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Stakeholder
Comments/Issues : The bill for the HSR was passed by the voters for $33 billion; the costs

are now $98 billion and were not authorized by the voters. California
does not have the money to complete this project.
The project will destroy people's lives and then end without completion.
The HSR was sanctioned to run along I5 which is a prime spot to install
and complete the HSR at a lower cost in money and interruption to
people's lives.  The proposed project is significantly different now
than what was presented as a voter initiative.

 Many 'town hall' meetings have yielded a strong opinion from our
community as well as other small communities in the San Joaquin Valley
against this H.S.R. boondoggle.

Many people, from all walks of life, use Amtrak to travel  up and down
the valley, to the bay area and Los Angeles.   The installation of HSR
threatens to end the AMTRAK services and not replace them because
nobody
expects the HRS to stop in, say, Corcoran or Hanford.  They use the
Amtrak even between  local towns near them.

I join other citizens against our continued opposition and fight against
High Speed Rail in the Valley and throughout the State.  Please give the
citizens of small communities consideration when making these
decisions
as our safety, health, and quality of life is greatly impacted by the
final outcome.

The City of Corcoran and its citizens overwhelmingly opposes the High
Speed Rail project.

EIR/EIS Comment : Yes
Official Comment Period : Yes
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I001-1

Refer to Standard Response FB-Response-GENERAL-17.

Proposition 1A authorized a $9.95 billion bond issue. It was not intended to be the sole

funding source for the HST System (see Streets and Highways Code Section 2704.07,

which states: "The authority shall pursue and obtain other private and public funds,

including, but not limited to, federal funds, funds from revenue bonds, and local funds, to

augment the proceeds of this chapter.").

I001-2

Refer to Standard Response FB-Response-GENERAL-13, FB-Response-GENERAL-17.

I001-3

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

The project EIR/EIS for the Fresno to Bakersfield Section relies on information from the

2005 Statewide Program EIR/EIS for the California HST System (Authority and FRA

2005). The Statewide Program EIR/EIS considered alternatives on Interstate 5 (I-5),

State Route (SR) 99, and the BNSF Railway (BNSF) corridor. The Record of Decision

for the Statewide Program EIR/EIS rejected those routes and selected the BNSF

corridor as the Preferred Alternative for the Fresno to Bakersfield Section. Further

engineering and environmental studies within the broad BNSF corridor have resulted in

practicable alternatives that meet most or all project objectives, are potentially feasible,

and would result in certain environmental impact reductions relative to each other.

Accordingly, the project EIR/EIS for the Fresno to Bakersfield Section focuses on

alternative alignments along the general BNSF corridor. The I-5 corridor was again

considered during the environmental review of the Fresno to Bakersfield Section (see

Section 2.3.2, Range of Potential Alternatives Considered and Findings, of the Final

EIR/EIS), but was eliminated from further consideration, as described in Standard

Response FB-Response-GENERAL-02.

In 2008, California voters approved Proposition 1A—essentially approving the California

HST System. Regarding urban development and land use patterns, voters specifically

mandated that the stations for the HST System “be located in areas with good access to

local mass transit or other modes of transportation. The HST system also shall be

I001-3

planned and constructed in a manner that minimizes urban sprawl and impacts on the

natural environment,” including “wildlife corridors.” The Authority has embraced this

voter and legislative direction. As the Authority’s program EIR/EIS documents show and

this project EIR/EIS supports, operation of the HST System by itself will reduce traffic

congestion, air pollution, and greenhouse gas (GHG) emissions.

Proposition 1A was passed in 2008, with the tacit understanding from the 2005 Program

EIR/EIS (Authority and FRA 2005) that the I-5 alternative would not be analyzed further.

Streets and Highways Code Section 2704.04(a), enacted by Proposition 1A, provides

that:

"(a) It is the intent of the Legislature by enacting this chapter and of the people of

California by approving the bond measure pursuant to this chapter to initiate the

construction of a high-speed train system that connects the San Francisco Transbay

Terminal to Los Angeles Union Station and Anaheim, and links the state’s major

population centers, including Sacramento, the San Francisco Bay Area, the Central

Valley, Los Angeles, the Inland Empire, Orange County,

and San Diego consistent with the authority’s certified environmental impact reports of

November 2005 and July 9, 2008."

I001-4

Refer to Standard Response FB-Response-GENERAL-11.

The Authority recognizes that there is a divergence of opinions about this—and any

other—public project. The project has been modified as a result of community and

stakeholder feedback. These modifications include the introduction of the Hanford West

Bypass alternatives and the Bakersfield Hybrid Alternative.

I001-5

Refer to Standard Response FB-Response-GENERAL-12.
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I001-6

Refer to Standard Response FB-Response-GENERAL-14.

Your opposition to the project is noted.

The Authority used the information in the Final EIR/EIS and input from the agencies and

public to identify the Preferred Alternative. The decision included consideration of the

project purpose, need, and objectives, as presented in Chapter 1, Project Purpose,

Need, and Objectives; the objectives and criteria in the alternatives analysis; and the

comparative potential for environmental impacts. The Preferred Alternative has the least

overall impact on the environment and local communities, the lowest cost, and the

fewest constructability constraints of the project alternatives evaluated.

I001-7

Refer to Standard Response FB-Response-GENERAL-16.

The Authority has solicited public involvement and modified the project as a result of

public feedback. These modifications include the introduction of the Hanford West

Bypass alternatives and the Bakersfield Hybrid Alternative.

I001-8

Refer to Standard Response FB-Response-GENERAL-14.

Your opposition to the project is noted.
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I002-1

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

The Authority used the information in the EIR/EIS and input from the agencies and the

public to identify the Preferred Alternative. The Authority's decision included

consideration of the project purpose, need, and objectives presented in Chapter 1,

Project Purpose, Need, and Objectives; the objectives and criteria in the alternatives

analysis; and the comparative potential for environmental impacts.

I002-2

Refer to Standard Response FB-Response-AG-01, FB-Response-AG-02, FB-

Response-GENERAL-10, FB-Response-HWR-01, FB-Response-PU&E-03, FB-

Response-SO-01, FB-Response-SO-03.

The Authority used the information in the EIR/EIS and input from the agencies and the

public to identify the Preferred Alternative. The Authority's decision included

consideration of the project purpose, need, and objectives presented in Chapter 1,

Project Purpose, Need, and Objectives; the objectives and criteria in the alternatives

analysis; and the comparative potential for environmental impacts. The Preferred

Alternative balances the least overall impact on the environment and local communities

with the cost and constructability constraints of the project alternatives evaluated.

Please refer to Chapter 5 of the EIR/EIS for a discussion and breakdown of project

costs.

I002-3

Refer to Standard Response FB-Response-GENERAL-14.

The commenter's opposition to the construction of the High Speed Train project is

noted.
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Fresno - Bakersfield (July 2012+) - RECORD #326 DETAIL
Status : Unread
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Response Requested : Yes
Stakeholder Type : CA Resident
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First Name : E.J.
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State : CA
Zip Code : 93230
Telephone : 559-816-5950
Email : ej@wredenranch.com
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Stakeholder
Comments/Issues :

E.J. de Jong

Lansing LLC

8749 Lansing Ave

Hanford, CA 93230

559.816.5950

ej@wredenranch.com

October 18, 2012

California High Speed Rail Authority

Fresno to Bakersfield DEIR/EIS Comment

770 L Street, Suite 800

Sacramento, CA 95814

1.

How do you plan on mitigating *the lost acres of farm ground* due to
your
HSR?  You claim 12 acres/linear mile but the real number will be
between 36
and 120 acres per linear mile depending on equipment turnarounds,
travel
lanes, and actual drift conditions due to your 220 mph HSR.

How do you plan on mitigating our *farm’s annual lost crop income* *of
$75K-255K* per year for perpetuity due to your HSR?

 2.

How do you plan on mitigating our dairy’s annual loss of income due *to
the
loss of dairy-permitted farm ground* for perpetuity?  Your HSR will
cause a
herd reduction of 180-600 cows, depending on actual loss of farm
ground.

How will you mitigate this *annual loss of dairy income of $810,000 to
$2,700,000 per year* for perpetuity?

I003-1
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I003-1

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-SO-01, FB-

Response-AG-01, FB-Response-AG-05.

Agricultural loss is partially mitigated by funding perpetual conservation easements at a

ratio of 1:1 for each acre converted by the HST project (see Mitigation Measure AG

MM#1). The Revised DEIR/Supplemental DEIS acknowledges that impacts of

agricultural conversion would still be significant and unavoidable.

Turnaround areas for crops have not been included in the agricultural land impacts as

the land would not be removed from agricultural production. Note that the Farmlands

Mapping and Monitoring Program includes turnaround areas in lands it has identified as

agricultural; however, it recognized that productivity will be lost as a result of the

additional turnaround areas required. During the property acquisition process, losses in

the value of the remaining property will be taken into account and compensation will be

provided for the loss in productivity.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I003-2

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-02.

I003-3

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-06.

Fair market value will be paid for all land acquired. Fair market value is defined as the

price at which a property would change hands between a willing buyer and a willing

seller, neither being under any compulsion to buy or to sell and both having reasonable

knowledge of relevant facts. This takes into account the value of the land, the

improvements on the land, as well as the future income the land and improvements can

generate. During the property acquisition process, losses in the value of the remaining

property will be taken into account, and  compensation will be provided for the loss in

productivity.

I003-4

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-06.

Fair market value will be paid for all land acquired. Fair market value is defined as the

price at which a property would change hands between a willing buyer and a willing

seller, neither being under any compulsion to buy or to sell and both having reasonable

knowledge of relevant facts. This takes into account the value of the land, the

improvements on the land, as well as the future income the land and improvements can

generate. During the property acquisition process, losses in the value of the remaining

property will be taken into account, and compensation will be provided for the loss in

productivity.

Response to Submission I003 (E.J. de Jong, October 18, 2012)
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I004-8

I004-9
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I004-13

I004-14
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I004-1

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-04,

FB-Response-AG-01, FB-Response-AG-05.

The Authority does recognize that the loss of farmland cannot be fully mitigated, and as

such has been classified as a significant and unavoidable impact. See Impact AG #4 for

information on the permanent conversion of agricultural land, and see Mitigation

Measure AG-1 in Section 3.14.7 for measures to preserve prime farmland.

Equipment turnarounds are included in the acreages of agricultural land compiled under

the Farmland Mapping and Monitoring Program of the Department of Conservation.

Accordingly, the turnarounds do not disqualify land from identification as agricultural. As

discussed in Section 3.14, Agricultural Land, the HST project will convert agricultural

land. The new turnaround areas will continue to be available for use as agricultural land,

just as are the existing turnaround areas.

I004-2

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-SO-01.

I004-3

Refer to Standard Response FB-Response-SO-01, FB-Response-GENERAL-04, FB-

Response-AG-06.

See EIR/EIS Volume I Section 3.12 Impact SO#15, and Volume II Technical Appendix

3.14-B for impacts to confined animal agriculture. The Authority has committed to

maintaining a “permit bureau” to help businesses (including confined animal operations)

overcome the regulatory disruptions caused by the project.

I004-4

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

As with criteria pollutant emissions, greenhouse gas emissions will not increase, since

the frequency of roadway overpasses will not lead to additional distances relative to the

regional vehicle miles traveled reductions.

I004-4

Lansing Avenue is proposed to be closed by the BNSF-Hanford Alternative. As noted in

this comment, local access would be provided at Kansas Avenue, 1 mile to the north.

This would not prevent access from continuing between the parcels, but would add

mileage.

I004-5

Refer to Standard Response FB-Response-TR-02, FB-Response-GENERAL-04.

I004-6

There are adequate shoulders on Kansas Avenue and SR 43 for movement of

agricultural equipment. Movement of large agricultural equipment on public roads is

common in the San Joaquin Valley and does not create substantial safety hazards.

I004-7

Refer to Standard Response FB-Response-TR-02, FB-Response-GENERAL-04.

I004-8

Refer to Standard Response FB-Response-AG-06.

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

all developed countries has ensured that the potential health effects of

electromagnetic fields and 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 health or behavior 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 injure people or animals.

Response to Submission I004 (E.J. de Jong, October 18, 2012)
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I004-8

In regard to dairy production, McGill University conducted a study with cows in pens

exposed to controlled EMF levels of 330 mG and 10 kV/m, the projected magnetic and

electric fields that occur at ground level under a 735-kV line at full load. The researchers

measured the following: melatonin levels, prolactin levels, milk production, milk fat

content, dry-matter intake by cows, and reproductive outcomes. While a few statistically

significant changes in these factors were found, none of the changes were outside the

normal range for cows (McGill University 2008). The study concluded that the EMF

exposure did not harm the cows or reduce milk productivity. Various studies cited by

other researchers regarding EMF and wildlife suggest a range of effects similar for

livestock, from non-existent to relatively small to positive. One study suggests a

beneficial application for ELF-EMF in broiler chickens to fight a common parasitic

infection called Coccidiosis (Golder Associates 2009).

Since 735-kV utility power transmission lines run up and down the state, cattle and

people near those lines are exposed to these levels on a continuing basis. Consistent

with the McGill study, epidemiological evidence does not indicate that cattle or people

near existing 735-kV utility power transmission lines are generally or broadly affected by

the fields.

The HST traction power 60 Hz current will flow in the overhead contact system (OCS)

and 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 of the 25 kV to distribute the power down the tracks. Currents in this

HST 2x25 kV system create EMFs and static electric fields near the 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 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 so that they are closer to the reducing effect of the fields in the ground, all

compared to the 735 kV utility power cables.

California HST TM 300.07, EIR/EIS Assessment of CHST Alignment EMF Footprint,

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. Since cattle cannot be inside

the fence line and people can only be inside the fence line at passenger stations, the

I004-8

possible HST EMF exposure is:

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

*  Therefore, below the level at which the McGill study showed no effect on cows and

milk production.

Similarly, the electric field from the California 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 livestock and poultry are expected to have negligible

intensity under NEPA, and the impact would be less than significant under CEQA. See

Standard Response FB-Response-AG-06: Confined Animal Facilities regarding the

impact of EMF emissions on dairies.

I004-9

Refer to Standard Response FB-Response-AG-06.

People and businesses in California use electric power and radio

frequency communications for many purposes and services, in homes and

businesses, farms and factories.  The intensive use of electric power

and radio frequency communications in California and all developed

countries has ensured that the potential health effects of

electromagnetic fields and resulting currents and voltages on people and

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

electromagnetic fields (EMF) and radio frequency (RF) fields can cause

health or behavior 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 injure people or animals.

In regard to dairy production, McGill University conducted a study with

Response to Submission I004 (E.J. de Jong, October 18, 2012) - Continued
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I004-9

cows in pens exposed to controlled EMF levels of 330 mG and 10 kV/m, the

projected magnetic and electric fields that occur at ground level under

a 735 kV line at full load. The researchers measured the following:

melatonin levels, prolactin levels, milk production, milk fat content,

dry matter intake by cows, and reproductive outcomes. While a few

statistically significant changes in these factors were found, none of

the changes was outside the normal range for cows (McGill University

2008). The study concluded that the EMF exposure did not harm the cows

or reduce milk productivity. Various studies cited by other researchers

about EMF and wildlife suggest a range of effects similar to

livestock from non-existent to relatively small to positive. One study

suggests a beneficial application for ELF-EMF in broiler chickens to

fight a common parasitic infection called Coccidiosis (Golder Associates

2009).

Because 735 kV utility power transmission lines run up and down the state,

cattle and people near those lines are exposed to these levels on a

continuing basis.  In a manner consistent with the McGill study, epidemiological

evidence does not indicate that cattle or people near existing 735 kV

utility power transmission lines are generally or broadly affected by

the fields.

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

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

power system is called a 2 x 25 kV system, because it uses 25 kV voltage

for the trains, and uses two nearby cables with opposite phases of the 25

kV 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 HST OCS cables is less, cable-to-cable voltage levels and cable

current levels are lower, and the HST cables are closer to the ground,

which makes the cables closer to the reducing effect of the fields in

the ground; all compared to the 735 kV utility power cables.

I004-9

HST TM 300.07, EIR/EIS Assessment of HST Alignment EMF Footprint,

shows that at the closest fenceline to the HST tracks, the expected

magnetic field is 60 milligauss (mG), less than one-fifth the level from a

transmission line.  Since cattle cannot be inside the fenceline and

people can only be inside the fenceline at passenger stations, the

possible HST EMF exposure is:

Low compared to the 735 kV utility power transmission line •

Therefore below the level at which the McGill study showed no effect on cows and milk

production.  

•

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 livestock are expected to 
have negligible intensity under NEPA and the impact would be less than
significant under CEQA. See Standard Response FB-Response-AG-06: Confined
Animal Facilities regarding the impact of EMF emissions on dairies.

Because there is no substantial evidence to suggest that there would be a reduction of
milk production resulting from stray voltage, no mitigation is proposed.

I004-10

Refer to Standard Response FB-Response-AG-06.

I004-11

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

Response-N&V-05.

I004-12

Refer to Standard Response FB-Response-N&V-01, FB-Response-AG-06.

Because there is no substantial evidence demonstrating that noise adversely affects

milk production, as described in the Master Responses FB-Response-N&V-01 and FB-

Response-AG-06, no mitigation is proposed.

Response to Submission I004 (E.J. de Jong, October 18, 2012) - Continued
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I004-13

This question requests the Authority to speculate about the adequacy of mitigation

measures relative to some undefined future condition. This type of speculation is not

appropriate for an EIR/EIS as defined in Section 15145 of the CEQA Guidelines.

Property acquisition will take into account reasonably foreseeable future opportunities

for that property, but, again, these opportunities cannot be based on speculation about

undefined or unsubstantiated future conditions.

I004-14

Wells currently located adjacent to the existing BNSF tracks are subject to vibration

levels substantially higher than the vibration levels that would be generated by HST

operations. If the wells are not currently experiencing any of these problems under

existing conditions, they would not be expected to experience these problems with the

addition of HST operations.

I004-15

Refer to Standard Response FB-Response-SO-01, FB-Response-SO-02, FB-

Response-AG-02.

For information on potential HST Project impacts on property values, see Section

5.4.4.3 in the Community Impact Assessment Technical Report (Authority and FRA

2012.

I004-16

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

The BNSF Alternative would pass near the commenter’s address, but would not affect

views to the south or west. Although sited at-grade, this segment would be very

prominent to the east. In such cases, Mitigation Measure AVR-MM#2c: Screen At-Grade

and Elevated Guideways Adjacent to Residential Areas in Section 3.16, Aesthetics and

Visual Resources, calls for the planting of trees on the right-of-way to reduce the visual

intrusion of the alignment. These plantings would not eliminate view blockage to the east

when trains are present, but would soften the effects of the train and provide a more

I004-16

attractive visual foreground. The Hanford West Bypass 1 and 2 alternatives, at a

distance of 0.6 miles or greater, would be visible to the south and west, but would have

relatively moderate effects on those views. The below-grade options for the Hanford

West Bypass alternatives would have little effect on those views, because they would be

below ground. The at-grade options for these alternatives would be more visible, but at a

distance of 0.6 miles would not be prominent and would not strongly block views.

I004-17

Refer to Standard Response FB-Response-N&V-03, FB-Response-N&V-05.

I004-18

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

I004-19

Refer to Standard Response FB-Response-SO-02, FB-Response-N&V-05.

The impacts on rural residential communities are discussed under Impact SO #6 in

Section 3.12, Socioeconomics, Communities, and Environmental Justice. This impact

describes the potential for disruption to community cohesion or division of existing

communities from project operation. Mitigation Measure SO-1 describes how the

Authority plans to minimize the impacts to these rural residential communities.

For detailed information on potential HST project impacts on property values, see

Section 5.4.4.3 in the Community Impact Assessment Technical Report.
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I005-1
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I005-1

Refer to Standard Response FB-Response-GENERAL-14.

Your opposition to the project is noted.
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Fresno - Bakersfield (July 2012+) - RECORD #183 DETAIL
Status : Unread
Record Date : 9/18/2012
Response Requested : Yes
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 9/18/2012
Submission Method : Website
First Name : Katie
Last Name : Deason
Professional Title : Home Owner, & Pres. Bishop Achers Water Co.
Business/Organization :
Address :
Apt./Suite No. :
City : Shafter
State : CA
Zip Code : 93263
Telephone : 661-589-5834
Email : deasontrek1@aol.com
Email Subscription : Fresno - Bakersfield
Cell Phone :
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

i'm opposed to both revised drafts as it effects my property.  i would like
a detailed picture of proposal thru my property. 32173 loraine lane,
shafter ca.   when will homeowners be bought out and how will you
determine amount for property, what if we disagree with amount.  how
long will it be before a poperty owner has to move out, as we can,t buy
another place until that happens. since house will be demolished can we
sell things , such as coolers, etc. how much notice will be given that you
will take property. and how long can we stay in home till that happens.
willm we have deadline to move out.  can we sell it without disclosing
that place will be bought out in future . we have 4 nut producing trees,
will these be added cost to figures.  what is your projected date of having
high speed rail done. what if we know site will be taken , if we wish for
buy out sooner can that happen.   there will be power generater across
from all owners on street. , how big will that be and how will that effect
noise, lights, vibrations, workers at station?  the water well for
community is in path. will you have togive each land owner money ,
know it has to be moved. how will that effect our flo of water as we have
no holding tank. how long will it take to relocate site for water.  it,s our
only source.  why redo bridge that just was completed, plenty of fields to
go around it all. why wasn,t that bypassed.  i guess you like to waste
money ,  if you have to redo bridge . how many lights will be in area.
how many trains will be going an hour. what about rail dust and it,s
effects to the people who will live near the train. how will that effect our
water and people who live and work near by.  if you move the water well,
how deep of a well will you have. we have one of the best water around,
better than shafters , will it be a totally new well drill site.

EIR/EIS Comment : No
Official Comment Period : Yes

I006-1
I006-2

I006-3

I006-4

I006-5

I006-6

I006-7

I006-8

Submission I006 (Katie Deason, September 18, 2012)
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I006-1

Refer to Standard Response FB-Response-GENERAL-14.

I006-2

Refer to Standard Response FB-Response-SO-01, FB-Response-SO-03.

Individual acquisition and relocation issues will be addressed during the property

acquisition process.

I006-3

Refer to Standard Response FB-Response-PU&E-01.

The exact size of the transformer is unknown at this time. Please note that the HST

System would be a “design-build” project. That is, the project design would be

completed by the contractor chosen to build the project. The Authority and FRA have

prepared a project-specific EIR/EIS to analyze the potential environmental

consequences of a refined set of alternative corridor alignments and stations along this

section. This project EIR/EIS contains significantly more detail than was available at the

first-tier Program EIR/EIS.

The term "15% design" is an engineering term of art that refers to the level of

engineering prepared on HST project elements for the EIR/EIS. The 15% design

generates detailed information, like the horizontal and vertical locations of the track,

cross sections of the infrastructure with measurements, precise station footprints with

site configurations, and temporary construction staging sites and facilities. The 15%

design also yields a "project footprint" overlaid on parcel maps, which shows the outside

envelope of all disturbance, including both permanent infrastructure and temporary

construction activity. This 15% design translated into a project description in the EIR

with 100% of the information that is required under CEQA Guidelines Section 15147

I006-4

Refer to Standard Response FB-Response-PU&E-03, FB-Response-AG-04.

I006-5

Refer to Standard Response FB-Response-PU&E-03, FB-Response-HWR-01.

I006-6

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

Two alternatives are proposed in the vicinity of Wasco and Shafter: the BNSF

Alternative (through Wasco and Shafter) and the Wasco-Shafter Bypass Alternative.

Each alternative would have its own set of different effects.

The Authority used the information in the Final EIR/EIS and input from the agencies and

public to identify the Preferred Alternative. The decision included consideration of the

project purpose, need, and objectives, as presented in Chapter 1, Project Purpose,

Need, and Objectives; the objectives and criteria in the alternatives analysis; and the

comparative potential for environmental impacts. The Preferred Alternative has the least

overall impact on the environment and local communities, the lowest cost, and the

fewest constructability constraints of the project alternatives evaluated.

If a bridge needs to be replaced because of the project, the replacement bridge will be

designed and constructed in accordance with the requirements of the local jurisdiction. If

lighting is necessary, lighting would have to conform with local lighting ordinances.

Potential impacts from construction lighting are addressed in Mitigation Measure AVR-

MM#1b, which calls for shielding lights, directing lights downward so that the lights are

not visible off-site, and limiting direct lighting to within the project site. This mitigation

measure is discussed in Section 3.16, Aesthetics and Visual Resources, of the Final

EIR/EIS.

The number of trains operating at any given time will ultimately depend on the ridership.

Appendix 2-C, Operations and Service Plan Summary, of the Final EIR/EIS provides

background information on the intended service and operations of the HST System at

this point in project planning.
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I006-7

Refer to Standard Response FB-Response-GENERAL-27.

Fugitive dust emissions due to the HST-induced airflow were evaluated in the EIR/EIS.

As discussed in Section 3.3.6.3, High-Speed Train Alternatives, of the Final EIR/EIS, as

the airflow diminishes, fugitive dust emissions beyond 10 feet from a train traveling at

high speed—and the subsequent health risks—would be negligible. See Standard

Response FB-Response-GENERAL-27 (dust from train operation). Also, the HST

System has a steel-wheel-on-steel-rail technology. The HST System would use

regenerative braking technology, which would reduce brake pad wear and the amount of

metal particles deposited within the track right-of-way. The metals in the particulate

matter tend not to leach or affect water quality.

I006-8

Refer to Standard Response FB-Response-PU&E-03, FB-Response-AG-04, FB-

Response-SO-01.

Response to Submission I006 (Katie Deason, September 18, 2012) - Continued
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Fresno - Bakersfield (July 2012+) - RECORD #42 DETAIL
Status : Action Pending
Record Date : 7/21/2012
Response Requested : No
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 7/21/2012
Submission Method : Website
First Name : Travis
Last Name : DeCoster
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City : Tuolumne City
State : CA
Zip Code : 95379
Telephone :
Email : basincreek@yahoo.com
Email Subscription :
Cell Phone :
Add to Mailing List :
Stakeholder
Comments/Issues :

Because of the visual prominence of the viaduct heading into Bakersfield
it should be designed to be a central iconic landmark.

If that is too expensive then maybe a greenfield station south or north of
town could work.

Some of the viaducts south of Hanford seem odd and perhaps
unnecessary.

The bypasses of the various towns seem the most logical route as they
will be cheaper to construct and will impact fewer homes.

EIR/EIS Comment : Yes
Official Comment Period : Yes

I007-1

I007-2

I007-3

I007-4

Submission I007 (Travis DeCoster, July 21, 2012)
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I007-1

Refer to Standard Response FB-Response-AVR-02, FB-Response-AVR-03, FB-

Response-AVR-04.

As described in Mitigation Measure AVR-MM#2a: Incorporate Design Criteria for

Elevated and Station Elements That Can Adapt to Local Context, the Authority will

establish a consultation and design process with affected cities and counties to advance

the final design through a collaborative, context-sensitive approach. Participants in the

consultation process will meet on a regular basis to develop a consensus on the urban

design elements that are to be incorporated into the final guideway designs. Appropriate

design treatments for the guideways leading into Bakersfield would be among the key

topics addressed in that process. The mitigation measure also calls for incorporation of

architectural elements, decorative textures, and other iconic features into the design of

guideways and columns in locations such as this one, where adverse impacts have

been identified.

I007-2

An important objective of the HST program is to provide an interface between the HST

and commercial airports, mass transit, and the highway network. Locating the

Bakersfield Station on the outskirts of the city would isolate it from Amtrak and the

existing public transit system. Also, placing the station outside the city would promote

unplanned growth, which is inconsistent with the Kern County General Plan, the

Bakersfield General Plan, and the smart growth principles of the San Joaquin Valley

Blueprint.

I007-3

Where the HSR route crosses obstacles such as the BNSF track, the required vertical

clearance is 24 feet and the structure depth from rail to soffit is typically 13 feet; all HSR-

over-BNSF crossings will generally require a viaduct.

Viaducts are also generally required to cross floodplain areas where an embankment

with flood culverts would be considered an unacceptable constraint to the passage of

floodwater.

South of Hanford the viaducts are required for the following reasons:

I007-3

South BNSF Viaduct - Alignment K1: Viaduct required to cross over the BNSF lines.•

Cross Creek Viaduct - Alignments K1, K2, & K4: Viaduct required to cross over flood

plain.

•

Cross Creek Viaduct - Alignment K3: Viaduct required to cross floodplain and BNSF

tracks.

•

Corcoran Viaduct – Alignment C1: Viaduct required to assist the route in passing

between BNSF and State Route (SR) 43 corridors and also to clear the many spur

tracks servicing local facilities to the east of the BNSF corridor. The viaduct also

crosses the main BNSF route toward its south end.

•

SR 43 BNSF Viaduct – Alignment C2: Viaduct required to carry the route over the SR

43 and adjacent BNSF route.

•

Boswell Spur Viaduct – Alignment C3: Viaduct required to carry the route over the

many spur tracks that service facilities to the West of the BNSF corridor.

•

Deer Creek Bridge – Alignments A1 & A2: Viaduct required to carry route over Deer

Creek, floodplain, and Stoil (BNSF) spur track.

•

Poso Creek Viaduct – Alignment L2: Viaduct required to carry route over floodplain

and also the BNSF and SR 43 corridors.

•

BNSF Viaduct – Alignment L4: Viaduct required to carry route over the BNSF and SR

43 corridors.

•

Wasco Viaduct – Alignment WS1: Viaduct required to avoid severance of a number of

local streets within Wasco, to minimize the footprint of the route within Wasco, and to

cross the BNSF corridor.

•

Shafter Viaduct – Alignment WS1: Viaduct required to avoid severance of a number of

local streets within Shafter, to minimize the footprint of the route within Shafter, to pass

over a number of BNSF spur tracks servicing local facilities to the east of the BNSF

corridor, and to cross the BNSF corridor itself.

•

Wasco Viaduct – Alignment WS2: Viaduct required to carry route over BNSF corridor,

BNSF sidings, and the new alignment of 7th Standard Road, which is on a bridge at

the crossing point.

•

Bakersfield Viaduct – Alignments B1, B2, and B3: Viaduct required to carry route over

numerous local streets; local through-routes, including the proposed

Westside/Centennial Parkway and SR 99, facilities associated with the Kern Canal,

Cross Valley Canal, and Gates Canal, the Kern River floodway, the BNSF goods

yards; and also to provide a platform for the new Bakersfield Station.

•
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I007-4

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

The bypass alternatives are proposed to reduce impacts to communities where no

stations are proposed. Your support for the bypass alternatives is noted.

The Authority used the information in the Revised DEIR/Supplemental DEIS and input

from agencies and the public to identify the Preferred Alternative in this Final EIR/EIS.

The decision included consideration of the project purpose and need and the project

objectives presented in Chapter 1, Project Purpose, Need, and Objectives, as well as

the objectives and criteria in the alternatives analysis and the comparative potential for

environmental impacts.
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Fresno - Bakersfield (July 2012+) - RECORD #197 DETAIL
Status : Action Pending
Record Date : 9/24/2012
Response Requested :
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 9/24/2012
Submission Method : Website
First Name : Bernard "Barney"
Last Name : Deeter
Professional Title : Civil Engr
Business/Organization : Retired - Caltrans/Private Engr Firm
Address :
Apt./Suite No. :
City : Fresno
State : CA
Zip Code : 93710
Telephone : 559-439-4379
Email : bigbanfan@aol.com
Email Subscription : Fresno - Bakersfield
Cell Phone :
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

As a retired Civil Engineer, I have several questions that I hope have
been addressed in the EIR.
1. The power source to run at 200 mph - Overhead power lines,
magnetic or third rail(dangerous)?
2. Provision for Farmer John to get to his divided property.  At grade or
underpass?  I don't believe you would want Farmer John to drag his
farm equipment across the rail system.
3. County roads and/or city streets - at grade or underpass?

EIR/EIS Comment : Yes
Official Comment Period :

I008-1

I008-2

Submission I008 (Bernard "Barney" Deeter, Retired - Caltrans/Private Engr Firm, September 24,
2012)
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I008-1

Refer to Standard Response FB-Response-AG-02, FB-Response-AG-03.

The trains would draw power from an overhead contact system. More details can be

found in Section 2.2.6 of Volume I of the EIR-EIS.

I008-2

Refer to Standard Response FB-Response-AG-02, FB-Response-AG-03.

The system will be completely grade-separated. There will be no at-grade road

crossings.
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I009-1

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-SO-01, FB-

Response-AG-01.

The land acquisition process will take place before construction. It is during this phase

that the Authority’s right-of-way agent will work with individual landowners to mitigate

impacts from both construction and operation of the HST. The Authority is working to

begin the right-of-way process as soon as possible so as to decrease impacts on

farmers.

I009-2

Refer to Standard Response FB-Response-AG-04.

Project construction will take place over an 8-year period.It is expected that adequate

resources are available to reconstruct new wells required because of the project over

the construction period. For example, the California Groundwater Association alone lists

108 water well drilling contractors from the Central Valley who are members of the

association (see http://www.groundh2o.org/services/index.html). In a 1997 economic

census, the U.S. Census Bureau identified 266 companies in the United States that

manufactured concrete pipe, of which 21 with 20 employees or more are located in

California (U.S. Census Bureau. 1997 Concrete Pipe Manufacturing 1997 Economic

Census. EC97M-3273D). This comment provides no substantive evidence that there

would be an economic impact caused by limitations in resources to construct new wells.

I009-3

Refer to Standard Response FB-Response-AQ-03.
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I010-1

I010-2

I010-3

I010-4

I010-5

I010-6

I010-7

I010-8

I010-9

I010-10

Submission I010 (William Descary, October 19, 2012)
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I010-1

Refer to Standard Response FB-Response-SO-02, FB-Response-SO-05.

For information on the HST operation-related property and sales tax revenue effects see

EIR/EIS Volume I Section 3.12 Impact SO#3, Impact SO#4, and Impact SO #12.

I010-2

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

In February 2012, the California State Historic Preservation Officer (SHPO) concurred

with the evaluation of Bakersfield High School presented in the technical documents

prepared for the Draft EIR/EIS (SHPO 2012). Details of the findings are available in the

Historic Architectural Survey Report (HASR) and the Historic Property Survey Report

(HPSR) (Authority and FRA 2011b, 2011c). The SHPO concurred that Harvey

Auditorium is individually eligible for listing in the National Register of Historic Places

(NRHP) and that none of the other buildings or structures on the Bakersfield High

School campus qualify for inclusion in the NRHP, either individually, or as a cohesive

grouping, as required for historic districts. Harvey Auditorium is also eligible for listing in

the California Register of Historical Resources (CRHR) and is considered a historical

resource for the purposes of the California Environmental Quality Act (CEQA).  None of

the other buildings on the high school campus are considered historical resources under

CEQA.

I010-3

An analysis of safety of Bakersfield High School is provided in Section 3.11 of the

EIR/EIS.

I010-4

The Draft EIR/EIS and the Revised DEIR/Supplemental DEIS were made available at

dozens of community centers, libraries, and other locations throughout the project

footprint to encourage public review and comment. A complete listing of locations is

available online at the Authority's website.

I010-5

The cost of sound barriers are included in the mitigation costs of the project provided in

Chapter 5 of the EIR/EIS.

I010-6

Refer to Standard Response FB-Response-GENERAL-17.

The term "15% design" is an engineering term of art that refers to the level of

engineering prepared on HST project elements for the ElR/EIS. The 15% design

generates detailed information, like the horizontal and vertical locations of track, cross

sections of the infrastructure with measurements, precise station footprints with site

configurations, and temporary construction staging sites and facilities. The 15% design

also yields a "project  footprint" overlaid on parcel maps, which shows the outside

envelope of all disturbance, including both permanent infrastructure and temporary

construction activity.

Chapter 5, Project Costs and Operations, of the EIR/EIS provides information about and

a breakdown of project costs by alternative.

I010-7

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

Although valley fever fungi are commonly found in the soil in the Central Valley and

can be stirred into the air by anything that disrupts the soil, the potential for the

operational HST to generate dust through induced air flow is low. Therefore, the impacts

from valley fever during operations will be less than significant. In addition, the dust

minimization measures listed in Section 3.3.8 of the Final EIR/EIS will further reduce

fugitive dust emissions to a less-than-significant impact. Valley fever spores would be

released when the soil is disturbed; however, due to the minimization measures, fugitive

dust disturbance during construction will be minimal. Therefore, impacts from valley

fever spores would be less than significant.

Because the dust disturbance would be minimal with proposed mitigation measures,

current hospital and health care centers would not be burdened with an increase in

valley fever patients.
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I010-8

The potential noise impact has been assessed at sensitive receivers, and these areas

are identified in Section 3.4.7, Environmental Consequences, of the Revised

DEIR/Supplemental DEIS and shown in Figures 3.4-9 through 3.4-13. The locations of

potential barriers are illustrated on Figures 3.4-15 through 3.4-19. Refer to Section 3.4.6

for a complete listing of noise impact mitigation measures that would reduce noise

impacts below a “severe” level. The Proposed California High-Speed Train Project Noise

and Vibration Mitigation Guidelines developed by the Authority (see Appendix 3.4-A of

the Revised DEIR/Supplemental DEIS) were used to determine whether mitigation

would be proposed for these areas of potential impact. The Guidelines require

consideration of feasible and effective mitigation for severe noise impacts (impacts

where a significant percentage of people would be highly annoyed by the HST project’s

noise).

The Authority will refine mitigation for homes with residual severe noise impacts (i.e.,

severe impacts that remain notwithstanding noise barriers) and address them on a case-

by-case basis during final design of the Preferred Alternative. In addition to the potential

use of noise barriers, other forms of noise mitigation may include improvements to the

home itself that will reduce the levels by at least 5 dBA, such as adding acoustically

treated windows, extra insulation, and mechanical ventilation as detailed in Section

3.4.6, Project.

The Revised DEIR/Supplemental DEIS proposes noise barriers in areas of severe noise

impacts resulting from the project, where the barriers meet the cost-effectiveness

criteria. To meet the cost-effectiveness criteria, barriers must mitigate noise for more

than 10 sensitive receivers, be not less than 800 feet in length, be less than 14 feet in

height, and cost below $45,000 per benefited receiver. A receiver that receives at least

5-dBA noise reduction due to the barrier is considered a benefited receiver.

Mitigation Measure N&V-MM#3 provides that sound barriers may be installed to reduce

noise to acceptable levels at adjoining properties. These may include walls, berms, or a

combination of walls and berms. The specific type of barrier will be selected during final

design, and before operations begin. In addition, Mitigation Measure N&V-MM#3

provides that prior to operation, the Authority will work with communities regarding the

I010-8

height and design of sound barriers, using jointly developed performance criteria, when

the vertical and horizontal location have been finalized as part of the final design of the

project. Mitigation Measure VQ-MM#6 requires the provision of a range of options to

reduce the visual impact of the sound barriers.

Figure 3.4-1 in Section 3.4, Noise and Vibration, of the Revised DEIR/Supplemental

DEIS shows typical noise levels of the high-speed train traveling at various speeds and

provides corresponding examples of other types of noise generating equipment that

generate similar noise levels.

I010-9

The Authority and the City of Bakersfield Department of Public Works have reviewed the

plans for the HST project alternatives relative to the Westside Parkway, and both the

Authority and the City have determined that none of the HST alternatives would impact

the construction of the Westside Parkway.

As discussed in Section 3.11, Safety and Security, of the EIR/EIS, a basic design

feature of an HST system is to contain trainsets within the operational corridor (FRA

1993). Strategies to ensure containment include operation and maintenance plan

elements that would ensure high-quality tracks and vehicle maintenance to reduce the

risk of derailment. Also, physical elements, such as containment parapets, check rails,

guard rails, and derailment walls, would be used in specific areas with a high risk of or

high impact from derailment (e.g., where the elevated HST viaduct crosses the Westside

Parkway). Therefore, the risk of accidents involving the HST and motorists on the

Westside Parkway is judged to be low, as is the risk of vehicle accidents between

roadways crossing over each other, which is common on the freeways of California.

The visual impacts of the HST viaduct are discussed in Section 3.16.5 of the EIR/EIS.

Between Coffee Road and their crossings over the Kern River east of the Mohawk

Street Bridge, the HST alignments and Westside Parkway would broadly parallel each

other, the HST crossing over the Parkway at three (BNSF Alternative) or four

(Bakersfield South and Bakersfield Hybrid alternatives) locations. From an aesthetic

perspective, these crossings are not expected to result in any substantial adverse
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I010-9

impacts. These crossings would resemble instances of freeways passing over roadways

on elevated structures, a common occurrence in Bakersfield and elsewhere. Most of

these crossings would take place in the area south of the Shell Refinery in an area of

extremely poor existing visual quality. At both river crossings, the HST alignments would

not pass over the proposed Parkway bridges over the Kern River; rather, in each case

they would cross on the landward side of the bridge structures. Thus, no direct physical

or aesthetic conflict would be expected between the structures.

The effects of the elevated structures on the Bakersfield landscape are described in

detail and represented with simulations in Section 3.16, Aesthetics and Visual

Resources, of the Revised DEIR/Supplemental DEIS. An extensive set of mitigation and

design measures are proposed for these structures, to be developed in detail in

coordination with the City of Bakersfield (refer to Section 3.16.7.2 of the Revised

DEIR/Supplemental DEIS).

I010-10

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-GENERAL-05,

FB-Response-GENERAL-10, FB-Response-GENERAL-02.

No aspect of the project would manipulate population or undertake social engineering.

When it is in operation, the project would provide a new alternative mode for travel 

between the San Francisco Bay Area and the Los Angeles Basin.

As described in Section 2.2.4.4 of the EIR/EIS, elevated profiles are used in urban areas

where extensive road networks must be maintained and to cross water bodies. Because

HST operation requires grade-separated track, an at-grade system in urban areas would

eliminate road crossings. The elevated approach avoids substantial disruptions of

existing roads and traffic patterns.
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I011-3
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I011-7

I011-8

I011-9
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I011-1

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

I011-2

Refer to Standard Response FB-Response-GENERAL-05, FB-Response-SO-04, FB-

Response-SO-06.

For information on the potential for disruption and division in Bakersfield see EIR/EIS

Volume I Section 3.12.8 Impact SO#6. Also see Impact SO#9 and Impact SO#10 for

displacement estimates in Bakersfield. Mitigation Measure SO-2 and SO-3 (described in

Section 3.12.11) propose mitigations for identified effects in Bakersfield communities.

I011-3

The comment is referring to redevelopment projects in the City of Bakersfield. The City

of Bakersfield has adopted redevelopment plans for the HST station area in Bakersfield.

As stated in Section 3.13.5.3, the urban station in Bakersfield would encourage higher-

intensity development in the surrounding areas, including desired residential and

commercial infill development, by providing an economic driver for such development.

Two development projects are located within the Bakersfield Station study area: the Mill

Creek Linear Park Plan and the Old Town Kern–Pioneer Redevelopment Project, which

are both mixed-use residential and commercial projects. HST station development

would not affect planned development in Bakersfield because those developments are

planned for the station study area edges, and include higher-density residential uses

that would be compatible with transit-oriented development (TOD) around stations.

The indirect effect of the station is consistent with existing urban development and

expectations for the types of uses that can be supported in an urban environment. This

would also be consistent with the city’s plans and policies encouraging downtown

revitalization. Therefore, the indirect land use effects of these two stations would have

negligible intensity under NEPA, and be less than significant under CEQA. The

Bakersfield station could potentially increase land use densities and TOD in downtown

Bakersfield, which would be consistent with local plans and policies.

I011-4

Refer to Standard Response FB-Response-GENERAL-04.

The Authority recognizes that the loss of farmland cannot be fully mitigated, and as such

has been classified as a significant and unavoidable impact. See Impact AG #4 for

information on the permanent conversion of agricultural land, and see Mitigation

Measure AG #1 in Section 3.14 for measures to reduce the impact on prime farmland

through the funding of permanent conservation easement acquisitions through the

California Farmland Conservancy Program.

I011-5

Refer to Standard Response FB-Response-AG-02, FB-Response-AG-03.

The air quality analysis prepared for the HST project includes consideration of changes

in traffic patterns expected to result from the project (see Section 3.3.4.1, on Air Quality

and Global Climate Change, and the Fresno to Bakersfield Section: Air Quality

Technical Report [Authority and FRA 2012a]).

I011-6

The Kern National Wildlife Refuge (NWR) is located 9.8 miles west of the HST

alternatives (i.e., the Allensworth Bypass Alternative). The HST alternatives do not

overlap this NWR (see Figure 3.7-1c of the Revised DEIR/Supplemental DEIS), and the

construction and operation of the HST alternatives would not result in direct or indirect

impacts on Kern NWR or associated migratory birds. Impacts on birds protected under

the Migratory Bird Treaty Act are discussed in Section 3.7, Biological Resources and

Wetlands.

I011-7

The public outreach process for the Fresno to Bakersfield Section of the HST System

has been extensive; this process has included hundreds of public meetings and

briefings where public comments have been received, participation in community events

where participation has been solicited, and development and distribution of educational

materials to encourage feedback. These efforts are cited in Chapter 7 of the Revised

DEIR/Supplemental DEIS. Public notification regarding the draft environmental
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I011-7

documents took place in the following ways: A notification letter, informational brochure,

and NOA were prepared in English and Spanish and sent to landowners and tenants

within 300 feet of all alignment alternatives. The letters notified landowners and tenants

that their property may be necessary for construction (within the project construction

footprint) of one or more of the alignment alternatives or project components being

evaluated. Anyone who has requested to be notified or is in our stakeholder database

was sent notification materials in English and Spanish. An e-mail communication of the

notification materials was distributed to the entire stakeholder database. Public notices

were placed in English- and Spanish-language newspapers. Posters in English and

Spanish were posted along the project right-of-way.

I011-8

Engineering design of the HST System is being undertaken by licensed engineers.

Preparation of the EIR/EIS does not require engineering design expertise, but rather a

range of expertise in the analysis of environmental impacts. A number of Professional

Engineers participated in the preparation of the Revised DEIR/Supplemental DEIS.

Section 9.2 of the EIR/EIS has been revised to identify these individuals.

I011-9

Route maps included in the Final EIR/EIS provide street names and label certain

prominent structures, where feasible, to assist in identification and understanding of

location and proximity. For example, Figure 2-42, Bakersfield Station–North Alternative,

specifically identifies the Kern County Building, Rabobank Arena, the Marriott Hotel,

Beale Memorial Library, the sites of the Chelsea and Mill Creek developments, and

other landmarks in Downtown Bakersfield. For those interested in the specific parcels

that would be affected by the HST project, Appendix 3.1-A depicts all parcels within the

HST footprint and identifies them by Assessor Parcel Number.
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Fresno - Bakersfield (July 2012+) - RECORD #297 DETAIL
Status : Unread
Record Date : 10/17/2012
Response Requested :
Stakeholder Type : CA Resident
Affiliation Type : Individual
Attorney or Law Firm? : No
Interest As : Individual
Submission Date : 10/17/2012
Submission Method : Project Email
First Name : Terrell
Last Name : DeVaney
Professional Title :
County :
Business/Organization :
Address : 1321 Whitley
Apt./Suite No. :
City : Corcoran
State : CA
Zip Code : 93212
Telephone : 559-992-5107
Email : calecon@lightspeed.net
Email Subscription :
Cell Phone :
Fax :
Comment Type : Issue (concern, suggestion, complaint)
Add to Mailing List :

Stakeholder
Comments/Issues :

Dear High Speed Rail,

When I voted for high speed rail, my vote was cast for an electric train,
within a certain budget.

I voted for high speed rail because I thought it would be built where we
need it most-

between Bakersfield and LA. There is no train route available, there is
only
AMTRAK bus service.

This is the primary connection that needs to be made to connect
southern
California with northern California.

Now you choose to start the project in the middle of the fertile productive
valley, connecting towns with

small populations, taking their land from them, disrupting lives, and
damaging the environment for a project that is doomed to fail.

The young people in Corcoran as well as the elderly will no longer be
able
to travel to and

from our town on Amtrak as our train station will be eliminated.  We
travel
on rail everyday from Corcoran

to go to the grocery store, the doctors, restaurants, and many students
use
it to commute to college.

Our station is a connection for other transportation services that is used
everyday by the young, elderly and disabled.

The station is also utilized as a cool center during the hot summer days
and
is utilized to display historic Corcoran artifacts.

The route through town will devastate our main entrance to our town and
will
devastate our already

damaged economy.

The air quality will be compromised. The natural habitat for wildlife will
be compromised.

The farmers land will be compromised.

I012-1

I012-2

I012-3

I012-4
I012-5

I012-6

Submission I012 (Terrell DeVaney, October 16, 2012)
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The central California valley is a key producer of many products
including
but not limited to dairy, beef, pork, tomatoes, cotton, wheat, corn,

safflower, pistachios, almonds and walnuts.  Cutting through their
property
will severely affect their farms and dairies, destroying valuable farmland

disrupting operations, destroying irrigation systems and destroying
processing plants.

Your budget is understated and not realistic!  How will California be able
to afford this mistake?

Please reconsider building this stretch of high speed rail in our fertile
valley and put it where it needs to be- connecting Bakersfield with Los
Angeles,

connecting San Diego with LA, or connecting Sacramento with Tracy.

Sincerely,

Terrell DeVaney

Terrell DeVaney, Lic # 01085342

Cal-Econ Realty, Lic # 01057619

1321 Whitley

Corcoran, CA 93212

559-992-5107  Cell 559-799-9589

Subscription
Request/Response :
EIR/EIS Comment : Yes
General Viewpoint on
Project :

Mixed

Official Comment Period : Yes

I012-6

I012-7

I012-8
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I012-1

Refer to Standard Response FB-Response-GENERAL-13, FB-Response-GENERAL-12.

Environmental analysis of subsequent sections of the HST System that are planned to

connect Bakersfield to Los Angeles is currently underway. The Central Valley sections

of the HST System are an integral portion of the statewide system connecting San

Francisco and the Bay Area to Los Angeles and Anaheim.

I012-2

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

I012-3

Refer to Standard Response FB-Response-GENERAL-05, FB-Response-GENERAL-10.

For information on the impacts to communities where no station will exist and for specific

information on the potential for physical deterioration see EIR/EIS Volume I Section 3.12

Impact SO #16. Also see Mitigation Measure SO-5.

I012-4

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

I012-5

Refer to Standard Response FB-Response-GENERAL-14.

As described in Section 3.7, Biological Resources and Wetlands, of the Revised

DEIR/Supplemental DEIS, the proposed project would impact wildlife species and their

habitat. However, these impacts will be mitigated, minimized, and/or avoided through

the implementation of mitigation measures, as described in Section 3.7.7.

I012-6

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-SO-01, FB-

Response-AG-01, FB-Response-AG-02, FB-Response-AG-03, FB-Response-AG-04.

I012-7

Refer to Standard Response FB-Response-GENERAL-17.

I012-8

Refer to Standard Response FB-Response-GENERAL-02.
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Fresno - Bakersfield (July 2012+) - RECORD #383 DETAIL
Status : Action Pending
Record Date : 10/19/2012
Response Requested : No
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 10/19/2012
Submission Method : Project Email
First Name : Doug
Last Name : DeVaney
Professional Title :
Business/Organization : J. G. Boswell Company
Address :
Apt./Suite No. :
City : Corcoran
State : CA
Zip Code : 93212
Telephone :
Email : ddevaney@jgboswell.com
Email Subscription :
Cell Phone :
Add to Mailing List :

Stakeholder
Comments/Issues :

As a lifelong resident of the community of Corcoran, I feel as though my
concerns as a resident are not being fully considered in the decision to
construct a High Speed Rail system through the valley; for the entire
State for that matter.  Many 'town hall' meetings have yielded a strong
opinion from our community as well as other small communities in the
San
Joaquin Valley against this H.S.R. boondoggle.  The proposed project is
significantly different now than what was presented as a voter
initiative.  It is easy to come away with a sense of being trod upon by
the overbearing interests of government officials.  This entire project
wreaks of a "Bait and Switch" tactic forced upon the citizens of
California.  It is shortsighted and woefully short of accomplishing
anything positive for the State of California, all at the significant
cost and detriment to small communities like Corcoran in the San
Joaquin
Valley.  I join other citizens against our continued opposition and
fight against High Speed Rail in the Valley and throughout the State.
Please give the citizens of small communities consideration when
making
these decisions as our safety, health, and quality of life is greatly
impacted by the final outcome.  Again, the City of Corcoran and it's
citizen's overwhelmingly opposes the High Speed Rail project!

Respectfully,

Doug DeVaney

EIR/EIS Comment : Yes
Official Comment Period : Yes

I013-1

I013-2
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I013-1

Refer to Standard Response FB-Response-GENERAL-16.

The Authority has solicited public involvement and modified the project as a result of

public feedback. These modifications include the introduction of the Hanford West

Bypass 1 and 2 Alternatives and the Bakersfield Hybrid Alternative.

I013-2

Refer to Standard Response FB-Response-GENERAL-14, FB-Response-GENERAL-17.

The Authority used the information in the Final EIR/EIS and input from the agencies and

public to identify the Preferred Alternative. The decision included consideration of the

project purpose, need, and objectives, as presented in Chapter 1, Project Purpose,

Need, and Objectives; the objectives and criteria in the alternatives analysis; and the

comparative potential for environmental impacts. The Preferred Alternative balances the

least overall impact on the environment and local communities, cost, and the

constructability constraints of the project alternatives evaluated. The Preferred

Alternative is identified and discussed in the Final EIR/EIS.
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I014-1

Refer to Standard Response FB-Response-GENERAL-12.
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I015-1

Refer to Standard Response FB-Response-SO-01, FB-Response-PU&E-03.

I015-2

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-04.

Response to Submission I015 (Millard F. Downing, October 18, 2012)
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I016-1

I016-2
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I016-1

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

Although valley fever fungi are commonly found in the soil in the Central Valley and can

be stirred into the air by anything that disrupts the soil, the potential for the dust from

construction would be low due to the dust minimization measures listed in Section 3.3.8

of the Final EIR/EIS, which would reduce fugitive dust emissions to a less-than-

significant impact. Valley fever spores would be released when the soil is disturbed;

however, due to the minimization measures, fugitive dust disturbance would be minimal.

Therefore, impacts from valley fever spores would be less than significant, and health

impacts for children would be minimal.

I016-2

Noise generated by maintenance will be much less than actual operations.  There are

no long-term health or hearing-loss issues associated with operations.
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I017-1

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

Response to Submission I017 (Jimmy and Linda Duncan, August 16, 2012)
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Submission I018 (Tammy Ecklind, October 18, 2012)
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I018-1

Refer to Standard Response FB-Response-SO-01, FB-Response-GENERAL-12, FB-

Response-SO-03.

See Impact SO #9 in Section 3.12, Socioeconomics, Communities, and

Environmental Justice, for discussion of residential displacements.
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I019-1

Refer to Standard Response FB-Response-SO-01, FB-Response-GENERAL-05, FB-

Response-GENERAL-10, FB-Response-SO-03, FB-Response-SO-04.

For information on the impact to the community of Corcoran see EIR/EIS Volume I

Section 3.12 Impact SO#6 and  Mitigation Measure SO-1.  For information on the

property acquisition and compensation process see Volume II Technical Appendix 3.12-

A.
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I020-1

Refer to Standard Response FB-Response-GENERAL-14, FB-Response-GENERAL-11.

Your opposition to the project is noted.

Consulte la Respuesta Estándar FB -Respuesta-GENERAL-14, FB-Respuesta-

GENERAL-11.

Su oposición al proyecto ha sido notada.

Response to Submission I020 (Ruben Espinoza, October 18, 2012)
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Fresno - Bakersfield (July 2012+) - RECORD #65 DETAIL
Status : Action Pending
Record Date : 7/30/2012
Response Requested : No
Affiliation Type : Individual
Interest As : Individual
Submission Date : 7/26/2012
Submission Method : Project Email
First Name : Unknown
Last Name : Esteban
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City :
State : CA
Zip Code : 00000
Telephone :
Email : stevhenking@gmail.com
Email Subscription :
Cell Phone :
Add to Mailing List :
Stakeholder
Comments/Issues :

According to your HSR draft, my property is located at hwy 43 and
prospect or ST-30. The noise pollution is unacceptable. It must be
moved further East. Prime farmland is also at stake and we own 10
acres of organic ultra premium land. I am not in favor of the rail but strike
the fair balance but keep it far further east of Wasco.

EIR/EIS Comment : Yes
Official Comment Period : Yes

I021-1

I021-2

Submission I021 (No Name Esteban, July 26, 2012)
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I021-1

Refer to Standard Response FB-Response-N&V-03, FB-Response-N&V-05.

I021-2

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-04,

FB-Response-GENERAL-10, FB-Response-AG-01.

Response to Submission I021 (No Name Esteban, July 26, 2012)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. V Response to Comments from Individuals Last Name D-F

Page 42-61



I022-1

I022-2
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I022-4

I022-5

I022-6

I022-7

I022-8

I022-9

I022-10

I022-11

I022-12

I022-13

I022-14

I022-15

I022-16

I022-17

I022-18

I022-19

I022-20

I022-21

I022-22

I022-23

I022-24

I022-25
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I022-25

I022-26

I022-27

I022-28

I022-29

I022-30

I022-31

I022-32

I022-33

I022-34
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I022-1

Refer to Standard Response FB-Response-AG-05.

The conclusion reached in the EIR/EIS is supported by the Agricultural Working Group

White Paper entitled "Induced Wind Impacts," which was presented to the Authority

Board in July 2011.  The White Paper is available on the Authority's website.

I022-2

As discussed in Section 3.11, Safety and Security, of the EIR/EIS, the HST is an

electrified passenger train. Therefore, in the event of an accident, there would not be a

fire, explosion, or release of toxic gases associated with fuel or cargo. The design of the

system also substantially minimizes the potential for accidents resulting in the

derailment of trains.

The HST System design takes a collision avoidance approach (Rao and Tsai 2007;

Wyre 2011) to preventing train-to-train accidents or collisions with objects entering the

HST right-of-way. HST systems take advantage of a system-design approach in which

the high-speed train, the automatic train control system, the electrification system, and

the rail infrastructure include automation that will control or stop the trains without relying

on human involvement. The general approach for the automatic train control system is

to monitor the location and speed of all trains on the high-speed network and to

coordinate and maintain enough physical separation to allow safe braking. If a fault

occurs within the HST network (e.g., intrusion, derailment, significant natural event such

as an earthquake), the automatic train control system would immediately slow or stop

the train and minimize or eliminate a potential hazard. In areas of high risk, the system-

design approach can also provide protection from other intrusions into the HST corridor,

such as errant automobiles, trucks, or other unauthorized entry, by the use of intrusion-

detection and other monitoring equipment to detect a fault and initiate action, as

needed.

This design approach has been very successful in preventing major accidents on fully

dedicated HST systems. Since 1964 and the inauguration of the first HST service in

Japan, Japanese HST trains (the Shinkansen) have maintained a record of no

passenger fatalities or injuries due to train accidents, including derailments or collisions

(Central Japan Railway Company 2011). In France, HSTs (the TGV) have been

I022-2

operating for 27 years and currently carry more than 100 million passengers a year. Like

Japan, the French HST system has not had a single HST-related passenger fatality on

its dedicated HST trackway, which is similar to the dedicated trackway proposed for the

California HST System (TGVweb 2011). Unlike France and Japan, Germany’s HST, the

InterCity Express (ICE), does not use an entirely dedicated track system, but shares

track with freight and conventional passenger rail. An HST accident in the late 1990s

prompted design changes to the wheels of German ICE trains to remedy a design flaw

(National Aeronautics and Space Administration 2007; North East Wales Institute of

Higher Education 2004). German ICE trains carry more than 66 million passengers a

year. High-speed train service was introduced in China in 2007 and that country now

has 6,012 miles of high-speed rail lines, the most of any country in the world (Railway-

Technology.com 2012). On July 23, 2011, a high-speed train rear-ended another high-

speed train on a viaduct in Wenzhou, killing 40 people and injuring 72. The crash 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 (Areddy 2011).

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 adjacent to the right-of-

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

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

systems operating in the United States. Therefore, the 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. The French

TGV is reported to have carried about 1.7 billion passengers between 1981 and 2010.

High-speed rail service in China, which began in 2007, is reported to have carried

796,000 passengers per day by 2010. Although a probability calculation cannot be made

for the risk of injury to people adjacent 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.
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I022-3

The potential for structural damage due to vibrations from HST operations is limited to

30 feet from the tracks. The HST will be elevated as it passes by your log cabin, making

the right-of-way width approximately 45 feet. For the structural integrity of your log cabin

to be compromised by HST operations, it would have to be within 75 feet from the center

line of the HST. Your log cabin is located approximately 136 feet from the center line of

the HST. Because your log cabin is outside the 75 foot vibration impact contour, your

home will not be impacted by vibration. Builidings currently located adjacent to the

existing BNSF tracks are subject to vibration levels substantially higher than the

vibration levels that would be generated by HST operations. If the log cabin is not

currently experiencing any of these problems under existing conditions, they would not

be expected to experience these problems with the addition of HST operations.

I022-4

Wells/tanks currently located adjacent to the existing BNSF tracks are subject to

vibration levels substantially higher than the vibration levels that would be generated by

HST operations.  If the wells/tanks are not currently experiencing any of these problems

under existing conditions, they would not be expected to experience these problems

with the addition of HST operations.

I022-5

Refer to Standard Response FB-Response-N&V-04, FB-Response-SO-01.

Wells/tanks currently located adjacent to the existing BNSF tracks are subject to

vibration levels substantially higher than the vibration levels that would be generated by

HST operations.  If the wells/tanks are not currently experiencing any of these problems

under existing conditions, they would not be expected to experience these problems

with the addition of HST operations.

I022-6

As described in the Revised DEIR/Supplemental DEIS, Section 3.12, Ponderosa is a

rural residential area in unincorporated Kings County. This community is on the outskirts

of Hanford and does not have many services or facilities, but residents place a high

value on living a rural lifestyle near city services, such as hospitals and government

I022-6

services offices, and on having access to regional transportation networks.

I022-7

A detailed study of noise and vibration impacts on movement of insects and wildlife into

adjacent neighborhoods was not conducted. However, a noise and vibration study was

conducted, the results of which are described in Section 3.4. Impacts associated with

the movement of insects and wildlife to adjacent neighborhoods (as a result of vibration)

are not anticipated; therefore, no mitigation is proposed.

I022-8

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

For information on potential HST project impacts on property values, see Section 5.4.4.3

in the Community Impact Assessment Technical Report.

I022-9

The purpose of an EIR and EIS is to evaluate environmental impacts and

socioeconomic effects and mitigate those that are identified as potentially significant.

The visual impacts of the HST project are evaluated in Section 3.16, Aesthetics and

Visual Resources, of the EIR/EIS, beginning on about page 3.16-82 and ending on

about page 3.16-96. This analysis includes visual simulations of the project at-grade and

on elevated structures. The analysis did find that there would be adverse effects on the

visual intactness and unity from the introduction of this visually dominant feature. The

Authority and FRA have committed to implementing mitigation measures that attempt to

adapt the project to the local context. After implementation of mitigation measures, it

was found that the visual impacts would remain significant. The Authority and FRA are

not proposing any mitigation for emotional, psychological, or mental health effects

because there is no causal link between visual impacts and these conditions. The

comment presents no substantial evidence that there might be a link between visual

impacts and mental health.

I022-10

Refer to Standard Response FB-Response-AVR-01.
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I022-10

The commenter’s address is among those on Ponderosa Street that would directly

adjoin the proposed right-of-way and elevated viaduct, just south of the Kings/Tulare

Regional Station–East Alternative. The impact at this location is described on page 3.16-

94 in Section 3.16, Aesthetics and Visual Resources, of the Revised

DEIR/Supplemental DEIS and would be a significant and unavoidable adverse impact.

Mitigation Measures AVR-MM#2c, #2d, and #2e would be applied to this and the other

remaining homes in the vicinity. However, because of the direct adjacency of the

property to the guideways, complete mitigation is likely to be infeasible.

I022-11

The proposed Kings/Tulare Regional Station–East Alternative would be located

approximately 250 feet from the closest home on Ponderosa Road. The residences on

this street are about 160 feet from neighboring homes. Therefore, any efforts made by

residents to bolster the privacy of their home (e.g., growing hedges, installing curtains)

will be sufficient to maintain this level of privacy and no mitigation is required.

I022-12

As indicated in Appendix 2-A of the EIR/EIS, the HST on the BNSF Alternative would be

elevated over Lacey Boulevard. This road would not be closed by the project.

I022-13

The proposed HST should have little to no effect on exercise or walking routes. The

HST would be grade-separated, and where exisiting roads would be closed, the

proposed project would provide roadway overpasses approximately every 2 miles,

resulting in no more than 1 mile of out-of-direction travel 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, because of the existing

roadway infrastructure. Consequently, out-of-direction travel would be limited to

approximately 1 mile in nearly all locations in the project area.

I022-14

The Kings/Tulare Regional Station alternatives are in an area of Hanford with limited

I022-14

urban development that would generally not provide an environment conducive to

loitering. HST stations will have security personnel to discourage loitering and theft.

Also, the HST Urban Design Guidelines (Authority 2011i) require implementing the

principles of Crime Prevention through Environmental Design. This design method

focuses on reducing opportunities for crime through the design and management of the

physical environment. Four basic principles of Crime Prevention through Environmental

Design will be considered during station and site planning: territoriality (designing

physical elements that express ownership of the station or site); natural surveillance

(arranging physical features to maximize visibility); improved sightlines (provide clear

views of surrounding areas); and access control (physical guidance of people coming

and going from a space).

To combat against crime at construction sites and minimize reliance on local law

enforcement, construction contractors will institute security measures common to

construction sites, including securing equipment and materials in fenced and locked

storage areas and using security personnel after work hours.

I022-15

Refer to Standard Response FB-Response-N&V-01.

Impacts on birds and other wildlife species from increased noise levels are discussed in

Section 3.7.5.3 (pages 3.7-107 through 3.7-108) and include (among other direct and

indirect impacts) permanent disturbance or temporary displacement of special-status

birds. Mitigation for the identified impacts are presented in Section 3.7.7. and include the

following measures:

BIO-MM#29. Conduct Preconstruction Surveys and Delineate Active Nest Exclusion

Areas for Other Breeding Birds.

BIO-MM#30. Conduct Preconstruction Surveys and Monitoring for Raptors.

BIO-MM#31. Bird Protection.

BIO-MM#32. Conduct Preconstruction Surveys for Swainson’s Hawks.

BIO-MM#33. Swainson’s Hawk Nest Avoidance and Monitoring.

BIO-MM#34. Monitor Removal of Nest Trees for Swainson’s Hawks.

BIO-MM#35. Conduct Protocol Surveys for Burrowing Owls.

BIO-MM#36. Burrowing Owl Avoidance and Minimization.
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I022-15

BIO-MM#58. Compensate for Loss of Swainson’s Hawk Nesting Trees.

BIO-MM#59. Compensate for Loss of Burrowing Owl Active Burrows and Habitat.

BIO-MM#65. Offsite Habitat Restoration, Enhancement and Preservation.

I022-16

Refer to Standard Response FB-Response-N&V-03, FB-Response-N&V-05.

I022-17

Refer to Standard Response FB-Response-S&S-01.

Traffic baseline and impact analysis studies were conducted in all station areas to

determine impact significance levels and appropriate mitigation measures. Existing Plus

Project and Future Plus Project Traffic impact analysis for the Kings/Tulare Regional

Station-East Alternative is discussed in the Final EIR/EIS, Impact # 13-Impacts on the

Local Roadway Network due to Station Activity, and the corresponding mitigation

measure listed in Section 3.2.7.

I022-18

The vibration levels anticipated from train operations will not impact the sprinklers in any

way, shape, or form. Areas currently located adjacent to the existing BNSF tracks are

subject to vibration levels substantially higher than the vibration levels that would be

generated by HST operations. If sprinklers are not currently experiencing any of these

problems under existing conditions, they would not be expected to experience these

problems with the addition of HST operations.

I022-19

Mitigation Measure AVR-MM#1b, Minimize Light Disturbance during Construction,

addresses construction lighting impacts with measures typically applied in this type of

situation, including shielding of all lighting used at the construction site so that all direct

lighting is directed downward and restricted to within the construction site

boundaries. Additional measures such as opaque screening and temporary landscaping

could also be applied, if needed to reduce disturbance from construction lights.

I022-20

Construction noise is discussed in Chapter 8 of the Fresno to Bakersfield Section: Noise

and Vibration Technical Report (Authority and FRA 2012j) and in Section 3.4.5.3 of the

EIR/EIS.  Mitigation measures are mentioned in Chapter 8 of the Fresno to Bakersfield

Section: Noise and Vibration Technical Report (Authority and FRA 2012j) and Section

3.7.1 of the EIR/EIS.

I022-21

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

I022-22

Project construction is expected to be completed within 7 years. This period extends

from the beginning of the first phase of construction and continues through operational

testing of the HST system. It is expected that heavy-construction activities, such as

grading, excavating, and laying the HST railbed and trackway, would be accomplished

within a 5-year period. The specific construction impacts on the Ponderosa community

would not occur throughout the entire duration of the project construction period.

I022-23

Simulations are prepared for representative viewpoints, because it is not practical to

develop simulations for every possible view of such a large project covering over a

hundred miles of alignment. However, the Revised DEIR/Supplemental DEIS specifically

recognizes that the visual impacts of the Kings/Tulare Regional Station–East Alternative

would be significant on some adjoining residences, which include the commenter’s

residence (Section 3.16.5.3). These impacts could be reduced with available mitigation

measures, but substantial impacts would be unavoidable at this specific location.

I022-24

Visual resource impacts around the proposed station would be reduced through

implementation of Mitigation Measures AVR-MM#2c, #2d, and #2e.

I022-25

Refer to Standard Response FB-Response-SO-01.
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I022-25

The Authority will negotiate on a case-by-case basis with property owners whose land

would be affected by the HST system.

I022-26

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

I022-27

The commenter does not specify the context in which "when justified" and "as feasible"

are used. It is assumed that the commenter is referring to noise mitigation.

As discussed in FB-Response-N&V-05, the Proposed California High-Speed Train

Project Noise and Vibration Mitigation Guidelines developed by the Authority (see

Appendix 3.4-A of the Revised DEIR/Supplemental DEIS) were used to determine

whether mitigation would be proposed for these areas of potential impact. The

Guidelines require consideration of feasible and effective mitigation for severe noise

impacts (impacts where a significant percentage of people would be highly annoyed by

the HST project’s noise).

The Authority will refine mitigation for homes with residual severe noise impacts (i.e.,

severe impacts that remain notwithstanding noise barriers) and address them on a case-

by-case basis during final design of the Preferred Alternative. In addition to the potential

use of noise barriers, other forms of noise mitigation may include improvements to the

home itself that will reduce the levels by at least 5 dBA, such as adding acoustically

treated windows, extra insulation, and mechanical ventilation, as detailed in Section

3.4.6, Project.

The Revised DEIR/Supplemental DEIS proposes noise barriers in areas of severe noise

impacts resulting from the project, where the barriers meet the cost-effectiveness

criteria. To meet the cost-effectiveness criteria, barriers must mitigate noise for more

than 10 sensitive receivers, be not less than 800 feet in length, be less than 14 feet in

height, and cost below $45,000 per benefited receiver. A receiver that receives at least a

5-dBA noise reduction due to the barrier is considered a benefited receiver.

I022-28

Information about the South Hanford Fire Station can be found in Volume I, Section

3.12.6.4, Affected Environment. Impact SO #1 describes the potential for construction to

affect important community facilities and explains that emergency vehicle access for

police and fire protection services would be maintained at all times. Consequently,

homeowner insurance in the area will not be affected.

I022-29

No, there have not been any studies on diesel trains going 220 miles per hour (mph) for

19 hours every 5 minutes with cows in close proximity.  The diesel trains that may be

using the HST system will operate at somewhere between 90 and 125 mph, and at

maximum capacity expect to run 6 to 8 trains per day in each direction.

I022-30

Refer to Standard Response FB-Response-PU&E-03.

The Authority would positively locate public utilities within the potential impact area (by

probing, potholing, electronic detection, as-built designs, or through other means) prior

to construction, in compliance with state law (i.e., California Government Code 4216).

Where it is not possible to avoid utilities, they would be improved (e.g., steel pipe

encasement) so that there is no damage or impairment to the operation of these utilities

from the HST project, or relocated. If relocation is required, the Authority would work

with the affected utility owner to relocate the utility and restore service to affected

customers. Refer to Section 3.6.5.

I022-31

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

I022-32

The Statewide Program EIR/EIS for the California High-Speed Train System (Authority

and FRA 2005) evaluated the expansion of roads and airports as an alternative to the

HST for improving intercity travel in California. The Findings and Record of Decision for

that EIR/EIS selected the HST as the best alternative to meet this transportation need.
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I022-32

The evaluation of alternative transportation modes is not relevant to the purpose and

need of the Fresno to Bakersfield HST Section.

I022-33

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-17,

FB-Response-GENERAL-24.

California has been planning a high-speed train (HST) system since the formation of the

High-Speed Rail Authority (Authority) in 1996. The extent of study to date is easily seen

by visiting the online library posted on the Authority's website.

By moving people more quickly and at lower cost than today, the HST System would

boost California’s productivity and also enhance the economy. The commenter is

referred to Chapter 1 of the Revised DEIR/Supplemental DEIS, which explains the HST

System’s purpose, need, and objectives, including travel demand and capacity

constraints; Chapter 2, which discusses the background of the HST project; FB-

Response-GENERAL-01, which explains why the project is not fully designed at this

point; and FB-Response-GENERAL-17 which explains funding sources and that the

estimated $6 billion needed to build the Central Valley backbone has been fully funded.

I022-34

Pursuant to NEPA and CEQA guidelines, all public comments collected during a public
comment period are formally responded to in the Final EIR/EIS. Copies of comments
received during the Draft EIR/EIS comment period can be obtained upon request.
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I023-1

Refer to Standard Response FB-Response-GENERAL-07.

Environmental documents are written to a specific and legally required standard. Fact

sheets, brochures, and summaries were provided to ensure widespread understanding

of the environmental documents and ease tin finding pertinent information. Additionally,

public workshops were designed to answer and solicit feedback on the documents and

to assist the public with finding pertinent information.

I023-2

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-13,

FB-Response-N&V-02, FB-Response-N&V-03.

I023-3

Before construction is completed to widen the existing roadway, State Route (SR)

198 will be modeled conservatively as one lane in each direction as the existing

roadway, and two lanes in each direction as the future roadway. The mitigation

measures in Table 3.2-46 proposed adding a lane in both directions along several

portions of SR 198 under existing conditions. However, once the current construction

project is completed, further widening would not be needed to address the impacts

identified in Table 3.2-6.

Any installation of traffic lights on SR 198 would have to be done by the California

Department of Transportation (Caltrans) or under its oversight. As listed in Chapter 6,

References, of the Fresno to Bakersfield Transportation Analysis Technical Report

(Authority and FRA 2012n), numerous phone conversations and emails were exchanged

between December 2009 to April 2010 with District 4 Claims Officers and Transportation

Engineers.

The HST project would not preclude Caltrans from constructing any planned road

improvements. If proposed HST mitigation measures are constructed under a separate

project, then the measure would no longer be required to reduce impacts. All

improvements on state facilities will include consultation with Caltrans.

Refer to Impact S&S #8 – Increased Response Times for Fire, Rescue, and Emergency

I023-3

Services from Permanent Road Closures of Section 3.11, Safety and Security, of the

Final EIR/EIS. Because the project design would include coordination with emergency

responders to incorporate roadway modifications that maintain existing traffic patterns

and fulfill response route needs, effects on the response times by service providers

would have negligible intensity under the National Environmental Policy Act (NEPA) and

would be less than significant under the California Environmental Quality Act (CEQA).

I023-4

Refer to Standard Response FB-Response-AQ-02, FB-Response-AQ-04, FB-

Response-PU&E-02, FB-Response-GENERAL-12.

EPA and FRA determined the applicable conformity.

I023-5

Refer to Standard Response FB-Response-N&V-05.

1) Technical reports were prepared to record additional details on the environmental

setting, impact assessment methodology, and environmental impacts for the following

environmental disciplines: transportation, air quality, noise and vibration, biological

resources and wetlands, geology, hazardous wastes, community impacts, relocations,

cultural resources, and aesthetics and visual resources. Preparation of technical reports

is not required by CEQA or NEPA. CEQA and NEPA do not require that these reports

be distributed for public review with an EIR/EIS. However, all of the technical reports

except for the reports on cultural resources were posted on the Authority’s website for

public review at the same time as the Draft EIR/EIS and the Revised

DEIR/Supplemental DEIS. The availability of these technical reports was included in the

notices to agencies, elected officials, Native American tribes, organizations, individuals

on the project’s mailing list, and owners of land adjoining and near the alternative

alignments.

2) The metrics are found in Table 3.4-2. PPV and VdB are the metrics used to analyze

vibration damage.

3) The land use categories found in Table 3.4-3 are the land use categories that the

FRA uses.

4) The train will be 99 dBA SEL at a distance of 100 feet. This is a different metric and

only deals with a single event. The noise metrics found in Table 3.4-4 deal with the
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I023-5

noise metric Leq. Hourly continuous equivalent noise levels (Leq's) are used as a

cumulative noise metric over an hour.

5) Vibration mitigation measures can be found in Section 3.4.7 of the report.  Mitigation

Measure N&V-MM#8 discusses potential mitigation measures for vibration.

6) Your home has an ambient noise level of 55 dBA Ldn and will have a total noise level

(sum of project and ambient noise levels) of 75 dBA Ldn, making the FTA noise impact

severe. To reduce the noise impact on your residence, mitigation in the form of home

improvements to reduce noise levels to below 5 dBA, such as adding acoustically

treated windows, extra insulation, and mechanical ventilation may be required, as

detailed in Section 3.4.6 in the Draft EIR/EIS.

7) Vibration measurement locations needed to be meet certain criteria in order for

measurements to be conducted. Measurements needed to be conducted near

residences that were currently located near the existing BNSF rail line as well as the

proposed HSR alignment.

8) Table 3.4-14 does not deal with vibration impacts. It deals with moderate and severe

impacts due to noise only.

9) The study comes from the FRA High-Speed Ground Transportation Noise and

Vibration Impact Assessment guidance manual (FRA 2005).

10) The BNSF Alternative through Hanford is no longer being looked at as a potential

alignment.

11) Although the exact timeline for the start of property acquisition is undetermined at

this time, property owners will receive at least 90 days notice if their property is affected.

For more information on the property acquisition and compensation process, see

Volume II, Technical Appendix 3.12-A.

12) Refer to Standard Response FB-Response-N&V-05

13) Figures 3.4-15 through 3.4-19 show the locations where the criteria were met for the

construction of sound barriers for all HST alternatives. There would be a total of 178

severely impacted sites along the western and eastern sides of the BNSF Alternative

through Hanford, which would exceed the $45,000 mitigation allowance for each

benefited receiver, and therefore would not be eligible for sound walls. As noted by the

commenter, the BNSF Alternative would use mitigation in the form of building insulation

or payment of property noise easements to reduce severe impacts along the area east

of Hanford, including Ponderosa; see N&V-MM#3: Implement Proposed California High-

Speed Train Project Noise Mitigation Guidelines. The Authority will contact property

I023-5

owners eligible to receive building insulation or payment of property noise easements

prior to construction of the preferred alternative.

I023-6

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-04.

The HST right-of-way is approximately 100 feet wide.  Although the HST may affect

numerous wells, since it occupies a very small percentage of the Valley floor and wells

are scattered throughout the Valley, it will affect only a very small percentage of the

wells.  As the construction details for the HST are finalized and land acquisition

commences, the location of wells that will be impacted by the construction will be

identified. The Authority will fairly compensate landowners for loss or disruptions to their

operations during the right-of-way acquisition process. The amount of money needed

will be determined as part of the program of land acquisition. For the above reasons the

exact number of wells impacted does not need to be known to determine the

significance of the impact.

I023-7

Refer to Standard Response FB-Response-SO-01, FB-Response-AQ-05.

Page 3.12-6. Although the identification of individual circumstances surrounding each

partial acquisition of parcels was not possible for inclusion in the Section 3.12 analysis,

the right-of-way acquisition team is suited to make these determinations before the

property acquisition and compensation phase of the project. These specific

determinations do not preclude a calculation of the costs associated with property

acquisition.

Page 3.12-66. Impacts on the Ponderosa Road community are explained here. Please

refer to the Executive Summary, S.11, Next Steps in the Environmental Process, for

information on the schedule for the selection of the preferred alternative, publication of

the Fresno to Bakersfield Section Final EIR/EIS, issuance of the FRA's Record of

Decision and the Authority's Notice of Determination, property acquisition, and start of

construction. The property acquisition and compensation process will only begin once all

necessary legal processes have been completed, funding has been secured, and
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I023-7

construction is ready to begin. This is scheduled to begin in 2013 and last through 2015.

Impact SO #9. In the long-term, the HST project would result in smaller increases in

motor vehicle emissions than would occur with the No Project Alternative, and these

reductions, along with the Voluntary Emissions Reduction Agreement between the

Authority and the San Joaquin Valley Air Pollution Control District, would offset any

short-term emission increases associated with the construction and long-term operation

of the HST system itself (refer to Section 3.3.6 of the EIR/EIS).

Pages 3.12-80 and 3.12-81. As detailed in Section 3.12 of the RDEIR/SDEIS, Impact

SO #7, up to half of the existing ranch-style homes in the Ponderosa Road community

potentially could be displaced by the BNSF Alternative. In this location, residents enjoy a

unique blend of amenities, and very few comparable, vacant, developed rural residential

homes may be available as replacement properties. If so, it may be necessary to

consider constructing housing of last resort, including rehabilitation of existing housing

or relocation of the disrupted residential area to newly constructed housing elsewhere in

the vicinity. Even if replacement housing were to be constructed to meet these needs,

these replacements would not represent a substantial number of new homes, and

therefore the impact would be less than significant under CEQA.

Mitigation Measure SO-1. The public outreach process for the Fresno to Bakersfield

Section of the HST has been extensive and includes hundreds of public meetings and

briefings where public comments have been received, participation in community events

where participation has been solicited, and educational materials have been developed

and distributed to encourage feedback. These efforts are cited in Volume I, Chapter 7.

I023-8

The Revised DEIR/Supplemental DEIS identified potential Section 4(f) uses to historic

homes from implementation of the Hanford West Bypass 1 and 2 alternatives. The

BNSF Alternative also results in a Section 4(f) use to a historic property in the location

where it parallels the Hanford West Bypass alternatives. Section 4(f) requires that the

alternative that results in the overall least harm to Section 4(f) resources be selected

when there is no feasible and prudent alternative that will avoid a Section 4(f) use. The

Authority and FRA have worked to refine to the Hanford West Bypass alternatives to

I023-8

avoid and/or minimize impacts to these historic structures and a final, overall least harm

determination is documented in the Final EIR/EIS.

I023-9

Please note that the document used for the Section 4(f)/6(f) evaluations in Chapter 4,

Section 4(f)/6(f) Evaluation, of the Revised DEIR/Supplemental DEIS was the

Supplemental Historic Property Survey Report (Authority and FRA 2012m). To protect

cultural resources, this report was not distributed to the public at large. This report is

available to qualified historians and archaeologists on request to the Authority and FRA.

Requests for this and other cultural resources reports were made by several qualified

individuals in Bakersfield and Kern County, and copies of the reports were provided to

them.
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Fresno - Bakersfield (July 2012+) - RECORD #328 DETAIL
Status : Unread
Record Date : 10/18/2012
Response Requested : No
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 10/18/2012
Submission Method : Website
First Name : Kathleen Ellis
Last Name : Faulkner
Professional Title : Lawyer
Business/Organization : Faulkner Law Offices
Address :
Apt./Suite No. :
City : Bakersfield
State : CA
Zip Code : 93301
Telephone : 661-327-0601
Email : kathleenfaulkner@me.com
Email Subscription : Fresno - Bakersfield
Cell Phone :
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

High speed rail is long overdue.  The benefits to our country and our
state are manifold.  We need to reduce our dependence on oil for
transportation.  We cannot afford the continued cost building more roads
and maintaining the ones we have, nor the air pollution.

EIR/EIS Comment : No
Official Comment Period : Yes

I024-1

Submission I024 (Kathleen Ellis Faulkner, Faulkner Law Offices, October 18, 2012)
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Refer to Standard Response FB-Response-GENERAL-09.

The commenter's support of the project is noted.

Response to Submission I024 (Kathleen Ellis Faulkner, Faulkner Law Offices, October 18, 2012)
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Refer to Standard Response FB-Response-GENERAL-10, FB-Response-GENERAL-05.

See EIR/EIS Volume I Section 3.12 Impact SO #9 for residential displacements. For

information on new job creation and the resulting impacts to the regional economy see

Volume I Section 3.12 Impact SO #13. Also see Section 5.1.2 of the Community Impact

Assessment Technical Report (Authority and FRA 2012h) for more detailed information

on short-term and long-term job creation.

Response to Submission I025 (Beatriz K. Fernandes, October 18, 2012)
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Your opposition to the project is noted.

Amtrak service will continue with the proposed project.

Su oposición al proyecto ha sido notada.

El servicio de Amtrak continuara con el proyecto propuesto.

Response to Submission I026 (Cleotilde Figueroa, October 18, 2012)
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Fresno - Bakersfield (July 2012+) - RECORD #64 DETAIL
Status : Action Pending
Record Date : 7/30/2012
Response Requested : No
Affiliation Type : Individual
Interest As : Individual
Submission Date : 7/26/2012
Submission Method : Project Email
First Name : James
Last Name : Fujita
Professional Title :
Business/Organization :
Address : 4734 W. Caldwell Ave.
Apt./Suite No. : Apt. D
City : Visalia
State : CA
Zip Code : 93277
Telephone :
Email : jim61773@yahoo.com
Email Subscription :
Cell Phone :
Add to Mailing List :

Stakeholder
Comments/Issues :

Please get the high-speed rail line built as soon as possible.

As a resident of the Central Valley who visits family in Los Angeles
whenever possible, I would be a regular high-speed train rider if it was
available here. I currently use Amtrak to get to Southern California and I
would switch to HSR.
I have used Japan's Shinkansen and I would love to see something
similar here.

I live in Visalia, so the nearest station for me would be the Hanford
regional station. Obviously, the Hanford East location would be more
convenient, but I could see advantages to the Hanford West location as
well.

In Japan and in Europe (and even here in the United States), train
stations have been magnets for new growth and development. I would
hope to see more than just a "greenfield" station for Hanford. I would
expect to see a hotel or even a shopping center directly linked to the
train station.

The Hanford West station would appear to better located for this sort of
development. However, there is no reason why Hanford could not direct
growth to the east if the Hanford East route was selected.
I would also expect to see local bus or even rail connections to the HSR
station at Hanford. The Hanford East location is near the cross-valley
freight rail line, which was studied for possible passenger rail a few
years ago.

Please don't listen to the NIMBYs.

James Fujita
4734 W. Caldwell Ave., Apt. D
Visalia, CA 93277

EIR/EIS Comment : Yes
Official Comment Period : Yes

I027-1

I027-2

I027-3

Submission I027 (James Fujita, July 26, 2012)
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To maintain its eligibility for federal American Recovery and Reinvestment Act (ARRA)

funding, the Authority intends to begin final design and project construction in early

2013. The Initial Operating Section (IOS) first construction is to be completed by

December 2018. Service on the IOS is expected to start in 2022.

Your support for the project is noted.

I027-2

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

Your support of the proposed project is noted. There are two primary alternatives in the

Hanford area: The BNSF Alternative (east of Hanford) and the Hanford West Bypass

Alternative.

The Authority used the information in the Revised DEIR/Supplemental DEIS and input

from agencies and the public to identify the Preferred Alternative in this Final EIR/EIS.

The decision included consideration of the project purpose and need and the project

objectives presented in Chapter 1, Project Purpose, Need, and Objectives, as well as

the objectives and criteria in the alternatives analysis and the comparative potential for

environmental impacts.

I027-3

Refer to Standard Response FB-Response-GENERAL-09.

Your support of the proposed project is noted.

Response to Submission I027 (James Fujita, July 26, 2012)
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Refer to Standard Response FB-Response-GENERAL-07.

Response to Submission I028 (Aaron Fukuda, August 12, 2012)
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Fresno - Bakersfield (July 2012+) - RECORD #247 DETAIL
Status : Action Pending
Record Date : 10/9/2012
Response Requested : Yes
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 10/9/2012
Submission Method : Website
First Name : Aaron
Last Name : Fukuda
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City : Hanford
State : CA
Zip Code : 93232
Telephone :
Email : cchsraorg@gmail.com
Email Subscription :
Cell Phone :
Add to Mailing List :
Stakeholder
Comments/Issues :

I am reading the DEIR/EIS and one of the large assumptions lodged in
the DEIR/EIS is the idea that the train can travel at 220 mph.  Although
this statement is made, I cannot find any evidence within the report that
the system can travel at 220 mph.  Although this seems to be a design
feature, it does set the level of impacts associated with the project.  Can
the DEIR/EIS provide an analysis that the system can achieve 220 MPH.
I cannot find any evidence in the world that there is a system
successfully operating at 220 mph on a daily basis.  If 220 MPH cannot
be achieved it changes the project description.

EIR/EIS Comment : Yes
Official Comment Period : Yes

I029-1

Submission I029 (Aaron Fukuda, October 9, 2012)
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I029-1

The requirements to design and construct a high-speed train system to operate at

speeds of over 200 miles per hour (mph) and achieve the legislative travel time

mandates are defined in Proposition 1A, the project’s enabling legislation. The

performance of the High-Speed Train System needed to achieve these requirements is

documented in the California High-Speed Train System Basis of Design Technical

Memorandum (Authority 2010b).

The Authority evaluated high-speed trainsets from around the world to confirm that

available train technologies could satisfy the project’s performance requirements. The

evaluation is documented in the Selected Train Technologies Technical Memorandum

(Authority 2008b) and the Trainset Configuration Analysis and Recommendation

Technical Memorandum (Authority 2009c). High-speed trains in China have operated in

revenue service at speeds of 220 mph and other high-speed train systems are planned

to operate at 220 mph and faster as systems technology advances. Proven technology

used elsewhere in the world demonstrates that high-speed rail in California will be able

to operate revenue service at speeds of 220 mph.

Response to Submission I029 (Aaron Fukuda, October 9, 2012)
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Fresno - Bakersfield (July 2012+) - RECORD #306 DETAIL
Status : Unread
Record Date : 10/17/2012
Response Requested : Yes
Stakeholder Type : CA Resident
Affiliation Type : Individual
Attorney or Law Firm? : No
Interest As : Individual
Submission Date : 10/17/2012
Submission Method : Project Email
First Name : Aaron
Last Name : Fukuda
Professional Title :
County :
Business/Organization :
Address :
Apt./Suite No. :
City :
State : CA
Zip Code : 00000
Telephone : 559-707-8928
Email : afukuda77@gmail.com
Email Subscription :
Cell Phone :
Fax :
Comment Type : Issue (concern, suggestion, complaint)
Add to Mailing List :
Stakeholder
Comments/Issues :

To Whom It May Concern:

A few weeks ago I send a letter to the Authority requesting a time
extension on the public comment period.  With only three days left to
read,
analyze and comment on the extensive EIR/EIS, I would like to petition
the
Board to again consider an extension.

Has the Authority decided to honor my request?  I believe there are
others
who have requested the same privileged.  I would appreciate an answer
today
in order to determine what I am up against for the next several days.

I can be contact via email at afukuda77@gmail.com or my cellphone at
559-707-8928.

Thanks.

Aaron Fukuda
Subscription
Request/Response :
EIR/EIS Comment : Yes

I030-1

General Viewpoint on
Project :

Unknown

Official Comment Period : Yes

Submission I030 (Aaron Fukuda, October 17, 2012)
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Refer to Standard Response FB-Response-GENERAL-07.

Response to Submission I030 (Aaron Fukuda, October 17, 2012)
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I031-5

I031-5

I031-6

I031-7

I031-8

I031-9

I031-10

I031-11

I031-12

Submission I031 (Todd Fukuda, October 18, 2012)
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I031-13

I031-14

I031-15

I031-16

I031-17

I031-17

I031-18

I031-19

I031-20

I031-21
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I031-1

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-04,

FB-Response-GENERAL-10, FB-Response-AG-01.

As described in Section 1.5, Tiering of Program EIR/EIS Documents, of the Final

EIR/EIS, in the 2005 Statewide Program EIR/EIS decision document (Authority and FRA

2005), the Authority  and FRA selected the BNSF Railway (BNSF) route as the

Preferred Alternative for the HST System between Fresno and Bakersfield. Therefore,

the project EIR/EIS for the Fresno to Bakersfield Section focuses on alternative

alignments along the general BNSF corridor.

I031-2

The Agricultural Working Group (AWG) was established in July 2011 to assist

the Authority with an independent advisory group that could address the issues being

raised by the agricultural community. The representatives of this group are specialists

and experts in their specific fields of agriculture. They include University of California,

Cooperative Extension, California State University, governmental agencies, county

agricultural commissioners and agri-business representatives. You can find a list of the

members of the working group in the “Agricultural Technical Working Group – Update

Memo” currently provided on the Authority's website.

 A series of White Papers were produced by this group and were presented to the High-

Speed Rail Authority Board. The information contained in the White Papers produced by

the Working Group is included in the Final EIR/EIS in FB-Response-AG-04, Severance

– Farm Impacts; FB-Response-AG-05, Pesticide Spraying/Dust/Pollination; and FB-

Response-AG-06, Confined Animal Facilities. The final White Papers are currently

provided on the Authority's website.

I031-3

No, it is not possible to have a significant adverse effect within the definition of a

negligible effect. That would make no sense. Adverse effects may exist when an impact

is also beneficial. In such cases, the adverse effect is identified as adverse.

Cumulative impacts consist of the accumulated effects of numerous individual actions,

including those that may be negligible by themselves. Analysis of cumulative impacts

I031-3

discloses those situations where the project's individual contribution is small, but its

contribution to the cumulative impact is considerable. The Land Evaluation and Site

Assessment (LESA) analysis undertaken for agricultural effects is an example of an

evaluation of cumulative impacts.

I031-4

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-AG-02, FB-

Response-AG-03, FB-Response-AG-04, FB-Response-GENERAL-05.

The analysis also addresses impacts on communities. For information on the economic

effects on agriculture see EIR/EIS Volume I Section 3.12 Impact SO #15. For a detailed

analysis of the effects of the HST project on agricultural production, see Appendix C of

the Community Impact Assessment Technical Report (Authority and FRA 2012h). The

analysis in this appendix provides these results by county and by project alternative in

terms of the number of acres of agricultural production loss, the resulting annual

revenue loss in both dollar and percent terms for each type of agricultural product, and

the employment loss.

I031-5

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-04,

FB-Response-GENERAL-10, FB-Response-AG-01.

As discussed in Master Response FB-02, I-5 and SR 99 were dismissed as potential

alternatives in the 2005 Program EIR/EIS and there is no compelling reason to revive

them. CEQA and NEPA require examination of the alternatives selected for analysis

in an EIR/EIS. Alternatives that have been rejected require no analysis. Accordingly,

there is no reason to make a comparison of the agricultural impacts between the

alternatives selected for analysis in the Fresno to Bakersfield Revised

DEIR/Supplemental DEIS and those that were not.

I031-6

The Kings/Tulare Regional Station is no longer considered a "potential" station. The

Authority and FRA will construct a Kings/Tulare Regional Station in the vicinity of

Response to Submission I031 (Todd Fukuda, October 18, 2012)
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Hanford as part of the project. Construction timing would be based on ridership demand

in the region, and would occur during Phase 2 of the statewide project, sometime after

2020.

As discussed in Section 2.4, Alignment, Station, and Heavy Maintenance Facility

Alternatives Evaluated in the Revised DEIR/Supplemental DEIS, the Hanford West

Bypass 1 and 2 alternatives include a design option where the alignment would be

below-grade between Grangeville Boulevard and Houston Avenue. The below-grade

Kings/Tulare Regional Station–West Alternative would be located along this alignment

east of 13th Avenue, between Lacey Boulevard and the San Joaquin Valley Railroad

(SJVR) spur.

I031-7

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-04,

FB-Response-AG-01.

The text on page 31 of Section 3.14 is just describing the existing environment. The

current existing environment for both Hanford West 1 and Hanford West 2 is very similar

in terms of the types of farmland affected and whether or not they are adjacent to any

dairies. Where detailed numbers are presented for the prospective impacts of the

alternative alignments, the differences between the alternatives are reflected in different

acreages of impacts.

The Revised DEIR/Supplemental DEIS did not presuppose the selection of the preferred

alternative. It simply noted that the Hanford West alternative alignment would have

lesser impacts on agricultural land than would the BNSF Alternative that runs east of

Hanford. The Preferred Alternative represents a balance of the least overall impact on

the environment and local communities, cost, and constructability constraints of the

project alternatives evaluated. The Preferred Alternative is reflected in the Final EIR/EIS.

I031-8

SB 375, adopted in 2008, requires California’s urban regions to achieve mandated

greenhouse gas (GHG) reductions through coordinated transportation and land use. SB

375 requires that California’s metropolitan planning organizations (MPOs) work to

I031-8

achieve GHG reduction targets for 2020 and 2035 for automobiles and light trucks.

However, SB 375 does not dictate the quantity of new GHG reductions, nor the

procedure for allocating responsibility among MPOs for achieving these reductions. The

law stipulated that California Air Resources Board (CARB) adopt the regional targets by

September 30, 2010, in consultation with the MPOs. Going forward, CARB must update

the targets, at minimum, every 8 years.

The heart of SB 375 is the requirement that each MPO develop and implement a

Sustainable Communities Strategy (SCS) as part of its periodic regional transportation

plan (RTP). The SB 375 process is iterative, dependent on RTP planning that occurs in

4-year cycles in most California regions. SB 375 benefits can be enhanced over time,

especially if new supportive federal and state programs are enacted.  The Sustainable

Communities Strategy (SCS) will coordinate land use, housing needs, and

transportation/transit planning to meet the regional target for the reduction of GHG

emissions from automobiles and light trucks established by CARB. Coordination is

enforced by requiring transportation projects identified in the RTP to comply with the

SCS in order to receive state and federal funding through the regional housing needs

allocation. The requirements of SB 375 will be reflected in the 2014 RTPs adopted by

the Fresno Council of Governments, Kings County Association of Governments, and

Kern Council of Governments. While the HST project is a project that would reduce

GHGs, it is not a land use or regional transportation plan and therefore would not require

“adopting the SCS” as suggested in the comment.

I031-9

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

A temporary impact is a term applied to land that will be used for construction purposes

of the HST and will be returned to the landowner once construction is completed. During

the property acquisition process, losses in the value of the remaining property will be

taken into account and compensation will be provided for the loss in productivity.

The lead agency (the Authority under CEQA, the FRA under NEPA) is responsible for

determining the potential significance of project impacts. There is no requirement that

landowners be consulted in order to obtain their concurrence with the designated level

Response to Submission I031 (Todd Fukuda, October 18, 2012) - Continued
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I031-9

of significance.

I031-10

Refer to Standard Response FB-Response-AG-05.

The Authority formed an agricultural working group to assist the Authority on agricultural

issues. The working group is composed of university, government agencies, and agri-

business representatives. The group completed a white paper on pesticide use impacts

in 2012 (this paper is on the Authority's website). That white paper reports there would

be no need for new spraying regulations around the HST, as it would be treated like any

other transportation corridor.

Statements regarding the termination of aerial application of pesticides within 0.25 mile

of the HST alignment are an oversimplification of the aerial application process. To

conduct aerial applications of pesticides, each farm must submit an application to its

respective County Agricultural Commissioner, detailing what types of pesticide they are

proposing to spray. It is after receiving this information that the Agricultural

Commissioner places restrictions on the farm’s application of pesticides. These

restrictions include, but are not limited to: buffer zones, aerial spraying height

restrictions, mesh size limits, and wind speed restrictions. When creating these

restrictions, the Agricultural Commissioner is looking at nearby sensitive receptors

(transportation corridors, houses, business, etc.), the proposed pesticides to be sprayed

(different pesticides have different spraying restrictions based on the manufacturer’s

approved application rates), and several other factors that may influence environmental

effects of pesticide application. As there are a large number of factors that influence the

possible restrictions placed on aerial application of pesticides, an absolute statement of

no spraying within 0.25 mile is not reasonable. There are several options available to

farmers so they may not have new spraying restrictions placed on them by their

Agricultural Commissioner. For example, the farmer could change the pesticides they

are proposing to use that have fewer restrictions; they could also plant a different variety

of crops next to the HST that does not require the application of pesticides with spraying

restrictions.

The Authority recognizes that possible changes to current spraying practice from the

I031-10

HST may reduce the productivity of a farmer’s remaining property. Those possible

impacts would be taken into account by the appraiser at the time of right-of-way

acquisition, and any diminution in value to a property owner’s remaining parcel(s) will be

estimated by the appraiser through the appraisal process. This involves appraising the

remainder as it contributes to the whole property value before acquisition, then

appraising the remainder in the after condition as a separate parcel as though the

project was constructed, and including any estimated damages to remainder, such as,

cost of re-establishing irrigation systems, replacing wells, providing buffers for aerial

spraying, etc.  The difference between these “before” and “after” values is called

severance damages and will reflect any loss in value to the remainder of the parcel due

to the construction in the manner proposed.

Land that may be affected by new aerial application restrictions would still be used by

the farmer for agricultural purposes, as would new turning areas at the end of crop rows.

Therefore, there is no conversion of agricultural land from project impacts to current

aerial spraying practices; however, it is an economic hardship in terms of causing

reduced production for the remaining parcels of a farm. As is the case with removing

land planted in crops for use as equipment turning lanes, the need to provide a buffer for

crop spraying will be analyzed and addressed at the appraisal stage with input from the

property owners and managers, and experts in the field.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

Response to Submission I031 (Todd Fukuda, October 18, 2012) - Continued
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I031-11

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

The referenced Relocation Impacts Report describes how the affected parcels were

analyzed. Referencing a document used in the analysis contained in an EIR/EIS is

perfectly allowable under both CEQA and NEPA.

I031-12

The purpose of this project is to implement the Fresno to Bakersfield Section of the

California HST System to provide the public with electric-powered high-speed rail

service that provides predictable and consistent travel times between major urban

centers and connectivity to airports, mass transit, and the highway network in the south

San Joaquin Valley, and to connect the northern and southern portions of the system.

The capacity of California’s intercity transportation system, including that of the south

San Joaquin Valley, is insufficient to meet existing and future travel demand. The

current and projected future system congestion will continue to result in deteriorating air

quality, reduced reliability, and increased travel times. The system has not kept pace

with the tremendous increase in population, economic activity, and tourism in the state,

including that in the south San Joaquin Valley. The interstate highway system,

commercial airports, and conventional passenger rail system serving the intercity travel

market are operating at or near capacity and will require large public investments for

maintenance and expansion to meet existing demand and future growth over the next

25 years and beyond. Moreover, the feasibility of expanding many major highways and

key airports is uncertain; some needed expansions may be impractical or may be

constrained by physical, political, and other factors.

As discussed above, growth is expected to occur within the region under the No Project

Alternative as well as with the HST System. High-speed rail would bring significant

benefits to California, both in the near term and in the long run. It would benefit

individuals and the state as a whole. Benefits would be statewide and would encompass

both economic and environmental concerns. California’s population is growing rapidly

and unless new transportation solutions are identified, traffic and congestion will only

worsen and airport delays will continue to increase. The proposed 220-mph HST

System would provide lower passenger costs than travel by air for the same city-to-city

I031-12

markets. It would increase mobility, while reducing air pollution, decreasing dependence

on fossil fuels, and protecting the environment by reducing greenhouse gas emissions,

and would promote sustainable development. By moving people more quickly and at

lower cost than today, the HST System would boost California’s productivity and

enhance the economy. In November 2008, California voters passed Proposition 1A,

which provides $9 billion toward the implementation of HST service in California. Please

see the Statewide Program EIR/EIS (Authority and FRA 2005) for more information in

regard to the rationale for building the proposed HST System. Also see the discussion

under Section 1.2.4, Statewide and Regional Need for the HST System with the Fresno

to Bakersfield Section.

I031-13

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-03.

The Authority will take responsibility for finding adjacent landowners and selling them

the land under the Farmland Consolidation Program. This program is described in the

project design features in Section 3.14. The commenter's opinion about the difficulty of

selling this land is speculative and is not supported by substantial evidence.

I031-14

Refer to Standard Response FB-Response-GENERAL-11, FB-Response-S&S-01.

Eight-foot (8-foot) shoulders are consistent with the existing road condition, and Caltrans

stopping-sight distance criteria were used in developing the length of roadway curvature

for improved safety. Additional coordination with the farming community has been

initiated and will continue through the design and procurement process.

The 27 feet is measured from the top of the HST tracks.

I031-15

Authority policy is to provide roadway overpasses approximately every 2 miles, resulting

in no more than 1 mile of out-of-direction travel for vehicles to cross the HST tracks. In

most locations in the Fresno to Bakersfield Section, roadway overpasses would be
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I031-15

provided more frequently, approximately every mile or less, because of the existing

roadway infrastructure. Consequently, out-of-direction travel would be limited to

approximately 1 mile in nearly all locations in the project area. The Revised

DEIR/Supplemental DEIS, Section 3.11.6, explains that the project design would include

coordination with emergency responders to incorporate roadway modifications that

maintain existing traffic patterns and fulfill response route needs, resulting in negligible

effects on response times by service providers. Section 3.11.5, Safety and Security

Environmental Consequences, of the Revised DEIR/Supplemental DEIS provides

additional detail regarding emergency response time during HST operations. Due to

vehicle size and weight requirements, it is not common for emergency responders to

use a private roadway.

I031-16

Refer to Standard Response FB-Response-AG-05.

The Authority formed an agricultural working group to assist the Authority on agricultural

issues. The working group is composed of university, government agencies, and agri-

business representatives. The group completed a white paper on pesticide use impacts

in 2012 (this paper is on the Authority's website). That white paper reports there would

be no need for new spraying regulations around the HST, as it would be treated like any

other transportation corridor.

The white paper "Induced Wind Impacts" examined the potential for airflow from the

train to create wind. It found that the induced wind speed would be 2.3 miles per hour at

30 feet from the train. This distance is well within the right-of-way of the system, so

induced wind at the edge of the right of way would be very small. Note that HST

trainsets are very streamlined and applicable and are not directly comparable to the

wind effects of a typical freight train, even at higher speed. The typical HST trainset is

sealed, with windows that cannot be opened, and no gaps between cars. If pesticide

applicators apply pesticides close to the HST tracks in accordance with the existing

regulations there should be no liability. If they fail to meet those regulations, the

applicator would be liable for damages.

Statements regarding the termination of aerial application of pesticides within 0.25 mile

I031-16

of the HST alignment are an oversimplification of the aerial application process. To

conduct aerial applications of pesticides, each farm must submit an application to its

respective County Agricultural Commissioner, detailing what types of pesticide they are

proposing to spray. It is after receiving this information that the Agricultural

Commissioner places restrictions on the farm’s application of pesticides. These

restrictions include, but are not limited to: buffer zones, aerial spraying height

restrictions, mesh size limits, and wind speed restrictions. When creating these

restrictions, the Agricultural Commissioner is looking at nearby sensitive receptors

(transportation corridors, houses, business, etc.), the proposed pesticides to be sprayed

(different pesticides have different spraying restrictions based on the manufacturer’s

approved application rates), and several other factors that may influence environmental

effects of pesticide application. As there are a large number of factors that influence the

possible restrictions placed on aerial application of pesticides, an absolute statement of

no spraying within 0.25 mile is not reasonable. Several options are available to farmers

so they may not have new spraying restrictions placed on them by their Agricultural

Commissioner. For example, the farmer could change the pesticides they are proposing

to use that have fewer restrictions; they could also plant a different variety of crops

adjacent to the HST that does not require the application of pesticides with spraying

restrictions.

The Authority recognizes that possible changes to current spraying practice from the

HST may reduce the productivity of a farmer’s remaining property. Those possible

impacts would be taken into account by the appraiser at the time of right-of-way

acquisition, and any diminution in value to a property owner’s remaining parcel(s) will be

estimated by the appraiser through the appraisal process. This involves appraising the

remainder as it contributes to the whole property value before acquisition, then

appraising the remainder in the after condition as a separate parcel, as though the

project was constructed, and including any estimated damages to remainder, such as,

cost of re-establishing irrigation systems, replacing wells, providing buffers for aerial

spraying, etc.  The difference between these “before” and “after” values is called

severance damages and will reflect any loss in value to the remainder of the parcel due

to the construction in the manner proposed.

Land that may be affected by new aerial application restrictions would still be used by

Response to Submission I031 (Todd Fukuda, October 18, 2012) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. V Response to Comments from Individuals Last Name D-F

Page 42-95



I031-16

the farmer for agricultural purposes, as would new turning areas at the end of crop rows.

Therefore, there is no conversion of agricultural land from project impacts to current

aerial spraying practices; however, it is an economic hardship in terms of reduced

production for remaining parcels of a farm. As is the case with removing land planted in

crops for use as equipment turning lanes, the need to provide a buffer for crop spraying

will be analyzed and addressed at the appraisal stage with input from the property

owners and managers, and experts in the field.

The commenter offers only their unsubstantiated opinion regarding the trapping of

pesticides "in the vortex" and effects on bees. Similarly, the commenter offers no

evidence why studies of wind effects performed in other countries would not be

applicable here.

Documented personal communications with an expert is a valid type of reference and is

commonly used in CEQA and NEPA practice.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I031-17

Refer to Standard Response FB-Response-AG-05.

I031-17

The conclusions in the Revised DEIR/Supplemental DEIS are based on the currently

available literature studies on these topics. There is no literature on California's HST

because it is not in operation. The Authority is committed in its project design features to

undertake original research during the testing and early operations periods of the HST

System (see Section 3.14.6). The results of that research will be used to refine future

operations, if necessary.

I031-18

The Authority has no influence on the liabilities assumed by pesticide applicators and

agricultural pesticide control advisors. The HST will be a new transportation corridor that

farmers in the area do not currently have to deal with. The pesticide applicators and

agricultural pesticide control advisors currently deal with transportation corridors

throughout the San Joaquin Valley. In a white paper on pesticide use impacts produced

by the Authority (this paper is on the Authority's website), it was found that no new

regulations would result from the HST. This means that both the pesticide applicators

and agricultural pesticide control advisors would deal with the HST in the same manner

as they deal with all other transportation corridors they encounter.

I031-19

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-04,

FB-Response-SO-01.

In EIR/EIS Section 3.14.6 Project Design Project Design Features, the Authority accepts

the responsibility to help all agricultural operations affected by the HST to re-permit any

permits that need to be changed.

To conduct aerial applications of pesticides, each farm must submit an application to its

respective County Agricultural Commissioner, detailing what types of pesticide they are

proposing to spray. After receiving this information the Agricultural Commissioner places

restrictions on the farm’s application of pesticides. These restrictions include, but are not

limited to: setbacks, aerial spraying height restrictions, mesh size limits, and wind speed

restrictions. When creating these restrictions, the Agricultural Commissioner is looking at

nearby sensitive receptors (transportation corridors, houses, business, etc.), the
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proposed pesticides to be sprayed (different pesticides have different spraying

restrictions based on the manufacturer’s approved application rates), and several other

factors that may influence environmental effects of pesticide application. As there are a

large number of factors that influence the possible restrictions placed on aerial

application of pesticides, an absolute statement regarding the permits that may need to

be changed on a farm-specific level is not reasonable.

Several options are available to farmers so they may not have new spraying restrictions

placed on them by their Agricultural Commissioner. For example, the farmer could

change the pesticides they are proposing to use that have fewer restrictions; they could

also plant a different variety of crops adjacent to the HST that does not require the

application of pesticides with spraying restrictions.

I031-20

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-02, FB-

Response-AG-03.

I031-21

Refer to Standard Response FB-Response-GENERAL-07, FB-Response-GENERAL-16,

FB-Response-SO-07.

The Authority appreciates the suggestion and will consider it for future public outreach

as the project progresses.
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I032-1

Refer to Standard Response FB-Response-GENERAL-07.

I032-2

Figure 3.11-4 has been modified in the Final EIR/EIS to indicate the location of the

Kings County Houston Avenue fire station.

The impact of the HST alternatives on this station was analyzed in the Draft EIR/EIS

and Revised DEIR/Supplemental DEIS. The BNSF Alternative is located near the

station to the east. The HST would not alter any public roads in the vicinity of the fire

station that are used for emergency response. As described in Section 3.11.5, the BNSF

Alternative is approximately 845 feet east of the heliport at the station. In addition, the

Houston Avenue overcrossing of the HST alignment is located about 320 feet south of

the heliport at its closest point. The Part 77 approach and departure surface for a

heliport has an 8 to 1 slope and extends 4,000 feet from the takeoff and landing area,

which is centered on the helipad. The HST would be at-grade in the vicinity of the

heliport, which would put the top of the catenary system for the train at an elevation of

about 35 feet above the ground surface. The helipad Part 77 approach and departure

surface is about 105 feet above the ground surface at this location. The helipad Part 77

surface is about 40 feet above the ground surface at its closest point to the Houston

Avenue overcrossing. At this location, the overcrossing would be approximately 12 feet

above ground surface. None of the proposed HST facilities would penetrate the Part 77

surfaces for the station heliport.

I032-3

Responses to questions submitted by the Kings County Sheriff are provided in Volumes

IV and V of the Final EIR/EIS.

I032-4

The design of the Fresno to Bakersfield Section provides for a station platform for the

Kings/Tulare Regional Station. Construction of the station will depend on ridership

demand.

Section 3.11.4 of the EIR/EIS provides an analysis of crime statistics for

I032-4

Hanford, Fresno and Bakersfield. Crime statistics are provided for Hanford because the

Kings/Tulare Regional Station would be located adjacent to the city and it is likely that

crime rates in the station area would be similar to those in the city of Hanford rather than

Kings County as a whole.

I032-5

SkyLife helicopter service based at Fresno Yosemite International Airport seasonally

staffs an air ambulance at Kings County Fire Station #4 from June through September.

This information has been included in Section 3.11 of the Final EIR/EIS. The project

would not impact the use of the helipad at station #4.

I032-6

As described in Impact S&S #10 in Section 3.11 of the EIR/EIS, the Fresno and

Bakersfield HST stations would introduce new activity centers into the downtown areas.

The Kings/Tulare Regional Station-East Alternative would be located immediately east

of the city of Hanford's sphere of influence. Kings County has zoned land in the vicinity

of the station site for commercial development, and the station could help accelerate this

development. The Kings/Tulare Regional Station-West Alternative is located adjacent to

the city of Hanford planning boundary and is within the Armona Community Planning

Area of Kings County. The station site land use designation within Kings County is

Limited Agriculture. This station could stimulate development in the area. The

associated development and economic activity that would indirectly result from the

presence of the HST stations could increase demand for local emergency responders

and require new or physically altered government facilities (such as police or fire

stations) that might affect the environment.

The stations themselves would introduce new passengers into the cities, which could

increase the demand for fire and ambulance services. Because the stations would have

onsite security patrols, no increased demand for police protection is anticipated.

Increased economic activity around stations would result in increased property and

sales tax revenues to help offset costs of additional service demands. However, since

the project could increase the demand for fire and ambulance services, the construction

of which might affect the environment, the impact on emergency response could have

moderate intensity under NEPA and could be significant under CEQA.
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I032-6

The Authority has developed Mitigation Measure S&S MM#1 to mitigate this impact.

That mitigation measure is described in Section 3.11.7 of the EIR/EIS.

I032-7

Construction accidents can happen, as indicated in Section 3.11.5 of the EIR/EIS, but as

discussed in Section 3.11.6, construction safety and health plans developed by the

Authority will establish safety and health guidelines for contractors. These plans require

contractors to develop and implement site-specific measures that address regulatory

requirements to protect human health and property at construction sites. In addition,

final design includes development of a detailed construction transportation plan that

would include coordination with local jurisdictions on emergency vehicle access. The

plan would establish procedures for temporary road closures, including access to

residences and businesses during construction, lane closure, signage and flag persons,

temporary detour provisions, alternative bus and delivery routes, emergency vehicle

access, and alternative access. The potential risk and consequences of construction

accidents were not judged to be great enough to warrant further evaluation.

I032-8

There is no list of temporary road closures provided in Section 3.2. Section 3.2

describes the permanent road closures for each project alternative. The number of

permanent closures are as follows:

BNSF Alternative - 45

Hanford West Bypass alternatives - 5

Corcoran Elevated Alternative - 1

Corcoran Bypass Alternative - 7

Allensworth Bypass Alternative - 3

Wasco-Shafter Bypass Alternative - 18

Bakersfield South Alternative - 3

Bakersfield Hybrid Alternative - 10

Adding the permanent and temporary road closures would not change the conclusions

of the analysis. Not all roads that would be temporarily or permanently closed would be

I032-8

closed at the same time. Temporary and permanent road closures would be phased so

that impacts on traffic circulation would be minimized. As described in Section 3.11.6,

final design includes development of a detailed construction transportation plan that

would include coordination with local jurisdictions on emergency vehicle access. The

plan would establish procedures for temporary road closures, including access to

residences and businesses during construction, lane closure, signage and flag persons,

temporary detour provisions, alternative bus and delivery routes, emergency vehicle

access, and alternative access locations.

I032-9

The analysis requested in this comment would be speculative. It is not possible to

accurately estimate the number and nature of calls to law enforcement regarding

vandalism and theft at a construction site. All other information requested in this

comment is based on the number and nature of incidents.

As indicated in Section 3.11, the construction contractor would provide appropriate

security at construction sites; therefore, the number of incidents of vandalism and theft

are expected to be low as is the case at most other large construction sites. As a

result, project construction is not expected to tax the resources of the Kings County

Sheriff Department. No information provided in these comments or in the Kings County

Sheriff's comments provides substantive evidence that this would not be the case.

CEQA does not consider demands for government services an environmental issue.

Environmental impacts related to public services under CEQA are associated with the

provision of and the need for new or physically altered governmental facilities, the

construction of which could cause significant environmental impacts, in order to maintain

acceptable service ratios, response times, or other performance objectives for any of the

public services, including fire protection, police protection, and emergency services. No

information provided in these comments or comments provided by the Kings County

Sheriff indicates that the Sheriff's Department would need to construct new facilities or

physically alternative existing facilities to respond to security issues at project

construction sites.
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I032-10

Section 15148 of the CEQA Guidelines states: "Preparation of EIRs is dependent upon

information from many sources, including engineering project reports and many

scientific documents relating to environmental features. These documents should be

cited but not included in the EIR."

The book by Mr. Aldrich would have been made available at the Authority's office in

Hanford if the commenter had requested to review the book. No such request was

received by the Authority during the public comment period.

I032-11

The design for ensuring safety of passengers from a train-to-train collision within an HST

system is provided in the paragraph following the sentence referenced in this comment.

I032-12

Section 15148 of the CEQA Guidelines states: "Preparation of EIRs is dependent upon

information from many sources, including engineering project reports and many

scientific documents relating to environmental features. These documents should be

cited but not included in the EIR."

The paper by Rao and Tsai is available at

http://www.trb.org/Publications/Blurbs/159315.aspx. This reference would have been

made available at the Authority's office in Hanford if the commenter had requested to

review it. No such request was received by the Authority during the public comment

period.

I032-13

Section 3.11 states that physical containment elements, such as derailment walls, are

one of a variety of strategies to ensure containment of the HST within the right-of-way in

the event of a derailment. Additional strategies encompass design, operation, and

maintenance of the system to prevent derailments and to contain the train within the

right-of-way in the event of a derailment. For example, the equipment specifications for

California HSTl call for undercarriage clamps and traction motor casing designs that will

enable the trains to “hug” the rails in the event of a derailment and keep them in

I032-13

alignment with the track structure. This feature, plus the tight-coupled, articulated nature

of the train sets will allow the trains to behave during a derailment in a manner which

promotes the safest possible outcome. The operating system for the train will be fully

automated with state-of-the-art communication, access-control, and monitoring and

detection systems to help prevent derailments from occurring. The proposed automatic

train control system will prevent train-to-train collisions in the HST system. The proposed

seismic detection system will allow the HST system to react to detected seismic events

in a manner what will provide options for significantly reducing the risk of derailment

and/or injuries and damage in the event of a major earthquake. As a standard

maintenance procedure, the track at any point will be inspected several times a week

using measurement and recording equipment aboard special measuring trains that will

run between midnight and 5 a.m. and usually pass over any given section of track once

in the night. Irregularities in the rail would be fixed immediately.

I032-14

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 adjacent to the right-of-

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

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

systems operating in the United States. Therefore, the 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 (Central

Japan Railway Company 2011). Over that period, there has never been an injury or

fatality to people adjacent to the right-of-way. Also, no passenger fatalities have

occurred on the Japanese HST system due to 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 due

to derailments and no injuries to people adjacent to the right-of-way (TGVweb 2011).

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, Safety and Security, of
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the EIR/EIS resulted in 101 fatalities and 87 injuries to passengers but no injuries to

people outside the right-of-way (National Aeronautics and Space Administration 2007;

North East Wales Institute of Higher Education 2004). High-speed rail service began in

China in 2007. It is reported that HSTs account for 25.7% of total passenger traffic in

China, with HSTs transporting 1.33 million passengers daily (International Railway

Journal 2013). 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 present in the vicinity of the accident.

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

adjacent 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.

I032-15

Section 15148 of the CEQA Guidelines states: "Preparation of EIRs is dependent upon

information from many sources, including engineering project reports and many

scientific documents relating to environmental features. These documents should be

cited but not included in the EIR."

This reference would have been made available at the Authority's office in Hanford if the

commenter had requested to review it. No such request was received by the Authority

during the public comment period.

I032-16

Section 3.11 of the EIR/EIS provides the specifications for protection barriers based on

the design Technical Memorandum 2.1.7. Volume III of the EIR/EIS provides plan

drawings showing the location of intrusion barriers. This is adequate information for

decisionmakers and the public to understand the safety of the system with regards to

intrusions into the HST right-of-way. The comment provides no substantive evidence

that additional information is required for the environmental analysis of safety.

The HST right-of-way would be fenced with a 7-foot-high, galvanized steel, woven mesh

or chain-link fence secured at the top and bottom to galvanized pipe railing. Fence posts

I032-16

would be set in concrete footings set into concrete retaining walls or set in rigid traffic

barriers. The fence would be equipped with electronic intrusion-detection devices.

Intrusion of farm equipment would be immediately detected by these electronic devices,

which would cause an emergency stop of trains in the section. This would minimize the

potential of collisions between the HST and farm equipment.

I032-17

This comment implies that there is a great deal of pedestrian and bicycle traffic using

private unpaved roads that would be forced to use public roads with the construction of

the HST and those public roads are implied to be unsafe. No evidence is provided that

substantial pedestrian and bicycle traffic would be put at risk with this scenario. Kings

County has road design standards that provide for shoulders that can be used safely for

pedestrian and bicycle traffic. The comment provides no substantive evidence that the

shift of some pedestrian and bicycle traffic from private unpaved roads that are not

required to meet any roadway design standards to public roads that have been built

to adopted safety standards would put this pedestrian and bicycle traffic at greater risk

for accidents.

I032-18

Refer to Standard Response FB-Response-S&S-04.

As described in Section 2.2.1, HST operation would follow safety and security plans

developed by the Authority in cooperation with FRA to include the following:

• A System Safety Program Plan, including a Safety and Security Certification Program,

which would be developed during the final design and construction phases to address

safety, security, and emergency response as they relate to the day-to-day operation of

the system.

• A Threat and Vulnerability Assessment for security and a Preliminary Hazard Analysis

and Vehicle Hazard Analysis for safety during the preliminary engineering phase to

produce comprehensive design criteria for safety and security requirements mandated

by local, state, or federal regulations and industry best practices.
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• A Fire Life Safety Program and a System Security Plan. Under federal and state

guidelines and criteria, the Fire Life Safety Plan would address the safety of passengers

and employees as it relates to emergency response. The System Security Plan would

address design features of the project intended to maintain security at the stations,

within the trackwork right-of-way, and onboard trains. Compliance with these measures

would maximize the safety and security of passengers and employees of the HST

project so that adverse safety and security impacts would be less than significant.

Additional information regarding system safety and security is provided in Section 3.11

of the EIR/EIS. This section states that fire and rescue agencies follow their own

standard emergency response protocols for industrial sites when responding to

emergencies at high-risk facilities.  See also Impact S&S #7 – Risk of Fire.

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

features have minimized the potential for train accidents; therefore, local response to

accidents along the HST alignment is not expected to be required, because any incident

would be extremely rare. For emergency preparedness, however, the Authority would

collaborate with local responders to develop a Fire and Life Safety Program for

emergency response in case of an accident or other emergency (see Sections 3.11.6,

Project Design Features, and 3.11.7, Mitigation Measures). Because the need for local

emergency services along the track would be extremely rare, estimation of increased

calls for fire suppression along the alignment would be speculative.

As indicated above, a Fire Life Safety Program and a System Security Plan will be

developed for the project in accordance with federal and state guidelines. This plan will

address the types of fires that could occur on an operating train and the systems that

would be used to suppress these fires and protect passengers. Development of this plan

is a commitment of the project designer to meet federal and state safety performance

standards; therefore, CEQA and NEPA do not require the environmental document to

contain a full study of potential for fire risk.

This comment states: "In most instances a full fire cannot be contained by suppression

methods and a fireman must be called to assist." This statement is purely speculative

and not supported by any factual evidence provided in the submission. The comment

I032-18

goes on to ask how firemen respond to a train traveling at 220 mph. In the very unliley

event of a fire on an operating train, the response would depend upon the specific

location of the train. Trains in the immediate vicinity of a station would likely be brought

into the station where passengers would be evacuated and the fire suppressed. Trains

not in the immediate vicinity of a station would make an emergency stop on the tracks,

passengers would be evacuated and the fire would be suppressed. As described in

Impact S&S #9 in Section 3.11, elevated track would include a walking surface and a

lateral safety railing, in accordance with standard engineering design requirements

(NFPA International 2001). The design also would include ground access from the

elevated tracks at regular intervals along the elevated structure, allowing for emergency

passenger evacuation and emergency vehicle access if needed, as well as for routine

track maintenance. Emergency vehicle access to fencedc at-grade sections of the right-

of-way would be provided at regular intervals adjacent to public roadways.

I032-19

Refer to Standard Response FB-Response-TR-02

Authority policy is to provide roadway overpasses approximately every 2 miles, resulting

in no more than 1 mile of out-of-direction travel for vehicles 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, because of the existing

roadway infrastructure. Consequently, out-of-direction travel would be limited to

approximately 1 mile in nearly all locations in the project area. The Revised

DEIR/Supplemental DEIS, Section 3.11.6, explains that the project design would include

coordination with emergency responders to incorporate roadway modifications that

maintain existing traffic patterns and fulfill response route needs, resulting in negligible

effects on response times by service providers. Section 3.11.5, Safety and Security

Environmental Consequences, of the Revised DEIR/Supplemental DEIS provides

additional detail regarding emergency response time during HST operations.

I032-20

Section 15148 of the CEQA Guidelines states: "Preparation of EIRs is dependent upon

information from many sources, including engineering project reports and many

scientific documents relating to environmental features. These documents should be
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cited but not included in the EIR."

This reference would have been made available at the Authority's office in Hanford if the

commenter had made a request to review it. No such request was received by the

Authority during the public comment period.

I032-21

Section 3.11.5 fully addresses a variety of safety issues, including train accidents, under

Impact S&S #4 – Train Accidents. See also Impact S&S #16 – Criminal Activity Aboard

Trains and at Stations, which addresses safety issues associated with theft and

violence. As described in Section 3.11.1, the HST system would be fully access-

controlled with intrusion monitoring systems. This means that the HST infrastructure

(e.g., mainline tracks and maintenance and storage facilities) would be designed to

prevent access by unauthorized vehicles, including large equipment, people, animals,

and objects. The system would also include appropriate barriers (fences and walls).

Fencing and intrusion protection systems will be remotely monitored, as well as

periodically inspected. Project Design Features identified in Section 3.11.6 include threat

and vulnerability assessments during the engineering design and construction phases,

which would establish provisions for the deterrence and detection of, as well as the

response to, criminal and terrorist acts at rail facilities and for system operations.

Additional provisions include security procedures and training and closed-circuit

televisions. Furthermore, Mitigation Measure S&S-1 states that the Authority will provide

a fair share of the cost of emergency services based on monitoring of local fire, rescue,

and emergency service providers to incidents at the stations and HMF before and after

construction.

I032-22

Coordination of fire and life safety programs for major transportation systems with local

emergency providers is a standard practice throughout California. This does not imply

that there will be substantial demand on local emergency services. As stated in Section

3.11.6 of the EIR/EIS, the Authority would provide emergency service providers with an

understanding of the rail system, facilities, and operations, and obtain their input for

modifications to emergency response operations and facilities, such as evacuation

routes.

I032-22

CEQA does not consider fiscal impacts to government services an environmental issue.

Environmental impacts related to public services under CEQA are associated with the

provision of and the need for new or physically altered governmental facilities, the

construction of which could cause significant environmental impacts, to maintain

acceptable service ratios, response times, or other performance objectives for any of the

public services, including fire protection, police protection, and emergency services. No

information provided in these comments or in the comments provided by emergency

service providers indicates that those providers would need to construct new facilities or

physically alter existing facilities to respond to security issues at project construction

sites.

I032-23

Current zoning for the land surrounding the Kings/Tulare Regional Station-East

Alternative is shown on Figure 3.13-4 of the Revised DEIR/Supplemental DEIS. As

shown on the figure, the alternative station site and most of the land to the south is

zoned industrial. Other zoning in the vicinity of the station site includes single-family

residential, commercial, and agriculture.

I032-24

The overcrossing of Houston Avenue has been redesigned so that Fire Station #4 and

its support facilities will not require relocation. As a result, existing access to the station

will not be impeded. Please see the design drawings provided in Volume III of the Final

EIR/EIS.

I032-25

As stated in this comment, the Division of Safety of Dams (DSOD) has required these

reservoirs to be held at lower levels to avoid failure of the associated dams in the event

of a major seismic occurrence. These reservoirs will be required to remain at reduced

levels until the dams are brought up to current seismic standards as required by DSOD.

The mission of DSOD is to protect people against loss of life and property from dam

failure (see http://www.water.ca.gov/damsafety/). As the state's expert on dam safety,

DSOD has required reduced operational levels of Lake Success and Lake Isabella to
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minimize the potential for dam failure. This is adequate information to conclude that the

potential risk of inundation of the HST by failure of these dams is less than significant.

Section 3.9.5.3, subheading “Secondary Seismic Hazards”, discusses potential impacts

of water inundation resulting from the failure of dams including Terminus, Pine Flat,

Success, and Lake Isabella dams. The potential for dam failure is based on evaluation

of California Emergency Management Agency’s dam inundation maps, local planning

agencies estimates for length of time to inundate areas by more than 1 foot, dam

operating restrictions, and other relevant data. For the Fresno to Bakersfield Section, the

impacts associated with exposing people or structures to inundation hazards resulting

from seismically induced dam failure are anticipated to result in effects with negligible

intensity under NEPA and less-than-significant impacts under CEQA. This is because

dam failure is unlikely to occur and the amount of time before inundation of the portions

of the HST System (on the order of several hours) would allow for evacuation of people

from the system.

I032-26

As described in Section 2.2.1 of the EIR/EIS, the Authority would conduct a threat and

vulnerability assessment for security during the preliminary engineering phase to

produce comprehensive design criteria for safety and security requirements mandated

by local, state, or federal regulations and industry best practices. A System Safety

Program Plan, including a Safety and Security Certification Program, would be

developed during the final design and construction phases to address security and

emergency response as it relates to the day-to-day operation of the system. The FRA is

currently developing safety requirements for HSTs for use in the United States, and is

working with the Department of Homeland Security with regard to security requirements

for potential terrorist threats. The FRA will require that the HST safety regulations be

met prior to revenue service operations.

The Authority is expecting to maintain its own security force for patrolling and

maintaining security for its trains and stations, including response to terrorist threats.

The Authority will work with existing state law enforcement agencies to develop and

implement this capability prior to revenue service operations. The Authority's security

department would also coordinate with local law enforcement agencies prior to revenue

I032-26

service operations.

I032-27

The emergency service provider would provide the Authority with a bill for the Authority's

fair share of services above the average baseline service demand. As stated in

Mitigation Measure S&S-1, the fair share will be based on projected passenger use for

the first year of operations, with a growth factor for the first 5 years of operation. This

cost-sharing agreement will include provisions for ongoing monitoring and future

negotiated amendments as the stations are expanded or passenger use increases.

Such amendments will be made on a regular basis for the first 5 years of station

operation. After this period, the Authority will enter into a new or revised agreement with

the public service provider.

The Authority will pay for local emergency response services from operating revenues.

The cost of these services has been included in operating and maintenance costs

provided in Chapter 5 of the EIR/EIS.

As indicated in Section 3.11.6 of the EIR/EIS, the Authority will prepare a fire/life safety

program for the project that implements the requirements set forth in the Federal Rail

Safety Improvement Act of 2008. This program will address the safety of passengers

and employees both prior to and during emergency response operations. The program

development and implementation will be coordinated with state and local emergency

response organizations to provide them with an understanding of rail system, facilities,

and operations, and to obtain their input for modifications to emergency response

operations and facilities, such as evacuation routes.

In accordance with CEQA Guidelines, increased demand on emergency services is not

an environmental issue per se. A project would result in a significant environmental

impact if it resulted in the provision of and the need for new or physically altered

government facilities (the construction of which could cause significant environmental

impacts) in order to maintain acceptable service ratios, response times, or other

performance objectives for any of the public services, including fire protection, police

protection, and emergency services. As described in Section 3.11.5 of the EIR/EIS,

project design features have minimized the potential for train accidents; therefore, local
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response to accidents is not expected to be required because any incident would be

extremely rare. This is borne out by the safety record of high-speed trains throughout

the world, which is described in Section 3.11. However, the increase in people in the

vicinity of stations and at the HMF could result in sufficient demand for emergency

services to require provision of and the need for new or physically altered government

facilities, the construction of which could cause significant environmental impacts.

Mitigation Measure S&S MM-1 has been designed to mitigate that potential impact.

Information about the South Hanford Fire Station and emergency helicopter service

center can be found in Volume I, Section 3.12.6.4 Affected Environment. The facility

would not be displaced, but a small portion of the property would be acquired for a

retaining wall to support the Houston Ave. road overpass. Impact SO #1 describes the

potential for construction to affect important community facilities and explains that

existing emergency vehicle access for police and fire protection services would be

maintained at all times.

I032-28

Refer to Standard Response FB-Response-PU&E-01, FB-Response-PU&E-02.

The California High-Speed Rail Authority (Authority) does propose to construct, operate,

and maintain an electric-powered high-speed train (HST) system in California. See

Section 2.2.6.1 in the EIR/EIS, which describes the method and source of electrification

of the HST.

Please refer to Section 2.2 of the EIR/EIS, HST System Infrastructure, for discussion

and description of system requirements, vehicles, stations, infrastructure components,

traction power distribution, and maintenance facilities. Section 2.2 describes and depicts

the many infrastructure components and facilities that will deliver electricity through the

HST System. Plans for the provision of electricity to this section of track are specifically

discussed in Section 2.2.6, Traction Power Distribution.

Section 3.6, Public Utilities and Energy, discusses the electrical requirements of the

HST System as well as energy impacts associated with the HST System. Please refer to

Section 3.6.5, Environmental Consequences, for more detail.

I032-29

Impact S&S #4 in Section 3.11.5.3 describes accidents caused by vehicles or other

trains entering the HST right-of-way and the design measures that would be taken to

avoid these types of accidents. No records have been found of this type of accident

occurring on any existing HST system in the four decades that HSTs have been in

operation. Therefore, the potential for such an accident is extremely low.

The only alternatives that would eliminate any potential of this type of accident is to

separate the HST from all other transportation facility corridors, which is not consistent

with the requirements of the legislated mandate for the project.

I032-30

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

The Authority has determined that the SR 99/UPRR corridor is not practicable for the

proposed project as described in FB-Response-GENERAL-02. Therefore, an alternative

alignment along the SR 99/UPRR corridor need not be carried through the EIR/EIS.

I032-31

Details of the traffic study methodology are contained in the Fresno to Bakersfield

Section: Transportation Analysis Technical Report (Authority and FRA 2012), which is

the basis for the transportation section in the EIR/EIS. The peak-hour turning-movement

volumes at the study intersections and operating conditions on roadway segments were

collected during multiple periods in November 2009 (Fresno), March 2011, January

2012, and February 2012 during the peak hours from 7 to 9 a.m. and from 4 to 6 p.m. 

Turning-movement volumes at the study intersections for the Hanford East Station were

collected in the Spring, during March 12-18, 2010, between 7 to 9 a.m. and 4 to 6 p.m.,

not in November as the comment contends (Appendix A of Authority and FRA 2012).

Collecting the AM and PM peak-hour volumes captures the general commute times for

background traffic when it is considered the highest level that would be experienced

during the day. As such, an evaluation of other periods of the day or night such as the

lunch hour or middle of the day hours during which agricultural equipment is moved

would only show lower impacts and are not reported. These peak periods are then used
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for analysis of impacts when the additional project-related traffic is added for each

alternative studied.

I032-32

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 2012n).

I032-33

The intersection at Highway 43 and Lacey Boulevard was determined to operate at LOS

D for existing conditions, in the Table 3.2-8 of the Final EIR/EIS. This is a stop-sign

controlled intersection, and delays can fluctuate within the peak period, which may effect

the the commenter's opinion of the intersections operating conditions. The LOS D

represents an average delay during the peak period. In regards to the comments

recommendation, the intersection analysis provided confirms a LOS for the intersection

of Lacey Boulevard and SR 43.

I032-34

The EIR/EIS describes the proposed station setting with respect to non-motorized

access on page 3.2-103. The stations would include bicycle racks, pedestrian

connections to the existing sidewalks, and bicycle lanes and facilities where they can be

accommodated. Outside of the HST station, future bike improvements would have to be

developed with or by the agency with jurisdiction, including the California Department of

Transportation (Caltrans) and/or the county on or across State Route (SR) 43.

Refer also to Impact S&S #5 – Motor Vehicle, Pedestrian, and Bicycle Accidents

Associated with HST Operations.

I032-35

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

The commenter is correct the speed on Highway 43 between Hanford-Armona Road

I032-35

and Grangeville Boulevard is 55 and not 50. This number was provided as a reference,

and no impacts discussions used speed limit as a threshold criteria.  Figure 3.2-12 was

updated in the Final EIR/EIS to reference the speed limit for SR-43 as 55 miles per hour.

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 2012).  Refer to Response 461-3142.

I032-36

The Final EIR/EIS states that there is no existing transit service at the proposed Kings-

Tulare Regional Station–East or –West sites because these sites currently are in

undeveloped areas. The development of the final design of the station will involve

coordination with local and regional transit agencies to accommodate an extension of

their transit systems to the proposed rail station.

I032-37

Page 3.2-48 of the Draft EIR/EIS describes project impacts to air travel at Bakersfield

and Fresno. The document states: "The HST would compete and would be expected to

draw an estimated 16 travelers/day that would otherwise take a plane from or to Kern

County (Meadows Field), and one flight is predicted to divert from the Fresno/Madera

area Airport." Fresno Yosemite International Airport currently has 37 departures/day

(http://www.flyfresno.com/). Because of the estimated change in only 16 travelers/day,

out of a total of 37 plane departures per day at the airport, the effect is reasonably within

an average or every day fluctuation in airport passengers, and is not expected to have

substantial economic consequences and an economic study was not performed. Except

for a small increase in commercial airline departures in 2008, there has been a steady

decline in departures from the Fresno Yosemite International Airport over the past 7

years. The annual departures from the airport totaled 18,493 in 2006 and 12,975 in

2012, a reduction of about 30%.
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Refer to Standard Response FB-Response-GENERAL-12.

I032-39

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

In Section 1.2.3.1 Travel Demand and Capacity Constraints of the Purpose and Need of

the Final EIR/EIS, the HST is compared in travel costs to personal vehicle and air travel.

I032-40

This statement is not included in the Revised DEIR/Supplemental DEIS.

I032-41

Table 3.2-12 reference in the comments contains analysis for Intersections Operating at

LOS E or F around the Proposed HMF Locations under Existing Conditions in the

Revised DEIR/Supplemental DEIS. Refer to Section 5.4.4 Heavy Maintenance Facility

Site Alternatives within the Fresno to Bakersfield Transportation Analysis Technical

Report for analysis and methods  of Proposed HMF Stations. The analysis does not

include vehicles diverted from road closures outside of the study area; these number

were determined to be less then significant based on the daily trips on rural roads

proposed to be closed. The HST will not close any Amtrak Stations, although several

alternative may require existing stations to be relocated. Temporary stations would be

provided during construction. HST is a intraregional transit system, competing primarily

with air travel, not local Amtrak service.  Finally, increases in growth and traffic were

taken into account in the analysis of impacts; the 2035 study year represents a forecast

of future growth and conditions with the train operating.

I032-42

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

Under the discussion of Impact TR #11 on Page 3.2-74, the RDEIR/SDEIS stated that

Lansing Avenue in Kings County would be closed by the BNSF Alternative.  As stated,

because the traffic volumes on the roads proposed for closure are low and the detours

would be limited in rural areas, the affects to traffic circulation would not be significant. 

I032-43

Refer to Standard Response FB-Response-TR-02, FB-Response-S&S-01, FB-

Response-AG-02.

Although the project might change how access is gained to an existing property, the

project would not leave a property with no formal access at all, otherwise the acquisition

of the property and relocation services and/or compensation would be appropriate.

Proposed road closures may require out-of-the way travel, where the closure is on a

relatively low traveled roadway and an overcrossing is not proposed. However,

overcrossings will generally be less than 1 mile apart, limiting the amount of out-of-way

travel with respect to the existing conditions.During the growing and harvesting seasons,

the movement of large agricultural implements (i.e. tractors, combines, mechanical

picking equipment etc.) may occur, and are already occurring on roadways. The

California Vehicle Code allows for the movement of agricultural related vehicles, and

provides both exemptions and restrictions for the movement of such vehicles (California

Vehicle Code, Division 16, Section 36000). These rules involve both the size of the

vehicles (e.g., vehicle width and load), and the distance of the trip (e.g., less than 25

miles on a highway). The project would change periodic trips by shifting the route of

some large agricultural vehicles onto a state highway for short distances (e.g., one or

two interchanges, well within the DMV restriction of 25 miles). The farm vehicle trips

would be occasional as well as seasonal, and this change is not considered a

substantial change in traffic from existing conditions.

Owners who believe they may suffer a loss of property value or financial loss as a result

of the project may address this issue during the right-of-way and acquisition phase of

project development, and file a claim with the State of California’s Government Claims

Board. More information about the claims process may be obtained online at:

www.vcgcb.ca.gov/claims.  In general, anyone who wishes to file a lawsuit against the

State or its employees for damages must first pursue an administrative remedy through

the GCP claims process.

I032-44

Refer to Standard Response FB-Response-GENERAL-02.
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Refer to Section 2.2.3, Stations, of the Final EIR/EIS.  The Fresno to Bakersfield Section

would include a station in Fresno and a station in Bakersfield. The Authority is also

considering a potential station location in the Hanford area, the Kings/Tulare Regional

Station.

I032-45

The Kings/Tulare Regional Station serves the area of Hanford projected in the EIS/EIR,

and accounts for future growth that will occur. Drivers will utilize the station, and existing

regional transit agencies (buses) are expected to revise their routes to include a stop at

the stations, but no substantial changes in local transportation modes are foreseen at

this time.  The transportation analysis in the EIR evaluates these trips for the current and

future study years. The evaluation is considered representative of the system's potential

use, as well as expansion of use within the future study years presented in the

RDEIR/SDEIS. The air quality and community impacts evaluations are  based on the

same forecasted trips, and travel patterns and travel mode. No additional regional

studies are anticipated.

Adequate parking to serve the riders is already proposed at the HST station site. In the

event parking demand is higher than expected, additional parking can be incorporated at

the station in the future. For example, increased demand after decades of population

growth has been met at other regional transit systems (e.g., Bay Area Rapid Transit or

BART) through reconstruction of the parking garages at or immediately adjacent to the

existing station sites. If this were necessary, it would require an individual review and

public input at the time it is proposed. Private property owners can always choose to

provide parking or convert their properties for parking use, but this conversion generally

occurs in more highly developed urban/suburban areas where high parking fees can be

charged. This is not anticipated as it would require that demand and the associated

parking revenue would be so high that it would justify the expense of installation and

operation of such a service. This is not a reasonably foreseeable future event in the

vicinity of this station area, and therefore demolition of private buildings for parking is not

expected or planned.

The Authority may provide a portion of the Kings/Tulare Regional Station Alternative's

parking in Downtown Hanford, Visalia, Tulare, or other nearby cities and communities,

I032-45

with transit connectivity to the stations; although no specific site location(s) have been

determined. Reducing the number of spaces provided at the station area would allow for

more open space areas around the station, discourage growth at the station, encourage

revitalization of the downtowns (by providing direct shuttles between downtown and the

station), and reduce the development footprint of the station. The FRA’s and Authority’s

goals for the Kings/Tulare Regional Station include creating a station that serves as a

regional transportation hub to provide quick transit connections from the station to the

downtown areas regionally local cities and communities.

The Authority prepared and distributed Urban Design Guidelines (Authority [2010]

2011b) available on the Authority’s website to provide assistance in urban planning for

the stations to help achieve great placemaking. The guidelines are based on

international examples where cities and transit agencies have incorporated sound urban

design principles as integrated elements of large-scale transportation systems. The

application of sound urban design principles to the HST System will help to maximize

the performance of the transportation investment, enhance the livability of the

communities it serves, create long-term value, and sensitively integrate the project into

the communities along the HST System corridor. The Authority and FRA have also

provided planning grants for cities that could have an HST station to assist them in land

use planning in the areas surrounding the stations. The stations will be approved by the

local jurisdiction through use permits.

As design progresses and refinements are made, additional information will become

available. The Authority and FRA will consider whether changes in design, changes in

circumstances, or new information will result in a new or more severe environmental

impact. In those cases, subsequent or supplemental environmental analyses will be

undertaken consistent with CEQA Guidelines Section 15162 -- 15164 and FRA

Procedures for Considering Environmental Impacts (64 FR 101, page 28545, section

13(c)17. This will result in additional CEQA and NEPA review, as required under those

laws.

As stated by the court in the case, San Franciscans Upholding the Downtown Plan v.

City and County of San Francisco (2002)102 Cal.App.4th 656, 698: “[T] here is no

statutory or case authority requiring an EIR to identify specific measures to provide
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additional parking spaces in order to meet an anticipated shortfall in parking availability.

The social inconvenience of having to hunt for scarce parking spaces is not an

environmental impact; the secondary effect of scarce parking on traffic and air quality is.

Under CEQA, a project's social impacts need not be treated as significant impacts on

the environment. An EIR need only address the secondary physical impacts that could

be triggered by a social impact.” (See also, CEQA Guidelines, § 15131(a).) Notably, in

2010, the California Natural Resources Agency amended Appendix G of the CEQA

Guidelines to delete parking adequacy from the checklist.

Further, because adequate parking is planned to serve the Project and projected

parking demands, there would not be any indirect impacts, such as air quality or traffic

impacts, resulting from the Project’s effects on parking.

I032-46

Text was corrected in the Revised DEIR/Supplemental DEIS.

I032-47

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

Pedestrian access will be maintained during the construction period, to the extent

feasible. This is considered an element of project design and construction planning, and

Section 3.2.6 has been revised to clarify this commitment. For any construction project,

access through the project's active work areas will fluctuate depending on what activities

the contractor is engaged in and whether safe access can be maintained. The exact

staging of the construction activities is in many cases the responsibility of the contractor,

and will be determined after the construction contract is awarded. Pedestrian and bike

access may at times have to be temporarily detoured safely outside of the construction

area.

I032-48

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

Pedestrian access will be maintained during the construction period, to the extent

I032-48

feasible. This is considered an element of project design and construction planning, and

Section 3.2.6 has been revised to clarify this commitment. For any construction project,

access through the project's active work areas will fluctuate depending on what activities

the contractor is engaged in and whether safe access can be maintained. The exact

staging of the construction activities is in many cases the responsibility of the contractor,

and will be determined after the construction contract is awarded. Pedestrian and bike

access may at times have to be temporarily detoured safely outside of the construction

area.

I032-49

Refer to Standard Response FB-Response-S&S-01, FB-Response-TR-01.

The Construction Period Traffic plan will require safe vehicular and pedestrian access to

local businesses and residences during construction. The plan will provide for

emergency access and 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.

EIR/EIS Section 3.11.6  explains that the project design would include coordination with

emergency responders to incorporate roadway modifications that maintain existing

traffic patterns and fulfill response route needs, resulting in negligible effects on

response times by service providers. Section 3.11.5, Safety and Security Environmental

Consequences, of the EIR/EIS provides additional detail regarding emergency response

time during HST operations.

I032-50

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

The California High-Speed Rail Authority will continue to coordinate with the City of

Hanford 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. Table 3.2-31 is updated in the Final EIR/EIS to reference 7th
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Avenue and 6th Avenue for these specific intersections.

I032-51

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

The California High-Speed Rail Authority will continue to coordinate with the California

Department of Transportation (Caltrans) during the procurement stage to agree on the

required level of roadway improvements associated with the HST project.

I032-52

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

I032-53

Refer to Standard Response FB-Response-S&S-01.

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 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, because of the existing

roadway infrastructure. Consequently, out-of-direction travel would be limited to

approximately 1 mile in nearly all locations in the project area.

All roadways will be constructed in accordance with the appropriate jurisdiction (City,

County, Caltrans, etc.) design and safety requirements. As indicated in Chapter 2

(Alternatives), road overcrossings in rural portions of the Fresno to Bakersfield Section

would be designed in accordance with county standards that take into account the

movement of large farm equipment. Overcrossings would have two 12-foot wide lanes.

Depending on average daily traffic (ADT) volumes, the shoulders would be 4 to 8 feet

wide. Therefore, the paved surface for vehicles would be 32 to 40 feet wide. Most farm

equipment would be able to travel within one lane, possibly overlapping onto the

adjacent shoulder. Particularly large equipment may be so wide that it would cross over

the centerline even when using the shoulder of the roadway. Oversized loads require

Caltrans permits, and are subject to operating restrictions and lighting/signage

I032-53

requirements. Because of the width of the overcrossings and motor vehicle

requirements for oversized loads, the effects on motor vehicle safety from the movement

of farm equipment on overcrossings would have negligible intensity under NEPA and

impacts would be less than significant under CEQA.

I032-54

Refer to Section 3.2.6, Project Design Feature (Page 3.2-125 of the Revised

DEIR/Supplemental DEIS) - Protection of Public Roadways during Construction. This

design feature requires repair of any structural damage to public roadways, returning

any damaged sections to their original structural condition. The contractor will survey the

condition of the public roadways along truck routes providing access to the proposed

project site both before construction and after construction is complete. The contractor

will complete a before-and-after survey report and submit to the Authority for review,

indicating the location and extent of any damage. The contractor will then be required to

repair the damage.

I032-55

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

As stated in Chapter 6.0, References, of the Fresno to Bakersfield Transportation

Technical Analysis Report, numerous phone conversations and emails were exchanged

between December 2009 to April 2010 with District 6 Claims Officers and Transportation

Engineers.  The Authority and FRA have consulted with public agencies during the

process of planning and designing the HST project, including during preparation of the

Preliminary and Supplemental Alternatives Analysis Reports. Chapter 7 of the Revised

Draft EIR/Supplemental Draft EIS documents more recent agency consultation activities

(see Table 7-1). In addition, as described in FB-Response- 17, the Authority and FRA

have exceeded the basic requirements for outreach during the CEQA and NEPA

processes.

I032-56

Detailed traffic counts can be found within Appendix A of the Fresno to Bakersfield

Section: Transportation Technical Report (available at the Authority's website). Turning
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movements at intersections included in the study are provided in Appendices B, D, E,

and F of the Transportation Technical Report. Existing turning-movement volumes at the

study intersections for the Hanford East Station were collected during March 12-18,

2010, between 7 to 9 a.m. and 4 to 6 p.m. and Dec 8-14, 2011, and between 7 to 9 a.m.

and 4 to 6 p.m. (Appendix A of Authority and FRA 2012). Seasonal and exceptional

events are short-term and do not necessarily increase the peak-hour traffic volumes,

which have already been conservatively modeled to represent a typical day traffic

volumes and are further combined with conservative meteorological and background

ambient air quality recommendations. Footnotes will be added to the air quality analysis

to indicate the source of VMT information utilized in the emissions analysis.

I032-57

Refer to Standard Response FB-Response-AQ-03, FB-Response-GENERAL-03, FB-

Response-GENERAL-05, FB-Response-GENERAL-10, FB-Response-GENERAL-12,

FB-Response-GENERAL-13, FB-Response-TR-01.

At full build-out, the HST would operate separately from the state-supported Amtrak

service.

Details of the VMT (vehicle miles traveled) emission estimates can be found in Appendix

A of the Fresno to Bakersfield Section: Air Quality Technical Report (Authority and FRA

2012).

I032-58

The Revised DEIR/Supplemental DEIS was revised to include information about the

CAFÉ (future corporate average fuel) standards, adopted on May 7, 2010, which would

require substantial improvements in fuel economy for all vehicles. Information about the

updated federal fuel-economy standards can be found in Section 3.3.4.2 of the Revised

DEIR/Supplemental DEIS.

I032-59

Appendix A of the Fresno to Bakersfield Air Quality Technical Report (Authority and FRA

2012f) contains the detailed schedule, equipment list, and emission factors that are

I032-59

necessary to develop the emissions inventory, utilizing  the appropriate methodology

outlined by the EMFAC, OFFROAD, and AP-42 documentation (CARB 2006a,

2006b; EPA 2006).

I032-60

Appendix A of the Fresno to Bakersfield Section Air Quality Technical Report (Authority

and FRA 2012f) contains the detailed schedule, equipment list, and emissions factors

that are necessary to develop the emissions inventory, using the appropriate

methodology described in the EMFAC, OFFROAD, and AP-42 documentation (CARB

2006a, 2006b; EPA 2006).

I032-61

The SJVAPCD takes into account emission trends and emission reduction goals when

establishing limits for rules, regulations, and CEQA significance thresholds.  In

determining if a Project will cause or contribute to exceedances of the ambient air quality

standards, it is common practice and conservative to use current ambient air

concentrations as background to which the Project dispersed emissions are added to

the background.  The vehicle and construction equipment emission factors have taken

into account reductions in emission factors that will affect future emissions such as

regulations and vehicle mix based on CARB’s EMFAC and OFFROAD models. 

I032-62

The intent of a regional transportation plan's (RTP's) unconstrained projects list is for a

Metropolitan Planning Organization (MPO) to list the projects that are needed that do

not have a funding source. As stated in the California Transportation Commission's

2010 Regional Transportation Plan Guidelines, "in addition to the current list of

financially constrained projects identified in the RTP, each Plan should contain a list of

needed unconstrained projects (Illustrative projects). Illustrative projects are additional

transportation projects that may (but are not required to) be included in the RTP if

reasonable additional resources were to become available. This unconstrained list will

identify projects that are recommended by the MPO/RTPA [MPO/Regional

Transportation Planning Agency] without a funding source identified. The list should be

included separately from the financially constrained project list." It is not appropriate for
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the HST to be included in the unconstrained project lists in the two RTPs mentioned.

The project will not preclude MPOs from including the HST in future RTPs. 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.

I032-63

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

The project will not preclude the Metropolitan Planning Organizations from including the

HST in future regional transportation plans. Compliance with the General Conformity

Rule for the preferred alternative is required prior to the construction of the HST project,

but may be completed concurrent with EIR/EIS certification. 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 the transportation conformity rule, additional determinations and associated analysis

will be completed as may be required.

I032-64

As stated in Section 3.3.6.3, Impact AQ #1, the BNSF Alternative was used as the proxy

alignment to estimate air quality emissions for the at-grade and elevated alignments for

all alternatives.As stated in Section 3.3.6.3, Impact AQ #1, the BNSF Alternative was

used as the proxy alignment to estimate air quality emissions for the at-grade and

elevated alignments for all alternatives. This alternative was chosen because the length

of this alternative is comparable to the others. In addition, the BNSF Alternative analysis

included the worst case demolition scenarios for each alternative. For example the

proposed North Bakersfield station location was estimated to require more demolition

than the proposed South Bakersfield location, therefore the demolition required for the

North Bakersfield station was included in the construction emission estimates. As such,

the emission estimates are conservative in that they represent the worst case

construction scenario for air quality impacts.In the Final EIR/EIS the construction air

quality and GHG emissions for the Alternatives was calculated based on scaling the

different construction phase activities (e.g demolition, track at grade, elevated track) for

I032-64

each Alternative based on the amount of track or structures needing demolition

compared to the equivalent amount of track or structures in the BNSF Alternative.  This

is appropriate since all unique construction phase activities were defined for the BNSF

Alternative.  For localized air quality impacts, each unique construction phase activity

was evaluated in the Final EIR/EIS as fully described in Appendix H of the Fresno to

Bakersfield Air Quality Technical Report.

I032-65

Refer to Standard Response FB-Response-AQ-04.

Regional and local policies were taken into account in both the no build and build

analyses.

I032-66

A summary of the emissions has been added to Table 3.3-7 of the Revised

DEIR/Supplemental DEIS.

I032-67

Mitigation Measure AQ-4: Offset Project Construction Emissions through an SJVAPCD

VERA, provides that the Authority and the San Joaquin Valley Air Pollution Control

District will enter into a contractual agreement to mitigate by offsetting to net zero the

project's actual emissions by providing funds for the district's Emission Reduction

Incentive Program. These funds will be provided at the beginning of the construction

phase. Therefore, mitigation/offsets will occur in the year of impact or as otherwise

permitted by 40 CFR Part 93 Section 93.163. There will be no long-term delay in

achieving the net-zero emission reductions through the construction offset

agreement. During operation, under various ridership scenarios, the HST will result in a

net decrease in both criteria and greenhouse gas emissions.

Vehicle registration fees are assessed on vehicles registered in the San Joaquin Air

Basin as part of the San Joaquin Valley Air Pollution Control District's alternative fee

collection, pursuant to Section 185 of the Clean Air Act (CAA). The mandatory fee for

non-attainment established by the CAA requires collection of fees equivalent to $5,000
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(1990 dollars) per ton of NOx or VOC emitted by stationary sources. However, under

Section 172e of the CAA, the district may propose alternative means of collecting this

fee if it can demonstrate that an equivalent amount of emissions has been collected.

Since mobile sources are a major source of NOx and VOC in the air basin, it was

determined that this source should have incentives placed on it to decrease the

emissions associated with it. This is allowed under the public safety code and vehicle

code of California. 

Furthermore, Assembly Bill 2522 (Arambula 2008) authorized additional vehicle

registration fees to be collected in the San Joaquin Air Basin of up to $36 through 2024

only if the area has been reclassified by the EPA from severe to extreme by the end of

the 2012-2013 fiscal year. Any additional fees imposed on motor vehicles would require

amendments to the state law. The fees would not be required once the air basin

achieves attainment of the National Ambient Air Quality Standards. The fees collected

are used to implement emissions reductions in the air basin and to reduce the vehicle

miles traveled, with at least a portion focused on public health and on communities

disproportionately impacted by the emissions. Therefore, there will be no additional fines

associated with construction of the project.

I032-68

On page 3.3-28 of the Final EIR/EIS, emissions from material hauling have been

quantified. Material hauling includes such things as dirt, concrete slabs, aggregate, and

ballast. Material was estimated to come from both within and outside the San Joaquin

Valley Air Board.

I032-69

Mitigation Measure AQ-5 states the the quantity of emissions that may be needed from

other air basins. This measure states that 3 tons per year of nitrogen oxide (NOx) credits

are needed from the Mojave Desert Air Quality Management District, and 20 tons of

NOx per year are needed from South Coast Air Quality Management District. Depending

on the scenario, 6.24 tons of NOx credits may be needed from the Bay Area Air Quality

Management District. Further details are contained in Appendix A of the Fresno to

Bakersfield Air Quality Technical Report (Authority and FRA 2012f).

I032-70

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

The analysis conducted in the Final EIR/EIS did not specifically identify individual

sensitive receivers. Instead, as a generalized classification, sensitive receivers (such as

schools, residences, day care centers, and health care facilities) were analyzed to

determine appropriate distances from the construction operations that would result in

less-than-significant impacts with respect to health risks. Because the

guideway/alignment would run past any specific sensitive receiver for less than 1 year,

the short period and level of exposure are not expected to increase the cancer risk of 10

in a million to sensitive receivers. 

Section 5.6 of the Air Quality Technical Report has been revised to explain the

methodology used to identify sensitive receivers (Authority and FRA 2012f). Sensitive

receivers were identified using the Geographic Names Information System to identify

both schools and hospitals (USGS 2011). Residences were identified using parcel and

zoning information. Sections of the HST track that do not have any sensitive receivers

other than residences are not shown, but the whole section of track was analyzed to

identify sensitive receivers within 1,000 feet of the track. The schools mentioned were

more than 1,000 feet from the track.

I032-71

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

Emissions generated due to the use of concrete were included in the analysis and were

based on the estimated quantities required to build the project.

I032-72

Refer to Standard Response FB-Response-AQ-03, FB-Response-GENERAL-05.

I032-73

Refer to Standard Response FB-Response-GENERAL-01.
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Refer to Standard Response FB-Response-AQ-03, FB-Response-AQ-04.

I032-75

Section 3.3.6.3 of the Revised Draft EIR/Supplemental Draft EIS states that the long-

distance, city-to-city aircraft take-offs and landings within the Fresno to Bakersfield

Section would be reduced by about seven flights per day, and goes on to say that the

latest analysis shows that the HST project would reduce regional long-distance, city-to-

city aircraft take-offs and landings within the Fresno to Bakersfield Section by seven to

five flights per day in 2035 (less in 2009).  The number of flights projected to be lost at

the Fresno Yosemite International Airport could range from zero to seven, and would

depend on a number of factors.  Considering that the highest estimate of lost flights

is seven throughout the Fresno to Bakersfield Section, this number of lost flights would

not be economically significant when considering the four airports in the vicinity of

this HST section, and no analysis of loss of revenue and jobs is warranted.

I032-76

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

The Final EIR/EIS contains an analysis of greenhouse gas emissions during operation

of the HST system in Section 3.3.6.3, Impact AQ #11. The details of this analysis are

supported by Section 7.9 in the Fresno to Bakersfield Section: Air Quality Technical

Report (Authority and FRA 2012f).

I032-77

Refer to Standard Response FB-Response-GENERAL-05, FB-Response-AQ-03,

I032-78

Refer to Standard Response FB-Response-AQ-03, FB-Response-GENERAL-05.

I032-79

According to Mitigation Measure AQ-1, all off-road construction diesel equipment will

use the cleanest, reasonably available equipment, but in no case less clean than the

average fleet mix from the California Air Resource Board's (CARB's) OFFROAD

I032-79

database. The average fleet mix from CARB's OFFROAD database was used in the

analysis; therefore, any equipment better than this will result in emissions reductions.

Furthermore, emissions reductions to offset all criteria pollutant construction emissions

is covered under Mitigation Measure AQ-4 through a Voluntary Emissions Reduction

Agreement with the San Joaquin Valley Air Pollution Control District .

Vehicle registration fees are assessed on vehicles registered in the San Joaquin Air

Basin as part of the San Joaquin Valley Air Pollution Control District's alternative fee

collection, pursuant to Section 185 of the Clean Air Act (CAA).  The mandatory fee for

non-attainment established by the CAA requires collection of fees equivalent to $5.000

(1990 dollars) per ton of nitrogen oxide or volatile organic compounds emitted by

stationary sources. However, under Section 172e of the CAA, the district may propose

alternative means of collecting these fees if it can demonstrate that an equivalent

amount is collected. Since mobile sources are a major source of nitrogen oxide and

volatile organic compounds in that air basin, it was determined that these sources

should have incentives placed on them to decrease the emissions associated with them.

This is allowed under the public safety code and vehicle code of California.

Furthermore, Assembly Bill 2522 (Arambula 2008) authorized additional vehicle

registration fees to be collected in the San Joaquin Air Basin of up to $36 through 2024

only if the area has been reclassified by the EPA from severe to extreme by the end of

2012-2013 fiscal year. Any additional fees imposed on motor vehicles would require

amendments to the state law. The fees would not be required once the air basin

achieves attainment of the National Ambient Air Quality Standards. The fees collected

are used to implement emissions reductions in the air basin and to reduce the vehicle

miles traveled, with at least a portion focused on public health and communities

disproportionately impacted by the emissions. Therefore, there will be no additional fines

associated with construction of the project.

I032-80

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-13.

The HST would be electrical powered, so there will be no diesel operational emissions

from the train.
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The ridership and revenue model was developed by a nationally recognized leader in

forecasting, Cambridge Systematics (2007). The ridership model  “produces results that

are reasonable and within expected ranges for the current environmental planning and

Business Plan applications,“ according to a ridership and revenue peer review panel of

leading U.S. and international experts in travel forecasting (Independent Peer Review

Panel 2011). In addition, the air quality and greenhouse gas analyses in the Revised

DEIR/Supplemental DEIS that are related to ridership have been updated to reflect two

ridership scenarios—one with fares at 50% of airfare prices and one at 83% of airfare

prices—to provide a range of potential impacts.

I032-82

CEQA only considers the impacts (negative) on the environment. NEPA, however,

considers both the negative and positive (beneficial) effects on the environment. The Air

Quality analysis in the Revised DEIR/Supplemental DEIS, Section 3.3, indicates that

operational emissions are anticipated to result in a net benefit due to the decrease in

emissions from riders using the HST instead of cars and planes.

I032-83

The construction analysis broke the construction into activity phases which included not

only the alignment, stations and maintenance facility, but also included other activities

such as road crossing projects, power substations, and demolition.  

I032-84

Research on noise effects on wildlife and livestock by the Federal Rail Administration

(FRA, 2005) suggests that noise levels about 100 decibels (dBA) Sound Exposure Level

(SEL) (the total A-weighted sound experienced by a receiver during a noise event,

normalized to a 1-second interval) may cause animals to alter behavior. Accordingly, the

FRA High Speed Ground Transportation Noise and Vibration Impact Assessment

manual (FRA 2005) Table 3-3 considers an SEL of 100 dBA the most appropriate

threshold for disturbance effects on wildlife and livestock of all types. The level is based

on a summary of the research and studies referenced in the FRA Guidance Manual in

Appendix A. Given a reference SEL of 102 dBA at 50 feet for a 220-mph HST on ballast

and tie track, an animal would need to be within 100 feet of an at-grade guideway to

I032-84

experience an SEL of 100 dBA. At locations adjoining an elevated guideway, an SEL of

100 dBA would not occur beyond the edge of the elevated structure. Refer to Section

3.4.3.3, Impact Assessment Guidance, and Section 3.4.5.3, High-Speed Train

Alternatives, of the Revised DEIR/Supplemental DEIS under the heading Noise Effects

on Wildlife and Domestic Animals for further information regarding noise effects on

wildlife and livestock.

Table 3.4-24 of the Revised DEIR/Supplemental DEIS presents the screening distances

to the HST tracks within which the level would exceed the criteria and therefore may

affect animals for both at-grade and elevated structures. The criterion for assessing

potential noise impact on wildlife and domestic animals is an SEL of 100 dBA from HST

pass-by events. This criterion is based on research into potential effects from HST noise

on animals. These potential effects include relocation, running, physiological effects

such as changes in hormones or blood composition, and startle. The criteria for potential

startle from rapid onset rates of HST noise apply to humans, as the supporting research

is based primarily on human response to rapid onset rates from military aircraft flights. 

At this time, there is no conclusive evidence of noise and vibration decreasing

production in livestock or affecting breeding habits.

I032-85

The Noise group worked with the geologists to come up with the 18 transfer mobility

testing sites that were representative of the types of soils in each area of the alignment.

I032-86

Technical Memorandum 6.1, Selected Train Technologies (Authority 2008) and

Technical Memorandum 6.3, Trainset Configuration Analysis (Authority 2009c) provide

the evaluation used to determine the type of trainset for the project. Key factors in the

decision included operating speed, capacity, competition, platform height, and ceiling

height. These technical memoranda are available on the Authority's website.

The noise prediction model consists of more than identifying the number of cars and

speed of the train. Section 5.2 of the Noise Technical Report describes the noise

prediction components that were utilized as part of the project. The (1) propulsion or

machinery noise; (2) mechanical noise resulting from wheel/rail interactions and/or
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guideway vibrations; and (3) aerodynamic noise result from airflow moving past the train

are all taken into account in the noise model.  If construction goes forward and the HST

project is operational, a train set will be chosen that incorporates the latest

advancements in technology in order to generate the lowest amount of noise possible.

I032-87

Noise measurements were conducted for this alignment. The alignment shifted from

near the BNSF line further east. The land use area where the alignment shifted did not

change, making the existing ambient noise measurements representative of the area.

The noise sources in this particular land use area, which is mainly agricultural, consist of

farming equipment and local vehicular traffic. Additionally, a reasonable number of

measurements were taken for the BNSF Alternative that would have gone through the

middle of town, and this data is sufficient enough to use for noise modeling purposes.

The locations of noise sensitive receivers are show graphically in a Figure 3.4-9 in

Section 3.4 of the Fresno to Bakersfield EIR/EIS.

I032-88

Refer to Standard Response FB-Response-N&V-03, FB-Response-N&V-05.

I032-89

The train will be at 99 dBA SEL at a distance of 100 feet. The SEL metric is a different

metric (SEL = Single Event Level) than what is reported for the noise exposure

throughout an entire day (Ldn = day-night noise level). The two different metrics cannot

be summed in order to calculate the noise level at your home.

I032-90

Length of construction can be better estimated once the final design is done, the time

spent near your area will depend on the construction schedule, which will not be known

until a contractor is chosen. At this time all we can say is that the project could take up

to, or as long as, the duration of construction that you experienced with the SR 198

project.

I032-91

The measured existing Ldn values at noise-sensitive receivers located throughout the

stretch of homes where measurements were conducted are comparable to the existing

Ldn values at noise-sensitive receivers located further east and closer to the current

segment of the BNSF Alternative that runs east of Hanford. Additionally, the land use

area where the alignment shifted did not change, making the existing ambient noise

measurements representative of the area. The noise sources in this particular land use

area, which is mainly agricultural, consist of farming equipment and local vehicular

traffic. Evidence of this can be found in Table D-2 of Appendix D in the Fresno to

Bakersfield Technical Report, which identifies the dominant noise sources at long-term

sites 97 and 110 as wind, farm equipment and vehicular traffic.

I032-92

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

Research on noise effects on wildlife and livestock is limited, but suggests that noise

levels about 100 decibels (dBA) Sound Exposure Level (SEL) (the total A-weighted

sound experienced by a receiver during a noise event, normalized to a 1-second

interval) may cause animals to alter behavior. Accordingly, the FRA High Speed Ground

Transportation Noise and Vibration Impact Assessment Manual (2005) considers an

SEL of 100 dBA the most appropriate threshold for disturbance effects on wildlife and

livestock of all types. The level is based on a summary of the research and studies

referenced in the FRA Guidance Manual in Appendix A. Given a reference SEL of 102

dBA at 50 feet for a 220-mph HST on ballast and tie track, an animal would need to be

within 100 feet of an at-grade guideway to experience an SEL of 100 dBA. At locations

adjoining an elevated guideway, an SEL of 100 dBA would not occur beyond the edge

of the elevated structure. Refer to Section 3.4.3.3, Impact Assessment Guidance, and

Section 3.4.5.3, High-Speed Train Alternatives, of the RDEIR/SDEIS under the heading

Noise Effects on Wildlife and Domestic Animals for further information regarding noise

effects on wildlife and livestock.

Table 3.4-24 of the RDEIR/SDEIS presents the screening distances to the HST tracks

within which the level would exceed the criteria and therefore may affect animals for

both at-grade and elevated structures. The criterion for assessing potential noise impact

on wildlife and domestic animals is an SEL of 100 dBA from HST pass-by events. This
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criterion is based on research into potential effects from HST noise on animals. These

potential effects include relocation, running, physiological effects such as changes in

hormones or blood composition, and startle. The criteria for potential startle from rapid

onset rates of HST noise apply to humans as the supporting research is based primarily

on human response to rapid onset rates from military aircraft flights.  At this time, there

is no conclusive evidence of noise and vibration decreasing production in livestock or

affecting breeding habits.

I032-93

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

The Authority and the FRA’s prior program EIR/EIS documents (see Section 1.5, Tiering

of Program EIR/EIS Documents) selected the BNSF Railway route as the preferred

alternative for the Central Valley HST between Fresno and Bakersfield in the 2005

Statewide Program EIR/EIS decision document. Therefore, the Project EIR/EIS for the

Fresno to Bakersfield Section focuses on alternative alignments along the general BNSF

Railway corridor.

In the case of Hanford, it was not feasible to follow the BNSF Railway through the city.

The BNSF Railway in the Hanford area has several curves too severe for an HST and

constructing the HST through Hanford would have resulted in a substantial impact to

residential and commercial properties in the city. That is why the preferred alignment for

the Fresno to Bakersfield Section was selected to bypass Hanford in the Statewide

Program EIR/EIS for the California High-Speed Rail System.

I032-94

There are no anticipated noise impacts due to new routes for farming equipment. The

added traffic volumes from farming equipment is expected to be minimal compared to

the existing traffic on these roads, resulting in no perceived changes in traffic noise due

to farming equipment. Additionally, farming equipment, such as tractors, would be

moving at very low speeds compared to existing traffic speeds, and thus generating

lower noise volumes than existing traffic.

I032-95

Refer to Standard Response FB-Response-N&V-05.

I032-96

Refer to Standard Response FB-Response-N&V-05.

I032-97

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-N&V-03, FB-

Response-N&V-05.

I032-98

The utilities will continue to be under the responsibility of whoever installed them.

I032-99

Refer to Standard Response FB-Response-N&V-01.

I032-100

Refer to Standard Response FB-Response-N&V-03, FB-Response-N&V-05.

I032-101

Refer to Standard Response FB-Response-N&V-01.

I032-102

Refer to Standard Response FB-Response-AG-06.

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

all developed countries has ensured that the potential health effects of

electromagnetic fields and 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 health or behavior effects are well established. Broadly used

international standards were created based on intensive investigation to ensure that:
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*  EMF and RF fields and resulting stray currents and voltages are measured and

controlled.

*  Fields do not disturb or injure people or animals.

In regard to dairy production, McGill University conducted a study with cows in pens

exposed to controlled EMF levels of 330 mG and 10 kV/m, the projected magnetic and

electric fields that occur at ground level under a 735-kV line at full load. The researchers

measured the following: melatonin levels, prolactin levels, milk production, milk fat

content, dry-matter intake by cows, and reproductive outcomes. While a few statistically

significant changes in these factors were found, none of the changes were outside the

normal range for cows (McGill University 2008). The study concluded that the EMF

exposure did not harm the cows or reduce milk productivity. Various studies cited by

other researchers regarding EMF and wildlife suggest a range of effects similar for

livestock, from non-existent to relatively small to positive. One study suggests a

beneficial application for ELF-EMF in broiler chickens to fight a common parasitic

infection called Coccidiosis (Golder Associates 2009).

Because 735-kV utility power transmission lines run up and down the state, cattle and

people near those lines are exposed to these levels on a continuing basis. Consistent

with the McGill study, epidemiological evidence does not indicate that cattle or people

near existing 735-kV utility power transmission lines are generally or broadly affected by

the fields.

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

(OCS) and 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 of the 25 kV to distribute the power down the tracks. Currents in this

California 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 California 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 so that they are closer to the reducing effect of the

fields in the ground, all compared to the 735-kV utility power cables.

I032-102

California HST TM 300.07, EIR/EIS Assessment of CHST Alignment EMF Footprint,

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. Since cattle cannot be inside

the fence line and people can only be inside the fence line at passenger stations, the

possible HST EMF exposure is:

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

*  Therefore, below the level at which the McGill study showed no effect on cows and

milk production.

Similarly, the electric field from the California 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 livestock and poultry are expected to have negligible

intensity under NEPA, and the impact would be less than significant under CEQA. See

Standard Response FB-Response-AG-06: Confined Animal Facilities regarding the

impact of EMF emissions on dairies.

I032-103

Stray voltages occur when there is a voltage or potential difference between the neutral

conductor on an electrical system and the ground (earth). Stray currents occur when the

earth conducts some of the current of a power system. Stray voltages and currents exist

whenever a power system has more than one connection to the earth, so they are a

general condition in homes, factories, farms, and anywhere electric power is used. As a

result, engineers and power systems have well-established procedures and standards to

provide protection against effects of stray voltages and currents.

Regarding the corrosion effect of stray current, this is a significant concern for electrified

transit systems that use DC power. The one-way current flow of DC power causes a

continuing removal of metal from buried pipelines under some conditions. By

comparison, AC power systems, such as the California HST and utility power systems

around the world, do not cause continuing removal of metal, because the direction of

current switches back and forth in each power cycle, 60 times per second.

Response to Submission I032 (Aaron Fukuda, October 18, 2012) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. V Response to Comments from Individuals Last Name D-F

Page 42-148



I032-103

The techniques which control stray voltages and currents to prevent against shocks are

described in the Revised DEIR/Supplemental DEIS under Impact EMF/EMI #8 -

Potential for Nuisance Shocks. These same provisions further reduced the possibility of

corrosion of pipes or other buried metal structures.

Section 3.5 Electromagnetic Fields and Electromagnetic Interference, Impact EMF/EMI

#7, on page 3.5-17 of the Revised DEIR/Supplemental DEIS, evaluates corrosion

impacts on pipelines, cables, and adjoining rail in detail. The analysis states that if

adjacent pipelines and other linear metallic structures are not sufficiently grounded

through direct contact with the earth, the project would include additional grounding of

pipelines and other linear metallic objects in coordination with the affected owner or

utility, as part of the construction of the HST system. Alternatively, insulating joints or

couplings may be installed in continuous metallic pipes to prevent current flow. The

potential for corrosion from ground currents would be avoided by installing supplemental

grounding or by insulating sections in continuous metallic objects in accordance with

standard HST designs.

The California HST traction power and rail designs recognize the need to control stray

voltages and currents to avoid shocks. The bonding and grounding of HST equipment

will fulfill the requirements of EN 50122-1:2011, Railway applications - Fixed installations

- Electrical safety, earthing and the return circuit - Part 1: Protective provisions against

electric shock, Section 9.2.2. This standard was established specifically to protect

people near traction power systems like the one for the HST.

For the California HST, the running rails will be periodically connected to earth all along

the track, and the rails will carry a significant amount of train propulsion current, called

return current. This return current will create a stray voltage along the rails, which also

will be connected to the earth due to the periodic grounding,

The project will calculate the maximum stray voltages, and will provide all necessary

protections against shock from stray voltage, such as grounding procedures for metal

fences, buildings, buried pipes, and aboveground irrigation pipes that run parallel to the

track.

I032-103

The California HST project will avoid damaging buried structures through corrosion and

avoid disturbing or injuring cattle or other animals or people near the HST track by:

*  Using the broad knowledge of currents and fields from existing electric railways in the

U.S. and around the world.

*  Learning from the experience in preventing adverse effects.

*  Performing the HST project actions to apply necessary protections along the HST

track.

A Mitigation Monitoring and Enforcement Plan (MMEP) is required to ensure that

adopted project design features and mitigation measures are successfully implemented.

The Authority is the lead agency for the proposed project and is responsible for

implementation of the MMEP. The MMEP will be active through all phases of the project,

including design, construction, and operation. The project will be developed in phases

and may include permits required for implementation of project components. There are

mitigation measures that must be continuously implemented throughout the

development and operation of the HST project. The MMEP identifies those mitigation

measures required by the Authority to mitigate or avoid significant adverse

impacts associated with the implementation of the proposed project, identifies the entity

responsible for the monitoring and timing of implementation, identifies the project phase

each measure applies to, and verifies completion. The MMEP is also an aid to

implementing the measures, monitoring their effectiveness, and preparing

documentation. As individual mitigation measures are completed, the compliance

monitor will sign and date the MMEP, indicating that the required mitigation measure

has been completed for the subject period. The compliance monitor will also note the

documentation (title of the monitoring report) that was submitted for each mitigation

measure.

I032-104

As noted above, stray voltages occur when there is a voltage or potential difference

between the neutral conductor on an electrical system and the ground (earth). Stray

currents occur when the earth conducts some of the current of a power system. Stray

voltages and currents exist whenever a power system has more than one connection to

the earth, so they are a general condition in homes, factories, farms, and anywhere
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electric power is used. As a result, engineers and power systems have well-established

procedures and standards to provide protection against effects of stray voltages and

currents.

Regarding the corrosion effect of stray current, this is a significant concern for electrified

transit systems that use DC power. The one-way current flow of DC power causes a

continuing removal of metal from buried pipelines under some conditions. By

comparison, AC power systems (such as the California HST and utility power systems

around the world) do not cause continuing removal of metal because the direction of

current switches back and forth in each power cycle, 60 times per second.

The techniques that control stray voltages and currents to prevent against shocks are

described in the Revised DEIR/Supplemental DEIS under Impact EMF/EMI #8 -

Potential for Nuisance Shocks. These same provisions further reduced the possibility of

corrosion of pipes or other buried metal structures.

For the California HST, the running rails will be periodically connected to earth all along

the track, and the rails will carry a significant amount of train propulsion current, called

return current. This return current will create a stray voltage along the rails, which also

will be connected to the earth due to the periodic grounding,

The California HST 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's purpose is to ensure that the HST,

including its trains, traction power system, and communications systems, do not

interfere with neighbors or with HST equipment.

As one of the EMCPP activities, the project will calculate the maximum stray voltages,

and will provide all necessary protections against shock from stray voltage, such as

grounding procedures for metal fences, buildings, buried pipes, and aboveground

irrigation pipes that run parallel to the track.  

I032-105

Refer to Standard Response FB-Response-S&S-02.

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 adjacent railroads. The EMCPP's purpose is to

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

communications systems, do not interfere with adjacent railroads, neighbors, or with

HST equipment.

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

perform EMC/electromagnetic interference (EMI) safety analyses to identify adjacent

railroad sections and systems, will initiate joint working groups with adjacent railroad

engineering authorities, will assess and calculate specific characteristics of potential

interactions, and will work with the adjacent railroads to implement design provisions

wherever needed.

Adjacent railroads have extensive experience protecting against the 60-hertz (Hz)

electromagnetic fields that are the most likely source of possible interference, because

railroads experience the same effects from adjacent utility power lines that they will

experience from the HST traction power and overhead contact system (OCS).

The HST project 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 the heavy maintenance facility (HMF) along the track alignment

and on locomotives and train cars. Radio spectrum would be dedicated for HST 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, 2011f).

Most radio systems procured for HST use are expected to be commercial off-the-shelf

systems (COTS) conforming to Federal Communications Commission (FCC) regulations

at Title 47 Code of Federal Regulations Part 15, which contains emissions requirements
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designed to ensure EMC among users and systems. The Authority will require all non-

COTS systems procured for HST use to be certified in conformity with FCC regulations

for Part 15, Sub-part B, Class A devices. HST radio systems will also meet emissions

and immunity requirements (which are contained in the European

Committee for Electrotechnical Standardization [CENELEC] EN 50121-4 Standard for

railway signaling and telecommunications operations) and designed to provide

electromagnetic compatibility with other radio users (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.

The EMCPP will specify and design systems to prevent EMI with identified neighboring

uses, including adjacent railroads; will require compliance with international standards

limiting emissions to protect neighboring uses; and will incorporate these design

requirements into bid specifications used to procure radio and all other HST systems,

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

implementation stage will include 100% system design and will include final engineering

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

I032-106

The commenter does not mention any specific impacts with regards to metal pipelines,

and gas, water, and electric lines. However, Section 3.5, Electromagnetic Fields and

Electromagnetic Interference, Impact EMF/EMI #7, page 3.5-17, of the Revised

DEIR/Supplemental DEIS evaluates corrosion impacts on pipelines, cables, and

adjoining rail in detail. Also, Section 3.6, Public Utilities and Energy, includes a

comprehensive evaluation of impacts on water, gas, and electric lines.

The project will calculate the maximum stray voltages and will provide all necessary

protections against shock from stray voltage (such as grounding procedures for metal

fences, buildings, buried pipes, aboveground irrigation pipes) that run parallel to the

track.

The California HST project will avoid disturbing or injuring cattle or other animals or

I032-106

people near the HST track by:

*  Using the broad knowledge of currents and fields from existing electric railways in the

U.S. and around the world.

*  Learning from experience in preventing adverse effects.

*  Performing the California HST project actions to apply necessary protections along

the HST track.

I032-107

Refer to Standard Response FB-Response-AG-06.

The intensive use of electric power and radio frequency (RF) communications in

California and all developed countries has ensured that the potential health effects

of electromagnetic fields and 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 health or behavior 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 injure people or animals.

In regard to dairy production, McGill University conducted a study with cows in pens

exposed to controlled EMF levels of 330 mG and 10 kV/m, the projected magnetic and

electric fields that occur at ground level under a 735 kV line at full load. The researchers

measured the following: melatonin levels, prolactin levels, milk production, milk fat

content, dry-matter intake by cows, and reproductive outcomes. While a few statistically

significant changes in these factors were found, none of the changes were outside the

normal range for cows (McGill University 2008). The study concluded that the EMF

exposure did not harm the cows or reduce milk productivity. Various studies cited by

other researchers regarding EMF and wildlife suggest a range of effects similar for

livestock, from nonexistent to relatively small to positive. One study suggests a

beneficial application for ELF-EMF in broiler chickens to fight a common parasitic
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infection called Coccidiosis (Golder Associates 2009).

Since 735 kV utility power transmission lines run up and down the state, cattle and

people near those lines are exposed to these levels on a continuing basis. Consistent

with the McGill study, epidemiological evidence does not indicate that cattle or people

near existing 735 kV utility power transmission lines are generally or broadly affected by

the fields.

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 of the 25 kV 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 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 so that they are closer to the reducing effect of the fields in the

ground, all compared to the 735 kV utility power cables.

California HST TM 300.07, EIR/EIS Assessment of CHST Alignment EMF Footprint,

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

field is 60 mG, less than one-fifth the level from a transmission line. Since cattle cannot

be inside the fence line and people can only be inside the fence line at passenger

stations, the possible California HST EMF exposure is:

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

*  Therefore, below the level at which the McGill study showed no effect on cows and

milk production.

Similarly, the electric field from the California 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 livestock and poultry are expected to have negligible

intensity under NEPA, and the impact would be less than significant under CEQA.  See

I032-107

Standard Response FB-Response-AG-06: Confined Animal Facilities regarding the

impact of EMF emissions on dairies.

I032-108

Section 1 of the EIR/EIS provides the purpose, need and objectives of the high-speed

rail system. The decision to construct a system in California was not predicated on a

cost-benefit ratio, but rather the need to address the mobility demands of the growing

population of the state. The possibility of improved air quality in the Central Valley as a

result of new fuel economy rules does not diminish the positive benefits associated with

the HSR system.

On August 28, 2012, the Obama administration finalized its new fuel economy rules,

requiring the fleet-wide fuel economy average of new cars and trucks sold in the U.S. to

double over the next 13 years. The average fuel economy must reach 54.5 miles per

gallon by 2025, up from 28.6 mpg at the end of last year.  EMFAC2011, which was

approved by the EPA for use in 2013, reflects the emissions benefits of ARB's recent

rulemakings including on-road diesel fleet rules, Pavley Clean Car Standards, and the

Low Carbon Fuel standard.  These changes were considered in the air quality analysis

for the Final EIR/EIS.

I032-109

Refer to Standard Response FB-Response-AG-04.

The diameter size of water pipelines evaluated is 6 inches and greater.  The Revised

DEIR/Supplemental EIS contains a typographical error and has been corrected in the

Final EIR/EIS. Information on utilities was gathered from data provided by local utilities

service providers within the study area and from field survey information gathered in

2009 and 2010. The locations of above-ground and underground utilities (e.g., natural

gas lines, petroleum pipelines, fiber optic, cables, and telecommunication infrastructure)

were verified or corrected based on field observations and were mapped by recording

the GIS coordinates of their above-ground signage. Refer to Section 3.6.3.1 for more

information. In addition, the Authority is actively assimilating information on existing and

planned utilities. The design presented in the Revised Draft EIR/Supplemental Draft EIS

is based on preliminary engineering. The Authority will coordinate with utility owners to

Response to Submission I032 (Aaron Fukuda, October 18, 2012) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. V Response to Comments from Individuals Last Name D-F

Page 42-152



I032-109

refine this information, identifying and evaluating all known facilities within the footprint

during future design phases.

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

the high-speed train (HST) alignment, these affected utilities would be placed in a

protective casing to allow for maintenance of the utility from outside the access-

controlled HST right-of-way. The project construction contractor would coordinate

schedules for utility relocations and protection-in-place with the utility owner to ensure

the project would not result in prolonged disruption of services. Section 3.6, Public

Utilities and Energy of the Revised DEIR/Supplemental DEIS acknowledges the

Authority’s compliance with the Uniform Relocation Assistance and Real Property

Acquisition Policies Act of 1970 on compensation for impacts on property owners and

tenants who must relocate if they are displaced by a federally sponsored project. This

Act applies to all real property, including the acquisition of land for relocation of utilities

(including agricultural wells).

I032-110

Both time lines are correct. The current schedule calls for mobilization to begin in 2014

with project construction completed by 2021, a period of 8 years. However, within that 8

years, water demand will be most intensive for 5 years during demolition, land clearing,

earthmoving, construction of elevated structures, construction of track, and the initial

phases of station and HMF construction which will extend from 2014 through 2019.

I032-111

The potential impacts of the HST System on electricity generation and transmission

includes the entire state of California (and western states that produce energy that is

exported to California) because the HST System would obtain electricity from multiple

connection points throughout the statewide grid. Prorating the electricity requirements

for any one segment of the HST System based on statewide demand is a reasonable

approximation due to the operational requirements of HST across multiple project

sections and the power for those sections being provided by the statewide (and multi-

state) electrical grid. The HST System is expected to require less than 1% of the state’s

future electricity consumption. The Fresno to Bakersfield Section of the HST is

estimated to require 78 megawatts (MW) of peak demand, which is within existing

I032-111

reserves. The HST project would not require the construction of a separate power

source and would not impact power reliability.

Appendix 3.6-C of the Revised Draft EIR/Supplemental Draft EIS discusses the

methodology for estimating electricity demand.

I032-112

Should the Kings/Tulare Regional Station-East Alternative be built, the Authority

would pay for the extension of the City of Hanford's existing sewer trunk line on the east

side of Hanford to the station site. The Authority would compensate the City for this

infrastructure extension. The Final EIR/EIS includes the potential impacts of extending

the City's sewer trunk line in Section 3.6 Public Utilities and Energy.

I032-113

Should the Kings/Tulare Regional Station-East Alternative be built, the Authority

would pay for the extension of the City of Hanford's existing sewer trunk line on the east

side of Hanford to the station site. The Authority would compensate the City for this

infrastructure extension. The Final EIR/EIS includes the potential impacts of extending

the City's sewer trunk line in Section 3.6 Public Utilities and Energy.

I032-114

Table 3.6-10 of the Revised DEIR/Supplemental DEIS notes electricity consumption in

Fresno, Kings, Tulare, and Kern counties in 2009, as documented by the California

Energy Commission. Electricity consumption depends upon other factors besides

population and land use. Local climate, economic activity, and local policies can all

cause differences in electricity usage between counties. See Section 3.6, Public Utilities

and Energy for more information.

I032-115

Refer to Standard Response FB-Response-PU&E-01, FB-Response-PU&E-02.

I032-116

Refer to Standard Response FB-Response-GENERAL-22.
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I032-116

The proposed project’s energy impacts are evaluated both against existing conditions

and against background (i.e., No Project) conditions as they are expected to be in 2035.

Results for both baselines are presented. The results comparing the project with existing

conditions are summarized in this document, and details are presented in Appendix 3.6-

A, Existing Plus Project Conditions Energy Analysis. This approach complies with CEQA

(see Woodward Park Homeowners Assn v. City of Fresno [2007], 150 Cal.App.4th 683,

707, Sunnyvale West Neighborhood Assn. v. City of Sunnyvale [2010], 190 Cal.App.4th

1351, and Neighbors for Smart Rail v. Exposition Metro Line Construction Authority

[2012], 204 Cal.app.4th 1480) by informing the public of potential project impacts under

both baselines, but focuses the analysis on the baseline analysis more likely to occur.

Court decisions indicate that a projected future baseline is an appropriate means to

analyze environmental effects of a long-term infrastructure project when that future

baseline is supported by substantial evidence (refer to Section 3.36.5).

I032-117

The Revised DEIR/Supplemental DEIS discusses the methodology for estimating

electricity demand. In the 2008 Bay Area to Central Valley Program EIR/EIS (Authority

and FRA 2008), the statewide energy impacts of the proposed HSR project were

analyzed using a methodology from the 2005 Statewide Program EIR/EIS (Authority and

FRA 2005). The 2012 energy impact analysis reflects a refinement to the analysis

presented in those documents. The 2012 analysis utilizes updated conversion factors,

ridership forecasts, train sets and vehicle miles traveled, among other parameters.

Please refer to Appendix 3.6-C and cited references and assumptions for detailed

information on various parameters, along with the values used in the two analyses.

I032-118

The construction energy payback period is the number of years required to pay back the

energy used in construction with operational energy consumption savings of the high-

speed train (HST) alternative prorated to statewide energy savings. The payback period

is calculated by dividing the estimated HST System construction energy by the amount

of energy per year that would later be saved by the full operation of the HST System

(based on the prorated statewide value). The calculations assume that the amount of

energy saved in the study year (2035) would remain constant throughout the payback

I032-118

period.

The construction energy is estimated in Table 3.6-2 in the Revised DEIR/Supplemental

DEIS. The energy saved is estimated in Table 3.6-12.  These estimates have also been

updated to consider revised vehicle miles traveled and other new data.

I032-119

Refer to Standard Response FB-Response-AG-04, FB-Response-SO-01.

Impacts on specific crops have not been evaluated since the crops are seasonal and

depend on soil suitability. The Authority would, however, compensate for losses that

occur due to the proposed project as part of the right-of-way acquisition process.

I032-120

During construction, local utilities would supply water to the Authority's contractors.

Sometimes a small volume of water storage is used on site during construction to

provide temporary capacity that can help reduce lengthy trips for water trucks between

the construction site and a water source.

During operations, it is anticipated that station sites would connect to the existing

municipal systems. The at-grade and below-grade options of the Kings/Tulare Regional

Station – West Alternative are inside the City of Hanford's urban growth area (sphere of

influence) and water service area, and would rely on the city for water service to the

station. The Kings/Tulare Regional Station – East Alternative is outside of the City of

Hanford water service area, and therefore the station would likely pump and treat

groundwater for use as municipal supply. Refer to Appendix 3.6-B for more information.

I032-121

The Authority has signed Policy Directive POLI-PLAN-03 Subject: Sustainability that

establishes construction waste practices of recycling all steel and concrete and diverting

75 percent of total waste from landfill, unless local regulations are higher. These

requirements have been implemented in Construction Package 01 as general provisions

of the contract and will be implemented in subsequent construction contracts. Adopting
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I032-121

these requirements as state policy, incorporating them as defined features of the HSR

project, and specifying them as provisions of the construction contracts ensures

that these practices will be carried out.

I032-122

Refer to Standard Response FB-Response-AG-04, FB-Response-HWR-01, FB-

Response-SO-01.

The Authority would work with irrigation districts and landowners to protect irrigation

systems. Canals may be bridged or placed in pipelines beneath the HST right-of-way.

Irrigation pipelines crossing the alignment would be buried to an appropriate depth to

sustain the weight of the HST and placed in protective casing so that future

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

designs presented in the Revised DEIR/Supplemental DEIS are based on preliminary

engineering. Therefore, the Authority will continue to work with utility owners during final

design and construction to ensure all utilty conflicts are resolved. Any relocated utilities

would continue to be owned and maintained by the existing utility owner. The project

would not result in the loss of or reduced access to public utility pipes. Refer to Section

3.6.5 for more information.

I032-123

The energy estimate of 28,404.48 MMBtus per day in the Revised DEIR/Supplemental

DEIS reflects a refinement of the analysis conducted in the 2008 Bay Area to Central

Valley Program EIR/EIS energy assessment (Authority and FRA 2008), utilizing current

conversion factors, ridership forecasts, train sets, and vehicle miles traveled.

This increase in energy consumption represents less than 1% of statewide consumption,

which is equivalent to the consumption for a city of 200,000 people.

I032-124

The vehicle miles traveled (VMT) reduction assumes full project build-out, including a

Kings/Tulare Regional Station.  Please note that the energy estimate has since been

refined using current conversion factors, ridership forecasts, train sets, and VMT.

I032-124

The Final EIR/EIS has been revised to include the King/Tulare Regional Station as part

of the project. This station will be constructed and is no longer a "potential" project

component.

I032-125

As discussed in Chapter 1 of the EIR/EIS, California's population is growing rapidly and,

unless new transportation solutions are identified, traffic will only become more

congested and airport delays will continue to increase. The proposed 220-mph HST

System would provide lower passenger costs than air travel for the same city-to-city

markets, faster travel time than automobile travel, and additional amenities such as

increased passenger space and comfort, food service, and wireless internet. These

factors would make high-speed rail travel an attractive choice for people when they are

deciding how to move around the state. The HST system would increase mobility while

reducing air pollution, decreasing dependence on fossil fuels, protecting the

environment by reducing GHG emissions, and promoting sustainable development in

the areas near the stations, in comparison to existing trends. By moving people more

quickly and at lower cost than today, the HST System would boost California's

productivity and also enhance the economy. See the discussion under Section 1.2.4,

Statewide and Regional Need.

Substantially more energy is required to move a person by car or by airplane than by

rail.  Current estimates indicate that HSTs would require approximately one-third of the

energy required by an airplane. The number of plane flights statewide (intrastate) would

decrease with the California HST System when analyzed against both the future

condition and existing condition baselines because travelers would choose to use the

HST rather than fly to their destination. The average fuel consumption rate for aircraft is

based on the profile of aircraft currently servicing the San Francisco to Los Angeles

airline corridor. The number of air trips removed due to the HST System was estimated

by using the travel demand modeling analysis conducted for the project. This

information is discussed in more detail in Appendix 3.6-A, Existing Plus Project

Conditions Energy Analysis.
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I032-126

Refer to Standard Response FB-Response-PU&E-02.

The text in the Final EIR/EIS has been revised to reflect the Authority's policy to use

100% renewable energy and not some increment less.

I032-127

Appendix 3.6-C of the Revised DEIR/Supplemental DEIS discusses the methodology for

estimating electricity demand. In the 2008 Bay Area to Central Valley Program EIR, the

statewide energy impacts of the proposed HST project were analyzed using a

methodology from the 2005 Statewide Program EIR/EIS (Authority and FRA 2005,

2008). The 2012 energy impact analysis reflects a refinement to the analysis presented

in those documents.The 2012 analysis utilizes updated conversion factors, ridership

forecasts, train sets, and vehicle miles traveled, among other parameters. Please refer

to Appendix 3.6-C for detailed information on various parameters, along with the values

used in the two analyses.

I032-128

The potential impacts of the HST System on electricity generation and transmission

includes the entire state of California (and western states that produce energy that is

exported to California) because the HST System would obtain electricity from multiple

connection points throughout the statewide grid. Prorating the electricity requirements

for any one segment of the HST System based on statewide demand is a reasonable

approximation due to the operational requirements of HST across multiple project

sections and the power for those sections being provided by the statewide (and multi-

state) electrical grid. The HST System is expected to require less than 1% of the state’s

future electricity consumption. The Fresno to Bakersfield Section of the HST is

estimated to require 78 megawatts (MW) of peak demand, which is within existing

reserves. The HST project would not require the construction of a separate power

source and would not impact power reliability.

Appendix 3.6-C of the Revised Draft EIR/Supplemental Draft EIS discusses the

methodology for estimating electricity demand.

I032-129

The supporting data on this information is provided in the California Energy Commission

Staff Report and is cited as a source in the references. See the "Summer 2010

Electricity Supply and Demand Outlook" (Pryor 2010)  for additional information.

I032-130

The Kaweah Delta Water Conservation District released and approved a Plan of Study

for the development of a Habitat Conservation Plan/Natural Community Conservation

Plan (HCP/NCCP) in 2007. The Plan of Study is divided into three phases: (1) Project

Development, (2) HCP Development, and (3) Environmental Analysis and

Review. Because the Kaweah Delta Water Conservation District HCP/NCCP has not

been adopted nor is it anticipated to be adopted by the time project construction starts, it

is not included in the Revised DEIR/Supplemental DEIS Biological Resources section.

To date, a publicly available draft HCP/NCCP has not been released by the Kaweah

Delta Water Conservation District (draft date is unknown), and no agency notifications or

applications are known. Furthermore, there are no notices on the Kaweah Delta Water

Conservation District website with respect to development of the HCP/NCCP. For

reasons described in the paragraph above, this project is not included in the cumulative

impact analysis and is not considered reasonably foreseeable.

I032-131

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

Contrary to the commenter’s suggestion, surveys of the Hanford West Bypass were

conducted. The statements “Landowners along the alignment were not contacted…” and

 “…site visits were not made along the Kings County Alignment…” made by the

commenter are not correct. Field surveys and site visits were conducted by biologists

between the DEIR/DEIS and the RDEIR/SDEIS. The field assessments were conducted

November and December 2011 for the Hanford West Bypass 1 and 2 alternatives (as

well as on other occasions, for other project modifications) on parcels within the study

area where permission to enter was granted in King County. Letters requesting

permission to enter the properties in Kings County that would be impacted by the HST

were sent to landowners except in a few instances. Requests for permission to enter

were not made for urban areas (Fresno, Corcoran, Wasco, Shafter, or Bakersfield), for
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properties less than 0.5 acre in size or for properties zoned as commercial or industrial.

Requests for permission to enter in urban areas were not made because the effort

required to obtain permission to enter into the thousands of parcels would not likely

result in additional environmental resource findings (including biological). Furthermore,

public access and visible assessments of the urban areas were possible. As stated in

Section 3.7.3.3, access was granted in approximately 40% of the study area.

In many instances, permission to enter was granted by landowners; however,

permission to enter was not available for numerous properties because the request was

denied (not granted), no response was received, or the property owner requested

actions that could not reasonably be met (i.e., indemnification). Details on access and

other survey limitations are provided in Section 3.7.3, as well as in other parts of Section

3.7, of the Biological Resources and Wetlands Technical Report.

As such, a statement or additional explanation regarding surveys in Kings County as

requested by the commenter is not required.

I032-132

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

As stated in the Section 3.7.4.5, the Fresno to Bakersfield Section HST alignment was

designed to avoid the Tulare Lakebed Mitigation Site. Because the alignment avoids this

area, impacts were not addressed specific to this conservation area in the document,

and it is not included in any discussion of impacts on conservation areas. The Authority

did not conduct a specific study to analyze the impacts of noise, vibration, and the

physical path of HST in relation to specific natural and/or public lands such as the Tulare

Lake Mitigation Site. However, impacts on special-status wildlife and the effects

associated with noise are described in the document under both the construction period

and project period indirect impacts (pages 3.7-56 and 3.7-108). Furthermore, the HST

alignments adjacent to this area parallel existing infrastructure, including the BNSF and

SR 43, which produce significant noise. The Tulare Lakebed Mitigation Site is

constructed and surrounded by an earthen berm that impounds the water and provides

a buffer against noise generated from the train.

I032-133

Impacts resulting from the No Project Alternative are discussed in Section 3.7.5.2.

Analysis in this section is limited to a broad level that focuses on consequences of

continued transportation and infrastructure growth, urban development, and other land

use changes.

I032-134

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

Potential impacts on the Valley Elderberry Longhorn Beetle are disclosed in Section

3.7.5 [Direct (BIO #2) Impacts during Construction Period, Indirect (BIO#2) Impacts

during Construction Period, Indirect (BIO #5) Project Impacts, and Direct (BIO #6)

Project Impacts]. The project could result in the elimination of elderberry shrubs, the sole

host plant of the valley elderberry longhorn beetle, which is considered a potentially

significant impact if not mitigated.

As stated in Section 3.7.7 mitigation measure Bio-MM#21 (Implement Conservation

Guidelines for the Valley Elderberry Longhorn Beetle), conservation guidelines will be

implemented which include protocol-level surveys for the valley elderberry longhorn

beetle and its host plant at the project site. The amount of mitigation is directly related to

diameter of the stems, presence/absence of exit holes and whether or not the elderberry

shrubs are located in riparian habitat. In accordance with the conservation guidelines,

this mitigation measure will identify shrubs that would be affected by the project (based

on diameter size class and external evidence of beetle presence), plant replacement

habitat (conservation planting) for affected shrubs, and establish and maintain a buffer

zone around elderberry plants. If the project cannot avoid affecting an elderberry plant

that meets the habitat criteria, the plant may be transplanted to a conservation area

(with possible exemptions based on plant condition or access problems, at the discretion

of USFWS).

This mitigation is defined by the USFWS as the protocol for mitigating for impacts to this

species and is proven successful, as the USFWS has petitioned to delist the species.

Protocol-level surveys prior to the analysis provided in the Revised DEIR/Supplemental

DEIS would not change the conclusion that this would be a significant impact without
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I032-134

mitigation, and with implementation of the mitigation identified, the impact would be less

than significant.

I032-135

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

Permission to enter (access) was not granted for all properties within the project study

areas. As stated in Section 3.7.3.3, access was granted in approximately 40% of the

study area. Requests for permission to enter were not made for urban areas (Fresno,

Corcoran, Wasco, Shafter, or Bakersfield), for properties less than 0.5 acre in size or for

properties zoned as commercial or industrial. Requests for permission to enter in urban

areas were not made because the effort required to obtain permission to enter into the

thousands of parcels would not likely result in additional environmental resource findings

(including biological). Furthermore, public access and visible assessments of the urban

areas were possible.

In many instances, permission to enter was granted by landowners; however,

permission to enter was not available for numerous properties because the request was

denied (not granted), no response was received, or the property owner requested

actions that could not reasonably be met (i.e., indemnification). Details on access and

other survey limitations are provided in Section 3.7.3, as well as in other parts of Section

3.7, of the Biological Resources and Wetlands Technical Report.

The Authority maintains a log of the permission to enter letters sent to property owners.

The log identifies the county, assessor’s parcel number (APN), the name of the owner

and other relevant information. Furthermore, the Authority maintains on file the

responses to permission to enter request received from land owners. These received

responses generally fall into three categories, do not access, permission to enter

granted, and permission to enter granted with special conditions.

I032-136

Water use was evaluated in Section 3.6, Public Utilities and Energy, and in Appendix

3.6-B, Water Usage Analysis Technical Memorandum. Appendix 3.6-A (page 3) details

the assumptions used to derive heavy maintenance facility (HMF) water usage rates.

I032-136

Operational data from the Hayward BART facility (water rate usage of 31 gallons per

employee per day) was selected as a basis for developing a water use factor for the

HMF facility, as the facilities are similar in function (both perform heavy maintenance

and cleaning for electrically powered train sets). The number of train sets and

employees for both the BART (actual numbers) and HST facilities (planned numbers)

were compared and climatic conditions (precipitation, average temperature, humidity)

and landscaping were considered, as well as the expected use of newer water recycling

and reuse technologies at the HMF. Due to these considerations, the water usage factor

for the HMF was adjusted slightly downward to 30 gallons per employee per day. With

the ongoing improvement in water recycling and reuse technologies that would be

employed at the HMF, it is likely that this water use factor may be conservatively high,

but appropriate for use in the analysis.

I032-137

The HST would cross the Kings River channel (Old River) by a bridge which is

connected to an aerial structure. This bridge would have one footing within the banks of

the channel, within a high flow area. The river channel has very little, if any, base flow

during most of the year. However, the Kings County Water District recharges

groundwater by releasing flows into Old River which has a very permeable bottom.

Water that is released into the channel for groundwater recharge would likely remain in

the low flow channel prior to infiltration where there is minimal to no reduction in the

amount of surface area available for infiltration.  Also, if water for recharge were to reach

a level that came into contact with the HST structure the amount of surface area

occupied by the HST structure (i.e., the one footing) would be minor compared to the

area available for recharge. Potential inferences from HST infrastructure to groundwater

recharge would be minimal. In addition, KCWD would still be free to release the same

amount of water into Old River for groundwater recharge as they do now.

For information regarding the quality of stormwater runoff from bridges and potential

indirect connections to river channels or groundwater recharge, see Section 3.8.5.3 of

the EIR/EIS.
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I032-138

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

Section 3.8, Hydrology and Water Resources, discusses the regulatory authority of the

Central Valley Flood Protection Board (CVFPB) and requirements associated with

CVFPB-designated floodways and federal flood control projects. The Authority is

working with the CVFPB regarding requirements for the Kings River crossings.  The

details of the agreement concerning Kings River crossings have not been finalized, but

agreed upon changes will be incorporated into the design.

I032-139

The Authority is working with all agencies that the alignments cross or impact, including

the

USACE, Kings River Water Association, and Kings River Conservation

District. 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, which is

reflected in the design drawings for the Final EIS/EIR.

I032-140

Induced growth is analyzed in Section 3.18, Regional Growth. The HST's induced

growth in Fresno, Kings, Tulare and Kern counties is estimated to be 2% to 3%,

depending on the county. Projected water demand under future conditions and water

demand associated with the HST's induced growth are discussed in Section 3.19,

Cumulative Impacts. Projections of future water demand in the Tulare Lake Basin have

been analyzed by the Department of Water Resources (DWR). Overall, estimates by

DWR show a range of possible future trends in water demand in the Tulare Lake Basin,

which vary depending upon several factors, including how climate change is factored

into the model. The majority of the scenarios predict a decrease in future water demand.

Water demand from the HST's induced growth would be partially offset by a reduction in

water demand from irrigated lands. Appendix 3.6-B, Water Usage Analysis Technical

I032-140

Memorandum, discusses HST water uses in relation to SB 221 and 610 for

developments of more than 500 homes (which is equivalent to 250 acre-feet/year).

Because the stations and HMF are expected to require less than 250 acre-feet/year,

water supply assessments will not be needed for these facilities, and no other special

action to secure water from the local agencies will be needed.

I032-141

Refer to Standard Response FB-Response-AG-04.

Impact HWQ#1, Temporary Changes to Drainage Patterns and Stormwater Runoff,

discusses construction impacts. The Authority will be implementing Best Management

Practices (BMPs) at construction sites to minimize any contaminated runoff from

reaching streams. Numerous studies have been conducted over the years to evaluate

the effectiveness of standard construction site BMPs (see

http://www.bmpdatabase.org/). Farm fields will not need to be re-graded to change

runoff patterns.  Agricultural drainage will be accommodated by agricultural drainage

systems on the edges of the fields. Local flooding that drains towards the HST tracks

would pass through culverts in the track embankment.

I032-142

Refer to Standard Response FB-Response-HWR-05.

The HST track area that is relatively impermeable is only about 40 feet wide. The extra

runoff generated above existing conditions along this 40-foot width will drain from the

tracks to both sides and typically infiltrate locally. The capacities of the swales are part

of the engineering design. Water will infiltrate within the right-of-way or swales will

discharge to the local stormwater drainage system (MS4), or will be handled following

guidance contained in the Post-Construction Stormwater Quality Standards Technical

Memorandum developed as part of the 401 Certification. For small events, it is not

anticipated that drainage will be collected and transported very far from where it is

generated because local soils have a high infiltration capacity.  If stormwater drainage

does occur, pollutants could be conveyed with the stormwater.  However, most

pollutants will be removed during the physical, biological, and chemical processes that

take place within the swales and best management practices.  Potential pollutants and

Response to Submission I032 (Aaron Fukuda, October 18, 2012) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. V Response to Comments from Individuals Last Name D-F

Page 42-159



I032-142

water quality effects are discussed under Impact HWQ#6.  Required engineering

studies, including hydrology studies used to size the swales for stormwater treatment,

will be conducted as part of the engineering design

The Union Pacific Railroad requirements for hydrology studies relate the design

requirements for their drainage facilities next to their tracks.  Similar design guidelines

will be used when designing the drainage facilities for the HST.

I032-143

The use of regenerative braking technology will reduce brake pad wear and the amount

of metal particles deposited in the track right-of-way. Anecdotal information from

Britain’s Class 323 fleet trains has indicated that with regenerative braking enabled, the

brake's disc pad life was around 18 months. When the electric braking was switched off,

pad life fell to 18 days (Railway Gazette 2007

[http://www.railwaygazette.com/news/single-view/view/regenerative-braking-boosts-

green-credentials.html]). Additional studies have also been conducted that show

substantially reduced brake wear for high-speed trains (Sjöholm 2011).

For the operation period, the Authority would generally follow the procedures

established in Chapter C2 of the California Department of Transportation (Caltrans)

Maintenance Guide to manage vegetation on Authority property (Caltrans 2010a

[http://www.dot.ca.gov/hq/maint/manual/-17_Chpt-C2_01-26-11.pdf]). Vegetation would

be controlled by chemical, biological, cultural, mechanical, structural, and manual

methods.

Only Caltrans-approved herbicides would be used in the vegetation control program.

Pesticide application would be applied in accordance with all requirements of the

California Department of Pesticide Regulation and County Agricultural Commissioners

by certified pesticide applicators. Noxious/invasive weeds would be treated where

requested by County Agricultural Commissioners. The Authority would cooperate in an

area-wide control of noxious/invasive weeds if established by local agencies.

Farmers/landowners who request weed control on state right-of-way that is not identified

in the annual vegetation control plan would be encouraged to submit a permit request

application for weed control that would identify the weeds and control method desired.

I032-144

Section 3.10, Hazardous Materials and Waste, discusses the abandonment of oil and

gas wells and the wells associated with landfills.  Agricultural water supply wells, if

abandoned, will be done in accordance with local regulations to minimize the potential

impacts on groundwater quality.

I032-145

Potential water quality effects are discussed under Impact HWQ#6 in Section 3.8,

Hydrology and Water Resources, of the Revised DEIR/Supplemental DEIS. Train wash

water would be directed to onsite infiltration basins or other best management practices

(BMPs) designed for water quality treatment prior to discharge off site.  The selection,

sizing, and siting of BMPs at the heavy maintenance facility (HMF) is part of the

engineering design.  The HMF will be permitted by the State Water Resources Control

Board (SWRCB) and Regional Water Quality Control Board (RWQCB) under the

Industrial Storm Water General Permit (Order 97-03-DWQ, or as amended), which

requires implementation of BMPs that will achieve the performance standard of best

available technology economically achievable (BAT) and best conventional pollutant

control technology (BCT).  The Permit also requires the development of a Storm Water

Pollution Prevention Plan (SWPPP) and monitoring plan for ongoing operations. 

Additional measures would be provided, if required, by the SWRCB or RWQCB. No

mitigation measures are required, but water quality design measures that will be

implemented for the protection of water quality are listed and described in Section 3.8.6,

"Project Design Features."

I032-146

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

The project analysis is based on a 15% design, and details for the crossing would be

determined at later stages of design. For the analysis in the Revised

DEIR/Supplemental DEIS, piers were assumed to be placed in river channels with

spans greater than 120 feet.  The cross section of any piers used for construction will be

small relative to the size of floodplains, so they will not increase flood levels.
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Stormwater collected from road overpasses would be directed to best management

practices (BMPs) developed for the HST project. The closure of some roads and the

redirecting of traffic to locations with overcrossings of the HST will increase the level of

traffic on those roads with overcrossings.  However, data on the quality of runoff from

highways do not indicate a strong correlation between traffic volume and amount of

pollutants in highway runoff except in a broad sense.  High-traffic urban roads (> 30,000

average daily trips) have more pollutants than low-traffic rural highways, but within a

category of highway (e.g., low-traffic rural highways) the level of traffic does not have a

strong effect on the level of pollutants (FHWA 1990).  Since it is not expected that the

HST will change the nature of any of the overcrossings (i.e., convert low-traffic rural

highway to high-traffic urban highway), the increase in traffic on some roads should not

result in a significant increase in the pollutants in the runoff from the overpasses.

I032-148

Subsidence from groundwater or petroleum withdrawal is addressed in the Final

EIR/EIS (Section 3.9.4.4, Geologic Hazards). The section states that substantial

subsidence has occurred in the San Joaquin Valley, primarily due to groundwater

extraction; however, the areas with greatest land subsidence are in the western portion

of the San Joaquin Valley where subsidence of nearly 30 feet was recorded between

1926 and 1970. In the area of the HST alternatives, including stations and heavy

maintenance facilities (HMFs), subsidence has been far less dramatic than on the

western side of the valley, with subsidence measured at less than 1 foot between 1926

and 1970 (Faunt 2009; Galloway et al.). Over the last several decades, the use of

pipelines and aqueducts for surface water deliveries from other parts of California has

reduced dependence on groundwater for agricultural use, and land subsidence has

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

however, increased reliance on groundwater may result in increased subsidence rates.

Construction and operation of the Fresno to Bakersfield Section of the HST would not

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

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

subsidence. In fact, the project would cause land (under the preferred alternative) to be

removed from agricultural production. Some of these lands are irrigated with

groundwater, and therefore localized groundwater withdrawals would likely be reduced.

I032-148

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

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

premature degradation of the alignment such that speeds are reduced

or operation and maintenance costs are unacceptably high. Prerequisite geotechnical

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

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

the project on geology are described in the EIR/EIS.   

Information related to subsidence used in this response was obtained from the following

sources:

Faunt, C.C., ed., 2009, Groundwater Availability of the Central Valley Aquifer, California:

U.S. Geological Survey Professional Paper 1766, 225 p.

Galloway, D.L., D.R. Jones, and S.E. Ingebritsen, 2000, Land Subsidence in the United

States, USGS Fact sheet-165-00.  December.

I032-149

The figures cited in the Revised DEIR/Supplemental DEIS for the amount of aggregate

and dirt required to construct the Fresno to Bakersfield Section of the HST include all

facilities required for the project.

I032-150

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

Impacts associated with unstable soils would be the same for all alternative alignments,

station alternatives, and potential HMF sites. The project would minimize impacts from

potentially unstable soils through foundation design for site-specific conditions, such as

the use of deep foundations (piles) based on site-specific geotechnical investigations

(for examples, see Section 1802 of the IBC).

Site-specific geotechnical studies would be conducted once an alternative is chosen.

These studies are not needed to assess the potential impacts of construction on

unstable soils. Dealing with unstable soils from an engineering standpoint is fairly
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routine, and a number of standard engineering design techniques are available to

reduce or eliminate the impact, as described above. The specific design features used

would depend on the site-specific situation and be determined by final design. In no

case would a structure be built on unstable soils without specifications for reducing the

impact on the structure to less than significant.

I032-151

As described in Section 3.9, soils along the alignments are generally competent

(medium-dense, stiff, or better), although localized deposits of soft or loose soils could

occur at various locations, particularly at water crossings where soft or loose soils

appear to be more prevalent. Geotechnical explorations to be undertaken prior to final

design and prior to construction would identify the locations with the potential for

settlement. In such locations, where subsurface conditions may not be capable of

supporting the additional loading induced by additional fill, standard engineering design

features that address soft deposits of silty or clay soils would be incorporated, such as

preloading to accelerate settlement or adding wick drains if applicable. Site-specific

studies were not required to disclose the potential impacts, nor were they needed to

discuss engineering design features that would reduce the impacts of construction on

settlement-prone soils.

I032-152

The HST project design addresses slope stability by incorporating standard IBC and

other engineering standards and criteria. Detailed slope stability evaluations would be

conducted and impact avoidance measures, such as structural solutions (e.g., tie backs,

soil nails or retaining walls), or geotechnical solutions (e.g., ground improvement or

regrading of slopes), would be implemented, as appropriate, to reduce the potential for

future slumps and slope failures. In the case of elevated structures, the location of the

foundation would be sited during final design to avoid the area of slope failure.

I032-153

Section 3.9.5.3 has been modified to include information on the operating status of

Success Dam. It should be noted that this entire section of the Revised

DEIR/Supplemental DEIS discusses the potential secondary seismic hazards and

I032-153

discloses potential risks of flooding from failures of local dams, including Success Dam.

I032-154

Fill material for overpass structures would be excavated from permitted local borrow

sites and transported by truck from 10 to 40 miles to the preferred alignment.

The California Geological Survey (CGS) estimates that only about 6% of the total

aggregate resources available have been developed in the areas they studied. The

areas studied by the CGS include 31 regions of the state that range from Shasta County

in the north to San Diego County in the south, indicating that statewide only 6% of

potentially available aggregate resources have been developed.

Aggregate and fill resources for the proposed Fresno to Bakersfield Section HST could

be obtained from five of the areas studied by the CGS. These include the Fresno

(greater Fresno-Clovis metropolitan area), north Tulare County (Visalia/Tulare Area),

south Tulare County  (Portersville area), Bakersfield (Oildale to Tehachapi), and

Palmdale.  Within these five areas, as of 2006, there were 379 million tons of permitted

aggregate resources, not including the south Tulare County area, which was not

reported because the information is proprietary. Of this permitted material, the proposed

HST segment would require about 2.3 million tons, representing 0.6% (2.3 million

tons/379 million tons permitted) of the currently permitted aggregate resources in these

five areas. These aggregate resources are typically mined from alluvial sources, which

contain large amounts of soils material in addition to the aggregate material. The project

would not rely on any one area for all its material. The text in the Final EIR/EIS, Section

3.9.1, has been updated to reflect this information.

I032-155

The Revised DEIR/Supplemental DEIS evaluates whether the project is located on a

geologic unit or on soil that is unstable, or that would become unstable, as a result of the

project. One of the considerations is subsidence from groundwater or petroleum

withdrawal. The Revised DEIR/Supplemental DEIS (see Section 3.9.4.4, Geologic

Hazards) states that substantial subsidence has occurred in the San Joaquin Valley,

primarily due to groundwater extraction; however, the areas with the greatest land

subsidence are in the western portion of the San Joaquin Valley, where subsidence of
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more than 28 feet was recorded between 1926 and 1970. In the area of the HST

alternatives, including the north-south alignments, wyes, stations, and HMF, subsidence

has been far less dramatic than on the western side of the valley, with subsidence

measured at less than 1 foot between 1926 and 1970 (Faunt 2009; Galloway and Riley

1999). Over the last several decades, the use of pipelines and aqueducts for surface

water deliveries from other parts of California has reduced dependence on groundwater

for agricultural use, and land subsidence has slowed or reversed in some areas of the

San Joaquin Valley. During drought conditions, however, increased reliance on

groundwater may result in increased subsidence rates.

Construction and operation of the Fresno to Bakersfield Section would not change

subsidence rates compared with existing conditions. The project does not include

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

subsidence.  As described in Section 3.8, the project would cause land to be removed

from agricultural production. Some of these lands are irrigated with groundwater, and

therefore localized groundwater withdrawals would likely be reduced.

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

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

degradation of the alignment so that speeds are reduced, or operation and maintenance

(O&M) costs are unacceptably high. Prerequisite geotechnical and geologic evaluations,

design features, and management measures to reduce or eliminate risk from poor or

unexpected geologic conditions or from long-term effects of the project on geology are

described in the EIR/EIS.

I032-156

Refer to Standard Response FB-Response-GENERAL-16, FB-Response-GENERAL-21.

The number of residential units displaced is an estimate based on parcel-by-parcel

examination of the project alternative alignments as presented in EIR/EIS Volume III.

See Appendix A of the Community Impact Assessment Technical Report (Authority and

FRA 2012h) for a description of the methodology used in the property analysis.

I032-157

Refer to Standard Response FB-Response-SO-05.

The sentence cited in the comment was not meant to be applied to the issue of tax

revenues in particular, but to the community assessment and environmental justice

impacts overall.

Section 5.4.4.2 of the Community Impact Assessment (CIA) Technical Report (Authority

and FRA 2012) examines the reduction in property tax revenues that would result from

acquisition of land for project construction. As discussed in Section 3.12 Impact SO#12,

the economic impact from the reduction in property tax revenues is insignificant and

would not be perceptible to community residents, and no mitigation is required.

The short-term reductions in sales tax revenues are discussed in EIR/EIS Section 3.12

Impact SO #12, because the need to acquire land will necessitate the relocation of

businesses along the project alignment. With the relocation assistance provided under

the Uniform Act, including assistance in finding replacement properties, moving

expenses, and obtaining permits, temporary reductions in sales tax revenue from

business displacement would be minimal. A detailed discussion of potential sales tax

revenue losses is presented in Section 5.4.4.4 of the CIA. Losses would be an

insignificant amount of the annual revenue from sales tax collected by the cities and

counties. Therefore, the economic impact is measurable, but would not be perceptible to

community residents and no mitigation is required.

Because the construction of a Kings/Tulare Station will be dependent on ridership

demands, if one is not constructed, no additional tax benefits will occur. However, Kings

County will benefit from construction-and operation-related sales tax gains, see Section

5.4.6 of the Community Impact Assessment Technical Report.

I032-158

Refer to Standard Response FB-Response-GENERAL-04.

See the Revised DEIR/Supplemental DEIS, Volume I, Section 3.14, Impact AG #4. for

information on the permanent conversion of agricultural land, and see Mitigation

Measure AG-1 for measures to preserve the total amount of prime farmland.
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Refer to Standard Response FB-Response-SO-01.

As detailed in EIR/EIS Section 3.12 Impact SO#6, in the Ponderosa Road community,

potentially up to half of the existing ranch-style homes could be displaced by the BNSF

Alternative. In this location, residents enjoy a unique blend of amenities and very few

comparable, vacant, developed rural residential homes may be available as

replacement properties. If so, it may be necessary to consider constructing housing of

last resort, including rehabilitation of existing housing or relocation of disrupted

residential area to newly constructed housing elsewhere in the vicinity. Even if

replacement housing were to be constructed to meet these needs, these replacements

would not represent a substantial number of new homes, and therefore the impact would

be less than significant under CEQA.

I032-160

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

For information on impacts on schools and bus transportation see EIR/EIS Volume II

Technical Appendix 3.12-B. Lakeside Elementary School is not within the 0.5-mile study

area of the alternatives, it is 1.2 miles from the BNSF Alternative and 2 miles from the

Hanford West Bypass alternatives. Road closures and residential displacements for the

Lakeside Union Elementary School District, which includes Lakeside Elementary

School, were analyzed in this appendix.

The Kings/Tulare fire training center and emergency helicopter service along Houston

Avenue is identified. Information about the South Hanford Fire Station can be found in

EIR/EIS Volume I Section 3.12.6.4 Affected Environment. Impact SO #1 describes the

potential for construction to affect important community facilities and explains that

emergency vehicle access for police and fire protection services would be maintained at

all times.

I032-161

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-SO-07.

I032-161

The environmental justice analysis adheres to the definition given by Executive Order

12898 and U.S. Department of Transportation Order 5610.2, which defines an

environmental justice effect as a "disproportionately high and adverse effect on minority

and low-income populations." This is an adverse effect that is predominately borne by a

minority population and/or a low-income population, or that would be appreciably more

severe or greater in magnitude for the minority and/or a low-income population than the

adverse effect that would be suffered by the nonminority and/or non-low-income

population along the project. 

Section 4.3 in the Community Impact Assessment Technical Report (Authority and FRA

2012h) identifies the environmental justice populations along the project.  The

methodologies for identifying these populations are detailed in Appendix A of the

Community Impact Assessment Technical Report. Section 5.3 in the Community Impact

Assessment Technical Report provides detailed information on the potential for

substantial environmental justice effects across resources along the project. EIR/EIS

Volume 1 Section 3.12 Impacts SO#17 and SO#18 summarize these findings.

I032-162

Refer to Standard Response FB-Response-AQ-01, FB-Response-AG-05, FB-

Response-TR-02, FB-Response-AQ-05.

A detailed Construction Transportation Plan (CTP), (see Section 3.2.6) and the

Construction Management Plan (see Section 3.12.10, Design Features), will be

prepared as the project progresses into the final design phase and more details are

developed regarding construction plans. CTPs are standard means of minimizing traffic

conflicts during construction, and depending on the type and extent of construction,

typically include detours and lane control features such as signage, lighting, and flag

persons.

Section 3.2.6, Project Design Features, in the Final EIR/EIS describes the types of

activities addressed by the CTP. On average, roadway overpasses would be provided

approximately every 2 miles along the track. It is estimated that the proposed project

would result in no more than 1 mile of out-of-direction travel for vehicles to cross the

HST tracks. The air quality analysis has identified emission impacts from the project
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during the construction phase. The regional significant construction emission impacts

will be completely offset to below a level of significance through the Voluntary Emission

Reduction Agreement (VERA) between the Authority and the San Joaquin Valley Air

Pollution Control District.

I032-163

See the EIR/EIS, Volume I, Section 3.12, Impact SO #5, Temporary Construction

Employment, for information on the number of construction jobs created as a result of

the project and on the ability of the existing regional labor force to fill the demand for the

direct construction jobs as well as the resulting indirect and induced jobs. Volume I,

Section 3.18, presents the amount of construction- and operation-related employment

created by the project. Over the entire construction period, project expenditures would

result in an additional 2.4% of the total projected 2016 construction jobs in the region

(see Table 3.18-3). This small percentage increase would not be substantial enough to

greatly attract workers to the region because the existing underemployed construction

work force would be expected to fill these jobs.

The San Joaquin Valley has greater unemployment and a lower per capita income than

the state as a whole. The Authority has adopted a Community Benefits Policy, which

requires that design-build construction contracts will be required to adhere to the

National Targeted Hiring Initiative, which states a minimum of 30% of all project work

hours will be performed by national targeted workers and a minimum of 10% of national

targeted workers hours will be performed by disadvantaged workers. This, along with

other hiring policies, will make sure that employment and business opportunities created

by the project are accessible to the local community. For more information on hiring

policies, see the Authority’s website.

I032-164

Refer to Standard Response FB-Response-SO-01, FB-Response-SO-02, FB-

Response-SO-05.

For more information on the property acquisition and compensation process, see the

Revised DEIR/Supplemental DEIS, Volume II, Appendix 3.12-A. For information on

potential HST project impacts on property values, see Section 5.4.4.3 in the Community

I032-164

Impact Assessment Technical Report.

I032-165

Refer to Standard Response FB-Response-SO-05, FB-Response-GENERAL-03.

For information on the HST operation-related property and sales tax revenue effects,

see the EIR/EIS, Volume I, Section 3.12, Impact SO #3, Impact SO #4, and Impact SO

#12.

I032-166

For information on new job creation and the resulting impacts on the regional economy,

see Volume I, Section 3.12, Impacts SO #5 and SO #13. Also see Section 5.1.2 of the

Community Impact Assessment Technical Report for more detailed information on short-

term and long-term job creation.

Jobs created by construction and operation of the project would likely be filled by

workers in the region. To help offset any disproportionate effects, the Authority has

approved a Community Benefits Policy that supports employment of individuals who

reside in disadvantaged areas and those designated as disadvantaged workers,

including veterans returning from military service. This policy helps to remove potential

barriers to small businesses, disadvantaged business enterprises, disabled veteran

business enterprises, women-owned businesses, and microbusinesses that want to

participate in building the high-speed rail system.

Under the Authority’s Community Benefits Policy, design-build construction contracts will

be required to adhere to the National Targeted Hiring Initiative, which states a minimum

of 30% of all project work hours will be performed by national targeted workers and a

minimum of 10% of national targeted workers hours will be performed by disadvantaged

workers. According to the National Targeted Hiring Initiative, disadvantaged workers

either live in an economically disadvantaged area or face any of the following barriers to

employment: being homeless, being a custodial single parent, receiving public

assistance, lacking a GED or high school diploma, having a criminal record or other

involvement with the criminal justice system, being chronically unemployed, being

emancipated from the foster care system, being a veteran, or being an apprentice with
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less than 15% of the required graduating apprenticeship hours in a program. The

Community Benefits Policy will supplement the Authority’s Small Business Program

which has an aggressive 30% goal for small business participation, and includes goals

of 10% for disadvantaged business enterprises and 3% for disabled veteran business

enterprises.

I032-167

See Section 4.4 of the Community Impact Assessment Technical Report for information

on the employment conditions of the local economies. Following the collapse of the real

estate market, the San Joaquin Valley lost about 32,300 construction jobs between 2006

and 2009. Section 5.1.2 shows that during peak construction, project spending would

result in about 3,300 jobs per year. While these jobs would benefit the local labor force,

in the context of total regional employment around 1 million, the percentage of jobs

created by the project is not significant enough to cause a labor market crash after

project completion. 

In addition to the temporary construction jobs generated by the project, permanent jobs

will be created to operate and maintain the HST System. See Section 3.12 Impact SO

#13 for more information on long-term job creation.

I032-168

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

Impact SO #7 (Section 3.12, Volume I of the EIR/EIS) acknowledges that in areas where

the project alignment departs from the existing BNSF corridor and introduces a new

linear feature, there would be impacts on agricultural communities. However, on

average, roadway overpasses would be provided approximately every 2 miles along the

track. It is estimated that the proposed project would result in no more than 1 mile of out-

of-direction travel for vehicles to cross the HST tracks. The width of the roadway

overpasses would accommodate both farm equipment and school buses traveling in

opposite lanes. Due to the frequency of roadway overpasses, additional distances

traveled by vehicles to cross the HST tracks are expected to be negligible.

I032-169

Refer to Standard Response FB-Response-AG-02, FB-Response-AG-03, FB-

Response-TR-02.

As discussed in Chapter 1 of the Final EIR/EIS, California’s population is growing

rapidly, and unless new transportation solutions are identified, traffic will only become

more congested and airport delays will continue to increase. The proposed 220-mph

HST system would provide lower passenger costs than would air travel for the same

city-to-city markets, and would provide service competitive with automobile travel. The

HST would increase mobility while reducing air pollution, decreasing dependence on

fossil fuels, protecting the environment by reducing GHG emissions, and promoting

sustainable development in the areas near the stations, in comparison to existing trends.

The Authority is committed to working with agricultural property owners to resolve or

mitigate, if possible, partial acquisitions that result in the division of farmlands resulting

in large farmable lots on either side of the HST alignment. Efforts to minimize these

impacts include frequent public road crossings in the project design. For example, most

of the new public road overcrossings would be located at intervals of 2 miles or less,

with many crossings located at intervals of 1 mile or less. Areas with longer intervals

between road crossings would generally occur in areas with no current crossings (i.e.,

no change from existing conditions). Additional access across the HST right-of-way may

be preserved by creation of private overcrossings or undercrossings at reasonable

intervals (see Mitigation Measure SO-4). This may include the construction of grade-

separated equipment crossings to allow farm equipment continued access to bisected

land holdings. However, if the cost of such a crossing would exceed the value of the

affected remainder lands, rather than provide a crossing, the Authority would offer to

acquire the affected lands or otherwise compensate the farm owner for the loss in value.

I032-170

Refer to Standard Response FB-Response-S&S-01, FB-Response-S&S-03, FB-

Response-S&S-04, FB-Response-S&S-05.

I032-171

Alignment plans and maps of parcels directly affected by the project, where the whole

parcel or a portion thereof would be acquired by the project, are provided in Volume III
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of the Revised DEIR/Supplemental DEIS. The number of residential units displaced is

an estimate based on parcel-by-parcel examination of the project alternative alignments

presented in Volume III. See Appendix A of the Community Impact Assessment

Technical Report for a description of the methodology used in the property analysis. All

final determinations on property acquisition would occur during the acquisition process.

See Volume II, Appendix 3.12-A, for details.

I032-172

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

Please see Section 5.2.2 of the Draft Relocation Impacts Report for more information on

residential displacements and for an analysis of available vacant residential units in all

communities impacted by the HST alternatives, including Hanford and the

unincorporated areas of Kings County.

The displacement of residential, business, and community facilities will be mitigated for

because the Authority will comply with applicable federal and state laws and regulations,

including the Uniform Relocation Assistance and Real Property Acquisition Policies Act

of 1970, as amended. The act and its amendments provide guidance on how federal

agencies, or agencies receiving federal financial assistance for a project, will

compensate for impacts on property owners or tenants who need to relocate if they are

displaced. The Authority will compensate all property owners or tenants in accordance

with this act, which applies to all real property. All benefits and services will be provided

equitably without regard to race, color, religion, age, national origins, and disability, as

specified under Title VI of the Civil Rights Act of 1964. The Relocation Assistance

Program was developed to help displaced individuals move with as little inconvenience

as possible and has commonly been used for large infrastructure projects, such as the

HST project, that displace a large number of residences and businesses, and is

considered successful standard practice for mitigating the impacts on individual property

owners.

I032-173

The EIR/EIS states that impacts on the Ponderosa Road community would be of

substantial intensity under NEPA and be a significant impact under CEQA. For

I032-173

information on how potential impacts on the Ponderosa community will be mitigated, see

Volume I, Section 3.12.11, Mitigation Measure SO-1 .

I032-174

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

As detailed in Chapter 3.12 Impact SO#6, in the Ponderosa Road community, potentially

up to half of the existing ranch-style homes could be displaced by the BNSF Alternative.

In this location, residents enjoy a unique blend of amenities and very few comparable,

vacant, developed rural residential homes may be available as replacement properties.

It may be necessary to consider constructing housing of last report, including

rehabilitation of existing housing or relocation of disrupted residential area to newly

constructed housing elsewhere in the vicinity zoned for low density residential use in the

General Plan. For more information on the property acquisition and compensation

process, see the EIR/EIS, Volume II, Appendix 3.12-A.

Given these impacts, the project would affect community character, social interactions,

and community cohesion by displacing potentially half of the households, and by

exposing the remaining rural residential homes to increased noise, visual, and traffic

impacts. This would be of substantial intensity under NEPA and a significant impact

under CEQA. Mitigation Measure SO-1: Implement measures to reduce impacts

associated with the division of residential neighborhoods, was developed to reduce the

impacts associated with the division of existing communities, including Ponderosa, by

conducting special outreach to affected homeowners and residents to fully understand

their special relocation needs. Even with this mitigation, the impact related to the division

of existing communities would remain significant.

I032-175

Refer to Standard Response FB-Response-TR-02, FB-Response-AG-02.

For information on the potential for disruption and division, see the EIR/EIS, Volume I,

Section 3.12, Impact SO #6.
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Refer to Standard Response FB-Response-SO-01.

See Appendix A of the Community Impact Assessment Technical Report for a

description of the methodology used in the property analysis. All final determinations on

property acquisition would occur during the acquisition process. See the Volume II,

Appendix 3.12-A, for details.

Information about the South Hanford Fire Station can be found in Volume I, Section

3.12.6.4, Affected Environment. Impact SO #1 describes the potential for construction to

affect important community facilities and explains that emergency vehicle access for

police and fire protection services would be maintained at all times.

For information about the impacts on Baker Commodities, see Volume I, Section 3.12,

Impact SO #11. Information on mitigation measures for this important facility can be

found in Mitigation Measure SO-3. Baker Commodities is also mentioned in Section

5.2.4 of the Community Impact Assessment Technical Report under agricultural

displacements and in Section 6.4.3 of the Draft Relocation Impacts Report under special

relocation considerations.

I032-177

Refer to Standard Response FB-Response-AG-02, FB-Response-AG-03, FB-

Response-SO-01.

For more information on the property acquisition and compensation process, see the

Revised DEIR/Supplemental DEIS, Volume II, Appendix 3.12-A.

I032-178

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-04.

Compensation for loss of infrastructure (irrigation facilities, wells, etc.) would be paid,

and the farm owner would have time to restore infrastructure before construction begins

and before the start of the growing season. However, in those cases where construction

would need to occur before infrastructure can be restored or before the growing season,

the farm owner would be compensated for the loss of agricultural production resulting

I032-178

from the disruption.

I032-179

Refer to Standard Response FB-Response-TR-02, FB-Response-AG-02.

The study area for each station was established by considering the potential for impacts

on roadway segments and at intersections from new, station-related traffic (i.e., traffic

generated by that station). The traffic analysis considered traffic increases on nearby

streets that would be expected to result from the projected ridership at each station (see

the Revised DEIR/Supplemental DEIS, Volume I, Section 3.2.4). This analysis included

considerations of parking demand at the stations and their impact on existing parking

facilities (see Section 3.2.5 ).

I032-180

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

The Kings/Tulare Regional station (either West or East alternatives) is not consistent

with the general plans of either Kings County or the city of Hanford, nor is it discussed in

the San Joaquin Valley Blueprint. The West alternative site is in line with urbanization

trends in the Hanford area; the East alternative, on the other hand, is surrounded by

agricultural land. Development of this station would reinforce the importance of Hanford

as a transportation hub, but would not result in higher-density development in the city’s

downtown. As discussed in Section 3.13, Station Planning, Land Use, and

Development, of the EIR/EIS, the Kings/Tulare Regional Station sites would change the

pattern and intensity of the use of the land and would be incompatible with adjacent land

uses. The presence of a station at either site would be likely to result in some unplanned

changes in the use of existing adjacent land.

I032-181

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-AG-03, FB-

Response-SO-02.

A comprehensive literature review in section 5.4.4.3 of the Community Impact
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Assessment Technical Report presents research studies conducted on the effect of

constructing new commuter rail lines on residential and commercial real estate values.

The research was conducted on the property value impacts of different types of rail

transit and the majority of the studies found that rail transit access had a positive

influence on residential property values, due to a presumed relationship between

property values and improved accessibility (both of residents to regional jobs and of

employers to a larger labor pool). In a study of the property value impacts associated

with a variety of disamenities, such as environmental contamination or proximity to linear

features like roadways and railroads, Simons (2006) reviewed several rigorous studies

(conducted in Ohio, Georgia, and Norway) of the relationship between residential

property values and proximity to rail lines, and concluded that there were negative

property value impacts in the single digits (e.g. 2 or 3%) for residential properties within

750 feet of an active railroad track. Although considerable research has been conducted

on the property value impacts of rail transit, especially on residential property values

near transit stations, no studies were found that examine the specific question of high-

speed rail impacts on real estate property values. Therefore, it is not clear how these

findings would apply to high-speed rail projects and it is unclear whether the property

value impacts would be similar. As a result, a calculation of loss of value of property

adjacent to the project would be speculative.

The Fresno to Bakersfield HST will result in benefits to cities and communities in the

region through job creation and sales tax gains.

See Volume I Section 3.12 Impact SO #5- Temporary Construction Employment, for

information on the number of construction jobs created as a result of the project as well

as the ability of the existing regional labor force to fill the demand for the direct

construction jobs as well as the resulting indirect and induced jobs. Impact SO#13-

Employment Growth, details the long term jobs created to operate and maintain the

project in the region, as well as the jobs created as a result of the improved connectivity

of the region to the rest of the state. The total number of new jobs created is estimated

to be a 3.2% increase in total employment above the 2035 estimate of 1.4 million total

jobs in the region under the No Project Alternative (Cambridge Systematics 2010).

Construction- and operation-related sales tax gains are examined in section 5.4.6 of the

I032-181

CIA. The impacted cities and counties will have considerable additional revenues

attributed to the construction and operation of the HST.

I032-182

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

Future development intensification near the Fresno and Bakersfield stations would

support local land use plan changes near the stations encouraged by the San Joaquin

Valley Blueprint and anticipated in the City of Fresno and City of Bakersfield General

Plans. It would reduce the demand for new development areas to the extent that some

of the region’s anticipated future growth would be captured by the mixed-use, transit-

oriented development envisioned for the areas around the stations. The Kings/Tulare

Regional Station West–Alternative site is in line with urbanization trends in the Hanford

area; the East alternative, on the other hand, is surrounded by agricultural land.

Development of this station would reinforce the importance of Hanford as a

transportation hub, but would not result in higher-density development in the city’s

downtown.

I032-183

Refer to Standard Response FB-Response-SO-05.

As described in Section 3.12, overall, property and sales tax revenues are expected to

increase as a result of the project. Short-term reductions in property tax revenues

caused by private property being acquired for a public transportation purpose, and

related sales tax revenue reductions associated with relocating businesses, will cause a

tax revenue reduction. These revenue losses, however, are expected to be more than

offset by both short-term increases in sales tax revenues from construction spending

and long-term increases in the regional property and sales tax bases resulting from

increased property values and new economic development through improved

connectivity of the region to the rest of the state.

The analysis in Section 3.12 describes how a short-term reduction in property tax

revenues may occur due to property acquisition by removing parcels from county tax

rolls. This estimated amount is 0.2% in Kings County. The intensity is negligible for all
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alternatives because the economic impact is measurable, but would not be perceptible

to community residents.

The short-term reductions in sales tax revenues are discussed in Section 3.12 Impact

SO #12, because the need to acquire land will necessitate the relocation of businesses

along the project alignment. With the relocation assistance provided under the Uniform

Act, including assistance in finding replacement properties, moving expenses, and

obtaining permits, temporary reductions in sales tax revenue from business

displacement would be minimal. A detailed discussion of potential sales tax revenue

losses is presented in section 5.4.4.4 of the CIA. Losses would be an insignificant

amount of the annual revenue from sales tax collected by the cities and counties.

Therefore, the economic impact is measurable, but would not be perceptible to

community residents and no mitigation is required.

Additionally, the expected annual gain in sales tax revenue from project spending is

greater than the expected loss from business relocation. Construction- and operation-

related sales tax gains are examined in section 5.4.6 of the CIA. The impacted cities and

counties will have considerable additional revenues attributed to the construction and

operation of the HST.

I032-184

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

For a detailed analysis of the effects of the HST project on agricultural production, see

Appendix C of the Community Impact Assessment Technical Report. The analysis in

this appendix provides these results by county and by project alternative in terms of the

number of acres of agricultural production loss, the resulting annual revenue loss in both

dollar and percentage terms for each type of agricultural product, and the employment

loss. For more information on the property acquisition and compensation process, see

the Revised DEIR/Supplemental DEIS, Volume II, Appendix 3.12-A.

I032-185

Refer to Standard Response FB-Response-AG-06, FB-Response-SO-01.

I032-185

See the EIR/EIS, Volume I, Section 3.12, Impact SO #15, and Volume II, Appendix 3.14-

B, for impacts on confined-animal agriculture. The Authority has committed to maintain a

permit bureau to help businesses (including confined-animal operations) overcome the

regulatory disruptions caused by the project.

I032-186

Refer to Standard Response FB-Response-GENERAL-04.

Please see Appendix C of the Community Impact Assessment Technical Report for all

of the methodological detail, discussion of assumptions, and exact estimates of

reduction in agricultural production. The analysis conducted has been thorough and

takes into account the unique circumstances of agricultural production in the four-county

region.

In brief, this analysis examined potential losses in revenue resulting from: (1) the loss of

agricultural production on agricultural land acquired in the project right-of-way and (2)

potential yield losses occurring up to 500 feet away from the project as a result of factors

such as the reduction in crop growth from dust, wind effects resulting in reduced

pollination benefits, and difficulties and limitations imposed in applying pesticides near

the project, etc.

These are the direct effects of the project on agriculture. To determine the resulting

indirect and induced effects to economic activity in other related sectors, such as

agricultural processing and transportation, Bureau of Economic Analysis (BEA) RIMS II

multiplier for agricultural production in the region is used. The BEA estimate is a

multiplier of 1.96, or for every dollar of agricultural production lost in the region, an

additional 96 cents of output is lost across related sectors. Therefore, it is reasonable to

almost double the estimate of loss to agricultural production to get an overall estimate.

I032-187

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

The property lines of agricultural parcels tend to reflect the township/range surveys of

the 19th century and are typically oriented along north-south and east-west axes. The
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Central Valley is aligned along an axis that trends from northwest to southeast. The

Valley’s urban corridor and the transportation infrastructure connecting its cities are

similarly aligned along this northwest to southeast axis, diagonal to most property lines

in agricultural areas. As a result, there is no practicable alignment that would meet the

objectives of the project and the demands of an HST alignment, while also running

along north-south property lines.

I032-188

Refer to Standard Response FB-Response-N&V-01, FB-Response-AG-06.

Contrary to the claim, there is no substantial evidence to support the assertion that dairy

cows produce less milk when exposed to levels of noise expected from the proposed

project. Based on existing research, the FRA has established a threshold for HST noise

effects on livestock of 100 dBA SEL (FRA 2005). As discussed in the Revised

DEIR/Supplemental DEIS, Section 3.4, Noise and Vibration, the term SEL, or the sound

exposure level, represents the noise generated during a single event, such as the train

passing a given point. At a distance of 100 feet, the SEL for project operations at all

dairies along the alignment in Kings County would be less than 100 dBA SEL. Facilities

on operations not located at least 100 feet from the project would experience moderate

noise and vibration effects. (See Appendix B of Section 3.14, Agricultural Lands, for

details on these effects to animal operations.) Because no significant impact on milk

production would occur, no adverse economic conditions would result, and no mitigation

is needed.

I032-189

Refer to Standard Response FB-Response-GENERAL-04.

See the Revised DEIR/Supplemental DEIS, Volume I, Section 3.14, Impact AG #4, for

information on the permanent conversion of agricultural land, and see Mitigation

Measure AG-1 in Volume I, Section 3.14, for measures to preserve the total amount of

prime farmland.

The commenter has not submitted any evidence to support the statement that suitable

replacement land cannot be found. There is no reason therefore to assume that all

I032-189

revenue losses would be permanent.

I032-190

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

The EIR/EIS states that impacts on the Ponderosa Road community would be of

substantial intensity under NEPA and a significant impact under CEQA. For information

on how potential impacts on the Ponderosa community will be mitigated, see Section

3.12.11, Mitigation Measure SO-1.

I032-191

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

I032-192

As described in Section 3.12.10, Project Design Features, of the Final EIR/EIS, the

Authority must comply with the Uniform Relocation Assistance and Real Property

Acquisition Policies Act (Uniform Act). The Authority has developed more detailed

information about how it plans to comply with the Uniform Act and the California

Relocation Assistance Act. The Authority has developed three detailed relocation

assistance documents modeled after the California Department of Transportation's

(Caltrans') versions. The documents are included in Appendix 3.12-A, Relocation

Assistance Documents. Before any acquisitions occur, the Authority will develop a

relocation mitigation plan, in consultation with affected cities and counties. Included in

this plan will be an ombudsman to act as a single point of contact for property owners,

residents, and tenants with questions about the relocation process. The ombudsman will

be charged with representing the interests of the public and will be a mechanism for

keeping the Authority accountable.

I032-193

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

As detailed in Chapter 3.12 Impact SO#6, in the Ponderosa Road community, potentially

up to half of the existing ranch-style homes could be displaced by the BNSF Alternative.
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In this location, residents enjoy a unique blend of amenities and very few comparable,

vacant, developed rural residential homes may be available as replacement properties.

If so, it may be necessary to consider constructing housing of last resort, including

rehabilitation of existing housing or relocation of disrupted residential area to newly

constructed housing elsewhere in the vicinity. Even if replacement housing were to be

constructed to meet these needs, these replacements would not represent a substantial

number of new homes, and therefore the impact would be less than significant under

CEQA.

The commenter's assertion that the Authority’s ability or intention to construct

replacement housing has changed is incorrect. The Authority has always had the option

to utilize a method called Last Resort Housing. Last Resort Housing allows the Authority

to construct, rehabilitate or modify housing in order to meet the needs of the people

displaced from a project. The Authority can also pay above the statutory limits of $5,250

and $22,500 in order to make available housing affordable. For more information on the

housing of last resort see Volume II Technical Appendix 3.12-A. This will be determined

during the right-of-way property acquisition and compensation process.

I032-194

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-16.

I032-195

For information about the impacts on Baker Commodities, see the EIR/EIS, Volume I,

Section 3.12, Impact SO #11. Information on mitigation measures for this important

facility can be found in Mitigation Measure SO-3. Baker Commodities is also mentioned

in Section 5.2.4 of the Community Impact Assessment Technical Report under

agricultural displacements, and in Section 6.4.3 of the Draft Relocation Impacts Report

under special relocation considerations.

I032-196

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

As discussed in FB Response-GENERAL-02: Alternatives, due to HST engineering and

I032-196

operational needs, the HST alignment in the Central Valley cannot feasibly be built

solely within the existing transportation corridors. Existing corridors are not sufficiently

straight nor are their curve radii long enough to support high-speed operation along their

full lengths. Safety considerations also dictate the need to separate the HST from roads

and conventional rail (see Section 2.4.2.A, Alignment Requirements). Impacts on land

uses, including agricultural lands, from the alternatives are discussed in Section

3.13.5.3, Land Use, and Section 3.14.5.3.

I032-197

All residential impacts are detailed in Section 3.12 Impact SO #6- Disruption to

Community Cohesion or Division of Existing Communities from Project Operation. This

discussion includes the potential divisions resulting from the removal of homes,

businesses, and important community facilities as well as other environmental impacts

such as increases in noise or traffic in the Ponderosa Road community.

In the Ponderosa Road community, potentially up to half of the existing homes could be

displaced by the project. Remaining homes would be close (less than 200 feet) to the

new HST guideway, which would be elevated 40 feet above ground level. The

Kings/Tulare Regional Station–East Alternative would be built on the elevated guideway

in the immediate vicinity of this community, just north of the existing freight-rail tracks.

Given these impacts, the project would affect community character, social interactions,

and community cohesion by displacing potentially half of the households, and by

exposing the remaining rural residential homes to increased noise, visual, and traffic

impacts. This would be of substantial intensity under NEPA and a significant impact

under CEQA. Mitigation Measure SO-1: Implement measures to reduce impacts

associated with the division of residential neighborhoods, was developed to reduce the

impacts associated with the division of existing communities, including Ponderosa by

conducting special outreach to affected homeowners and residents to fully understand

their special relocation needs. Even with this mitigation, the impact related to the division

of existing communities would remain significant.
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As discussed in Section 2.4.1.1, the San Joaquin Valley is projected to grow at a higher

rate than any other region in California. The four counties of Fresno, Kings, Tulare, and

Kern are projected to continue to grow at an average of 2.9% per year. General plan

updates in each of the counties and incorporated cities in the region have occurred

since 2002 in preparation for this projected growth. Fresno County would require nearly

185,500 new units and almost 23,200 acres of land for housing, Kings County would

require approximately 37,000 new units and 5,000 acres of land, Tulare County would

require 113,100 dwelling units and 21,300 acres of land, and Kern County would require

214,000 dwelling units and 36,600 acres of land. 

Collectively, this would result in 86,100 acres of land needed just to accommodate future

housing. However, this does not take into account commercial, transportation, and

supporting infrastructure such as parks, water treatment, and medical facilities. With

necessary supporting infrastructure, including commercial, office, transportation, parks,

and schools, a typical density for an area similar to the San Joaquin Valley would result

in 8 to 10 people per acre of land development. Under this scenario, the total four county

growth projections would result in approximately 173,000 acres of needed

development. 

As discussed in Section 3.13.5.2, local jurisdictions are currently working to address

what this growth means for their communities. One planning tool is the San Joaquin

Valley Blueprint Process that engaged Fresno, Kings, Tulare, and Kern counties. The

San Joaquin Valley Blueprint committee adopted smart-growth principles and worked

with each county to identify its preferred growth scenario. Although infill development

could occur without the HST to act as a catalyst, it is not likely much transit-oriented

development would be attracted to the downtown areas of Fresno and Bakersfield with

the No Project Alternative. As an example, newly planned residential development

proposed in the four counties would primarily be located on currently undeveloped lands

planned for that use. The current pattern of low-density development (four to eight

dwelling units per acre) would likely persist until an incentive develops to do otherwise.

The regional transportation plan/sustainable communities strategies (RTP/SCSs)

adopted by the regional agencies pursuant to SB 375 are expected to direct future

transportation funding in a manner that will discourage sprawl and encourage more

I032-198

compact growth as a means to reduce greenhouse gas emissions from autos and light

trucks. The RTP/SCSs will be integrated with the Regional Housing Needs Allocations

that affect city and county general plan housing elements, which would be an impetus to

provide new housing opportunities in a manner that encourages more compact growth

patterns. However, the extent to which SB 375 will result in compact growth depends

upon the extent to which cities and counties decide to reflect the RTP/SCSs in their land

use decisions. This factor cannot be known at this time.

The general plans of Fresno and Bakersfield include goals and policies that support

development of an HST system to achieve their economic development goals. Overall,

the No Project Alternative would not be as strong a catalyst for the development

envisioned in these general plans and other planning documents as would the HST

alternatives.

I032-199

Because the Kings/Tulare Regional Station would be located outside of a city center,

growth is not desirable. Therefore, the Authority would work with the City of Hanford and

Kings County to discourage growth in the vicinity of the station by restricting onsite

parking and encouraging transit to the station from downtown Hanford, Visalia, and

Tulare, and purchasing agricultural conservation easements from willing sellers of

adjacent agricultural lands.  The presence of the station is likely to result in some

unplanned changes in the use of existing adjacent land. Therefore, the land use effect of

the Kings/Tulare Regional Station–East and Kings/Tulare Regional Station–West would

have substantial intensity under NEPA, and the impact would be significant under

CEQA. See Section 3.13.5.3 for discussion of the Kings/Tulare Regional Station and the

potential for future increased density and transit-oriented development at the station.

I032-200

Construction impacts on agricultural land are discussed in Section 3.14.5.3, including

temporary use of agricultural land outside the permanent right-of-way, disruption of

some utilities and infrastructure, and the temporary disturbance of confined animal

facilities. Economic impacts on the regional agricultural community are discussed in

Section 3.12.8.2.
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Given the size and complexity of the HST project, construction work would occur in

phases over 7 years and vary depending on the project component being

constructed. Impacts during construction are temporary, such as temporary construction

staging, because they will cease when construction is completed. Construction impacts

on agricultural land are discussed in Section 3.14.5.3, including temporary use of

agricultural land outside the permanent right-of-way, disruption of some utilities and

infrastructure, and the temporary disturbance of confined animal facilities. Economic

impacts on the regional agricultural community are discussed in Section 3.12.8.2.

I032-202

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in

the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station

Feasibility Study (Authority 2007).

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station

by restricting onsite parking and encouraging transit to the station from downtown

Hanford, Visalia, and Tulare, and purchasing agricultural conservation easements from

willing sellers of adjacent agricultural lands. However, it is likely that the location of the

station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional

I032-202

Station–East Alternative would change the pattern and intensity of the use of the land,

would be incompatible with adjacent land uses, and is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to businesses and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the

Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural

conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the EIR/EIS does

acknowledge the potential for undesired growth to occur.

Section 3.13.5.3 discusses that the Kings/Tulare Regional Station–West Alternative

would convert about 44 acres of agricultural, residential, and industrial land uses to a

transportation use. Like the Kings/Tulare Regional Station–East Alternative, the

Authority would work with the City of Hanford and Kings County to discourage growth in

the vicinity of the Kings/Tulare Regional Station–West Alternative. However, it is likely

that at least transportation-oriented commercial development would take place in the

vicinity of the station, which would be incompatible with current land uses. Although the

City of Hanford is directing growth on its western edge, future commercial development

is envisioned closer to SR 198 than the Kings/Tulare Regional Station–West Alternative.

Plans and policies for land use in the vicinity of the station site continue to be largely

focused on agricultural uses. The Kings/Tulare Regional Station–West would change
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the pattern and intensity of the use of the land and would be incompatible with adjacent

land uses. The presence of the station is likely to result in some unplanned changes in

the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary, and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use

designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to business and residences by creating a direct

transportation link to areas with more business and employment opportunities.

Therefore, the EIR/EIS acknowledges that the potential for indirect effects on land use in

the area surrounding the Kings/Tulare Regional Station–West Alternative is high.

I032-203

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in

the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station

Feasibility Study (Authority 2007).

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station

by restricting onsite parking and encouraging transit to the station from downtown
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Hanford, Visalia, and Tulare, and by purchasing agricultural conservation easements

from willing sellers of adjacent agricultural lands. However, it is likely that the location of

the station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional

Station–East Alternative would change the pattern and intensity of the use of the land,

would be incompatible with adjacent land uses, and is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to businesses and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the

Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural

conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the Revised

DEIR/Supplemental DEIS does acknowledge the potential for undesired growth to

occur.
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Section 3.13.5.3 discusses that the Kings/Tulare Regional Station–West Alternative

would convert about 44 acres of agricultural, residential, and industrial land uses to a

transportation use. Like the Kings/Tulare Regional Station–East Alternative, the

Authority would work with the City of Hanford and Kings County to discourage growth in

the vicinity of the Kings/Tulare Regional Station–West. However, it is likely that at least

transportation-oriented commercial development would take place in the vicinity of the

station, which would be incompatible with current land uses. Although the City of

Hanford is directing growth on its western edge, future commercial development is

envisioned closer to SR 198 than the Kings/Tulare Regional Station–West Alternative.

Plans and policies for land use in the vicinity of the station site continue to be largely

focused on agricultural uses. The Kings/Tulare Regional Station–West Alternative would

change the pattern and intensity of the use of the land and would be incompatible with

adjacent land uses. The presence of the station is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary, and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use

designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to businesses and residences by creating a direct

transportation link to areas with more business and employment opportunities.

Therefore, the Revised DEIR/Supplemental DEIS acknowledges that the potential for

indirect effects on land use in the area surrounding the Kings/Tulare Regional

Station–West Alternative is high.

I032-204

For the direct effects on land use, the study area includes the construction footprint and
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the proposed HMF sites. Not all land inside the construction footprint would remain in

permanent use by the HST. The analysis in the Revised DEIR/Supplemental DEIS

represents a conservative analysis and took into account a larger area than would be

needed to reconfigure a property. Therefore, the acreage provided is an estimate based

on the best technical knowledge available at the time of the Revised DEIR/Supplemental

DEIS. As each agricultural operator may choose to reconfigure their property and

operations differently, it is not possible to provide a more accurate estimate than is

provided in Table 3.13-1.

I032-205

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in

the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station

Feasibility Study (Authority 2007).

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station

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. However, it is likely that the location of

the station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional

Station–East would change the pattern and intensity of the use of the land, would be
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incompatible with adjacent land uses, and is likely to result in some unplanned changes

in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to businesses and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the

Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural

conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the Revised

DEIR/Supplemental DEIS does acknowledge the potential for undesired growth to

occur.

Section 3.13.5.3 discusses that the Kings/Tulare Regional Station–West Alternative

would convert about 44 acres of agricultural, residential, and industrial land uses to a

transportation use. Like the Kings/Tulare Regional Station–East Alternative, the

Authority would work with the City of Hanford and Kings County to discourage growth in

the vicinity of the Kings/Tulare Regional Station–West. However, it is likely that at least

transportation-oriented commercial development would take place in the vicinity of the

station, which would be incompatible with current land uses. Although the City of

Hanford is directing growth on its western edge, future commercial development is

envisioned closer to SR 198 than the Kings/Tulare Regional Station–West Alternative.

Plans and policies for land use in the vicinity of the station site continue to be largely

focused on agricultural uses. The Kings/Tulare Regional Station–West Alternative would
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change the pattern and intensity of the use of the land and would be incompatible with

adjacent land uses. The presence of the station is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary, and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use

designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to businesses and residences by creating a direct

transportation link to areas with more business and employment opportunities.

Therefore, the Revised DEIR/Supplemental DEIS acknowledges that the potential for

indirect effects on land use in the area surrounding the Kings/Tulare Regional

Station–West Alternative is high.

I032-206

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in

the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station

Feasibility Study (Authority 2007).

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station
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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. However, it is likely that the location of

the station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional

Station–East Alternative would change the pattern and intensity of the use of the land,

would be incompatible with adjacent land uses, and is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to business and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the

Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural

conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the Revised

DEIR/Supplemental DEISdoes acknowledge the potential for undesired growth to occur.
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Section 3.13.5.3 discusses the fact that the Kings/Tulare Regional Station–West

Alternative would convert about 44 acres of agricultural, residential, and industrial land

uses to a transportation use. Like the Kings/Tulare Regional Station–East Alternative,

the Authority would work with the City of Hanford and Kings County to discourage

growth in the vicinity of the Kings/Tulare Regional Station–West. However, it is likely that

at least transportation-oriented commercial development would take place in the vicinity

of the station, which would be incompatible with current land uses. Although the City of

Hanford is directing growth on its western edge, future commercial development is

envisioned closer to SR 198 than the Kings/Tulare Regional Station–West Alternative.

Plans and policies for land use in the vicinity of the station site continue to be largely

focused on agricultural uses. The Kings/Tulare Regional Station–West Alternative would

change the pattern and intensity of the use of the land and would be incompatible with

adjacent land uses. The presence of the station is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary, and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use

designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to businesses and residences by creating a direct

transportation link to areas with more business and employment opportunities.

Therefore, the Revised DEIR/Supplemental DEIS acknowledges that the potential for

indirect effects on land use in the area surrounding the Kings/Tulare Regional

Station–West Alternative is high.

I032-207

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in
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the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station

Feasibility Study (Authority 2007).

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station

by restricting onsite parking and encouraging transit to the station from downtown

Hanford, Visalia, and Tulare, and purchasing agricultural conservation easements from

willing sellers of adjacent agricultural lands. However, it is likely that the location of the

station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional

Station–East would change the pattern and intensity of the use of the land, would be

incompatible with adjacent land uses, and is likely to result in some unplanned changes

in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to business and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the
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Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural

conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the Revised

DEIR/Supplemental DEIS does acknowledge the potential for undesired growth to

occur.

Section 3.13.5.3 discusses the fact that the Kings/Tulare Regional Station–West

Alternative would convert about 44 acres of agricultural, residential, and industrial land

uses to a transportation use. Like the Kings/Tulare Regional Station–East Alternative,

the Authority would work with the City of Hanford and Kings County to discourage

growth in the vicinity of the Kings/Tulare Regional Station–West. However, it is likely that

at least transportation-oriented commercial development would take place in the vicinity

of the station, which would be incompatible with current land uses. Although the City of

Hanford is directing growth on its western edge, future commercial development is

envisioned closer to SR 198 than to the Kings/Tulare Regional Station–West Alternative.

Plans and policies for land use in the vicinity of the station site continue to be largely

focused on agricultural uses. The Kings/Tulare Regional Station–West Alternative would

change the pattern and intensity of the use of the land and would be incompatible with

adjacent land uses. The presence of the station is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary, and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use
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designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to businesses and residences by creating a direct

transportation link to areas with more business and employment opportunities.

Therefore, the Revised DEIR/Supplemental DEIS acknowledges that the potential for

indirect effects on land use in the area surrounding the Kings/Tulare Regional

Station–West Alternative is high.

I032-208

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in

the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station

Feasibility Study (Authority 2007).

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station

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. However, it is likely that the location of

the station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional
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Station–East Alternative would change the pattern and intensity of the use of the land,

would be incompatible with adjacent land uses, and is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to business and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the

Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural

conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the Revised

DEIR/Supplemental DEIS does acknowledge the potential for undesired growth to

occur.

Section 3.13.5.3 discusses that the Kings/Tulare Regional Station–West Alternative

would convert about 44 acres of agricultural, residential, and industrial land uses to a

transportation use. Like the Kings/Tulare Regional Station–East Alternative, the

Authority would work with the City of Hanford and Kings County to discourage growth in

the vicinity of the Kings/Tulare Regional Station–West Alternative. However, it is likely

that at least transportation-oriented commercial development would take place in the

vicinity of the station, which would be incompatible with current land uses. Although the

City of Hanford is directing growth on its western edge, future commercial development

is envisioned closer to SR 198 than the Kings/Tulare Regional Station–West Alternative.

Plans and policies for land use in the vicinity of the station site continue to be largely
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focused on agricultural uses. The Kings/Tulare Regional Station–West Alternative would

change the pattern and intensity of the use of the land and would be incompatible with

adjacent land uses. The presence of the station is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary, and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use

designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to businesses and residences by creating a direct

transportation link to areas with more business and employment opportunities.

Therefore, the Revised DEIR/Supplemental DEIS acknowledges that the potential for

indirect effects on land use in the area surrounding the Kings/Tulare Regional

Station–West Alternative is high.

I032-209

The potential for future increased density and transit-oriented development at the Kings

Tulare Regional Station is discussed in Section 3.13.5.3.

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in

the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station

Feasibility Study (Authority 2007).

I032-209

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station

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. However, it is likely that the location of

the station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional

Station–East Alternative would change the pattern and intensity of the use of the land,

would be incompatible with adjacent land uses, and is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to businesses and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the

Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural
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conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the Revised

DEIR/Supplemental DEIS does acknowledge the potential for undesired growth to

occur.

Section 3.13.5.3 discusses that the Kings/Tulare Regional Station–West Alternative

would convert about 44 acres of agricultural, residential, and industrial land uses to a

transportation use. Like the Kings/Tulare Regional Station–East Alternative, the

Authority would work with the City of Hanford and Kings County to discourage growth in

the vicinity of the Kings/Tulare Regional Station–West. However, it is likely that at least

transportation-oriented commercial development would take place in the vicinity of the

station, which would be incompatible with current land uses. Although the City of

Hanford is directing growth on its western edge, future commercial development is

envisioned closer to SR 198 than to the Kings/Tulare Regional Station–West Alternative.

Plans and policies for land use in the vicinity of the station site continue to be largely

focused on agricultural uses. The Kings/Tulare Regional Station–West Alternative would

change the pattern and intensity of the use of the land and would be incompatible with

adjacent land uses. The presence of the station is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use

designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to businesses and residences by creating a direct

transportation link to areas with more business and employment opportunities.

Therefore, the Revised DEIR/Supplemental DEIS acknowledges that the potential for

I032-209

indirect effects on land use in the area surrounding the Kings/Tulare Regional

Station–West Alternative is high.

I032-210

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

The potential for future increased density and transit-oriented development at the Kings

Tulare Regional Station is discussed in Section 3.13.5.3.

Environmental analysis of subsequent sections of the HST System that are planned to

connect Bakersfield to Los Angeles is currently underway. The Central Valley sections

of the HST System are an integral portion of the statewide system connecting San

Francisco and the Bay Area to Los Angeles and Anaheim.

I032-211

San Joaquin Valley Blueprint principles are listed in Section 3.13.2.3, and consistency is

discussed Section 3.13.2.4. Land use policy consistency is further discussed in

Appendix 3.13A-1.

I032-212

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

Proposition 1A requires that the HST alignment follow existing transportation or utility

corridors to the extent feasible. HST operations impose design requirements that do not

always fit within the alignment of the existing transportation corridors, and therefore the

HST cannot feasibly be built solely within those corridors. Existing corridors are not

sufficiently straight nor are their curve radii long enough to support high-speed operation

along their full lengths, and in many cases they cannot maintain the speeds necessary

to meet the Prop. 1A travel time requirements. Additionally, safety considerations dictate

the need to separate the HST from roads and conventional rail (refer to Section 2.4.2.1,

Alignment Requirements). Therefore, it is not always feasible to follow the BNSF

corridor, and alternate routes were considered. In the Hanford area where it is not

feasible for the HST to be adjacent to the BNSF corridor, the Hanford West Bypass 1
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and Bypass 2 alternatives, which run to the west of the city of Hanford, were considered

as they are feasible alternatives.

San Joaquin Valley Blueprint principles are listed in Section 3.13.2.3, and consistency is

discussed Section 3.13.2.4.

I032-213

As discussed in Section 2.4.1.1, the San Joaquin Valley is projected to grow at a higher

rate than any other region in California. The four counties of Fresno, Kings, Tulare, and

Kern are projected to continue to grow at an average of 2.9% per year. General plan

updates in each of the counties and incorporated cities in the region have occurred

since 2002 in preparation for this projected growth. Fresno County would require nearly

185,500 new units and almost 23,200 acres of land for housing, Kings County would

require approximately 37,000 new units and 5,000 acres of land, Tulare County would

require 113,100 dwelling units and 21,300 acres of land, and Kern County would require

214,000 dwelling units and 36,600 acres of land.

Collectively, this would result in 86,100 acres of land needed just to accommodate future

housing. However, this does not take into account commercial, transportation, and

supporting infrastructure such as parks, water treatment, and medical facilities. With

necessary supporting infrastructure, including commercial, office, transportation, parks,

and schools, a typical density for an area similar to the San Joaquin Valley would result

in 8 to 10 people per acre of land development. Under this scenario, the total four county

growth projections would result in approximately 173,000 acres of needed development.

As discussed in Section 3.13.5.2, local jurisdictions are currently working to address

what this growth means for their communities. One planning tool is the San Joaquin

Valley Blueprint Process that engaged Fresno, Kings, Tulare, and Kern counties. The

San Joaquin Valley Blueprint committee adopted smart-growth principles and worked

with each county to identify its preferred growth scenario. Although infill development

could occur without the HST to act as a catalyst, it is not likely that much transit-oriented

development would be attracted to the downtown areas of Fresno and Bakersfield with

the No Project Alternative. As an example, newly planned residential development

proposed in the four counties would primarily be located on currently undeveloped lands

I032-213

planned for that use. The current pattern of low-density development (four to eight

dwelling units per acre) would likely persist until an incentive develops to do otherwise.

The Regional Transportation Plan/Sustainable Communities Strategies (RTP/SCSs)

adopted by the regional agencies pursuant to SB 375 are expected to direct future

transportation funding in a manner that will discourage sprawl and encourage more

compact growth as a means to reduce greenhouse gas emissions from autos and light

trucks. The RTP/SCSs will be integrated with the Regional Housing Needs Allocations

that affect city and county general plan housing elements, which would be an impetus to

provide new housing opportunities in a manner that encourages more compact growth

patterns. However, the extent to which SB 375 will result in compact growth depends

upon the extent to which cities and counties decide to reflect the RTP/SCSs in their land

use decisions. This factor cannot be known at this time.

The general plans of Fresno and Bakersfield include goals and policies that support

development of a HST System to achieve their economic development goals. Overall,

the No Project Alternative would not be as strong a catalyst for the development

envisioned in these general plans and other planning documents as would the HST

alternatives.

I032-214

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in

the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station

Feasibility Study (Authority 2007).

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station

by restricting onsite parking and encouraging transit to the station from downtown
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Hanford, Visalia, and Tulare, and by purchasing agricultural conservation easements

from willing sellers of adjacent agricultural lands. However, it is likely that the location of

the station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional

Station–East Alternative would change the pattern and intensity of the use of the land,

would be incompatible with adjacent land uses, and is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to businesses and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the

Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural

conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the Revised

DEIR/Supplemental DEIS does acknowledge the potential for undesired growth to

occur.

I032-214

Section 3.13.5.3 discusses that the Kings/Tulare Regional Station–West Alternative

would convert about 44 acres of agricultural, residential, and industrial land uses to a

transportation use. Like the Kings/Tulare Regional Station–East Alternative, the

Authority would work with the City of Hanford and Kings County to discourage growth in

the vicinity of the Kings/Tulare Regional Station–West Alternative. However, it is likely

that at least transportation-oriented commercial development would take place in the

vicinity of the station, which would be incompatible with current land uses. Although the

City of Hanford is directing growth on its western edge, future commercial development

is envisioned closer to SR 198 than to the Kings/Tulare Regional Station–West

Alternative. Plans and policies for land use in the vicinity of the station site continue to

be largely focused on agricultural uses. The Kings/Tulare Regional Station–West

Alternative would change the pattern and intensity of the use of the land and would be

incompatible with adjacent land uses. The presence of the station is likely to result in

some unplanned changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use

designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to business and residences by creating a direct

transportation link to areas with more business and employment opportunities.

Therefore, the Revised DEIR/Supplemental DEIS acknowledges that the potential for

indirect effects on land use in the area surrounding the Kings/Tulare Regional

Station–West Alternative is high.

I032-215

Refer to Standard Response FB-Response-GENERAL-08, FB-Response-GENERAL-16.
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The public outreach process for the Fresno to Bakersfield section of the HST has been

extensive and includes public meetings and briefings where public comments have been

received, participation in community events where participation has been solicited, and

educational materials have been developed and distributed to encourage feedback.

Public outreach prior to the circulation of the Draft Environmental Impact

Statement/Report included 12 public meetings aimed at soliciting community feedback

and informing impacted communities of the project status. These efforts are cited in

Chapter 7 of the Revised Draft EIR/Supplemental Draft EIS. Public notification regarding

the draft environmental documents took place in the following ways: A notification letter,

informational brochure, and NOA were translated in English and Spanish and sent to

landowners and tenants within 300 feet of all proposed alignment alternatives. The

letters notified landowners and tenants that their property could become necessary for

construction (within the project construction footprint) of one or more of the proposed

alignment alternatives or project components being evaluated.  Anyone who has

requested to be notified or is in our stakeholder database was sent notification materials

in English and Spanish. An e-mail communication of the notification materials was

distributed to the entire stakeholder database. Public notices were placed in English and

Spanish newspapers. Posters in English and Spanish were posted along the project

right-of-way.

The basic route corridor for the Fresno to Bakersfield Section was defined in the 2005

Statewide Program EIR/EIS and the Record of Decision (ROD) (published by the FRA)

as the BNSF corridor. Kings County was invited to participate in the environmental

review process for the Statewide Program EIR/EIS. The Kings County Board of

Supervisors was notified of the availability of the Draft Statewide Program EIR/EIS in

2004 and invited to comment on the document. No comments were received from the

County during the 6½-month public review period for the draft document. The County

Board of Supervisors was also notified of the availability of the Final Statewide Program

EIR/EIS in 2005.

Since June 2007, the Authority has met with Kings County officials and staff 21 times to

gain input on the County's concerns and policies and to discuss project alternatives. The

Authority also responded to a letter from Kings County listing questions by various

I032-215

County government departments. The Authority has consulted with Kings County as

required by federal and state regulatory requirements.

Chapter 7 of the Revised DEIR/Supplemental DEIS outlines that the Authority has been

in contact with the County regarding this project many times during the CEQA/NEPA

process. All notices required under CEQA and NEPA have been sent to the County in a

timely manner. The Authority and FRA recognize the concerns of Kings County

representatives and community members, and we wish to maintain an open dialogue

about the project. The Authority again welcomes the opportunity to meet with

landowners and stakeholders. In addition, project-level information has been shared at

public meetings, made available at the Kings County project office, and provided

through mailings, e-mail communication, outreach materials, and on the internet.

I032-216

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

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in

the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station

Feasibility Study (Authority 2007).

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station

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. However, it is likely that the location of

the station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

Response to Submission I032 (Aaron Fukuda, October 18, 2012) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. V Response to Comments from Individuals Last Name D-F

Page 42-185



I032-216

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional

Station–East Alternative would change the pattern and intensity of the use of the land,

would be incompatible with adjacent land uses, and is likely to result in some unplanned

changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to business and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the

Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural

conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the Revised

DEIR/Supplemental DEIS does acknowledge the potential for undesired growth to

occur.

Section 3.13.5.3 discusses the fact that the Kings/Tulare Regional Station–West

Alternative would convert about 44 acres of agricultural, residential, and industrial land

uses to a transportation use. Like the Kings/Tulare Regional Station–East Alternative,

the Authority would work with the City of Hanford and Kings County to discourage

growth in the vicinity of the Kings/Tulare Regional Station–West. However, it is likely that

I032-216

at least transportation-oriented commercial development would take place in the vicinity

of the station, which would be incompatible with current land uses. Although the City of

Hanford is directing growth on its western edge, future commercial development is

envisioned closer to SR 198 than to the Kings/Tulare Regional Station–West Alternative.

Plans and policies for land use in the vicinity of the station site continue to be largely

focused on agricultural uses. The Kings/Tulare Regional Station–West would change

the pattern and intensity of the use of the land and would be incompatible with adjacent

land uses. The presence of the station is likely to result in some unplanned changes in

the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary, and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use

designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to business and residences by creating a direct

transportation link to areas with more business and employment opportunities.

Therefore, the Revised DEIR/Supplemental DEIS acknowledges that the potential for

indirect effects on land use in the area surrounding the Kings/Tulare Regional

Station–West Alternative is high.

I032-217

Section 3.13.5.3 includes an analysis of the land use impacts of all the HST stations in

the Fresno to Bakersfield segment, including the Kings/Tulare Regional Station—East

Alternative and the Kings/Tulare Regional Station—West Alternative. The Authority

chose to study a station in the Hanford area in keeping with the commitment made in the

Statewide Program EIR/EIS to investigate alternatives that serve a potential station in

the Visalia-Tulare-Hanford area as outlined in the Visalia-Tulare-Hanford Station
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Feasibility Study (Authority 2007).

As discussed in the Revised DEIR/Supplemental DEIS, the Kings/Tulare Regional

Station–East Alternative would convert about 22 acres of agricultural land in

unincorporated Kings County into a transportation use. The Authority would work with

the City of Hanford and Kings County to discourage growth in the vicinity of the station

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. However, it is likely that the location of

the station at this site would attract at least transportation-oriented commercial

development. While current zoning allows for industrial uses of some of the land

adjoining the Kings/Tulare Regional Station–East Alternative, most of the area continues

to be zoned for agriculture and is in agricultural use. In addition, current plans and

policies of the City of Hanford call for development to the west of the city and not to the

east. This is partially due to the lack of sewer conveyance facilities on the eastern edge

of Hanford and the expense of extending this infrastructure out to the proposed station

site. The Revised DEIR/Supplemental DEIS notes that the Kings/Tulare Regional

Station–East would change the pattern and intensity of the use of the land, would be

incompatible with adjacent land uses, and is likely to result in some unplanned changes

in the use of existing adjacent land.

As discussed in Section 3.18.5.3, developing the Kings/Tulare Regional Station—East

Alternative could remove a barrier to growth through the extension of infrastructure to

the station. This would allow for more development to occur around the station and

along the path of the infrastructure expansion. Developing around the stations may be

desirable to businesses and residences by creating a direct transportation link to areas

with more business and employment opportunities. That is, people could travel from

Hanford to meetings or jobs in Bakersfield or Fresno more easily and quickly. Even

given the Urban Reserve and agricultural land use designations surrounding the

Kings/Tulare Regional Station–East Alternative area, the potential for the Authority to

purchase agricultural conservation easements around the station (easements must be

purchased from willing sellers), and the Authority’s vision for the Kings/Tulare Regional

Station–East Alternative to act as a transit hub, the potential for indirect effects on land

use in the area surrounding the Kings/Tulare Regional Station–East Alternative is high.

I032-217

Due to this high potential, the Authority could work with local government, the California

Department of Conservation, and non-governmental agencies to purchase agricultural

conservation easements around the station to keep the land in agricultural production to

discourage direct or indirect growth around this station. However, the Revised

DEIR/Supplemental DEIS does acknowledge the potential for undesired growth to

occur.

Section 3.13.5.3 discusses the fact that the Kings/Tulare Regional Station–West

Alternative would convert about 44 acres of agricultural, residential, and industrial land

uses to a transportation use. Like the Kings/Tulare Regional Station–East Alternative,

the Authority would work with the City of Hanford and Kings County to discourage

growth in the vicinity of the Kings/Tulare Regional Station–West Alternative. However, it

is likely that at least transportation-oriented commercial development would take place

in the vicinity of the station, which would be incompatible with current land uses.

Although the City of Hanford is directing growth on its western edge, future commercial

development is envisioned closer to SR 198 than the Kings/Tulare Regional

Station–West Alternative. Plans and policies for land use in the vicinity of the station site

continue to be largely focused on agricultural uses. The Kings/Tulare Regional

Station–West Alternative would change the pattern and intensity of the use of the land

and would be incompatible with adjacent land uses. The presence of the station is likely

to result in some unplanned changes in the use of existing adjacent land.

As discussed in Section 3.18.5.3, the Kings/Tulare Regional Station–West Alternative

consists of unincorporated land adjacent to the City of Hanford’s western Planning Area

Boundary, and within the Armona Community Planning Area of Kings County. The

station site would be located in an area categorized in the Kings County General Plan as

Urban Fringe, in an area designated as a Primary sphere of influence. The “Urban

Fringe” Land Use Category is intended to represent residential, commercial, and

industrial land uses immediately adjacent to Hanford. The station site land use

designation within Kings County is Limited Agriculture, as is all adjacent land to the

west, north, and east. Developing a station could remove a barrier to growth through the

extension of infrastructure to the stations. This would allow for more development to

occur around the stations and along the path of the infrastructure expansion. Developing

around the stations may be desirable to businesses and residences by creating a direct
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transportation link to areas with more business and employment opportunities.

Therefore, the Revised DEIR/Supplemental DEIS acknowledges that the potential for

indirect effects on land use in the area surrounding the Kings/Tulare Regional

Station–West Alternative is high.

I032-218

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-02.

I032-219

Refer to Standard Response FB-Response-AG-07.

The Authority has complied with the requirements of the FPPA. The Authority and FRA

have taken into account the adverse effects on farmland and selected several

alternatives for analysis. The Authority and FRA did not coordinate with the USDA or the

NRCS in selecting the alignments, but are not specifically required to do so (NRCS

2013).

I032-220

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

Please see Chapter 3.14.3 in the Final EIR/EIS for more information on the remnant

parcel analysis. The identification of remnant parcels that were too small to farm was

made by right-of-way experts with experience in acquisition of agricultural lands. This

analysis was conducted by Bender Rosenthal Inc. who provides experienced real estate

appraisal and right of way services throughout California. The staff members who

conducted the study (Bill Kouris and Nicole Cornell) both have over 10 years of

experience in real estate appraisals and have knowledge of federal land acquisition

practices. The number of remnant parcels and their total acreage are provided in

Section 3.14.

The approach used to determine whether or not a parcel was a remnant parcel involved

examination of the parcels that are split by the HST and evaluation of the remaining land

on the basis of access (does the project result in restricted or no access to a parcel so

I032-220

as to make it unavailable for agricultural use?), size (does the project cut a parcel

creating a portion so small it is not likely to be viable to support  a stand-alone

agricultural operation or large enough to be acquired by a neighboring agricultural

operation?), and shape (is the remnant parcel too oddly shaped to be viable for

agricultural use, i.e., angled or narrow making equipment turn around difficult?). If the

parcel is identified as being a remnant parcel, that impact was added to the total

agricultural lands impacted calculation total for the Revised DEIR/Supplemental DEIS.

All parcels that are impacted by the HST will be reanalyzed once the right-of-way

process begins, and the right-of-way agents will work with the farmers to determine

whether or not a parcel is farmable, with compensation adjusted accordingly. The

purpose of the remnant parcel analysis for the Revised DEIR/Supplemental DEIS was to

provide the most accurate measure of agricultural acreage lost due to the HST.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1. 

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

The right-of-way acquisition process (which cannot begin until the EIR/EIS is certified
and the Fresno-Bakersfield project approved) is a property-specific negotiation between
the Authority's agents and the property owner that may result in accommodations such
as undercrossings that would allow an owner access to lands separated by the HST
right-of-way. As a result, the EIR/EIS cannot reasonably provide a precise enumeration
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of the viability of remnant parcels for continued agricultural use. The
conservative approach utilized in the Revised DEIR/Supplemental DEIS ensures that
the potential impact is not underestimated and provides decision makers with sufficient
information to make an informed decision.

I032-221

The NRCS-CPA-106 forms provided to the Natural Resources Conservation Service are

provided in Appendix 3.14-A of the EIR/EIS. This is described in Section 3.14.3.

I032-222

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-04.

Turnaround areas for crops have not been included in the permanent agricultural land

impacts, as the land would not be removed from agricultural production (note that the

Farmland Mapping and Monitoring Program includes turnaround areas in its

identification of agricultural lands); however, it recognized that productivity will be lost as

a result of the additional turnaround areas required. During the property acquisition

process, losses in the value of the remaining property will be taken into account and

compensation will be provided for the loss in productivity.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I032-223

Refer to Standard Response FB-Response-GENERAL-04.

I032-224

Refer to Standard Response FB-Response-AG-05.

The Authority formed an agricultural working group to assist the Authority on agricultural

issues. The working group is composed of representatives from universities,

government agencies, and agri-business representatives. The group completed a white

paper on pesticide use impacts in 2012 (this paper is on the Authority's website). That

white paper reports there would be no need for new spraying regulations around the

HST, as it would be treated like any other transportation corridor.

To conduct applications of pesticides, each farm must submit an application to its

respective County Agricultural Commissioner, detailing what types of pesticide they are

proposing to spray. It is after receiving this information that the Agricultural

Commissioner places restrictions on the farm’s application of pesticides, either by

ground application or aerial application. For aerial application, for example, these

restrictions include, but are not limited to: setbacks from sensitive land uses, aerial

spraying height restrictions, mesh size limits, and wind speed restrictions. When

creating these restrictions, the Agricultural Commissioner is looking at nearby sensitive

receptors (transportation corridors, houses, business, etc.), the proposed pesticides to

be sprayed (different pesticides have different spraying restrictions based on the

manufacturer’s approved application rates), and several other factors that may influence

environmental effects of pesticide application. As there are a large number of factors

that influence the possible restrictions placed on application of pesticides, an absolute

statement of no spraying within a certain distance is not reasonable. There are several

options available to farmers so they may not have new spraying restrictions placed on

them by their Agricultural Commissioner. For example, the farmer could change the

pesticides they are proposing to use that have fewer restrictions; they could also plant a

different variety of crops adjacent to the HST that does not require the application of

pesticides with spraying restrictions.

The Authority recognizes that possible changes to current spraying practice from the
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HST may reduce the productivity of a farmer’s remaining property. Those possible

impacts would be taken into account by the appraiser at the time of right-of-way

acquisition, and any diminution in value to a property owner’s remaining parcel(s) will be

estimated by the appraiser through the appraisal process. This involves appraising the

remainder as it contributes to the whole property value before acquisition, then

appraising the remainder in the after condition as a separate parcel as though the

project was constructed, and including any estimated damages to the remainder

parcels, such as, cost of re-establishing irrigation systems, replacing wells, providing

buffers for aerial spraying, etc.  The difference between these “before” and “after” values

is called severance damages and will reflect any loss in value to the remainder parcels

due to the construction in the manner proposed.

Land that may be affected by new application restrictions would still be used by the

farmer for agricultural purposes, as would new turning areas at the end of crop rows.

Therefore, there is no conversion of agricultural land from project impacts to current

aerial spraying practices; however, it is an economic hardship in terms of reduced

production for remaining parcels of a farm. As is the case with removing land planted in

crops for use as equipment turning lanes, the need to provide a buffer for crop spraying

will be analyzed and addressed at the appraisal stage with input from the property

owners and managers, and experts in the field.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses•

I032-224

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

I032-225

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-04,

FB-Response-GENERAL-10, FB-Response-AG-01.

I032-226

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

The statements in the Revised DEIR/Supplemental DEIS are based on projections of

the San Joaquin Valley Blueprint project under an existing conditions scenario, and are

reflected in trends in agricultural conversion under the existing general plans and zoning

ordinances. For example, during the period between 2008 and 2010 (corresponding with

the economic downturn), the Farmland Mapping and Monitoring Program reports that

645 acres of farmland (including grazing land) was converted to rural uses that removed

it from production. This does not include several thousand additional acres of

agricultural land that has been approved for solar energy facilities since 2010 and also

removed from production. The HST project in no way requires counties and

cities to amend their general plans or approve zone changes for development of

agricultural land. Those decisions remain within the authority of the counties and cities.

The Revised DEIR/Supplemental DEIS recognizes and discloses that the Kings/Tulare

Regional Station would be growth-inducing (see Section 3.18).

The stations in Fresno and Bakersfield would bring thousands of travelers to these

downtowns once the HST System is in operation. That will greatly increase the number

of people using the downtowns, providing an economic incentive for new business and

residential development there. This is supported by recent studies, as noted in Standard

Response GENERAL-03.

I032-227

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-10.
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Table 3.14-5 in the Revised DEIR/Supplemental DEIS shows that Kings County would

experience a total of 839 acres of impacts to Important Farmland. Kern County is shown

to be the county with the greatest amount of important farmland affected, at 995 acres.

I032-228

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-04,

, FB-Response-GENERAL-10, FB-Response-AG-01.

The HST system is not like a freeway or road. Access is limited to the stations. Routing

the alignment along SR 99 would not increase access because that would not change

the locations of the stations. As discussed in Standard Response GENERAL-02, SR 99

was previously considered as a potential alignment and rejected because it is not

technically feasible. No comparison is required by either CEQA or NEPA between a

project alternative and an alternative that has been rejected.

I032-229

Refer to Standard Response FB-Response-AG-05.

The Authority formed an agricultural working group to assist the Authority on agricultural

issues. The working group is composed of representatives of universities, government

agencies, and agri-business. The group completed a white paper on pesticide use

impacts in 2012 (this paper is on the Authority's website). That white paper reports there

would be no need for new spraying regulations around the HST as it would be treated

like any other transportation corridor.

The white paper "Induced Wind Impacts" examined the potential for airflow from the

train to create wind. It found that the induced wind speed would be 2.3 miles per hour at

30 feet from the train. This distance is well within the right-of-way of the system, so

induced wind at the edge of the right-of-way would be very small. Note that HST

trainsets are very streamlined and applicable and are not directly comparable to the

wind effects of a typical freight train, even at higher speed. The typical HST trainset is

sealed, with windows that cannot be opened, and no gaps between cars. If pesticide

applicators apply pesticides adjacent to the HST in accordance with the existing

I032-229

regulations there should be no liability. If they fail to meet those regulations, the

applicator would be liable for damages.

Statements regarding the termination of aerial application of pesticides within 0.25 mile

of the HST alignment are an oversimplification of the aerial application process. To

conduct aerial applications of pesticides, each farm must submit an application to its

respective County Agricultural Commissioner, detailing what types of pesticide they are

proposing to spray. It is after receiving this information that the Agricultural

Commissioner places restrictions on the farm’s application of pesticides. These

restrictions include, but are not limited to: setbacks from sensitive uses, aerial spraying

height restrictions, mesh size limits, and wind speed restrictions. When creating these

restrictions, the Agricultural Commissioner is looking at nearby sensitive receptors

(transportation corridors, houses, business, etc.), the proposed pesticides to be sprayed

(different pesticides have different spraying restrictions based on the manufacturer’s

approved application rates), and several other factors that may influence environmental

effects of pesticide application. As there are a large number of factors that influence the

possible restrictions placed on aerial application of pesticides, an absolute statement of

no spraying within 0.25 mile is not reasonable. There are several options available to

farmers so they may not have new spraying restrictions placed on them by their

Agricultural Commissioner. For example, the farmer could change the pesticides they

are proposing to use that have fewer restrictions; they could also plant a different variety

of crops adjacent to the HST that does not require the application of pesticides with

spraying restrictions.

The Authority recognizes that possible changes to current ground or aerial spraying

practice as a result of the HST may reduce the productivity of a farmer’s remaining

property. Those possible impacts would be taken into account by the appraiser at the

time of right-of-way acquisition, and any diminution in value to a property owner’s

remaining parcel(s) will be estimated by the appraiser through the appraisal process.

This involves appraising the remainder as it contributes to the whole property value

before acquisition, then appraising the remainder in the after condition as a separate

parcel as though the project was constructed, and including any estimated damages to

the remainder parcels, such as, cost of re-establishing irrigation systems, replacing

wells, providing buffers for aerial spraying, etc.  The difference between these “before”
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and “after” values is termed as severance damages and will reflect any loss in value

for the remainder parcels due to the construction in the manner proposed.

Land that may be affected by new ground or aerial application restrictions would still be

used by the farmer for agricultural purposes, as would new turning areas at the end of

crop rows. Therefore, there is no conversion of agricultural land from project impacts to

current aerial spraying practices; however, it is an economic hardship in terms of

reduced production for remaining parcels of a farm. As is the case with removing land

planted in crops for use as equipment turning lanes, the need to provide a buffer for crop

spraying will be analyzed and addressed at the appraisal stage with input from the

property owners and managers, and experts in the field.

As a result of implementation of existing regulations on ground and aerial application of

pesticides and herbicides there is no potential for the project to adversely affect human

health to a greater extent than existing conditions. Further, even if changes are

necessary in current ground or aerial application approaches for a particular site, such

changes will not result in the conversion of agricultural land. Therefore, the project will

not have an adverse effect.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I032-230

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

Please see Section 3.14.3 in the Final EIR/EIS for more information on the remnant

parcel analysis. The numbers in Table 3.14-9 were generated using the Natural

Resources Conservation Service (NRCS) form CPA-106, which was calculated in

conjunction with NRCS. The identification of remnant parcels that were too small to farm

was made by right-of-way experts with experience in acquisition of agricultural lands.

The number of remnant parcels and their total acreage are provided in Section 3.14.

The analysis used a conservative approach to determine whether or not a parcel was

determined to be remnant. All remnant parcels will be reanalyzed once the right-of-way

process begins, and the right-of-way agents will work with the farmers to determine

whether or not a parcel is farmable.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I032-231

Refer to Standard Response FB-Response-GENERAL-11.

The statement from the Revised DEIR/Supplemental DEIS is an explanation of some of

the factors that led to rejection of an alignment that remains solely within existing

transportation corridors.

Response to Submission I032 (Aaron Fukuda, October 18, 2012) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. V Response to Comments from Individuals Last Name D-F

Page 42-192



I032-232

Refer to Standard Response FB-Response-AG-03, FB-Response-GENERAL-01.

The activities described in the excerpted section of the Revised DEIR/Supplemental

DEIS are part of the HST project, and are not mitigation measures. Therefore, they are

not subject to the provisions described in the comment. Section 3.14.6 describes a

number of project design features, including establishment of a parcel consolidation

program to assist in the sale of remnant parcels to nearby property owners, and the

Authority has committed to working with property owners during the process of acquiring

right-of-way to resolve access issues, where possible. The Authority is committed to

these activities as integral parts of its project. They will be implemented at the time of

property acquisition in the case of the resolution of access issues with landowners,

which will be in advance of final project design, and after property acquisition in the case

of the consolidation program.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I032-233

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-04,

FB-Response-SO-01.

The situations of individual properties are not the same. Further, the project's design is

I032-233

undergoing additional refinement, so its effect on a given property cannot be known with

certainty at this time. The Revised DEIR/Supplemental DEIS makes a good faith effort at

disclosing impacts, however the Authority's ability to resolve all issues cannot be

guaranteed. The Revised DEIR/Supplemental DEIS discloses that fact in the cited

statement. This issue has been addressed in the Revised DEIR/Supplemental DEIS to

the extent possible without resorting to speculation.

The Authority will pay fair market value for all properties taken, mitigating impacts to

farmers through removal of farmland from production. Fair market value takes into

account the value of the land, the improvements on the land, as well as the future

income the land and improvements can generate. The Authority will take responsibility

for identifying adjacent landowners and selling them the land, if they are willing buyers.

This process is described in the project design features identified in Section 3.14.6 and

will be implemented as an integral feature of the project. It is not a mitigation measure

and is not subject to the provisions for mitigation measures described in the comment.

I032-234

Refer to Standard Response FB-Response-AG-05.

The Authority formed an agricultural working group to assist the Authority on agricultural

issues. The working group is composed of representatives from universities,

government agencies, and agri-business. The group completed a white paper on

pesticide use impacts in 2012 (this paper is on the Authority's website). That white paper

reports there would be no need for new spraying regulations around the HST, as it

would be treated like any other transportation corridor.

The white paper "Induced Wind Impacts" examined the potential for airflow from the

train to create wind. It found that the induced wind speed would be 2.3 miles per hour at

30 feet from the train, not 10 to 15 mph as claimed in the comment. These induced wind

speeds are comparable to and under the meteorological data for daily average wind

speed from both the Merced and Fresno airport reporting stations. In other words, the

HST produces no additional wind beyond typical existing conditions. The HST right-of-

way standard when at grade is 100 feet wide with the two tracks being centered and

16.5 feet apart. The distance of 30 feet falls well within the HST right-of-way.
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Note that HST trainsets are very streamlined and applicable and are not directly

comparable to the wind effects of a typical freight train, even at higher speed. The

typical HST trainset is sealed, with windows that cannot be opened, and no gaps

between cars. If pesticide applicators apply pesticides adjacent to the HST in

accordance with the existing regulations there should be no liability. If they fail to meet

those regulations, the applicator would be liable for damages.

Documented personal communications with an expert is a valid type of reference and is

commonly used in CEQA and NEPA practice.

I032-235

The Authority formed an agricultural working group to assist the Authority on agricultural

issues. The working group is composed of representatives of universities, government

agencies, and agri-business. The group completed a white paper on pesticide use

impacts in 2012 (this paper is on the Authority's website). That white paper reports the

following.

At the present time there are numerous railways that traverse the San Joaquin Valley.

Additionally, the Valley has established interstate and state freeways, highways, and

local roadways which include their respective rights-of-way and are all considered

"transportation corridors." Transportation corridors are recognized as a part of the

overall environment of the Valley. Regulations already exist relating to pesticide use in

or near transportation corridors.

A new railway represents either a new impediment (where none previously existed) to

customary agricultural practices or is an augmentation to an already existing

transportation corridor footprint. Parcels where the new railway is proposed to be

constructed, adjacent and parallel to an established transportation corridor, create a

wider footprint to an existing corridor that is already subject to the protections prescribed

in current pesticide use regulations. Growers with crops next to a widened transportation

corridor will be managing their pesticide applications with the same use restrictions that

were previously implemented because they were near an existing corridor.

I032-235

Growers in the path of the railway where the route leaves an established transportation

corridor and creates a new corridor across their farmland will be subject to the

implementation of existing regulatory restrictions depending on conditions and

circumstances of the type of pesticide being used. All that would be new to the grower

would be the enforcement of existing regulations for conditions that did not exist before

the construction of the rail line through their property.

Choices of crops or livestock to produce would be influenced more by forces outside of

a high-speed train than the train itself. Similarly, the choice of what pesticide to use for

any particular need should not be influenced by a high-speed train any more than

already exists for any other transportation corridor in the locality. The expectation of

pesticide regulators would be that any pesticide application be made in compliance

with all applicable laws, regulations, and conditions.

As to the question about buffer zones, their use will only be required where such

safety protocol is called for when making an application adjacent to a transportation

corridor. There are no buffer zones specifically addressing passenger trains; therefore, a

passenger train traveling at a high rate of speed does not create a need for a buffer

zone different from those already established.

The Fresno to Bakersfield Section is 114 miles long and construction would not occur

along its entire length all at once. Construction would occur throughout the year, while

aerial spraying is typically concentrated during the growing season. Therefore, there will

be many locations where spraying will take place where there are no project

construction crews on the ground. Where construction and an adjacent landowner's

plans for aerial spraying overlap, it is expected that the landowner and construction

contractor can typically coordinate their schedules so both activities can be

accommodated. The commenter's assumption that "there will be multiple claims" against

aerial appliers is speculative.

I032-236

Both the Kings/Tulare Regional Station–East Alternative and the Kings/Tulare Regional

Station–West Alternative are analyzed in detail in the Revised DEIR/Supplemental

DEIS and depicted in simulations (the East Alternative is depicted on Figure 3.16-42,
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and the West Alternative is depicted on Figure 3.16-55).

I032-237

Both the Kings/Tulare Regional Station–East Alternative and the Kings/Tulare Regional

Station–West Alternative are analyzed in detail in the Revised DEIR/Supplemental

DEIS and depicted in simulations (the East Alternative is depicted on Figure 3.16-42,

and the West Alternative is depicted on Figure 3.16-55).

I032-238

This sentence was an error and has been removed in the Final EIR/EIS.

I032-239

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

The growth-inducement analysis in the Revised DEIR/Supplemental DEIS considered

the potential for people to move from the coast to less-expensive housing in the Central

Valley, including commuters. However, the future conditions necessary to identify the

sites where such commuters might live—including the location of employment centers,

types of employment, range of salaries, price of fuel, regional and local land use plans

and regulations—are unknown. Therefore, projecting the extent and specific locations of

growth resulting from relocations from the coast would be a speculative endeavor and

has not been undertaken.

Some commenters assert that the shortened travel time between the San Joaquin

Valley, with its relatively low housing costs, and the Bay Area and Los Angeles Basin,

which both have higher salaries and higher housing costs, would result in substantial

numbers of coastal residents moving to the Central Valley and commuting to work on

the HST System. However, travel time alone does not determine a reasonable commute

mode and commute distance. Willingness to relocate to save housing costs is a function

of housing cost, the quality of available housing (including quality of schools), commute

time, and cost of the daily commute. The HST System would not be a below-market-

cost, subsidized commuter rail service; instead, it would provide rapid long-distance

travel, priced at commercial market rates. HST fares are expected to be tied to typical

I032-239

airplane fares. The cost of the fares will discourage relocation and a daily commute to

and from the Bay Area and the Los Angeles Basin.

I032-240

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-03.

The Statewide Program EIR/EIS (Authority and FRA 2005) is available on the

Authority's website. The documents were available for public review at the time they

were prepared in draft form. Since 2005, environmental analysis and corresponding

section-specific design work have continued on portions of the HST System, including

refinement of the alternative alignments and station locations identified in the 2005

Statewide Program EIR/EIS. The Final EIR/EIS for the Fresno to Bakersfield Section is

not reliant on old data. To the contrary, the Final EIR/EIS for the project analyzes the

environmental impacts, both adverse and beneficial, of implementing the HST System

between Fresno and Bakersfield based on more-detailed project planning and

engineering and current environmental information. The analysis therefore tiers from the

earlier decision and analysis contained in the Program (Tier 1) EIR/EISs, but also relies

on current information to provide more site-specific detail and design as well as more

detailed analysis of the potential environmental impacts of the Fresno to Bakersfield

Section of the HST System than was presented in the Program EIR/EISs.

I032-241

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

The San Joaquin Valley Blueprint is specifically mentioned in Section 1.3.1 of the

EIR/EIS and discussed throughout the other chapters of Volume I regarding issues of

higher-density development. The Blueprint is a voluntary guide to future regional

development; its provisions are not mandatory. Therefore, the land use pattern

described in the Blueprint's adopted Scenario B+ is not binding on city and county

decision-makers. The Blueprint does not have a level of importance to the

environmental analysis beyond any other plan or document referenced in the EIR/EIS to

warrant its inclusion as an appendix to the EIR/EIS. It is readily available online at

http://www.valleyblueprint.org/ or in print at the Authority's offices for those who wish to

review it.
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I032-242

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-14.

For information on new job creation and the resulting impacts on the regional economy,

see Impact SO #5 – Temporary Construction Employment , and SO #13 – Employment

Growth, in Section 3.12, Socioeconomics, Communities, and Environmental Justice, of

the Final EIR/EIS. See also Section 5.1.2 of the Community Impact Assessment

Technical Report for more detailed information about short-term and long-term job

creation (Authority and FRA 2012h) .

I032-243

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-04.

The discussion referenced by the commenter is in the context of agricultural land

indirectly converted for urban uses as a result of project-induced growth. The EIR/EIS

conclusion is correct in that county and city general plans already anticipate the

conversion of substantial amounts of agricultural land in the future to accommodate

urban and suburban development.

The comment refers to the separate issue of direct conversion resulting from the

installation of the HST System. As described in EIR/EIS Volume I Section 3.14,

Agricultural Lands, and throughout the entire EIR/EIS, the project would have a direct

effect on agricultural production through conversion of agricultural land and agricultural

operations in Fresno, Kings, Tulare, and Kern counties and a resultant indirect effect on

the agricultural economy. See Impact AG#4 in Volume I Section 3.14 for information on

the permanent conversion of agricultural land; see Mitigation Measure AG-1 in Volume I

Section 3.14 for measures to preserve the total amount of prime farmland.

I032-244

Refer to Standard Response FB-Response-GENERAL-12, FB-Response-GENERAL-13,

FB-Response-LU-03.

The Kings/Tulare Regional Station (whether considering the East Alternative or the West

Alternative) is not consistent with the general plans of either Kings County or the City of

I032-244

Hanford; nor is the Kings/Tulare Regional Station discussed in the San Joaquin Valley

Blueprint. The site for the West Alternative is in line with urbanization trends in the

Hanford area; the site for the East Alternative, by contrast, is surrounded by agricultural

land. Development of this station would reinforce the importance of Hanford as a

transportation hub, but would not result in higher-density development in the city's

downtown. As discussed in Section 3.13, Station Planning, Land Use, and

Development, of the Final EIR/EIS, either of the Kings/Tulare Regional Station sites

would change the pattern and intensity of the use of the land and would be incompatible

with adjacent land uses. The presence of a station at either site would likely result in

unplanned changes in the use of existing adjacent land.

I032-245

Appendix A of the Community Impact Assessment Technical Report prepared for the

Fresno to Bakersfield EIR/EIS (Authority and FRA 2012) includes a complete description

of the methodologies used for the analysis of project-related job creation. This technical

report is available for review on the Authority's website for the Fresno to Bakersfield

EIR/EIS.

I032-246

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

The 2007 analysis by Cambridge Systematics, Inc., cited in Section 3.18, Regional

Growth, of the EIR/EIS indicates that with the HST project there is a small

(approximately 3%) incremental effect on population growth compared with the

forecasted growth in the Central Valley (Cambridge Systematics 2007). Section 3.13,

Station Planning, Land Use, and Development, of the EIR/EIS discusses the effect of

the permanent conversion of land for the project, including HST-induced population

growth.

I032-247

Refer to Standard Response FB-Response-GENERAL-03.
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I032-248

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

The land use impacts of the Kings/Tulare Regional Station (whether considering the

East Alternative or the West Alternative) are discussed in Section 3.13, Station

Planning, Land Use and Development, of the EIR/EIS. Neither alternative station is

consistent with the general plans of either Kings County or the City of Hanford; nor is the

Kings/Tulare Regional Station discussed in the San Joaquin Valley Blueprint. The site of

the West Alternative is in line with urbanization trends in the Hanford area; the site of the

East Alternative, by contrast, is surrounded by agricultural land. Development of this

station would reinforce the importance of Hanford as a transportation hub, but would not

result in higher-density development in the city’s downtown.  As discussed in Section

3.13, Station Planning, Land Use, and Development, of the Final EIR/EIS, either of the

Kings/Tulare Regional Station sites would change the pattern and intensity of the use of

the land and would be incompatible with adjacent land uses. The presence of a station

at either site would be likely to result in unplanned changes in the use of existing

adjacent land.
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I033-1

Refer to Standard Response FB-Response-LU-02, FB-Response-GENERAL-16.

I033-2

Refer to Standard Response FB-Response-GENERAL-07.

The comments provided in this submission have been responded to in this volume of the

Final EIR/EIS.

The procedural and technical requirements for NEPA and CEQA were followed during

the environmental review of the Fresno to Bakersfield HST Section.

The Authority used the information in the Revised DEIR/Supplemental DEIS and input

from agencies and the public to identify the Preferred Alternative. The decision included

consideration of the project purpose and need and the project objectives presented in

Chapter 1, Project Purpose and Need, as well as the objectives and criteria in the

alternatives analysis, and the comparative potential for environmental impacts. The

Preferred Alternative balances the least overall impact on the environment and local

communities, cost, and constructability constraints of the project alternatives evaluated.

For more detail please refer to Chapter 7, Preferred Alternative, in this Final EIR/EIS.

I033-3

Refer to Standard Response FB-Response-GENERAL-07.

I033-4

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-22.

I033-5

Refer to Standard Response FB-Response-BIO-02, FB-Response-GENERAL-01.

I033-6

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-N&V-05, FB-

Response-GENERAL-10, FB-Response-GENERAL-01.

I033-6

The purpose of an EIR is to analyze and document the environmental impacts of a

project. The fact that a project alternative will result in environmental impacts is not a

violation of the California Environmental Quality Act (CEQA).

The procedural requirements for the National Environmental Policy Act (NEPA) and

CEQA were followed during the environmental review of the Fresno to Bakersfield

Section of the HST System. As discussed in Section 2.3.1, HST Project-Level

Alternatives Development Process, of the Final EIR/EIS, the Authority implemented an

alternatives analysis process to identify the full range of reasonable alternatives for the

project, as required under Title 14 California Code of Regulations (CCR) Section

15126.6 and Title 40 Code of Federal Regulations (CFR) Section 1502.15(a). This range

of alternatives was analyzed in the EIR/EIS.

I033-7

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

The Authority and FRA consulted with cooperating agencies under NEPA and with

trustee and responsible agencies under CEQA regarding the specific resource areas

associated with these agencies. Interested local, state, and federal agencies were also

consulted throughout the process. A full listing of the meetings can be found in Chapter

7.

I033-8

Refer to Standard Response FB-Response-GENERAL-16.

I033-9

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21.

I033-10

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

The purpose of an EIR is to analyze and document the environmental impacts of a

project. The fact that a project alternative will result in environmental impacts is not a
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violation of the California Environmental Quality Act (CEQA).

The procedural requirements for the National Environmental Policy Act (NEPA) and

CEQA were followed during the environmental review of the Fresno to Bakersfield

Section of the HST System. As discussed in Section 2.3.1, HST Project-Level

Alternatives Development Process, of the Final EIR/EIS, the Authority implemented an

alternatives analysis process to identify the full range of reasonable alternatives for the

project, as required under Title 14 California Code of Regulations (CCR) Section

15126.6 and Title 40 Code of Federal Regulations (CFR) Section 1502.15(a). This range

of alternatives was analyzed in the EIR/EIS.

A reasonable range of alternatives adequate to provide meaningful decision making is

identified in the EIR/EIS. As described in the EIR/EIS, two to three alternative

alignments were identified in each of the Hanford, Corcoran, Allensworth, Wasco-

Shafter, and Bakersfield areas, which represent roughly 75% of the corridor between

Fresno and Bakersfield. As shown in the table below, there are 7 important

environmental factors including impacts to waters of the U.S., Important Farmland, and

residential housing that clearly differentiate among these alternatives. In addition,

impacts to properties protected under Section 4(f) of the Department of Transportation

Act differentiate among alternatives in the Hanford, Allensworth, and Bakersfield areas.

Division of a local community provides differentiation among alternatives in the Hanford

and Corcoran areas. Impacts to environmental justice communities differentiates

alternatives in the Wasco-Shafter area. Finally, impacts to key community facilities

provides another measure that differentiates among alternatives in the Bakersfield area.

I033-10

I033-11

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

The project EIR/EIS for the Fresno to Bakersfield Section is tiered from the Statewide

Program EIR/EIS for the California HST System (Authority and FRA 2005). The

Statewide Program EIR/EIS considered alternatives on Interstate 5 (I-5), State Route

(SR) 99, and the BNSF Railway (BNSF) corridor. The Record of Decision for the

Statewide Program EIR/EIS selected the BNSF corridor as the Preferred Alternative for

the Fresno to Bakersfield Section. The I-5 and SR 99 corridors were again considered

during the environmental review for the Fresno to Bakersfield Section, but were

eliminated from further consideration, as described in Standard Response FB-

Response-GENERAL-02.

Because the Authority conducted analysis of alternative alignments that follow SR

99/the Union Pacific Railroad (UPRR) and the I-5 corridor and determined that these

alternatives were not practicable, they were not carried forward in the EIR/EIS. Kings

County has not provided any new information that would change these conclusions.

Neither the California Environmental Quality Act (CEQA) nor the National Environmental
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Policy Act (NEPA) requires an environmental document to analyze alternatives that are

not practicable to implement.

The project EIR/EIS for the Fresno to Bakersfield Section appropriately evaluates

alternative alignments within the BNSF corridor.

A reasonable range of alternatives adequate to provide meaningful decision making is

identified in the EIR/EIS. As described in the EIR/EIS, two to three alternative

alignments were identified in each of the Hanford, Corcoran, Allensworth, Wasco-

Shafter, and Bakersfield areas, which represent roughly 75% of the corridor between

Fresno and Bakersfield. As shown in the table below, there are 7 important

environmental factors including impacts to waters of the U.S., Important Farmland, and

residential housing that clearly differentiate among these alternatives. In addition,

impacts to properties protected under Section 4(f) of the Department of Transportation

Act differentiate among alternatives in the Hanford, Allensworth, and Bakersfield areas.

Division of a local community provides differentiation among alternatives in the Hanford

and Corcoran areas. Impacts to environmental justice communities differentiates

alternatives in the Wasco-Shafter area. Finally, impacts to key community facilities

provides another measure that differentiates among alternatives in the Bakersfield area.

I033-11

I033-12

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

The Authority and FRA consulted with cooperating agencies under NEPA and with

trustee and responsible agencies under CEQA regarding the specific resource areas

associated with these agencies. Interested local, state, and federal agencies were also

consulted throughout the process. A full listing of the meetings can be found in Chapter

7.

I033-13

Refer to Standard Response FB-Response-GENERAL-07.

Environmental documents are written to a specific and legally required standard. Fact

sheets, brochures, and summaries were provided to ensure widespread understanding

of the environmental documents and to increase the ease of finding pertinent

information. Also, public workshops were designed to answer questions and solicit

feedback on the documents and to assist the public with finding pertinent information.
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Refer to Standard Response FB-Response-GENERAL-07.

Environmental documents are written to a specific and legally required standard. Fact

sheets, brochures, and summaries were provided to ensure widespread understanding

of the environmental documents and to increase the ease of finding pertinent

information. Also, public workshops were designed to answer questions and solicit

feedback on the documents and to assist the public with finding pertinent information.

I033-15

Refer to Standard Response FB-Response-GENERAL-07.

I033-16

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-GENERAL-27.

The Authority and FRA have followed the procedural and substantive requirements of

the National Environmental Policy Act (NEPA) and the California Environmental Quality

Act (CEQA). No factual information has been provided in this comment to indicate that

the procedures and requirements of NEPA and CEQA were not followed in the

environmental review process for the Fresno to Bakersfield Section of the HST System.

An EIR project description is intended to be general, not detailed (CEQA Guidelines §

15124[c]). Final design or even advanced design of infrastructure is not required in the

project description (Dry Creek Citizens Coalition v. County of Tulare [1999] 70

Cal.App.4th 20, 36). Abundant substantial evidence in the record demonstrates that the

project description in the EIR/EIS is more than adequate. The term "15% design" is an

engineering term of art that refers to the level of engineering prepared on HST project

elements for the EIR/EIS. The 15% design generates detailed information, like the

horizontal and vertical location of track, cross sections of the infrastructure with

measurements, precise station footprints with site configuration, and temporary

construction staging sites and facilities. The 15% design also yields a "project  footprint"

overlaid on parcel maps; the project footprint shows the outside envelope of all

disturbance, including both permanent infrastructure and temporary construction activity.

This 15% design translated into a project description in the EIR/EIS with 100% of the

I033-16

information that is required under CEQA Guidelines Section 15124 (see Dry Creek,

above, 70 Cal.App.4th at pp. 27-36 [upholding EIR conceptual project description as

adequate when based on preliminary design]).

I033-17

Refer to Standard Response FB-Response-GENERAL-22, FB-Response-GENERAL-21,

FB-Response-GENERAL-01.

Biological impacts are addressed in Section 3.7 of the EIR/EIS, facility impacts are

addressed throughout Chapter 3.0, groundwater impacts are addressed in Section 3.8,

utility impacts are addressed in Section 3.6, and socioeconomic impacts are addressed

in Section 3.12.

I033-18

Refer to Standard Response FB-Response-BIO-03, FB-Response-HWR-03, FB-

Response-PU&E-03, FB-Response-TR-02.

With respect to geological information, the Revised DEIR/Supplemental DEIS provides

existing regional data from which the potential geologic hazards are identified and

discussed in relation to the project. Site-specific design features, such as the specific

depth of foundations at a given location, will be determined after site-specific

geotechnical investigations are conducted. The Revised DEIR/Supplemental DEIS is

based on the level of engineering and planning necessary to identify potential

environmental impacts and to identify the range of appropriate mitigation measures.

All roads that cross the alignment were evaluated for average daily traffic, and roads

that serve high volumes of traffic or are otherwise important routes were considered for

overcrossings. Roads with volumes under 500 vehicles per day were considered for

closure because the vehicles could use other crossings on alternative detour routes that

would add 1 mile or less in out-of-direction travel or less to a trip. While this change

would be an inconvenience, continuous access would be provided and the

environmental impacts would be less-than-significant under CEQA and of negligible

intensity under NEPA.
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With respect to potential Impacts on flooding and floodplains, these are discussed in

Chapter 3.8, Hydrology and Water Resources, of the Revised DEIR/Supplemental DEIS.

I033-19

The Authority and FRA have prepared materials in support of Checkpoint A and

Checkpoint B and have received concurrences and agreement with those Checkpoints

from the EPA and the U.S. Army Corps of Engineers (USACE). The Authority and FRA

have also prepared materials in support of Checkpoint C. These materials include a

Summary Report, Conceptual Mitigation Plan, and Watershed Evaluation Report,

utilizing information provided in the Revised DEIR/Supplemental DEIS, associated

technical reports, and Final EIR/EIS to provide the required information for the USACE

to make a preliminary Least Environmentally Damaging Practicable Alternative (LEDPA)

determination.

The cited references in the comment are in respect to and are required as part of the

Section 408 requirements when a project requires USACE headquarters approval.

Because the HST is expected to have “low impact, or minor modification” on federal

flood control projects, the level of documentation has been coordinated with the USACE

District and local sponsor. A 60% design or greater is not anticipated or required to date

by these agencies. The Authority and FRA continue to consult with local sponsors and

will provide the appropriate level of detail and design required to meet the local sponsor

and USACE requirements to satisfy Section 408 requirements.

I033-20

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

The EIR/EIS provides a sufficient level of detail regarding the impacts of the proposed

project to allow the Authority and other decision makers to make an informed decision

on whether or not to approve the project.

I033-21

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-GENERAL-01.

I033-22

Refer to Standard Response FB-Response-PU&E-01, FB-Response-GENERAL-21.

Please see Appendix 3.1-A, Parcels Within the HST Footprint, for a clear depiction of

project boundaries that apply to the project. This project footprint depicts the maximum

extent of potential physical disturbance that would be either temporarily or permanently

affected by the project. Project engineering design drawings include plan and profile

views of project facilities and are provided in Volume III of the EIR/EIS, Alignments and

Other Plans.

I033-23

Refer to Standard Response FB-Response-PU&E-01, FB-Response-GENERAL-21.

Please see Appendix 3.1-A, Parcels within the HST Footprint, of the Final EIR/EIS for a

clear depiction of the boundaries that apply to the project. The project footprint depicts

the maximum extent of potential physical disturbance that would be either temporarily or

permanently affected by the project. Appendix 3.1-A includes the project features,

including but not limited to roadway modifications, over- and underpass structures, the

overhead contact system and electrical power distribution system and facilties,

communication towers, and access points to the alignment. Project engineering design

drawings include plan and profile views of project facilities and are provided in

Volume 3, Alignments and Other Plans, of the Final EIR/EIS.

The Authority and FRA have followed the procedural and substantive requirements of

the National Environmental Policy Act (NEPA) and the California Environmental Quality

Act (CEQA). No factual information has been provided in this comment to indicate that

the procedures and requirements of NEPA and CEQA were not followed in the

environmental review process for the Fresno to Bakersfield Section of the HST System.

An EIR project description is intended to be general, not detailed (CEQA Guidelines §

15124[c]). Final design—or even advanced design—of infrastructure is not required in

the project description (Dry Creek Citizens Coalition v. County of Tulare [1999] 70
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Cal.App.4th 20, 36). Abundant substantial evidence in the record demonstrates that the

project description in the EIR/EIS is more than adequate. The term "15% design" is an

engineering term of art that refers to the level of engineering prepared on HST project

elements for the EIR/EIS. The 15% design generates detailed information, like the

horizontal and vertical location of track, cross sections of the infrastructure with

measurements, precise station footprints with site configuration, and temporary

construction staging sites and facilities. The 15% design also yields a "project  footprint"

overlaid on parcel maps; the project footprint shows the outside envelope of all

disturbance, including both permanent infrastructure and temporary construction activity.

This 15% design translated into a project description in the EIR/EIS with 100% of the

information that is required under CEQA Guidelines Section 15124 (see Dry Creek,

above, 70 Cal.App.4th at pp. 27-36 [upholding EIR conceptual project description as

adequate when based on preliminary design]).

I033-24

Refer to Standard Response FB-Response-AG-02, FB-Response-AG-03.

Chapter 2.0 includes the description of the project and its alternatives, and not a

discussion of environmental impacts.

I033-25

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

Chapter 2, Alternatives, of the Final EIR/EIS for the Fresno to Bakersfield

Section provides a description of the project and its alternatives, but is not a discussion

of environmental impacts.

The decision whether to continue Amtrak service on the San Joaquin line (using the

existing BNSF Railway infrastructure) is outside the purview of the Authority. The HST

project includes no plans to discontinue Amtrak service to the Hanford station or any

other station or platform along the Fresno to Bakersfield Section. Refer to Standard

Response FB-Response-GENERAL-12 for more detail.

I033-26

Refer to Standard Response FB-Response-GENERAL-13, FB-Response-GENERAL-12,

FB-Response-GENERAL-17.

The project purpose, need, and objectives are discussed in Chapter 1, Project Purpose,

Need, and Objectives, of the Final EIR/EIS. This chapter outlines the objectives for the

HST System and the Fresno to Bakersfield Section. Chapter 2, Alternatives, further

characterizes the critical role of the Fresno to Bakersfield Section as the link connecting

the Bay Area to Los Angeles and Southern California during Phase 1 of the

implementation of the HST System.

As discussed in the Revised 2012 Business Plan (Authority 2012a), the California High-

Speed Rail (HSR) Program will depend on a mix of public and private investment, the

latter becoming available after the fundamental economics of the program are

demonstrated.

A phased approach to system development is the prudent course to build a foundation

that allows for greater efficiency in the use of private investment once the initial

segments of the system are in place.

This approach also recognizes current budgetary and funding realities. Among other

things, the phased approach will help ensure the system’s success by introducing

Californians to HSR service and building ridership over time. At the same time,

improvements can be made to regional systems that connect with HSR, resulting in the

conventional and high-speed systems complementing each other.

The goals of Proposition 1A were used to develop the phasing strategy for the statewide

HSR System and were guided by the following key principles:

Divide the statewide high-speed rail program into a series of smaller, discrete projects

that can stand alone, will provide viable revenue service, can be matched to available

funding, and can be delivered through appropriate business models.

•

Advance sections as soon as feasible to realize early benefits, especially employment,

and to minimize the impact of inflation.

•

Leverage existing rail systems and infrastructure, including connecting rail and bus•
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services.

Forge a long-term partnership with the federal government for program delivery.•

Develop partnerships with other transportation operators to identify efficiencies through

leveraging state, regional, local, and capital program investments and maximizing

connectivity between systems.

•

Seek earliest-feasible and best-value private-sector participation and financing with

appropriate risk transfer and cost containment.

•

Mitigate against the risk of funding delays by providing decision points for state policy-

makers to determine how and when the next steps should proceed while leaving a fully

operational system and generating economic benefits at each step.  

•

The Authority applied these principles, taking into account key factors such as cost,
funding scenarios, and ridership and revenue projections, to develop an implementation
strategy with the following key steps:

Step 1—Early Investments, Statewide Benefits. The first construction of dedicated
high-speed infrastructure for the initial operating section (IOS) begins in the Central
Valley. As with all of the steps, this initial section is being developed to deliver early
benefits by leveraging other systems—enabling them to operate on the new high-speed
tracks, which can be done without impacts on design or the integrity of the new
infrastructure. Improved passenger rail service would begin on completion of the first
IOS segment by connecting the San Joaquins, ACE, Sacramento Regional Transit, and
the Capitol Corridor (and potentially Caltrain). Through a new, strategic approach, there
is also the opportunity for new or improved travel between Bakersfield and Sacramento,
Oakland, San Jose, and San Francisco. This expanded Northern California Unified
Service could begin operation as early as 2018, with the potential to provide
transportation and economic benefits well before fully operational high-speed rail service
is initiated.

As part of this first step, complementary investments and improvements will be made to
both accelerate benefits and distribute them more widely across the state. These
investments will be made using the $950 million in Proposition 1A connectivity funding,
available Proposition 1A high-speed rail funds, future federal funds, and other sources,
and will include the following:

Investment in the bookends: In Northern California, the long-awaited electrification of

the Caltrain corridor will begin under a collaborative program between Bay Area

•

I033-26

agencies and the Authority. Also, consistent with the Southern California Memorandum

of Understanding (MOU), investments will be made in key rail corridors in the southern

part of the state, such as upgrading the Metrolink corridor from Los Angeles to

Palmdale.

The Northern California Unified Service described above will be initiated.•

As the next step in the IOS, work to close the rail gap between Bakersfield and

Palmdale through the Tehachapi Mountains will begin. Environmental clearance is

possible in early 2014, and plans are being developed to move quickly to implement

the improvements to close this critical gap and create the first statewide rail link

between the Bay Area and the Los Angeles Basin.

•

Step 2—Initial High-Speed Rail Operations. Introduction of the state’s (and the
nation’s) first fully operational high-speed rail service will begin. This service can be
operated by a private entity without subsidy, will have the potential to attract private
investment to expand the system from Bay to Basin, and can be completed within a
decade. The service will be blended with regional/local systems. The IOS will
be achieved through expansion of the first construction segment into an electrified
operating high-speed rail line from Merced to Palmdale and the San Fernando Valley,
accessing the populous Los Angeles Basin. Following on the work discussed above, the
next priority in implementing the IOS will be closing the rail gap between Northern and
Southern California by crossing the Tehachapi Mountains with new, dedicated high-
speed rail infrastructure. Before completion of the IOS to the San Fernando Valley, this
link will tie the north to the south at Palmdale, where Metrolink commuter rail service can
then provide service and connections throughout Southern California.

Currently, the IOS is defined as extending from Merced to the San Fernando Valley, and
high-speed revenue service would only start once the full IOS is built and operable.
Should ridership and revenue forecasts and financial projections demonstrate that
revenue service compliant with Proposition 1A could begin earlier, with a shorter IOS,
appropriate reviews would occur to consider and implement earlier service, if
appropriate.

Step 3—The Bay to Basin System. The dedicated high-speed rail infrastructure of the
IOS will be expanded north and west to San Jose, providing HSR service between the
state’s major population centers in the north and south and providing the platform for the
transition to statewide blended operations. At this stage, passengers will be able to take
a one-seat ride between greater Los Angeles (San Fernando Station) and the San
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Francisco Transbay Transit Center using blended infrastructure in the north between
San Francisco and San Jose (assuming electrification of the Caltrain corridor by 2020,
as proposed by Caltrain), using dedicated high-speed rail infrastructure between San
Jose and the San Fernando Station, and, in the south, connecting via Metrolink between
the San Fernando Valley Station and the Los Angeles Union Station and on to other
points throughout Southern California.

Step 4—The Phase 1 System. For the blended approach, the dedicated high-speed rail
infrastructure of the Bay-to-Basin system will be extended from the San Fernando Valley
to Los Angeles Union Station, linking to a significantly upgraded passenger rail corridor
developed to maximize service between Los Angeles and Anaheim while also
addressing community concerns about new infrastructure impacts in a congested urban
corridor that includes a number of established communities that abut the existing right-
of-way. Under a Full Build scenario, dedicated high-speed rail infrastructure would be
extended from San Jose to San Francisco’s Transbay Transit Center and from Los
Angeles to Anaheim.

Step 5—The Phase 2 System. Phase 2 will extend the high-speed rail system to
Sacramento and San Diego, representing completion of the 800-mile statewide system.
Travelers will be able to travel between all of the state’s major population centers on
high-speed rail. Phase 2 areas will see improvements in rail service well in advance of
the expansion of the high-speed rail system through the combination of early
investments and blended operations, as described in this Revised Plan.

I033-27

Refer to Standard Response FB-Response-GENERAL-13, FB-Response-GENERAL-12,

FB-Response-GENERAL-17.

The project purpose, need, and objectives are discussed in Chapter 1, Project Purpose,

Need, and Objectives, of the Final EIR/EIS. This section outlines the objectives for the

HST System and the Fresno to Bakersfield Section. Chapter 2, Alternatives, of the Final

EIR/EIS further characterizes the critical role of the Fresno to Bakersfield Section as the

link connecting the Bay Area to Los Angeles and Southern California during Phase 1 of

the implementation of the HST System.

As discussed in the Revised 2012 Business Plan (Authority 2012a), the California High-

I033-27

Speed Rail (HSR) Program will depend on a mix of public and private investment, the

latter becoming available after the fundamental economics of the program are

demonstrated.

A phased approach to system development is the prudent course to build a foundation

that allows for greater efficiency in the use of private investment once the initial

segments of the system are in place.

This approach also recognizes current budgetary and funding realities. Among other

things, the phased approach will help ensure the system’s success by introducing

Californians to HSR service and building ridership over time. At the same time,

improvements can be made to regional systems that connect with the HSR System,

resulting in the conventional and high-speed systems complementing each other.

The goals of Proposition 1A were used to develop the phasing strategy for the statewide

HSR System and were guided by the following key principles:

Divide the statewide high-speed rail program into a series of smaller, discrete projects

that can stand alone, will provide viable revenue service, can be matched to available

funding, and can be delivered through appropriate business models.

•

Advance sections as soon as feasible to realize early benefits, especially employment,

and to minimize the impact of inflation.

•

Leverage existing rail systems and infrastructure, including connecting rail and bus

services.

•

Forge a long-term partnership with the federal government for program delivery.•

Develop partnerships with other transportation operators to identify efficiencies through

leveraging state, regional, local, and capital program investments and maximizing

connectivity between systems.

•

Seek earliest-feasible and best-value private-sector participation and financing with

appropriate risk transfer and cost containment.

•

Mitigate against the risk of funding delays by providing decision points for state policy-

makers to determine how and when the next steps should proceed while leaving a fully

operational system and generating economic benefits at each step.  

•
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The Authority applied these principles, taking into account key factors such as cost,
funding scenarios, and ridership and revenue projections, to develop an implementation
strategy with the following key steps:

Step 1—Early Investments, Statewide Benefits. The first construction of dedicated
high-speed infrastructure for the initial operating section (IOS) begins in the Central
Valley. As with all of the steps, this initial section is being developed to deliver early
benefits by leveraging other systems—enabling them to operate on the new high-speed
tracks, which can be done without impacts on design or the integrity of the new
infrastructure. Improved passenger rail service would begin on completion of the first
IOS segment by connecting the San Joaquins, ACE, Sacramento Regional Transit, and
the Capitol Corridor (and potentially Caltrain). Through a new, strategic approach, there
is also the opportunity for new or improved travel between Bakersfield and Sacramento,
Oakland, San Jose, and San Francisco. This expanded Northern California Unified
Service could begin operation as early as 2018, with the potential to provide
transportation and economic benefits well before fully operational high-speed rail service
is initiated.

As part of this first step, complementary investments and improvements will be made to
both accelerate benefits and distribute them more widely across the state. These
investments will be made using the $950 million in Proposition 1A connectivity funding,
available Proposition 1A high-speed rail funds, future federal funds, and other sources,
and will include the following:

Investment in the bookends: In Northern California, the long-awaited electrification of

the Caltrain corridor will begin under a collaborative program between Bay Area

agencies and the Authority. Also, consistent with the Southern California Memorandum

of Understanding (MOU), investments will be made in key rail corridors in the southern

part of the state, such as upgrading the Metrolink corridor from Los Angeles to

Palmdale.

•

The Northern California Unified Service described above will be initiated.•

As the next step in the IOS, work to close the rail gap between Bakersfield and

Palmdale through the Tehachapi Mountains will begin. Environmental clearance is

possible in early 2014, and plans are being developed to move quickly to implement

the improvements to close this critical gap and create the first statewide rail link

between the Bay Area and the Los Angeles Basin.

•

I033-27

Step 2—Initial High-Speed Rail Operations. Introduction of the state’s (and the
nation’s) first fully operational high-speed rail service will begin. This service can be
operated by a private entity without subsidy, will have the potential to attract private
investment to expand the system from Bay to Basin, and can be completed within a
decade. The service will be blended with regional/local systems. The IOS will
be achieved through expansion of the first construction segment into an electrified
operating high-speed rail line from Merced to Palmdale and the San Fernando Valley,
accessing the populous Los Angeles Basin. Following on the work discussed above, the
next priority in implementing the IOS will be closing the rail gap between Northern and
Southern California by crossing the Tehachapi Mountains with new, dedicated high-
speed rail infrastructure. Before completion of the IOS to the San Fernando Valley, this
link will tie the north to the south at Palmdale, where Metrolink commuter rail service can
then provide service and connections throughout Southern California.

Currently, the IOS is defined as extending from Merced to the San Fernando Valley, and
high-speed revenue service would only start once the full IOS is built and operable.
Should ridership and revenue forecasts and financial projections demonstrate that
revenue service compliant with Proposition 1A could begin earlier, with a shorter IOS,
appropriate reviews would occur to consider and implement earlier service, if
appropriate.

Step 3—The Bay to Basin System. The dedicated high-speed rail infrastructure of the
IOS will be expanded north and west to San Jose, providing HSR service between the
state’s major population centers in the north and south and providing the platform for the
transition to statewide blended operations. At this stage, passengers will be able to take
a one-seat ride between greater Los Angeles (San Fernando Station) and the San
Francisco Transbay Transit Center using blended infrastructure in the north between
San Francisco and San Jose (assuming electrification of the Caltrain corridor by 2020,
as proposed by Caltrain), using dedicated high-speed rail infrastructure between San
Jose and the San Fernando Station, and, in the south, connecting via Metrolink between
the San Fernando Valley Station and the Los Angeles Union Station and on to other
points throughout Southern California.

Step 4—The Phase 1 System. For the blended approach, the dedicated high-speed rail
infrastructure of the Bay to Basin System will be extended from the San Fernando Valley
to Los Angeles Union Station, linking to a significantly upgraded passenger rail corridor
developed to maximize service between Los Angeles and Anaheim while also
addressing community concerns about new infrastructure impacts in a congested urban
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corridor that includes a number of established communities that abut the existing right-
of-way. Under a Full Build scenario, dedicated high-speed rail infrastructure would be
extended from San Jose to San Francisco’s Transbay Transit Center and from Los
Angeles to Anaheim.

Step 5—The Phase 2 System. Phase 2 will extend the high-speed rail system to
Sacramento and San Diego, representing completion of the 800-mile statewide system.
Travelers will be able to travel between all of the state’s major population centers on
high-speed rail. Phase 2 areas will see improvements in rail service well in advance of
the expansion of the high-speed rail system through the combination of early
investments and blended operations, as described in this Revised Plan.

I033-28

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

FB-Response-GENERAL-12.

In the case of Hanford, it was not feasible to follow the BNSF Railway (BNSF) corridor

through the city. The BNSF corridor in the Hanford area has several curves that are too

severe for an HST alignment and constructing the HST project through Hanford would

have resulted in a substantial impact on residential and commercial properties in the

city. For these reasons, the Preferred Alternative for the Fresno to Bakersfield Section

identified in the Statewide Program EIR/EIS for the California High-Speed Rail System

(Authority and FRA 2005) was selected to bypass Hanford.

I033-29

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

I033-30

Refer to Standard Response FB-Response-GENERAL-13, FB-Response-GENERAL-12,

FB-Response-GENERAL-17.

The project purpose, need, and objectives are discussed in Chapter 1, Project Purpose,

Need, and Objectives, of the Final EIR/EIS. This section outlines the objectives for the

HST System and the Fresno to Bakersfield Section. Chapter 2, Alternatives, of the Final

I033-30

EIR/EIS further characterizes the critical role of the Fresno to Bakersfield Section as the

link connecting the Bay Area to Los Angeles and Southern California during Phase 1 of

the implementation of the HST System.

As discussed in the Revised 2012 Business Plan (Authority 2012a), the California High-

Speed Rail (HSR) Program will depend on a mix of public and private investment, the

latter becoming available after the fundamental economics of the program are

demonstrated.

A phased approach to system development is the prudent course to build a foundation

that allows for greater efficiency in the use of private investment once the initial

segments of the system are in place.

This approach also recognizes current budgetary and funding realities. Among other

things, the phased approach will help ensure the system’s success by introducing

Californians to HSR service and building ridership over time. At the same time,

improvements can be made to regional systems that connect with the HSR System,

resulting in the conventional and high-speed systems complementing each other.

The goals of Proposition 1A were used to develop the phasing strategy for the statewide

HSR System and were guided by the following key principles:

Divide the statewide high-speed rail program into a series of smaller, discrete projects

that can stand alone, will provide viable revenue service, can be matched to available

funding, and can be delivered through appropriate business models.

•

Advance sections as soon as feasible to realize early benefits, especially employment,

and to minimize the impact of inflation.

•

Leverage existing rail systems and infrastructure, including connecting rail and bus

services.

•

Forge a long-term partnership with the federal government for program delivery.•

Develop partnerships with other transportation operators to identify efficiencies through

leveraging state, regional, local, and capital program investments and maximizing

connectivity between systems.

•

Seek earliest-feasible and best-value private-sector participation and financing with•
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appropriate risk transfer and cost containment.

Mitigate against the risk of funding delays by providing decision points for state policy-

makers to determine how and when the next steps should proceed while leaving a fully

operational system and generating economic benefits at each step.  

•

The Authority applied these principles, taking into account key factors such as cost,
funding scenarios, and ridership and revenue projections, to develop an implementation
strategy with the following key steps:

Step 1—Early Investments, Statewide Benefits. The first construction of dedicated
high-speed infrastructure for the initial operating section (IOS) begins in the Central
Valley. As with all of the steps, this initial section is being developed to deliver early
benefits by leveraging other systems—enabling them to operate on the new high-speed
tracks, which can be done without impacts on design or the integrity of the new
infrastructure. Improved passenger rail service would begin on completion of the first
IOS segment by connecting the San Joaquins, ACE, Sacramento Regional Transit, and
the Capitol Corridor (and potentially Caltrain). Through a new, strategic approach, there
is also the opportunity for new or improved travel between Bakersfield and Sacramento,
Oakland, San Jose, and San Francisco. This expanded Northern California Unified
Service could begin operation as early as 2018, with the potential to provide
transportation and economic benefits well before fully operational high-speed rail service
is initiated.

As part of this first step, complementary investments and improvements will be made to
both accelerate benefits and distribute them more widely across the state. These
investments will be made using the $950 million in Proposition 1A connectivity funding,
available Proposition 1A high-speed rail funds, future federal funds, and other sources,
and will include the following:

Investment in the bookends: In Northern California, the long-awaited electrification of

the Caltrain corridor will begin under a collaborative program between Bay Area

agencies and the Authority. Also, consistent with the Southern California Memorandum

of Understanding (MOU), investments will be made in key rail corridors in the southern

part of the state, such as upgrading the Metrolink corridor from Los Angeles to

Palmdale.

•

The Northern California Unified Service described above will be initiated.•

As the next step in the IOS, work to close the rail gap between Bakersfield and•
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Palmdale through the Tehachapi Mountains will begin. Environmental clearance is

possible in early 2014, and plans are being developed to move quickly to implement

the improvements to close this critical gap and create the first statewide rail link

between the Bay Area and the Los Angeles Basin.

Step 2—Initial High-Speed Rail Operations. Introduction of the state’s (and the
nation’s) first fully operational high-speed rail service will begin. This service can be
operated by a private entity without subsidy, will have the potential to attract private
investment to expand the system from Bay to Basin, and can be completed within a
decade. The service will be blended with regional/local systems. The IOS will
be achieved through expansion of the first construction segment into an electrified
operating high-speed rail line from Merced to Palmdale and the San Fernando Valley,
accessing the populous Los Angeles Basin. Following on the work discussed above, the
next priority in implementing the IOS will be closing the rail gap between Northern and
Southern California by crossing the Tehachapi Mountains with new, dedicated high-
speed rail infrastructure. Before completion of the IOS to the San Fernando Valley, this
link will tie the north to the south at Palmdale, where Metrolink commuter rail service can
then provide service and connections throughout Southern California.

Currently, the IOS is defined as extending from Merced to the San Fernando Valley, and
high-speed revenue service would only start once the full IOS is built and operable.
Should ridership and revenue forecasts and financial projections demonstrate that
revenue service compliant with Proposition 1A could begin earlier, with a shorter IOS,
appropriate reviews would occur to consider and implement earlier service, if
appropriate.

Step 3—The Bay to Basin System. The dedicated high-speed rail infrastructure of the
IOS will be expanded north and west to San Jose, providing HSR service between the
state’s major population centers in the north and south and providing the platform for the
transition to statewide blended operations. At this stage, passengers will be able to take
a one-seat ride between greater Los Angeles (San Fernando Station) and the San
Francisco Transbay Transit Center using blended infrastructure in the north between
San Francisco and San Jose (assuming electrification of the Caltrain corridor by 2020,
as proposed by Caltrain), using dedicated high-speed rail infrastructure between San
Jose and the San Fernando Station, and, in the south, connecting via Metrolink between
the San Fernando Valley Station and the Los Angeles Union Station and on to other
points throughout Southern California.
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Step 4—The Phase 1 System. For the blended approach, the dedicated high-speed rail
infrastructure of the Bay to Basin System will be extended from the San Fernando Valley
to Los Angeles Union Station, linking to a significantly upgraded passenger rail corridor
developed to maximize service between Los Angeles and Anaheim while also
addressing community concerns about new infrastructure impacts in a congested urban
corridor that includes a number of established communities that abut the existing right-
of-way. Under a Full Build scenario, dedicated high-speed rail infrastructure would be
extended from San Jose to San Francisco’s Transbay Transit Center and from Los
Angeles to Anaheim.

Step 5—The Phase 2 System. Phase 2 will extend the high-speed rail system to
Sacramento and San Diego, representing completion of the 800-mile statewide system.
Travelers will be able to travel between all of the state’s major population centers on
high-speed rail. Phase 2 areas will see improvements in rail service well in advance of
the expansion of the high-speed rail system through the combination of early
investments and blended operations, as described in this Revised Plan.

I033-31

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

The revised analysis discussed in FB-Response-GENERAL-13 does not identify any

new significant and unavoidable impacts.

I033-32

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

I033-33

Refer to Standard Response FB-Response-BIO-02, FB-Response-GENERAL-01.

I033-34

Refer to Standard Response FB-Response-BIO-02, FB-Response-GENERAL-01.

I033-35

Refer to Standard Response FB-Response-BIO-02, FB-Response-GENERAL-01.

I033-36

Refer to Standard Response FB-Response-BIO-02, FB-Response-GENERAL-01.

I033-37

Refer to Standard Response FB-Response-BIO-02, FB-Response-GENERAL-01.

I033-38

A Mitigation Monitoring and Enforcement Plan (MMEP) will be prepared per Section

15097 of the CEQA Guidelines that will detail who is responsible for implementing the

mitigation, when it will be implemented, and how implementation will be documented.

The MMEP is required to ensure that adopted project design features and mitigation

measures are successfully implemented. The Authority is the lead agency for the

proposed project and is responsible for implementation of the MMEP.

I033-39

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-12,

FB-Response-GENERAL-17.

I033-40

Refer to Standard Response FB-Response-BIO-02, FB-Response-GENERAL-01.

I033-41

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

The project EIR/EIS for the Fresno to Bakersfield Section is tiered from the Statewide

Program EIR/EIS for the California HST System (Authority and FRA 2005). The

Statewide Program EIR/EIS considered alternatives on Interstate 5 (I-5), State Route

(SR) 99, and the BNSF Railway (BNSF) corridor. The Record of Decision for the

Statewide Program EIR/EIS selected the BNSF corridor as the Preferred Alternative for

the Fresno to Bakersfield Section. The I-5 and SR 99 corridors were again considered

during the environmental review of the Fresno to Bakersfield Section, but were

eliminated from further consideration, as described in Standard Response FB-

Response-GENERAL-02.
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Because the Authority conducted analysis of alternative alignments that follow SR

99/the Union Pacific Railroad (UPRR) and the I-5 corridor and determined that these

alternatives were not practicable, they were not carried forward in the EIR/EIS. Kings

County has not provided any new information that would change these conclusions.

Neither the California Environmental Quality Act (CEQA) nor the National Environmental

Policy Act (NEPA) requires an environmental document to analyze alternatives that are

not practicable to implement.

The project EIR/EIS for the Fresno to Bakersfield Section appropriately evaluates

alternative alignments within the BNSF corridor.

I033-42

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

The project EIR/EIS for the Fresno to Bakersfield Section is tiered from the Statewide

Program EIR/EIS for the California HST System (Authority and FRA 2005). The

Statewide Program EIR/EIS considered alternatives on Interstate % (I-5), State Route

(SR) 99, and the BNSF corridor. The Record of Decision for the Statewide Program

EIR/EIS selected the BNSF corridor as the Preferred Alternative for the Fresno to

Bakersfield Section. The I-5 and SR 99 corridors were again considered during the

environmental review of the Fresno to Bakersfield Section, but were eliminated from

further consideration, as described in Standard Response FB-Response-GENERAL-02.

Because the Authority conducted analysis of alternative alignments that follow SR

99/the Union Pacific Railroad (UPRR) and the I-5 corridor and determined that these

alternatives were not practicable, they were not carried forward in the EIR/EIS. Kings

County has not provided any new information that would change these conclusions.

Neither the California Environmental Quality Act (CEQA) nor the National Environmental

Policy Act (NEPA) requires an environmental document to analyze alternatives that are

not practicable to implement.

The project EIR/EIS for the Fresno to Bakersfield Section appropriately evaluates

alternative alignments within the BNSF corridor.

I033-43

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

The California High-Speed Rail (HSR) Program will depend on a mix of public and

private investment, the latter becoming available after the fundamental economics of the

program are demonstrated. Refer to the Revised 2012 Business Plan.

A phased approach to system development is the prudent course to build a foundation

that allows for greater efficiency in the use of private investment once the initial

segments of the system are in place. This approach also recognizes current budgetary

and funding realities. Among other things, the phased approach will help ensure the

system’s success by introducing Californians to HSR service and building ridership over

time. At the same time, improvements can be made to regional systems that connect

with HSR, resulting in the conventional and high-speed systems complementing each

other.

The goals of Proposition 1A were used to develop the phasing strategy for the statewide

HSR system and were guided by the following key principles:

Divide the statewide high-speed rail program into a series of smaller, discrete projects

that can stand alone, will provide viable revenue service, can be matched to available

funding, and can be delivered through appropriate business models.

•

Advance sections as soon as feasible to realize early benefits, especially employment,

and to minimize inflation impact.

•

Leverage existing rail systems and infrastructure, including connecting rail and bus

services.

•

Forge a long-term partnership with the federal government for program delivery.•

Develop partnerships with other transportation operators to identify efficiencies through

leveraging state, regional, local, and capital program investments and maximizing

connectivity between systems.

•

Seek earliest feasible and best value private-sector participation and financing with

appropriate risk transfer and cost containment.

•

Mitigate against the risk of funding delays by providing decision points for state policy

makers to determine how and when the next steps should proceed while leaving a fully

•
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operational system and generating economic benefits at each step.  

The Authority applied these principles, taking into account key factors such as cost,
funding scenarios, and ridership and revenue projections, to develop an implementation
strategy with the following key steps:

Step 1—Early Investments, Statewide Benefits. The first construction of dedicated
high-speed infrastructure for the initial operating section (IOS) begins in the Central
Valley. As with all of the steps, this initial section is being developed to deliver early
benefits by leveraging other systems—enabling them to operate on the new high-speed
tracks, which can be done without impacts on design or the integrity of the new
infrastructure. Improved passenger rail service would begin upon completion of the first
IOS segment by connecting the San Joaquins, ACE, Sacramento Regional Transit, and
the Capitol Corridor (and potentially Caltrain). Through a new, strategic approach, there
is also the opportunity for new or improved travel between Bakersfield and Sacramento,
Oakland, San Jose, and San Francisco. This expanded Northern California Unified
Service could begin operation as early as 2018, with the potential to provide
transportation and economic benefits well before fully operational high-speed rail service
is initiated.

As part of this first step, complementary investments and improvements will be made to
both accelerate benefits and distribute them more widely across the state. These
investments will be made using the $950 million in Proposition 1A connectivity funding,
available Proposition 1A high-speed rail funds, future federal funds, and other sources,
and will include the following:

Investment in the bookends: In Northern California, the long-awaited electrification of

the Caltrain corridor will begin under a collaborative program between Bay Area

agencies and the Authority. In addition, consistent with the Southern California MOU,

investments will be made in key rail corridors in the southern part of the state, such as

upgrading the Metrolink corridor from Los Angeles to Palmdale.

•

The Northern California Unified Service described above will be initiated.•

As the next step in the IOS, work to close the rail gap between Bakersfield and

Palmdale through the Tehachapi Mountains will begin. Environmental clearance is

possible in early 2014, and plans are being developed to move quickly to implement

the improvements to close this critical gap and create the first statewide rail link

between the Bay Area and the Los Angeles Basin.

•

I033-43

Step 2—Initial High-Speed Rail Operations. Introduction of the state’s (and the
nation’s) first fully operational high-speed rail service will begin. This service can be
operated by a private entity without subsidy, will have the potential to attract private
investment to expand the system from Bay to Basin, and can be completed within a
decade. The service will be blended with regional/local systems. The IOS is achieved
through expansion of the first construction segment into an electrified operating high-
speed rail line from Merced to Palmdale and the San Fernando Valley, accessing the
populous Los Angeles Basin. Following on the work discussed above, the next priority in
implementing the IOS will be closing the rail gap between Northern and Southern
California by crossing the Tehachapi Mountains with new, dedicated high-speed rail
infrastructure. Prior to completion of the IOS to the San Fernando Valley, this link will tie
the north to the south at Palmdale, where Metrolink commuter rail service can then
provide service and connections throughout Southern California.

Currently, the IOS is defined as extending from Merced to the San Fernando Valley, and
high-speed revenue service would only start once the full IOS is built and operable.
Should ridership and revenue forecasts and financial projections demonstrate that
revenue service compliant with Proposition 1A could begin earlier, with a shorter IOS,
appropriate reviews would occur to consider and implement earlier service, if
appropriate.

Step 3—The Bay to Basin System. The dedicated high-speed rail infrastructure of the
IOS will be expanded north and west to San Jose, providing HSR service between the
state’s major population centers in the north and south and providing the platform for the
transition to statewide blended operations. At this stage, passengers will be able to take
a one-seat ride between greater Los Angeles (San Fernando Station) and the San
Francisco Transbay Transit Center using blended infrastructure in the north between
San Francisco and San Jose (assuming electrification of the Caltrain corridor by 2020 as
proposed by Caltrain), using dedicated high-speed rail infrastructure between San Jose
and the San Fernando Station, and, in the south, connecting via Metrolink between the
San Fernando Valley Station and Los Angeles Union Station and on to other points
throughout Southern California.

Step 4—The Phase 1 System. For the blended approach, the dedicated high-speed rail
infrastructure of the Bay-to-Basin system will be extended from the San Fernando Valley
to Los Angeles Union Station, linking to a significantly upgraded passenger rail corridor
developed to maximize service between Los Angeles and Anaheim while also
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addressing community concerns about new infrastructure impacts in a congested urban
corridor that includes a number of established communities that abut the existing right-
of-way. Under a Full Build scenario, dedicated high-speed rail infrastructure would be
extended from San Jose to San Francisco’s Transbay Transit Center and from Los
Angeles to Anaheim.

Step 5—The Phase 2 System. Phase 2 will extend the high-speed rail system to
Sacramento and San Diego, representing completion of the 800-mile statewide system.
Travelers will be able to travel among all of the state’s major population centers on high-
speed rail. Phase 2 areas will see improvements in rail service well in advance of the
expansion of the high-speed rail system through the combination of early investments
and blended operations, as described in the Revised 2012 Business Plan.

I033-44

Refer to Standard Response FB-Response-GENERAL-16.

The purpose of the Fresno to Bakersfield HST includes providing travel between major

urban centers and connectivity to airports, mass transit systems, and the highway

network in the south San Joaquin Valley. As discussed in Section 1 of the EIR/EIS,

California’s population is growing rapidly and, unless new transportation solutions are

identified, traffic will only become more congested and airport delays will continue to

increase.

See Volume I Section 3.12 Impact SO #5- Temporary Construction Employment, for

information on the number of construction jobs created as a result of the project as well

as the ability of the existing regional labor force to fill the demand for the direct

construction jobs as well as the resulting indirect and induced jobs. Volume Chapter I

Chapter 3.18 presents the amount of construction- and operation-related employment

created by the project. Over the entire construction period, project expenditures would

result in an additional 2.4% of the total projected 2016 construction jobs in the region

(see Table 3.18-3). This small percentage increase would not be substantial enough to

greatly attract workers to the region because the existing underemployed construction

work force would be expected to fill these jobs.

The San Joaquin Valley has greater unemployment and a lower per capita income than

I033-44

the state as a whole. The Authority has adopted a Community Benefits Policy, which

requires that design-build construction contracts will be required to adhere to the

National Targeted Hiring Initiative, which states a minimum of 30% of all project work

hours shall be performed by National Targeted Workers and a minimum of 10% of

National Targeted Workers hours shall be performed by Disadvantaged Workers. This,

along with other hiring policies, will make sure that employment and business

opportunities created by the project are accessible to the local community. For more

information on hiring policies, see the Authority’s website.

Construction- and operation-related sales tax gains are examined in section 5.4.6 of the

CIA. The impacted cities and counties will have considerable additional revenues

attributed to the construction and operation of the HST.

I033-45

Refer to Standard Response FB-Response-SO-01, FB-Response-SO-04, FB-

Response-SO-07.

The purpose of an EIR and EIS is to evaluate environmental impacts and

socioeconomic effects and to mitigate those which are identified as potentially

significant.

I033-46

Refer to Standard Response FB-Response-GENERAL-16.

The purpose of an EIR and EIS is to evaluate environmental impacts and

socioeconomic effects and to mitigate those which are identified as potentially

significant.

I033-47

Refer to Standard Response FB-Response-GENERAL-07.

The Authority conducted extensive public outreach before the circulation of the Draft

EIR/EIS. This outreach included 12 public meetings aimed at soliciting community
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feedback and informing impacted communities of the project status. The Authority and

FRA recognize the concerns of Kings County representatives and community members

and wish to maintain an open dialogue about the project. The Authority welcomes the

opportunity to meet with landowners and stakeholders. Also, project-level information

has been shared at public meetings, made available at the Kings County project office,

and provided through mailings, e-mail communication, outreach materials, and on the

Internet.

I033-48

Refer to Standard Response FB-Response-GENERAL-07.

The intent of the environmental review process is to solicit feedback on the content and

sufficiency of the environmental analysis, assessment of impacts, and the addressing of

mitigation measures. The formality in which comments are addressed is guided by

NEPA/CEQA. Every effort has been made to address concerns when presented along

the planning process. The right-of-way acquisition process cannot begin until a preferred

alternative is selected and an associated Notice of Determination/Record of Decision is

issued. However, during the months and years leading up to that point, the Authority has

made right-of-way information materials available in print and online to guide impacted

stakeholders through the process in advance (available at the Authority's website). Also,

the Authority has made right-of-way representatives available at public meetings to

answer questions.

I033-49

The environmental justice analysis adheres to the definition as stated in Executive Order

12898 and U.S. Department of Transportation Order 5610.2, which defines an

environmental justice effect as a "disproportionately high and adverse effect on minority

and low-income populations." This is an adverse effect that is predominately borne by a

minority population and/or a low-income population or that would be appreciably more

severe or greater in magnitude for the minority and/or a low-income population than the

adverse effect that would be suffered by the nonminority and/or non-low-income

population along the project. Section 4.3 in the Community Impact Assessment

Technical Report identifies the environmental justice populations along the project. The

methodologies for identifying these populations are detailed in Appendix A of the

I033-49

Community Impact Assessment Technical Report. Section 5.3 in the Community Impact

Assessment Technical Report provides detailed information on the potential for

substantial environmental justice effects across resources along the project. Impacts SO

#17 and SO #18 in the EIR/EIS, Volume 1, Section 3.12, summarize these findings.

I033-50

Refer to Standard Response FB-Response-SO-07.

I033-51

Refer to Standard Response FB-Response-SO-01, FB-Response-SO-07.

I033-52

Refer to Standard Response FB-Response-SO-07.

The purpose of an EIR and EIS is to evaluate environmental impacts and

socioeconomic effects and to mitigate those which are identified as potentially

significant.

I033-53

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-GENERAL-13,

FB-Response-GENERAL-12, FB-Response-GENERAL-17.

The Authority and FRA have followed the procedural and substantive requirements of

the National Environmental Policy Act (NEPA) and the California Environmental Quality

Act (CEQA). No factual information has been provided in these comments to indicate

that the procedures and requirements of NEPA and CEQA were not followed in the

environmental review process for the Fresno to Bakersfield Section of the HST System.

An EIR project description is intended to be general, not detailed (CEQA Guidelines §

15124[c]). Final design or even advanced design of infrastructure is not required in the

project description (Dry Creek Citizens Coalition v. County of Tulare [1999] 70

Cal.App.4th 20, 36). Abundant substantial evidence in the record demonstrates that the

project description in the EIR/EIS is more than adequate. The term "15% design" is an
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engineering term of art that refers to the level of engineering prepared on HST project

elements for the EIR/EIS. The 15% design generates detailed information like the

horizontal and vertical location of track, cross sections of the infrastructure with

measurements, precise station footprints with site configuration, and temporary

construction staging sites and facilities. The 15% design also yields a "project  footprint"

overlaid on parcel maps, which shows the outside envelope of all disturbance, including

both permanent infrastructure and temporary construction activity. This 15% design

translated into a project description in the EIR/EIS with 100% of the information that is

required under CEQA Guidelines Section 15124 (see Dry Creek, above, 70 Cal.App.4th

at pp. 27-36 [upholding EIR conceptual project description as adequate when based on

preliminary design]).

The public outreach process for the Fresno to Bakersfield Section of the HST System

has been extensive; this process has included hundreds of public meetings and

briefings where public comments have been received, participation in community events

where participation has been solicited, and the development and distribution of

educational materials to encourage feedback. These efforts are discussed in Chapter 7,

Public and Agency Involvement, of the Final EIR/EIS. Public notification regarding the

draft environmental documents took place in the following ways: A notification letter,

informational brochure, and notice of availability (NOA) were provided in English and

Spanish and sent to landowners and tenants within 300 feet of all proposed alignment

alternatives. The letters notified landowners and tenants that their property could

become necessary for construction (within the project construction footprint) of one or

more of the proposed alignment alternatives or project components being

evaluated. Anyone who has requested to be notified or is in our stakeholder database

was sent notification materials in English and Spanish. An e-mail communication of the

notification materials was distributed to the entire stakeholder database. Public notices

were placed in English- and Spanish-language newspapers. Posters in English and

Spanish were posted along the project right-of-way.

Project purpose, need, and objectives are discussed in Chapter 1.0, Project Purpose,

Need, and Objectives, of the Final EIR/EIS and outline the objectives for the HST

System as well as the Fresno to Bakersfield Section. Chapter 2 further describes the

critical role of the Fresno to Bakersfield Section as the link connecting the Bay Area to

I033-53

Los Angeles and Southern California during Phase 1 of the implementation of the HST

System.

As discussed in the Revised 2012 Business Plan (Authority 2012a), the California High-

Speed Rail (HSR) Program will depend on a mix of public and private investment, the

latter becoming available after the fundamental economics of the program are

demonstrated.

A phased approach to system development is the prudent course to build a foundation

that allows for greater efficiency in the use of private investment once the initial

segments of the system are in place.

This approach also recognizes current budgetary and funding realities. Among other

things, the phased approach will help ensure the system’s success by introducing

Californians to HSR service and building ridership over time. At the same time,

improvements can be made to regional systems that connect with the HSR System,

resulting in the conventional and high-speed systems complementing each other.

The goals of Proposition 1A were used to develop the phasing strategy for the statewide

HSR System and were guided by the following key principles:

Divide the statewide high-speed rail program into a series of smaller, discrete projects

that can stand alone, will provide viable revenue service, can be matched to available

funding, and can be delivered through appropriate business models.

•

Advance sections as soon as feasible to realize early benefits, especially employment,

and to minimize the impact of inflation.

•

Leverage existing rail systems and infrastructure, including connecting rail and bus

services.

•

Forge a long-term partnership with the federal government for program delivery.•

Develop partnerships with other transportation operators to identify efficiencies through

leveraging state, regional, local, and capital program investments and maximizing

connectivity between systems.

•

Seek earliest-feasible and best-value private-sector participation and financing with

appropriate risk transfer and cost containment.

•
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Mitigate against the risk of funding delays by providing decision points for state policy-

makers to determine how and when the next steps should proceed while leaving a fully

operational system and generating economic benefits at each step.  

•

The Authority applied these principles, taking into account key factors such as cost,
funding scenarios, and ridership and revenue projections, to develop an implementation
strategy with the following key steps:

Step 1—Early Investments, Statewide Benefits. The first construction of dedicated
high-speed infrastructure for the initial operating section (IOS) begins in the Central
Valley. As with all of the steps, this initial section is being developed to deliver early
benefits by leveraging other systems—enabling them to operate on the new high-speed
tracks, which can be done without impacts on the design or the integrity of the new
infrastructure. Improved passenger rail service would begin on completion of the first
IOS segment by connecting the San Joaquins, ACE (Altamont Corridor Express),
Sacramento Regional Transit, and the Capitol Corridor (and potentially Caltrain).
Through a new, strategic approach, there is also the opportunity for new or improved
travel between Bakersfield and Sacramento, Oakland, San Jose, and San Francisco.
This expanded Northern California Unified Service could begin operation as early as
2018, with the potential to provide transportation and economic benefits well before fully
operational high-speed rail service is initiated.

As part of this first step, complementary investments and improvements will be made to
both accelerate benefits and distribute them more widely across the state. These
investments will be made using the $950 million in Proposition 1A connectivity funding,
available Proposition 1A high-speed rail funds, future federal funds, and other sources.
The investments will include the following:

Investment in the bookends: In Northern California, the long-awaited electrification of

the Caltrain corridor will begin under a collaborative program between Bay Area

agencies and the Authority. Also, consistent with the Southern California Memorandum

of Understanding (MOU), investments will be made in key rail corridors in the southern

part of the state, such as upgrading the Metrolink corridor from Los Angeles to

Palmdale.

•

The Northern California Unified Service described above will be initiated.•

As the next step for the IOS, work to close the rail gap between Bakersfield and

Palmdale through the Tehachapi Mountains will begin. Environmental clearance is

•

I033-53

possible in early 2014, and plans are being developed to move quickly to implement

the improvements to close this critical gap and create the first statewide rail link

between the Bay Area and the Los Angeles Basin.

Step 2—Initial High-Speed Rail Operations. Introduction of the state’s (and the
nation’s) first fully operational high-speed rail service will begin. This service can be
operated by a private entity without subsidy, will have the potential to attract private
investment to expand the system from Bay to Basin, and can be completed within a
decade. The service will be blended with regional/local systems. The IOS will
be achieved through expansion of the first construction segment into an electrified
operating high-speed rail line from Merced to Palmdale and the San Fernando Valley,
accessing the populous Los Angeles Basin. Following on the work discussed above, the
next priority in implementing the IOS will be closing the rail gap between Northern and
Southern California by crossing the Tehachapi Mountains with new, dedicated high-
speed rail infrastructure. Before completion of the IOS to the San Fernando Valley, this
link will tie the north to the south at Palmdale, where Metrolink commuter rail service can
then provide service and connections throughout Southern California.

Currently, the IOS is defined as extending from Merced to the San Fernando Valley, and
high-speed revenue service would only start once the full IOS is built and operable.
Should ridership and revenue forecasts and financial projections demonstrate that
revenue service compliant with Proposition 1A could begin earlier, with a shorter IOS,
appropriate reviews would occur to consider and implement earlier service, if
appropriate.

Step 3—The Bay to Basin System. The dedicated high-speed rail infrastructure of the
IOS will be expanded north and west to San Jose, providing HSR service between the
state’s major population centers in the north and south and providing the platform for the
transition to statewide blended operations. At this stage, passengers will be able to take
a one-seat ride between greater Los Angeles (San Fernando Station) and the San
Francisco Transbay Transit Center using blended infrastructure in the north between
San Francisco and San Jose (assuming electrification of the Caltrain corridor by 2020,
as proposed by Caltrain), using dedicated high-speed rail infrastructure between San
Jose and the San Fernando Station, and, in the south, connecting via Metrolink between
the San Fernando Valley Station and Los Angeles’ Union Station and on to other points
throughout Southern California.

Step 4—The Phase 1 System. For the blended approach, the dedicated high-speed rail
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infrastructure of the Bay to Basin system will be extended from the San Fernando Valley
to Los Angeles Union Station, linking to a significantly upgraded passenger rail corridor
developed to maximize service between Los Angeles and Anaheim while also
addressing community concerns about new infrastructure impacts in a congested urban
corridor that includes a number of established communities that abut the existing right-
of-way. Under a Full Build scenario, dedicated high-speed rail infrastructure would be
extended from San Jose to San Francisco’s Transbay Transit Center and from Los
Angeles to Anaheim.

Step 5—The Phase 2 System. Phase 2 will extend the high-speed rail system to
Sacramento and San Diego, representing completion of the 800-mile statewide system.
Travelers will be able to travel between all of the state’s major population centers on
high-speed rail. Phase 2 areas will see improvements in rail service well in advance of
the expansion of the high-speed rail system through the combination of early
investments and blended operations, as described in the 2012 Revised Business Plan.

I033-54

The emissions payback schedule for criteria pollutants will be net zero during the

construction period with implementation of the VERA under AQ MM#4.  As the

emissions and emission reductions should occur in the same year, there is no net

increase and emissions are paid back in the year they occur.  During operation, the

criteria pollutants are anticipated to have a net decrease in emissions.  For any interim

years between construction and operation, there would be no emissions associated with

the project and therefore no emissions need to be paid back.  For GHG emissions, the

benefit will be realized in at a minimum within one year of operation.  Since the VERA

program for criteria emissions will also result in some GHG emission reductions, some

of the construction emissions will be paid back in the same year that emissions are

generated.

I033-55

The Council on Environmental Quality NEPA Guidelines allow for Federal agencies to

develop their own NEPA implementing guidelines. This document follows the FRA

guidelines. The requirements specify that project effects be evaluated based on the

criteria of context and intensity. Criteria were used to qualify impacts as having
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negligible, moderate, or substantial intensity under NEPA. Refer to Section 3.1.3 of the

EIR/EIS, Methods for Evaluating Impacts under NEPA.

In the NEPA Impacts Summary section of each impact analysis in Chapter 3,

a summary of the environmental consequences is presented specific to NEPA

requirements,. These sections state whether the impact is beneficial or adverse, and if

adverse, whether it is an impact with negligible, moderate, or substantial intensity.

These sections also provide a summary of the relative context of the impact. Based on

the intensity and context, these sections provide a conclusion about whether the impacts

considered are significant or not under NEPA.
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The Council on Environmental Quality NEPA Guidelines allow for Federal agencies to

develop their own NEPA implementing guidelines. This document follows the FRA

guidelines. The requirements specify that project effects be evaluated based on the

criteria of context and intensity. Criteria were used to qualify impacts as having

negligible, moderate, or substantial intensity under NEPA. Refer to Section 3.1.3 of the

EIR/EIS, Methods for Evaluating Impacts under NEPA.

In the NEPA Impacts Summary section of each impact analysis in Chapter 3,

a summary of the environmental consequences is presented specific to NEPA

requirements. These sections state whether the impact is beneficial or adverse, and if

adverse, whether it is an impact with negligible, moderate, or substantial intensity.

These sections also provide a summary of the relative context of the impact. Based on

the intensity and context, these sections provide a conclusion about whether the impacts

considered are significant or not under NEPA.

I033-57

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

The Authority and FRA are working with the EPA and the U.S. Army Corps of Engineers

(USACE) to provide a separate document that integrates NEPA and the 404 permitting

process (Checkpoint C). The least environmental damaging practicable alternative

(LEPDA) is determined by USACE and not by the FRA. The LEDPA is determined by
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USACE prior to its issuing a Section 404 permit; and its own record of decision (ROD). A

likely LEDPA alignment has been provided in Checkpoint C and evaluated in this

Revised DEIR/Supplemental DEIS in order to integrate FRA's decision-making process

with USACE's decision-making process to avoid the FRA approving a project that

cannot be the LEDPA from USACE's regulatory purview. The Revised

DEIR/Supplemental DEIS discusses potential impacts of the HST project on water

quality. Project design features and best management practices are used to reduce or

eliminate adverse effects to water quality. Mitigation measures are provided for

significant adverse impacts. Standard Response FB-Response-BIO-02 provides an

explanation of the integration of the Section 404 compensatory mitigation plan and this

environmental document's mitigation for reducing adverse effects.

I033-58

Comments were received and are responded to in writing as part of the Final EIR/EIS.

The Authority and FRA have been working with the U.S. Army Corps of

Engineers (USACE) to identify the Least Environmentally Damaging Practicable

Alternative (LEDPA); USACE has been a cooperating agency through the NEPA

process on this project.

I033-59

The text of the Revised DEIR/Supplemental DEIS includes reference to substrate

conditions found in the Wetland Study Area in Section 3.7, Biological Resources and

Wetlands. The text states, “the physical and biological characteristics of the substrate

within various features are largely dictated by whether the feature is manipulated or

natural. Manipulated features include all jurisdictional water features except vernal pools

and swales. These manipulated features contain substrates that have been altered

through excavation, filling, dredging, and accretion of sediments; these substrates

typically range from sandy and coarse-loamy, to fine-silty, fine-loamy, and fines

(depending on location in the study area). Natural features, such as vernal pools and

swales, have substrates composed of natural alkaline soils, which are harsh

environments for microbes and plants, and contain low levels of organic matter. The

Wetland Study Area is notably devoid of gravel or rock substrate.”

I033-59

Further discussion of substrate impacts are provided in the Checkpoint C Summary

Report (Chapter 8) available on the Authority’s website.

I033-60

The impact evaluation in the Revised DEIR/Supplemental DEIS is sufficient for most lay

people to comprehend. Further discussion of substrate impacts are provided in the

Checkpoint C Summary Report (Chapter 8) available on the Authority’s website.

Text in the Draft EIR/EIS was revised in response to comments received from the

USACE, and the Revised DEIR/Supplemental DEIS includes statements regarding the

source of the fill material and provides for temporary fill free from toxic pollutants in toxic

amounts, in accordance with Section 307 of the Clean Water Act (Section 3.7.5, Impact

Bio #3). Furthermore, Section 3.7.7, Mitigation Measure Bio-48, provides for restoration

of waters of the U.S. subject to temporary fill.

I033-61

Text in Draft EIR/EIS was revised in response to comments received from the USACE,

and the Revised DEIR/Supplemental DEIS includes statements regarding the potential

for contamination in fill material and the quality of the fill material to be used. The text in

the Revised DEIR/Supplemental DIES states, “This fill would result in a temporary loss

of jurisdictional waters; potential impacts on the physical, chemical, and biological

characteristics of aquatic substrates and food webs; and a potential increase in erosion

and sediment transport into adjacent aquatic areas. The origin of these fill materials has

yet to be determined; however, the temporary fill would be supplied by local sources and

from existing permitted quarries, to the extent practicable. Fill material would be suitable

for construction purposes and free from toxic pollutants in toxic amounts, in accordance

with Section 307 of the Clean Water Act.”

I033-62

Section 3.8, Hydrology and Water Quality, of the Revised DEIR/Supplemental DEIS

includes statements regarding potential effects of suspended material and turbidity

during construction. Furthermore, Section 3.7, Biological Resources and Wetlands,

discusses potential impacts of turbidity during construction as they relate to vernal pool
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branchiopods (Direct Impacts during Construction Period [Impact Bio #2]). Further

discussion of substrate impacts are provided in the Checkpoint C Summary Report

(Chapter 8) available on the Authority’s website.

The text in Section 3.8 of the Revised DEIR/Supplemental DEIS, “Construction activities

associated with the proposed project would involve handling, storing, hauling,

excavating, and placing fill; possible pile driving; stations, parking lots, maintenance

facility, aerial structure, bridge construction, and concrete track bed construction. Likely

pollutants that may be contributed by the project during construction include floating

material, oil and greases, sediment, settable material, suspended material, chemical

constituents (e.g., fuels, solvents), and turbidity. Construction of at-grade and below-

grade sections of the railroad would require excavating or leveling the ground surface,

which would potentially result in the need to pump and discharge groundwater, or would

expose a groundwater resource to pollutants.”

I033-63

The impact evaluation in the Revised DEIR/Supplemental DEIS is sufficient for most lay

members of the public to comprehend. Text in the Draft EIR/EIS was revised in

response to comments received from the USACE (similar to those posed by this

commenter), and the Revised DEIR/Supplemental DEIS includes statements regarding

impacts on food webs and other non-special-status fauna in a number of locations.

Specifically, the Revised DEIR/Supplemental DEIS states under Direct Impacts to

Special-Status Wildlife Species (Impacts Bio #2 and #6), “Direct impacts for native fauna

(e.g., fish, mollusks, crustaceans, amphibians, birds, mammals, reptiles, and insects)

are similar to those impacts described above for special-status wildlife species.”

Under Direct Impacts during Construction Period (Impact Bio #3) and Direct Project

Impacts (Impact Bio #6), the text states, “This fill would result in a temporary loss of

jurisdictional waters; potential impacts on the physical, chemical, and biological

characteristics of aquatic substrates and food webs; and a potential increase in erosion

and sediment transport into adjacent aquatic areas.” Under Direct Project Impacts

(Impact Bio #7), the text states, “the contouring and placement of fill in jurisdictional

I033-63

waters would result in the permanent loss of jurisdictional waters; irreversible impacts on

the physical, chemical, and biological characteristics of aquatic substrates and food

webs; and a potential increase in erosion and sediment transport into adjacent aquatic

areas.”

Further discussion of impacts on fish, crustaceans, mollusks, and other aquatic

organisms in the food web are provided in the Checkpoint C Summary Report (Chapter

8) available on the Authority’s website.

I033-64

The Authority would work with local jurisdictions and other interested parties to phase

the parking supply to support HST ridership demand and the demand of other uses in

the vicinity of the station. The stations have not yet been designed (the illustrations in

the EIR/EIS are conceptual) and will not be designed for several years. Similarly, actual

ridership levels are not known at this time. As discussed in Section 2.2.3 of the Revised

DEIR/Supplemental DEIS:

“Parking demand expectations are based on HST system ridership forecasts where

parking availability is assumed to be unconstrained – meaning 100% of parking demand

is assumed to be met. These projections provide a “high” starting point to inform

discussions with cities where stations are proposed. While this EIR/EIS identifies

locations for parking facilities needed to satisfy the maximum forecast demand, parking

is anticipated to be developed over time in phases, while also prioritizing access to the

HST system through other modes such as transit, which could lead to less parking being

necessary."

The Authority does not have sufficient information to provide precise information

regarding the timing, design, and funding of station parking; therefore, the phasing plan

for parking structures has not yet been developed. The implementation of parking will be

initiated in conjunction with the construction of the stations and the initiation of rail

service, and will be phased in accord with ridership levels and demand.

I033-65

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

The screening criteria used in the alternatives analysis process are discussed in Section
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2.3.1, HST Project-Level Alternatives Development Process, of the Final EIR/EIS. The

elimination of the State Route (SR) 99/Union Pacific Railroad (UPRR) corridor

alignments from consideration is further discussed in Section 2.3.2.2, Rural Subsection.

The Authority conducted an analysis of alternative alignments that follow SR 99/UPRR

and the Interstate 5 (I-5) corridor and determined that these alternatives were not

practicable. Therefore, they were not carried forward in the EIR/EIS. Kings County has

not provided any new information that would change these conclusions. Neither the

California Environmental Quality Act (CEQA) nor the National Environmental Policy Act

(NEPA) requires an environmental document to analyze alternatives that are not

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

The screening criteria used in the alternatives analysis process are discussed in Section

2.3.1, HST Project-Level Alternatives Development Process, of the Final EIR/EIS. The

elimination of the State Route (SR) 99/Union Pacific Railroad (UPRR) corridor

alignments from consideration is further discussed in Section 2.3.2.2, Rural Subsection.

The Authority conducted an analysis of alternative alignments that follow SR 99/UPRR

and the Interstate 5 (I-5) corridor and determined that these alternatives were not

practicable. Therefore, they were not carried forward in the EIR/EIS. Kings County has

not provided any new information that would change these conclusions. Neither the

California Environmental Quality Act (CEQA) nor the National Environmental Policy Act

(NEPA) requires an environmental document to analyze alternatives that are not

practicable to implement.

I033-67

Most of the impacts on waterways are associated with crossings where construction will

be staged in adjacent upland areas and result in placement of a bridge or viaduct

structures over the waterway. Most of the impacts associated with placement of new

I033-67

structures over waters of the U.S. are considered permanent impacts and reported

under Project Period Impacts. These areas are considered permanent due to the

shading and loss of functions and values, although some functions and services would

be maintained (water transport, water temperature regulation). 

Adjacent temporary construction areas (on either side of the bridge or viaduct) are

needed for construction purposes. Construction duration over these areas is anticipated

to be short and not significantly different than a typical Caltrans bridge construction

project in the Central Valley. Construction duration would range from approximately one

year for simpler bridge designs to up to three years for lengthier, elevated viaduct

structures. Construction duration could extend beyond these estimates on a case-by-

case basis due to natural flows or water delivery schedules, or where waterway crossing

construction is part of larger roadway grade separation design.

Temporary impacts on jurisdictional waters are subject to agency approval, which will

require avoidance, minimization, and mitigation. As part of the Revised

DEIR/Supplemental DEIS, Section 3.7, Biological Resources and Wetlands, temporary

impacts on waterways are mitigated through implementation of Mitigation Measure Bio-

48, Restore Temporary Impacts on Jurisdictional Waters, which includes revegetation

and restoration to original topography. After these activities the Authority will conduct

maintenance monitoring consistent with the provisions in the Comprehensive Mitigation

and Monitoring Plan (Mitigation Measure BIO-62).

I033-68

In response to comments from the USACE, the text of the Final EIR/EIS discussions of

indirect impacts have been revised in Section 3.7, Biological Resources and Wetlands.

Indirect impacts are quantified as part of the project period and are provided in Appendix

3.7-B, Attachment 4. This table provides accurate comparisons of the quantity of direct

and indirect impacts on wetlands and other waters of the U.S., by alternative. 

The Revised DEIR/Supplemental DEIS describes construction (temporary) and project

(permanent) direct, indirect-bisect, and indirect impacts through the use of “delta tables”

because many alternative options relate to the Fresno to Bakersfield Section north-south

alternatives. In consultation with the USACE and EPA, the Authority finalized the
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methodology used to calculate the GIS acreages for impacts on aquatic resource types

and submitted it as part of the Checkpoint C package.

As suggested by the USACE, discussions of indirect impacts on jurisdictional waters

have been removed from the construction period in the Final EIR/EIS. Section 3.7.3.4,

Method for Evaluating Impacts, now states that “[t]hese indirect impacts and their

combined acreages are discussed collectively under Project Impacts.”

Furthermore, the construction period impacts on jurisdictional waters (Indirect [Bio #3]

Impacts during Construction Period) have been revised to state “[p]roject indirect

impacts on jurisdictional waters are more extensive than and tend to encompass the

construction period impacts. Therefore, the construction period indirect impacts are

included in the discussion of project impacts in Section 3.7.5.3, High-Speed Train

Alternatives, Project Impacts, Habitats of Concern.”

I033-69

Refer to Standard Response FB-Response-GENERAL-21.

Section 3.8.6, Project Design Features, describes project design features for stormwater

management and treatment and best management practices (BMPs) that will be

included in the construction stormwater pollution prevention plan. These design features

and BMPs are also described in the Fresno to Bakersfield Section: Stormwater Quality

Management Report. These features are not mitigation, but elements of the project

design.

I033-70

The U.S. EPA is a cooperating agency under NEPA, and the Authority and FRA have

been working closely with the agency to address their concerns.

I033-71

The Authority and FRA have been working with the U.S. Army Corps of Engineers

(USACE) and U.S Environmental Protection Agency (USEPA) to identify the Least

Environmentally Damaging Practicable Alternative (LEDPA).  The USACE has also

I033-71

agreed to serve as a Cooperating Agency through the NEPA process for the proposed

project.

As part of the NEPA/404/408 Integration Memorandum of Understanding (MOU)

between the FRA, Authority, USACE and USEPA, the Authority and FRA prepared and

submitted a Summary Report (LEDPA Alternatives Analysis), a Compensatory

Mitigation Plan, and Section 408 Detailed Design Packages as required under

Checkpoint C. (As background, the MOU established three checkpoints on which the

signatory agencies work through the NEPA/404/408 processes. The checkpoints

includes:  Checkpoint A which establishes the project purpose and need, Checkpoint B

which identifies the range of alternatives to be studied in the EIR/EIS, and Checkpoint C

which identifies the preliminary LEDPA).

Checkpoint C requires a substantial amount of information to evaluate the project’s

impacts. Specifically, the Checkpoint C Summary Report looks closely at both the

quantity and quality of aquatic resources and the project's associated impacts, and

describes the direct, indirect, and cumulative impacts on aquatic resources. This

information is presented in detail in the Watershed Evaluation Report, which relies on

existing desktop information as well as a condition assessment conducted in the field. 

The condition assessment used the California Rapid Assessment Methodology (CRAM)

resulting in a numeric score for those aquatic resources where permission to enter was

granted by a property owner. Based on the results of this work, wetland scientists

extrapolated the CRAM results to all aquatic resources in the study area and assigned a

relative condition (e.g., excellent, good, fair, poor). The information provided in the

RDEIR/SDEIS is based on the CRAM and relative condition class extrapolation.

The Authority has prepared a number of reports related to Checkpoint C that

substantiate the conditions described in the RDEIR/SDEIS and discuss at length the

condition of aquatic resources in the study area. These documents are publicly available

as part of the administrative record on the Authority’s website and titled Summary

Report, Watershed Evaluation Report, and the Evaluation of Wetland Condition Using

the California Rapid Assessment Method (CRAM).
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The Revised DEIR/Supplemental DEIS, together with the Watershed  Evaluation Report

and the Evaluation of Wetland Condition Using the California Rapid Assessment Method

(CRAM), provide information regarding the impacts associated with the Preferred

Alternative and allow for a comparative evaluation of the direct, indirect, and cumulative

impacts associated with the other (non-preferred) HST alternatives. Other information

provided in the Summary Report regarding impacts to other environmental or community

impacts were gathered from the technical information provided in the Revised

DEIR/Supplemental DEIS or from other technical report that are available on the

Authority’s website. From the review of this technical information, the USEPA and

USACE then make their Checkpoint C Preliminary LEDPA determination.

Based on earlier concurrence by the USACE and USEPA for Checkpoint B

(identification of the range of alternatives), the Authority and FRA was not required to

study the I-5 or SR 99 alternatives as part of the REIR/SEIS.  These alternatives were

eliminated earlier as part of the Statewide Program EIR/EIS completed by the Authority

and FRA in 2005. The Statewide Program EIR/EIS is available for review on the

Authority website.

I033-72

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

As stated in Section 2.1.2, the Authority and FRA decided to reintroduce an alignment

alternative west of Hanford to address substantive comments received during public and

agency review, including requests from the USACE and U.S. EPA to include a Hanford

West Bypass Alternative in the environmental analysis of the Draft EIR/EIS in an attempt

to reduce or avoid significant environmental effects. The Authority conducted a

supplemental alternatives analysis to further evaluate potential alignment alternatives

west of Hanford, and on the basis of this analysis, identified two Hanford West Bypass

alternatives to carry through the environmental analysis in this EIR/EIS (Authority and

FRA 2011). Both of these alternatives include a potential station site.

The USACE and U.S. EPA made no such request regarding the SR 99/UPRR or I-5

alternatives. The Authority's and the FRA’s Statewide Program EIR/EIS (see Section

1.5, Tiering of Program EIR/EIS Documents) selected the BNSF Railway route as the
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preferred alternative for the Central Valley HST between Fresno and Bakersfield.

Therefore, the Revised DEIR/Supplemental DEIS focuses on alternative alignments

along the general BNSF Railway corridor.

The procedural requirements for NEPA and CEQA were followed during the

environmental review of the Fresno to Bakersfield HST Section. As discussed in Section

2.3.1 of the EIR/EIS, the Authority implemented an alternatives analysis process to

identify the full range of reasonable alternatives for the project, as required under 14

CCR 15126.6 and 40 CFR 1502.15(a). This range of alternatives was analyzed in the

EIR/EIS.

I033-73

Indirect impacts on jurisdictional waters are described both quantitatively and

qualitatively in Section 3.7 of the Revised DEIR/Supplemental DEIS.  More specifically,

the discussion of of both direct and indirect impacts for the study alternatives begins on

page 3.7-43 of the environmental document.

I033-74

The terms Construction Period Impacts or Project Impacts are used to categorize

impacts for discussion in the document and are not meant to imply that all impacts

associated with construction would be temporary and all impacts associated with the

project would be permanent. Instead, the nature of the impacts (temporary versus

permanent) dictates under which of these two categories the impact is discussed. As

stated in Section 3.1.3, Approach to the Analysis, of the Revised DEIR/Supplemental

DEIS, "[s]ome permanent impacts initially occur during construction, but because they

are permanent, they are associated with the project impacts (for example, conversion of

agricultural lands to transportation uses)." Therefore, permanent loss of vegetation and

biological resources is addressed in Section 3.7, Biological Resources and Wetlands,

under Project Impacts.

I033-75

The project would incorporate avoidance and minimization measure to maintain pre-

project drainage conditions to the extent practicable (e.g., emphasizing onsite retention
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of stormwater runoff using measures such as flow dispersion, infiltration, and

evaporation, supplemented by detention, where required) and would comply with

standards described in Section 3.8.6, Project Design Features.

Post-Construction Stormwater Quality Standards for the HST have been developed in

collaboration with the SWRCB which are expected to be incorporated into a CWA

Section 402 NPDES permit for the HST. These standards require that best management

practices (BMPs) be implemented that infiltrate, harvest and re-use, and/or

evapotranspire stormwater runoff. Alternatively, stormwater runoff can be captured and

treated by low impact design (LID-) based flow-through treatment devices, such as

biofiltration swales and strips, or conventional volume-based or flow-based stormwater

treatment devices, such as basins. In areas near stream crossings, hydromodification

controls would be used to ensure that post-project time of runoff concentration is equal

to or greater than pre-project time of concentration. These stormwater quality standards

would be implemented to provide post-construction drainage controls.

In areas with local municipal separate storm sewer systems (MS4), the Authority has the

flexibility to instead comply with local MS4 requirements in lieu of the above mentioned

controls. The Authority will be negotiating with owners of MS4s (primarily city and

counties) that could accept stormwater runoff regarding the use of these urban storm

water systems.

In the event that stormwater runoff would not be accepted by owners of the MS4s,

stormwater detention basins or other low impact or conventional treatment devices

would be constructed within the HST rights-of-way to provide stormwater treatment as

described above. Therefore there would not be a direct connection between stormwater

runoff and creeks or streams.

Based on the above effects to storm drain facilities would be less than significant.

I033-76

Potential water quality effects are discussed under Impact HWQ#2, Impact HWQ#6, and

Impact HWQ#7 in Section 3.8, Hydrology and Water Resources of the Revised

DEIR/Supplemental DEIS. The Authority will be implementing Best Management

Practices (BMPs) at construction sites to minimize any contaminated runoff from leaving

I033-76

the site and reaching streams. Section 3.8.6 describes project design features for

stormwater management and treatment. Swales, infiltration/detention basins, and other

control features are included in the project design to control the quality of runoff. The

Revised DEIR/Supplemental DEIS concludes that water quality impacts from the HST

and HMF are less than significant (not that the HST would have no impact on water

quality).

I033-77

As part of the NEPA/404/408 Integration Memorandum of Understanding (MOU)

between the FRA, Authority, U.S. Army Corps of Engineers, and U.S. Environmental

Protection Agency (FRA et al. 2010), the Authority conducted, as required under

Checkpoint C (Authority and FRA 2013b), a rapid condition assessment of aquatic

resources in the study area that identified the preliminary Least Environmentally

Damaging Practicable Alternative (LEDPA) (Title 40 Code of Federal Regulations [CFR]

230.10[a]). Checkpoint C provides the lead agencies with a substantial amount of

information, as required to evaluate the project impacts. Specifically, Checkpoint C looks

closely at both the quantity and quality of aquatic resources and the project's associated

impacts.

The condition assessment used the California Rapid Assessment Methodology (CRAM),

which yields a numeric score, and was conducted on aquatic resources where

permission to enter was granted. Using the results of the CRAM assessment, wetland

scientists extrapolated the CRAM results to all aquatic resources in the study area and

assigned a relative condition (e.g., excellent, good, fair, poor). This information is

presented in detail in the Watershed Evaluation Report (WER), which relies on existing

desktop information and a condition assessment conducted in the field. The information

provided in the Revised DEIR/Supplemental DEIS is based on the CRAM and relative

condition class extrapolation presented in the WER.

The Authority has prepared a number of reports related to Checkpoint C that

substantiate the conditions described in the Revised DEIR/Supplemental DEIS and

discuss at length the condition and impacts on aquatic resources in the study area.

These documents are publicly available as part of the administrative record on the

Authority’s website; they are titled Summary Report: Watershed Evaluation Report and
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Evaluation of Wetland Condition Using the California Rapid Assessment Method

(CRAM). Together these reports provide reasoned, specific, and detailed arguments that

the project will neither contribute to nor cause any significant degradation of aquatic

resources using a watershed approach.

As described in Section 2.8.1, General Approach, of the EIR/EIS: “Consistent with the

MOU for Achieving an Environmentally Sustainable High-Speed Train System in

California (FRA et al. 2011), the Authority intends to build the project using sustainable

methods that:

•           Minimize the use of nonrenewable resources.

•           Minimize the impacts on the natural environment.

•           Protect environmental diversity.

•           Emphasize using renewable resources in a sustainable manner.

Although efforts have been made to minimize the impacts on the natural environment,

impacts to aquatic resources are unavoidable. The commenter’s reference to 40 CFR

230.10(c) relates to the disposal of dredged or fill material into the aquatic

environment. The present design does not require dredging or fill in the aquatic

environment beyond the possible installation of bridge piers. However, fill material would

be placed into the aquatic environment. Fill material would be excavated from local

borrow sites and travel by truck from 10 to 30 miles to the site of the Preferred

Alternative. Railroad ballast would be drawn from existing, permitted quarries from the

Bay Area to Southern California. Ballast would be delivered by a combination of rail and

trucks. All materials would be suitable for construction purposes and free from toxic

pollutants in toxic amounts in accordance with Section 307 of the Clean Water Act.

I033-78

Refer to Standard Response FB-Response-AQ-04, FB-Response-AQ-01.

I033-79

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-SO-01, FB-

Response-AG-06.

During the property acquisition process, losses in the value of the remaining property

will be taken into account and compensation will be provided for the loss in productivity.

However, that process cannot begin until the EIR/EIS is approved, the Authority

approves the Preferred Alternative, and the FRA issues its Record of Decision. In other

words, the site-specific cost information requested by the commenter cannot be

obtained until after the EIR/EIS is completed. It is not reasonable for the commenter to

expect the EIR/EIS to disclose site-specific information that cannot be obtained without

violating both CEQA and NEPA.

I033-80

Refer to Standard Response FB-Response-AG-06.

A detailed dairy-by-dairy analysis was conducted showing the impacts to each dairy that

may be impacted by the HST. These findings were reported in Appendix 3.14-B of the

Revised DEIR/Supplemental DEIS. More specific information cannot be obtained until

the right of way process begins; after completion of the CEQA and NEPA process.

I033-81

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-06.

The Authority, as a design feature of the HST project, is proposing to assist businesses

that are losing their wastewater land to help them obtain new land permitted to account

for land lost to the HST alignment. The Authority will also assist landowners to adjust all

permits that are affected by the HST. If productivity is lost due to the lack of a permit that

is affected by the HST, the Authority will compensate the farmer for the lost productivity.

I033-82

The Authority evaluated high-speed trains from around the world to confirm that

available train technologies could satisfy the project’s performance requirements,

including the Alstom AGV, Bombardier S-102, Siemens ICE-3 Velaro, and Hitachi N700.
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The evaluation is documented in the Selected Train Technologies Technical

Memorandum (2008) and the Trainset Configuration Analysis and Recommendation

Technical Memorandum (2009) which are available on the Authority's website. High-

speed trains in China have operated in revenue service at speeds of 220 mph and other

high-speed train systems are planned to operate at 220 mph and faster as systems

technology advances. Based on proven technology used elsewhere in the world, high-

speed rail in California will be able to operate revenue service at speeds of 220 mph.

I033-83

The Authority evaluated high-speed trains from around the world to confirm that

available train technologies could satisfy the project’s performance requirements,

including the Alstom AGV, Bombardier S-102, Siemens ICE-3 Velaro, and Hitachi N700.

The evaluation is documented in the Selected Train Technologies Technical

Memorandum (2008) and the Trainset Configuration Analysis and Recommendation

Technical Memorandum (2009) which are available on the Authority's website. High-

speed trains in China have operated in revenue service at speeds of 220 mph and other

high-speed train systems are planned to operate at 220 mph and faster as systems

technology advances. Based on proven technology used elsewhere in the world, high-

speed rail in California will be able to operate revenue service at speeds of 220 mph.

To meet the objective of traveling from San Francisco to Los Angeles in 2 hours and 40

minutes, the optimum express travel time from Fresno to Bakersfield is 37 minutes.

Travel times for all Fresno to Bakersfield alternatives were modeled taking into account

speed changes on curves and grades, and all alternatives can achieve this optimum

time.

I033-84

The Authority evaluated high-speed trains from around the world to confirm that

available train technologies could satisfy the project’s performance requirements,

including the Alstom AGV, Bombardier S-102, Siemens ICE-3 Velaro, and Hitachi N700.

The evaluation is documented in the Selected Train Technologies Technical

Memorandum (2008) and the Trainset Configuration Analysis and Recommendation

Technical Memorandum (2009) which are available on the Authority website. High-

speed trains in China have operated in revenue service at speeds of 220 mph and other

I033-84

high-speed train systems are planned to operate at 220 mph and faster as systems

technology advances. Based on proven technology used elsewhere in the world, high-

speed rail in California will be able to operate revenue service at speeds of 220 mph.

To meet the objective of traveling from San Francisco to Los Angeles in 2 hours and 40

minutes, the optimum express travel time from Fresno to Bakersfield is 37 minutes.

Travel times for all Fresno to Bakersfield alternatives were modeled taking into account

speed changes on curves and grades, and all alternatives can achieve this optimum

time.

I033-85

Applying loads to the soils through features such as structural foundations or earth

embankments can cause a short-term increase in pore pressure. Increases in pore

pressures can also occur as a result of seismic activity in the form of liquefaction.

Dissipation of these pore pressures with time will cause consolidation of the soils and

ground surface settlement.  The extent of this settlement can be predicted using soil

mechanics theory and can be mitigated, where necessary, through measures such as

ground replacement, ground treatment, or stronger foundations.  The allowable

settlement criteria for the high-speed train (HST) are laid out in California High Speed

Train Project Design Criteria Report, Chapter 10.6, and the settlement limits for HST

structures are provided in TM 2.9.10, Geotechnical Design Guidelines.  The final design

will be completed by the design-build contractor to meet these criteria, and additional

ground investigation will be carried out by the design-build contractor to more accurately

locate these soil types. Soil collapse and liquefaction-induced settlements also are

discussed in the Revised DEIR/Supplemental DEIS, Sections 3.9.3.2, 3.9.4.6, and

3.9.5.3.

I033-86

The generation of a wave caused by the passage of a train at high speed is a known

effect for railway designers worldwide, and the Dutch and Norwegians have done

additional research for railway design over soft soil sites. The commenter is quite correct

that the induced vibrations can achieve a resonance when the fundamental frequency of

the embankment or the track-bed stiffness lead to development of visible waves of

deformation in the nearby soil. In areas of soft soil, where the Rayleigh wave velocities
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could be close to that of the train, subgrade improvement consisting of either cement

treatment or excavation and replacement could be required to avoid these effects. Final

design would be completed by the design/build contractor.

I033-87

Refer to Standard Response FB-Response-S&S-05.

The purpose of the EIR/EIS is to describe the impacts of the project on the environment.

Liability is not an environmental issue and is not appropriate for discussion in the

EIR/EIS.

I033-88

Refer to Master Response < Select a standard reply >.

Damage to the fencing along the HST alignment would be immediately detected by an

electronic monitoring system. However, this would not immediately shut down trains.

The monitoring system would notify the operational center of the problem, and

maintenance crews would be dispatched. Whether the train is slowed or stopped would

depend on the location of the damage to the fencing, the location of trains, and the

expected time of arrival of maintenance crews.

Damage to HST fencing by farm operators would be the responsibility of those

operators. It does not appear unreasonable to expect experienced farmers to be able

to turn farm equipment that is regularly and commonly used in their operations within the

limits of their property. Therefore, a significant physical setback from the HST fence

does not appear to be necessary.

Any diminution in value to a property owner’s remaining parcel(s) will be estimated by

the appraiser through the appraisal process. This involves appraising the remainder as it

contributes to the whole property value before acquisition, then appraising the remainder

in the after condition as a separate parcel as though the project was constructed (i.e., as

bisected by the HST), and including any estimated “cost to cure” damages to the

remainder, e.g., the cost of re-establishing irrigation systems, replacing wells, providing

larger setbacks for equipment operation, etc. The difference between these “before” and

I033-88

“after” values is termed as severance damages and will reflect any loss in value of the

remainder due to the construction in the manner proposed.

I033-89

The Authority formed an agricultural working group to assist the Authority on agricultural

issues. The working group is composed of university, government agencies, and agri-

business representatives. The group completed a white paper on pesticide use impacts

in 2012 (this paper is on the Authority's website). That white paper reports the following.

"At the present time there are numerous railways that traverse the San Joaquin Valley.

Additionally, the Valley has established interstate and state freeways, highways, and

local roadways which include their respective right-of-ways and are all considered

"transportation corridors." Transportation corridors are recognized as a part of the

overall environment of the Valley. Regulations already exist relating to pesticide use in

or near transportation corridors.

"A new railway represents either a new impediment (where none previously existed) to

customary agricultural practices or is an augmentation to an already existing

transportation corridor footprint. Parcels where the new railway is proposed to be

constructed, adjacent and parallel to an established transportation corridor, creates a

wider footprint to an existing corridor that is already subject to the protections prescribed

in current pesticide use regulations. Growers adjacent to a widened transportation

corridor will be managing their pesticide applications with the same use restrictions that

were previously implemented due to their proximity to an existing corridor.

"Growers in the path of the railway where the route leaves an established transportation

corridor and creates a new corridor across their farmland will be subject to the

implementation of existing regulatory restrictions depending on conditions and

circumstances of the type of pesticide being used. All that would be new to the grower

would be the enforcement of existing regulations for conditions that did not exist prior to

the construction of the route through their property."

The HST in operation is unlikely to result in pesticide drift that would result in liability for

crop dusters. The HST trainsets are streamlined, unlike a typical freight train, and create
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much less wind in passing. The Agricultural Working Group's July 2012 White Paper

"Induced Wind Impacts" found that data indicates that the wind speed 30 feet from the

train would be approximately 2.4 miles per hour. The distance of 30 feet falls well within

the HST Right of Way. The White Paper concludes the following with regard to pesticide

drift.

"As noted within the Agricultural Working Group White Paper on pesticide use, existing

laws prohibit drift from pesticide applications. Current pesticide application practices

include both ground and aerial applications. These methods are used successfully for

application of pesticides in areas with transportation routes presently (roads, highways

and railroads). Also noted within the AWG White Paper on pesticide use is that the HST

Right of Way would be treated the same as other transportation routes. Thus concern

regarding potential pesticide drift relates to the ability for the HST induced wind to draw

[move] pesticides from an adjacent field into the Right of Way or into another adjoining

field.

"There is the general practice that the application of pesticides is not performed in winds

that exceed 5-10mph. The actual limiting of application is determined by factors such as

pesticide label instructions, the experience of the applicator, the perceived risk of drift

involved and specific application conditions and regulations. The situation of the HST

moving pesticides from an adjacent field into the HST Right of Way or into an adjoining

field is not reasonably foreseeable as a result of the wind speeds noted above."

I033-90

Refer to Standard Response FB-Response-S&S-01.

Authority policy is to provide roadway overpasses approximately every 2 miles, resulting

in no more than 1 mile of out-of-direction travel for vehicles 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, because of the existing

roadway infrastructure. Consequently, out-of-direction travel would be limited to

approximately 1 mile in nearly all locations in the project area. The Revised

DEIR/Supplemental DEIS, Section 3.11.6, explains that the project design would include

coordination with emergency responders to incorporate roadway modifications that

I033-90

maintain existing traffic patterns and fulfill response route needs, resulting in negligible

effects on response times by service providers.  Although difficult to predict, it seems

reasonable that local insurance rates would not increase. Section 3.11.5, Safety and

Security Environmental Consequences, of the Revised DEIR/Supplemental DEIS,

provides additional detail regarding emergency response time during HST operations.

Information about the South Hanford Fire Station can be found in Volume I, Section

3.12.6.4, Affected Environment. Impact SO #1 describes the potential for construction to

affect important community facilities and explains that emergency vehicle access for

police and fire protection services would be maintained at all times.

I033-91

Refer to Standard Response FB-Response-GENERAL-21.

Chapter 2 of the Revised DEIR/Supplemental DEIS provides a clear project description

with a sufficient level of detail to allow for an analysis of the effects of the proposed

project.

I033-92

The Final EIR/EIS has been revised to include the Kings/Tulare Regional Station as part

of the project, and not a "potential" project component. The Authority and FRA

will construct the Kings/Tulare Regional Station in the vicinity of Hanford based on

ridership demand in the region. The environmental document analyzes the station

options and any impacts associated with its construction/operation.

I033-93

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

Please refer to Section 2.3, Potential Alternatives Considered during Alternatives

Screening Process, of the Final EIR/EIS for a discussion of the alternatives analysis

process and findings.
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Refer to Standard Response FB-Response-GENERAL-02.

The process for developing the HST project-level alternatives is summarized in Section

2.3 of the Revised DEIR/Supplemental DEIS. Section 2.3.2 identifies the Alternatives

Analysis Reports that are being summarized and that form the basis for the selection of

alternatives for further consideration. These reports are part of the administrative record

and have been available for review on the Authority's website. As allowable under both

CEQA and NEPA, in the interest of readability, these reports have not been included in

their entirety in Section 2.3 or in the EIR/EIS.

The Supplemental Alternatives Analysis was considered by the Authority Board at a

noticed public hearing. The commenter's failure to raise his concerns at that hearing

does not invalidate the analysis. The Authority and FRA bear the responsibility for

determining the range of alternatives to be examined in the EIR/EIS and have done so

in accordance with the requirements of CEQA and NEPA.

I033-95

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

As stated in Section 2.3, Potential Alternatives Considered during Alternatives

Screening Process, of the Final EIR/EIS, the alternatives analysis process evaluated

design options within individual alternatives to isolate concerns, screen, and refine the

overall alternative to avoid key environmental issues or improve performance. The

alternatives that were not carried forward had greater direct and indirect environmental

impacts, were impracticable, or failed to meet the project purpose. Additional information

on alternatives preliminarily considered but not carried forward for full evaluation in the

Final EIR/EIS can be found in the June 2010 Preliminary Alternatives Analysis Report

for the Fresno to Bakersfield Section (Authority and FRA 2010c), the September 2010

Supplemental Alternatives Analysis Report for the Fresno to Bakersfield Section

(Authority and FRA 2010a); the March 2011 Checkpoint B Summary Report for the

Fresno to Bakersfield Section (Authority and FRA 2011g); the May 2011 Supplemental

Alternatives Analysis Report for the Fresno to Bakersfield Section (Authority and FRA

2011d); and the December 2011 Supplemental Alternatives Analysis Report for the

Fresno to Bakersfield Section (Authority and FRA 2011e).

I033-95

These documents are available on the Authority’s website at:

http://www.hsr.ca.gov/Programs/Environmental_Planning/index.html. Direct links to each

of these sources are available in the references to Volume 5 of the Final EIR/EIS.

I033-96

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

A reasonable range of alternatives adequate to provide meaningful decision making is

identified in the EIR/EIS. As described in the EIR/EIS, two to three alternative

alignments were identified in each of the Hanford, Corcoran, Allensworth, Wasco-

Shafter, and Bakersfield areas, which represent roughly 75% of the corridor between

Fresno and Bakersfield. As shown in the table below, there are 7 important

environmental factors including impacts to waters of the U.S., Important Farmland, and

residential housing that clearly differentiate among these alternatives. In addition,

impacts to properties protected under Section 4(f) of the Department of Transportation

Act differentiate among alternatives in the Hanford, Allensworth, and Bakersfield areas.

Division of a local community provides differentiation among alternatives in the Hanford

and Corcoran areas. Impacts to environmental justice communities differentiates

alternatives in the Wasco-Shafter area. Finally, impacts to key community facilities

provides another measure that differentiates among alternatives in the Bakersfield area.
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I033-97

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

The procedural requirements for the National Environmental Policy Act (NEPA) and the

California Environmental Quality Act (CEQA) were followed during the environmental

review of the Fresno to Bakersfield Section of the HST System.

As discussed in Section 2.3.1, HST Project-Level Alternatives Development Process, of

the Final EIR/EIS, the Authority implemented an alternatives analysis process to identify

the full range of reasonable alternatives for the project, as required under Title 14

California Code of Regulations (CCR) Section 15126.6 and Title 40 Code of Federal

Regulations (CFR) Section 1502.15(a). This range of alternatives was analyzed in the

EIR/EIS.

Please refer to the section listed above for a discussion of the alternatives analysis

process and findings.

I033-98

The Authority conducted extensive public outreach before the circulation of the Draft

EIR/EIS. This outreach included 12 public meetings aimed at soliciting community

feedback and informing impacted communities about the project status.

I033-99

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

I033-100

Refer to Standard Response FB-Response-AQ-02, FB-Response-AQ-05.

In addition, project construction emissions will be offset  through a voluntary emissions

reduction agreement (VERA) between the Authority and the San Joaquin Valley Air

Pollution Control District, which will also help to reduce the construction related GHG

emissions.

I033-101

The use of cap-and-trade revenues for the HST system would not cause an impact of

environmental concern.

The use of cap-and-trade auction revenues as a funding backstop for the HST system

was noted in the 2012 Business Plan. In January 2013, Governor Brown listed the HST

system as a potential recipient of cap-and-trade auction revenues in his January budget

proposal. Together, AB 1532 and SB 535 form the implementing statute where the

California State Legislature provided direction on the process for allocating auction

proceeds and the eligible uses for cap-and-trade auction proceeds. The Department of

Finance is the lead agency that must develop and submit to the legislature a 3-year

investment plan identifying priority programmatic investments of auction proceeds. The

general categories that are authorized to receive funds include low-carbon

transportation and infrastructure, strategic planning for sustainable infrastructure, energy

efficiency and clean energy, natural resources. and solid waste diversion.

I033-102

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-02.
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The procedural requirements for NEPA and CEQA were followed during the

environmental review of the Fresno to Bakersfield HST Section.

As discussed in Section 2.3.1 of the EIR/EIS, the Authority implemented an alternatives

analysis process to identify the full range of reasonable alternatives for the project as

required under 14 CCR 15126.6 and 40 CFR 1502.15(a). This range of alternatives was

analyzed in the EIR/EIS.

Please refer to the listed section for a discussion of the alternatives analysis process

and findings.

I033-103

Refer to Standard Response FB-Response-GENERAL-07.

Pursuant to Public Resources Code §21092, the public outreach process for the Fresno

to Bakersfield section of the HST has been extensive and includes hundreds of public

meetings and briefings where public comments have been received, participation in

community events where participation has been solicited, and educational materials

have been developed and distributed to encourage feedback. These efforts are cited in

Volume I Chapter 7. Public notification regarding the draft environmental documents

took place in the following ways: A notification letter, an informational brochure, and a

Notice of Availability (NOA) were prepared in English and Spanish and sent to

landowners and tenants within 300 feet of all alignment alternatives. The letters notified

landowners and tenants that their property may be necessary for construction (within the

project construction footprint) of one or more of the alignment alternatives or project

components being evaluated.  Anyone who has requested to be notified or is in our

stakeholder database was sent notification materials in English and Spanish. An e-mail

communication of the notification materials was distributed to the entire stakeholder

database. Public notices were placed in English and Spanish newspapers. Posters in

English and Spanish were posted along the project right-of-way.

I033-104

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

I033-105

This comment suggests a CEQA rule that a lead agency must define its project based

on available funding---in this case the funding available for the initial construction

segment (ICS). CEQA includes no such rule, and courts cannot impose procedural or

substantive requirements beyond those explicitly stated in the statute or Guidelines

(Pub. Res. Code §21083.1). Such a rule would force lead agencies to redefine their

projects every time funding changes, a result in direct conflict with the "rule of reason"

that governs EIRs (Laurel Heights Improvement Assn. v. UC Regents (1988) 47 Ca1.3d

376, 406-407).

The Authority has no control over Amtrak service. However, as stated in Section 2.8, the

ICS will be available for immediate use for improved and faster service on the San

Joaquin intercity line before HST service begins on the initial operating system in 2022,

thus providing for independent utility consistent with ARRA.  Air quality and noise and

vibration effects associated with potential Amtrak use of the ICS have been added in this

Final EIR/EIS.

I033-106

As stated in Section 2.1.2, Fresno to Bakersfield Section EIR/EIS Background, of the

Final EIR/EIS, the Authority and FRA decided to reintroduce an alignment alternative

west of Hanford to address substantive comments received during public and agency

review, including requests from the U.S. Army Corps of Engineers (USACE) and the

U.S. Environmental Protection Agency (EPA) to include a Hanford West Bypass

Alternative in the environmental analysis of the Draft EIR/EIS in an attempt to reduce or

avoid significant environmental effects. The Authority conducted a supplemental

alternatives analysis to further evaluate potential alignment alternatives west of Hanford,

and on the basis of this analysis identified two Hanford West Bypass Alternatives to

carry through the environmental analysis in this EIR/EIS (Authority and FRA 2011e).

Both of these alternatives include a potential station site.

The USACE and EPA made no such request regarding the State Route (SR) 99/Union

Pacific Railroad (UPRR) or Interstate 5 (I-5) alternatives. The Authority and the FRA’s

Statewide Program EIR/EIS selected the BNSF Railway (BNSF) route as the Preferred

Alternative for the HST System between Fresno and Bakersfield (Authority and FRA
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2005); see also Section 1.5, Tiering of Program EIR/EIS Documents. Therefore, the

Final EIR/EIS focuses on alternative alignments along the general BNSF corridor.

The procedural requirements for the National Environmental Policy Act (NEPA) and the

California Environmental Quality Act (CEQA) were followed during the environmental

review of the Fresno to Bakersfield Section of the HST System. As discussed in Section

2.3.1, HST Project-Level Alternatives Development Process, of the Final EIR/EIS, the

Authority implemented an alternatives analysis process to identify the full range of

reasonable alternatives for the project, as required under Title 14 California Code of

Regulations (CCR) Section 15126.6 and Title 40 Code of Federal Regulations (CFR)

Section 1502.15(a). This range of alternatives was analyzed in the EIR/EIS.

I033-107

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

As stated in Section 2.1.2, the Authority and FRA decided to reintroduce an alignment

alternative west of Hanford to address substantive comments received during public and

agency review, including requests from the USACE and USEPA to include a Hanford

West Bypass Alternative in the environmental analysis of the Draft EIR/EIS in an attempt

to reduce or avoid significant environmental effects. The Authority conducted a

supplemental alternatives analysis to further evaluate potential alignment alternatives

west of Hanford and on the basis of this analysis, identified two Hanford West Bypass

alternatives to carry through the environmental analysis in this EIR/EIS (Authority and

FRA 2011). Both of these alternatives include a potential station site.

The USACE and USEPA made no such request regarding the SR 99/UPRR or I-5

alternatives. The Authority's and the FRA’s Statewide Program EIR/EIS (see Section

1.5, Tiering of Program EIR/EIS Documents) selected the BNSF Railway route as the

preferred alternative for the Central Valley HST between Fresno and Bakersfield.

Therefore, the Revised Draft EIR/Supplemental Draft EIR/EIS focuses on alternative

alignments along the general BNSF Railway corridor.

The procedural requirements for NEPA and CEQA were followed during the

environmental review of the Fresno to Bakersfield HST Section. As discussed in Section

I033-107

2.3.1 of the EIR/EIS, the Authority implemented an alternatives analysis process to

identify the full range of reasonable alternatives for the project as required under 14

CCR 15126.6 and 40 CFR 1502.15(a). This range of alternatives was analyzed in the

EIR/EIS.

I033-108

The Final EIR has been revised to include language stating that in most locations in the

Fresno to Bakersfield Section, roadway overpasses would be provided more frequently,

approximately every mile or less, because of the existing roadway infrastructure.

Consequently, out-of-direction travel would be limited to approximately 1 mile in nearly

all locations in the project area.

I033-109

Refer to Standard Response FB-Response-PU&E-01.

I033-110

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

I033-111

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

I033-112

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

In the case of Hanford, it was not feasible to follow the BNSF Railway (BNSF) corridor

through the city. The BNSF corridor in the Hanford area has several curves that are too

severe for an HST alignment, and constructing the HST project through Hanford would

have resulted in a substantial impact to residential and commercial properties in the city.

For those reasons, the Preferred Alternative for the Fresno to Bakersfield Section in the

Statewide Program EIR/EIS for the California High-Speed Rail System (Authority and

FRA 2005) was selected to bypass Hanford.
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Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-10.

In the case of Hanford, it was not feasible to follow the BNSF Railway through the city.

The BNSF Railway in the Hanford area has several curves too severe for an HST and

constructing the HST through Hanford would have resulted in a substantial impact to

residential and commercial properties in the city. That is why the preferred alignment for

the Fresno to Bakersfield Section was selected to bypass Hanford in the Statewide

Program EIR/EIS for the California High-Speed Rail System.

I033-114

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

In the case of Hanford, it was not feasible to follow the BNSF Railway (BNSF) corridor

through the city. The BNSF corridor in the Hanford area has several curves that are too

severe for an HST alignment, and constructing the HST project through Hanford would

have resulted in a substantial impact to residential and commercial properties in the city.

For those reasons, the Preferred Alternative for the Fresno to Bakersfield Section in the

Statewide Program EIR/EIS for the California High-Speed Rail System (Authority and

FRA 2005) was selected to bypass Hanford.

I033-115

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

Stormwater will be infiltrated at the low points of the wildlife crossings to meet storm

drainage standing water limitations.

The design of this structure has been clarified in Chapter 2, Project Description. A small

berm (or lip) would be located at the entrance of the wildlife structure to prevent water

from entering during small storm events. Swales would be directed around this lip. The

structure would fill with water during the 100-year event and act as a hydraulic

conveyance point through the embankment. This has been clarified in the Final EIS/EIR.

I033-116

Refer to Standard Response FB-Response-GENERAL-24.

I033-117

A considerable degree of study has been conducted to model HST ridership levels,

including the potential shift in modes of travel. While all forecasts have an inherent level

of uncertainty, the ridership forecasts described in the EIR/EIS appropriately support the

feasibility of the project and present a valid approach to determine the reasonable range

of potential impacts.

The forecasts of HST ridership used in the EIR/EIS were developed from 2005 to 2008

by Cambridge Systematics, a national leader in transportation economics and modeling

with extensive current experience in transportation issues throughout California. Before

modeling changes in modes of travel that could result from implementation of the HST, a

detailed picture of current and future trip-making in California was developed. The

volume of present travel among cities and rural regions was estimated from highway

traffic counts, federal data on air trips, existing and new surveys of origins and

destinations of trips, Caltrans data, and many other sources. The cost and speed of

travel by air, car, and train, including getting to stations and airports and parking at

destinations, were developed. Growth in traffic was projected from state forecasts of

population, employment, and household income growth and from the known

relationships of these factors with travel volumes.

An extensive U.S. and international body of research and experience exists on why

people pick cars, planes, transit, or other ways to travel for a specific trip. To develop the

forecast model, over 4,000 existing surveys of California inter-regional travelers were

combined with 2,700 new surveys collected in 2005 specifically to determine their

sensitivity to cost, speed, and convenience. Cambridge Systematics developed a

detailed 4,667-zone model for the entire state to forecast travel between regions. The

economic and household characteristics were forecast for each zone in the year 2030

based on data and forecasts from state, regional, and local government agencies. A

detailed description of system capacity, speeds, service levels, cost, and traffic

congestion for the highway and local transit networks was developed for 2030 from the

fiscally constrained long-range transportation plans of each regional planning agency.

Finally, future air and intercity conventional rail service reflecting current service levels
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and planned investments were incorporated. The high-speed train line and stations were

added using fares, travel times between stations, and time between trains provided by

the Authority. A peer review panel of local, national, and international travel model and

high-speed train experts reviewed and commented on the modeling assumptions,

methodologies, and results during each stage of model development.

I033-118

The Authority is considering two sites for the Kings/Tulare Regional Station: the West

alternative and East alternative sites. The Authority’s criteria and environmental impacts

will be considered in the selection of a potential station for the Kings/Tulare Regional

Station. The Kings/Tulare Regional Station sites were chosen due to the location

between the Visalia and Hanford population centers that the station is intended to serve,

and the station would act as a regional station for Kings and Tulare counties.

I033-119

The Authority is considering two sites for the Kings/Tulare Regional Station: the West

alternative and East alternative sites. The Authority’s criteria and environmental impacts

will be considered in the selection of a potential station for the Kings/Tulare Regional

Station. The Kings/Tulare Regional Station sites were chosen due to the location

between the Visalia and Hanford population centers that the station is intended to serve,

and the station would act as a regional station for Kings and Tulare counties.

I033-120

Table 2-17 provides the approximate schedule for construction. Final design of the

project will be completed by the design-build contractor following contract award and

issuance of the Notice to Proceed for each construction package.

I033-121

The purpose of this Figure is to convey the idea of perception of a sound level, not the

impact of a sound level.  It is very difficult to convey how loud something is without

comparing the noise level to other sources to which people can relate. Typically the

given outdoor noise sources listed are often perceived at a distance of 50 feet, and the

indoor sources are experienced at a distance of 3 feet.  The point is not the distance, but

I033-121

the perceived noise level that people generally experience next to sources with which

they are familiar at distances that are typical so they have a reference that is common to

them.

I033-122

If the noise levels of the HST on the left side of the graph were reduced to a distance of

50 feet, all of the noise levels would increase by about 3 decibels.

I033-123

Ambient noise measurements conducted on the northern/northeastern portion of the

Hanford East alignment are located far enough away from the existing BNSF railroad

and SR 43 that these two noise sources contribute less to the overall ambient noise

level than homes located very close to the two noise sources.  Homes located near the

Hanford East alignment would expect to have very similar ambient noise levels due to

this already far distance.

The ambient noise measurements conducted at noise-sensitive receivers located near

the southern portion of the Hanford East alignment are located near SR 43 and the

existing BNSF railroad. Therefore, the ambient noise levels that were obtained at noise-

sensitive receivers on the southeast end of Hanford would be similar to homes located

near the Hanford East alignment since SR 43 is a dominant noise source.

I033-124

Refer to Standard Response FB-Response-N&V-03, FB-Response-N&V-05.

I033-125

The FRA and FTA guidelines are used for this project. All vibration analyses were

conducted through their recommendation and according to their standards.

Vibration measurement locations for determining existing vibration levels due to railroad

operations needed to be meet certain criteria in order for measurements to be

conducted. Measurements needed to be conducted near residences that were currently

located near the existing BNSF rail line as well as the proposed HSR alignment. This

allows for the collection of existing vibration data at homes located at homes currently

experiencing vibration from existing railroad operations, and who could potentially be
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impacted by future HSR operations.

In addition to the 9 sites, the Noise group worked with the project geologists to come up

with 18 locations where transfer mobility testing could be conducted. This testing is used

to determine the characteristics of vibration transmission through the soil on a frequency

basis. This data is used for modeling future operational vibration levels from the HST

train sets in locations where existing data could not be collected. These 18 sites were

chosen in order to measures at sites that were representative of the types of soils in

each area of the alignment.

I033-126

Refer to Standard Response FB-Response-N&V-03.

The FRA and FTA guidelines are used for this project. All vibration analyses were

conducted through their recommendation and according to their standards.

Vibration measurement locations needed to be meet certain criteria in order for

measurements to be conducted. Measurements needed to be conducted near

residences that were currently located near the existing BNSF rail line as well as the

proposed HSR alignment.

The Noise group worked with expert geologists and ATS Consulting to come up with the

18 transfer mobility testing sites that were representative of the types of soils in each

area of the alignment. The locations of the transfer mobility sites are listed in Table 6-43

in the Fresno to Bakersfield HST Technical Report. During the measurements, vibration

data were collected at nineteen 1/3 octave bands from 5 Hz up to 315 Hz from several

accelerometers simultaneously. Once the field data were collected, then the data were

processed by calculating the line source transfer mobility (LSTM) for each 1/3 octave

band. The LSTM calculation consists of a line integration of the point source transfer

mobilities at each accelerometer position. The LSTM values were then added to the

force density values for the Pendolino system at each 1/3 octave band. The results

produce the projected vibration level in VdB for the HST trainset at a given distance for

each 1/3 octave band. The vibration levels at each measurement site corrected for

velocity (220 mph), and plotted relative to distance from the source, are presented in

Figure 6-1 in the Fresno to Bakersfield HST Technical Report.

I033-127

Ground-borne vibrations are a known effect from the design and operation of high-speed

rail projects worldwide. The magnitude of the effect is highly dependent on the proximity

of the receiver to the source and on soil conditions through which the vibrations must

travel. Given that detailed work to investigate ground conditions will be carried out by the

design/build contractor, it is not until this information is known that the magnitude of

these effects can be calculated and suitable mitigation measures designed. Should the

Authority choose the BNSF (east of Hanford) alternative, the HST would be on a viaduct

that would be expanded to form the Kings/Tulare Regional Station. This structure is

likely to have very different vibration behavior than operating the project at-grade. This is

partly because the substantial mass of structure between the source of vibration and the

ground will make it very difficult for “relatively low mass” trains to excite the structure at

frequencies that are conducive to ground transmission, but also because there will be a

higher proportion of trains slowing to a stop than will be seen on sections of the

alignment between stops. This will further inhibit the generation of resonances in the

structure from higher-speed trains.

Guidelines published by the FRA and Federal Transit Administration govern the

evaluation of noise and vibration effects for this project. All vibration analyses were

conducted consistent with this guidance, including the identification of specific locations

for performing measurements. These measurements were conducted near residences

that were located near the existing BNSF rail line as well as the proposed HSR

alignment. The Authority's consultant team, which included noise and vibration experts

and geologists, worked  together to identify 18 transfer mobility testing sites that were

representative of the types of soils in each area of the alignment.

I033-128

Refer to Standard Response FB-Response-N&V-03.

The FRA and Federal Transit Administration guidelines are used for this project. All

vibration analyses were conducted through their recommendation and according to their

standards.

Vibration measurement locations needed to meet certain criteria in order for

measurements to be conducted. Measurements needed to be conducted near
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residences that were currently located near the existing BNSF rail line as well as the

proposed HSR alignment.

The Noise group worked with expert geologists and ATS Consulting to come up with the

18 transfer mobility testing sites that were representative of the types of soils in each

area of the alignment. The locations of the transfer mobility sites are listed in Table 6-43

in the Fresno to Bakersfield HST Technical Report. During the measurements, vibration

data were collected at nineteen 1/3 octave bands from 5 Hz up to 315 Hz from several

accelerometers simultaneously. Once the field data were collected, then the data were

processed by calculating the line source transfer mobility (LSTM) for each 1/3 octave

band. The LSTM calculation consists of a line integration of the point source transfer

mobilities at each accelerometer position. The LSTM values were then added to the

force density values for the Pendolino system at each 1/3 octave band. The results

produce the projected vibration level in VdB for the HST trainset at a given distance for

each 1/3 octave band. The vibration levels at each measurement site corrected for

velocity (220 mph), and plotted relative to distance from the source, are presented in

Figure 6-1 in the Fresno to Bakersfield HST Technical Report.

I033-129

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-N&V-03, FB-

Response-N&V-05.

As the California Supreme Court has directed, “An EIR … need not analyze a ‘worst

case scenario’ and ‘need not identify and analyze all possible resources that might serve

the Project should the anticipated resources fail to materialize.” (Vineyard Area Citizens

for Responsible Growth, Inc. v. City of Rancho Cordova (2007) 40 Cal.4th 412, 453.

Nevertheless, the Authority and FRA took a conservative approach. Chapter 5, "Noise

and Vibration Prediction Methodology" of the Noise and Vibration Technical Report

describes how the noise modeling was developed based on the following example HSR

systems: TGV, Eurostar, ICE, and Shinkansen to conservatively predict noise from

operations of an HST and then tested for accuracy (Authority & FRA July 2012).

I033-130

Refer to Standard Response FB-Response-N&V-05, FB-Response-GENERAL-21.

I033-131

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-N&V-03, FB-

Response-N&V-05.

I033-132

Refer to Standard Response FB-Response-N&V-01.

The thresholds and criteria for noise impacts on animals are included in Table 3.4-5 in

Section 3.4, Noise and Vibration, of the Final EIR/EIS. This table includes a sound

exposure level (SEL) threshold of 100 A-weighted decibels (dBA). The average SEL for

an HST pass-by at the fence is expected to be about 98 dB, which is just below the

threshold. Given that this project is federally funded, it is subject to the noise standards

adopted by the FRA, which include the 100-dBA SEL metric for startle and annoyance

effects from a single pass-by.

The Schomer and Associates (April 2001) study provides a discussion of airport noise

annoyance in areas where people reside and questions the DoD and FAA aircraft noise

impact criterions. The study does not provide a discussion of rail noise impacts or

criticize FRA methodologies.

I033-133

Refer to Standard Response FB-Response-N&V-03.

I033-134

Refer to Standard Response FB-Response-N&V-03.

The frequency of noise was taken into account in the noise model. The noise metric

"Ldn" is a cumulative noise metric that takes noise events for an entire 24-hour period

into account.

I033-135

Under Section 8.4.8 Mitigation of Construction Noise: “If complaints arise, the contractor

shall initiate a construction noise monitoring plan to ensure the construction noise levels
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at the nearest noise-sensitive land uses are within the limits of the noise ordinance.”

Mitigation measures will include the following:

Contractor shall establish a phone line into which the public can register noise

complaints corresponding to construction activities associated with the HST project. 

The contractor will log all complaints received from the public.

I033-136

Construction noise monitoring will be initiated if noise complaints from project

construction activities arise at any noise sensitive areas in the vicinity of the project.  At

that time, noise level measurements will be conducted during construction activities at

the nearest property line of the complainant.  These results will be compared to the FTA

Construction Noise Assessment Criteria listed in Table 3.4-1. The noise measurement

will be recorded on a Field Measurement Data Sheet. Data will include the nature of the

complaint, the location of the complaint, construction activities causing the complaint

and recorded noise levels.  If the measured construction noise levels exceed the criteria

in Table 3.4-1, then  the recorded noise levels will be compared to the Federal Highway

Administration (FHWA) construction equipment reference noise level data contained in

the FHWA Roadway Construction Noise Model (RCNM) to assess whether each piece

of construction equipment is operating at the reference noise levels as predicted by the

environmental documentation.  If the construction equipment is found to exceed the

allowable noise levels, then the contractor will ensure that the construction equipment

on site meets the levels listed in Table 8-2 “Noise Level of Typical Construction

Equipment at 50 feet (dBA Lmax)”.  If construction noise levels are still exceeded at the

nearest property line of the complainant, the noise mitigation measures will

implemented.  Noise measurements will then be conducted long enough to show that

any required noise mitigation measures reduce the construction related noise levels to

within the applicable noise standards.

I033-137

If a complaint is reported, noise measurements will be conducted in the vicinity of the

complaint location to document the construction noise levels and other noise sources in

the area that are not related to construction activities.  If equipment is found to exceed

I033-137

the allowable noise levels, then noise monitoring will continue and noise mitigation

measures will be implemented as required.  Noise measurements will then be

conducted long enough to show that any required noise mitigation measures reduce the

construction related noise levels to within the applicable noise standards.

I033-138

The Authority has the full responsibility for implementation of the mitigation measures.

The HST project financing includes funding for the cost of property acquisition and

relocation of all displaced residents, as well as all other costs associated with fulfilling

the mitigation measures.

I033-139

Refer to Standard Response FB-Response-N&V-05.

I033-140

Refer to Standard Response FB-Response-N&V-05.

The economic feasibility of sound barrier is based on the Caltrans noise analysis

protocol for new highway construction (refer to Noise and Vibration Studies in the

Caltrans Standard Environmental Reference at http://www.dot.ca.gov/hq/env/noise/).

Based on that protocol, a 2009 allowance of $45,000 was provided per benefited

receptor. A benefited receptor is a dwelling unit that is predicted to receive a noise

reduction of at least 5 dBA from the proposed noise abatement measure. A receptor can

be a benefited receptor even if it is not subject to

a noise impact from the project. The value of $45,000 was based on the published

Caltrans annual Construction Price Index (CPI) for 2009 when the EIR/EIS was initiated.

The calculated economic feasibility of noise mitigation has been added to Appendix 3.4

of the Final EIR/EIS.

I033-141

Refer to Standard Response FB-Response-N&V-05.
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Refer to Standard Response FB-Response-N&V-05.

There are over 1,470 severely impacted receptors without mitigation for the Bakersfield

Hybrid alignment, and there are less than 300 severely impacted receptors without

mitigation for the Hanford West alignments.

For the West Hanford Alternative 1 alignment, there would be approximately 232

severely impacted receivers and they are not eligible for sound walls due to economic

unfeasibility. For the Bakersfield Hybrid alignment, Barrier 1 would benefit 224 severely

impacted receivers. These receivers meet the criteria for a sound wall.

The reason why West Hanford Alternative 1 does not have a sound barrier is because

the receivers are spread over a greater distance and the cost per benefitted receiver is

greater than $45,000.

The economic feasibility of sound barriers is based on California High-Speed Train

Project Noise and Vibration Mitigation Guidelines. A benefited receptor is a dwelling unit

that is predicted to receive a noise reduction of at least 5 dBA from the proposed noise

abatement measure. A receptor can be a benefited receptor even if it is not subject to a

noise impact from the project. .

I033-143

Wells/tanks/pipelines currently located adjacent to the existing BNSF tracks are subject

to vibration levels substantially higher than the vibration levels that would be generated

by HST operations.  If the wells/tanks/pipelines are not currently experiencing any of

these problems under existing conditions, they would not be expected to experience

these problems with the addition of HST operations. According the Federal Rail

Administration Transit (FTA, 2006) Noise and Vibration Impact Assessment Table 12-3,

buildings extremely susceptible to vibration damage would show signs of damage at a

peak particle velocity (PPV) of 0.12 in/sec., which is approximately equal to 90 VdB.

Using the fall-off rate for vibration levels due to distance, a PPV level of 0.12 in/sec.

would occur at a distance of about 11 feet from the HST centerline. The HST property

line is 50 feet from the centerline, and at this distance, the vibration level is expected to

be a PPV of 0.012 in/sec.  This level is one-tenth the PPV level listed for buildings

extremely susceptible to vibration damage set by the FTA.  Given that all existing fragile

I033-143

underground wells, tanks, or pipelines would be more than 50 feet from the HST

centerline, it is highly unlikely that the vibration level at those structures would cause any

damage.

I033-144

Refer to Standard Response FB-Response-N&V-05.

To clarify, CEQA requires mitigation for those impacts that are potentially significant. For

impacts for which there is substantial evidence showing that the impact would be less

than significant, then mitigation measures are not required. Consistent with CEQA, the

Authority and FRA apply mitigation measures to reduce the significance of potential

impacts to a less than significant level and do not apply mitigation measures for impacts

determined to be less than significant.

I033-145

Refer to Standard Response FB-Response-N&V-03.

The impact of noise from the HST is not dependent upon whether the train noise is

audible, but how much the noise from the HST increases the overall level in the area. 

This increase is dependent upon what the existing ambient noise level is in the area.  As

for noise attenuation from the HST system, this is addressed in Section A1.1.2.1,

“Divergence” of the Noise and Vibration Technical Report.  Taking all factors into

consideration, the noise from the HST system during operation was modeled at a rate of

about 4.5 dB for every doubling of distance from the ROW centerline. At what point the

train noise is no longer audible is directly dependent upon what the ambient noise level

is in a given area.  If the noise level from the HST is 10 to 20 below the existing ambient

noise level in that area, then the noise from the HST would be harder to hear than if the

HST noise were equal to the existing ambient noise level.

I033-146

Refer to Standard Response FB-Response-N&V-05.

The height of the rails was taken into account when calculating the noise and
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determining the impacts to noise sensitive land uses.  HST noise levels calculated from

rails elevated on structures was calculated separately from noise levels generated

where the rails are on the ground. Noise from trains on elevated structures will emanate

further than will noise from trains on the ground.  The noise levels from the BNSF

Railroad through Hanford can be audible several miles outside of town primarily due to

the low frequency component coming from the diesel engines. Since the HST will be

electrically powered, low frequency noise from diesel engines will not be a component.

I033-147

The May 1988, “Effect of Train Induced Vibrations on Houses – A Case Study”, is based

on measurements adjacent to the Canadian National Railways (CN) main line near the

city of Kamloops, British Columbia. The CN railway hauls heavy freight trains pulled by

diesel engines, which produce significantly more vibration than does the train sets

proposed for the HST project.  The vibration contour distances found in the EIR/EIS are

specific to the force density of the train set modeled, and the transfer mobility of the soil

composition along the proposed HST alignments.  The latter values are based on

transfer mobility tests that were conducted specifically for this project and are consistent

with FRA and FTA methodologies. Vibration contour distances can be found in Table

3.4-13 of the HST EIR/EIS.

I033-148

According to a USGS study, “Ground Water Atlas of the United States,” the primary

cause of land subsidence in the Sacramento and the San Joaquin Valleys has been the

compaction of fine-grained sediments (predominantly clay) in the aquifer system

following severe, long-term withdrawal of ground water in excess of recharge. The

amount of such subsidence in an area is related to the amount of withdrawal and the

percentage of the withdrawal zone composed of clay beds. Compaction occurs when

the hydraulic head in the confined parts of the aquifer system is lowered, thus reducing

the hydraulic head in the clay beds, which, in turn, reduces the pore pressure in the clay.

The weight of overlying sediments compacts the clay and squeezes water out of the clay

until equilibrium is reached with the pore pressure in the clay.  Compaction is directly

related the amount of water in the aquifer and is not expected to be influenced by the

vibrations produced by HST operations.

I033-149

Refer to Standard Response FB-Response-AG-06.

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

all developed countries has ensured that the potential health effects of electromagnetic

fields and resulting currents and voltages on people and animals have been thoroughly

studied. As a result, the levels at which electromagnetic fields (EMFs) and RF fields can

cause health or behavior 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 injure people or animals.

(1)  EMFs: Regarding EMFs, as noted in the Draft EIR/EIS, the 2008 McGill University

study of cows in pens noted no significant health or behavior effects on the cows or milk

production from exposure to EMF levels typical of a full-load 735-kilovolt (kV) utility

power transmission line (McGill University 2008). The test levels were a magnetic field

of 330 milligauss (mG) and a 60-hertz (Hz) electric field of 10 kilovolts per meter (kV/m).

The researchers measured melatonin levels, prolactin levels, milk production, milk fat

content, dry-matter intake by cows, and reproductive outcomes. Although a few

statistically significant changes in these factors were found, none of the changes were

outside the normal range for cows. The study concluded that the EMF exposure did not

harm the cows or reduce milk productivity. Since 735-kV utility power transmission lines

run up and down the state of California, cattle and people near those lines are exposed

to these levels on a continuing basis. Consistent with the McGill University study,

epidemiological evidence does not indicate that cattle or people near existing 735-kV

utility power transmission lines are generally or broadly affected by the fields.

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

(OCS) and in the running rails to provide power to the trains. The traction power system
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is called a 2x25 kV system, because it uses 25-kV voltage for the trains and uses two

nearby cables with opposite phase of the 25 kV to distribute the power down the

tracks. The currents in this HST 2x25 kV system create EMFs and static electric fields

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

utility power transmission line 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 so that they are closer to the reducing effect of the fields in the

ground, all compared with the 735-kV utility power cables.

The Authority's Technical Memorandum 300.07, EIR/EIS Assessment of CHST

Alignment EMF Footprint, 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 2012d). Because cattle cannot be inside the fence line and people can only

be inside the fence line at passenger stations, the possible California HST EMF

exposure is:

·      *  Low compared with 735-kV utility power transmission lines.

·      *  And therefore below the level at which the McGill study showed no effect on cows

and milk production. 

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

the exposure from a 735-kV utility power transmission line.

(2)  Stray Voltage and Currents: Stray voltages occur when there is a voltage or

potential difference between the neutral conductor on an electrical system and the

ground (earth). Stray currents occur when the earth conducts some of the current of a

power system. Stray voltages and currents exist whenever a power system has more

than one connection to the earth, so they are a general condition in homes, factories,

farms, and anywhere electric power is used. As a result, engineers and power systems

have well-established procedures and standards to provide protection against the

effects of stray voltages and currents.

Stray voltages and currents can cause shocks, as described in the Revised

I033-149

DEIR/Supplemental DEIS under Impact EMF/EMI #8 - Potential for Nuisance Shocks. 

The California HST traction power and rail designs recognize the need to control stray

voltages and currents to avoid shocks. The bonding and grounding of HST equipment

will fulfill the requirements of EN 50122-1:2011, Railway applications - Fixed installations

- Electrical safety, earthing and the return circuit - Part 1: Protective provisions against

electric shock, Section 9.2.2. This standard was established specifically to protect

people near traction power systems like the one for the HST project. International

Electrotechnical Commission (IEC) standard TS 60479-1:2007, Effects of current on

human beings and livestock – Part 1: General aspects, is a related document that

provides specific guidance for protecting livestock.

For the HST System, the running rails will be periodically connected to earth all along

the track, and the rails will carry a significant amount of train propulsion current, called

return current. This return current will create a stray voltage along the rails, which also

will be connected to the earth due to the periodic grounding.

The project will calculate the maximum stray voltages and will provide all necessary

protections against shock from stray voltage, such as grounding procedures for metal

fences, buildings, buried pipes, and aboveground irrigation pipes that run parallel to the

track. 

The California HST project will avoid disturbing or injuring cattle or other animals or

people near the HST track by:

·       *  Using the broad knowledge of currents and fields from existing electric railways

in the U.S. and around the world.

·       *  Learning from experience in preventing adverse effects.

·       *  Performing the California HST Program actions to apply necessary protections

along the HST track. 

(3)  Rebuttals: The paper by Hillman et al. referenced in the comment describes the
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negative effects of poorly designed or failed power systems on cows and the techniques

to correct the problem (Hillman et al. 2004). The Hillman paper cites the McGill

University 2008 research, which the HST project has also used. The Hillman et al. paper

is consistent with the planned HST design provisions to protect people and animals.

The paper by Webb referenced in the comment (Webb n.d.) is a web page from the

Canadian Society of Dowsers, whose website says "... dowsing is a tool to increase

spirituality."  As such, dowsing and the Webb paper do not apply to analysis or

investigation of electromagnetic field effects.

Other statements correctly note that stray voltage would be a normal part of the

California HST System, as it is of electric railways around the world. The Draft EIR/EIS

notes the analysis, investigation, international standards, research, and mitigations that

the project will apply to protect people and cattle. The application of these analyses,

investigations, and standards will address this concern.

(4)  Conclusion: The electromagnetic effects of electric railways are well understood

from broad worldwide experience. The California HST project is using the conventional

practices and appropriate analysis tools to ensure that all necessary protections and

provisions will be used for the HST System. For these reasons, EMF effects on livestock

would have negligible intensity under the National Environmental Policy Act (NEPA),

and the impact would be less than significant under the California Environmental Quality

Act (CEQA).

I033-150

Refer to Standard Response FB-Response-GENERAL-07.

I033-151

Stray voltages occur when there is a voltage or potential difference between the neutral

conductor on an electrical system and the ground (earth).  Stray currents occur when

the earth conducts some of the current of a power system. Stray voltages and currents

exist whenever a power system has more than one connection to the earth, so they are

a general condition in homes, factories, farms, and anywhere electric power is used.  As

a result, engineers and power systems have well-established procedures and standards

I033-151

to provide protection against effects of stray voltages and currents.

Regarding corrosion effects of stray current, this is a significant concern for electrified

transit systems which use DC power. The one-way current flow of DC power causes a

continuing removal of metal from buried pipelines under some conditions. By

comparison, AC power systems, such as the California HST and utility power systems

around the world, do not cause continuing removal of metal, since the direction of

current switches back and forth in each power cycle, 60 times per second.

The techniques which control stray voltages and currents to prevent against shocks are

described in the Revised DEIR/Supplemental DEIS under Impact EMF/EMI #8 -

Potential for Nuisance Shocks. These same provisions further reduced the possibility of

corrosion of pipes or other buried metal structures.

Section 3.5, Electromagnetic Fields and Electromagnetic Interference, Impact EMF/EMI

#7, page 3.5-17, of the Revised DEIR/Supplemental DEIS evaluates corrosion impacts

on pipelines, cables, and adjoining rail in detail.

The analysis states that if adjacent pipelines and other linear metallic structures

belonging to neighbors of the HST are not sufficiently grounded through the direct

contact with earth, the project would include additional grounding of pipelines and other

linear metallic objects adjacent to the HST, in coordination with the affected owner or

utility, as part of the construction of the HST system. Alternatively, insulating joints or

couplings may be installed in continuous metallic pipes to prevent current flow. The

potential for corrosion from ground currents would be avoided by installing supplemental

grounding or by insulating sections in continuous metallic objects in accordance with

standard HST designs.

The California HST traction power and rail designs recognize the need to control stray

voltages and currents to avoid shocks. The bonding and grounding of HST equipment

will fulfill the requirements of EN 50122-1:2011, Railway applications - Fixed installations

- Electrical safety, earthing and the return circuit - Part 1: Protective provisions against

electric shock, Section 9.2.2.  This standard was established specifically to protect

people near traction power systems like the one for the HST.
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For the California HST, the running rails will be periodically connected to earth all along

the track, and the rails will carry a significant amount of train propulsion current, called

return current. This return current will create a stray voltage along the rails, which also

will be connected to the earth due to the periodic grounding,

The project will calculate the maximum stray voltages, and will provide all necessary

protections against shock from stray voltage (such as grounding procedures for metal

fences, buildings, buried pipes, aboveground irrigation pipes, etc., which run parallel to

the track).

The California HST project will avoid damaging buried structures through corrosion and

avoid disturbing or injuring cattle or other animals or people near the HST track by:

*  Using the broad knowledge of currents and fields from existing electric railways in the

U.S. and around the world.

*  Learning from the experience in preventing adverse effects.

*  Performing the HST project actions to apply necessary protections along the HST

track.

A Mitigation Monitoring and Enforcement Plan (MMEP) is required to ensure that

adopted project design features and mitigation measures are successfully implemented.

The Authority is the lead agency for the proposed project and is responsible for

implementation of the MMEP. The MMEP will be active through all phases of the project,

including design, construction, and operation. The project will be developed in phases

and may include permits required for implementation of project components. There are

mitigation measures that must be continuously implemented throughout the

development and operation of the HST project. The MMEP identifies those mitigation

measures required by the Authority to mitigate or avoid significant adverse impacts

associated with the implementation of the proposed project, identifies the entity

responsible for the monitoring and timing of the implementation, identifies the project

phase each measure applies to, and verifies completion. The MMEP is also an aid to

implementing the measures, monitoring their effectiveness, and preparing

documentation. As individual mitigation measures are completed, the compliance

I033-151

monitor will sign and date the MMEP, indicating that the required mitigation measure

has been completed for the subject period. The compliance monitor will also note the

documentation (title of the monitoring report) that was submitted for each mitigation

measure.

I033-152

Section 3.5, Electromagnetic Fields and Electromagnetic Interference, page 3.5-18,

discusses impacts of ground currents on corrosion of underground pipelines and cables.

As evaluated in the Revised DEIR/Supplemental DEIS, AC ground currents have a

much lower propensity to cause corrosion in parallel conductors than the direct current

used by rail transit lines, such as the Bay Area Rapid Transit or the Los Angeles County

Metropolitan Transportation Authority. Nonetheless, the stray AC currents might cause

corrosion by galvanic action. If adjacent pipelines and other linear metallic structures are

not sufficiently grounded through direct contact with earth, the project would separately

ground pipelines and other linear metallic objects in coordination with the affected owner

or utility, as part of the construction of the HST system. Alternatively, insulating joints or

couplings may be installed in continuous metallic pipes to prevent current flow. The

possibility for corrosion from ground currents would be avoided by installing

supplemental grounding or insulating sections in continuous metallic objects in

accordance with standard HST designs.

The California HST 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's purpose is to ensure that the HST

system, including its trains, traction power system, and communications systems, do not

interfere with neighbors or with HST equipment.

As one of the EMCPP activities, the project will calculate the maximum stray voltages,

and will provide all necessary protections against shock from stray voltage (such as

grounding procedures for metal fences, buildings, buried pipes, aboveground irrigation

pipes) that run parallel to the track.
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The California HST 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's purpose is to ensure that the California

HST project, including its trains, traction power system, and communications systems,

do not interfere with neighbors or with California HST equipment.

As one of the EMCPP activities, the Authority would positively locate metal pipelines and

infrastructure within the potential impact area before construction. This would be done

by probing, potholing, using electronic detection, reviewing as-built designs, or other

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

utilities. The designs presented in the Revised DEIR/Supplemental DEIS are preliminary

(15%-30% complete). The Authority will coordinate with utility owners to refine this

information, identifying and evaluating all known facilities within the footprint during

future design phases.

I033-154

The project will calculate the maximum stray voltages, and will provide all necessary

protections against shock from stray voltage (such as grounding procedures for metal

fences, buildings, buried pipes, and aboveground irrigation pipes) that run parallel to the

track.

The Authority 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's purpose is to ensure that the California HST

project, including its trains, traction power system, and communications systems, do not

interfere with neighbors or with HST equipment.

As one of the EMCPP activities, the Authority would positively locate metal pipelines and

infrastructure within the potential impact area before construction. As noted in Section

3.5, Electromagnetic Fields and Electromagnetic Interference, page 3.5-13, installation

of standard corrosion protection will eliminate risk of substantial corrosion.

I033-155

Section 3.5, Electromagnetic Fields and Electromagnetic Interference, page 3.5-11,

states that standard HST design provisions would avoid the potential for corrosion of

underground pipelines and cables. Page 3.5-13 of the Revised DEIR/Supplemental

DEIS further states that if adjacent pipelines and other linear metallic structures are not

sufficiently grounded through the direct contact with earth, the project would separately

ground pipelines and other linear metallic objects in coordination with the affected owner

or utility, as part of the construction of the HST system. Alternatively, insulating joints or

couplings may be installed in continuous metallic pipes to prevent current flow. The

possibility for corrosion from ground currents would be avoided by installing

supplemental grounding or insulating sections in continuous metallic objects in

accordance with standard HST designs.

A Mitigation Monitoring and Enforcement Plan (MMEP) is required to ensure that

adopted project design features and mitigation measures are successfully implemented.

The Authority is the lead agency for the proposed project and is responsible for

implementation of the MMEP. The MMEP will be active through all phases of the project,

including design, construction, and operation. The project will be developed in phases

and may include permits required for implementation of project components. There are

mitigation measures that must be continuously implemented throughout the

development and operation of the HST project. The MMEP identifies those mitigation

measures required by the Authority to mitigate or avoid significant adverse impacts

associated with the implementation of the proposed project, identifies the entity

responsible for the monitoring and timing of the implementation, identifies the project

phase each measure applies to, and verifies completion. The MMRP is also an aid to

implementing the measures, monitoring their effectiveness, and preparing

documentation. As individual mitigation measures are completed, the compliance

monitor will sign and date the MMEP, indicating that the required mitigation measure

has been completed for the subject period. The compliance monitor will also note the

documentation (title of the monitoring report) that was submitted for each mitigation

measure.

The MMEP would provide the resource to investigate a potential corrosion problem after

high-speed rail service begins.
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Refer to Standard Response FB-Response-GENERAL-01.

A Mitigation Monitoring and Enforcement Plan (MMEP) is required to ensure that

adopted project design features and mitigation measures are successfully implemented.

The Authority is the lead agency for the proposed project and is responsible for

implementation of the MMEP.       

The MMEP will be active throughout all phases of the project, including design,

construction, and operation. The project will be developed in phases and may include

permits required for implementation of project components.  There are mitigation

measures that must be continuously implemented throughout the development and

operation of the HST project.  

The MMEP identifies those mitigation measures required by the Authority to mitigate or

avoid significant adverse impacts associated with the implementation of the proposed

project, identifies the entity responsible for the monitoring and timing of the

implementation, identifies the project phase each measure applies to, and verifies

completion. The MMEP will help ensure that the measures are implemented, their

effectiveness monitored, and documentation provided. As individual mitigation measures

are completed, the compliance monitor will sign and date the MMEP, indicating that the

required mitigation measure has been completed for the subject period. The compliance

monitor will also note the documentation (title of the monitoring report) that was

submitted for each mitigation measure.

I033-157

The commenter cites a doctoral thesis by Somasekaran. However, the author of the

footnoted paper is incorrectly given as Muthechellia. The thesis reports adverse effects

on samples cultivated for 12 days in:

*  An electric field reported as 211 kV/m and 442 kV/m. These are extremely high

electric field levels, and can only be found very near a the wire of a high-voltage line,

high in the air. It is not credible that the author cultivated plants in this electric field level.

I033-157

*  A magnetic field in a "laboratory condition" in a field reported as 956 mG, no

frequency stated. The author does not describe the laboratory condition. Without

specific information, the validity of comparing a laboratory condition to an outdoor

cultivated condition cannot be used for assessment.

In any event, the California HST will expose adjacent crops to much lower electric field

and magnetic field levels than the fields described in this paper. CHST TM 300.07,

EIR/EIS Assessment of CHST Alignment EMF Footprint, shows that at the closest fence

line to the California HST tracks, the expected magnetic field is 60 mG, less than one-

fifth the typical level measured on the ground under a typical utility transmission line.

Since agriculture can only be practiced outside the HST exclusion fence line, the electric

field from the HST 25 kV 60 Hz OCS will be much lower (less than one-fifth the level)

lower when compared to the exposure beneath a typical utility power transmission line. 

Hence, the conditions and results postulated in the thesis cited by the commenter would

not be consistent with those near the HST alignment.  Lower levels such as those

caused by the HST are closer to the natural environment than the levels caused by a

typical power transmission line, and therefore should be of less concern to an

agricultural neighbor of the HST.

I033-158

The first cited paper by Bindokas (1981:2[4]:315-28) refers to the threshold of effects on

honeybees as above 4.1 kV/m. This level is similar to the maximum permissible

exposure (MPE) limit for 60-Hz static electric field of 5 kV/m provided by IEEE Std

C95.6, IEEE Standard for Safety Levels with Respect to Human Exposure 10 to

Electromagnetic Fields, 0–3 kHz. Below that level, Bindokas reports no adverse effects.

The static electric field level that will be experienced by animals or people outside the

California HST fence line is much lower than the 4.1 kV/m level cited by Bindokas, even

for hives built at the fence line.

The discussion at http://www.emfs.info/The+Science/Agriculture/bees/ exemplifies the

most commonly held fact-based science regarding effects. Specifically, bees can be

affected if the hive is under (or very close to) a power line and if they receive

microshocks. This is eliminated by moving away from very close or immediate contact
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with the source, often a high-voltage power line, or by screening the hive. In contrast,

the effects of linear projects, such as power lines, provide a substantial area that is

largely undisturbed and preferred by bees, specifically unmoved power line rights-of-

way, as discussed in Biological Conservation (124 [2005] 133–148 by N. Russell, H.

Ikerd, S. Droege). Other than that effect, there does not seem to be evidence that EMFs

or power lines adversely affect bees. In http://nocapx2020.info/wp-

content/uploads/2010/02/attachment5.pdf, there appear to be no reports by beekeepers

that hives and honeybee colonies are actually affected by proximity to power lines and

the associated magnetic fields. That research suggests that effects to bees are

documented only at electric field intensities above 4.0 kV/m (Greenberg et al.1981), and

are likely caused by microshocks experienced by the honeybees when landing on

electrically conducting surfaces. No effects have been reported for airborne honeybees

in extremely low-frequency electric fields as high as 300 kV/m.

Potential effects of low-frequency electric and magnetic fields on living organisms have

been investigated, but the findings have been equivocal (NRC 1997; Pagnac et al.

1998), and there is a lack of consistent evidence supporting outcomes that are adverse.

 

The 60-Hz fields primarily associated with HST and evaluated in the Revised

DEIR/Supplemental DEIS do not have effects of note when not in direct contact or

extremely close to a source. This a condition that would not be posed by the physical

layout of the California HST System or attendant power lines serving the proposed

project.

I033-159

The first cited paper by Bindokas (1981:2[4]:315-28), refers to the threshold of effects on

honeybees as above 4.1 kV/m. This level is similar to the maximum permissible

exposure (MPE) limit for 60-Hz static electric field of 5 kV/m provided by IEEE Std

C95.6, IEEE Standard for Safety Levels with Respect to Human Exposure 10 to

Electromagnetic Fields, 0–3 kHz. Below that level, Bindokas reports no adverse

effects.The static electric field level that will be experienced by animals or people

outside the California HST fence line is much lower than the 4.1 kV/m level cited by

Bindokas, even for hives built at the fence line.

I033-159

The discussion at http://www.emfs.info/The+Science/Agriculture/bees/ exemplifies the

most commonly held fact-based science regarding effects. Specifically, bees can be

affected if the hive is under (or very close to) a power line and if they receive

microshocks. This is eliminated by moving away from very close or immediate contact

with the source, often a high-voltage power line, or by screening the hive. In contrast,

the effects of linear projects, such as power lines, provide a substantial area that is

largely undisturbed and preferred by bees, specifically unmoved power line rights-of-

way, as discussed in Biological Conservation (124 [2005] 133–148 by N. Russell, H.

Ikerd, S. Droege).  Other than that effect, there does not seem to be evidence of EMFs

or power lines adversely affecting bees. In http://nocapx2020.info/wp-

content/uploads/2010/02/attachment5.pdf, there appear to be no reports by beekeepers

that hives and honeybee colonies are actually affected by proximity to power lines and

the associated magnetic fields. That research suggests that effects to bees are

documented only at electric field intensities above 4.0 kV/m (Greenberg et al. 1981), and

are likely caused by microshocks experienced by the honeybees when landing on

electrically conducting surfaces. No effects have been reported for airborne honeybees

in extremely low-frequency electric fields as high as 300 kV/m.

Potential effects of low-frequency electric and magnetic fields on living organisms have

been investigated, but the findings have been equivocal (NRC 1997; Pagnac et al.

1998), and there is a lack of consistent evidence supporting outcomes that are adverse. 

The 60-Hz fields primarily associated with HST and evaluated in the Revised

DEIR/Supplemental DEIS do not have effects of note when not in direct contact or

extremely close to a source. This a condition that would not be posed by the physical

layout of the California HST System or attendant power lines serving the proposed

project.

I033-160

The potential impacts of the HST System on electricity generation and transmission

includes the entire state of California (and western states that produce energy that is

exported to California) because the HST System would obtain electricity from multiple

connection points throughout the statewide grid. Prorating the electricity requirements
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for any one segment of the HST System based on statewide demand is a reasonable

approximation due to the operational requirements of HST across multiple project

sections and the power for those sections being provided by the statewide (and multi-

state) electrical grid. The HST System is expected to require less than 1% of the state’s

future electricity consumption. The Fresno to Bakersfield Section of the HST is

estimated to require 78 megawatts (MW) of peak demand, which is within existing

reserves. The HST project would not require the construction of a separate power

source and would not impact power reliability.

Appendix 3.6-C of the Revised Draft EIR/Supplemental Draft EIS discusses the

methodology for estimating electricity demand.

I033-161

Refer to Standard Response FB-Response-PU&E-02.

The potential impacts of the HST System on electricity generation and transmission

includes the entire state of California (and western states that produce energy that is

exported to California) because the HST System would obtain electricity from multiple

connection points throughout the statewide grid. Prorating the electricity requirements

for any one segment of the HST System based on statewide demand is a reasonable

approximation due to the operational requirements of HST across multiple project

sections and the power for those sections being provided by the statewide (and multi-

state) electrical grid. The HST System is expected to require less than 1% of the state’s

future electricity consumption. The Fresno to Bakersfield Section of the HST is

estimated to require 78 megawatts (MW) of peak demand, which is within existing

reserves. The HST project would not require the construction of a separate power

source and would not impact power reliability. The power will be cyclic when the

demand is required to power the train.

Appendix 3.6-C of the Revised DEIR/Supplemental DEIS discusses the methodology for

estimating electricity demand. In the 2008 Bay Area to Central Valley Program EIR/EIS

(Authority and FRA 2008), the statewide energy impacts of the proposed HSR project

were analyzed using a methodology from the 2005 Statewide Program EIR/EIS

(Authority and FRA 2005). The 2012 energy impact analysis reflects a refinement to the
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analysis presented in those documents. The 2012 analysis utilizes updated conversion

factors, ridership forecasts, train sets and vehicle miles traveled, among other

parameters. Please refer to Appendix 3.6-C and cited references and assumptions for

detailed information on various parameters, along with their values used in the two

analyses.

I033-162

Southern California Edison’s proposed Mascot Electrical Substation project was

approved by the CPUC in the 2nd quarter of 2011. While the analysis of project-level

effects in Section 3.6 Public Utilities and Energy evaluates anticipated effects to existing

public utility facilities and services, the proposed Mascot substation was not

implemented at the time of the Draft EIR/EIS analysis.  Based on a review by HST

planning engineers, the proposed Mascot substation would not be directly affected;

however, the route of power lines connected to the proposed facility may need to be

altered. 

The Draft EIR/EIS at page 3.6-14 refers to Appendix G of the CEQA Guidelines, which

states that a significant impact on utilities and service systems would occur if the project

results in a conflict with a fixed facility such as an electrical substation. No such impact

would result.  However, the project team has and will continue to actively coordinate with

utility providers during all the design phases of the project to identify, describe, and

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

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

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

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

assist utility providers in applying for a permit from the CPUC under CPUC General

Order 131-D, including the need for any additional environmental review necessary for

transmission line relocation or extension, or other new or modified facilities, and any

localized increase in electrical loads identified as part of the more detailed design.

I033-163

People and businesses in California use electric power and

radio frequency communications for many purposes and services in

homes, businesses, farms, and factories. The intensive use of electric power and
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radio frequency communications in California and all developed countries has ensured

that the potential interference effects of electromagnetic fields and resulting

currents and voltages on equipment have been thoroughly studied. As a result, the

levels at which electromagnetic fields (EMFs) and radio frequency (RF) fields can cause

impacts on other systems 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 disrupt systems and equipment of passengers or neighbors.

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

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

The Authority 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's purpose is to ensure that the 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 30% system design, the Authority will perform

EMC/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 bid

specifications used to procure radio and all other HST systems, including trains, traction

power systems, and communication systems. The implementation stage will

include 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 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 is avoided

I033-163

from intentionally produced communications and from other energy sources

primarily through the Authority's commitment to adhere to its EMCPP. The EMCPP's

commitment is 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 HST project would use radio systems for automatic train control, data transfer and

communications. California HST radio systems would transmit radio signals from

antennas located at stations and the heavy maintenance facility (HMF) along the track

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

dedicated 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

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, 2011f). 

Most radio systems procured for HST use are expected to be commercial off-the-shelf

systems (COTS) conforming to Federal Communications Commission (FCC) regulations

at Title 47 Code of Federal Regulations Part 15, which contains emissions requirements

designed to ensure EMC among users and systems. The Authority will require all non-

COTS systems procured for HST use to be certified as being in conformity with FCC

regulations for Part 15, Sub-part B, Class A devices. HST radio systems will also meet

emissions and immunity requirements (which are contained in the European Committee

for Electrotechnical Standardization [CENELEC] EN 50121-4 Standard for railway

signaling and telecommunications operations) and will be designed to provide

electromagnetic compatibility with other radio users (CENELEC 2006).

All 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.
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Access to utilities within the HST right-of-way would be limited to maintenance.

Underground wet utilities, such as water, sewer, storm drains, gas, and petroleum lines,

are conveyed inside a pipeline material with a service life typically of 50 years or more.

Utilities that remained in the HST right-of-way would be placed in a casing pipe that is

strong enough to carry the HST System facilities. This casing pipe is large enough to

accommodate equipment for remote monitoring of the condition of the carrier pipe. If the

utility conveyance pipeline were in need of repair or replacement, the casing pipe would

stay in place so that HST operations could continue. It is anticipated that service

infrastructure upgrades or replacements within the casing pipe would not be susceptible

to day-to-day or emergency repair, but would still be accessible for repair. It is common

practice that utility districts coordinate and schedule in advance of any field visits to their

facilities with the owner of the property within which their facilities lie. Prior to

construction in areas where utility service interruptions are unavoidable, the contractor

would notify through a combination of communication media (e.g., by phone, email, mail,

newspaper notices, or other means) landowners within that jurisdiction and the affected

service providers of the planned outage. The notification would specify the estimated

duration of the planned outage and would be published no fewer than 7 days prior to the

outage. Construction would be coordinated to avoid interruptions of utility service to

hospitals and other critical users. Construction contractor special provisions would

require that the full operation and functioning of the existing sewer collection system be

maintained and undisrupted. Refer to Section 3.6, Public Utilities and Energy, pages

3.6-45 and 3.6-46 of the Revised DEIR/Supplemental DEIS.

I033-165

Refer to Standard Response FB-Response-AG-04, FB-Response-HWR-01, FB-

Response-PU&E-03.

Existing irrigation lines crossing HST right-of-way would either be relocated or protected-

in-place. Irrigation lines crossing HST right-of-way will be encased in steel casings

capable of protecting the irrigation line contained within it, and the length of the casing

will be extended sufficiently beyond the HST right-of-way so that future access to the

casings can be made without impacting the HST right-of-way. All related appurtenances

to irrigation lines and their casings will be placed outside HST right-of-way, so that any

maintenance of the water lines can be performed without the need to access HST right-

I033-165

of-way. Due to the purpose and design of the casing protecting irrigation lines and other

infrastructure crossings, the potential for unanticipated disruptions and associated

liabilities described by the commenter would not be expected to occur.

I033-166

The potential impacts of the HST System on electricity generation and transmission

includes the entire state of California (and western states that produce energy that is

exported to California) because the HST System would obtain electricity from multiple

connection points throughout the statewide grid. Prorating the electricity requirements

for any one segment of the HST System based on statewide demand is a reasonable

approximation due to the operational requirements of HST across multiple project

sections and the power for those sections being provided by the statewide (and multi-

state) electrical grid. The HST System is expected to require less than 1% of the state’s

future electricity consumption. The Fresno to Bakersfield Section of the HST is

estimated to require 78 megawatts (MW) of peak demand, which is within existing

reserves. The HST project would not require the construction of a separate power

source and would not impact power reliability.

Appendix 3.6-C of the Revised Draft EIR/Supplemental Draft EIS discusses the

methodology for estimating electricity demand.

I033-167

The potential impacts of the HST System on electricity generation and transmission

includes the entire state of California (and western states that produce energy that is

exported to California) because the HST System would obtain electricity from multiple

connection points throughout the statewide grid. Prorating the electricity requirements

for any one segment of the HST System based on statewide demand is a reasonable

approximation due to the operational requirements of HST across multiple project

sections and the power for those sections being provided by the statewide (and multi-

state) electrical grid. The HST System is expected to require less than 1% of the state’s

future electricity consumption. The Fresno to Bakersfield Section of the HST is

estimated to require 78 megawatts (MW) of peak demand, which is within existing

reserves. The HST project would not require the construction of a separate power

source and would not impact power reliability.
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Appendix 3.6-C of the Revised Draft EIR/Supplemental Draft EIS discusses the

methodology for estimating electricity demand.

I033-168

Refer to Standard Response FB-Response-PU&E-01.

The Revised Draft EIR/Supplemental Draft EIS includes text and figures

describing transmission lines upgrades, connections and their locations, and they are

anticipated to be within the project footprint.   The potential impacts on biological

resources and other resource areas has been considered in the appropriate chapters of

the RDEIR/SDEIS.   The commenter has not identified any impacts from the upgrades

or possible new transmission lines that have not been considered and mitigated in the

RDEIR/SDEIS.

In addition, the project team has been coordinating, and will continue to actively

coordinate, with PG&E and SCE during the early design phases of the project to identify,

describe, and evaluate the HST's potential impact on existing electrical and gas

infrastructure. As appropriate and commensurate to the early stage of engineering

design, modifications have been made to the Revised Draft EIR/Supplemental Draft EIS

to reflect the comments provided (see Section 3.6.2 Laws, Regulations, and Orders). As

the design progresses and PG&E provides additional site-specific details, additional

review of environmental impacts will by considered, and if necessary, additional CEQA

and NEPA documentation will be completed.   Where the project would require

modification of any electrical facilities or power distribution line, such modifications

would be conducted in coordination with the affected utility.  For this section, PG&E

[AND SCE?]would need to apply for permits under California Public Utilities Commission

General Order 131-D, including its requirements for CEQA review and compliance and

permitting. The Authority will assist utility providers in applying for a permit from the

CPUC under CPUC General Order 131-D, including the need for any additional

environmental review necessary for transmission line relocation or extension, or other

new or modified facilities, and any localized increase in electrical loads identified as part

of the more detailed design.

I033-169

Refer to Standard Response FB-Response-PU&E-03.

The proposed project would protect or reroute potentially affected existing public utility

infrastructure in the Ponderosa community including any natural gas line located under

Ponderosa Street. The Authority’s construction contractor will coordinate schedules for

utility relocations and protection-in-place with the utility owner to ensure the project

would minimize or eliminate the potential for disruption of service to affected users and

the community.

Available information on the presence of high risk utilities, such as natural gas

transmission lines and large natural gas distribution lines, was collected for the utility

analysis in the EIR/EIS. This information was used to compare the number of high risk

utilities that each alternative alignment would intersect, including the natural gas

distribution line in the Ponderosa area. This provided a measure of comparison among

alternatives on important utility relocation impacts caused by the project. The objective

of this approach was to provide the reader with an understanding of the relative

magnitude of relocations for high risk utilities that would be required for each alternative.

Because of the length of the project, an analysis is not provided of the specific relocation

plans required for each individual utility. The designs presented in the EIR/EIS are

based on preliminary engineering. Therefore, exact utility relocations would be identified

as the design further develops.

Relocation of utility services would not result in a significant impact. The Authority would

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

relocate utilities or protect them in place. Where existing underground utilities such as

gas, petroleum, and water pipelines cross the HST alignment, the utilities would be

placed in a protective casing so that future maintenance could be accomplished outside

of the HST right-of-way. The project construction contractor would coordinate schedules

for utility relocations and protection-in-place with the utility owner to ensure the project

would not result in prolonged disruption of services.

I033-170

Refer to Standard Response FB-Response-AG-04, FB-Response-HWR-01.
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The Authority would work with irrigation districts and landowners to protect irrigation

systems. Canals may be bridged or placed in pipelines beneath the HST right-of-way.

Irrigation pipelines crossing the alignment would be relocated or placed in protective

casing so that future maintenance of the line could be accomplished outside of the HST

right-of-way.

Project impacts to irrigation systems including water wells, resulting replacement

infrastructure providing equal utility, and/or potential ramifications will be addressed

during the appraisal process with consultation from experts in the hydraulic engineering

and agriculture management fields. The timing of any restorative work or

reconfigurations will be addressed at the acquisition stage and documented in the right-

of-way contract (provisions regarding the timing of irrigation pipes would be addressed

at this time to correlate with periods of decreased water demand). The Authority is also

working with local districts and municipalities to minimize service disruptions to water

distribution systems. The Authority will fairly compensate land owners for loss or

disruptions to their operations during the right-of-way acquisition process, including the

severing of irrigation systems or water supply lines. The intention is to allow time for

upgrades and relocations to occur before construction to minimize irrigation disruptions

due to construction and operation of the HST.

I033-171

Refer to Standard Response FB-Response-AG-04, FB-Response-HWR-01.

The Authority would work with irrigation districts and landowners to protect irrigation

systems. Canals may be bridged or placed in pipelines beneath the HST right-of-way.

Irrigation pipelines crossing the alignment would be relocated or placed in protective

casing so that future maintenance of the line could be accomplished outside of the HST

right-of-way. Project impacts to irrigation systems including water wells, resulting

replacement infrastructure providing equal utility, and/or potential ramifications will be

addressed during the appraisal process with consultation from experts in the hydraulic

engineering and agriculture management fields. The timing of any restorative work or

reconfigurations will be addressed at the acquisition stage and documented in the right-

of-way contract (provisions regarding the timing of irrigation pipes would be addressed

I033-171

at this time to correlate with periods of decreased water demand). The Authority is also

working with local districts and municipalities to minimize service disruptions to water

distribution systems. The Authority will fairly compensate land owners for loss or

disruptions to their operations during the right-of-way acquisition process, including the

severing of irrigation systems or water supply lines. The intention is to allow time for

upgrades and relocations to occur before construction to minimize irrigation disruptions

due to construction and operation of the HST.

I033-172

Refer to Standard Response FB-Response-AG-04.

The Authority would work with irrigation districts and landowners to protect irrigation

systems. Canals may be bridged or placed in pipelines beneath the HST right-of-way.

Irrigation pipelines crossing the alignment would be relocated or placed in protective

casing so that future maintenance of the line could be accomplished outside of the HST

right-of-way. Project impacts to irrigation systems including water wells, resulting

replacement infrastructure providing equal utility, and/or potential ramifications will be

addressed during the appraisal process with consultation from experts in the hydraulic

engineering and agriculture management fields. The timing of any restorative work or

reconfigurations will be addressed at the acquisition stage and documented in the right-

of-way contract (provisions regarding the timing of irrigation pipes would be addressed

at this time to correlate with periods of decreased water demand). The Authority is also

working with local districts and municipalities to minimize service disruptions to water

distribution systems. The Authority will fairly compensate land owners for loss or

disruptions to their operations during the right-of-way acquisition process, including the

severing of irrigation systems or water supply lines. The intention is to allow time for

upgrades and relocations to occur before construction to minimize irrigation disruptions

due to construction and operation of the HST.

I033-173

The text of the EIR/EIS has been revised to reflect the correct reference in Section 3.6

Public Utilities and Energy:

"In addition, local water-use efficiency goals mandated statewide under SB x7-7, the
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Water Conservation Act, would partially offset the additional water demand expected

from the HST station operation."

I033-174

Refer to Standard Response FB-Response-PU&E-03.

Should the Kings/Tulare Regional Station-East Alternative be built, the Authority would

extend the existing City of Hanford wastewater sewed trunk line on the east side

of Hanford to the station site. The Authority would compensate the city for this

infrastructure extension. An analysis of impacts of the extension of the city's wastewater

trunk is provided in the Final EIR/EIS in Section 3.6 Public Utilities and Energy.

I033-175

The designs presented in the Revised Draft EIR/Supplemental Draft EIS are based on

preliminary engineering. The hydrology analysis for the I-710 Corridor project was

performed based on a higher level of engineering design. 

During final HST design, an evaluation of each receiving stormwater system’s capacity

to accommodate project runoff would be conducted. As necessary, onsite stormwater

management measures, such as detention or selected upgrades to the receiving

system, would be included in the design to provide adequate capacity. Project

stormwater pipelines and ditches would be sized to convey runoff from the 25-year

storm in rural areas and the 50-year storm in urban areas. Measures such as onsite

retention, infiltration basins, and detention ponds would be used to maintain offsite

stormwater discharge in compliance with the General Construction Stormwater Permit

issued by the State Water Resources Control Board (SWRCB). The Authority is

processing an individual stormwater permit for the discharge of stormwater from the new

HST facilities, similar to the individual permit that Caltrans holds. The Authority is

actively working with SWRCB to develop the post construction design guidelines that the

Authority's contractor will be required to use for treatment of stormwater quality and

volumes. The post construction design standards are addressed in Section 5, "Post

Construction Stormwater Treatment Controls," of the Post Construction Stormwater

Quality Standard Technical Memorandum (Authority April 2013). The standards provide

sizing for the 85th percentile 24-hour storm to protect water quality and the landscape

I033-175

from hydromodification, which is of particular concern in regions with earth lined canals.

 Section 3.8 includes estimated amount of impervious area, the water quality design

volume, and infiltration basin size based on water quality requirements for BMP design

for the Kings/Tulare Regional Stations, HMF sites, and bridges or aerial structures at

major river and creek crossings. However, siting of specific stormwater facilities would

be accomplished during detailed design.

I033-176

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

This comment suggests that the Revised DEIR/Supplemental DEIS has inappropriately

deferred the identification of measures necessary to mitigate significant effects that may

result from construction of the Fresno to Bakersfield Section. The Revised

DEIR/Supplemental DEIS does not defer mitigation, but rather provides an extensive set

of mitigation measures using performance standards included in project approval

decisions made in the future by the Authority and the FRA, and to be further reviewed,

refined, and applied as design progresses and permits are obtained from other

agencies. Under CEQA, where the design details of the project have not been fully

developed and the development of specific mitigation will rely upon information not yet

available, an EIR may take a phased approach to the development of specific mitigation,

provided that it has analyzed the impact and made a significance determination,

commits to mitigation in the form of a mitigation measure for the significant effect, and

specifies "performance standards which would mitigate the significant effect of the

project and which may be accomplished in more than one specified way" (14 CCR

15126.4(a)(1)(b)). The same is true under NEPA. The EIS must discuss mitigation “in

sufficient detail to ensure that environmental consequences have been fairly evaluated,”

but it is not necessary to formulate and adopt a complete mitigation plan (Robertson v.

Methow Valley Citizens Council, 490 U.S. 332, 352 [1989]).

The mitigation measures identified in the Revised DEIR/Supplemental DEIS meet these

requirements. During preparation of the impact sections, technical staff identified those

impacts that would potentially exceed a level of significance. The Revised

DEIR/Supplemental DEIS identifies mitigation measures that will avoid, reduce, or

otherwise mitigate each such potentially significant impact. Feasible mitigation is
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expected to be adopted to address each significant effect that was identified in the

Revised DEIR/Supplemental DEIS.  As mentioned above, the Revised

DEIR/Supplemental DEIS identifies impacts that could not be reduced below the level of

significance as significant and unavoidable.

I033-177

The potential impacts of the HST System on electricity generation and transmission

includes the entire state of California (and western states that produce energy that is

exported to California) because the HST System would obtain electricity from multiple

connection points throughout the statewide grid. Prorating the electricity requirements

for any one segment of the HST System based on statewide demand is a reasonable

approximation due to the operational requirements of HST across multiple project

sections and the power for those sections being provided by the statewide (and multi-

state) electrical grid. The HST System is expected to require less than 1% of the state’s

future electricity consumption. The Fresno to Bakersfield Section of the HST is

estimated to require 78 megawatts (MW) of peak demand, which is within existing

reserves. The HST project would not require the construction of a separate power

source and would not impact power reliability.

Appendix 3.6-C of the Revised Draft EIR/Supplemental Draft EIS discusses the

methodology for estimating electricity demand.

I033-178

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

Although hydrological impacts would differ if the BNSF Alternative followed the existing

transportation corridor in Kings County (e.g., at the Kings River crossing at Laton), this

option was eliminated from the initial alternatives because of engineering constraints

associated with turning curves through the city of Hanford.

I033-179

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

I033-179

Water demand under the cumulative scenario, which includes the HST project and other

past, present, and reasonably foreseeable future projects, is qualitatively described in

Section 3.19.4.2, High-Speed Train Alternatives Contributions, Hydrology and Water

Resources (under Short- and Long-Term Project Effects, Water Use). As described

therein, future water demand, including groundwater use, in the Tulare Lake Basin has

been modeled by the Department of Water Resources (DWR) based on possible

baseline scenarios. 

As described in FB-Response-GENERAL-03, the analysis undertaken by the Authority

and FRA show that the HST System has the potential to induce some growth and

intensify growth near stations. Both population and employment in Fresno, Kings,

Tulare, and Kern counties are projected to grow at a higher average annual rate than

California as a whole, and are described in detail in Section 3.18. The growth

inducement analysis in Section 3.18 of the EIR/EIS shows that in counties analyzed

within the study area (Fresno, Kings, Tulare, and Kern), the HST alternatives are

projected to induce somewhat more population growth (about 3% more total population)

and create additional future employment opportunities (about 4% more total jobs) than

would occur under the No Project Alternative (refer to Table 3.18-18 in the EIR/EIS).

Therefore, the HST project would cause water demand for operation and urban demand

associated with the 2% to 3% population increase anticipated as a result of the HST

project (compared to the No Project projections). On the other hand, the HST project

would reduce demand for irrigation water within the project footprint, partially

offsetting project operation water use and water use associated with population

increase.

I033-180

As described in Section 3.18, Regional Growth, the HST would result in a small amount

of induced population and employment growth statewide, with the largest growth effects

anticipated to occur in Merced and Madera counties, followed by the remainder of the

Central Valley. The HST's induced growth in Fresno, Kings, Tulare, and Kern counties is

estimated to be 2% to 3%, depending on the county.
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As described in FB-Response-GENERAL-03, Relocation and Long Range Commuting,

the growth-inducement analysis in the Revised DEIR/Supplemental DEIS considered

the potential for people to move from the coast to less expensive housing in the Central

Valley, including commuters. However, travel time alone does not determine a

reasonable commute mode and commute distance. Willingness to relocate in order to

save housing costs is a function of housing cost, the quality of available housing

(including quality of schools), commute time, and cost of the daily commute.

The HST will not be a below-market cost, subsidized commuter rail service, but instead

would provide rapid long-distance travel, priced at commercial market rates. HST fares

are expected to be tied to typical airplane fares.

Projected water demand under future conditions and water demand associated with

HST's induced growth are discussed in Section 3.19.4.2, High-Speed Train Alternatives

Contributions, Hydrology and Water Resources (under Short- and Long-Term Project

Effects, Water Use). Projections of future water demand in the Tulare Lake Basin have

been analyzed by the Department of Water Resources (DWR). Overall, estimates by

DWR show a range of possible future trends in water demand in the Tulare Lake Basin,

which vary depending upon several factors, including how climate change is factored

into the model. The majority of the scenarios predict a decrease in future water demand.

Water demand from the HST's operation and induced growth would be partially offset by

a reduction in water demand from irrigated lands.

I033-181

The HST-related induced growth in Fresno, Kings, Tulare and Kern counties is

estimated to be 2% to 3%, depending on the county. Projections of future water demand

in the Tulare Lake Basin have been analyzed by the California Department of Water

Resources (DWR). Overall, estimates by DWR show a range of possible future trends in

water demand in the Tulare Lake Basin, which vary depending upon several factors,

including how climate change is factored into the model. The majority of the scenarios

predict a decrease in future water demand. Water demand from HST-induced growth

would be partially offset by a reduction in water demand from irrigated lands.

Induced growth is analyzed in Section 3.18, Regional Growth. Projected water demand

I033-181

under future conditions and water demand associated with the HST's induced growth

are also discussed in Section 3.19, Cumulative Impacts. Also, note that current and

projected future water supplies used to meet local urban demand (and the relative

contribution of groundwater and surface water) are analyzed by municipal supply

districts in Urban Water Management Plans.

I033-182

Estimates of existing regional groundwater demand and groundwater extraction for local

municipal supply are provided in Table 3.8-16 of Section 3.8, Hydrology and Water

Resources. Existing regional groundwater demand is large (greater than 4 million acre

feet/yr) and changes due to project operations and HST induced growth would be small

compared to regional groundwater use. The HST project would also reduce demand for

irrigation water within the project footprint, offsetting project operation water use and

water use associated with population increase. Therefore the project would not

contribute to subsidence.

The Revised DEIR/Supplemental DEIS evaluates whether the project is located on a

geologic unit or soil that is unstable, or that would become unstable, as a result of the

project. One of the considerations is subsidence from groundwater or petroleum

withdrawal.  The Revised DEIR/Supplemental DEIS (see Section 3.9.4.4, Geologic

Hazards) states that substantial subsidence has occurred in the San Joaquin Valley,

primarily due to groundwater extraction; however, the areas with greatest land

subsidence are in the western portion of the San Joaquin Valley where subsidence of

more than 28 feet was recorded between 1926 and 1970. In the area of the HST

alternatives, including the north-south alignments, wyes, stations, and HMF, subsidence

has been far less dramatic than on the western side of the valley, where subsidence

was measured at less than 1 foot between 1926 and 1970 (Faunt 2009; Galloway and

Riley 1999). Over the last several decades, the use of pipelines and aqueducts for

surface water deliveries from other parts of California has reduced dependence on

groundwater for agricultural use, and land subsidence has slowed or reversed in some

areas of the San Joaquin Valley. During drought conditions, however, increased reliance

on groundwater may result in increased subsidence rates.

Construction and operation of the Fresno to Bakersfield Section would not change

subsidence rates compared to existing conditions. The project does not include features
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(e.g., major new sources of groundwater extraction) that would contribute to subsidence.

 As described in Section 3.8, the project would cause land to be removed from

agricultural production. Some of these lands are irrigated with groundwater, and

therefore localized groundwater withdrawals would likely be reduced.

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

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

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

maintenance costs are unacceptably high. Prerequisite geotechnical and geologic

evaluations, design features, and management measures to reduce or eliminate risk

from poor or unexpected geologic conditions or from long-term effects of the project on

geology are described in the EIR/EIS.

I033-183

Estimates of existing regional groundwater demand and groundwater extraction for local

municipal supply are provided in Table 3.8-16 of Section 3.8, Hydrology and Water

Resources. Existing regional groundwater demand is large (greater than 4 million acre-

feet/year) and changes due to project operations and HST induced growth would be

small compared to regional groundwater use. The HST project would also reduce

demand for irrigation water within the project footprint, offsetting project operation water

use and water use associated with population increase. Therefore the project would not

contribute to subsidence.

The Revised DEIR/Supplemental DEIS evaluates whether the project is located on a

geologic unit or soil that is unstable, or that would become unstable as a result of the

project. One of the considerations is subsidence from groundwater or petroleum

withdrawal.  The Revised DEIR/Supplemental DEIS (refer to Section 3.9.4.4, Geologic

Hazards) states that substantial subsidence has occurred in the San Joaquin Valley,

primarily due to groundwater extraction; however, the areas with greatest land

subsidence are in the western portion of the San Joaquin Valley, where subsidence of

more than 28 feet was recorded between 1926 and 1970. In the area of the HST

alternatives, including the north-south alignments, wyes, stations, and HMF, subsidence

has been far less dramatic than on the western side of the valley, with subsidence

measured at less than 1 foot between 1926 and 1970 (Faunt 2009; Galloway and Riley

1999). Over the last several decades, the use of pipelines and aqueducts for surface

I033-183

water deliveries from other parts of California has reduced dependence on groundwater

for agricultural use, and land subsidence has slowed or reversed in some areas of the

San Joaquin Valley. During drought conditions, however, increased reliance on

groundwater may result in increased subsidence rates.

Construction and operation of the Fresno to Bakersfield Section would not change

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

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

 As described in Section 3.8, the project would cause land to be removed from

agricultural production. Some of these lands are irrigated with groundwater, and

therefore localized groundwater withdrawals would likely be reduced.

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

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

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

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

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

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

the project on geology are described in the EIR/EIS.

I033-184

No septic systems are proposed as part of the project. Should the Kings/Tulare Regional

Station-East Alternative be built, the Authority would pay for the extension of the

existing sewer trunk line on the east side of Hanford to the station site. The Authority

would compensate the City for this infrastructure extension. The Final EIR/EIS includes

the potential impacts of extending the sewer trunk line in Section 3.6 Public Utilities and

Energy. Wastewater from the stations represents 1% or less of the excess capacities of

the treatment facilities serving Fresno, Hanford, and Bakersfield. Capacities of

wastewater treatment systems are also described in Section 3.6.

I033-185

The impact of septic systems was not been analyzed in the Revised Draft

EIR/Supplemental Draft EIS because no septic systems are proposed as part of the

project. Should the Kings/Tulare Regional Station-East Alternative be built, the Authority
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would pay for the extension of the existing sewer trunk line on the east side of Hanford

to the station site. The Authority would compensate the City for this infrastructure

extension. The Final EIR/EIS includes the potential impacts of extending the sewer trunk

line in Section 3.6 Public Utilities and Energy.

I033-186

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

See EIR/EIS Volume I Section 3.12, Impact SO #9, for information on why it may be

necessary to consider constructing housing of last resort, including rehabilitation of

existing housing or relocation of disrupted residential areas to newly constructed

housing elsewhere if there are not sufficient comparable vacant homes in the Ponderosa

area. For more information on the property acquisition and compensation process see

EIR/EIS Volume II Technical Appendix 3.12-A.

All communities that participate in the Federal Flood Insurance Program are expected to

restrict construction in the 100-year floodplain.  It is too speculative to assume that the

County will allow individuals to relocate into the floodplain.

I033-187

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

According to the Revised DEIR/Supplemental DEIS, Section 3.12, Socioeconomics,

Communities, and Environmental Justice, there is enough vacant housing nearby to

compensate for HST housing displacement, and therefore no new housing construction

would be required. All communities that participate in the Federal Flood Insurance

Program are expected to restrict construction in the 100-year floodplain. It is too

speculative to assume that the county will allow individuals to relocate into the

floodplain.

I033-188

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

I033-188

Impact HWQ#8, Permanent Impacts on Floodplains, discusses the project impacts on

floodplains. In areas with concentrated flow, such as rivers and streams, openings in the

embankment (e.g., bridges and culverts) would allow the same volume of water to pass

along the same flow path. In overland areas with shallow flooding, water is ponded

without concentrated flow, and openings in the embankment (e.g., culverts) would

continue to allow floodwaters to pass in the down-gradient direction. These areas drain

slowly as a result of the flat topography and shallowly sloped land gradient, and water

has minimal energy.  These conditions are similar to existing conditions.  Openings

within the HST embankment would be sized to allow conveyance without increasing the

water surface elevation in the 100-year floodplain by more than 1 foot, or as required by

state or local agencies. This is described throughout this impact section and further

described in Section 3.8.6, Project Design Features, under Project Design Features for

Flood Protection. The 1-foot increase in base flood elevation (associated with the 100-

year flood) was chosen as the significance criteria to be consistent with FEMA

guidelines.

I033-189

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-HWR-03.

Impact HWQ#8, Permanent Impacts on Floodplains, discusses the project impacts on

floodplains. This section includes a description of all of the river and creek crossings and

a description of potential floodplain impacts at each of these crossings. Appendix 3.8-B

describes the results of the hydraulic modeling at river and creek crossings. In areas

with concentrated flow, such as rivers and streams, openings in the embankment (e.g.,

bridges and culverts) would allow the same volume of water to pass along the same flow

path. In overland areas with shallow flooding, water is ponded without concentrated flow,

and openings in the embankment (e.g., culverts) would continue to allow floodwaters to

pass in the down-gradient direction. These areas drain slowly as a result of the flat

topography and shallowly sloped land gradient, and water has minimal energy.  These

conditions are similar to existing conditions.  Openings within the HST embankment

would be sized to allow conveyance without increasing the water surface elevation in the

100-year floodplain by more than 1 foot, or as required by state or local agencies. This is

described throughout this impact section and further described in Section 3.8.6, Project

Design Features, under Project Design Features for Flood Protection. The 1-foot
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increase in base flood elevation (associated with the 100-year flood) was chosen as the

significance criteria to be consistent with FEMA guidelines.

I033-190

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-HWR-03.

Impact HWQ#8, Permanent Impacts on Floodplains, discusses the project impacts on

floodplains. This section includes a description of all of the river and creek crossings and

a description of potential floodplain impacts at each of these crossings. Appendix 3.8-B

describes the results of the hydraulic modeling at river and creek crossings. In areas

with concentrated flow, such as rivers and streams, openings in the embankment (e.g.,

bridges and culverts) would allow the same volume of water to pass along the same flow

path. In overland areas with shallow flooding, water is ponded without concentrated flow,

and openings in the embankment (e.g., culverts) would continue to allow floodwaters to

pass in the down-gradient direction. These areas drain slowly as a result of the flat

topography and shallowly sloped land gradient, and water has minimal energy.  These

conditions are similar to existing conditions. (In other words, the project will not create a

new "levee” along the valley floor.) Openings within the HST embankment would be

sized to allow conveyance without increasing the water surface elevation in the 100-year

floodplain by more than 1 foot, or as required by state or local agencies. This is

described throughout this impact section and further described in Section 3.8.6, Project

Design Features, under Project Design Features for Flood Protection. The 1-foot

increase in base flood elevation (associated with the 100-year flood) was chosen as the

significance criteria to be consistent with FEMA guidelines.

I033-191

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

Impact HWQ#8, Permanent Impacts on Floodplains, discusses the project impacts on

floodplains. This section includes a description of all of the river and creek crossings and

a description of potential floodplain impacts at each of these crossings. Appendix 3.8-B

describes the results of the hydraulic modeling at river and creek crossings. In areas

with concentrated flow, such as rivers and streams, openings in the embankment (e.g.,

bridges and culverts) would allow the same volume of water to pass along the same flow

I033-191

path. In overland areas with shallow flooding, water is ponded without concentrated flow,

and openings in the embankment (e.g., culverts) would continue to allow floodwaters to

pass in the down-gradient direction. These areas drain slowly as a result of the flat

topography and shallowly sloped land gradient, and water has minimal energy.  These

conditions are similar to existing conditions. Openings within the HST embankment

would be sized to allow conveyance without increasing the water surface elevation in the

100-year floodplain by more than 1 foot, or as required by state or local agencies. This is

described throughout this impact section and further described in Section 3.8.6, Project

Design Features, under Project Design Features for Flood Protection. The 1-foot

increase in base flood elevation (associated with the 100-year flood) was chosen as the

significance criteria to be consistent with FEMA guidelines.

I033-192

Refer to Standard Response FB-Response-HWR-02, FB-Response-SO-01.

HWQ#8 of Section 3.8, Hydrology and Water Resources, discusses the potential for

HST embankments to act as an obstacle to the shallow overland flow if sufficient

culverts or cross drainage were not provided. However, the project would incorporate

adequately sized culverts to avoid diverting or redirecting overland flood flows in such a

manner that would increase the water surface elevation in the 100-year floodplain by

more than 1 foot, or as required by state or local agencies. Culverts would be sized in

accordance with hydraulic modeling. Appendix 3.8-B describes the results of the

hydraulic modeling at river and creek crossings.

I033-193

Impact HWQ#8, Permanent Impacts on Floodplains, discusses the project impacts on

floodplains. This section includes a description of all of the river and creek crossings and

a description of potential floodplain impacts at each of these crossings. Appendix 3.8-B

describes the results of the hydraulic modeling at river and creek crossings. In areas

with concentrated flow, such as rivers and streams, openings in the embankment (e.g.,

bridges and culverts) would allow the same volume of water to pass along the same flow

path. In overland areas with shallow flooding, water is ponded without concentrated flow,

and openings in the embankment (e.g., culverts) would continue to allow floodwaters to

pass in the down-gradient direction. These areas drain slowly as a result of the flat
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topography and shallowly sloped land gradient, and water has minimal energy.  These

conditions are similar to existing conditions. Openings within the HST embankment

would be sized to allow conveyance without increasing the water surface elevation in the

100-year floodplain by more than 1 foot, or as required by state or local agencies. This is

described throughout this impact section and further described in Section 3.8.6, Project

Design Features, under Project Design Features for Flood Protection. The 1-foot

increase in base flood elevation (associated with the 100-year flood) was chosen as the

significance criteria to be consistent with FEMA guidelines.

I033-194

Refer to Standard Response FB-Response-HWR-01, FB-Response-SO-01.

Utility conflicts for canals are discussed in Section 3.6, Public Utilities and Energy, under

Impact PU&E#11 – Potential Conflicts with Water Facilities.  The Authority would work

with irrigation districts to protect canal systems with the intent that service disruptions

would be minimized to the extent possible in both the flood and irrigation seasons.

Culverts would be installed when the canal system is dry, or if construction was needed

during periods of water conveyance, water would be routed around active work areas by

cofferdams, pipes, or other temporary conveyance systems. Some canals would need to

be relocated; the new facility would be operational prior to disconnecting the original

facility to help alleviate potential service interruptions.

I033-195

Refer to Standard Response FB-Response-HWR-01, FB-Response-SO-01.

Utility conflicts for canals are discussed in Section 3.6, Public Utilities and Energy, under

Impact PU&E#11 – Potential Conflicts with Water Facilities.  The Authority would work

with irrigation districts to protect canal systems with the intent that service disruptions

would be minimized to the extent possible in both the flood and irrigation seasons.

Culverts would be installed when the canal system is dry, or if construction was needed

during periods of water conveyance, water would be routed around active work areas by

cofferdams, pipes, or other temporary conveyance systems. Some canals would need to

be relocated; the new facility would be operational prior to disconnecting the original

facility to help alleviate potential service interruptions.

I033-196

Refer to Standard Response FB-Response-HWR-01, FB-Response-SO-01.

Utility conflicts for distribution canals are discussed in Section 3.6, Public Utilities and

Energy, under Impact PU&E#11 – Potential Conflicts with Water Facilities.  The

Authority would work with irrigation districts to protect canal systems with the intent that

service disruptions would be minimized to the extent possible in both the flood and

irrigation seasons and so that there would be no need to fallow fields due to construction

impacts on distribution facilities. Culverts would be installed when the canal system is

dry, or if construction was needed during periods of water conveyance, water would be

routed around active work areas by cofferdams, pipes, other temporary conveyance

systems. Some district canals would need to be relocated; the new canal would be

operational prior to disconnecting the original facility to minimize potential service

interruptions.

On-farm utility conflicts for local canals are discussed in Section 3.14, Agricultural

Lands.  Appendix 3.12-A describes the expected process for right-of-way acquisition

and the rights of property owners under the Uniform Relocation Assistance Program. As

part of this process, Authority right-of-way agents would work with each affected

property owner to address issues of concern during the appraisal process. The required

property appraisal would identify affected utilities, and the agents would attempt to

resolve conflicts. For example, the acquisition agreements could require that the

contractor relocate the affected utilities before construction, maintain service during

construction, or time the disruption to avoid active periods (e.g., construction would

occur during the winter idle period for annual crops). In some cases, the agents may not

be able to resolve the conflict. When construction activities cannot avoid a utility, the

agent would negotiate a fair compensation for loss of agricultural production.

I033-197

As discussed in Section 3.8.5.3 under Impact HWR#6, Permanent Impacts on Surface

Water Quality, appropriate laws and regulations pertaining to the use of herbicides and

safety standards for employees and the public, as governed by the U.S. Environmental

Protection Agency, the California Department of Pesticide Regulation, and local

jurisdictions, will be followed. Applications will adhere to label directions for application
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rates and methods, storage, transportation, mixing, and container disposal. Contracted

applicators will be appropriately licensed by the state. HST staff will coordinate with the

County Agricultural Commissioners, and required licenses and permits shall be obtained

prior to herbicide application.

The use of herbicides and pesticides will be applied in a manner that minimizes the

adverse impacts on the environment.  Precautions that will be taken will include the

following:  (1) Herbicide spraying will be implemented consistent with Pest Control

Recommendations prepared by a licensed Pest Control Advisor. (2) Applicators will

follow herbicide label requirements and refer to other best management practices

(BMPs) regarding mandatory measures to protect sensitive resources and employee

and public health during herbicide application. (3) Herbicide applicators will work under

the direction of a person with a Qualified Applicator License or Qualified Applicator

Certificate. (4) Storage, loading and mixing of herbicides will be set back from any

aquatic feature or special-status species or their habitat or sensitive natural

communities. (5) Application will not occur when weather parameters exceed label

specifications for example, when wind exceeds specified speed, or when precipitation

(rain) occurs or is forecasted with specified period to prevent sediment and herbicides

from entering the water via surface runoff. In addition, Bio-MM#4, Prepare and

Implement a Weed Control Plan, discusses how herbicide applications will be restricted

in Environmentally Sensitive Areas.

Herbicides and pesticides can degrade through physical, biological and chemical

processes such as photolysis, aerobic metabolism, anaerobic metabolism, and

hydrolysis. (Chemical half-lives for most herbicides are on the order of days to weeks.)

HST track runoff from the design storm (85th percentile 24-hour storm event) would be

treated using BMPs designed to reduce the discharge of pollutants to the maximum

extent practicable (MEP). The project would emphasizing onsite retention of stormwater

runoff using measures such as flow dispersion, infiltration, and evaporation,

supplemented by detention, where required, and would comply with standards described

in Section 3.8.6, Project Design Features. Because of measures used to control how

herbicides and pesticides are applied and because of stormwater treatment design

measures, impacts from pesticide and herbicide applications would be less than

significant.

I033-198

Potential pollutants and water quality effects are discussed under Impact HWR#6. 

Runoff from the HST facilities will be permitted by the State Water Resources Control

Board (SWRCB) under a National Pollutant Discharge Elimination System (NPDES)

permit (Authority 2013c). The pollutants of concern in runoff from HST facilities would be

similar to those in runoff from other statewide transportation facilities, and they are

expected to include nutrients, metals, sediments, herbicides, and oils and grease. 

Fugitive dust from the surrounding agricultural areas might contribute additional minor

amounts of pollutants, such as suspended solids, pesticides and herbicides.  Runoff

from HST tracks would by hydrologically isolated from the runoff from surrounding land

uses.  HST track runoff from the design storm (85th percentile 24-hour storm event)

would be treated using best management practices (BMPs) designed to reduce the

discharge of pollutants to the maximum extent practicable (MEP). The design volume or

flow of stormwater runoff would be infiltrated, reused, and/or evapotranspirated using

BMPs such as biofiltration strips/swales, infiltration devices, or other soil and landscape-

based BMPs.  If these measures are not possible, the excess volume will be treated by

low-impact development (LID)-based flow-through treatment devices such as compost-

amended biofiltration swales.  If LID-based flow-through treatment devices are not

feasible, the excess volume would be treated through conventional volume-based or

flow-based stormwater treatment devices, such as extended detention basins or wet

basins. These BMPs would discharge to the local stormwater drainage system (MS4), or

creek. For small events, it is not anticipated that drainage would be transported very far

from where it is generated because local soils have a high infiltration capacity. For large

events such as the 100-year event, flood flows would likely overwhelm treatment

measures designed for the 85th percentile 24-hour storm event, however during these

large events the amount of water would dilute chemical concentrations to negligible

levels. Required engineering studies, including hydrology studies used to size the BMPs

for stormwater treatment, will be conducted as part of the engineering design.

I033-199

The California Geological Survey (CGS) estimates that only about 6% of the total

aggregate resources available have been developed in the areas studied. The areas

studied by the CGS include 31 regions of the state that range from Shasta County in the

north to San Diego County in the south, indicating that statewide only 6% of potentially
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available aggregate resources have been developed.

Aggregate resources for the proposed HST Fresno to Bakersfield Section could be

obtained from five of the areas studied by the CGS. These include the Fresno (greater

Fresno-Clovis metropolitan area), north Tulare County (Visalia/Tulare Area), south

Tulare County  (Portersville area), Bakersfield (Oildale to Tehachapi), and Palmdale. 

Within these five areas, as of 2006, there were 379 million tons of permitted aggregate

resources, not including the south Tulare County area, which was not reported because

the information is proprietary. Of this permitted material, the proposed HST segment

would require about 2.3 million tons, representing 0.6% (2.3 million tons/379 million tons

permitted) of the currently permitted aggregate resources in these five areas. The

project would not rely on any one area for all its material. The text in the Revised

DEIR/Supplemental DEIS, Section 3.9.1, has been updated to reflect this information.

I033-200

Aggregate resources for the proposed Fresno to Bakersfield Section  could be obtained

from five of the areas studied by the CGS. These include Fresno (greater Fresno-Clovis

metropolitan area), north Tulare County (Visalia/Tulare Area), south Tulare County

(Portersville area), Bakersfield (Oildale to Tehachapi), and Palmdale.  Within these five

areas, as of 2006, there were 379 million tons of permitted aggregate resources, not

including the south Tulare County area, which was not reported because the information

is proprietary (CGS 2006, Map Sheet 52).  Of these permitted resources, the proposed

HST section would require about 2.3 million tons, representing 0.6% of the currently

permitted aggregate resources in these five areas. The project would not rely on any

one area for all its material, and no new permitted areas would be needed.The text in

the Revised DEIR/Supplemental DEIS, Section 3.9.1, has been updated to reflect this

information.

I033-201

Permitted aggregate resources in the study area were identified and discussed based

on information presented by the California Geological Survey (CGS 2006). Aggregate

resources for the proposed HST Fresno to Bakersfield Section could be obtained from

five of the areas studied by the CGS. These include the Fresno (greater Fresno-Clovis

metropolitan area), north Tulare County (Visalia/Tulare Area), south Tulare County 

I033-201

(Portersville area), Bakersfield (Oildale to Tehachapi), and Palmdale.  Within these five

areas, as of 2006, there were 379 million tons of permitted aggregate resources, not

including the south Tulare County area, which was not reported because the information

is proprietary.

The proposed HST segment would require about 2.3 million tons, representing 0.6% of

the currently permitted aggregate resources in the region. Permitted aggregate

resources in the region would provide sufficient aggregate material for the project

without harmfully depleting available sources. The text of the Revised

DEIR/Supplemental DEIS, Section 3.9.1, has been updated to provide greater detail.

I033-202

Areas of difficult excavation along the project alignments are not expected to be

pervasive because of the predominantly uncemented Quaternary sediments in the San

Joaquin Valley, although some localized areas may occur. In areas that have been used

for agricultural purposes, the hardpan has often been removed or tilled to improve the

drainage characteristics of the soil. Past land use, as well as infrastructure development

in the study area, should limit the locations where hardpan and cemented zones pose a

potential problem for excavations.

The Revised DEIR/Supplemental DEIS provides existing regional data from which the

potential geologic hazards are identified and discussed in relation to the project. Site-

specific design features, such as the specific location of areas of difficult excavation, will

be determined after site-specific geotechnical investigations are conducted. The

Revised DEIR/Supplemental DEIS is based on the level of engineering and planning

necessary to identify potential environmental impacts and to identify the range of

appropriate mitigation measures.  Additional geotechnical investigations that are

referred to in the Revised DEIR/Supplemental DEIS would be for the purpose of

finalizing the designs and planning for construction, but are not necessary to disclose to

the public and decision makers the potential for encountering areas of difficult

excavation.
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As described in the Revised DEIR/Supplemental DEIS, soils along all of the alternatives

and at the HMFs generally have moderate-to-high corrosivity to uncoated steel, as well

as concrete in some locations. Soils with moderate-to-high corrosive potential for steel

and concrete are common throughout the Central Valley. The effects can be mitigated

through the use of standard engineering design practices.

As described on the Revised DEIR/Supplemental DEIS, the project design reduces the

risk from corrosive soils through soil improvement or by removal of the upper 5 feet of

soils that exhibit high-corrosivity characteristics, and by replacement of the excavated

soils with soils that do not exhibit these characteristics in areas where there would

be buried, uncoated steel. Active and passive corrosion protection systems could also

protect embedded and exposed steel structures from corrosion. As necessary, final

designs would include epoxy-coated steel or corrosion-resistant steel or concrete

materials to avoid long-term corrosion issues.

I033-204

The potential effects of soils settlement and the engineering remedies are discussed in

the EIR/EIS under Impact GSS #7. The document describes that a number of locations

along the project footprint would require new earth fills in areas that are potentially

underlain by settlement-prone (loose or soft) soils. These specific locations would be

identified during preconstruction and construction investigations, and engineered

solutions would be implemented for site-specific conditions. Settlement is typically a

slow process, which with periodic maintenance, can quickly be remedied by reballasting,

where required, to maintain a safe track profile. The HST project design incorporates

ground improvements and foundations that are resistant to settlement and would meet

building code requirements. Additional fill material from other sources would be imported

as necessary.

Hydrocompaction is the subsidence of shallow soils and sediments as a result of adding

water to the land surface.  Soils in the project area may be subject to this phenomenon. 

When the Central Valley Project (CVP) was being designed, little was known about this

type of subsidence. Studies conducted in the 1950’s prior to construction of the CVP,

lead to an understanding that reaches of the CVP may be subject to hydrocompaction. 

Construction of the CVP incorporated prewetting of susceptible soils prior to

I033-204

construction, thus compacting the susceptible soils before constructing on them.  As

described above, the HST project will incorporate site-specific engineering solutions

during final design to account for local geologic conditions discovered during site-

specific geotechnical studies.

I033-205

The reputed tunnel system in the Chinatown area of Fresno was addressed as a

potential cultural resource in the Revised DEIR/Supplemental DEIS, page 3.17-39. The

discussion concluded that based on a Fresno-sanctioned study, no evidence of a tunnel

system exists. The Chinatown Historic Resource Survey encompassed the blocks

bounded by Mariposa, Inyo, E, and G streets (City of Fresno Planning and Development

Department 2006). The survey was undertaken to develop an accurate inventory of the

existing historic resources for management purposes, because the area has been

“particularly impacted by demolition and redevelopment projects” (City of Fresno

Planning and Development Department 2006:2). Research for the project was

extensive; however, the investigation produced “no evidence…to substantiate the

existence of tunnels” in Fresno’s Chinatown (City of Fresno Planning and Development

Department 2006:58)" (see Revised DEIR/Supplemental DEIS, page 3.17-39). If during

construction or geotechnical activities any potential historical resources are identified,

including subsurface resources such as tunnels or voids, the implementation of

Mitigation Measure CUL-1, Comply with the Stipulations Regarding the Treatment of

Archaeological Resources in the Section 106 Programmatic Agreement, and Mitigation

Measure CUL-3, Halt Work in the Event of an Archaeological Discovery, will reduce this

impact to a less-than-significant level.

I033-206

Wells/tanks/pipelines currently adjacent to the existing BNSF tracks are subject to

vibration levels substantially higher than the vibration levels that would be generated by

HST operations. If the wells/tanks/pipelines are not currently experiencing any of these

problems under existing conditions, they would not be expected to experience these

problems with the addition of HST operations.

Blasting of hardpan or cemented soils is not expected to be required. The Revised

DEIR/Supplemental DEIS text in Sections 3.9.4.7 and 3.9.5.3 (Impact GSS # 4) has
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been modified to remove the references to blasting.  Areas of difficult excavation along

the project alignments are not expected to be pervasive because of the predominantly

uncemented Quaternary sediments in the San Joaquin Valley, although some localized

areas may occur. In areas that have been used for agricultural purposes, the hardpan

has often been removed or tilled to improve the drainage characteristics of the soil. Past

land use, as well as infrastructure development in the study area, should limit the

locations where hardpan and cemented zones pose a potential problem for excavations.

I033-207

As stated in the title of Figure 3.11-4, this figure depicts the safety and security of

existing conditions in the Hanford area (emphasis added) and therefore does not

misrepresent the project.

Kings County Fire Station #4 on Houston Avenue would not be eliminated nor relocated

by the HST project. The overpass structure would not limit access to the station and

would not restrict the movement of fire trucks.

I033-208

The referenced fire station is identified in the EIR/EIS, Volume I, Section 3.12.6.4,

Affected Environment, and is not identified as requiring relocation. Final engineering

refinements will avoid impacts on the fire station and provide proper access. Some

facilities within the existing parcel immediately adjacent to the HST may be relocated

within the existing parcel on which the station is located, if required. As Fire Station #4

would not be relocated, an analysis of its ability to meet response time standards and

requirements or an analysis of its effect on homeowner fire insurance rates, is not

warranted.

I033-209

The section referenced by the commenter states that fall hazards (such as industrial

facilities with tall structures like silos and distillation columns) could pose threats to

operation of the proposed project in the event of a disaster at those facilities. This would

not exclude PG&E or other transmission lines along the proposed HST alignment

I033-209

alternatives. This same section references Section 3.6. High-risk facilities in and near

the construction footprint are discussed in Section 3.6, Public Utilities and Energy.

Please refer to Impact PU&E #5 – Conflicts with Existing Utilities in Section 3.6.5.3,

where the Revised DEIR/Supplemental DEIS describes that, pursuant to utility

agreements negotiated between the Authority and the utility owners, the Authority would

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

relocate utilities or protect them in place. Where overhead transmission lines cross the

HST alignment, the Authority and the utility owner may determine that it is best to place

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

These actions would address the potential for power lines to fall on the HST alignments.

Therefore, there would not be the potential for a PG&E tower to fall on the HST

alignment, as suggested by the commenter. Additionally, Impact S&S #12 – Hazards to

the HST from Nearby Facilities, addresses safety hazards from nearby tall facilities.

I033-210

Refer to Standard Response FB-Response-S&S-04.

Emergency response as addressed in the Revised DEIR/Supplemental DEIS considers

the potential need for ambulance and paramedic services during project construction

and HST operation. The potential for increased reliance on such services is addressed

in Mitigation Measure S&S-1: Monitor response of local fire, rescue, and emergency

service providers to incidents at stations and the HMF; this measure requires the

Authority to fund a fair share of the cost of service.

I033-211

Refer to Standard Response FB-Response-S&S-04.

The Revised DEIR/Supplemental DEIS addresses the potential for additional emergency

response requirements in Impact S&S #1: "Safety of construction workers and the public

could be compromised during construction, potentially resulting in accidental injuries and

deaths.  Standard implementation of a construction health and safety plan during

construction would reduce risks to human health during construction; therefore, effects

would have negligible intensity under NEPA, and impacts would be less than significant

under CEQA for all alignment and HMF alternatives."  Mitigation Measure S&S-1 will be
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employed such that the Authority will provide a fair share of the cost of service based

monitoring local fire, rescue, and emergency service providers responses to incidents at

the stations and HMF before and after construction.

I033-212

The potential for crime around construction sites is addressed in Section 3.11.5.3,

Impact S&S #3, which describes security measures that would be undertaken during

project construction. Quantification of the increase in crime would be speculative, and

thus not appropriate. Should crime around construction sites increase, Mitigation

Measure S&S-1 will be implemented. In this instance, the Authority would work with

local law enforcement providers and provide funding (i.e., a fair share of the cost of

service) based on the monitoring of service calls in responding to incidents at

construction sites.

I033-213

Refer to Standard Response FB-Response-S&S-04.

The potential for crime around construction sites is addressed in Section 3.11.5.3,

Impact S&S #3, which describes security measures that would be undertaken during

project construction. Quantification of the increase in crime would be speculative, and

thus not appropriate. Should crime around construction sites increase, Mitigation

Measure S&S-1 will be implemented. In this instance, the Authority would work with

local law enforcement providers and provide funding (i.e., a fair share of the cost of

service) based on the monitoring of service calls in responding to incidents at

construction sites.

I033-214

Please see Impact S&S #10 for information related to the impact on local law

enforcement and emergency response teams in the event of a system alert and

shutdown. This occurrence is expected to be rare based on incorporation of specific

project design features (see EIR/EIS, Section 3.11.6, and Appendix 2-D) that

will minimize the potential for train accidents.

I033-215

As described under Impact S&S  #10, the Authority would collaborate with local

responders to develop a Fire and Life Safety Program for emergency response in case

of an accident or other emergency (see Sections 3.11.6, Project Design Features, and

3.11.7, Mitigation Measures).  Preliminary discussions with local emergency response

agencies (Kings County Fire/Sheriff, Hanford City Fire/Police) have begun. Emergency

response plans, training, and drills/exercises will be developed prior to the start of

HST operations.

I033-216

Operation of farm equipment on public roadways will be subject to California Motor

Vehicle Code regulations. All road overcrossings would be designed in accordance with

Caltrans or county standards, whichever apply. These standards address the safety

concerns expressed by the commenter.  Road overcrossing designs will be subject to

review and approval by the agency having jurisdiction (Caltrans or a county) according

to its public safety requirements.

I033-217

All road overcrossings would be designed in accordance with California Department of

Transportation (Caltrans), county, or city standards, whichever apply. These standards

address the safety concerns expressed by the commenter. Road overcrossing designs

will be subject to review and approval by the agency having jurisdiction (Caltrans,

county, or city) according to its public safety requirements. The design standards that

apply to these roadway modifications are:

Caltrans, Highway Design Manual (2012).

http://www.dot.ca.gov/hq/oppd/hdm/hdmtoc.htm (Caltrans 2012a).

American Association of State Highway and Transportation Officials (AASHTO), A

Policy on Geometric Design of Highways and Streets. 6th ed. (2011) (AASHTO 2011).

City of Fresno Public Works Department, Standard Specifications

(2013), http://www.fresno.gov/NR/rdonlyres/41DD948F-8BC7-4943-9CE2-

190480D8D728/0/011113FINALCityStandardSpecificationsSections132.pdf (City of
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Fresno PWD 2013).

City of Fresno Public Works Department, Standard Drawings (2011),

http://www.fresno.gov/NR/rdonlyres/ABA25F91-D0E8-4337-8CF7-

8F9B20977250/0/STDDrawings.pdf (City of Fresno PWD 2011).

Fresno County Department of Public Works and Planning, Development Services

Division, Fresno County Ordinance Code Title 15, Ordinance 11-005. Building and

Construction (2011),  http://www.co.fresno.ca.us/ViewDocument.aspx?id=4210 (Fresno

County DPW 2011).

Kings County Public Works, Improvement Standards(Hanford, CA: Kings County Public

Works, May 6, 2003),

http://www.countyofkings.com/planning/PW%20STANDARD%205-6-03.pdf (Kings

County Public Works 2003).

Tulare County, Improvement Standards, 3 vols. (Visalia, CA: County of Tulare, revised

December 10, 1991), http://www.tularecounty.ca.gov/rma/index.cfm/documents-and-

forms/public-works-documents/engineering-documents/county-standards/ (Tulare

County 1991).

City of Shafter, Subdivision and Engineering Design Manual (Shafter, CA: City of

Shafter Engineering & Public Works, 2005) http://www.shafter.com/index.aspx?NID=56

(City of Shafter 2005).

Kern County, "Development Standards: Division One, Standards for Streets" (May 21,

2010). http://esps.kerndsa.com/images/engineering/pdfs/DIVISION_01(ONE).pdf (Kern

County 2010).

City of Bakersfield Public Works Department, Subdivision and Engineering Design

Manual: Division Five, Streets (July 13, 2012).

http://www.bakersfieldcity.us/cityservices/pubwrks/designman/pdf/Streets.pdf (City of

Bakersfield PWD 2012).

I033-218

The Revised DEIR/Supplemental DEIS does approach emergency preparedness as if

an incident will occur and mitigation is in place, as referenced in the quote provided by

the commenter, which states, “the Authority would collaborate with local responders to

develop a Fire and Life Safety Program for emergency response in case of an accident

or other emergency….” Preliminary discussions with local emergency response

agencies (Kings County Fire/Sheriff, Hanford City Fire/Police) have begun. Emergency

response plans, training, and drills/exercises will be developed before the

implementation of operations. Project Design Features in Section 3.11.6 address

specific components of and methodologies for development of such a plan.

I033-219

Refer to Standard Response FB-Response-S&S-04.

Emergency medical response would be handled by emergency response personnel and

equipment, including paramedics, fire safety personnel, ambulances, dispatched

through normal processes following notification by the HST Operations Control

Center. The Revised DEIR/Supplemental DEIS addresses emergency response in

Section 3.11.5, and in Mitigation Measure SS-1 in Section 3.11.7.

I033-220

Refer to Standard Response FB-Response-S&S-03, FB-Response-S&S-04, FB-

Response-S&S-05.

The referenced discussion focuses on impacts related to increased development,

economic activity, and new passengers associated with stations. This is in addition to

the primary focus of Section 3.11, which analyzes a variety of impacts that could affect

emergency responders. Mitigation Measure S&S-1 states that the Authority will provide

a fair share of the cost of service based on monitoring of local fire, rescue, and

emergency service providers to incidents at the stations and HMF before and after

construction.
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As described in Section 3.11.1, the HST system would be fully access-controlled with

intrusion monitoring systems. This means that the HST infrastructure (e.g., mainline

tracks and maintenance and storage facilities) would be designed to prevent access by

unauthorized vehicles, including large equipment, people, animals, and objects in

response to site-specific hazard analysis. The system would also include appropriate

barriers (fences and walls). Fencing and intrusion protection systems will be periodically

inspected and remotely monitored where required by risk-based hazard analysis applied

on a site-specific basis.

I033-222

The Revised DEIR/Supplemental DEIS addresses crop dusting in Section 3.14.5,

Impact AG #11 – Effects on Aerial Spraying. The analysis on page 3.14-6 acknowledges

that the height of vertical HST structures, such as poles, radio communication towers,

and elevated guideways, could interfere with aerial spraying of agricultural lands

adjacent to the alignment. However, no restrictions currently exist on the distances an

aircraft must maintain from utility lines or towers (Gage 2010). In addition, agricultural

aircraft currently fly in areas where utility lines of varying heights, such as telephone

poles and electrical transmission towers, exist in or near the sprayed fields. Therefore,

changes in spraying patterns are not anticipated to create an additional hazard to crop-

dusting activities.

I033-223

Refer to Standard Response FB-Response-S&S-05.

The Revised DEIR/Supplemental DEIS is not obliged to identify and analyze every type

of criminal activity that could potentially occur on the HST, although “theft and violence”

seem to encompass the bulleted examples mentioned by the commenter. Mitigation is

not provided because these issues are addressed by the Project Design Features

identified in Section 3.11.6. These features include preparing threat and vulnerability

assessments during the engineering design and construction phases, which would

establish provisions for the deterrence and detection of, as well as the response to,

criminal and terrorist acts for rail facilities and system operations. In addition to the

system features cited by the commenter, additional provisions the Authority would

implement include developing and implementing security procedures and staff training,

I033-223

as well as the use of closed-circuit television monitoring.

I033-224

Refer to Standard Response FB-Response-S&S-05.

I033-225

Refer to Standard Response FB-Response-GENERAL-08, FB-Response-TR-02.

The commenter is directed to paragraph 2 of the referenced mitigation measure, which

makes it clear that the mitigation measure is not deferred:

“Prior to operation of the stations for HST service [emphasis added], the Authority will

enter into an agreement with the public service providers of fire, police, and emergency

services to fund the Authority’s fair share of services above the average baseline service

demand level for the station and HMF service areas (as established during the

monitoring period). The fair share will be based on projected passenger use for the first

year of operations, with a growth factor for the first 5 years of operation. This cost-

sharing agreement will include provisions for ongoing monitoring and future negotiated

amendments as the stations are expanded or passenger use increases. Such

amendments will be made on a regular basis for the first 5 years of station operation, as

will be provided in the agreement. To make sure that services are made available,

impact fees will not constitute the sole funding mechanism, although impact fees may be

used to fund capital improvements or fixtures (i.e., police substation, additional fire

vehicle, onsite defibrillators) necessary to service delivery.”

I033-226

As described in the beginning of Section 3.11.3, safety issues addressed in the Revised

DEIR/Supplemental DEIS include future rail system operations, such as train travel;

vehicle, bicycle, and pedestrian access at stations; emergency response by fire, law

enforcement, and emergency services to fire and seismic events; or other emergency

situations. For security, the analysis evaluates impacts associated with the incidence of

crime against people and property, including acts of terrorism.
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Applicable design standards for safety and security that would be used for the project

are provided in Appendix 2-D, and are summarized in Section 3.11.6, Mitigation

Measure S&S-1: Monitor response of local fire, rescue, and emergency service

providers to incidents at stations and the HMF and provide a fair share of cost of

service.  As discussed under Mitigation Measure S&S-1, before the initiation of HST

service, the Authority will enter into an agreement with local fire, police, and emergency

services to fund the Authority's fair share of services above average baseline service

levels, with a growth factor for the first 5 years of operation. In addition, the Authority will

monitor all HST-related service calls. After the first 5 years, the agency agreements will

be modified, as needed, taking into account earlier service needs and other factors

identified as part of the mitigation measure.

I033-227

The California High-Speed Rail Authority will continue to coordinate with the County of

Kings during right-of-way acquisition and final design to agree upon the required location

and level of roadway improvements for Houston Avenue associated with the HST

project (an overcrossing of the BNSF Alternative is proposed). Property access

mitigation measures are identified under Section 3.2.7 of the Revised

DEIR/Supplemental DEIS. Mitigation Measure TR-1 states that if a proposed road

closure or realignment restricts current access to a property, the project would provide

alternative access via connections to existing roadways. If adjacent road access is not

available, then feasible new road connections would be provided. The referenced fire

station is identified in Volume I, Section 3.12.6.4, Affected Environment, and is not

identified as requiring relocation. The associated heliport is discussed in Volume I,

Section 3.11.5.3, Impact S&S #11, and the HST was found to have no impacts on the

operation of the heliport. Final engineering refinements would avoid impacts on the fire

station and provide proper access. Some facilities within the existing parcel immediately

adjacent to the HST may be relocated within the existing parcel on which the station is

located, if required.

I033-228

As Fire Station #4 would not be relocated, an analysis of impacts of its relocation is not

warranted.

I033-229

Refer to Standard Response FB-Response-S&S-05.

As described in FB-Response-S&S-05, security screening at HST stations would be

subject to the regulatory requirements of the Transportation Security Administration

(TSA) and would respond to a Threat/Vulnerability Assessment prepared by the

Authority. TSA requirements specific to high-speed rail operations have not been

determined at this time and may change as TSA policies evolve. The Authority is

engaging TSA to better understand its policies and participate in the development of the

regulatory requirements, but at this time a discussion of TSA policies in the EIR/EIS will

not establish the significance of potential security problems.

I033-230

Refer to Standard Response FB-Response-SO-07.

The Environmental Justice (EJ) Guidance is a supplement to the Authority’s Title VI

Program. The Authority vetted the proposed EJ policy and guidance with the Federal

Railroad Administration (FRA). The Authority has subsequently received FRA comment

to include the Department of Transportation order, which has been incorporated in the

EJ Guidance document. The adoption of the EJ Policy formalized the Authority’s long-

standing efforts to address EJ matters in a comprehensive manner. The Authority and

FRA have undertaken substantial outreach to EJ communities.

The EJ analysis adheres to the definition given by Executive Order 12898 and U.S.

Department of Transportation Order 5610.2, which defines an environmental justice

effect as a "disproportionately high and adverse effect on minority and low-income

populations." This is an adverse effect that is predominately borne by a minority

population and/or a low-income population or that would be appreciably more severe or

greater in magnitude for the minority and/or a low-income population than the adverse

effect that would be suffered by the nonminority and/or non-low-income population along

the project. Section 4.3 in the Community Impact Assessment Technical Report

identifies the environmental justice populations along the project. The methodologies for

identifying these populations are detailed in Appendix A of the Community Impact

Assessment Technical Report. Section 5.3 in the Community Impact Assessment
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Technical Report provides detailed information on the potential for substantial

environmental justice effects across resources along the project. Impacts SO #17 and

SO #18 (Volume 1 of the EIR/EIS, Section 3.12) summarize these findings.

I033-231

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

Please see Appendix A of the Community Impact Assessment Technical Report for a

complete description of the methodologies used for property displacement analysis. See

Section 5.2.2 in the Draft Relocation Impacts Report for detailed information on the

estimated number of relocated residences and available vacant properties. The analysis

of potential suitable replacement real estate (residential and commercial-industrial)

available for sale or rent in the study region was conducted in 2010. Real estate market

conditions are constantly changing along with overall economic conditions in the region,

so the report can only identify the likely availability of suitable replacement housing.

I033-232

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

Please see Appendix A of the Community Impact Assessment Technical Report for a

complete description of the methodologies used for property displacement analysis. See

Sections 4.2 and 5.2.2 in the Draft Relocation Impacts Report for detailed information on

the methodology used in estimating the number of relocated residences and available

vacant properties. To be conservative in this analysis and avoid underestimating

displacements, residences and businesses located on acquired parcels, including those

only temporarily impacted, were counted as permanent displacements. This was done

because it is not possible at this stage of the project to predict the outcome of the

parcel-by-parcel property acquisition phase. These conservative displacement numbers

were then used in all community division, fiscal revenue, and physical deterioration

analysis, and therefore do not underestimate the potential impacts.

I033-233

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

I033-233

For more information on the property acquisition and compensation process, see the

Revised DEIR/Supplemental DEIS, Volume II, Appendix 3.12-A. See Section 4.2 of the

Draft Relocation Impacts Report for detailed information about the methodology for

estimating the number of residences relocated and for an explanation about how special

considerations for those relocated will ultimately be determined on a case-by-case basis

during the land acquisition and real estate appraisal portion of the project.

I033-234

Refer to Standard Response FB-Response-SO-01, FB-Response-SO-05.

To determine the potential likelihood of any adverse effects on school district funding,

areas with large numbers of residential displacement were examined to determine if

relocation outside of current school district boundaries would be necessary. The total

number of housing units that may be displaced in a school district was compared with

the number of vacant housing units in the nearby vicinity to determine if a substantial

number of families with enrolled students may be forced to relocate outside of their

current school district. School funding impacts may occur in an area where a large

number of displaced residents would need to relocate to homes in a new school district.

As discussed in the property section in the EIR/EIS, Section 3.12, Impact SO #9, there

is suitable vacant residential property within the current vicinity of all residential

displacements. Therefore, very little effect is expected to occur on school district funding

as a result of project operation.

The details of this analysis and complete results by school district can be found in the

Fresno to Bakersfield Section: Community Impact Assessment Technical Report.

Further discussion about impacts on public school district funding and bus transportation

routes can be found in Appendix 3.12-B, Effects on School District Funding and

Transportation Bus Routes.

The analysis of potential suitable replacement real estate (residential and commercial-

industrial) available for sale or rent in the study region was conducted in 2010. Real

estate market conditions are constantly changing along with overall economic conditions
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in the region, so the report can only identify the likely availability of suitable replacement

housing.

I033-235

Refer to Standard Response FB-Response-SO-05.

To determine the potential likelihood of any adverse effects on school district funding,

areas with large numbers of residential displacement were examined to determine if

relocation outside of current school district boundaries would be necessary. The total

number of housing units that may be displaced in a school district was compared with

the number of vacant housing units in the nearby vicinity to determine if a substantial

number of families with enrolled students may be forced to relocate outside of their

current school district. School funding impacts may occur in an area where a large

number of displaced residents would need to relocate to homes in a new school district.

As discussed in the property section in the EIR/EIS, Section 3.12, Impact SO #9, there

is suitable vacant residential property within the current vicinity of all residential

displacements. Therefore, very little effect is expected to occur on school district funding

as a result of project operation.

The details of this analysis and complete results by school district can be found in the

Fresno to Bakersfield Section: Community Impact Assessment Technical Report.

Further discussion about impacts on public school district funding and bus transportation

routes can be found in Appendix 3.12-B, Effects on School District Funding and

Transportation Bus Routes.

I033-236

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-01.

The Authority, as required under the Uniform Relocation Assistance and Real Property

Acquisition Policies Act of 1970, as amended (42 U.S.C. sec. 4601 et seq.), will provide

land owners with just compensation as determined in the appraisal process, including

the value of any displaced residences and loss of farmland. Age of permanent plantings

(such as walnut tree orchards) is an element of comparison and will be considered and

analyzed in the appraisal process. Future production is an inherent element of the

I033-236

appraised value.

For more information on how the acquisition process works, see "Your Property, Your

High-Speed Rail Project" pamphlet on the California High-Speed Rail Authority’s

website.

I033-237

Refer to Standard Response FB-Response-AG-01, FB-Response-AG-02, FB-

Response-AG-03, FB-Response-AG-07, FB-Response-GENERAL-04, FB-Response-

SO-01.

The EIR/EIS is not misleading; it analyzed the direct impacts to agricultural land in

Section 3.14. Additionally, the estimated effect to agricultural production is analyzed and

presented in Appendix C of the Community Impact Assessment Technical Report. In

brief, this analysis examined potential losses in revenue resulting from: (a) the loss of

agricultural production on agricultural land acquired in the project right-of-way and (b)

potential yield losses occurring up to 500 feet away from the project as a result of factors

such as dust reducing growth of crops, wind effects resulting in reduced pollination

benefits, difficulties and limitations imposed in applying pesticides near the project, etc.

I033-238

The EIR/EIS provides a complete description of the potential for the project to disrupt or

divide established communities, including Ponderosa, in Section 3.12.

As detailed in Section 3.12 Impact SO#6, in the Ponderosa Road community, potentially

up to half of the existing ranch-style homes could be displaced by the BNSF Alternative.

In this location, residents enjoy a unique blend of amenities and very few comparable,

vacant, developed rural residential homes may be available as replacement properties.

If so, it may be necessary to consider constructing housing of last report, including

rehabilitation of existing housing or relocation of disrupted residential area to newly

constructed housing elsewhere in the vicinity. Even if replacement housing were to be

constructed to meet these needs, these replacements would not represent a substantial

number of new homes, and therefore the impact would be less than significant under

CEQA.
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Refer to Standard Response FB-Response-SO-01.

See Volume I of the EIR/EIS, Section 3.12, Impact SO #9, for information on why it may

be necessary to consider constructing housing of last resort, including rehabilitation of

existing housing or relocation of disrupted residential areas to newly constructed

housing elsewhere if there is not sufficient comparable vacant homes in the Ponderosa

area. For more information on the property acquisition and compensation process, see

Volume II, Appendix 3.12-A.

I033-240

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

I033-241

Refer to Standard Response FB-Response-SO-05.

The analysis in Section 5.4.2 of the Community Impact Assessment Technical Report

states that the BNSF Alternative would have potential impacts on the Kit Carson Union

Elementary School District. The alternative would result in 23 residential relocations. In

the worst-case scenario in which all these residents relocate out of the school district,

there would be 12 affected students out of 448 students enrolled in the district. Of these

residential relocations, seven residential units would be from the Ponderosa area. The

average household size in Ponderosa is 3.39, 26% of which are children under 18 years

old. Therefore, about six children from Ponderosa would potentially no longer be

enrolled in the school district.

See Volume I of the EIR/EIS, Section 3.12, Impact SO #9, for information on why it may

be necessary to consider constructing housing of last resort, including rehabilitation of

existing housing or relocation of disrupted residential areas to newly constructed

housing elsewhere if there is not sufficient comparable vacant homes in the Ponderosa

area. For more information on the property acquisition and compensation process, see

Volume II, Appendix 3.12-A.

I033-242

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-SO-01.

The Project right-of-way includes areas set aside for construction activities and staging,

but ultimately the contractor will choose the sites. If additional right-of-way is required,

the property owner will be compensated with fair market value for the use of their

property.

I033-243

Refer to Standard Response FB-Response-SO-05.

For information on the HST operation-related property and sales tax revenue effects,

see Volume I of the EIR/EIS, Section 3.12, Impacts SO #3, SO #4, and SO #12.

I033-244

Refer to Standard Response FB-Response-S&S-03, FB-Response-S&S-04, FB-

Response-SO-05, FB-Response-SO-03.

Construction- and operation-related sales tax gains are examined in section 5.4.6 of the

CIA. The impacted cities and counties will have considerable additional revenues

attributed to the construction and operation of the HST. Please see Table 2-17

Approximate Construction Schedule in Chapter 2 of the EIR/EIS for the timing of when

these sales tax gains would occur.

The employment created through project construction would employ workers in the

regional labor force and has the potential to attract small numbers of workers to the

region as a result of employment opportunities. The increase in population from in-

migrating construction workers would not affect the ability of local jurisdictions to provide

government and public services because the number expected is small.

The Authority has committed to maintain a permit bureau to help businesses (including

confined-animal operations) overcome the regulatory disruptions caused by the project.
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Refer to Standard Response FB-Response-SO-05.

The Authority will be hiring the construction management staff to oversee operations.

For information on the HST operation-related property and sales tax revenue effects,

see Volume I of the EIR/EIS, Section 3.12, Impacts SO #3, SO #4, and SO #12.

I033-246

Refer to Standard Response FB-Response-SO-03, FB-Response-SO-01.

The analysis of potential job loss due to residential and business displacement and

relocation was performed by alternative and the results are presented in Volume I of the

EIR/EIS, Section 3.12 (Impacts SO #9, SO #10, and SO #11). It is unforeseeable where

each displaced business owner would relocate. However, a gap analysis of available

properties was performed for the displaced residents and relocated businesses, and the

results showed that there are suitable replacement locations in the surrounding areas.

See the Draft Relocation Impacts Report for the complete analysis.

I033-247

Refer to Standard Response FB-Response-GENERAL-18.

I033-248

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

Please refer to Mitigation Measure SO-3: Implement measures to reduce impacts

associated with the relocation of important facilities. These measures will apply to all

schools, churches, city and county property, as well as other important facilities such as

the Fresno Rescue Mission. The Authority will consult with these respective parties

before land acquisition to assess potential opportunities to reconfigure land use and

buildings and/or relocate affected facilities, as necessary, to minimize the disruption of

facility activities and services, and also to ensure relocation that allows the community

currently served to continue to access these services. This mitigation measure will be

effective in minimizing the impacts of the project by completing new facilities before

necessary relocations, and by involving affected facilities in the process of identifying

I033-248

new locations for their operations. The Authority, as required under the Uniform Act and

CRAA, bears the cost of compensation for displaced public infrastructure.

The impacts of implementing the mitigation measures are described in section 3.12.11.

I033-249

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

Please see Appendix A of the Community Impact Assessment Technical Report for a

complete description of the methodologies used for property displacement analysis. See

Section 5.2.2 in the Draft Relocation Impacts Report for detailed information on the

estimated residences relocated and vacant properties available. The analysis of

potential suitable replacement real estate (residential and commercial-industrial)

available for sale or rent in the study region was conducted in 2010. Real estate market

conditions are constantly changing along with overall economic conditions in the region,

so the report can only identify the likely availability of suitable replacement housing.

I033-250

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

Please see Appendix A of the Community Impact Assessment Technical Report for a

complete description of the methodologies used for property displacement analysis. See

Section 5.2.2 in the Draft Relocation Impacts Report for detailed information on the

estimated residences relocated and vacant properties available. The analysis of

potential suitable replacement real estate (residential and commercial-industrial)

available for sale or rent in the study region was conducted in 2010. Real estate market

conditions are constantly changing along with overall economic conditions in the region,

so the report can only identify the likely availability of suitable replacement housing.

I033-251

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

See the EIR/EIS, Volume I, Section 3.12, Impact SO #9, for information on why it may
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be necessary to consider constructing housing of last resort, including rehabilitation of

existing housing or relocation of disrupted residential areas to newly constructed

housing elsewhere if there is not sufficient comparable vacant homes in the Ponderosa

area. For more information on the property acquisition and compensation process, see

Volume II, Appendix 3.12-A.

I033-252

Refer to Standard Response FB-Response-SO-01, FB-Response-SO-03.

The property acquisition and compensation plan includes provisions to ensure relocated

businesses remain fully operational at their new location, and contains the potential for

renovating existing structures to fit the needs of the business.

I033-253

Refer to Standard Response FB-Response-GENERAL-04.

For a detailed analysis of the effects of the HST project on agricultural production, see

Appendix C of the Community Impact Assessment Technical Report.

I033-254

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

I033-255

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

Please see Appendix A of the Community Impact Assessment Technical Report for a

complete description of the methodologies used for property displacement analysis. See

Section 5.2.2 in the Draft Relocation Impacts Report for detailed information on the

estimated residences relocated and vacant properties available. The analysis of

potential suitable replacement real estate (residential and commercial-industrial)

available for sale or rent in the study region was conducted in 2010. Real estate market

conditions are constantly changing along with overall economic conditions in the region,

so the report can only identify the likely availability of suitable replacement housing.

I033-255

Although the exact timeline for the start of property acquisition is undetermined at this

time, property owners will receive at least 90 days notice if their property is affected. For

more information on the property acquisition and compensation process, see Volume II,

Appendix 3.12-A.

I033-256

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

I033-257

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-N&V-05.

I033-258

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

Please refer to Mitigation Measure SO-3: Implement measures to reduce impacts

associated with the relocation of important facilities. These measures will apply to all

schools, churches, city and county property, as well as other important facilities. The

Authority will consult with these respective parties before land acquisition to assess

potential opportunities to reconfigure land use and buildings and/or relocate affected

facilities, as necessary, to minimize the disruption of facility activities and services, and

also to ensure relocation that allows the community currently served to continue to

access these services. This mitigation measure will be effective in minimizing the

impacts of the project by completing new facilities before necessary relocations, and by

involving affected facilities in the process of identifying new locations for their

operations. The Authority, as required under the Uniform Act and CRAA, bears the cost

of compensation for displaced public infrastructure.

I033-259

Refer to Standard Response FB-Response-AG-02, FB-Response-GENERAL-01.

Mitigation Measure SO-3 does not address access issues to parcels that may be

stranded as a result of the HST. The Authority will consider access issues on a case-by-

case basis during right-of-way acquisition. If it is cost effective and does not threaten the
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integrity of the HST, the Authority may provide access under the train route. If it is not

determined to be cost effective, the landlocked portion will be addressed in the appraisal

process. The Authority may consider acquiring an access easement on the neighboring

parcel under eminent domain. The Authority may acquire the landlocked portion

and auction off that excess land.

I033-260

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

The initial alternatives for the Fresno rural subsection originated from a variety of

sources. Initial alternatives were developed in response to input from local, state, and

federal agency officials and stakeholders during the scoping process. A number of initial

alternatives were driven by the possible locations for a Kings/Tulare Regional Station to

serve the Visalia-Tulare-Hanford area. The HST alignment in Fresno County follows the

BNSF tracks where feasible, only diverging from that corridor to reach the Kings/Tulare

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

The Hanford West Bypass, the preferred alignment identified in the Statewide Program

EIR/EIS, was included as part of the analysis. The Hanford East Bypass was included in

the analysis as it would have fewer impacts on aquatic resources, special-status species

habitat, and agricultural land than the Hanford West Bypass.

As discussed in Section 3.13.5.3, in the area of Fresno County where the HST

alignment diverges from adjacency with the BNSF tracks, the HST would not be

compatible with the adjacent agricultural land uses, and it would not be consistent with

plans and policies designed to protect agricultural lands in Fresno County.

Because the HST project is a state project, consistency with local plans and policies is

not required by law.

I033-261

As stated in Section 1.2.1, the purpose of the statewide HST System is to provide a

reliable high-speed electrified train system that links the major metropolitan areas of the

state, and that delivers predictable and consistent travel times. A further objective is to

provide an interface with commercial airports, mass transit, and the highway network

I033-261

and relieve capacity constraints of the existing transportation system as increases in

intercity travel demand in California occur, in a manner sensitive to and protective of

California’s unique natural resources (Authority and FRA 2005). 

Additionally, as stated in Section 1.2.3, the approximately 114-mile-long Fresno to

Bakersfield Section is an essential component of the statewide HST System. As part of

the Central Valley section of the HST System, the Fresno to Bakersfield Section would

provide Fresno, Visalia, Tulare, Hanford, and Bakersfield access to a new transportation

mode and contribute to increased mobility throughout California. Population growth and

the increasing interconnectedness of the south San Joaquin Valley’s economies are

creating a surge in travel along SR 99, the transportation corridor connecting the south

San Joaquin Valley with the rest of California. Overall, intercity travel in California is

forecast to increase by more than 58% between 2010 and 2035, from 610 million trips to

about 965 million trips. More than 50% of the intercity travel market between the state’s

major metropolitan regions is expected to have a destination within the Bay Area to the

central part of the San Joaquin Valley. Therefore, the HST project would provide an

additional mode of transportation for San Joaquin Valley residents both within the

Central Valley and to areas outside of the Central Valley served by the HST project.

Prop 1A provides funding for intercity connections for transit agencies. However, funding

is not necessarily a guarantee that these programs will be implemented.

I033-262

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

At full build out, the HST would operate separately from state-supported Amtrak service.

The decision whether to continue Amtrak service on the San Joaquin line (using existing

BNSF infrastructure) is outside the purview of the Authority. 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.

As described in Section 3.2.5.3 of the EIR/EIS, it is anticipated that the Amtrak San

Joaquin rail service would be adjusted to function as a feeder service to the HST

System. Where the San Joaquin stops at more stations, it is anticipated that connecting
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service would be provided to maintain accessibility at or better than current service

levels to Bakersfield, and as a feeder service, the San Joaquin line would be important

in its support of new riders. The initial operating section (IOS) will include the Merced to

Fresno and Fresno to Bakersfield sections of the HST System. As noted in the Revised

2012 Business Plan, HST passenger operations will begin with the completion of the

IOS connections to the Los Angeles Basin. Amtrak provides service to the San Joaquin

Valley from both the Bay Area and Los Angeles Basin. Amtrak’s San Joaquin line can

provide passenger rail service to any of several Central Valley termini of the HST

System while the other IOS is under construction.

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

service, both providing 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.B of the Final

EIR/EIS, the King/Tulare Regional station is part of the project, and shuttle service to

downtown Hanford is expected to be a part of station operations. 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. With regard to the Corcoran Amtrak Station,

relocation of the facility would be completed prior to demolition of the existing structure,

and no disruption to Amtrak service would occur. The Amtrak facility in Wasco would

also be relocated prior to demolition of the existing structure, if necessary.

I033-263

The Revised DEIR/Supplemental DEIS includes a discussion of the Kings County

General Plan (Kings County Community Development Agency [1993, 1997] 2010) in

Section 3.13.2.3. As stated in Section 3.13.2.3, the HST System would achieve all these

objectives by reducing regional dependence on the automobile. The HST project is an

undertaking of the HST Authority and FRA in their capacities as state and federal

agencies. As such, it is not required to be consistent with local plans.

I033-264

The Revised DEIR/Supplemental DEIS includes a discussion of the Kings County

General Plan (Kings County Community Development Agency [1993, 1997] 2010) in

Section 3.13.2.3. As stated in Section 3.13.2.3, the HST System would achieve all these

objectives by reducing regional dependence on the automobile. The HST project is an

I033-264

undertaking of the HST Authority and FRA in their capacities as state and federal

agencies. As such, it is not required to be consistent with local plans.

I033-265

The Revised DEIR/Supplemental DEIS includes a discussion of the consistency with

regional and local plans in Section 3.13.2.3. The HST project is an undertaking of the

HST Authority and FRA in their capacities as state and federal agencies. As such, it is

not required to be consistent with local plans nor is the Authority required to provide

mitigation for any inconsistencies.

I033-266

The Revised DEIR/Supplemental DEIS includes a discussion of the consistency with

regional and local plans in Section 3.13.2.3. The HST project is an undertaking of the

HST Authority and FRA in their capacities as state and federal agencies. As such, it is

not required to be consistent with local plans, nor is the Authority required to provide

mitigation for any inconsistencies.

I033-267

The Land Use Element of the Kings County General Plan (Kings County Community

Development Agency [1993, 1997] 2010) designates the general distribution, location

and intensity of land uses throughout the unincorporated territory of the county, and

establishes land use policies to guide and direct future land use decisions and

development. The Kings County Zoning Ordinance consists of a zoning plan designating

certain districts and regulations controlling the uses of land, the density of population,

the uses and locations of structures, the height and bulk of structures, the open spaces

about structures, the appearance of certain uses and structures, the areas and

dimensions of sites, and regulations requiring the provision of off-street parking and off-

street loading facilities.

The Kings County General Plan (Kings County Community Development Agency [1993,

1997] 2010) includes General Plan land use designations, while zoning designations are

controlled by the Kings County Zoning Map. Designations for land under the Kings

County General Plan and Zoning Ordinance may differ.  The Kings/Tulare Regional

Response to Submission I033 (Aaron Fukuda, October 18, 2012) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. V Response to Comments from Individuals Last Name D-F

Page 42-316



I033-267

Station—East Alternative is designated as Limited Agriculture in the General Plan, and

zoned as Light Industrial by the Kings County Zoning Ordinance.

I033-268

The Kings/Tulare Regional Station—East Alternative is designated as Light Industrial by

the Kings County Zoning Ordinance and would be consistent with the zoning on the

parcel it would be located on.

I033-269

The Revised DEIR/Supplemental DEIS includes a discussion of the consistency with

regional and local plans in Section 3.13.2.3. Because the HST project is a state project,

consistency with local plans and policies is not required by law.

I033-270

As stated in FB-Response-GENERAL-01, Tiering and Level of Detail in Analysis and

Mitigation, under CEQA, where the design details of the project have not been fully

developed and the development of specific mitigation will rely upon information not yet

available, an EIR may take a phased approach to the development of specific mitigation

provided it has analyzed the impact and made a significance determination, commits to

mitigation in the form of a mitigation measure for the significant effect, and specifies

"performance standards which would mitigate the significant effect of the project and

which may be accomplished in more than one specified way" (14 CCR

15126.4(a)(1)(b)). The same is true under NEPA. The EIS must discuss mitigation “in

sufficient detail to ensure that environmental consequences have been fairly evaluated,”

but it is not necessary to formulate and adopt a complete mitigation plan (Robertson v.

Methow Valley Citizens Council, 490 U.S. 332, 352 [1989]).

The mitigation measures identified in the Revised DEIR/Supplemental DEIS meet these

requirements. During preparation of the impact sections, technical staff identified those

impacts that would potentially exceed a level of significance. The Revised

DEIR/Supplemental DEIS identifies mitigation measures that will avoid, reduce, or

otherwise mitigate each such potentially significant impact. Feasible mitigation is

expected to be adopted to address each significant effect that was identified in the

I033-270

Revised DEIR/Supplemental DEIS.

It will be stated in the description and contract of a temporary construction easement

that the Authority’s contractor will repair any damage and restore the property to its

previous existing condition, including replanting, re-establishing irrigation systems,

replacing wells, etc. Otherwise, the Authority’s contractors are responsible for any

damage caused outside of the acquired right of way and will compensate the affected

land owner.

I033-271

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

Section 3.14.3 5 of the Revised DEIR/Supplemental DEIS includes analysis from the

direct permanent conversion of Important Farmlands to non-agricultural use. The

acreage for the project footprint for each alternative was quantified and identified as

being permanently converted to HST use. In addition, analysts examined farmland

severance on a parcel-by-parcel basis for each alternative to identify where severance

would create two parcels, and result in remnant parcel(s) that would be too small or too

physically constrained to be farmed economically. The quantity of the non-economic

remnant parcels was then added to the footprint quantity to identify total Important

Farmland directly and permanently converted to non-agricultural use for each

alternative. The farmland conversion reported in this document reflects a 15% design

level. As the design develops, this assessment will continue to be updated for the

current property acquisition requirements.

For land uses other than agricultural land uses (commercial, residential, etc.), the

analysis included a tally of full and partial acquisitions of parcels required for the HST

project. Parcels were identified using aerial photographs, conceptual engineering plans,

profiles, and right-of-way data showing potential parcel acquisitions. Potential full and

partial acquisitions were tabulated for the project alternatives. The availability of suitable

replacement housing and business locations was also examined. In the case of full

acquisition, all residences and businesses on the parcel are assumed displaced and

relocated. Many parcels would be partially acquired, and acquisition of the structures

located on the parcel would not be necessary. However, this does not mean there would
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be no adverse impacts on these properties. At this stage of project design, identifying

the individual circumstances surrounding each partial acquisition of parcels is not

possible. To be conservative and to avoid underestimating displacements and

relocations, all residences and businesses on partially acquired parcels, including those

that may ultimately be temporarily affected—for example, impacts associated with

construction that are not expected to last through project operation—are counted as full

displacements requiring relocation.

As discussed in FB-Response-SO-01: Acquisitions, Displacements, and Relocations,

the Authority has adjusted alternatives during conceptual design to avoid or minimize

impacts, including property acquisitions, to the extent possible. This alternative

refinement process will continue throughout final design.

I033-272

Refer to Standard Response FB-Response-AG-02, FB-Response-AG-03, FB-

Response-AG-04.

As stated in Section 3.13.5.3, the project would require acquisition of land that is not

currently in transportation uses; however, the HST tracks and supporting facilities would

not inhibit continuation of existing uses on adjacent lands. Adjacent agricultural land

could continue to be farmed. While the HST would be initially disruptive to existing

agricultural operations, adjacent land would remain in agricultural production in the long

term because of the high value of land for agriculture in the south San Joaquin Valley,

the predominance of the agricultural industry in the region, and the extensive agricultural

infrastructure that is in place.

All of the alternative alignments are located near or go through rural, residential, and

urban areas, resulting in residential, commercial, and industrial displacements. In a

number of cases, the presence of the HST will disrupt community cohesion or result in

community division. These displacement and community impacts are discussed in

Section 3.12, Socioeconomics, Communities, and Environmental Justice, section 3.12.8.

Although impacts will occur to communities and affect some residents, it will not be

disruptive enough to force a change in land use patterns. Both the BNSF Railway and

UPRR cross through the south San Joaquin Valley and have not prevented recent

I033-272

development of residential neighborhoods in close proximity to the lines. For example,

there has been substantial residential development along the BNSF Railway alignment

on the western side of metropolitan Bakersfield over the past 30 years.

The HST stations in downtown Fresno and Bakersfield could stimulate residential and

commercial development on adjacent land that is consistent with current uses and land

use plans and policies. In the area surrounding the Kings/Tulare Regional Station, both

of the Kings/Tulare Regional Station alternatives could indirectly result in development

of supporting uses, such as restaurants and rental car agencies, on adjacent lands to

serve the traveling public. While these changes to adjacent lands would be incompatible

with their current land uses and designations, the Revised DEIR/Supplemental DEIS

does acknowledge the potential for land use changes to occur.

I033-273

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

This comment suggests that the Revised DEIR/Supplemental DEIS has inappropriately

deferred the identification of measures necessary to mitigate significant effects that may

result from construction of the Fresno to Bakersfield Section, specifically the

Kings/Tulare Regional Station. The Revised DEIR/Supplemental DEIS does not defer

mitigation, but rather provides an extensive set of mitigation measures, using

performance standards included in project approval decisions made in the future by the

Authority and the FRA, and to be further reviewed, refined, and applied as design

progresses and permits are obtained from other agencies. Under CEQA, where the

design details of the project have not been fully developed and the development of

specific mitigation will rely upon information not yet available, an EIR may take a phased

approach to the development of specific mitigation, provided that it has analyzed the

impact and made a significance determination, commits to mitigation in the form of a

mitigation measure for the significant effect, and specifies "performance standards

which would mitigate the significant effect of the project and which may be accomplished

in more than one specified way" (14 CCR 15126.4(a)(1)(b)).  The same is true under

NEPA.  The EIS must discuss mitigation “in sufficient detail to ensure that environmental

consequences have been fairly evaluated,” but it is not necessary to formulate and

adopt a complete mitigation plan (Robertson v. Methow Valley Citizens Council, 490
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U.S. 332, 352 [(1989]).

The Kings/Tulare Regional Station is no longer considered a "potential" station. The

Final EIR/EIS has been revised to reflect that the Authority and FRA will construct a

Kings/Tulare Regional Station in the vicinity of Hanford as part of the

project. Construction timing would be based on ridership demand in the region, and

would occur during Phase 2 of the statewide project, sometime after 2020.

I033-274

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

The Authority would work with local jurisdictions and other interested parties to phase

the parking supply to support HST ridership demand and the demand of other uses in

the vicinity of the station. The stations have not yet been designed (the illustrations in

the EIR/EIS are conceptual) and will not be designed for several years. Similarly, actual

ridership levels are not known at this time. As discussed in Section 2.2.3 of the Revised

DEIR/Supplemental DEIS: “Parking demand expectations are based on HST system

ridership forecasts where parking availability is assumed to be unconstrained – meaning

100% of parking demand is assumed to be met. These projections provide a 'high'

starting point to inform discussions with cities where stations are proposed. While this

EIR/EIS identifies locations for parking facilities needed to satisfy the maximum forecast

demand, parking is anticipated to be developed over time in phases, while also

prioritizing access to the HST system through other modes such as transit, which could

lead to less parking being necessary."

The Authority does not have sufficient information to provide precise information

regarding the timing, design and funding of station parking; therefore, the phasing plan

for parking structures has not yet been developed. The implementation of parking will be

initiated in conjunction with the construction of the stations and the initiation of rail

service, and will be phased in accord with ridership levels and demand.

I033-275

The EIR/EIS does not make a false comparison because all transportation corridors

generate noise and have the potential to disturb nearby residents. Trains passing

I033-275

through the existing at-grade crossings between roadways and freight/Amtrak railroad

tracks currently are required to blow their horns as a warning to oncoming traffic and

pedestrians, which is often very disruptive to the nearby residents. Unlike freight trains,

the HST requirements for a grade-separated track mean no horn noise would be

generated. The HST would generate noise, and as discussed in Section 3.4, without

mitigation, noise effects for many sensitive receivers along the HST alternatives would

have substantial intensity under NEPA and the impact would be significant under CEQA.

These effects would be decreased to a less-than-significant level at most locations with

the implementation of the proposed mitigation measures (N&V-MM#1-Construction

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

Measures).

In the Fresno to Bakersfield Section, the maximum train speeds would be 220 mph. At

this speed, the distance from the centerline of the tracks within which annoyance or

surprise from rapid onset trains would occur at 45 feet, which is within the project right-

of-way where people and animals will be excluded with fencing. For these reasons,

rapid onset noise events are considered to have an effect of negligible intensity under

NEPA, and a less than significant impact under CEQA.

Being located close to the HST, especially near a station, would provide residents with

improved mobility throughout the region and businesses could benefit from increased

revenues from project construction and operation spending; see Section 5.4.6 of the

Community Impact Assessment Technical Report.

I033-276

All materials referenced in the Revised DEIR/Supplemental DEIS are available to the

public. This report is located on the California High-Speed Rail Authority’s website.

I033-277

Local land use plans are created by cities and counties with authority over the type and

amount of land uses that can be developed in their areas. Therefore, the Authority has

no authority over land use decisions in the station areas. As discussed in Section

3.13.5.3, urban stations in Fresno and Bakersfield would encourage higher-intensity

development in the surrounding areas, an indirect effect of the stations that would be
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consistent with existing urban development and expectations for the types of uses that

can be supported in an urban environment. The Fresno HST station would be located in

an area where the City of Fresno is updating plans to address the potential for infill

development and increased densities associated with the HST station. The City of

Bakersfield has adopted redevelopment plans for the HST station area in Bakersfield.

Therefore, development of the stations in these areas would be consistent with the

cities’ plans and policies encouraging downtown revitalization.

I033-278

The Authority would work with local jurisdictions and other interested parties to phase

the parking supply to support HST ridership demand and the demand of other uses in

the vicinity of the station. The stations have not yet been designed (the illustrations in

the EIR/EIS are conceptual) and will not be designed for several years. Similarly, actual

ridership levels are not known at this time. As discussed in Section 2.2.3 of the Revised

DEIR/Supplemental DEIS: “Parking demand expectations are based on HST system

ridership forecasts where parking availability is assumed to be unconstrained – meaning

100% of parking demand is assumed to be met. These projections provide a 'high'

starting point to inform discussions with cities where stations are proposed. While this

EIR/EIS identifies locations for parking facilities needed to satisfy the maximum forecast

demand, parking is anticipated to be developed over time in phases, while also

prioritizing access to the HST System through other modes such of transit, which could

lead to less parking being necessary."

The Authority does not have sufficient information to provide precise information

regarding the timing, design and funding of station parking; therefore, the phasing plan

for parking structures has not yet been developed. The implementation of parking will be

initiated in conjunction with the construction of the stations and the initiation of rail

service and will be phased in accord with ridership levels and demand.

I033-279

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

As discussed in Master Response FB-02, Proposition 1A does not mandate that the

HST remain solely within existing transportation corridors. Doing so would make

I033-279

impossible the San Francisco to Los Angeles travel time mandated under the

Proposition. The "sweeping curves" of the alternative alignments are there for a

purpose:  they allow operation at the high speeds necessary to meet the travel time limit.

Master Response FB-02 explains the practical reasons why remaining solely in the

existing corridors is impossible if the HST is to comply with Proposition 1A. Given that

the HST Project alternatives are designed to provide a high-speed right of way, and the

existing transportation corridors cannot feasibly do so, there is no requirement

to compare the impacts of the project to those of the existing transportation corridors.

The No-Project Alternative correctly describes a future without an HST.

In any case, the commenter's suggestion that locating outside a transportation corridor

doubles the impacts of locating within a transportation corridor is flawed. It ignores the

potential loss of agricultural land necessitated by widening the existing corridor to

accommodate the safe separation distance between HST and the existing rail line, the

associated impacts on communities, biological resources, and waters of the United

States of a widened corridor, and the necessity of grade separations at each road

crossing along the entire distance of the HST alignment that would require elevating

portions of the HST track.

The HST project is being undertaken by a state agency (the Authority) and a federal

agency (the FRA). The project must conform to the policies and objectives of the

statutes and regulations under which the Authority and FRA operate. For example, the

Authority must balance the objectives stated in Proposition 1A in pursuing development

of an HST system for California. However, the HST project is not required to be fully

consistent with the regional San Joaquin Blueprint. The HST was considered during

preparation of the Blueprint and would advance the following Blueprint smart growth

principles:

Provide a variety of transportation choices [The HST provides another transportation

mode offering convenient and fast inter-regional travel]

•

Strengthen and direct development towards existing communities [The HST stations in

Fresno and Bakersfield would provide a market incentive for growth in their

downtowns.]

•

Enhance the economic vitality of the region [The HST would provide convenient and•
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fast connections across the region and beyond, encouraging more business, as

discussed in the EIR/EIS.]

I033-280

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

In the case of Hanford, it was not feasible to follow the BNSF Railway through the city.

The BNSF Railway in the Hanford area has several curves too severe for an HST, and

constructing the HST through Hanford would have resulted in a substantial impact to

residential and commercial properties in the city. That is why the preferred alignment for

the Fresno to Bakersfield Section was selected to bypass Hanford in the 2005 Record of

Decision adopted based on the analysis of alternatives in the Statewide Program

EIR/EIS for the California High-Speed Rail System.

I033-281

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-02.

The Final EIR/EIS discloses these inconsistencies in Section 3.13, Local Growth,

Station Planning, and Land Use. The HST project is being undertaken by a state agency

(the Authority) and a federal agency (the FRA). The project must conform to the policies

and objectives of the statutes and regulations under which the Authority and FRA

operate. For example, the Authority must balance the objectives stated in Proposition 1A

in pursuing development of an HST system for California. However, the HST project is

not subject to the general plan policies or zoning regulations adopted by local

governments. 

I033-282

Refer to Standard Response FB-Response-AG-03, FB-Response-GENERAL-02.

The Revised DEIR/Supplemental DEIS recognizes that small, uneconomic parcels will

be created. These uneconomic parcels were included in the permanent agricultural land

I033-282

takes, as they are too small to be farmed economically.

The reasons for locating portions of the alignments outside of existing transportation

corridors are described in Standard Response FB-02.

I033-283

Refer to Standard Response FB-Response-GENERAL-04.

Existing land uses and city/county land use regulations around the Kings/Tulare

Regional Station alternatives are discussed in Section 3.13. Section 3.18 discloses the

potential for these alternative station sites to induce growth. The eastern alternative, in

particular, is identified as growth-inducing because its site adjoins lands planned for

agricultural use. The western alternative would also be growth-inducing, however the

impact would be somewhat less in that it is between Hanford and Armona in an area

expected to grow (albeit at a lower intensity). As described in Section 3.14.7 of the

Revised DEIR/Supplemental DEIS, Mitigation Measure AG #1 commits the Authority to

funding the acquisition from willing sellers of permanent conservation easements on

farmlands in Kings County. This will be implemented through the existing California

Farmlands Conservancy Program. Guidelines for the award of funding for specific

conservation easements will prioritize areas near the station, as well as areas suitable

for urban separators, to help reduce further conversion of agricultural land around the

eastern station alternative. However, this is an unavoidable impact.

The HST project is being undertaken by a state agency (the Authority) and a federal

agency (the FRA). The project must conform to the policies and objectives of the

statutes and regulations under which the Authority and FRA operate. For example, the

Authority must balance the objectives stated in Proposition 1A in pursuing development

of an HST system for California. However, the HST project is not subject to the general

plan policies or zoning regulations adopted by local governments.

I033-284

Refer to Standard Response FB-Response-GENERAL-07, FB-Response-GENERAL-16.

The Authority and FRA are not subject to local plans, policies, and ordinances.
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Therefore, failure to conform to local plans, policies, and regulations is not an

environmental impact. No mitigation is required.

Section 3.13 describes local plans, policies, and ordinances related to land use,

including agriculture. Section 3.18 describes the project's potential for inducing growth,

including growth that would be inconsistent with local plans.

I033-285

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-03.

The identification of remnant parcels that were too small to farm was made by right-of-

way experts with experience in acquisition of agricultural lands. The number of remnant

parcels and their total acreage are provided in Section 3.14. The analysis used a

conservative approach to determine whether or not a parcel would be a remnant. All

remnant parcels will be reanalyzed once the right-of-way process begins, and the right-

of-way agents will work with the farmers to determine whether or not a parcel is

farmable. Please refer to Section 3.14.3 in the Final EIR/EIS for more information on the

remnant parcel analysis.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I033-286

Refer to Standard Response FB-Response-AG-04, FB-Response-AG-05, FB-

Response-AG-06.

The Agricultural Working Group (AWG) was established in July 2011 to assist the

Authority with an independent advisory group that could address the issues being raised

by the agricultural community. The representatives of this group are specialists and

experts in their specific fields of agriculture. They include representatives of universities,

governmental agencies, county agricultural commissions and agri-business. A series of

white papers was produced by this group and they were presented to the High-Speed

Rail Authority Board. The subjects of the white papers are: bees and pollination, induced

winds, dairy impacts, movement of agricultural equipment, irrigation, and pesticide

use. The information contained in the white papers produced by the working group is

included in the Final EIR/EIS in FB-Response-AG-04, Severance – Farm Impacts; FB-

Response-AG-05, Pesticide Spraying/Dust/Pollination; and FB-Response-AG-06,

Confined Animal Facilities. The final white papers are currently provided on the

Authority's website.

I033-287

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-SO-01, FB-

Response-AG-01.

The acreage totals are used to assess the impacts of the whole project, and are not to

be associated with an individual farm, but with the project as a whole. These values

were drawn from the California High Speed Train - Project Level Environmental

Methodology Guidelines developed by the Authority and FRA in September 2010

(Authority and FRA 2010).

While some farms may be profitable on sites smaller than 10 acres that is actually rare. 

As disclosed in Section 3.14, the average farm size in the affected counties ranges from

several hundred to over 1,000 acres.

I033-288

Refer to Standard Response FB-Response-GENERAL-04.
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The Authority disagrees that the statement misrepresents the situation or misleads the

reader. The statement is describing how the farms were originally organized in a simple

square pattern for effective and efficient farming. Over time those patterns have been

disrupted due to other transportation infrastructure introduced in the area.

The geographical orientation of the San Joaquin Valley is not directly north-south. From

its northernmost point, going south, the valley trends toward the southeast. As a result,

although many agricultural parcels orient along the north-south-east-west grid pattern

established by early surveys, the transportation system generally follows the northwest

to southeast orientation of the Valley.

I033-289

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-04.

This is not misleading. The assumption that the HST will reduce the impacts of

agricultural conversion is in addition to other measures that are currently being

undertaken to prevent the conversion, such as SB 375. Growth around the stations in

both downtown Fresno and Bakersfield would not have any impacts on agricultural

lands, as the stations are in developed urban areas. In regards to the Hanford Station,

the Revised DEIR/Supplemental DEIS states that some agricultural land would be lost,

and acknowledges the growth-inducing impact of that station (see Section 3.18).

Mitigation Measure AG #1 has been adopted to reduce the impact of the conversion of

agricultural land by the HST project by funding the acquisition of permanent

conservation easements.

I033-290

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-04,

FB-Response-AG-01.

The Authority disagrees that the statement should be removed. Many HST stations will

be located in urbanized areas and will provide opportunities for additional growth in

those communities. Fresno and Bakersfield will benefit from this growth opportunity, as

evidenced in Section 3.18, Regional Growth. As discussed in FB-Response-GENERAL-

03, development of the Kings/Tulare Regional Station would reinforce the importance of

I033-290

Hanford as a transportation hub, but would not result in higher-density development in

the city's downtown due to the station's location outside the city center. There is a high

likelihood that indirect effects on land use in the area surrounding the Kings/Tulare

Regional Station would occur, as discussed in Section 3.18, Regional Growth.

Depending on the growth objectives of Hanford and the surrounding communities, the

Authority is open to working with local governments, the California Department of

Conservation, and non-governmental agencies to purchase agricultural conservation

easements around the station to keep the land in agricultural production and discourage

growth, consistent with Mitigation Measure Ag-MM#1.

I033-291

Refer to Standard Response FB-Response-AG-05, FB-Response-AG-06.

The Agricultural Working Group was established in July 2011 to assist the Authority as

an independent advisory group that could address the issues being raised by the

agricultural community. The representatives of this group are specialists and experts in

their specific fields of agriculture. They include representatives of universities,

governmental agencies, county agricultural commissions and agri-business. A series of

white papers were produced by this group, including papers on bee pollination and

on dairy impacts, which were presented to the High-Speed Rail Authority Board in July

2012.

The information contained in the white papers produced by the Working Group

substantiates the conclusions made in the EIR/EIS. It is also included in the Final

EIR/EIS in FB-Response-AG-05, Pesticide Spraying/Dust/Pollination and FB-Response-

AG-06, Confined Animal Facilities. The final white papers are currently provided on the

Authority's website.

I033-292

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

Impact AG #1 addresses temporary use of agricultural land.  It acknowledges that some

agricultural land outside of the permanent right-of-way would be used for construction.

Specific acreage estimates are provided for each alternative, and project design
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requires that the land be restored to as close to its pre-construction condition as

possible. Any losses experienced by farmers due to the lands used for temporary

construction staging areas will be compensated by the Authority during the right-of-way

property acquisition process. During that process, losses in the value of the remaining

property will be taken into account and the owner will be compensated for the loss in

productivity. Fair market value takes into account the value of the land, the

improvements on the land, as well as the future income the land and improvements can

generate.

It will be stated in the description and contract for a temporary construction easement

that the Authority’s contractor will repair any damage and restore the property to its

previous existing condition, including replanting, re-establishing irrigation systems,

replacing wells, etc. Otherwise, the Authority’s contractors are responsible for any

damage caused outside of the acquired right-of-way and will compensate the affected

land owner. If it is found that the land is not able to be restored to its previous existing

condition, then the land owner will be compensated for the losses accordingly.

I033-293

Mining operations are regulated by the Surface Mining and Reclamation Act (SMARA),

which requires preparation and city/county approval of a reclamation plan for

implementation at such future time as when the mining operation is terminated. There is

no such requirement for the HST project, and the Authority and FRA are not undertaking

any operations that are subject to SMARA.

The Authority, as a design feature of the HST Project, is committed to returning these

lands to as close to their pre-construction condition as possible. Once the land is no

longer required for construction activities, the Authority will return the land to the same

condition it was before construction began. The project will employ standard methods

under the required Stormwater Pollution Prevention Program to avoid spilling chemicals

used in construction on the ground and, if unexpected spillages do occur, to clean them

I033-293

promptly. No contamination will remain when the construction is completed. These

requirements will be included in the contracts for the design-builder and monitored by

the Authority to ensure that they are implemented.

To preserve the top soil some of the requirements may include: replanting, re-

establishing irrigation systems, replacing wells, etc. Methods to prevent the current top

soil from becoming “dead soil” may include: stockpiling the topsoil off site during the

construction phase and reapplying it after construction, amending the soil after

construction to restore nutrients, or importing new top soil after construction. Otherwise,

the Authority’s contractors are responsible for any damage caused outside of the

acquired right of way and will compensate the affected land owner. If it is found that the

land is not able to be restored to its previous existing condition, then the land owner will

be compensated for the losses accordingly. Restoration of sites to prior condition would

only consist of a recommendation for scarification of the top 12 inches, recompaction to

85% maximum relative density, and surface stabilization for dust mitigation

(hydroseeding or other) prior to transitioning a temporary use site to the owner. This

restoration of staging or other temporary use areas is incorporated as part of the project,

as described in Section 2.8.

I033-294

This has been clarified in the Final EIR/EIS. Please see Section 3.14.5 of the Final

EIR/EIS for a correction about the number of confined animal facilities within 100 feet of

the alignment.

I033-295

Refer to Standard Response FB-Response-AG-06, FB-Response-N&V-01.

The Authority formed an agricultural working group to assist the Authority on agricultural

issues. The working group is composed of representatives of universities, government

agencies, and agri-business. The group completed a white paper on dairy impacts in

2012 (this paper is on the Authority's website). That white paper reports the following.

The conclusion in the white paper establishes that while current research suggests

minimal impact beyond 100 feet, this is not conclusive and consideration should be

given to studies of cattle responses to the HST for conditions where cattle operations
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are within 350 feet (90db). Additional research on this topic will be undertaken as a

project design feature during the HST testing phase, as described in Section 3.14.6.

The construction noise impact analysis was based on evaluating the noise expected to

be generated by typical construction equipment and construction methods in

comparison to existing noise levels. As mentioned above, the existing noise levels were

determined throughout the corridor by direct field noise measurements. Although overall

construction is expected to take several years, this is a linear project and construction

will proceed along the alignment such that construction at any particular location will be

completed in a much shorter time. At-grade construction will proceed at a faster rate

than at locations where a grade separation, such as an overpass, is being

installed. During construction, the Authority and its design/build contractor will consider

local noise sensitivities consistent with local ordinances and employ best management

practices to minimize excess noise impacts during construction.

During the right-of-way valuation process, any loss in value of the remainder property

would include lost revenue and would take into consideration factors such as added cost

of operation and/or reduced productivity of the remaining land.

I033-296

A description of the sources of sound can be found in Chapter 5 of the Noise Technical

Report. The sources of noise include (1) propulsion or machinery noise, (2) mechanical

noise resulting from wheel/rail interactions and/or guideway vibrations, and (3)

aerodynamic noise resulting from airflow moving past the train.

I033-297

Refer to Standard Response FB-Response-AG-06, FB-Response-N&V-01, FB-

Response-N&V-03.

The Authority formed an agricultural working group to assist the Authority on agricultural

issues. The working group is composed of representatives from universities,

government agencies, and agri-business. The group completed a white paper on dairy

impacts in 2012 (this paper is on the Authority's website). The conclusion in the white

paper establishes that while current research suggests minimal impact beyond 100 feet,

I033-297

this is not conclusive and consideration should be given to studies of cattle responses to

the HST for conditions where cattle operations are within 350 feet (90db).

Many studies on domestic animals suggest that some species appear to adjust to some

forms of sound disturbance. Conclusions from research conducted to date provide only

rough estimates of threshold levels for observed animal disturbance. Cows on dairies

are constantly exposed to a variety of noises from farm equipment, farm machinery, and

work activities that may have habituated them to noises above the presumed threshold

for response.

The commenter has not provided substantiation for the supposition that the introduction

of new cows would change the conclusions of prior research.

I033-298

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-04.

The assumption that the HST will reduce the impacts of agricultural conversion in the

Central Valley was based on the background materials prepared for the selected San

Joaquin Valley Blueprint Scenario B+. The San Joaquin Valley Blueprint was prepared

and adopted in 2009 as a coordinated effort by the Council of Governments in the San

Joaquin Valley.

The extent to which subdivision developments have occurred  and will continue to occur

in the San Joaquin Valley depends on land use planning decisions made by the Valley's

cities and counties. Kings and Kern Counties have expressed in their comments on the

Revised DEIR/Supplemental DEIS a commitment to the preservation of farmland

through well-considered conservation policies in their general plans. In addition to the

factors described in Standard Response FB-03, this could help reduce the suburban

sprawl that has characterized the Valley in the past if the counties hold to those policies.

I033-299

Overpass footprints are included in the impact considerations. The study area for

analysis was discussed in Section 3.1.3. As stated, the footprint includes "the project

components include the proposed HST right-of-way and associated facilities such as
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traction-power substations and switching and paralleling stations, as well as the shifts in

roadway rights-of-way associated with those facilities—including overcrossings and

interchanges—that would be modified or shifted to accommodate the HST project."

I033-300

As stated in the comment, some activities involved with the construction of a grade

separation at H Street and Tulare Street will occur within 100 feet of the stadium. In

terms of construction period impacts to Chukchansi Park as a public recreational

facility, the indirect impacts would include noise, dust, and visual changes, which could

indirectly affect the stadium and its users. However, these indirect impacts are not

anticipated to substantially affect normal use because of the existing urban nature of the

facility. Therefore, the effects of the project would have negligible intensity under NEPA

and would be a less-than-significant impact under CEQA. The mitigation measures for

Impact PK #1 – Common Aesthetics and Visual Quality Impacts, will be implemented at

Chukchansi Park. Mitigation Measures AVR-MM#1a and AVR-MM#1b will be

implemented as outlined in Section 3.16, Aesthetics and Visual Resources, of the Final

EIR/EIS. No mitigation measures are required for the less-than-significant impacts for

the use of the stadium as a park and recreation resource.

I033-301

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

As discussed in Section 3.2, Transportation, the construction of the HST stations,

platforms, and track alignment would require temporary construction easements (TCEs).

The TCEs may require the temporary closure of parking areas, roadway travel lanes,

pedestrian facilities, bicycle lanes, and paths. Any closure or removal of parking areas,

roadways, pedestrian facilities, bicycle lanes, or paths during construction would be

temporary, and every attempt would be made to minimize their removal or shorten the

length of time that these facilities are inoperable. On completion of construction, all

parking areas, roadway lanes, pedestrian facilities, and bicycle lanes would be restored.

The Authority and FRA have considered avoidance and minimization measures

consistent with the Statewide and Bay Area to Central Valley Program EIR/EIS

commitments (Authority and FRA 2005, 2008; Authority 2010a, 2012d). During project

I033-301

design and construction, the Authority and FRA would implement measures to reduce

any associated construction-related impacts. For example, project design features #8,

Construction Transportation Plan, and #9, Construction during Special Events, as

described in Section 3.2.6, Project Design Features, would be implemented. The latter

measure would 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 would 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.

I033-302

The Authority and FRA have considered avoidance and minimization measures

consistent with the Statewide and Bay Area to Central Valley Program EIR/EIS

commitments (Authority and FRA 2005, 2008; Authority 2010a, 2012d). During project

design and construction, the Authority and FRA would implement measures to reduce

any associated construction-related impacts. For example, project design features #8,

Construction Transportation Plan, and #9, Construction during Special Events, as

described in Section 3.2.6, Project Design Features, would be implemented. The latter

measure would 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 would include the presence of

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

shoulder lanes for through-traffic, traffic cones, and so on. Through such mechanisms,

roadway capacity would be maintained. Implementation of the project design features

with the proposed project would ensure less-than-significant traffic and parking impacts

on the use of Chukchansi Park.

I033-303

Some activities involved with the construction of a grade separation at H Street and

Tulare Street would occur within 100 feet of the stadium. In terms of construction period

impacts to Chukchansi Park as a public recreational facility, indirect impacts would

include noise, dust, and visual change, which could indirectly affect the stadium and

users. However, these indirect impacts are not anticipated to substantially affect normal
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use because of the existing urban nature of the facility. Therefore, the effects of the

project would have negligible intensity under NEPA and would be a less-than-significant

impact under CEQA. The mitigation measures for Impact PK #1 – Common Aesthetics

and Visual Quality Impacts, will be implemented at Chukchansi Park. Mitigation

Measures AVR-MM#1a and AVR-MM#1b will be implemented as outlined in Section

3.16, Aesthetics and Visual Resources, of the Final EIR/EIS.

Air Quality Mitigation Measures A&Q-MM#1 through A&Q-MM#6 and Noise and

Vibration Mitigation Measures N&V-MM#1 and N&V-MM#2 would also be implemented

during construction. However, these measures would not be implemented because of

the impacts resulting from the use of the stadium as a park and recreation resource, but

rather because of the impacts determined in Sections 3.3, Air Quality and Global

Climate Change, and 3.4, Noise and Vibration, of the Final EIR/EIS.

The Authority and FRA have considered avoidance and minimization measures

consistent with the Statewide and Bay Area to Central Valley Program EIR/EIS

commitments (Authority and FRA 2005, [2008] 2012). During project design and

construction, the Authority and FRA would implement measures to reduce any

associated construction-related impacts. For example, project design features #8,

Construction Transportation Plan, and #9, Construction during Special Events, as

described in Section 3.2.6, Project Design Features, would be implemented. The latter

measure would 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.

I033-304

As discussed in Section 3.7, Biological Resources and Wetlands, the Pixley National

Wildlife Refuge (NWR) is near the HST alternatives (i.e., the BNSF Alternative and the

Allensworth Bypass Alternative [1,000 feet west of Pixley NWR]), but the HST

alternatives do not overlap any portion of the Pixley NWR. The construction of the HST

alternatives would not result in direct impacts on special-status habitats or species.

I033-304

Because of the considerable distance from the Pixley NWR to the alternatives and the

existing barriers formed by State Route 43 and the BNSF Railway right-of-way, no

indirect impacts on the Pixley NWR are expected to occur.

I033-305

Refer to Standard Response FB-Response-AVR-03, FB-Response-GENERAL-01.

As stated in Standard Response FB-Response-GENERAL-01, some comments suggest

that the RDEIR/SDEIS has inappropriately deferred the identification of measures

necessary to mitigate significant effects that may result from construction of the Fresno

to Bakersfield Section. The RDEIR/SDEIS does not defer mitigation, but rather provides

an extensive set of mitigation measures  using performance standards included in

project approval decisions made in the future by the Authority and the FRA, and to be

further reviewed, refined, and applied as design progresses and permits are obtained

from other agencies. Under CEQA, where the design details of the project have not

been fully developed and the development of specific mitigation will rely upon

information not yet available, an EIR may take a phased approach to the development of

specific mitigation, provided that it has analyzed the impact and made a significance

determination, commits to mitigation in the form of a mitigation measure for the

significant effect, and specifies "performance standards which would mitigate the

significant effect of the project and which may be accomplished in more than one

specified way" (14 CCR 15126.4(a)(1)(b)). The same is true under NEPA. The EIS must

discuss mitigation “in sufficient detail to ensure that environmental consequences have

been fairly evaluated,” but it is not necessary to formulate and adopt a complete

mitigation plan (Robertson v. Methow Valley Citizens Council, 490 U.S. 332, 352

[1989]).

The mitigation measures identified in the RDEIR/SDEIS meet these requirements.

I033-306

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

Mitigation Measures AVR-MM#2f and #2g both call for application of graffiti-resistant

coatings to facilitate removal, and commit to repair within a reasonable period of time.
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In addition, Table 3.16-2 in Section 3.16, Aesthetics and Visual Resources, of the

Revised DEIR/Supplemental DEIS has been revised to address graffiti and blight. Also,

mitigation measures for construction have been revised to state: “Any graffiti or visual

defacement of temporary fencing and walls will be painted over or removed within 5

business days after notification.” Mitigation measures for operations have been revised

to state: “Any graffiti or visual defacement or damage of fencing and walls will be painted

over or repaired within 5 business days after notification. In addition, a process for

notification of local law enforcement will be implemented.”

I033-307

The Authority would maintain all HST facilities, including the right-of-way and fence and

provide appropriate weed and pest control. Maintenance activities are described in

Section 2.6, Operations and Service Plan, of the Revised DEIR/Supplemental DEIS.

The Authority would not be responsible for maintaining lands outside of the project

footprint.

Table 3.16-2 in Section 3.16, Aesthetics and Visual Resources, of the Revised

DEIR/Supplemental DEIS has been revised to address graffiti and blight. Also,

mitigation measures for construction have been revised to state: “Any graffiti or visual

defacement of temporary fencing and walls will be painted over or removed within 5

business days.” Mitigation measures for operations have been revised to state: “Any

graffiti or visual defacement or damage of fencing and walls will be painted over or

repaired within a reasonable time after notification. In addition, a process for notification

of local law enforcement will be implemented.”

I033-308

The sentence in Table 3.16-2 has been revised in Volume I of the Final EIR/EIS as

follows: "The height from ground level to the top of rail would typically be a minimum of

4.5 feet,  but could be as much as 12 feet, depending on topography."

I033-309

Table 3.16-2 in Section 3.16, Aesthetics and Visual Resources, of the Revised

DEIR/Supplemental DEIS identifies chain-link fencing as a component of at-grade

guideways. As stated in Table 3.16-2, such fencing will not block views, but may detract

from the quality of views. However in the analysis of project impacts from particular

viewpoints, individual project features are not all singled out in the discussion. Rather,

the totality of visible project features in that location/situation, including fencing, was

analyzed. For example, as stated in the Revised DEIR/Supplemental DEIS analysis of

potential impacts on residents in Rosedale (Section 3.16.5.3): "For single-story

residences adjacent to the HST in (this) segment, the effects of the elevated guideway

would be exacerbated by views of right-of-way fencing, cleared land under guideways,

and support columns. . . ."

Where fencing and other project features could cause significant impacts to adjacent

sensitive viewers, as in the example cited, the intent of Mitigation Measure AVR-MM#2c,

which addresses at-grade and elevated segments, is to provide screening to help

reduce those impacts to acceptable levels by enhancing intactness and vividness. This

screening would include trees, which are often particularly effective in elevated

segments, but could also include other plant material, if appropriate, in at-grade

segments.

I033-310

Power traction facilities are described in Table 3.16-2 in Section 3.16, Aesthetics and

Visual Resources, and Mitigation Measure AVR-MM#2h, Screen Traction Power

Distribution Stations and HMF. Overpass structures are discussed repeatedly in various

sections of the impact assessment, particularly in the section titled "San Joaquin Valley

Rural/Agricultural landscape Unit" in Section 3.16.5.3 and on Figure 3.16-38 (KVP 4),

which depicts a representative simulation of a project overcrossing.  Mitigation Measure

AVR-MM#2f, Landscape Treatments along the HST Project Overcrossings … provides

mitigation measures to address possible impacts from these structures.

Table 3.16-2 includes a description of radio communication towers under Traction

Power Distribution Stations (TPSSs) and these were assumed to be present in the

analysis of impacts from TPSSs. In addition, the words ‘radio communication towers’ is

hereby added to Mitigation Measure AVR-MM#2h in order to make that fact explicit.
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The discussion in Section 3.16.5.3 of the RDEIR/SDEIS under Project Impacts

acknowledges that TPSSs, alignment fencing, and many other features that are

enumerated, could have adverse visual effects on high-sensitivity viewers. Mitigation

Measure AVR-MM#2h addresses these potential impacts of TPSSs in detail.

I033-311

The visual assessment reflects an analysis of all proposed project features, including all

those listed in the comment as described in Table 3.16-2, even though not every

associated feature is described in each impact discussion. Radio towers were

inadvertently omitted from Table 3.16-2. This was an error, and "radio communication

towers" was added to the title of Mitigation Measure AVR-MM-#2h for the Final EIR/EIS.

The precise locations of such towers is not yet known. However, wherever they are

ultimately sited, this measure will be applied.

Table 3.16-2 includes a description of radio communication towers under Traction

Power Distribution Stations (TPSSs) and these were assumed to be present in the

analysis of impacts from TPSSs. In addition, the words ‘radio communication towers’ is

hereby added to Mitigation Measure AVR-MM#2h in order to make that fact explicit.

The discussion on p. 3.16-66 acknowledges that TPSSs, alignment fencing, and many

other features that are enumerated there, could have adverse visual effects on high-

sensitivity viewers. Mitigation Measure AVR-MM#2h addresses the potential impacts of

TPSSs (including communication towers) in detail.

I033-312

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-14,

FB-Response-LU-01.

Travel time alone does not determine a reasonable commute mode and commute

distance. Willingness to relocate to save housing costs is a function of housing cost, the

quality of available housing (including the quality of the schools), the availability of

amenities, commute time, and the cost of the daily commute, among many other factors.

Although housing costs are currently low in the San Joaquin Valley as a result of the

I033-312

recession, as shown by the commenter's own information, housing costs in the San

Francisco and Los Angeles urban areas have also suffered significant reductions. The

current market value of homes is not a determinative factor in the potential for growth-

inducement, particularly because the HST project will not be in operation for over a

decade.

The HST System will not be a below-market-cost, subsidized commuter rail service, but

instead would provide rapid long-distance travel, priced at commercial market rates.

HST System fares are expected to be tied to typical airplane fares. The cost of the fare

will discourage relocation and a daily commute to and from the Bay Area and the Los

Angeles Basin.

Section 3.18.3, Methods for Evaluating Impacts, of the Revised DEIR/Supplemental

DEIS describes the regional modeling process undertaken to forecast growth in the 11

counties in the core Bay Area to Central Valley study area and five other multi-county

regions in the state, including Fresno, Kings, Tulare, and Kern counties. The analysis

was conducted by updating the population and employment estimates that were

originally developed for the growth analysis in the Bay Area to Central Valley Program

EIR/EIS (Authority and FRA 2008; Authority 2010a, 2012d) and by evaluating the

impacts on regional growth that the HST project would create. Using updated

information, economists estimated short-term/temporary employment generated by

project construction using a regional input-output modeling system; long-term job

creation resulting from project operation was estimated by Cambridge Systematics

(Cambridge Systematics 2010).

I033-313

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-23.

The growth-inducement analysis in the Revised DEIR/Supplemental DEIS considered

the potential for people to move from the coast to less-expensive housing in the Central

Valley, including commuters. The HST project is unlike a highway or other road project

that typically opens new areas to development. The key differences are that the HST

project has a limited number of stations, whereas new freeways may have access points

as close 1 mile apart and that the HST System will include a direct charge for
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passengers, whereas road access has no direct cost. Therefore, the commenter's

comparison of the growth-inducement produced by a new highway versus that resulting

from the HST project is misplaced.

Separately, the future conditions necessary to identify the sites where such commuters

might live—including the locations of employment centers, types of employment, range

of salaries, price of fuel, regional and local land use plans and regulations—are

unknown. Therefore, projecting the extent and specific locations of growth resulting from

relocations from the coast would be a speculative endeavor and has not been

undertaken.

Travel time alone does not determine a reasonable commute mode and commute

distance. Willingness to relocate to save housing costs is a function of housing cost, the

quality of available housing (including the quality of the schools), commute time, and

cost of the daily commute.

I033-314

Refer to Standard Response FB-Response-GENERAL-14.

The analysis of growth impacts involves modeling, using reasonable assumptions of

future trends to develop reasonable projections. Growth projections were made at a

countywide level. HST construction- and operation-related employment impacts were

estimated using the Regional Input-Output Modeling System (RIMS) II multiplier

model for the Fresno, Kings, Tulare, and Kern county region. The analysis of population

and employment growth updated the population and employment estimates that were

originally developed for the growth analysis in the Bay Area to Central Valley Program

EIR/EIS (Authority and FRA 2008). For information on new job creation and the resulting

impacts to the regional economy, see Impacts SO #5 and SO #13 in Section 3.12,

Socioeconomics, Communities, and Environmental Justice, of the EIR/EIS. See also

Section 5.1.2, Project Job Creation, of the Community Impact Assessment Technical

Report (Authority and FRA 2012h) for more detailed information on short-term and long-

term job creation.

The discussion on page 3.18-19 referenced by the commenter is an overview of the

I033-314

analysis presented on subsequent pages. The analysis used to reach the conclusions

presented there is detailed in the section titled "Project Impacts" (on page 3.18-29),

including the analysis of employment and induced population growth.

I033-315

Refer to Standard Response FB-Response-GENERAL-18.

The projected construction jobs are somewhat similar in nature to roadway and bridge

construction jobs that are common in California and do not present "specialized needs,"

so there is no reason why most of the anticipated construction jobs cannot be met by

local workers.The San Joaquin Valley has greater unemployment and a lower per capita

income than the state as a whole. The Authority has adopted a Community Benefits

Policy, which requires that design-build construction contracts will be required to adhere

to the National Targeted Hiring Initiative, which states that a minimum of 30% of all

project work hours shall be performed by National Targeted Workers and a minimum of

10% of National Targeted Worker hours shall be performed by Disadvantaged Workers.

This policy, along with other hiring policies, will ensure that the employment and

business opportunities created by the project are accessible to the local community. For

more information on hiring policies, see the Authority’s website.

I033-316

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-14.

The population of the San Joaquin Valley is projected to increase by 66.8% between

2009 and 2035, almost twice the population increase projected for California over the

same time period. Within the Fresno to Bakersfield four-county study area, this increase

would be approximately 73%. An analysis by Cambridge Systematics, Inc., indicates

that with the HST project, there is a small (approximately 3%) incremental effect

compared with forecasted growth in the Central Valley.

(Source: Cambridge Systematics Inc. 2003. Economic Growth Effects of the System

Alternatives for the Program Environmental Impact Report/Environmental Impact

Statement. Final Report. Prepared for California High-Speed Rail Authority with

Economic Development Research Group. July 2003.)
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Section 3.18.3, Methods for Evaluating Impacts, of the Revised DEIR/Supplemental

DEIS describes the regional modeling process undertaken to forecast growth in the 11

counties in the core Bay Area to Central Valley study area and five other multi-county

regions in the state, including Fresno, Kings, Tulare, and Kern counties. The analysis

was conducted by updating the population and employment estimates that were

originally developed for the growth analysis in the Bay Area to Central Valley Program

EIR/EIS (Authority and FRA 2008) and by evaluating the impacts on regional growth that

the HST project would create. Using updated information, economists estimated short-

term/temporary employment generated by project construction using a regional input-

output modeling system; long-term job creation resulting from project operation was

estimated by Cambridge Systematics (Cambridge Systematics 2010a).

For information on new job creation and the resulting impacts on the regional economy,

see Impacts SO #5 and SO #13 in Volume I Section 3.12, Socioeconomics,

Communities, and Environmental Justice, of the EIR/EIS. See also Section 5.1.2 of the

Community Impact Assessment Technical Report (Authority and FRA 2012h) for more

detailed information and a discussion of the methodologies used to analyze short-term

and long-term job creation.

I033-317

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

Travel time alone does not determine a reasonable commute mode and commute

distance. Willingness to relocate to save housing costs is a function of housing cost, the

quality of available housing (including the quality of the schools), commute time, and

cost of the daily commute.

The HST System will not be a below-market-cost, subsidized commuter rail service;

instead, it would provide rapid long-distance travel, priced at commercial market rates.

HST System fares are expected to be tied to typical airplane fares. The cost of the fares

will discourage relocation and a daily commute to and from the Bay Area and the Los

Angeles Basin. Commuter rail ticket prices, in comparison, are considerably lower than

the projected ticket prices for the HST System, even for trips across their service areas.

For example, in early 2013 a one-way ticket from Sacramento to San Francisco on the

I033-317

Capitol Corridor was $31.00, from Camarillo to Los Angeles Union Station on Metrolink

was $12.00, and from Fremont to Richmond on BART was $4.90. 

I033-318

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

The growth-inducement analysis in the Final EIR/EIS considered the potential for people

to move from the coast to less-expensive housing in the Central Valley, including

commuters. The consideration requested by the commenter is already a part of the

analytical model used in the growth-inducement analysis. However, the future conditions

necessary to identify the sites where such commuters might live—including the locations

of employment centers, types of employment, range of salaries, price of fuel, regional

and local land use plans and regulations—are unknown. Therefore, projecting the extent

and specific locations of growth resulting from relocations from the coast would be a

speculative endeavor and has not been undertaken.

I033-319

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-03.

The commenter's assertion is incorrect. The planning grants available from the Authority

include a requirement to incorporate the specific principles enumerated in the Authority's

2010 Urban Design Guidelines and the separate Station Area Development Policies.

These documents establish detailed performance standards for the resultant station

area plans. These specific requirements will ensure that the station area plans include

the provisions anticipated in the EIR/EIS.

I033-320

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

The Transit Oriented Development Design Proposals for Fresno Final Report (UC

Berkeley 2010) analyzed the potential effect of an HST station in Downtown Fresno. The

report identified a number of vacant and underutilized parcels (i.e., surface parking lots)

adjacent to the Union Pacific Railroad (UPRR) corridor that are available for infill
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development in the downtown area and how the existing wide streets in the downtown

area provide opportunities for widened sidewalks, streetscapes, and bicycle lanes.

The comment's concern over possible opposition to planning activities in Downtown

Fresno is premature and speculative. Common solutions exist to avoid conflict over

historic or cultural districts. For example, adaptive reuse of historic structures is a well-

established approach to minimizing historic impacts and is encouraged under the

Secretary of Interior's Standards for the Treatment of Historic Properties with Guidelines

for Preserving, Rehabilitating, Restoring, and Reconstructing Historic Buildings. The

context-sensitive solutions approach set out in the Authority's 2010 Urban Design

Guidelines (which will be integrated into the planning process pursuant to the planning

grant provided to the city) specifically requires community values and physical context to

be considered during the planning process.

I033-321

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

The commenter is correct that the City of Bakersfield has not accepted any station

planning grant funding and therefore would not necessarily consider the Authority's

Urban Design Guidelines or its other principles of good planning. However, Bakersfield

already has existing general plan policies that promote infill development downtown, has

undertaken extensive past redevelopment activities to help revitalize its downtown,

and is considering stronger general plan policies that would promote mixed uses near

the HST stations (i.e., the Metropolitan Bakersfield General Plan update's 2009 draft

Existing Conditions, Opportunities and Constraints Report). Although not binding on the

city, the San Joaquin Valley Blueprint generally encourages higher-density development

near the stations of the proposed HST System. The “sustainable communities strategy”

or “alternative planning strategy” now being prepared by the Kern Council of

Governments pursuant to Senate Bill (SB) 375 (2008) is expected to include policies

and transportation funding incentives that will encourage compact development patterns

to meet the region’s greenhouse gas (GHG) reduction targets for automobiles and light

trucks (5% by 2020, 10% by 2035). Therefore, the project is not only consistent with

existing local plans in Bakersfield, but would actually help create a market and help local

government harness this market for intensified development near the HST station, in

I033-321

furtherance of those plans, to accommodate the needs of HST riders.

I033-322

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-04.

In Ag-MM #1 the Authority has entered into an agreement with the California

Department of Conservation to fund a program that will acquire agricultural easements

on land of similar quality and size as that land that is acquired by the HST (Authority and

Department of Conservation 2013). “The California Department of Conservation regards

this means of mitigation to be a common measure to a common and appropriate means

of mitigating the loss of prime farmland” (Masonite Corporation versus County of

Mendocino 2013).

Due to the 4 county region having approximately 3,748,000 acres of Important Farmland

and the HST needing place an estimated 3,102 acres of land in conservation easements

(0.08% of the regions total), there should be more than enough Important Farmland for

the California Department of Conservation to acquire agricultural easements.

I033-323

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

The Authority would work with local jurisdictions and other interested parties to phase

the parking supply to support HST ridership demand and the demand for other uses in

the vicinity of the station. The stations have not yet been designed (the illustrations in

the EIR/EIS are conceptual) and will not be designed for several years. Similarly, actual

ridership levels are not known at this time. As discussed in Section 2.2.3 of the Revised

DEIR/Supplemental DEIS, parking demand expectations are based on HST system

ridership forecasts where parking availability is assumed to be unconstrained—meaning

100% of parking demand is assumed to be met. These projections provide a “high”

starting point to inform discussions with cities where stations are proposed. Although

this EIR/EIS identifies locations for parking facilities needed to satisfy the maximum

forecast demand, parking is anticipated to be developed over time in phases, while also

prioritizing access to the HST System through other modes such as transit, which could

lead to less parking being necessary.
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The Authority does not have sufficient information to provide precise information

regarding the timing, design, and funding of station parking; therefore, the phasing plan

for parking structures has not yet been developed. The construction of parking facilities

will occur in conjunction with the construction of the stations and the initiation of rail

service and will be phased in accord with ridership levels and demand.

As described in FB-Response-GENERAL-06 (Relationship of the Authority’s Business

Plan to the Analysis in the EIR/EIS) for stations, forecast annual ridership and peak-

period ridership play a role in determining the size of some station components, such as

those required for public access and egress, including parking. The 2035 full-system,

high-ridership forecast formed the basis for the conceptual service plan, which in turn

influenced the station designs so that station facilities would be sufficient to

accommodate the anticipated future use of the HST System, which is expected to build

over time. The Revised 2012 Business Plan for the California HST System similarly

anticipates that future growth of the system will be phased over time (Authority 2012a).

In the Revised DEIR/Supplemental DEIS, the 2035 full system high ridership forecast

was used to estimate the maximum potential station parking demand and to allow for an

analysis of where and how parking demand might be accommodated near the HST

stations.

The analysis of high forecasts for parking in the Revised DEIR/Supplemental DEIS

provides flexibility over time to reduce the amount of station parking based on more-

refined demand projections and transit-oriented development (TOD) around station

areas. Land use development around the HST stations is assumed in the Revised

DEIR/Supplemental DEIS to occur over time. The amount of nearby development as

well as the future availability of local transit connections, both of which tend to decrease

parking demand, will influence the future need for parking. Although the HST System

would be a catalyst for such development, its timing would be dictated by land use

decisions by the cities of Fresno and Bakersfield and market conditions. Demand for

parking facilities would also depend on how HST ridership grows over time.

The Authority and FRA would therefore retain the flexibility to make decisions about

I033-323

what parking facilities to construct initially and how additional parking might be phased

or adjusted depending on how the HST System ridership increases over time. For

example, it is possible that some parking facilities might be constructed at the 2020

project opening, only to be replaced in whole or in part or augmented later with

development or other parking facilities (see Section 2.5.3).

I033-324

The HST project is independently funded. There is no intent to shift funding that would

otherwise support transportation projects identified as funded in the Regional

Transportation Plans that were used as the basis for the cumulative impact analysis.

Both CEQA and NEPA require an EIR/EIS to analyze the proposed project, regardless

of whether it is fully funded. The Authority and FRA are therefore carrying out their

responsibilities under CEQA and NEPA in analyzing the Fresno to Bakersfield Section.

The transportation projects analyzed in the cumulative scenario and shown in Appendix

3.19-B of the Revised DEIR/Supplemental DEIS have already been funded in part or

completely and as such are considered fiscally constrained. As described in Standard

Response GENERAL-14 (e.g., Cost; Funding; Impacts on Cities, Counties,

Communities, Farmland, Agriculture, Natural Environment, Wildlife and Habitat, Air

Quality, Business, Land Access, and Residential), the HST project is being financed

through a combination of federal and state funds, including the federal High-Speed

Intercity Passenger Rail Program and California Proposition 1A’s Safe, Reliable High-

Speed Passenger Train Bond Act adopted by state voters in November 2008. To date,

California has $6.33 billion to invest in the development of its HST System, including

approximately $3.5 billion in federal grant funds obligated through Cooperative

Agreements. It is too speculative to determine how future federal and state

transportation funds would be allocated between projects, beyond the funding already

described in published transportation planning documents, and represented in the

fiscally constrained cumulative transportation project list in the Revised

DEIR/Supplemental DEIS.

The HST System’s benefit to intercity highways, described in the Section 3.19 of the

Revised DEIR/Supplemental DEIS, is further explained in Standard Response

GENERAL-14 (e.g., Cost; Funding; Impacts on Cities, Counties, Communities,
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Farmland, Agriculture, Natural Environment, Wildlife and Habitat, Air Quality, Business,

Land Access, and Residential), as follows: California’s population is growing rapidly and,

unless new transportation solutions are identified, traffic will only become more

congested and airport delays will continue to increase. The proposed 220-mph HST

System would provide lower passenger costs than air travel for the same city-to-city

markets and service competitive with automobile travel. It would increase mobility while

reducing air pollution, decreasing dependence on fossil fuels, protecting the

environment by reducing GHG emissions, and promoting sustainable development in

the areas near the stations, in comparison to existing trends. By moving people more

quickly and at lower cost than today, the HST System would boost California’s

productivity and also enhance the economy. Although future transportation funds may

be allocated to the HST instead of to future transportation improvements (including yet

unplanned improvements), the HST would have many beneficial state-wide

transportation-related outcomes, in addition to other beneficial outcomes described

above.

I033-325

The commenter's assertion that exceedances of air quality standards for anything

greater than 1 hour will result in future fines being levied does not reflect current

regulations regarding the penalties assessed for exceedances of ambient air quality

standards. Under the Clean Air Act (CAA), penalty fees are levied for areas that are in

non-attainment of the ozone ambient air quality standard. This penalty fee is not based

on a specific number of exceedances; instead; the fee is based on the attainment

designation of the area. In other words, the penalty fees do not matter if there are

multiple exceedances; rather, it matters that there were any exceedances. Exceedances

of the ozone standards are based on regional emissions from a wide range of emission

sources. These exceedances cannot be attributable to a single source of emissions

such as construction projects. Thus, the emissions from construction of the project

would not be the sole contributor to or source of any particular ozone exceedances.

Because the San Joaquin Valley Air Basin is in non-attainment of the ozone standard,

Section 185 of the CAA applies. The mandatory fee for non-attainment established by

the CAA requires collection of fees equivalent to $5,000 (1990 dollars) per ton of NOx or

VOC emitted by stationary sources. However, under Section 172e of the CAA, the

I033-325

district may propose alternative means of collecting these fees if it can demonstrate that

an equivalent amount is collected. Vehicle registration fees are assessed on vehicles

registered in the San Joaquin Air Basin as part of the SJVAPCD's alternative fee

collection pursuant to Section 185 of the CAA (SJVAPCD Rule 3170). Because mobile

sources are a major source of NOx and VOC in this air basin, it was determined that this

source should have incentives placed on it to decrease the emissions associated with

it. This approach is allowed under the Public Safety Code and Vehicle Code of

California. Furthermore, Assembly Bill 2522 (Arambula 2008) authorized additional

vehicle registration fees to be collected in the San Joaquin Air Basin of up to $36

through 2024 only if the area has been reclassified by EPA from severe to extreme by

the end of the 2012–2013 fiscal year. Any additional fees imposed on motor vehicles

would require amendments to the state law. To the extent that the vehicle fees assessed

by Assembly Bill 2522 are insufficient to cover the shortfall in the mandatory fee

established under the CAA, the district would cover the remaining shortfall in a second

round of fee collection from major sources of air pollution, per air district Rule 3170.

Therefore, no additional fees would be assessed to individuals through vehicle

registration fees. The fees would not be required once the air basin achieves attainment

of the NAAQS, which is projected to occur in the future with current and proposed

regulations to reduce emissions. The fees collected are used to implement emission

reductions in the air basin and to reduce the vehicle miles traveled, with at least a

portion of the fees focused on public health and communities disproportionately

impacted by the emissions. Therefore, there will be no additional fines to individuals of

the public associated with construction of the project.

I033-326

Refer to Standard Response FB-Response-GENERAL-13, FB-Response-AQ-03.

Travel to stations and travel as a result of road closures was assessed as part of the

traffic analysis in Section 3.2, Transportation. Overall, the HST project is anticipated to

result in a net reduction in vehicle miles traveled (VMT) at full build-out.

The use of the HST track for Amtrak is speculative for the reasons set out in Standard

Response FB-13. However, although non-electrified passenger train operation on the

HST tracks in the Fresno to Bakersfield Section is not part of this project and therefore
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not part of the environmental review for this project, an analysis of the potential impacts

of such operations is provided in Standard Response GENERAL-13 for information

purposes.

Standard Response GENERAL-13 makes certain assumptions about the number of

trains that might run along the HST tracks if Amtrak were to use them for expanded

service. However, these are assumptions for study purposes only and do not represent

an actual proposed level of service. The San Joaquin Joint Powers Authority (JPA),

formally established March 22, 2013, is taking over administration of the Amtrak service

on the San Joaquin line from Caltrans. The JPA has not made any commitment to

operate San Joaquin service on the HST tracks.

I033-327

Detailed traffic counts can be found in the Transportation Technical Report for the

Fresno to Bakersfield Section (available at the Authority's website). Footnotes will be

added to the air quality analysis to indicate the source of the vehicle miles traveled

(VMT) information used in the emissions analysis. As indicated in these analyses, at full

build-out, the project will have a net decrease in VMT and the air emissions associated

with vehicles. This means that the air quality in the San Joaquin Air Basin may improve

due to reduced vehicles miles traveled in the San Joaquin Air Basin.  This reduction may

be counteracted due to additional growth in VMT associated with population growth in

the San Joaquin Air Basin.

I033-328

Refer to Standard Response FB-Response-GENERAL-12, FB-Response-GENERAL-13.

At full build-out, the HST project would operate separately from state-supported Amtrak

service. The decision about whether to continue Amtrak service on the San Joaquin line

(using existing BNSF infrastructure) is outside the purview of the Authority. The HST

project does not have any plans to discontinue Amtrak service to Hanford, Wasco,

Corcoran, or any other station or platform along the Fresno to Bakersfield Section

corridor.

I033-329

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

Table 3.18-2 in Section 3.18.4, Affected Environment, lists the study area’s city and

county population estimates for the years 2010 through 2035. These estimates

anticipate that all four counties will grow at a higher average annual rate than the state

of California. The projected population and employment growth for Fresno, Kings,

Tulare, and Kern counties reflects the effects of the No Project Alternative. Even if the

HST System were not built, populations are projected to increase in Fresno, Kings,

Tulare, and Kern counties by over 59%, 75%, 80%, and 81%, respectively, between

2010 and 2035. Employment is projected to increase by approximately 35%, 12%, 25%,

and 20%, respectively. Therefore, the growth shown in Table 3.18-2 will occur absent

the HST project.

Even with the recent economic downturn, this region is projected to grow substantially in

the future. The Department of Finance's (DOF's) P-3 Report of January 13, 2013,

projects the populations of Fresno, Kings, Tulare, and Kern counties to grow by

approximately 50%, 54%, 67%, and 92%, respectively, between 2010 and 2040 (the P-

3 Report does not include a 2035 projection) (DOF 2013).  

As stated in Section 3.18.5, Environmental Consequences, the HST alternatives would

raise the projected population and employment growth in the area by about 3% beyond

the level of growth anticipated under the No Project Alternative. Under current city and

county general plans in the region, communities in the region have adequate space to

accommodate planned growth by 2035 and HST-induced growth within their current

spheres of influence. Analysis of population increase prepared for the HST project

shows that population and employment growth would be consistent with and support

current and anticipated future regional growth management plans and programs, which

encourage infill development, which concentrates growth in urban areas, and provides

transit options and connections for regional residents and workers.

One of the purposes of constructing the HST project is to provide transportation for the

growth that will occur in the Central Valley by 2035. As stated in Section 3.2.5.3, High-

Speed Train Alternatives, at a regional level HST service would reduce regional vehicle

miles traveled (VMT) by providing motorists an alternative to reliance on existing
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interregional and intercity freeways and highways.

As stated in Section 3.3.6.3, High-Speed Train Alternatives, motor vehicle emissions

would decrease in the region as a result of the project. However, these reductions would

be partially offset by operational emissions associated with the train itself (the HST

System would be powered by electricity from the regional power grid), by station

operations, and by heavy maintenance facility (HMF)/maintenance-of-way facility

(MOWF) operations. The regional VMT for the HST alternatives would decrease by

about 10% (if the price of the HST ticket is based on 50% of the cost of airfare) and by

about 7% (if the ticket price is 83% of airfare) compared with the No Project Alternative

(2035) and about 10% to 7% (if the ticket price is based on 50% and 83%, respectively,

of the cost of airfare) compared with Existing Conditions. These reductions would result

in lower pollutant emissions. Therefore, according to the National Environmental Policy

Act (NEPA), and under California Environmental Quality Act (CEQA) guidelines, there

would be a beneficial impact on air quality from the operation of regional on-road

vehicles for the HST alternatives.

I033-330

The commenter's assertion that exceedances of air quality standards for anything

greater than 1 hour will result in future fines being levied does not reflect current

regulations regarding the penalties assessed for exceedances of ambient air quality

standards. Under the Clean Air Act (CAA), penalty fees are levied for areas that are in

non-attainment of the ozone ambient air quality standard. This penalty fee is not based

on a specific number of exceedances; instead; the fee is based on the attainment

designation of the area. In other words, the penalty fees do not matter if there are

multiple exceedances; rather, it matters that there were any exceedances. Exceedances

of the ozone standards are based on regional emissions from a wide range of emission

sources. These exceedances cannot be attributable to a single source of emissions

such as construction projects. Thus, the emissions from construction of the project

would not be the sole contributor to or source of any particular ozone exceedances.

Because the San Joaquin Valley Air Basin is in non-attainment of the ozone standard,

Section 185 of the CAA applies. The mandatory fee for non-attainment established by

the CAA requires collection of fees equivalent to $5,000 (1990 dollars) per ton of NOx or

I033-330

VOC emitted by stationary sources. However, under Section 172e of the CAA, the

district may propose alternative means of collecting these fees if it can demonstrate that

an equivalent amount is collected. Vehicle registration fees are assessed on vehicles

registered in the San Joaquin Air Basin as part of the SJVAPCD's alternative fee

collection pursuant to Section 185 of the CAA (SJVAPCD Rule 3170). Because mobile

sources are a major source of NOx and VOC in this air basin, it was determined that this

source should have incentives placed on it to decrease the emissions associated with

it. This approach is allowed under the Public Safety Code and Vehicle Code of

California. Furthermore, Assembly Bill 2522 (Arambula 2008) authorized additional

vehicle registration fees to be collected in the San Joaquin Air Basin of up to $36

through 2024 only if the area has been reclassified by EPA from severe to extreme by

the end of the 2012–2013 fiscal year. Any additional fees imposed on motor vehicles

would require amendments to the state law. To the extent that the vehicle fees assessed

by Assembly Bill 2522 are insufficient to cover the shortfall in the mandatory fee

established under the CAA, the district would cover the remaining shortfall in a second

round of fee collection from major sources of air pollution, per air district Rule 3170.

Therefore, no additional fees would be assessed to individuals through vehicle

registration fees. The fees would not be required once the air basin achieves attainment

of the NAAQS, which is projected to occur in the future with current and proposed

regulations to reduce emissions. The fees collected are used to implement emission

reductions in the air basin and to reduce the vehicle miles traveled, with at least a

portion of the fees focused on public health and communities disproportionately

impacted by the emissions. Therefore, there will be no additional fines to individuals of

the public associated with construction of the project.

The emissions payback schedule for criteria pollutants will be net zero during the

construction period with implementation of the VERA under AQ MM#4. Because the

emissions and emission reductions should occur in the same year, there is no net

increase, and emissions are paid back in the year they occur. During operation, the

criteria pollutants are anticipated to have a net decrease in emissions. For any interim

years between construction and operation, there would be no emissions associated with

the project and therefore no emissions need to be paid back. For greenhouse gas

(GHG) emissions, the benefit will be realized at a minimum of within 1 year of

operation. Because the VERA program for criteria emissions will also result in some
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GHG emission reductions, some of the construction emissions will be paid back in the

same year that emissions are generated.

I033-331

Refer to Standard Response FB-Response-N&V-03.

The HSR project will not generate noise levels of 95+ dB at the "edge of the existing

limits of the BNSF sound."

Section 3.4, Noise and Vibration, of the Revised DEIR/Supplemental DEIS identifies

significant noise impacts associated with the HST alignment through Kings County,

which, as noted by the commenter, are primarily due to the location of the alignment as

it extends through areas that are not adjacent to existing transportation corridors. See

also Technical Appendix 3.4-A, Noise and Vibration. The noise impact methodology

includes consideration of cumulative noise, as discussed in Standard Response FB-34.

As described in Standard Response GENERAL-02 (Alternatives), Limitations of Existing

Corridors and Amtrak Upgrade, Proposition 1A (2008) calls for the HST alignment to

follow existing transportation or utility corridors to the extent feasible. However, due to

HST engineering and operational needs, it cannot feasibly be built solely within the

existing transportation corridors. In compliance with the objective of using existing

corridors where feasible, in making decisions regarding HST alignments and station

locations, the Authority and the FRA have gone to great lengths to maximize the feasible

use of existing transportation corridors and to minimize impacts on both agricultural

lands and communities.

I033-332

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

In the case of Hanford, it was not feasible to follow the BNSF Railway through the city.

The BNSF Railway in the Hanford area has several curves too severe for an HST

project and constructing the HST through Hanford would have resulted in a substantial

impact to residential and commercial properties in the city. That is the reason why the

2005 Record of Decision (ROD) adopted a preferred alignment for the Fresno to

I033-332

Bakersfield Section that bypasses Hanford. This decision was based on the 2005

Statewide Program EIR/EIS for the California High-Speed Rail System.

I033-333

Section 3.6, Public Utilities and Energy, page 3.6-42 discusses energy consumption in

million Btu (MMBtu) or billion Btu and gigawatt-hours (GWH). Within a paragraph, the

numerical values have been expressed consistently in one or both of the units so that a

fair comparison can be drawn.

I033-334

Refer to Standard Response FB-Response-PU&E-02.

California ISO (CAISO) is the electrical grid operator for the bulk of California's power

grid. CAISO maintains statistics on the supply of power through the grid. One of

parameters that CAISO records is the number of emergency notices that have had to be

made because demand is approaching operational reserves of power. There are three

stages of emergency notification depending on the level of operational reserves

available to the statewide grid:

Stage 1 emergency - operational reserves forecast to fall below 6% to 7%

Stage 2 emergency - operational reserves forecast to be less than 5%

Stage 3 emergency - operational reserves forecast to be less than 3%

From 2008 through 2012, CAISO issued no emergency alerts. The last emergency

aleart was a Stage 1 alert in 2007 (refer to CAISO grid history at

http://www.caiso.com/Documents/Alert_WarningandEmergenciesRecord.pdf).

California’s electricity grid would power the proposed project. The High Speed Train

(HST) project is expected to require less than 1% of the state’s future electricity

consumption. The Revised Draft EIR/Supplemental Draft EIS states that the Authority

would purchase up to 100% clean, renewable electricity to provide power for HST

operations. One of the Authority’s policy goals is to use up to 100% renewable energy

sources for the HST that would result in a total estimated reduction in fossil-fuel energy

resources for the HST System of up to 12.7 million barrels of oil annually by 2030
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(Navigant Consulting 2008). The Fresno to Bakersfield Section of the HST is estimated

to require 78 megawatts (MW) of peak demand, which is within existing and projected

future reserves.

I033-335

Refer to Standard Response FB-Response-PU&E-02.

The energy consumption estimate for constructing the Fresno to Bakersfield Section is

7,010.2 billion Btu for the BNSF Alternative. Construction of the various other

alternatives would range from approximately 713.7 billion Btu (10.2%) less than the

BNSF Alternative to 289.2 billion Btu (4.2%) greater than the BNSF Alternative (see

page 3.6-72 in Section 3.6, Public Utilities and Energy, of the Revised

DEIR/Supplemental DEIS). Where necessary, project design and phasing of

construction activities would be coordinated with service providers to minimize or avoid

interruptions, including for upgrades of existing power lines to connect the HST System

to existing PG&E substations (see Section 3.6.6, Project Design Features).

I033-336

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

Cumulative impacts to water resources (groundwater and surface water) are evaluated

in Chapter 3.19, Cumulative Impacts, under "Hydrology and Water Resources,"

subheading "Water Use."

Chapter 3.6, Public Utilities and Energy, describes the Water Conservation Act of 2009,

which requires urban water users in the state to achieve a 20% reduction in per capita

water use by December 31, 2020. These measures would partially offset the additional

water demand expected from induced regional growth.

I033-337

The average water use per person was overstated in the EIR/EIS and has been

corrected in the Final EIR/EIS. The average domestic water use in Kern, Kings, and

Fresno Counties is currently about 0.2 to 0.3 acre-feet per year per person. This results

I033-337

in an increase in demand of between 20,000 and 30,000 acre-feet per year, which is

much less than 1% of the groundwater used in the San Joaquin Valley.

Much of the area identified for future growth on local general plans is currently

agricultural. As the population increases in the future, agricultural land is expected to be

converted to urban uses. Some of the increase in water use due to induced urban

growth will be offset by the decrease in water use from agriculture as agricultural land is

converted. Also, local water-use efficiency goals have been mandated statewide under

SB x7-7, the Water Conservation Act of 2009 (20% reduction by 2020). These

mandated goals may further decrease average domestic water use regionally over

current usage.

I033-338

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-02,

FB-Response-GENERAL-20, FB-Response-GENERAL-21.

The project EIR/EIS for the Fresno to Bakersfield Section is tiered from the Statewide

Program EIR/EIS for the California HST System (Authority and FRA 2005). The

Statewide Program EIR/EIS considered alternatives on I-5 and State Route (SR) 99 as

well as on the BNSF corridor. The Record of Decision for the Statewide Program

EIR/EIS selected the BNSF corridor as the preferred alignment for the Fresno to

Bakersfield Section. The I-5 and SR 99 corridors were again considered during the

environmental review of the Fresno to Bakersfield Section and were eliminated for

further consideration, as described in Standard Response GENERAL-02.

As the Authority conducted analysis of alternative alignments that follow SR 99/UPRR

and the I-5 corridor and determined that these alternatives were not practicable, they

were not carried forward in the EIR/EIS. Kings County has not provided any new

information that would change these conclusions. Neither CEQA nor NEPA require the

environmental document to analyze alternatives that are not practicable to implement.

The two alignments in Kings County—the BNSF Alternative (east of Hanford) and the

Hanford West Bypass 1 and 2 alternatives—have differing impacts on agriculture. The

EIR/EIS has examined a reasonable range of alternatives, given the constraints of
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design speed and other engineering factors. An EIR/EIS is not required to examine

every possible alternative.

The project EIR/EIS for the Fresno to Bakersfield Section appropriately evaluates

alternative alignments within the BNSF corridor.

I033-339

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

Impact AG #1 addresses temporary use of agricultural land.  It acknowledges that some

agricultural land outside of the permanent right-of-way would be used for construction.

Specific acreage estimates are provided for each alternative, and project design

requires that the land be restored to as close to its pre-construction condition as

possible. Any losses experienced by farmers due to the lands used for temporary

construction staging areas will be compensated by the Authority during the right-of-way

property acquisition process. Right of Way agents will work with farmers and landowners

to mitigate the impacts any financial impacts created by the land acquisition process;

this includes any impacts that negatively affect the farmer or landowners ability to

secure financing. During that process, losses in the value of the remaining property will

be taken into account and the owner will be compensated for the loss in productivity.

Fair market value takes into account the value of the land, the improvements on the

land, as well as the future income the land and improvements can generate.

I033-340

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-06.

The Authority recognizes the importance of the dairies in Kings County and that, due to

the construction of the HST, dairy farmers may have to reduce herd sizes to meet their

permitting obligations. Losses experienced by dairies as a result of decreased herd

sizes will be taken into account during the property acquisition phase and farmers will be

compensated for any losses experienced.

I033-341

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,

FB-Response-GENERAL-22.

All elements of the proposed project are defined in Chapter 2 of the Revised

DEIR/Supplemental DEIS, including alignment alternatives, station alternatives, and

heavy maintenance facility (HMF) alternative sites. The Authority disagrees with

assertions that the EIR/EIS fails to identify all potential impacts or legitimate mitigation

measures.  All significance determinations are clearly and succinctly stated at the end of

every resource topic in Chapter 3, based on the analysis in the relevant Section of

Chapter 3. The Authority will use the information in the Revised DEIR/Supplemental

DEIS and input from the agencies and public to identify the Preferred Alternative. The

Authority’s decision will include consideration of the project purpose and need and the

project objectives presented in Chapter 1, Project Purpose and Need, as well as the

objectives and criteria in the alternatives analysis, and the comparative potential for

environmental impacts. The Preferred Alternative would have the least overall impact on

the environment and local communities, the lowest cost, and the fewest constructability

constraints of the project alternatives evaluated. Additional information is provided in

response to the commenter’s elaboration of the assertions made in this conclusory

comment, above.

I033-342

Refer to Standard Response FB-Response-GENERAL-07.

Both CEQA and NEPA require that comments submitted on the Draft EIR/EIS be

responded to. Comments received on the Draft EIR/EIS have been responded to in

Volume IV of this Final EIR/EIS. Comments received on the Revised

DEIR/Supplemental DEIS have been responded to in Volume V of this Final EIR/EIS.

Neither CEQA nor NEPA require that a Draft EIR/EIS be modified in response to a

comment made during the public review period. However, where the Authority and FRA

have felt it necessary to revise the text of the Revised DEIR/Supplemental DEIS in

response to a comment, that has been done.
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I034-1

As indicated in Section 3.11.6 of the EIR/EIS, fire/life safety programs (FLSPs) will be

developed by the Authority to implement the requirements set forth in the Federal Rail

Safety Act. FLSPs address the safety of passengers and employees during emergency

response. The FLSPs would address the needs of disabled persons. An FLSP is

coordinated with local emergency response organizations to provide them with an

understanding of the rail system, facilities, and operations, and to obtain their input for

modifications to emergency response operations and facilities, such as evacuation

routes.

As stated in Mitigation Measure S&S-1 in Section 3.11.7, the Authority will monitor the

response of local fire, rescue, and emergency service providers to incidents at stations

and the HMF and provide a fair share of cost of service.

I034-2

The proposed project could create adverse community impacts, socioeconomic impacts,

and environmental impacts as discussed in the Revised DEIR/Supplemental DEIS.

These effects vary greatly depending on the alternatives selected. The proposed project

would also provide benefits such as reductions in greenhouse gas emissions and

creation of jobs associated with construction and operation.

The Authority used the information in the Revised DEIR/Supplemental DEIS and input

from agencies and the public to identify the Preferred Alternative. The decision included

consideration of the project purpose and need and the project objectives presented in

Chapter 1, Project Purpose and Need, as well as the objectives and criteria in the

alternatives analysis, and the comparative potential for environmental impacts.

The Revised DEIR/Supplemental DEIS provides documentary evidence that the

Authority and FRA are fulfilling their duties to comply with CEQA, NEPA, and EO 12989.

Project alternatives were identified, the impacts of which were evaluated at an equal

level of detail and fully disclosed, and input was sought and received from the public

including groups identified as minority, low income or disadvantaged. No evidence has

been presented contradicting the Authority’s obligation to comply with CEQA and FRA’s

obligations to comply with NEPA and EO 12989.
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I035-1

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-04.

In the event that landowners believe that they have discovered unforeseen project-

related impacts after right-of-way acquisition and mitigation, they may seek

compensation from the Authority.

An EIR project description is intended to be general, not detailed (CEQA Guidelines §

15124[c]).  Final design or even advanced design of infrastructure is not required in the

project description (Dry Creek Citizens Coalition v. County of Tulare [1999] 70

Cal.App.4th 20, 36). The question is whether the project description narrowed the scope

of environmental review, or prevented full understanding of the project and its

consequences (Ibid.).

Abundant substantial evidence in the record demonstrates the project description was

more than adequate for the environmental analysis of the project. The term "15%

design" is an engineering term of art that refers to the level of engineering prepared on

HST project elements for the EIR. The 15% design generates detailed information, like

the horizontal and vertical locations of track, cross sections of the infrastructure with

measurements, precise station footprints with site configurations, and temporary

construction staging sites and facilities. The 15% design also yields a "project footprint"

overlaid on parcel maps, which shows the outside envelope of all disturbance, including

both permanent infrastructure and temporary construction activity. This 15% design

translated into a project description in the EIR with 100% of the information that is

required under CEQA Guidelines Section 1512447 (see Dry Creek, supra, 70

Cal.App.4th at pp. 27-36 [upholding EIR conceptual project description as inadequate

when based on preliminary design]).

A higher level of design is not necessary because 15% design provides enough

information for a conservative environmental analysis.  A higher level of design provides

refinement, but does not yield more information needed for adequate CEQA review. For

example, if a lead agency knows the location, size, and basic design of a building, it has

enough information for environmental review. The details about whether the water

system will use PVC or copper pipe or whether the windows will be vinyl or wood are not

necessary for assessing the impacts of building construction. Further, it is common

I035-1

practice with larger transportation infrastructure projects to prepare

environmental analysis before completion of the final design.

Impacts to irrigation systems, resulting curative work, and/or potential ramifications will

be addressed during the appraisal process, with consultation from experts in the fields of

hydraulic engineering and agricultural management. The timing of any restorative work

or reconfigurations will be addressed at the acquisition stage and documented in the

right-of-way contract.

The impacts of project construction are described in Chapter 3 of the EIR/EIS. These

impacts would be the same whether the project was completed or not.

The Authority will implement all mitigation measures through its contracts with the

design-build contractor and will monitor construction to ensure that the mitigation

measures are carried out.

I035-2

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

All mitigation for property impacts (e.g., relocation assistance, compensation or remedy

of property impacts) will take place during right-of-way acquisition, which must

occur before construction. Many other mitigation measures (e.g., compensatory

mitigation for biological impacts) must also be implemented before initiation of

construction.

Where findings have been made relative to significant impacts in accordance with

Section 15091(1)(a) of the CEQA Guidelines, Section 15097 of the Guidelines requires

the Authority to prepare and implement a Mitigation Monitoring and Enforcement Plan in

conjunction with project approval. This plan is implemented to ensure that the mitigation

measures identified in the EIR are implemented. The Authority may delegate reporting

or monitoring responsibilities to another public agency or to a private entity that accepts

the delegation; however, until mitigation measures have been completed the lead

agency remains responsible for ensuring that implementation of the mitigation measures

occurs in accordance with the program.
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I035-3

The EIR/EIS identifies project impacts and mitigation measures. The Authority does not

plan to establish an escrow account to address unidentified, future potential impacts.

I035-4

Addressing unforeseen circumstances would be purely speculative and inappropriate for

an EIR/EIS.

I035-5

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

The Authority has committed to implement a Farmland Consolidation Program as part of

the HST project design features (see Section 3.14.6), to sell remnant parcels to

neighboring landowners for consolidation with adjacent farmland properties. In addition,

on request, the program will assist the owners of remnant parcels in selling those

remnants to adjacent landowners. (Authority, Resolution 12-20 and attachments, May 3,

2012.) The program will also assist landowners in obtaining lot line adjustments where

appropriate to incorporate remnant parcels into a larger parcel that is consistent with

size requirements under the local government's general plan. The program will operate

for no less than 5 years after construction of the Fresno to Bakersfield Section is

completed. This will reduce the number of remainder parcels that are removed from

agricultural use.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

I035-5

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

The Authority would maintain all HST facilities, including the right-of-way and fence, and
provide appropriate weed and pest control. Maintenance activities are described in
Chapter 2, Section 2.6, Operations and Service Plan of the Revised DEIR/Supplemental
DEIS. Section 2.2.8, Maintenance Facilities, describes the different maintenance
facilities and activities that would be in place to ensure continued maintenance of the
tracks, right-of-way, and train sets. The Authority would not be responsible for
maintaining lands outside of the project footprint. That would remain the responsibility of
adjoining property owners.

I035-6

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

I035-7

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

I035-8

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

Maintenance of highways is the responsibility of Caltrans, and for local roads the

appropriate jurisdiction (County or City) within their respective rights-of-way.

The Authority would maintain all HST facilities, including the right-of-way and fence, and

provide appropriate weed and pest control. Maintenance activities are described

in Chapter 2, Section 2.6, Operations and Service Plan of the Revised

DEIR/Supplemental DEIS. The Authority would not be responsible for maintaining

lands outside of the project footprint.

Section 3.16 Aesthetics and Visual Resources, Table 3.16-2 of the Revised

DEIR/Supplemental DEIS has been revised to address graffiti and blight.  In addition,

mitigation measures for operations have been revised to state: “Any graffiti or visual

defacement or damage of fencing and walls will be painted over or repaired within 5
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I035-8

business days after notification. In addition, a process for notification of local law

enforcement will be implemented.”

Mitigation Measure AVR-MM#2f addresses numerous measures to be implemented to

keep overpasses attractive and maintained. As stated in that measure, landscaping will

be continuously maintained, and irrigation installed if needed. Invasive plant species will

not be planted.

I035-9

Refer to Standard Response FB-Response-S&S-01.

New facilities constructed for the project must meet design standards that include

passage of trucks.

I035-10

Refer to Standard Response FB-Response-TR-02, FB-Response-AG-02.

I035-11

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

I035-12

Refer to Standard Response FB-Response-S&S-01.

I035-13

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 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, because of the existing

roadway infrastructure. Consequently, out-of-direction travel would be limited to

approximately 1 mile in nearly all locations in the project area. Section 3.11.6 of the

Revised DEIR/Supplemental DEIS explains that the project design would include

coordination with emergency responders to incorporate roadway modifications that

maintain existing traffic patterns and fulfill response route needs, resulting in negligible

I035-13

effects on response times by service providers. Section 3.11.5, Safety and Security

Environmental Consequences, of the Revised DEIR/Supplemental DEIS provides

additional detail regarding emergency response time during HST operations.

I035-14

This comment assumes a rule that a lead agency must define its project based on

available funding. CEQA includes no such rule, and courts cannot impose procedural or

substantive requirements beyond those explicitly stated in the statute or guidelines (Pub.

Res. Code §21083.1). Such a rule would force lead agencies to re-define their projects

every time funding changes, a result in direct conflict with the "rule of reason" that

governs EIRs (Laurel Heights Improvement Assn. v. UC Regents (1988) 47 Ca1.3d 376,

406-407).

Please see the Revised DEIR/Supplemental DEIS, Volume 1, Section 3.3, Air Quality

and Global Climate Change, for a discussion of air quality impacts versus the no-build

impacts. If the Authority only completes the Initial Construction Segment, there will be no

operational air impacts associated with the track unless alternative uses of the track

occurs such as the use of Amtrak trains.  The air quality impacts associated with the use

of Amtrak trains on the Initial Construction Segment is discussed in FB Master

Response 13. 

The construction emissions associated with the Initial Construction Segment are

handled by AQ-MM#4 and will offset the criteria pollutants in the year that emissions

occur.  The mitigation measure AQ-MM#4: Offset Project Construction Emissions

through an SJVAPCD VERA provides that the Authority and SJVAPCD will enter into a

contractual agreement to mitigate by offsetting to net zero the project's actual emissions

by providing funds for the district's Emission Reduction Incentive Program.  These funds

will be provided at the beginning of the construction phase.  Therefore, mitigation/offsets

shall occur in the year of impact or as otherwise permitted by 40 CFR Part 93 Section

93.163.  There will be no long-term delay in achieving the net zero emission reductions

through the construction offset agreement.
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I035-14

The greenhouse gas (GHG) emissions associated with the Initial Construction Segment

construction will not be offset by the reduction in operation if the project does not

become fully operational.  However, the mitigation measure AQ-MM#4, will partially

reduce GHG emissions along with some of the criteria emissions.  Therefore, some of

the GHG emissions will be offset even if the full project does not become operational.  

I035-15

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

Although valley fever fungi are commonly found in the soil in the Central Valley and

can be stirred into the air by anything that disrupts the soil, the potential for the

operational HST to generate dust through induced air flow is low. Therefore, the impacts

from valley fever during operations will be less than significant. In addition, the dust

minimization measures listed in Section 3.3.8 of the Final EIR/EIS will further reduce

fugitive dust emissions to a less-than-significant impact. Valley fever spores would be

released when the soil is disturbed; however, due to the minimization measures, fugitive

dust disturbance during construction will be minimal. Therefore, impacts from valley

fever spores would be less than significant.

Because the dust disturbance would be minimal with proposed mitigation measures,

current hospital and health care centers would not be burdened with an increase in

valley fever patients.

I035-16

The greenhouse gas (GHG) payback analysis is provided in Table 7.9-9, 7.9-10, and

7.10-5 of the Air Quality Technical Report (Authority and FRA 2012f). The analysis in

these tables shows that in less than 6 months of HST operations, the GHG emissions

during construction will be offset by the reduction in GHG emissions during operations.

I035-17

Section 6.3 of the Fresno to Bakersfield Section: Noise and Vibration Technical Report

(Authority and FRA 2012)

I035-17

describes how transfer mobility testing was conducted at 18 locations in order to

calculate the fall-off rate for vibration levels.  These fall-off rates were then used to

calculate the distances to the vibration level contours for different types of land use.

Table 6-44 of the Fresno to Bakersfield Section: Noise and Vibration Technical Report

lists the distances to the vibration level contours. The data included in Tables 6-45

through 6-51 show no impacts to any schools along any of the project alignments or

alternatives.

I035-18

Although the vibration levels generated by the train may be perceptible near trees, the

vibration levels are not expected to be at a high enough intensity level to cause nuts to

fall from trees. Additionally, nut trees will not be impacted from vibration from HST

alignments that are not along the BNSF ROW as the HST will not be in a close enough

proximity to the nut trees. The increase of the number of travel times along the HST

corridor will not increase the vibration levels high enough to shake nuts off of trees

outside the HST ROW.  Please refer to Section 6.3 of the Fresno to Bakersfield Noise

and Vibration HST Technical Report as to how vibration levels were calculated and

distances to vibration level contours.

I035-19

Wells currently located adjacent to the existing BNSF tracks are subject to vibration

levels substantially higher than the vibration levels that would be generated by HST

operations.  If the wells are not currently experiencing any of these problems under

existing conditions, they would not be expected to experience these problems with the

addition of HST operations. Additionally, vibration levels from the HST alignments that

are not along the BNSF ROW are not expected to generate high enough vibration levels

to effect deep wells and septic tanks. This is because vibration levels outside the HST

ROW not expected to be of a high enough intensity to cause any damage. Furthermore,

increases in the number of travel times along the Fresno to Bakersfield Corridor will not

increase the vibration intensity levels high enough to damage deep wheels or septic

tanks outside the HST ROW. Please refer to Section 6.3 of the Fresno to Bakersfield

Noise and Vibration HST Technical Report as to how vibration levels were calculated

and distances to vibration level contours.
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I035-20

Deep aquifers currently located adjacent to the existing BNSF tracks are subject to

vibration levels substantially higher than the vibration levels that would be generated by

HST operations.  If the wells are not currently experiencing any of these problems under

existing conditions, they would not be expected to experience these problems with the

addition of HST operations.  Well depths in the Central Valley aquifer system are

determined by the depth of permeable aquifer material and by the quality of the ground

water. In general, wells are usually less than 500 feet deep in the Sacramento Valley but

are as deep as 3,500 feet in the San Joaquin Valley. The greater depth of wells is a

result of the low permeability of the sands in the unconfined aquifer in the western and

southern San Joaquin Valley and of highly mineralized water and water high in selenium

in the upper parts of the aquifer system in the western San Joaquin Valley.  At a depth

of 500 feet, the vibration levels due to high-speed train operations are projected to be

less than 57 VdB.  Vibration levels this low are adequate for high-power optical

microscopes (1000X), to be used for inspection and lithography equipment to 3-micron

line widths.  There are not expected to be any impacts on the Central Valley aquifer

system from vibration associated with the operation of the HST System.

According to a USGS study, “Ground Water Atlas of the United States,” the primary

cause of land subsidence in the Sacramento and the San Joaquin Valleys has been the

compaction of fine-grained sediments (predominantly clay) in the aquifer system

following severe, long-term withdrawal of ground water in excess of recharge. The

amount of such subsidence in an area is related to the amount of withdrawal and the

percentage of the withdrawal zone composed of clay beds. Compaction occurs when

the hydraulic head in the confined parts of the aquifer system is lowered, thus reducing

the hydraulic head in the clay beds, which, in turn, reduces the pore pressure in the clay.

The weight of overlying sediments compacts the clay and squeezes water out of the clay

until equilibrium is reached with the pore pressure in the clay.  Compaction is directly

related to the amount of water within the aquifer and is not expected to be influenced by

the vibrations produced by HST operations.

I035-21

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

I035-22

The cumulative impacts of vibration from the freight and HSR trains will be negligible. 

The cumulative impacts of noise are taken into account in the noise model.

The noise and vibration analysis for the HST Project provided in Section 3.4, Noise and

Vibration, includes the existing freight rail system in the calculation of the existing

ambient noise environment (existing condition). Therefore, the addition of the HST

Project to the existing freight rail noise and vibration levels has been analyzed. For the

noise analysis, impacts and mitigation measures were identified. For the vibration

analysis, the vibration level generated by the HST would be substantially lower than the

vibration levels generated by the existing freight trains; the impacts would be negligible

and no mitigation is required.  As described in Section 3.19, Cumulative Impacts, there

would not be cumulative vibration impacts from implementation of the HST Project and

the other cumulative projects.

I035-23

Refer to Standard Response FB-Response-PU&E-03, FB-Response-HWR-01.

The proposed project would protect or reroute potentially affected existing public utility

infrastructure in the Ponderosa community. The Authority’s construction contractor will

coordinate schedules for utility relocations and protection-in-place with the utility owner

to ensure the project would minimize or eliminate the potential for disruption of service to

affected users and the community.

I035-24

Southern California Edison’s proposed Mascot Electrical Substation project was

approved by the CPUC in the 2nd quarter of 2011. While the analysis of project-level

effects in Section 3.6 Public Utilities and Energy evaluates anticipated effects to existing

public utility facilities and services, the proposed Mascot substation was not

implemented at the time of the Draft EIR/EIS analysis.  Based on a review by HST

planning engineers, the proposed Mascot substation would not be directly affected;

however, the route of power lines connected to the proposed facility may need to be

altered. Because the Mascot substation would not be impacted by project alternatives, it

was not included in the Revised DEIR/Supplemental DEIS. 
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I035-24

The Draft EIR/EIS at page 3.6-14 refers to Appendix G of the CEQA Guidelines, which

states that a significant impact on utilities and service systems would occur if the project

results in a conflict with a fixed facility such as an electrical substation. No such impact

would result.  However, the project team has and will continue to actively coordinate with

utility providers during all the design phases of the project to identify, describe, and

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

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

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

the California Public Utilities Commission’s General Order 131-D, including any

necessary additional environmental review. The Authority will assist utility providers

in applying for a permit from the CPUC under CPUC General Order 131-D, including the

need for any additional environmental review necessary for transmission line relocation

or extension, or other new or modified facilities, and any localized increase in electrical

loads identified as part of the more detailed design.

I035-25

The various alternative track alignments pass near wireless systems in use. Federal

Communications Commission (FCC) spectrum frequency allocations allow wireless

fidelity systems to operate in their frequency blocks at 2.4, 3.6, and 4.9/5.0 gigahertz

(GHz), each divided into channels to allow multiple systems to operate without

interfering with one another. Wireless networks operate at relatively low power levels

and have limited ranges. Therefore, electromagnetic interference (EMI) with distant uses

is generally not a concern.

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

transfer, and communications, raising the concern that HST operations would result in

EMI with the radio systems at use at nearby schools. HST radio systems would transmit

radio signals from antennas located at stations and heavy maintenance facilities (HMFs)

along the track alignment and on locomotives and train cars. The Authority plans to

acquire two dedicated frequency blocks, each with a width of 4 megahertz (MHz), for

use by automatic train control systems. These blocks would be at frequencies below 925

MHz because frequencies higher than 925 MHz will not function on a high-speed train.

These blocks would be dedicated for California HST use, and EMI with other users

I035-25

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,

2011f).

The Authority will implement an Electromagnetic Compatibility Program Plan (EMCPP)

during project planning and operation to provide electromagnetic compatibility with

neighboring radio systems. During the planning stage through the 30% system design,

the Authority will perform electromagnetic compatibility (EMC)/EMI safety analyses,

which will include identification of existing radio systems at nearby uses, design of

systems to prevent EMI with identified neighboring uses, and incorporation of these

design requirements into the bid specifications used to procure radio systems. The

implementation stage will include 100% system design and will include final engineering

design, monitoring, and evaluation of system performance. Section 3.5, Electromagnetic

Fields and Electromagnetic Interference, of the EIR/EIS primarily considers

electromagnetic fields (EMFs) at the 60-hertz (Hz) power frequency and at radio

frequencies (RFs) produced intentionally by communications or unintentionally by

electric discharges. EMI is avoided with intentionally produced communications primarily

through the Authority’s commitment to adhere to its EMCPP. Given the commitment to

eliminate EMI with a broad range of RF equipment according to the EMCPP, the focus

of the EMF/EMI analysis is on the most sensitive or susceptible RF equipment.

I035-26

Refer to Standard Response FB-Response-PU&E-02.

Section 3.6, Public Utilities and Energy, of the Revised DEIR/Supplemental DEIS states

that the area studied to determine the potential impacts of the HST System on electricity

generation and transmission includes the entire state of California (and western states

that produce energy that is exported to California) because the HST System would

obtain electricity from the statewide grid. The HST System is expected to require less

than 1% of the state’s future electricity consumption. The Revised DEIR/Supplemental

DEIS provides information about the multi-state electrical grid serving California and the

HST System energy demand in Section 3.6, Public Utilities and Energy (Table 3.6-18).

The HST project would set a priority on the use of renewable energy sources and not
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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. Please refer to the summary of electricity requirements in Section 2.2.6,

Traction Power Distribution, in Chapter 2, Alternatives. Section 3.6.5 C, High-speed

Train Alternatives, discusses how the energy demand would be met.

I035-27

Refer to Standard Response FB-Response-AG-03, FB-Response-LU-02.

The HST project will not change existing zoning. The HST project would convert only the

amount of land required for a transportation-related use for the alignment and other

components of the HST System. The land use conversion would not extend beyond the

construction footprint, which is generally no more than 120 feet in width where at-grade

and 60 feet in width where elevated. The use of the land adjacent to the HST alignment

is not expected to change except in the station areas where the station can act as an

economic catalyst for transit-oriented development and in agricultural areas where

agricultural uses would be displaced and parcel severance may remove from production

some land that is currently in agricultural use.

It is possible that remainder parcels could be consolidated; however, remnant parcels

and odd-shaped parcels that cannot be used for farming may be acquired by the

Authority. As stated in Section 3.14.5: “A partial acquisition of land protected by

Williamson Act or FSZ contract could constrain the potential continued use of that land

for farming because (1) the remaining land acreage might be too small to meet the

minimum requirements under these programs and (2) the resulting increase in property

taxes on the land might affect the financial feasibility of continued farming. Zoning for

land on either side of the permanent footprint is under the jurisdiction of local agencies

and would not be changed by action of the Authority. Therefore, it will be up to the

governing jurisdiction as to whether a remnant commercial parcel remains zoned as

commercial."

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

I035-27

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I035-28

Refer to Standard Response FB-Response-AG-02, FB-Response-AG-03, FB-

Response-LU-02.

I035-29

Refer to Standard Response FB-Response-AG-04.

A Mitigation Monitoring and Enforcement Plan (MMEP) is required to ensure that

adopted mitigation measures are successfully implemented.  The Authority is the lead

state agency for the proposed project and is responsible for implementation of the

MMEP in accordance with CEQA.

The MMEP will be active through all phases of the project, including design,

construction, and operation.  The project will be developed in phases and may include

permits required for implementation of project components.  There are mitigation

measures that must be continuously implemented throughout the development and

operation of the proposed project. The MMEP identifies those mitigation measures

required by the Authority to mitigate or avoid significant adverse impacts associated with

the implementation of the proposed project, entity responsible for monitoring, timing of

implementation, phase the measure applies to, timing of implementation, and

completion verification. The MMEP will help ensure that the measures are implemented,
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their effectiveness monitored, and documentation provided.

Section 3.6.6, Project Design Features, states, in part: "[w]here necessary, project

design and phasing of construction activities would be coordinated with service

providers to minimize or avoid interruptions." The Authority or its contractors will take

into account the limited period during which construction may occur without disrupting

the District's operations and deliveries. This will occur during property acquisition,

furtherance of project design, and prior to actual construction.

The Authority is currently working with irrigation districts to develop agreements for the

modification of their irrigation facilities where necessary for project construction. It is

expected that irrigation districts will want to manage the design and construction of

relocated segments of irrigation canals and the Authority will pay for the work. As

implied by this comment, irrigation districts conduct major maintenance and repair of

their canals and other irrigation facilities during winter months when the canals are not

used for delivery of irrigation water. Connection of relocated segments of canals to the

existing irrigation system would be done during those winter months. Districts would not

typically close canals and then relocate them. Instead, the relocated segments would be

constructed, and once that construction was completed, the new canal segment would

be connected into the rest of the canal system and the abandoned segment would be

filled in. Therefore, a relocated canal would only be closed for a few days during the

winter months. As a result, relocation of canals would not impact spring, summer, and

fall water deliveries, and would not disrupt the localized use of irrigation canals as storm

drains.

I035-30

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-04.

I035-31

Chapter 3.8, Hydrology and Water Resources, indicates that the removal/abandonment

of wells would be done in accordance with local regulations. DWR has developed well

standards to protect groundwater quality. California Well Standards, Water wells,

Monitoring wells, Cathodic protection wells, Bulletins 74-81 and 74-90 (DWR 1991)

provides minimum standards for the construction, alteration, maintenance, or destruction

I035-31

of wells to prevent pollution of groundwater. The standards apply to all water well drillers

in California and the local agencies that enforce them. Items addressed by DWR well

standards include: setback of wells from pollution sources; casing materials; annular

seal dimensions and materials; surface features—pads, locks, covers, backflow

preventers, vaults; well development; disinfection; repair; and destruction.

Local governments, counties, cities, and some water districts are responsible for

enforcing standards that are either equal to or more stringent than DWR's well

standards. These agencies usually require permits for well construction. They also

conduct inspections to make sure the wells are constructed properly. Applicable county

ordinances and local regulations include: Fresno Municipal Code (Chapter 6, Article 4,

Wells); Kings County Code of Ordinances (Chapter 14A, Water Wells); Tulare County

Code (Part IV, Chapter 13, Wells); Kern County Code of Ordinances (Chapter 14.08, 

Article III, Well Standards); and Bakersfield Municipal Code (Title 8, Chapter 8.70,

Regulation of Wells and Water Systems).

I035-32

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-04.

The regional aquifer has a water surface elevation of about 50 to 250 feet below ground

surface near the alignment alternatives (see Table 3.8-13 of the EIR/EIS) and typically is

unconfined at that depth. Underlying the unconfined layer is a regionally confined aquifer

that is generally 400 to 450 feet below ground surface. Typical well depths in the

groundwater subbasins crossed by the HST are between 100 and 2,000 feet below

ground surface (see Table 3.8-8 of the EIR/EIS) and wells extract water from either

unconfined or confined layers.

The Authority will fairly compensate land owners during the right-of-way acquisition

process for destruction and replacement of agricultural and household domestic wells.

The Authority will work with individuals on a case-by-case basis to provide equal utility

for replacement wells. Although an identical well at a new location may not have the

same capacity as the abandoned well, the Authority would not create only identical

replacement wells, but instead would ensure equal utility such that the new well would

have the same capacity as the previous well (e.g., the new well could be deeper, wider
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in diameter, or screened at a different location then the pervious well, if required for

equal utility). The design of the resulting replacement infrastructure will be addressed

during the appraisal process with consultation from experts in the hydraulic engineering

and agriculture management fields. Factors that will be taken into consideration include

well location, depth and screen elevation. The timing of any restorative work or

reconfigurations will be addressed at the acquisition stage and documented in the right-

of-way contract.

Depending on the rate and volume of pumping, water levels in neighboring wells could

be affected by relocated wells. However, where agricultural wells would need to be

relocated, it is anticipated that they will be relocated in the same vicinity as the original

well and pump at the same rate and depth as it would have prior to being relocated.

Hydraulic studies would be done to determine the location of new wells such that new

wells minimize secondary effects to other wells in the vicinity. No new wells in addition to

the wells installed to replace wells impacted by the HST project are anticipated beyond

those discussed in Chapter 3.8.

I035-33

DWR has developed well standards to protect groundwater quality. California Well

Standards, Water wells, Monitoring wells, Cathodic protection wells, Bulletins 74-81 and

74-90 (DWR 1991) provides minimum standards for the construction, alteration,

maintenance, or destruction of wells to prevent pollution of groundwater. The standards

apply to all water well drillers in California and the local agencies that enforce them.

Items addressed by DWR well standards include: setback of wells from pollution

sources; casing materials; annular seal dimensions and materials; surface

features—pads, locks, covers, backflow preventers, vaults; well development;

disinfection; repair; and destruction.

Local governments, counties, cities, and some water districts are responsible for

enforcing standards that are either equal to or more stringent than DWR's well

standards. These agencies usually require permits for well construction. They also

conduct inspections to make sure the wells are constructed properly. Applicable county

ordinances and local regulations include: Fresno Municipal Code (Chapter 6, Article 4,

Wells); Kings County Code of Ordinances (Chapter 14A, Water Wells); Tulare County

I035-33

Code (Part IV, Chapter 13, Wells); Kern County Code of Ordinances (Chapter 14.08, 

Article III, Well Standards); and Bakersfield Municipal Code (Title 8, Chapter 8.70,

Regulation of Wells and Water Systems).

Chapter 3.8, Hydrology and Water Resources, indicates that the removal/abandonment

of wells would be done in accordance with local regulations and Section 3.8.2.3 lists

these regional and local regulations.

I035-34

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-04.

The Authority will fairly compensate land owners during the right-of-way acquisition

process for destruction and replacement of agricultural and household domestic wells.

The Authority will work with individuals on a case-by-case basis to provide equal utility

for replacement wells. Although an identical well at a new location may not have the

same capacity as the abandoned well, the Authority would not create only identical

replacement wells, but instead would ensure equal utility such that the new well would

have the same capacity as the previous well (e.g., the new well could be deeper, wider

in diameter, or screened at a different location then the pervious well, if required for

equal utility). For example, if the existing well produced 500 gallons per minute, the new

well would produce 500 gallons per minute even if the new well would need to be drilled

deeper or be screened at a different location. The design of the resulting replacement

infrastructure will be addressed during the appraisal process with consultation from

experts in the hydraulic engineering and agriculture management fields. Factors that will

be taken into consideration include well location, depth and screen elevation. The timing

of any restorative work or reconfigurations will be addressed at the acquisition stage and

documented in the right-of-way contract.

I035-35

Refer to Standard Response FB-Response-PU&E-03.

Yes, the pipeline will be encased across the entire HST right-of-way. Landowners will

not be given access to HST right-of-way.  Access to pipelines will be from either side of

the HST right-of-way.
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Refer to Standard Response FB-Response-PU&E-03.

The owner will be responsible for maintaining the pipeline.

I035-37

Refer to Standard Response FB-Response-PU&E-03.

The owner will be responsible for maintaining the pipeline.  The utility crossings and

encasements will be designed such that a failure in the pipeline will not result in the HST

tracks being washed out.

I035-38

Refer to Standard Response FB-Response-PU&E-03.

Utilities within the permanent project footprint would be either relocated outside the

restricted access areas of the HST right-of-way, or they would be modified (e.g.,

encased in a pipe sturdy enough to withstand the weight of HST System elements) to

avoid the conflict. Specifications will vary depending on the circumstances.

Specifications will be developed in cooperation with the affected landowner or entity

before installation of the utility under the alignment and will specified in the MOU

between the authority and the utility owner.

I035-39

California High-Speed Train Project Technical Memorandum 2.9.10 discusses the

design differential settlement requirements, in Section 6.3.4, for structures for various

load cases. Additionally, embankment and at-grade portions of track require settlement

analyses in accordance with FHWA manuals. Technical Memorandum 2.9.10 addresses

settlement criteria for these sections of track as well.

As discussed under Impact GSS #2, Soil Settlement at Structures or along Trackway

During Construction, soils along the alignments are generally competent (medium-

dense, stiff, or better). Localized deposits of soft or loose soils could occur at various

locations, particularly at water crossings where soft or loose soils appear to be more

I035-39

prevalent. Geotechnical explorations to be undertaken prior to final design and prior to

construction would identify the specific locations with the potential for settlement. At

locations where subsurface conditions may not be capable of supporting the additional

loading induced by additional fill, engineering design features that address soft deposits

of silty or clay soils would be incorporated. These design features include techniques,

such as preloading, to accelerate settlement or adding wick drains if applicable.

I035-40

Restoration of sites to prior condition would only consist of a recommendation for

scarification of the top 12 inches, recompaction to 85% maximum relative density, and

surface stabilization for dust mitigation (hydroseeding or other) prior to transitioning a

temporary use site to the owner. This restoration of staging or other temporary use

areas is incorporated as part of the project, as described in Section 2.8.

I035-41

This comment hypothesizes a situation where the project impedes emergency access to

improvements on a property to such an extent that  it would impact the insurance rating

for that property. The Authority will consider access issues on a case by case basis. If it

is cost-effective and does not threaten the integrity of the HST, the Authority may

provide access under the train route. If it is not determined to be cost-effective, the

landlocked portion will be addressed in the appraisal process. The Authority may

consider acquiring an access easement on the neighboring parcel under eminent

domain or the Authority may acquire the landlocked parcel and sell that parcel at

auction.

Any diminution in value to a property owner’s remaining parcel(s) will be estimated by

the appraiser through the appraisal process. This involves appraising the remainder as it

contributes to the whole property value before acquisition, then appraising the remainder

in the after condition as a separate parcel as though the project was constructed (i.e., as

bisected by the HST), and including any estimated “cost to cure” damages to the

remainder, e.g., cost of re-establishing irrigation systems, replacing wells, increased

insurace cost, etc. The difference between these “before” and “after” values is termed as

severance damages and will reflect any loss in value the remainder due to the

construction in the manner proposed.
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The project would not result in the relocation of the county fire station on Houston

Avenue. Alternative alignments would not directly take any of the fire station property.

As described in Section 3.11, project facilities would not impinge on the flight path of

helicopters using the fire station heliport. None of the public roads in the vicinity of the

fire station would be closed by the project; therefore, the project would not impact

access to and from the fire station.

I035-43

The first section of the California HST System requires a section of over 100 miles of

high-speed track to test the high-speed trains. The Central Valley is the best location for

this initial phase. However, even if the HST project were not to be fully funded, American

Recovery and Reinvestment Act (ARRA) funding must be used towards a project that

has operational benefits or can demonstrate "independent utility" as that term is defined

in FRA's High-Speed Intercity Passenger Rail (HSIPR) Interim Program Guidance (74

FR 29900, 29905 [June 23, 2009]). The Central Valley sections could accommodate

nonelectrified passenger trains (e.g., Amtrak San Joaquin service) from the north and at

the existing stations in Merced and Madera via a crossover trackway with the BNSF

railroad (at Avenue 17 near Madera) to Bakersfield in the south, even if no other portion

of the HST system is constructed.

Independent utility under ARRA could be achieved by allowing nonelectrified passenger

trains to use these sections. The HST track would be vastly superior to existing

passenger train track in the same corridor, thus allowing much faster and smoother

service than currently exists. Such interim service is undefined at present, but could

range from the existing Amtrak San Joaquin service (although improved because of the

improved track) to modern diesel multiple-unit trains capable of speeds and comfort

significantly better than the existing Amtrak San Joaquin service. The Fresno to

Bakersfield Section could also have utility as a test track for the eventual expansion of

the HST system. High-speed testing is crucial to the safe and efficient operation of the

system. The relatively straight alignment would allow for the testing of track, signaling

systems, and train sets at operational speeds.

Improved nonelectrified passenger service using the Central Valley sections is not part

I035-43

of the project (i.e., a high-speed electrified train project) for environmental review

purposes. If such service were to be proposed, environmental review would be

conducted by those agencies that would institute and operate such service. As an

indirect practical matter, however, potential environmental impacts of construction that

would permit such service were fully analyzed in the Revised DEIR/Supplemental DEIS

because any such service would run on HST track, the construction impacts of which

were fully analyzed.

I035-44

Refer to Standard Response FB-Response-AG-02, FB-Response-GENERAL-01, FB-

Response-SO-01.

The Farmland Consolidation program is described in Section 3.14.6, Project Design

Features, of the Final EIR/EIS. As explained there, the Authority will establish and

administer the Farmland Consolidation program to sell remnant parcels to neighboring

landowners for consolidation with adjacent farmland properties. Also, on request, the

program will assist the owners of remnant parcels in selling those remnants to adjacent

landowners. The program also will assist landowners in obtaining lot line adjustments

where appropriate to incorporate remnant parcels into a larger parcel that is consistent

with size requirements under the local government's general plan. The program will be

administered by the Authority as part of the HST project, and the Authority would use

the same real property transaction processes used by Caltrans, implemented by

Authority right-of-way agents, who generally follow Caltrans procedures. The program

will facilitate the purchase and consolidation of remainder parcels; the cost of land will

depend upon the market.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

•
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economically farmed will be mitigated at a ratio of 1:1.

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I035-45

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-03.

I035-46

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-02, FB-

Response-AG-03.

When analyzing agricultural impacts, the Revised DEIR/Supplemental DEIS looked at

each impacted parcel individually to assess whether the parcel would be able to remain

in agricultural production (see Section 3.14, Impact AG #5). If the parcel can remain in

agricultural production, but at a decreased level of productivity, the landowner will be

compensated for the decrease in productivity. All parcels that were considered to be

potentially uneconomic were counted in the permanent project footprint. The Authority

purposely used a cautious approach in estimating remnant parcels so as to not

underestimate farmland impacts. The Authority will take on long-term management of

any remnant parcels that are found to be uneconomic to farm.

As described in Section 3.14.6, the Authority will establish and administer a Farmland

Consolidation Program through its right-of-way agents to sell remnant parcels to

neighboring landowners for consolidation with adjacent

farmland properties, assist the owners of remnant parcels in selling those remnants to

adjacent landowners, and assist landowners in obtaining lot line adjustments where

appropriate to incorporate remnant parcels into a larger parcel that is consistent with

size requirements under the local government's general plan. The objective of the

program is to minimize the number of unused remainder parcels.

In April 2013, the Authority reached an agreement with agricultural interests on

mitigation of agricultural land impacts for the Merced to Fresno Section of the HST

I035-46

System (Authority 2013). Under that agreement, the Authority will acquire agricultural

conservation easements for its impact on Important Farmland (i.e., land classified as

prime farmland, farmland of statewide importance, farmland of local importance, and

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

the land to project facilities or by the creation of remnant parcels that cannot be

economically farmed will be mitigated at a ratio of 1:1.

•

Where HST project facilities would create a remnant parcel of 20 acres or less in size,

the acreage of that remnant parcel will be mitigated at a ratio of 1:1.

•

An area 25 feet wide bordering Important Farmland converted to nonagricultural uses

by project facilities (not counting remnant parcels) will be mitigated at a ratio of 0.5:1.

•

I035-47

Refer to Standard Response FB-Response-SO-01, FB-Response-AG-02.

A temporary impact is land that will be used for construction purposes of the HST and

will be returned to the landowner once construction is done. The landowner will be

compensated for any losses of income due to temporary use of agricultural land.

I035-48

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-SO-01.

As a feature of the project, the Authority will assign a representative to act as a single

point of contact to assist each confined animal facility owner during the process of

obtaining new or amended permits or other regulatory compliance necessary to the

continued operation or relocation of the facility. The Authority will consider and may

provide compensation when acquisition of a confined animal site would either require

relocation of the facility or amendment of its existing regulatory permits. This is part of

the project and is not a mitigation measure. Implementation is assured because it is a

design feature. Representatives of the Authority will be knowledgeable in permit

processes and help coordinate permitting for the landowner; however, applications for

permits would remain the responsibility of the landowner.
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Refer to Standard Response FB-Response-GENERAL-04, FB-Response-SO-01, FB-

Response-AG-06.

The Revised DEIR/Supplemental DEIS only states that the land could return to

agricultural production. It is not expected that many dairies would be closed as a result

of the HST. Any land that does not return to agricultural use will be purchased by the

Authority at fair market value, and the Authority will take on long-term management of

the lands.

I035-50

Refer to Standard Response FB-Response-AG-05.

The commenter is mistaken. Impact AG # 10, Wind-Induced Effects, discusses a

number of studies done of HSTs and their capacity to induce wind (see Section 3.14.5).

No freight train studies were included because such trains do not share the aerodynamic

profile of a HST. These conclusions are supported by the July 2012 Agricultural Working

Group White Paper entitled "Induced Wind Impacts."

The Agricultural Working Group was established in July 2011 to assist the Authority with

an independent advisory group that could address the issues being raised by the

agricultural community. The representatives of this group are specialists and experts in

their specific fields of agriculture. They include representatives from universities and

governmental agencies, county agricultural commissioners, and agribusiness

representatives. A series of White Papers was produced by this group and they were

presented to the High-Speed Rail Authority Board. For more information on the White

Papers, see Section 3.14.

I035-51

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

An EIR project description is intended to be general, not detailed (CEQA Guidelines

§15124(c).)  Final design or even advanced design of infrastructure is not required in the

project description (Dry Creek Citizens Coalition v. County of Tulare (1999) 70

Cal.App.4th 20, 36.) The question is whether the project description narrowed the scope

I035-51

of environmental review, or prevented full understanding of the project and its

consequences (Ibid.).

A higher level of design is not necessary because 15% design provides enough

information for a conservative environmental analysis.  A higher level of design provides

refinement, but does not yield more information needed for adequate CEQA review. For

example, if a lead agency knows the location, size, and basic design of a building, it has

enough information for environmental review. The details about whether the water

system will use PVC or copper pipe, or whether windows will be vinyl or wood, are not

necessary for assessing the impacts of building construction.  Further, it is common

practice with larger transportation infrastructure projects to prepare environmental 

analysis before completion of final design.

If design refinements or changes occur in the future that would change the project

footprint, the potential impacts of those changes would be subject to additional

environmental review pursuant to CEQA Guidelines Sections 15162 through 15164,

FRA Procedures for Considering Environmental Impacts (64 FR 101, page 28545,

section 13(c)(17)), and the Authority's own procedures for subsequent review. Where

the change is found to be substantial, a subsequent or supplemental environmental

document would be prepared.

I035-52

Refer to Standard Response FB-Response-GENERAL-07.
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