature 
passed two high school bills in 1892 allowing counties and incorporated cities to form 
high school districts. Within two years, and with persistent lobbying from Kern County 
Superintendent of Schools Alfred Harrell, county voters overwhelmingly passed a 
measure establishing its first high school district, with orders to immediately open a 
school in Bakersfield. In January 1893, Kern County High School instruction began in 
two classrooms at Bakersfield’s Railroad Avenue Grammar School. Within two years, a 
new building was finished in present-day Elm Grove, fronting 14th Street (Figure 1). By 
the end of the decade, the high school had begun a four-year program and graduated 
several students, including its first black graduate, valedictorian Henry Edward Simpson 
(Hendrick 1980: 24; Blue and White 1993 Jan 12; Historic Population 1850-2000).  
Kern County’s first high school matured into an important educational institution by the 
early twentieth century. As attendance grew and coursework expanded, further elements 
were added to the high school educational program. Attendance at the high school rose 
from 25 original students, to 120 a decade later, and more than 300 by the early 1910s. 
Students from outlying areas were transported to Bakersfield where they lived during 
school sessions.  
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Over time, the growing student body could choose from a wider selection of courses 
beyond the original intention of preparing young scholars for college, as the public soon 
called for something more. Students, many believed, should be educated for life. In 
response, the school opened Manual Training and Home Economics departments to 
oversee many of the new courses, such as domestic sciences, woodworking, electricity, 
drafting, and agriculture. The high school experience also evolved to include cultural and 
recreational activities as the school hosted dances, organized theater and musical 
performances, and offered sporting opportunities. (De Mel 1966). 
As in many school arenas, physical education and sporting activities became an 
important part of school life at Kern County High School. In 1917, the state passed 
legislation requiring the inclusion of physical education in the curriculum and the 
following year, a new $65,000 gymnasium with a swimming pool was built to meet state 
requirements for student exercise. These changes also provided opportunities for 
students to participate in all forms of sports, but one sport in particular gained state-wide 
prominence and became a source of pride for several decades. Students at Kern County 
High School had already started a football squad at the turn of the century and it quickly 
became the school’s most popular team. Coach Fayette Birch, a Stanford graduate, 
helped build the high school team into a competitive unit; however, it was D.M. “Goldie” 
Griffith, who arrived in 1908, and transformed the Drillers into a winning team. Griffith 
also headed the Mathematics Department and he took the Drillers to repeated 
undefeated seasons, nineteen San Joaquin Valley titles, and seven state 
championships. In 1926, the team averaged 60 points per game. His impact on the 
school was honored as early as 1923, when the new Charles Biggar-designed 
grandstands were named Griffith Stadium for him—the associated football field became 
known as Griffith Field (Figure 2). Griffith continued the Kern County High School 
success until his retirement from coaching in 1948 (Bakersfield Californian 1908 Sep 14, 
1923 Sep 11, 1923 Dec 22, 1948 May 13, May 20; Blue and White 1937 Feb 18; Blue 
and White 1993 Jan 12; Hendrick 1980: 28; Los Angeles Times 1923 Jun 28; Wallace 
n.d.: 85-86, 102-103). 
 
Widespread expansion of the Kern County High School campus in the 1910s and 1920s 
reflected the growth of Bakersfield and the surrounding community, as well as the 
general acceptance of high school education – a development witnessed throughout the 
state and country. Bakersfield’s proximity to Kern County oil fields was a boon to the city 
during this period, and the high school honored this importance by naming its mascot the 
Drillers. In fact, the football coaches were notorious for bringing in “ringers” from the 
oilfields to play on the team, thus guaranteeing a tough game and victory.  The 1910s, in 
particular, proved an oil-rich decade for Kern County that flooded the area, and 
Bakersfield in particular, with new citizens. The city’s population nearly tripled, and by 
1920 more than 18,500 people lived within its bounds. Many of these new arrivals 
elected to place their older children in high school, for, even though compulsory 
education required children to attend school through age 16, enforcement of this state 
law was lax. By 1915, the High School Board separated from the Bakersfield City School 
District and became the Kern County Unified School District. Kern County High School 
thus became Kern County Union High School, and contrary to what appears to be 
popular belief, the students called it KC or KCUHS, being proud of their autonomous 
school from the others in Bakersfield.  
 
In 1920, enrollment at the high school was around 1,200 students, and school officials 
estimated that would rise to 1,400 in 1921. This expansion mirrored what was happening 
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in the rest of the state, largely precipitated by the state legislature’s 1902 authorization of 
a tax to fund high schools and technical schools. The statewide financing of secondary 
education brought about significant expansion, which included greater access for 
children of working class parents and ultimately the high school population in California 
jumped from 12,620 in 1900, to nearly 127,000 twenty years later (Bakersfield 
Californian 1921 Jul 26; Hendrick 1980: 24, 28; Wallace n.d.: 81). 
 
At Kern County High School, this increased enrollment and expanded curriculum 
spurred the need for better and larger infrastructure to support campus operations. An 
early effort to improve the school started in 1906 when the Administration Building was 
constructed (demolished 1952). The building, designed by the San Francisco 
architectural firm Stone & Smith, was erected on the corner of 14th and F streets, but it 
did not completely meet the school’s growing need and a third building was planned. 
Thomas B. Wiseman, a contemporary and sometimes partner of future Kern County 
High School architect Charles Biggar, then designed the Manual Arts Building, which 
was finished in 1911 at a cost of $10,000 (demolished 1938). While these two buildings 
added significantly to the campus, the school board approved a fourth school building 
only a few years later. An Oroville Clark-designed Auditorium was added to the campus 
in 1914 (known commonly as the Old Auditorium from the mid 1930s until it was 
demolished in 1952). In the ensuing years, World War I occupied the attention of 
Bakersfield residents, but growth and expansion continued, pushing the school to meet 
new and challenging demands (Bakersfield Californian 1905 Nov 13, 1906 Jan 16, 1914 
Jan 15; Wallace n.d.: 81-82). 
 
After World War I, the school evaluated its needs for the future and determined that its 
present stock of buildings would hardly suffice for its growing student body. By 1921, the 
school predicted a post-war boom large enough to require a plan, and while noting that it 
would only construct any future buildings when the need arose, the school board 
announced preparations for two new buildings, additional shop buildings, and the new 
Griffith Stadium (discussed above).  
 
Charles Biggar received his first commissions on campus for the Agriculture (1922) and 
Domestic Sciences Buildings (1922), already under construction when the report was 
prepared (Figure 3). The Domestic Sciences Building was renamed Ludden Hall in 
dedication to Arthur Ludden, who had recently died in a car crash. Biggar played an 
instrumental role in the expansion plans and he immediately followed this building with 
designs for Griffith Stadium (1923), the Science Building (1923), the Industrial Arts 
Building (south wing, 1924), the Boiler Room (1924), and the Library Building (the north 
wing of what is now Spindt Hall, 1925). Of this first wave of Charles Biggar-designed 
buildings, all have either been demolished (Agriculture Building) or significantly 
renovated in subsequent years (discussed in detail below) (Bakersfield Californian 1921 
Jul 26, 1922 Mar 7, 1922 Apr 1, 1922 Sep 27, 1923 Sep 6, 1924 Dec 2; Wallace n.d.: 
87, 116). 
 
Charles Biggar greatly influenced the physical characteristics of the Bakersfield campus; 
however, his Kern County High School work was only one part of his long career. 
Charles Biggar was a prolific architect whose designs also laid the developmental 
groundwork for important public, commercial, and religious institutions throughout Kern 
County. Biggar began in his craft at the University of Illinois, moving on to the Ecole des 
Beau Arts in Paris in the early 1900s before returning to the states to take up private 
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practice. His drafting work took him to Illinois, Tennessee, and Seattle, but he eventually 
settled in Los Angeles as head designer for the firm Morgan and Walls. Shortly 
thereafter, he partnered with Charles Kysor, and the duo planned the Los Angeles Public 
Library Vernon Branch, completed in 1915. World War I interrupted his design work, as 
he enlisted and served in the army. Biggar returned to his architectural career when the 
war ended. His post-war career took him farther inland, to the growing city of 
Bakersfield, where he opened his own successful firm. In addition to the Kern County 
High School buildings, Biggar designed the Haberfelde Building, Bakersfield Californian 
Building, Fox Theatre, the initial buildings at East Bakersfield High School, and 
numerous Kern County libraries, including the Delano, Mojave, and Shafter branches. 
He also worked extensively with other Kern County schools, drawing plans for the 
Roosevelt School’s combination gymnasium and auditorium, Standard School’s 
gymnasium in Oildale, the auditorium and administration building at Taft’s Lincoln 
School, Horace Mann School’s auditorium, and Conley Grammar School’s auditorium in 
Taft. Biggar’s connection with Kern County High School, though, became a constant 
source of employment. His 1920s buildings were received with such high regard he was 
called upon in the 1930s and 1940 6, 1937 Mar 12, 1941 Apr 8, 1944 Apr 27, 1946 May 
17; Kern County Museum 2010; Pacific Coast Architecture Database 2009).” 
 
Important to this discussion is the 1933 Field Act that directed the State Division of 
Architecture to dictate standards for school reconstruction, establish a building code, and 
enforce a program of construction inspection for schools to ensure earthquake-resistant 
school structures. This came after the devastating 1933 Long Beach Earthquake that 
severely damaged a significant number of schools in Southern California. The structural 
failures of unreinforced masonry schools resulted in earthquake-resistant design and 
construction being mandated for public schools K through 12 and community colleges. 
The efforts of California Assembly Member Charles Field resulted in the passage of the 
Field Act on April 10, 1933. The law and its various revisions authorized the Division of 
Architecture of the State’s Public Works Department to review and approve all public 
school plans and specifications, providing general supervision of the construction work. 
To date, no Field Act school has failed in an earthquake. However, many historic 
schools were demolished because of it. Bakersfield High School was fortunately not one 
of them. 
 
During this period a variety of modern innovations to school plans were implemented, 
reflecting educational reforms of the time and encompassing advances in ventilation, 
illumination, hygiene, sanitation, school furnishings, and landscaping.  Many schools 
constructed after the Long Beach Earthquake had a mix of classicism, Art Deco, and 
streamlining, now referred to as “PWA Moderne.” New buildings utilized the latest 
technology and were frequently designed by prominent architects of the period. 
Bakersfield High School already had its prominent architect in Charles Biggar.  
 
The narrative further states:  “A Depression-era expansion might seem contradictory, 
given the economic situation as the decade before World War II brought severe 
hardships across the country, but Kern County Union High School’s continued 
enrollment increases led to a renewed era of construction. The Great Depression 
brought high unemployment figures, but the Dust Bowl migration also drove many 
unemployed families into the San Joaquin Valley and to Bakersfield. The population 
influx during this economic nadir resulted in a need for change. Commercial and 
industrial businesses could not employ the growing masses, construction work generally 
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suffered a lack of financial backing, and the housing stock in and around Bakersfield 
could not keep up with the demand. Compounding this devastating economic climate, 
enrollment at the high school continued to grow, and soon the high school’s buildings 
were incapable of handling the large number of students. In the mid-1920s, more than 
1,900 Kern County youth attended the school and nearly 2,500 attended the school 
during 1931. Enrollment for 1935 climbed to around 3,000 high school students, with an 
additional 600 attending Bakersfield Junior College, which opened began classes at the 
high school in 1913. The high school campus also hosted night school courses 
beginning in 1918, which attracted high enrollment and by 1935 nearly 1,000 students 
participated in night school. One suggestion made to the school board in the early 1930s 
would meet the demand for more facilities and could also employ out-of-work 
contractors: construction of the new auditorium (Bailey: 91-93; Bakersfield Californian 
1931 Sep 23, 1934 Sep 10, 1935 Jan 25, 1935 Dec 6, 1942 Mar 9; Blue and White 1931 
Oct 1; Stein 1973: 21-24, 51; Wallace n.d.: 52, 86, 110, 127). 
 
The new auditorium would take a decade and a half to complete and in the meantime, 
the school added other buildings to campus, helping stimulate a suffering local economy 
while fulfilling the need for more classrooms. The junior college experienced the greatest 
growth during this period, as students sought to continue their education in hopes of 
going to a four year university. Non-transfer students also attended junior college, using 
the school as training for a particular trade, such as nursing, accounting, and electrical 
technology. Junior College became so popular that the nearly 500 students in 1931 
overwhelmed the school’s building stock. By the late 1920s, work was started on the 
junior college’s new building at the corner of California Avenue and F Street. This three-
part building was completed in the mid 1930s and featured a south and middle wing for 
the junior college and the north wing for high school classrooms and a cafeteria. The 
junior college classrooms were quickly filled, as enrollment for the 1935-36 school year 
topped 900 students. In the 1950s, this Biggar designed building was named after Earl 
Warren, a California governor and Chief Justice of the Supreme Court, who graduated 
from the high school in 1908 – although he did not continue at the junior college after 
commencement.”  
 
It should be noted that Bakersfield College did not exist until 1913.  Again, this statement 
has the appearance of trying to diminish the significance of the high school campus.   
“Construction activity in the 1930s also included the Biggar-designed south wing of the 
library building. Opened in 1937, this concrete addition nearly doubled the size of the 
existing library. While it retained some of the architectural details of earlier buildings, a 
significant difference between this building and the older Biggar buildings was the lack of 
a brick veneer. The exposed concrete was apparently meant to accommodate 
earthquake safety laws put in place following the 1933 Field Act, which regulated the 
way school buildings were constructed after a devastating Long Beach earthquake.  
Biggar also designed plans to expand the Girls’ Gymnasium (1937) and construct a new 
Water Tower (1933) in this decade. The high school district also made an important 
purchase of 20 acres in East Bakersfield, a site for which Charles Biggar would design a 
new high school to meet the city’s growth (Bakersfield Californian 1931 Sep 23, 1934 
Sep 10, 1935 Sep 5, 1935 Dec 5, 1936 Jun 1, 1936 Aug 5, 1936 Dec 18, 1937 Jan 1; De 
Mel 1966; Olson 2003; Wallace n.d.: 110, 127, 161; Warren 1956). 
 
During this expansive period, one project more than any other met with controversy, 
delays, and growing anticipation. The new auditorium, at the time the city’s biggest 
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project ever, was designed to replace the outdated, small, and dangerous existing 
auditorium. However, while it was conceived in the early 1930s, construction did not start 
until later that decade, and it remained unfinished until three years after World War II. 
Kern County voters decided at least twice to put off paying for the new building before 
finally agreeing in 1935. The auditorium had topped a 1933 county-wide plan to spend 
nearly $1.5 million on public works projects, but the following year, voters – who 
generally supported the project – could not muster the two-thirds majority needed for the 
$230,000 auditorium measure. Even though a petition urged the school board to 
administer a second vote, the issue remained dormant for several years, while other 
projects – such as the library addition – moved forward. When a state engineer and the 
city’s fire chief condemned the old auditorium in 1939, rendering it uninhabitable, the 
school board revisited the matter. Although school functions were relocated to the then 
new Fox Theater on H Street, public outcries complained about the need to replace a 
building that was less than 20 years old during a period when funds were short.  
In addition, many in the city wanted a civic auditorium for the entire community and 
believed the school’s building would not suffice. Nonetheless, the alternative left to the 
school was costly – $70,000 to bring the building up to code – and plans were drawn to 
build a new edifice following completion of the school’s new shops building Bakersfield 
Californian 1933 Sep 6, 1933 Sep 20, 1934 Jul 2, 1934 Sep 12, 1934 Sep 15; 1935 Jul 
11; 1939 Mar 28; 1939 Apr 18, 1939 Dec 8).” 
 
“This move seemed to assure that by the early 1940s students at the school could enjoy 
a new auditorium for their assemblies, plays, and performances. But timing was 
unfortunate, as World War II would interrupt completion of the building and set off a legal 
scuffle that nearly prevented the auditorium from ever opening. Planning for the new 
building began in earnest as the 1930s came to a close when a committee representing 
those who planned to use the auditorium established some general guidelines desired 
for the new building, including occupancy and basic design features. Based on this, the 
school board instructed Biggar to prepare plans for a 1,800-seat auditorium in early 
1940. After a summer tour of America’s South and East Coast, Biggar submitted working 
plans to the school’s board of trustees in September; however, the board requested that 
final drawings reflect suggestions by Vern O. Knudsen, a consulting acoustical engineer. 
Biggar returned final drawings in December (Figure 5). With the project already delayed 
by a couple months, the board decided to change the site of the new building. It was 
originally planned for the block bounded by F, G, 13th, and 14th streets, but was moved 
one block east to save the old elm trees on that lot. This decision created Elm Grove, a 
quad-like park at the center of campus that features elms planted in the late nineteenth 
century. Once the new block was purchased – at a cost of $43,000 – and cleared of 
existing buildings – for nearly $200,000 – the site was ready for construction. Ashby & 
Opperman, a local general contracting firm, was awarded the project for its low bid for 
base construction, but the board disagreed with the company’s submitted costs for 
subcontracted work, such as electrical, plumbing and heating, and ventilating. Those 
contracts were awarded individually. Crews broke ground in 1941 with a push to get the 
building opened by early 1943, with an estimated $726,000 price tag (Bakersfield 
Californian 1939 Sep 5, 1939 Dec 12, 1940 Mar 12, 1940 Jul 13, 1940 Sep 24, 1940 
Sep 27, 1940 Oct 17, 1940 Oct 31, 1940 Dec 28, 1941 Feb 27, 1941 Mar 11, 1941 Mar 
18, 1941 Apr 9, 1941 Apr 17, 1941 Sep 12, 1941 Nov 11). 
 
More than a third of the work on the auditorium was complete when the United States 
entered into war with Japan in December 1941 and non-essential private and public 
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construction work across the country was quickly halted because materials, such as 
steel, were reserved for the war effort. Bakersfield’s new auditorium was a non-essential 
project according to the United States government and as early as April 1942, 
subcontractors noticed materials were impossible to acquire. The school board, 
however, saw things differently. It pressed federal officials to grant a priority rating for the 
auditorium, which would free up sparse steel for the construction crews. Not surprisingly, 
the War Production Board (WPB) rejected the proposal, and subsequently the school 
board sought to make the subcontractors legally and financially responsible for the work 
they could not finish. While the legal dispute would continue throughout the war, 
inevitably construction came to halt. Laborers prepared the site for long-term inactivity, 
protecting it from weather damage and protecting students and citizens from accidents. 
The latter, however, was not entirely avoided, as one student died from a fall in early 
1943 (Bakersfield Californian 1942 Feb 12, 1942 Apr 14, 1942 Apr 21, 1942 Apr 28, 
1942 May5, 1942 May 12, 1942 May 26, 1942 Jun 3, 1942 Jun 9, 1942 Jul 28, 1942 Dec 
15). 
 
It was only after the war in Europe ended that the auditorium standstill would be lifted, 
propelling construction toward a concrete end date. In late 1944, WPB representatives 
signaled that a European victory would free up restrictions on materials. But the legal 
dispute between the school board and contractors was never resolved, and threatened 
to derail the project. Hearings in the case brought by contractors and subcontractors 
concluded in early 1945, leaving it to Judge W.L. Bradshaw to decide how the wartime 
stoppage affected contracts between the school district and contractors. Building 
companies argued that when constructed ended due to the war rationing, contracts were 
dissolved. They figured they should be paid for the work completed and new contracts 
should be written to cover future work. The school board, on the other hand, wanted 
work to continue under the old contracts, arguing that the contractors were responsible 
for completing work for which they were contracted. The companies would be paid when 
the work was finished. Even as Nazi Germany surrendered and the WPB gave the 
school’s project a priority rating if construction began within 90 days, the issue remained 
in court. The cessation of war altogether in August, however, removed the 90-day 
restriction, leaving only the legal battle and increased cost to be determined. In 
November, the school board and contractors agreed to drop the case and continue 
construction after district voters approved an additional $183,000 necessary for the 
auditorium’s completion. Work resumed at the start of 1946, moving the school forward, 
finally, to a finish date (Bakersfield Californian 1944 Oct 10, 1945 Jan 11, 1945 Jun 7, 
1945 Jun 8, 1945 Oct 25, 1945 Nov 8, 1945 Nov 9, 1945 Dec 1). 
 
Construction moved steadily forward and the auditorium finally opened in 1948. 
Unfortunately, the building’s architect died in 1946, and the president of the school board 
and strong proponent of the project since its inception, T.N. Harvey, died in late October 
1948. On October 18, an at-capacity crowd of nearly 1,800 people gathered for the San 
Francisco Opera Company’s performance of the Italian opera La Boheme, setting what 
the Bakersfield Californian called a record for the city’s largest indoor assemblage. 
Harvey was present at the opening performance, but missed the dedication ceremonies 
on November 8th. In a tribute to his work on the auditorium project, the school board 
named the new building after Harvey during the open-house dedication that included a 
recounting of the history of the auditorium project. While it did not initially gain enough 
public support, over time, the project became the city’s pet project. The original 
$300,000 project was not preferred by voters in 1933, but would have provided students 
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with a much needed replacement theater, local construction workers – many of whom 
were unemployed – with steady work, and the community with a large hall for local 
gatherings. It also had the backing of federal aid, part of President Roosevelt’s New Deal 
programs. By the late 1930s, when the old auditorium was condemned, the plan turned 
into a half-million dollar modern building, with high-quality acoustical engineering and 
additional classroom space. As the United States propelled into World War II, the 
auditorium evolved into a $726,000 unfinished construction site embroiled in a legal 
dispute that threatened its completion. By the end of the war, the school board and 
construction companies set aside their differences and proceeded forward on this nearly 
million-dollar venture. When it opened, the cost totaled $1.25 million, and by all accounts 
appeared to be a great success, propelling the school into a post-war era that would 
soon face new and difficult challenges (Bakersfield Californian 1946 Jul 17, 1948 Feb 
23, 1948 Oct 19, 1948 Nov 4, 1948 Nov 9; Bakersfield High School and College 1948) 
The post-war period was marked by rapid population growth, extensive development, 
and devastating earthquakes. The return of veterans and the associated population 
boom compelled the school district to pursue expanding the existing facilities within the 
county. By this time, Bakersfield High School (its official name after 1945) had reached 
its bounds. Attendance remained relatively unchanged in the subsequent decades, as 
increasingly more schools were added to the city. However, the present composition of 
Bakersfield High School was shaped largely by two disastrous earthquakes that rattled 
much of Kern County in 1952 and led to a significant effort to rebuild the region. The 
first, the Tehachapi Earthquake, hit in July and killed fourteen people. It was followed in 
August by the Bakersfield Earthquake, which killed two people and damaged or 
destroyed many buildings and structures throughout the city and surrounding area.”  
The second earthquake noted here was in reality an aftershock of the Tehachapi or 
White Wolf Fault earthquake centering on Arvin, east of Bakersfield.   
 
“Fortunately, Bakersfield High School students were on break and nobody was reported 
injured or killed on campus. The buildings, however, did not fare as well. Ultimately, the 
old Auditorium Building, in which classrooms were still being used, the Administration 
Building, the Girls’ Gymnasium, and an apartment building located near the Junior 
College Building were torn down as a result of the earthquake. Additionally, the south 
wing of the Junior College Building and the Boys’ Gymnasium were determined unsafe 
for use. The lack of facilities in which to teach high school forced the school to make 
immediate plans for temporary and long-term solutions (Bakersfield Californian 1952 
Aug 8, 1952 Aug 16, 1952 Aug 18, Wallace n.d.: 190-200). 
 
Not surprisingly, Bakersfield High School was not alone in this effort to rebuild. The city 
immediately began constructing a new city hall (see DPR 523 form 006-300-04), civic 
center (see DPR 523 form 00629001), and Mercy Hospital expansion. 
 
Changes to municipal buildings did not occur immediately. For example, as seen in the 
following paragraph, City Hall was not built until 1956, and the Civic Center in 1959, 
seven years after the aftershock. It was well into the 1960s before most of the damage 
was repaired in the city of Bakersfield.  
 
“The city and county focused foremost on repair and reconstruction of the damage and 
then turned to urban planning issues, such as traffic concerns, annexation proposals, 
and expanding social and civic services. Three hospitals in the area also renovated their 
facilities, spending $7 million. Religious organizations built worship centers, industrial 
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companies built warehouses, and commercial businesses built offices, while the city 
updated important civic buildings, constructing a new Civic Center that provided for 
improved government and public services. The Kern County Civic Administrative Center 
was constructed between 1956 and 1959, and correspondingly, there was steady growth 
in residential construction (Los Angeles Times 1954 Apr 25; Bailey 1984: 96-100; Rand 
McNally & Company, 1960; USGS Gosford 1954). 
 
What followed was a plan to renovate or rebuild damaged and old buildings and 
construct new buildings to replace demolished facilities. Early in the process, school 
officials predicted it would take ten years to return the campus to full capacity; however, 
a $17-million bond measure passed in January 1953 for all Kern County high schools 
helped push the various projects forward. Construction began immediately on the north 
and south wings of the Junior College Building. 
 
The work on the building included removing the brick façade, replacing the roof, and 
removing many architectural details. The walls were coated with concrete, while original 
tile roofing was removed and replaced with a flat roof. Architectural elements, such as 
entrance surrounds and faux columns, were replaced with an accordion wall detail and 
projecting concrete columns. As one Bakersfield Californian article stated, the work 
performed on the Junior College Building set a pattern to be matched on other buildings. 
Namely, many of the architectural elements originally designed by Charles Biggar would 
be replaced with new plans that emphasized safety. The Boiler Room, Science Building, 
north wing of the Library, south wing of the Industrial Arts Building, and Ludden Hall 
received similar treatments by the early 1960s. Brick façades were almost universally 
eradicated, and a flat roof often replaced a tile-covered hip roof. Porticos, columns, 
pedestals, and other entryway features were also taken down, replaced with more 
modest entrance surrounds. The boys’ and girls’ gymnasium wings were torn down to 
the first floor and a lamella roof was added to the building. A cafeteria was built where 
the old Administration Building stood, and the new Administration Building was attached 
to the Junior College Building’s north wing. In 1956, the Junior College moved to a new 
campus, and the building (hereafter Warren Hall) was renamed after Chief Justice Earl 
Warren.  
 
When the Library Building was finished and dedicated in 1962, it was renamed Spindt 
Hall after former principal Herman A. Spindt.  Unlike many of the other buildings, Spindt 
Hall retained its original roof, with tile roofing; however, fenestration was drastically 
reduced throughout. The tile roof on the south wing of the Industrial Arts Building was 
not replaced in kind, and like other buildings, it lost much of its original architectural 
character during reconstruction. Indeed, after reconstruction was finished, the entire 
campus had an entirely new appearance (Figure 6) (Bakersfield Californian 1952 Sep 
20, 1952 Oct 14, 1953 Jan 29, 1953 Mar 10, 1953 May 25, 1954 Dec 31a, 1954 Dec 
31b, 1955 Apr 11, 1955 Nov 16; Blue and White 1952 Sep 22, 1952 Oct 1, 1953 Sep 8, 
1961 Aug 19; Thomas & Leydenfrost 1961; Wallace n.d.: 197-201, 204-205).” 
This is disputable statement.  Many of the buildings were refurbished, but not all of them 
and the campus are still identifiable by those who attended high school before 1952. 
Continuing:  “Since the early 1960s, major changes in secondary education in and 
around Bakersfield primarily took place at newer campus’. Indeed, the Kern High School 
District (KHSD) currently boasts 18 campus’ and 35,000 students, not including three 
other Kern County high school districts and several unified school districts with high 
schools. Sixteen high schools in KHSD cover the City of Bakersfield. By the late 1960s, 
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construction projects at Bakersfield High School paled in comparison to other campus’. 
For example, an $8 million bond issue in 1967 proposed building a new campus in 
northeast Bakersfield, adding a music building to East Bakersfield High School, and 
spending more than $650,000 on building additions and improvements at North and 
South High Schools. At Bakersfield High School, the main project included improving 
classroom lighting for $44,000. With the growing population and emphasis on new high 
schools, the distribution of students became increasingly more equal. In 1975, 
Bakersfield High School graduated 412 students, but was closely followed by all other 
Bakersfield campus’: North High School graduated 405, Highland High School 
graduated 375, South High School graduated 343, East Bakersfield High School 
graduated 300, and Foothill High School graduated 297. This trend would continue, with 
the district continually adding new campus’. At present, the student distribution is 
relatively even. Bakersfield High School still maintains a high number of students, but 
other city schools, like Stockdale High School, Ridgeview High School, and Foothill High 
School, either have more students or are only close behind.” 
 
 Bakersfield High still has the highest number of students.  At any rate, 1975 statistics 
are irrelevant and meant to dismiss any argument of significance for the campus.   
“Changes to Bakersfield High School usually took the form of updating existing buildings. 
In 1968, for example, stairwells on Griffith Stadium were removed and the interior 
received updates, and in 1986 elevators were added to the Industrial Arts Building and 
Warren Hall. Not all changes were relatively minor, though. In 1977, a fire ravaged the 
Administration Building, requiring significant reconstruction to the interior and roof. 
Nonetheless, original architect C. Barton Alford worked with the school to prepare 
designs very similar to the original plans. Additionally, the Concessions Building was 
added east of the football field after 1981, as was the Ludden Hall Auxiliary Building. 
Around the same time, two Sports Fields prefabricated buildings were added to campus 
(Bakersfield Californian 1967 Sep 28, 1975 Jun 1, 1977 Aug 9; Stuhr 1986; US 
Department of Interior 1975, 1981; Wright & Metcalf 1968).” 
 
The document states:  ‘“NRHP guidelines state that “mere association with historic 
events or trends is not enough, in of itself, to qualify under Criterion A…” because the 
property must also have a specific important role within that context. The existing 
buildings of the Bakersfield High School campus do not date to the establishment of the 
first county high school and, therefore there is no direct important association with this 
event.”’   
 
This is an inaccurate conclusion, since the significance of the high school is not in its 
original buildings, but in the combination of buildings over a period of time. More than 85 
percent of the buildings on campus predate the 50-year rule for eligibility. Short of this 
fact, criteria considerations e and g could well apply. 
 
The document further states: “Until the earthquakes in 1952, the school underwent 
general expansion in line with growth in the city, county, and state. Its expansion is 
typical of the growth of a metropolitan high school and does not constitute a historically 
significant trend or pattern of development. Nor do any other events occurring at the 
school during this period meet the threshold of significance. The 1952 earthquakes were 
important events for Bakersfield and Kern County. They damaged or destroyed a 
significant number of buildings, leading to a widespread effort to rebuild; however, not all 
repaired, rebuilt, or new construction have importance within this context.”  
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The 1952 events were an earthquake on the White Wolf Fault and a major aftershock a 
month later. The expansion and growth of the county’s largest high school and junior 
college campus in the manner of Bakersfield High is a significant pattern of 
development.  
 
The following is also an incorrect statement:   “Evaluation of buildings that were repaired, 
versus buildings that were razed for new construction, should recognize this difference 
because it is not likely that repair of an earthquake-damaged building, even extensive 
repair, would be considered important within the context of post-earthquake 
redevelopment. For an infrastructural repair, rather than a new building, to rise to the 
level of significance required under these criteria, it would need to be associated with a 
significant event or trend beyond the occurrence of damage and subsequent repair.”  
 
This is not a standard interpretation of the guidelines.  The 1952 earthquake and 
aftershock completely changed the face of Bakersfield into a nearly unrecognizable city. 
The Bakersfield High School campus, however, remained a solid, albeit somewhat 
damaged, representation of its historic past, retaining most of its campus buildings and 
much of its architectural design through retrofit. The normal changes of the retrofit 
process after the Bakersfield aftershock were more to demolish and rebuild rather than 
save existing buildings. This campus did the opposite in saving its historic community of 
buildings by utilizing the then-current standards for earthquake retrofit, thus retaining 
much of the original integrity of the buildings behind a covering of plaster and wire. 
These changes are reversible, like the windows in the south Industrial Arts Building.  
The school was founded in 1893 as the first high school serving the entire county of 
Kern. It has been in continuous use as an educational facility since its beginning, and 
has significant associations with the agricultural, petroleum, and other professions in 
Kern County and the state of California. The school has produced dozens of 
professional sports figures during its history as well a like number of musicians and 
actors.  With its founding, the school represented a cultural shift in the community, 
providing a never-before-available opportunity for higher education to the children of 
Kern County.  
 
The DPR 523 specifically states:  “Under NRHP Criterion A or CRHR Criterion 1, this 
high school does not have direct important association with historic events or trends. 
The original Kern County High School, now Bakersfield High School, was established at 
this site in 1893 as the first high school in the county, but none of the built environment 
resources of the first iteration of the school remain in existence.” 
 
The campus is the fourth-oldest high school campus in the San Joaquin Valley, founded 
in 1893. For eligibility it is not necessary that the original buildings themselves remain on 
the campus. The principal buildings of the current campus were constructed during the 
1920s and 1930s, and they constitute the majority of the extant buildings and structures. 
Throughout history of school campuses in California, it is intended that buildings change, 
essentially as does the student body.  Growth is a primary element of school campuses, 
especially those like BHS where the extensive square-footage of the property allowed for 
quality planning for growth and development.  All schools have their own growth patterns 
and plans.   
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The narrative jumps around in historic time, presenting a scenario of jumbled dates back 
and forth and presenting a confusing time line for development of the campus.   Stating: 
 “The high school grew steadily through its first few decades as it served the needs of 
the area’s growing population. By the time the Dust Bowl brought a surge of immigrants 
to the San Joaquin Valley, the high school was already planning to accommodate an 
increasing number of students and the school commissioned designs for several new 
buildings in accordance with its ten-year plan.” Between 1918 and 1926, nine buildings 
were constructed on campus. The growth did not stop, and by the end of the war 
Bakersfield High School counted no fewer than 15 buildings to serve the nearly 4,000 
students. The 1952 earthquake, which damaged much of Bakersfield’s building stock, 
wreaked havoc on the school. In response, the school hired the architectural team of C. 
Barton Alford and W.J. Thomas (Harold Leydenfrost would join the team and later 
replace Alford) to redesign and retrofit most of the buildings. Some, like the old 
Auditorium and Administration Building, were torn down. Others received extensive 
renovating. By 1960 several new high schools had opened throughout Kern County, 
including East Bakersfield, North High School, and South High School. The school 
continues to serve as the oldest high school site in the county; however, no buildings 
from the first three decades remain.” 
 
Buildings from as early as the 1920s do remain, mostly with their original skeletal design. 
The entire campus as it existed in the 1920s still exists in the same building layout and 
design, short of the few that were demolished in the late 1930s due to the Field Act 
mandate. 
 
The researcher’s comment: ”while it was the first high school in the county, this alone 
does not constitute an important event or trend under these criteria.”  Then indicating 
that “Schooling in the county had occurred for decades, and secondary education was 
taught in primary schools prior to Kern County High School…”  reinforces the discussion 
that a centralized high school campus for Kern County was a significant event in 
education and socialization in the county, not diminishing the importance of the event. 
Further, the document states “… and by the late 1920s two new high schools were built 
in Kern County: McFarland (1926) and Shafter (1928)”.  
 
In fact, the schools constructed at McFarland and Shafter were initially considered to be 
satellite schools, offshoots of Kern County Union High School, to help educate children 
in the north county, rather than have them travel to Bakersfield either to stay in the 
campus’ dormitories or to take the railroad from those communities every day. The rest 
of the county was still served by the main campus of the county’s high school in 
Bakersfield until 1938 when East Bakersfield High School was constructed.  During this 
time, architecture for the campus was still being designed by the regionally-significant 
architect Charles Biggar, including retrofits. Biggar was the architect of the original 
designs of the buildings. Other architects involved were also regionally significant and 
included C. Barton Alford, who worked first for Charles Biggar and continued on his own 
with W.J. Thomas after Biggar died in 1946. During his career, Alford designed 
significant buildings in Bakersfield, including the Tejon Theater, Sierra Junior High 
School, and the then-new Kern General Hospital, the stadium-like auditorium at North 
High School, and other local school buildings. Though not the master architect that 
Charles Biggar was, Alford certainly designed quite a number of significant buildings in 
Bakersfield and Kern County.  
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The period of significance for the Bakersfield High School campus is 1893-1962, 
signifying the original construction date of the campus through the completion of 
alterations to the gymnasia. The campus has a unified visual character and retains a 
moderate degree of integrity. The entire campus a prominent institutional example of 
Charles Biggar’s design work, although many of his buildings have been refurbished. 
The structure of the campus from the 1920s is intact. 
 
Criterion B calls for properties “that are associated with the lives of significant persons in 
our past.”  Among the many who have attended and graduated from Bakersfield High 
School, the school has produced some of the best and brightest of California and the 
United States. Examples are Earl Warren - California Attorney General, three-term 
Governor of California, Chief Justice of the United States Supreme Court, Presidential 
candidate,  and chairman of the Warren Commission; Kevin McCarthy – United States 
Congressman; Walter Stiern, California Senator; Dorothy Donahoe, State 
Assemblyperson; The city’s Mayor, Harvey Hall;  Spain Musgrove - former NFL 
defensive lineman; Jeff Buckey - former NFL football player; Michael Stewart - former 
NFL football player; Ric Drasin - actor, author, designer of the Gold's Gym and World 
Gym logos, and retired professional wrestler; Frank Gifford – Former New York giant, 
Member of the Pro Football Hall of Fame and former Monday Night Football 
commentator; Jeff Siemon - former NFL football player; Jeremy Staat - former NFL 
player; Robert Swift - former NBA player; Robert Duncan - Robert Symmes Duncan, 
American Poet, was a key figure in the San Francisco Renaissance; Theo Bell Former 
NFL football player; Pete Cross former NBA player; Larry Welz, noteworthy early 
contributor to underground comics movement; Dennis Ralston - Davis Cup Winner; and 
last but not least, Merle Haggard, who did not graduate but was a student from time to 
time. Many other lesser-known but equally significant graduates, writers, historians, 
attorneys and judges, researchers and musicians, and sports figures, attended 
Bakersfield High School, including this writer, who graduated in 1968. 
 
Criterion C requires properties “that embody the distinctive characteristics of a type, 
period, or method of construction, or that represent the work of a master, or that possess 
high artistic values, or that represent a significant and distinguishable entity whose 
components may lack individual distinction.” 
 
The BHS campus is eligible as a historic district and should have been evaluated as 
such, rather than dismissing the campus as a dissimilar collection of tired old buildings 
not worth taking additional time to investigate. Although the writing quality in the forms is 
quite professional, the conclusion reached by the researchers was incorrect. The 
campus’ Harvey Auditorium, which is so obviously eligible individually, stands out as a 
premier building of the campus.  
 
The DPR 523 states “…while it was the first high school in the county, this alone does 
not constitute an important event or trend under these criteria. Schooling in the county 
had occurred for decades, and secondary education was taught in primary schools prior 
to Kern County High School, and by the late 1920s two new high schools were built in 
Kern County: McFarland (1926) and Shafter (1928).” 
 
Historic names of Bakersfield High School and dates of operation: 

 Kern County High School 1893-1915 
 Kern County Union High School 1915-1945 
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 Bakersfield High School 1945–present 
 Bakersfield Junior College 1913-1956 
 Bakersfield Adult (Night) School 1917-1985 

 
Kern County Union High School (BHS) was the only high school in Kern County until 
1938, when East Bakersfield High School was constructed and opened. The school’s 
first name change occurred when “Union” was added after the high school separated 
from the Bakersfield City School District. Then it was known informally as K.C. or Kay 
See High School. The school was formally renamed Bakersfield High School by the 
School Board in 1945.  
 
The school campus has been in the same location since its creation in 1893. Most of the 
original buildings are gone and a number of the buildings have been refurbished. 
Bakersfield’s infamous 1952 earthquake and aftershock precipitated the reconstruction 
process to bring the buildings up to current earthquake code. The majority of the 
buildings on campus are multiple-floored. The campus’ most prominent building, Harvey 
Auditorium, houses a large main theater as well as two smaller theaters, in addition to a 
number of classrooms. It has served as a venue for the local arts community since its 
construction in the late 1940s.  
 
The campus has two Industrial Arts Buildings that house a functioning automotive 
garage, a wood shop, weight room and fitness center, and classrooms. It also houses 
the campus’ archive and conservation class, another of the unique features of the 
campus.  The present student population is over 2,800, one of the district’s largest 
student bodies. At one time, in the 1960s, the campus population was over 5,000 
students.  As large as it appears, the BHS campus is one of the smallest campuses (26 
acres) in the Kern High School District. 
 
The Drillers have called Griffith Field their home field since 1923. The field features a 
monolithic concrete structure for home seating on the western home side with the Driller 
locker rooms inside it. The field is unusual in that the visiting eastern bleachers are 
located on the grass inside the track. The bleachers run from end zone to end zone with 
the front row only about 12 feet away from the sideline with nothing separating the fans 
from the field. Griffith Field can seat approximately 8,000 spectators.  The Bakersfield 
High football tradition was the basis of the movie The Best of Times starring Kurt Russell 
and Robin Williams. The story is based on an actual football game in the mid-1970s 
between mighty Bakersfield High and the small insignificant Taft High School Wildcats. 
 
The Drillers have been competing in football since 1896. The Drillers hold the California 
State records for most state football titles (7) and the most section championships (34), 
commonly called Valley Titles for being within the San Joaquin Valley. Bakersfield high 
has the most wins in California high school football History running neck and neck with 
Long Beach Poly at a close number two. The school also has championship wrestling, 
basketball, swimming, volleyball, and track teams. 
 
Integrity 
 
The document speaks of integrity:  “Harvey Auditorium generally retains integrity of 
location, design, setting, materials, workmanship, feeling, and association to its period of 
significance (1934-1948). Very little has changed since the building opened in 1948, and 

 
J&R Environmental Services 

             
 

26 

the surrounding area has retained its character of a mixed-use urban setting. It also 
retains its visual and functional connection to the school.” 
 
As previously noted, JRP consultants identified the period of significance as extending 
between 1934 and 1948.  If one considers Harvey Auditorium as the only eligible 
property then perhaps this period is acceptable.  However, the period of significance for 
BHS should be 1893 to 1962.  Given this set of parameters, one should look at the 
campus as a complete unit while differentiating between contributing and non-
contributing elements of a proposed historic district.  With respect to the entire campus, 
the integrity of all of the buildings should be more fully scrutinized.   
 
It then states:  “Several buildings dating to the 1920s have lost integrity of that potential 
period of significance. These include Warren Hall, Ludden Hall, Science Building, Spindt 
Hall, Industrial Arts Building, Gymnasium, and Boiler Room. Spindt Hall and Industrial 
Arts Building were altered significantly when second wings were built onto the original 
edifices. Also, following the 1952 earthquakes, all of these buildings were significantly 
altered to repair damage done during the temblors or to bring them up to state building 
codes. These buildings, as well as Cafeteria and Administration Building, appear to 
retain integrity to the post-earthquakes build and rebuild work done between 1952 and 
1962. However, all of the buildings lack significance and do not meet the criteria 
necessary for listing in either the NRHP or CRHR.” 
 
Although the façade of Warren Hall was altered (materials), the massing, workmanship, 
location, design, and setting remain fairly well intact.  It is partly for this reason that the 
statement of JRPs consultants as it relates to this building’s lack of integrity is incorrect.  
Two other buildings also have integrity as related to their potential period of significance; 
these include the south building of the Industrial Arts complex designed in the 
Neoclassical style and the north building of the complex which was constructed in the 
1930s in the Moderne style.   
 
The old Neoclassic-style building of this complex underwent some changes to the 
façade and the roofline.  The original fenestration and the entrance to the front façade 
were altered, but the original window piercings remained intact and now house energy-
efficient windows.  However, the fenestration on the other three elevations is original.  
Even with the ornamentation removed from the primary entryway, the integrity of the 
building as a whole exceeds 70%.  The Moderne-style building of the Industrial Arts 
complex is a free-standing building with virtually no modifications.  The interior spaces 
are as they were when this building was constructed.  Consequently, the integrity of this 
building is excellent. 
 
The document comments:  “Some of the buildings and structures on campus appear to 
retain integrity of a potential period of significance. Griffith Stadium has undergone some 
changes since it was built in 1923; however, the changes are minor and do not 
significantly diminish the overall integrity of the structure. Water Tower, East Stands and 
Storage Building, and Industrial Arts Prefabricated Building also retain integrity to their 
potential period of significance (1940s-1950s). Nonetheless, they all lack significance 
and do not meet the criteria necessary for listing in either the NRHP or CRHR. Modern 
buildings, like Ludden Hall Auxiliary Building, Student Activity Building, Sports Fields 
Prefabricated Buildings, Concessions Building, and Elm Grove Kiosk, appear to retain 
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integrity. However, they also lack significance and do not meet the criteria necessary for 
listing in either the NRHP or CRHR. 
 
Bakersfield High School does not retain integrity as a potential historic district to any 
potential period of significance. According to Department of Interior, for a district to retain 
integrity, “the majority of the components that make up the district’s historic character 
must possess integrity.” Moreover, a district does not retain integrity if it “contains so 
many alterations or new intrusions that it no longer conveys the sense of a historic 
environment.” Given the significant changes to the campus after the earthquakes of 
1952, the campus does not retain the historic character of the 1920s Biggar-designed 
buildings. Moreover, several new and significant buildings were added since the 1920s, 
including Harvey Auditorium, Cafeteria, and Administration Building. The campus also 
does not retain integrity of the post-earthquakes design and rebuild period (1952-1962). 
As discussed, several buildings were redesigned or built after the earthquakes. But a 
significant number of the buildings were built before, and do not share the historic 
association of this rebuilding period. Moreover, the campus lacks historic significance as 
a district from any potential period of significance and does not meet the criteria for 
listing in either the NRHP or CRHR (US Department of Interior 1990: 46)”  
 
The Bakersfield High School campus is eligible for the National Register of Historic 
Places as a historic district under Criteria A and C, and perhaps also D, depending on 
the level of significance placed on the probable buried artifacts from the old Woilu village 
site, and the old county hospital site. The physical campus remains as it was in the 
1920s when Charles H. Biggar started designing new buildings and structures for the 
campus. Although some modifications have occurred to a number of the buildings on 
campus, the majority of them are still recognizable as the buildings they were more than 
50 years ago. In fact, nearly all of the modifications to the buildings were completed 
outside the fifty-year requirement, making them potentially-eligible elements of a larger 
district. The environmental document should be refined and rewritten to reflect this and 
to make note of the significance of this community landmark.  
 
If you have any questions regarding this proposal, please contact me at (559) 299-4695, 
(559) 285-3575 (Cell), or by e-mail (professorjlb@hughes.net). 
 
Respectfully submitted: 
 
 
 
/s/       /s/ 
Jon L. Brady, M.A.     Chris Brewer 
Principal Architectural Historian/Owner  Principal Architectural Historian 
       Vintage Resources 
       179 East Pine Street 
       Exeter, CA  93221 
 
 
2 Incls: 
Attachment A – Integrity Chart 
Attachment B – Photographs of Selected Buildings 
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L035-1

Neither the Statewide Program EIR/EIS for the California HST System (Authority and

FRA 2005) nor the Fresno to Bakersfield Section EIR/EIS proposes to discontinue

Amtrak service at Hanford and Corcoran. There is no such proposal with or without the

HST project.

L035-2

The Authority is coordinating the HST project with Caltrain, which is responsible for

Amtrak service in California. There are no plans to terminate Amtrak service to Hanford

and Corcoran. Ridership indicates that these two communities make good use of Amtrak

service. In 2011, there were 199,291 Amtrak boards and alightings in Hanford and

27,424 in Corcoran (Amtrak 2011).

As described in the Revised 2012 Business Plan (Authority 2012a), the HST tracks built

as part of initial operations will be available for use by Amtrak. These tracks could be

used for express service from the Bay Area to the southern terminus of train service by

the San Joaquins, and the existing BNSF Railway tracks could be used to continue to

provide service to Hanford and Corcoran.

L035-3

The comment does not identify where this statement is located within the Draft EIR/EIS.

The Kings County Association of Governments' support of the High-Speed Train (HST)

Project along I-5 or SR 99 is noted.

L035-4

Please refer to Impact #13 of Section 3.2 for an analysis of impacts on parking from the

Kings/Tulare Regional Station–East Alternative and –West Alternative.

L035-5

Refer to Standard Response FB-Response-GENERAL-02.

L035-6

The comment indicates that a case study of a HST station located in France in an area

surrounded by agricultural uses has not been integrated into the historic center of the

L035-6

town. As stated in Section 3.13.5.3, growth around the Kings/Tulare Regional Station is

neither desired nor anticipated due to land use planning policies around the station.

L035-7

Refer to Standard Response FB-Response-GENERAL-02.

The Authority examined a study area approximately 3 miles wide on the west side of the

city of Hanford for alternative alignments. In the vicinity of Hanford, the study area

stretched from 12th Avenue west to 15th Avenue. After considering this alternatives

analysis, the Authority Board selected two alternatives and a station site for analysis in

the Revised DEIR/Supplemental DEIS. The Fresno to Bakersfield Supplemental

Alternatives Analysis Report (Authority and FRA 2010a) is available on the Authority's

website.

A single alignment was evaluated in the vicinity of the schools referenced in this

comment. That alternative would be located west of 13th Avenue in the vicinity of these

schools. Potential project impacts on the schools are discussed in Chapter 3, Affected

Environment, Environmental Consequences, and Mitigation Measures, of the Final

EIR/EIS.

L035-8

The commenter is correct that the King-Tulare Regional Station is not located in an

urbanized area and its therefore different from the Fresno and Bakersfield stations. The

Final EIR/EIS incorporates revisions to the discussion of this station that clarify that

neither of its alternative locations would be an urban site, nor would the Authority

encourage transit-oriented-development or other urban development in the vicinity of

whichever of the locations is selected.

The revised discussions, including Section 3.13 (Station Planning and Land Use),

identify the incompatibility of the sites with surrounding land uses and the potential

growth-inducement on surrounding lands, and suggest a number of measures to reduce

those impacts. These include minimizing the construction of parking structures in

advance of demand, providing regular shuttle service from downtown Hanford and other

nearby cities (which has the added advantage of encouraging HST riders to continue to
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L035-8

go to these downtowns), and making an effort to obtain willing-seller conservation

easements on nearby agricultural lands. None of these are expected to reduce the

station's impact to a less-than-significant level.

L035-9

The Final EIR/EIS incorporates revisions that clarify that the San Joaquin Valley

Blueprint included county-specific blueprints. The discussion of the Blueprint and the

project's consistency with that regional planning process is provided for information only.

As discussed in Section 3.13, Station Planning, Land Use, and Development, as a state

project, the HST System is not subject to local and regional plans.

L035-10

In response to your comment, the text of the Revised DEIR/Supplemental DEIS has

been revised in Chapter 2, Alternatives, Section 2.4.3.

L035-11

The legend included in Figure 2-24 of Chapter 2, Alternatives, has been revised in

response to your comment.

L035-12

San Joaquin Valley short-line railroad service and opportunities to increase goods

movement via freight rail are discussed in Section 2.4 as well as in Section 3.2,

Transportation, Section 3.14, Agricultural Lands, and Section 3.18, Regional Growth.

L035-13

Figures depicting typical track profiles are provided in Chapter 2, Alternatives, Section

2.2.4 of the Revised DEIR/Supplemental DEIS. These track profiles illustrate typical

right-of-way requirements whether adjacent to agricultural or other types of land. Please

refer to Section 3.14, Agricultural Lands, for more information about the potential effects

on agricultural lands for the project alternatives, as well as relevant mitigation measures.

L035-14

The forecasts in the EIR/EIS do not take account of changes in trip patterns that may

L035-14

have occurred since roughly the 2000-2005 period. Changes appear to have occurred

since then, according to travel surveys made in May 2011 to support the Draft 2012

Business Plan (Authority 2011a). The survey showed a similar overall volume of intercity

trips as previously found, but fewer long commute trips and more business trips. Overall,

the effect was to generate somewhat fewer HST riders.

The EIR/EIS analyses use the reasonably highest forecast to assess negative impacts,

and if ridership is lower, the negative impacts will be less than those assessed. At the

same time, benefits such as energy savings and air pollution reductions are based on

lower forecasts, and the Business Plan financial analysis is based on a range of yet

lower forecasts.

L035-15

The Authority and FRA have expanded the discussion of the environmental setting and

impacts for the Kings/Tulare Regional Station in the Revised DEIR/Supplemental DEIS.

The expanded discussion is included in Section 3.13, Station Planning, Land Use and

Development. There are no plans to discontinue Amtrak service to the Hanford station.

As discussed above, once the HST is in operation, Amtrak is likely to remain as a feeder

service, providing both access to HST stations and train service between San Joaquin

Valley cities that do not have HST stations. As discussed in Section 2.2.4 of the Revised

DEIR/Supplemental DEIS, if a Kings/Tulare Regional Station is included in the HST

project, shuttle service to downtown Hanford is expected to be a part of that station’s

operation. As a result, downtown Hanford will continue to be readily accessible to train

riders, whether arriving on the Amtrak line or from the HST station.

L035-16

The upgrade of SR 198 to four lanes (construction beginning in November 2009) was

included in the traffic analysis. This was documented in the HST Fresno to Bakersfield

Section: Transportation Analysis Technical Report, July 2012, page 4-28 (Authority and

FRA 2012j). With regard to the signalization of intersections on SR 198, the California

High-Speed Rail Authority will continue to coordinate with the City of Hanford, Kings

County Association of Governments, and Caltrans during the procurement stage to

come to agreement upon the appropriate level of roadway improvements.
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L035-17

The figure referred to (Figure 3.2-15 in the Revised DEIR/Supplemental DEIS) does not

intend nor claim to depict arterial roadways. The figure exhibits Interstate, State Routes,

and Local roads pertinent to the HST project. For these purposes, Lacey Boulevard was

considered to be a local roadway.

The study intersections and roadway segments  for the analysis were defined at each of

the three station area locations in consultation with representatives at the public works

and transportation planning agencies for Kings County and the California Department of

Transportation (District 6, Fresno). For the Kings/Tulare Regional Station-West, Lacey

Boulevard was analyzed between 13th Avenue and 12 ½ Avenue, and between 12th

Avenue and Campus Drive. Grangeville was not expected to receive increased traffic

due to the addition of a HST station.

L035-18

Reference date was updated in the Revised DEIR/Supplemental DEIS.

L035-19

Refer to Standard Response FB-Response-GENERAL-13 and FB-Response-

GENERAL-12.

The impact analysis of changes in conventional passenger rail service has been revised

in the Revised DEIR/Supplemental DEIS.

L035-20

The HST project proposes a new roadway connecting to SR 43. The Kings/Tulare

Regional Station–East Alternative would have direct access off of this roadway.

L035-21

The HST will not preclude Caltrans or another entity from completing future road

improvement projects.  The Authority will work with Caltrans and local jurisdictions to

identify transportation projects that could be affected by the implementation of the HST

project.

L035-22

The HST will not preclude Caltrans or another entity from completing future road

improvement projects.  The Authority will work with local jurisdictions to identify future

transportation projects that could be affected by the implementation of the HST project.

L035-23

Refer to Standard Response FB-Response-GENERAL-13.

L035-24

Please refer to Impact # 13 of Section 3.2 for analysis of impacts on parking from the

Kings/Tulare Regional Station–East Alternative and –West Alternative.

L035-25

Refer to Standard Response FB-Response-GENERAL-12.

The location of existing Amtrak stations have been included on the maps in Section 3.2.

L035-26

The naming convention of SR 43 will be consistent in the Final EIR/EIS.

L035-27

Corrections to “avenues” will be made in the Final EIR/EIS.

L035-28

The Fresno to Bakersfield Section of the HST project is not subject to the transportation

conformity rule.  However, if the project requires future actions that meet the definition of

a project element subject to transportation conformity, additional determinations and

associated analysis will be completed as may be required.

L035-29

EMFAC2007 was used because EMFAC2011 has not yet been approved by the U.S.

Environmental Protection Agency (EPA) for conformity purposes.  Depending on when

the EPA approves the use of EMFAC2011, the Final EIR/EIS will be updated
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L035-29

accordingly.

L035-30

The Fresno to Bakersfield Section of the HST project is not subject to the transportation

conformity rule. However, if the project requires future actions that meet the definition of

a project element subject to transportation conformity, additional determinations and

associated analysis will be completed as required.

L035-31

Operation of the high-speed train (HST) project would result in an overall decrease in

pollutant and greenhouse gas (GHG) emissions in the basin. This decrease is the

overall summation of predicted emission decreases primarily due to reductions in motor

vehicle miles traveled and airplane trips (refer to Section 3.3 of the Draft EIR/EIS). The

estimated overall reductions, however, include predicted emission increases due to

vehicular and equipment operations near the HST stations, operation of the project’s

heavy maintenance facility, power plant emissions from the electrical requirements of

the HST system, and increases in emissions during construction. The payback period of

GHG emissions from the construction period was estimated to be less than 6 months, as

discussed in Section 3.3.6.3 of the Revised DEIR/Supplemental DEIS.

L035-32

This text has been corrected.

L035-33

The Authority and FRA have revised the date for the adoption of the 2011 Kings County

Regional Transportation Plan (KCAG 2010) in Section 3.13, Station Planning, Land Use,

and Development, of the Final EIR/EIS.

L035-34

Refer to Standard Response FB-Response-GENERAL-12.

The commenter agrees that the project will reduce greenhouse gases from a statewide

perspective, but states that the project may not achieve the same results in the area

L035-34

around the Kings/Tulare Regional Station. The Kings/Tulare Regional Station would

serve residents of Tulare County and eliminate the need for vehicle trips to the Fresno

or Bakersfield stations for those residents. This reduction in vehicle miles traveled would

reduce regional greenhouse gases, which is captured in the analysis in Section 3.3.6.3,

High-Speed Train Alternatives, of the EIR/EIS. The HST project includes no plans to

discontinue Amtrak service to the Hanford station or any other station/platform along the

Fresno to Bakersfield Section corridor (see FB-Response-GENERAL-12 for a discussion

of the impact of the HST project on existing Amtrak service).

The No Project Alternative assumes that the site of the Kings/Tulare Regional Station

would continue to be used as it exists or in accordance with current land use

designations around the station. In the case of the Kings/Tulare Regional Station–East

Alternative site, while most of the station study area is currently used for agriculture, the

2035 Kings County General Plan (Kings County Board of Supervisors 2010a) identifies

this area as potentially subject to development in the long term. The station site would

be located in an area designated in the Kings County General Plan as "Urban Fringe," in

an area that is also designated as a secondary sphere of influence (SOI) for the City of

Hanford. The Urban Fringe land use category is intended to represent residential,

commercial, and industrial land uses immediately adjacent to the cities of Corcoran,

Hanford, and Lemoore, including the unincorporated land within the city limits of

Hanford.

In the case of the Kings/Tulare Regional Station–West Alternative, the station area is

planned for long-term rather than immediate development. It is located in an area

designated in the Kings County General Plan as Urban Fringe, in an area also

designated as a primary SOI. The Kings/Tulare Regional Station–West site is

designated in the 2035 Kings County General Plan (Kings County Board of Supervisors

2010a) as Limited Agriculture, as is all adjacent land to the west, north, and east of the

station site. Parcels to the south/southwest of the station site, in the Armona Community

Plan (Kings County Board of Supervisors 2010b), are designated Very Low Density

Residential, Multiple Commercial, and Reserve Multiple Commercial.

However, as stated in Section 3.13.5, Environmental Consequences, of the EIR/EIS,

growth around the Kings/Tulare Regional Station is not desirable, and the Authority
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L035-34

would work with the City of Hanford and Kings County to discourage growth in the

vicinity of the Kings/Tulare Regional Station location that is chosen by restricting onsite

parking and encouraging transit to the station from downtown Hanford, Visalia, and

Tulare, and by purchasing agricultural conservation easements from willing sellers of

adjacent agricultural lands. Therefore, at this point the Authority does not anticipate

transit-oriented development growth around this station and does not plan on reserving

funding for this local planning.

To discourage unplanned growth in the area surrounding the station sites, the Authority

plans to provide less parking at the stations than demand estimates indicate and to work

with local communities such as Hanford, Visalia, and Tulare to provide parking at

satellite lots in those communities, with transit service to the stations. The Kings County

Regional Bicycle Plan (KCAG 2011), which includes the Kings County Cross County

Path, is a plan for a 13-mile (21-kilometer) multi-use (pedestrian/bicycle) pathway

traversing a major portion of Kings County from west to east. The Kings County Cross

County Path would be located in the vicinity of the Kings/Tulare Regional Station–East

or the Kings/Tulare Regional Station–West, and if constructed, would provide

multimodal opportunities to access the station.

L035-35

Figures 3-13-3 and 3-13-4 show existing land uses within a half-mile buffer of the

planned HST station areas and are not intended to show city or county land use

designations.

L035-36

See Volume I, Section 3.14, Project Design Features, and for specific information on the

potential for physical deterioration, see Volume I, Section 3.12, Impact SO #17. Also see

Volume I, Section 3.12, Mitigation Measure SO-7.

L035-37

Refer to Standard Response FB-Response-GENERAL-03.

See Section 3.18.3 for information on the methodology used to conduct the analysis.

L035-38

Section 3.3.6.3 of the Revised DEIR/Supplemental DEIS has been updated to state that

motor vehicle emissions would decrease in the region as a result of the project. These

reductions, however, would only be partially offset by operational emissions associated

with the train itself (the HST would be powered by electricity from the regional power

grid), by station operations, and by heavy maintenance facility/maintenance of way

facility (HMF/MOWF) operations. The reduction in emissions due to motor vehicles and

airplane emissions would be greater than the projected emission increase as a result of

operations, resulting in net decrease in greenhouse gas emissions.

L035-39

The text of the Revised DEIR/Supplemental DEIS has been revised in response to your

comment in Appendix 3.19-A, Planned and Potential Projects and Plans. Additional

solar projects within Kings County near Corcoran and Avenal have been added to the

cumulative impacts analysis.

L035-40

As discussed in Section 1.6, Revised 2012 Business Plan, of the Revised

DEIR/Supplemental DEIS, the Revised 2012 Business Plan (Authority 2012a) also does

not change the “full system” for the HST System in the Central Valley as defined and

analyzed in the Fresno to Bakersfield Section Project EIR/EIS. The Fresno to

Bakersfield Section, which is part of the spine of the HST System, will be constructed in

the near term to the ultimate design of two dual-mainline tracks with four tracks at

stations and will meet all the performance objectives identified in Chapter 2,

Alternatives. However, the Revised 2012 Business Plan (Authority 2012a) lays out a

new phasing strategy for initiating service and integrating service with intercity commuter

rail services as an initial step for HST operations.

The Fresno to Bakersfield Section EIR/EIS assumes that HST service will be operational

for Phase 1, which will connect San Francisco with Los Angeles via the Central Valley

by 2020, and Phase 2, which will extend service to Sacramento and San Diego

beginning in 2027. The full system analysis for the EIR/EIS is based on a future year of

2035. The Revised 2012 Business Plan indicates that the Initial Operating System (IOS)

construction will be completed in 2018, with initial service starting in 2022. The Phase 1
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build-out will be operational in 2028, and Phase 2 (full system operation ) will occur well

beyond the 2035 full system operations envisioned in the Fresno to Bakersfield Section

EIR/EIS.

The revised phasing assumptions for the Fresno to Bakersfield Section would not alter

the construction impacts outlined in the Fresno to Bakersfield Section EIR/EIS.

However, the operational impacts of the HST System would be expected to be lower

under the Revised 2012 Business Plan in 2020 and 2027 and for the full system build-

out in 2035 than the levels presented in this EIR/EIS. Impacts would be lower than those

identified in this EIR/EIS because fewer trains are expected to be operational before

2035 under the Revised 2012 Business Plan than assumed in the EIR/EIS. With fewer

trains operating, the expected ridership under the Revised 2012 Business Plan would be

lower and impacts, such as traffic and noise, associated with the train operations in

2035 would generally be less than the impacts presented in this EIR/EIS. Similarly, the

benefits accruing to the project (e.g., reduced vehicle miles traveled [VMT], reduced

greenhouse gas [GHG] emissions, reduced energy consumption) would be less than the

benefits presented in this EIR/EIS (see Appendix 1-A, Revised 2012 Business Plan). As

with the impacts, the benefits would continue to build and accrue over time and would

eventually reach the levels discussed in this EIR/EIS for the full system. A specific time

frame has not been set for the implementation of Phase 2; that time frame will depend

on funding availability and direction from the Board of Directors of the California High-

Speed Rail Authority.

Other features of the blended approach, as defined in the Revised 2012 Business Plan,

would not have any direct implication for the analysis that was performed for the Fresno

to Bakersfield Section, because this HST section will be constructed to its ultimate HST

track configuration in the near term as part of the IOS. The capital costs for the Fresno

to Bakersfield Section did not change with the Revised 2012 Business Plan, but the

operational costs would incrementally grow over a longer period because the number of

trains operating and the ridership would take longer to build to the level envisioned in the

EIR/EIS.The interim use of the IOS first construction track for upgraded Amtrak service

could have environmental impacts that differ from those analyzed in this EIR/EIS.

However, there are no plans for this service at this time and such plans would require

future cooperative agreements between the Authority and entities associated with

L035-40

operation of the Amtrak San Joaquin service. As a result, the operational characteristics

of that interim use are unknown at this time, and an analysis would be speculative. For

that reason, interim use has not been analyzed in this EIR/EIS. Service upgrades for the

Amtrak San Joaquin service and its potential for environmental impacts would be

assessed, as appropriate, by the operating agency before the initiation of that service.

For more detail, see Appendix 1-A, Revised 2012 Business Plan.

L035-41

Although a specific schedule with stops at the Kings/Tulare Regional Station is not

presented, the impact on transportation and parking of stopping four local trains per

peak hour has been evaluated and is discussed in the document. Further, the impacts

on noise, vibration, dust, and related issues of operating up to 11 trains per hour per

direction at the peak and 7 trains per hour per direction at the off-peak has been

evaluated. The addition of Kings/Tulare Regional Station  to these graphics will not

change the conclusions or assessments.

L035-42

All instances of “8th Avenue,” “Central Valley Highway,” and “SR 43” will be referred to

as “SR 43” in Section 3.2 of the Final EIR/EIS.

L035-43

The reference to the 2011 Kings County Regional Bicycle Plan (KCAG 2011) was

updated in the Revised DEIR/Supplemental DEIS.

L035-44

Refer to Standard Response FB-Response-GENERAL-11.

The HST project mitigation will not preclude a jurisdiction or entity from future roadway

or pedestrian and bicycle improvements.

L035-45

Refer to Standard Response FB-Response-GENERAL-08.
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The widening of State Route (SR) 198 to four lanes was included in the traffic

assessment. As stated in Table 5.5-3, Level-of-Service Summary Analysis for Mitigated

Study Intersections under Future plus Project Conditions, of the Fresno to Bakersfield

Transportation Analysis Technical Report (Authority and FRA 2012j), the intersections

with SR 198 were analyzed under with-mitigation-implemented scenarios, which include

the installation of signals. The intersections of 2nd Avenue/SR 198, 7th Street/SR 198,

and 6th Street/SR 198 are all predicted to perform at level of service (LOS) B or C under

the future plus project plus mitigation scenario.

The California High-Speed Rail Authority will continue to coordinate with the City of

Hanford, the Kings County Association of Governments (KCAG), and the California

Department of Transportation (Caltrans) during the procurement stage to agree on the

required level of roadway improvements associated with the HST project.

L035-46

Table 3-1 in the Community Impact Assessment Technical Report has been updated to

include this language.

L035-47

The inclusion of the prison population in population estimates is noted in multiple places:

for example, in the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12.4.1, for

Corcoran and Wasco population discussions, and in Section 4.1.1.1 of the Community

Impact Assessment Technical Report.
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Refer to Standard Response FB-Response-GENERAL-07.
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Refer to Standard Response FB-Response-GENERAL-16.
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L038-4
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L038-1

As indicated in this comment, CEQA Guidelines require the lead agency to consult with

and request comments on the Draft EIR from local agencies that exercise authority over

resources that may be affected by the project. It is unclear if a school is considered a

resource under CEQA, since the intent of the law is to inform the public and decision

makers of project impacts on the physical environment. However, the Authority provided

a Notice of Availability (NOA) of the Draft EIR/EIS to the Kings County Office of

Education (COE) and all the school districts in Kings County, and provided the Kings

COE with a copy of the Draft EIR/EIS, thereby meeting this CEQA requirement.

Comments on the Draft EIR/EIS from the Kings COE, local school districts, and schools

were used in preparing the Revised DEIR/Supplemental DEIS.

L038-2

Refer to Standard Response FB-Response-GENERAL-07.

L038-3

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-N&V-02, FB-

Response-HMW-01.

The text of the Revised DEIR/Supplemental DEIS has been revised to include

evaluation of potential impacts on Kit Carson School in response to your comment in

Section 3.12, Socioeconomics, Communities, and Environmental Justice. Please also

refer to Appendix 3.12-B, Effects on School District Funding and Transportation Bus

Routes, and Appendix 3.12-C, Children's Health and Safety Risk Assessment.

The Kings/Tulare Regional Station was included in the project as a "potential" station,

indicating that the Authority and FRA had not yet decided whether the station would be

constructed. Since publication of the Revised DEIR/Supplemental DEIS, the Authority

and FRA have committed to constructing a Kings/Tulare Regional Station in the vicinity

of Hanford as part of the project. The Kings/Tulare Regional Station is no longer

considered a "potential" station. Construction timing would be based on ridership

demand in the region, and would occur during Phase 2 of the statewide project,

sometime after 2020.

L038-4

Refer to Standard Response FB-Response-SO-05.

School districts were identified and analyzed on Figure 5-1 in the Community Impact

Assessment Technical Report (Authority and FRA 2012g). Schools potentially displaced

by the project were identified in Section 5.2.5 of the report. Mitigation Measure SO-4

addresses the need to minimize impacts associated with the relocation of important

facilities. See Volume I, Section 3.13, Station Planning, Land Use and Development, for

an analysis of the land use types impacted by the project. The Authority has been in

contact with school districts, and no proposed school sites occur within the proposed

alignment right-of-way. To minimize disruption, the Authority will consult with impacted

schools to identify suitable relocation alternatives for the facilities before land acquisition

begins. Volume I, Section 3.12, Impact SO #15 addresses the potential for changes in

school district funding from residential relocations and property tax revenue changes. An

appendix was created to specifically address these issues in-depth. Please see Volume

II, Appendix 3.12-B, for analysis of the potential effects on school district funding.

L038-5

Refer to Standard Response FB-Response-N&V-02, FB-Response-N&V-05.

The updated EIR addresses which schools are moderately and severely affected.

L038-6

People and businesses in California use electric power and radio frequency (RF)

communications for many purposes and services in homes, businesses, farms, and

factories. The intensive use of electric power and RF communications in California and

in all developed countries has ensured that the potential interference effects of

electromagnetic fields (EMFs) and the resulting currents and voltages on equipment

have been thoroughly studied. As a result, the levels at which EMFs and RF fields can

cause impacts on other systems are well established. Broadly used international

standards were created based on intensive investigation to ensure that:

*  EMFs, RF fields, and their resulting stray currents and voltages are measured and

controlled.
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L038-6

*  Fields do not disturb or disrupt systems and equipment of passengers or neighbors.

The California HST alternative track alignments pass near many wireless systems used

by neighboring residents, businesses, public safety services, and governments.

The California High-Speed Train Project is implementing an Electromagnetic

Compatibility Program Plan (EMCPP) during project planning, construction, and

operation to achieve and ensure electromagnetic compatibility (EMC) with neighboring

systems and equipment, including radio communications. The EMCPP purpose is to

ensure that the HST project, including its trains, traction power system, and

communications systems, does not interfere with neighbors or with HST equipment.

During the planning stage through the preliminary engineering design, the Authority will

perform EMC/EMI safety analyses to identify existing radio systems at nearby uses, will

specify and design systems to prevent EMI with identified neighboring uses, will require

compliance with international standards limiting emissions to protect neighboring uses,

and will incorporate these design requirements into bid specifications that will be used to

procure radio and all other California HST systems, including trains, traction power

systems, and communication systems. The implementation stage would occur using

a 100% system design, which includes final engineering design, monitoring, testing, and

evaluation of system performance.

Section 3.5, Electromagnetic Fields and Electromagnetic Interference, of the EIR/EIS

primarily considers EMFs at the 60-hertz (Hz) power frequency and at RFs produced

intentionally by communications or unintentionally by electric discharges. EMI will be

avoided from intentionally produced communications and from other energy sources

primarily through the Authority’s commitment to adhere to its EMCPP to control EMI

from all sources to levels compliant with broadly used international standards. The focus

of the EMF/EMI analysis is on sensitive or susceptible RF equipment.

The California HST System would use radio systems for automatic train control, data

transfer, and communications. HST radio systems would transmit radio signals from

antennas located at stations and at heavy maintenance facilities (HMFs) along the track

alignment and on locomotives and train cars. The HST may acquire two dedicated

L038-6

frequency blocks in the 900-megahertz (MHz) frequency range presently used by

cellular telephones for use by automatic train control systems or may use other licensed,

exclusive-use frequencies. If used, this spectrum would be dedicated for HST System

use, and EMI with other users would not be expected. Communications systems at

stations may operate at Wi-Fi frequencies to connect to stationary trains; channels

would be selected to avoid EMI with other users, including Wi-Fi systems at use at

nearby schools. Details are available in Technical Memorandum 300.03 (Authority

2011g) and Technical Memorandum 300.04 (Authority 2011c).

Most radio systems procured for HST System use are expected to be commercial, off-

the-shelf (COTS) systems conforming to Federal Communications Commission (FCC)

regulations at Title 47, Code of Federal Regulations, Part 15, which contain emissions

requirements designed to ensure EMC among users and systems. The Authority will

require all non-COTS systems procured for California HST System use to be certified to

be in conformity with FCC regulations for Part 15, Sub-part B, Class A devices.

California HST radio systems will also meet emissions and immunity requirements

designed to provide electromagnetic compatibility with other radio users that are

contained in the European Committee for Electrotechnical Standardization (CENELEC)

EN 50121-4 standard for railway signaling and telecommunications operations

(CENELEC 2006).

All California HST radio systems will fully comply with applicable FCC regulations,

whose purpose is to ensure that authorized radio systems can operate without

disturbance from all other authorized systems.

L038-7

As shown in Appendix 2-A of the EIR/EIS, the BNSF Alternative would result in the

closure of four roads in Kings County. Two of those closures would not result in out-of-

direction travel. The closure of 9th Avenue 0.3 mile southeast of the Kings River would

result in 2.25 miles of out-of-direction travel. Jersey Avenue would be closed 0.1 mile

east of SR 43, resulting in 0.75 mile of out-of-direction travel. The Hanford West Bypass

Alternative would require the closure of short segments of Elder Avenue and South 10th

Avenue, both of which would result in 1 mile of out-of-direction travel.
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L038-7

Comprehensive improvements to transportation infrastructure within the HST study

area, including safe paths to schools, would be planned and constructed by other

agencies under projects other than the HST project and would be funded through

separate funding sources. The Authority is the state entity responsible for planning,

constructing, and operating the HST system. Local municipalities, counties, and

Caltrans are responsible for planning, constructing, and maintaining the roadway,

pedestrian, and bicycle infrastructure in communities throughout the state. The HST

project would improve roadway, pedestrian, and bicycle paths in locations where the

HST system would affect those facilities. For example, if a pedestrian facility were

disrupted due to the HST alignment or station design, the project would provide an

alternative pedestrian access.

The Authority is not aware of any specific studies that indicate that the HST station

would be a place where homeless people congregate. The Kings/Tulare Regional

Station options (east or west) are located in an area of Hanford with limited urban

development, usually an indicator of low homeless populations, so the Authority does

not anticipate that the station would become a place where homeless individuals would

congregate. The Authority’s security provider will be tasked with ensuring that station

locations create a positive experience and will be locked/closed at appropriate times to

ensure security.

L038-8

Table 3.10-5 lists all existing schools within 0.25 mile of the proposed project

alignments.  During preparation of the Revised DEIR/Supplemental DEIS, local school

districts were contacted to determine their plans for proposed new schools.  No

proposed schools were identified within 0.25 mile of the alignments.

L038-9

Refer to Standard Response FB-Response-TR-02.

HSR policy is to provide roadway overpasses approximately every 2 miles, resulting in

no more than 1 mile of out-of-direction travel for vehicles, including school buses, to

cross the HST tracks. In most locations in the Fresno to Bakersfield Section, roadway

overpasses would be provided more frequently, approximately every mile or less,

L038-9

because of the existing roadway infrastructure. While school bus routes are not

specifically analyzed in the Revised DEIR/Supplemental DEIS, the frequency of

roadway overpasses would minimize rerouting and limit out-of-direction travel to

approximately 0.5 mile in nearly all locations in the project area. As aboveground

crossings, the overpasses will allow others to see pedestrians and bicyclists, including

children, who are on the structure. Also, see FB-Response-TR-02. Figures 2-27 through

2-30, and 2-45 through 2-47

in Section 2.4 of the Revised DEIR/Supplemental DEIS provide illustrations of the

locations of road closures, overcrossings, undercrossings, and modifications. Appendix

2-A of the EIR/EIS lists the roadway modifications Appendix 2-A of the EIR/EIS lists the

roadway modifications.

The project will be designed to prevent conflicts with other vehicles, pedestrians, and

bicyclists, thus providing a safety benefit for children in the study area. (Refer to Section

3.11, Safety and Security, for complete information on safety plans and procedures.)

The alternatives also include construction of overpasses in communities, allowing for

access over the project and current existing railway corridor. These overpasses would

again improve safety for children in the area over the No Project Alternative.

L038-10

Refer to Standard Response FB-Response-SO-05.

Also see Volume II, Technical Appendix 3.12-B, for analysis of the potential effects on

school districts.

L038-11

Refer to Standard Response FB-Response-PU&E-02.

California’s electricity grid would power the proposed HST System. The HST project

would set a priority on the use of renewable energy sources and would not require the

construction of a separate power source, although it would include the addition and

upgrade of power lines to a series of substations positioned along the HST corridor.

Management of California’s electricity infrastructure and power supply involves demand

forecasting, which includes buffer, or reserve, electricity generating capacity above
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expected peak demand that is available to call upon as needed. The Fresno to

Bakersfield Section of the HST is estimated to require 78 megawatts (MW) of peak

demand, which is within existing reserves. Utilities would consider this demand when

estimating their necessary reserve.

L038-12

Chapter 7 of the Revised 2012 Business Plan (Authority 2012a) provides projections

that under all of the revenue and operating and maintenance cost scenarios considered

by the Authority, the project generates positive net cash flow from operations, beginning

with the initial year of operations. The Revised 2012 Business Plan is available on the

Authority's website. This comment asks for an analysis of what may happen to school

funds from the State General Fund and bond issues if the project did not generate a

positive net cash flow and required state subsidies. Such an analysis would be purely

speculative and not appropriate under CEQA or NEPA.

L038-13

Comments from the Kings County Office of Education, school districts, and local schools

on the Draft EIR/EIS were taken into consideration in preparing the Revised

DEIR/Supplemental DEIS. Impacts on schools in appropriate disciplines are called out

specifically in Chapter 3.0 of the EIR/EIS. The Authority is in the process of meeting with

each school district crossed by project alternatives.

Response to Submission L038 (Tim Bowers, Kings County Office of Education, October 13, 2011) -
Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-349



Program-wide - RECORD #482 DETAIL
Status : Action Pending
Record Date : 9/19/2011
Response Requested : Yes
Contact Category : Environment Review Question
Stakeholder Type : Elected Official
Submission Date : 9/19/2011
Submission Method : Website
First Name : David
Last Name : Robinson
Professional Title : Sheriff
Business/Organization : Kings County Sheriff's Office
Address :
Apt./Suite No. :
City : Hanford
County : Kings
State : CA
Zip Code : 93230
Telephone : 5595841431
Email : dave.robinson@co.kings.ca.us
Fax :
Cell Phone :
Add to Mailing List : Yes
Comment Type : Issue (concern, suggestion, complaint)
Stakeholder
Comments/Issues :

I concur with the recent request for a six month extension on the
EIR/EIS response period.  I would like the join the request for the six
month extension.  I have been reviewing the document and it is
voluminous.  I am preparing a response and I will not have enough time
under the current review period.

Email Subscription : Bakersfield - Palmdale, Merced - Fresno
Subscription
Request/Response :

URL:
http://sites.activatedirect.com/chsra.gov/pb_commentSubmit.php?fn=Da
vid&ln=Robinson&em=dave.robinson%40co.kings.ca.us&city=Hanford&
state=CA&zip=93230&interest=Elected+Official&sections[]=Bakersfield+
-+Palmdale&sections[]=Merced+-+Fresno

Response:
*OK*

EIR/EIS Comment : Yes
General Viewpoint on
Project :

Unknown
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Submission L039 (David Robinson, Kings County Sheriff's Office, September 19, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-350



L039-1

Refer to Standard Response FB-Response-GENERAL-07.

Response to Submission L039 (David Robinson, Kings County Sheriff's Office, September 19, 2011)
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Submission L040 (Donald Mills, Kings County Water District, October 10, 2011) - Continued
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Refer to Standard Response FB-Response-GENERAL-04, FB-Response-GENERAL-07,

FB-Response-GENERAL-27.

Response to Submission L040 (Donald Mills, Kings County Water District, October 10, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-354



L041-1

L041-1

Submission L041 (Steven Stadler, Kings River Conservation District (KRCD), October 13, 2011)
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Submission L041 (Steven Stadler, Kings River Conservation District (KRCD), October 13, 2011) -
Continued
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Submission L041 (Steven Stadler, Kings River Conservation District (KRCD), October 13, 2011) -
Continued
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Refer to Standard Response FB-Response-GENERAL-21.

(1)   The three locations where the proposed alignment alternatives cross the Kings

River Designated Floodway have been reviewed considering the Kings River

Conservation District concerns.  To address the topics of channel and levee operations

and maintenance activities, the clearance between the top of levee and the underside of

the proposed bridges has been increased from 3 feet to a minimum of 18 feet, and the

access on the landside of each levee bank has been improved.  An equipment design

study was prepared that found that this levee clearance was sufficient for equipment

access and levee maintenance by the heavy equipment owned by the Kings River

Conservation District. Increasing the clearance, providing adequate access on the

landside of each levee bank, and providing access to and from the top of the levee to

the landside of each levee should allow channel and levee operations and maintenance

activities to continue with minimal impact.

(2)   The three locations where the proposed alignment alternatives cross the Kings

River Designated Floodway have been reviewed considering the Kings River

Conservation District concerns.  To address the topics of channel and levee operations

and maintenance activities, the clearance between the top of levee and the underside of

the proposed bridges has been increased from 3 feet to a minimum of 18 feet, and the

access on the landside of each levee bank has been improved. The HST will be on an

aerial structure across the Kings River Complex and the structure soffit should be at

least 10 feet above 100-year flood elevation everywhere in the floodplain

(3)   It is recognized that the FEMA flood mapping is Zone A in the vicinity of the

proposed alignment.  To address KRCD’s concern (a) about raising levee elevations in

the future, the distance between the top of levee and underside of the proposed bridges

is being increased from 3 feet to a minimum of 18 feet and access is being enhanced on

the landside of each levee bank.  This would allow space for the levee height to increase

while still allowing channel and levee maintenance and operation activities to continue

by accessing the levee and channel from the landside toe of the levees. To address

KRCD concern (b) about the inability to accredit levees to FEMA standards, the levees

L041-1

do not seem to have been used in the FEMA Zone A determination, since the Zone A

floodplain extends beyond the levees.  This would imply that the accreditation of the

levees may not result in additional flood hazard zones.  A Conditional Letter of Map

Revisions (CLOMR) based on a detailed study will need to be prepared at later design

stages to convert Zone A floodplains to either Zone AE or Zone AO floodplains.

To address concern (c) about maintaining the ability pass the 100-year flood flows. The

structure soffit would be at least 15 feet above the estimated 100-year floodplain.

(4)   Refer to Master Response FB-Response-GENERAL-21. The three locations where

the proposed alignment alternatives cross the Kings River Designated Floodway have

been reviewed considering the Kings River Conservation District concerns.  To address

the topics of channel and levee operations and maintenance activities, the clearance

between the top of levee and the underside of the proposed bridges has been increased

from 3 feet to a minimum of 18 feet, and the access on the landside of each levee bank

has been improved.  Increasing the clearance, providing adequate access on the

landside of each levee bank, and providing access to and from the top of the levee to

the landside of each levee should allow pedestrian and vehicle crossings as well as

channel and levee operations and maintenance activities to continue with minimal

impact. Details of the bridge crossings and bridge access roads would be developed at

later stages of design.

(5)   The locations where the proposed alignment alternatives cross the Kings River

Designated Floodway have been reviewed considering the Kings River Conservation

District concerns.  To address channel and levee operations and maintenance activities,

the clearance between the top of levee and the underside of the proposed crossings has

been increased from 3 feet to a minimum of 18 feet, and the access on the landside of

each levee bank has been improved.  Increasing the clearance, providing adequate

access on the landside of each levee bank, and providing access to and from the top of

the levee to the landside of each levee should allow channel and levee operations and

maintenance activities to continue with minimal impact.

Response to Submission L041 (Steven Stadler, Kings River Conservation District (KRCD), October
13, 2011)
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(6)   Refer to Master Response FB-Response-GENERAL-21. The proposed increased

clearance to a minimum of 18 feet above the top of levee and over 15 feet clearance

throughout the floodplain should be able to provide adequate freeboard for debris

crossing.  Pier design, where piers are proposed in Dutch John Cut and the old Kings

River channel, will consider approaches to minimize potential debris accumulation. Also

note that details of the bridge crossings would be developed at later stages of design.

(7)   Potential changes to design hydrology criteria are speculative and the Revised

DEIR/Supplemental DEIS does not address this issue.  The design of the HST crossings

will be based on the estimated 100-year event or other relevant design event in effect at

the time the hydraulic analysis is conducted

(8)   Changes to roadway access as a result of the HST are addressed in Chapter 3.2,

Transportation. Similar to other road underpasses in Central Valley floodplains, road

underpasses at HST crossings would require pump stations that will pump runoff out of

the low point of the road.  SR43 would be modified at the HST crossing just north of

Cole Slough. The SR43 underpass is not located within the 100-year floodplain, as

mapped by FEMA FIRMs. In the event of extreme storm events such as the 100-year

event, flood flows would continue to be pumped out of the underpass and discharged to

adjacent areas. Caltrans Roadway Drainage Guidelines are to use a 2% (50 year)

design storm for conventional State highways and freeways for depressed highway

sections that require pumping.  A 4% (25-year) design storm may be used for road

undercrossings that require pumping (Chapter 830, Caltrans Highway Design Manual

[Caltrans 2012b]). 

(9)   The Kings River Complex will be crossed on an aerial structure. Access to the

properties bordered by Cole Clough, the Dutch John Cut and the proposed rail

alignment will still be possible on the same local roads as at present.

(10) The Revised DEIR/Supplemental DEIS recognizes that USACE would permit the

crossings under Section 408 or 208.10. See Section 3.8.6, Project Design Features,

L041-1

under flood protection. The project design analyzed in the Revised DEIR/Supplemental

DEIS had bridges with 4 feet of clearance of the Cole Slough and Kings River levees

(please see Volume III: Section A – Alignment Plans). Subsequent consultation with

Kings River Conservation District regarding levee maintenance activities has led to a

modification of the profile at these crossings to allow 18 feet of clearance at the levees. 

An equipment design study was prepared that found that this levee clearance was

sufficient for equipment access and levee maintenance by the heavy equipment owned

by the Kings River Conservation District.

(11) The locations where the proposed alignment alternatives cross the Kings River

Designated Floodway have been reviewed considering the Kings River Conservation

District concerns.  To address the topics of channel and levee operations and

maintenance activities, the clearance between the top of levee and the underside of the

proposed bridges has been increased from 3 feet to a minimum of 18 feet, and the

access on the landside of each levee bank has been improved.  Increasing the

clearance, providing adequate access on the landside of each levee bank, and providing

access to and from the top of the levee to the landside of each levee should allow

channel and levee operations and maintenance activities to continue with minimal

impact. The floodplain of the Kings River Complex will be crossed on an aerial

structure.  Clearance in the floodplain is generally greater than 15 feet. For the above

reasons, which have been added to the Final EIR/S, it was determined that the impacts

to the floodplain would be less than significant under CEQA and negligible under NEPA.

L041-2

Refer to Standard Response FB-Response-S&S-01.

Changes to roadway access as a result of the HST are addressed in Section 3.2,

Transportation. Similar to other road underpasses in Central Valley floodplains, road

underpasses at HST crossings would require pump stations that will pump runoff out of

the low point of the road to either a municipal drainage system or detention basin. SR 43

would be modified at the HST crossing just north of Cole Slough. The SR 43 underpass

is not located within the 100-year floodplain, as mapped by the Federal Emergency

Management Agency Flood Insurance Rate Maps. In the event of extreme storm events

such as the 100-year event, flood flows would continue to be pumped out of the

Response to Submission L041 (Steven Stadler, Kings River Conservation District (KRCD), October
13, 2011) - Continued
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underpass and discharged to adjacent areas.

Response to Submission L041 (Steven Stadler, Kings River Conservation District (KRCD), October
13, 2011) - Continued
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Submission L042 (Kenneth Bergevin, Ed.D, Richland School District, August 29, 2011)
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Refer to Standard Response FB-Response-SO-05.

Detailed analysis on the impacts on schools and children are found in Appendix 3.12-B,

Effects on School District Funding and Transportation Routes, and Appendix 3.12-C,

Children’s Health and Safety Risk Assessment. These appendices describe the breadth

of potential impacts on schools, as well as environmental health and safety risks to

children.

Sequoia Elementary is a school in the Richland-Lerdo Union School District (or Richland

School District) and is correctly identified in the Revised DEIR/Supplemental DEIS,

Volume II, Appendices 3.12-B and 3.12-C.

L042-2

An analysis of project safety effects on schools based on the criteria provided in

California Code of Regulations, Title 5, Section 14010, is provided in Section 3.11.5.3

(Safety and Security) of the Revised DEIR/Supplemental DEIS.

L042-3

The project team has met with the Richland School District and will continue to provide

information as the project progresses. The school has been added to the stakeholder

database to continue to receive updates.

Response to Submission L042 (Kenneth Bergevin, Ed.D, Richland School District, August 29, 2011)
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Submission L043 (Ernest Mendes, Riverdale Public Utility District, October 7, 2011)
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Refer to Standard Response FB-Response-GENERAL-07.

Response to Submission L043 (Ernest Mendes, Riverdale Public Utility District, October 7, 2011)
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Submission L044 (Raul Mendez, Stanislaus County Environmental Review Committee, September 21,
2011)
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The Authority appreciates the time that Stanislaus County took to review the EIR/EIS.

Response to Submission L044 (Raul Mendez, Stanislaus County Environmental Review Committee,
September 21, 2011)
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Fresno - Bakersfield - RECORD #1359 DETAIL
Status : Action Pending
Record Date : 10/27/2011
Response Requested : No
Stakeholder Type : Government
Submission Date : 10/13/2011
Submission Method : Project Email
First Name : James
Last Name : May
Professional Title : P.E.
Business/Organization : Tulare County Flood Control District
Address : 5961 So. Mooney Blvd
Apt./Suite No. :
City : Visalia
State : CA
Zip Code : 93277
Telephone :
Email : JMay@co.tulare.ca.us
Email Subscription : Fresno - Bakersfield
Cell Phone :
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

We were not copied on the formal review submittal, the following
comments are based upon the online materials.

The EIR/EIS fails to address altered flood risk resulting from the
proposed
alignment.

An outreach telephone call from URS early last week, indicated that the
alignment(s)(?) through Tulare County, were roughly along Hwy 43.
This would place the HST facility in Zone A, Zone AH, and Zone AO
Flood Hazard Areas, along most of it's route.  There are no defined flood
ways indicated.  The above FHAs are produced by Deer Creek, and the
White River distributary (not mentioned in the EIR/EIS).  We are unable
to determine how flooding and flood zone encroachments will be
addressed.

The reference to Deer Creek at the Pixley Wildlife Refuge as a small
ditch is incorrect, as evidenced by this past Winters storm water flows
which breached the Road 88 crossing as well as the adjacent levee
systems upstream and downstream.  The resultant flooding closed
Avenue 56 and nearly closed Hwy 43.  Bottom width is approximately 20
feet and 10 feet deep.

The grade separations shown at Avenue 24 and Avenue 56 will require
fill for nearly their full length beyond the ramps.

James May, Jr.  PE
Tulare County Flood Control District
5961 So. Mooney Blvd
Visalia, CA 93277

EIR/EIS Comment : Yes
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Submission L045 (James May, Tulare County Flood Control District, October 13, 2011)
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Refer to Standard Response FB-Response-HWR-02, FB-Response-HWR-03.

Please see FB-Master Response-47 for clarification on the floodplain impact analysis. In

addition, descriptions of the Deer Creek channel were revised in the Revised

DEIR/Supplemental DEIS.

Response to Submission L045 (James May, Tulare County Flood Control District, October 13, 2011)
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Submission L046 (Douglas Davis, Tulare Lake Resource Conservation District, September 20, 2011)
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Refer to Standard Response FB-Response-GENERAL-07.

Response to Submission L046 (Douglas Davis, Tulare Lake Resource Conservation District,
September 20, 2011)
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