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L001-1

Refer to Standard Response FB-Response-AQ-05.
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Fresno - Bakersfield - RECORD #135 DETAIL
Status : Action Pending
Record Date : 8/23/2011
Response Requested :
Stakeholder Type : Environmental Agency
Submission Date : 8/23/2011
Submission Method : Website
First Name : Alison
Last Name : Kirk
Professional Title : Senior Environmental Planner
Business/Organization : BAAQMD
Address :
Apt./Suite No. :
City : San Francisco
State : CA
Zip Code : 94109
Telephone : 415-749-5169
Email : akirk@baaqmd.gov
Email Subscription :
Cell Phone :
Add to Mailing List : No
Stakeholder
Comments/Issues :

page S-1 of this document refers to this as a Tiered Environmental
Review. Please confirm that there will be further tiers for review for the
Bay Area, Fresno-Bakersfield, and Merced-Fresno Sections. Thank you.

EIR/EIS Comment : Yes
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Submission L002 (Alison Kirk, Bay Area Air Quality Management District (BAAQMD), August 23,
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L002-1

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

This is the project EIR/EIS for the Fresno to Bakersfield Section which is tiered from the

program EIR/EISs that have been prepared for the California HST System. No additional

tiered environmental document will be prepared for the Fresno to Bakersfield Section

unless substantial unforeseen design changes take place in the future that result in

significant impacts not addressed in this EIR/EIS or substantially increase the magnitude

of impacts addressed in this EIR/EIS.

Response to Submission L002 (Alison Kirk, Bay Area Air Quality Management District (BAAQMD),
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Submission L003 (Curt Taras, P.E.,MSCE, Central Valley Flood Protection Board, October 13, 2011)
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L003-8

L003-9

L003-10

L003-11

L003-12
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Submission L003 (Curt Taras, P.E.,MSCE, Central Valley Flood Protection Board, October 13, 2011)
- Continued
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L003-1

The text in Section 3.8.2.2, State, of the Revised DEIR/Supplemental DEIS has been

revised to incorporate your suggested change.

L003-2

The text of the Revised DEIR/Supplemental DEIS in Chapter 2, Alternatives, Table 2-18,

has been revised in response to your comment.

L003-3

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

L003-4

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

L003-5

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

L003-6

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

L003-7

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

L003-8

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

L003-9

The URL referenced in this comment is maintained by the California Department of

Water Resources. The webpage provides links to FEMA DFIRMS. FEMA DFIRMs from

the FEMA map service center were used to identify the 100-year floodplains, consistent

with information from the referenced website.  Levees were identified by the USACE

National Levee Database and consultation with local agencies.

L003-10

Flow data from FEMA Flood Insurance Studies are listed in Chapter 3.8, Hydrology and

Water Resources, Table 3.8-2 in the Revised DEIR/Supplemental DEIS.  These are the

latest values as of preparation of the Revised DEIR/Supplemental DEIS. It is anticipated

that these flows will be used in future design studies unless more recent values become

available.

L003-11

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

L003-12

The Federal Railroad Administration's (FRA) Southwest Rail Study is a separate project

from the California High-Speed Train project. The FRA study is at an early stage.

Therefore any discussion of future connections from this system to Phoenix and Las

Vegas would be purely speculative due to the large number of variables and lack of

detail currently available.  Further, any potential future connections would be located

outside of the Fresno to Bakersfield segment.  Accordingly, possible connections to

potential Phoenix and Las Vegas high-speed rail lines are not analyzed in this EIR/EIS.

L003-13

Transit connectivity maps for Phase 1 of the HST Project have been created showing

the service areas of connecting local and regional transit service providers and included

in Chapter 2 of the EIR/EIS. Figures 2-54 through 2-56 depict the transit connectivity for

Northern California, the San Joaquin Valley, and Southern California, respectively.

These maps show the service areas of transit providers whose lines serve one or more

high-speed train station location alternative.

Response to Submission L003 (Curt Taras, P.E.,MSCE, Central Valley Flood Protection Board,
October 13, 2011)
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Submission L004 (Douglas Welch, Chowchilla Water District, September 21, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-10



L004-1

Refer to Standard Response FB-Response-GENERAL-07.
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Submission L005 (Alan Tandy, City of Bakersfield, September 1, 2011)
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L005-1

Refer to Standard Response FB-Response-GENERAL-07, FB-Response-GENERAL-16.

Response to Submission L005 (Alan Tandy, City of Bakersfield, September 1, 2011)
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L006-1

L006-2
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Submission L006 (Alan Tandy, City of Bakersfield, September 12, 2011)
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L006-1

The environmental analysis of project alternatives has been extended to Oswell Street in

the Revised DEIR/Supplemental DEIS. All of the alternative alignments through

Bakersfield merge at Oswell Street. Therefore, impacts associated with the complete

length of the BNSF, Bakersfield South, and Bakersfield Hybrid alternatives are captured

in the Revised DEIR/Supplemental DEIS.

L006-2

Refer to Standard Response FB-Response-GENERAL-20, FB-Response-SO-06.

The Northeast Bakersfield District is not completely contained within the project study

area. This neighborhood, which lies south of East Truxtun Avenue between Union

Avenue and Oswell Street, is only partially within the defined project study area for the

Fresno to Bakersfield Section, but is examined as a whole community in this document.

See Appendix A in the Community Impact Assessment Technical Report for the

methodologies used in the analysis, including how community boundaries were defined

(Authority and FRA 2012g). The community boundaries in the Bakersfield area were

determined through consultation with Bakersfield city planners and through examination

of census tract boundaries.

L006-3

As discussed in Chapter 2 of the EIR/EIS, the project termini for the Fresno to

Bakersfield Section of the HST system are the northern end of the Fresno station tracks,

located along the UPRR rail line adjacent to Amador Street, and the southern end of the

Bakersfield station tracks, located in the vicinity of Baker Street.

Because the Fresno to Bakersfield Section alignment alternatives extend south of the

project’s southern terminus at Baker Street, the impact analysis presented in the

Revised DEIR/Supplemental DEIS extends through Bakersfield to Oswell Street in order

to provide analysis and comparison of impacts for the full length of alignment

alternatives carried forward.

The Revised DEIR/Supplemental DEIS includes detailed parcel maps and engineering

profiles in Appendix 3.1-A and Volume III, respectively. Chapter 2 includes several

L006-3

alignment maps, and each resource area Section includes maps of various analyses

conducted. In addition, detailed alignment maps have been available on the Authority's

website, at all public meetings, and upon request.
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L007-1

L007-1

Submission L007 (Jim Eggert, City of Bakersfield, Planning Division, October 13, 2011) -
Continued
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DAVID CLARK 

 

 

David Clark is a Senior Project Manager with more than 33 years of experience 

managing, overseeing, and preparing planning and environmental documents 

for large-scale multidisciplinary transportation projects. He has extensive 

experience preparing Environmental Impact Statements (EISs) and 

Environmental Impact Reports (EIRs), Environmental Assessments (EAs), Initial 

Studies (ISs), and Mitigated Negative Declaration (MNDs) for California 

Environmental Quality Act/National Environmental Policy Act (CEQA/NEPA) 

compliance for Caltrans and the Bureau of Land Management (BLM) and 

Bureau of Indian Affairs (BIA). He has managed large scale planning-level 

documents such as major investment studies (MISs), corridor analyses, and 

alternative feasibility studies for the Riverside County Transportation Commission 

(RCTC), Orange County Transportation Authority (OCTA), and San Bernardino 

Associated Governments (SANBAG). 

 

David is currently the Environmental Program Manager for the $1.2 Billion Thomas 

Roads Improvement Program (TRIP) for the City of Bakersfield. His responsibilities 

include the management of several consultant teams in the preparation and 

delivery of initial planning, technical studies, and EDs for the 24th Street 

Improvement EIR/EA, Rosedale Highway Widening IS/EA, SR-178/Morning Drive 

EIR/EA, SR-178 Widening IS/EA, Hageman Flyover IS/EA, and Centennial Corridor 

EIR/EIS within Caltrans District 6. He has also managed and prepared several 

revalidations for Westside Parkway and preliminary environmental assessment 

reports (PEARs) for the SR-99 North and South projects, as well as the Hageman 

Flyover and SR-178 Widening projects.  

 

David oversees mitigation compliance and biological monitoring for Westside 

Parkway phases 1, 2, and 4. He is responsible for permit compliance for the U.S. 

Army Corps of Engineers (Section 404), CDFG, California Department of Fish and 

Game (1602 Streambed Alteration Agreement), Central Valley Flood Protection 

Board (Encroachment Permit), and California Regional Water Quality Control 

Board (Section 401) for Westside Parkway at the Kern River. David is also working 

closely with Caltrans District 6, the U.S. Fish and Wildlife Service (USFWS), and 

CDFG to implement a program-wide mitigation plan for state- and federally- 

listed endangered species for the San Joaquin kit fox. 
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ROBERT SCALES 

 

 

Mr. Scales is a civil and transportation engineer with a broad background in the 

design and planning of highways, light rail transit, commuter rail, intermodal 

facilities, train stations, bus transit services, and goods movement systems. His 

expertise includes project development, feasibility studies, concept through 

final design, management and operations, economic evaluation, and public 

presentations. His work includes area-wide transportation plans, transportation 

corridor analysis, intermodal planning, traffic engineering, transit system 

evaluation, design and operations. Mr. Scales directs the technical analysis and 

formation of recommendations and final designs for a wide variety of 

transportation investments, and the group's transportation planning practice. 

Mr. Scales is experienced with coordinating efforts among multiple federal, 

state, and local agencies, citizen groups, and task forces. 

 

In Bakersfield, Mr. Scales has served as Traffic Study Manager for the Thomas 

Road Improvement Program (TRIP), which includes 16 projects encompassing 

road widening, new interchanges, new freeways and connecting roadways. 

Program management role includes conceptual studies and review of traffic 

studies performed by corridor consultants. Work includes recalibration of the 

Metropolitan Planning Organization regional travel demand model. 

 

His 40 years of experience includes major traffic studies for I-15 and U.S. 95 in Las 

Vegas for the Nevada Department of Transportation, traffic studies and goods 

movement studies for the California Department of Transportation in the San 

Francisco Bay Area, transit studies for light rail transit in San Jose and San Diego 

and for the Pittsburg-Antioch extension of BART in San Francisco, railroad station 

studies for Caltrain service on the San Francisco Peninsula and for the extension 

of commuter rail service in Monterey County, California. 
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L007-1

Refer to Standard Response FB-Response-GENERAL-21.

L007-2

In accordance with Section 15222 of the CEQA Guidelines, the environmental document

for the Fresno to Bakersfield Section is a joint EIR/EIS that meets the requirements of

both CEQA and NEPA. CEQA Guidelines provide no specific requirements for format.

The Guidelines only provide requirements for the content of an EIR, and the Fresno to

Bakersfield Draft EIR/EIS is consistent with those requirements. The Draft EIR/EIS

identifies impacts of project alternatives. Where those impacts have been identified to be

significant based on the significance criteria provided in the Draft EIR/EIS, mitigation

measures have been provided. An EIR does not contain a discussion of overriding

considerations. As stated in Section 15093 of the CEQA Guidelines, a statement of

overriding consideration is prepared following the Final EIR when the lead agency

approves a project that will result in significant effects, which are identified in the Final

EIR but are not avoided or substantially lessened.

L007-3

Refer to Standard Response FB-Response-GENERAL-07.

The Draft EIR/EIS was made available in accordance with Section 15087(g) of the

CEQA Guidelines. In addition, an electronic version of the document and supporting

technical reports were available on the Authority's, website and a CD of the Draft

EIR/EIS was provided to anyone requesting it.

L007-4

Refer to Standard Response FB-Response-GENERAL-07.

L007-5

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

L007-6

Refer to Standard Response FB-Response-GENERAL-21.

L007-7

The EIR/EIS contains a description of the environmental setting in Chapter 3 at the time

the Notice of Preparation was issued by the Authority (2009), and where relevant, a

projection of environmental conditions at project completion in 2035. The significance of

impacts is based on changes to existing environmental conditions caused by the project

and compared to the significance criteria provided in Chapter 3. The comment provides

no evidence that baseline information is lacking.

L007-8

To help clarify the alignment alternatives, Chapter 2 of the Revised DEIR/Supplemental

DEIS was revised on page 2-29 to clearly state that D1-S is the BNSF Alternative and

D2-N is the Bakersfield South Alternative. The second page of Volume III is a general

sheet with a schematic of the alignment segments that B1 is the Bakersfield South

Alternative and B2 is Bakersfield North or the BNSF Alternative. Section 2.4.4.3 of the

Revised DEIR/Supplemental DEIS also calls out each station alternative relative to its

alignment alternative.

L007-9

The Revised DEIR/Supplemental DEIS has been revised to include maps and analysis

of impacts of project alternatives east of the alternative station locations to Oswell

Street.

L007-10

Appendix 3.1-A of the Revised DEIR/Supplemental DEIS contains a key to the colors

provided on the map depicting Assessor Parcel Numbers, temporary impacts, and

permanent impacts.

L007-11

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,

FB-Response-LU-03, FB-Response-LU-04.

Individual properties and projects were analyzed per the California Environmental

Quality Act (CEQA) guidelines. The level of detail in the environmental analysis is to
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L007-11

“correspond to the degree of specificity involved in the underlying activity which is

described in the EIR” (Title 14 California Code of Regulations [CCR] Section 15146).

Therefore, the EIR/EIS is based on the level of engineering and planning necessary to

identify potential environmental impacts and to identify the appropriate mitigation

measures. Please note that the Authority and FRA, along with the U.S. Department of

Housing and Urban Development, the Federal Transit Administration (FTA), and the

U.S. Environmental Protection Agency (EPA), have entered into an interagency

partnership and established a Memorandum of Understanding for Achieving an

Environmentally Sustainable High-Speed Train System in California (MOU) (Authority et

al. 2011). The MOU includes a common goal of integrating HST station access and

amenities into the fabric of surrounding neighborhoods. The principles for this

partnership are to help improve access to affordable housing, increase transportation

options, lower transportation costs, and protect the environment in communities

nationwide.

L007-12

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

The text referencing mitigation measures on Page 3.1-6 of the Draft EIR/EIS was

removed before circulation of the Revised DEIR/Supplemental DEIS.

L007-13

It is not implied that exterior sound barrier are not feasible. It is simply stating that when

sound barriers are not feasible, additional mitigation measures may be necessary. The

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

identified in Section 3.4.5, 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 3.4.7

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

L007-13

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 A-weighted decibels (dBA), such as

adding acoustically treated windows, extra insulation, and mechanical ventilation as

detailed in Section 3.4.7, 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.

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

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.

L007-14

As stated in Section 15093 of the CEQA Guidelines, neither a statement of overriding

considerations nor a mention for the need of such a statement is required in a Draft or

Final EIR. As stated in Section 15093(b) of the Guidelines: "When the lead agency

approves a project which will result in the occurrence of significant effects which are

identified in the final EIR but are not avoided or substantially lessened, the agency shall
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L007-14

state in writing the specific reasons to support its action based on the final EIR and/or

other information in the record...."

L007-15

The Authority and FRA have undertaken substantial outreach to Environmental Justice

communities. See Standard Responses 01 regarding the EIR/EIS and 62 regarding the

Environmental Justice analysis and related community outreach. Materials translated

into Spanish included the Executive Summary, Notice of Preparation, a summary of the

highlights of the Draft EIR/DEIS, an overview brochure of the Draft EIR/EIS, and

comment cards at the public workshops and hearings. Also, a multi-lingual, toll-free

hotline was made available for public comments and requests. To address concerns

about information being available, text has been added to Section 3.12,

Socioeconomics, Communities, and Environmental Justice, to describe the project

benefits, regional and localized effects, and project impacts. Mitigation measures are

intended to reduce impacts on Environmental Justice communities through additional

design modifications to reduce visual impacts. Additional outreach will also take place.

These measures augment, but do not replace, the outreach undertaken before and

during the review periods for the Draft EIR/EIS and the Revised DEIR/Supplemental

DEIS.

L007-16

Caltrans identified Alternative D as a possible route for the Centennial Corridor on their

project website as late as August 2012:

http://www.dot.ca.gov/dist6/environmental/projects/centennial/environmental.html

(accessed August 9, 2012).

L007-17

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

L007-18

Refer to Master Response FB-Response-02, FB-Response-10, FB-Response-86.

Chapter 2 of the Fresno to Bakersfield Section EIR/EIS accurately states that the City of

L007-18

Bakersfield and Kern Council of Governments (KCOG) reviewed issues concerning the

siting of the Metropolitan Bakersfield High-Speed Rail Terminal for over 6 years,

participated in a regional steering committee created by the KCOG, and retained a

consultant team to analyze three potential sites in the Bakersfield metropolitan area.

After careful consideration, the Council of the City of Bakersfield issued Resolution No.

118-03 on July 9, 2003, endorsing the downtown Truxtun Avenue site for the High-

Speed Rail Terminal.

The station locations are designed primarily to tie into the existing transportation

network. City centers are where existing transit facilities are, and typically have good

connections to the existing highway system. The Authority has not ignored the City of

Bakersfield's concerns and suggestions. Input from the City of Bakersfield has been

taken into consideration in project planning since the project was initiated. The

Bakersfield station was located in downtown Bakersfield adjacent to the Amtrak station

at the recommendation of the City of Bakersfield, Kern County, and the KCOG. The

Revised DEIR/Supplemental DEIS was modified to include information provided by the

City of Bakersfield.

L007-19

The description of the project provided in Chapter 2 of the Revised DEIR/Supplemental

DEIS does not provide discussion or analysis of project impacts. Impact discussions are

included in Chapters 3 and 4 of the Revised DEIR/Supplemental DEIS, and organized

by resource discipline.

L007-20

While the issues of increased congestion and exhaust emissions are not discussed on

page 2-89 in Chapter 2, Alternative, the impacts of more parking and of added vehicle

trips on congestion, plus proposed mitigations, are reported in Section 3.2,

Transportation, with results discussed on pages 106 through 117 of the Revised

DEIR/Supplemental DEIS.  The impacts and mitigations of added vehicle exhaust

emissions locally within Bakersfield are discussed in Section 3.3, Air Quality and Global

Climate Change, on pages 3.2-63 through 3.2-76, following the regional and statewide

impact sections.
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L007-20

Support for the concept and data that the percentage of auto access to transit and rail

stations as well as to airports is lower where land use is denser can be found in the

Authority’s Station Area Parking Guidance, Appendix B.  The reason that auto trips are

higher with high-speed rail, even in denser areas where the percentage of auto access

is lower, is because there are more trips made from denser areas than less dense

areas, regardless of how many trains do not stop at the station.

L007-21

While HST experience elsewhere is that dwell times in through stations can be less than

1 minute, the California HST planning is more conservative.  The dwell times planned for

the California HST System are 2 minutes, with 30 to 40 minutes at terminal stations to

allow for cleaning and servicing. The presence of platforms in each station that are at

the same level as the floor of the car and the several doors per car make boarding and

alighting much faster than in services such as Amtrak’s, where passengers must

negotiate steps both inside and outside the train.

L007-22

Refer to Standard Response FB-Response-GENERAL-20.

The No Project Alternative is described in Chapter 2 of the Fresno to Bakersfield

EIR/EIS and analyzed in each of the individual resource sections of Chapter 3. The

commenter provides no evidence that the discussion and analysis of the No Project

Alternative "fails to meet any of the requirements under Section 15126.6(c) of the CEQA

Guidelines." 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.

L007-23

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-25.

The station locations are designed primarily to tie into the existing transportation

L007-23

network. City centers are where existing transit facilities are and typically have good

connections to the existing highway system. The Authority has not ignored the City of

Bakersfield's concerns and suggestions. Input from the City of Bakersfield has been

taken into consideration in project planning since the project was initiated. The City of

Bakersfield and Kern Council of Governments reviewed issues concerning the siting of

the Metropolitan Bakersfield High-Speed Rail Terminal for over 6 years, participated in a

regional steering committee created by the Kern Council of Governments, and retained

a consultant team to analyze three potential sites in the Bakersfield metropolitan area.

After careful consideration, Kern Council of Governments' Metropolitan Bakersfield High

Speed Rail Terminal Impact Analysis recommends the Truxtun site for the Bakersfield

Region (Kern COG 2003). The Council of the City of Bakersfield issued Resolution No.

118-03 on July 9, 2003, endorsing the downtown Truxtun Avenue site for the High-

Speed Rail Terminal (City of Bakersfield 2003). The Bakersfield station was located in

downtown Bakersfield adjacent to the Amtrak station at the recommendation of the City

of Bakersfield, Kern County, and the Kern COG.

L007-24

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-25.

The station locations are designed primarily to tie into the existing transportation

network. City centers are where existing transit facilities are and typically have good

connections to the existing highway system. The Authority has not ignored the City of

Bakersfield's concerns and suggestions. Input from the City of Bakersfield has been

taken into consideration in project planning since the project was initiated. The City of

Bakersfield and Kern Council of Governments reviewed issues concerning the siting of

the Metropolitan Bakersfield High-Speed Rail Terminal for over 6 years, participated in a

regional steering committee created by the Kern Council of Governments, and retained

a consultant team to analyze three potential sites in the Bakersfield metropolitan area.

After careful consideration, Kern Council of Governments' Metropolitan Bakersfield High

Speed Rail Terminal Impact Analysis recommends the Truxtun site for the Bakersfield

Region (Kern COG 2003), and the Council of the City of Bakersfield issued Resolution

No. 118-03 on July 9, 2003, endorsing the downtown Truxtun Avenue site for the High-

Speed Rail Terminal (City of Bakersfield 2003). The Bakersfield station was located in

downtown Bakersfield adjacent to the Amtrak station at the recommendation of the City
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L007-24

of Bakersfield, Kern County, and the Kern COG.

L007-25

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-GENERAL-25.

The station locations are designed primarily to tie into the existing transportation

network. City centers are where existing transit facilities are and typically have good

connections to the existing highway system. The Authority has not ignored the City of

Bakersfield's concerns and suggestions. Input from the City of Bakersfield has been

taken into consideration in project planning since the project was initiated. The City of

Bakersfield and Kern Council of Governments reviewed issues concerning the siting of

the Metropolitan Bakersfield High-Speed Rail Terminal for over 6 years, participated in a

regional steering committee created by the Kern Council of Governments, and retained

a consultant team to analyze three potential sites in the Bakersfield metropolitan area.

After careful consideration, Kern Council of Governments' Metropolitan Bakersfield High

Speed Rail Terminal Impact Analysis recommends the Truxtun site for the Bakersfield

Region (Kern COG 2003), and the Council of the City of Bakersfield issued Resolution

No. 118-03 on July 9, 2003, endorsing the downtown Truxtun Avenue site for the High-

Speed Rail Terminal (City of Bakersfield 2003). The Bakersfield station was located in

downtown Bakersfield adjacent to the Amtrak station at the recommendation of the City

of Bakersfield, Kern County, and the Kern COG.

L007-26

Refer to Standard Response FB-Response-GENERAL-20.

The commenter is misinformed as to the purpose and requirements of both CEQA and

NEPA. The suggested approach would violate the clear requirements under both laws to

examine the "whole of the action" (CEQA Guidelines Sections 15003 and 15063; 40

CFR 1508.25 [EIS must examine connected actions]) and result in a piecemeal analysis

of the system. As disclosed in the foundational 2005 Statewide Program EIR/EIS

(Authority and FRA 2005) and described in the Authority's Revised 2012 Business Plan

(Authority 2012a), the HST System consists of a number of integrated geographic

sections that will connect the Bay Area to the Los Angeles Basin in its first phase.

L007-26

An alternative in which no future extensions are made beyond the Fresno to Bakersfield

Section would not meet the fundamental project objective and statutorily mandated

purpose of the Authority itself of providing a statewide HST System beyond the Fresno

to Bakersfield Section (see Public Utilities Code Section 185030 [mandating the

Authority to plan and implement service] and Streets and Highways Code Section

2704.04 [bond measure to construct the HST system connecting San Francisco to Los

Angeles and Anaheim, with service to Central Valley cities]), that is, to plan and

implement a statewide HST system. Further, as discussed above, this alternative would

violate the requirements of both CEQA and NEPA by artificially truncating the project.

The suggested alternative is rejected for these reasons.

L007-27

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

Refer to Section  2.2.4 Station Alternative of the Final EIR/EIS for details on planning

and design assumption for the Stations.  There are four existing parking lots located in

the vicinity of the proposed station area currently available for long term parking. All four

parking lots are located approximately 0.5 mile, or less, from the proposed station

locations.

The rationale for how parking would be met by the system is discussed in Section 2.0

Alternatives. The relatively lower number of spaces in Bakersfield is because of a higher

availability of nearby parking, as opposed to the other stations. As described in this

section for Bakersfield parking, the balance of the supply necessary to accommodate

the full 2035 parking demand (8,100 total spaces) would be provided through use of

underutilized facilities around the station and in Downtown Bakersfield. Identification of

these additional spaces would be coordinated with the City of Bakersfield as a part of a

comprehensive parking strategy. Additional environmental review may be necessary as

parking needs are identified for full system operations.

L007-28

The Fresno to Bakersfield HST project will not preclude Caltrans and the City of

Bakersfield from constructing the Centennial Corridor Loop project.  Caltrans continues

to identify Alternative D as a possible route for the Centennial Corridor, as provided on

their project website at http://www.dot.ca.gov/dist6/environmental/projects/centennial/
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L007-28

project_alternatives.html (accessed September 5, 2012).

The Authority will work with local jurisdictions, including the City of Bakersfield, to

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

HST project and to not preclude these planned projects.

L007-29

The Fresno to Bakersfield HST project will not preclude Caltrans and the City of

Bakersfield from constructing the Westside Parkway project.  The Authority will work

with local jurisdictions, including the City of Bakersfield, to identify future transportation

projects that could be affected by the implementation of the HST project and to not

preclude these projects.

L007-30

The Revised DEIR/Supplemental DEIS has been revised to state that the Golden

Empire Transit District is a separate agency.

L007-31

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

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

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

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

page 11).

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

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

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

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

taxi, a rental car, or a transit vehicle.

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

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

the same peak hour.

L007-32

Within the Revised DEIR/Supplemental DEIS, road segment tables provided analysis in

V/C instead of ADT. However, LOS determinations remain the same as in the previously

circulated Draft EIR/EIS. SR 178 becomes 24th St, followed by a division into two one-

way streets, 23rd Street and 24th Street. In the analysis prepared for the Bakersfield

Station Area, the separation/connection of 23rd Street and 24th Street is considered an

intersection. Therefore, the Bakersfield Station Area  includes the road segments of 23rd

Street, between 24th Street and F street, and 24th Street, between 23rd Street and

Chester Avenue.

In general, trip distribution was based on shortest distance, which results in  a different

travel path than what the comment suggests. For this specific scenario, Q St was not

chosen because it is one lane in either direction. Union St was chosen instead because

it is a major arterial and the existing volumes are not high. Similarily, for 24th and 23rd

streets, volumes are heavy already on these streets, and were not chosen as a

preferred distribution path.

L007-33

The Fresno to Bakersfield HST project will not preclude any jurisdiction or entity from

constructing future transportation projects. The Authority has been working with the CIty

of Bakersfield and will continue to work with staff to address these local circulation

issues.

L007-34

Palm Avenue is proposed to be closed under the BNSF, Bakersfield South, and

Bakersfield Hybrid alternatives. Verdugo Lane is proposed to be extended to connect

Palm Avenue to Shellabarger Road, which connects to the closest HST crossing at

Calloway Drive. The extension of Verdugo Lane would save approximately 1 mile of out-

of-direction travel that would otherwise require the use of Palm Avenue, Spanke Road,

and Cilantro Avenue, and Pepita Way access at the intersection of Verdugo Lane and

Shellabarger Road.

The Authority and the design/build contractor, will continue to work with local

jurisdictions, including the City of Bakersfield, to address local circulation concerns and

specific roadway and intersection designs, and to not preclude transportation projects
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L007-34

that are planned in the vicinity of the HST project.  This will be done as part of design

development and refinement.

The local General Plan policies and goals establish the framework for the development

of the transportation network with a wide range of policies affecting transportation. The

EIR/EIS considered the impacts of the project on the existing and planned transportation

network, including the impact of traffic at stations on local intersections, and crossing of

existing roadways and necessary roadway closures. Levels of service and intersection

delay were considered with regard to any impacts. The mitigation measures identified

are consistent with General Plan goals, such as the addition of turn lanes and signal

improvements at intersections that function poorly. Where improvements are made, they

will meet local design requirements to the extent feasible (e.g., allowance for shoulders

on new overcrossings, lane widths that meet local standards, etc.). The project will not

reduce roadway widths or design speeds, with the exception of where roadway closures

are planned, as identified in the EIR/EIS.

L007-35

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

There are no dedicated generating facilities proposed for this project, so at this time no

source facilities can be identified. As described in Section 3.3.4.3 of the Revised

DEIR/Supplemental DEIS, the power-generating emissions were calculated on a

statewide level using California Air Resources Board statewide emission inventory and

the U.S. Environmental Protection Agency (EPA) Emissions & Generation Resource

Integrated Database (eGRID) electrical generation data.

Section 5.6 of the Air Quality Technical Report provides the list of the locations of

sensitive receivers near the stations, HMF sites, and the alignment (Authority and FRA

2012e). Qualitative discussions and quantitative analyses of health impacts during

project alignment construction are provided in Section 3.3.6.3 of the Revised

DEIR/Supplemental DEIS.

Section 3.19, Cumulative Impacts, of the EIR/EIS provides a complete air quality and

greenhouse gas cumulative analysis that is consistent with San Joaquin Valley Air

Pollution Control District, California Air Resources Board (CARB), and EPA guidance.

L007-36

Refer to Standard Response FB-Response-PU&E-02.

As described in Section 3.3.4.2 of the Revised DEIR/Supplemental DEIS, no dedicated

generating facilities have been proposed for this project, and therefore no source

facilities have been identified at this time. The Revised DEIR/Supplemental DEIS

assumes an increase in electric demand based on HST ticket prices being in a range

from 50% of the equivalent airfare to 83% of the equivalent airfare. These estimates are

presented in Tables 3.3-9 and 3.3-10 in the Revised DEIR/Supplemental DEIS.

The statewide emissions analysis uses EPA's Emissions & Generation Resource

Integrated Database (eGRID), which is a comprehensive source of data on the

environmental characteristics of almost all electric power generated in the United States.

These environmental characteristics include air emissions for nitrogen oxides, sulfur

dioxide, carbon dioxide, methane, and nitrous oxide; emissions rates; net generation;

resource mix; and many other attributes.

L007-37

Refer to Standard Response FB-Response-PU&E-02.

The project's greenhouse gas emissions from power generation were estimated using

the California Air Resources Board (CARB) statewide emission inventory and EPA's

Emissions & Generation Resource Integrated Database (eGRID) electrical generation

data, as described in the Air Quality Technical Report (Authority and FRA 2012e). Both

the CARB statewide inventory and the eGRID factors take into account load variations;

therefore the project's greenhouse gas emissions are not underestimated.

L007-38

Refer to Standard Response FB-Response-PU&E-02.

HST operations would help improve long-term air quality in the San Joaquin Valley Air

Basin by reducing vehicle miles traveled (VMT), a major source of air pollution. As

automobiles produce a major portion of the air pollutants generated within the basin,

reducing VMT would reduce these emissions and result in lower emissions than would
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L007-38

occur under the No Project Alternative.

The Revised DEIR/Supplemental DEIS assumes an increase in electric demand based

on HST ticket prices being in a range from 50% of the equivalent airfare to 83% of the

equivalent airfare. These estimates are presented in Tables 3.3-9 and 3.3-10 in the

Revised DEIR/Supplemental DEIS. Any regional increases in emissions due to added

demand for the electrical operation of the HST will be offset by the reduction in VMT and

associated emissions.

L007-39

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

The discussion of HST compliance with San Joaquin Valley Air Pollution Control District

Indirect Source Review has been added to Section 3.3.2.3 of the Revised

DEIR/Supplemental DEIS. The Authority will submit an Air Impact Assessment

application with a commitment to reduce NOx and PM10 emissions by 20% and 45%,

respectively, through the use of Mitigation Measures AQ-1 or AQ-4.

L007-40

Quantitative health risk analysis from construction activities has been conducted for

sensitive receivers at schools within 1,400 feet of the Bakersfield station; health risk

impacts are presented in Section 3.3.6.3 of the Revised DEIR/Supplemental DEIS.

The project footprint, which could be affected permanently or only during construction,

can be found in Appendix 3.1-A of the Revised DEIR/Supplemental DEIS. Final

construction and staging areas would be located within the evaluated construction

footprint. The construction footprint is based on preliminary engineering

design drawings, which were made part of the Revised DEIR/Supplemental DEIS in

Volume III (Alignments and Other Plans).

L007-41

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

L007-42

Health impacts for the potential HMF site exceed the AB 2588 thresholds of 10 in a

million at the property boundary and within 1,300 feet of the HMF site. Mitigation

measures were refined in the Revised DEIR/Supplemental DEIS as a result of

continuing project design, comments received on the Draft EIR/EIS, and additional

consultation with public agencies. Many of these mitigation measures are based on

performance standards. Accordingly, appropriate mitigation will be included in the Final

EIR/EIS. They will also be included in FRA’s Record of Decision, which will require the

Authority to comply with all mitigation measures as the project advances through final

design and construction. These additional mitigation measures would help reduce the

health risk impacts for the potential HMF site.

L007-43

The Revised DEIR/Supplemental DEIS has been updated in the Final EIR/EIS to reflect

the removal of 7 to 5 flights per day in 2035 based on the HST ticket price being in a

range of 50% to 83% of airfare, respectively, and 4 to 3 flights per day in 2009 based on

the HST ticket price being in a range of 50% to 83% of airfare, respectively. The

updated emission rates can be found in Tables 3.3-9 and 3.3-10 of the Revised

DEIR/Supplemental DEIS, as well as in Tables 7.1-5 and 7.1-6 of the Air Quality

Technical Report (Authority and FRA 2012e).

L007-44

Emissions from station operations (including area and stationary sources at the station,

and employee, truck delivery, and passenger travel to the stations) were addressed in

Section 3.3.6 of the Revised DEIR/Supplemental DEIS (see Tables 3.3-11 and 3.3-12).

Specific sources that were included in station operational emissions are discussed in the

Air Quality Technical Report, Section 6.2 (Authority and FRA 2012e).

L007-45

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

The dust minimization measures listed in Section 3.3.8 of the Revised

DEIR/Supplemental DEIS would further reduce fugitive dust emissions to a less-than-

significant impact. Valley Fever spores would be released when the soil is disturbed.
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However, because of the minimization measures, fugitive dust disturbance will be

minimal. Therefore, impacts from Valley Fever spores will be less than significant.

L007-46

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

The Authority does not agree with the commenter than the project description provides

inadequate information about the project to analyze project impacts and cumulative

impacts. As noted in Standard Response FB-Response-GENERAL-01, 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 Program EIR/EIS (Authority and FRA 2005). The

Final EIR/EIS for the Fresno to Bakersfield Section project analyzes the environmental

impacts, both adverse and beneficial, of implementing the HST System between Fresno

and Bakersfield. The project EIR/EIS is based on more detailed project planning and

engineering than the 2005 Program EIR/EIS. The analysis in the project EIR/EIS

therefore tiers from the earlier decision and analysis contained in the Program (Tier 1)

EIR/EISs (Authority and FRA 2005, 2008; Authority 2010a, 2012d) and provides 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.

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

completed by the contractor who would be chosen to build the project. This project-level

Final EIR/EIS contains significantly more detail than was available for the first-tier

Program EIR/EIS. At the time the Draft EIR/EIS was released for public review in August

2011, the Fresno to Bakersfield Section design was based on preliminary engineering.

The design in the Final EIR/EIS is also based on preliminary engineering. In larger

transportation infrastructure projects, consistent with both the California Environmental

Quality Act (CEQA) and the National Environmental Policy Act (NEPA), the

environmental analysis process occurs before completion of final design, and this is

common practice in projects using a design/build process for construction.

The Final EIR/EIS for the Fresno to Bakersfield Section provides a second-tier project-

level environmental analysis on the Fresno to Bakersfield portion of the HST System

L007-46

and is consistent with the previous Program EIR/EISs. The Final EIR/EIS provides more

detailed information on the system elements and alternative alignments and more

detailed analysis of the environmental impacts associated with alignment alternatives

and station location options in the area from Fresno to Bakersfield. The Fresno to

Bakersfield Section Final EIR/EIS also provides more detail in an area that was

previously covered in more general terms, primarily in the 2005 Program EIR/EIS

(Authority and FRA 2005). While relying on the program analyses to treat the system as

a whole, this project-level EIR/EIS provides a more detailed review of the environmental

impacts of implementing the HST System from Fresno to Bakersfield, and it provides a

fresh look at energy impacts, air quality impacts, growth effects, and cumulative impacts

for this section of the system. For example, the growth analysis uses information initially

developed in 2007, but applies refinements to the analytical approach and adds updated

information specific to Fresno, Kings, Tulare, and Kern counties – the four counties

traversed by the Fresno to Bakersfield Section of the HST System.

The environmental documentation conforms to Section 1501.2 of CEQA’s regulations

implementing NEPA, which does not require full design in order to complete an EIS but

rather states that “[a]gencies shall integrate the NEPA process with other planning at the

earliest possible time to insure that planning and decisions reflect environmental values,

to avoid delays later in the process, and to head off potential conflicts” (40 Code of

Federal Regulations [CFR] 1501.2). Similarly, the CEQA Guidelines indicate that

environmental analysis “should be prepared as early as feasible in the planning process

to enable environmental considerations to influence project program and design and yet

late enough to provide meaningful information for environmental assessment” (14

California Code of Regulations [CCR] 15004). As provided in the CEQA Guidelines, the

level of detail in the environmental analysis is to “correspond to the degree of specificity

involved in the underlying activity which is described in the EIR” (14 CCR 15146). The

EIR/EIS is based on the level of engineering and planning necessary to identify potential

environmental impacts and to identify the appropriate mitigation measures.

L007-47

As presented in Section 3.3, Air Quality and Global Climate Change, of the Revised

DEIR/Supplemental DEIS, conformity analysis was completed for the HST project in

order to meet compliance on a regional scale. Additionally, localized impacts were
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analyzed for the HST project in areas with nearby sensitive receivers.  In Section 3.19,

Cumulative Impacts, an analysis of cumulative localized impacts from construction and

operations of the HST project and other past, present, and reasonably foreseeable

projects, including permitted but unimplemented projects, was completed. This analysis

included health risk analysis for construction and operations of cumulative projects and

addressed their impacts on sensitive receivers, including residences, schools, churches,

and daycare centers.  A conformity analysis was not completed for the cumulative

projects because it is not appropriate for the cumulative condition, as it only applies to

projects that receive federal funding and will not apply to all past, present, and

reasonably foreseeable projects.

As presented in Section 3.19.4.2 of the Revised DEIR/Supplemental DEIS, the

cumulative construction and operational impact analysis does not presume that a

conformity analysis would dilute localized impacts. The cumulative localized impacts due

to the HST project as well as reasonably foreseeable future projects (including permitted

but unimplemented projects) would be significant around the stations due to the

potential to exceed state health risk standards. Health risk impacts are due to HMF

operations in conjunction with other potential future projects. Qualitative cumulative

health risk analysis does not show any permitted but unimplemented sources in the

vicinity of the proposed HMF locations. The quantitative cumulative localized health risk

analysis for operations at the HMF will be conducted once a final HMF site is selected

and designed; analyses will be conducted using projected equipment usage, the

locations of the major emission sources (based on a plant layout that will be developed),

and the locations of nearby sensitive land uses (e.g., residences). Qualitative cumulative

health risk analysis does not show any permitted sources in the vicinity of the proposed

HMF locations.

The Revised DEIR/Supplemental DEIS does not claim that all demolished structures are

primarily “industrial” in nature and does not discount health risk analysis as a result.

Localized health risk analysis is conducted for the HST station during construction,

specifically looking at cumulative impacts on schools. The localized health risk

assessment is conducted for HMF operations, looking in particular to cumulative impacts

on residences and other sensitive receivers within 1,300 feet of the HMF. The

cumulative localized analysis in the Revised DEIR/Supplemental DEIS does not ignore

L007-47

the localized impacts on homes, schools, churches or daycare centers.

L007-48

Refer to Standard Response FB-Response-GENERAL-25, FB-Response-N&V-02, FB-

Response-N&V-05.

Typically, below-grade construction in urban areas is cost prohibitive due to

underground utility infrastructure and in some cases, subsurface cultural resources.

While elevated structures are more costly to construct than at-grade profiles, tunnel and

trench segments are more costly than both elevated and at-grade track profiles. Please

refer to Chapter 5 of the EIR/EIS, Project Costs, for information and breakdown of

project costs by alternative.

L007-49

Three types of HST technology were analyzed by the California Intercity High-Speed

Rail Commission for the Statewide Program EIR/EIS. These technologies included

Steel-Wheel-on-Steel-Rail at Lower Speed (below 200 miles per hour [mph]); Magnetic

Levitation Technology (maglev); and Steel-Wheel-on-Steel-Rail (very high speed [VHS];

above 200 mph). The Authority’s enabling legislation, Senate Bill (SB) 1420 (chaptered

9/24/96, Chapter 796, Statute of 1996), defines high-speed rail as “intercity passenger

rail service that utilizes an alignment and technology that makes it capable of sustained

speeds of 200 mph (320 kph) or greater.” Technologies below 200 mph were therefore

eliminated from further consideration. This direction is consistent with foreign HST

experience, the experience of the northeast corridor (Boston-New York-Washington,

D.C.), and HST studies done elsewhere in the United States that show that to compete

with air transportation and generate high ridership and revenue, the intercity HST travel

times between the major transportation markets must be below 3 hours. From this

determination, the Commission directed staff to focus technical studies on VHS (Steel-

Wheel-on-Steel-Rail at Very High Speeds [above 200 mph]), and maglev technologies.

While a completely dedicated train technology using a separate track/guideway would

be required on the majority of the proposed system for both technologies, requiring such

separation everywhere in the system would prohibit direct HST service to certain heavily

constrained terminus sections (i.e., San Francisco Peninsula from San Jose to San

Francisco and the existing rail corridor between Los Angeles Union Station and Orange

Response to Submission L007 (Jim Eggert, City of Bakersfield, Planning Division, October 13,
2011) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-78



L007-49

County). Because of extensive urban development and severely constrained right-of-

way, HST service in these terminus sections would need to share physical infrastructure

(tracks) with existing passenger rail services in existing or slightly modified corridors.

A maglev system, in addition to being more costly technology, requires separate and

distinct guideway configurations that preclude the sharing of rail infrastructure. As a

dedicated (exclusive guideway) high-speed rail service along existing right-of-way

corridors in all segments of the system would be infeasible, use of maglev technology

for portions of the project would preclude direct HST service without passenger transfer

and would not satisfy travel-time requirements of the project purpose and need. Other

rail transportation configurations, including monorail, were eliminated from further

consideration for not meeting this basic system requirement. A VHS system would be

compatible with other trains sharing the tracks. The potential for utilization of shared

track allows for individual project segments to meet independent utility requirements. By

comparison, maglev technology does not lend itself to incremental improvements and

could not satisfy independent utility requirements or meet the project’s blended system

approach.

By taking advantage of the existing rail infrastructure, a shared-use configuration would

be mostly at-grade. Shared-use options are less costly and would result in fewer

environmental impacts compared to exclusive guideway options. In addition, improved

regional commuter service (electrified, fully grade-separated with additional track and

security features) will help mitigate the impacts along existing rail corridors. Shared-use

improvements in these corridors would potentially improve automobile traffic flow at rail

crossings and reduce noise impacts, since a grade-separated system could eliminate

trains blowing warning horns throughout the alignment. Shared-use options would

provide the opportunity for a partnership with right-of-way owners and commuter rail

operators, and would provide the opportunity to improve network segments

incrementally. For these reasons, maglev technology was eliminated from further

investigation in the Final EIR/EIS, is not part of the project description and does not

require further consideration in this project-level EIR/EIS.

L007-50

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

L007-50

FRA guidelines use the day-night sound level (Ldn) metric.

L007-51

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

FRA and Federal Transit Administration guidelines use the day-night sound level (Ldn)

metric for area with sleep activities.

L007-52

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

A-weighted decibels are commonly used by federal, state, and local regulations to

assess noise impacts.  The FRA High-Speed Ground Transportation Noise and

Vibration Impact Assessment (FRA 2005a) guidance manual only established impacts in

terms of A-weighted decibels.

L007-53

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. Local and city noise ordinances were acknowledged

and presented in Appendix A, Local Noise Regulations, of the Fresno to Bakersfield

Section: Noise and Vibration Technical Report (Authority and FRA 2012i). However, as

this is a federally funded project, the Authority and FRA are required to follow the

assessment guidelines set forth by the FRA and Federal Transit Administration, which

provide uniform guidance on rail and transit projects. As a state agency, the Authority is

not subject to local noise ordinances. However, during construction, the Authority and its

design/build contractor will consider local noise sensitivities consistent with local

ordinances and employ best management practices (BMPs) to avoid or minimize excess

noise impacts during construction. Refer to Mitigation Measures N&V-MM#1 and N&V-

MM#2 in Section 3.4.7, Mitigation Measures, for mitigation measures that will be

undertaken during construction of the project.
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Refer to Standard Response FB-Response-N&V-03.

Noise is evaluated based on the FRA guidance manual (FRA 2005a), and the guidance

manual does not specify low-frequency noise.  The Wind Energy Combining District

criteria do not apply to the high-speed rail project because this project deals with trains,

and noise generated by train noise is different from noise generated by wind turbines.

L007-55

In Section 3.7, Biological Resources and Wetlands, of the Revised DEIR/Supplemental

DEIS, the discussion of impacts on special-status plants and wildlife is organized by

alternative alignment. This organization  inherently provides information about where

species occur because alignment alternatives (excluding the BNSF Alternative) are

associated with a particular geographic location. For example, species that occur in

Bakersfield are discussed under the Bakersfield area alternatives, and species that

occur in the Hanford area are discussed under the Hanford area alternatives.

Additionally, Appendix 3.7-B provides a table listing the available area of suitable habitat

within the alternative alignments by species, allowing a reader to determine where

impacts on a particular species could potentially occur.

L007-56

The text of the Revised DEIR/Supplemental DEIS, Biological Resources and Wetlands,

Section 3.7.7, Mitigation Measures, has been revised to include "will" or "shall" when

discussing implementation of the mitigation measures throughout this section. The use

of "will" means that the Authority and FRA are certain action will take place. The

Authority and FRA are aware that mitigation is not optional and must be enforceable and

effective. In a few isolated instances, not related to implementation of the mitigation

measures, the word "could" was employed in this section. These instances are

associated with the presentation of a potential impact, such as in Mitigation Measure

BIO-13: Work Stoppage: "The Contractor will suspend ground-disturbing activities in the

immediate construction area where the potential construction activity could result in

'take' of special-status wildlife species; other work may continue in other areas" or where

there are a number of performance standards that have been identified to meet the

desired performance standard. For example, as stated in the Revised

L007-56

DEIR/Supplemental DEIS, compensatory mitigation could include one of the following:

· Purchase of credits from an agency-approved mitigation bank.

· Fee-title-acquisition of natural resource regulatory agency-approved property.

· Purchase or establishment of a conservation easement with an endowment for long-

term management of the property-specific conservation values.

· In-lieu fee contribution determined through negotiation and consultation with the U.S.

Fish and Wildlife Service (USFWS).

L007-57

The following text has been added to the description of the Metropolitan Bakersfield

Habitat Conservation Plan: "The incidental take permit associated with the Metropolitan

Bakersfield Habitat Conservation Plan will expire in August 2014; however, an

application for an extension has been submitted."

L007-58

As stated in Section 3.7, Biological Resources, in the Revised DEIR/Supplemental

DEIS, the HST project would have no impact on the Metropolitan Bakersfield Habitat

Conservation Plan because the HST project would not conflict with the provisions of the

plan. The mitigation ratios proposed for the HST project are similar to the “adequate

mitigation” ratios presented in the plan, and the HST project does not overlap with the

Conceptual Focus Areas identified as potential preserve areas.

L007-59

Thank you for your comment.The mistaken reference to Bakersfield as a county has

been removed from the Revised DEIR/Supplemental DEIS.

L007-60

The 1:1 mitigation ratio was cited as the minimum ratio for habitat replacement to

mitigate for potential impacts on the San Joaquin kit fox. The final mitigation ratio will be
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determined through consultations with the U.S. Fish and Wildlife Service (USFWS) and

the California Department of Fish and Wildlife, and will be in accordance with

the USFWS Biological Opinion and/or the California Department of Fish and Wildlife

2081(b). Since the release of the Revised DEIR/Supplemental DEIS, the FRA and

Authority have received a biological opinion issued by the U.S Fish and Wildlife Service,

which includes a range of mitigation ratios to offset effects on the San Joaquin kit fox,

depending on the project's impacts on habitat types: natural habitats mitigated at a 2:1

to 3:1, and developed habitats mitigated as a 0.1:1 to 0.5:1 ratio, depending on the

relationship to recovery areas. As such, the mitigation ratio in the Final EIR/EIS has

been updated to provide consistency between the USFWS Biological Opinion (USFWS

2013) and the Final EIR/EIS. The Authority is not aware of the details or specifics of the

City of Bakersfield Thomas Road Improvement Program (TRIP), its mitigation

requirements, or the manner in which the referenced mitigation ratios were established.

L007-61

Thank you for your comment. The text of the Revised DEIR/Supplemental DEIS, Section

3.7, Biological Resources and Wetlands, has been revised in response to your

comment. The reference to “N/A” as it relates to the common mitigation measures that

would be implemented to reduce the impacts on all biological resources has been

removed in the Revised DEIR/Supplemental DEIS. The implementation of the common

mitigation measures is important because they apply to more than one resource area

and provide assurances that the specific mitigation measures would be fully and

successfully implemented.

L007-62

A list of permits required for the HST project is presented in Section 2.9, Permits, of the

Revised DEIR/Supplemental DEIS. Also, the permits required for biological resources

and wetlands are discussed in more detail in Section 3.1, Regulatory Requirements, and

Chapter 6, Permits and Technical Studies for Special Laws or Conditions, of the Fresno

to Bakersfield Section: Biological Resources and Wetlands Technical Report (Authority

and FRA 2012f).

L007-63

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

In response to the commenter’s recommendations that the HST project adopt additional

mitigation measures in line with the mitigation measures implemented with the Westside

Parkway project, only signatories of the Metropolitan Bakersfield Habitat Conservation

Plan (MBHCP) can participate in the Habitat Conservation Plan. Whereas the Westside

Parkway’s project proponents (City of Bakersfield and Caltrans) are both signatories of

the MBHCP, the Authority and FRA are not signatories. Therefore, the MBHCP does not

apply to the HST project.

In response to the commenter’s recommendations that the HST project adopt specific

measures in line with the mitigation measures implemented with the Westside Parkway

project (including restricting project and construction fencing to staging areas or areas

where public safety is an issue, and installing large culverts with protective gratings at

known wildlife crossings), these issues are discussed further below.

For security purposes, the HST project must be grade-separated, and for this reason,

the outer edge of the HST right-of-way will be protected by an 8-foot-high security fence.

Therefore, the commenter’s recommended mitigation measure to restrict project fencing

is not feasible and cannot be adopted.

Dedicated wildlife-crossing structures have been proposed as part of the project

description and are described in Chapter 2, Alternatives, of the Revised

DEIR/Supplemental DEIS, to ensure permeability for wildlife movement underneath the

alignment. These dedicated wildlife-crossing structures were designed in consultation

with San Joaquin kit fox expert, Dr. Brian Cypher, and are expected to facilitate wildlife

movement not only for kit fox, but for other wildlife species in the region. These

structures also include escape dens for kit fox as refugia against predatory species such

as domestic dogs and coyotes. Therefore, the commenter’s recommended mitigation

measure to install large culverts with protective gratings is consistent with measures

already included as part of the project description, and need not be adopted in place of

the dedicated wildlife-crossing structures.

Consistent with the commenter’s recommendation, construction fencing will be limited to
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staging areas and areas where public safety is an issue. Section 2.8.1, General

Approach, of the Final EIR/EIS has been revised, and the following sentence has been

added: “Where fencing is required, it would be restricted to areas designated for

construction staging and areas where public safety is an issue.”

L007-64

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

In response to the commenter’s recommendations that the HST project adopt additional

mitigation measures in line with mitigation measures implemented in the Westside

Parkway project, only signatories of the Metropolitan Bakersfield Habitat Conservation

Plan (MBHCP) can participate in the Habitat Conservation Plan. Whereas the Westside

Parkway’s project proponents (City of Bakersfield and Caltrans) are both signatories of

the MBHCP, the Authority and FRA are not signatories. Therefore, the MBHCP does not

apply to the HST project.

Compensatory mitigation for impacts on upland habitats will be conducted through

compensatory mitigation for impacts on special-status wildlife species habitat. Mitigation

ratios presented in the Revised DEIR/Supplemental DEIS are presented as a minimum

ratio for compensation. Compensatory mitigation could include one of the following:

·   Purchase of credits from an agency-approved mitigation bank.

·   Fee-title-acquisition of natural resource regulatory agency-approved property.

·   Purchase or establishment of a conservation easement with an endowment for long-

term management of the property-specific conservation values.

·   In-lieu fee contribution determined through negotiation and consultation with USFWS.

Final mitigation measures for this project will be determined through consultation with

the appropriate regulatory agencies. 

L007-65

As stated in Section 3.11 of the EIR/EIS, physical elements to contain the HST within

the alignment would be installed in areas with a high risk of or high impact from

derailment, including elevated guideways and approaches to conventional rail and

L007-65

roadway crossings.

L007-66

Information on Lake Isabella is provided in Section 3.9 (Geology, Soils, and Seismicity)

of the EIR/EIS. As discussed in Section 3.11.6, fire/life safety programs (FLSPs) would

be developed to implement the requirements set forth in the Federal Rail Safety Act. A

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, including evacuation

routes.

As discussed in Section 3.9.6, project design will incorporate engineering measures and

best management practices based upon federal and state regulations and on the

Statewide Program EIR/EIS. Site-specific geotechnical investigations will be carried out

as design work progresses so that the project can incorporate into the design site-

specific engineering solutions that adhere to regional and national technical standards

and codes to reduce risks associated with the geology, soils, and seismicity, including

flooding. Section 3.9.6 discusses the specific standards and codes project structures will

be built to.

L007-67

Refer to Standard Response FB-Response-S&S-05.

L007-68

Refer to Standard Response FB-Response-S&S-02.

As described in Chapter 2 of the EIR/EIS, the HST system will be duel-tracked, one

track for northbound trains and the other track for southbound trains. Therefore, there is

no potential for head-on collisions.

L007-69

As stated in the mitigation measure, 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.
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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. After the first 5 years of operation, the

Authority will enter into a new or revised agreement with the public service providers of

fire, police, and emergency services to fund the Authority’s fair share of services. The

fair share will take into account the volume of ridership, past record and trends in service

demand at the stations, new local revenues derived from station area development, and

any services that the Authority may be providing at the station.

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 (police substation, additional fire vehicle, onsite defibrillators, etc.) necessary to

service delivery.

L007-70

Refer to Standard Response FB-Response-S&S-05 regarding safety of emergency

responders.

As discussed in Chapter 2 of the EIR/EIS, electrical power is provided to the train by an

overhead contact system (OCS). The tracks are not electrified. The OCS is adjacent to

the HST tracks. The system consists of a series of mast poles, approximately 23.5 feet

higher than the top of the rail, with contact wires suspended from the mast poles

between 17 to 19 feet from the top of the rail. Because the OCS is well above the

ground within the fenced-off HST right-of-way, it represents no reasonable safety risk to

people or to wildlife other than birds. Electrocution of birds by power lines happens when

birds are able to physically contact two energized phases, or an energized phase and a

grounded conductor or equipment, at the same time. The Avian Power Line Interaction

Committee (APLIC) has developed design criteria for the physical separation of power

line phases as well as other design methods, such as covers, to prevent electrocution of

birds (APLIC 2012). Section 3.7, Biological Resources and Wetlands, contains a

mitigation measure for review of the OCS design to ensure it meets APLIC criteria.

L007-71

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

Under the Uniform Relocation Assistance and Real Property Acquisition Policies Act of

1970, a person displaced from a public housing project may be offered a comparable

public housing unit as a replacement dwelling or they may be offered a unit subsidized

under another housing program, e.g., Section 8 Housing Choice Voucher. Therefore,

any forms of public financial assistance could be applied to the replacement dwelling,

and the City would not be subject to repayment penalties.

As discussed in the property section in Chapter 3.12 Impact SO #10, there are enough

vacant residences to accommodate displaced housing: “The communities in

unincorporated Fresno, Kings and Kern counties, as well as in Corcoran and the

Bakersfield districts—where over 95% of the total residential displacements would

occur—have vacant residences in excess of the estimated number of displacements.” It

goes on to note that fewer units are available in the Northeast District of Bakersfield (27

units) than the potential number of relocated renters (52). It is noted that in addition,

renters housed in single-family residences could add to this need for rental units in both

the Northeast and Northwest districts. Given the large numbers of single-family

residential vacancies, it is not likely that new housing would need to be constructed to

house these individuals. The relocation plan for residents in the Northeast district will

consider the fact that rental units available in the immediate area may not be adequate

and that as a result, it will be important to allow sufficient lead time to identify suitable

rental properties and to provide housing of last resort, including rehabilitation of existing

housing or relocation of the disrupted residential areas to newly constructed housing.

L007-72

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-25.

The Statewide Program EIR/EIS for the California HST System evaluated alternative

alignments around and through Bakersfield as well as alternative station locations in

downtown Bakersfield and the outskirts of Bakersfield (Authority and FRA 2005).

The Record of Decision (ROD) on the Statewide Program EIR/EIS identified the BNSF

Railway as the preferred corridor for the HST through Bakersfield with a station

located in the vicinity of the existing Amtrak station. The city of Bakersfield, Kern COG,
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Kern County, and many other civic groups such as the Greater Bakersfield Chamber of

Commerce and Hispanic Chamber of Commerce, as well as other members of the

public were involved in this decision and no comments opposed to the BNSF corridor

and a downtown Bakersfield station were received from these organizations and groups

on the Statewide Program Draft EIR/EIS. In fact, a comment letter on the Statewide

Program Draft EIR/EIS from the Director of the Kern County Resource Management

Agency did not care which alignment alternative was selected as long as it supported a

"Truxtun" station site.

The Authority has not ignored the City of Bakersfield's concerns and suggestions. Input

from the City of Bakersfield has been taken into consideration in project planning since

the project was initiated. The City of Bakersfield and Kern Council of Governments

reviewed issues concerning the siting of the Metropolitan Bakersfield High-Speed Rail

Terminal for over 6 years, participated in a regional steering committee created by the

Kern Council of Governments, and retained a consultant team to analyze three potential

sites in the Bakersfield metropolitan area. After careful consideration, Kern Council of

Governments' Metropolitan Bakersfield High Speed Rail Terminal Impact Analysis

recommends the Truxtun site for the Bakersfield Region (Kern COG 2003), and the

Council of the City of Bakersfield issued Resolution No. 118-03 on July 9, 2003,

endorsing the downtown Truxtun Avenue site for the High-Speed Rail Terminal (City of

Bakersfield 2003). The Bakersfield station was located in downtown Bakersfield

adjacent to the Amtrak station at the recommendation of the City of Bakersfield, Kern

County, and the Kern COG.

The Fresno to Bakersfield Section EIR/EIS is tiered from the Statewide Program

EIR/EIS and the decisions made on the Statewide Program EIR/EIS. Therefore, the

Fresno to Bakersfield Section EIR/EIS focuses on alternative alignments within the

BNSF corridor through Bakersfield as appropriate under both CEQA and NEPA.

L007-73

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

For information on the potential for disruption and division in Bakersfield, see the

Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #7. Also see

L007-73

Impact SO #10 and Impact SO #11 for displacement estimates in Bakersfield. Mitigation

Measures SO-2 and SO-3 propose mitigation for identified effects in Bakersfield

communities. Mitigation Measure SO-4 describes the measures that will be implemented

to reduce the impacts associated with relocating important community facilities.

For more information on the property acquisition and compensation process, see

Volume II, Appendix 3.12-A.

L007-74

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

Impacts to important facilities in Bakersfield are recognized in Volume I Chapter 3.12

Impact SO#7.  While not every affected facility along the entire alignment is specifically

called out, several of the facilities identified by the commenter are identified, including

displacement of government facilities: the Bakersfield public works office/corporation

yard and Kern Mental Health office, as well as parking associated with the Bakersfield

Convention Center.

Please refer to Mitigation Measure SO-4: 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

displaced in Bakersfield. 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.

L007-75

Impacts on the Bakersfield Convention Center overflow parking lot are discussed in the

Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #7 and Mitigation

Response to Submission L007 (Jim Eggert, City of Bakersfield, Planning Division, October 13,
2011) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-84



L007-75

Measure SO-4.

L007-76

For detailed information on the locations of environmental justice communities within the

study area, see Section 4.3 of the Community Impacts Assessment Technical Report.

L007-77

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-06,

FB-Response-GENERAL-21.

Individual properties and projects were analyzed per the CEQA guidelines. The level of

detail in the environmental analysis is to “correspond to the degree of specificity involved

in the underlying activity which is described in the EIR” (14 CCR 15146). Therefore, the

EIR/EIS is based on the level of engineering and planning necessary to identify potential

environmental impacts and to identify the appropriate mitigation measures.

L007-78

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21.

Individual properties and projects were analyzed per the CEQA guidelines. The level of

detail in the environmental analysis is to “correspond to the degree of specificity involved

in the underlying activity which is described in the EIR” (14 CCR 15146). Therefore, the

EIR/EIS is based on the level of engineering and planning necessary to identify potential

environmental impacts and to identify the appropriate mitigation measures.

L007-79

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-02.

L007-80

The Authority and the FRA have revised the parking number allotments in the City of

Bakersfield in Section 3.2, Transportation, of the Revised DEIR/Supplemetal DEIS.

L007-81

As stated in Section 3.13.5.3, all nine project alignment alternatives would result in

permanent conversion of land in other uses to transportation-related uses. For all

alignment alternatives, approximately 30% of the land that would be permanently used

for the HST tracks and supporting facilities (e.g., traction power and communication

systems) is currently in similar uses (i.e., rights-of-way and transportation) or is vacant

land; 60% is in agricultural uses; and about 10% is in residential, commercial, and

industrial uses.

Project consistency with the Bakersfield Metropolitan General Plan policies is discussed

in Section 3.13.2.4, Section 3.13.5.3., and Appendix 3.13A-1. See Master Responses

FB-Response-08 and FB Response-66 for further discussion of the HST Project’s

relationship to local agency policies and consistency with land use policies.

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

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

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

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

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

under NEPA and a significant impact under CEQA.

L007-82

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

As discussed in FB Response-General-02: Alternatives, the HST Authority has

considered public and agency input received during preparation of the Program-level

EIR/EIS, including public and agency comments received as part of that scoping

process and input received during ongoing interagency coordination meetings. Also, the

HST Authority conducted a preliminary alternatives analysis process for the Fresno to

Bakersfield Section to identify the potential alternatives for study.

During late 2009 and early 2010, the HST Authority’s consultants met several times with

City of Bakersfield representatives to review and discuss HST station issues. The first

such meeting was held on November 5, 2009. That meeting focused on the station

planning and design process and included a discussion of local factors that could affect
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the layout and design of the HST station (e.g., likely access routes for HST passengers).

Following-up on the November 5 meeting, the HST Authority’s consultants met with City

of Bakersfield representatives on January 21, 2010, to review three station concepts for

each of the two alignments that were under consideration at that time (and which were

carried forward into the Revised DEIR/Supplemental DEIS). Each of these concepts

showed potential locations for the station building, HST parking facilities, bus

transportation facilities, and other ground transportation accommodations, as well as

potential opportunities for redevelopment associated with the HST station. These

concepts were drawn on aerial images that clearly depicted key features of the station

area, including access roadways and existing development. City representatives at the

meeting included Alan Tandy, Steve Teglia, Jim Eggert, Raul Rosas, Brad Underwood,

Arnold Ramming, and Donna Kunz.

Based on the input received at the January 21 meeting, the HST Authority’s consultants

met with City staff again on February 24, 2010. At that meeting, the consultants

reviewed more detailed station concepts for each alignment option including plan view

site drawings, station transverse sections, and passenger platform access scenarios.

City representatives at the meeting included Steve Teglia, Jim Eggert, Brad Underwood,

Rhonda Barnhard, and Donna Kunz.

On March 31, 2010, the Authority held a Bakersfield Technical Working Group meeting

that included a presentation on planning for the Bakersfield Station. The HST Authority’s

consultants shared the same material that had been presented at the February 24,

2010, meeting with City staff. This was the first meeting at which the Authority’s

consultants had discussed the station concepts with anyone other than City staff.

Following the meetings conducted between November 2009 and March 2010, the

Authority’s consultants commenced with preparation of the 15% station design drawings

that are included in Volume III of the Revised DEIR/Supplemental DEIS.

L007-83

Section 3.13, Station Planning, Land Use and Development, of the Revised

DEIR/Supplemental DEIS has been revised and no longer references the Bakersfield

L007-83

Old Town Kern Pioneer Redevelopment Plan.

L007-84

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

As discussed in FB Response-General-02: Alternatives, the HST Authority has

considered public and agency input received during preparation of the Program-level

EIR/EIS, including public and agency comments received as part of that scoping

process and input received during ongoing interagency coordination meetings. Also, the

HST Authority conducted a preliminary alternatives analysis process for the Fresno to

Bakersfield section to identify the potential alternatives for study.

During late 2009 and early 2010, the HST Authority’s consultants met several times with

City of Bakersfield representatives to review and discuss HST station issues. The first

such meeting was held on November 5, 2009. That meeting focused on the station

planning and design process and included a discussion of local factors that could affect

the layout and design of the HST station (e.g., likely access routes for HST passengers).

Following-up on the November 5 meeting, the HST Authority’s consultants met with City

of Bakersfield representatives on January 21, 2010, to review three station concepts for

each of the two alignments that were under consideration at that time (and which were

carried forward into the Revised DEIR/Supplemental DEIS). Each of these concepts

showed potential locations for the station building, HST parking facilities, bus

transportation facilities, and other ground transportation accommodations, as well as

potential opportunities for redevelopment associated with the HST station. These

concepts were drawn on aerial images that clearly depicted key features of the station

area, including access roadways and existing development. City representatives at the

meeting included Alan Tandy, Steve Teglia, Jim Eggert, Raul Rosas, Brad Underwood,

Arnold Ramming, and Donna Kunz.

Based on the input received at the January 21 meeting, the HST Authority’s consultants

met with City staff again on February 24, 2010. At that meeting, the consultants

reviewed more detailed station concepts for each alignment option including plan view

site drawings, station transverse sections, and passenger platform access scenarios.
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City representatives at the meeting included Steve Teglia, Jim Eggert, Brad Underwood,

Rhonda Barnhard, and Donna Kunz.

On March 31, 2010, the Authority held a Bakersfield Technical Working Group meeting

that included a presentation on planning for the Bakersfield Station. The HST Authority’s

consultants shared the same material that had been presented at the February 24,

2010, meeting with City staff. This was the first meeting at which the Authority’s

consultants had discussed the station concepts with anyone other than City staff.

Following the meetings conducted between November 2009 and March 2010, the

Authority’s consultants commenced with preparation of the 15% station design drawings

that are included in Volume III of the Revised DEIR/Supplemental DEIS.

At this point, station designs are conceptual in nature and will be refined as the project

design progresses.

L007-85

Contrary to the claim in this comment, Section 3.13.5.2 states that infill development

would occur without the HST; however, the amount of TOD attracted to the downtown

areas of Fresno and Bakersfield under the No Project Alternative would be less than the

amount of TOD likely to occur with the HST as a catalyst.

However, as stated in Sections 3.13.2.4 and 3.13.5.3, land uses in the downtown

Fresno and Bakersfield areas are zoned for higher density development and the cities

currently have plans and policies in place encouraging downtown revitalization. Fresno

has begun to define land use opportunities for TOD planning by using land use overlay

zones and by identifying supporting services for transit passengers (i.e., restaurants and

retail). The Bakersfield Station would be located in an area subject to revitalization

efforts. Therefore, TOD development could occur without the HST project.

L007-86

The Revised DEIR/Supplemental DEIS has been revised to state that land uses from

the Rosedale area to the Bakersfield city limits include residential, commercial,

agricultural, and light industrial. The pattern of existing uses along the study area in the

L007-86

Bakersfield city limits is very diverse. Much of the corridor is characterized by industrial

uses associated with oil-related businesses and rail yards. The downtown portion of the

alignment, however, is predominantly commercial and community facility with

considerable areas of vacant and underused land.

L007-87

As stated in Section 3.13.5.3, construction of project alternatives would result in

temporary impacts, including increases in noise levels, dust and other air pollutants,

traffic congestion, visual changes, disrupted access to properties and neighborhoods,

and temporary use of land for construction fabrication, laydown, and staging areas.

Construction in urban areas could create hardship to businesses during construction

because of access disruptions and traffic congestion.

Impacts in station areas during construction are discussed in Section 3.2.5.3,

Transportation. Economic impacts to businesses during construction are discussed in

Section 3.12.5.2, Socioeconomics, Communities, and Environmental Justice.

Construction activities could be particularly disruptive to nearby community facilities and

institutions because construction would occur primarily during normal hours of operation

when noise, traffic, and other conflicts would be most problematic. Potential conflicts

with special events (e.g., fairs, athletic events, major conventions) would be addressed

through a special mitigation measure described in the section titled “Construction during

Special Events” in Section 3.2.5.3, Transportation. This measure provides mechanisms

to prevent roadway construction activities from reducing roadway capacity during major

athletic events or other special events that attract a substantial number of visitors.

The significance of construction impacts was determined as less than significant

because lands used temporarily for construction would be acquired from willing

landowners and restored to their previous condition at the end of the construction

period, long-term land uses would not change, adjacent land uses would not change,

and there would not be a substantial change in the long-term pattern or intensity of land

use incompatible with adjacent land uses. For these reasons, the effect of the temporary

use of land for project construction staging, laydown, and fabrication would have

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

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

For information on the disruption to existing communities, including Bakersfield, see

Chapter 3.12 Socioeconomics, Communities, and Environmental Justice, Impact SO #7

and see the related mitigation measures SO-1, SO-2 and SO-3 for measures to reduce

impacts associated with the division of communities.

Allowable uses underneath elevated portions of the HST tracks has not yet been

determined.

L007-89

As described in Section 3.2.5.3, High-Speed Train Alternatives, of the Final EIR/EIS, the

HST alternatives would divert trips from air travel in the area, primarily from Fresno

Yosemite International Airport. The Statewide High-Speed Rail ridership model

projected where trips would be diverted and whether the diversions would be from

automobiles or airplane trips; an estimated 23% of passengers at the Fresno and

Bakersfield airports would be diverted to the HST within the San Joaquin Valley (page

3.2-45 of the Final EIR/EIS). Air travel provides a flexible form of transportation wherein

scheduled flights are added or discontinued according to demand. However, flights

would not be reduced to the extent that it would create a need for closure of a regional

airport, which would contribute to urban decay.

L007-90

Impact PK #4 in Section 3.15, Parks, Recreation, and Open Space, discusses HST

operational impacts on park character. The analysis in the Revised DEIR/Supplemental

DEIS determined that the project would substantially degrade the existing visual

character and quality of the site and its surroundings and therefore would have an effect

of substantial intensity under NEPA and a significant impact under CEQA. The revised

analysis also determined that HST operational noise would increase noise exposure for

users of the parkway and facilities, and therefore the operational noise impacts would

have an effect of moderate intensity under NEPA and a significant impact under CEQA.

For mitigation measures, see N&V-MM#3, Implement Proposed California High-Speed

L007-90

Train Project Noise Mitigation Guidelines, in Section 3.4, Noise and Vibration, and AVR-

MM#2a through AVR-MM#2f in Section 3.16, Aesthetics and Visual Resources.

L007-91

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

Mitigation measures have been revised in the Revised DEIR/Supplemental DEIS.

Please refer to all the revised mitigation measures in Section 3.16.7 in the Revised

DEIR/Supplemental DEIS.

L007-92

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

Please refer to Impact PK #2 in Section 3.15.5.3 of Section 3.15, Parks, Recreation, and

Open Space, of the Revised DEIR/Supplemental DEIS for a discussion of project

acquisition of parks, recreation, and open-space resources. See also Section 3.15.7.2

for a discussion of the mitigation measure for acquisition of park property.

L007-93

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

See also Mitigation Measures  AVR-MM#2b, #2c, #2d, and #2e, of the Revised

DEIR/Supplemental DEIS.

L007-94

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

L007-95

The text of Section 3.17, Cultural and Paleontological Resources, of the Revised

DEIR/Supplemental DEIS has been revised in response to your comment.

L007-96

The growth rate in Table 3.18-2 is correct based on population estimates from the Kern
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Council of Governments.

L007-97

The text will be revised in the Final EIR/EIS.

L007-98

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

L007-99

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

Footnote 3 in Section 3.18, Regional Growth, provides a discussion of jobs and annual

job years. See also Impacts SO #5 and SO #14 in Section 3.12,

Socioeconomics, Communities, and Environmental Justice, for information on project

job creation during construction and operation of the project.
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Refer to Standard Response FB-Response-GENERAL-07.

Response to Submission L008 (Kindon Meik, City of Corcoran, September 16, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-91



L009-1

L009-2

L009-3

Submission L009 (Larry Hanshew, City of Corcoran, October 12, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-92



Submission L009 (Larry Hanshew, City of Corcoran, October 12, 2011) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-93



L009-1

The environmental justice analysis adheres to the definition defined 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 non-minority and/or non-low-income

population along the project.

Determination of potential environmental justice effects includes consideration of all

possible mitigation. Mitigation of impacts to less than significant is not possible in every

instance, so the effect is acknowledged and considered in decisions about project

alternatives. Section 4.3 in the Community Impact Assessment Technical Report

identifies the environmental justice populations along the project, including the high

concentrations of environmental justice populations in Corcoran. 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, including impacts and

effects identified in Corcoran. The Revised DEIR/Supplemental DEIS, Volume 1,

Section 3.12, Impacts SO #6 and SO #18 summarize these findings.

L009-2

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21.

Individual properties and projects were analyzed per the CEQA guidelines. The level of

detail in the environmental analysis is to “correspond to the degree of specificity involved

in the underlying activity which is described in the EIR” (14 CCR 15146). Therefore, the

EIR/EIS is based on the level of engineering and planning necessary to identify potential

environmental impacts and to identify the appropriate mitigation measures.

L009-3

Refer to Standard Response FB-Response-GENERAL-07.
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October 13, 2011 
 
Mr. Roelof van Ark, CEO 
California High-Speed Rail Authority 
770 L Street, Suite 800 
Sacramento, CA 95814 
 
RE: Comments regarding Fresno to Bakersfield High Speed Train Draft EIR/EIS 
 
Dear Mr. van Ark: 
 
 Thank you for the opportunity to review and comment on the Draft EIR/EIS for the 
Fresno to Bakersfield segment of the proposed High Speed Rail project.  In an effort to make 
the High Speed Rail project the best for the State of California, for our metropolitan region and 
for the local community, please consider the comments the City is providing as you prepare the 
Final EIR/EIS. Attached please find a detailed comments table which addresses specific issues 
throughout the document.  These concerns generally fall into the categories below: 
 

 The need for underpasses versus overpasses at several street-railroad grade 
separations; 

 Construction impacts (traffic management plan, limitations and restrictions upon road 
closures); 

 Adequacy and timing of certain traffic mitigations; 
 Economic impacts to businesses, sales tax and property tax; 
 Depressed trench versus at-grade profile through downtown; 
 Protection of existing sewer and water pipelines, provision for future crossings;  
 Adequacy of historic resources analysis 

 
 In terms of fiscal and economic impacts, the City of Fresno wishes to emphasize that the 
high speed rail project should not result in any cost or negative revenue impacts to the City.  
City staff will be pleased to assist with processing of items required for the project including plan 
checks for public improvements, traffic control plan reviews, inspections and acceptance of City 
facilities. Of course, CHSRA will be completely responsible for financing the mitigation 
measures within the City of Fresno or its sphere of influence, and as a result, no City of Fresno 

City of Fresno Draft EIR/EIS Comments 
HST Fresno to Bakersfield 
Page 2 
 
 
funds, resources or staff time will be required for the mitigation measures or processing of items 
unless the CHSRA fully compensates the City.  It is the City’s expectation CHSRA will bear the 
full costs associated with the project’s impacts, including impacts to the City’s residents and 
businesses. Our specific comments are listed below by section of the Draft EIR/EIS. As can be 
seen from the extensive comments provided in this letter, the City has concerns that the 
DEIR/EISs have not sufficiently analyzed a significant number of potentially significant 
environmental impacts to the City of Fresno from this Project.  
 
SECTION 2.1: ALTERNATIVES 
 
 A critical component of an EIR/EIS is its Alternatives Analysis.    Though the EIR/EISs 
for the Bakersfield to Fresno and Merced to Fresno sections analyze alternative alignments for 
areas apart from the City of Fresno, the EIR/EISs analyze only one option for the rail 
alignment/profilethrough the City of Fresno.   The City believes that this single alternative is 
inadequate and fails to comply with the requirements of CEQA and NEPA. 
 
 Public Resources Code, section 21002 states that the California Legislature finds and 
declares that it is the policy of the state that public agencies should not approve a project as 
proposed if there are feasible alternatives or feasible mitigation measures available which would 
substantially lessen the significant environmental effects of such projects.  In addition, CEQA 
Guidelines, section 15126.6 (c) states that the range of potential alternatives to the proposed 
project shall include those that could feasibly accomplish most of the basic objectives of the 
project and could avoid or substantially lessen one or more of the significant effects.  The EIR 
should also identify any alternatives that were considered by the lead agency but were rejected 
as infeasible during the scoping process and briefly explain the reasons underlying the lead 
agency’s determination.  
 
 CEQA Guidelines, section 15364 states that “feasible” means capable of being 
accomplished in a successful manner within a reasonable period of time, taking into account 
economic, environmental, legal, social and technological factors. 
 
 The economic factors, such as cost of constructing an alternative, may be considered in 
determining the feasibility of an alternative.  However, California courts have stated that the fact 
that an alternative is more expensive than the project, does not make the alternative infeasible.  
The court in Citizens of Goleta Valley v. Board of Supervisors (1988) 197 Cal.App.3d 1167, 
1181 stated as follows: 
 

The fact that an alternative may be more expensive or less profitable is not 
sufficient to show that the alternative is financially infeasible. What is required is 
evidence that the additional costs or lost profitability are sufficiently severe as to 
render it impractical to proceed with the project. (Underlining added.) 

 
Here, the EIR/EIS states the project objectives and policies for the proposed HST 

system are as follows: 
 

1. Provide intercity travel capacity to supplement critically over-used interstate highways 
and commercial airports. 

2. Meet future intercity travel demand that will be unmet by current transportation systems, 
and increase capacity for intercity mobility. 
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3. Maximize intermodal transportation opportunities by locating stations to connect with 
local transit, airports, and highways. 

4. Improve the intercity travel experience for Californians by providing comfortable, safe, 
frequent, and reliable high-speed travel. 

5. Provide a sustainable reduction in travel time between major urban centers. 
6. Increase the efficiency of the intercity transportation system. 
7. Maximize the use of existing transportation corridors and rights-of-way, to the extent 

feasible. 
8. Develop a practical and economically viable transportation system that can be 

implemented in phases by 2020 and generate revenues in excess of operations and 
maintenance costs. 

9. Provide intercity travel in a manner sensitive to and protective of the region’s natural and 
agricultural resources and reduce emissions and vehicle miles traveled for intercity trips. 

 
In this regard, an entirely below-grade “trench” style alternative through the City of 

Fresno’s downtown area as depicted in the attached diagram(s) could feasibly accomplish most 
of the basic objectives of the project as required for analysis by the EIR/EIS.   

 
First, the downtown “trench” alternative provides the same intercity travel capacity to 

supplement critically over-used interstate highways and commercial airports, and is consistent 
with the “at grade” profile alternative proposed by the draft EIR/EIS except that it would be 
below grade. 

 
Second, the downtown “trench” alternative merely adjusts the grade to mitigate 

environmental impacts caused by the option analyzed by the draft EIR/EIS, and will be able to 
fulfill the objective of meeting future intercity travel demand that will be unmet by current 
transportation systems, and increase capacity for intercity mobility, in substantially the same 
manner as the at-grade option. 

 
Third, station location alternatives, including the preferred Mariposa Station, will not be 

affected.  As a result, the downtown “trench” alternative will continue to maximize intermodal 
transportation opportunities by locating stations to connect with local transit, airports, and 
highways in the same manner as the at-grade alternative. 

 
Fourth, the downtown “trench” alternative will provide for the overall same improvement 

to the intercity travel experience for Californians by providing comfortable, safe, frequent, and 
reliable high-speed travel.  The grade separation will not affect safety, other than to improve 
emergency response times and public safety services on roadways passing over the below-
grade trench as compared to the at-grade alternative requiring under-passes, steep over-
passes or other impediments to vehicular and pedestrian traffic. 

 
Fifth, the downtown “trench” alternative will meet the objective of providing a sustainable 

reduction in travel time between major urban centers for the same reasons as the at-grade 
alternative analyzed in the EIR/EIS.  It will also increase the efficiency of the intercity 
transportation system in the same manner. 

 
Sixth, the downtown “trench” alternative will meet the objective of maximizing the use of 

existing transportation corridors and rights-of-way, to the extent feasible.  In this regard, the 
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“trench” option will be located at the identical alignment as the at-grade option, and parallels 
existing Union Pacific Rail Road (UPRR) corridor to the extent feasible. 

 
Attached are several cross-sections that have been developed by the City’s engineering 

consultant team.  To date the Authority has not provided a cost analysis to indicate why this 
option would not be feasible, given this alternative’s potential to be the environmentally superior 
alternative in terms of traffic circulation, aesthetics, socioeconomic and environmental justice 
considerations, and minimizing the disruption of an establish community. 

 
SECTION 3.2: TRANSPORTATION 
 
 Section 3.2.5 of the Draft EIR/EIS states that “during project design and construction, the 
Authority and FRA would implement measures to reduce impacts on circulation.” 
 
 Project construction has the potential, if not mitigated, to create significant impacts to 
emergency response and public safety, result in significant traffic congestion, delays and short-
term air quality impacts byeither the full closure of roadways or lane closures, that would in turn 
result in detours or significant delays to the traveling public and emergency responders. Arterial 
and collector streets, within both the City and Caltrans right-of-way (i.e. freeway overpasses) 
are relied upon by emergency responders such as the Fresno Police Department and Fresno 
Fire Department.  Detours, closures and lane restrictions therefore have the potential to impact 
emergency response times, thus creating a potentially significant impact to public safety that 
needs to be addressed.  Ordinarily a stage construction and traffic handling plan would be 
prepared during the final design of a project, after CEQA/NEPA clearance.  However, due to the 
proposed design-build delivery method of the project, the City is concerned that this approach 
will be inadequate, in that traffic control requirements that do not make it into the bid set, or 
bridging documents, would have a strong likelihood of becoming change orders, claims or 
generally cost increases to the project.  
 
 The Policing District impacted by the HSR is the Southwest Policing District (HSR tracks 
south of McKinley Blvd).  Information such as proposed construction schedules, defined 
construction zones, security needs for building sites or building materials (to coordinate with 
private security if used), would assist in developing adequate travel alternatives for law 
enforcement emergency calls.  It is not adequate to defer the development of a traffic 
management plan to the final design stage given the potential impacts which may or may not be 
mitigated by the future plan that would be developed. A comprehensive plan should be 
developed in conjunction with the Fresno Police Department, Fresno Fire Department and 
California Highway Patrol for this area.  Major construction/grade separations on east-west 
roadways do not appear to have contemplated the impact upon emergency responders and 
public safety for the project area.  More specificity is needed in order to ensure that these 
impacts are mitigated. 
 
 The Draft EIR/EIS is inadequate in that these construction impacts have not been 
analyzed nor has a plan been put in place to mitigate the impacts.  Traditionally some of these 
requirements for stage construction and lane closure or road closure restrictions would be put in 
place during the final design of the project. However, due to the proposed design-build delivery 
method of the project, this approach will be inadequate, in that traffic control requirements that 
do not make it into the bid set, or bridging documents, would have a strong likelihood of 
becoming change orders, claims or generally cost increases to the project.  The traffic control 
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requirements need to put in place as mitigation measures to reduce these construction impacts 
to less than significant.  The City believes the following restrictions will mitigate the construction 
impacts: 

 Maintain detection at signalized intersections where alignment changes or widening is 
necessary, in order that the traffic signal does not need to be placed on recall (fixed 
timing). 

 Changeable message signs (CMS) shall be employed to advise motorists of lane 
closures or detours ahead.  The CMS shall be deployed seven (7) days prior to the start 
of construction at that location. 

 Where project construction causes delays on major roadways during the construction 
period, the project shall provide for a network of CMS locations to provide adequate 
driver notification.  For example, construction-related delays at the railroad grade 
separations that lead to State Route 99 freeway interchanges will require CMS 
placement to the east to allow drivers to make alternate route decisions. In the case of 
work on Fresno Street, recommended placement would be a CMS at Broadway just east 
of the UPRR underpass, at Van Ness and a CMS at the intersection of Fresno and 
Divisadero.  Similar CMS usage shall be required along Ventura Avenue, Church 
Avenue and Central Avenue. 

 Alignment of roadways to be grade-separated and freeway overpasses to be 
reconstructed shall be offset from the existing alignment to greater facilitate stage 
construction. 

 In regards to the existing railroad crossings at Fresno Street, Tulare Street and Ventura 
Avenue, two of the three crossings shall remain open at any given time. 

 The existing Church Avenue at-grade railroad crossings at UPRR and BNSF shall 
remain open with one travel lane in each direction, until the Church Avenue overpass 
has been constructed and is open to traffic. 

 In regards to the existing railroad crossings at Central Avenue and American Avenue, 
these shall not be closed at the same time. 

 Mitigation measures associated with the closure of railroad crossings in the South Van 
Ness Industrial area (i.e. Van Ness, Florence, Belgravia) shall be constructed prior to 
closure of the railroad crossings. 

 The HSR Authority in conjunction with the City of Fresno, Public Works Department shall 
develop a traffic management plan for large event generating traffic on surface traffic 
congestion/delays at Chukchansi Park at Tulare and H Street, as well as Convention 
Center/Selland Arena/Saroyan Theater events in downtown Fresno. 

 
 Pages 3.2-84 through 3.2-89 discuss the mitigation measures necessary for the area 
surrounding the Downtown Fresno Station. The proposed mitigation measures fail to provide 
adequate traffic mitigation, either due to not going far enough to address the needs, or the 
measures fail to be consistent with the City’s adopted General Plan and associated policies.  
The proposed measures need to be modified as follows in order to provide adequate mitigation 
measures: 

 Intersection #6 (SR 99 NB Ramps/Ventura Ave): The intersection will meet signal 
warrants at the time of HST project completion. Road closures will increase traffic to this 
location and therefore the HST project should install the traffic signal with the initial 
project construction. 

 In regards to Table 3.2-53, “Future (2035) Plus Project Mitigation Measures – Fresno 
Station”, the City is concerned that the DEIR/EIS does not prescribe a method for 
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implementing these mitigation measures.  This project is being funded with one-time 
money for this segment and assuming other project segments are funded in a similar 
manner, those Federal dollars may not be eligible to implement future year mitigations 
for a previously constructed project segment, thus creating a CEQA/NEPA issue for 
these traffic impacts.  Furthermore the HST project’s reconfigurations, realignments and 
road closures represent alterations to traffic patterns that will be permanent upon project 
completion, thus creating the impact at the time of project construction.  Therefore the 
project must either construct these mitigation measures now with initial project 
construction, or create a legally binding and enforceable agreement between the State 
of California and City of Fresno for the construction of these improvements upon 180 
days notice by the City when traffic conditions warrant the particular improvements. 
Such an agreement should be consistent with existing case law (Anderson First) and 
entered into prior to certification of the EIR/EIS.  

 The widening of a number of intersections and roadways would conflict with the City’s  
2025 Fresno General Plan. Existing Plan policies giving the highest priority to street 
improvements that will not jeopardize or negatively impact neighborhoods (GP E-1-c). 
General Plan E-1-j Policy is directing pedestrian and other non-motorized travel 
enhances complimenting safety and efficiency of the street system. The Central Area 
Community Plan, Transportation, Circulation and Parking chapter articulates one major 
objective by promoting pedestrian circulation and activity taking full advantage of the 
aesthetic and convenience potentials. The Community Plan goes on to express the 
importance of a user friendly circulation system and the linkage between local street 
patterns, traffic and pedestrian flow to a major activity center. None of these policies will 
be satisfied if overpasses are constructed with 30 foot berm which eliminates direct 
street access and re-routes local traffic through adjacent properties. Overpasses which 
are not ADA accessibly, walkability or conducive to non-motorized travel clearly conflicts 
with existing general and community plan policies. There are no technical studies, 
substantial evidence or discussion (e.g. cueing studies, traffic counts, evaluation of 
properties adjacent to the proposed take-off or landing points of the overpass, calls for 
graffiti removal, urban decay, potential aesthetic impacts, division of an existing 
neighborhood) to substantiate the conclusion that an overpass would reduce impacts, 
compared to an underpass option. Therefore, the City  would not be supportive of 
widening  following intersections and roadways,  specifically: 

o Intersection #21, H Street and Kern Street 
o Intersection #25, H Street and Tulare Street 
o Intersection #26, Van Ness and Tulare 
o Intersection #42, Van Ness and Fresno 
o Intersection #66, Van Ness and Divisadero 
o Intersection #74, Blackstone and Belmont 
o Roadways: We do not support the widening of Tulare Street to six lanes between 

Broadway and Van Ness, nor do we support the widening of Divisadero to six 
lanes between Fresno Street and SR-41. 

 Intersection #24 would have to be a grade-separated intersection as only the underpass 
(Tulare going under HST and UPRR) is viable for Tulare Street. The EIR/EIS fails to 
address the impacts that would be created by an overpass at this location, such as 
historic impacts to the Fulton Mall, impacts upon stadium and parking garage operations, 
loss of circulation to businesses and visual impacts associated with an elevated 
structure in close proximity to the main stadium entry. There are no technical studies, 
substantial evidence or discussion (e.g. shadow analysis, calls for graffiti removal, urban 
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decay, potential aesthetic impacts, division of an existing neighborhood) to substantiate 
the conclusion that an overpass would reduce impacts, compared to an underpass 
option.  

 Why does the consultant believe that split phasing would be appropriate as a mitigation 
measure for intersection 46 (Fresno and Divisadero)?  This would seem to create a long 
cycle length and poor and unacceptable LOS operations.  Other options should be 
considered as in reality this would tend to worsen, rather than improve LOS at this 
location.  The City requests further evaluation and revising of this mitigation measure to 
an option that does not involve split phasing of this intersection due to operational 
concerns. 

 Intersection #63 (H and Divisadero) is being proposed for extensive widening (i.e. triple 
rights, dual lefts, etc.)  This mitigation measure may fit the CEQA definition of feasible, 
however does not consider potential significant impacts (dividing an existing community, 
or create inconsistency with the City’s Bicycle, Pedestrian and Trail’s Master Plan). 
Therefore, The City recommends the Authority evaluate a roundabout at this location to 
provide adequate LOS without the significant amount of R/W acquisition which would be 
necessary to implement the consultant’s recommended “improvements”.   

 
SECTION 3.6: PUBLIC UTILITIES AND ENERGY 
 
 The City notes that Section 3.6 attempts to describe the potential impacts and mitigation 
measures for public utilities and energy.  The City has several comments on the Draft EIR/EIS 
pertaining to the City sewer and water systems: 

 The locations and sizes of major sewer lines should be identified that cross the study 
area. Areas of specific concern are at Kern St. Alignment, Church Ave. crossing, Jensen 
Ave. crossing, and North Ave. crossing, plus two private sewer mains at the Church 
Avenue crossing. 

 In order to avoid sanitary sewer overflows and protect public health, thereby seeking to 
mitigate potential impacts of the HST project, it is essential for the City to be able to 
adequately clean and maintain the sewer collection system.  To facilitate those 
maintenance efforts there must be ready access to the system as follows: 

o Any change in direction of the sewer collection system must occur at a manhole 
to allow access to each reach for inspection and cleaning. 

o Any new sewer collection system manhole or structure installed with the project 
must be located to allow ready access by City of Fresno Collection System 
Maintenance crews, equipment, and vehicles.  Access must allow for the proper, 
safe, and efficient orientation of equipment and vehicles.  This includes acquiring 
any necessary right-of-ways or easements. 

o The construction of any new structures associated with the project must not 
impact ready access to existing sewer collection system manholes or other 
sewer collection system structures by City of Fresno Collection System 
Maintenance crews, equipment, and vehicles.  Access must allow for the proper, 
safe, and efficient orientation of equipment and vehicles.  This includes acquiring 
any necessary right-of-ways or easements.  Any proposed bypass during 
construction of new mains would be subject to the requirements of the City of 
Fresno. 

 The HST project has the potential to both impact the integrity of the existing mains and 
thus impact public health and safety, as well as to restrict the City’s future growth 
through construction of the HST corridor which could preclude the installation of new 
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mains across the HST right-of-way.  Therefore we believe the following mitigation would 
be appropriate for public utilities: 

o All existing and Master Planned sewer, water, and recycled water facilities 
crossing the existing tracks and future HST tracks shall be required to have steel 
casings.  Any relocation or abandonment of existing water and/or sewer lines 
shall be required to maintain service to all parcels.  Replacement lines must be 
constructed to City of Fresno Standards.  Also, all existing valves, manholes, and 
any other above ground appurtenances shall be relocated outside of the 
proposed HSR ROW.  HSR shall provide steel casings crossing the alignment of 
the HSR for future recycled water lines. 

 
SECTION 3.8: HYDROLOGY AND WATER RESOURCES 
 
 The City of Fresno Water Division has reviewed the California High Speed Train 
Environmental Impact Report/Environmental Impact Statement - Fresno to Bakersfield segment.  
Based upon the City’s review of the DEIR/EIS, the proposed project has the potential to greatly 
impact the operation of the City of Fresno water system. However, with appropriate mitigation 
measure those impacts could be reduced to less than significant.  The City’s comments and 
recommendations are as follows: 
 
1.  The HST will cross or displace through the relocation of roadways numerous existing water 
mains.  These mains are critical to the overall performance of the water system as they are 
generally near the UPRR and Freeway 99 alignments.  Water main crossings of these existing 
alignments are currently limited and therefore need to be maintained to ensure adequate water 
system distribution east and west of these alignments.   
 
a)  Existing water mains crossing the proposed HST alignment shall be maintained by 
reconstructing them in steel casings to allow the City of Fresno to maintain these facilities from 
outside the HST right-of-way.   
 
b)  Related water system appurtenances such and valves, blow-offs, air release assembles, 
etc., shall be relocated outside the HST right-of-way.   
 
c)  Where water main crossings will exist outside the public right-of-way, the project shall 
provide dedicated water main easements to the City for the ongoing operation and maintenance 
of the facilities.   
 
d)  The must City reserves its right to increase the size of existing crossings or propose 
additional crossings as necessary to ensure existing levels of water service are maintained.   
 
e) The City has previously provided to the Authority with a list of existing water mains that will be 
impacted by the proposed HST alignment. It should be noted that this list is based upon a 
cursory level review and that other water main crossings may be identified as the project 
progresses. 
 
2.  Due to ongoing planned water system capital improvement projects and anticipated future 
growth within the City of Fresno 2025 Fresno General Plan boundary, the Water Division will 
require the installation of steel casings to accommodate future water mains to be constructed 
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after completion of the HST.  As the project progresses, it is possible that additional locations 
may be identified and shall be included in the HST project. 
 
3. The City of Fresno, Department of Public Utilities, Water Division presently operates Well Site 
No. 162 located at 2091 E. Muscat Ave.  Based upon the proposed HST alignment, this well site 
will be displaced and will no longer be able to operate.  This will result in a significant reduction 
in water to the system in the area, including available water currently being used for homes and 
businesses, as well as maintaining adequate fire-fighting pressures.  Current production data 
indicate that this well was constructed in March, 1995 and is capable of producing 1,500 GPM.  
Due to the proposed removal of this well site, the Water Division requires that the well site be 
replaced with a new well site(s) capable of producing a minimum of 1,500 GPM.  Well sites shall 
be of a size and at a location acceptable to the Director of Public Utilities or his designee.  The 
HST Authority shall be responsible for fully mitigating this impact, including acquisition of 
replacement well site(s), construction of the well(s) (including test holes, monitoring wells, 
wellhead treatment, site improvements, equipment structures, discharge plumbing, utilities and 
ancillary equipment) and payment of any costs and fees required for connection and restoration 
of lost water service..  Installation of the replacement well site(s) as outlined should restore 
water services to existing levels and result in mitigation of the impact caused by HSR. 
 
4. The Water Division is presently designing a 24-inch water main that will originate in West 
Fresno at the intersection of N. Hughes Ave/W. Olive Ave and terminate in downtown Fresno at 
the Water Division’s proposed 3MG Water Storage Facility located at 401 H St (See the 
attached exhibit).  The project design is currently at the 60% stage.  Existing design documents 
for the 24-inch water main show the main crossing the proposed HST alignment at Mono St 
between G St and H St.  This crossing will require a minimum 36-inch steel casing within the 
proposed HST right-of-way.  Additionally, the 24-inch main is currently proposed in the G St 
alignment paralleling the proposed Fresno Train Station alternative at G St/Tulare St.  Due to 
the limited information provided regarding the Train Station footprint and potential impacts to the 
G St. right-of-way, further information is requested by the Water Division to ensure the least 
possible impacts to the design, construction, and operation of the proposed 24-inch water main.  
At this point in time, the Water Division estimates that construction of the 24-inch water main will 
precede construction of the HST.    
 
5.  Due to the significant number of potential water system impacts related to the proposed HST 
project, the Water Division requests the opportunity to complete the design of water facility 
improvements by utility or reimbursement agreement.  Should the design of water facility 
improvements be completed under the HST project, all design documents shall be subject to 
approval by the City of Fresno Director of Public Utilities or his designee. 
 
6.  Appendix 3.6-B Technical Memorandum: Water Usage Analysis for CHST Fresno to 
Bakersfield Section, Pg. 3.6-B-6 identifies an adjusted water usage factor for the HMF as 30 
gallons per employee per day.  This method of developing a water usage factor for the HMF 
seems inappropriate when the largest percentage of water that will be consumed at that facility 
is based upon the number of train cars maintained by the facility.  The City recommends that the 
water demand analysis consist of factors based upon the industrial use of water rather than a 
per capita approach.  
 

L010-10

L010-11

L010-12

L010-13

L010-14

City of Fresno Draft EIR/EIS Comments 
HST Fresno to Bakersfield 
Page 10 
 
 
7.  The DEIR Section 3.8-10 states that the HMF site will connect to the municipal water supply 
where possible and practicable.  If the HMF Fresno Works alternative is selected and will obtain 
water service from the City, the following provisions must be satisfied: 
 

 The HST project shall submit an application to the Fresno County Local Agency Formation 
Commission seeking authorization to expand Fresno’s water service boundaries and provide 
water service to the Fresno Works site. 

 
 The HMF Fresno Works Alternative property is not fully located within the City of Fresno’s 2025 

General Plan boundary and was not included in the 2008 Fresno Urban Water Management Plan.  
Therefore, no water allocation was identified for this portion of the site.  The HST project shall 
provide an annual water usage analysis and provide the City of Fresno with a supply of water 
equivalent to the demand.   

 
 The HST project shall submit water system improvement plans showing the location of all main 

extensions and all irrigation, fire, and domestic water services to be provided by the City of 
Fresno.  Include on the plans the location of all reduced pressure backflow prevention devices for 
all services (see City Standards for acceptable locations).  Any proposed City water mains shall 
be looped; dead end water mains will not be allowed.   

 
 Payment of the standard impact and connection fees for the facility. 

 
 Seal and abandon existing on-site well(s) in compliance with the State of California Well 

Standards, Bulletin 74-90 or current revisions issued by California Department of Water 
Resources and City of Fresno standards. 

 
 If the HMF Fresno Works alternative is selected and will obtain its water supply through the 

development of groundwater wells, the City of Fresno, Department of Public Utilities, Water 
Division recommends that the HST project identify groundwater mitigation measures to offset its 
groundwater demand through the implementation of water recycling, reuse, and aquifer recharge.  
The mitigation shall have a net zero impact on groundwater resources. 

 
SECTION 3.11 SAFETY AND SECURITY 
 
 The Draft EIR/EIS includes Table 3.11-3 concerning Fire Departments and Equipment. 
The City has noted items in this table that need to be corrected: 

 
Service Area:   
City of Fresno and adjacent Fresno County areas under contract with the North Central 
Fire Protection District and Figarden Fire Protection District. 
 
Equipment:   
19 engines 
5 ladder trucks with at least 85 feet reach 
1 USAR (urban search and rescue) apparatus 
2 water tenders 
2 hazmat apparatus 
2 brush rigs for vegetation fires 
Hazmat decontamination trailer 
Light and air unit  
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 For Table 3-11.4, this analysis is not accurate, but can be rectified by the addition of the 
following information: 

 The Closest Fire Station column needs the following changes for  the “Fresno 
Works-Fresno” line: 
1.25 miles Fresno County Fire Protection District, Battalion 17, Station 89, Easton 
 The Closest Hospital column needs following changes for the “Fresno Works-

Fresno” line: 
7.2 miles, Community Regional Medical Center, Fresno 

 
 In Section 3.11.4, this analysis is not accurate, but can be rectified by the addition of the 
following information: 

 Delete last sentence:  “None of the fire departments have specialized rescue equipment” 
and replace with the following: “The Fresno and Bakersfield Fire Departments are 
certified as a Type 1 Heavy Rescue and Regional Response Forces with specialized 
rescue equipment and contracted access to additional equipment, such as industrial 
crane, as needed.”     

 Add the following language: The City of Fresno does not have an automatic aid 
agreement with the Fresno County Fire Protection District.  Delivery of an Effective 
Response Force (EFR) within the time frames prescribed in NFPA 1710 (22-25 fire 
fighters within 8 minutes) to a proposed Fresno Heavy Maintenance Facility south of 
Fresno will not be possible until such an instant aid agreement can be implemented. 

 Additionally, Fresno County Fire only has one truck company and NFPA 1710 specifies 
a minimum of two truck companies to comprise an ERF. 

 
 
SECTION 3.12: SOCIOECONOMICS, COMMUNITIES AND ENVIRONMENTAL JUSTICE 
 
 In Section 3.12.4.1, Regional Population Characteristics, this section references the 
2000 US Census. The 2010 US Census is now available and should be used to update this 
entire section. Projected population growth may be lower than estimated, which would further 
substantiate project impacts. 
 
 In Section 3.12.4, Figure 3.12-2 Minority Group Representation, this figure needs to be 
updated to include US Census 2010 data.  Failure to use the proper data could result in a failure 
to identify a potentially significant impact.   
 
 In the HST Study Area Housing Setting, City of Fresno, this discussion of housing 
characteristics in the Central, Edison and Roosevelt Districts should be revised to include US 
Census 2010 data.  Failure to use the proper data could result in a failure to identify a potentially 
significant impact. 
 
 Under Economic Setting and Environmental Justice, these sections should be revised to 
include 2010 unemployment data, and US Census 2010 data.  Failure to use the proper data 
could result in a failure to identify a potentially significant impact. 
 
 Concerning Poverello House as a women’s shelter, the City wishes to note that 
Poverello House serves three meals a day, 365 days a year, to anyone in need; offers 
free medical and dental care through the Holy Cross Clinic; provides showers and laundry 
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services to the homeless; serves as a day shelter and safe haven for people on the 
streets, houses a 28-bed residential alcohol and drug rehabilitation program, and a five-
bed transitional home; distributes free clothing; provides recreation, mail service, 
transportation, and, in 2004, opened the Village of Hope, a temporary overnight shelter 
for homeless people who want an alternative to the streets. 
               
 The City also has concerns regarding the sufficiency of analysis associated with the 
significant impact of the project on the human and physical environment, including the need for 
a comprehensive economic analysis of the project’s impacts as well as the significant impacts 
on displaced, relocated or closed businesses. At a Special Meeting conducted on October 13, 
2011, the Fresno City Council adopted a motion finding that the DEIR/EISs are legally 
inadequate as currently drafted. 
 

As a preliminary matter, the DEIR notes the “economic and social changes resulting 
from a project shall not be treated as significant effects on the environment.”  However, an EIR 
may trace a chain of cause and effect from a proposed decision on a project through anticipated 
economic or social changes resulting from the project to physical changes caused in turn by the 
economic or social changes.  The intermediate economic or social changes need not be 
analyzed in any detail greater than necessary to trace the chain of cause and effect.  The focus 
of the analysis must be on the physical changes, and there must be substantial evidence of 
those physical changes.  In this regard, economic or social effects of a project may be used to 
determine the significance of physical changes caused by the project.   

 
Here, the construction of HSR divides the existing City community, creating a physical 

change, but the social and economic effect on the community would be a basis for determining 
that the effect would be significant.   Where an EIR uses economic or social effects to determine 
that a physical change is significant, the EIR is required to explain the reason for determining 
that the effect is significant.  Further, economic, social, and particularly housing factors shall be 
considered together with technological and environmental factors in deciding whether changes 
in a project are feasible to reduce or avoid the significant effects on the environment identified in 
the EIR.  The EIR should contain information on these factors, and should be supported by 
substantial evidence to support the analysis.  (See CEQA Guidelines §15131.) 

 
While CEQA does not require technical perfection in an EIR, it does require adequacy, 

completeness, and a good-faith effort at full disclosure.  (CEQA Guidelines §150039(i).) 
 Here, the City has concerns regarding the sufficiency of analysis and the adequacy of 
mitigation measures including the following issues: 

 
1. Complete “Corridor” Analysis For the City of Fresno:  The City of Fresno serves 

as a juncture for the Fresno to Bakersfield HST Section and the Merced to Fresno HST Section. 
  A draft EIS/EIR has been prepared for each of the Sections, both of which analyze slightly 
overlapping portions of the HST corridor through the City, but not all of it.  However, the City is 
not physically divided into two sections, nor is the commercial and industrial business 
community along the HST corridor, and the City is a single jurisdiction wherein property and 
sales taxes are applied throughout the community.  As a practical matter, the split analysis used 
by the draft EIS/EIRs has the effect of assessing only a divided portion of the community, 
including the significant number commercial and industrial business community located along 
the HST corridor, which artificially reduces the significance of impacts and results in less-
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effective mitigation measures.  For example, the total number of displaced commercial and 
industrial businesses within the City is not assessed by either EIS/EIR.  Further, it is difficult to 
determine the combined total impact as the EIS/EIRS for Merced to Fresno HST Section breaks 
down the number of displaced/relocated businesses for other jurisdictions – but does not appear 
to provide the same information for the City of Fresno.  This information might be capable of 
being derived by reviewing the details of supporting technical studies, but is not readily 
available.  To ensure the EIS/EIRs adequate assess the full impacts of the project, the City 
recommends Section 3.12 of the EIS/EIR be updated to include a unified and complete analysis 
of the of the entire portion of the HST corridor within the jurisdiction and sphere of influence of 
the City of Fresno, and to present the summary of those findings and analysis in a clear and 
readily assessable manner. 

 
2. Economic Analysis:  The economic analysis, including property and sales tax, is 

not comprehensive and appears incomplete.  This seems to be a systemic issue with Section 
3.12.  For example, the draft EIS/EIR does not quantify loss of value of property adjacent to the 
project.   Even without this data the draft EIS/EIR still purports to estimate a total loss of tax 
revenue – based on 2009 tax data averaged across multiple counties - which offsets the loss of 
higher value property with lower value property in other regions.  In addition, HSR properties 
would also be permanently removed from the tax rolls  However, the draft EIS/EIR does not 
appear to state the amount of impact, but does assert the impacts would eventually be offset by 
a multi-county average 3% increase in population almost a quarter century from now.  No 
mitigation is provided for the intervening period, nor are the funds adjusted to reflect the time-
value of money.  An increase in property values may be associated in the area around the 
station, but both EIS/EIRs appear to use this to offset loss of property values for their section, 
effectively counting the increase in value twice.  This would be resolved by a single analysis for 
the entire HST corridor in the City.  The EIS/EIR also acknowledges that some businesses will 
close as a result of the project and/or contemplates relocation of projects out of the City’s 
jurisdiction by up to 50 miles, but neither calculations as to the number of these businesses 
closures are provided (including the effect of requiring a relocated business or home-owner to 
immediately pay off a security interest or mortgage on a property that is “upside down” resulting 
in a number of operations being driven out of business or being able to obtain credit to secure 
equivalent commercial space or housing), nor are estimates as to the impact it would have on 
the City’s property and sales tax revenue.  Lost wages and revenues due to closure, 
displacement or relocation, including impacts on the environment, should also be assessed.   

 
These sorts of general estimates do not adequately assess project-level impacts, and as 

a result, the City is unable to determine whether there will be funding available for public 
facilities, infrastructure, services and other needs to address the impacts caused by the project 
or if the draft EIS/EIR analysis is adequately addresses these issues.  The City recommends a 
comprehensive, project-level, economic analysis that assesses all the economic impacts from 
the project within the jurisdiction of the City and its sphere of influence, including both 
immediate, intermediate and long term impacts, including impacts on sales tax and property tax 
revenues to the City, and uses the most current and updated data available.  Mitigation 
measures to reduce these impacts to less than significant, and ensure the City remains whole to 
provide adequate funding for operation and maintenance of public facilities and services, must 
also be included. 

 
3. Urban Decay Analysis:  In conjunction with the economic analysis issues, the 

draft EIS/EIR does not appear to assess the physical deterioration impacts caused by 
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displacement, relocation or closure of businesses.  Likewise, the analysis also does not assess 
the impact of the project along the entire HST corridor within the City of Fresno, thereby 
reducing significance of impacts.  To ensure sufficiency of the EIS/EIR, the City recommends 
analysis to include physical changes to the environment caused by the closure, displacement or 
relocation of businesses for the entire HST corridor within the jurisdiction and sphere of 
influence of the City of Fresno. 

 
4. Methodology for Estimating Impacts:  The number of displaced businesses and 

employees appear to be based on estimates derived from aerial photographs, conceptual 
engineering plans, profiles and right-of-way data showing potential parcel alternatives.  If this is 
the extent of the information, and the analysis is based on such estimates, then the EIS/EIR 
does not adequately assess current baseline conditions and project impacts required for a 
project-level analysis.  Actual, specific and reasonably available data is the superior alternative 
as compared to estimates derived from photographs and planned uses.  To ensure sufficiency 
of this project-level EIS/EIR, the City recommends either field visits or direct communication with 
all businesses anticipated to be displaced or relocated by the project to determine specific data 
including i) the actual type of business being operated; ii) the number of employees actually 
employed;  iii) the nature and type of entitlement (conditional use permit, etc.), if any, allowing 
for operation of the business in the zoned district; and iv) any attributes of the business which 
may limit or restrict its options with regard to relocation (e.g., a need for direct access to a 
freight rail spur, special equipment requiring a building of unusual height or length, materials 
requiring special infrastructure or treatment, silos or specialized storage facilities, larger yards to 
accommodate heavy equipment parking and maneuvering, etc.). 

 
5. Infrastructure Analysis:  In assessing relocation, the draft EIS/EIR reviewed the 

availability of commercial, retail and office space buildings, as well as commercial and industrial 
businesses.  These numbers appear to be based on vacancy rates in the same zip code with 
the NAICS codes of the businesses being relocated shortened to only two digits and then 
grouped into similar functional requirements.  However, the NAICS numbering system employs 
six-digit code at the most detailed industry level, with the first two digits designating the largest 
business sector, the third digit designating the subsector, the fourth digit designating the 
industry group, and the fifth digit designating particular industries.  By reducing the NAICS 
codes to only two digits, only very general categories of businesses are analyzed, such as 
“retail trade”, rather than the full five digit designation within the retail trade category which 
contains a wide variety of uses from a supermarket (445110), computer store (443120) and 
automotive parts (441310).  As a result, reducing the NAICS codes to only two digits to analyze 
vacancy rate availability does not address whether there are actually vacancies for the particular 
type of business use being displaced. 

 
The City recommends additional analysis – using the complete six-digit NAICS number 

code - to determine if relocation is actually feasible including i) whether the relocation buildings 
have compatible infrastructure to allow for the relocated business to physically continue to 
operate (see examples discussed in the item above); ii) whether the relocation buildings allow 
for the same land use consistent with the City’s zoning ordinance, 2025 General Plan, and 
applicable community and specific plans; iii) the economic viability of operating in the relocation 
area; and iv) whether the number of relocation buildings comply with current safety and 
entitlement requirements necessary to commence relocation in that structure (i.e., sidewalks, 
fire sprinklers per current requirements, special water supply or sewerage requirements for 
certain uses, etc.). 
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6. Economic Setting/Employment Data:  Employment data for the City of Fresno 

references 2000 and 2002 data.  The draft EIS/EIR also notes a change in economic conditions 
since that time resulting in the current economic downturn.   Updated data, if available, should 
be used to ensure an accurate baseline for analysis of project impacts. 

 
The Proposed Mitigation is Inadequate 
  

In addition the City’s concerns regarding the adequacy of the economic analysis 
contained in the EIR/EIS’s associated with the displacement of businesses and economic 
impacts, the City has concerns that the measures proposed to mitigation these impacts are 
inadequate.  In addition to stating that the Lead Agency will fully comply with the requirements 
set forth in the Uniform Relation Assistance and Real Property Acquisition Policies Act (42 
U.S.C. Chapter 61) (“URARPAA”) and the California Relocation Assistance Act (Government 
Code, section 7260 et seq.) (“CRAA”) see MFEIR, pp. 3.12-59-3.12-60, the EIRs contain the 
following mitigation measure: 

 
SO-MM#2:  Develop a relocation mitigation plan.  Before any acquisitions occur, 
coordinate with affected communities and counties to develop a relocation 
mitigation and enhancement plan that will (1) arrange for meetings with affected 
property and businesses owners and tenants to provide counseling and 
assistance in applying for funding, including research to summarize loans, 
grants, and federal aid available, and research of demographically similar areas; 
and (2) collaborate with affected communities to develop enhancements and 
address indirect social and psychological impacts on communities.  Provide 
housing of last resort if required. 
 

This mitigation measure fails to meet the minimum requirements for such mitigation and 
constitutes deferral of mitigation.  This mitigation measure defers to the future the development 
of a program to provide information and advice to individuals and businesses that will be 
displaced by the HSR.   Furthermore, this mitigation measures does not contain any specific 
performance measures.   As such, it is inadequate.    
 

Compliance with the “URARPAA” and “CRAA” will also not serve to fully mitigate the 
impacts to individuals, businesses and communities in which those individuals and businesses 
are located.  This is for the following reasons: 
 
 1. The URARPAA and CRAA place unrealistic caps on the amount of money the 
Authority will pay to compensate displaced businesses that relocate.   One example of an 
unrealistic cap is the cap of $10,000.00 that the URARPAA and CRAA will compensate 
displaced businesses for “actual reasonable expenses necessary to reestablish a displaced 
farm, nonprofit organization, or small business at its new site.”  (See URARPAA, section 
4622(a)(4), CRAA, section 7262(a)(4), Appendix 3.12-A to EIR/EIS, section entitled 
“Reestablishment Expenses”).  $10,000.00 is unrealistically low because of the possibility that 
businesses and/or non-profit organizations may need to obtain special permits or other 
development entitlements from the City of Fresno (e.g. conditional use permit, site plan, 
variance, rezone, plan amendment) in order to lawfully operate on another parcel within the City 
of Fresno.   The costs associated with obtaining these special permits or other entitlements can 
easily far exceed the $10,000.00 cap, especially if significant environmental review pursuant to 
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CEQA is required.   Attached to these comments is a copy of the portion of the City’s Master 
Fee Schedule that sets forth the costs associated with processing various Special Permits and 
other entitlements for your review and consideration.   As such, the nature and extent of the 
compensation available to displaced individuals, businesses and non-profits needs to be 
reevaluated and increased as necessary to amounts that will fully compensate for all actual 
costs associated with the displacement or relocation.   
 
 2. Neither the URARPAA, CRAA or SO-MM #2 address the potential adverse 
impacts on the communities in which businesses and non-profits to be displaced operate if the 
business or non-profit chooses either to shut-down permanently or relocate to a location outside 
the jurisdiction where the business or non-profit was originally located once the Authority takes 
the property on which they operate.  According to the Relocation Assistance Program 
Brochures, Appendix 3.12-A, the Authority could actually facilitate businesses relocating away 
from the City of Fresno as it will compensate a displaced business or non-profits for the costs of 
moving within 50 miles of the business or non-profit’s current location.   The potential for lost 
sales tax and property tax revenues to the City of Fresno, as well as the corresponding job 
losses, resulting from businesses that shut-down completely or choose to relocate outside of the 
City of Fresno constitutes a potential adverse economic impact.  Specifically,  it could result 
adverse economic and physical impacts in the form of urban decay, as not only will the City be 
dealing with trying to maintain the areas outside the HSR right-of-way that now lay vacant 
because of the dislocated businesses and non-profits, but it also faces a significant reduction in 
tax revenue that would otherwise be available in its general fund to pay for the cost of 
maintaining these areas so as to avoid the incidences of urban decay, including graffiti, 
vandalism and illegal dumping. 
 
 Both the URARPAA and CRAA state that the intent of these Acts is to minimize the 
adverse impact of displacement which is essential to maintaining the economic and social well-
being of communities.  (See, URARPAA, section 4621(a)(4) and CRAA, section 7260.5(a)(4).)  
However, as discussed above, in the context of this project strict adherence to the minimum 
criteria established by URARPAA and CRAA will not adequately minimize the adverse impacts 
to the City of Fresno due to displacement. 
 
 To provide further assurances that the City of Fresno, as a community, will be held 
harmless by the dislocations resulting from this project, Mitigation Measure SO-MM#2 must be 
significantly modified to include as a performance measure, the establishment as a primary goal 
of the relocation program to minimize as much as conceivably possible the actual shutting down 
of businesses and/or non-profits, and ensuring that as close to 100% of the displaced 
businesses and non-profits in the City of Fresno that are displaced are relocated to suitable and 
economically viable locations within the City of Fresno.   To ensure the success of this goal, the 
Authority should strongly encourage the State Legislature to adopt various financial incentives 
for dislocated businesses to relocate within the same jurisdiction their businesses were 
originally located.   
 
 3. The relocation planning, assistance coordination, and advisory services required 
by the URARPAA and CRAA does not constitute adequate mitigation as these Acts merely state 
that the Displacing Agency, in this case the Authority, must develop a program in the future that 
ensures that certain information and services are provided to individuals, businesses and non-
profits to be displaced.  (See URARPAA, section 4625(c) and CRAA, section 7261(c).) 
However, the measure defers the establishment of this program to some unknown time in the 
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future, fails to set forth any specific performance measures, and fails to mandate the necessary 
funding and dedicated personnel for this relocation assistance program.    
 
 4. Nothing in the mitigation proposed addresses the potential for individuals and 
businesses experiencing a significant increase in the property tax basis as a result of having to 
acquire new property at a higher price for purposes of relocating or having to construct new 
buildings to replace buildings acquired by the CHSRA.  This could potentially result in significant 
increases in the property tax liability of individuals and businesses that relocate. 
 
 In summary, the Authority’s reliance upon its compliance with the URARPAA, the CRAA 
and proposed mitigation measure SO-MM-#2 are insufficient to adequately mitigation the 
significant adverse impacts associated with the project and displacement of individuals and 
businesses.    Accordingly, the City of Fresno respectfully requests that mitigation measures 
substantially in the form set forth below be added to the both EIR/EISs: 
 
 Proposed Additional Mitigation Measures: 
 
 Mitigation Measure No. 1:  Prior to the Authority’s certification of the EIR/EIS for the 
Bakersfield to Fresno Section and the Merced to Fresno Section, the Authority shall enter into 
an agreement with the City of Fresno and other relevant organizations, as authorized by 
URARPAA Section 4632 and CRAA Section 7261.5, including the Economic Development 
Corporation serving the County of Fresno, in which the Authority will agree to the following: 
 
 1. The CHSRA will use its best efforts and draft its policies related to relocation 
assistance to minimize as much as feasibly possible the actual closure of displaced businesses 
and non-profits within the City of Fresno and to maximize the number of displaced businesses 
and non-profits that relocate to locations within the City of Fresno. 
 
 2. The CHSRA will raise the reimbursement caps set forth in the URARPAA and 
CRAA related to compensating displaced businesses and non-profits to amounts that will 
realistically compensate the business or non-profit for the actual costs of relocation, including 
those costs associated with obtaining the necessary special permits, entitlements and building 
permits to legally operate at a new location within the City of Fresno or construct new buildings 
on the original site to replace buildings that were acquired by the CHSRA.  The special permit, 
entitlement and building permit costs would include any costs to construct or install additional 
improvements, such as curbs, gutters, sidewalks, required as a condition of approval of the 
special permit, entitlement or building permit.   
 
 3. The CHSRA shall establish a local relocation advisory assistance office(s) within 
the City of Fresno to assist with displacement issues and in obtaining replacement facilities for 
persons, businesses and non-profits which find that it is necessary to relocate because of the 
CHSRA’s acquisition of real property.  
  
 4. During the period when any property is being acquired for the project, and not 
less than a period of 5 years from the date of certification of the EIR/EIS’s, the Authority will 
provide all funding for the City of Fresno to hire qualified personnel, as reasonably determined 
by the City to be necessary, to expedite the processing and approval of any special permit or 
other entitlements necessary for a displaced or relocated business or non-profit to operate 
within the City of Fresno. 
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 5. During the period when any property is being acquired for the project, and not 
less than a period of 5 years from the date of certification of the EIR/EISs, the Authority will 
provide all funding for the City of Fresno to hire qualified personnel, as reasonably determined 
necessary by the City, to expedite the processing of any necessary building permits (including 
all necessary building inspections) for construction of new structures or the modification or 
expansion of existing structures on property for a displaced or relocated persons, businesses or 
non-profits to allow continued operation and occupancy prior to the displacement or relocation.  
 
 6. The CHSRA will fund City personnel, as reasonably determined to be necessary 
by the City, to be part of the staff implementing the Relocation Assistance Program for the 
purpose of explaining to displaced businesses the steps necessary for the businesses or non-
profit to relocate within the City of Fresno and the City resources available to assist and 
expedite the relocation process. 
 
 7. The CHSRA shall closely collaborate with the City in preparing a detailed 
Relocation Assistance Program that includes time frames for implementation and specific 
performance measures (e.g. business retention within the boundaries of the City of Fresno) that 
will be included in the Memorandum of Understanding approved by the Authority prior 
certification of the EIR/EISs.  This detailed program shall include funding and resources for the 
gathering of data for each displaced, relocated or impacted business or non-profits so the City 
can determine the special permits and entitlements required for the new location as well as a 
mechanism for establishing which businesses or non-profits should receive priority in 
processing of entitlement and/or special permit applications.  This program shall also specify the 
number and specialty of each member of the coordinate Authority, City, EDC team necessary to 
counsel displaced businesses and non-profits, and facilitate and process any applications for 
financing, special permits, entitlements, etc., for displaced or relocated businesses or non-
profits within the City of Fresno. 
 
 8. The CHSRA shall use its best efforts to encourage the California State 
Legislature and Governor to adopt economic and financial incentives for displaced businesses 
to relocate within the jurisdiction the business was in prior to displacement. 
 
 9. The CHSRA shall acquire and pre-entitle commercial and industrial property 
within the City of Fresno and make this property available to those businesses and non-profits 
within the City of Fresno that are required to relocate because the CHSRA has acquired their 
property requiring relocation of the business or non-profit.  
 

10. The CHSRA shall establish and fund an ombudsman, and supporting staff and 
facilities as may be reasonably necessary, with an office located within the City of Fresno and 
open to the public during expanded business hours and for a period commencing upon approval 
of the project until six months after rail service on the HST becomes publically available.  The 
role of ombudsman shall be to answer questions, address citizen concerns and interests, and 
inform the public regarding specific details associated with all phases of the project, including 
implementation, construction details (closures, detours, traffic impacts, etc.) and operational 
aspects of the HST project.  The ombudsman shall act as an intermediary or liaison between 
the CHSRA and the citizens and businesses of the City of Fresno.  The ombudsman shall also 
be able to investigate complaints from the public relating to the HST construction process and 
attempt to resolve them, including providing recommendations to the Authority, and be able to 
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identify organizational roadblocks running counter to the interests of the impacted community.  
The ombudsman shall also report directly to the project manager responsible for the 
construction of all aspects of the HSR sections that are located within the City of Fresno or its 
sphere of influence.  The CHSRA will provide reasonable notice to the public within the City of 
Fresno, through a local newspaper of general circulation, radio/television announcements, 
billboards or displays, of the existence and general role of the ombudsman and methods of 
contacting the ombudsman. 
 
 Mitigation Measure No. 2:  The CHSRA shall ensure that property owners, businesses, 
non-profits and residents are fully compensated for any increase in tax basis, arising from 
displacement or relocation and resulting in increased property tax liability, because they either 
have to relocate to new property that has a higher tax basis or because they have to construct 
new buildings or facilities on the original sites to replace buildings or facilities that were acquired 
by the CHSRA.   
 
 Mitigation Measure No. 3:  The CHSRA shall ensure that owners of property that the 
CHSRA intend to acquire in whole or in part that are encumbered with mortgages secured by 
deeds of trusts, notes or other instruments with remaining balances in excess of the fair market 
value of the property are not financially impacted by having to immediately pay off the remaining 
mortgage balance in excess of the property’s fair market value.   CHSRA will either agree to pay 
the remaining instrument balance, negotiate with the holder of the instrument to reduce the 
balance to the property’s fair market value, or work with the holder of the instrument to transfer 
the encumbrance to relocation property of equivalent value, such that the displacement or 
relocation will not result in an additional financial impact. 
 
 
SECTION 3.16 – VISUAL AND AESTHETIC 
 
 In Section 3.16.5.3 of the Draft EIR/EIS, the document states that “Characteristics of 
typical HST components as well as the potential to affect the aesthetic environment are listed in 
Table 3.16-2. (Street Modifications, Retaining Walls)”. The Draft EIR/EIS fails to address the 
visual impacts upon existing neighborhoods and business districts in close proximity to the 
proposed overpasses/grade separations. The Tulare Street option which places Tulare over the 
HST corridor is an unacceptable option to the City in that it places Tulare Street more than 
twenty (20) feet in the air at the H Street intersection, directly in front of Chukchansi Stadium.  
This option also brings an overpass structure touching down near the historic buildings of the 
Fulton Mall. Furthermore this option proposes to block off F Street in the heart of the Chinatown 
district.  For these reasons, an underpass with Tulare going under HSR is clearly  
environmentally superior and the only acceptable treatment for the project, which would reduce 
a potentially significant impact to less than significant. 
 
 An underpass should also be constructed at the Ventura Street/UPRR/HST crossing.  
The overpass is problematic in terms of local street connectivity, circulation, ADA compliance, 
aesthetics and socioeconomic/environmental justice issues of a significant barrier being placed 
between communities to the east and west of this crossing. 
 
SECTION 3.17 – CULTURAL RESOURCES 
 
The City has a number of comments on this section of the DEIR/EIS as follows: 
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 HPSR:  Of 176 historical architectural resources found ineligible by the consultants to the 

National or California registers, none “is listed or eligible for listing in local government 
registers or inventories, and as such, none is considered an historical resource for the 
purposes of CEQA.” Only the City’s Historic Preservation Commission (“HPC”) and the 
Fresno City Council can determine and designate a resource to the Local Register of 
Historic Resources.  There are in fact a few resources within the proposed corridor that MAY 
meet the threshold for the Local Register.  These would be considered, as appropriate, by 
the HPC and the City Council.  The City’s Demolition review protocol (2025 General Plan) 
could also trigger a review of a resource. 

 Table 6.6-1 identifies several properties as historical resources for the purposes of CEQA 
due to the fact that they have been included in prior surveys, many over five years of age, 
and have been evaluated as potential contributors to a Local Historic District or as 
individually eligible to the Local Register but NOT designated, as such by action of the HPC 
or the City Council.  After reviewing the Cultural Resources section of the DEIR and its 
related technical appendices, it appears that the Authority has identified a significant number 
of buildings and structures as “historic resources” that do not fall within the definitions for a 
mandatory or presumptive historic resource set forth in Public Resources Code, section 
21084.1 and CEQA Guidelines, section 15064.5(a).   Though this expansive view of “historic 
resources” is permissible it is not legally required.    The Authority’s determinations 
regarding which buildings or structures are “historic resources” with the City of Fresno is not 
binding on the City. 
 

 In regards to ARC-MM#4 (EIS/EIR), Mitigation MM#4 should be required for the Fresno 
Station area, as it is the environmentally superior alternative to avoid impacts, direct and 
indirect, to historic resources including the potential for sub-surface deposits in Chinatown and 
within the corridor of the Central Pacific Railroad (later Southern Pacific). There are no technical 
studies, substantial evidence or discussion (e.g. discussion of potential of subsurface deposit 
that may be in the area, historic underground tunnels/structures in Chinatown) to substantiate 
the conclusion. 
 
 The DEIS/EIR identifies the Azteca Theatre (836-840 F Street) as eligible for listing in 
the California Register. Due to the building’s association with Arturo Tirado and the importance 
of the building to the Mexicano community in Fresno (1950s and 1960s) staff and HPC believe 
the building is individually eligible to the National Register of Historic Places. 
 
 The City notes that the DEIR/EIS states that the Tulare Street Overcrossing would cause 
a direct adverse effect to the Southern Pacific Railroad Depot and to the Bank of Italy (Fulton 
Mall).  In addition the proposed overcrossing would cause indirect impacts to CEQA only 
historical resources.  The City wishes to add that a Tulare Street undercrossing is required in 
order to avoid impacts, direct and indirect, to historic properties.  
 
 In regards to the Downtown Fresno Station alternatives, the City wishes to comment that 
The Mariposa Street Station is the most prudent and feasible alternative for avoiding or reducing 
impacts to the environment.  The Kern Station alternative would demolish a designated historic 
building, the Hobbs Parsons Produce Company Building (1903, HP#169) which is not only one 
of the oldest extant commercial buildings in Fresno but was also recently restored for adaptive 
use by the City’s Fire Department. 
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 In regards to the proposed mitigations for Archaeology and Historic Architectural 
Resources, the City’s analysis suggests that the mitigation measures as proposed are loosely 
described and do not provide specificity to minimize significant adverse impacts, measurable, 
feasible, nor describe the responsible party for implementing the measure.  
 
 The Historic Preservation Commission at a special meeting on September 19, 2011 took 
public testimony and made the additional comments and recommendations.  Authority staff 
members were present at the meeting, but the comments provided by the HPC were as follows: 
 

1) The City has concern about potentially significant impacts to a historic resource 
at the Van Ness Gateway, which is not only on the City of Fresno, Local Register of 
Historic Resources but was also found eligible to the National Register of Historic Places 
by the consultants.  Although the historic Gateway to Fresno is not currently within the 
direct line for construction, it is anticipated that Railroad Avenue will become a cul-de-
sac and the context for the Gateway will be impacted; other than perhaps from the 
train(s) itself it will be difficult or impossible to view the resource. 
2) The City requests that its Historic Preservation Commission be treated as a 
consulting party for the Memorandum of Agreement (MOA), or other similar type of 
instrument that will develop the treatment plan for significant impacts to historic 
resources. 
3) The City expressed concern about the combined impacts from noise and 
vibrations to historic resources from two rail systems, side-by-side, the HST and freight 
trains. 
4) Public and commissioners asked staff to consider the U.S. Steel Building for its 
potential designation to the Local Register. 

 
SECTION 3.18 – REGIONAL GROWTH 
 
 Section 3.18.2 concerning the City of Fresno General Plan should be revised to ensure 
consistency with the planned land use and other applicable policies with the Fulton Corridor 
Specific Plan, Downtown Neighborhood Plan, Downtown Development Code and the  Fresno 
General Plan, and related Development Code. Information is currently available on the City of 
Fresno website at: www.//www.fresno.gov. 
 
 Section 3.18.5.3 includes construction-related employment effects. It is not clear how the 
$156,000 annual wage for construction workers was derived. It seems high to the City of 
Fresno. 
 
VOLUME III: ALIGNMENTS 
  
 The conceptual 15% plans shown in Volume III call for the existing overpasses at 
Tuolumne and Stanislaus Street in downtown Fresno to be reconstructed to span both UPRR 
and the HST alignment.  The reconstruction includes approximately 8% grades on the 
approaches and calls for a separate pedestrian overcrossing somewhere between Tuolumne 
and Stanislaus. Underpasses should also be constructed at the Stanislaus/UPRR/HST and 
Tuolumne/UPRR/HST crossings.  The proposed overpass creates potentially significant 
environmental impacts  in terms of lack of local street connectivity, circulation, ADA compliance, 
aesthetics and socioeconomic/environmental justice issues of a significant barrier being placed 
between communities to the east and west of this crossing.  The City has analyzed the vertical 
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curves for these streets as underpasses and has determined that the underpass will be shorter, 
extending only from F to H Streets (similar to the Fresno Street underpass), thus providing for 
greatly reduced structure costs and superior circulation.  It will also be possible with the street 
going under UPRR/HST to provide ADA-compliant sidewalks, thus eliminating the need for a 
separate pedestrian bridge and the problem of two ADA non-compliant bridges. 
 
 The grade separation plans show local streets being terminated at the vertical retaining 
walls for the City's major streets that would be reconstructed as overpasses extending over 
UPRR and HST (and in one case BNSF). The plans shown in the technical appendices fail to 
address public safety and impacts to neighborhoods associated with the proposed concepts of 
local street terminations.  The City is concerned that the EIR/EIS does not appear to have 
analyzed the potential for these dead-end streets to physically divide established communities.  
It is not permissible or appropriate to dead-end a local street without a cul-de-sac for turnaround 
purposes or alternatively with a local frontage road paralleling the realigned or 
elevated/depressed major street.  In order to properly and adequately connect local streets that 
serve residential, commercial and industrial areas, the project will need to acquire additional 
right-of-way to either cul-de-sac local street, or to reconnect them to each other via local 
frontage roads. 
 
 On a more general note, the conceptual 15% plans depict numerous partial and full 
acquisitions. The Draft EIR/EIS fails to address the economic impact of the creation of 
numerous parcels which may no longer have any development potential, or a greatly reduced 
potential.  The environmental document does not speak to what will occur with this remnants 
and unusable slivers.  The City is greatly concerned over the loss of land for economic 
development, loss of property tax revenues and sales tax revenues, as well as the potential for 
blight created by the HST project.  The EIR/EIS needs to quantify these impacts and to provide 
appropriate mitigation to the community for these impacts. 
 
 Regarding the Fresno Station Area, the diagram shows the block bounded by Broadway, 
Fresno, H, and Merced Sts. in its present configuration. The site should be shown as 
reconfigured back to a traditional street grid, and developed over time with ground floor retail.: 
 

1.  The frontage on the south side of Fresno St. and both sides of Mariposa St. between 
Broadway and H Sts. should also be shown as lined with ground-floor retail uses.  
Mariposa in particular is a key pedestrian passage from the station to the commercial 
core of the downtown, and surface parking lots and blank building walls would act as a 
pedestrian deterrent. 
 
2.  In the two blocks bounded by H St., Mono St., the UPRR, and Kern St., there should 
not be a parking structure placed farther from the station than a surface lot, as shown.  If 
demand requires the construction of a parking garage, the garage should be placed on 
the site of the surface parking and its size should incorporate the spaces provided by the 
lot. 
 
3.  In the block bounded by H St., Mono St., the UPRR, and Inyo St., the existing row 
warehouse along H St. should be shown as retained, particularly in light of comment (3). 
 
4.  A taxi & shuttle pickup area is shown near the station’s west entrance. This facility 
should be placed near the station’s east entrance instead, perhaps as part of the future 
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intermodal transit center shown at the corner of Mariposa St. and H St., or incorporated 
into the eastern bus stop and kiss & ride areas.  An eastern location would allow this 
transit service to serve the downtown area in addition to the station itself. 
 
5.  In the programming of the station itself, the western entrance should be conceived as 
secondary in function to the eastern entrance. 

 
 The City continues to support a Mariposa alignment for an east-facing station over the 
previously proposed west-facing station on a Kern St. alignment. Presently several thousand 
parking spaces exist in publicly and privately owned off-street facilities within walking distance 
of the station. The proposed new parking facilities depicted in the diagrams should only be 
developed when the parking demand in the area exceeds the available supply. New parking 
facilities should not be developed on a speculative basis. The land where potential future 
parking facilities are depicted should remain available for other types of appropriate downtown 
development and use, unless and until the parking facilities are developed. 
 
Should you have any questions regarding the City’s comments on the draft EIR/EIS, please 
contact our Assistant City Manager Bruce Rudd at (559) 621-7770 or our City Engineer Scott 
Mozier at (559) 621-8650. 
 
Sincerely, 
 
 
Mark Scott 
City Manager 
 
 
Attachment: Downtown trench alternatives 
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Refer to Standard Response FB-Response-GENERAL-02.

Through further engineering and discussions with the City of Fresno, the trench option

was found to be considerably more costly without providing the intended benefits.

Trenching the HST alone would not provide a desired benefit to Fresno; while trenching

both the HST and UPRR would be possible, it would be even more costly, and critical

spur lines would be overly constrained and impractical. Additionally, this option would

require a longer construction period, which would not meet the Federal American

Recovery and Reinvestment Act funding requirements. Through cooperative

discussions, the Authority and the City of Fresno reached agreement on an at-grade

profile, with some areas of the profile lowered where possible.

L010-2

Trench alternatives (open cut and retained cut, both with and without Union Pacific

Railroad (UPRR) were considered at the City of Fresno’s request.  A retained cut was

incorporated in the design for the area from Roeding Park through to south of SR 180 to

accommodate specific constraints, such as the San Joaquin Valley Railroad (SJVRR)

spurs and the SR 180 crossing. However, in addition to significant additional cost, more

extensive trenching would have major impacts on utilities crossing the alignment.  An

open cut would require a significant footprint and would impede development over a city

block.  Placing UPRR in a trench would have significant impacts on UPRR operations

and on their connections to the SJVRR.  If the UPRR were to remain at-grade, smaller

road crossing structures could be adopted over the trench; however, this would maintain

the existing UPRR grade crossings and would not provide the benefit of the grade

separations proposed under the current scheme.

L010-3

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

L010-4

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

L010-5

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

The Authority and the design/build contractor will continue to work with local

jurisdictions, including the City of Bakersfield, to address local circulation concerns and

specific roadway and intersection designs, and to not preclude transportation projects

that are planned in the vicinity of the HST project.  This will be done as part of design

development and refinement.

L010-6

Refer to Standard Response FB-Response-PU&E-03.

L010-7

Refer to Standard Response FB-Response-PU&E-03.

The relocation and/or protection of sanitary sewer lines will be performed per the

established requirements of the entity having jurisdiction over the sanitary sewer and the

Authority's requirements for when utilities cross the HST right-of-way. Per contract

requirements, the Contractor is required to coordinate its design and construction

activities related to relocation and/or protection of the sanitary sewer with the

jurisdictional entity and obtain its review and comment prior to any construction affecting

the sanitary sewer.

L010-8

The HST project would not negatively affect the integrity of existing mains or preclude

the installation of new mains across the HST right-of-way. In areas where the HST route

would be elevated in the city of Fresno, it is likely that disturbance to these pipelines

would be avoided during final engineering design for the specific placement of columns.

However, where existing underground utilities, such as sewer and water pipelines, cross

the HST alignment, these affected utilities would be placed in a protective casing. The

Authority would work with the appropriate municipal authorities, such as the city's public

works department, to relocate services so they do not conflict with HST infrastructure.

Refer to Section 3.6 for additional information.
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1a) Existing water mains crossing the HST right-of-way will be maintained during the

relocation or protection-in-place of these lines. Water lines crossing the HST right-of-

way will be encased, in steel casings, 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 affecting the HST right-of-way.

  1b) All related appurtenances to water lines and their casings will be placed outside the

HST right-of-way, so that any maintenance of the water lines can be performed without

the need to access the HST right-of-way.

  1c) If an existing water line, which is located in private property and has its own

easement, requires relocation and the relocation places the water line in a private

property, the Authority will work with the affected utility owner to obtain a new easement

for the relocated water line.

  1d) Appropriate size casings will be provided for all utilities crossing the HST right-of-

way. Any requests to increase the size of an existing facility or accommodate installation

of a future facility would be negotiated between the City of Fresno and the Authority.

Future utilities would be allowed to cross the HST right-of-way subject to obtaining

permits from the Authority and meeting the requirements of HST design criteria.

  1e) The Authority and its contractor(s) will continue to work with the City of Fresno to

ensure the design and relocation/protection of water mains and other utilities meet the

requirements of the City.

L010-10

Refer to Standard Response FB-Response-PU&E-03.

Any requests to increase the size of an existing facility or accommodate installation of a

future facility would be negotiated between the City of Fresno and the Authority.

L010-11

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

L010-11

The Authority has been discussing this well site with the City of Fresno since early 2012,

and will continue to work with the City to ensure conflicts with this facility are properly

addressed during right-of-way negotiations, final design, and construction.

L010-12

Refer to Standard Response FB-Response-PU&E-03.

The designs presented in the Revised DEIR/Supplemental DEIS are preliminary.  The

Authority will coordinate with the City of Fresno to refine this information and coordinate

terms and conditions for avoiding or encasing existing and planned infrastructure. 

L010-13

Contracts for HST construction will include provisions that require theContractor

to coordinate with the City of Fresno for allutilities under the jurisdiction of the City of

Fresno’s Department of Public Works and provide the City with the opportunity to review

and comment on utility relocation design.

L010-14

Refer to Standard Response FB-Response-PU&E-03.

An adjusted water usage factor of 30 gallons per employee per day was used for the

heavy maintenance facility (HMF) analysis. This water usage factor was estimated by

comparing the number of train sets and employees for both the Bay Area Rapid Transit

(actual numbers) and HST facilities (planned numbers), and other climatic conditions

(average temperature, humidity). In addition, landscaping was considered as well as the

expected use of anticipated water recycling and reuse technologies at the HMF. This

methodology is discussed further in Appendix 3.6-B.

L010-15

Refer to Standard Response FB-Response-PU&E-03.

The designs presented in the Revised DEIR/Supplemental DEIS are preliminary.  A
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decision on the heavy maintenance facility (HMF) location is not being made at this time.

If the Fresno Works–Fresno HMF Site is ultimately selected as the HMF location, the

Authority will coordinate with the City to refine the HMF design and coordinate

provisions for water service from the City of Fresno.

L010-16

Section 3.11 of the Revised DEIR/Supplemental DEIS was revised to include the

corrections provided in this comment.

L010-17

The Federal Railroad Administration and Department of Transportation issued a notice

of intent (NOI) to prepare an Environmental Impact Statement for the California High-

Speed Train Project for the Fresno to Bakersfield Section on October 1, 2009. This date

established the year for the affected environment. The Draft EIR/EIS was released in

August 2011. At the time the document was being prepared, the 2010 Census block-

level data had not been published; the data were released in late August 2011. The

"Affected Environment" section of Section 3.12, Socioeconomics, Communities, and

Environmental Justice, presents county- and community-level demographics, housing,

economic conditions, community characteristics, and environmental justice populations

in the four-county region. The 2000 Census was only one of many data sources

referenced. Other data sources included the California Department of Finance (2007

and 2010 data), the American Community Survey (2006-2008 data), and the California

Employment Development Division (2010 data). The methodologies for identifying and

analyzing affected populations and the data sources used in the analysis are detailed in

Appendix A, Methodologies, of the Community Impact Assessment Technical Report

(Authority and FRA 2012g).

L010-18

The Federal Railroad Administration and Department of Transportation issued a notice

of intent (NOI) to prepare an Environmental Impact Statement for the California High-

Speed Train Project for the Fresno to Bakersfield Section on October 1, 2009. This date

established the year for the affected environment. The Draft EIR/EIS was released in

August 2011. At the time the document was being prepared, the 2010 Census block-

L010-18

level data had not been published; the data were released in late August 2011. The

"Affected Environment" section of Section 3.12, Socioeconomics, Communities, and

Environmental Justice, presents county- and community-level demographics, housing,

economic conditions, community characteristics, and environmental justice populations

in the four-county region. The 2000 Census was only one of many data sources

referenced. Other data sources included the California Department of Finance (2007

and 2010 data), the American Community Survey (2006-2008 data), and the California

Employment Development Division (2010 data). The methodologies for identifying and

analyzing affected populations and the data sources used in the analysis are detailed in

Appendix A, Methodologies, of the Community Impact Assessment Technical Report

(Authority and FRA 2012g).

The decennial Census is considered the most reliable source of data on race and

ethnicity because it is based on a 100% population survey of all geographic areas,

rather than sampling or estimating techniques, as are used in more recently published

data. Therefore, the 2000 Census data were used for the environmental justice (EJ)

analysis. To confirm the validity of the data, EJ populations in the study area were

further examined using quantitative and qualitative methods to identify any potential

demographic changes that may have occurred since the 2000 Census. Quantitative

analysis included using proxy data sources that would indicate the current locations of

EJ populations, such as American Community Survey data for 2006-2008, and

participation data by zip code for social service, food stamp, Section 8 housing, and

school free or reduced-fee lunch programs in the study area. Qualitative examination

included outreach to local agencies and organizations to inquire about changes in

conditions that would lead to changes in EJ population identification and local expert

review of identified 2000 Census EJ areas to ensure that the results are representative

of current minority and low-income conditions. These additional verification processes

confirmed the accuracy of the 2000 Census, and all are thoroughly documented in the

EJ methodology in Section A.1 of Appendix A of the Community Impact Assessment

Technical Report.

L010-19

The Federal Railroad Administration and Department of Transportation issued a Notice

of Intent (NOI) to prepare an Environmental Impact Statement for the California High-
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Speed Train Project for the Fresno to Bakersfield Section on October 1, 2009. This date

established the year for the affected environment. The Draft EIR/EIS was released in

August 2011. At the time the document was being prepared, the 2010 Census block-

level data had not been published; the data were released in late August 2011. The

"Affected Environment" section of Section 3.12, Socioeconomics, Communities, and

Environmental Justice, presents county- and community-level demographics, housing,

economic conditions, community characteristics, and environmental justice populations

in the four-county region. The 2000 Census was only one of many data sources

referenced. Other data sources included the California Department of Finance (2007

and 2010 data), the American Community Survey (2006-2008 data), and the California

Employment Development Division (2010 data). The methodologies for identifying and

analyzing affected populations and the data sources used in the analysis are detailed in

Appendix A, Methodologies, of the Community Impact Assessment Technical Report

(Authority and FRA 2012g).

L010-20

The Federal Railroad Administration and Department of Transportation issued a notice

of intent (NOI) to prepare an Environmental Impact Statement for the California High-

Speed Train Project for the Fresno to Bakersfield Section on October 1, 2009. This date

established the year for the affected environment. The Draft EIR/EIS was released in

August 2011. At the time the document was being prepared, the 2010 Census block-

level data had not been published; the data were released in late August 2011. The

"Affected Environment" section of Section 3.12, Socioeconomics, Communities, and

Environmental Justice, presents county- and community-level demographics, housing,

economic conditions, community characteristics, and environmental justice populations

in the four-county region. The 2000 Census was only one of many data sources

referenced. Other data sources included the California Department of Finance (2007

and 2010 data), the American Community Survey (2006-2008 data), and the California

Employment Development Division (2010 data). The methodologies for identifying and

analyzing affected populations and the data sources used in the analysis are detailed in

Appendix A, Methodologies, of the Community Impact Assessment Technical Report

(Authority and FRA 2012g).

L010-20

The decennial Census is considered the most reliable source of data on race and

ethnicity because it is based on a 100% population survey of all geographic areas,

rather than sampling or estimating techniques, as are used in more recently published

data. Therefore, the 2000 Census data were used for the environmental justice (EJ)

analysis. To confirm the validity of the data, EJ populations in the study area were

further examined using quantitative and qualitative methods to identify any potential

demographic changes that may have occurred since the 2000 Census. Quantitative

analysis included using proxy data sources that would indicate the current locations of

EJ populations, such as American Community Survey data for 2006-2008, and

participation data by zip code for social service, food stamp, Section 8 housing, and

school free or reduced-fee lunch programs in the study area. Qualitative examination

included outreach to local agencies and organizations to inquire about changes in

conditions that would lead to changes in EJ population identification and local expert

review of identified 2000 Census EJ areas to ensure that the results are representative

of current minority and low-income conditions. These additional verification processes

confirmed the accuracy of the 2000 Census, and all are thoroughly documented in the

EJ methodology in Section A.1 of Appendix A of the Community Impact Assessment

Technical Report.

L010-21

In response to this comment, information on the Poverello House was added to the

Community Impact Assessment Technical Report in Section 5.1.1.2, for operation

impacts of the BNSF in Fresno County, and in Section 4.3, for identification of

environmental justice areas (Authority and FRA 2012g).

L010-22

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21.

See Section 5.2.3 in the Draft Relocation Impact Report for detailed information on the

estimated number of relocated businesses and currently available vacant business

properties (Authority and FRA 2012h).

Response to Submission L010 (Mark Scott, City of Fresno, October 13, 2011) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-110



L010-23

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

For information on the potential for disruption and division in Fresno, see the Revised

DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #7. Also see Impact SO

#10 and Impact SO #11, for displacement estimates in Fresno. Mitigation Measure SO-4

proposes mitigation to minimize the impacts from the relocation of important facilities in

Fresno.

See Section 5.2.2 in the Draft Relocation Impact Report for detailed information on the

number of estimated relocated residences and available vacant properties (Authority

and FRA 2012h). See Volume I, Section 3.12, Impact SO #3, Impact SO #4, and Impact

SO #13, for effects on property and sales tax revenues.

L010-24

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

L010-25

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

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

The economic analysis presented in Chapter 3.12 of the EIR/EIS and the Community

Impact Assessment (CIA) Technical Report is comprehensive and complete.

A comprehensive literature review in section 5.4.4.3 of the CIA presents research

studies conducted on the effect of constructing new commuter rail lines on residential

and commercial real estate values. Although considerable research has been conducted

on the property value impacts of rail transit, 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.

Section 5.4.4.2 of the CIA examines the reduction in property tax revenues that would

result from acquisition of land for project construction. The economic impact to the City

L010-25

of Fresno from the reduction in property tax revenues is insignificant and would not be

perceptible to community residents and no mitigation is required. Therefore, long-term

increases in property tax revenue are not an off-set, nor property tax revenue increases

associated with increased property values surrounding stations is considered an off-set.

The EIR/EIS acknowledges the potential exists that some displaced businesses will

choose not to reopen. Decisions to close or relocate outside of the City of Fresno will be

made by individual property owners, and as such any estimate would be speculation.

Businesses that would be relocated by the project would be entitled to relocation

assistance and counseling similar to that provided to residents in accordance with the

Federal Uniform Relocation Assistance and Real Property Acquisition Policies Act, as

amended, to ensure adequate relocation of businesses. Compensation is provided for

moving and relocation expenses. As such, businesses and property owners would not

have increased difficulties obtaining a new loan or securing commercial space or a

home because of the HST.

The short-term reductions in sales tax revenues are discussed in Chapter 3.12 Impact

SO #13, because the need to acquire land will necessitate the relocation of businesses

along the project alignment. With the relocation assistance discussed above, 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 for the City of Fresno would be an insignificant

amount of the annual revenue from sales tax collected by the city. 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 City of Fresno will

have considerable additional revenues attributed to the construction and operation of the

HST.
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L010-26

Refer to Standard Response FB-Response-SO-04, FB-Response-GENERAL-20.

For information on the potential for physical deterioration, see the Revised

DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #17. Section 5.4.5 of the

Community Impact Assessment Technical Report details the analysis performed to

measure all potential effects associated with construction and operation, and examines

the impacts to determine if the resulting changes to the community would reasonably be

expected to lead to physical deterioration (Authority and FRA 2012g). See Volume I,

Section 3.12, Mitigation Measure SO-7: Develop measures to minimize the potential for

physical deterioration. Please refer to the Merced to Fresno Section Final EIR/EIS,

Section 3.12, which has consistent measures to address physical deterioration.

L010-27

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,

FB-Response-GENERAL-22.

Collecting individual conditional-use permits and attributes of businesses is beyond the

scope of an EIR/EIS. Details about the business analysis, including type of businesses

affected, vacancies, and number of employees potentially affected, are included in

Section 5.2.3 of the Community Impact Assessment Technical Report (Authority and

FRA 2012g). 

The analysis of potential job loss due to business displacement and relocation was

performed, by alternative, and the results are presented in the Revised

DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #11. See the Draft

Relocation Impact Report for the complete analysis (Authority and FRA 2012h). The

property acquisition and compensation plan includes provisions for ensuring relocated

businesses remain fully operational at their new locations and includes the potential for

renovating existing structures to fit the needs of a business if no comparable properties

exist in the surrounding area.

L010-28

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,

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

L010-29

The "Affected Environment" section of Section 3.12, Socioeconomics, Communities, and

Environmental Justice, of the EIR/EIS presents economic data from the California

Employment Development Division (2010).

The Federal Railroad Administration and Department of Transportation issued a Notice

of Intent (NOI) to prepare an Environmental Impact Statement for the California High-

Speed Train Project for the Fresno to Bakersfield Section on October 1, 2009. This date

established the year for the affected environment. The Draft EIR/EIS was released in

August 2011. At the time the document was being prepared, the 2010 Census block-

level data had not been published; the data were released in late August 2011. The

"Affected Environment" section of Section 3.12, Socioeconomics, Communities, and

Environmental Justice, presents county- and community-level demographics, housing,

economic conditions, community characteristics, and environmental justice populations

in the four-county region. The 2000 Census was only one of many data sources

referenced. Other data sources included the California Department of Finance (2007

and 2010 data), the American Community Survey (2006-2008 data), and the California

Employment Development Division (2010 data). The methodologies for identifying and

analyzing affected populations and the data sources used in the analysis are detailed in

Appendix A, Methodologies, of the Community Impact Assessment Technical Report

(Authority and FRA 2012g).

L010-30

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

The Authority has adopted the Caltrans Right of Way Manual as the basis for all

business and residential relocations as a result of the project (Caltrans 2009). The

Caltrans Right of Way Manual, Section 10.01.02.01, states that relocation assistance

will be administered in accordance with the federal Uniform Relocation Assistance and

Real Property Acquisition Policies Act (Uniform Act) for all projects regardless of funding

sources. 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 Act. 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
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L010-30

relocate if they are displaced by a project. 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 that displace a large number of residences and businesses, such

as the HST project, and is considered successful standard practice for mitigating the

impacts to individual property owners.

Additionally, former Mitigation Measure SO-2 (Develop a Relocation Mitigation Plan) has

now been expanded and included in Project Design Features. As described in Section

3.12.6, Project Design Features, the Authority must comply with the 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 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 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.

L010-31

The $10,000 cap on reestablishment expenses cited include, but are not limited to

things such as repairs or improvements to the replacement real property; modifications

to the replacement property; and construction and installation costs for exterior signing. 

Costs associated with obtaining special permits or other development entitlements is

addressed in the Caltrans ROW Manual, Section 10.05.05.10.  The High Speed Rail

Auhtority has adopted this manual for use until such time as the Authority creates it's

own ROW manual.  This section states that "The displacee is entitled to the cost of any

license, permit, or certification required for the particular business or organization to

L010-31

operate at the replacement location that is not transferable to the replacement

property..."

L010-32

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

Response-SO-05.

The property acquisition and compensation plan includes provisions to ensure relocated

businesses remain fully operational at their new location and includes the potential for

renovating existing structures to fit the needs of the business.

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

structures. Individual acquisition and access issues will be determined during the

property acquisition process.

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

see the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #3,

Impact SO #4, and Impact SO #13.

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, the

ability of the existing regional labor force to fill the demand for direct construction jobs,

and the resulting indirect and induced jobs. Impact SO #14, 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, Inc. 2010).
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L010-33

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

The property acquisition and compensation process will begin only after all necessary

legal processes have been completed, funding has been secured, and construction is

ready to begin. This is scheduled to begin in 2013 and last through 2015. Funding

secured for the HST project includes the amount required for all of the land acquisition

and compensation. 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.

L010-34

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

Relocated property owners will receive property tax relief, which allows them to retain

the assessed valuation of the property from which they were displaced.

L010-35

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

Mitigation Measure SO-2 describes how the impacts on displaced residents will be fully

mitigated because the Authority will locate suitable replacement housing. For more

information on the property acquisition and compensation process, see the Revised

DEIR/Supplemental DEIS, Volume II, Appendix 3.12-A.

The property acquisition and compensation plan includes provisions to ensure relocated

businesses remain fully operational at their new location and includes the potential for

renovating existing structures to fit the needs of the businesses.

The $10,000 cap on reestablishment expenses cited include, but are not limited to,

things such as repairs or improvements to the replacement real property; modifications

to the replacement property; and construction and installation costs for exterior signing.

Costs associated with obtaining special permits or other development entitlements are

addressed in the Caltrans Right of Way Manual, Section 10.05.05.10 (Caltrans 2009).

The Authority has adopted this manual for use until such time as its own right-of-way

manual is created. This section states that "the displacee is entitled to the cost of any

L010-35

license, permit, or certification required for the particular business or organization to

operate at the replacement location that is not transferable to the replacement property

..."

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 the overall economic

conditions in the region, so the report can only identify the likely availability of suitable

replacement structures. Individual acquisition and access issues will be determined

during the property acquisition process.

L010-36

The Authority recognizes the necessity for the HST in some situations to go over or

under streets and highways or in trenches. The situational need to construct an

overpass as opposed to an underpass (or vice versa) is based on a number of factors,

the most important of which are engineering feasibility and prudential cost

considerations. Moreover, the Authority recognizes that overpasses, underpasses, and

trenches have the potential to reduce visual quality, change traffic patterns, and bisect

communities. Because of this potential, the Authority will apply the design plans and

mitigation measures in collaboration with communities and with regard to local plans and

methods to minimize and mitigate the adverse impacts of construction and operation of

the HST System. The Authority has coordinated with each affected jurisdiction to

develop a specific approach at each roadway affected. Each approach is recorded in the

updated analysis in the Revised DEIR/Supplemental DEIS and will be documented with

a MOU/agency agreement between the Authority and the City of Fresno.

A simulation of the Tulare overpass option is depicted and analyzed in Section 3.16,

Aesthetics and Visual Resources, of the Revised DEIR/Supplemental DEIS.

L010-37

Refer to Standard Response FB-Response-AVR-04.
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L010-38

Comment noted. The Draft EIR/EIS took into account previous local built environment

surveys

to ensure that the survey for the Fresno to Bakersfield Section included all potential

individual resources as well as districts and potential districts, such as the Warehouse

District. Section 3.17, Cultural and Paleontological Resources, of the Revised

DEIR/Supplemental DEIS presents the findings of this study and has adequately

identified built environment resources for the purposes of Section 106 and CEQA. 

Although the City's Historic Preservation Commission may designate a property to the

Local Register, the Authority's obligation under CEQA/NEPA to identify and mitigate

adverse effects or significant impacts caused by the proposed project does not

supersede the City's authority to designate resources for its local register.

L010-39

Comment noted. The analysis in the Draft EIR/EIS and the Revised DEIR/Supplemental

DEIS took into account previous local built environment surveys to ensure that the

survey for the Fresno to Bakersfield Section of the HST System included all potential

individual resources as well as districts and potential districts, such as the Warehouse

District. Section 3.17, Cultural and Paleontological Resources, presents the findings of

this study and has adequately identified built environment resources for the purposes of

Section 106 and CEQA as they pertain to historical resources.

L010-40

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

With respect to the presence of a network of tunnels in Fresno Chinatown, the anecdotal

evidence that supports their existence has not, at the time of the Revised

DEIR/Supplemental DEIS circulation, been supported with direct observation of their

whereabouts, either through a published archaeological survey or other report

presenting physical evidence of their location and integrity. This lack of evidence

notwithstanding, since the circulation of the Revised DEIR/Supplemental DIES,

additional research was conducted regarding the possible presence of the

Chinatown tunnel system as part of the Merced-Fresno Archaeological Treatment Plan

(ATP) (Authority and FRA 2012a) (a document required as part of the procedures set

forth in the Section 106 Programmatic Agreement [Authority and FRA 2011e] that

L010-40

outlines treatments and mitigations for archaeological resources to be implemented as

the project is constructed). This research further suggests the presence of, at a

minimum, historic archaeological deposits in Downtown Fresno, some of which may be

associated with ethnic Chinese activities in the area. As a result, the ATP designated the

Fresno Chinatown as an archaeologically sensitive area, which will trigger more

controlled, scientific investigations in this area before construction of the HST project.

If, after the investigation and evaluations are complete, a network of tunnels or other

historic deposits are considered eligible for listing in the National Register of Historic

Places or the California Register of Historic Resources, they would potentially be subject

to Section 4(f). In this case, the Authority and the FRA would coordinate with the State

Historic Preservation Officer to determine how to avoid or minimize harm to these

resources. Further, as provided in Mitigation Measure CUL-MM#1 in Chapter 3.17,

Cultural and Paleontological Resources, of the Revised DEIR/Supplemental DEIS, the

implementation of the procedures outlined in the Section 106 Programmatic Agreement

would serve as an enforceable agreement to treat and mitigate potential effects or

impacts on cultural resources identified as the project proceeds.

L010-41

The text of Section 3.17, Cultural and Paleontological Resources, in the Revised

DEIR/Supplemental DEIS has been revised in response to your comment.

L010-42

Thank you for your comment. Please note that the Revised DEIR/Supplemental DEIS

identifies indirect adverse effects from the BNSF Alternative's Tulare Street overcrossing

option on the Southern Pacific Railroad Depot and no adverse effects on the Bank of

Italy building.

L010-43

Comment noted. The Authority will determine the least environmentally damaging

alternative by considering all adverse effects identified as part of the CEQA/NEPA

process.
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L010-44

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

L010-45

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

The Authority and FRA have revised the BNSF Alternative in the Revised

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

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

analysis of potential effects on the South Van Ness Entrance Gate from the BNSF

Alternative is described in Section 3.17, Cultural and Paleontological Resources, of the

Revised DEIR/Supplemental DEIS. Direct and indirect adverse effects on this National

Register of Historic Places (NRHP)-listed property are assessed in accordance with

Section 106 of the National Historic Preservation Act (NHPA), 36 CFR 800.5

(Assessment of Adverse Effects). Effects assessments are presented in the Revised

DEIR/Supplemental DEIS and discussed in greater detail in the Findings of Effect (FOE)

report. The FOE report describes the assessment of potential adverse effects on historic

properties that would result from the construction or operation of the project and

identifies mitigation measures that would eliminate or minimize such effects. Mitigation

measures developed to address these effects will be incorporated into project design

and construction documents.

L010-46

Thank you for your comment. The City of Fresno will be invited to be a consulting party

on the project.

L010-47

Refer to Standard Response FB-Response-CUL-01 and FB-Response-CUL-03.

The City of Fresno has accepted an invitation to be a consulting party on the project.

L010-48

Comment noted. The U.S. Steel facility at 2421 East California Avenue was evaluated

L010-48

for inclusion in the National Register of Historic Places and the California Register of

Historical Resources and was found not to be eligible for listing in either register. On

February 6, 2012, the California State Historic Preservation Office (SHPO) concurred

with that finding.

L010-49

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21.

L010-50

Hourly construction wage rate was assumed to be $75 in hour for the purpose of

economic analyses and was based on published prevailing wages in CA for heavy civil

construction trades (Davis-Bacon Act). This rate also includes fringe benefits and

employer's payroll taxes resulting in an annual burden construction salary (excluding

contractors mark-ups) of $156,000 ($75/hr x 2080 hrs/yr).

Hourly construction wage rate was assumed to be $75 per hour for the purpose of the

economic analyses and was based on published prevailing wages in California for heavy

civil construction trades (Davis-Bacon Act). This rate includes fringe benefits and

employer payroll taxes, resulting in an annual burden construction salary (excluding

contractors' mark-ups) of $156,000 ($75/hr x 2080 hr/yr).

L010-51

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

L010-52

Extensive coordination with the City of Fresno has taken place to develop designs

for impacted city roadways in accordance with city standards. Where city standards

could not be accommodated, road design has been coordinated and addressed

with City engineering staff. Coordination with City staff will continue through project final

design. 

These coordinated designs are reflected in the impact footprint for the project as

presented in Volume III of the  Final EIR/EIS for the Fresno to Bakersfield section of the
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L010-52

High-Speed Train project.

L010-53

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

See the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #3,

Impact SO #4, and Impact SO #13, for effects on property and sales tax revenues. For

the potential for physical deterioration, see Volume I, Section 3.12, Impact SO #17.

L010-54

The California High-Speed Rail Authority (Authority), through its station area

development principles and policies, demonstrates a commitment to collaborating with

station-recipient communities on long-term benefits and impacts of introducing high-

speed rail service. The general principles for station area development are articulated in

Section 6B of the Program EIR/EIS and further elaborated in the High-Speed Train

(HST) Station Area Development Policies (Authority 2008a). Applied together, the

policies and principles establish a framework for the Authority to guide station design

and planning within the surrounding local context. As you may know, the City of Fresno

has initiated the Fresno High-Speed Rail Multimodal Station Area Planning project. This

study and the associated Station Area Master Plan will include an extensive public

participation strategy to develop the city’s conceptual station design, surrounding land

use, development strategies, and transit connections. Details associated with local

station design and development will be shared with the community during this process.

L010-55

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

The parking structure is shown in its current location as a result of discussion with the

City of Fresno. It was agreed that the parking structures should be located as far as

feasible from the station, while still remaining within the walking distances stipulated in

the Authority's technical memoranda, to encourage foot traffic that would drive

development on the parcels near to the station. The City of Fresno has reviewed the

parking structure locations and concurred with the current plans.

L010-56

The California High-Speed Rail Authority (Authority), through its station area

development principles and policies, demonstrates a commitment to collaborating with

station-recipient communities on long-term benefits and impacts of introducing high-

speed rail service. The general principles for station area development are articulated in

Section 6B of the Program EIR/EIS and further elaborated in the High-Speed Trail (HST)

Station Area Development Policies (Authority 2008a). Applied together, the policies and

principles establish a framework for the Authority to guide station design and planning

within the surrounding local context. As you may know, the City of Fresno has initiated

the Fresno High-Speed Rail Multimodal Station Area Planning project. This study and

associated Station Area Master Plan will include an extensive public participation

strategy to develop the city’s conceptual station design, surrounding land use,

development strategies, and transit connections. Details associated with local station

design and development will be shared with the community during this process.

L010-57

The California High-Speed Rail Authority (Authority), through its station area

development principles and policies, demonstrates a commitment to collaborating with

station-recipient communities on long-term benefits and impacts of introducing high-

speed rail service. The general principles for station area development are articulated in

Section 6B of the Program EIR/EIS and further elaborated in the High-Speed Trail (HST)

Station Area Development Policies (Authority 2008a). Applied together, the policies and

principles establish a framework for the Authority to guide station design and planning

within the surrounding local context. As you may know, the City of Fresno has initiated

the Fresno High-Speed Rail Multimodal Station Area Planning project. This study and

associated Station Area Master Plan will include an extensive public participation

strategy to develop the city’s conceptual station design, surrounding land use,

development strategies, and transit connections. Details associated with local station

design and development will be shared with the community during this process.

L010-58

The California High-Speed Rail Authority (Authority), through its station area

development principles and policies, demonstrates a commitment to collaborating with

station-recipient communities on long-term benefits and impacts of introducing high-
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L010-58

speed rail service. The general principles for station area development are articulated in

Section 6B of the Program EIR/EIS and further elaborated in the High-Speed Trail (HST)

Station Area Development Policies (Authority 2008a). Applied together, the policies and

principles establish a framework for the Authority to guide station design and planning

within the surrounding local context. As you may know, the City of Fresno has initiated

the Fresno High-Speed Rail Multimodal Station Area Planning project. This study and

the associated Station Area Master Plan will include an extensive public participation

strategy to develop the city’s conceptual station design, surrounding land use,

development strategies, and transit connections. Details associated with local station

design and development will be shared with the community during this process.

L010-59

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

Response to Submission L010 (Mark Scott, City of Fresno, October 13, 2011) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-118



Response to CAHSR 
Draft EIR/EIS 

Fresno City Council 
September 29, 2011 

OVERVIEW 

Enters Fresno from the south following the BNSF tracks just east of 
Cedar Avenue, west of SR-99 and east of SR-41. 
 
Enters Fresno from the north on the east side of UPRR, immediately 
crosses to the west side of UPRR north of Herndon Avenue and 
generally follows the Golden State Boulevard - G Street - Railroad 
Avenue alignment. 
 
Sweeping curve between the Jensen Ave/UPRR overpass to North 
Avenue and SR-99 to transition from the UPRR to BNSF alignments. 
 
All at-grade in the City of Fresno with the exceptions of: 

Elevated when crossing San Joaquin River, UPRR and Herndon 
Avenue, transitioning to at-grade prior to the future Veterans 
Boulevard crossing. 
Depressed from north of Belmont Avenue to Stanislaus Street, in 

Dry Creek Canal and the 180 freeway. 
Elevated between Jensen Avenue and Central Avenue,                     
in order to fly over the 99 freeway. 
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HST HEAVY MAINTANCE  
FACILITY (HMF) OVERVIEW 

Enters Fresno from the south following the BNSF tracks just east of 
Cedar Avenue, west of SR-99 and east of SR-41. 
 
Enters Fresno from the north on the east side of UPRR, immediately 
crosses to the west side of UPRR north of Herndon Avenue and 
generally follows the Golden State Boulevard - G Street - Railroad 
Avenue alignment. 
 
Sweeping curve between the Jensen Ave/UPRR overpass to North 
Avenue and SR-99 to transition from the UPRR to BNSF alignments. 
 
All at-grade in the City of Fresno with the exceptions of: 

Elevated when crossing San Joaquin River, UPRR and Herndon 
Avenue, transitioning to at-grade prior to the future Veterans 
Boulevard crossing. 
Depressed from north of Belmont Avenue to Stanislaus Street, in 

Dry Creek Canal and the 180 freeway. 
Elevated between Jensen Avenue and Central Avenue,                     
in order to fly over the 99 freeway. 
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SAN JOAQUIN RIVER CROSSING  
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OVERVIEW 

Enters Fresno from the south following the BNSF tracks just east of 
Cedar Avenue, west of SR-99 and east of SR-41. 
 
Enters Fresno from the north on the east side of UPRR, immediately 
crosses to the west side of UPRR north of Herndon Avenue and 
generally follows the Golden State Boulevard - G Street - Railroad 
Avenue alignment. 
 
Sweeping curve between the Jensen Ave/UPRR overpass to North 
Avenue and SR-99 to transition from the UPRR to BNSF alignments. 
 
All at-grade in the City of Fresno with the exceptions of: 

Elevated when crossing San Joaquin River, UPRR and Herndon 
Avenue, transitioning to at-grade prior to the future Veterans 
Boulevard crossing. 
Depressed from north of Belmont Avenue to Stanislaus Street, in 

Dry Creek Canal and the 180 freeway. 
Elevated between Jensen Avenue and Central Avenue,                     
in order to fly over the 99 freeway. 

 
 

Attachment to Submission L010 (Mark Scott, City of Fresno, October 13, 2011) - Downtown trench
alternatives.pdf - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-122



DOWNTOWN SECTION OVERVIEW 

To disclose information of the proposed action to decision makers 
and the public and to  provide opportunity for public input and 
comments. 

The California High-Speed Rail Authority Board will identify a preferred 
Alternative after the Board considers the information in the Project 
EIR/EIS, public and agency comments on the Draft EIR/EIS, and other 
relevant information.  
 
Record of Decision (ROD) issued by Federal Railroad Administration 
(FRA) for EIR/EIS. 
 
NOTE: All proposed alignments have the same footprint within the City 
of Fresno. 
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PROJECT SCHEDULE 

August 2011 Public release of Draft EIR/EIS 
 
Comments of Draft EIR/EIS October 13th 2011 
 
February 2012 Final EIR/EIS published 
 
March 2012 Notice of Determination and Record of Decision 
 
2011 through 2013 Final design/permitting 
 
December 2012 Property acquisition begins 
 
2012-2017 Construction 

 Underpasses v. overpasses (traffic, aesthetics,  ADA, socioeconomic) 
 
 Construction impacts (traffic management plan, limitations and 

restrictions upon road closures) 
 
 Adequacy and timing of traffic mitigations 
 
 Economic impacts to businesses, sales tax and property tax  
 
Depressed trench versus at-grade profile through downtown 

 
 Protection of existing sewer and water pipelines, provision for future 

crossings 
 
 Noise and vibration  
 
 Adequacy of historic resources analysis 
 
 Treatment at Roeding Park  
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OVERPASSES PROPOSED BY 
THE CHSRA PROJECT 

UNDERPASSES  PROPERLY 
MITIGATE IMPACTS  

 Shaw Avenue 
 McKinley Avenue 
 Olive Avenue 
 Stanislaus Street 
Tuolumne Street 
 Tulare Street 
 Ventura Avenue 
 
 

Long overpasses cut off local street circulation 
ADA concerns, separate pedestrian bridges 

 
Socioeconomic 
Visual/aesthetics, blight 
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OLIVE AVENUE AND TULARE STREET 

Roeding Regional Park 

Chukchansi Park 

CONSTRUCTION IMPACTS GRADE SEPARATIONS 
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 Permanent traffic impacts created by road and ramp closures: 
Divisadero, Mono and Kern in Downtown Fresno 
Three exit ramps/two entrance ramps from State Route 99: 

Dakota Avenue 
Shields Avenue 
Princeton Avenue 

Carnegie Avenue, mitigation with Veterans Boulevard 
overpass 
South Van Ness Industrial street crossings: 

Van Ness 
Florence 
Belgravia 
Re-routing of East Avenue 

Traffic mitigations to be implemented with the project,                   
not in the future 

 
 

DISPLACEMENT OF BUSINESSES 
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DOWNTOWN SECTION IMPACTS DOWNTOWN SECTION IMPACTS 
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FRESNO RESCUE MISSION 
HIGH SPEED RAIL AUTHORITY 

PROJECT ALTERNATIVES 

  
 

NO PROJECT ALTERNATIVE 
 
AT-GRADE SECTION ALTERNATIVE 
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FRESNO SUBSECTION  
ALTERNATIVES DESCRIPTIONS 

DOWNTOWN TRENCH ALTERNATIVES 
NOT INCLUDED IN EIR/EIS 

  
 

CAHSR CONCEPTUAL ALTERNATIVE A:  
DEPRESSED SECTION 
 
CONCEPTUAL ALTERNATIVE B:  
DEPRESSED SECTION WITH SLOPES 
 
CONCEPTUAL ALTERNATIVE C:  
DEPRESSED SECTION WITH SLOPE & SHORT WALLS 
 
CONCEPTUAL ALTERNATIVE D:  
DEPRESSED SECTION (HSR/UPRR) WITH MSE WALLS 
 
CONCEPTUAL ALTERNATIVE E:  
DEPRESSED SECTION (HSR/UPRR) WITH SLOPES 
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FRESNO SUBSECTION  
ALTERNATIVES DESCRIPTIONS 

FRESNO SUBSECTION  
ALTERNATIVES DESCRIPTIONS 
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FRESNO SUBSECTION  
ALTERNATIVES DESCRIPTIONS 

FRESNO SUBSECTION  
ALTERNATIVES DESCRIPTIONS 
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FRESNO SUBSECTION  
ALTERNATIVES DESCRIPTIONS 

FRESNO SUBSECTION  
ALTERNATIVES DESCRIPTIONS 
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NOISE AND VIBRATION HISTORIC PROPERTIES 

Forestiere  
Underground Gardens 
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ROEDING PARK ROEDING PARK 
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 Grade-separated Union Pacific corridor 
 
 Downtown High Speed Rail station (Mariposa Street location) 
 
 Reconstruction of confusing Fresno and H Street connection 
 
 Heavy maintenance facility  
 
 Veterans Boulevard construction 
 
 

STATION AREA DEVELPOMENT 
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DISCUSSION 
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L011-1

L011-2

L011-3

L011-4

L011-5

L011-6
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L011-1

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

The concern cited in the comment about the community impacts resulting from

engineering decisions about the construction of underpasses versus overpasses is

addressed through Mitigation Measure SO-7: Develop measures to minimize the

potential for physical deterioration. The Authority has committed to working with affected

communities on the design of these features, consistent with Technical Memorandum

200.06, Aesthetic Guidelines for Non-Station Structures (Authority 2011b).

See also Impact SO#18, Environmental Justice Effects, in Section 3.12,

Socioeconomics, Communities, and Environmental Justice, of the Final EIR/EIS. SO#18

evaluates the potentially significant operational impacts that would be disproportionately

high and adverse on minority and low-income populations. The Environmental Justice

(EJ) impacts are presented in Table 3.12-17, including those related to traffic,

aesthetics, and socioeconomic impacts.

The aesthetic and visual impacts resulting from the construction of underpasses or

overpasses would be distributed across the entire alignment, but would be concentrated

in urban areas where EJ communities exist. See Section 3.16, Aesthetics and Visual

Resources, for complete information on the impacts and mitigation measures proposed

to address these issues, including Mitigation Measure AVR-MM#2f, Landscape

Treatments along the HST Project Overcrossing and Retained Fill Elements of the HST.

Where the elevated guideway or overpass is adjacent to residential areas, the Authority

will plant trees along the edges of the right-of-way to help reduce the visual contrast.

The Authority will also plant vegetation within lands acquired for the project after

construction is complete. This type of mitigation measure is commonly used for large

infrastructure projects to minimize impacts resulting from the introduction of new

structures.

L011-2

Refer to Standard Response FB-Response-TR-01, FB-Response-S&S-01 and FB-

Response-GENERAL-01.

L011-3

The location of the requested construction of Veterans Boulevard from Shaw Avenue to

Herndon Avenue falls within the project limits of the Merced to Fresno Section. Please

see Volume IV of the Merced to Fresno Final EIR/EIS. This document can be located on

the Authority's website.

L011-4

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

Response-SO-05.

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

see the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #3,

Impact SO #4, and Impact SO #13. The document explains that the intensity of the

effect is negligible for all alternatives because the economic impact is measurable but

would not be perceptible to community residents.

The Authority has been working in conjunction with the City of Fresno and County of

Fresno to develop resources to assist affected businesses and to mitigate any potential

impacts on city and county staff and resources from the increased permitting needs of

those impacted businesses. The Authority has committed to maintaining a permit bureau

to help businesses overcome the regulatory disruptions caused by the project.

L011-5

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

L011-6

The location referenced in your letter, Roeding Park and Chaffee Zoo, lies within the

project footprint for the Merced to Fresno Section of the HST project, which adjoins the

Fresno to Bakersfield Section in the city of Fresno. The Final EIR/EIS for the Merced to

Fresno Section was issued in April 2012. The construction and project impacts on

Roeding Park and the Chaffee Zoo are discussed in Section 3.15.5.3, Parks and

Recreation, of the Merced to Fresno Section Final EIR/EIS.
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L012-2

L012-3

L012-4
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L012-4

L012-5

L012-6
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L012-7

L012-8

L012-9

L012-10

L012-11

L012-12

L012-13

L012-14
L012-15

L012-16
L012-17

L012-18

L012-19
L012-20
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L012-1

Comment noted. The Draft EIR/EIS took into account previous local built environment

surveys to ensure that the survey for the Fresno to Bakersfield Section of the HST

System included all potential individual resources as well as districts and potential

districts, such as the Warehouse District. Section 3.17, Cultural and Paleontological

Resources, of the Revised DEIR/Supplemental DEIS presents the findings of this study

and has adequately identified built environment resources for the purposes of Section

106 and CEQA as they pertain to historical resources. The Authority and FRA

acknowledge the authority of the Fresno City Council and the Historic Preservation

Commission to designate resources to the Fresno Local Register of Historic Resources.

L012-2

The text of Section 3.17, Cultural and Paleontological Resources, of the Revised

DEIR/Supplemental DEIS has been revised in the Final EIR/EIS in response to this

comment. Regarding the Basque Hotel, review of historical research for this property

supports the findings in the Draft EIR/EIS and the Revised DEIR/Supplemental

DEIS. Also, on February 6, 2012, the California State Historic Preservation Officer

(SHPO) concurred (SHPO 2012) with the findings of the Historic Architectural Survey

Report (HASR) (Authority and FRA 2011b) and the Historic Property Survey Report

(HPSR) (Authority and FRA 2011c), both of which were completed in October 2011.

L012-3

The text of Section 3.17, Cultural and Paleontological Resources, of the Revised

DEIR/Supplemental DEIS has been revised in response to your comment regarding the

California Packing Corporation Water Tower.  Regarding the Mayflower Apartments, the

Draft EIR/EIS and the Revised DEIR/Supplemental DEIS identified this property as not

eligible for the National Register of Historic Places; however, previous studies found the

property eligible for listing in Fresno's Local Register of Historic Places and the

California Register of Historical Resources. The HST System would have no direct or

indirect impacts on this historical resource, so no further action is required.

L012-4

Comment noted. The Authority and FRA acknowledge the authority of the Fresno City

Council and the Historic Preservation Commission to designate resources to the Fresno

L012-4

Local Register of Historic Resources. The Draft EIR/EIS identified the Pacific Coast

Seeded Raisin Co. as a historical resource under the California Environmental Quality

Act (CEQA) because of its potential significance at the local level. The Draft EIR/EIS

also identified a direct impact to the building because it would be demolished. In

addition, the Draft EIR/EIS identified multiple options for mitigation of impacts to

historical resources. The specific mitigation for this property will be identified in the

Memorandum of Agreement (MOA) and built-environment treatment plan process.

The consultation process is discussed in detail in the Section 106 Programmatic

Agreement (PA) (Authority and FRA 2011e) in Section IV, Ongoing Consultation with

Native American Tribes, and Section V, Participation of Other Consulting Parties and the

Public. The PA is provided as Appendix 3.17-A of the Final EIR/EIS. The PA constitutes

an agreement between the State Historic Preservation Officer (SHPO), the Authority, the

FRA, and Native American tribes on how compliance with Section 106 will be

implemented. Part of these stipulations is the requirement to inquire with knowledgeable

individuals or groups to seek their involvement in the process of developing MOAs that

deal specifically with deciding on the types of mitigation measures that the parties

involved agree will successfully minimize or reduce adverse effects on historical

properties.

L012-5

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

Comment noted.  Direct and indirect adverse effects of the project are assessed in

accordance with Section 106 of the NHPA, 36 CFR 800.5 and in accordance with

Section 15064.5 of the CEQA Guidelines. The analysis of potential effects caused by

the alternatives is described in Chapter 3.17, Cultural and Paleontological Resources.

The conclusions of this analysis will take into account the options provided by the

Authority's engineering team and make recommendations to resolve the adverse

effects, or avoid them if feasible, as per the stipulations of the PA and as required by

CEQA as it pertains to historical resources.

Response to Submission L012 (Craig Scharton, City of Fresno, Development and Resource Management
Department, September 19, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-145



L012-6

This resource was not addressed in the Draft EIR/EIS or the Revised

DEIR/Supplemental DEIS for the Fresno to Bakersfield Section. This resource was

responded to as part of the responses to the Merced to Fresno Section.

L012-7

Whether or not the Commission determines that the McCardle Home and Zacky Farms

to eligible for the Local Register of Historic Resources or the California Register is not

under the purview of the EIR/EIS to address; however, it is the prerogative of the

Commission to do so. The Zacky Farms and McCardle Home are within the Merced-

Fresno area of potential effect, and are not located within the study area of the Fresno-

Bakersfield document.

L012-8

The Azteca Theater was re-evaluated for eligibility to the National Register of Historic

Places (NRHP) and the California Register of Historical Resources (CRHR) in response

to the additional information provided. The text of Section 3.17, Cultural and

Paleontological Resources, of the Revised DEIR/Supplemental DEIS has been revised

appropriately.

L012-9

Comment noted. The Authority and FRA acknowledge the authority of the Fresno City

Council and the Historic Preservation Commission to designate resources to the Fresno

Local Register of Historic Resources. The Draft EIR/EIS identified the Pacific Coast

Seeded Raisin Co. as a historical resource under the California Environmental Quality

Act (CEQA) because of its potential significance at the local level. The Draft EIR/EIS

also identified a direct impact on the building because it would be demolished. In

addition, the Draft EIR/EIS identified multiple options for mitigation of impacts on

historical resources. The specific mitigation for this property will be identified in the

Memorandum of Agreement (MOA) and the built-environment treatment plan process.

The consultation process is discussed in detail in the Section 106 Programmatic

Agreement (PA) in Section IV, Ongoing Consultation with Native American Tribes, and

Section V, Participation of Other Consulting Parties and the Public (Authority and FRA

L012-9

2011e). The PA is provided as Appendix 3.17-A of the Final EIR/EIS. The PA constitutes

an agreement between the State Historic Preservation Officer (SHPO), the Authority, the

FRA, and Native American tribes on how compliance with Section 106 will be

implemented. Part of these stipulations is the requirement to inquire with knowledgeable

individuals or groups to seek their involvement in the process of developing the MOAs

that deal specifically with deciding on the types of mitigation measures that the parties

involved agree will successfully minimize or reduce adverse effects on historical

properties.

L012-10

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

Recommendations regarding the design and build options are not addressed in Chapter

3.17 and, as such, the efficacy of the undercrossing or overcrossing as options at Tulare

Street are not discussed here. No specific reference to a cultural resource is provided in

the comment to determine if either option may or may not impact a cultural resource.

The Commission can, however, make recommendations regarding the preferred design

options directly to the Authority.

L012-11

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

Recommendations regarding the preferred alternative are

not addressed in Chapter 3.17 and, as such, the efficacy of Mariposa Street Station as

an alternative  are not discussed here. No specific

reference to a cultural resource is provided in the comment to determine if

other station options may or may not impact a cultural resource. The Commission can,

however, make recommendations regarding the preferred design options directly

to the Authority.

L012-12

Refer to Standard Response FB-Response-CUL-03.
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L012-13

As discussed in the Revised DEIR/Supplemental DEIS, the Bank of Italy building will not

be adversely affected by the proposed project and therefore is not considered a take

under Section 4(f), which, in turn, would not warrant its inclusion in this table (Table 4-

4 in Chapter 4 of the Revised DEIR/Supplemental DEIS).

L012-14

Thank you for your comment. The text of the Revised DEIR/Supplemental DEIS has

been revised in response to your comment on Section 3.17, Cultural and Paleontological

Resources.

L012-15

The text of Section 3.17, Cultural and Paleontological Resources, of the Revised

DEIR/Supplemental DEIS has been revised in response to your comment.

L012-16

The text of Section 3.17, Cultural and Paleontological Resources, of the Revised

DEIR/Supplemental DEIS has been revised in response to your comment.

L012-17

The text of Section 3.17, Cultural and Paleontological Resources, of the Revised

DEIR/Supplemental DEIS has been revised in response to your comment.

L012-18

Table 3.17-1 in both the Draft EIR/EIS and the Revised DEIR/Supplemental

DEIS provides information regarding the Historic Preservation Ordinance of the City of

Fresno (Fresno Code of Ordinances, Chapter 12, Article 16), its purpose, and its

authorization of the establishment of a Historic Preservation Commission and a local

register of historic resources.

L012-19

Thank you for your comment. The text of Section 3.17, Cultural and Paleontological

Resources, of the Revised DEIR/Supplemental DEIS has been revised in response to

L012-19

your comment.

L012-20

The correct status codes for these properties are provided in Table 6.6-1 of the Historic

Property Survey Report (HPSR) (Authority and FRA 2011c).
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L013-1

Refer to Standard Response FB-Response-GENERAL-07.
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 Community Development:  559-585-2580  Facsimile: 559-583-1633 

 

 

 

 
 
 
 
October 13, 2011 
 
 
 
Fresno to Bakersfield Draft EIR/EIS Comment 
California High Speed Rail Authority 
770 L St., Suite 800 
Sacramento, CA 95814 
 
 
On September 20, 2011, the City of Hanford City Council approved sending a letter to the 
CAHSRA to request that the review period for the EIR/EIS be extended to six (6) months. This 
request was in addition to others that have been sent. To date, no extension has been reported.   
 
It should be noted that the burden of reviewing and commenting on the Draft EIR/EIS within the 
designated comment period is unreasonable and disproportionate to small agencies with limited 
staff, such as Hanford. Volume 1 of the Draft EIR/EIS tends to contain summary information 
with references to thousands of additional pages of text and graphics in separate documents, 
some of which are included as appendices and some are not. While we remain concerned that 
the methodology and approach utilized to prepare the EIR/EIS is inadequate to fully disclose 
impacts to the Hanford and Kings County community, it has not been possible to develop a 
complete understanding of how the technical studies and supporting documents were utilized to 
reach the conclusions presented in the EIR/EIS. This dilemma is magnified by the fact that an 
already small staff typical of medium and small cities like Hanford has been reduced further due 
to economic conditions. We believe that the additional analysis requested in some of the 
comments below is sufficiently extensive enough to require a revised Draft EIR/EIS be issued. 
The revised Draft EIR/EIS, when completed, should be circulated for at least a 6-month period. 
Our comments are below. 
 
We would like to request that, in addition to the “project” and “no project” scenarios, analysis of 
an alternative alignment along the SR 99 corridor be included in the final EIR/EIS. 
 
The HST is considered the single most significant project in California history. The 
environmental review process should reflect its importance, particularly for all of those that will 
be affected by its design. Further, Section 15064 of the CEQA Guidelines advises EIR 
preparers when evaluating impacts that “The determination of whether a project may have a 
significant effect on the environment calls for careful judgment on the part of the public agency 
involved, based to the extent possible on scientific and factual data. An ironclad definition of 
significant effect is not always possible because the significance of an activity may vary with the 
setting. For example, an activity which may not be significant in an urban area may be 
significant in a rural area.”  The EIR/EIS provides extensive analysis in the urban settings of 
Fresno and Bakersfield. However, there is a lack of information and analysis in the rural areas 
of Kings County. This leads to an inappropriate conclusion of “no significant impact” for many 
sections. This is a major inadequacy of the EIR/EIS. 
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L014-1

L014-2

Page 2 
 

Section 1.0 – Project Purpose, Need, and Objectives 
 
 Section 1.3.1  

 
This section references the San Joaquin Valley Blueprint process, an unprecedented 
planning effort that was launched in 2005 by the eight valley metropolitan planning 
organizations. It should be noted that, in addition to the valley-wide effort, each of the 
individual eight counties undertook county-specific Blueprint processes that outlined goals, 
priorities, and smart growth planning objectives. There are planning principles specific to the 
Kings County Blueprint that were outlined during the county-specific public outreach efforts. 
The eight county-specific Blueprints provide a more detailed look at each county’s planning 
priorities. The Kings County Blueprint Principles should be evaluated and integrated into the 
EIR/EIS. 
 

Section 2.5 – Travel Demand and Ridership Forecast 
 
 Pages 2-87 thru 92 

 
Since Hanford is listed as a potential station location, there is a need to include ridership 
forecasts for Hanford with a station, and Hanford without a station. 
 
We believe the document should include a list of ridership costs for roundtrip tickets from 
various stops in the Valley, as well as the cost of tickets to the Bay Area, Los Angeles and 
Sacramento. 

 
Section 3.2 - Transportation 
 
• Page 3.2-15 “Passenger Rail Service”. This section indicates that Amtrak’s San Joaquin 

route runs several times a day between the San Francisco Bay area, Sacramento, and 
Bakersfield, and notes that other stops include Stockton, Modesto, Merced, Martinez, and 
Fresno. It does not mention Hanford or Corcoran.  
 

• Comment: Since Hanford’s ridership exceeds Stockton, Modesto, and Merced, it should 
certainly be listed as a stop. 
 

• Page 3.2-24 (figure 3.2-9) "Roadway Classifications" draft EIR identifies Lacey Boulevard as 
a local street. Other areas of document identify Lacey Boulevard as an arterial street (see 
Transportation-Technical Analysis Report page 4.3.2). 

 
Comment: Both City of Hanford roadway segments of Grangeville Boulevard from 10th 
Avenue to Highway 43 and Lacey Boulevard from 10th Avenue to Highway 43 will be 
impacted with the project. These two segments of roadway need to be included in the Traffic 
Impact Study Analysis. Both roadways are designated as city arterial streets. 
 

• Page 3.2-48 
 
Draft EIR states that with the introduction of HST service, passenger rail service (Amtrak) 
could be discontinued at Hanford, Corcoran, and Wasco. 
 
Comment: Abandoning Amtrak service at the existing Hanford downtown station would 
severely impact our local economy and limit transportation options within our community and 
Kings County in general. The City of Hanford and Kings Area Rural Transit (KART) have 
invested approximately $3 million to develop a regional transportation facility in the 

L014-3

L014-4

L014-5

L014-6

L014-7
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Page 3 
 

Downtown area. KART provides local and regional bus service in Kings County. It connects 
with Amtrak San Joaquin trains, Visalia City Coach, and Fresno Area Express. The hub of 
the bus system is Hanford Station.  
 
The impact of moving a train station approximately 1.5 miles east of town, or worse, not 
having a station to serve our community, would be devastating. The draft EIR does not 
identify mitigation measures to address this issue. The Hanford Station has more Amtrak 
ridership than Modesto, Stockton, and Merced – all larger cities. According to statistics 
provided by the Hanford Visitor Agency, 98 organized groups were processed in the fiscal 
year 2010-11 (ending in July, 2011). Of these groups, 45% of the visitors came on Amtrak. 
This does not count other groups or individuals that do not use the Visitor Agency services. 
A conservative estimate would be an additional 20 visitors per day, or 7,280 per year. If the 
45% using Amtrak holds true, that would be an additional 3,276 visitors per year using 
Amtrak, for a total visitor count of 6,164. This also does not include those people who use 
Amtrak to commute to and from work and those traveling on vacation or business. It is 
estimated that the average ridership at the Hanford Station is 7,500 to 9,000 people per 
month. Hanford is the third busiest stop on the San Joaquin line. The loss of a station in 
Hanford would mean a yearly loss of 90,000+ Amtrak riders. At an average ticket price of 
$50, this would mean a loss of $4,500,000 yearly. If the average ticket cost of $100 is used, 
it would be a loss of $9,000,000 yearly. Add in the loss of revenue from hotel rooms, food, 
gas, rental cars, and merchandise, and the yearly loss is considerably more. The EIR-EIS 
indicates that existing riders would shift to HST service as it becomes available. Based on 
existing Amtrak ticket prices and the estimated cost of HST, it is unlikely that most riders 
would shift. It would mean an increase in vehicle miles traveled if (most likely) people shift to 
using personal vehicles, but many of the city’s visitors would be lost. Also, there is only a 
“potential” HST station in Hanford. If there is no Amtrak station and no HST station, there 
would definitely be an impact to vehicle miles traveled. 
 
The EIR-EIS states that there would be a negligible impact under NEPA and a less-than-
significant impact under CEQA because existing passenger rail service would not be limited 
or worsened as the HST maintains service between major cities on the San Joaquin route. 
However, since Hanford is the third busiest stop on the San Joaquin route, it IS one of the 
major cities. The loss of an Amtrak station in Hanford is certainly significant. The 
financial/economic impacts must be addressed in the EIR-EIS and be discussed under 
Transportation and Environmental Justice. There should also be a review of the impacts of 
Vehicle Miles Traveled, including GHG, because train users would be required to drive to 
Fresno or Bakersfield to access Amtrak should Hanford’s station be discontinued. There 
should also be an analysis of the economic impact of no commuter rail service and the 
effect that would have on people who rely on Amtrak to commute to their jobs. 
 

• Page 3.2-63 
 

Draft EIR mentions that primary access to the proposed HST station will be via a direct 
access connection to Highway 43 located between the San Joaquin Valley Railroad (SJVR) 
and the intersection of Highway 43/Grangeville Boulevard. 
 
Figure 2.4 Transportation Analysis Technical Report also shows a map identifying a direct 
access connection to Highway 43. 
 
Comment: Caltrans will not allow a direct access connection to their highway system. 
Access to proposed HST station facility, in its current location, will most likely be required off 
Grangeville Boulevard. 
 

L014-7

L014-8

Page 4 
 

Another possible option is locating the HST station south of the SJVR tracks. This would 
allow a connection to serve the facility off of Lacey Boulevard. Either location would require 
an updated Traffic Impact Study (TIS) analysis. 
 

• Table 3.2-18, page 3.2-63 
 
Draft EIR states that the segment of Highway 43 from Highway 198 to Grangeville 
Boulevard will be adversely impacted with development of an HST station. Mitigation 
measures as identified on Table 3.2-32, page 3.2-91, specify construction of an additional 
travel lane on Highway 43. Since this segment of roadway crosses the SJVR track line, 
construction of an over/underpass at the crossing may be required. The future Caltrans 
Highway 43 expressway plan specifies the need to install a grade separation structure at the 
SJVR crossing if road widening occurs. 
 

• Table 3.2-19, page 3.2-64 
 

Draft EIR states that the intersection of Highway 43/Lacey Boulevard will be adversely 
impacted with development of an HST station. Mitigation measures as identified in Table 
3.2-31 specify installation of a traffic signal system to improve LOS/operation. TIS fails to 
address the issue of the Highway 43/Lacey Boulevard intersection being in close proximity 
to the Highway 198 westbound off ramp. Caltrans has stated to City staff that relocation of 
the Highway 43/Lacey Boulevard intersection further north from the existing location will be 
necessary in the future to accommodate left turn movements onto Lacey Boulevard. 
Maintaining this movement is critical to providing access to existing/future businesses 
located along East Lacey Boulevard as well as the City Downtown. Mitigation measures 
need to address this issue and provide for relocation of the Lacey Boulevard/Highway 43 
intersection north of its current location. City staff is available to discuss this issue in more 
detail. 
 

• Page 3.2-65 
 

Draft EIR discusses the possibility of funding construction of some downtown parking 
facilities to reduce the development footprint at the proposed HST station. The EIR/EIS 
needs to elaborate more on this issue and be specific. How many spaces are proposed to 
be offset with mitigation dollars? When would funding become available? Where would the 
off-site parking be located and how many spaces would be there be? How many on-site 
spaces are planned? What are the traffic impacts of travel into Hanford to access this 
parking? 
 

• Page 3.2-66 
 

Draft EIR makes reference to "Fresno station area" in paragraph titled "Kings/Tulare Area 
Freight Impacts." This statement is incorrect. 

 
• Page 3.2-90, Table 3.2-32 
 

Draft EIR refers to Highway 198 as a two-lane roadway throughout the document. 
Improvements to widen Highway 198 from Hanford to Visalia from two to four lanes have 
been on-going for well over a year now and are anticipated to be completed in 2012. 
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Page 5 
 

Section 3.4 - Noise 
 
• There is no detail in the Draft EIR/EIS that quantifies the total exposure of noise to sensitive 

receptors. While the Ldn for residential is provided, it lacks meaning and clarity given the 
extent of the proposed HST operations. There is no analysis of the period of time that the 
increasing, peak, and decreasing noise from the train will be experienced during the daily 
operations throughout Kings County. 
 

• The noise and vibration impacts upon the rural and agricultural areas (including dairy 
operations) of Kings County have not been adequately addressed in the Draft EIR/EIS. It is 
important to note that the level of significance for noise and vibration impacts in agricultural 
and rural areas should be considered differently than the level of significance recognized in 
metropolitan or urban areas where higher noise and vibration levels can be expected. The 
agricultural and rural areas of Kings County are significantly more susceptible to changes in 
noise and vibration levels, since existing conditions involve minimal noise and vibration 
disturbances. Please note that a significant effect on the environment as defined in the 
CEQA guidelines includes potentially substantial adverse change in physical conditions. 
Regarding noise and vibration, adverse changes relating to noise and vibration in 
agricultural and rural areas should be examined separately from those impacts in urban 
areas. While there was information on noise levels for livestock, it was not clear what the 
impacts would be and how the impacts would be mitigated. 
 

• The Draft EIR/EIS does not propose any sound barriers as mitigation in the Hanford area. 
Why? 
 

Section 3.11 – Public Safety and Security 
 
As stated in the Draft EIR/EIS, the United States currently doesn’t have any standards for a 
High Speed Rail system.  The Authority should place the EIR/EIS and the project on hold and 
begin the process of adopting standards. It is unrealistic and inadequate to simply rely upon 
another nation’s protocol. 
 
 Table 3.11.3 on Page 3.11-8 is incorrect in the listing of Hanford Fire Department’s 

equipment. The current Fire Department Apparatus listing is as follows: 
 
 4 engines – 2 staffed 
 2 patrols – staffed when staffing is available 
 1 hazmat apparatus 
 1 command vehicle (Police and Fire) 
 
 Page 3.11-15 – Law Enforcement – does not list crime rates for Hanford or Kings County. 

This needs to be included in the analysis. 
 

 Current Police Vehicles 
 

18 marked patrol vehicles 
   6 unmarked vehicles 
   1 marked pick-up 
   2 marked Citizen on Patrol vehicles 
   1 armored vehicle 
   1 police/fire mobile command vehicle 
   3 traffic motorcycles 
   1 SWAT Equipment Transport Van 

L014-13

L014-14

L014-15

L014-16

Page 6 
 

 
 Emergency Response Plans 

 
Figure 3.11-4 on Page 3.11-11 does not correctly identify hospital locations in Hanford. 
While there is a small complex on North Douty (Central Valley), this facility does not provide 
emergency treatment. The primary hospital (Adventist Medical Center) is at Mall Drive and 
Seventh Street and does provide emergency treatment. There is a heliport at that location. 
 
Figure 3.11-4 also does not show Fire Station #2, which is located on Houston near 11th 
Avenue. It does show a police or fire station to the west of town, which should probably have 
been identified as the hospital (Adventist Medical Center). 
 

Section 3.11.7 – Mitigation Measures 
 
 Page 3.11-38 

 
MM#2 indicates that payment of impact fees would lower impacts of safety and security 
hazards. 
 

 Table 3.11-8 on Page 3.11-39 also indicates payment of impact fees would lower a 
“significant” impact to “less than significant”. 
 
Comment 
 
Impact fees alone will not mitigate or lower impacts to a less than significant level and we 
believe that further analysis is warranted. Suggested mitigation measures are: 
 
1. There will be a need to construct a fire station and a police substation on the east side to 

maintain current response times. 
 

2. Additional staff to meet the demands for growth – per National Standards for Fire 
Fighters and one per thousand as per City Council policy for Police Officers.  
 

3. Additional Fire apparatus, such as a ladder truck, and Police vehicles as required. 
 

4. Additional radio equipment. 
 

5. Special equipment for accidents. 
 
Section 3.13 – Land Use 
 
 The proposed station site is outside the City’s Sphere of Influence (SOI) and is not eligible 

for annexation. County policies direct development to the cities within the County. The 
County’s General Plan shows the area as agricultural, which it has been for a very long 
time. The City has not identified a General Plan land use designation, since it’s outside the 
SOI. The State’s guidelines call for Transit Oriented Development (TOD) around the station, 
which would not be appropriate in the current proposed location. Although we have been 
told that the Kings-Tulare Regional Station would not be required to provide TOD, there is 
nothing in the EIR/EIS that would exclude the Hanford area station from this requirement. 
We would like an acknowledgment in this document that the Hanford area station would not 
be developed the same as stations in urban areas and that the area to would be allowed to 
remain in agriculture, with possibly an Urban Reserve designation for the future. 
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Page 7 
 

The Draft EIR/EIS has indicated that the impact to Land Use by the HST is less than 
significant and no mitigation is required. This is not plausible. The EIR/EIS has stated that 
the station locations will result in increased development around them and that will have an 
impact. Development around the Hanford area station would be detrimental to the 
agricultural area, as well as to Hanford’s historic downtown. It is not appropriate to simply 
dismiss the growth inducing impact of the facility by stating the impact would be less than 
significant. We strongly request the Authority to do the necessary analysis to determine the 
growth inducing impacts of the HST and disclose them within the Draft EIR/EIS. 

 
 How much land would be removed from agriculture within Kings County, both for right-of-

way and because of creating unusable parcels? 
 
Some general questions, not necessarily covered in any specific section of the EIR-EIS are: 
 

• Could there be a problem with any potential contaminants in the fill used during 
construction? What are the negative repercussions if any contaminants or pests are 
brought in? How could this negatively impact the fertile valley soil? What are other 
potential problems that could be caused from the fill? 
 

• Will the upcoming financial plan have more analysis on the number of jobs created? 
CAHSRA has claimed that 20,000 jobs will be created for every $1 billion spent on the 
project per year. Since it’s estimated that $5.5 billion will be spent for the rail between 
Fresno and Bakersfield, has it been confirmed that 20,000 jobs will be created in the 
Valley for five and a half years – or longer? 

 
The City of Hanford appreciates the opportunity to review and comment on the Draft EIR/EIS for 
the Fresno to Bakersfield section of the California High Speed Rail project. We recognize the 
tremendous scope of the project and the difficulty in attempting to analyze and address all 
potential impacts. However, even in the short period of time allowed for review of the 
voluminous document, we have noted quite a few inadequacies.  
 
As presented in the Draft EIR/EIS, the City of Hanford believes that the analysis of the Project 
fails to identify critical impacts to the community. We also believe that mitigation measures are 
not adequate to ensure that significant effects are mitigated to less than significant levels. 
Because a reasoned response to our comments would require the presentation of new 
information which identifies significant impacts not disclosed in the draft document, we request 
that the Draft EIR/EIS be re-circulated. 
  
City staff is available to review any of the comments provided in this letter, or to assist the 
Authority in analyzing impacts and devising appropriate mitigation measures where feasible. 
Please send a written response to our comments prior to any action on the environmental 
document. You may contact me at (559) 585-2578 or via email at ccain@ci.hanford.ca.us with 
any questions or to request a meeting to discuss these comments in greater detail. 
 
Sincerely, 
 
COMMUNITY DEVELOPMENT DEPARTMENT 

 
Cathy Cain 
Interim Community Development Director 
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L014-1

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

L014-2

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

The Draft EIR/EIS provides extensive analysis of impacts in rural areas of the alternative

alignments, including impacts on agricultural lands and agricultural businesses. Based

on comments received on the Draft EIR/EIS, additional information was provided in the

Revied DEIR/Supplemental DEIS on project impacts in rural areas.

L014-3

The Kings County Blueprint Principles relative to the HST project are the same as the

land use goals and policies provided in the County of Kings 2035 General Plan (Kings

County Planning Department 2010). Those goals and policies are evaluated in Section

3.13 of the EIR/EIS.

L014-4

Refer to Standard Response FB-Response-GENERAL-23.

In addition to forecasting HST ridership without a Hanford Station, the Authority tested

two scenarios with a high-speed rail station near Hanford (i.e., the Kings/Tulare

Regional Station): one with four trains per hour stopping at the Kings/Tulare Regional

Station and a second with one train per hour (see Cambridge Systematics, Inc. 2011).

The EIR/EIS uses the higher forecast (four trains per hour) to evaluate local and

regional traffic and parking impacts. 

The effect on overall HST riders is minor, because a large portion of the boardings at the

Kings/Tulare Regional Station are attracted from the Fresno Station, and the additional

time to stop trains reduces longer-distance inter-regional trips slightly more than

additional ridership generated by the station.

Since publication of the Revised DEIR/Supplemental DEIS, the Authority and FRA have

committed to constructing a Kings/Tulare Regional Station in the vicinity of Hanford as

L014-4

part of the project. The Kings/Tulare Regional Station is no longer considered a

"potential" station. Construction timing would be based on ridership demand in the

region, and would occur during Phase 2 of the statewide project, sometime after 2020.

L014-5

The text has been revised to include a reference to “Hanford” in the Revised

DEIR/Supplemental DEIS.

L014-6

The majority of traffic directed to the Kings/Tulare Regional Station—East Alternative is

expected to travel on SR 198 and SR 43. Road segments along Grangeville Boulevard

are not anticipated to be affected by the HST project.  Both Grangeville Boulevard and

Lacey Boulevard are identified as arterial streets on Figure 3.2-11.

L014-7

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

L014-8

The project proposes a new roadway connection with SR 43, not direct access for the

Kings/Tulare Regional Station—East Alternative.

L014-9

The Fresno to Bakersfield HST project will not preclude any jurisdiction or entity from

constructing future transportation projects or improvements. The Authority will work with

local jurisdictions to identify future transportation projects that could be affected by this

implementation of the HST project.

L014-10

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
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L014-10

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.

L014-11

Reference to “Fresno station area” has been corrected in the Revised

DEIR/Supplemental DEIS.

L014-12

Regional consultant staff collected the average daily traffic volumes at the study

roadway segments for the Kings/Tulare Regional Station—East Alternative during March

2010. SR 198 was a one-lane, directional roadway at this time.

The Authority will work with local jurisdictions to identify future transportation projects

that could be affected by the implementation of the HST project, and to not preclude

these projects in the future.

L014-13

The sound exposure level (SEL) during a single noise event is the primary descriptor of

a single noise event, and is used to describe noise from a HST passing a location along

the track. SEL is an intermediate value in the calculation of both the equivalent

L014-13

continuous noise level (Leq) and the day-night sound level (Ldn). It represents a

receiver's cumulative noise exposure from an event (train pass-by) and represents the

total A-weighted sound during the event, normalized to a 1-second interval. There is

considerable evidence that increased annoyance is likely to occur for train noise events

with rapid onset rates. The relationship between speed and distance defines the

locations where the onset rate for HST operations can cause annoyance or surprise,

according to the FRA guidance manual (FRA 2005a). For the most part, the potential for

increased annoyance is confined to an area very close to the tracks. In the Fresno to

Bakersfield Section, the maximum train speeds would be 220 miles per hour. At this

speed, the distance from the centerline of the tracks within which annoyance or surprise

can occur would be 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 be negligible effects under NEPA and less-than-significant impacts under

CEQA.

L014-14

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. The FRA High-Speed Ground

Transportation Noise and Vibration Impact Assessment manual (FRA 2005a) considers

an SEL of 100 dBA the most appropriate threshold for disturbance effects on wildlife and

livestock of all types. An animal would need to be within 100 feet of an at-grade

guideway to experience an SEL of 100 dBA.  Pile-driving activities related to

construction may generate these noise levels if livestock/animals are located within 50

to100 feet of the activity, but it is not likely that animals will be located this close as the

right-of-way is 50 feet away from the centerline of the track. At this time, there is no

conclusive evidence of noise and vibration decreasing production in livestock or

affecting breeding habits. The Authority, or the subcontractor, will be responsible, as

they will be the ones generating the noise during construction of the project.  .

L014-15

Potential noise impact has been assessed at sensitive receivers, and these areas are

identified in Section 3.4.5, Environmental Consequences, of the Revised
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L014-15

DEIR/Supplemental DEIS and shown on 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 3.4.7

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

3.4.7, 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.

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

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

L014-15

reduce the visual impact of the sound barriers.

L014-16

The suggested corrections have been made to the Revised DEIR/Supplemental DEIS.

L014-17

Refer to Standard Response FB-Response-S&S-03, FB-Response-S&S-04.

L014-18

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. Although, the Authority would

work with the City of Hanford and Kings County to discourage growth in the vicinity of

the station, 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. 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. 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. Plans and

policies for land use in the vicinity of the station site continue to be largely focused on
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L014-18

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. 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.

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

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

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

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

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

under NEPA and a significant impact under CEQA.

L014-19

As stated in Section 3.14.5.1, the BNSF Alternative would permanently convert 3,102

acres of Important Farmland to nonagricultural use. The Hanford West Bypass 1 and

Hanford West Bypass 2 alternatives would decrease farmland impacts by 233 and 277

acres, respectively, in comparison to the BNSF Alternative, which travels to the east of

Hanford. The Corcoran Elevated Alternative would decrease impacts on Important

Farmland by 155 acres when compared with the BNSF Alternative. The Corcoran

Bypass, Allensworth Bypass, and Wasco-Shafter Bypass alternatives would decrease

the acreage of Important Farmland converted to nonagricultural use relative to the BNSF

Alternative by 76, 82, and 16 acres, respectively. The Bakersfield South and Bakersfield

Hybrid alternatives pass through an urban area and would not affect Important

Farmland, as would the segments of the BNSF Alternative that correspond to the

Bakersfield South and Bakersfield Hybrid alternatives.

The Authority and FRA have refined acreages of agricultural land that would be

converted to non-agricultural land in the Revised DEIR/Supplemental DEIS as a result of

continuing project design, comments received on the DEIR/DEIS, and additional

consultation with public agencies. Because final design is not complete, the Revised

DEIR/Supplemental DEIS took a conservative approach in identifying a footprint area

within which project construction would occur and permanent structures would be

L014-19

placed.

L014-20

The Authority recognizes this concern and notes that the project would use only clean fill

material for construction. Existing laws and regulations would prohibit or severely limit

the use of contaminated materials to eliminate the spread of these materials and the risk

of exposure to contaminated soils.

L014-21

The California High-speed Rail Authority compared job creation estimates from several

sources, including the American Public Transportation Association and the President's

Council of Economic Advisors, to develop an average figure of 20,000 job-years per $1

billion in capital investment, with approximately one-third of those jobs the result of direct

employment and approximately two-thirds the result of multiplier effects. Multiplier

effects capture the impact that an initial amount of spending will have as it travels

through the economy (as workers go to local restaurants, stores and other businesses

who then pay their employees). The term job-years represents the equivalent number of

one-year long, full-time jobs that will be created. The estimates are based on the capital

costs of the program but do not include the costs associated with purchasing real estate

which is considered an investment, not a source for job creation. However, 20 percent of

the total real estate costs are assumed to include administrative and professional

service fees associated with real estate purchases so these costs are included in the

analysis. The Authority estimates construction will create approximately 20,000 jobs

annually over five years in the Central Valley.
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Stakeholder
Comments/Issues :

JOHN W. GORDON, ATTORNEY AT LAW
P.O. Box 798
Lemoore, CA 93245
(559) 707-7191
johngordonesq@gmail.com

October 12, 2011

RE: High Speed Rail EIR Comments
Comment 1.
The High Speed Rail (HSR) line will create urban sprawl throughout the
San Joaquin Valley (Valley).  Working parents will look for cost effective
housing and less population dense areas to raise their family.
Therefore, HSR will increase the Valley population thereby encroaching
on open spaces and sensitive habitats.  Further, the population increase
will cause a huge demand for a reliable municipal water source.
These concerns come from the empirical evidence provided by the
development in the city of Dublin, California.  Dublin is the most eastern
station on the Bay Area Rapid Transit System.  Over the past two
decades, Dublin saw an explosion in urban development.   As the
population has increased, there has been a greater demand for
resources like water and an increase in local vehicle traffic.  In this
example a rural area became urbanized due to urban sprawl that Bay
Area workers created.
These workers are better left in dense urban areas where they better
utilize natural resources and are not lured into the possibility of less
efficient single family housing on large lots.  In addition, the Valley’s
water resources are much more suited to an agricultural use because of
the yearly variability of surface water in the Valley.  Hence, we would
have to greatly deplete ground water and push environmental needs
aside in order to satisfy the demands of urban sprawl in the San Joaquin
Valley.
Comment 2.
The High Speed Rail (HSR) Authority’s plan to move Amtrak onto the
HSR System will have a negative impact on Kings County residents.
Currently, the residents have an Amtrak station in down town Hanford.
Putting Amtrak on the HSR System would require residents to travel to
Fresno to utilize Amtrak services.  This plan will create an extra 70 mile
vehicle round trip for Kings County residents.  Therefore, the plan
increases pollutants like particulate matter, hydrocarbons, carbon
monoxide, sulfur dioxide, nitrogen oxides and volatile organic
compounds.
The carrot of a Hanford HSR station is economic infeasible.  The price
tag is much too great of a burden for the economically disadvantaged
citizens of Kings County.  Additionally, this carrot does not seem sincere
as it is not a planned stop within the current HSR plan.
Comment 3.
There is great concern with the environmental record of the two
engineering firms chosen to build the High Speed Rail (HSR) System.
Siemens paid a $500,000 fine for environmental violation in 2008 and
has a pending case for violating the Clean Water Act by polluting the
Sacramento River where the California Sportfishing Protection Alliance
is the plaintiff.  URS was issued a fine of $150,000 last year by the
Department of Energy.
The HSR System is a massive project and will have devastating impacts
on the San Joaquin Valley if best engineering practices are not used.
Comment 4.
The High Speed Rail (HSR) Alignment that would run west of the city of
Hanford will create readiness issues for the Lemoore Naval Air Station
(LNAS).  Many of the sailors that work at LNAS live in Hanford.  The
construction of the HSR and creation of bypasses needs to be
addressed to insure the readiness of LNAS which has National Security

L015-1

L015-2

L015-3

L015-4

L015-5

Submission L015 (John Gordon, City of Lemoore, October 13, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-158



consequences.
In addition, many people that live in Lemoore work and/or shop in
Hanford.  The construction and operation of the HSR may impair
Lemoore citizens travel to Hanford and increase travel distances due to
lack of bypass ability of the HSR System.  This would increase pollutants
like particulate matter, hydrocarbons, carbon monoxide, sulfur dioxide,
nitrogen oxides and volatile organic compounds.
Comment 5.
Assuming the High Speed Rail (HSR) Authority is environmentally and
cost conscious, the HSR Authority must explain why the Bakersfield to
Los Angeles is not the first priority.  Amtrak riders from Northern
California have to ride a bus from Bakersfield to Los Angeles because
there is no connecting rail for this segment of California.  These bus trips
increase the San Joaquin Valley pollution by creating air pollutants like
particulate matter, hydrocarbons, carbon monoxide, sulfur dioxide,
nitrogen oxides and volatile organic compounds.   Therefore, first, the
HSR Authority must create the Bakersfield to Los Angeles segment in
order to act in an environmentally responsible manner.
Respectfully submitted,
John W. Gordon
Lemoore City Councilman

EIR/EIS Comment : Yes
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L015-1

Refer to Standard Response FB-Response-GENERAL-03, FB-Response-HWR-04.

L015-2

Refer to Standard Response FB-Response-GENERAL-03 and FB-Response-LU-01.

L015-3

HST operations would help improve long-term air quality in the San Joaquin Valley Air

Basin by reducing vehicle miles traveled, a major source of air pollution. As described in

the EIR/EIS, Section 3.3.6.3, the reductions in vehicle miles traveled and the

consequential reduction in air pollution cover both inter-regional (from county to county)

and intra-regional (within the county) travel.

L015-4

Since publication of the Revised DEIR/Supplemental DEIS, the Authority and FRA have

committed to constructing a Kings/Tulare Regional Station in the vicinity of Hanford as

part of the project. The Kings/Tulare Regional Station is no longer considered a

"potential" station. Construction timing would be based on ridership demand in the

region, and would occur during Phase 2 of the statewide project, sometime after 2020.

L015-5

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

As discussed in Chapter 2, Section 2.2 of the EIR/EIS, the HST System would include a

dedicated, fully grade-separated and access-controlled right-of-way. Unlike existing

passenger and freight trains in the project area, there would be no at-grade road

crossings, and planning the system requires grade-separated overcrossings,

undercrossings, and modifications for roadways.

Proposed road crossings of the HST alignment in the vicinity of Lemoore and Lemoore

Naval Air Station are listed in Appendix 2-A, Road Crossings. For the Hanford West

Bypass 1 and Bypass 2 alternatives in particular, Flint Avenue, Fargo Avenue,

Grangeville Boulevard, 13th Avenue, West Lacey Boulevard, Glendale Avenue, SR 198,

Hanford-Armona Road, Houston Avenue, Iona Avenue, 12th Avenue, Idaho Avenue,

L015-5

and Jackson Avenue (among others) would remain open and grade-separated from the

HST alignment with either overcrossings or undercrossings. Please refer to Appendix 2-

A for more detail.

As discussed in Standard Response FB-Response-TR-01, the project's

Construction Transportation Plan will be developed in close cooperation with local

jurisdictions.

L015-6

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

L015-7

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 HSR 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.

•
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L015-7

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 system (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 (Amtrak) San Joaquin, Altamont Commuter 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,
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, in a manner consistent with the Southern

•

L015-7

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.

•

Step 2—Initial HSR Operations. Introduction of the state’s (and the nation’s) first fully

operational HSR 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 HSR 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 HSR 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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L015-7

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 HSR 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 HSR

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 HSR 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 HSR 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 HSR. Phase

2 areas will see improvements in rail service well in advance of the expansion of the

HSR System through the combination of early investments and blended operations, as

described in the Revised Business Plan.

•

L015-8

As discussed in Section 1.5 of the Revised DEIR/Supplemental DEIS, the Revised 2012

Business Plan describes in more detail how Phase 1 of the HST system will be

implemented. Phase 1 will start in the Central Valley (the Merced to Fresno Section and

the Fresno to Bakersfield Section) and build incrementally toward the Los Angeles

Basin. Temporary increases in pollutants might occur because Amtrak riders will have to

travel from Bakersfield to Los Angeles while those segments (the Bakersfield to

Palmdale Section and the Palmdale to Los Angeles Section) are built. These increases

would be offset, however, by HST operations that would help improve long-term air

quality in the San Joaquin Valley Air Basin by reducing vehicle miles traveled, a major

L015-8

source of air pollution.
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Refer to Standard Response FB-Response-GENERAL-07.
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L017-1

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

L017-2

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

L017-3

The maps included in Volume I of the Revised DEIR/Supplemental DEIS have been

revised in response to your comment.
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Refer to Standard Response FB-Response-GENERAL-09 and FB-Response-

GENERAL-10.
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Fresno - Bakersfield - RECORD #136 DETAIL
Status : Action Pending
Record Date : 8/23/2011
Response Requested : No
Stakeholder Type : Government
Submission Date : 8/23/2011
Submission Method : Website
First Name : Alan
Last Name : Christensen
Professional Title : City Manager
Business/Organization : City of Wasco
Address :
Apt./Suite No. :
City : Bakersfield
State : CA
Zip Code : 93280
Telephone : 6615871312
Email : alanc@ci.wasco.ca.us
Email Subscription : Fresno - Bakersfield
Cell Phone :
Add to Mailing List : Yes

Stakeholder
Comments/Issues :

The California High-Speed Rail Authority has been developing the
project-level Draft EIR /EIS for the Fresno to Bakersfield section of the
California High-Speed Rail Project.  The City of Wasco is taking specific
interest in the preferred alignment for the rail tracks that will send high
speed trains through our downtown.

First of all, let me say that the Wasco City Council generally supports the
downtown alignment as preferred.  At this time, your staff indicates that
the preferred alignment would go on the west side of the BNSF right-of-
way.  This letter is a formal notice to the Authority that the Wasco City
Council is opposed to a western alignment and insists that the track
should be located east of the BNSF line instead.

The east location is desirable for the following reasons.  First, a western
alignment severely impacts many key businesses and residences.
Second, the many businesses impacted on the west location are
significant to the City of Wasco.  Many of those industrial businesses are
the largest industrial employers in Wasco.  We are certain that if those
businesses were displaced, many would choose to relocate outside the
City of Wasco with jobs permanently lost to the community.  Third, the
economic harm caused by impacting so many of our business and
residential properties will devastate the city’s tax base.  It is difficult to
quantify the amount of lost revenue caused by the loss of so many key
businesses, but we can say that it would take the community many
years to recover from lost property tax and business tax revenue.

We have been led to believe that the BNSF Railroad’s objection to the
eastern alignment is the primary reason why a west side alignment is not
preferred at this time.  Apparently BNSF believes an eastern alignment
would hurt their operations.  We do not believe that is the case, and we
believe they could be convinced if they understood the realities of project
better.  We ask your assistance in coming up with ways to keep the rail
alignment on an eastern path acceptable to the BNSF, the High-Speed
Rail Authority and the City of Wasco.

EIR/EIS Comment : Yes
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Refer to Standard Response FB-Response-GENERAL-10, FB-Response-GENERAL-14.

The Preliminary Fresno to Bakersfield Alternatives Analysis Report (Authority and FRA

2010b) studied alternatives through Wasco on both the western and eastern sides of the

BNSF right-of-way.

The Wasco/Shafter Through-Town At-Grade Option (CTT2A) would travel on the

eastern side of the BNSF right-of-way and was withdrawn during the Preliminary

Alternatives Analysis process due to its major intrusion through a small community;

extensive commercial displacements; loss of road network connectivity; and costly,

complex construction. This alignment would also have major impacts on BNSF Railway

sidings and spurs, and require grade separations that would have major impacts on the

existing roadway network. This alignment would require relocation of the existing Amtrak

station platform, and pass near an agricultural workers’ compound, which could raise

environmental justice issues.

Placing an alignment to the east of the BNSF Railway would displace the BNSF railyard

and facilities, including two customer spur lines. Because the BNSF is a common

carrier, it may not be possible to relocate their facilities if they choose not to participate.

Locating an HST alignment further east would require placement of the alignment on the

east side of H Street, which would displace a substantial number of low-income housing

units.

For these reasons, two alternatives were carried forward for further analysis in the

Fresno to Bakersfield Section EIR/EIS. The Wasco/Shafter Through-Town Elevated

Option (CTT2B) (carried forward as the BNSF Alternative) would travel on the western

side of the BNSF right-of-way. The Wasco/Shafter At-Grade East Bypass (CTT2D)

(carried forward as the Wasco-Shafter Bypass Alternative) would bypass both cities to

the east.

For more information, please see the Preliminary Fresno to Bakersfield Alternatives

Analysis Report (June 2010b) available on the Authority’s website.
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L020-1

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

L020-2

Construction of a Wasco to Bakersfield bike trail adjacent to the HST right-of-way is not

a proposed project activity for the Fresno to Bakersfield Section of the HST System, and

therefore is not analyzed in the Fresno to Bakersfield Section Revised

DEIR/Supplemental DEIS.

L020-3

Amtrak service is not proposed to be discontinued in Wasco. The passenger platform in

Wasco would  be relocated prior to demolition of the existing structure if necessary.

During construction, the Authority will coordinate with the appropriate transit

jurisdiction(s) before limiting access to public transit and limiting movement of public

transit vehicles. Potential actions that would impact access to transit include, but are not

limited to, relocating or temporarily removing bus stops, temporarily reducing access to

bus stops or transfer facilities, or otherwise temporarily modifying public transit routes or

operations. Public transit routes and stops will be maintained when safe and feasible

given construction requirements. and disruption to services will be minimized.

L020-4

Section 3.11 (Safety and Security) evaluates the safety impacts from construction and

operation of the HST system. Because the HST would carry passengers and be electric-

powered, there would be no safety hazards associated with HST cargo or fuel, such as

fires, explosions, or the release of toxic gases. The hazard associated with the

derailment of an HST is the physical mass and speed of the train colliding with a

structure or people, which could only occur adjacent to the right-of-way. A basic design

feature of an HST system is to contain train sets within the operational corridor.

Strategies to ensure containment include design, operational, 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. These areas include elevated guideways, such as the

guideways that will go through Wasco, and approaches to conventional rail and roadway

L020-4

crossings.

L020-5

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

The Preliminary Fresno to Bakersfield Alternatives Analysis Report (Authority and FRA

2010b) studied alternatives through Wasco on both the western and eastern sides of the

BNSF right-of-way.

The Wasco/Shafter Through-Town At-Grade Option (CTT2A) would travel on the

eastern side of the BNSF right-of-way and was withdrawn during the Preliminary

Alternatives Analysis process due to major intrusion through a small community;

extensive commercial displacements; loss of road network connectivity; and costly,

complex construction. This alignment would also have major impacts on BNSF Railway

sidings and spurs, and require grade separations that would have major impacts on the

existing roadway network. This alignment would require relocation of the existing Amtrak

station platform and would pass near an agricultural workers’ compound, which could

raise environmental justice issues.

Two alternatives were carried forward for further analysis in the Fresno to Bakersfield

project EIR/EIS. The Wasco/Shafter Through-Town Elevated Option (CTT2B) (carried

forward as the BNSF Alternative) would travel on the western side of the BNSF right-of-

way. The Wasco/Shafter At-Grade East Bypass (CTT2D) (carried forward as the

Wasco-Shafter Bypass Alternative) would bypass both cities to the east.

For more information, please see the Preliminary Fresno to Bakersfield Alternatives

Analysis Report (Authority and FRA 2010b), available on the Authority’s website.

L020-6

The California High-Speed Train Program Revised 2012 Business Plan (Authority

2012a) provides information on funding infrastructure and systems maintenance of the

HST System. It is anticipated that the California High-Speed Rail Authority (Authority)

will partner with the private sector through competitive procurement for the delivery,

operation, and maintenance of system infrastructure and train service.  Maintenance
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L020-6

revenues may be collected through a track access charge imposed on train operators.

To identify responsibility for infrastructure maintenance, the Authority and/or its private

sector partners may work with local agencies to enter into maintenance agreements

where the HST right-of-way intersects with local infrastructure. These maintenance

agreements will identify how common issues such as graffiti and weed abatement will be

addressed for land and structures within the HST right-of-way.

L020-7

The California High-Speed Rail Program Revised 2012 Business Plan (Authority 2012a)

provides information on funding infrastructure and systems maintenance of the high-

speed rail system. It is anticipated that the California High-Speed Rail Authority

(Authority) will partner with the private sector through competitive procurement for the

delivery, operation, and maintenance of system infrastructure and train service. 

Maintenance revenues may be collected through a track access charge imposed on

train operators. To identify responsibility for infrastructure maintenance, the Authority

and/or its private sector partners may work with local agencies to enter into maintenance

agreements where the high-speed train (HST) right-of-way intersects with local

infrastructure. These maintenance agreements will identify how common issues such as

graffiti and weed abatement will be addressed for land and structures within the HST

right-of-way.

L020-8

To protect public safety and the security of the California High-Speed Train (HST)

System, pedestrian and bicycle facilities will not be located within the HST corridor. The

California High-Speed Rail Authority (Authority) will continue to coordinate with local

agencies planning bike and pedestrian infrastructure projects outside the HST corridor,

and will work to ensure public safety and consistency with local design requirements and

standards.

L020-9

Refer to Standard Response FB-Response-PU&E-03, FB-Response-GENERAL-12, FB-

Response-GENERAL-13.

L020-9

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.

L020-10

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

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 2012g). See

the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #3, Impact

SO #4, and Impact SO #13, for effects on property and sales tax revenues.

L020-11

The Wasco Amtrak passenger platform may also be displaced by the project and would

need to be relocated to minimize service interruptions. This issue has been identified as

a special relocation consideration in the Draft Relocation Impacts Report, Section

6.4.3.1 (Authority and FRA 2012h).

L020-12

Refer to Mitigation Measures N&V-MM#1 and N&V-MM#2 in Section 3.4.7, Mitigation

Measures, for mitigation measures that will be undertaken during construction of the

project.

L020-13

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

For all project alternatives as well as all proposed station and HMF locations,

construction impacts would include traffic congestion related to temporary road closures

or detours, temporary increases in noise, and visual changes. (Refer to Chapter 3.2,

Transportation; Chapter 3.4, Noise and Vibration; and Chapter 3.16, Aesthetics and

Visual Resources, for full discussion of these construction impacts).

See Volume I Chapter 3.12 Impact SO #1 for information about the potential for
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L020-13

construction activities to disrupt business activity. Detailed construction access plans will

be developed before the start of construction, and the affected cities would review these

plans before construction implementation. Although access to some businesses would

be disrupted and detoured for short periods of time during construction, access would

always be maintained, see Chapter 3.2 TR MM#1- Access Maintenance for Property

Owners, which says that during construction, access with be maintained for owners to

their property to a level that maintains pre-project viability of the property for its pre-

project use. If a proposed road closure restricts current access to a property, alternative

access via connections to existing roadways will be provided. If adjacent road access is

not available, new road connections will be prepared, if feasible. If alternative road

access is not feasible, the property will be considered for acquisition.

As discussed in Chapter 3.4, without mitigation, noise effects for many sensitive

receivers in the Wasco area 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). These impacts could remain

significant at some locations due to the infeasibility of mitigation.

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. The sound barriers along the

BNSF Alternative would mitigate 55% of the severe noise impacts in the Wasco-Shafter

area. The noise receivers severely impacted in Wasco and Shafter that would not be

mitigated by a sound barrier would receive other forms of mitigation, such as building

insulation or payment of property noise easements. The Wasco-Shafter Bypass

Alternative would use mitigation in the form of building insulation or payment of property

noise easements to reduce severe impacts along this alternative. The Wasco-Shafter

Bypass would have substantially fewer severe noise impacts than the BNSF Alternative

because it avoids urban areas.

See Chapter 3.16, Aesthetics and Visual Resources, for information about temporary

impacts related to new sources of light and glare during construction. The chapter

explains that the impacts are of negligible intensity, and because their context would be

L020-13

localized, temporary, and with appropriate mitigation from AVR-MM#1a and #1b,

minimally affected, they are therefore not significant under NEPA and would be reduced

to less than significant levels under CEQA. Viewer sensitivity in established downtown

areas can be high, see Impact AVR #2c. As such, the project would result in adverse

visual effects that would remain significant under CEQA even after implementation of

mitigation measures.

Although project construction would affect individuals and property owners, these

impacts would be temporary and would not substantially affect community cohesion.

Therefore, construction effects and impacts in Wasco's business district from the BNSF

Alternative related to disruption or severance of community interactions or division of

established communities would be of moderate intensity under NEPA, and less than

significant under CEQA.

The short-term reductions in sales tax revenues are discussed in Chapter 3.12 Impact

SO #13, 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.

L020-14

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

Response-GENERAL-02, FB-Response-PU&E-02.

Response to Submission L020 (Alan Christensen, City of Wasco, October 10, 2011) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-183



L020-14

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

Response-GENERAL-02, FB-Response-PU&E-02, Chapter 2, Alternatives, of the

Revised DEIR/Supplemental DEIS, and the Authority's website for Frequently Asked

Questions under the heading "Technology."

The commenter asks about possible technical alternatives to catenary electric power

systems. Third-rail technology was not considered because there is no available HST

third-rail technology, and no third-rail HST systems are in operation anywhere in the

world. Tunneling and trenching of segments to avoid potential visual impacts would be a

prohibitively expensive way to address this issue; such an approach would require

extensive tunneled or trenched segments to avoid visible overhead catenary

systems, and these segments would have an extremely high cost.

Ultimately, the Wasco-Shafter Bypass Alternative was developed to address the visual

(and other) issues in Wasco most effectively. With this alternative, the great majority of

potentially sensitive visual receptors in Wasco would be completely avoided, rendering

technological alternatives unnecessary.

L020-15

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

See also Mitigation Measures AVR-MM#2b, #2c, #2d, #2e, and #2f.

L020-16

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

See also Mitigation Measures AVR-MM#2b, #2c, #2d, #2e, #2f, and #2g.

L020-17

Simulations of a typical elevated section in Downtown Wasco are provided in Figure

3.16-44 in Section 3.16, Aesthetics and Visual Resources, of the Revised

DEIR/Supplemental DEIS. Simulations of tunnel and cut-and-cover options have not

L020-17

been prepared because those options would be much less visually intrusive and would

only be visible from relatively close range.

L020-18

The same measures cited for sound barriers in measure AVR-MM#2g would also apply

to the standard non-sound vertical walls of the elevated structures. Surface

coatings would be applied to facilitate graffiti removal.

The vertical walls atop the elevated structures are at the outside edge of the viaduct and

would be accessible only via the rail bed/train track. Access to those walls would be

extremely difficult.

The Authority would maintain all HST facilities, including elevated structures, provide

appropriate graffiti control, and bear the cost of that control. The cost of that activity

cannot be accurately ascertained at this time. 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.

L020-19

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

FB-Response-GENERAL-14, FB-Response-SO-04.

See the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #1 and

Impact SO #7, for examination of community division along the project.

L020-20

Unfortunately, the 'temporary limbo' of potentially impacted properties is an effect of any

major public works project that evaluates alternatives, including new roadway

construction projects. Once a preferred alternative has been selected, this uncertainty

will be resolved and there will not be a lasting impact on properties not acquired for the

project. 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,
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L020-20

publication of the Fresno to Bakersfield Section Final EIR/EIS, issuance of the FRA's

Record of Decision (ROD) and the Authority's Notice of Determination (NOD), 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 construction is ready to begin. This is scheduled to begin in 2014 and

last through 2016. It is not possible to predict how home prices may fluctuate between

now and the time homes are actually purchased for the project, but the market as a

whole tends to fluctuate, not individual units or neighborhoods.

L020-21

The Authority has not determined whether they will allow the leasing of land under the

HST guideway. Therefore, leasing land under the guideway is not a part of the project

and is conservatively analyzed as permanently converted.

L020-22

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

L020-23

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

L020-24

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

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 2012g). See

the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #3, Impact

SO #4, and Impact SO #13, for effects on property and sales tax revenues.

L020-25

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

The Authority will negotiate with property owners whose land would be impacted by the

HST System. The Authority has the power of eminent domain, allowing it to condemn

L020-25

the property of unwilling sellers, with payment of just compensation (i.e., fair market

value) to the property owner. The HST Project financing includes funding for the costs of

property acquisition. Eminent domain is viewed as a last resort in developing a

statewide HST system. Information on the eminent domain process is available on the

Authority's website.

As described in Chapter 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 Chapter 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 ranges from a low of 0.03% of the total fiscal year 2009-

2010 property-tax revenue of Tulare County to a high of 0.2% in Kings County.

Therefore, the intensity is negligible for all alternatives, because the economic impact is

measurable, but would not be perceptible to community residents.

Short-term property tax revenues could also be reduced as a result of perceived lower

property values caused by proposed locations of project alternatives. Sales prices of

properties that change ownership in advance of planned construction or during the

construction period may be lower than current assessed values and may result in lower

property tax revenues. These resulting overall changes in property values cannot be

quantified as many factors influence these values and it is not possible to isolate the

impact of a proposed project from all the other current and future effects on real estate

supply and demand.

The short-term reductions in sales tax revenues are discussed in Chapter 3.12 Impact

SO #13, because the need to acquire land will necessitate the relocation of businesses

Response to Submission L020 (Alan Christensen, City of Wasco, October 10, 2011) - Continued

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-185



L020-25

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.

L020-26

The Authority does not currently have air rights for lands crossed by the HST. Those

rights must be provided by the State Legislature, which has not yet granted them.

Because the granting of air rights is uncertain, the economic impacts were

conservatively evaluated as permanent acquisitions and land use conversion.

This comment suggests that the alignment would be placed below ground in a covered

trench or in a tunnel so that the land above the HST could be developed. Because of the

height of the rail and the overhead contact system, the HST would need to be located 40

feet below grade to be fully depressed. In order to cover the HST, it would have to be

placed in a trench at least 50 or 60 feet deep. The cost of the elevated structure through

Wasco is approximately $63 million/mile. While the cost for a cut-and-cover trench has

not been developed, the cost of a retained cut 40 to 50 feet deep is estimated to be

about $131 million/mile. This would be less than the cost of a cut-and-cover trench but

provides a ballpark estimate of the cost difference between such a trench and an

elevated structure. The cost of a tunnel depends on the soils the tunnel goes through

and the method used to excavate the tunnel, but the minimum cost would be

approximately $242 million/mile.

L020-26

If it is assumed that the depressed section would extend 3 miles from McCombs Avenue

to the north and Jackson Avenue to the south, the cut-and cover trench would cost at

least $204 million more than the proposed elevated structure and the tunnel would cost

about $537 million than the proposed elevated structure. It is not expected that the

development rights to the right-of-way through Wasco would approach this increase in

construction costs.

L020-27

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

L020-28

The Wasco Amtrak passenger platform may also be displaced by the project and would

need to be relocated to minimize service interruptions. This issue has been identified as

a special relocation consideration in the Draft Relocation Impact Report, Section 6.4.3.1

(Authority and FRA 2012h).

L020-29

Refer to Standard Response FB-Response-GENERAL-12, FB-Response-TR-01.

Amtrak service is not proposed to be discontinued in Wasco. The passenger platform in

Wasco would be relocated prior to demolition of the existing structure if necessary.

L020-30

To protect public safety and the security of the California High-Speed Train (HST)

System, pedestrian and bicycle facilities will not be located within the HST corridor. The

California High-Speed Rail Authority (Authority) will continue to coordinate with local

agencies planning bike and pedestrian infrastructure projects outside the HST corridor,

and will work to ensure public safety and consistency with local design requirements and

standards.
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L021-1

Submission L021 (Carlo Wilcox, Corcoran Irrigation District, September 15, 2011)
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L021-1

Refer to Standard Response FB-Response-GENERAL-07.
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L022-2

L022-2

Submission L022 (Carlo Wilcox, Corcoran Irrigation District, October 13, 2011)
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L022-3
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L022-1

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

L022-2

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

L022-3

Refer to Standard Response FB-Response-HWR-01.
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L023-1

L023-2

L023-3

L023-4

L023-5
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Submission L023 (Phil Larson, County of Fresno Board of Supervisors, September 23, 2011)
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L023-6

L023-7

L023-8
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L023-10

L023-11
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L023-1

Through coordination with Fresno County officials, the majority of overcrossings have

been realigned to provide straight overcrossings along existing roadway alignments,

where feasible. These design modifications were evaluated in the Revised

DEIR/Supplemental DEIS and in the Final EIR/EIS.

L023-2

Based on coordination with Fresno County officials and the California Department of

Transportation, the undercrossing proposed for State Route 43 would be designed to

accommodate four lanes of traffic. These design modifications were evaluated in the

Revised DEIR/Supplemental DEIS.

L023-3

Refer to Standard Response FB-Response-AG-07.

A letter of notification to acquire Williamson Act land has been sent to the Department of

Conservation and each of the affected counties.

L023-4

The Authority and FRA revised the naming convention for the Fresno County General

Plan (Fresno County 2000) in the Revised DEIR/Supplemental DEIS as a result of

continuing project design, comments received on the Draft EIR/EIS, and additional

consultation with public agencies. The corrected terminology is used in Section 3.13,

Station Planning, Land Use, and Development, of the Final EIR/EIS.

L023-5

The project schedule has been revised in the Revised DEIR/Supplemental DEIS. Please

refer to the Preface for a schedule of milestones, and to Chapter 2, Table 2-17 for the

approximate construction schedule.

L023-6

Comment noted.  The Authority will coordinate with the Department of Public Health

regarding requirements for any necessary removal of underground storage tanks, septic

systems, water wells, and structures.

L023-7

Through coordination with Fresno County officials, the listed overcrossings (American,

Manning, Lincoln, South, and Floral avenues) have been realigned to provide straight

overcrossings along existing roadway alignments. The offset at Nebraska Avenue is

designed to minimize the offset while still complying with county design speed

requirements for curves and sight distance. These design modifications were evaluated

in the Revised DEIR/Supplemental DEIS, and further refined in accordance with county

requirements in the Final EIR/EIS.

L023-8

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

L023-9

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

The Authority would maintain the HST system, 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 land outside the project

footprint.

Maintenance of highways is the responsibility of Caltrans; maintenance of local roads is

under the appropriate jurisdiction (county or city) within its respective rights-of-way.

Regarding maintenance of overcrossing landscaping, Mitigation Measure AVR-2f

requires that such landscaping will be maintained continuously and appropriate irrigation

systems installed, if needed. Surface coatings will be applied on wood and concrete

surfaces to facilitate cleaning and graffiti removal. Graffiti or visual defacement or

damage will be painted over or repaired within a reasonable time after notification.

L023-10

Please see Chapter 3.8, Hydrology and Water Resources, of the Revised

DEIR/Supplemental DEIS, impact  WTR-5 (Section 5.2.2). This section indicates that

runoff from overcrossings would be directed to infiltration/detention basins if a local

Response to Submission L023 (Phil Larson, County of Fresno Board of Supervisors, September 23,
2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-195



L023-10

storm drain system does not exist or if the storm drain system does not have sufficient

capacity.

L023-11

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

Sufficient area to incorporate cul-de-sacs at closed county roadways has been

evaluated in the EIR/EIS. The details of these features will be developed with the county

during the design and construction process.
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L024-1

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

The Authority is committed to work with communities to improve the quality of views that

include the HST. Mitigation measure AVR-MM#2 in Section 3.16 of the EIR/EIS would

require the Authority and its design/build contractor to establish a process with the city

or county with jurisdiction over the land along the alignment to advance the final design

through a collaborative, context-sensitive solutions 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 designs including landscaping.

The process will include activities to solicit community input in the affected

neighborhoods.
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Submission L025 (Douglas Davis, Cross Creek Flood Control District, September 20, 2011)
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L025-1

Refer to Standard Response FB-Response-GENERAL-07.
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Fresno - Bakersfield - RECORD #465 DETAIL
Status : Action Pending
Record Date : 10/6/2011
Response Requested : No
Stakeholder Type : Other
Submission Date : 10/6/2011
Submission Method : Website
First Name : Loreda
Last Name : Clevenger
Professional Title : Principal
Business/Organization : Edison School
Address :
Apt./Suite No. :
City : Bakersfield
State : CA
Zip Code : 93307
Telephone : (661)  366-8216
Email : lcleven@zeus.kern.org
Email Subscription : Bakersfield - Palmdale, Fresno - Bakersfield
Cell Phone :
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

Both Routes that were shared at the Edison School meeting, showed the
High Speed Rail Project going by Edison School.  The Route along
Edison Hwy, would place the rails above the playground.  The Route to
the South of Edison School was unclear, but unless the rails goes
through several homes, the rails will border some of our classrooms and
the buses will have to travel under the rail each day.  Our walking
students would walk under the rails also.  When Edison School was
looking for property to purchase so we could eventually build another
school, we were unable to purchase our chosen property due to the
close proximity to railroad tracks.  I don't believe that law has changed.
Alternative routes must be developed so that students at Edison School
are not placed in danger each day they attend school.

EIR/EIS Comment : Yes
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Submission L026 (Loreda Clevenger, Edison School, October 6, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Local Agencies

Page 20-201



L026-1

The Edison Elementary School is on South Edison Road between SR 58 and the Edison

Highway. This school is approximately 4.25 miles east-southeast of the southern

terminus of the environmental study area for the Fresno to Bakersfield Section. The

alternative alignments for the HST between Bakersfield and Palmdale near the Edison

Elementary School are still under study and have not been finalized. Concerns

regarding student safety will be taken into account in finalizing the alternative alignments

near this school.
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Fresno - Bakersfield - RECORD #467 DETAIL
Status : Action Pending
Record Date : 10/7/2011
Response Requested : No
Stakeholder Type : Other
Submission Date : 10/7/2011
Submission Method : Project Email
First Name : Loreda
Last Name : Clevenger
Professional Title : Principal
Business/Organization : Edison School
Address : 721 Edison Road
Apt./Suite No. :
City : Bakersfield
State : CA
Zip Code : 93307
Telephone : 661-366-8216
Email : lclevenger@edisonschooldistrict.org
Email Subscription : Fresno - Bakersfield
Cell Phone :
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

I am the Principal of Edison School and I am very concerned regarding
the path of the High Speed Rail by Edison School.  There were two
plans
- One for the High Speed Rail to border our playground fields to the
North and the other plan to border our school to the South.  To the
South of the school is School street.  Unless the path is taken through
several houses on the South side of School Street, the rails will be
placed right next to classrooms and our buses will travel under the
rails each day.

When we looking to purchase property for a new school, we were unable
to
purchase the property we wanted due to the close proximity to the
railroad tracks.  Now the High Speed Rail project is able to bypass
those laws?  It is not safe for our students to be under the rails.
Please choose alternate routes that are not as close to Edison School,
721 Edison Rd, Bakersfield, Ca  93307.

Loreda Clevenger

Edison School Principal

(661)  366-8216

EIR/EIS Comment : Yes
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L027-1

The Edison Elementary School is on South Edison Road between SR 58 and the Edison

Highway. This school is approximately 4.25 miles east-southeast of the southern

terminus of the environmental study area for the Fresno to Bakersfield Section. The

alternative alignments for the HST between Bakersfield and Palmdale near the Edison

Elementary School are still under study and have not been finalized. Concerns

regarding student safety will be taken into account in finalizing the alternative alignments

near this school.
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L028-1

The Authority selected a Preferred Alternative following the close of the comment period

on the Revised DEIR/Supplemental DEIS and a review of those comments. The

Preferred Alternative is described in Chapter 7 of the Final EIR/EIS.

L028-2

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

L028-3

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

L028-4

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

L028-5

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

L028-6

The comment is not related to the evaluation of potentially significant impacts on public

utilities, specifically irrigation facilities. The environmental document identifies potential

impacts on existing utilities and determined that, through implementation of the

Statewide Program EIR/EIS mitigation strategies (e.g., to replace and relocate existing

utilities), the project as proposed would have no significant impact on public irrigation

facilities. The comment identifies preferences of the Fresno Irrigation District (FID) for

the methods and processes for crossing, replacing, andrelocating its facilities.

Implementing or not implementing the requests in Items 6a through 6g would not

change the evaluation and determination that there would be no significant impacts on

irrigation facilities because thefacilities would be replaced or relocated to operate at no

worse a level than that at which they currently function.

The Authority does acknowledge, however, the need for FID to participate in the review

of the Authority's construction plans to avoid and minimize impacts on FID facilities.  As

a result, the Authority and FID are now preparing a third-party agreement that will

specify the roles and responsibilities of each party in implementing the project. Issues

L028-6

raised in the comment letter regarding the review of plans, the use of licensed engineers

and surveyors, the need for hydraulics studies, the provision of as-built drawings

following HST construction, and the crossing of FID property and easements will be

addressed as part of the Authority and FID agreement negotiations.

L028-7

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

L028-8

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

L028-9

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

L028-10

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

L028-11

No discharges to FID canals are planned. For additional information regarding storwater

management, please see discussions in the Hydrology and Water Resources Technical

Report and Stormwater Quality Management Report. Detailed drainage plans will be

further refined by the Design/Build contractor.

L028-12

Refer to Standard Response FB-Response-HWR-01.
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L029-1

Thank you for the information provided on the drainage fee ordinance requirements. The

Authority and Fresno Metropolitan Flood Control District have entered into an agreement

regarding the drainage fee, and the drainage fee will be paid for by the Authority's

contractor.

L029-2

Refer to Standard Response FB-Response-GENERAL-08, FB-Response-HWR-01, FB-

Response-HWR-02.

Stormwater management strategies have been developed as part of the project's

preliminary engineering. Agency consultation and coordination will continue and the

Contractor will work with FMFCD to complete the final design for utility relocations. In

addition, project design has been further advanced within the Fresno Metropolitan Flood

Control District area as part of Construction Package 1A, including more detailed

drainage design. Engineers from the regional consultant team are working with the

district to address concerns and resolve conflicts. Project design features are described

and environmental impacts are evaluated in the RDEIR/SEIS, including floodplain

impacts and changes to existing drainage patterns. In general, it is anticipated that the

HST would use existing FMFCD drainage facilities where appropriate.

L029-3

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

Information provided by Fresno Metropolitan Flood Control District (FMFCD) will be

provided to HST contractors and inform the final design. The HST System will be

designed to meet FMFCD design guidelines within the district boundaries, including

onsite detention of stormwater runoff that exceeds the design flows of the existing

stormwater system. For example, please see the Procurement Package 1 Stormwater

Management Report, which is a more detailed document applicable to the initial

construction area between Herndon Avenue and Downtown Fresno (i.e., within the

district boundaries).

L029-4

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

The regional consultant design team is aware of pipeline crossings discovered during

initial utility investigations (which took place in 2010) and based on continued

coordination with the FMFCD. Protection of existing facilities crossed by the HST

alignment, or the relocation of those facilities, will be addressed in agreements between

the District, the Authority, and the Authority's contractors.

L029-5

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

Updates to the project design for Construction Package 1A (i.e., advancing the level of

detail in the preliminary engineering between Herndon Avenue and Downtown Fresno)

have further advanced proposed solutions to basin impacts. The Authority has been

working with FMFCD on these issues and will continue to work with the District to

resolve conflicts with Basin EH, EE, and RR2.

L029-6

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

This comment addresses the timing of relocated or otherwise affected drainage facilities

relative to HST construction activities. The comment also addresses cost allocation and

reimbursement, and procedures by District staff for reviewing and approving HST

drainage design and connections to District drainage infrastructure. These topics will be

addressed in the agreement between the Authority and the District.

L029-7

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

The Authority appreciates the information about FMFCD's local and commercially

available source of fill. The Authority agrees in principle with the benefits of using this

readily available, permitted source and has committed to its use to minimize impacts. At

this time, the Authority is not committing to using this of any particular source of fill –
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L029-7

procurement of fill material will be at the discretion of the Design/Build contractor, so

long as the fill is commercially available and permitted.

L029-8

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

For a general discussion about water quality, please see FB-Master Response-49.

General requirements and design standards for stormwater quality control (both within

and outside of District boundaries) are described in Chapter 3.8, Hydrology and Water

Resources, of the Revised DEIR/Supplemental DEIS and in the Stormwater Quality

Management Report. The HST project design features include compliance with and

implementation of the statewide NPDES Construction General Permit, including post-

construction stormwater requirements in areas outside of MS4s.

L029-9

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

NPDES permitting requirements for the HST are currently being discussed with the

State Water Resources Control Board. Storm water management programs are

described in Section 3.8.2.3.

L029-10

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

During construction, the Authority will be subject to the requirements of the National

Pollutant Discharge Elimination System (NPDES) Construction General Permit (CGP),

as amended or reissued, and the Clean Water Act (CWA) Section 401 Water Quality

Certification. In general, the CGP will drive construction-phase best management

practices (BMPs) and monitoring, whereas the Section 401 Water Quality Certification

will drive the selection and design of post-construction BMPs. Post-construction BMPs

required by the State Water Resources Control Board (SWRCB) will likely be consistent

with treatment and hydromodification control standards of the Caltrans NPDES MS4

Permit, which meet or exceed the post-construction requirements of Section XIII of the

L029-10

CGP.

Fresno Metropolitan Flood Control District's (FMFCD) permit RWQCB Order No. 5-01-

048 (which is currently being revised) requires the FMFCD to conduct inspection

activities at construction sites to determine compliance with the CGP; however, under

the CWA, the FMFCD cannot directly enforce the CGP but would enforce building permit

conditions.

L029-11

National Pollutant Discharge Elimination System (NPDES) permitting requirements for

the operational phase of the HST are currently being discussed with the State Water

Resources Control Board (SWRCB).

During construction, the Authority will be subject to the requirements of the NPDES

Construction General Permit (CGP), as amended or reissued, and the Clean Water Act

(CWA) Section 401 Water Quality Certification. In general, the CGP will drive

construction-phase best management practices (BMPs) and monitoring, whereas the

Section 401 Water Quality Certification will drive the selection and design of post-

construction BMPs.  Post-construction BMPs required by the SWRCB will likely be

consistent with treatment and hydromodification control standards of the Caltrans

NPDES MS4 Permit, which meet or exceed the post-construction requirements of

Section XIII of the CGP.

While various agencies such as the Fresno Metropolitan Flood Control District (FMFCD)

have various adopted rules and procedures to protect and control water quality and

storm flows as required by the CWA and the California Porter Cologne Water Quality Act

in the areas in which HST will be built, the SWRCB has an interest in standardizing

water quality protection requirements under these laws to aid in enforcement of, and the

Authority’s compliance with, such requirements because the HST System is a project of

statewide importance. The SWRCB will therefore administer both the federal CWA

Section 401 water quality certifications and the Section 402 post-development NPDES

discharge permit for all sections and facilities of the HST project.

The Authority and the SWRCB are in the process of developing a new statewide post-
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L029-11

development NPDES permit for the California HST Project. The anticipated statewide

post-development NPDES permit will describe post-construction stormwater treatment

and hydromodification control standards consistent with the 401 Water Quality

Certification, as well as operational BMPs and source controls, and BMP maintenance

and monitoring requirements during project operations. The process to develop and

adopt a statewide NPDES permit for the Authority is expected to take substantial time,

including completion of an internal review by the Authority and SWRCB, as well as a

public review and comment period.

In general, the Authority will adopt post-construction treatment control and

hydromodification control standards as described in the new NPDES permit. These

standards will likely be consistent with the Caltrans NPDES MS4 Permit per SWRCB

approval. However, in specific areas where unique conditions exist, the Authority will

have the flexibility to comply with local MS4 requirements. For example, discharges

within the city of Fresno may warrant a waiver if those discharges are captured and

treated within the FMFCD regional infiltration basin system.
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