
I026-1

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

Proposed measures to mitigate impacts on waters of the U.S. are described in Sections

3.7.7.2 and 3.7.7.3 of the Revised DEIR/Supplemental DEIS. These measures include

minimization and compensatory mitigation to offset the loss of the waters of the U.S.

Compensatory mitigation (Mitigation Measure BIO-63) will be required in accordance

with the Clean Water Act and will be identified in consultation with the U.S. Army Corps

of Engineers.

Associated mitigation measures include: 

Mitigation Measure BIO-47. Restore Temporary Riparian Impacts.

Mitigation Measure BIO-48. Restore Temporary Impacts on Jurisdictional Waters.

Mitigation Measure BIO-49. Monitor Construction Activities within Jurisdictional Waters.

Mitigation Measure BIO-61. Compensate for Permanent Riparian Impacts.

Mitigation Measure BIO-62. Prepare and Implement a Comprehensive Mitigation and

Monitoring Plan.

Mitigation Measure BIO-63. Compensate for Permanent and Temporary Impacts on

Jurisdictional Waters.

Mitigation Measure BIO-65. Offsite Habitat Restoration, Enhancement, and

Preservation.
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I027-1

Refer to Standard Response FB-Response-S&S-01.
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I028-1

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

None of the project alternatives would result in the acquisition of homes in the Lazy H

Mobile Home Park. The HST right-of-way would be situated in the existing BNSF

Railway right-of-way at this location. Please refer to Appendix 3.1-A of the EIR/ EIS for

parcel impacts by the project footprint.
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I029-1

The overpass will be designed with barriers or rails to help prevent vehicles from leaving

the roadway and affecting nearby structures, including residences. 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.

I029-2

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

Response to Submission I029 (Teresa Lohse, October 12, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. VI Letters Inadvertently Omitted from Volumes IV & V and Errata

Page 54-210



I030-1

I030-2

Submission I030 (Patricia Negrete, October 13, 2011)

California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. VI Letters Inadvertently Omitted from Volumes IV & V and Errata

Page 54-211



I030-1

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

I030-2

The Authority circulated a Revised DEIR/Supplemental DEIS on July 2012. The public

review period for that document was 90 days.
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I031-12

I031-13

I031-14

I031-15
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I031-1

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

I031-2

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

The response of riders to a terrorist attack on the HST system is speculative. Mitigations

to prevent terrorist attacks will be considered as part of a threat/vulnerability assessment

during development and operations of the HST system. Mitigations will be based upon

threats determined to be applicable to the HST and upon the likelihood of a successful

attack.

I031-3

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

See Volume I, Section 3.14.5.3 for information on the construction period impacts on

agricultural lands. Also see Volume I, Section 3.14, Impact AG#5 for more information

on effects on agricultural land from parcel severance. For information on uneconomic

parcels see Volume I, Chapter 3.14, Impact AG#5.

I031-4

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

Response-AG-02, FB-Response-SO-01.

See the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #16, for

economic impacts on agriculture.

I031-5

The HST must be grade-separated. In order to maintain the road circulation pattern in

the areas the HST crosses, most public roads will be carried across the HST right-of-

way in an overpass or underpass. These crossings are listed in Appendix 2-A of the

EIR/EIS. The cost for these crossings has been included in the cost estimate for the

project, which is provided in Chapter 5.0 of the EIR/EIS.

I031-6

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

I031-7

There will not be a negative economic impact on trucking and commerce from increased

competition because the HST will only carry passengers, not commodities.

I031-8

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

Response-AG-03, FB-Response-AG-05, FB-Response-GENERAL-04.

See Volume I, Section 3.12, Impact SO #16, for economic impacts on agriculture. 

I031-9

Refer to Standard Response FB-Response-TR-02 and FB-Response-S&S-01.

I031-10

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

As described in Section 3.14 of the Revised DEIR/Supplemental DEIS, during the HST

testing phase the Authority will fund a program to undertake original research on the

wind and noise effects of HST operations on agricultural activities, including the effects

of HST-generated wind on the effectiveness of honey bee pollination; dust production as

a result of typical HST operations, including entrainment and dispersal patterns of dust

in the HST slipstream; and practical methods for reducing effects on agriculture.

I031-11

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

I031-12

Refer to Standard Response FB-Response-AVR-02.
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I031-13

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

I031-14

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

The project would cross irrigation pipelines and canals. The Authority would work with

irrigation districts and landowners to protect these irrigation systems. Canals may be

bridged or placed in pipelines beneath the HST right-of-way. Irrigation pipelines crossing

the alignment would be buried to an appropriate depth to sustain the weight of the HST,

and placed in protective casing so that future maintenance of the line could be

accomplished outside of the HST right-of-way. Because the guideway would be elevated

in these areas, it is likely that disturbance to these water facilities would be avoided

during final engineering design for the specific placement of columns. The Authority is

actively assimilating information on existing and planned utilities. The designs presented

in the EIR/EIS are preliminary (15%-30% complete). The Authority will coordinate with

utility owners to refine this information to ensure all known facilities within the footprint

are property considered during future design phases.

I031-15

Please see Section 3.9.4 of the Revised DEIR/Supplemental DEIS for a discussion of

static and dynamic subsidence.

I031-16

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

With regard to medical emergencies onboard an HST, station personnel would be

contacted from the train and the train would stop at the next station to attend to the

emergency. People with medical emergencies would be removed from the train by local

emergency medical providers and transported to a nearby hospital for treatment. There

are hospitals and emergency medical responders near all the proposed station sites in

the Fresno to Bakersfield Section, as is described in Section 3.11.

Delays caused by onboard medical emergencies cannot be reasonably estimated. This

I031-16

time would be dependent on the response time of local emergency services and the

time required to remove the affected person or people from the train, which would be

dependent on their medical condition. In any event, responding to an onboard medical

emergency may cause delays in train arrival and departure schedules.

I031-17

While fiscal responsibility is an important issue that should be addressed for the HST

project, it is not an environmental issue for consideration in the EIR/EIS.

According to the California State Treasurer, the California voters have authorized a total

of about $147.8 billion in bonds as of February 1, 2013

(http://www.treasurer.ca.gov/bonds/debt.asp), including the $9.95 billion for the

California HST System. Of that total, the State had about $79.3 billion of long-term

bonds outstanding and $33.2 billion of unissued bonds on February 1, 2013. As of that

date, the State had issued almost $5 million in bonds for the HST system. Whatever the

outcome of the project, California would pay back its bonds from revenues received by

the State. Because the bond authorization for the HST System represents about 6% of

the total bond authorization for the State, this bond issue alone would have little effect

on California's economy.

Regardless of the commenter's opinion on what public projects should be funded, the

California voters chose to invest in the HST System.

I031-18

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

Response-AG-02.
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I032-1

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

The dust minimization measures listed in Section 3.3.8 of the Revised

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

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

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

Therefore, impacts from Valley Fever spores would be less than significant.
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I033-1

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

FB-Response-GENERAL-10.
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I034-1

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

I034-2

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

I034-3

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-04.
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BO035-1

Subsequent to the State Auditor’s Report, the Authority has been actively addressing

the issues raised in the report. As described in its January 24, 2013, letter to the State

Auditor (Authority 2013a), the Authority has fully implemented the vast majority of the

auditor’s recommendations and is continuing to work to implement the rest of the

recommendations.

BO035-2

Refer to Standard Response FB-Response-SO-07, FB-Response-GENERAL-27.

The Environmental Justice (EJ) Guidance is a supplement to the Authority’s Title VI

Program. The Authority vetted the proposed EJ Policy and Guidance with the Federal

Railroad Administration (FRA). The Authority has subsequently received an FRA

comment to include the DOT order, which has been incorporated in the EJ Guidance

document. The adoption of the EJ Policy formalized the Authority’s long-standing efforts

to address EJ matters in a comprehensive manner. The Authority and FRA have

undertaken substantial outreach to Environmental Justice communities.  Please consult

the Merced to Fresno Final EIR/EIS for more information on effects in that project study

area.

BO035-3

Refer to Standard Response FB-Response-S&S-01, FB-Response-TR-02, FB-

Response-AQ-03.

HSR policy is to provide roadway overpasses approximately every 2 miles, resulting in

no more than 1 mile of out-of-direction travel for vehicles to cross the HST tracks. In

most locations in the Fresno to Bakersfield Section, roadway overpasses would be

provided more frequently, approximately every mile or less, because of the existing

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

approximately 1 mile in nearly all locations in the project area.Impact S&S #8 –

Increased Response Times for Fire, Rescue, and Emergency Services from Permanent

Road Closures of CH 3.13, Safety and Security, of the Final EIR/EIS explains that the

project design would include coordination with emergency responders to incorporate

roadway modifications that maintain existing traffic patterns and fulfill response route

needs, resulting in negligible effects on response times by service providers. Therefore,

BO035-3

homeowner insurance rates will not increase as a result of the project.

As stated in Section 3.2.2.2,  the project will be subject to the California Streets and

Highways Code (Section 1 et seq.) The code provides the standards for administering

the statewide streets and highways system. Designated state route and interstate

highway facilities are under the jurisdiction of the California Department of

Transportation (Caltrans), except where facility management has been delegated to the

county transportation authority.

There will not be a significant increase in agricultural vehicle wear & tear or fuel costs.

The width of the constructed roadway overpasses would accommodate both farm

equipment and school buses traveling in opposite lanes and will adhere to county safety

standards, and will therefore not increase the opportunity for vehicle accidents, including

accidents involving school children. All of the potential environmental health and safety

to risks to children were analyzed in Appendix 3.12-C, Children’s Health and Safety Risk

Assessment. 

BO035-4

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

BO035-5

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

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

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

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

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

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

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

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

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

fever spores would be less than significant.
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BO035-6

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

BO035-7

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

The proposed HST project does not require the construction of a new power plant or

other energy-generation facilities.

BO035-8

Topic XIV of the California Environmental Quality Act (CEQA) Guidelines Appendix G

 inquires:  “Would the project result in substantial adverse physical impacts associated

with the provision of new or physically altered governmental facilities, need for new or

physically altered governmental facilities, the construction of which could cause

significant environmental impacts, in order to maintain acceptable service ratios,

response times or other performance objectives for any of the public services…”

Impact analysis under CEQA is intended to focus on the direct or indirect physical

change that may occur as a result of a project. In the case of public services, that

change would be embodied in the indirect impact of new or improved (i.e., physically

altered) facilities. The change does not include the need for vehicles or staffing that are

not related to facilities. As found in Goleta Union School Dist v. Regents of the Univ of

California (1995, 37 Cal.App.4th 1025), which held that school overcrowding by itself is

not a CEQA issue, the question is whether there would be a need for new fire service

facilities and whether such facilities would reasonably and foreseeably have a significant

impact on the environment.

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

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

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

system also substantially minimizes the potential for accidents resulting in the

derailment of trains.

The HST design takes a collision-avoidance approach (Rao and Tsai 2007; Wyre 2011)

to preventing train-to-train accidents or collisions with objects entering the HST right-of-

BO035-8

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

automatic train control system, the electrification system, and the rail infrastructure

include automation that will control or stop the trains without relying on human

involvement. The general approach for the automatic train control system is to monitor

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

maintain enough physical separation to allow safe braking. If a fault occurs within the

HST network (e.g., as a result of an intrusion, derailment, significant natural event such

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

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

approach can also provide protection from other intrusions into the HST corridor (e.g.,

errant automobiles, trucks, or other unauthorized entry) by the use of intrusion-detection

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

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

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

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

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

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

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

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

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

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

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

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

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

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

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

year.

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

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

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

speed train on a viaduct in Wenzhou, killing 40 people and injuring 72. The crash was

caused by the failure of signaling equipment. This equipment was determined to have a
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BO035-8

flawed design that was not properly identified during its development. The official

investigation found that the accident was symptomatic of a lack of emphasis on safety

by the management of China’s rapidly growing high-speed train industry (Areddy 2011).

Given the design approach of HST systems to prevent accidents and the long-term

success of that approach when applied appropriately, there is a reduced need for

special emergency equipment along the HST alignment.

As indicated in Section 3.11.6, Project Design Features, of the EIR/EIS, the Authority

will develop fire/life safety programs (FLSPs) to implement the requirements set forth in

the Federal Rail Safety Act. FLSPs address the safety of passengers and employees

during emergency response. The FLSPs will address the needs of disabled

persons. The FLSPs will be coordinated with local emergency response organizations to

provide them with an understanding of the rail system, facilities and operations and to

obtain their input for modifications to emergency response operations and facilities, such

as evacuation routes.

The Authority recognizes that the increased numbers of people near stations and at the

heavy maintenance facility (HMF) may require expansion of emergency facilities and

has included Mitigation Measure S&S-MM #1 to address that impact.

BO035-9

Refer to Standard Response FB-Response-S&S-03, FB-Response-S&S-04.

BO035-10

Refer to Standard Response FB-Response-TR-02, FB-Response-S&S-01.

BO035-11

As stated in Section 3.11.6, Project Design Features, of the EIR/EIS, the Authority is

preparing system security plans to address design features intended to maintain security

at the stations within the track right-of-way, at stations, and onboard trains. The design

standards and guidelines require emergency walkways on both sides of the tracks for

both elevated and at-grade sections. Adequate space would be present along at-grade

BO035-11

sections of the alignment to allow for emergency response access. Ground access

would be available for elevated tracks where access to ground equipment is required.

This ground access could be used in the event of an emergency. Additional ground

access would be considered, consistent with fire and rescue procedures and where

practical operational standards include a system-specific police force.

The Authority's Urban Design Guidelines (Authority 2011i) require implementing the

principles of Crime Prevention through Environmental Design. These

principles constitute a design method that focuses on reducing opportunities for crime

through the design and management of the physical environment. Four basic principles

of Crime Prevention through Environmental Design will be considered during station and

site planning: territoriality (designing physical elements that express ownership of the

station or site); natural surveillance (arranging physical features to maximize visibility);

improved sightlines (provide clear views of surrounding areas); and access control

(physical guidance of people coming and going from a space).

BO035-12

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

BO035-13

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

This comment provides an opinion that the cost estimate developed for the project is

inaccurate. No information is provided in these comments to substantiate that opinion.

An EIR project description is intended to be general, not detailed (CEQA Guidelines §

15124[c]). Final design or even advanced design of infrastructure is not required in the

project description (Dry Creek Citizens Coalition v. County of Tulare [1999] 70

Cal.App.4th 20, 36). The question is whether the project description narrowed the scope

of environmental review or prevented full understanding of the project and its

consequences (Ibid.)

Abundant substantive evidence in the record demonstrates the project description was

more than adequate for the environmental analysis of the project. The term "15%
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BO035-13

design" is an engineering term of art that refers to the level of engineering prepared on

HST project elements for the EIR. The 15% design generates detailed information, like

the horizontal and vertical locations of track, cross sections of the infrastructure with

measurements, precise station footprints with site configuration, and temporary

construction staging sites and facilities. The 15% design also yields a "project footprint"

overlaid on parcel maps, which shows the outside envelope of all disturbance, including

both permanent infrastructure and temporary construction activity. This 15% design

translated into a project description in the EIR with 100% of the information that is

required under CEQA Guidelines Section 1512447 (see Dry Creek, supra, 70

Cal.App.4th at pp. 27-36 [upholding EIR conceptual project description as inadequate

when based on preliminary design]).

A higher level of design is not necessary because a 15% design provides sufficient

information for a conservative environmental analysis.  A higher level of design provides

refinement, but does not yield more information needed for adequate CEQA review. For

example, if a lead agency knows the location, size, and basic design of a building, it has

enough information for environmental review. The details about whether the water

system will use PVC or copper pipe or whether the windows will be vinyl or wood are not

necessary for assessing the impacts of building construction. Further, it is common

practice with larger transportation infrastructure projects to prepare environmental 

analysis before completing final design.

Response to Submission BO035 (Alan Scott, Citizens for California High Speed Rail
Accountability, October 18, 2012) - Continued
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BO036-1

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

Response-AG-04.

BO036-2

Refer to Standard Response FB-Response-GENERAL-13, FB-Response-GENERAL-02.

BO036-3

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

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

in the Community Impact Assessment Technical Report (Authority and FRA 2012h).

Response to Submission BO036 (Cindy M. Kelly, Martin Kelly Farms, October 18, 2012)
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I037-1

As described in Section 3.8.4.2 of the Revised DEIR/Supplemental DEIS, research has

been conducted to characterize groundwater at the subbasin or regional level. The

potentially significant effect identified and analyzed was the introduction of new water

uses, such as stations and the HMF facility. Where agricultural wells need to be

relocated, it is anticipated that they will be relocated in the same vicinity as the original

well and that they will pump at the same rates as they did prior to being relocated. No

new wells in addition to the wells installed to replace wells impacted by the HST project

are anticipated beyond those discussed in the Revised DEIR/Supplemental DEIS.

I037-2

There are no long-term health or hearing-loss issues associated with operations.

Children tend to acclimate to the given noise environment.

I037-3

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

Response to Submission I037 (Carey Madrigal, October 19, 2012)
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Chapter 55. Errata 

No. Page 
Paragraph 

or 
Section 

Current Text New Text Explanation 

Volume I 

1 S-65 
to S-
66 

Table S-3 in 
the Summary 

Project Impacts 

TR#13: HST 
Station Area Future 
(2035) Plus Project 
Roadway Impacts 

TR MM#15: Add New 
Lanes to Roadway 

Less than 
significant 

TR#13: HST 
Station Area Future 
(2035) Plus Project 

Intersection 
Impacts 

TR MM#10: Add 
Signal to Intersection 
to Improve 

LOS/Operation.  

TR MM#11: Restripe 
Intersections.  

TR MM#12: Revise 
Signal Cycle Length.  

TR MM#13: Widen 
Approaches to 

Intersections.  

TR MM#14: Add 
Exclusive Turn Lanes 

to Intersections. 

Less than 
significant 

TR #14: HMF Site 
Future (2035) Plus 

Project Roadway 
Impacts 

TR MM#10: Add 
Signal to Intersection 

to Improve 
LOS/Operation. 

Less than 
significant 

TR #14: HMF Site 
Future (2035) Plus 
Project 

Intersection 
Impacts 

TR MM#10: Add 
Signal to Intersection 
to Improve 

LOS/Operation. 

Less than 
significant 

TR #15: City of 
Corcoran Networks 
Impacts 

TR MM#10: Add 
Signal to Intersection 
to Improve 
LOS/Operation. 

Less than 
significant 

 

Project Impacts 

TR#13: HST 
Station Area Future 
(2035) Plus Project 
Roadway Impacts 

TR MM#158: Add 
New Lanes to 
Roadway 

Less than 
significant 

TR#13: HST 
Station Area Future 
(2035) Plus Project 

Intersection 
Impacts 

TR MM#103: Add 
Signal to Intersection 
to Improve 

LOS/Operation.  

TR MM#114: Restripe 
Intersections.  

TR MM#125: Revise 
Signal Cycle Length.  

TR MM#136: Widen 
Approaches to 

Intersections.  

TR MM#147: Add 
Exclusive Turn Lanes 

to Intersections. 

Less than 
significant 

TR #14: HMF Site 
Future (2035) Plus 

Project Roadway 
Impacts 

TR MM#103: Add 
Signal to Intersection 

to Improve 
LOS/Operation. 

Less than 
significant 

TR #14: HMF Site 
Future (2035) Plus 
Project 

Intersection 
Impacts 

TR MM#103: Add 
Signal to Intersection 
to Improve 

LOS/Operation. 

Less than 
significant 

TR #15: City of 
Corcoran Networks 
Impacts 

TR MM#103: Add 
Signal to Intersection 
to Improve 
LOS/Operation. 

Less than 
significant 

 

Corrections to 
mitigation-
measure 
numbering 
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No. Page 
Paragraph 

or 
Section 

Current Text New Text Explanation 

2 S-89 Table S-3 in 
the Summary 

Impact Mitigation 
Measure 

CEQA Level of 
Significance after 

Mitigation 

AVR #4: The HST 

project would 
create a new source 

of substantial light 
and glare. 

AVR-MM #1b: 

Minimize Light 
Disturbance During 

Construction 

Less than 

significant 

 

 

Impact Mitigation 
Measure 

CEQA Level of 
Significance after 

Mitigation 

AVR #4: The HST 

project would 
create a new source 

of substantial light 
and glare. 

AVR-MM #1b: 

Minimize Light 
Disturbance During 

Construction 

Less than 

significant 

 

 

Consistency with 
the impact 
discussion for 
project impacts 
contained in 
Final EIR/EIS, 
Chapter 3.16, 
Aesthetic and 
Visual Resources  

3 3.3-88 Mitigation 
Measure AQ-
MM#4 

AQ-MM#4: Offset Project Construction Emissions 
Through an SJVAPCD VERA. This mitigation measure 
would address AQ Impact #1 (Common Regional Air Quality 
Impacts During Construction) that would exceed the GC 
applicability and CEQA emissions thresholds for VOC and NOx, 
and the CEQA emission thresholds for PM10 and PM2.5. The 
Authority and SJVAPCD will enter into a contractual 
agreement to mitigate (by offsetting) to net zero the project’s 
actual emissions from construction equipment and vehicle 
exhaust emissions of VOC, NOx, PM10, and PM2.5. The 
agreement will provide funds for the district’s Emission 
Reduction Incentive Program (SJVAPCD 2011) to fund grants 
for projects that achieve emission reductions, with preference 
given to highly impacted communities, thus offsetting project-
related impacts on air quality. Projects funded in the past 
include electrification of stationary internal combustion 
engines (such as agricultural irrigation pumps), replacing old 
heavy-duty trucks with new, cleaner, more efficient heavy-
duty trucks, and replacement of old farm tractors. The 
mitigation is the offsets, but the VERA is one mechanism to 
accomplish the offsets. To lower overall cost, funding for the 
VERA program to cover estimated construction emissions for 
any funded construction phase will be provided at the 
beginning of the construction phase if feasible. At a minimum, 
funding shall be provided so that mitigation/offsets will occur 
in the year of impact, or as otherwise permitted by 40 C.F.R. 
Part 93 Section 93.163 

AQ-MM#4: Offset Project Construction Emissions 
Through an SJVAPCD VERA. This mitigation measure 
would address AQ Impact #1 (Common Regional Air Quality 
Impacts During Construction) that would exceed the GC 
applicability and CEQA emissions thresholds for VOC and 
NOx, and the CEQA emission thresholds for PM10 and 
PM2.5. The Authority and SJVAPCD will enter into a 
contractual agreement to mitigate (by offsetting) to net zero 
for all construction years the project’s actual emissions from 
construction equipment and vehicle exhaust emissions of 
VOC, NOx, PM10, and PM2.5. The agreement will provide 
funds for the district’s Emission Reduction Incentive Program  
(SJVAPCD 2011) to fund grants for projects that achieve 
emission reductions, with preference given to highly 
impacted communities, thus offsetting project-related 
impacts on air quality. Projects funded in the past include 
electrification of stationary internal combustion engines 
(such as agricultural irrigation pumps), replacing old heavy-
duty trucks with new, cleaner, more efficient heavy-duty 
trucks, and replacement of old farm tractors. The mitigation 
is the offsets, but the VERA is one mechanism to accomplish 
the offsets. To lower overall cost, funding for the VERA 
program to cover estimated construction emissions for any 
funded construction phase will be provided at the beginning 
of the construction phase if feasible. At a minimum, funding 
shall be provided so that mitigation/offsets will occur in the 
year of impact, or as otherwise permitted by 40 C.F.R. Part 
93 Section 93.163 

More clarity; no 
change to intent 

4 3.3-88  

to 

3.3-89 

Mitigation 
Measure AQ-
MM#5 

AQ-MM#5: Purchase Offsets and Offsite Emission 
Mitigation for Emissions Associated with Hauling 
Ballast Material in Certain Air Districts. This mitigation 
measure will apply to scenarios where the ballast material is 
hauled from quarries outside the SJVAB. NOx offsets will be 
purchased from the appropriate air districts. At a minimum, 

AQ-MM#5: Purchase Offsets and Offsite Emission 
Mitigation for Emissions Associated with Hauling 
Ballast Material in Certain Air Districts. This mitigation 
measure will apply to scenarios where the ballast material is 
hauled from quarries outside the SJVAB. To determine 
whether an exceedance will occur based on actual hauling 

Provide clearer 
guidance 
regarding 
implementation 
of Mitigation 
Measure AQ-
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No. Page 
Paragraph 

or 
Section 

Current Text New Text Explanation 

mitigation/offsets will occur in the year of impact or as 
otherwise permitted by 40 C.F.R. Part 93 Section 93.163. The 
Mojave Desert AQMD’s emission bank has 2,061 tons of NOx 
credits (MDAQMD 2012); therefore, there should be enough 
NOx credits to offset approximately 6 tons per year from this 
project in the Mojave Desert AQMD. The exact number of NOx 
credits in the SCAQMD RECLAIM program is unknown, but 
1,199 tons of NOx credits were traded in 2011 and 235 tons of 
NOx credits were traded in 2012 (SCAQMD 2012). Therefore, 
there should be enough available NOx credits in the program 
to offset approximately 75 tons of NOx per year from this 
project in the SCAQMD. 
 

In the Bay Area AQMD, any material emissions above the 
district’s significance threshold will be mitigated through an 
offsite emission mitigation program to achieve emission 
reduction due to material hauling in the Bay Area AQMD. 
Potential offsite mitigation programs include the Bay Area 
AQMD’s Carl Moyer Memorial Air Quality Standards Attainment 
Program (CMP) or other air district emission reduction 
incentive programs. Depending on the final location selected 
to obtain ballast material, this would amount to a maximum of 
3 tons of NOx credits. 

activities, the Authority shall at the beginning of each 
calendar year or as soon as practicable thereafter to obtain 
the most up-to-date information, based on actual or 
projected contractor-specific information about hauling in the 
Mojave AQMD, South Coast AQMD and Bay Area AQMD, 
calculate for the next calendar year using the same 
methodology used in this EIR/EIS the expected NOx 
emissions from hauling activities in those districts.  If, based 
on that calculation, exceedance of the applicable NOx 
threshold(s) is anticipated to occur in that next calendar 
year, the Authority will secure from the appropriate air 
district(s) or other appropriate source, the production or 
generation of a sufficient quantity of NOx offsets for that 
calendar year necessary to achieve conformity (in the case 
of exceedance of GC thresholds) and/or to result in net NOx 
generation below the applicable CEQA threshold(s).  NOx 
offsets will be purchased from the appropriate air districts. 
At a minimum, mitigation/offsets will occur in the year of 
impact or as otherwise permitted by 40 C.F.R. Part 93 
Section 93.163. 
 

The Mojave Desert AQMD’s emission bank has 2,061 tons of 
NOx credits (MDAQMD 2012); therefore, there should be 
enough NOx credits to offset approximately 6 tons per year 
from this project in the Mojave Desert AQMD. The exact 
number of NOx credits in the SCAQMD RECLAIM program is 
unknown, but 1,199 tons of NOx credits were traded in 2011 
and 235 tons of NOx credits were traded in 2012 (SCAQMD 
2012). Therefore, there should be enough available NOx 
credits in the program to offset approximately 75 tons of 
NOx per year from this project in the SCAQMD. 
 

In the Bay Area AQMD, any material emissions above the 
district’s significance threshold will be mitigated through an 
offsite emission mitigation program to achieve emission 
reduction due to material hauling in the Bay Area AQMD. 
Potential offsite mitigation programs include the Bay Area 
AQMD’s Carl Moyer Memorial Air Quality Standards 
Attainment Program (CMP) or other air district emission 
reduction incentive programs. Depending on the final 
location selected to obtain ballast material, this would 
amount to a maximum of 3 tons of NOx credits. 

MM#5  
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No. Page 
Paragraph 

or 
Section 

Current Text New Text Explanation 

5 3.4-80 Table 3.4-35 
(first column; 
last row) 

N&V#6: Traffic Noise  

The Hanford East Station Alternative and the BNSF through 
Corcoran would result in increases in traffic volume that would 
result in an increase in the future peak-hour noise level. 

N&V#6: Traffic Noise  

The Hanford Kings/Tulare Regional Station - East Alternative 
and the BNSF through Corcoran would result in increases in 
traffic volume that would result in an increase in the future 
peak-hour noise level. 

Consistency with 
Final EIR/EIS 
nomenclature 

6 3.6-80 

 

S-69 

Table 3.6-21 

 

Table S-3 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Project 

PU&E#8 
Potential 

Conflicts with 
Fixed 

Electrical 
Facilities 

Significant PU&# MM#1: 
Reconfigure 

or relocate 
substations 

and/or 
ancillary 
components 

Less than 
significant 

 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Project 

PU&E#5: 
Conflicts 

with 
Existing 

Utilities 

Significant PU&E MM#1: 
Reconfigure or 

relocate 
substations 

and/or 
ancillary 
components 

Less than 
significant 

PU&E#8 
Potential 

Conflicts 
with Fixed 

Electrical 
Facilities 

Significant PU&# MM#1: 
Reconfigure or 

relocate 
substations 

and/or 
ancillary 
components 

Less than 
significant 

 

Consistency with 
discussion of 
Impact PU&E #5 
(Conflicts with 
Existing 
Facilities) in the 
text of the Final 
EIR/EIS; page 
54 (second 
paragraph) in 
that discussion 
identified PU&E 
MM#5 as 
significant  

7 
 

3.12-
145 to 
3.12-
146 

 

S-78 

Table 3.12-
18  

 

Table S-3 

 Impact Level of 

Significance 
before 

Mitigation 

Mitigation 

Measure 

Level of 

Significance 
after 

Mitigation 

Project 

SO#6 Division 
of existing 

community 
Ponderosa 
Road/Edna 

Way east of 
Hanford, the 

Newark 
Avenue and 
Waukena 

Avenue 
vicinity east 

of Corcoran, 
and Crome. 

Significant SO-MM#1: 
Implement 

measures to 
reduce impacts 
associated with 

the division of 
residential 

neighborhoods 

Significant 

SO #6: 
Division of 
existing 

community in 
the 

Bakersfield 

Significant SO-MM#2: 
Implement 
measures to 

reduce impacts 
associated with 

the division of 

Significant 

Impact Level of 

Significance 
before 

Mitigation 

Mitigation 

Measure 

Level of 

Significance  
after  

Mitigation 

Project 

SO#6 
Division of 

existing 
community 
Ponderosa 

Road/Edna 
Way east of 

Hanford, the 
Newark 
Avenue and 

Waukena 
Avenue 

vicinity east 
of Corcoran, 
and Crome. 

 

Significant SO-MM#1: 
Implement 

measures to 
reduce impacts 
associated with 

the division of 
residential 

neighbor-
hoods 
 

SO-MM#5: 
Develop 

measures to 
minimize the 
potential for 

physical 
deterioration 

Significant 

SO #6: 
Division of 

existing 

Significant SO-MM#2: 
Implement 

measures to 

Significant 

Clarify mitigation 
measures that 
apply to Impact 
SO #6 with 
respect to the 
division of 
existing 
communities  
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No. Page 
Paragraph 

or 
Section 

Current Text New Text Explanation 

Northeast and 
Central 

districts. 

communities. 

SO #6: 

Division of 
existing 

community in 
the 

Bakersfield 
Northwest 
District. 

 

Significant SO-MM#2: 

Implement 
measures to 

reduce impacts 
associated with 

the division of 
communities. 

Significant 

 

community 
in the 

Bakersfield 
Northeast 

and Central 
districts. 

reduce impacts 
associated with 

the division of 
communities. 

 
SO-MM#5: 

Develop 
measures to 
minimize the 

potential for 
physical 

deterioration 

SO #6: 

Division of 
existing 
community 

in the 
Bakersfield 

Northwest 
District. 
 

Significant SO-MM#2: 

Implement 
measures to 
reduce impacts 

associated with 
the division of 

communities. 
 
SO-MM#5: 

Develop 
measures to 

minimize the 
potential for 

physical 
deterioration 

Significant 

 

8 3.12-
147 

 

S-80 

Table 3.12-
18 

 

Table S-3 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

SO #6: 
Displacement of 
government 

facilities—
Bakersfield 

public works 
corporation 

yard, the fleet 
services 
downtown 

facility, Kern 
County Health 

and Human 
Services 
Department, 

and Kern Mental 
Health office—

as well as 
parking 

Significant SO-MM#3: 
Implement 
measures 

to reduce 
impacts 

associated 
with the 

displaceme
nt of 
facilities. 

Less than 
significant 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

SO #6: 
Displacement 
of 

government 
facilities—

Bakersfield 
public works 

corporation 
yard, the fleet 
services 

downtown 
facility, Kern 

County Health 
and Human 
Services 

Department, 
and Kern 

Mental Health 
office—as 

Significant SO-MM#3: 
Implement 
measures to 

reduce 
impacts 

associated 
with the 

displacement 
of facilities. 

Less than 
significant 

Consistency with 
discussion of 
Impact SO #7 
(Effects to the 
Regional 
Agricultural 
Community) and 
clarify which 
mitigation 
measures apply 
to this impact; 
pages 3.12-74 in 
that discussion 
identifies SO # 7 
as significant 
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No. Page 
Paragraph 

or 
Section 

Current Text New Text Explanation 

associated with 
the Bakersfield 

Convention 
Center and 

temporary 
construction use 

of Owens 
Intermediate 
School parking 

area. 
 

well as 
parking 

associated 
with the 

Bakersfield 
Convention 

Center and 
temporary 
construction 

use of Owens 
Intermediate 

School 
parking area. 

SO #7: 
Effects to the 
Regional 

Agricultural 
Economy 

Significant SO-MM#1: 
Implement 
measures to 

reduce 
impacts 

associated 
with the 
division of 

residential 
neighbor-

hoods. 
 

SO-MM#2: 
Implement 
measures to 

reduce 
impacts 

associated 
with the 
division of 

communities. 
 

SO-MM#4: 
Provide 
access 

modifications 
to affected 

farmlands. 
 
SO-MM#5: 

Develop 
measures to 

minimize the 
potential for 

physical 
deterioration. 

Less than 
significant 
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No. Page 
Paragraph 

or 
Section 

Current Text New Text Explanation 

9 3.13-
64 
 
S-81 

Table 3.13-5  
 
Table S-3 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

LU Impact #5: 
Indirect 

changes to 
adjacent lands 

at the 
Kings/Tulare 
Regional Station 

sites would 
substantially 

change the 
pattern and 
intensity of land 

use in a way 
that would be 

incompatible 
with adjacent 
land uses. 

Significant AG-MM#1: 
Preserve the 

Total 
Amount of 

Prime 
Farmland, 
Farmland of 

Statewide 
Importance, 

Farmland of 
Local 
Importance, 

and Unique 
Farmland. 

Significant 

 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

LU Impacts #4 
and #5: 

Indirect 
changes to 

adjacent lands 
at the 
Kings/Tulare 

Regional 
Station sites 

would 
substantially 
change the 

pattern and 
intensity of 

land use in a 
way that would 
be incompatible 

with adjacent 
land uses. 

Significant AG-MM#1: 
Preserve the 

Total 
Amount of 

Prime 
Farmland, 
Farmland of 

Statewide 
Importance, 

Farmland of 
Local 
Importance, 

and Unique 
Farmland. 

Significant 

 

Consistency with 
the textual 
description of 
Impact #4 
(Indirect Effects 
on Surrounding 
Land Uses from 
the HST 
Alignment, HST 
Stations, and the 
HMF); page 
3.13-50 and 
3.13-51 in the 
Station Planning, 
Land Use, and 
Development 
Chapter 
identifies LU #4 
as significant 

10 3.15-
52 

 

S-83 

Table 3.15-7 

 

Table S-3 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Construction Period 

PK#1 
McMurtrey 

Aquatic Center. 
Construction 

activities for the 
Bakersfield 
South and 

Bakersfield 
Hybrid 

alternatives 
would increase 
noise exposure. 

Significant Mitigation 
measures as 

outlined in 
Section 3.4, 

Noise and 
Vibration: 
N&V-MM#1 

and N&V-
MM#2 

Less than 
significant 

 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Construction Period 

PK#1 
McMurtrey 

Aquatic Center. 
Construction 

activities for 
the BNSF, 
Bakersfield 

South and 
Bakersfield 

Hybrid 
alternatives 
would increase 

noise exposure. 

Significant Mitigation 
measures as 

outlined in 
Section 3.4, 

Noise and 
Vibration: 
N&V-MM#1 

and N&V-
MM#2 

Less than 
significant 

 

Consistency with 
Final EIR/EIS’s 
textual 
description of 
construction 
period impacts of 
the BNSF 
alternative on 
the McMurtrey 
Aquatic Center  
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11 3.15-
52 

 

S-83 

Table 3.15-7 

 

Table S-3 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

Construction Period 

PK#1 

Bakersfield 
Amtrak Station 

Playground. 
Construction 

activities for the 
BNSF alternative 
would increase 

noise exposure. 

Significant Mitigation 

measures as 
outlined in 

Section 3.4, 
Noise and 

Vibration: 
N&V-MM#1 
and N&V-

MM#2 

Less than 

significant 

 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

Construction Period 

PK#1 

Bakersfield 
Amtrak Station 

Playground. 
Construction 

activities for 
the BNSF 
alternative 

would increase 
noise exposure. 

Significant Mitigation 

measures as 
outlined in 

Section 3.4, 
Noise and 

Vibration: 
N&V-MM#1 
and N&V-

MM#2 

Less than 

significant 

 

Consistency with 
the Final 
EIR/EIS’s textual 
description of 
the BNSF 
alternative’s 
construction-
period impacts 
on the 
Bakersfield 
Station 
Playground  

12 3.15-
53 

 

S-85 

 

 

 

 

Table 3.15-7 

 

Table S-3 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Project Period 

PK#4 Colonel 
Allensworth 

State Historic 
Park. HST 

operation of 
the BNSF 
Alternative 

would increase 
noise exposure. 

Significant Mitigation 
measure as 

outlined in 
Section 3.4, 

Noise and 
Vibration: 
N&V-MM#3. 

Less than 
significant 

 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Project Period 

PK#4 Colonel 
Allensworth 

State Historic 
Park. HST 

operation of 
the BNSF 
Alternative 

would increase 
noise exposure. 

Significant Mitigation 
measure as 

outlined in 
Section 3.4, 

Noise and 
Vibration: 
N&V-MM#3. 

Less than 
significant 

 

Consistency with 
the Final 
EIR/EIS’s textual 
description of 
the BNSF 
alternative’s 
project-period 
impacts on the 
Colonel 
Allensworth 
State Historic 
Park  

13 3.15-
53 

 

S-86 

Table 3.15-7 

 

Table S-3 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Project Period 

PK#4 McMurtrey 
Aquatic Center. 

HST operation of 
the Bakersfield 

South, and 
Bakersfield 
Hybrid 

Alternative 
would increase 

noise exposure. 

Significant Mitigation 
measure as 

outlined in 
Section 3.4, 

Noise and 
Vibration: 
N&V-MM#3. 

Less than 
significant 

 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Project Period 

PK#4 
McMurtrey 

Aquatic Center. 
HST operation 

of the BNSF, 
Bakersfield 
South, and 

Bakersfield 
Hybrid 

Alternative 
would increase 
noise exposure. 

Significant Mitigation 
measure as 

outlined in 
Section 3.4, 

Noise and 
Vibration: 
N&V-MM#3. 

Less than 
significant 

 

Consistency with 
Final EIR/EIS’s 
textual 
description of 
project-period 
impacts of the 
BNSF alternative 
on the 
McMurtrey 
Aquatic Center) 
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14 3.15-
54 

 

S-87 

Table 3.15-7 

 

Table S-3 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

Project Period 

PK#4 

Bakersfield 
Amtrak Station 

Playground. 
HST operation 

of the BNSF, 
Bakersfield 
South, and 

Bakersfield 
Hybrid 

Alternatives 
would 
substantially 

degrade the 
existing visual 

character of the 
site and its 
surroundings. 

Significant Mitigation 

measures as 
outlined in 

Section 
3.16, 

Aesthetics 
and Visual 
Resources: 

AVR-MM#2a 
– #2f. 

Significant 

 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

Project Period 

PK#4 

Bakersfield 
Amtrak Station 

Playground. 
HST operation 

of the BNSF, 
Bakersfield 
South, and 

Bakersfield 
Hybrid 

Alternatives 
would 
substantially 

degrade the 
existing visual 

character of 
the site and its 
surroundings. 

Significant Mitigation 

measures as 
outlined in 

Section 
3.16, 

Aesthetics 
and Visual 
Resources: 

AVR-MM#2a 
– #2fg. 

Significant 

 

Clarify that 
Mitigation 
Measure AVR-
MM#2g (provide 
sound barrier 
treatments) 
applies to project 
impacts to the 
Bakersfield 
Amtrak Station 
Playground 

15 3.15-
55 

Table 3.15-8 Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Construction Period 

PK#1 Common 
Aesthetics and 

Visual Quality 
Impacts. For all 

alternatives, 
construction 
activities would 

cause visual 
impacts to 

school district 
recreation 
facilities. 

Significant Mitigation 
measures as 

outlined in 
Section 

3.16, 
Aesthetics 
and Visual 

Resources: 
AVR-MM#1a 

and AVR-
MM#1b. 

Less than 
significant 

 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Construction Period 

PK#1 Common 
Aesthetics and 

Visual Quality 
Impacts. For all 

alternatives, 
construction 
activities would 

cause visual 
impacts to 

school district 
recreation 
facilities. 

Significant Mitigation 
measures as 

outlined in 
Section 

3.16, 
Aesthetics 
and Visual 

Resources: 
AVR-MM#1a 

and AVR-
MM#1b. 

Less than 
significant 

 

Consistency with 
the Final 
EIR/EIS’s textual 
discussion of the 
project’s 
construction-
period impacts 
on school district 
play areas and 
recreational 
facilities 
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16 3.16-
66 

Table 3.16-3 

Regarding 
the impacts 
of the 
Bakersfield 
South and 
Bakersfield 
Hybrid 
Alternatives 
on the 
Central 
Bakersfield 
Landscape 
Unit 

Landscape Unit Bakersfield South 
Alternative 

Bakersfield 
Hybrid 

Alternative 

Central Bakersfield Less than 

significant (CEQA) 
Negligible intensity 

(NEPA) 
Station: 

Beneficial 
(NEPA) 

Less than 

significant (CEQA) 
Negligible intensity 

(NEPA) 
Station: 

Beneficial 
(NEPA) 

 

Landscape Unit Bakersfield South 
Alternative 

Bakersfield 
Hybrid 

Alternative 

Central Bakersfield Less than 

sSignificant (CEQA) 
Negligible 

Substantial intensity 
(NEPA) 

Station: 
Beneficial 
(NEPA) 

Less than 

sSignificant 
(CEQA) 

Negligible 
Substantial 

intensity (NEPA) 
Station: 
Beneficial 

(NEPA) 
 

Consistency with 
textual 
description of 
impacts of the 
Bakersfield 
South and 
Bakersfield 
Hybrid 
alternatives to 
the Central 
Bakersfield 
Landscape Unit 
and consistency 
with Table 3.16-
5; impact was 
identified on 
page 3.16-121 
as significant  

17 3.16-
148 to 
3.16-
49 

Table 3.16-5  Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

Project 

AVR#4: Lower 

visual quality in 
the Rural 

Valley/ 
Agricultural 
Landscape 

Unit. Impacts 
on the existing 

visual character 
and quality of 

the site and its 
surroundings, 
as seen by 

nearby rural 
residents due 

to at-grade and 
elevated 
structures, 

HSTs, road 
overcrossings, 

or other 
prominent 
project 

features. 

   

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

Project 

AVR#4: 

Lower visual 
quality in the 

Rural Valley/ 
Agricultural 
Landscape 

Unit. Impacts 
on the 

existing visual 
character and 

quality of the 
site and its 
surroundings, 

as seen by 
nearby rural 

residents due 
to at-grade 
and elevated 

structures, 
HSTs, road 

overcrossings, 
or other 
prominent 

project 
features. 

   

Clarify that 
Mitigation 
Measure AVR-
MM#2b 
(Integrate 
Elevated 
Guideway into 
Affected Cities, 
Parks, Trail, and 
Urban Core 
Designs applies 
to the Corcoran 
Bypass 
Alternative’s 
impacts on 
AVR#4 
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Corcoran 
Bypass 

Alternative 

Significant AVR-MM#2a 
AVR-MM#2c 

AVR-MM#2d 
AVR-MM#2e 

AVR-MM#2f 
AVR-MM#2g  

AVR-MM#2h 

Significant 

 

Corcoran 
Bypass 

Alternative 

Significant AVR-MM#2a  
AVR-MM#2b 

AVR-MM#2c 
AVR-MM#2d 

AVR-MM#2e 
AVR-MM#2f 

AVR-MM#2g  
AVR-MM#2h 

Significant 

 

18 3.16-
149 

 

S-88 

Table 3.16-5 

 

Table S-3 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Project 

AVR#4: Lower 
visual quality in 

Corcoran, 
Wasco, 

Shafter, and 
Allensworth 
State Historic 

Park Landscape 
Units. Impacts 

on the existing 
visual character 
and quality of 

the site and its 
surroundings 

due to at-grade 
and elevated 

structures, 
HSTs, road 
overcrossings, 

or other 
prominent 

project 
features. 

   

BNSF 
Alternative 

Significant AVR-MM#2a 
AVR-MM#2b 
AVR-MM#2c 

AVR-MM#2d 
AVR-MM#2e 

AVR-MM#2f 
AVR-MM#2g  

Significant 

 

Impact Level of 
Significance 
before 

Mitigation 

Mitigation 
Measure 

Level of 
Significance 
after 

Mitigation 

Project 

AVR#4: 
Lower visual 

quality in 
Corcoran, 

Wasco, 
Shafter, and 
Allensworth 

State Historic 
Park 

Landscape 
Units. 
Impacts on 

the existing 
visual 

character and 
quality of the 

site and its 
surroundings 
due to at-

grade and 
elevated 

structures, 
HSTs, road 
overcrossings, 

or other 
prominent 

project 
features. 

   

BNSF 
Alternative 

Significant AVR-MM#2a 
AVR-MM#2b 
AVR-MM#2c 

AVR-MM#2d 
AVR-MM#2e 

AVR-MM#2f 
AVR-MM#2g  
AVR-MM#2h 

Significant 

 

Clarify that 
Mitigation 
Measure AVR-
MM#2h (Screen 
Traction Power 
Distribution 
Facilities) applies 
to the BNSF 
Alternative’s 
project impacts 
to the Corcoran, 
Wasco, Shafter, 
and Allensworth 
State Historic 
Park Landscape 
Unities  
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19 3.16-
151 

 

S-89 

Table 3.16-5 

 

Table S-3 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

AVR#4 Sound 
Barriers would 

lower visual 
quality or block 

views.  

   

All alternatives Significant AVR-MM#2a 

AVR-MM#2b 
AVR-MM#2c 
AVR-MM#2d 

AVR-MM#2e 
AVR-MM#2f 

Significant 

 

Impact Level of 
Significance 

before 
Mitigation 

Mitigation 
Measure 

Level of 
Significance 

after 
Mitigation 

AVR#4 Sound 
Barriers 

would lower 
visual quality 

or block 
views.  

   

All 
alternatives 

Significant AVR-MM#2a 
AVR-MM#2b 
AVR-MM#2c 

AVR-MM#2d 
AVR-MM#2e 

AVR-MM#2f 
AVR-MM#2g 

Significant 

 

Clarify that 
Mitigation 
Measure AVR-
MM#2g (provide 
sound barrier 
treatments) 
applies to Impact 
AVR#4  

20 3.17-
131 to 

3.17-
132 

 

S-91 

Mitigation 
Measure 
CUL-MM#5 

 

Table S-3 

Cul-MM#5: Conduct Preconstruction 
Geoarchaeological Testing in Proximity to CA-KER-
2507 
 

Ground-disturbing activities have the potential to affect 
archaeological remains and can occur in an area that has 
been determined through research or surface survey to be an 
area that is sensitive for the presence of buried archaeological 
remains. The Bakersfield South Alternative would construct 
HST rail in the vicinity of the recorded boundaries of CA-KER-
2507, the reported location of the village site Woilo. The 
Authority does not currently have permission to enter at this 
location. The reported location of this site has been leveled 
and urbanized, and subsurface testing within the boundaries 
of the former Amtrak station concluded that no elements of 
the site exist (Chase 1994). Therefore, while the documented 
site does not retain sufficient integrity to qualify as a 
significant resource, unknown archaeological deposits may 
still exist intact in the area of the proposed construction in the 
railway right-of-way at this location. 
 

The geoarchaeological study conducted for the Fresno to 
Bakersfield Section also concluded that this location would be 
highly sensitive for buried deposit potential (Authority and 
FRA 2012a).As the MOA allows for phasing identification 
efforts, a preconstruction geoarchaeological testing program 
will be implemented to help identify whether substantial 
archaeological deposits exist within the APE at the recorded 
location of CA-KER-2507. This investigation will be conducted 

Cul-MM#5: Conduct Preconstruction 
Geoarchaeological Testing in Proximity to CA-KER-
2507 and Conduct Additional Testing and Data 
Recovery for CA-TUL-473 
 

Mitigation for CA-KER-2507 

Ground-disturbing activities have the potential to affect 
archaeological remains and can occur in an area that has 
been determined through research or surface survey to be 
an area that is sensitive for the presence of buried 
archaeological remains. The Bakersfield South Alternative 
would construct HST rail in the vicinity of the recorded 
boundaries of CA-KER-2507, the reported location of the 
village site Woilo. The Authority does not currently have 
permission to enter at this location. The reported location of 
this site has been leveled and urbanized, and subsurface 
testing within the boundaries of the former Amtrak station 
concluded that no elements of the site exist (Chase 1994). 
Therefore, while the documented site does not retain 
sufficient integrity to qualify as a significant resource, 
unknown archaeological deposits may still exist intact in the 
area of the proposed construction in the railway right-of-way 
at this location. 
 

The geoarchaeological study conducted for the Fresno to 
Bakersfield Section also concluded that this location would 
be highly sensitive for buried deposit potential (Authority and 
FRA 2012a).As the MOA allows for phasing identification 

Clarify mitigation 
measures 
associated with 
the impacts of 
the Allensworth 
Bypass 
Alternative on 
CA-TUL-473, 
consistent with 
the text of the 
Final EIR/EIS  
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once permissions to conduct excavations in active rail yards 
and adjacent businesses have been granted to the Authority. 
The geoarchaeological testing will be conducted in accordance 
with the methods disclosed in the Fresno-Bakersfield 
Geoarchaeological Investigation (Authority and FRA 2012f). 
Representatives of established Native American organizations 
will be invited to participate in the testing program prior to 
initiation of subsurface investigation.  
 

Should the geoarchaeological study determine that intact 
deposits occur at the recorded location of CA-KER-2507, they 
will be evaluated for significance per mitigation measure Cul-
MM#1. If the remains are found significant under Section 106 
and CEQA additional provisions found in mitigation measure 
Cul-MM#1 will be implemented. 
 

In the event that cultural resources are exposed during 
construction, the archaeologist will temporarily halt activities 
in the immediate vicinity of the discovery and the provisions 
of mitigation measure Cul-MM#1, including development of a 
data recovery plan will be implemented. 

efforts, a preconstruction geoarchaeological testing program 
will be implemented to help identify whether substantial 
archaeological deposits exist within the APE at the recorded 
location of CA-KER-2507. This investigation will be 
conducted once permissions to conduct excavations in active 
rail yards and adjacent businesses have been granted to the 
Authority. The geoarchaeological testing will be conducted in 
accordance with the methods disclosed in the Fresno-
Bakersfield Geoarchaeological Investigation (Authority and 
FRA 2012f). Representatives of established Native American 
organizations will be invited to participate in the testing 
program prior to initiation of subsurface investigation.  
 

Should the geoarchaeological study determine that intact 
deposits occur at the recorded location of CA-KER-2507, 
they will be evaluated for significance per mitigation 
measure Cul-MM#1. If the remains are found significant 
under Section 106 and CEQA additional provisions found in 
mitigation measure Cul-MM#1 will be implemented. 
 

In the event that cultural resources are exposed during 
construction, the archaeologist will temporarily halt activities 
in the immediate vicinity of the discovery and the provisions 
of mitigation measure Cul-MM#1, including development of 
a data recovery plan will be implemented. 
 

Mitigation for CA-TUL-473 

Additional inventory and evaluation is needed CA-TUL-473, a 
sparse scatter of lithic debitage and artifacts spread over a 
plowed field. The general vicinity of the site is located in a 
sensitive archaeological region given the proximity to Tulare 
Lake and the abundant resources the lake likely provided in 
prehistory. The site area is currently the location of bermed 
holding ponds that are flooded as part of Alpaugh Irrigation 
District activities, and as a result it was probably a large site 
that has been disturbed and re-deposited over a large area. 
Due to the amount of re-deposition or spreading the site has 
experienced, no intact or discrete deposit at this location was 
recorded. Due to lack of access there was not enough 
information available to determine whether the site is eligible 
for the NRHP or the CRHR.  Therefore, an archaeological 
testing program will be implemented to help identify whether 
substantial archaeological deposits exist within the APE at 
the recorded location of CA-TUL-473 when access to the 
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parcel is obtained. 
 

When access to the parcel is obtained, surveys and 
evaluative testing for CA-TUL-473 is required in order to 
assess the site’s integrity and significance.  Work will include 
a thorough pedestrian survey of the site followed by the 
excavation of surface transect units across the site.  This 
work will include a combined program of auguring, 
trenching, and surface transect units to be placed 
throughout the site boundaries. 
 

Should the testing determine that intact deposits are present 
at the recorded location of CA-TUL-473, work will include 
controlled excavation of areas with indications of intact 
subsurface deposits and the site will be evaluated for 
significance in accordance with the procedures outlined in 
the ATP. If the deposits are found significant under Section 
106 and CEQA, additional provisions found in the ATP for 
data recovery will be followed if avoidance is determined to 
be infeasible. 

 

21 3.16-
136 

Mitigation 
Measure 
CUL-MM#16  

Cul-MM#16: Engage a Paleontological Resources 
Specialist to Direct Monitoring during Construction 
 

A paleontological resources specialist (PRS) will be designated 
for the project who will be responsible for determining where 
and when paleontological resources monitoring should be 
conducted. Paleontological resources monitors (PRMs) will be 
selected by the PRS based on their qualifications, and the 
scope and nature of their monitoring will be determined and 
directed based on the Paleontological Resource Monitoring 
and Mitigation Plan (PRMMP). The PRS will be responsible for 
developing Worker Environmental Awareness Program 
training. All management and supervisory personnel and 
construction workers involved with ground-disturbing activities 
will be required to take this training before beginning work on 
the project and will be provided with the necessary resources 
for responding in case paleontological resources are found 
during construction. The PRS will document any discoveries, 
as needed, evaluate the potential resource, and assess the 
significance of the find under the criteria set forth in CEQA 
Guidelines Section 15064.5. 

Cul-MM#16: Engage a Paleontological Resources 
Specialist to Direct Monitoring during Construction 
 

A paleontological resources specialist (PRS) will be 
designated for the project who will be responsible for 
determining where and when paleontological resources 
monitoring should be conducted. Paleontological resources 
monitors (PRMs) will be selected by the PRS based on their 
qualifications (as detailed in Caltrans Standard 
Environmental Reference, Environmental Handbook Volume 
1, Chapter 8, Paleontology),. and tThe scope and nature of 
their monitoring will be determined and directed based on 
the Paleontological Resource Monitoring and Mitigation Plan 
(PRMMP). The PRS will be responsible for developing Worker 
Environmental Awareness Program training. All management 
and supervisory personnel and construction workers involved 
with ground-disturbing activities will be required to take this 
training before beginning work on the project and will be 
provided with the necessary resources for responding in case 
paleontological resources are found during construction. The 
PRS will document any discoveries, as needed, evaluate the 
potential resource, and assess the significance of the find 

Minor revisions 
to mitigation 
measure to 
include a more 
applicable 
performance 
standard for 
impacts to 
paleontological 
resources 
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under the criteria set forth in CEQA Guidelines Section 
15064.5 the guidance of the recommendations of the Society 
of Vertebrate Paleontology (Society of Vertebrate 
Paleontology Conformable Impact Mitigation Guidelines 
Committee 1995). 

Volume II 

22 Appen
dix 1A, 
pp. 1-
22 

Benefits from 
Reduction in 
VMT 

The high-speed train project would provide a new travel mode 
and divert automobile trips to high-speed train trips. The 
Fresno to Bakersfield Section Project FEIR/FEIS identified a 
statewide VMT reduction of approximately 21 to 31 million 
miles daily with the implementation of a HST project as 
compared to the No Project Alternative in 2035 (FEIR/FEIS, 
page 3.3-54). The diversion from automobile to HST was 
estimated to lead to a 7 to 10% statewide reduction in VMT 
on the state highway system (7% if based on 83% of airfare, 
10% if based on 50% of airfare (FEIR/FEIS, page 3.2-37). 
This equates to approximately 7,700 tons of CO2 per day 
(FEIR/FEIS, Table 3.3-13, page 3.3-74). The reduction in both 
automobile and air travel VMT would provide benefits in the 
form of reduced congestion on both the state’s highway 
system as well as at airports. Within the Fresno, Kern, Kings 
and Tulare counties project area, the VMT reduction is 
estimated at 5.4 to 8.0 million miles daily (FEIRS/FEIS, Table 
3.3-16, page 3.3-75). 

The high-speed train project would provide a new travel 
mode and divert automobile trips to high-speed train trips. 
The Fresno to Bakersfield Section Project FEIR/FEIS 
identified a statewide VMT reduction of approximately 21 to 
31 million miles daily with the implementation of a HST 
project as compared to the No Project Alternative in 2035 
(FEIR/FEIS, page 3.3-6654). The diversion from automobile 
to HST was estimated to lead to a 7 to 10% statewide 
reduction in VMT on the state highway system (7% if based 
on 83% of airfare, 10% if based on 50% of airfare 
(FEIR/FEIS, page 3.2-37). This equates to approximately 
7,700 tons of CO2 per day (FEIR/FEIS, Table 3.3-13, page 
3.3-6674). The reduction in both automobile and air travel 
VMT would provide benefits in the form of reduced 
congestion on both the state’s highway system as well as at 
airports. Within the Fresno, Kern, Kings and Tulare counties 
project area, the VMT reduction is estimated at 5.4 to 8.0 
million miles daily (FEIRS/FEIS, Table 3.3-156, page 3.3-
6675). 

 

Correction to 
citations 
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23 Appen
dix 2D, 
pp. 2-
D-7 

Table 2D-6 
Hydrology 

Impact 
Category 

Project 
Features 

Applicable Design Standards 

Alteration of 

stream flows 

and water 
surface 

elevations from 
the placement 
of structures 

(e.g., piers and 
abutments) 

within stream 
channels. 

Alignment 

(bridges and 

viaducts) 
including 

access track to 
HMF. 

HST Fresno to Bakersfield Section 

Hydraulics and Floodplains Technical 
Report 

Caltrans Highway Design Manual: 

 Chapter 810 – Hydrology 

 Chapter 820 – Cross Drainage 

FHWA Hydraulic Design Series: 

 HDS-1 – Hydraulics of Bridge 
Waterways 

 HDS-5 – Hydraulic Design of 
Highway Culverts 

AREMA Manual for Railway 
Engineering 

AASHTO Highway Drainage 
Guidelines 

Alteration of 

drainage 
patterns from 

placement any 
type of project 
feature in any 

location. 
Includes 

changes from 
impervious 
surfaces and 

floodplain 
impacts. 

All project 
features. 

Stormwater Pollution Prevention 
Plan: 

 Hydromodification 

HST Fresno to Bakersfield Section 
Hydraulics and Floodplains Technical 
Report 

HST Fresno to Bakersfield Section 
Stormwater Management Plan 

Caltrans Highway Design Manual: 

 Chapter 820 – Cross Drainage 

 Chapter 830 – Roadway 
Drainage 

 Chapter 860 – Open Channels 

FHWA Hydraulic Design Series No. 2 
(Hydrology) 

FHWA Hydraulic Engineering Circular 

No. 22 (Urban Drainage Design 
Manual) 

AREMA Manual for Railway 
Engineering 

AASHTO Highway Drainage 
Guidelines 

Generation of 

pollution from 
roadways. 

State highway 

and local 
roadway 
modifications 
and crossings. 

Stormwater Pollution Prevention 
Plan: 

 Construction BMPs 

 Post-Construction Controls 

HST Fresno to Bakersfield Section 
Stormwater Management Plan 

Impact 
Category 

Project 
Features 

Applicable Design Standards 

Alteration of 

stream flows 

and water 
surface 

elevations from 
the placement 
of structures 

(e.g., piers and 
abutments) 

within stream 
channels. 

Alignment 

(bridges and 

viaducts) 
including 

access track to 
HMF. 

HST Fresno to Bakersfield Section 

Hydraulics and Floodplains Technical 
Report 

Caltrans Highway Design Manual: 

 Chapter 810 – Hydrology 

 Chapter 820 – Cross Drainage 

FHWA Hydraulic Design Series: 

 HDS-1 – Hydraulics of Bridge 
Waterways 

 HDS-5 – Hydraulic Design of 
Highway Culverts 

AREMA Manual for Railway 
Engineering 

AASHTO Highway Drainage 
Guidelines 

Alteration of 

drainage 
patterns from 

placement any 
type of project 
feature in any 

location. 
Includes 

changes from 
impervious 
surfaces and 

floodplain 
impacts. 

All project 
features. 

Stormwater Pollution Prevention 
Plan: 

 Hydromodification 

HST Fresno to Bakersfield Section 
Hydraulics and Floodplains Technical 
Report 

HST Fresno to Bakersfield Section 
Stormwater Management Plan 

Caltrans Highway Design Manual: 

 Chapter 820 – Cross Drainage 

 Chapter 830 – Roadway 
Drainage 

 Chapter 860 – Open Channels 

FHWA Hydraulic Design Series No. 2 
(Hydrology) 

FHWA Hydraulic Engineering Circular 

No. 22 (Urban Drainage Design 
Manual) 

AREMA Manual for Railway 
Engineering 

AASHTO Highway Drainage 
Guidelines 

Generation of 

pollution from 
roadways 

State highway 

and local 
roadway 
modifications 
and crossings. 

Stormwater Pollution Prevention 
Plan: 

 Construction BMPs identified 
and implemented per General 
Construction Permit 

 Post-Construction Controls  

Provides 
additional detail 
and clarification 
of design 
standards that 
will govern the 
implementation 
of required BMPs 
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Caltrans Storm Water Quality 
Handbook: 

 Project Planning and Design 
Guide 

 Stormwater Pollution 

Prevention Plan and Water 
Pollution Control Program 
Preparation Manual 

AASHTO Highway Drainage 
Guidelines 

Generation of 

pollutants from 
stations 

Fresno, 

Bakersfield, 
and 

Kings/Tulare 
Regional 
Stations 

Stormwater Pollution Prevention 
Plan: 

 Construction BMPs 

 Post Construction Controls 

 Local Standards 

HST Fresno to Bakersfield Section 
Stormwater Management Plan 

Generation of 

pollutants from 
HMF 

All HMF 
Alternatives 

Stormwater Pollution Prevention 
Plan: 

 Construction BMPs 

 Industrial BMPs 

HST Fresno to Bakersfield Section 
Stormwater Management Plan 

 

identified and implemented 
per Caltrans General Permit 

HST Fresno to Bakersfield Section 
Stormwater Management Plan 

Caltrans Storm Water Quality 
Handbook: 

 Project Planning and Design 
Guide 

 Stormwater Pollution 
Prevention Plan and Water 

Pollution Control Program 
Preparation Manual 

AASHTO Highway Drainage 
Guidelines 

Generation of 
pollutants from 

most HST 
project areas, 

including track, 
local roadway 

crossings, and 
stations 

Alignment 
Fresno, 

Bakersfield, 
and 

Kings/Tulare 
Regional 
Stations 

Stormwater Pollution Prevention 
Plan: 

 Construction BMPs identified 

and implemented per General 
Construction Permit 

 Post Construction Controls 
identified and implemented 

per Section 401 Permit and 
High-Speed Train Project Post-
Construction Stormwater 

Quality Standards Technical 
Memorandum (CH2M Hill and 
URS July 2013) 

 Local Standards Where HST 

facilities will drain directly to 

the existing storm drainage 
system owned and operated 
by the Fresno Metropolitan 

Flood Control District (FMCD), 
post-development BMPs may 

be identified and implemented 
either pursuant to the High 
Speed Train Project Post-

Construction Stormwater 
Quality Standards Technical 

Memorandum (CH2M Hill and 
URS July 2013) or pursuant to 
requirements of FMCD 
ordinances and its MS4 permit  

HST Fresno to Bakersfield Section 
Stormwater Management Plan 

Generation of 

pollutants from 
HMF 

All HMF 
Alternatives 

Stormwater Pollution Prevention 
Plan: 

 Construction BMPs identified 
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and implemented per General 
Construction Permit 

 Industrial BMPs Post 

Construction Controls 
identified and implemented 
per General Industrial Permit 

HST Fresno to Bakersfield Section 
Stormwater Management Plan 

Construction General 

construction 

activities for all 
HST facilities 

Stormwater Pollution Prevention 
Plan:  

 Construction BMPs identified 

and implemented per General 
Construction Permit 

 
 

Volume IV 

24 16-13 

and 

35-13 

FB-
Response-
GENERAL-
02: 
Alternatives 

The 1996 Corridor Evaluation and Environmental Constraints 
Analysis presents the initial screening of alternative corridors 
for an HST system between the San Francisco Bay Area and 
Los Angeles. This screening was done in two phases. In the 
first phase, evaluation criteria defined by the goals of 
maximizing ridership, minimizing costs, and avoiding potential 
environmental constraints, identified three feasible corridors: 
the Coastal; I-5; and Central Valley (SR 99) corridors. The 
Coastal corridor was not carried forward in the second phase 
of screening because of low projected ridership and high 
capital costs. The Coastal corridor's ridership projections were 
24% to 46% lower than the shortest I-5 corridor, which had 
the highest ridership projections of all the corridors. The 
capital cost for the Coastal corridor was 24% higher than the 
shortest I-5 corridor, which was the lowest cost corridor 
considered in this study.  
 

The 1996 Corridor Evaluation and Environmental Constraints 
Analysis presents the initial screening of alternative corridors 
for an HST system between the San Francisco Bay Area and 
Los Angeles. This screening was done in two phases. In the 
first phase, evaluation criteria defined by the goals of 
maximizing ridership, minimizing costs, and avoiding 
potential environmental constraints, identified three feasible 
corridors: the Coastal; I-5; and Central Valley (SR 99) 
corridors. The Coastal corridor was not carried forward in the 
second phase of screening because of low projected 
ridership and high capital costs. The Coastal corridor's 
ridership projections were 24% to 46% lower than the 
shortest I-5 corridor, which had the highest ridership 
projections of all the corridors based on preliminary ridership 
projections prepared in the first phase.  The capital cost for 
the Coastal corridor was 24% higher than the shortest I-5 
corridor, which was the lowest cost corridor considered in 
this study.  At the conclusion of the first phase of analysis, 
the Central Valley (SR 99) corridor ranked highest, followed 
by the I-5 corridor, and the Coastal corridor.  (Corridor 
Evaluation and Environmental Constraints Analysis Final 
Report, pp. 68-69.)  The Intercity High Speed Rail 
Commission elected to focus the second phase of study on 
the Central Valley (SR 99) and I-5 corridors. 

Clarify 
conclusions 
reached at first 
phase of 1996 
corridor studies 
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Volume V 

25 16-14 

and 

35-14 

FB-
Response-
GENERAL-
02: 
Alternatives 

The 1996 corridor planning studies found that the I-5 corridor 
was very effective in serving the end-to-end markets of San 
Francisco and Los Angeles. This corridor offers the shortest 
distances, lowest capital costs, fastest Los Angeles to San 
Francisco Bay Area travel times, and the highest overall 
ridership forecasts. However, the I-5 corridor would be the 
least attractive corridor for serving intermediate markets 
because future stations would be distant from the major 
urban population centers of the San Joaquin Valley. The I-5 
corridor has very little existing or projected population 
between the San Francisco Bay Area and Los Angeles 
(California Intercity High Speed Rail Commission 1996). In 
contrast, well over 3 million residents were projected to live 
between Fresno and Bakersfield along the Central Valley 
corridor by 2015, which directly serves all the major Central 
Valley cities. Residents along the Central Valley corridor lack a 
competitive transportation alternative to the automobile, and 
a ridership analysis showed that they would be ideal 
candidates to use an HST System.  

 

Whereas the first phase of tThe 1996 corridor planning 
studies found that the I-5 corridor was very effective in 
serving the end-to-end markets of San Francisco and Los 
Angeles, and. This corridor offers the shortest distances, 
lowest capital costs, fastest Los Angeles to San Francisco 
Bay Area travel times, and the highest overall ridership 
forecasts, the first phase of the studies also recognized. 
However, the I-5 corridor would be the least attractive 
corridor for serving intermediate markets because future 
stations would be distant from the major urban population 
centers of the San Joaquin Valley. The I-5 corridor has very 
little existing or projected population between the San 
Francisco Bay Area and Los Angeles (California Intercity High 
Speed Rail Commission 1996, pp. 68-69). In contrast, well 
over 3 million residents were projected to live between 
Fresno and Bakersfield along the Central Valley corridor by 
2015, which directly serves all the major Central Valley cities. 
Residents along the Central Valley corridor lack a competitive 
transportation alternative to the automobile, and a ridership 
analysis showed that they would be ideal candidates to use 
an HST System. Based on additional comparative study in 
phase two of the Central Valley (SR 99) and I-5 corridors, 
the Central Valley (SR 99) corridor was determined to have 
higher ridership potential overall than the I-5 alternative, 
due in part to its ability to serve intermediate markets.  
(1996 Corridor Evaluation and Environmental Constraints 
Analysis Final Report, pp. 68-69; Charles River Associated, 
July 1996). Based on this and other factors described in the 
1996 Corridor Evaluation and Environmental Constraints 
Analysis Final Report, the Intercity High Speed Rail 
Commission focused its further study on the Central Valley 
(SR 99) corridor. 

Clarify 
conclusions 
reached at first 
and second 
phase of 1996 
corridor studies 
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