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CALIFORNIA HIGH-SPEED RAIL AUTHORITY
PALMDALE TO BURBANK PROJECT SECTION
FINAL RECORD OF DECISION
APPROVAL OF SR14A BUILD ALTERNATIVE

1 INTRODUCTION

This document is the California High-Speed Rail Authority’s (Authority) Record of Decision
(ROD), under the National Environmental Policy Act (NEPA), for the California High-Speed Rail
(HSR) Palmdale to Burbank Project Section (Project Section, or project), which is part of the
statewide HSR system. The Authority is the NEPA federal lead agency under what is commonly
referred to as NEPA Assignment. More specifically, the environmental review, consultation, and
other actions required by applicable federal environmental laws for this project are being or have
been carried out by the State of California pursuant to 23 U.S. Code (U.S.C.) Section 327 and a
Memorandum of Understanding (MOU) effective July 23, 2019 (renewed July 22, 2024), and
executed by the Federal Railroad Administration (FRA) and the State of California (NEPA
Assignment MOU) (FRA and State of California 2019). The Authority is also the lead agency for
state environmental reviews under the California Environmental Quality Act (CEQA).

This ROD approves the SR14A Build Alternative as described in the Palmdale to Burbank Project
Section Final Environmental Impact Report (EIR)/Environmental Impact Statement (EIS) (Final
EIR/EIS) dated May 24, 2024 (Authority 2024c) and reaffirms the selection of the Burbank Airport
Station Subsection as part of the Selected Alternative. The Palmdale Station was evaluated and
approved by the Authority as part of the adjacent Bakersfield to Palmdale Project Section on
August 19, 2021, as described in that project’'s ROD. The Burbank Airport Station was evaluated
and approved by the Authority as part of the adjacent Burbank to Los Angeles Project Section on
January 20, 2022, as described in that project's ROD. As set forth in this ROD, the SR14A Build
Alternative best serves the Purpose and Need for this project and minimizes economic, social,
and environmental impacts. It is therefore the Selected Alternative.

The Authority proposes to construct and operate the project after receiving the required approvals
from the appropriate federal agencies. These agencies include the federal cooperating
agencies—the United States Forest Service (USFS), the U.S. Army Corps of Engineers
(USACE), the Surface Transportation Board (STB) and the United States Bureau of Land
Management (BLM) and the Federal Aviation Administration (FAA). To the extent practicable, this
environmental document will serve as the environmental document for the cooperating and other
federal agencies' evaluation of the Authority's proposals for federal agency authorizations.
Multiple other federal agencies that are not cooperating agencies have been involved in and have
contributed to the environmental review, including the FRA, U.S. Environmental Protection
Agency (USEPA), and the U.S. Fish and Wildlife Service (USFWS). Refer to Table 1.1-1 for a list
of major milestones related to compliance with NEPA and other federal environmental laws.

To comply with NEPA and CEQA, the Authority issued the Palmdale to Burbank Project Section
Draft Environmental Impact Report/Environmental Impact Statement (Draft EIR/EIS) for the
project on September 2, 2022. Following public review of the Draft EIR/EIS, the Authority
considered and responded to public comments; revised the Draft EIR/EIS to address public
comments as appropriate; incorporated minor design refinements to further reduce environmental
impacts and improve safety; and published the Final EIR/EIS on May 24, 2024. Consistent with
40 Code of Federal Regulations (C.F.R.) Section 1506.2," the Final EIR/EIS is one document that

Ton April 20, 2022, CEQ issued Phase 1 Final Rule restoring regulatory provisions that were in effect before the 2020
rule modified them for the first time. On July 28, 2023, CEQ announced a Phase 2 Notice of Proposed Rulemaking—the
“Bipartisan Permitting Reform Implementation Rule”—to revise its regulations for implementing the procedural provisions
of the NEPA, including to implement the amendments to NEPA by the Fiscal Responsibility Act of 2023. CEQ issued the
Phase 2 Final Rule on May 1, 2024, and the text of the regulation indicates the regulations apply to any NEPA process

California High-Speed Rail Authority August 2024
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covers both state and federal environmental requirements. However, because this ROD contains
only the decision of the Authority under its assigned responsibilities for NEPA, the documents are
henceforth referred to in this ROD as the “Draft EIS,” and “Final EIS.” In making its decision, the
Authority considered the information and analysis contained in the 2022 Draft EIS and the 2024
Final EIS (collectively, “EIS Documents”). The Authority also considered public and agency
comments received on the EIS Documents. Table 1.1-1 summarizes major NEPA milestones and
completion dates for the EIS Documents.

Table 1.1-1 Summary of Major Milestones for Compliance with Federal Environmental
Laws

Notice of Intent published in Federal Register (amended in 2014) | March 15, 2007

Public and Agency Meetings June 2014 - March 2024
Notice of Intent Published in Federal Register July 24,2014
Public Scoping Meetings (7) August 5, 2014 — August 19, 2014, and

December 2, 2014 — December 14, 2014

Public and Agency Meetings August 2014 — December 2014, November
2020, January 2021, April 2021

SHPO concurrence with Section 106 Finding of Effect Report September 3, 2021

NMFS Issues Endangered Species Act Section 7 Concurrence May 25, 2022
Not Likely to Adversely Affect Determination

Notice of Availability Published and Issuance of Draft EIS and September 2, 2022
Section 4(f) Evaluation

Public Hearing to Receive Public Comment October 18, 2022
Section 106 MOA executed by Authority and SHPO December 14, 2023
USACE and USEPA Letters of Concurrence on Preliminary January 5, 2024 (USACE)
LEDPA Determination /January 9, 2024 (USEPA)
FRA Publication of Draft General Conformity Determination April 2, 2024
Notice of Availability and Issuance of Final EIS and Section 4(f) | May 24, 2024
Evaluation
U.S. Fish and Wildlife Service Biological Opinion Issued June 25, 2024
FRA Approval of Final General Conformity Determination June 10, 2024
End of Waiting Period for Final EIS June 23, 2024
1 See Chapter 9, Table 9-5, in the Final EIS for certain organizational/individual meetings and dates held.
Authority = California High-Speed Rail Authority NMFS = National Marine Fisheries Service
EIS = Environmental Impact Statement SHPO = California Historic Preservation Officer
FRA = Federal Railroad Administration USACE = U.S. Army Corps of Engineers
LEDPA = Least Environmentally Damaging Practicable Alternative USEPA = U.S. Environmental Protection Agency

begun after July 1, 2024 (40 CFR 1506.12). The NEPA process for the project was initiated before the effective date of
the 2020, 2022, and 2024 CEQ regulations and is not subject to the current regulations, relying on the 1978 regulations
[amended in 1986, 51 Federal Register 15618 (April 25,1986)] as they existed prior to September 14, 2020. All
subsequent citations to CEQ regulations in this environmental document refer to the 1978 regulations, pursuant to 40
C.F.R. 1506.13 (2020) and 40 C.F.R. 1506.12 (2024).

August 2024 California High-Speed Rail Authority
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The Palmdale to Burbank Section will connect to the already approved portions of the HSR
system between San Francisco and Palmdale and between Burbank and Los Angeles. This ROD
outlines all relevant information used by the Authority, as the NEPA lead agency, for approval of
the Selected Alternative (SR14A Build Alternative). The Selected Alternative includes both the
Central Subsection and the Burbank Subsection, as defined in the Final EIS, including the
previously approved Burbank Station (CHSRA Resolutions # HSRA 22-02 and HSRA 22-03). The
northern terminus of the Selected Alternative is Spruce Court in the City of Palmdale, which
connects the Palmdale to Burbank Project Section to the approved Bakersfield to Palmdale
Project Section. The southern terminus of the Selected Alternative is north of Winona Avenue and
north of the Burbank Airport east/west runway in the City of Burbank. With the decision to select
the SR14A Alternative, the Authority updates its analysis to reflect Authority responses to
comments received on both the Central Subsection and the Burbank Subsection during the
Palmdale to Burbank Draft EIS comment period and reaffirms its prior approval of all HSR
facilities in the Burbank Subsection, without any change to the previously approved Burbank
Subsection design. This reaffirmation confirms that, even with the updated analysis for the
Burbank Subsection in the Palmdale to Burbank Final EIS, the prior approval’s conclusions and
design remain unchanged.

As depicted in Figure 1.1-1 and described in further detail in Chapter 2, Alternatives, of the Final
EIS, the Selected Alternative alignment would be approximately 38 miles in length. The northern
portion of the alignment would continue south of Spruce Court at grade, curving eastward and
traveling south approximately 300 feet east of Una Lake. South of Una Lake, the Selected
Alternative alignment would curve westward, cross over the Southern California Regional Rail
Authority Antelope Valley Line, Sierra Highway and the Soledad Siphon, and continue southwest
and enter a tunnel portal near the Sierra Highway/Pearblossom Highway intersection. The
Selected Alternative alignment would continue westward, in a tunnel before surfacing near Agua
Dulce Canyon Road. The alignment would then transition between at-grade and elevated profiles
closely paralleling the SR 14 freeway before entering an approximately 1-mile-long tunnel.
Transitioning from tunnel to at-grade, the Selected Alternative alignment would extend at grade in
the Bee Canyon area through to the Vulcan Mine site. The remaining Selected Alternative
alignment south of the Vulcan Mine site would be situated under the Angeles National Forest
(ANF) and then would transition above ground between Montague Street and Olinda Street in the
San Fernando Valley, and then entering an approximately 1-mile-long cut-and-cover tunnel
before reaching the Burbank Airport Station and ending with its southern terminus north of
Winona Avenue and north of the Burbank Airport east/west runway in the City of Burbank, in the
Burbank subsection. More detail on the Selected Alternative for the Palmdale to Burbank Project
Section is provided in the Final EIS, including its Chapter 2, Alternatives.

California High-Speed Rail Authority August 2024
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In making its decision, the Authority considered the information and analysis contained in the EIS
documents and the associated administrative record and input received from the public, tribes,
and other agencies.

The Authority has prepared this ROD in accordance with applicable provisions of the NEPA
Assignment MOU dated July 23, 2019; the Council on Environmental Quality (CEQ) regulations
implementing NEPA (40 C.F.R. §§ 1505.2 and 1506.10), 23 U.S.C. § 139, and FRA’s Procedures
for Considering Environmental Impacts (64 Federal Register [Fed. Reg.] 28545, May 26, 1999),
as modified by 78 Fed. Reg. 2713 (January 14, 2013).

Specifically, this ROD:

e Provides background on the NEPA process leading to the Final EIS, including a summary of
public involvement and agency coordination

e States and reaffirms the project’'s Purpose and Need

e Summarizes the process that led to the development of the alternatives for study in the Draft
EIS and Final EIS

e Discusses agency roles and responsibilities

o Identifies the project alternatives considered in the EIS Documents

¢ Identifies the SR14A Build Alternative as the Selected Alternative

¢ |dentifies the environmentally preferable alternative

e Summarizes environmental benefits and adverse effects of the Selected Alternative

¢ Discusses and/or makes determinations required under other relevant laws and guidance,
including:

- Section 106 of the National Historic Preservation Act of 1966, as amended (NHPA) (54
U.S.C. §§ 306101-307106 et seq.)

- Section 4(f) of the Department of Transportation Act of 1966 (49 U.S.C. § 303)
- Clean Air Act (42 U.S.C. §§ 7401-7671q)

- Section 7 of the Endangered Species Act of 1973 (16 U.S.C. §§ 1531-1544)

- Section 404 of the Clean Water Act (CWA) (33 U.S.C. §§ 1251-1387)

- USEO 11990 (Protection of Wetlands, May 24, 1977)

- USEO 11988 (Floodplain Management, May 24, 1977)

- U.S. Presidential Executive Order (USEQ) 12898 (Federal Actions to Address
Environmental Justice in Minority and/or Low-Income Communities, February 11, 1994)

e Summarizes the comments received on the Final EIS and responds to substantive comments
that have not been previously addressed

e Imposes impact avoidance and minimization features (IAMF) and mitigation measures that
will avoid, minimize, and mitigate environmental harm and sets forth a binding monitoring and
enforcement program for all such features and measures

e Presents the Authority’s decision, determinations, and findings on the proposed project and
identifies and discusses the factors that were balanced by the Authority in making its decision

e Summarizes the status of compliance with permitting and other environmental requirements
e The ROD also includes the following appendices:

- Appendix A: Final General Conformity Determination, June 10, 2024

California High-Speed Rail Authority August 2024
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- Appendix B: Final U.S. Fish and Wildlife Service Biological Opinion, June 25, 2024

- Appendix C: Mitigation Monitoring and Enforcement Plan

- Appendix D: State Historic Preservation Officer Section 106 Concurrence Letter,
September 3, 2021, and Memorandum of Agreement, December 14, 2023

- Appendix E: National Marine Fisheries Service Section 7 Concurrence Letter, May 25,
2022

- Appendix F: U.S. Army Corps of Engineers Preliminary Least Environmental Damaging
Practicable Alternative (LEDPA) Concurrence Letter, January 5, 2024, and U.S.
Environmental Protection Agency Preliminary LEDPA Concurrence Letter, January 9,
2024

- Appendix G: Section 4(f) Concurrence Letters

- Appendix H: Comments Received Between the Publication of the Final EIS and the June
26-27, 2024, Board Meeting

- Appendix I: Errata for the Final EIS

- Appendix J: Final Individual Section 4(f) Evaluation for Lang Station Open Space

1.1  California HSR System

The Authority is responsible for planning, designing, constructing, and operating the California
HSR System. Its state statutory mandate is to develop an HSR system that coordinates with the
state’s existing transportation network, which includes intercity rail and bus lines, regional
commuter rail lines, urban rail and bus transit lines, highways, and airports.

The California HSR System would provide intercity, high-speed service on more than 800 miles of
track throughout California, connecting the major population centers of Sacramento, the

San Francisco Bay Area, the southern Central Valley, Los Angeles, the Inland Empire, Orange
County, and San Diego, as depicted on Figure 1.1-2. The Authority and FRA prepared three
programmatic (Tier 1) EIR/EIS documents to select preferred alignments and station locations to
advance for project-level analysis in Tier 2 EIR/EISs. See Chapter 1, Project Purpose, Need, and
Objectives, of the Final EIS for a detailed description of the HSR system and the history of Tier 1
documents. The HSR system would use state-of-the-art, electrically powered, high-speed, steel-
wheel-on-steel-rail technology, including contemporary safety, signaling, and automatic train-
control systems that would incorporate positive train control infrastructure and be compliant with
the requirements of 49 C.F.R. Part 236 Subpart |, with trains capable of operating up to 220 miles
per hour in HSR project sections that are fully grade separated and on a dedicated guideway
alignment.
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Figure 1.1-2 Statewide High-Speed Rail System, Phase 1 and Phase 2—Project Sections
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The Authority plans two phases of California HSR System development. The California High-
Speed Rail Program 2024 Business Plan (Authority 2024a) describes in detail how the California
HSR System would be implemented and recognizes current budgetary and funding realities. The
California HSR System Phase 1, as approved through Tier 1 decisions, has been divided into
eight individual sections for site-specific, Tier 2 analysis. The Authority and FRA defined HSR
project sections so that they would have independent utility or independent significance (i.e., be
usable even if later sections of the HSR system are not completed). As of May 2024, the following
project sections are under construction:

e Merced to Fresno
e Fresno to Bakersfield

The Tier 2 environmental reviews (Final EIR/EIS and ROD) have been completed for the
following project sections:

Bakersfield to Palmdale (ROD issued September 2021)
Burbank to Los Angeles (ROD issued March 2022)

San Jose to Merced (ROD issued June 2022)

San Francisco to San Jose (ROD issued September 2022)

1.2 Palmdale to Burbank Project Section

The Palmdale to Burbank Project Section is a component of the California HSR system and
would serve as the system’s connection between Palmdale and Burbank. It would connect HSR
between the previously approved station in Palmdale to a station in Burbank, where it would
connect to the Burbank to Los Angeles Project Section. The Palmdale to Burbank Project Section
Final EIS studied six build alternatives that extend approximately 31 to 38 miles in length,
depending on the alternative, from Spruce Court in the City of Palmdale to immediately north of
Winona Avenue in the City of Burbank. The geography and topography of this section are
extremely diverse—characterized by desert, foothill, and mountainous environments including
rural, suburban, and urban communities.

The Authority and FRA received comments during scoping meetings held in August 2014, and
open house meetings in December 2014.2 As part of public outreach for the development of the
Draft EIS, seven public and agency scoping meetings were held between August 5, 2014, and
August 19, 2014, in Santa Clarita, Burbank, Palmdale, Acton/Agua Dulce, Sylmar, Lake View
Terrace, and downtown Los Angeles. These meetings introduced the split of the alignment
between Bakersfield to Palmdale and Palmdale to Burbank. Seven additional follow-up meetings
were conducted between December 2, 2014, and December 14, 2014, in Santa Clarita, Sun
Valley, Palmdale, Burbank, San Fernando, Sylmar, and Acton. The additional meetings
introduced the potential for alignments to traverse the ANF.

Between 2014 and 2020, the Palmdale to Burbank Project Section initially evaluated three
subsections: the Palmdale Subsection, which included the Palmdale HSR Station and an
alignment extending to Spruce Court in Palmdale, the Central Subsection (between Spruce Court
in Palmdale to Lockheed Drive in Burbank), and the Burbank Subsection (between Lockheed
Drive and Winona Avenue in Burbank) including the Burbank Airport HSRA Station. Since 2014,
the Authority hosted more than 450 meetings with the public, stakeholders, and agencies to
provide project updates and obtain additional feedback on the proposed alternatives. Federal
agencies consulted included the U.S. Army Corps of Engineers, Surface Transportation Board,
U.S. Bureau of Land Management, U.S. Forest Service, Federal Aviation Administration, the U.S.
Environmental Protection Agency, U.S. Fish and Wildlife Service, National Marine Fisheries
Service, the National Park Service, and the Advisory Council on Historic Preservation.

At its November 15, 2018, meeting, the Board concurred with the Authority staff recommendation
to identify the Refined SR14 Alternative as the Authority’s Preferred Alternative for the Palmdale

2n response to a number of stakeholder requests, the original comment submittal deadline was extended from August
31, 2014, to September 12, 2014.
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to Burbank Project Section. Resolution #HSRA 18-19 can be found on the Authority’s website
(2018 Board Meeting Schedule & Materials - California High Speed Rail) (Authority 2018). This
identification was based on balancing the beneficial and adverse impacts of the project
alternatives on the natural environment and community resources in the context of CEQA, NEPA,
stakeholder input, and feasibility considerations. The Authority worked closely with federal, state,
and regional agencies to meet regulatory requirements by refining the Selected Alternative to
avoid and minimize impacts, and where necessary, to refine mitigation measures for adverse
impacts that cannot be avoided.

The Authority refined its Preferred Alternative for the Palmdale to Burbank Project Section to the
SR14A Alternative in August of 2020, as reflected in the minutes of the Authority Board of August
20, 2020. The new Preferred Alternative was proposed to avoid impacts to Una Lake south of
Palmdale as well as to avoid and lessen impacts on communities and other natural resources
south of Una Lake. The change in alignment for the SR14A, E1A, and E2A Build Alternatives
would avoid direct impacts to Una Lake and reduce impacts to the Acton community. Following
approval of the Palmdale Station and Alternative 2 with the Refined CCNM Design Option as part
of the Bakersfield to Palmdale Project Section Final EIR/EIS and 2021 Record of Decision, the
Palmdale Section was not further analyzed in the Palmdale to Burbank EIS. The Palmdale to
Burbank Project Section, retained for continued and full evaluation in the Draft EIS and the Final
EIS, includes only the Central Subsection and the Burbank Subsection.

The Draft EIS was released on September 2, 2022, for an initial 60-day public comment period
that initially anticipated to be closed on November 1, 2022. Subsequently, the Authority notified
USEPA that the review and comment period was being extended to end of December 1, 2022,
and USEPA published the revised notice in the Federal Register on October 24, 2022. The Draft
EIS presented the Purpose and Need for the project; a reasonable range of six build alternatives
for the rail alignment; the existing setting; effects (both beneficial and adverse) from construction
and operation of the alternatives; and project design features and mitigation measures to avoid,
reduce, or mitigate adverse environmental effects.

The Authority received 2,489 individual, delimited comments on the Draft EIS. (A single comment
letter may include multiple delimited comments.) The Authority considered the information
presented in the comments received, and the Final EIS includes responses to all substantive
comments on the Draft EIS. The Final EIS also includes minor design refinements to the project
alternatives since publication of the Draft EIS to respond in part to concerns raised by
stakeholders. Additionally, although the Burbank Subsection (as depicted in Figure 2-46 of the
Final EIS) was previously approved as a part of the Burbank to Los Angeles Project Section
EIR/EIS and 2022 Record of Decision, the Authority retained the Burbank Subsection in the
Palmdale to Burbank Final EIS so as to provide responses to comments received on the Burbank
Subsection during the Palmdale to Burbank DEIS comment period. As the Burbank Subsection
designs have not changed since their 2022 approval and the Palmdale to Burbank Final EIS
conclusions for the subsection remain consistent with the 2022 approval, the Burbank to Los
Angeles Final EIR/EIS was also incorporated by reference to the Final EIS. Where applicable,
specific content from these prior documents is summarized.

On May 24, 2024, the Authority published the Final EIS with a Notice of Availability in the Federal
Register, on the Authority website, and with wide distribution to public libraries in the project area,
individualized notices to every individual or entity who commented on the Draft EIS, notices to
property owners within or adjacent to the project footprint, and notices in newspapers of general
circulation.

California High-Speed Rail Authority August 2024
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2 AGENCY ROLES AND RESPONSIBILITIES

The Authority is the NEPA lead agency, pursuant to the NEPA Assignment MOU. The STB, the
BLM, the USFS, and the USACE are NEPA cooperating agencies. Multiple other federal
agencies that are not cooperating agencies have been involved with and contributed to the
environmental review, including the FRA, USEPA, USFWS, FAA, and the Advisory Council on
Historic Preservation. The specific roles and responsibilities of the federal agencies involved in
the Palmdale to Burbank Project Section including lead, cooperating, and permitting agencies,
are further described below.

2.1 Federal Railroad Administration

The FRA's responsibilities for environmental review, consultation, and other actions required by
applicable federal environmental laws, including NEPA, for the proposed Project are being carried
out by the Authority, acting on behalf of the State of California pursuant to 23 U.S.C. Section 327
and the NEPA Assignment MOU. Under the MOU, FRA assigned federal environmental review
responsibilities for the Project to the State of California. Since July 23, 2019, the Authority has
performed as the lead NEPA agency in this program, known as NEPA Assignment.

As required by law and the NEPA Assignment MOU, the FRA has retained responsibility making
air quality conformity determinations under the Clean Air Act (42 U.S.C. § 7506) and government-
to-government consultation with Indian tribes (23 C.F.R. § 773.105(b)(4)). FRA issued the federal
Clean Air Act General Conformity Determination on June 10, 2024 (see Appendix A).

The NEPA Assignment MOU also requires the Authority to consult with FRA prior to making any
proposed constructive use determinations under Section 4(f) of the Department of Transportation
Act of 1966 (49 U.S.C. § 303); however, there are no such determinations associated with the
Selected Alternative, as explained in Chapter 4, Section 4(f) and Section 6(f) Evaluations of the
Final EIS.

Additionally, FRA also administers certain grant funds provided to the Authority under the
American Recovery and Reinvestment Act of 2009 (Public Law 111-5) and oversees the
Authority’s compliance with its grant agreement and relevant amendments for the CHSRA
system.

2.2 Surface Transportation Board

The STB has authority over construction and operation of new rail lines (49 U.S.C. § 10901). As
the STB explained in its June 13, 2013, decision authorizing construction of the 65-mile section of
the California HSR System between Merced and Fresno (Docket No. FD_35724_0), 49 U.S.C.
Section 10501 (a)(2)(A) gives the STB jurisdiction over transportation by rail carrier in one state,
as long as that intrastate transportation is carried out, “as part of the interstate rail network.” The
STB determined that the California HSR System will be constructed as part of the interstate rail
network and therefore concluded that it has jurisdiction over the California HSR System.

The STB has participated as a cooperating agency in the environmental review process for the
Palmdale to Burbank Project Section. Following completion of this process, the STB may adopt
the Authority’s EIS (or conduct additional review, as appropriate) and issue a separate ROD
authorizing the Project.

2.3 U.S. Army Corps of Engineers

USACE is responsible for issuing permits under the CWA Section 404 (33 U.S.C. § 1344)
(Section 404) and authorizations under the Rivers and Harbors Act of 1899, Section 14 (33
U.S.C. § 408) (Section 408). USACE is required to comply with NEPA and issue its own NEPA
decision before it can issue a permit under Section 404 or grant permission under Section 408.

As an initial step in the environmental review and permitting processes for the project, the
Authority, the FRA, USACE, and USEPA executed an MOU (NEPA/404/408 MOU) in November
2010 (FRA et al. 2010). The MOU outlines a process to coordinate the NEPA environmental
review process with certain steps in the Section 404 and Section 408 permitting processes. The
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purpose of the MOU is to facilitate USACE decision making under Section 404, Section 408, and
NEPA.

Under Section 404, the USACE and USEPA regulate the discharge of dredged and fill materials
into the waters of the U.S. Project sponsors must obtain a permit from the USACE for discharges
of dredged or fill materials into waters of the U.S. Aquatic resources in the project vicinity include
several types of wetlands as well as other waters (i.e., streams, lakes, and other open water
features) as verified by the USACE under a preliminary jurisdictional determination issued on
December 5, 2019. Based on the Authority’s analysis of permanent impacts on waters of the U.S.
and coordination with the USACE, the Authority anticipates seeking an individual permit under
Section 404 for the Palmdale to Burbank Project Section.

The project alternatives that were considered in the EIS Documents incorporated various
combinations of a range of design options for the project. Pursuant to the MOU, the Checkpoint B
Summary Report identified the range of alternatives to be carried forward in the Draft EIS.
USEPA and USACE concurred with the selection of these alternatives on December 16, 2020,
and December 17, 2020, respectively (Authority 2024b). All six of these project alternatives are
evaluated in the Final EIS.

Pursuant to CWA Section 404, USACE and USEPA concurred in January 2024 that the
Authority’s Selected Alternative is the preliminary least environmentally damaging practicable
alternative (LEDPA).

The information contained in the Final EIS will provide information that will facilitate USACE’s
consideration and issuance of any necessary permits and approvals. Further, any USACE
documents produced using information from the Final EIS can be used to assess proposed
alterations/modifications of federal flood risk management facilities and any associated operation
and maintenance activities.

2.4 U.S. Fish and Wildlife Service and National Marine Fisheries Service

Concurrently with the NEPA process, the Authority initiated consultation under the federal
Endangered Species Act (FESA) Section 7 (16 U.S.C. § 1536), pursuant to 50 C.F.R. Part 402.
Section 7 of FESA requires federal agencies to consult with USFWS and/or National Marine
Fisheries Service (NMFS), depending on the type of species or habitat affected, to ensure that
actions they authorize, fund, or carry out are not likely to jeopardize the continued existence of
threatened or endangered fish, wildlife, or plant species or result in the destruction or adverse
modification of designated critical habitat for any such species. Impacts associated with
threatened and endangered species and habitat are addressed through a consultation process
with USFWS and/or NMFS that is outlined under Section 7 of FESA and the implementing
regulations. The Magnuson-Stevens Fishery Conservation and Management Act (16 U.S.C. §
1801 et seq.) requires federal agencies to consult with NMFS on activities that may adversely
affect Essential Fish Habitat for species that are managed under federal fishery management
plans in U.S. waters. Impacts associated with Essential Fish Habitat are addressed through a
coordination process with NMFS that may be combined with FESA Section 7 consultation.

In April 2022, the Authority informally consulted with NMFS under Section 7 of the ESA by
sending a letter requesting NMFS concur with the Authority’s determination that the Proposed
Action was not likely to adversely affect the Southern California steelhead (Oncorhynchus
mykiss), with a Biological Assessment (BA) supporting that determination. In May of 2022, NMFS
issued a concurrence letter stating that the project was not likely to adversely affect Southern
California steelhead. Appendix E of this ROD contains the concurrence letter from NMFS.

Because the project may affect threatened or endangered species and critical habitat subject to
USFWS jurisdiction, the Authority prepared a BA for the project and consulted with USFWS, as
required under Section 7 of FESA. The Authority submitted a draft BA and initiated formal Section
7 consultation with USFWS in June 2023. The BA evaluates the potential adverse effects of the
project on federally listed species and designated critical habitat. USFWS issued a biological
opinion (BO) on June 25, 2024 concluding that the Selected Alternative is not likely to jeopardize
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the continued existence of the five listed wildlife and plant species and is not likely to adversely
modify or destroy designated critical habitat for arroyo toad that occur in the action area.
Appendix B of this ROD contains the USFWS BO.

2.5 Advisory Council on Historic Preservation

The Advisory Council on Historic Preservation is an independent federal agency that promotes
the preservation, enhancement, and productive use of our nation's historic resources and advises
the President and Congress on national historic preservation policy. Established by the National
Historic Preservation Act in 1966, the Advisory Council on Historic Preservation has the legal
responsibility to encourage federal agencies to factor historic preservation into federal project
requirements (50 C.F.R. § 1502.25). The Advisory Council on Historic Preservation is a signatory
to the Authority’s Section 106 Programmatic Agreement.

2.6 Federal Aviation Administration

FAA agreed by letter dated March 4, 2021, to serve as cooperating agency. Regular meetings
(quarterly) have been held between FAA and the Authority to specifically discuss FAA's
requirements for this project segment. FAA has provided comments to the Authority regarding
project components that may impact the Burbank Airport and its facilities. Coordination with FAA
is required as a part of advanced design as outlined in SS-IAMF#5: Aviation Safety. For example,
this mitigation measure requires that the Authority submit construction plans and/or information to
the FAA as required by Code of Federal Regulations, Title 14, Part 77, and implement measures
required by the FAA to ensure continued safety of air navigation during HSR construction and
operation, pursuant to 14 C.F.R. section 77.5(c). Furthermore, SS-IAMF#6: Stakeholder
Coordination for the Hollywood Burbank Airport requires that, as design of the Burbank to Los
Angeles Project Section progresses, the Authority shall continue to coordinate with the FAA and
Burbank-Glendale-Pasadena Airport Authority (BGPAA) to avoid conflicts due to overlapping
construction schedules and future operations at the Hollywood Burbank Airport. The Authority’s
commitment to coordinate with the BGPAA has further been augmented through a November
2023 executed agreement between the Authority and BGPAA, where both parties made certain
and mutual coordination commitments over the lifecycle of the proposed project from design
through to long-term operations.

2.7 Bureau of Land Management

U.S Department of the Interior, BLM agreed by letter dated November 6, 2012, to serve as
cooperating agency for the Project Section. The Selected Alternative traverses three BLM parcels
in underground tunnels with no surface infrastructure. The Authority would apply for a grant of
right-of-way for the three BLM properties crossed by the Selected Alternative.

2.8 United States Forest Service

USFS agreed by letter dated August 25, 2014, to serve as cooperating agency for the Project
Section. The Authority will apply for a Special Use Authorization from USFS under the Federal
Land Policy and Management Act. Such authorization will include conditions to avoid or minimize
impacts on forest land or management of forest resources within the ANF, including the San
Gabriel Mountains National Monument (SGMNM). A Special Use Authorization will be required
because HSR tunnels and other facilities will be constructed in the ANF, including within portions
of the SGMNM.
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3 PURPOSE AND NEED

3.1 Purpose of the High-Speed Rail System

The Final Program EIR/EIS for the Proposed California High-Speed Train System (Statewide
Program EIS) established the purpose of the statewide HSR system, and identified and evaluated
alternative HSR corridor alignments and stations as part of a statewide HSR system (Authority
and FRA 2005).

The purpose of the statewide HSR system is to provide a reliable high-speed
electrified train service that links the major metropolitan areas of the state
and delivers predictable and consistent travel times. A further objective is to
provide an interface with commercial airports, mass transit, and the highway
network and relieve capacity constraints of the existing transportation system
as increases in intercity travel demand in California occur, in a manner
sensitive to and protective of California’s unique natural resources.

3.2 Purpose of the Palmdale to Burbank Project Section

The purpose of the Palmdale to Burbank Section of the California HSR system is to provide the
public with electric-powered HSR service that provides predictable and consistent travel times
between the Antelope Valley and the San Fernando Valley, provide connectivity to airports, mass
transit systems, and the highway network in the Antelope Valley and the San Fernando Valley;
and to connect the northern and southern portions of the Statewide HSR system.

3.3 Statewide and Regional Need for the High-Speed Rail System in the
Palmdale to Burbank Project Section

The approximately 31- to 38-mile-long Palmdale to Burbank Project Section is an essential
component of the statewide HSR system. The Palmdale to Burbank Project Section would
provide access to a new transportation mode and contribute to increased mobility throughout
California. The Palmdale to Burbank Project Section would connect to both the Bakersfield to
Palmdale and Burbank to Los Angeles Project Sections.

The need for an HSR system exists statewide, with regional demand contributing to this need.
The Palmdale to Burbank Project Section would contribute considerably to filling the statewide
need for a new intercity transportation service that would connect it with the major population and
economic centers and to other regions of the state.

The capacity of California’s intercity transportation system, including within the Palmdale and
Burbank Project Section vicinity, is insufficient to meet existing and future travel demands. The
current and projected future system congestion will continue to result in deteriorating air quality,
reduced reliability, and increased travel times. The system has not kept pace with the tremendous
increase in population, economic activity, and tourism in the state, including that in the project
vicinity. The interstate highway system, commercial airports, and the conventional passenger rail
system3 serving the intercity travel market are operating at or near capacity and will require large
public investments for maintenance and expansion to meet existing demand and future growth
over the next 25 years and beyond. Moreover, the feasibility of expanding many major highways
and key urban airports is uncertain; some needed expansions may be impractical or may be
constrained by physical, political, and other factors. The need for improvements to intercity travel
in California, including intercity travel between the Palmdale and Burbank Project Section vicinity,
greater Southern California, the San Francisco Bay Area, and Sacramento, relates to the
following issues:

3 Conventional passenger rail systems include inter-regional commuter rail services such as Amtrak and Metrolink. These
are not to be confused with local, light, and heavy rail transit systems that generally operate within a smaller sub-regional
area (e.g., Los Angeles County’s Metro Rail System).
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e Future growth in demand for intercity travel, including the growth in demand within the
Palmdale to Burbank Project Section corridor.

e Capacity constraints that will result in increasing congestion and travel delays, including
those in the Antelope Valley (cities of Lancaster and Palmdale) and in the city of Los
Angeles.

¢ Unreliability of travel stemming from congestion and delays, weather conditions, accidents,
and other factors that affect the quality of life and economic well-being of residents,
businesses, and tourism in California, including within the Palmdale to Burbank Project
Section corridor.

e Increased frequency of accidents on intercity highways and passenger rail lines, including in
the project vicinity.

¢ Reduced mobility as a result of increasing demand on limited modal connections between
major airports, transit systems, and passenger rail in the state, including within the Palmdale
to Burbank Project Section corridor.

e Poor and deteriorating air quality and increasing pressure on natural resources and
agricultural lands due to the expansion of highways and airports, as well as continued urban
development pressures, including those in the Palmdale to Burbank Project Section corridor.

e Legislative mandates to moderate the effects of transportation on climate change, including
required reductions in greenhouse gas (GHG) emissions caused by vehicles powered by the
combustion of carbon-based fuels.
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4 ALTERNATIVES CONSIDERED

This section summarizes the Alternatives Analysis process, describes the alternatives evaluated
in the EIS Documents, and identifies the Selected Alternative and environmentally preferable
alternative.

The Authority undertook an extensive public screening process to identify and refine alternatives
for study in the project-level EIS. The Authority prepared Alternatives Analysis reports to explore
alignment alternatives in an iterative process from 2010 to 2016, and the continued refinement
thereafter of alternatives and development of design options. The Preliminary Palmdale to

Los Angeles Alternatives Analysis Report (PAA) was completed in 2010 (Authority and FRA
2010), the Supplemental Alternatives Analysis (SAA) Report (Authority and FRA 2012a, 2012b)
was prepared in 2012, and the Palmdale to Burbank Project Section SAA Report was completed
in 2016 (Authority and FRA 2016).

Although the Alternatives Analysis process considered multiple criteria, the project objective to
maximize the use of existing transportation corridors and available rights-of-way to the extent
feasible was emphasized as a way of minimizing impacts otherwise caused by creating an
entirely new linear transportation corridor. Additionally, the engineering, geologic, and grade-
requirement challenges in this project section have influenced the Build Alternatives. The
following sections summarize the alternatives included in the Statewide Program EIR/EIS, the
PAA Report, and the SAA Reports.

Based on the foundational efforts in the 2010 PAA Report, the 2012 SAA Reports, and the 2014
SAA Report, followed by the refinements and new alternatives evaluated in the 2015 SAA Report,
the 2016 SAA Report, and the Una Lake Avoidance Alternatives, the alignment and station
alternatives proposed within the limits of the Palmdale to Burbank Project Section (first defined in
the 2014 SAA Report) eliminated from further study are described below. Generally, the
alternatives that were not carried forward for detailed analysis had greater direct and indirect
environmental impacts, were impracticable, or failed to meet the project’s purpose and need. This
section then describes the six Build Alternatives carried forward for evaluation in the EIS.

4.1 Alternatives Considered but Eliminated from Detailed Study

This section of the ROD describes alignment alternatives not carried forward, including a brief
narrative to describe the alternatives eliminated during screening during the process described
above.

411 Tier 2 Palmdale to Los Angeles Alternatives Analysis

In consideration of the varying setting and terrain covered in the 2010 PAA Report, the Palmdale
to Los Angeles Project Section was divided into four subsections (described in Section 2.4.2.1 of
the Draft EIS): Sylmar to Palmdale, SR 2 to Sylmar, Metrolink Central Maintenance Facility (CMF)
to SR2, and LAUS to Metrolink. The Station Options considered included stations in Los Angeles,
San Fernando Valley, and Palmdale.

Through the 2010 PAA Report, the Authority determined that several potential alignment and
station alternatives did not merit continued consideration. Between Sylmar and Palmdale, the
SR14 South and Soledad Canyon alignments were eliminated from further consideration based
on greater environmental impacts, along with greater route mileage and journey time, as
compared to the SR14 East and SR14 West alternatives that were carried forward (see Figure 2-
34 in Chapter 2, Alternatives, of the Draft EIS). The Soledad Canyon alignments would traverse
areas granted by the Bureau of Land Management for mineral extraction and negatively impact
the ANF. The SR 14 South alignment would negatively impact the existing visual setting and also
traverse areas granted by the Bureau of Land Management for mineral extraction. Additionally,
USEPA and other resources agencies raised concerns regarding impacts on sensitive resources
in the Soledad Canyon and Santa Clara River environments.

A potential station in Santa Clarita was eliminated from further consideration based on
comparatively higher residential displacements. A potential station in Lancaster was eliminated
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based on not sufficiently meeting the project purpose and objectives of providing transportation
connectivity as compared to station sites in Palmdale. Between Sylmar and SR 2, alternatives
that would have placed HSR outside the existing right-of-way to the east and west were
eliminated from further consideration due to high displacement of residential, commercial, and
industrial properties, and an alternative that would have required several long viaducts sharing
the existing right-of-way was eliminated due to the complexity and visual intrusiveness of the long
viaducts. The use of the existing right-of-way would also reduce train travel times. Non-HSR
trains between Palmdale and downtown Burbank currently have a run time that varies from 1
hour 24 minutes to 1 hour 53 minutes. Proposition 1A travel time objectives for HSR travel from
San Francisco to Los Angeles of 2 hours and 40 minutes would not be achievable if the section
between Palmdale and Burbank required this much time to traverse.

Potential stations at Burbank North and South, Hollywood Way, Sunland Boulevard, and Sylmar
North were eliminated from further consideration based on location/proximity to other stations,
constructability issues and costs, and environmental impacts compared to the station alternatives
carried forward.

4.1.2 2011 Los Angeles Supplemental Alternatives Analysis Report: LAUS to
Sylmar (2011 SAA Report)

The 2011 SAA Report refined alignment corridors and station sites in the southern portion of the
Palmdale to Los Angeles corridor between Sylmar and LAUS, utilizing the three separate
“subsections” as presented in the 2010 PAA Report: Sylmar to SR 2, SR 2 to Metrolink CMF, and
Metrolink CMF to LAUS (Authority 2011).

Within the SR 2 to Sylmar Subsection, the Authority Board requested evaluation of a station
located in downtown Burbank at the existing Burbank Metrolink station. A nonstandard layout to
bring the tracks closer to the existing right-of-way, reducing some of the impacts illustrated in the
2010 PAA Report, was considered. As a result of the remaining impacts of this station location on
the surrounding area and the need to reconstruct the existing bridges over the alignment, this
alternative was not recommended to be carried forward for evaluation. The seismic risk
associated with the Verdugo Fault, the impacts on new development south of SR 118, and the
construction challenges and visual impact associated with the elevated Pacoima Wash Station
were reasons the LAUS to Sylmar alternative was no longer recommended to be carried forward.
An alternative at-grade Pacoima Wash option was not recommended to be carried forward due to
extensive adverse impacts on adjacent freeways and intersections.

41.3 2012 Palmdale to Los Angeles Supplemental Alternatives Analysis
Report, Sylmar to Palmdale (2012 SAA Report)

The 2012 SAA Report split the Palmdale to Sylmar Subsection as previously included in the 2010
PAA Report into the Santa Clarita Subsection and the Palmdale Subsection and further evaluated
potential alignment alternatives within these two new subsection limits. The 2012 SAA Report
focused solely on the Santa Clarita and Palmdale Subsections (see Figure 2-36 in Chapter 2,
Alternatives, of the Draft EIS) and made no other changes to the alignment or station options
within other subsections carried forward from the previous 2012 SAA Report (Authority 2012a).
The 2012 SAA Report refined the SR14 East and the SR14 West Alignments to create an
East/West Hybrid option. The 2012 SAA Report recommended that certain alternatives (SR14
East Option, SR14 West Option, SR 14 East/West Hybrid Option, Sand Canyon Preliminary AA
Option, Sand Canyon Metrolink 200 Option) be carried forward for further study.

41.4 2014 Palmdale to Los Angeles Supplemental Alternatives Analysis
Report (2014 SAA Report)

The 2014 SAA Report recommended that the Palmdale to Los Angeles Project Section would be
better advanced if divided into two project sections (Palmdale to Burbank and Burbank to Los
Angeles) (Authority and FRA 2014). In addition, the 2014 SAA Report evaluated project
alternatives from the 2012 SAA Report in light of California HSR System phasing in the
Authority’s 2012 and 2014 Business Plans. Both Business Plans called for an Initial Operating
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Segment with a temporary terminus station in the San Fernando Valley that would be fully
integrated with the existing metropolitan rail infrastructure, to provide connections to all of
Southern California while construction of the California HSR System to LAUS and beyond
continued. The Business Plans’ phased implementation strategy contained the following goals
intended to make the best use of existing railroad infrastructure:

e A commitment to a blended system that focuses on new high-speed infrastructure
development between the State’s metropolitan regions while using, to the maximum extent
possible, existing regional and commuter rail systems in urban areas.

¢ A commitment to blended operations at all phases of development that seeks to use new and
existing rail infrastructure more efficiently through coordinated delivery of services, including
interlining of trains from one system to another as well as integrated scheduling to create
seamless connections.

¢ An Initial Operating Segment to connect the Central Valley to the Los Angeles Basin in the
San Fernando Valley, integrating high-speed infrastructure with existing modes of
transportation and closing the rail gap between Bakersfield and Palmdale.

e Making early investments in the “bookends”, defined as San Francisco and the Los Angeles
Basin, to upgrade existing services, build ridership, and lay the foundation for expansion of
the California HSR System.

The 2014 SAA Report also considered new information that had developed since the 2012 SAA
Report, including the emergence of the Brightline West HSR project (Brightline West Project)
from Las Vegas to Victorville, the addition of the high-speed rail corridor of the High Desert
Corridor project from Victorville to Palmdale, the incorporation of a Transit Village Specific Plan
into the Palmdale General Plan, and planning for land use and transportation by the City of
Burbank and the Burbank-Glendale-Pasadena Airport Authority around the Hollywood Burbank
Airport. The 2014 SAA Report recommended certain alternatives for further investigation
(mapped on Figure 2-37 in Chapter 2, Alternatives, of the Draft EIS) and eliminated others.

4.1.4.1 Santa Clarita Subsection

The 2014 SAA Report revaluated and updated the Santa Clarita North profile to eliminate
nonstandard alignment features and meet geometric standards for curvature and segment
lengths.

4.1.4.2  San Fernando Valley Subsection

The San Fernando and Branford Street station options were eliminated from further consideration
because of their lack of consistency with the 2012 and 2014 Business Plans’ criteria and goals.

4.1.4.3 Los Angeles Subsection

The Surface Alternative and LAPT3 remained unchanged in the 2014 SAA Report. However,
LAPT1 was refined to utilize a higher platform at LAUS.

415 Palmdale to Burbank Project Section Supplemental Alternatives
Analysis Report (2015 SAA Report)

Informed by the 2014 scoping process, the Authority and FRA continued to refine and consider
alternatives between Palmdale and Burbank, including refining the SR 14 corridor and introducing
alternatives on the east corridor.

4.1.5.1 SR 14 Corridor

The 2015 SAA Report shifted the proposed station in Palmdale to begin near Avenue O, which
would avoid Lake Palmdale (requiring relocation of Una Lake) and minimize impacts in the
community of Acton. The report also refined the Santa Clarita North option (now known as Santa
Clara Long Tunnel) to have the same horizontal location as the Santa Clarita South alignment
and withdrew consideration of HSR tracks east of the Metrolink corridor in the San Fernando
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Valley Subsection. Alignment alternatives along the SR 14 corridor were analyzed on an end-to-
end basis by combining the Palmdale Subsection options (East, West, and Hybrid), the Santa
Clarita Subsection options (Santa Clarita South and Santa Clara Long Tunnel), and the San
Fernando Valley Subsection alignment options (HSR aligned west of the Metrolink corridor). The
2015 SAA Report recommended eliminating the following alternatives along the SR 14 Corridor:
SR 14-3 (East/Santa Clara Long Tunnel/SCN/San Fernando West) and SR 14-4 (East/SCS /San
Fernando West). SR 14-3 and SR 14-4 encountered the most schools located within a 1.25-mile
radius of the alignment (21). In particular, these alignments passed near Vasquez High School
and High Desert Middle School in the community of Acton with an at-grade profile. High Desert
Middle School serves a variety of functions for the small, rural community of Acton, and thus,
these alignments would result in substantial community impacts. As such, SR 14-3 and SR14-4
were not carried forward.

4.1.5.2 East Corridor

The 2015 SAA Report also introduced additional alignments that generally follow a second
proposed corridor, the East Corridor, through a portion of the San Gabriel Mountains. The East
Corridor alignments were introduced to reduce travel time, avoid surface impacts along the SR 14
Corridor, and respond to public comments for consideration of more direct routes between
Palmdale and Burbank by way of the ANF, including the SGMNM. East of the community of
Acton, these routes would enter a tunnel beneath the ANF, including the SGMNM, emerging at
the surface in the northeast San Fernando Valley to share an aboveground corridor with the
existing Metrolink Antelope Valley Line. These alignments were developed to use deep tunnels
beneath the San Gabriel Mountains to avoid surface impacts within the ANF, including the
SGMNM, and the Magic Mountain Wilderness Area. The 2015 SAA Report proposed six new
East Corridor alignments: E1a, E1b, E2a, E2b, E3a, and E3b. The E3 alignments were proposed
as the easternmost alignments, and the E1 alignments were proposed as the westernmost
alignments. The East Corridor alignments would be constructed through the east side of the
community of Acton, cross the ANF, including the SGMNM, and enter the northeast San
Fernando Valley, eventually sharing the corridor with the existing Metrolink Antelope Valley Line.

4.1.5.3 Station Options

The 2015 SAA Report identified a Burbank Airport Station as the proposed station alternative
within the San Fernando Valley. Station Option A shifted the station location northwest within the
existing railroad right-of-way to improve connectivity with the Hollywood Burbank Airport.

4.1.6 Palmdale to Burbank Project Section Supplemental Alternatives
Analysis Report (2016 SAA Report)

The 2016 Palmdale to Burbank Project Section SAA Report reevaluated all SR 14 Corridor and
East Corridor alignment alternatives and station options carried forward from the 2015 SAA
Report (see Figure 2-41 in Chapter 2, Alternatives, of the Draft EIS). The 2016 SAA Report
incorporated alignment and station refinements originally presented in the 2015 SAA Report to
reduce environmental impacts and improve operational performance and travel time.
Furthermore, the SR 14 and East Corridor alignments were further refined to minimize surface
encounters with sensitive community and environmental resources by tunneling in a more direct
route between Palmdale and Burbank. In coordination with USFS, geotechnical investigations
were completed within the ANF, including the SGMNM, to obtain subsurface field data to help
evaluate potential environmental impacts (i.e., groundwater, hydrogeology, and surface water
resources), design constraints, and construction considerations for the tunnel portions of
alignments.

4.1.6.1 SR 14 Corridor

The 2016 SAA Report evaluated the two SR14 alternatives carried forward in the 2015 SAA
Report (SR 14-1 and SR 14-2) and introduced the Refined SR14 Build Alternative. The Authority
reviewed the critical environmental issues associated with SR 14-1 and SR 14-2, especially the
strong potential for environmental justice effects on communities in the northeast San Fernando
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Valley (including the city of San Fernando). Furthermore, adhering closely to the SR 14 freeway
corridor through this area increased the mileage and travel time between Palmdale and Burbank,
particularly relative to the Eastern Corridor alignments that took a more direct route underground.
The 2016 SAA Report withdrew SR 14-1 and SR 14-2 and proposed SR14 Refined for further
evaluation because SR14 Refined would tunnel under the ANF, including the SGMNM, resulting
in fewer residential and business displacements, fewer impacts on minority or environmental
justice communities, fewer noise and vibration effects on residential properties and schools, and
fewer visual impacts than SR 14-1 or SR 14-2.

4.1.6.2 East Corridor

The E1 Refined alternative introduced in the 2016 SAA Report was designed to improve
constructability by reducing tunnel grade and depths. Overall travel time would be reduced under
E1 Refined in comparison to the SR14 alternatives proposed because of reduced track curvature
(which would allow for higher travel speeds). The 2016 SAA Report withdrew E1a and E1b and
proposed E1 Refined for further evaluation based on the following key criteria:

e E1 Refined would be approximately 1 mile longer than E1a or E1b. However, near the
Arrastre Canyon area, E1 Refined would include an additional 4 to 6 miles of trackway within
tunnels compared to the extent of tunnels in E1a and E1b. This would reduce the amount of
at-grade or elevated alignment overall. E1 Refined would tunnel beneath the ANF, including
the SGMNM, thereby reducing potential surface effects.

¢ In comparison to the E1a and E1b alignments, E1 Refined would avoid impacts on critical
biological habitat of the arroyo toad. The number of miles of elevated and at-grade alignment
within a floodplain or within 1 mile of perennial streams or springs would be reduced.

o Less of the E1 Refined alignment would fall within a fire hazard area, and E1 Refined would
cross fewer faults in comparison to the E1a and E1b alternatives.

The E2 Refined alternative introduced in the 2016 SAA Report was designed to reduce surface
impacts by increasing tunnel length and avoiding the Big Tujunga Wash Mitigation Area.# The
2016 SAA Report withdrew E2a and E2b and proposed E2 Refined for further evaluation based
on the following key criteria:

e The overall length of E2 Refined would be similar to the length of E2a and E2b. However, an
additional 2 miles would be within tunnels near Arrastre Canyon in the E2 Refined alternative,
reducing the amount of at-grade or elevated alignment overall. E2 Refined would also tunnel
beneath the ANF, including the SGMNM, thereby reducing surface effects, including reduced
impacts on critical biological habitat, wetlands, streams, creeks, and canals; it would also
have fewer visual impacts due to less aboveground alignment.

o Less of the E2 Refined alignment would fall within a fire hazard area compared to the E2a
and E2b alternatives.

o E2 Refined would optimize the Big Tujunga Wash crossing design to avoid crossing over a
designated mitigation area within the wash that is owned by the Los Angeles County Flood
Control District.

e Although E2 Refined would potentially displace more businesses than E2a and E2b, E2
Refined would potentially displace fewer residences than E2a and E2b.

During the refinement process, the Authority explored possible modifications to improve E3a and
E3b. The potential E3 Refined alignment considered by the Authority had the same key design,
constructability, and operational issues as the E3a and E3b alternatives. Although the potential
E3 Refined alignment would have followed the most direct route of the alignments explored
during the refinement process, it would have had the deepest tunnels, the most constrained

4 The Big Tujunga Wash Mitigation Area was purchased by the Los Angeles County Flood Control District in 1998 to
compensate for habitat loss from regional projects. The Mitigation Area is approximately 210 acres and is located in the
city of Los Angeles-Sunland area.
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design, the longest construction schedule, major restrictions during operation, and increased
maintenance costs. Therefore, the E3 corridor was not carried forward for further consideration.

4.2 Alternatives Carried Forward for Study in the EIS

As a result of a comprehensive alternative analysis process, the EIS evaluated six Build
Alternatives: Refined SR14, SR14A, E1, E1A, E2, and E2A. The six Build Alternatives differ in
linear mileage, location, and extent of tunnel, at-grade, and elevated sections of alignment. Table
4.2-1 summarizes key design metrics. Please refer to Chapter 2, Alternatives, of the Final EIS, for
a more detailed discussion of the development of the six Build Alternatives, including the options
previously considered for the Burbank Airport Station.

Table 4.2-1 Summary of Design Features for the Build Alternatives

Desian Feature SR14A (Selected | Refined
9 Alternative) SR14

Total length (linear miles) 38.15 37.08 35.04 35.20 31.20 31.36
At-grade profile (linear miles) 6.91 6.80 7.15 6.47 5.55 4.85
At-grade covered tunnel (linear 0.47 0.47 0 0 0 0
miles)

Cut-and-cover tunnel (linear miles) 1.52 1.52 2.61 1.60 1.85 0.85
Bored/Mined tunnel (linear miles) 27.95 25.58 2464 | 26.31 2248 | 2414
Elevated profile (linear miles) 1.31 2.1 0.64 0.82 1.32 1.51
Number of straddle bents 2 1 1 2 1 2
Number of railroad crossings 5 3 3 5 2 5
Number of major water crossings 19 25 12 12 13 13
Number of at-grade road crossings 0 0 0 0 0 0
Approximate number of public and 5 9 13 12 11 10
private roadway closures

Number of new roadway 9 11 10 9 11 10
overcrossings and undercrossings

Source: Volume 1, Chapter 2, Alternatives, Table 2-12, page 2-87

Each of the six Build Alternatives would begin and end at the same locations. The northern
terminus of the Build Alternatives is Spruce Court in the city of Palmdale, which connects the
Palmdale to Burbank Project Section to the approved Bakersfield to Palmdale Project Section.
The southern terminus of the six Build Alternatives is north of Winona Avenue and north of the
Burbank Airport east/west runway in the City of Burbank.

The No Action Alternative (synonymous with the No Build Alternative) was also analyzed in the
EIS Documents. The alternatives analyzed in the EIS Documents are the alternatives that the
Authority identified as reasonable and potentially feasible and capable of meeting the project
Purpose and Need.

The following sections describe the six Build Alternatives and associated facilities evaluated in
the EIS Documents, which are described in detail in Chapter 2, Alternatives, of the Final EIS. As
explained in Section S.13, Summary of Changes between Draft and Final EIS, in the Final EIS
Summary, the Authority considered and incorporated a few minor engineering and design
refinements after the publication of the Draft EIS. The refinements were considered and
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incorporated for several reasons, including (1) in response to comments on the Draft EIS from
agencies, stakeholders, and the public; and (2) to further minimize environmental impacts.

4.2.1 SR14A Build Alternative (Selected Alternative)

The SR14A Build Alternative would begin at grade in the vicinity of Spruce Court, crossing the
current alignment of Sierra Highway just north of the East Avenue S, continuing south and
curving eastward approximately 300 feet east of Una Lake. South of Una Lake, the SR14A Build
Alternative would curve westward, cross over the Metrolink Antelope Valley line, Sierra Highway,
and the Soledad Siphon, and continue southwest and enter a tunnel portal northeast of the Sierra
Highway/Pearblossom Highway intersection. The SR14A Build Alternative would then continue
westward in an approximately 13-mile-long tunnel before surfacing east of Agua Dulce Canyon
Road. The alignment would transition between at-grade and elevated profiles closely paralleling
SR 14 before entering an approximately 1-mile-long tunnel.

The alignment then transitions from tunnel to at grade, and then elevated profile as it passes over
the Santa Clara River. Continuing from the Santa Clara River toward Lang Station Road, the
SR14A Build Alternative would enter approximately short at-grade and covered twin tunnels south
through the Vulcan Mine within the boundaries of the ANF, including areas within the SGMNM.
On completion of the tunnels, the Vulcan Mine site will be regraded and restored to a condition
better reflecting the surrounding topography.

After crossing the Vulcan Mine in at-grade and covered twin tunnels, the SR14A Build Alternative
would enter approximately 12-mile-long twin tunnels with a maximum depth of approximately
2,080 feet. Construction of a portion of these tunnels would occur in the existing Vulcan Mine site
and would pass underneath portions of the ANF.

South of Vulcan Mine, the SR14A Build Alternative would pass in twin tunnels beneath portions of
the ANF. The SR14A Build Alternative would emerge from tunnels east of the existing Antelope
Valley Metrolink Corridor near Montague Street in the Pacoima neighborhood of Los Angeles.

From Montague Street, the SR14A Build Alternative would continue south in a retained
cut/trench, transitioning up to ground level, passing over the existing Hansen Spreading Grounds
on embankment, before going over the Los Angeles County Flood Control Channel on a bridge
and entering the existing Metrolink corridor near Sheldon Street. Continuing along the eastern
side of the Metrolink Corridor, the SR14A Build Alternative would then continue south at grade,
where it would cross over Tuxford Street and under the Interstate 5 (I-5) freeway. Continuing
southeast from the I-5 undercrossing, the SR14A Build Alternative would transition below grade in
an open trench to just north of Olinda Street. From just north of Olinda Street to just south of
Sunland Boulevard, the SR14A Build Alternative would be below ground in a cut-and-cover box
structure. Metrolink would remain on the surface and the Sun Valley Metrolink station would be
reconstructed south of Olinda Street on the surface. South of Sunland Boulevard, the SR14A
Build Alternative would continue in a mined or bored tunnel until reaching Lockheed Drive.
Lockheed Drive represents the northern limit of the Burbank Subsection of the SR14A Build
Alternative. From Lockheed Drive, the SR14A Build Alternative would continue in a cut-and-cover
box until entering the Burbank Airport Station.

The Burbank Airport Station was also analyzed in the Burbank to Los Angeles Project Section
Final EIR/EIS, and was approved by the Authority Board in January 2022 as part of its approval
of the Burbank to Los Angeles Project Section. During the comment period on the Palmdale to
Burbank Project Section Draft EIR/EIS, the Authority received comments specific to the Burbank
Subsection, and the Final EIR/EIS includes updated analysis in response to those comments.
Section 6 of this document describes updates to certain IAMFS and mitigation measures. The
design for the Burbank Subsection has not changed from what was previously approved by the
Authority Board, and the impact conclusions in the Palmdale to Burbank Project Section Final
EIR/EIS are consistent with the conclusions in the Burbank to Los Angeles Project Section Final
EIR/EIS for the Burbank Subsection (Authority 2024b).
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The Burbank Airport Station will have both underground and aboveground facilities. Aboveground
facilities will span approximately 70 acres and would include a station building (which would
house ticketing areas, passenger waiting areas, restrooms, and related facilities), pickup/drop-off
facilities for private automobiles, a transit center for buses and shuttles, surface parking areas,
and stormwater capture/drainage facilities. Underground portions of the station, which include the
train boarding platforms, would be beneath Cohasset Street, along which runs the boundary
between the city of Los Angeles to the north and the City of Burbank to the south. There will be
two HSR tracks at the Burbank Airport Station.

The Burbank Airport Station would be an underground station, beginning near Kenwood Street
and extending to just north of Winona Avenue and north of the Burbank Airport east/west runway
in the City of Burbank. South of the approved Burbank Airport Station, the Build Alternatives
would join with the tunnel alignment that was studied in the Burbank to Los Angeles Project
Section EIR/EIS.

4.2.2 Refined SR14 Build Alternative

The Refined SR14 alignment would begin at grade in the vicinity of Spruce Court, west of the
current alignment of Sierra Highway near the intersection of Avenue S. The alignment would
cross Una Lake on an embankment, requiring partial filling of the lake. North and south of Una
Lake, the alignment would cross the San Andreas Fault Zone. Approximately 0.25 mile south of
the current location of Una Lake, the Refined SR14 alignment would cross the current alignments
of Sierra Highway and the Metrolink rail line, each of which would be relocated within the Refined
SR14 Central Subsection.

As further described below, in the 19 miles between Una Lake and Lang Station, the Refined
SR14 alignment would traverse a series of short tunnels, viaducts, and at-grade sections.

Continuing south from where the alignment would cross the current Sierra Highway and Metrolink
corridor alignments, the Refined SR14 alignment would cross over Barrel Springs Road and
continue for approximately 0.6 mile at grade before entering twin tunnels for 7.3 miles. These
tunnels would have a maximum depth of 920 feet below ground surface. The tunnels would pass
beneath the California Aqueduct, the SR 14 freeway, and various residential communities
(including Peaceful Valley Road and other residential areas north of SR 14 freeway near the
unincorporated Acton area of Los Angeles County).

After emerging from the tunnel east of Red Rover Mine Road, the Refined SR14 alignment would
continue west at grade and on a viaduct over Red Rover Mine Road, Sierra Highway, the SR 14
freeway, and Escondido Canyon Road. The Refined SR14 alignment would then enter twin-bored
tunnels approximately 3.1 miles long (maximum depth approximately 780 feet) and would emerge
east of Big Springs Road.

Continuing southwest from Big Springs Road, the Refined SR14 alignment would be constructed
at grade and on viaduct for approximately 1.5 miles before entering 0.5-mile-long twin tunnels
(maximum depth approximately 250 feet). The alignment would emerge from the tunnels
approximately 1.0 mile east of Agua Dulce Canyon Road. From this point, the Refined SR14
alignment would continue southwest at grade and on viaducts for approximately 1.5 miles,
passing over Agua Dulce Canyon Road on a viaduct structure.

From a point about 0.5 mile west of Agua Dulce Canyon Road, the alignment would enter
approximately 0.9-mile-long twin tunnels (maximum depth approximately 470 feet), following a
southwesterly direction. On emerging from the tunnels, the alignment would continue at grade or
on viaduct for approximately 1.7 miles, crossing the Santa Clara River, Soledad Canyon Road,
and the existing Metrolink rail alignment on viaduct structures.5 Bents and columns of the

5 Following public circulation of the Draft EIS and through consultation with resource agencies, the Authority developed a
design refinement in the vicinity of Bee Canyon that minimized the temporary and permanent footprint for the Refined
SR14 and SR14A Build Alternatives. The temporary footprint for both Build Alternatives was eliminated between Agua
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viaducts would be placed to avoid/minimize disturbance within ecologically sensitive portions of
the river.

Continuing from the Santa Clara River toward Lang Station Road, the Refined SR14 Build
Alternative would enter approximately 0.5-mile-long, at-grade, covered twin tunnels that would be
constructed to the south through the Soledad Canyon Mining Operations (Vulcan Mine),
California Mine Identification Number 91-19-0038, which is almost entirely within the boundaries
of the ANF, including the SGMNM. All features south of Vulcan Mine for the Refined SR14 Build
Alternative, including alignment, ancillary features, and station sites, would be identical to the
features described for the SR14A Build Alternative.

423 E1 Build Alternative

The 2015 SAA Report introduced several East Corridor alignments to make a more direct
connection between Palmdale and Burbank than previous options, by incorporating long tunnels
beneath portions of the ANF, including the SGMNM. The E1 Build Alternative was one of several
options introduced in the 2015 SAA Report, substantially refined in the 2016 SAA Report, and
recommended in the Checkpoint B Summary Report for further analysis in the Final EIS. The E1
Build Alternative was intended to provide a shorter, faster, less disruptive route to connect
Palmdale and Burbank compared to a corridor along the SR 14 freeway.

The E1 Build Alternative is more fully described in Chapter 2, Alternatives of the Final EIS, but
some features are highlighted here. The E1 alignment would require relocation of an
approximately 0.9-mile-long portion of the California Aqueduct. This alternative would also cross
an unnamed wash area northwest of the existing Vincent Substation. After crossing beneath Little
Tujunga Canyon Road and the San Gabriel fault, the E1 alignment would continue in a more
southwesterly direction, in tunnels approximately 0.3 mile east of the Pacoima Reservoir, and
would exit the ANF (remaining underground) beneath the Sylmar neighborhood of the city of Los
Angeles. The E1 alignment would continue underground, crossing the Sierra Madre Fault Zone,
and then passing beneath the I-210/SR 118 interchange in the Pacoima neighborhood of the city
of Los Angeles, where the alignment would curve from a southerly to southeasterly direction. The
E1 alignment would emerge from the tunnels immediately after passing beneath Montague Street
in Pacoima.

From Montague Street, the E1 alignment would follow the same routing as described for the
Selected Alternative (and the Refined SR14 Build Alternative) from the alignment’s emergence
near Montague Street to the end of the Central Subsection at Lockheed Drive.

Lockheed Drive represents the northern limit of the E1 Burbank Subsection. South of Lockheed
Drive, all E1 Build Alternative, ancillary features, and station sites within the Burbank Subsection
would be identical to the features described for the Selected Alternative.

424 E1A Build Alternative

The Authority developed the E1A Build Alternative to reduce impacts on aquatic resources south
of the city of Palmdale. Because the E1A Build Alternative was developed based on the E1 Build
Alternative, the above description of the E1 Build Alternative applies to the E1A Build Alternative,
except as follows.

The E1A Build Alternative would begin at grade in the vicinity of Spruce Court, crossing the
current alignment of Sierra Highway just north of East Avenue S, continuing south and curving
eastward approximately 300 feet east of Una Lake. In contrast to the E1 Build Alternative, the
E1A Build Alternative would include elevated structures to cross over the California Aqueduct
before entering a tunnel portal approximately 1,900 feet southwest of the Sierra
Highway/Pearblossom Highway intersection. After continuing underground for approximately 1.5

Dulce Canyon Road and Soledad Canyon Road. The permanent footprint along this area prior to the Bee Canyon design
refinement was 132.74 acres (Refined SR14 Build Alternative) and 129.41 acres (SR14A Build Alternative). The Bee
Canyon design refinement reduced the permanent footprint to 105.78 acres and 100.87 acres, respectively, for a
reduction of 26.96 acres for the Refined SR14 Build Alternative and 28.54 acres for the SR14A Build Alternative.
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miles, the E1A Build Alternative would transition to an at-grade profile approximately 350 feet
north of Vincent View Road. Just south of Vincent View Road, the E1A Build Alternative would
converge with the E1 Build Alternative. The remaining E1A Build Alternative south of Vincent
View Road, under the ANF, including the SGMNM, into the San Fernando Valley, and to the
southern terminus of the Central Subsection, would be identical to the E1 Build Alternative.

Lockheed Drive represents the northern limit of the E1A Burbank Subsection. South of Lockheed
Drive, all E1A Build Alternative, ancillary features, and station sites within the Burbank Subsection
would be identical to the features described for the Selected Alternative and E1 Burbank
Subsection.

425 E2 Build Alternative

The E2 alignment was one of several options introduced in the 2015 SAA Report, substantially
refined in the 2016 SAA Report, and recommended in the Checkpoint B Summary Report for
further analysis in this Final EIS. E2 is intended to provide a shorter, faster, and potentially less
disruptive route to connect Palmdale and Burbank than alignments more strictly following the SR
14 freeway corridor.

The E2 Build Alternative would be identical to the E1 alignment from Spruce Court to Aliso
Canyon Road. This includes the area passing through Una Lake, the San Andreas Fault Zone,
the California Aqueduct, the Santa Clara River tributary, and Aliso Canyon Road itself.

To the immediate west of Aliso Canyon Road, the E2 alignment would enter twin 16.6-mile-long
tunnels, initially following a path to the southwest (maximum depth of 2,670 feet). The initial

7 miles of this tunnel would be constructed beneath the ANF, including the SGMNM. The
alignment would continue southwesterly, curving to a more south-southwesterly direction as the
alignment passes beneath Mendenhall Ridge Road, and then through the San Gabriel Fault.

The E2 alignment would transition from tunnel to at grade in the hills above the Lake View
Terrace neighborhood of Los Angeles, near the private, unimproved BP&L Road. This tunnel
portal would require approximately 28.9 acres of additional surface area disturbance in the ANF
for grading and slope stabilization. After crossing the Sierra Madre Fault Zone, the alignment
would continue at grade for approximately 0.2 mile before transitioning to an elevated viaduct
structure. The 0.75-mile viaduct would cross over Arnwood Road, Foothill Boulevard, and the
I-210 freeway, and then would continue to cross Big Tujunga Wash and cross below Wentworth
Street in the Shadow Hills neighborhood of the city of Los Angeles.

After crossing Wentworth Street, the E2 alignment would continue along a relatively short
(200-foot) at-grade section before transitioning to a bored/mined tunnel (maximum depth of

240 feet) for approximately 1.5 miles. This portion of the alignment would continue in the same
south-southwesterly direction until approximately Peoria Street in the Sun Valley neighborhood of
the city of Los Angeles. Beneath Peoria Street, the E2 alignment would curve to the southeast. At
Peoria Street, the tunnel construction method could also change. North of Peoria Street, the
tunnels would be bored, but between Peoria Street and approximately Fleetwood Street

(0.9 mile), they would either be open cut-and-cover (maximum depth approximately 120 feet) or
in continuous bored tunnels. For the purpose of this environmental review, it is assumed that the
alignment would transition to a cut-and-cover tunnel in this location. Cut-and-cover is assumed
because it would have impacts at the ground surface, and therefore would capture the maximum
extent of effects. At Fleetwood Street, bored/mined tunneling would resume (maximum depth of
120 feet) because the E2 alignment would pass beneath Sunland Boulevard, I-5, and

San Fernando Road. This tunnel would extend until San Fernando Road. At this point, the
alignment would transition into a cut-and-cover tunnel that would cross San Fernando Road until
Lockheed Drive, which is the southern limit of this subsection within the E2 alternative.

Lockheed Drive represents the northern limit of the E2 Burbank Subsection. South of Lockheed
Drive, all E2 Build Alternative ancillary features and station sites within the Burbank Subsection
would be identical to the features described for the Selected Alternative in the Burbank
Subsection.
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4.2.6 E2A Build Alternative

Through consultation with resource agencies, the Authority developed the E2A Build Alternative
to reduce impacts on aquatic resources south of the city of Palmdale.

The E2A Build Alternative would be identical to the E1A Build Alternative from Spruce Court to
Vincent View Road, where it would rejoin with the E2 Build Alternative. The remaining alignment
of the E2A Build Alternative south of Vincent View Road, under the ANF, into the San Fernando
Valley, and to the southern terminus of the Central Subsection would be identical to the E2 Build
Alternative.

Lockheed Drive represents the northern limit of the E2A Burbank Subsection. South of Lockheed
Drive, all E2A Build Alternative ancillary features and station sites within the Burbank Subsection
would be identical to the features described for the Selected Alternative in the Burbank
Subsection. The track alignment would be slightly different, but within the same footprint.

4.3 Reducing Adverse Effects on Environmental Justice (EJ)
Communities through Range of Alternatives Refinement and
Selection

The Authority has paid particular attention to reducing impacts to EJ communities where feasible
and has considered this throughout the alternatives definition process. For the Palmdale to
Burbank Project Section, the Authority prepared a PAA Report in 2010. This was followed by SAA
Reports in 2011, 2012, 2014, and 2016. Prior to 2016, the alternatives focused on alignments that
followed the SR14 freeway from Palmdale to Santa Clarita, and then followed the existing
Metrolink corridor from Sylmar to Burbank (refer to Chapter 2, Alternatives, of the Final EIS for a
detailed discussion of alternatives previously considered). The alignment through EJ communities
in the northern part of the San Fernando Valley was met with significant opposition due to its
impacts on those communities.

The 2016 SAA Report introduced the Refined SR14 Alternative into the project (the SR14A Build
Alternative is identical to the Refined SR14 Build Alternative in the Pacoima and Sun Valley
area). The Refined SR14 Alternative was developed to be less impactful to EJ communities than
the previously developed SR14 alternatives. Specifically, the Refined SR14 Build Alternative
avoided impacts to the City of San Fernando and had reduced impacts to the communities of
Sylmar and Pacoima. As documented in the 2016 SAA, the Refined SR14 Build Alternative
reduced residential impacts by 8 multifamily homes and 32 single-family homes. Business
displacements were reduced by 125 commercial parcels and 85 industrial parcels. The number of
residential properties within 2,500 feet of the HSR centerline was reduced by more than 7,000.
Following a presentation of the 2016 SAA to the Authority’s Board in April 2016, the Refined
SR14 Build Alternative was carried forward and the previous SR 14 alternatives were dropped
from consideration. The primary reason for these changes was to reduce impacts to EJ
communities.

As presented in the 2016 SAA Report, the Refined SR14 Build Alternative, as well as the E1
alternative that is identical to the Refined SR14 Build Alternative in the San Fernando Valley,
entered the Metrolink corridor in the vicinity of Sheldon Street. At that time, the Refined SR14
Build Alternative included a viaduct structure to carry the project up and over the Metrolink tracks
so that the HSR line could enter the Metrolink corridor on the southwestern side. As the design
was further developed in 2017 and 2018, and public meetings were held in 2018, significant input
was received from the community and elected officials opposing the viaduct that would carry HSR
over Metrolink near Sheldon Street. The primary concerns were noise and visual impacts of
having the train elevated in close proximity to residential neighborhoods. As a result, the design
was modified in 2018 to bring HSR into the Metrolink corridor on the northeastern side (avoiding
the need for HSR to cross over Metrolink) and keeping the project at ground level through Sun
Valley. This design refinement was incorporated into the design of the Refined SR14 and E1
Build Alternatives when the Palmdale to Burbank Project Section was presented to the Authority’s
Board at the November 2018 Board meeting. At that meeting the Board adopted the Refined
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SR14 Build Alternative as the State’s Preferred Alternative. The Board subsequently adopted the
SR14A Build Alternative as the State’s Preferred Alternative in 2020 to avoid impacts to Una
Lake, a sensitive aquatic resource south of Palmdale.

4.4 Description of the Selected Alternative

The Authority has identified the SR14A Build Alternative—which consists of six different track
profiles: at grade, at grade covered, cut-and-cover, retained cut/trench profile, tunnel, and
elevated/aerial structure in a variety of land uses and ecoregions, including urban, rural, and
mountainous terrain in Southern California, as the Selected Alternative. The Selected Alternative
would include approximately 38 miles of alignment, designed at speeds that would support a 13-
minute nonstop travel time, with operation time of about 17 minutes. The Selected Alternative
begins at Spruce Court in Palmdale and ends near Winona Avenue in Burbank, including both the
Central Subsection and the Burbank Subsection, including its Burbank Airport Station, as these
subsections are described in the Final EIR/EIS.

The Burbank Airport Station was also analyzed in the Burbank to Los Angeles Project Section
Final EIR/EIS, and was approved by the Authority Board in January 2022 as part of its approval
of the Burbank to Los Angeles Project Section. During the comment period on the Palmdale to
Burbank Project Section Draft EIR/EIS, the Authority received comments specific to the Burbank
Subsection, and the Palmdale to Burbank Final EIR/EIS includes updated analysis in response to
those comments. The design for the Burbank Subsection has not changed from what was
previously approved by the Authority Board, and the impact conclusions in the Palmdale to
Burbank Project Section Final EIR/EIS are consistent with the conclusions in the Burbank to Los
Angeles Project Section Final EIR/EIS for the Burbank Subsection (Authority 2024d).

For a more detailed description of the Selected Alternative, refer to Section 4.2.1, Section SR14A
Build Alternative.

4.5 Environmentally Preferable Alternative

The CEQ NEPA regulations require that the ROD identify “all alternatives that were considered by
the agency in reaching its decision, specifying the alternative or alternatives which were
considered to be environmentally preferable.” (40 C.F.R. § 1505.2(b)). In determining an
environmentally preferable alternative, the Authority weighed and balanced the physical
environmental effects associated with all six project alternatives/build alternatives as well as
those associated with the No Action (no build) Alternative. The Authority identified the
environmentally preferable alternative by balancing the adverse and beneficial impacts of the
alternatives on the human and natural environment. A determination of which alternative is
environmentally superior necessarily involves a series of judgment calls about potential
environmental effects, the weight to give each environmental effect, and technical realities.

The Authority determined that the adverse environmental effects associated with the project
alternatives/build alternatives would be less substantial than the adverse environmental effects
associated with the No Action (no build) Alternative. From a statewide perspective, this section is
an essential component of the statewide HSR system and serves as the last link in the chain to
achieving the benefits identified in Phase 1 of the Tier 1 analysis for San Francisco to Los
Angeles Union Station. Without the HSR system, the current and projected future congestion of
California’s intercity transportation system will result in deteriorating air quality, reduced reliability,
and increased travel times. In the meantime, California’s population will likely increase by over 26
percent from 2010 to 2040, from 37.3 million people to 47.2 million people and to 52 million by
2060.

The Phase 1 system provides many benefits. The average annual savings of the Phase 1 system
through 2040 is projected to be just over 1 million metric tons of carbon dioxide equivalents and,
through 2079, would cumulatively total 24.7 million metric tons of carbon dioxide equivalents. The
HSR system would also reduce the need for expanding airports and freeways. That would relieve
pressure on existing open space areas and agricultural lands, and consequently natural
resources. A new transportation option would provide an opportunity to create and support transit
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centers in the central business districts, where mixed land uses (residential, commercial, and
business uses) and urban densities are best suited.

In the metropolitan coastal areas and in Southern California’s Inland Empire, growth and
development have become increasingly challenged because of environmental constraints and
quality-of-life issues, including high housing prices. Los Angeles County will likely grow by 13
percent by 2040, and the cities of Lancaster and Palmdale will likely grow by 30 and 27 percent
by 2040, respectively. Many residents in the city of Los Angeles commute long distances to work.
Approximately 27 percent of residents commute for 30 to 44 minutes and approximately 12
percent commute for 60 or more minutes. The percentage of commuters with a 60-minute or
longer commute is higher for residents of the city of Los Angeles than for residents of Burbank
and the state overall. The substantial number of commuters places a strain on the regional
transportation system. Due to a large dependency on automobile transportation, the greater Los
Angeles area experiences some of the worst traffic congestion among the nation’s metropolitan
areas. Despite past improvements to roadways, population growth and travel demand continue to
strain local infrastructure. This has consequently resulted in increased congestion and delays,
increased fuel consumption, and decreased air quality (SCAG 2016).

The transportation sector is responsible for about 41 percent of California’s GHG emissions
(CARB 2018b). Therefore, meeting federal and state air quality standards over the next 20 to 40
years will require reductions in VMT, integration of land use and transportation planning and
development, development of transportation demand strategies, implementation of operational
improvements, and use of new technologies that improve transportation efficiencies and increase
transportation alternatives to single-occupancy automobiles. The statewide system would result in
overall reductions in single-occupancy vehicle trips and aircraft activity to achieve emissions
benefits; with a greater number of people traveling on the California HSR System, VMT and
airplane miles would be reduced.

The build alternatives would support state and local goals of improving air quality and reducing
GHG emissions. The Palmdale to Burbank Project Section would also improve access to the
Hollywood Burbank Airport for residents of the Antelope Valley and Southern Central Valley. The
Final EIS has shown adverse impacts from the Selected Alternative, in the absence of mitigation,
from construction and operation noise, air quality, traffic, public utilities and energy, biological and
aquatic resources, hydrology and water quality, paleontological resources, hazardous materials
and wastes, socioeconomics and communities, parks, recreation, and open space, aesthetics,
cultural resources, Section 4(f) resources, and cumulative impacts. The Authority has weighed
these impacts and concluded that the benefits to transportation, mobility, air quality, and land-use
pressures make the SR14A Build Alternative environmentally preferable to the No Build
Alternative.

As discussed in Section 2.3 of this ROD, USACE and USEPA concurred in January 2024 that the
Authority’s Selected Alternative is the preliminary LEDPA, consistent with USACE’s permit
program (33 C.F.R. Parts 320-331) and USEPA’s Section 404(b)(1) Guidelines (40 C.F.R. Parts
230-233).

The SR14A Build Alternative performs the best of the Build Alternatives on metrics for several
resource areas. The descriptions below describe these areas in detail:

e Operational Noise: The SR14A Build Alternative would result in the fewest number of
sensitive residential receivers that would experience operational noise impacts. This is
primarily due to the fact this alternative would be underground, in bored tunnel through the
community of Acton. After mitigation, the SR14A would result in severe effects at 11
receptors, whereas the second least impactful alternative (Refined Alternative SR14) would
affect 36, with the maximum number of receptors subject to severe impacts being 69.

e LEDPA and Waters of the U.S.: The SR14A Alternative (in addition to the E1A Build
Alternative) would have the least impact on wetland waters of the U.S. While the E2A Build
Alternative would have the least impact on nonwetland waters of the U.S., the SR14A
Alternative would affect lower-quality non-wetland waters than the E2A Alternative. As stated
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above, the SR14A Build Alternative is the preliminary LEDPA, indicating there is no other
alternative that would have a lesser adverse impact on the aquatic ecosystem. Additionally,
the preliminary LEDPA determination reflects USACE and EPA’s preliminary concurrence
that there are no other less environmentally damaging practicable alternatives.

e Hydrology Surface Water Resources within the ANF: The SR14A Build Alternative (as
well as the Refined SR14 Alternative) would have the lowest and least potential risk to
groundwater and surface water resources because the alignment traverses areas with lower
groundwater pressures and no known groundwater-dependent resources among the one
High Risk Area and three Moderate Risk Areas along the alignment in the ANF. The E2 and
E2A Build Alternatives would have the highest potential risk to groundwater and surface
water resources when compared to Refined SR14, SR14A, E1, and E1A because of the
comparatively higher groundwater pressures and greater prevalence of springs and streams
with the identified High and Moderate Risk Areas.

¢ Built Historic Resources: The SR14A Build Alternative (as well as the Refined SR14
Alternative) would have the least potential for direct and indirect effects on built historic
cultural resources compared to the other Build Alternatives, with two built historic resources
being affected and all such effects de minimis. The SR14A Build Alternative (as well as the
Refined SR14 Alternative) would have no effect on the Blum Ranch, the Blum Ranch
Farmhouse, and the Eagle and Last Chance Mine Road because these resources are
outside of their respective resource study areas (RSAs).

¢ Vulcan Mine: The SR14A Build Alternative (as well as the Refined SR14 Build Alternative)
would help restore the Vulcan Mine site by depositing some spoils there to restore a more
natural topography. Vulcan Mine is an inactive sand and gravel mining site, south of Lang
Station Road within the ANF. GEO-MM#1 requires a restoration plan for Vulcan Mine.
Restoration would improve a landscape within the ANF boundary that was affected by
previous mine activities.

e Una Lake: The SR14A Build Alternative (as well as the E1A, and E2A Build Alternatives)
would avoid adverse impacts to Una Lake. Substantial concern was raised during preparation
of the EIS around this aquatic resource and the biological resources and habitat associated
with Una Lake.

e Pacific Crest Trail: In further contrast to the Refined SR14 Build Alternative, the SR14A
Alternative would not need a viaduct over the Pacific Crest Trail (PCT). The PCT is a series
of ridgeline trails that extend approximately 2,659 miles along the Sierra Nevada and
Cascade mountain ranges, from Mexico through California, Oregon, and Washington to
Canada. The Refined SR14 Build Alternative would pass over the PCT in two locations on a
viaduct, potentially affecting about 0.7 mile of trail. The SR14A, E1, E1A, E2, and E2A Build
Alternatives would tunnel underneath the PCT where the PCT travels through the ANF.

e Hansen Dam Open Space: The SR14A Build Alternative (and the Refined SR14, SR14A,
E1, and E1A Build Alternatives) would cause fewer impacts than the E2 and E2A Build
Alternatives by avoiding the Hansen Dam Open Space. E2 and E2A Build Alternatives would
result in direct impacts on the Hansen Dam Open Space. The direct and indirect impacts on
the Hansen Dam Open Space under the E2 and E2A Build Alternatives would represent the
one of the largest direct and indirect impacts on park and recreational resources among Build
Alternatives. During the development of the EIS, substantial concerns from the public and
agencies were raised regarding construction and operation impacts of certain build
alternatives (not SR14A) on recreational uses in the Big Tujunga Wash and the Hansen Dam
Open Space Areas.

o Aesthetics: In general, during construction the SR14A Build Alternative (and the E1, and
E1A Build Alternatives) would cause fewer and less variety of visual impacts than the Refined
SR14, E2, and E2A Build Alternatives would cause. Although the SR14A Build Alternative
would potentially cause aesthetic effects to areas such as near Agua Dulce Canyon Road
and Soledad Siphon, the SR14A, E1, and E1A Build Alternatives would include the greatest
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extent of tunnels in terms of distance and would thus result in the least visual impact on its
surroundings.

¢ Residential Displacements: The SR14A Alternative would be roughly tied with the E1A
alternative for second-least residential displacements among the Build Alternatives, although
it could potentially result in fewer displacements than E1A. E2A would have the most (64),
followed by Refined SR14 (51-54), then E2 (49), then E1A (39—44) and SR14A (39-42), then
E1 (24-29). Additionally, the EIS found that there is no deficit of available replacement
housing units for the SR14A Build Alternative.

e Hansen Dam Spreading Grounds: The SR14A Alternative crosses the Hansen Spreading
Grounds. However, several other alternatives (Refined SR14, E1, and E1A Build Alternatives
alignments) will also similarly cross these Grounds and have similar impacts. Additionally,
mitigation has been designed to offset impacts to the spreading grounds in coordination with
the Los Angeles County Flood Control District to maintain the groundwater recharge function
and capacity of the Spreading Grounds.

For these reasons, the Authority has identified the SR14A Build Alternative as the
Environmentally Preferable Alternative.
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5 SUMMARY OF POTENTIAL EFFECTS

Construction and operation of the Selected Alternative has the potential to affect a variety of
environmental and social resources. Impacts on these resources could be adverse or beneficial.
A NEPA impact determination requires consideration of both context and intensity. Chapter 3,
Affected Environment, Environmental Consequences, and Mitigation Measures, of the Final EIS
includes a full discussion of the potential impacts of the Palmdale to Burbank Project Section,
organized by resource area. To fully understand the potential range of impacts of the Selected
Alternative, the Final EIS analyzed all reasonably foreseeable environmental impacts resulting
from its construction and operation.

Although there would be no adverse impacts in certain resource areas after mitigation, this
document includes a discussion of the Authority’s effects analysis for some of these resources
due to the strong public and agency interest in these issues throughout the process.

The following sections summarize the adverse and the beneficial impacts that may occur with
construction and operation of the Selected Alternative.

5.1 Transportation

511 Construction

For all the Build Alternatives, spoils hauling will result in adverse effects on transportation. For the
Selected Alternative, spoils hauling would cause adverse effects at five roadway segments, two
freeway segments, and fifteen intersections. Spoils hauling would not only affect drivers, but also
transit riders. Transit delays could conflict with the efficiency goals of regional and local
transportation plans. However, spoils hauling would only occur during the construction period,
and would not permanently interfere with the transit system. Additionally, the Authority would
implement numerous IAMFs to avoid or minimize effects during construction spoils hauling, such
as contractor requirements to avoid or minimize circulation impacts due to road closures and
impacts due to construction within existing railroad rights-of-way. The Authority would also
develop a Transportation Construction Management Plan (CMP) to address traffic circulation
during spoils hauling activities, including by relocating spoils collection areas and access to
minimize effects during peak hours. The CMP would also mitigate these effects by outlining
transportation detours, plans to accommodate emergency service routes, and outreach activities
to manage expectations and traffic constraints, among other items. Spoils hauling impacts on
roadway segments, intersections, and freeway segments would remain adverse after mitigation.

Existing freight and passenger rail services would continue without interference with
implementation of the six Build Alternatives. While each Build Alternative has slightly different
impacts, temporary tracks (TR-IAMF#9) would ensure existing rail services continue without
interference. Travel delay to transit services induced by the Palmdale to Burbank Project Section
would result in a conflict with policies and plans related to transit circulation. Project construction
could interfere with transit service schedules such that routes may not operate on schedule.
Mitigation measures would require a Transit Coordination Plan as well as In-Lieu Traffic
Improvements to reduce impacts on transit providers. Impacts would not be adverse.

Construction activities associated with the six Build Alternatives could require temporary lane or
road closures, underground utility work, or construction-related trips that could interfere with
vehicles, pedestrians, bicyclists, transit routes, and local access throughout the Palmdale to
Burbank Project Section. Implementation of TR-IAMF#1 through TR-IAMF#7, TR-IAMF#11, and
TR-IAMF#12 will prevent circumstances that substantially would interfere with vehicle, pedestrian,
bicyclist, and transit circulation or access during construction. Implementation of the IAMFs will
repair structural damage to public roadways resulting from construction, require that construction-
related trips would occur in off-peak hours, and would require the contractor to prepare and
implement specific CMPs to ensure access during construction. These measures include
scheduling a majority of construction-related travel during off-peak hours and, where feasible,
temporarily removing on-street parking to maximize vehicular capacity, transit capacity, and
bicycle circulation at locations affected by construction closures. On completion of construction,
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facilities would be restored to a condition equivalent to or better than their pre-construction
condition. Impacts would not be adverse.

Construction could create temporary increases in automobile delay and travel time on roadway
segments and intersections during construction of the Palmdale to Burbank Project Section.
Impacts would not be adverse.

Freeway segments within the transportation RSA would not be affected by the six Build
Alternatives under Existing (2015) Plus Construction Conditions. Freeway segments in the
Central Subsection were not anticipated to have more than 50 project-related trips on any
segment because trips would be distributed throughout the subsection. Therefore, none of the
freeway segments in the Central Subsection met the threshold for further analysis. All freeway
segments in the Burbank Subsection would operate at adequate LOS and would not increase V/C
by 0.02 or more. Impacts would not be adverse.

The Burbank Subsection would require the realignment of San Fernando Boulevard, which would
close the current pedestrian access along San Fernando Boulevard, Arvilla Avenue, Lockheed
Drive, Cohasset Street, and Hollywood Way. The proposed San Fernando Boulevard realignment
would provide sidewalks, curb ramps, and crosswalks along the roadway and at the intersection
realignments with Arvilla Avenue, and Hollywood Way. The Burbank Subsection proposes two
pedestrian overpasses that would provide access from San Fernando Boulevard to the Burbank
Airport Station, plus one pedestrian overcrossing that would link the two sides of the approved
Burbank Airport Station. The Burbank Airport Station would include bike racks, pedestrian
connections to the existing sidewalks, and bike lanes/facilities, where feasible. Existing and
planned pedestrian and bicycle facilities serving the vicinity of the approved Burbank Airport
Station would adequately meet the Palmdale to Burbank Project Section demand. However,
coordination with the City of Burbank during the station planning and roadway design phase
would be required to address impacts on pedestrian and bicyclist access and circulation. Impacts
would not be adverse.

5.1.2 Operation

Operation would generate new trips near the Burbank Airport Station, which would result in
roadway segment and intersection impacts. Nevertheless, with mitigation like new traffic signals
and widening an intersection, existing freeway infrastructure could accommodate that traffic
without affecting any freeway’s LOS. The Selected Alternative (as well as all five other Build
Alternatives) would also reduce vehicle miles traveled (VMT) from the regional roadways as
people use the HSR instead of driving. Project features to address nonmotorized travel impacts
include providing and maintaining pedestrian and bicycle accessibility across the HSR corridor, to
and from stations, and on station property. The Selected Alternative’s overall impact on
transportation resources in the region and state will be beneficial through substantial reductions in
VMT, increased transit connectivity, and reduction in the need to expand freeways and airports.

5.2  Air Quality and Global Climate Change

5.21 Construction

Construction emissions would exceed the annual applicable South Coast Air Basin de minimis
General Conformity level(s) and applicable South Coast Air Quality Management District
(SCAQMD) threshold(s). The specific construction year and pollutant-type exceedances vary
between the Build Alternatives, yet no deviations are large enough to make one Build Alternative
substantially less impactful than another. Within the South Coast Air Basin, construction of the
Selected Alternative (as well as the Refined SR14, and E2A Build Alternatives Build Alternatives)
would result in exceedance of nitrogen oxides (NOx), and subsequently an exceedance of
nitrogen dioxide (NOz2) as a subset of NOx, and carbon monoxide (CO) levels, while construction
of the E1, E1A, and E2 Build Alternatives would result in exceedance of the NOx level. Within the
Mojave Desert Air Basin, construction of the E2A Build Alternative would result in exceedance of
the Mojave Desert Air Basin de minimis General Conformity level and Antelope Valley Air Quality
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Management District CEQA threshold for NOx. The Selected Alternative (as well as the Refined
SR14, E1, E1A, and E2 Build Alternatives) would avoid this impact.

To reduce impacts on the environment, the Selected Alternative will employ measures to reduce
fugitive dust emissions, use renewable diesel fuel in construction diesel equipment and on-road
diesel trucks, and reduce criteria exhaust emissions from both on-road construction vehicles and
heavy-duty off-road construction equipment.

5.2.2 Operation

Operation is anticipated to have a beneficial effect on (i.e., a net reduction of) statewide GHG
emissions over the No Action Alternative. There would be no difference in operating GHG
emissions between the Selected Alternative and the five other Build Alternatives because the
regional change in vehicle emissions and indirect energy use would be the same. Annual
reductions would range from 1.1 million metric tons carbon dioxide equivalent to 1.7 million metric
tons carbon dioxide equivalent in 2040, depending on the ridership scenario.

5.3 Noise and Vibration

5.31 Construction

While the intensity of construction-related noise effects would be similar between the Selected
Alternative and the other five Build Alternatives, the E2 Build Alternative and the E2A Build
Alternative would require at-grade construction work adjacent to more communities than the other
Build Alternatives, resulting in more sensitive receivers being exposed to construction noise. The
Selected Alternative (as well as the Refined SR14 Build Alternative) would be constructed above
ground in an area of low-density residential development in Agua Dulce. While the E1, E1A, E2,
and E2A Build Alternatives would avoid that community, they would involve at-grade construction
work in a community located near the SCE Vincent Substation. Additionally, the E2 and E2A
Build Alternatives would involve at-grade construction work in the communities of Lake View
Terrace and Sun Valley.

Removing spoils from tunnel portals could take over 6 years, depending on the Build Alternative
and portal. Trucks would haul most spoils from tunnel portals to disposal sites, but some spoils
would be transported by conveyor systems. A noise assessment was conducted to determine the
impacts of spoils haul trucks enroute to the spoils site. Spoils hauling for most Build Alternatives
would cause severe noise impacts, but for the Selected Alternative, the spoils hauling would not
result in adverse noise effects on sensitive receptors.

5.3.2 Operation

Operation would generate noise levels above ambient levels from train passbys and/or train
horns (to provide advance warning of trains approaching HSR platforms), resulting in adverse
impacts from the exposure of sensitive receptors to severe noise. With the mitigation measures
identified in the Mitigation Monitoring and Enforcement Plan (MMEP), which include noise
barriers, the Selected Alternative would result in less noise effects. After mitigation, the Selected
Alternative would result in 11 severe impacts, while the other Build Alternative would result in
severe impacts to 36 to 69 receptors. Overall, the Selected Alternative would result in the fewest
number of sensitive residential receivers that would experience operational noise impacts.

5.4 Public Utilities and Energy

5.41 Construction

The Selected Alternative (and the E1A, and E2A Build Alternatives) would require reconfiguring
the Acton Water Treatment Plant. The Authority has committed to coordinating with Antelope
Valley-East Kern Water Agency to ensure that all replacement/relocated facilities are in place,
tested, and operational before any part of the existing Acton Water Treatment Plant is taken
offline so that the Acton Water Treatment Plant would remain operable.
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Although construction would generate wastewater, none of the wastewater would be directly
piped back into local wastewater treatment systems, collection systems, or treatment plants.
Some of this wastewater would also be collected in water retention ponds or treated in the same
capacity, and like the tunnel spoils, would be hauled off site. Although the total amount of
wastewater generated during construction would differ between the six Build Alternatives based
on construction factors (e.g., length of tunnels), the Build Alternatives would result in similar types
of wastewater effects during construction.

Construction of the Selected Alternative (as well as the five other Build Alternatives) would

require water use for tunnel boring machine operations, for increasing the water content of soil to
optimize tunneling and to prepare concrete. It would also use smaller amounts for dust control, for
reseeding construction areas, for construction worker consumption, and for other reasons. Under
the No Action Alternative, local water providers predict availability of sufficient water supplies to
meet future demands, assuming normal rainfall conditions. The EIS, however, also assessed a
more conservative scenario where, in the event of single or multiple dry year conditions, water
demands could exceed supplies.

While the Selected Alternative would have among the higher amounts of annual water demand
due to its higher use of tunnel boring machines, a detailed analysis of water service providers,
including both potable and recycled water, was completed for the EIS. Based on review of water
providers in the project area, including review and analysis of existing plans such as Urban Water
Management Plans and communications with staff at water agencies, the Authority has identified
a portfolio of water supplies that could meet the project’'s temporary water demand during
construction during normal years, as well as dry and multiple dry years. The Authority has also
identified recycled water providers with available supply during dry and multiple dry years that can
be used in the event of water curtailment for the project.

5.4.2 Operation

Operating high-speed trains, stations, and maintenance facilities requires water. Because no
Build Alternative would have planned stations or maintenance facilities in the Central Subsection,
the operation of the railway tracks would have no permanent operations water demand there. The
Burbank Water and Power UWMP shows adequate capacity to serve the planned land uses
within that service area. Regardless of the Build Alternative selected, the operation of the
Burbank Airport Station would result in a 15 percent decrease in water demand when compared
to the existing land uses.

5.5 Biological and Aquatic Resources

5.5.1 Construction

All Build Alternatives would have the potential to affect biological resources, including plant
species and habitat, fish and wildlife species and habitat, and wetlands and other waters. The
degree to which the Build Alternatives could affect each biological and aquatic resource varies, as
do the specific resources that each Build Alternative could affect.

The Selected Alternative (and the Refined SR14 Build Alternative) would have the least potential
effects on groundwater that supports habitat for plant species and communities as well as habitat
for wildlife. The Selected Alternative (and the Refined SR14 Build Alternative) would have the
least number of impacts from groundwater loss on state and federally protected aquatic
resources and on aquatic resources.

For FESA-listed plant species, the Selected Alternative has the same effects as the other Build
Alternatives, absent mitigation. The six Build Alternatives would also affect the same 42 non-
FESA-listed special-status plant species, and 7 special-status plant communities. The Refined
SR14 Build Alternative would affect the most acres of special-status plant species habitat and
special-status plant communities and the E2 Build Alternative would affect the most acres of
special-status plant communities.
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All Build Alternatives would affect approximately the same number of FESA-listed wildlife species.
The Selected Alternative (as well as the Refined SR14 Alternative) may affect the second fewest
non-FESA-listed species (46 species each). The E2 and E2A Build Alternatives may affect the
most non-FESA-listed species (47 species each), and the E1 and E1A Build Alternatives may
affect the fewest (43 species each). With mitigation and related measures, the Selected
Alternative was found to have no adverse effects.

Without mitigation and related measures, the Selected Alternative has similar impacts to the
Refined SR14, E2, and E2A Build Alternatives with respect to federally designated critical habitat.
However, several mitigation measures would provide avoidance, minimization, and compensatory
mitigation for the impact such that it would no longer be a substantial adverse effect on
designated critical habitat, avoiding the adverse impact for the Selected Alternative (in addition to
the Refined SR14, E2, and E2A Build Alternatives).

To avoid adverse effects on these species and this habitat, the Authority conducted a thorough
analysis of impacts with implementation of the associated IAMFs and where it was determined
that the impacts were significant after application of IAMFs, the Authority developed mitigation
measures (MMs) to further reduce impacts. With implementation of mitigation measures, the
Selected Alternative would result in no adverse effect under NEPA.

5.5.2 Operation

Ongoing operations and maintenance activities (e.g., routine inspection and maintenance of the
HSR right-of-way, including tunnel portals) could directly or indirectly affect special-status species
and habitat as activities may occur in areas where impacts on special-status species habitat had
previously been restored. Noise created by train operations has the potential to affect wildlife
movement and use of habitat. These effects are moderated by the extensive tunnel portions of
the alignment (where train noise effects are avoided), the presence of an extended quiet period
during defined nighttime hours for surface infrastructure, and proposed sound barriers where train
noise from surface alignments exceed thresholds.

The Selected Alternative would have the least effect on wildlife movement when compared to the
E2A, E1, and E2 Build Alternatives because it has the longest total distance of tunnels and
viaducts in critical wildlife movement areas. The Selected Alternative would have the same
wildlife corridor permeability percentage when compared to the Refined SR14 and E1A Build
Alternatives. These permeable areas, which are conducive to wildlife connectivity, occur where
the Build Alternatives would be elevated on a viaduct or underground in a tunnel.

The Selected Alternative would also have the fewest at-grade segments (two segments versus
between three to four segments on the other Build Alternatives) that could represent a barrier to
wildlife movement, as identified by the Palmdale to Burbank Project Section: Wildlife Corridor
Assessment Report (Authority 2019).

For the Selected Alternative, the Authority identified all feasible opportunities for wildlife crossings
to support permeability near or around at-grade segments. The Authority has committed to
installing one wildlife crossing south of the California Aqueduct and one wildlife crossing east of
Una Lake. Of the remaining nonurban at-grade segments that exceed the recommended crossing
interval threshold length mentioned above, none would benefit from wildlife crossings because
they would be adjacent to existing constraints, making crossing opportunities neither feasible nor
beneficial to wildlife.

Collectively, the above MMs would avoid and minimize operational impacts. With implementation
of MMs, the Build Alternatives would result in no adverse effect.

5.6 Hydrology and Water Resources
Groundwater and Related Surface Water Resources within the ANF

The Selected Alternative (as well as the Refined SR14 Build Alternative) would have the lowest
risk of potential impacts on surface water resources of the Build Alternatives because the
alignment traverses areas with lower groundwater pressures and no known groundwater
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dependent resources within identified High and Moderate Risk Areas of the ANF. High Risk areas
include areas where faults are present and groundwater pressure is highest. Without appropriate
design, tunnels anticipated in all Build Alternatives could provide a conduit for groundwater to
seep into excavated areas as the advancing tunnel construction intersects subsurface fractures
and faults in bedrock that contain water. The Authority accounted for the possible risks on surface
hydrologic resources related to tunnel by implementing state-of-the-art design features and
construction methods to avoid and minimize such impacts, including through the use of tunnel
boring machines (TBMs) with technical features like grouting to reduce or prevent inflows and
water seepage.

Additionally, the Authority chose the Selected Alternative because it (and the Refined SR14
Alternative) intersects the fewest known groundwater risk areas (3 moderate, 1 high) when
compared to the other four Build Alternatives (6 high and 5 moderate for E2 and E2A
Alternatives; 4 moderate and 2 high for the E1 and E1A alternatives). The Selected Alternative
(as well as the Refined SR14 Build Alternative) alignment have the fewest total known springs,
streams, and known active wells within Moderate and High Risk Areas (0 streams, 0 known
springs, 0 known active wells), when compared to the other Build Alternatives (8 streams, 6
springs, and 1 active well for the E2 and E2A alternatives’ risk areas and 4 streams, 1 spring, and
1 known active wells for E1/E1A alternatives). The Authority also has identified a number of
IAMFs and mitigation measures (HWR-MM#s) in its MMEP to avoid, reduce, or mitigate the risk
of adverse effects to groundwater.

With the choice of the Selected Alternative, the project’'s TBM design features, construction
methods, and the Authority’s proposed mitigation measures, tunnel construction is not expected
to result in groundwater-related impacts to surface resources or wells, and is not anticipated to
need supplemental water for surface resources.

Private Wells

Outside the ANF, tunnel depths would be shallower than in the ANF and the tunnels would not
encounter high water pressures during construction. Because of the shallow depth of the tunnels,
and the correspondingly relative low water pressures at those depths, the risk of effects are
lesser, fewer measures are needed, and the effects on groundwater would be avoided through
the Authority’s proposed IAMFs, which include tunnel design and construction methods outlined
in the IAMFs.

Tunnel construction outside the ANF could result in the inflow of groundwater into tunnels where
the tunnel depth may encounter the groundwater table or perched groundwater. This could lower
groundwater levels locally in proximity to the tunnel alignment of the Preferred Alternative, which
could adversely affect groundwater and wells if present nearby. HYD-IAMF#5, HYD-IAMF#6, and
HYD-IAMF#7 require design features and construction methods that will address potential
groundwater seepage, including the installation of tunnel linings. Because of the low water
pressures expected to be encountered, these measures would be sufficient to effectively avoid
and minimize inflows into the tunnels. As such, groundwater inflow during construction, if any,
would be minimal and temporary, and would not cause a substantial decrease in groundwater
supplies or interfere substantially with groundwater recharge such that the Preferred Alternative
may impede sustainable groundwater management.

The Final EIR/EIS concluded that available information on the location of private wells outside the
ANF is limited, and it is unknown whether tunnel construction would directly impact private water
supply wells. Because of the limited information, there is the potential that all Build Alternatives
(including the Selected Alternative) could affect wells, absent additional measures from the
Authority, their quality and quantity of water and/or their physical integrity, if any wells are located
directly in the path of the tunnels.

To avoid or reduce the risk of adverse effects to wells outside the ANF, the Authority identified a
number of measures such as HYD-IAMF#8, which include measures to continuously monitor
groundwater quality or quantity in private water wells before, during, and after tunnel construction
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and options to replace wells, including measures to ensure replacement wells are equivalent in
water capacity and quality.

Groundwater Recharge Resources

The Selected Alternative would also avoid adverse impacts to groundwater recharge in the Una
Lake area caused by other Build Alternatives (Refined SR14, E1, and E2). These other
alternatives would have partially filled Una Lake and crossed the lake on an embankment, which
would reduce Una Lake’s potential for recharge of underlying groundwater basins. Generally,
impermeable surfaces created by the Build Alternatives can disrupt the infiltration of water from
the surface to groundwater basins, permanently affecting groundwater recharge. Some areas of
impermeable surface and some design features (permeable ballast and sub-ballast for at-grade
alignment profiles) would reduce or not result in impacts on recharge. The Selected Alternative
has the same effects to groundwater recharge at the Hansen Spreading Grounds as the Refined
SR14, E1, and E1A Build Alternatives, as these grounds recharge the San Fernando
Groundwater Basin. With mitigation identified by the Authority in the MMEP, effects to these
grounds would not be adverse.

Other Effects

The presence of infrastructure, as well as the discharge of fill associated with the construction, in
surface waterbodies could permanently alter waterbody capacity and drainage patterns. The
Selected Alternative has comparable numbers of surface water crossings with the other Build
Alternatives, with the Selected Alternative (in addition to the E1A and E2A Build Alternatives)
having the fewest (3) viaduct crossings. Water crossings will be required to maintain
preconstruction hydraulic capacity.

While excavation and tunneling in areas of high groundwater could introduce pollutants and
mobilize existing soil or groundwater contamination within the groundwater basins traversed by all
the Build Alternatives, the choice of the Selected Alternative reduces effects in this area. The
Refined SR14 Build Alternative would result in the largest amount of footprint overlying
groundwater basins and would pose the highest risk of groundwater contamination from
dewatering and excavation in areas with high groundwater.

5.7 Geology, Soils, Seismicity, and Paleontological Resources

5.71 Construction

During construction, earthquakes could create risks to in-progress structures, construction
equipment, workers, and members of the public by ground shaking and seismically induced dam
failures. The Authority will implement engineering and safety protocols to limit fault rupture and
ground shaking hazards during construction.

The Selected Alternative (as well as the five other Build Alternatives) would have similar
likelihoods of encountering abandoned mine facilities. IAMFs would require monitoring and
construction practices to reduce or avoid most impacts associated with hazardous mine
conditions. GEO-MM#2 would require a slope failure evaluation and evacuation plan for areas
where grading, building, or disposal activities would occur underground or below grade. This plan
would evaluate slope failure hazards at existing mine disposal sites and would implement
evacuation procedures to minimize the risk of injury resulting from accident conditions.

Several geologic units within the Selected Alternative’s (as well as the five other Build
Alternatives’) paleontological resources RSA would have potential to yield paleontological
resources during construction. The Selected Alternative (as well as the Refined SR14 Build
Alternative) would have the most surface profile and surface footprint through geologic units with
high or low paleontological sensitivity and would have the highest likelihood to encounter
paleontological resources during surface construction activities. IAMFs would require
paleontological monitoring and recovery plans to protect paleontological resources encountered
by construction activities.
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During the design phase of the approved project and prior to start of construction, the Authority
plans to complete several hundred borings, cone penetration tests, fault trenches, and
geophysical surveys. The estimated number, type, and depth of explorations will depend on the
design features and will be determined as the design progresses, in consultation with the USFS.
To address one of the most important features of the TBMs tunneling in rock, the project will
require advanced exploration ahead of the machine and pre-excavation grouting as a measure to
detect and improve rock/soils conditions for tunneling in zones of sharply contrasting rock
properties, highly fragmented rock that could be encountered in an inactive fault zone, and
potential of water inflow.

5.7.2 Operation

During operation, seismic hazards include seismicity and the direct impacts of an earthquake,
such as damage to project elements and injury or loss of life of passengers or personnel. A
seismic event in one of these fault systems could result in fault rupture or ground shaking at or
near project trackway (including at grade, viaduct, and tunneled profiles) or ancillary features
(tunnel portals, adits, access roads, power substations, utility corridors, spoil disposal sites, and
drainage facilities). Project design would incorporate early warning systems to track strong
ground motion associated with fault rupture. Earthquake early warning systems like ShakeAlert in
California work because the warning message can be transmitted almost instantaneously. Other
countries have used these systems effectively.

Project design will account for the possibilities that fault rupture could affect the tunnel structures,
could alter tunnel integrity, or could damage or destroy project elements. At the San Gabriel and
Sierra Madre Fault Zones, the tunnel design would include fault chambers, which are additional
excavated spaces designed to help accommodate fault displacement at subsurface fault
crossings.

5.8 Hazardous Materials and Wastes

5.8.1 Construction

Construction of any of the six Build Alternatives would involve the use, storage, transport, and
disposal of the following types of hazardous materials and wastes:

e Substances commonly used at construction sites, such as diesel fuel, welding materials,
lubricants, paints, solvents, and cement products

¢ Waste materials generated during tunneling, such as ACMs, mercury, heavy metals, drilling
fluids, and/or groundwater removed by dewatering

¢ Waste materials generated through the demolition of structures, such as ACM, LBP/LCM,
and PCBs

e Existing soil or groundwater contaminated by VOCs, petroleum hydrocarbons, ADL,
pesticides, herbicides, asbestos, heavy metals, or other hazardous materials or wastes

Various IAMFs and mitigation measures would be implemented to reduce impacts, such as
through establishing plans for the safe handling of hazardous materials during construction,
including those materials associated with contaminated soils or groundwater.

The Selected Alternative will tunnel for longer distances and will have fewer portals than the
Refined SR14 Build Alternative and the same number as the other Build Alternatives. Having
fewer portals would reduce the number of locations where the project would handle hazardous
materials and wastes such as potentially contaminated soils from tunnel spoils.

Nonetheless, in all the Build Alternatives, tunneling would excavate potentially contaminated soils
(tunnel spoil materials) that would require extraction, transport, and safe disposal. The quantities

of Class l/ll Hazardous, Designated Waste and Class Il Nonhazardous, Contaminated Waste for
the Selected Alternative and the Refined SR14 Alternative are estimated to be greater than their

quantities in the other Build Alternatives.
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All hazardous materials, soils, drums, trash, and debris generated during construction would be
handled and disposed of in accordance with to State and federal regulations, and complying with
existing regulations and would protect the public and environment from exposure to substantial
hazards. Indeed, the Authority would implement numerous IAMFs to establish plans for the safe
handling of hazardous materials during construction, including those materials associated with
contaminated soils to ensure hazardous materials are properly handled and there are no adverse
environmental or safety impacts.

5.8.2 Operation

Operations of the six Build Alternatives would require the use of hazardous materials and would
generate hazardous wastes associated with routine maintenance, but measures would prevent
an adverse impact. Hazardous materials would include wastes such as herbicides, lubricants,
and janitorial supplies, which would be used at the station areas, ancillary facilities, and along the
trackway. The Selected Alternative would operate along the longest linear alignment and would
thus have the potential to experience the most operational hazards associated with the use,
storage, transport, and disposal of hazardous materials. Overall, operations would have a low risk
of creating potential accident conditions that could result in a large hazardous materials release.
HSR trains would not transport hazardous materials and would not risk collision with other
vehicles handling hazardous materials. Adherence to federal and state regulations would regulate
the proper use, transportation, storage, and disposal of hazardous materials. IAMFs will minimize
the use of hazardous materials for each of the six Build Alternatives and would require
preparation of hazardous materials monitoring plans during operations.

5.9 Safety and Security

5.9.1 Construction

Construction would require permanent road closures that could disrupt traffic patterns, including
emergency vehicle access. The Selected Alternative would result in 5 permanent road closures,
the fewest of all six Build Alternatives. The Refined SR14, E1, and E2 Build Alternatives would
involve 9, 13, and 11 permanent roadway closures, respectively. The E1A, and E2A Build
Alternatives would involve 12, and 10 permanent roadway closures, respectively.

Causing fewer road closures reduces the possible impacts on emergency response times
compared to the other Build Alternatives. The Authority will mitigate any effects by developing
and implementing a construction safety transportation management plan (SS-IAMF#1) that will
incorporate emergency vehicle access procedures.

5.9.2 Operation

HSR trainsets and fixed infrastructure would employ the latest safety features and designs to
enable the trains to stay upright and in-line in the event of a derailment. A basic design feature of
an HSR system is to contain trainsets within the right-of-way. Strategies to ensure containment
include operations 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. Concrete derailment walls are like tall
curbs that run close to the train wheels. In the event of a derailment, these walls keep the train
within the right-of-way and upright.

The Build Alternatives each include provisions for emergency service access to tunnels including,
but not limited to, the following:

e Permanent access roads would be built to provide at least one access portal for each tunnel
to support tunnel operations and maintenance activities. Tunnel portal areas would include
areas for staging of emergency response vehicles and personnel and safe evacuation and
assembly of passengers.
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e For tracks in tunnels, passenger walkways would be incorporated to allow emergency access
and evacuation routes. Passenger walkways would be located along the tunnel walls on the
same side as the access/egress points, where possible, and would be illuminated to provide
safe passage in the event of an emergency.

e Tunnel design would include a central, fire-rated dividing wall that would separate the two
tracks of each single tunnel into two independently ventilated railways to allow access in the
event of an emergency. Safety egress would be achieved via fire-rated doorways through the
tunnel dividing wall (Authority 2010).

Finally, the Build Alternatives would not include at-grade road crossings, thereby preventing
vehicles, bicycles, and pedestrians from crossing the tracks. There would be no crossings where
motor vehicles, bicycles, or pedestrians could cross the tracks at-grade. As a result, the potential
hazards of at-grade crossings would be eliminated.

5.10 Socioeconomics and Communities
5.10.1 Construction

During construction, all Build Alternatives could temporarily disrupt communities where
aboveground construction activities would take place. Effects would include increased noise
levels, fugitive dust, increased traffic and congestion, and additional light and glare.

The Selected Alternative would affect the fewest number of residential communities. The
Selected Alternative (as well as the Refined SR14, E1, and E1A Build Alternatives) would require
at-grade construction work near single-family residences in the Sylmar neighborhood and all the
Build Alternative would require at-grade construction within the community at the Boulders at the
Lake Mobile Home Park just south of Lake Palmdale.

The Refined SR14 Build Alternative would, however, also require the construction of at-grade and
elevated alignment near Acton along Red Rover Mine Road, Big Springs Road, and Rolling
Ranch Road, and would cause temporary construction impacts that would introduce new physical
barriers which would divide the unincorporated community of Acton.; the Refined SR14, E1, and
E2 Build Alternatives would involve at-grade construction activities in the community of Harold
within the city of Palmdale, as well.

The E1, E1A, E2, and E2A Build Alternatives would involve at-grade construction work near
single-family residences in the unincorporated community surrounding the Southern California
Edison (SCE) Vincent Substation (which the E2 and E2A Build Alternatives would avoid). The E2
and E2A Build Alternatives would involve at-grade construction work in the Los Angeles
communities of Lake View Terrace and Sun Valley (which the other Build Alternatives would
avoid). Although the intensity of construction-related effects would be similar for all the Selected
Alternative and the five other Build Alternatives, the E2 Build Alternative would require at-grade
construction work adjacent to the most communities compared to the other Build Alternatives.

During operations, the Selected Alternative (as well as the Refined SR14, E1, and E1A Build
Alternatives) would not result in the displacement of community facilities. A portion of the E2 and
E2A Build Alternatives would involve cut-and-cover tunnel construction near Glen Oaks
Boulevard in Sun Valley which would displace a Los Angeles County Department of Public Social
Services facility. The Selected Alternative would avoid this impact.

5.10.2 Operation

Once constructed, operations of the Selected Alternative would not displace community facilities
or further divide communities.
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5.11 Station Planning, Land Use, and Development

5.11.1 Construction

Construction of the Selected Alternative (as well as the other five Build Alternatives) would
require the temporary use of land as construction staging areas. Construction staging areas
within the Selected Alternative would result in approximately 100 acres of temporary impacts, and
the other Build Alternatives would impact between 66 and 144 acres. Construction staging areas
would temporarily change the intensity of the planned land use during the construction period;
however, conflicts with the land use designation would not be permanent.

During construction, the Selected Alternative (and the Refined SR14 Build Alternative) would
impact Acton, Agua Dulce, Sun Valley, and Burbank near Hollywood Burbank Airport. The E1 and
E1A Build Alternatives would also result in impacts to the communities of Acton, Sun Valley and
Burbank. The E2 and E2A Build Alternatives would result in impact to the Lake View Terrace and
Shadow Hills communities, which would not be impacted under the Selected Alternative, in
addition to the Acton, Sun Valley and Burbank Communities. However, with adherence to the
Authority’s CMP and other noted IAMFs, and identified mitigation measures, these effects would
be temporary and would not cause substantial changes to land use patterns.

5.11.2 Operation

Implementation of the Palmdale to Burbank Project Section would result in the permanent
conversion of land from a non-transportation use to a transportation use. The Selected Alternative
(as well as the other five Build Alternatives) would indirectly affect existing and planned land use
patterns causing increases in wind, noise, and visual changes within sensitive land uses.
Implementation of mitigation measures would minimize the potential for construction of the
Selected Alternative and the five other Build Alternatives to cause a substantial change in land
use patterns. The Selected Alternative would change land uses of between 1,246 to 1,328 acres.
The other Build Alternatives’ impacts range between 984 and 1,597 acres. Most of these lands
are vacant.

5.12 Parks, Recreation, and Open Space

5.12.1 Construction

Although the total number of resources potentially affected (within 1,000 feet of proposed HSR
infrastructure) would differ among the Build Alternatives, the most impacts (i.e., direct acquisition
of parkland and/or realignments of trails) would occur as a result of the E2A Build Alternative.

While not impacting certain surface recreational resources (proposed Vasquez Loop Trail
extension, proposed Little Rock trail extension, Darrel Readmond Trail, and the Pacific Crest
Trail) where in tunnel, the Selected Alternative would affect three park, recreational, and open
space resources. However, the Selected Alternative’s effects on these resources are often lesser
than the effects of the other Build Alternatives on these same three resources:

o Palmdale Hills Trail (proposed extension): All Build Alternatives would temporarily restrict
access to a segment of the trail during construction, and operation would involve an at-grade
railway alignment that would conflict with the trail extension and require realignment of
portions of the trail extension.

e Littlerock Trail (proposed extension): The Selected Alternative (as well as the E1A and
E2A Build Alternatives) would be built as bored tunnels and so there would be no direct
impact to the trail extension. The Refined SR14 Build Alternative would require construction
of a new traction power facility and overhead utility power lines that would cross over a short
segment of the proposed Littlerock Trail Extension in the area of the SR 14/Sierra Highway
interchange.

e Vasquez Loop Trail (proposed extension): The Refined SR14 Build Alternative would
require the permanent acquisition of approximately 160 feet of the 3-mile proposed Vasquez
Loop Trail extension and an additional 170 feet of the trail to allow for access and
maintenance of the electrical lines. The E1 and E2 Build Alternatives would require the
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permanent acquisition of an approximately 720-foot segment of the proposed Vasquez Loop
Trail (proposed extension) and would require the closure and relocation of a segment of the
proposed Vasquez Loop Trail extension.

In addition to that impact common to all six Build Alternatives, the Selected Alternative (and the
Refined SR14 Build Alternative), would have a direct impact on the following resources:

e Santa Clara River Trail (proposed extension): If this trail is operational during construction,
the Selected Alternative and the Refined SR14 Build Alternative would require partial closure
of the trail for installation of overhead utility lines and the elevated railway alignment over the
Santa Clara River. Users could see and hear the train, but it would not change the character
of this trail because of its setting next to the Metrolink Rail Corridor and the Vulcan Mine.

¢ Rim of the Valley Trail (proposed extension): If this trail is operational during construction,
the Selected Alternative and the Refined SR14 Build Alternative would use an approximately
330-foot segment of the proposed trail for construction staging. Mitigation measures would
require rerouting during construction.

e Lang Station Open Space at Bee Canyon: The Selected Alternative and the Refined SR14
Build Alternative would require the permanent acquisition of a portion of the property. With
acquisition of the property for the project, the remaining 152 acres of the park would remain
available as open space. Mitigation Measures would ensure access to park facilities,
replacement trails or trailheads or park space, or alternative access to ensure the recreation
resources remain accessible.

Other Alternatives would affect the following additional park and recreational resources during
construction, operation, or both:

Tejon Equestrian Park (Selected Alternative, E1A, and E2A Build Alternatives)

Darrell Readmond Trail (proposed extension) (Refined SR14 Build Alternative)

PCT (Refined SR14)

Angeles National Forest including SGMNM (Selected Alternative, Refined SR14, E1, E1A,

E2, E2A Alternatives)

e Playgrounds at Hillery T. Broadus Elementary School (Selected Alternative, Refined SR14,
E1, E1A Build Alternatives)

¢ HHH Memorial Recreation Center and Pool (Selected Alternative, Refined SR14, E1, and
E1A Build Alternatives)

e Stonehurst Park and Recreation Center (E2 and E2A Build Alternatives)

The Selected Alternative (in addition to the Refined SR14 Build Alternative) would avoid the
Acton Community Trail (proposed extension) that would occur under the E1, E1A, E2, and E2A
Build Alternatives. The Selected Alternative (in addition to the E1, E1A, and Refined SR14 Build
Alternatives) would avoid the E2 and E2A Build Alternatives’ direct impacts on the Hansen Dam
Open Space. The physical and nonphysical impacts on the Hansen Dam Open Space under the
E2 and E2A Build Alternatives would represent one of the largest physical and nonphysical
impacts of the Build Alternatives. The construction of an elevated railway within this open space
area would only take place under the E2 and E2A Build Alternatives, which makes the Selected
Alternative (as well as the Refined SR14, E1, and E1A Build Alternatives) less impactful with
regards to parks, recreation, and open space resources.

5.12.2 Operation

Operation impacts beyond construction of the Selected Alternative would remain minimal. The
Selected Alternative would not affect the PCT, avoiding that permanent impact of the Refined
SR14 Build Alternative.
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5.13 Aesthetics and Visual Quality
5.13.1 Construction

In general, the Selected Alternative (as well as the E1, and E1A Build Alternatives) would result in
a lesser variety of visual impacts during construction than the other three Build Alternatives
because they would have the longest tunnels and would thus result in the least visual impact on
its surroundings. With fewer above-grade segments, the Selected Alternative (as well as the E1,
and E1A Build Alternatives) would cross fewer waterways and other scenic natural resources
above grade, thereby causing fewer changes in visual quality.

For example, although the Refined SR14 Build Alternative would generally be either near existing
transportation infrastructure or below ground between Palmdale and Burbank, large-scale
overcrossing structures would block views in some relatively rural areas, such as on Red Rover
Mine Road (Key Viewpoint [KVP] 1.8) and the PCT (KVP 1.14). Although the project components
for the E2 and E2A Build Alternatives would mostly be not visible below ground in tunnels
between Palmdale and Burbank, project features near the tunnel portals would contrast with the
natural harmony of some views, such as near Lake View Terrace (KVP 1.22) and Big Tujunga
Wash (KVP 1.23). The Selected Alternative would not have these components near Lake View
Terrace (KVP 1.22) and Big Tujunga Wash (KVP 1.23). Refer to Section 3.16, Aesthetics and
Visual Quality for figures depicting the locations of KVPs associated with the Build Alternatives.

The Selected Alternative has equivalent visual effects as all other Build Alternatives on Landscape
Unit 1, which would be constructed as a series of tunnels (twin-bored), viaducts (elevated tracks),
and at-grade sections. Construction activities would result in substantial visual disturbance in all
three Landscape Units (1a, 1b, 1d). Construction light and glare would be an annoyance to
viewers in Landscape Unit 1 and Landscape Unit 2, reducing the visual quality rating by one or
more levels, depending on the setting. These impacts would not be substantially different
between the Selected Alternative and the five other Build Alternatives.

5.14 Cultural Resources
5.14.1 Construction

Architectural historic built resources can be affected if character-defining features are altered.
Unlike the E1, E1A, E2 and E2A Build Alternatives, construction of the Selected Alternative (and
the Refined SR14 Build Alternative) would not result in adverse effects on historic built resources
located within the historic built APE. Surveys identified 12 historic built resources listed,
previously determined eligible, and newly determined eligible-for-listing properties within the APE.

Construction and operation of the Selected Alternative (as well as the Refined SR14, E1, and
E1A Build Alternatives) would result in no adverse effects on the East Branch of the California
Aqueduct, the Palmdale Ditch, or the Pink Motel and Café. In contrast, the Refined SR14 Build
Alternative would entail excavation around and under the East Branch of the California Aqueduct
to shore it up during and after construction of the tunneling beneath the property. No temporary or
permanent physical damage is anticipated, and the EBA would retain its primary function—the
conveyance of water.

Construction of the Selected Alternative would avoid effects on the Eagle and Last Chance Mine
Road, in contrast to other Build Alternatives which would require mitigation. Due to the depth of
bored tunnels, the six Build Alternatives would also result in no effect determinations for the
following resources: Big Creek Hydroelectric System Historic District—Vincent Transmission Line
Los Pinetos Nike Missile Site, 10004 Clybourn Avenue, LADWP Boulder Transmission Line 3,
1890s Acton Ford Road, and the Monte Cristo Wagon Road System, and most other surface
resources.

The Selected Alternative (as well as the five other Build Alternatives) may result in construction-
related impacts on known archaeological sites caused by ground-disturbing construction
activities, if the sites are found to be eligible. Unevaluated archaeological resources would
undergo a program of phased identification and evaluation per the programmatic agreement (PA),
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and effects would be assessed on archaeological historic properties. At the depths anticipated for
the tunnels in the ANF, it is assumed the six Build Alternatives would avoid archaeological sites,
which are typically found closer to the ground surface.

5.14.2 Operation

The Selected Alternative and the Revised SR14 Build Alternative (unlike the E1, E1A, E2, and
E2A Build Alternatives) would avoid adverse effects on Blum Ranch and Blum Ranch
Farmhouse. For the E1, E1A, E2, or E2A Build Alternatives, mitigation measures would be
required to minimize adverse effects to Blum Ranch and the Blum Ranch Farmhouse and the
visual integrity of the Blum Ranch viewshed.

5.15 Cumulative Impacts

For all resource areas, cumulative construction and operation impacts for the Selected Alternative
would be similar to the other five Build Alternatives.

5.15.1 Construction

Although IAMFs and mitigation measures will avoid or minimize most impacts associated with
construction and operation of the Selected Alternative, when combined with other past, present,
and reasonably foreseeable projects, construction of the Selected Alternative will result in
cumulative impacts on transportation, air quality, noise, paleontological resources,
socioeconomics and communities, aesthetics and visual quality.

Earthwork and tunneling activities during the construction of the Selected Alternative (and the five
other Build Alternatives) would generate substantial spoils material, which would be trucked to
disposal sites in the project region. Spoils hauling and potential recycled water trucking would
increase truck traffic at roadway segments and intersections that, when added to existing traffic
conditions within the RSA, would create significant impacts on the circulation network.

On noise, multiple projects in urban areas near the Build Alternatives—such as projects
implemented pursuant to local general and specific plans as well as transportation projects (e.g.,
the High Desert Corridor Project and the SR 138 Widening Project)—would be under construction
at the same time as the Build Alternatives. Constructing of these projects could result in
exceedance of significance thresholds for noise at sensitive receivers.

The implementation of standard construction practices to identify, protect, and recover
paleontological resources during surface-disturbing projects has resulted in the salvage and
permanent preservation of scientifically significant paleontological resources. However, typical
paleontological resource protection techniques (such as visual surveying and monitoring) may not
be feasible with tunnel boring machines. Combined with other projects, nonrenewable
paleontological resources may decrease.

On socioeconomics and communities, the Selected Alternative (and all other Build Alternatives),
along with other planned projects, could permanently displace residences and businesses. The
Authority will facilitate the transition of displaced residents into nearby replacement housing, and
reach out to homeowners, residents, landowners, business owners, community organizations,
and local officials in affected neighborhoods to gather and utilize input to maintain community
cohesion and avoid physical deterioration.

Construction of reasonably foreseeable future projects could degrade visual and aesthetic
resources, which represents a significant cumulative impact.

5.15.2 Operation

Train operational noise would cause cumulative noise impacts. In particular, operation of the High
Desert Corridor Project would increase the existing noise environment, and other nearby roadway
and highway widening projects would additionally contribute to the future noise environment.
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5.16 Environmental Justice

Absent impact avoidance and minimization measures or appropriate mitigation, there is a
potential for disproportionately high and adverse effects on EJ populations related to
transportation, air quality, noise and vibration, socioeconomics and communities, aesthetics and
visual quality. Potentially affected EJ communities are located within Sylmar, Pacoima, Sun
Valley, Lake View Terrace, and Palmdale, and specifically within the census block groups listed
underneath Tables 5-5 and 5-24 and depicted in Figure 5-1 through Figure 5-18 in Chapter 5,
Environmental Justice, of the Final EIS. However, with the Authority’s commitment to measures
tailored to potential effects in environmental justice communities and developed after consultation
of EJ communities, the Selected Alternative would not result in any disproportionately high and
adverse effects on environmental justice communities.

5.16.1 Construction and Operations

5.16.1.1 Transportation

The Selected Alternative (in addition to the Refined SR14 Build Alternative) would adversely
affect roadways and intersections from spoils hauling in EJ communities within Sylmar, Pacoima,
and Sun Valley, after the implementation of non-EJ-specific IAMFs and mitigation measures.
Construction-period earthwork and tunneling activities associated with the Selected Alternative
(as well as the five other Build Alternatives) would generate substantial spoils material (rock and
dirt), which would require truck trips to remove the spoils to appropriate disposal sites. These
truck trips will increase traffic on local roadways in affected communities. These potential effects
on EJ communities would be avoided through the implementation of EJ-IAMF#1, which would
require creating an EJ ombudsman position to ensure that the Authority’s contractor mitigates
construction-phase transportation effects of adversely affected EJ communities. The Authority’s
EJ ombudsman’s responsibilities shall include obtaining community-specific feedback on
proposed spoils and materials hauling routes and plans not typically reviewed by the general
public, including the Transportation CMP (TR-IAMF#12) and CMP (SOCIO-IAMF#1), in order to
minimize adverse effects on EJ populations including adverse effects from spoils hauling.

5.16.1.2 Air Quality

The Selected Alternative (in addition to the Refined SR14, E1, and E1A Build Alternatives) would
result in localized air quality exceedances during construction for NO2 and PM1o in Sun Valley,
however the Selected Alternative would have localized air quality exceedances in fewer
communities than the E2 and E2A Build Alternatives. These potential effects on EJ communities
would be minimized and/or avoided through the implementation of EJ-IAMF#6 and EJ-MM#2,
which would require the Authority to propose stationary outdoor air quality sensors and applicable
monitoring locations within EJ communities to provide affected EJ communities with greater
access to publicly accessible, local air quality data, as well as require the Authority to conduct a
pre-construction EJ air quality emissions analysis and solicit mandatory community input on
potential emissions reductions and reduction exposure measures, in order to minimize adverse
air quality effects on EJ communities from construction. OMM#4 also requires that the tunnel
south of Broadus Elementary School would be excavated from south to north to allow for
conveyor belt transportation of appropriate spoils directly to Boulevard Mine. By using a conveyer
belt, and by requiring the spoils hauling to use routes that avoid drop-off and pick-up times, this
offsetting mitigation measure would reduce the construction traffic and construction air quality
impacts at nearby schools.

5.16.1.3 Noise and Vibration

The Selected Alternative will affect the same EJ communities with construction noise as the
Refined SR14, E1A, and E1 Build Alternatives, as identified in Chapter 5. These potential effects
on EJ communities would be minimized and/or avoided by creating an EJ ombudsman position to
ensure that construction-phase noise mitigation measures are developed with the input of
affected communities and to ensure that noise mitigation measures are effective in not exceeding
applicable noise impact thresholds. EJ-MM#1 requires community review and input on proposed
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construction noise mitigations and monitoring measures, before the Authority may start
construction. These measures would avoid construction noise impacts.

Even with mitigation, the Selected Alternative would result in operational train noise effects on
communities such as Sun Valley, while other Build Alternatives (Refined SR14, E1A, and E1
Build Alternatives) would result in operational train noise effects on more communities than the
Selected Alternative. The E2 and E2A Build Alternatives would result in operational train noise
effects on EJ communities in Lake View Terrace and south of Palmdale. EJ-IAMF #1, EJ-
IAMF#5, and EJ-MM#1, as described above, would be implemented to minimize and/or avoid
these effects. However, even with these measures, residual operational train noise effects to a
defined number of sensitive receptors in Sun Valley will remain, as identified in Chapter 5 of the
Final EIR/EIS.

Due to concerns over permanent operational train noise, affected communities requested
additional job opportunities and priorities from construction, and additional improvements to their
communities to offset these potential effects. As detailed in Chapter 5 and related appendices,
the Authority has committed to a number of measures (OMMSs) to improve the community and
help offset these residual effects, including access to pre-apprenticeship classes and hands-on
construction training, community connectivity enhancements, pedestrian improvements and other
neighborhood livability improvements. With the proposed measures, the Selected Alternative
would not result in disproportionately high and adverse effects related to this effect.

5.16.1.4 Socioeconomics and Communities
Business Displacement

The Selected Alternative will have similar business displacement effects on environmental justice
communities as the Refined SR14, E1, and E1A Build Alternatives. In consideration of these
effects, the Authority has developed several measures to avoid or reduce effects. EJ-IAMF#2
Business Spotlighting would require the Authority’s EJ Ombudsman and Contractor’s EJ Liaison
to provide assistance nearby and adjacent businesses to maintain neighborhood commercial
fabric, despite displacements, and business visibility during construction, such as providing
signage and targeted advertising and marketing campaigns, incentives for construction worker
patronage (as applicable), and/or Authority- sponsored community events. EJ-IAMF#4 EJ
Business Relocation/Displacement Assistance will require the Authority to develop a relocation
mitigation plan with a subsection dedicated to addressing adverse effects to businesses in the EJ
communities. The Authority’s EJ Ombudsman and Contractor’s EJ Liaison will hold roundtables
to consider the affected EJ communities’ input on this plan, as well. These efforts and other
measures will decrease the potential for disproportionately high and adverse effects from
business displacements on EJ communities.

The Authority recognizes that the displacement of certain businesses, even with the measures,
will result in adverse effects, and has committed to additional improvements in affected
communities to offset these impacts, as detailed in Chapter 5 and related appendices of the Final
EIR/EIS. Although these OMMs would not directly mitigate effects of the business displacements
in low-income communities, they would benefit the members of those communities and contribute
to community connectivity.

Residential Displacement

For the Selected Alternative (and the other five Build Alternatives), although most residential
displacements would take place in EJ communities, sufficient replacement housing would be
available for the units displaced. The Final EIR/EIS found that the impacts would not be adverse,
given the availability of sufficient replacement housing and the Authority’s relocation assistance
and other IAMF measures.

The Selected Alternative is similar in effect to the E1A and E2A Build Alternatives in residential
displacements south of Palmdale. For the Boulders at the Lake Mobile Home Park south of
Avenue S and east of Sierra Highway and a community in Agua Dulce near Big Springs Road,
construction in this area would require the displacement of 23 residential properties (of
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approximately 200 total residential units). Because at-grade facilities would be built only in the
western portion, the project would not present a new physical and visual barrier in the existing
community.

Construction of the E2 Build Alternative would divide an EJ community in Lake View Terrace
(60371032001). The permanent loss of cohesion in this community would represent an adverse
effect. Therefore, community cohesion effects would potentially be disproportionately high and
adverse on low-income communities for the E2 Build Alternative, as the share of low-income
communities experiencing post-mitigation effects is greater than their reference community share.

Aesthetics and Visual Quality

Neither of the two adversely affected key viewpoint areas in the Selected Alternative would
predominately affect minority or low-income communities. As such, this effect would not be
disproportionately high and adverse for the Selected Alternative. The Selected Alternative would
result in permanent visual effects on Sierra Highway, near the California Aqueduct crossing,
which area currently has moderate visual views, given existing infrastructure like the aqueduct.
The adverse effect on KVP 1.3 would not disproportionately affect EJ populations as this KVP
straddles both EJ and non-EJ communities.
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6 MITIGATION COMMITMENTS AND MONITORING

The Authority will supervise construction and require implementation of mitigation measures for
the Selected Alternative. The Authority is responsible for ensuring that these commitments are
implemented, and the Authority has a full oversight role for this project. It is also expected that
other federal and state resource agencies will make frequent compliance reviews to ensure that
all conditions of their respective permits are satisfied. The Authority will monitor the environmental
commitments in the MMEP consistent with the NEPA Assignment MOU and applicable NEPA
regulations and guidance.

The MMEP describes mitigation measures that will avoid, minimize, or compensate for
reasonably foreseeable environmental impacts that result from constructing and operating the
Palmdale to Burbank Project Section of the California HSR System. These measures were
developed by the Authority, pursuant to its responsibilities under NEPA Assignment, in
consultation with appropriate agencies, as well as with input received from the public.

The Selected Alternative also incorporates the applicable IAMFs identified in Volume 2,
Appendix 2-E, Project Impact Avoidance and Minimization Features, of the Final EIS. As part of
the EIS, the Authority identified these IAMFs to avoid and minimize potential project impacts. The
Authority will apply these IAMFs (including BMPs) to avoid impacts in many resource areas.
Regulatory requirements (such as hazardous material disposal and various mandatory safety
strategies) provide additional assurance that impacts on the environment would not occur or
would be minimized to the fullest extent practicable. The applicable regulatory requirements and
the IAMFs and mitigation measures that are part of the Selected Alternative are described in
more detail in the MMEP. The IAMFs are a condition of project approval and must be
implemented by the Authority during design, construction, and operation of the Selected
Alternative approved by this ROD.

As discussed in prior sections of this document, the Burbank Subsection was analyzed in the
Burbank to Los Angeles Project Section Final EIR/EIS. The Burbank to Los Angeles Project
Section Final EIR/EIS identified Impact Avoidance and Minimization Features (IAMFs) and
mitigation measures for the entirety of the Burbank to Los Angeles Project Section. The Palmdale
to Burbank Final EIS includes updates to some IAMFs and mitigation measures that would apply
to the Burbank Subsection. Updates are not intended to lessen the Authority’s commitments in
measures, and the Authority will not construe any of this document’s updates to the Burbank
Subsection IAMFs and MM’s as lessening the Authority’s commitments. For the avoidance of
doubt, differences will not be interpreted by the Authority as lessening commitments. Table 2-1
and Table 2-2 of the CEQA Findings of Fact and Statement of Overriding Considerations
summarize how key IAMFs and mitigation measures from the Burbank to Los Angeles Project
Section Final EIR/EIS that are relevant to the Burbank Subsection have been updated in the
Palmdale to Burbank Project Section Final EIR/EIS.

Consistent with the USDOT Order on Environmental Justice 5601.2, such updates include a
range of specific impact avoidance measures, mitigation measures, and offsetting community
improvements for environmental justice (EJ) communities identified in the Final EIR/EIS with the
potential of disproportionate adverse effects, absent the measures. These measures were
developed in response to input received from communities and through ongoing engagement with
affected communities and their representatives. EJ-specific measures reduce, avoid, or offset
disproportionate effects on environmental justice communities by consulting with communities
early, by providing mechanisms for EJ communities ongoing review of the adequacy of impact
avoidance or mitigation measures and their effective implementation, and/or by adopting
measures or offsets requested by affected communities.

Consistent with 40 C.F.R. Section 1505.2(c), all practicable means to avoid or minimize
environmental harm from the Selected Alternative have been identified and incorporated as
IAMFs. Further means to reduce and/or avoid compensate for environmental impacts have been
identified and included as mitigation measures included in the MMEP. The Authority reached this
conclusion after reviewing public and agency comments and suggestions on the Draft EIS, and
after consulting experts to identify additional means to avoid or to minimize environmental harms.
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All lAMFs and mitigation measures are included within the MMEP. The Authority is required to
comply with all mitigation measures adopted with this ROD. The MMEP, as incorporated into this
ROD, is a formal commitment by the Authority to carry out all of the measures identified therein
as a condition of project approval. Therefore, in designing, constructing, and operating the
Selected Alternative, the Authority is required to adhere to and provide appropriate funding for all
IAMFs and mitigation measures in the MMEP.

The Authority will implement an Environmental Management System consisting of strategic
planning, policies, and procedures; organizational structure; staffing and responsibilities;
milestones; schedule; and resources devoted to achieving the Authority’s environmental
commitments. The Environmental Management System will also track the implementation of
environmental requirements and compliance reports. This system will rely on data from the
Authority’s contractors, regional consultants, permitting activities, monitoring, inspections, and
other compliance activities. This database will be managed by the Authority. Agency partners,
including FRA, will receive regular updates from meetings and reports that will demonstrate
compliance and progress relevant to their regulatory requirements.
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7  SUMMARY OF COMMENTS ON THE FINAL EIS AND RESPONSES

Following the finalization of the Final EIS for publication, and during the 30-day availability period
following publication of the Final EIS and prior to the June 26-27, 2024, Board Meeting, the
Authority received written comment submittals. The range and types of comments received by the
Authority during the availability period included concerns and questions on the following topics:

General opposition

General support to the project

Suggested project alternatives

Project impacts regarding train speeds, noise, and vibration

Project construction impacts of the Adit SR14-A-1 on the Migratory Bird Flyway through Bear
Divide

¢ Requests for Authority to work with the Mountains Recreation and Conservation Authority
with respect to Bee Canyon and Lang Station Open Space

Summaries of and responses to all correspondence received are included in Appendix H,
Comments Received Between the Publication of the Final EIS and the June 26-27, 2024, Board
Meeting. The Authority determined that these comments did not raise significant new information
or circumstances that would require preparation of a supplemental EIS.

During the Board Meeting on June 26, 2024, the public had an opportunity to comment on the
Final EIS. Twenty-seven people provided public testimony and spoke on a range of topics
including general opposition and support for the project, construction period truck traffic effects,
effects on federally listed endangered species, and residential and business displacement effects.
Following the meeting on June 26, Authority staff reviewed the testimony and determined that all
of the issues raised had been raised previously addressed in the Final EIR/EIS. On June 27,
2024, Authority staff provided the Board a presentation on topics and concerns Board Members
raised. Topics discussed included:

Tunneling and Seismic Concerns, Project Costs
Truck Trips and Hazardous Materials Spoils
Business and Residential Displacements
Environmental Justice

Biology, Aquatics and Wildlife Connectivity
Effects on Acton-Agua Dulce Unified Schools
Proposed Soledad Canyon Mining Project

In issuing this ROD, the Authority has considered all responsible and substantive comments
received to date on the Final EIS, as well as the comments previously received on the Draft EIS.
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8 REVISIONS TO THE FINAL EIS

As a part of the Authority’s review of the Final EIS, several minor corrections, clarifications, and
updates were identified, which are included in the Errata to the Final EIS in Appendix | of this
ROD. The corrections, clarifications, and updates are not considered significant new information
and do not change the analysis or conclusions of the Final EIS. These corrections, clarifications,
and updates address items already covered in the Final EIS and do not trigger the need to
prepare a supplemental EIS, per the CEQ NEPA regulations (40 C.F.R. § 1502.9(c)(1)). The Final
EIS is herewith revised as described in the Errata to the Final EIS in Appendix I.
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9 DECISION

The Authority selects the SR14A Build Alternative, as described in Chapter 2, Alternatives, in the
Final EIS and as described in this decision document as the Preferred Alternative, as the
Selected Alternative for the Palmdale to Burbank Project Section including the Central Subsection
and the Burbank Subsection, from Spruce Court in the city of Palmdale through, including, and
reaffirming the approved Burbank Airport Station ending with its southern terminus, just north of
Winona Avenue and north of the Burbank Airport east/west runway in the City of Burbank. In
making this selection, the Authority concludes that, among the alternatives considered, the
Selected Alternative best fulfills the purpose and need and objectives for the project while
balancing impacts on the natural and human environment.

In reaching this decision, the Authority considered the physical and operational characteristics
and potential environmental consequences associated with all considered Palmdale to Burbank
Project Section alternatives. The Authority, as lead agency, consulted with the cooperating
agencies and considered the Draft EIS, and Final EIS, including the analysis of the No Action
Alternative, all six Build alternatives, and all public and agency comments received during the
review periods in reaching this decision.

The federal cooperating agencies may issue their own decision documents, as appropriate,
consistent with their statutory and regulatory responsibilities.

9.1 Section 106

Section 106 of the NHPA (54 U.S.C. § 306108) requires that any federal agency having direct or
indirect jurisdiction over a proposed federal or federally assisted undertaking take into account
the effect of the undertaking on any district, site, building, structure, or other object that is listed or
eligible for listing on the National Register of Historic Places. The California State Historic
Preservation Officer (SHPO), the Authority, and the Advisory Council on Historic Preservation are
signatories to the Programmatic Agreement among the Federal Railroad Administration, the
Advisory Council on Historic Preservation, the California State Historic Preservation Officer, and
the California High-Speed Rail Authority Regarding Compliance with Section 106 of the National
Historic Preservation Act, As It Pertains to the California High-Speed Train Project (Section 106
PA) effective 2011 and extended by a First Amendment in July 21, 2021 (FRA et al. 2021). The
FRA and STB are invited signatories to the Section 106 PA. In accordance with the Section 106
PA, a MOA for the treatment of adverse effects on historic properties in the Palmdale to Burbank
Project Section was executed by the SHPO and the Authority on December 14, 2023. The MOA
summarizes the results of the Section 106 process and the treatment measures for both
aboveground and below-ground cultural resources (see Appendix D). The following entities were
invited to sign the MOA as concurring parties:

Yuhaaviatam of San Manuel Nation

Fernandefo Tataviam Band of Mission Indians
Gabrielefio Band of Mission Indians — Kizh Nation
Gabrielino/Tongva Nation

Bureau of Land Management

USFS Angeles National Forest

Los Angeles County Department of Parks and Recreation

In accordance with Stipulation V.A of the Section 106 PA, outreach and consultation was
conducted with potentially interested parties, including the general public; historic preservation
interest groups or individuals; and other federal, state, regional, or local agencies regarding
effects on historic properties entirely in Los Angeles County. Eight responses from interested
parties were received, including the California SHPO, which designated the FRA as lead federal
agency for Section 106 on September 2, 2015, and which designation was then assigned by the
FRA to the Authority, pursuant to the NEPA Assignment MOU.

Notwithstanding the assignment, FRA retained responsibility for conducting government-to-
government consultation with federally recognized Native American tribes. FRA initiated project-
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level government-to-government outreach in 2009 and 2010 for the Palmdale to Los Angeles
Project Section. Numerous tribes have since been provided information and updates about the
project section and consulted to seek their input regarding concerns about effects on important
tribal cultural resources. The Authority and FRA are engaged in ongoing meetings with the tribal
consulting parties. As consulting parties, the tribes are afforded a chance to review and contribute
to cultural resources technical reports; participate in tribal monitoring opportunities (including
monitoring required during pedestrian archaeological field surveys and ground disturbing
construction activities in culturally sensitive areas); and contribute to the development of
treatment and mitigation for impacts on significant resources.

The assessment of adverse effects required under Section 106 of the NHPA was documented in
the Palmdale to Burbank Project Section 106 FOE Report (Authority 2021) that was approved by
the SHPO on September 3, 2021, in a Concurrence Letter (see Appendix D).

9.2 Section 4(f)/6(f)

Projects that are undertaken by an operating administration of the U.S. Department of
Transportation (USDOT) or that may receive federal funding or discretionary approvals from such
an operating administration must demonstrate compliance with Section 4(f) of the USDOT Act of
1966 (49 U.S.C. § 303). Section 4(f) protects publicly owned parks, recreational areas, and
wildlife and waterfowl refuges of national, state, or local significance. Section 4(f) also protects
historic sites (including archaeological resources) of national, state, or local significance that are
on public or private land.

Under the NEPA Assignment MOU, the Authority has been delegated the power to make
determinations under Section 4(f). The NEPA Assignment MOU stipulates that the Authority must
consult with the FRA prior to making any constructive use determination but otherwise delegates
all responsibilities under Section 4(f) to the Authority. As further detailed below, there is no
constructive use determination associated with the Palmdale to Burbank Project Section.

As described in the EIS (and Alternatives Analyses and Supplemental reports issued in the
decade before the 2022 Palmdale to Burbank Draft EIR/EIS), all six of the Build Alternatives were
continuously refined over years with due consideration to minimizing harm to or avoiding Section
4(f) resources (Authority 2011, 2014, 2015, 2016).

Although all Build Alternatives were refined to minimize or avoid harm to these resources, the
Selected Alternative avoids direct or significant adverse effects on more parks, recreational
areas, and historic resources than the other Build Alternatives. Impacts avoided by the Selected
Alternative include: the Pacific Crest Trail (Refined SR14), the Blum Ranch Historic District
(significant visual, E1/E1A, E2/E2A), the Hansen Dam Open Space (E2/E2A), the Acton
Community Trail (E1/E1A, E2/E2A), the San Gabriel National Monument (E1A, E1, E2, E2A), the
Eagle and Last Chance Mine Road historic resource (E1A, E1, E2, E2A), and the Angeles
National Forest (E2/E2A).

Chapter 4 of the Final EIS contains the Authority’s evaluations of whether and the extent to which
the Selected Alternatives or the other Build Alternatives avoid or would result in any of the
following “uses” of properties projected under Section 4(f):

e Permanent use
e Temporary occupancy
e Constructive use

Selected Alternative

There are more than 40 different Section 4(f) resources in the Selected Alternative’s RSA for
recreational and cultural resources. Of these evaluated resources, the Authority determined that
the Selected Alternative would result in a temporary occupancy for one recreational resource, a
permanent use of four recreational resources and two cultural resources (all but one were found
to be de minimis), and in a constructive use of zero resources. These resources and relevant
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concurrences on use determinations are detailed in the subsequent section on 4(f)
determinations.

As detailed in the FEIS, both the Selected Alternative and the Refined SR14 Alternative would
result in a permanent use (or effect) for one resource (Lang Station Open Space) that would not
be de minimis. That resource was created and dedicated in 2022. The Authority received notice
of the new resource in November 2022, after it issued the Draft EIS in September 2022. Although
the resource was subsequently determined by the Authority to not qualify as a Section 4(f)
resource, the Authority nevertheless undertook an individual Section 4(f) assessment for the
resource, in consideration of the resource owner’s (City of Santa Clarita) request to the Authority
to include all possible planning and mitigation measures to address project effects on the
resource. The Authority’s Section 4(f) assessment was provided to the City of Santa Clarita in
May 2024, in advance of the Authority’s publication of the assessment in its Final EIR/EIS on May
24, 2024. The Authority has sought comments from the City on its proposed measures as
detailed in the assessment, met with City representatives in early June 2024, and has invited the
City to submit additional comments. The City provided additional comments prior to the June 26,
2024 Board Presentation and requested that the Authority evaluate an elevated viaduct
alternative through Bee Canyon. The Authority has determined that an elevated viaduct through
Bee Canyon would not be feasible from an engineering perspective. This is because it is not
feasible to raise the profile in Bee Canyon while avoiding surface impacts within ANF without
substantially increasing the height of the proposed Santa Clara River or Agua Dulce viaducts and
without lengthening the proposed construction schedule due to the additional length and
complexity of the Santa Clara River viaduct, should an elevated viaduct be located within Bee
Canyon. For additional discussion regarding the comments provided by the City prior to the June
26, 2024 Board Presentation, refer to Appendix H. Concurrence on the de minimis determinations
from the official with jurisdiction were received on June 21, 2024 (United States Department of
Interior) and are attached (see Appendix G). The Final Individual Section 4(f) Evaluation for Lang
Station Open Space is attached (see Appendix J).

9.2.1 Measures to Minimize Harm/Mitigation

The Authority undertook all possible planning, including measures to minimize harm and
incorporation of all feasible avoidance refinement alternatives, for resources affected by a
permanent use such as the Lang Station Open Space as described in Table 4-9 in the Final EIS.
The measures identified in these tables are now incorporated into the Selected Alternative.

These measures include PR-MM#5, PR-MM#7, PR-MM#8, and PR-MM#9. These measures
require the Authority to continuously consult with the officials with jurisdiction affected by the
project, during advanced and final design and before project construction, on the specific
conditions of acquisition, use of, and compensation for, or replacement or enhancement of
affected trails. These measures further require that the Authority ensure that connections to the
unaffected portions of the resource are maintained and that the Authority provide alternative
access if temporary closure restricts connectivity or accessibility to recreational or park resources
affected by a permanent use.

The Authority is continuing and will continue ongoing coordination, as appropriate, with the
officials with jurisdiction over resources such as the Lang Station Open Space. During the
Authority’s consideration of its decision and during advanced and final design of the project
section, the Authority, in consultation with the officials of jurisdiction, may identify and implement
additional measures to further reduce potential impacts on resources identified here as having a
permanent use from the project.

9.2.2 Section 4(f) Determination

Section 4(f) requires the selection of an alternative that avoids the use of a Section 4(f) property if
that alternative is deemed feasible and prudent and the use does not qualify for a finding of de
minimis impact. If there is no prudent and feasible avoidance alternative and there is more than
one alternative that results in the use of a Section 4(f) property that is not a de minimis impact,
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the Authority must select the alternative that has the potential to cause the least overall harm in
light of the preservationist purpose of the statute.

Temporary Occupancy

For recreational resources, the Authority determined that the Selected Alternative will result in a
temporary occupancy for Rim of the Valley Trail (Proposed Extension) but that the conditions of
that occupancy do not result in a use. Concurrence from the relevant U.S. Department of the
Interior on the temporary occupancy/no use determination was received on January 22, 2024.

Permanent Use

For cultural resources, the Authority determined that the Selected Alternative will result in a
permanent use with de minimis impacts on the East Branch of the California Aqueduct and the
Palmdale Ditch. Concurrence from the State Historic Preservation Officer was received on
September 3, 2021, for relevant findings as well as a duly executed MOA on December 14, 2023,
from the SHPO to address treatment of all of these properties are attached (Appendix D).

For recreational resources, the Authority determined that the Selected Alternative will result in
four permanent use determinations, of which three resources will have de minimis impacts: the
Palmdale Hills Trail (Proposed Extension will intersect with the alignment at-grade and a portion
will need to be replaced), the Littlerock Trail (Proposed Extension will be over the tunnel
alignment), and the Vasquez Loop Trail (Proposed Extension will be over the tunnel alignment)),
as identified in Table 4-6 of the Final EIS. Concurrences on the de minimis determinations from
the official with jurisdiction were received on December 18, 2023 (Los Angeles County
Department of Parks and Recreation) and are attached (see Appendix G).

For the permanent use determination of the Lang Station Open Space, the Authority provided its
Individual Section 4(f) assessment to the public owner and invited comment. The Authority’s
determination is that both its Selected Alternative and the Refined SR14 Alternative will result in a
permanent use of land at the Lang Station Open Space, as these alternatives will require the
acquisition of resource land for the project that would constitute a permanent use because the
features and attributes that qualify the resource for protection under Section 4(f) may be
diminished with that acquisition.

In its assessment of and determination for this resource, the Authority identified and considered
multiple design avoidance alternatives, including a refined design to both SR14A and the Refined
SR14 alternatives that would have tunneled fully or partially under the Lang Station Open Space.
Those options conflict with engineering design requirements such that they are not feasible.
Beyond design avoidance alternatives, the Authority also assessed the feasibility of additional
design refinements to minimize the project footprint in the Open Space. While some refinements
were found to be infeasible, the Authority identified some refinements as feasible and
incorporated these refinements into the Selected Alternative. The incorporated refinements
(grading redesign, access road design changes, power supply realignment) would eliminate
approximately 12 acres of temporary footprint impact and also reduce permanent footprint
impacts by approximately 28 acres for the SR14A Build Alternative. As a result of this analysis,
the Authority found that some refinements were infeasible but also found that other refinements
were feasible and incorporated those refinements into the project design.

Least Overall Harm

Among all of the Palmdale to Burbank Section Build Alternatives, the Selected Alternative will
result in the least overall harm to resources protected by Section 4(f) because the Selected
Alternative will have an impact on the fewest Section 4(f) resources of all of the project
alternatives analyzed in the Draft EIS and Final EIS. Although both the Selected Alternative and
the Refined SR14 Alternative result in a permanent use of one resource (the Lang Station Open
Space), the Authority determined that no alternative would avoid all Section 4(f) resources within
the RSA for the Palmdale to Burbank Project Section, and the Selected Alternative fully avoids
impacts to more resources than the other Build Alternatives, such as fully avoided impacts to the
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Pacific Crest Trail, the Hansen Dam Open Space and the adjacent Big Tujunga Wash Mitigation
Area, and the Blum Ranch Historic District.

In making this determination, the Authority undertook all possible planning to minimize harm to
resources with a permanent use by assessing fully underground and partially underground
avoidance alternatives but determining that these options were not prudent and feasible, as well
as by assessing other design refinement options and measures to minimize harm and
incorporating those determined to be prudent and feasible, as detailed in the previous section.

Additionally, the Selected Alternative would result in de minimis impacts to the fewest park,
recreation, and open-space resources, compared to approximately eight under the Refined SR14
Build Alternative; approximately ten under the E1 Build Alternative; approximately ten under the
E1A Build Alternative; approximately twelve under the E2 Build Alternative; and approximately
twelve under the E2A Build Alternative.

Accordingly, although the Selected Alternative would result in a permanent use of one resource,
the Authority concluded that there are no prudent and feasible avoidance alternatives to the
Section 4(f) permanent use, that it conducted all possible planning to minimize harm to the
affected resource with a use, and that the Selected Alternative would cause the least overall harm
among all the Build Alternatives in light of the preservationist purpose of the statute.

9.2.3 Section 6(f) Properties

No Land and Water Conservation Fund monies were used to acquire or develop recreational
resources in the RSA. Therefore, there are no Section 6(f) resources in the Section 4(f) RSA.

9.3 General Conformity Determination

As part of the environmental review of the Palmdale to Burbank Project Section, the Authority
conducted and FRA approved and published a general conformity determination pursuant to 40
C.F.R. Part 93, Subpart B, for the Selected Alternative on June 10, 2024. The Authority
conducted the general conformity evaluation following all regulatory criteria and procedures and
in coordination with USEPA, SCAQMD, and the California Air Resources Board.

The FRA determined that the Selected Alternative would not exceed any General Conformity de
minimis levels or CEQA thresholds in the Antelope Valley Air Quality Management District/
Mojave Desert Air Basin or San Joaquin Valley Air Pollution Control District/Joaquin Valley Air
Basin. The FRA determined that during the construction phase, the Project will result in
exceedances of the de minimis levels for CO and NOx emissions in the South Coast Air Basin.
There, the project will conform to the applicable requirements for CO in the approved state
implementation plan (SIP), based on localized CO modeling that shows in the two years that
construction emissions will exceed the CO de minimis level, the exceedances will not cause or
contribute to a violation of the National Ambient Air Quality Standards for CO within the South
Coast Air Basin. In addition, the FRA determined that the project will conform to the applicable
requirements in the SIP for NOx based on commitments between the Authority and SCAQMD to
ensure that construction-phase NOx emissions will be offset to levels that are below the General
Conformity de minimis level. As a result of this review, the FRA concluded, because project-
generated emissions will either be fully offset (for construction phase) or less than zero (for
operational phase), that the Project’s emissions can be accommodated in and would confirm to
the approved SIP.

The FRA's determination is based in part on the following Authority commitments with SCAQMD:

¢ A commitment between the Authority and SCAQMD to develop and execute an agreement
after receipt of construction funding, but prior to the start of construction that includes:

- Areview of emission estimates, coordination with appropriate agencies, revisions (if
warranted) of emission estimates before construction start, and a final estimate for review
and use by SCAQMD;
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- If emissions exceed General Conformity de minimis thresholds, all remaining emissions
after implementation of the IAMFs and onsite mitigation measures will be completely
mitigated to zero through the District's emission reduction programs. Applicable emission
reduction programs may include state or federal incentive programs that achieve
emissions reductions by providing incentive funds for the incremental cost of cleaner-
than-required engines and equipment. The Authority agrees to provide funding at the
cost-effectiveness level or amount established by the program(s) mutually selected by
the District and the Authority; and

- A commitment that the Authority will not start construction until necessary agreements
are executed.

Therefore, the FRA concluded that the Selected Alternative, as designed, conforms to the
purpose of the approved SIP and is consistent with all applicable requirements. The FRA’s Final
General Conformity Determination is included with this ROD as Appendix A.

9.4 Section 7 Endangered Species Finding

The proposed action (construction and operation of the Selected Alternative) is in compliance
with Section 7 of the FESA. Because the proposed action is likely to affect threatened or
endangered species subject to USFWS jurisdiction, the Authority prepared a BA for the Project
and consulted with USFWS, as required under Section 7 of the FESA. After evaluating the
potential effects of the proposed action, and after additional informal consultation with the
USFWS, the Authority determined that the Palmdale to Burbank Project Section may affect, and
is likely to adversely affect, the following species and/or designated critical habitat:

Slender-horned spineflower (Dodecahema leptoceras) — Federally endangered
Arroyo toad (Anaxyrus californicus) — Federally endangered

Arroyo toad (Anaxyrus californicus) critical habitat

Coastal California gnatcatcher (Polioptila californica) — Federally threatened
Southwestern willow flycatcher (Empidona traillii extimus) — Federally endangered
Least Bell’s vireo (Vireo bellii pusillus) — Federally threatened

The Authority developed and submitted the BA, which evaluated direct, indirect, and cumulative
effects of the Project on federally listed species and their designated critical habitat, to USFWS in
May 2023 and requested the initiation of formal Section 7 consultation. The Authority held
numerous meetings with USFWS following submittal of the BA, and the BA was subsequently
revised and resubmitted in November 2023 to address USFWS comments.

Following submittal of the revised BA, the Authority continued to consult with USFWS regarding
effects on listed species (whether or not take was reasonably certain to occur and extent of take),
conservation measures, and overall findings in USFWS’s BO through June 2024. As a part of that
process, the USFWS coordinated with the U.S. Army Corps of Engineers, U.S. Forest Service,
Bureau of Land Management, and Surface Transportation Board, seeking their review of the
Service’s draft BO. After consideration of comments received from that coordination, USFWS
issued a Biological Opinion for the Palmdale to Burbank Project Section on June 25, 2024
(provided as Appendix B to this ROD).

In the BO, USFWS determined that the Selected Alternative for the Palmdale to Burbank Project
Section, as proposed, is not likely to jeopardize the continued existence of the five listed wildlife
and plant species and is not likely to adversely modify or destroy designated critical habitat for
arroyo toad that occur in the action area. The BO stipulates four reasonable and prudent
measures for the Authority to implement to monitor and report to the Carlsbad Fish and Wildlife
Office any project-related incidental take of the four animal species (vireo, gnatcatcher, flycatcher,
toad). The Authority will implement the measures identified in the USFWS BO.

The Authority also prepared a BA for the endangered Southern California distinct population
segment of steelhead (Oncorhynchus mykiss) and its designated critical habitat. After evaluating
the potential effects of the proposed action, the Authority determined that the Palmdale to
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Burbank Project Section is not likely to adversely affect Southern California steelhead or its
designated critical habitat, in part because the species is not likely to be present in the action
area and the action area does not include any of its designated critical habitat. The Authority
submitted the BA to the NMFS on April 2, 2022, and informal consultation was initiated shortly
after the BA submittal. Following the informal consultation, NMFS issued its concurrence with the
Authority’s not likely to adversely affect determination for Southern California steelhead and its
critical habitat for the Palmdale to Burbank Project Section on May 25, 2022 (provided as
Appendix E to this ROD).

9.5 Wetlands Finding

In addition to NEPA and other environmental laws, the federal lead agency is also required to
make findings pursuant to USEO 11990, Protection of Wetlands (May 24, 1977), and the USDOT
Wetlands Order, USDOT Order 5660.1A, Preservation of the Nation’s Wetlands (August 24,
1978). Aquatic resources in the Palmdale to Burbank Project Section resource study area include
several types of wetlands as well as other waters (i.e., streams, lakes, and constructed water
features) as verified by the USACE under a preliminary jurisdictional determination issued on
March 1, 2022. In particular, a USACE-approved jurisdictional determination that includes Una
Lake as a waters of the United States was made in June 2013 (USACE 2013).

Construction of the Selected Alternative will have direct and indirect impacts on aquatic
resources, although the Authority has taken all feasible and practicable steps to avoid and
minimize impacts to such resources, including Una Lake. Portions of the project footprint that
cross or abut aquatic resources will result in placement of fill (e.g., for construction of bridge
supports), installation of culverts, and associated in-channel work. Construction of track and
systems could also alter surface and subsurface hydrology that supplies or drains aquatic
features. Additional effects on aquatic resources may result from groundwater reduction during
tunnel construction and the associated disruption of hydrologic cycles of surface water resources.
Construction of the Selected Alternative will require a permit from the USACE pursuant to Section
404 of the CWA.

In January 2024, the USACE and USEPA concurred that the Authority’s Selected Alternative is
the preliminary least environmentally damaging practicable alternative (LEDPA). The
requirements identified in the MMEP, incorporated as part of this document (Appendix C), will
ensure that the destruction, loss, or degradation of wetlands and other waters are avoided and
minimized and that the natural and beneficial values of wetlands are preserved and enhanced.
However, if determined to be necessary by USACE or the State Water Resources Control Board,
these measures may be increased through their respective permitting processes, or additional
measures may be recommended and reflected in other project permits and authorizations.

Based upon USACE findings and the Authority’s evaluation, the Authority determines that the
Project is consistent with USEO 11990 and USDOT Order 5660.1A.

9.6 Floodplains Finding

The USDOT Order 5650.2 implements USEO 11988, Floodplain Management (April 23, 1979).
These orders state that the federal lead agency may not approve an alternative involving a
significant encroachment (“action within the limits of the base floodplain,” USDOT Order
5620.2(4)) unless the agency can make a finding that the proposed encroachment is the only
practicable alternative. The major purposes of USEO 11988 are to avoid federal support for
floodplain development; to prevent uneconomic, hazardous, or incompatible use of floodplains; to
restore and preserve the natural and beneficial floodplain values; and to be consistent with the
standards and criteria of the National Floodplain Insurance Program.

As indicated in Section 3.8, Hydrology and Water Resources, of the Final EIS, the Authority, as
the federal lead agency under the NEPA Assignment MOU, concludes that the Selected
Alternative would not result in any substantial adverse impacts on natural and beneficial values of
the floodplains and would not result in a substantial change in flood risks or damage.

California High-Speed Rail Authority August 2024

Palmdale to Burbank Project Section Final Record of Decision Page | 9-7




L. CALIFORNIA
Decision High-Speed Rail Authority

Construction of the Selected Alternative will place new structures and/or modify existing
structures within 100-year floodplains regulated by the FEMA, which will result in changes to
channel geometry and flood flow characteristics and have the potential to result in permanent
impacts on floodplain hydraulics. To avoid impacts related to flooding, FEMA and the local
agencies require that an encroachment into a floodplain not increase the water surface elevation
of a 100-year flood by more than 1 foot in FEMA mapped floodplains. However, if there is a
FEMA-designated "regulatory floodway," no increase in water surface elevation is permitted.

With implementation of IAMFs, which will require flood protection measures that minimize effects
on 100-year floodplain water surface elevations and avoid effects on floodways, no permanent
effects on designated floodplains from construction will occur. If the Authority later determines
that a FEMA regulatory floodway may be affected by the Project, the Authority has committed to
conducting additional hydraulic modeling to confirm that there would be no (0.00 foot) increase in
the base flood elevation, as indicated in HYD-IAMF#2 in the attached MMEP, which requires
compliance with local agency requirements for development within the floodplain. If the Authority
is unable to meet these requirements, and the base flood elevation exceeds the NFIP regulations,
the Authority would seek approval of the LAFCD to apply to FEMA for a Conditional Letter of Map
Revision (CLOMR), as further indicated in HYD-IAMF#2.

Design of the Selected Alternative includes such effective measures to avoid or minimize the
potential for exposure of HSR passengers and employees to flooding; new or additional exposure
to flooding risks and hazards from the failure of a levee or dam would not occur. Based upon
these findings, the Authority determines that the Selected Alternative is consistent with the
requirements of USEO 11988 and USDOT Order 5650.2.

9.7 Environmental Justice Finding

Under USEO 12898, Federal Actions to Address Environmental Justice in Minority Populations
and Low-Income Populations (February 16, 1994), and USDOT Order 5610.2C, USDOT Actions
to Address Environmental Justice in Minority Populations and Low-income Populations (May 14,
2021) (USDOT 2021), require that each federal agency shall make achieving environmental
justice part of its mission by identifying and addressing, as appropriate, disproportionate high and
adverse human health or environmental effects of its programs, policies, and activities on minority
communities and/or low-income communities (“EJ communities”).®

The Palmdale to Burbank Project Section project alternatives, including the Selected Alternative,
will result in adverse effects on all populations, including low-income populations or minority
populations, in the Central Subsection and the Burbank Subsection. As identified in Chapter 5,
the Authority has held a substantial number of meetings, briefings, and outreach in potentially
affected EJ communities with community stakeholders, businesses, local agencies, and elected
officials in EJ communities during the development of the EIS to gather, confirm, and understand
key community concerns on potential project impacts as well as to identify all practicable
mitigation measures to address potential impacts of the Selected Alternative or other Build
Alternatives. In Volume 2, Appendix 5-B, of the Final EIS represents a summary of relevant input
from communities and local agencies, including comments and measures requested by
communities, and how the Authority considered those measures.

Before application of potential IAMFs and mitigation measures (including EJ-specific), the
Selected Alternative will result in potential disproportionately high and adverse effects for traffic
effects from spoils hauling in Sylmar, Pacoima, and Sun Valley, localized air quality exceedances
during construction for NO2 and PM1oin Sun Valley, construction noise in Pacoima, Sun Valley,
Sylmar, and Palmdale, operational train noise in Sun Valley, and business displacements in

6 useo 14096—Revitalizing Our Nation’s Commitment to Environmental Justice for All was enacted on April 21, 2023.
USEO 14096 on EJ does not rescind USEO 12898, which has been in effect since February 11, 1994, and is currently
implemented through USDOT Order 5610.2C. This implementation will continue until further USDOT guidance is provided
regarding the implementation of the new USEO 14096 on EJ.
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Pacoima and Sun Valley. The specific census block groups within these communities with these
potential effects are identified in Table 5-25 of Chapter 5 of the Final EIS.

The Authority identified specific measures to address or offset impacts in environmental justice
communities, including measures identified by EJ community stakeholders as potential ways to
attenuate, avoid, or mitigate potential project effects. After application of these measures, the
Authority identified communities who may continue to experience residual effects for operational
train noise in Sun Valley and business displacements in Pacoima and Sun Valley and developed
potential offsetting mitigation measures for these communities.

Offsetting mitigation measures will further benefit the EJ communities by providing benefits and
improvements requested by affected communities: training and employment opportunities,
permanent neighborhood facility improvements such as streetscape connectivity, beautification
and safety — pedestrian crossings, sidewalk improvements, street lighting, street trees, and other
landscaping elements. Additionally, while these communities will experience construction-phase
effects, these same communities may also benefit from the additional jobs generated during the
construction phase. Other permanent long-term potential benefits from the project include
increased transit connectivity and air quality improvements.

After the Authority’s review of impacts and integration of key measures requested by
representatives of affected communities, the Authority concluded that the project would not result
in disproportionately high and adverse effects, after application of these measures designed to
specifically address and continuously monitor the Authority’s performance in addressing concerns
of potentially impacted environmental justice communities.
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10 CONCLUSION

The Authority, as the federal lead agency, and as authorized by the NEPA Assignment MOU, has
reached a decision that most closely aligns with the Authority’s statutory mission and the
responsibilities assigned to it by the FRA pursuant to NEPA Assignment, considering economic,
environmental, technical, and other factors and based on the information contained within the
Final EIS and the project record.

For the Palmdale to Burbank Project Section, which includes the Central Subsection and the
Burbank Subsection as well as its previously approved Burbank Airport Station (beginning from
Spruce Court in the City of Palmdale in the north and continuing south to terminate just north of
Winona Avenue and north of the Burbank Airport east/west runway in the City of Burbank), the
Authority approves the SR14A Build Alternative as the Selected Alternative. The Authority has
selected this alternative because: (1) it best satisfies the Purpose and Need and objectives for the
proposed action; and (2) it minimizes impacts on the natural and human environment by utilizing
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ACRONYMS AND ABBREVIATIONS

pg/m3 micrograms per cubic meter
AQMP air quality management plan
Authority California High-Speed Rail Authority
AVAQMD Antelope Valley Air Quality Management District
C.F.R. Code of Federal Regulations
CAA Clean Air Act
CalEEMod California Emissions Estimator Model
CARB California Air Resources Board
CEQA California Environmental Quality Act
CO carbon monoxide
EIR Environmental Impact Report
EIS Environmental Impact Statement
EMFAC2017 Emission Factors 2017
FRA Federal Railroad Administration
HSR high-speed rail
IAMF impact avoidance and minimization feature
MM mitigation measure
N/A not available
NAAQS National Ambient Air Quality Standards
NEPA National Environmental Policy Act
NM not monitored
NO:2 nitrogen dioxide
NOx nitrogen oxides
NZE near zero emission
Os ozone
PM particulate matter
PM1o particulate matter 10 microns in diameter or less
PMzs particulate matter 2.5 microns in diameter or less
ppm parts per million
ROG reactive organic gas
RSA resource study area
SCAQMD South Coast Air Quality Management District
SIP state implementation plan
SOz sulfur dioxide
SOx sulfur oxides
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tpy tons per year
u.S.C. United States Code
USEPA U.S. Environmental Protection Agency
ZE zero emission
ZEV zero emission vehicles
May 2024 California High-Speed Rail Authority

Page | iv General Conformity Determination



CALIFORNIA .
High-Speed Rail Authority Executive Sum mary

EXECUTIVE SUMMARY

The California High-Speed Rail (HSR) System, proposed by the California High-Speed Rail
Authority (Authority), will provide intercity, high-speed service on more than 800 miles of
guideway throughout California, connecting the major population centers of Sacramento, the San
Francisco Bay Area, the Central Valley, Los Angeles, the Inland Empire, Orange County, and
San Diego. The Palmdale to Burbank HSR Section (“Project”), which is the focus of this General
Conformity Determination, is a critical link in Phase 1 of the California HSR System connecting
the San Francisco Bay Area to the Los Angeles Basin."

The General Conformity Rule, as codified in Title 40 Code of Federal Regulations Part 93,
Subpart B, establishes the process by which federal agencies determine conformance of
proposed projects that are federally funded or require federal approval with applicable air quality
standards. This determination must demonstrate that a project would not cause or contribute to
new violations of air quality standards, exacerbate existing violations, or interfere with timely
attainment or required interim emissions reductions towards attainment.

The Federal Railroad Administration (FRA) prepared a Draft General Conformity Determination,
pursuant to 40 C.F.R. part 93, subpart B, which establishes the process for complying with the
General Conformity requirements of the Clean Air Act. FRA published a notice in the Federal
Register on April 2, 2024, advising the public of the availability of the Draft Conformity
Determination for a 30-day review and comment period. The Draft Conformity Determination was
published at http://www.regulations.gov, Docket No. FRA-2024-0045. The comment period of the
Draft Conformity Determination closed on May 2, 2024. FRA received one non-substantive
comment unrelated to the Draft General Conformity Determination. Therefore, there were no
public comments to address within this Final General Conformity Determination.

This Final General Conformity Determination documents the Federal Railroad Administration’s
finding that the Project complies with the General Conformity Rule, that it conforms to the
purposes of the area’s approved State Implementation Plan, and that it is consistent with all
applicable requirements. The Final General Conformity Determination is available at
http://www.regulations.gov, Docket No. FRA-2024-0045, and on FRA’s website at
https://railroads.dot.gov/environment/environmental-reviews/clean-air-act-california-general-
conformity-determinations.This Final General Conformity Determination is being released based
on the adopted impact avoidance and minimization features (IAMFs) and mitigation measures
described in Section 3.3.4.2 and Section 3.3.7, respectively, of the Palmdale to Burbank Section
Final Environmental Impact Report/Environmental Impact Statement (Authority 2024). This
compliance is demonstrated herein as follows:

e The operation of the Project would result in a reduction of regional emissions of all
applicable air pollutants and would not cause a localized exceedance of an air quality
standard; and

e Whereas emissions generated during the construction of the Project would exceed the de
minimis levels for nitrogen oxides (NOx) and carbon monoxide (CO) in the South Coast
Air Basin, these exceedances would be offset through an agreement between the
Authority and South Coast Air Quality Management District (SCAQMD). Prior to issuance
of a Final General Conformity Determination, the Authority and SCAQMD will agree to
develop and execute an agreement to offset, as necessary, any criteria air pollutant
emissions exceedances resulting from the Project as described in Section 12.2,
Compliance with Conformity Requirements, which will be executed prior to the start of
construction.

T As part of its first phase, the California HSR System is currently planned as eight distinct sections from San Francisco
in the north to Los Angeles and Anaheim in the south.
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1 INTRODUCTION

This document is the Final General Conformity Determination for the Palmdale to Burbank
Section of the California High-Speed Rail (HSR) system (“Project”’) and is required by the
implementing regulations of Section 176 of the Clean Air Act (CAA). Section 176(c)(1) of the CAA
prohibits federal agencies from engaging in, supporting, or providing financial assistance for
licensing, permitting, or approving any activities that do not conform to an approved CAA
implementation plan. That approved plan may be a federal, state, or tribal implementation plan.

The CAA defines nonattainment areas as geographic regions that have been designated as
failing to meet one or more of the National Ambient Air Quality Standards (NAAQS). The CAA
requires that each state prepare a state implementation plan (SIP) for each nonattainment area,
and that a maintenance plan be prepared for each former nonattainment area that has
subsequently demonstrated compliance with the standards. The SIP is a state’s plan for how it
will meet the NAAQS by the deadlines established by the CAA.

The General Conformity Rule is codified in Title 40 Code of Federal Regulations (C.F.R.) Part 93,
Subpart B, “Determining Conformity of General Federal Actions to State or Federal
Implementation Plans.” Conformity is defined as “upholding an implementation plan’s purpose of
eliminating or reducing the severity and number of violations of the NAAQS and achieving
expeditious attainment of such standards.” The General Conformity Rule also establishes the
process by which federal agencies determine conformity of proposed projects that are federally
funded or require federal approval. This determination must demonstrate that the Project would
not cause or contribute to new violations of air quality standards, exacerbate existing violations,
or interfere with timely attainment or required interim emissions reductions towards attainment.
Because the Project is receiving federal funds through grants with the Federal Railroad
Administration (FRA) and may also receive safety approvals from FRA, it is an action that may be
subject to the General Conformity Rule.

This Final General Conformity Determination was issued following the Palmdale to Burbank
Project Section Environmental Impact Report/Environmental Impact Statement (EIR/EIS), which
complies with the National Environmental Policy Act (NEPA) and the California Environmental
Quality Act (CEQA). Because the analysis used for the EIR/EIS also generated the information
necessary for the General Conformity Determination, specific analysis may be incorporated
herein by reference.

1.1 Regulatory Status of Study Area

On November 24, 1993, the U.S. Environmental Protection Agency (USEPA) promulgated final
conformity regulations to address transportation plans, programs, and projects developed,
funded, or approved under title 23 U.S. Code or the Federal Transit Act, 49 U.S. Code 1601 et
seq. (40 C.F.R. Part 93 Subpart A). These regulations have been revised several times since
they were first issued. Although the Transportation Conformity regulations do not apply to this
Project (see Section 1.2), many of the transportation planning documents developed under those
regulations explain the regional air quality and planning status of the resource study area (RSA).

The RSA for the Project is the South Coast Air Basin. While the Project would occur within the
South Coast Air Basin, San Joaquin Valley Air Basin, and the Mojave Desert Air Basin, the RSA
includes only the South Coast Air Basin because construction-phase emissions (without
mitigation) for the Preferred Alternative will only exceed the de minimis levels for applicable
criteria pollutants within the South Coast Air Basin. As described, in Table 3.3-16 and Table 3.3-
18 of the Palmdale to Burbank Project Section EIR/EIS, the emissions-intensive construction
activities for the Project will primarily occur within the South Coast Air Basin. As described in
Table 3.3-19 and Table 3.3-20, the construction-phase emissions (without mitigation) for the
Preferred Alternative will not exceed de minimis levels in either the Mojave Desert Air Basin or
San Joaquin Valley Air Basin. Thus, as construction activities from the Project (the Preferred
Alternative) will not result in an exceedance of the de minimis levels for any applicable criteria
pollutant in either the Mojave Desert Air Basin or San Joaquin Valley Air Basin, a General
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Conformity Determination is not required for those basins. Therefore, the Project’'s RSA for the
General Conformity Report is limited to the South Coast Air Basin.

Planning documents for pollutants for which the RSA is classified as federal nonattainment or
maintenance are developed by the SCAQMD and the California Air Resources Board (CARB)
and are approved by the USEPA. Table 1-1 lists the planning documents relevant to the Project’s
RSA.

Table 1-1 Planning Documents Relevant to the Resource Study Area

Type of Plan Status

On October 1, 2015, USEPA strengthened the NAAQS for ground-level
ozone, lowering the primary and secondary ozone standard levels to 70
parts per billion. The South Coast Air Basin is classified as an “extreme”
nonattainment area, and the Coachella Valley is classified as a “severe-
15" nonattainment area for the 2015 Ozone NAAQS. The 2022 AQMP was
developed to address the requirements for meeting this standard and was
adopted December 2, 2022, by the SCAQMD Governing Board.

Approved by the SCAQMD Governing Board in March 2017, the 2016
AQMP demonstrates attainment for the 8-hour ozone NAAQS established
in 2008, the annual PM2s NAAQS established in 2012, and the 24-hour
SCAQMD 2016 Air Quality PM2s NAAQS established in 2006. In addition, the 2016 AQMP includes
Management Plan revisions to the attainment demonstrations for the 1997 8-hour ozone
NAAQS and the 1979 1-hour ozone NAAQS. The 2016 AQMP was
submitted to USEPA on April 27, 2017, but no clean air determination has
been made to date.

Approved by the SCAQMD Governing Board in February 2013, the 2012
AQMP was submitted to demonstrate attainment for the 24-hour PM2s
NAAQS established in 2006. On September 30, 2015, USEPA proposed
to approve elements of the South Coast 2012 PM25 Plan and 2015
Supplement, which addressed Clean Air Act requirements for the 2006
PM2.5 NAAQS and proposed to reclassify the area as a 'Serious'
nonattainment area for the 2006 PM25 standard. USEPA provided a 30-
day public comment period from the date of publication in the Federal
SCAQMD 2012 Air Quality Register. On March 15, 2016, USEPA approved in part and disapproved in
Management Plan part those portions of the SCAQMD’s 2012 Air Quality Management Plan
(2012 PM25 Plan) that address attainment of the 2006 24-hour PM2
standards and the 2015 Supplement to the 2012 PM25 Plan. To correct
these deficiencies, the state was required to submit to USEPA a
demonstration that the NOx Regional Clean Air Incentive Market program,
either as adopted in 2010 or as subsequently amended, ensures
emissions reductions equivalent, in the aggregate, to the reductions
anticipated from the direct application of reasonably available control
technology on covered sources.

SCAQMD 2022 Air Quality
Management Plan
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Type of Plan

On April 28, 2010, CARB submitted Request for PM1o Redesignation and
Maintenance Plan to USEPA. On June 12, 2013, the USEPA's regional
administrator signed a final rule to approve the South Coast PM1o
Redesignation Request and Maintenance Plan. The plan was developed
and adopted by SCAQMD, and showed how the area would maintain the
PMo standard for at least the next 10 years.

On February 24, 2006, CARB transmitted the Redesignation Request and
Maintenance Plan (including the CO budgets) to USEPA for approval. In
addition, on August 11, 2006, CARB provided information to USEPA that

2010 South Coast Air Basin
Request for PM1o Redesignation
Request and Maintenance Plan

2005 South Coast Air Basin demonstrates the Smog Check program satisfies federal inspection &
Request for CO Maintenance Plan | maintenance requirements for CO and provides emission reductions
and Redesignation Request necessary for continued improvement in CO air quality. On April 24, 2007,

USEPA'’s regional administrator signed a final rule to approve the South
Coast Maintenance Plan and Redesignation Request for Carbon

Monoxide.
Sources: South Coast Air Quality Management District, 2005, 2009, 2013, 2017
AQMP = air quality management plan PMo = particulate matter smaller than or equal to 10 microns in diameter
CARB = California Air Resources Board PM25 = particulate matter smaller than or equal to 2.5 microns in diameter
CO = carbon monoxide SCAQMD = South Coast Air Quality Management District
NAAQS = National Ambient Air Quality Standards SIP = State Implementation Plan
NOXx = nitrogen oxides USEPA = U.S. Environmental Protection Agency

1.2 General Conformity Requirements

On November 30, 1993, USEPA promulgated final General Conformity regulations at 40 C.F.R.
Part 93 Subpart B for all federal activities except highways and transit programs covered by
Transportation Conformity. The regulations in Subpart B were subsequently amended in March of
2010. Because the Project will not be funded or require approval(s) under Title 23 U.S. Code or
the Federal Transit Act, 49 U.S. Code 1601 et seq., the General Conformity requirements are
applicable rather than Transportation Conformity. In general terms, unless a project is exempt
under 40 C.F.R. § 93.153(c) or is not on the agency’s presumed-to-conform list pursuant to 40
C.F.R. § 93.153(f), a General Conformity Determination is required where a federal action in a
nonattainment or maintenance area causes an increase in the total of direct and indirect
emissions of the relevant criteria pollutants and precursor pollutants that are equal to or exceed
certain de minimis rates.

During the applicability analysis, the federal agency determines:

¢ Whether the action will occur in a nonattainment or maintenance area;

o Whether one or more of the specific exemptions apply to the action;

o  Whether the federal agency has included the action on its list of presumed-to-conform
actions;

o Whether the total direct and indirect emissions are below or above the de minimis levels;
and/or

o Where a facility has an emissions budget approved by the State or Tribe as part of the SIP or
transportation improvement plan, the federal agency determines that the emissions from the
Project are within the budget (USEPA 2022a).

The USEPA Guidance (USEPA 1994) states that the applicability analysis can be (but is not
required to be) completed concurrently with any analysis required under NEPA. The applicability
analysis for this Project is described in Section 8. If, after the applicability analysis, the federal
agency concludes it should conduct a conformity determination, it may demonstrate conformity by
one or more of several prescribed methods. These methods include:

¢ Demonstrating that the direct and indirect emissions are specifically identified in the relevant
implementation plan;

California High-Speed Rail Authority May 2024
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o Obtaining a written statement from the entity responsible for the implementation plan that the
total indirect and direct emissions from the action, along with other emissions in the area, will
not exceed the total implementation plan emission budget; or

o Fully offsetting the total direct and indirect emissions by reducing emissions of the same
pollutant in the same nonattainment or maintenance area.
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2 DESCRIPTION OF THE FEDERAL ACTION REQUIRING CONFORMITY
EVALUATION

In accordance with applicable General Conformity regulations and guidance, when a General
Conformity Determination is necessary, FRA conducts a General Conformity evaluation for the
specific federal action associated with the preferred alternative for a project or program (USEPA
1994), and FRA must issue a positive conformity determination before the federal action is
approved. Each federal agency is responsible for determining conformity of those proposed
actions over which it has jurisdiction. This Final General Conformity Determination is related only
to those activities included in the FRA'’s federal action pertaining to the Proposed Action, which is
the Proposed Action’s potential approval through a NEPA Record of Decision. The Proposed
Action is described further in Section 3.

General Conformity requirements only apply to federal actions proposed in nonattainment areas
(i.e., areas where one or more NAAQS are not being achieved at the time of the Proposed Action
and requiring SIP provisions to demonstrate how attainment would be achieved) and in
maintenance areas (i.e., areas recently reclassified from nonattainment to attainment and
requiring SIP provisions to demonstrate how attainment would be maintained).

California High-Speed Rail Authority May 2024
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3 CALIFORNIA HIGH-SPEED RAIL PROJECT
3.1 California High-Speed Rail System

The Authority, a state governing board formed in 1996, is responsible for planning, designing,
constructing, and operating the HSR system. Its mandate is to develop a high-speed rail system
connecting the state’s major population centers and coordinating with the state’s existing
transportation network, which includes intercity rail and bus lines, regional commuter rail lines,
urban rail and bus transit lines, highways, and airports.

The HSR system will provide intercity, high-speed service on more than 800 miles of railroad
throughout California, connecting the major population centers of Sacramento, the San Francisco
Bay Area (Bay Area), the Central Valley, Los Angeles, the Inland Empire, Orange County, and
San Diego. It will use state-of-the-art, electrically powered, high-speed, steel-wheel-on-steel-rail
technology, including contemporary safety, signaling, and automated train-control systems, with
trains capable of operating up to 220 miles per hour over a grade-separated, dedicated guideway
alignment.

The FRA is responsible for oversight and regulation of railroad safety and is also charged with the
implementation of the High-Speed Intercity Passenger Rail financial assistance program. As part
of the High-Speed Intercity Passenger Rail Program, FRA is providing partial funding for the
environmental analysis and documentation required under NEPA, CEQA, and other related
environmental laws. Pursuant to U.S. Code Title 23 Section 327, under the NEPA Assignment
Memorandum of Understanding between FRA and the State of California, effective July 23, 2019,
the Authority is the federal lead agency for environmental reviews for all Authority Phase 1 and
Phase 2 California HSR System projects. The FRA performs Clean Air Act Conformity
determinations and other federal approvals retained by the FRA under the NEPA Assignment
Memorandum of Understanding.

3.2 California High-Speed Rail System — Palmdale to Burbank Section

The Palmdale to Burbank Project Section of the California HSR System includes up to
approximately 38 miles of alignment (depending on Build Alternative) between the cities of
Palmdale and Burbank, in addition to the Burbank Airport Station. The alignment would include
six different track profiles: at-grade, at-grade covered, cut-and-cover, retained cut/trench profile,
tunnel, and elevated/aerial structure in a variety of land uses and ecoregions, including urban,
rural, and mountainous terrain in Southern California. From the north, the project section would
begin at Spruce Court in Palmdale, continue south and turn west to cross under the community of
Acton, continue southwest and turn south to travel beneath the Angeles National Forest, including
the San Gabriel Mountains National Monument, and then enter the San Fernando Valley where it
would connect to the Burbank Airport Station.

The permanent environmental footprint areas of the Palmdale to Burbank Project Section would
include elevated track, at-grade track, tunnels, access roads, traction power distribution
infrastructure, radio communication sites, and the Burbank Airport Station. In addition, public
roadway improvements, grade separations, and railroad improvements would be built in support
of the project section. The Palmdale to Burbank Project Section would also require the
construction of one adit and one intermediate window facility to improve tunnel access and
ventilation, as most of the track alignment in the project section would utilize below-grade tunnels.
For reference, adits are intermediate tunnel access shafts intended to facilitate construction of
bored tunnels, and intermediate windows are vertical shafts connecting to an underground
construction area that comprise an elevator and gantry cranes to provide access to water, power,
ventilation, and other support during construction.

The Palmdale to Burbank Project Section alignment would begin at grade in the vicinity of Spruce
Court, crossing the current alignment of Sierra Highway just north of the East Avenue S,
continuing south and curving eastward to travel approximately 300 feet east of Una Lake. South
of Una Lake, the Palmdale to Burbank Project Section alignment would curve westward, cross
over the Metrolink Antelope Valley Line, Sierra Highway, and the Soledad Siphon, and continue
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southwest and enter a tunnel portal approximately 0.5 mile northeast of the Sierra
Highway/Pearblossom Highway intersection. The Palmdale to Burbank Project Section alignment
would then continue westward in an approximately 13-mile-long tunnel before surfacing
approximately 0.75 mile east of Agua Dulce Canyon Road. The alignment would transition
between at-grade and elevated profiles before entering an approximately 1-mile-long tunnel.
Transitioning from tunnel to at grade, the Palmdale to Burbank Project Section alignment would
converge at the Soledad Canyon Mining Operations (Vulcan Mine) site, California Mine
Identification Number 91-19-0038, which is almost entirely within the boundaries of the ANF,
including the SGMNM. From this point, the Palmdale to Burbank Project Section alignment would
enter twin-bored tunnels for approximately 13 miles, which would be constructed underneath
portions of the ANF, including the SGMNM, the city of Santa Clarita, and the Pacoima
neighborhood of Los Angeles. These tunnels would have a maximum depth of 2,080 feet. The
twin tunnels would pass through the San Gabriel Fault Zone and the Sierra Madre Fault Zone.
Upon completion of the tunnels, the Vulcan Mine site would be regraded to better reflect
surrounding topography.

The Palmdale to Burbank Project Section alignment would emerge east of the existing Antelope
Valley Metrolink Corridor near Montague Street in the Pacoima neighborhood of Los Angeles.
From Montague Street, Palmdale to Burbank Project Section alignment would continue south for
approximately 0.4 mile in a retained cut/trench, transitioning up to ground level, and passing over
the existing Hansen Spreading Grounds on embankment before crossing over the Los Angeles
County Flood Control Channel on a bridge and entering the existing Metrolink corridor near
Sheldon Street. Continuing along the east side of the Metrolink Corridor, the Palmdale to Burbank
Project Section alignment would continue southerly at grade for approximately 1.0 mile where it
would cross over Tuxford Street and under the I-5 freeway. Continuing southeast from the I-5
undercrossing, the Palmdale to Burbank Project Section alignment would transition below-grade
in an open trench to just north of Olinda Street. From just north of Olinda Street to just south of
Sunland Boulevard, the Palmdale to Burbank Project Section alignment would be below-ground
in a cut- and-cover box structure. Metrolink would remain on the surface, and the Sun Valley
Metrolink station would be reconstructed south of Olinda Street on the surface. South of Sunland
Boulevard the Palmdale to Burbank Project Section alignment would continue in a mined or bored
tunnel until reaching Lockheed Drive, the southern limit of this subsection. The Palmdale to
Burbank Project Section alignment would continue in the cut-and-cover tunnel through the
southern limit of the Burbank subsection near Winona Drive.

Although the Project is defined as the section connecting Palmdale to Burbank, the Palmdale
Station, including the track alignment north of Spruce Court in Palmdale, was fully evaluated as
part of the Bakersfield to Palmdale Project Section EIR/EIS and corresponding technical reports,
which was approved by the Authority Board in August 2021 (Authority 2021), and evaluated in the
Bakersfield to Palmdale Final General Conformity Determination, issued on July 16, 2021. While
the track alignment north of Spruce Court has been incorporated into the Palmdale to Burbank
Project Section EIR/EIS to support station-to-station analysis with logical termini for the Palmdale
to Burbank Project Section, emissions and concentration results for the Palmdale Station and the
track alignment north of Spruce Court are not included in this Final General Conformity
Determination. Similarly, the Burbank Airport Station was fully evaluated as part of the Burbank to
Los Angeles Final EIR/EIS, which was approved by the Authority Board in March 2022 (Authority
2022) and evaluated in the Burbank to Los Angeles Final General Conformity Determination,
issued on December 9, 2021. However, the Burbank Airport Station is included in the Palmdale to
Burbank EIR/EIS for context and information. As such, the Burbank Airport Station is similarly
included in this Final General Conformity Determination for context and information.
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4 AIR QUALITY CONDITIONS IN THE RESOURCE STUDY AREA
41 Meteorology and Climate

Air quality is affected by both the rate and location of pollutant emissions, and by meteorological
conditions that influence movement and dispersal of pollutants in the atmosphere. Atmospheric
conditions, such as wind speed, wind direction, and air temperature gradients, along with local
topography, provide the link between air pollutant emissions and local air quality levels.

The South Coast Air Basin covers an area of 6,745 square miles and includes all of Orange
County, Los Angeles County except for the Antelope Valley, the non-desert portion of western
San Bernardino County, and the western and Coachella Valley portions of Riverside County.

Low average wind speeds, together with a persistent temperature inversion, limit the vertical
dispersion of air pollutants throughout the South Coast Air Basin. However, strong, dry, north or
northeasterly winds, known as Santa Ana winds, occur during the fall and winter months,
dispersing air contaminants. The Santa Ana conditions tend to last for several days at a time.

The combination of stagnant wind conditions and low inversions tend to produce the highest
ground-level pollutant concentrations. On days without a temperature inversion or high wind
speeds, ambient air pollutant concentrations are typically the lowest. During periods of low-level
inversions and low wind speeds, air pollutants generated in urbanized areas are transported into
Riverside and San Bernardino Counties. In the winter, the greatest pollution problems are carbon
monoxide (CO) and nitrogen oxides (NOx) because of extremely low inversions and air
stagnation during the night and early morning hours. In the summer, the longer daylight hours
and the brighter sunshine combine to cause a reaction between hydrocarbons and NOx to form
photochemical smog.

The annual average temperature varies little throughout the South Coast Air Basin, ranging from
average highs of 80s and lows of 50s degrees Fahrenheit. With a more pronounced oceanic
influence, coastal areas show less variability in annual minimum and maximum temperatures
than inland areas. Much of the annual rainfall in the South Coast Air Basin occurs between
November and April. Summer rainfall is minimal and is generally limited to scattered
thundershowers in coastal regions and slightly heavier showers in the eastern portion of the
South Coast Air Basin and along the coastal side of the mountains. Average monthly rainfall
during that period varies from 3.80 inches in February to 0.01 inch or less between June and July,
with an annual total of 16.35 inches. Patterns in monthly and yearly rainfall totals are
unpredictable due to fluctuations in the weather.

The South Coast Air Basin intermittently experiences a temperature inversion (increasing
temperature with increasing altitude) because of the Pacific High. This inversion limits the vertical
dispersion of air contaminants, holding them relatively near the ground. As the sun warms the
ground and the lower air layer, the temperature of the lower air layer approaches the temperature
of the base of the inversion (upper) layer until the inversion layer finally breaks, allowing vertical
mixing with the lower layer. This phenomenon is observed in mid-afternoon to late afternoon on
hot summer days when the smog appears to clear up suddenly. Winter inversions frequently
break by midmorning.

4.2 Ambient Air Quality in the Resource Study Area

CARB maintains ambient air monitoring stations for criteria pollutants throughout California. Two
stations nearest to the RSA—near the central and southern Project limits—were selected to
represent conditions along the Palmdale to Burbank corridor: Santa Clarita and Reseda,
respectively. Locations for the monitoring stations are shown on Figure 4-1.

Table 4-1 summarizes the results of ambient monitoring at the two stations, where available, for
the most recent 3 years of available data (CARB 2022b; USEPA 2022b). This 3-year period is
calendar years 2019 through 2021 for the Reseda and Santa Clarita monitoring stations. A
summary of the monitoring data includes the following:

California High-Speed Rail Authority May 2024
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e Monitored data from 2019 through 2021 do not exceed either the state or federal standards
for CO.

e Ozone (O3) values for the region exceed both the state and national 8-hour O3 standards at
all stations for all 3 years. O3 values for the region also exceed the state 1-hour O3 standard
at both stations for every year from 2019 through 2021.

e The available particulate matter 10 microns in diameter or less (PM+1o) values for the region
did not exceed the national 24-hour PM1o standard. The state 24-hour PM1o standard was
exceeded at the Santa Clarita station for 2019 and 2020. PM1o concentrations were not
measured at the Reseda station from 2019 through 2021.

e The particulate matter 2.5 microns in diameter or less (PM25) values for the region exceed the
national 24-hour PM2.s standard for the Reseda station for the years 2020 and 2021. The
Santa Clarita station exceeded the national 24-hour PM2s standard in 2020.

e Sulfur dioxide (SO2) values were not measured at either of the two stations from 2019 through
2021.

e The national 1-hour nitrogen dioxide (NO2) standard was not exceeded at either of the two
stations between 2019 and 2021.

4.3 Resource Study Area Emissions

CARB maintains an annual emission inventory for select counties and air basins in the state. The
inventory for the South Coast Air Basin consists of data submitted to CARB by the SCAQMD plus
estimates for certain source categories, which are provided by CARB staff. Table 4-2 summarizes
the 2022 inventory data for the South Coast Air Basin. Note that Table 4-2 shows tons per day,
whereas the emissions estimates for the Project are shown in tons per year.

In the South Coast Air Basin, mobile-source emissions account for more than 90 and 75 percent
of the South Coast Air Basin's CO and NOx emissions, respectively. Mobile-source emissions
also account for more than 40 percent of the South Coast Air Basin’s reactive organic gas (ROG)
emissions. Area-source emissions account for approximately 80 percent of the South Coast Air
Basin’s particulate matter (PM), and stationary sources account for more than 70 and 60 percent,
respectively, of the South Coast Air Basin’s total organic gases (TOG) and sulfur oxides (SOx)
emissions.

4.4 Resource Study Area Designations

Under the federal criteria, the South Coast Air Basin is currently designated as nonattainment for
the federal 8-hour O3, PM2s, and lead standards; unclassified for the federal NO2 and SO2
standards; attainment/maintenance for the federal PM1o and CO standards; and
attainment/unclassified for all other standards. The South Coast Air Basin is considered
nonattainment for the state 1-hour Os, 8-hour Os, PM25, and PM1o standards; small portions of the
South Coast Air Basin are classified as nonattainment for the state NO2 standard; the South
Coast Air Basin is in attainment for the state CO, SO2, and lead standards; and the South Coast
Air Basin is in attainment/unclassified for all other state standards.
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Table 4-1 Ambient Criteria Pollutant Concentrations at Air Quality Monitoring Stations along the Palmdale to Burbank Project Section

Air Pollutant | Standard/Exceedance

s | o | aw | e | om | |
NM NM NM NM NM NM

Carbon Year Coverage
(I\g%)o xide Max. 1-hour Concentration (ppm) 26 2 26 1.2 1.2 1.0
Max. 8-hour Concentration (ppm) 1.8 1.7 1.9 1.0 0.8 0.7
Number of Days>Federal 1-hour Standard of >35 ppm 0 0 0 0 0 0
Number of Days>Federal 8-hour Standard of >9 ppm 0 0 0 0 0 0
Number of Days>California 8-hour Standard of >9. ppm 0 0 0 0 0 0
Ozone (O3) Year Coverage' 94% 92% 97% 93% 92% 99%
Max. 1-hour Concentration (ppm) 0.122 0.142 0.110 0.128 0.148 0.125
Max. 8-hour Concentration (ppm) 0.094 0.115 0.083 0.106 0.122 0.103
Number of Days>Federal 8-hour Standard of >0.075 ppm 20 45 16 42 57 47
Number of Days>California 1-hour Standard of >0.09 ppm 14 33 4 34 44 30
Number of Days>California 8-hour Standard of >0.07 ppm 37 65 33 57 75 63
Nitrogen Year Coverage 98% 97% 99% 93% 97% 98%
Dioxide (NO2) |"1-x 1-hour Concentration (ppm) 64.4 49.9 54.2 46.3 46.3 56.9
Annual Average (ppm) 10 10 10 9 9 9
Number of Days>Federal 1-hour Standard of >100 ppm 0 0 0 0 0 0
Sulfur Dioxide | Year Coverage NM NM NM NM NM NM
(SC2) Max. 24-hour Concentration (ppm) NM NM NM NM NM NM
Annual Average (ppm) NM NM NM NM NM NM
Number of Days>California 24-hour Standard of >0.04 ppm NM NM NM NM NM NM
May 2024 California High-Speed Rail Authority
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Air Pollutant | Standard/Exceedance

s | o | aw | e | am | |
NM NM NM 98 57 97

Respirable Year Coverage
Particulate
- i 3)2
Matter (PMr) Max. 24-hour Concentration (ug/md) NM NM NM 62.9 67.8 471
Number of Days>Federal 24-hour Standard of >150 pg/m? NM NM NM 0 0 0
Number of Days>California 24-hour Standard of >50 pg/m3 NM NM NM 1 1 0
Annual Average? (ug/m3) NM NM NM 18.9 215 20.3
Fine Year Coverage 99 98 99 NM NM NM
Particulate .
Matter (PMzs) Max. 24-hour Concentration (ug/m?) 30.0 73.8 55.5 29.0 43.3 30.1
State Annual Average (g/m?) 11.9 11.0 11.6 NM NM NM
Number of Days>Federal 24-hour Standard of >35 jug/m? 0 3 3 NM NM NM
Annual Average? (ug/m3) 9.1 11.0 10.0 NM NM NM
Sources: CARB 2022a, 2022b, USEPA 2022b
" Coverage is for the 8-hour standard.
2Coverage is for the national standard> = greater than
Hg/m3= micrograms per cubic meter
CARB = California Air Resources Board
Max. = maximum
NM = not monitored
PM25 = particulate matter 2.5 microns or less in diameter
PM1 = particulate matter 10 microns or less in diameter
ppm = parts per million
California High-Speed Rail Authority May 2024
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Table 4-2 Estimated 2022 Annual Average Emissions for the South Coast Air Basin
(tons/day)

Source Category o] ROG co NOx | SOx [ PM | PMy | PMzs
Stationary Sources

Fuel Combustion 20.48 5.36 7861 | 3322 | 617 | 531 | 536 | 5.27
Waste Disposal 715.06 | 1516 | 0673 | 174 | 047 | 0.37 | 026 | 0.24
Cleaning and Surface Coatings 9499 | 3710 | 0.046 | 0.05 | 0.07 | 164 | 158 | 1.52
Petroleum Production and Marketing 66.65 | 19.22 3.07 | 0862 | 1.80 | 1.91 | 1.28 | 0.91

Total Industrial Processes 11.64 | 10.69 0.72 082 | 063 | 1753 | 10.05 | 5.08
Total Stationary Sources 908.82 | 87.52 | 8312 | 36.69 | 9.14 | 26.75 | 18.53 | 13.02

Stationary Sources Percentage of Total | 71.7% | 23.5% | 5.1% | 13.6% | 64.4% | 9.5% | 11.2% | 22.0%
Area-wide Sources

Solvent Evaporation 152.70 | 123.49 - - - 0.03 | 0.02 | 0.02
Miscellaneous Processes 36.69 1180 | 5524 | 21.10 | 0.38 [226.31|119.43| 32.29
Total Area-wide Sources 189.37 | 135.29 | 55.24 | 2110 | 0.38 |226.33(119.45| 32.32

Area-wide Sources Percentage of Total | 14.9% | 36.3% | 3.4% | 7.8% | 27% |80.4% | 72.1% | 54.5%
Mobile Sources

On-Road Motor Vehicles 69.88 | 59.33 | 534.30 | 110.68 | 1.53 |23.30 | 22.85 | 9.85
Other Mobile Sources 99.51 | 91.04 | 94223 | 101.78 | 3.14 | 5.08 | 485 | 4.12
Total Mobile Sources 169.39 | 150.37 |1,476.53| 212.46 | 4.67 | 28.38 | 27.70 | 13.98
Mobile Sources Percentage of Total 13.4% | 40.3% | 91.4% | 78.6% | 32.9% | 10.1% | 16.7% | 23.6%
Grand Total 1,267.60 | 373.17 |1,614.88 | 270.25 | 14.19 |281.46 | 165.67 | 59.31

Source: California Air Resources Board, 2019
Rounded to the nearest percentage; category percentages do not sum to 100 percent due to rounding.
- = not applicable or data not available

CO = carbon monoxide ROG = reactive organic gas

NOx = nitrogen oxides SCAQMD = South Coast Air Quality Management District
PM = particulate matter SOx = sulfur oxides

PMo = particulate matter smaller than or equal to 10 microns in diameter TOG = total organic gas

PMg5 = particulate matter smaller than or equal to 2.5 microns in diameter
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5 RELATIONSHIP TO NEPA

The Palmdale to Burbank Project Section EIR/EIS identifies potential environmental impacts of
the Project, both adverse and beneficial, identifies appropriate measures to mitigate adverse
impacts, and identifies the agencies’ preferred alternative. The EIR/EIS was prepared to comply
with both NEPA and CEQA.

The General Conformity regulations establish certain procedural requirements that must be
followed when preparing a General Conformity evaluation and are similar but not identical to
those for conducting an air quality impact analysis under NEPA regulations. NEPA requires that
the air quality impacts of the Project’s implementation be analyzed and disclosed. For purposes
of NEPA, the air quality impacts of the Project were determined by identifying the Project’s
associated incremental emissions and air pollutant concentrations and comparing them,
respectively, to emissions thresholds and state and national ambient air quality standards. The air
quality impacts of the Project under future Build conditions were also compared in the EIR/EIS to
the future No Build conditions for NEPA purposes (they were also compared to existing
conditions). The General Conformity Determination process and general findings are discussed in
Sections 3.3.2.1, Federal Laws, Regulations, and Orders, 3.3.4.3, Methods for NEPA and CEQA
Impact Analysis, 3.3.6.3, Build Alternatives, 3.3.7, Mitigation Measures, and 3.3.8, NEPA Impacts
Summary, of the EIR/EIS.

To appropriately identify and offset, where necessary, the emissions resulting from the Project,
FRA is issuing this Final General Conformity Determination. On May 3, 2024, the Authority has
entered into an agreement with the SCAQMD to offset, as necessary, any criteria air pollutant
emissions2 exceedances resulting from the Project as described in Section 12.2, Compliance
with Conformity Requirements, which will be executed prior to the start of construction.

2 As shown in Table 10-1, the Project will result in two exceedances of the de minimis levels for CO within the South
Coast Air Basin, which has been redesignated as attainment for CO. However, based on localized CO hot-spot analysis,
described in this Final General Conformity Determination, the Project will not result in CO emissions that would cause a
violation of the NAAQS for CO, and therefore, the Project conforms to the SIP.
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6 AVOIDANCE AND MITIGATION MEASURES TO REDUCE EMISSIONS
TO BE INCORPORATED IN THE PROJECT

To reduce impacts on the environment and as required by NEPA and CEQA, the construction of
the Project will include IAMFs and mitigation measures that will be implemented as part of the
Project to minimize, avoid, and mitigate air quality impacts. These IAMFs and mitigation
measures will be required components of the Project. They will be included in the Mitigation
Monitoring and Enforcement Program, which will be issued concurrently with the Authority’s
Record of Decision and will be enforceable commitments undertaken by the Authority.
Construction of the Project is anticipated to take place through a design/build contract. The
Authority will include all the IAMFs and required mitigation measures into the construction
contract, which will create binding and enforceable commitments to implement these design
features and MMs.

The Authority will be responsible for implementing and overseeing a mitigation monitoring
program to ensure that the contractor meets all air quality design features and mitigation
measures.

e AQ-IAMF#1: Fugitive Dust Emissions — During construction, the contractor shall employ
the following measures to minimize and control fugitive dust emissions. The contractor shall
prepare a fugitive dust control plan for each distinct construction segment. At a minimum, the
plan shall describe how each measure would be employed and identify an individual
responsible for ensuring implementation. At a minimum, the plan shall address the following
components unless alternative measures are approved by the applicable air quality
management district. Before finalizing the plan, the Contractor shall provide a draft of the plan
to Los Angeles Unified School District, Acton-Agua Dulce Unified School District, and any
other potentially affected public school districts upon their request, for their review and
comment.

— Cover all vehicle loads transported on public roads to limit visible dust emissions and
maintain at least 6 inches of freeboard space from the top of the container or truck bed.

— Clean all trucks and equipment before exiting the construction site using an appropriate
cleaning station that does not allow runoff to leave the site or mud to be carried on tires
off the site.

— Water exposed surfaces and unpaved roads at a minimum three times daily with
adequate volume to result in wetting of the top 1 inch of soil but avoiding overland flow.
Rain events may result in adequate wetting of top 1 inch of soil thereby alleviating the
need to manually apply water.

— Limit vehicle travel speed on unpaved roads to 15 miles per hour.

— Suspend any dust-generating activities when instantaneous wind speed exceeds 25
miles per hour.

— Stabilize all disturbed areas, including storage piles that are not being used on a daily
basis for construction purposes, by using water, a chemical stabilizer/suppressant, hydro
mulch or by covering with a tarp or other suitable cover or vegetative ground cover to
control fugitive dust emissions effectively. In areas adjacent to organic farms, the
Authority will use non-chemical means of dust suppression.

— Stabilize all on-site unpaved roads and off-site unpaved access roads, using water or a
chemical stabilizer/suppressant, to effectively control fugitive dust emissions. In areas
adjacent to organic farms, the Authority will use non-chemical means of dust
suppression.

— Carry out watering or presoaking for all land clearing, grubbing, scraping, excavation,
land leveling, grading, cut-and-fill, and demolition activities.

California High-Speed Rail Authority May 2024
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— For buildings up to 6 stories in height, wet all exterior surfaces of buildings during
demolition.

— Limit or expeditiously remove the accumulation of mud or dirt from adjacent public streets
at a minimum of once daily, using a vacuum-type sweeper.

— After the addition of materials to or the removal of materials from surface or outdoor
storage piles, apply sufficient water or a chemical stabilizer/suppressant.

— Before finalizing the plan, the Contractor shall provide a draft of the plan to Los Angeles
Unified School District, Acton-Agua Dulce Unified School District, and any other
potentially affected public school districts on their request, for their review and comment.

e AQ-IAMF#2: Selection of Coatings — During construction, the contractor shall use:

— Low-volatile organic compound (VOC) paint that contains less than 10 percent of VOC
contents (VOC, 10%).

— Super-compliant or Clean Air paint that has a lower VOC content than that required by
SCAQMD Rule 1113 and Antelope Valley Air Quality Management District (AVAQMD)
Rule 1113 when available. If not available, the contractor shall document the lack of
availability, recommend alternative measure(s) to comply with SCAQMD Rule 1113 and
AVAQMD Rule 1113, or disclose absence of measure(s) for full compliance and obtain
concurrence from the Authority.

e AQ-IAMF#3: Renewable Diesel — During construction, the contractor will use renewable
diesel fuel to minimize and control exhaust emissions from all heavy-duty diesel-fueled
construction diesel equipment and on-road diesel trucks. Renewable diesel must meet the
most recent American Society for Testing and Materials D975 specification for Ultra Low
Sulfur Diesel and have a carbon intensity no greater than 50 percent of diesel with the lowest
carbon intensity among petroleum fuels sold in California. The contractor will provide the
Authority with monthly and annual reports, through the Environmental Mitigation Management
and Assessment system, of renewable diesel purchase records and equipment and vehicle
fuel consumption. Exemptions to use traditional diesel can be made where renewable diesel
is not available from suppliers within 200 miles of the Project site. The construction contract
must identify the quantity of traditional diesel purchased and fully document the availability
and price of renewable diesel to meet Project demand.

e AQ-IAMF#4: Reduce Criteria Exhaust Emissions from Construction Equipment — Prior
to issuance of construction contracts, the Authority will incorporate the following construction
equipment exhaust emissions requirements into the contract specifications:

— All heavy-duty off-road construction diesel equipment used during the construction phase
will meet Tier 4 Final engine requirements.

— Small diesel generators (less than 30 horsepower) should be avoided whenever feasible.

— A copy of each unit's certified tier specification and any required CARB or air pollution
control district operating permit will be made available to the Authority at the time of
mobilization of each piece of equipment.

— The contractor will keep a written record (supported by equipment-hour meters where
available) of equipment usage during Project construction for each piece of equipment.

— The contractor will provide the Authority with monthly reports of equipment operating
hours (through the Environmental Mitigation Management and Application system) and
annual reports documenting compliance.

e AQ-IAMF#5: Reduce Criteria Exhaust Emissions from On-Road Construction
Equipment — Prior to issuance of construction contracts, the Authority will incorporate the
following material-hauling truck fleet mix requirements into the contract specifications:

May 2024 California High-Speed Rail Authority
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— All on-road trucks used to haul construction materials, including fill, ballast, rail ties, and
steel, will consist of an average fleet mix of equipment model year 2020 or newer, but no
less than the average fleet mix for the current calendar year as set forth in the CARB’s
EMFAC 2017 database.3

— The contractor will provide documentation to the Authority of efforts to secure such a fleet
mix.

— The contractor will keep a written record of equipment usage during Project construction
for each piece of equipment and provide the Authority with monthly reports of vehicle
miles traveled (through Environmental Mitigation Management and Application) and
annual reports documenting compliance.

¢ AQ-IAMF#6: Reduce the Potential Impact of Concrete Batch Plants — Prior to
construction of any concrete batch plant, the contractor will provide the Authority with a
technical memorandum documenting consistency with the Authority’s concrete batch plant
siting criteria and utilization of typical control measures. Concrete batch plants will be sited at
least 1,000 feet from sensitive receptors, including places such as daycare centers, hospitals,
senior care facilities, residences, parks, and other areas where people may congregate. The
concrete batch plant will implement typical control measures to reduce fugitive dust such as
water sprays, enclosures, hoods, curtains, shrouds, movable and telescoping chutes, central
dust collection systems, and other suitable technology, to reduce emissions to be equivalent
to the USEPA AP-42 (USEPA 2006) controlled emission factors for concrete batch plants.
The contractor will provide to the Authority documentation that each batch plant meets this
standard during operation.

AQ-MMi#1: Offset Project Construction Emissions through SCAQMD Emission Offset
Programs

The Project’s construction emissions that cannot be reduced by IAMFs and any other mitigation
measures will, to the extent feasible be offset through a SCAQMD rule or contractual agreement
by funding equivalent emissions reductions that achieve reductions in the same years as
construction emissions occur, thus offsetting Project-related air quality impacts in real time. The
Project will implement measures and best practices to minimize emissions from Project
construction. After implementation of these measures, emission levels that still exceed thresholds
will be offset to the extent necessary to satisfy General Conformity de minimis levels, and to meet
CEQA thresholds to the extent feasible. The Authority’s Sustainability Policy has a goal to
achieve net zero emissions from construction. As the Project advances towards construction, the
Authority will work with SCAQMD to assess the estimated emissions, availability of offsets, and
cost for achieving the Authority’s Sustainability Policy goal to the extent possible.

As part of these offset programs, a copy of each unit’s certified tier or model year specification
shall be available upon request at the time of mobilization of each applicable equipment unit.
Furthermore, the Authority will require periodic reporting and provision of written construction
documents by construction contractor(s) to ensure compliance and conduct regular inspections to
the maximum extent feasible to ensure compliance with applicable Authority IAMFs and
mitigation measures.

AQ-MM#3: Construction Emissions Reduction — Requirements for use of Zero Emission
(ZE) and/or Near Zero Emission (NZE) Vehicles and Off-Road Equipment

This mitigation measure would reduce the impact of construction emissions from Project-related
on-road vehicles and off-road equipment. All remaining emissions after implementation of this

3 For the purposes of the Palmdale to Burbank EIR/EIS and this General Conformity Determination, the Authority has
revised AQ-IAMF#5 to commit to a fleet mix of equipment model year 2020 or newer. This commitment is quantified in the
emissions calculations for the construction-phase hauling needs (specifically spoils hauling from tunneling activities). To
maintain a conservative estimate of impacts, the emissions calculations for other project construction-phase hauling
needs have not taken systematically taken credit for application of this measure.

California High-Speed Rail Authority May 2024

General Conformity Determination Page | 6-3



Avoidancg and Mitigation Measures to Reduce Emissions to be Incorporated Q P e ministration
in the Project

measure will be offset, to the extent feasible, with emission credits required under AQ-MM#1 and
AQ-MM#2.

The Authority and all Project construction contractors will require that a minimum of 25 percent,
with a goal of 100 percent, of all light-duty on-road vehicles (e.g., passenger cars, light-duty
trucks) associated with the Project (e.g., on-site vehicles, contractor vehicles) use ZE or NZE
technology.

The Authority and all Project construction contractors shall have the goal that a minimum of 25
percent of all heavy-duty on-road vehicles (e.g., for hauling, material delivery and sail
import/export) associated with the Project use ZE or NZE technology.

The Authority and all Project construction contractors will have the goal that a minimum of 10
percent of off-road construction equipment use ZE or NZE technology.

If local or state regulations mandate a faster transition to using ZE and/or NZE vehicles at the
time of construction, the more stringent regulations will be applied. For example, Executive Order
N-79-20, issued by California Governor Newsom on September 23, 2020, currently states the
following:

Light-duty and passenger car sales will be 100 percent zero emission vehicles (ZEV) by 2035
Full transition to ZEV short-haul/drayage trucks by 2035

Full transition to ZEV heavy-duty long-haul trucks, where feasible, by 2045

Full transition to ZE off-road equipment by 2035, where feasible.

The Project will have a goal of surpassing the requirements of these or other future regulations as
a mitigation measure.
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7 REGULATORY PROCEDURES

The General Conformity regulations establish certain procedural requirements that must be
followed when preparing a General Conformity evaluation. This section addresses the major
applicable procedural issues and specifies how these requirements are met for the evaluation of
the Project. The procedures required for the General Conformity evaluation are similar but not
identical to those for conducting an air quality impact analysis pursuant to NEPA regulations. The
Draft General Conformity Determination was released on April 2, 2024 for a 30-day public and
agency review pursuant to 40 C.F.R. Section 93.156, and this Final General Conformity
Determination is being released in advance of the record of decision for the Project.

The Authority identified the appropriate emission estimation techniques and planning
assumptions in close consultation with the state entities charged with regulating air pollution in
the South Coast Air Basin.

7.1  Use of Latest Planning Assumptions

The General Conformity regulations require the use of the latest planning assumptions for the
area encompassing the Project, derived from the estimates of population, employment, travel,
and congestion most recently approved by the area’s metropolitan planning organization (40
C.F.R. §93.159(a)).

The traffic data used in the air quality analysis (see EIR/EIS, Section 3.2) are consistent with the
most recent estimates made by the metropolitan planning organizations for traffic volume growth
rates, including forecast changes in vehicle miles traveled and vehicle hours traveled. The
Authority developed these estimates based on the metropolitan planning organizations’ traffic
assignment models using the baseline and future population, employment, and travel and
congestion information available at the time the analysis was prepared. These assumptions are
consistent with those in the current conformity determinations for the region’s Transportation Plan
and Transportation Improvement Plan.

7.2 Use of Latest Emission Estimation Techniques

The General Conformity regulations require the use of the latest and most accurate emission
estimation techniques available unless such techniques are inappropriate (40 C.F.R. §
93.159(b)). Operational phase vehicular emission factors were estimated by using the CARB
emission factor program, EMission FACtors 2017 (EMFAC2017), the latest approved version of
the model at the time of analysis. The USEPA established a 2-year grace period before
EMFAC2021 is required for all new regional emissions analyses. The grace period for regional
emissions analyses began on November 15, 2022, and ends on November 15, 2024. Parameters
were set in EMFAC2017 for each individual county to reflect conditions within each county, and
statewide parameters were used to reflect statewide conditions. The EMFAC2017 vehicle
emission factors also incorporated adjustment factors, as per CARB guidance, to account for
impacts from the National Highway Traffic Safety Administration and USEPA’s Safer Affordable
Fuel-Efficient Vehicles Rule. Operational phase aircraft emissions were estimated using the
Federal Aviation Administration’s Aviation Environmental Design Tool. In addition, electrical
demands caused by propulsion of the trains, and of the trains at terminal stations and in storage
depots and maintenance facilities, were estimated using average emission factors for each
kilowatt-hour required from CARB statewide emission inventories of electrical and cogeneration
facilities data along with USEPA eGRID2018 (released January 28, 2020) electrical generation
data. The energy estimates used for the propulsion of the HSR system include the use of
regenerative braking power.

Emissions from regional building demolition and construction of the HSR tunnels, Burbank Airport
Station, roadway and rail bridges, and elevated, retained fill, and at-grade rail segments were
calculated using emission factors from the California Emissions Estimator Model (CalEEMod),
version 2016.3.2, the latest approved version of the model at the time of analysis. CalEEMod
uses emission factors from OFFROAD2011 (CAPCOA 2017) For emission rates not available in
OFFROAD2011, rates from OFFROAD2007 were conservatively applied. The use of emission

California High-Speed Rail Authority May 2024

General Conformity Determination Page | 7-5




Avoidancg and Mitigation Measures to Reduce Emissions to be Incorporated Q P e ministration
in the Project

rates from the OFFROAD models reflects the recommendation of CARB to capture the latest off-
road construction assumptions. OFFROAD2011 default load factors (the ratio of average
equipment horsepower used to maximum equipment horsepower) and useful life parameters
were used for emission estimates. Mobile-source emission burdens from worker vehicle trips and
truck trips were calculated using vehicle miles traveled estimates and appropriate emission
factors from EMFAC2017. Fugitive dust emissions from dirt and aggregate handling were
calculated in CalEEMod, which uses emission factors derived from equations from the USEPA’s
AP-42 (USEPA 2006).

Construction exhaust emissions from equipment, fugitive dust emissions from earthmoving
activities, and emissions from worker vehicle trips, deliveries, and materials hauling were
calculated and compiled in a spreadsheet tool specific to the HSR Preferred Alternative for each
year of construction. Project-specific data, including construction equipment lists and the
construction schedule, were used for construction associated with the HSR Build Alternative.
Construction exhaust emissions were modeled using Tier 4 Final emission rates (AQ-IAMF#4)
from CalEEMod. Fugitive dust reductions from earthmoving best management practices were
applied in CalEEMod (AQ-IAMF#1).4 PM exhaust and greenhouse gas emission reductions (30
percent and 99.1 percent, respectively) would occur from use of renewable diesel (AQ-IAMF#3)
in all off-road diesel-powered engines (not applied in CalEEMod, instead applied by manual
calculations in the Tables) (Authority 2018).

Mobile-source emission burdens from worker trips and truck trips were calculated using vehicle
miles traveled estimates and appropriate emission factors from EMFAC2017. Model year 2020 or
newer on-road engines in heavy-duty, diesel-powered truck emissions (AQ-IAMF#5) were
modeled using emission rates derived from CalEEMod.

7.3  Major Construction-Phase Activities

Project-specific data, including construction equipment lists and the construction schedule, were
used for construction associated with the alignment/guideway. Calculations were performed for
each year of construction.

Major activities were grouped into the following categories (described in more detail in Section 9
of this report):

Mobilization

Site Preparation/Access Roads
Demolition

Earthmoving

Tunneling

Roadway Segment Construction
Grade Separation Construction
Cut-and-Cover

Train Station Construction

Retaining Wall Construction

Viaduct Construction

Preferred Alternative Alignment Construction
Burbank Airport Station Construction
Demobilization

These major construction activities are used in the construction emission estimates. Construction
exhaust emissions were modeled using Tier 4 Final construction equipment emission rates (AQ-
IAMF#4) from CalEEMod. Fugitive dust reductions from earthmoving best management practices
were applied in CalEEMod (AQ-IAMF#1). PM exhaust and greenhouse gas emission reductions
(30 percent and 99.1 percent, respectively) would occur from use of renewable diesel (AQ-

4 The IAMF requires watering on all unpaved surfaces, which would achieve additional reductions (up to 61 percent).
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IAMF#3) in all off-road diesel-powered engines (not applied in CalEEMod, instead applied by
manual calculations in the Tables). Mobile-source emission burdens from worker trips and truck
trips were calculated using vehicle miles traveled estimates and appropriate emission factors
from EMFAC2017. Model year 2020 or newer on-road engines in heavy-duty, diesel-powered
truck emissions (AQ-IAMF#5) were modeled using emission rates derived from the CalEEMod.
Section 10 provides details of the construction emission calculations.

7.4 Emission Scenarios

The General Conformity regulations require that the evaluation reflect certain emission scenarios
(40 C.F.R. §93.159(d)). Specifically, these scenarios generally include the evaluation of the direct
and indirect emissions from a Project for the following years: (1) for nonattainment areas, the
attainment year specified in the SIP or, if the SIP does not specify an attainment year, the latest
attainment year possible under the CAA, and for maintenance areas, the farthest year for which
emissions are Projected in the approved maintenance plan; (2) the year during which the total of
direct and indirect emissions for the federal action are Projected to be the greatest on an annual
basis; and (3) any year for which the applicable SIP specifies an emissions budget. Both the
operational and construction phases of the action must be analyzed, and the following applies to
the Project.

o Emissions generated during the operational phase of the HSR would meet the emission
requirements for the years associated with Items 1 and 3, because the emissions generated
during the operational phase of the Project would be less than those emitted in the No Build
scenario. In addition, microscale analyses conducted for the EIR/EIS demonstrate that the
operational phase of the HSR would not cause or exacerbate a violation of the NAAQS for all
applicable pollutants.

¢ Emissions generated during HSR’s construction phase, which would include the year with the
greatest amount of total direct and indirect emissions, may be subject to General Conformity
regulations because regional emissions would increase and, as such, have the potential to
cause or exacerbate an exceedance of a NAAQS. Therefore, analyses were conducted to
estimate the amounts of emissions that would be generated during the construction phase
(for comparison with the General Conformity applicability rates) and the potential impacts of
these emissions on local air quality levels. Emissions generated at the construction sites
(e.g., tailpipe emissions from the on-site heavy-duty diesel equipment and fugitive dust
emissions generated by vehicles traveling within the construction sites) and on the area’s
roadways by vehicles traveling to and from these sites (by vehicles transporting materials and
the workers traveling to and from work) were considered.

e Air quality dispersion modeling would be required for this conformity analysis to estimate the
Project’s localized impacts on PM2.s and CO concentrations if the annual emissions of the
pollutants generated during construction were to exceed the General Conformity de minimis
levels.

Annual emissions were estimated for each year of the Project’s construction period. These
emissions, which are the maximum values for the Project, are described in more detail in
Section 10 of this report.
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8 APPLICABILITY ANALYSIS

The first step in a General Conformity evaluation is an analysis of whether the requirements apply
to a proposed federal action in a nonattainment or a maintenance area. Unless exempted by the
regulations or otherwise presumed to conform, a federal (non-Transportation) action requires a
General Conformity Determination for each pollutant where the total of direct and indirect
emissions caused by the federal action would equal or exceed an annual de minimis emission
rate.

8.1  Attainment Status of Project Area

The USEPA and the CARB designate each county (or portions of counties) within California as
attainment, maintenance, or nonattainment based on the area's ability to meet ambient air quality
standards. Regions are designated as attainment for a criteria pollutant when the concentration of
that pollutant is below the ambient air standard. If a criteria pollutant concentration is above the
ambient air standard, the area is in nonattainment for that pollutant. Areas previously designated
as nonattainment that subsequently demonstrated compliance with the ambient air quality
standards are designated as maintenance areas. While the Project would occur within the South
Coast Air Basin, San Joaquin Valley Air Basin, and the Mojave Desert Air Basin, the RSA for the
General Conformity Report includes only the South Coast Air Basin as construction-phase
emissions (without mitigation) will only exceed the de minimis levels for applicable criteria
pollutants within the South Coast Air Basin for the HSR Preferred Alternative, the proposed
Project. Table 8-1 summarizes the federal (under NAAQS) and state (under California Ambient
Air Quality Standards) attainment status for the South Coast Air Basin.

Table 8--1 Federal and State Attainment Status of the South Coast Air Basin

M Federal Classification State Classification

O3 1-hour N/A Nonattainment
O3 8-hour (ROG and NOx) | Extreme Nonattainment Nonattainment
PM2s Serious Nonattainment Nonattainment
PMio Attainment/Maintenance Nonattainment
CcOo Attainment/Maintenance Attainment
NO2 Attainment/Maintenance Attainment/Portion Nonattainment
SO Attainment/Unclassified Attainment/Unclassified
Lead Nonattainment Attainment
All Others Attainment/Unclassified Attainment/Unclassified
Source: California Air Resources Board, 2023
CO = carbon monoxide 03 = 0zone
N/A = not available PMgz5 = particulate matter 2.5 microns or less in diameter
NO: = nitrogen dioxide PMyo = particulate matter 10 microns or less in diameter
NOx = nitrogen oxides SO2 = sulfur dioxide

ROG = Reactive Organic Compounds
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9 CONSTRUCTION ACTIVITIES CONSIDERED

As shown in Section 3.3.6.3 of the EIR/EIS, the results of the regional analyses conducted for the
Project demonstrate that emissions generated during the operational phase would be less than
those emitted in the No Build and existing conditions scenarios, and the microscale analyses
demonstrate that the Project would not cause, contribute to, or exacerbate a violation of the
NAAQS for any of the applicable criteria pollutants. As such, no further analysis of the operational
period emissions is necessary for this General Conformity Determination. Section 10 focuses on
the emissions generated from the construction period emissions for the Project.

The analysis conducted for the Palmdale to Burbank Project Section EIR/EIS to estimate
potential air quality impacts caused by on-site (e.g., demolition activities, construction equipment
operations, and truck movements) and off-site (e.g., motor vehicle traffic effects due to truck trips
and worker commuting) construction-phase activities included:

e Estimation of emissions generated by the construction activities (e.g., demolition, tunneling,
concrete and steel construction), including fugitive dust emissions and emissions released
from diesel-powered equipment and trucks based on the hours of operation of each piece of
equipment;

o Identification of heavily traveled truck routes to estimate the cumulative effects of on-site
construction activity emissions and off-site traffic emissions;

e An on-site dispersion modeling analysis of the major construction areas;

¢ An off-site dispersion modeling analysis of the roadway intersections/interchanges adjacent
to the construction areas using traffic data that include construction-related vehicles and
background traffic; and

e A comparison of the on-site and off-site modeling results to the applicable NAAQS for the
applicable pollutants

Emission rates for these activities were estimated based on the following:

The number of hours per day and duration of each construction activity;

The number and type of construction equipment to be used;

Horsepower, load factors, and utilization rates (hours per day) for each piece of equipment;
The quantities of construction/demolition material produced and removed from each site; and
The number of truck trips needed to remove construction/demolition material, and to bring the
supply materials and construction-phase water needs to each site.

The following discusses of the major activities considered, the timing of these activities, and the
procedures used to estimate emission rates.

A full description of construction analysis methodology for the Project can be found in Section
6.11 of the Palmdale to Burbank Project Section: Air Quality and Global Climate Change
Technical Report (Authority 2019). In addition, the equipment counts, horsepower, hours of
operation, and load factors used the analysis are included in Appendix D of the Palmdale to
Burbank Project Section: Air Quality and Global Climate Change Technical Report (Authority
2019).

Construction activities associated with the Project would result in criteria pollutant emissions, and
are quantified and analyzed in Section 3.3.6.3 of the Palmdale to Burbank Project Section
EIR/EIS. The analysis assumed that Project construction would take place from 2020 to 2028;
however, the tunneling phase of construction was anticipated to start in April 2020 and last
approximately 10 years. Although the construction schedule has been updated, the analysis is
still valid as the equipment quantities and annual emission rates would remain unchanged.

9.1 Mobilization

For the purposes of this air quality analysis, mobilization of construction equipment and materials
using on-road deliveries were estimated to start in January 2020 and last 1 year. Emissions
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generated during the mobilization phase include exhaust and fugitive dust emissions from on-
road deliveries. Emissions were calculated using CalEEMod and EMFAC2017 emission factors
using the Project-specific equipment list.

9.2 Site Preparation/Access Roads

Site preparation and access road activities would include land clearing and grubbing along the
haul routes and other access roads. For the purposes of this analysis, such activities were
estimated to start in April 2020 and last 5 years. Site preparation emissions were calculated using
CalEEMod and EMFAC2017 emission factors using the Project-specific equipment list. Exhaust
emissions and fugitive dust emissions were estimated for off-road construction equipment, as well
as on-road worker trips, deliveries, hauling for construction-phase water needs, construction-
phase hauling needs, and grading activities.

9.3 Demolition

Demolition of existing structures and track infrastructure along the HSR alignment and HSR
stations was estimated to start in January 2021 and last 3 years for the purposes of this air quality
analysis. Demolition emissions were calculated using CalEEMod and EMFAC2017 emission
factors using the Project-specific equipment list. In addition to the fugitive dust emissions resulting
from the destruction of existing buildings, fugitive dust and exhaust emissions were estimated for
worker trips, construction equipment operation, and truck-hauling trips.

9.4 Earthmoving

Earthmoving activities include grading, trenching, spoils hauling, and cut/fill activities for the
alignment construction. For purposes of this air quality analysis, earthmoving would take place
from August 2020 and last 6 years. The emissions associated with the earthmoving activities
were estimated using CalEEMod and EMFAC2017 emission factors using the Project-specific
equipment list. Exhaust emissions and fugitive dust emissions were estimated for off-road
construction equipment, as well as on-road worker trips, hauling for construction- phase water
needs?, construction-phase hauling needs, and grading activities.

9.5 Tunneling

Tunneling activities include excavation, cut/fill activities, and concrete installation for the below-
grade tunneled portions of the HSR alignment. Tunnel boring equipment would be used to cut
through the ground, progressively installing concrete linings to support the tunnel. The excavated
material would be transported through the machine to the surface for removal by trucks. For the
purposes of this air quality analysis, the tunneling activities would start in April 2020 and last
approximately 10 years. Exhaust emissions and fugitive dust emissions were estimated for off-
road construction equipment, as well as on-road worker trips, hauling for construction-phase
water needs®, construction-phase hauling needs’, and grading activities. Emissions were
calculated for tunneling activities using CalEEMod and EMFAC2017 emission factors using the
Project-specific equipment list.

5 Construction-phase water needs include water anticipated to be needed for tunnel construction methods. Additionally,
in this document, construction phase water needs include contingency mitigation needs described in footnote 7.

6 The emissions calculation includes supplemental hauling for construction-phase water needs in the event that mitigation
is needed for disruption of surface water resources in the Angeles National Forest. The EIR/EIS anticipates that it is
unlikely that this mitigation will be needed.

7 Spoils hauling trip estimates assume that most trips will be to standard waste facilities. Allowances for specialized,
longer truck trips to distant hazardous waste disposal facilities are included as the project section will be tunneling through
multiple listed sites including one federally-designated Superfund site. Exact quantities of hazardous soils cannot be
determined at this time as some sites are classified and other sites are in active remediation. Given ongoing remediation,
data indicates a progressive diminution of hazardous soils at all such sites.
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9.6 Roadway Segment Construction

The Project would include the relocation and the expansion of local roads and roadway
undercrossings and overcrossings, and reconstruction of several intersections to provide grade
separations between roads and the HSR alignment. Roadway demolition emissions were
quantified using CalEEMod and EMFAC2017 emission factors and the Project-specific equipment
list. Roadway Project construction would begin in May 2020 and last 7 years. Exhaust emissions
and fugitive dust emissions were estimated for off-road construction equipment, as well as on-
road worker trips, construction-phase hauling needs, paving, and grading activities.

9.7 Grade Separation Construction

Grade separation construction would be required to isolate the HSR alignment from roadways
and other uses. For the purposes of this air quality analysis, grade separation construction
activities were estimated to begin in July 2021 and last 6 years. Emissions were quantified using
CalEEMod and EMFAC2017 emission factors and the Project-specific equipment list. Exhaust
emissions and fugitive dust emissions were estimated for off-road construction equipment, as well
as on-road worker trips, construction-phase hauling needs, paving, and grading activities.

9.8 Cut-and-Cover

The trenching and tunneling activities include excavation, cut/fill activities, and concrete
installation for the below-grade portion of the HSR alignment. Cut-and-cover equipment would be
used to cut through the ground, progressively installing concrete linings to support the excavated
trench. The excavated material would be transported through the machine to the surface for
removal by trucks. For purposes of this air quality analysis, the sequential excavation method and
cut-and-cover activities would begin in April 2021 and last 4 years. The emissions associated with
the cut-and-cover activities were estimated using CalEEMod and EMFAC2017 emission factors
using the Project-specific equipment list. Fugitive dust includes that from worker trips,
construction equipment exhaust, and truck-hauling exhaust.

9.9 Train Station Construction

Emissions from Burbank Airport Station construction would result from mass site grading and
excavation, underground and aboveground facility construction (i.e., train boarding platforms, the
station building, pickup/drop-off facilities for private automobiles, and the transit center for buses
and shuttles), asphalt paving activates for surface roadways and parking areas, and architectural
coatings. Where applicable, emissions resulting from worker trips, vendor trips, hazardous waste
disposal trips, and construction equipment exhaust were quantified using CalEEMod and
EMFAC2017 emission factors using the Project-specific equipment list. For the purposes of this
air quality analysis, train station construction was estimated to start in March 2023 and last

5 years.

9.10 Retaining Wall Construction

Retaining wall construction would generate emissions from the operation of off-road construction
equipment, as well as on-road worker trips, deliveries, construction-phase hauling needs, and
grading activities. Emissions were quantified using CalEEMod and EMFAC2017 emission factors
using the Project-specific equipment list. For the purposes of this air quality analysis, retaining
wall construction was estimated to begin in August 2020 and last 5 years.

9.11 Viaduct Construction

Viaduct construction would generate emissions from the operation of off-road construction
equipment, as well as on-road worker trips, deliveries, construction-phase hauling needs, and
grading activities. Emissions were quantified using CalEEMod and EMFAC2017 emission factors
using the Project-specific equipment list. For the purposes of this air quality analysis, viaduct
construction was estimated to begin in April 2020 and last 5 years.
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9.12 HSR Preferred Alternative Rail-Portion of Construction

For purposes of this air quality analysis, the HSR alignment construction is expected to begin in
November 2026 and last 2 years. Construction of the HSR alignment would involve laying rail
along the HSR alignment, including the at-grade, elevated, retained fill, tunnel, and cut-and-cover
segments in the Palmdale to Burbank Project Section. Emissions from construction of the track
were calculated using CalEEMod emission factors. Emissions from the exhaust of trucks used to
haul material (including concrete slabs and ballast materials) to the construction site were
calculated using heavy-duty truck emission factors from EMFAC2017 and anticipated travel
distances of haul trucks within the South Coast Air Basin.

9.13 Demobilization

For the purposes of this air quality analysis, demobilization of construction equipment and
materials using on-road deliveries was estimated to start in April 2026 and last 3 years.
Emissions generated during the demobilization phase include exhaust and fugitive dust
emissions from on-road deliveries. Emissions were calculated using CalEEMod and EMFAC2017
emission factors associated with the Project-specific equipment list.
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10 ESTIMATED EMISSIONS RATES AND COMPARISON TO DE MINIMIS
LEVELS - PALMDALE-BURBANK

Total annual estimated emissions generated within the South Coast Air Basin during the Project’s
construction period, as presented in the Palmdale to Burbank Project Section Final EIR/EIS, are
provided in Table 10-1. As shown in the table, direct emissions from the construction phase of the
Project would exceed the General Conformity applicability (i.e., de minimis) level for NOx and CO
in certain calendar years in which construction would take place.

Following the release of the Draft General Conformity Determination, the Authority refined its
analysis of truck trips/spoils hauling needed for potentially hazardous waste excavated during
tunneling to the appropriate disposal facilities. However, as IAMF#5 includes the requirement
that on-road trucks used for hauling during construction will be of model year 2020 or newer, the
emissions listed in Table 10-1 vary only slightly from those that were included in the Draft General
Conformity Determination published for public review. As the revisions did not result in any new
exceedances of the de minimis levels, there are no changes to the findings and conclusions
included in this Final General Conformity Determination. The following shows the maximum
estimated annual values of each pollutant, by nonattainment or maintenance area, and the
percentage of the 2022 estimated emission rates in the South Coast Air Basin (see Table 4-2) for
Palmdale to Burbank Project Section construction. Note that Table 4-2 shows tons per day,
whereas the emissions estimates for the Project Table 10-1 are shown in tons per year (tpy).

VOC: 4.9 tpy (<0.01 percent)
CO: 112.7 tpy (0.02 percent)
NOx/NO2: 54.6 tpy (0.06 percent)
S02: 0.5 tpy (0.01 percent)
PM1o: 14.9 tpy (0.02 percent)
PMo2s: 4.1 tpy (0.02 percent)
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Table 10-1 Estimated Annual Average Emissions in the South Coast Air Basin

Emissions (Tons/ Construction Year)345 Conformity
Applicability
Level

Pollutants (tonslyear)?
VOC 1.2 3.0 43 49 24 1.4 0.6 0.3 <0.1 10
Co 38.5 71.6 100.6 | 112.7 | 69.6 43.9 19.3 8.5 <0.1 100
NOx 13.3 33.9 48.3 54.6 311 19.0 11.3 3.8 0.1 10
NO2® 13.3 33.9 48.3 54.6 31.1 19.0 1.3 3.8 0.1 100
SO’ 0.1 0.5 0.5 0.5 0.3 0.2 0.1 0.0 <0.1 100
PM1o! 4.7 14.9 131 14.0 7.7 4.7 2.8 0.9 <0.1 100
PM2s' 1.3 41 3.5 3.9 2.3 1.4 0.8 0.2 <0.1 70

Source: California High-Speed Rail Authority, 2024

Note: Bold values exceed the de minimis levels.

1 The PM1o and PM25 emissions consist of exhaust and fugitive dust emissions.

2 Pursuant to NEPA, effects on air quality would be considered an impact if the HSR Build Alternative criteria pollutant emissions would be equal to
or exceed the General Conformity de minimis levels in a nonattainment or maintenance area. General conformity would apply only to construction of
the HSR Preferred Alternative, as operation of the HSR Preferred Alternative is expected to decrease regional emissions of criteria pollutants.

3 For the purposes of the EIR/EIS and this General Conformity Determination, the Authority has revised AQ-IAMF#5 to commit to a fleet mix of
equipment model year 2020 or newer. This commitment is quantified in the emissions calculations for the construction-phase hauling needs
(specifically spoils hauling from tunneling activities). The emissions calculations for all project construction-phase hauling needs and all Alternatives
have not been updated, as the application of this commitment would further reduce emissions.

4 The emissions presented in this table reflect the impact of the Safer Affordable Fuel-Efficient Vehicles Rule, per the California Air Resources
Board's “EMFAC Off-Model Adjustment Factors to Account for the Safer Affordable Fuel-Efficient Vehicles Rule Part One” issued on November 20,
2019 available at: EMFAC Off-Model Adjustment Factors to Account for the SAFE Vehicle Rule Part One (ca.gov) (ca.gov). This rule has since been
revoked. As such, these emission estimates are conservative.

5 The air analysis was conducted with the assumption that Project construction would take place from 2020 to 2028; however, the tunneling phase of
construction was anticipated to start in April 2020 and last approximately 10 years. Although the construction schedule has been updated, the
analysis is still valid as the equipment quantities and annual emission rates would remain unchanged.

& For the purposes of this analysis, the NO, emissions are assumed to be equal to the NOx emissions.

7 The Draft GCD inadvertently stated a Conformity Applicability Level for SOx of N/A, and this Final GCD is correcting to provide the conformity level
for SOz (a subset of SOx), as a precursor of PM2s which is in nonattainment in the South Coast Air Basin. This minor clarification does not change
the draft GCD conclusions.

CO = carbon monoxide PM+ = particulate matter 10 microns or less in diameter
HSR = high-speed rail SCAQMD = South Coast Air Quality Management District
N/A = not applicable SOx = sulfur oxides

NEPA = National Environmental Policy Act tons/year = tons per year

NOx = nitrogen oxides VOC = volatile organic compound

NO: = nitrogen dioxide PMz5 = particulate matter 2.5 microns or less in diameter

S02 = sulfur dioxide
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As shown in Section 3.3.6.3 of the Palmdale to Burbank Project Section Final EIR/EIS, the total
regional emissions for all the applicable pollutants are lower during the operations phase of the
Project than under No Build conditions (and will therefore not exceed the de minimis emission
level). As such, only emissions generated during the construction phase were compared to the
conformity levels to determine conformity compliance. As shown in Table 10-1, construction-
phase emissions, compared to the General Conformity applicability rates, are discussed below:

e Annual estimated VOC emissions in the South Coast Air Basin are less than the applicability
rate of 10 tons per year for construction years one through nine for the HSR Preferred
Alternative.

¢ Annual estimated CO emissions in the South Coast Air Basin are greater than the
applicability rate of 100 tons per year for construction years three and four for the HSR
Preferred Alternative.

¢ Annual estimated NOx emissions are greater than the applicability rate of 10 tons per year in
construction years one through seven for the HSR Preferred Alternative.

¢ Annual estimated NO2 emissions in the South Coast Air Basin are less than the applicability
rate of 100 tons per year for construction years one through nine for the HSR Preferred
Alternative.

e Annual estimated PM1o emissions are less than the applicability rate of 100 tons per year for
construction in years one through nine for the HSR Preferred Alternative.

¢ Annual estimated PM2.s emissions are less than the applicability rate of 70 tons per year for
construction in years one through nine for the HSR Preferred Alternative.

e There are no applicable thresholds for SO2 annual emissions, as the region is in attainment.

As such, a General Conformity Determination is required for this Project for NOx and CO for the
years during construction where the emissions would exceed the de minimis levels and do not
meet any of the exceptions in 40 C.F.R. § 93.154(c). This Final Conformity Determination
identifies the Authority’s commitment to the purchase of additional offsets to net all NOx
emissions to levels that are below the applicable de minimis emissions levels for each calendar
year that exceedances occur, explained in Section 14. In addition, this Final Conformity
Determination discusses the localized CO modeling included in the Palmdale to Burbank Project
Section Final EIR/EIS, which demonstrates that the Project would satisfy the applicable General
Conformity level for CO (also explained in Section 14).
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12 GENERAL CONFORMITY EVALUATION

For federal actions subject to a General Conformity evaluation, the regulations delineate several
ways an agency can demonstrate conformity (40 C.F.R. § 93.158). This section summarizes the
findings used to make the determination for the Project.

12.1 Conformity Requirements of Project

Based on the analysis shown in Table 10-1, conformity determinations are required for
construction-phase emissions for NOx and CO because annual estimated emissions are greater
than the applicability rates of 10 tpy and 100 tpy for NOx and CO, respectively, in the South Coast
Air Basin.

12.2 Compliance with Conformity Requirements

CO emissions caused by the construction of the Project that would exceed the General
Conformity de minimis levels are also considered to have the potential to cause air quality
impacts. However, Section 93.158(a)(4) of the General Conformity Rule stipulates that emission
offsets cannot be used to mitigate CO impacts. Instead, the SCAQMD must determine whether
the construction-period CO emissions for the Project would result in a level of CO emissions
which, together with all other emissions in the nonattainment (or maintenance) area, would
exceed the regional emissions budget specified in the applicable SIP. Pursuant to the General
Conformity Rule, the SCAQMD may determine that additional air quality modeling is required to
demonstrate that the allocation of the construction-period emissions for the Project is within the
regional emissions budget. As such, the Authority has confirmed with the SCAQMD that the air
quality modeling conducted as part of the localized construction effects analysis for the Project
will demonstrates conformity for CO if the modeling shows that there are no exceedances of the
applicable NAAQS for CO.

As shown in Impact AQ#5 of the Palmdale to Burbank Project Section Final EIR/EIS, localized
CO modeling and additional microscale modeling for the Project show that localized CO
concentrations generated during construction at the six discrete worst-case locations would not
result in exceedances of the NAAQS. Therefore, FRA concludes the Project will conform to the
applicable requirements for CO in the SIP.

In addition, NOx emissions caused by the construction of the Project that would exceed the
General Conformity de minimis levels are considered to have the potential to cause air quality
impacts. The Authority has entered into a letter agreement with SCAQMD for a process
framework by which the Authority has committed to purchasing offsets, to reduce or offset all
criteria pollutant emissions to levels that are below the General Conformity de minimis level for
each calendar year that exceedances occur. Based on this commitment, the Project will not
exceed the applicable de minimis levels for NOx, or any exceedances will be offset by future
offset agreements contemplated by the May 3, 2024 letter agreement between the Authority and
SCAQMD, and therefore, FRA concludes the Project will conform to the applicable requirements
for ozone in the SIP.

The requirements for offsets would be implemented as part of the Project, as described in the
mitigation measures from the Final EIR/EIS:

AQ-MMi#1: Offset Project Construction Emissions through SCAQMD Emission Offset
Programs

The Project’s construction emissions that cannot be reduced by IAMFs and any other mitigation
measures will be offset through a SCAQMD rule or contractual agreement by funding equivalent
emissions reductions (to the extent that offsets are available) that achieve reductions in the same
years as construction emissions occur, thus offsetting Project-related air quality impacts in real
time. The Project will implement measures and best practices to minimize emissions from Project
construction. After implementation of these measures, emission levels that still exceed thresholds
will be offset to the extent necessary to satisfy General Conformity, and to meet CEQA thresholds
to the extent feasible. The Authority’s Sustainability Policy has a goal to achieve net zero
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emissions from construction. As the Palmdale to Burbank Project Section advances towards
construction, the Authority will work with SCAQMD to assess the estimated emissions, availability
of offsets, and cost for achieving the Authority’s Sustainability Policy goal to the extent possible.

As part of these offset programs, a copy of each unit’s certified tier or model year specification
shall be available upon request at the time of mobilization of each applicable equipment unit.
Furthermore, the Authority will require periodic reporting and provision of written construction
documents by construction contractor(s) to ensure compliance and conduct regular inspections to
the maximum extent feasible to ensure compliance with applicable Authority IAMFs and
mitigation measures.

AQ-MM#3: Construction Emissions Reduction — Requirements for use of Zero Emission
and/or Near Zero Emission Vehicles and Off-Road Equipment

This mitigation measure would reduce the impact of construction emissions from Project-related
on-road vehicles and off-road equipment. All remaining emissions after implementation of this
measure would be offset with emission credits required under AQ-MM#1 and AQ-MM#2.

The Authority and all Project construction contractors will require that a minimum of 25 percent,
with a goal of 100 percent, of all light-duty on-road vehicles (e.g., passenger cars, light-duty
trucks) associated with the Project (e.g., on-site vehicles, contractor vehicles) use ZE or NZE
technology.

The Authority and all Project construction contractors will have the goal that a minimum of
25 percent of all heavy-duty on-road vehicles (e.g., for hauling, material delivery, and soll
import/export) associated with the Project use ZE or NZE technology.

The Authority and all Project construction contractors will have the goal that a minimum of
10 percent of off-road construction equipment use ZE or NZE vehicles.

If local or state regulations mandate a faster transition to using ZE and/or NZE vehicles at the
time of construction, the more stringent regulations will be applied. For example, Executive Order
N-79-20, issued by California Governor Newsom on September 23, 2020, currently states the
following:

Light-duty and passenger car sales be 100 percent ZEV by 2035;

Full transition to ZEV short-haul/drayage trucks by 2035;

Full transition to ZEV heavy-duty long-haul trucks, where feasible, by 2045; and
Full transition to ZE off-road equipment by 2035, where feasible.

The Project will have a goal of surpassing the requirements of these or other future regulations as
a mitigation measure for NOx emissions.

12.3 Consistency with Requirements and Milestones in Applicable SIP

The General Conformity regulations state that notwithstanding the other requirements of the rule,
a federal action may not be determined to conform unless the total of direct and indirect
emissions from the federal action is in compliance or consistent with all relevant requirements
and milestones in the applicable SIP (40 C.F.R. § 93.158(c)). This includes but is not limited to
such issues as reasonable further progress schedules, assumptions specified in the attainment or
maintenance demonstration, prohibitions, numerical emission limits, and work practice standards.
This section briefly addresses how the construction emissions for the Project were assessed for
SIP consistency for this evaluation.

12.3.1 Applicable Requirements from the USEPA

USEPA has already promulgated, and will continue to promulgate, numerous requirements to
support the goals of the CAA with respect to the NAAQS. Typically, these requirements take the
form of rules regulating emissions from significant new sources, including emission standards for
major stationary point sources and classes of mobile sources, as well as permitting requirements
for new maijor stationary point sources. Because states have the primary responsibility for
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implementation and enforcement of requirements under the CAA and can impose stricter
limitations than USEPA, the USEPA requirements often serve as guidance to the states in
formulating their air quality management strategies.

12.3.2 Applicable Requirements from the CARB

In California, to support the attainment and maintenance of the NAAQS, CARB is primarily
responsible for regulating emissions from mobile sources. In fact, USEPA has delegated authority
to CARB to establish emission standards for on-road and some non-road vehicles separate from
the USEPA vehicle emission standards, although CARB is preempted by the CAA from regulating
emissions from many non-road mobile sources, including marine craft. Only USEPA can set
emission standards for preempted equipment.

12.3.3 Applicable Requirements from SCAQMD

To support the attainment and maintenance of the NAAQS in the South Coast Air Basin,
SCAQMD is primarily responsible for regulating emissions from stationary sources. SCAQMD
develops and updates its Air Quality Management Plan regularly to support the California SIP.
While the Air Quality Management Plan contains rules and regulations geared to attain and
maintain the NAAQS, these rules and regulations also have the much more difficult goal of
attaining and maintaining the California ambient air quality standards.

12.3.4 Consistency with Applicable Requirements for the Authority

The Authority already complies with, and will continue to comply with, a number of rules and
regulations implemented and enforced by federal, state, regional, and local agencies to protect
and enhance ambient air quality in the South Coast Air Basin.

The Authority will continue to comply with all existing applicable air quality regulatory
requirements for activities over which it has direct control and will meet in a timely manner all
regulatory requirements that become applicable in the future.

These are appropriate USEPA, CARB, and SCAQMD rules that are standard practice and best
management practices for construction in the SCAQMD and include control of emissions and
exhaust:

e SCAQMD Rule 402, Nuisance: This rule restricts the discharge of any contaminant in
quantities that cause, or have a natural ability to cause, injury, damage, nuisance, or
annoyance to businesses, property, or the public. The proposed Project does not plan to
discharge any contaminants in quantities that would cause injury to the public or property.

e SCAQMD Rule 403, Fugitive Dust: This rule requires the prevention, reduction, or mitigation
of fugitive dust emissions from a Project site. Rule 403 restricts visible fugitive dust to a
Project property line, restricts the net PM1o emissions to less than 50 micrograms per cubic
meter, and restricts the tracking out of bulk materials onto public roads. Additionally, Rule 403
requires an applicant to use one or more of the best available control measures (identified in
the tables within the rule). Mitigation measures may include adding freeboard to haul
vehicles, covering loose material on haul vehicles, using dust suppressants such as watering
or chemical soil stabilizers, and/or ceasing all activities.

e SCAQMD Rule 1113, Architectural Coatings: This rule limits the amount of VOCs from
architectural coatings and solvents, which lowers the emissions of odorous compounds.
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13 REPORTING AND PUBLIC COMMENTS

The FRA issued a Draft General Conformity Determination for public and agency review for a 30-
day period as required by 40 C.F.R §§ 93.155 and 93.156. In developing the analysis underlying
this General Conformity Determination, the Authority has consulted with SCAQMD on a variety of
technical and modeling issues. The Authority has also consulted with USEPA on the overall
approach to General Conformity. The Authority has also included CARB in its consultation
outreach.

The FRA published a notice in the Federal Register on April 2, 2024, announcing the availability
of the draft general conformity determination and requesting written public comments during a 30-
day period. This draft conformity determination was be made available on FRA’s docket at
https://www.regulations.gov/, Docket FRA-2024-0045. The comment period of the Draft
Conformity Determination closed on May 2, 2022.

During the public comment period, FRA received one non-substantive comment unrelated to the
Draft General Conformity Determination. The commenter expressed a concern regarding the
overall cost of a statewide rail system. The commenter did not comment on the draft notice’s
emissions analysis or conclusions. Therefore, there were no public comments to address within
this Final General Conformity Determination.

13.1 Final General Conformity Determination

The Final General Conformity Determination is available at http://www.regulations.gov, Docket
No. FRA-2024-0045, and on FRA’s website at
https://railroads.dot.gov/environment/environmental-reviews/clean-air-act-california-general-
conformity-determinations.
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14 FINDINGS AND CONCLUSIONS

FRA conducted a General Conformity evaluation pursuant to 40 C.F.R. Part 93 Subpart B, and
based on the Authority’s coordination with USEPA, SCAQMD, and CARB. The General
Conformity regulations apply at this time to this Project because the Project is in an area that is
currently designated as nonattainment for the federal 8-hour O3z, PM25, and lead standards;
unclassified for the federal NO2 and SO: standards; redesignated attainment (i.e., maintenance)
for the federal PM10 and CO standards; and attainment/unclassified for all other standards. FRA
has determined that during the construction phase, the Project will result in exceedances of the
de minimis levels for CO and NOx emissions. However, FRA concludes the Project will conform
to the applicable requirements for CO in the approved SIP, based on localized CO modeling that
shows in the two years that construction emissions will exceed the CO de minimis level, the
exceedances will not cause or contribute to a violation of the NAAQS for CO within the South
Coast Air Basin. In addition, the Project will conform to the applicable requirements in the SIP for
NOx based on commitments between the Authority and SCAQMD to ensure that construction-
phase NOx emissions will be offset to levels that are below the General Conformity de minimis
level.

As a result of FRA’s review, FRA concludes, because Project-generated emissions in
exceedance of the General Conformity de minimis thresholds would either be offset (for
construction) or less than zero (for operations), that the Project’s emissions can be
accommodated in the SIP. The FRA’s determination that the Project as designed would conform
to the approved SIP is based in part on the following Authority commitments with SCAQMD:

e Coordinated with SCAQMD and committed to ensuring the lowest levels of construction
emissions are generated through the use of IAMFs and mitigation measures, outlined in
this report, and rolling review of best available technologies to the extent feasible, with
priority given first to the use of ZE technology such as electric construction equipment
and then to NZE technology; and

e Executed a letter with SCAQMD (see Appendix A) that describes a commitment between
the Authority and SCAQMD to develop and execute an agreement after receipt of
construction funding, but prior to the start of construction that includes:

o A review of emission estimates, coordination with appropriate agencies, revisions
(if warranted) of emission estimates before construction start, and a final
estimate for review and use by SCAQMD;

o If emissions exceed General Conformity de minimis thresholds, all remaining
emissions after implementation of the IAMFs and onsite mitigation measures will
be completely mitigated to zero through the District's emission reduction
programs Applicable emission reduction programs may include state or federal
incentive programs that achieve emissions reductions by providing incentive funds
for the incremental cost of cleaner-than-required engines and equipment. The
Authority agrees to provide funding at the cost-effectiveness level or amount
established by the program(s) mutually selected by the District and the Authority;
and

o A commitment that the Authority will not start construction until any necessary
agreements are executed.
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Keith Lay, Managing Director Air Quality and Climate Change. Mr. Lay has a B.S. in Civil
Engineering from the University of Manitoba, Canada. With over 20 years of experience, Mr. Lay
serves as a senior air quality and greenhouse gas emissions specialist qualified to conduct
analyses for a variety of infrastructure and transportation projects. Mr. Lay is the technical lead on
air quality and climate change impact analyses documents and oversees the research and
preparation of technical reports. He is skilled in air quality assessment models, including
CalEEMod, Emission Factor models (EMFAC/OFFROAD), Road Construction Estimator Model
(RoadMod), and Line Dispersion Models (CALINE).

Mary Kaplan, Air Quality and Health Risk Assessment Specialist. Ms. Kaplan has a B.S. in
Meteorology from Saint Louis University and a M.S. in Environmental Science (Atmospheric
Concentration) from the University of Massachusetts-Lowell. With over 20 years of experience at
AECOM, Ms. Kaplan serves as a senior air quality and health risk assessment specialist qualified
to conduct analyses for a variety of permitting, infrastructure, and transportation projects. Ms.
Kaplan is the technical lead on air quality and health risk assessment impact analyses documents
and oversees the research and preparation of technical reports. She is skilled in air quality
assessment models, including AERMOD, CALPUFF, HEM4 and HARP2.
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April 25, 2024

Ms. Vanessa Delgado, Chair

South Coast Air Quality Management District
21865 Copley Drive

Diamond Bar, CA 91765

Re: General Conformity for the Palmdale to Burbank Project Section of the California High-Speed
Rail System

Dear Ms. Delgado:

Thank you for your active participation with the California High-Speed Rail Authority (Authority)
to address the General Conformity requirements of the Palmdale to Burbank Project Section of the
California High-Speed Rail (HSR) System, which is located partially within the jurisdiction of the
South Coast Air Quality Management District (SCAQMD or District). The HSR System will
provide intercity, high-speed train service on more than 800 miles of guideway throughout
California, connecting the major population centers of Sacramento, the San Francisco Bay
Area, the Central Valley, Los Angeles, the Inland Empire, Orange County and San Diego. The
approximately 31- to 38-mile-long Palmdale to Burbank Project Section would connect the
Palmdale Transit Center and the Burbank Airport HSR Station (both stations were previously
approved by the Authority as part of the Bakersfield to Palmdale Project Section and Burbank to
Los Angeles Project Section, respectively).

Air Quality and Public Health Benefits of the High-Speed Rail System

The HSR System will use 100 percent renewable electrically-powered, zero-emission high-speed
trains and is identified in the California Air Resources Board's 2017 Scoping Plan as part of a
sustainable statewide transportation system necessary to achieve the state's climate goals. With
the HSR System, total statewide greenhouse gas (GHG) emissions in 2040 would be less than 2015
GHG levels, with HSR predicted to help achieve that goal by reducing 2040 GHG emissions by
approximately 1.1to 17million metric tons. The HSR System would result in a net reduction of
criteria pollutant emissions. Phase 1of the HSR System, which consists ofdistinct sections from
San Francisco in the north to Los Angeles and Anaheim in the south, is expected to result in
reductions to nitrogen oxides (NOx) emissions of approximately 1140-1,150 tons per year,
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particulate matter (PM) emissions of approximately S00—700 tons per year, and reactive
organic gases (ROG) emissions of 130—150 tons per year compared to the No HSR System
Project Alternative in 2040.

The Palmdale to Burbank Project Section (also referred to asthe Project) is a critical link in
Phase 1 of the HSR System, bringing the HSR System to Southern California. Operation of the
Project and the HSR System within the South Coast region would result in a net decrease in
regional emissions of criteria pollutants and associated public health impacts, and emission levels
during Project operations would be less than the general conformity de minimis levels. This overall
net decrease in emissions during Project operations would help the South Coast Air Basin
(Basin) meet its attainment goals of federal ambient air quality standards for ozone (O3) by
reducing precursor emissions of NOx, ROG, and PM and will result in long-term air quality and
public health benefits. However, the Authority currently estimates that the construction ofthe
Project is expected to result in a temporary net increase in criteria pollutant emissions of NOx and
CO in the South Coast Air Basin in excess of general conformity de minimis thresholds during some
of the construction years. As such, the Authority and the SCAQMD have agreed to the commitments
in this letter to track and mitigate construction emissions from the Project to meet General Conformity
requirements.

General Conformity Rule

The General Conformity Rule, as codified in Title 40 Code ofFederal Regulations Part 93, Subpart B,
establishes the process by which federal agencies determine conformance of proposed projects that
-are federally funded or require federal approval with applicable air quality standards. This
determination must demonstrate that a proposed project would not cause or contribute to new
violations ofair quality standards, exacerbate existing violations, or interfere with timely attainment
or required interim emissions reductions towards attainment. The Authority, as the Project proponent,
is receiving federal grant funds through the Federal Railroad Administration's (FRA) High-Speed
Intercity Passenger Rail program. The Project may also receive FRA safety approvals. Because ofthe
federal funding and potential safety approvals, the Project is subject to the General Conformity Rule;
and because construction-phase emissions (without mitigation) would exceed General Conformity ce
minimis thresholds, the Project is not exempt and must demonstrate conformity.

Emissions for the Palmdale to Burbank Project Section

The Authority has not yet secured construction funding for the Palmdale to Burbank Project
Section of the HSR System and has not yet set a final construction schedule for this section. The
Authority explains that the emission numbers provided in the EIR/EISs are reasonable estimates
based on the available information to date. The methodology used in creating these estimates is
similar to what was used for estimating the emissions for the EIR/EISs for the Merced to Fresno,
Fresno to Bakersfield, and Burbank to Los Angeles project sections of the HSR System. After eight
years of construction of the HSR System in the Central Valley, it has become clear that the
estimates in the EIR/EISs for the HSR System are conservative and actual emissions from
construction are currently lower than estimates in the EIR/EISs for the Merced to Fresno and
Fresno to Bakersfield project sections by 50—70%.

2-
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The Authority has not yet secured funding for final design or construction of the Project, and the
Authority cannot reasonably anticipate when Project construction may actually occur. It is therefore
difficult for the Authority to completely engage with SCAQMD on implementing available or
future mechanisms for the reduction of construction emissions. While the construction schedule has
not been firmly established for this section, the Authority agrees with SCAQMD's encouragement
to reduce emissions locally by avoiding and minimizing emissions from Project construction prior
to funding incentive programs or offsets to fully mitigate remaining construction emissions.

The Authority has along history of being proactive towards reducing construction emissions. As
shown in Figure 1, the Authority has continually updated its policies and procedures to ensure
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that the HSR System embraces and pushes the boundaries towards reducing emissions.

2008 e Board adopts 100-percent renewable energy for operations
2011 e Incorporated in California Air Resources Board (ARB) Scoping Plan
for AB32
2012 e Net-Zero direct greenhouse gas emissions (GHG) for construction
e Net-Zero air quality emission for construction
e Proactive construction requirement, including Tier 4 vehicles and 100-
percent recycling requirements
2013 e CEO signs Sustainability Policy
e Incorporated in California ARB Scoping Plan Update
2014 e First infrastructure project to require disclosure on major materials,
informed AB262 Buy Clean California Act
e EMMA developed to track and monitor program and contractor
progress
2016 e Board adopts Sustainability Policy
2017 e Incorporated in California ARB Scoping Plan Update
2019 e Required performance targets for embodied energy (concrete and steel)

Zero emissions fleet vehicles (25-percent of on-road fleet) for
contractors

Required use of renewable diesel

Direct GHG emissions target set for construction tied to bonus/penalty
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2020 e Board adopts Sustainability Policy Updates
e Achieving net-zero tailpipe GHG emissions in construction through
carbon sequestration projects
2021 e Required future construction contracts to use only zero-emission

vehicles for on-road project fleets (100% by 2035)

Figure 1 — History of Environmental Commitments Designed to Reduce
Emissions

Impact Avoidance and Minimization Features

Avoiding and minimizing emissions is astrategy that is consistent with the net-zero GHG
objectives ofthe Authority's Sustainability Policy. As such, the Authority has incorporated the
following Impact Avoidance and Minimization Features (IAMFs) into the Palmdale to Burbank
Project Section (full text of these IAMFs is in Appendix 2-E of the Palmdale to Burbank Project
Section EIR/EIS):

AQ-TAMF#I: Fugitive Dust Emissions: The contractor will employ several control
measures to minimize and control fugitive dust emissions and prepare a fugitive dust
control plan for each distinct construction project section. At a minimum, the plan shall
describe how each measure would be employed and identify an individual responsible
for ensuring implementation.

AQ-IAMF#2: Selection of Coatings: The contractor will use lower VOC content paint
than that required by SCAQMD Rule 1113.

AQ-IAMF#3: Renewable Diesel: The contractor will use renewable diesel fuel to
minimize and control exhaust emissions from all heavy-duty diesel-fueled construction
diesel equipment and on-road diesel trucks.

AQ-IAMF#4: Reduce Criteria Exhaust Emissions from Construction Equipment: All
heavy-duty off-road construction diesel equipment used during the construction phase
will meet Tier 4 Final engine requirements and small diesel generators (less than 30
horsepower) will be avoided whenever feasible.

AQ-IAMF#5: Reduce Criteria Exhaust Emissions from On-Road Construction
Equipment: All on-road trucks will consist of model year 2020 or newer, but no less

than the average fleet mix for the current calendar year as set forth in the CARB’s
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