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I001-1

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

I001-2

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

Response-AG-04, FB-Response-GENERAL-01.

Prior to construction of the HST, evaluation of the utilities on site will occur so that they

may be modified to operate in conjunction with the HST.

See the discussion of mitigation in Standard Response FB-Response-GENERAL-01. All

mitigation measures comply with CEQA's requirements. The loss of agricultural land, for

example, is mitigated (although still significant and unavoidable) by Mitigation Measure

AG-MM#1 which would fund the acquisition of agricultural conservation easements from

willing sellers through the existing and established California Farmland Conservancy

Program. This is feasible, since it utilizes an established program, fully enforceable,

since the Authority is entering into a formal agreement with the Program, and contains

performance standards in the form of the Program's qualifying requirements.

I001-3

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

See Standard Response FB-Response-GENERAL-01 for a discussion of mitigation

measures.

Soils from nearby farms are not proposed to be used to construct the HST.  While the

train will need to be elevated above the floodplain, soils currently used for agricultural

production will not be used in construction. As discussed in Section 2.8.1 of the Revised

DEIR/Supplemental DEIS, fill material would be excavated from local borrow sites and

travel by truck from 10 to 30 miles to the preferred alignment.

I001-4

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

I001-5

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

Response-SO-01.

For more information on the property acquisition and compensation process see

EIR/EIS Volume II, Technical Appendix 3.12-A.

I001-6

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

The Authority recognizes that the project would result in economic impacts to

agricultural businesses. Those impacts are described in Section 3.12.8 of the

EIR/EIS as Impacts SO #11, SO #12, and SO #15. Economic impacts would be

mitigated through compensation to property owners under the Uniform Relocation

Assistance and Real Property Acquisition Policies Act and the California Relocation

Assistance Act, as described in Section 3.12.10 of the EIR/EIS. As described in

Mitigation Measure SO-4 in Section 3.12.11, the Authority will evaluate, with property

owner input, the effectiveness of providing overcrossings or undercrossings of the HST

track to allow passage of agricultural equipment to reduce the impact referenced in this

comment.

It is not possible to accurately estimate the total increase in mileage associated with out-

of-direction travel for farm equipment and workers caused because the HST alignment

crosses farms. As indicated in the EIR/EIS, access across the HST alignment on public

roads would take place at no more than 2-mile intervals, and crossings would more

typically be 1 mile apart. If it is assumed that out-of-direction travel would total 4 miles

involving 10 trips/day for 274 days/year, this totals 10,960 miles of out-of-direction travel

for a single operation. Assuming that a total of 100 farms are affected in this way, the

total out-of-direction travel would be approximately 1,100,000 miles/year. As shown in

Table 3.3-15 in Section 3.3, Air Quality and Global Climate Change, of the EIR/EIS, the

HST project is estimated to reduce vehicle miles traveled in the four counties crossed by

the Fresno to Bakersfield Section by about 5,350,000 to 8,000,000 miles/year,

depending on ticket prices. Therefore, the project would still provide a substantial

reduction in criteria pollutant emissions and emissions of greenhouse gases.
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I001-7

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

Response-AG-05.

Impacts on land use are discussed in Section 3.13.5.3 and Appendix 3.13-A. Section

3.14.5.3 discusses impacts on agricultural lands, including confined animal facilities and

wind-induced pesticide drift. Agriculture related to planting is not considered a use that is

sensitive to noise and vibration; however, impacts on domestic livestock resulting from

noise and vibration are discussed in Section 3.4.5.3.

I001-8

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

Response-AG-05.

No buffer zone is proposed, nor is one required. Therefore, no tree removal would be

necessary in order to create such a zone. See Standard Response FB-Response-AG-

05.

Turnaround areas for crops/farm equipment have not been included in the permanent

agricultural land impact totals as the land would not be removed from agricultural

production; however, it is recognized that productivity would be lost as a result of the

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

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

provided for the loss in productivity.

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

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

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

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

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

unique farmland) at the following ratios:

Important Farmland converted to nonagricultural uses either by direct commitment of

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

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

•

I001-8

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

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

•

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

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

•

I001-9

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

Impacts on land use are discussed in Section 3.13.5.3.

I001-10

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

FB-Response-AG-01.

The EIR/EIS reviews a reasonable range of alternative routes that balance the

operational requirements of high-speed operations and concerns about impacts on the

natural and human environments, including the loss of agricultural land (as required

under the Farmland Protection Policy Act [FPPA]). Neither the National Environmental

Policy Act (NEPA) nor the California Environmental Quality Act (CEQA) requires that the

EIR/EIS contain a detailed analysis of or comparison with alternatives that have been

dismissed.

I001-11

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

Land use and land use policies are discussed in Section 3.13.2. Impacts on land use are

discussed in Section 3.13.5.3. The project footprint is defined as all areas that would be

used permanently and temporarily for construction and operation of the project

components. The project components include the proposed HST right-of-way and

associated facilities such as traction-power substations and switching and paralleling

stations, as well as the shifts in roadway rights-of-way associated with those

facilities—including overcrossings and interchanges—that would be modified or shifted

to accommodate the HST project, as described in Chapter 2, Alternatives. The study
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I001-11

area for the Revised DEIR/Supplemental DEIS included the area surrounding all project

components and a buffer specific to each resource area.

Section 3.14.5 of the Revised DEIR/Supplemental DEIS includes analysis from the

direct permanent conversion of Important Farmlands to non-agricultural use and impacts

on agricultural lands under Williamson Act contracts. As discussed in FB-Response-SO-

01: Acquisitions, Displacements, and Relocations, the Authority has adjusted

alternatives during conceptual design to avoid or minimize impacts, including property

acquisitions, to the extent possible. This alternative refinement process will continue

throughout final design.

I001-12

Refer to Standard Response FB-Response-AG-07, FB-Response-AG-02, FB-

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

For more information on the property acquisition and compensation process see

EIR/EIS Volume II, Technical Appendix 3.12-A.

I001-13

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

I001-14

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

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

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

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

addition of HST operations.

Research on noise effects on wildlife and livestock is limited, but suggests that noise

levels about 100 decibels (dBA) Sound Exposure Level (SEL) (the total A-weighted

sound experienced by a receiver during a noise event, normalized to a 1-second

interval) may cause animals to alter behavior. The FRA High-Speed Ground

Transportation Noise and Vibration Impact Assessment manual (FRA 2005) considers

I001-14

an SEL of 100 dBA the most appropriate threshold for disturbance effects on wildlife and

livestock of all types. An animal would need to be within 100 feet of an at-grade

guideway to experience an SEL of 100 dBA.  At this time, there is no conclusive

evidence of noise and vibration decreasing production in livestock or affecting breeding

habits. The noise effects on insects were not included as part of the study, but the

Federal Highway Administration states, "Honeybees will stop moving for up to twenty

minutes for sounds between 300 and 1 kHz at intensities between 107-120 dB." The

HST will not generate noise levels that high within that frequency range. There will be no

impacts on pollination due to noise/vibration.

I001-15

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

I001-16

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

Response-AQ-05.

Since additional vehicle miles traveled (VMT) to cross the HST tracks are expected to

be negligible relative to regional VMT reductions, there would be a net benefit for

regional air quality, and no additional mitigation measures are required.
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I002-1

Refer to Standard Response FB-Response-GENERAL-05, FB-Response-GENERAL-14.
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I003-1

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

I003-2

Your preference for Alternative A-1 is noted.

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

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

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

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

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

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

fewest constructability constraints of the project alternatives evaluated.

I003-3

Refer to Standard Response FB-Response-GENERAL-09.

Your support of the project is noted.

I003-4

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

I003-5

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

I003-6

Refer to Standard Response FB-Response-GENERAL-09, FB-Response-GENERAL-13,

FB-Response-GENERAL-10.

I003-7

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-GENERAL-01.

The Authority is in discussions with the affected railroads regarding the use of their

rights-of-way. However, existing tracks are not suitable for HST service, as explained in

I003-7

Standard Response FB-Response-GENERAL-01.

Streets and Highways Code Section 2704.04(b)(3)(D) provides that the HST System

must travel from "Fresno to Bakersfield to Palmdale to Los Angeles Union Station." The

City of Taft is too far west of the alternative HST alignments to allow direct service from

Bakersfield to Palmdale. Taft is in a sparsely populated area, not a major urban center

with the good intermodal transportation connections that should be provided for a station

under Authority policy. For these reasons, a Taft station is not included in the EIR/EIS.

The Authority's April 2012 Business Plan (Authority 2012a) discusses the concept of a

"blended system" that smoothly integrates HST service with commuter rail systems in

the San Francisco Bay Area and Los Angeles Basin. The Authority is funding

improvements to both Metrolink in Southern California and CalTrain on the San

Francisco Peninsula under the blended-system approach that will further this integration.

I003-8

The Authority recognizes the opportunity to further broadcast the potential benefits the

project would bring and keep the public informed about the environmental impacts

through the environmental review process.

I003-9

The Authority looks forward to continuing to work with the City of Bakersfield and Kern

County as the project progresses.

I003-10

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

The Authority appreciates this suggestion for additional public workshops and will

consider this suggestion in future public outreach plans.

I003-11

The Authority appreciates the suggestion for additional outreach techniques and will

consider it as the project progresses.
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I003-12

Environmental documents are written to a specific and legally required standard. Fact

sheets, brochures, and summaries were provided to ensure widespread understanding

of the environmental documents and to increase the ease of finding pertinent

information. Also, public workshops were designed to answer questions and solicit

feedback on the documents and to assist the public with finding pertinent information.
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I004-1

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

The land acquisition process occurs before construction. It is during this phase that the

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

from both construction and operation of the HST. It is during this phase that wells and

other agricultural infrastructure will be modified so as to minimize impacts from the

construction and operation of the HST. Prior to destruction of affected wells, the farm

owner would have time to restore infrastructure before construction begins, so as to

minimize impacts on farm infrastructure.

I004-2

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

Detailed right-of-way access analysis will be conducted during the right-of-way appraisal

process.  If parcel access cannot be maintained, the parcel may be acquired.

Where feasible, access would be restored for all properties. Properties where no access

can be provided would be acquired by the HST and the owners reimbursed.  The project

must adhere to California Relocation Assistance Act requirements, which are discussed

in Appendix 3.12-A of the Final EIR/EIS.

I004-3

Refer to Standard Response FB-Response-TR-02, FB-Response-AG-02.
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Fresno - Bakersfield (July 2012+) - RECORD #48 DETAIL
Status : Action Pending
Record Date : 7/23/2012
Response Requested : No
Stakeholder Type : Other
Affiliation Type : Individual
Interest As : Individual
Submission Date : 7/23/2012
Submission Method : Website
First Name : Melissa
Last Name : Palmer
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City : Las Vegas
State : NV
Zip Code : 89134
Telephone :
Email : missyp@cox.net
Email Subscription : Bakersfield - Palmdale, Fresno - Bakersfield, Los Angeles - San Diego,

Palmdale - Los Angeles
Cell Phone :
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

This is another waste of money to go from no where to no where.
A state that is in financial bankrupty and you waste money on this.

EIR/EIS Comment : Yes
Official Comment Period : Yes
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I005-1

Refer to Standard Response FB-Response-GENERAL-11.
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I006-1

Refer to Standard Response FB-Response-PU&E-01, FB-Response-PU&E-02.

I006-2

Refer to Standard Response FB-Response-GENERAL-10, FB-Response-GENERAL-21.

See Volume I, Section 3.12, Impacts SO#3, SO#4, SO#5, SO#12, SO#13, SO#14, and

SO#15 for all economic effects of the project's construction and operation. For

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

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

I006-3

Section 3.8.5.3, High-speed Train Alternatives, Table 3.8-11, "HST Alternatives Water

Body Crossings," describes potential impacts to waterways along the HST route,

including waterways in Kings County.

I006-4

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

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

Program EIR/EIS for the California HST System (Authority and FRA) for a portion of the

alternatives selection process. The Statewide Program EIR/EIS considered alternatives

on Interstate 5 (I-5), State Route (SR) 99, and the BNSF Railway (BNSF) corridor. The

Record of Decision for the Statewide Program EIR/EIS selected the BNSF corridor as

the preferred alignment for the Fresno to Bakersfield Section, rejecting the other

alternative routes.

Thus, the 2005 Statewide Program EIR/EIS is the EIR that considered (and ultimately

rejected) the I-5 alternative. Cost is only one factor in the process of selecting a range of

alternatives. The I-5 alternative also failed to meet many of the project's objectives and

was dismissed on those grounds. The I-5 and SR 99 corridors were briefly reviewed

during the environmental review of the Fresno to Bakersfield Section, but were

eliminated from further consideration, as described in Standard Response FB-

Response-GENERAL-02. Because there is no requirement or practical purpose to

I006-4

compare alternatives that have been rejected with alternatives that have been carried

forward for consideration, no cost comparison has been made in the project EIR/EIS.

The project EIR/EIS for the Fresno to Bakersfield Section appropriately evaluates

alternative alignments within the BNSF corridor.
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I007-1

Analysis for noise impacts resulting from the implementation of the Hanford East

alternative is included in the Fresno to Bakersfield: Noise and Vibration Technical

Report (Authority and FRA 2012j) and EIR/EIS.

I007-2

Refer to Standard Response FB-Response-N&V-05.
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I008-1

I008-2
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I008-1

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

I008-2

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

Response to Submission I008 (Laura Payne, October 18, 2012)

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

Page 45-25



I009-1

I009-2

Submission I009 (Stephen Payne, October 18, 2012)

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

Page 45-26



I009-1

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

FB-Response-SO-01.

See Volume I Section 3.12 Impact SO # 6 for a discussion of impacts about the

disruption to community cohesion or division of existing communities, and Impact SO #9

for residential displacements.

I009-2

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

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

in the Community Impact Assessment Technical Report (Authority and FRA 2012h).
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I010-1

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

I010-2

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

FB-Response-GENERAL-04.

I010-3

Refer to Standard Response FB-Response-GENERAL-17.
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Fresno - Bakersfield (July 2012+) - RECORD #338 DETAIL
Status : Action Pending
Record Date : 10/19/2012
Response Requested : No
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 10/19/2012
Submission Method : Project Email
First Name : Ralph
Last Name : Pierro II
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City : Earlimart
State : CA
Zip Code : 93219
Telephone :
Email : rpierroii@hotmail.com
Email Subscription :
Cell Phone :
Add to Mailing List :

Stakeholder
Comments/Issues :      How goes it. My name is Ralph B. Pierro II, writing with regards to the

California high-speed rail authority draft as it pertains to the route
through the central San Joaquin Valley, in particular the portion near the
Allensworth community.

     Within the draft there are two options for the proposal. The main
proposal is to route the railroad more or less along the highway 43 route.
The alternate route goes around the community by a mile or so to the
west. While the alternate route would not affect Allensworth community
residents a particularly large amount, other than via additional sound
pollution, many of the area residents would prefer the route to avoid
most of the farming areas near the community, which the primary route
proposed generally does a better job of.

     There is, however, a serious issue with the primary route that may
not have been addressed while drafting was being done. While the noise
pollution and rerouting effects were undoubtedly taken into
consideration, the proposed and drafted primary route only leaves one
thoroughfare into Allensworth, crossing at Avenue 24, with a little access
road being opened that goes all the way through the Allensworth State
Historic Park. This is a serious oversight.

     While the at-census population of Allensworth is relatively low (in the
500 range, if I'm not mistaken), the fact is that there is very little
shopping to be found inside the community. Hence its inhabitants travel
to nearby towns to buy goods more often than average. Further, there is
very much farming done in the general area of the Allensworth
community - in fact the community is bordered on all sides by farmlands
for many variations of crops. All of these crops have to be gathered
when they are ready, and since there are many types of crops, their
gathering times are diffused throughout the year. The gathering of these
agricultural goods also requires the use of various forms of farm-specific
equipment, i.e. tractors of various sizes, as well as semi trucks to haul
the goods away.

Herein lies the bulk of the problem.

     Anyone who lives or has lived in a heavily agricultural area knows
that these various forms of farm equipment are large, bulky, and
generally quite slow-moving. Were there to be only one single
thoroughfare route of access into and out of Allensworth, a serious issue
could and very likely would arise during the times of year in which
gathering or heavy maintenance (i.e. fertilizing, tilling) of crops takes
place. With many in the community needing to travel out of the
community for various reasons, there will be a lot of inconvenience, and
in times of emergency it would be much worse. A simple brush fire could
prove inescapable at the wrong time, given these conditions. With the
heavy slow-moving equipment blocking the main route in and out, the
thoroughfare through Allensworth SHP will immediately become clogged
with community traffic, even in the event that there were no park
personnel using it at the time. This issue needs to be addressed in the
plans for the high-speed rail.

     Access to the State Park would also be less convenient than it now
is. While I believe this would be a minor issue, since the thoroughfare
would simply add a route through which scenery could be added to
enhance the experience of entering, many others disagree. The head of
Allensworth Community Council, Kayode Kadara, is one such person.
He believes this reroute would be detrimental to Allensworth SHP in that
attendance for various events would be negatively affected. He suggests
an underpass for foot and motor traffic, at the same place where the

I011-1

I011-2

I011-3

I011-4

I011-5

I011-6

I011-7
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current entrance to the park is located.

      My opinion differs from Mr. Kadara's. In my estimation, a high-speed
rail line would need much extra planning time, extra work and materials,
and extra maintenance for the long lead-up, plateau time, and long
descent that would be needed for a high-speed rail line to rise up high
enough for an underpass to be put in place. This will not be an issue if
the high-speed rail is planned to be >15 ft off the ground for the duration
of this portion of its route (which seems unlikely), or if the underpass was
dug down so that foot traffic went below the current ground level to pass
beneath the train's tracks. While I have witnessed this done on occasion
for normal train routes, I have no knowledge about how often this is
done with high-speed rail.

     My version of a workable solution is to utilize the space that will need
to be purchased already by the railroad to pass through the area of
Avenue 32. Highway 43 turns rather sharply, and the rail line cannot, so
as such will cut directly through fields in the area, all of which will need
to be purchased.  In my opinion, the easiest way to add another
throughway access point into the Allensworth community will be at this
point. If highway 43 is rerouted slightly for a short distance to move
slightly closer to the rail line, Avenue 32 would be an ideal entry point for
the community, leading directly into the most populated areas. Avenue
24, by contrast, is over two miles away from where most of the
population of Allensworth community resides.  Furthermore, Avenue 32
is significantly closer to the Allensworth SHP, and in fact leads through
Allensworth community only a short distance before intersecting with
Young Road, which the ASHP thoroughfare turns into when leaving the
park and entering the community.

     While either of these ideas might work, or perhaps neither will in
accordance with your learned opinions on the matter, the fact remains
that to have the single throughway access point into Allensworth
community could prove very detrimental to its residents with regards to
both general convenience for daily commute, and peace of mind in case
of an emergency situation. I hope you all will seriously consider these
points, and adjust the plans for the route through the area accordingly,
so that we might avoid serious repercussions in the future.

     Feel free to contact me further if anything seems unclear or
incomplete, this e-mail is checked daily.  If for some reason it is deemed
necessary, I can also provide a cell phone number at which I can always
be reached, upon reasonable request.

     Thank you for your time.

                                           Be blessed.  Then be the blessing. -
                                                                                              Ralph B.
Pierro II

EIR/EIS Comment : Yes
Official Comment Period : Yes
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I011-1

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

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

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

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

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

comparative potential for environmental impacts.

I011-2

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

Coordination with the State Parks Department influenced the design shown in  the

EIR/EIS.

Avenue 24 currently crosses the BNSF Railway right-of-way and connects with SR 43. 

This connection is maintained under the proposed HST BNSF Alternative with a grade-

separated crossing of the BNSF at this location.  The existing alternate access from SR

43 to Allensworth at Palmer Street, which the HST right-of-way would sever, could not

be maintained at this location due to environmental constraints: protected vernal pool

habitat is present to the east of the HST right of way, and the historic park is present to

the west.

Should this alternative be selected, further coordination with local agencies and affected

property owners will continue through the design and procurement process to define and

implement access mitigation measures.

I011-3

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

The BNSF Alternative would close Palmer Avenue, the existing access point from SR 43

and crossing of the BNSF Railway. If the BNSF Alternative is constructed, permanent

access to Allensworth State Historic Park (ASHP) from the east will be provided by an

overcrossing built on J22 to the north of ASHP and by an overcrossing built on Avenue

24th to the south of ASHP. These new access routes will not result in substantial new

I011-3

long-distance out-of-direction travel, but rather only require travelers to exit off SR 43

sooner (northbound or southbound) than the current Palmer Avenue entrance requires.

I011-4

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

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

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

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

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

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

approximately 1 mile in nearly all locations in the project area. Section 3.11.6  of the

Revised DEIR/Supplemental DEIS explains that the project design would include

coordination with emergency responders to incorporate roadway modifications that

maintain existing traffic patterns and fulfill response route needs, resulting in negligible

effects on response times by service providers. Section 3.11.5, Safety and Security

Environmental Consequences, of the Revised DEIR/Supplemental DEIS provides

additional detail regarding emergency response time during HST operations.

I011-5

Refer to Standard Response FB-Response-GENERAL-17, FB-Response-S&S-01.

I011-6

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

High-Speed Rail (HSR) policy is to provide roadway overpasses approximately every 2

miles, resulting in no more than 1 mile of out-of-direction travel for vehicles to cross the

HST tracks. In most locations in the Fresno to Bakersfield Section, roadway overpasses

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

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

approximately 1 mile in nearly all locations in the project study area. In Section 3.11,

Safety and Security, of the Revised DEIR/Supplemental DEIS, Section 3.11.6, Project

Design Features, explains that the project design would include coordination with
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I011-6

emergency responders to incorporate roadway modifications that maintain existing

traffic patterns and fulfill response route needs. Thus, the project design would result in

negligible effects on response times by service providers. Section 3.11.5, Environmental

Consequences, provides additional details regarding emergency response time during

HST operation.

I011-7

Section 4(f) of the Department of Transportation Act does not allow the use of a publicly

owned parks such as the Colonel Allensworth State Historic Park for a transportation

project unless there are no reasonable and prudent alternatives to the use of that park.

Construction of either an overpass or an underpass at Palmer Avenue would require the

use of park property.

In a meeting with California State Parks Department officials on March 22, 2011, Steven

Ptomely, State Park Interpreter for the Colonel Allensworth State Historic Park,

recommended that access to the park be moved to Avenue 24. Palmer Avenue currently

serves both the state park and the unincorporated community of Allensworth. Providing

the access point at Avenue 24 would continue to provide good access to the community

and remove local traffic from the state park. Avenue 24 is a reasonable and prudent

alternative to providing access that would take state park property. Therefore, under the

requirements of Section 4(f), access to the Colonel Allensworth State Historic Park and

the community of Allensworth wold be relocated from Palmer Avenue to Avenue 24.

I011-8

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

Avenue 32 does not cross the BNSF tracks to connect with State Route (SR) 43, and

therefore a new crossing has not been provided at this location. Avenue 24 currently

crosses the BNSF tracks and connects with SR 43. This connection is maintained with a

grade-separated crossing of BNSF tracks.

Should this alternative be selected, further coordination with local agencies and directly

affected landowners will continue through the design and procurement process to define

and implement access mitigation measures.

I011-9

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

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

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

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

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

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

approximately 1 mile in nearly all locations in the project area. Section 3.11.6 of the

Revised DEIR/Supplemental DEIS explains that the project design would include

coordination with emergency responders to incorporate roadway modifications that

maintain existing traffic patterns and fulfill response route needs, resulting in negligible

effects on response times by service providers. Section 3.11.5, Safety and Security

Environmental Consequences, of the Revised DEIR/Supplemental DEIS provides

additional detail regarding emergency response time during HST operations
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Fresno - Bakersfield (July 2012+) - RECORD #354 DETAIL
Status : Action Pending
Record Date : 10/19/2012
Response Requested : No
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 10/19/2012
Submission Method : Website
First Name : Dennis
Last Name : Plumb
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City : Fresno
State : CA
Zip Code : 93710
Telephone :
Email : dplumb@jgboswell.com
Email Subscription :
Cell Phone :
Add to Mailing List :
Stakeholder
Comments/Issues :

The businesses and farms that are moved to a new location because of
the HSR plans, have to complete an EIR. Why do they have to do an
EIR and HSR does not?  This does not seem to be fair to the people
being affected the most.
The bill for the HSR was passed by the voters for $33 Billion the costs
are now $98 billion and were not authorized by the voters. California
does not have the money to complete this project.
The project will destroy people’s lives and then end without completion.
The HSR was sanctioned to run along I5 this is a prime spot to install
and complete the HSR at a lower cost in money and interruption to
people’s lives.
Poor people use Amtrak to travel to the bay area and to the LA area.
The costs of HSR is  $120 which is 3 times what they pay now.  This
would be a financial hardship to many people. They get on the Amtrak
and a local town near them.  If HSR is completed they will have to travel
hours to get to a HSR station.  This would put a major impact on the
roads locally and is not addressed in the EIR.

The HSR is a worthwhile project but the current design is extremely
flawed.  It deviates greatly from the initiative passed by the voters.

EIR/EIS Comment : Yes
Official Comment Period : Yes
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I012-1

The Authority has prepared two program-level EIRs for the HST System as a whole

(Authority and FRA 2005) and the connection of the system between the Bay Area and

the Central Valley (Authority and FRA 2008; Authority 2010a, 2012c). The Authority is

now preparing project-level EIRs for each section of the HST System. This joint EIR/EIS

addresses the Fresno to Bakersfield Section.

I012-2

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

I012-3

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

The Authority and the FRA’s prior Program EIR/EIS documents (see Section 1.5, Tiering

of Program EIR/EIS Documents) selected the BNSF Railway route as the Preferred

Alternative for the Central Valley part of the HST System between Fresno and

Bakersfield in the 2005 Statewide Program EIR/EIS decision document. Therefore, the

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

along the general BNSF Railway corridor.

As discussed in Section 2.3.1 of the EIR/EIS, the Authority implemented an alternatives

analysis process to identify the full range of reasonable alternatives for the project, as

required under 14 CCR 15126.6 and 40 CFR 1502.15(a). This range of alternatives was

analyzed in the EIR/EIS.

The Project EIR/EIS for the Fresno to Bakersfield Section appropriately evaluates

alternative alignments within the BNSF corridor. The alternative alignments include eight

alternative alignments in the more rural areas between Fresno and Bakersfield and

three alternative alignments in Bakersfield. Any combination of these alternatives could

constitute the complete alignment from Fresno to Bakersfield, creating a total of 108

distinct alternative alignment combinations.

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

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

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

I012-3

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

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

environmental impacts.

I012-4

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

The HST project includes no plans to discontinue Amtrak service to any station or

platform along the Fresno to Bakersfield Section corridor. If any station or platform is

displaced by construction of the HST, the relocation of the facility would be completed

prior to demolition of the existing structure and no disruption to Amtrak service would

occur. Therefore, it would not prevent residents from continuing to pay the fare for use of

Amtrak.

I012-5

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

I012-6

As discussed in the Revised 2012 Business Plan (Authority 2012a), the California High-

Speed Train (HST) Program will depend on a mix of public and private investment, the

latter becoming available after the fundamental economics of the program are

demonstrated. A phased approach to system development is the prudent course to build

a foundation that allows for greater efficiency in the use of private investment once the

initial segments of the system are in place.

This approach also recognizes current budgetary and funding realities. Among other

things, the phased approach will help ensure the system’s success by introducing

Californians to HST service and building ridership over time. At the same time,

improvements can be made to regional systems that connect with HST, resulting in the

conventional and high-speed train systems complementing each other.

The goals of Proposition 1A were used to develop the phasing strategy for the statewide

HSR system and were guided by the following key principles:
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I012-6

Divide the statewide HST program into a series of smaller, discrete projects that can

stand alone, will provide viable revenue service, can be matched to available funding,

and can be delivered through appropriate business models.

•

Advance sections as soon as feasible to realize early benefits, especially employment,

and to minimize inflation impact.

•

Leverage existing rail systems and infrastructure, including connecting rail and bus

services.

•

Forge a long-term partnership with the federal government for program delivery.•

Develop partnerships with other transportation operators to identify efficiencies through

leveraging state, regional, local, and capital program investments and maximizing

connectivity between systems.

•

Seek earliest feasible and best-value private-sector participation and financing with

appropriate risk transfer and cost containment.

•

Mitigate against the risk of funding delays by providing decision points for state

policymakers to determine how and when the next steps should proceed, while leaving

a fully operational system and generating economic benefits at each step.

•

The Authority applied these principles, taking into account key factors such as cost,
funding scenarios, and ridership and revenue projections to develop an implementation
strategy with the following key steps:

Step 1—Early Investments, Statewide Benefits. The first construction of dedicated
high-speed infrastructure for the initial operating system (IOS) begins in the Central
Valley. As with all of the steps, this initial section is being developed to deliver early
benefits by leveraging other systems—enabling them to operate on the new high-speed
tracks, which can be done without impacts on design or the integrity of the new
infrastructure. Improved passenger rail service would begin on completion of the first
IOS segment by connecting the San Joaquins, ACE, Sacramento Regional Transit, and
the Capitol Corridor (and potentially Caltrain). Through a new, strategic approach, there
is also the opportunity for new or improved travel between Bakersfield and Sacramento,
Oakland, San Jose, and San Francisco. This expanded Northern California Unified
Service could begin operation as early as 2018, with the potential to provide
transportation and economic benefits well before fully operational high-speed rail service
is initiated.

I012-6

As part of this first step, complementary investments and improvements will be made to
both accelerate benefits and distribute them more widely across the state. These
investments will be made using the $950 million in Proposition 1A connectivity funding,
available Proposition 1A high-speed rail funds, future federal funds, and other sources,
and will include the following:

Investment in the bookends: In Northern California, the long-awaited electrification of

the Caltrain corridor will begin under a collaborative program between Bay Area

agencies and the Authority. In addition, consistent with the Southern California MOU,

investments will be made in key rail corridors in the southern part of the state, such as

upgrading the Metrolink corridor from Los Angeles to Palmdale.

•

The Northern California Unified Service described above will be initiated.•

As the next step in the IOS, work to close the rail gap between Bakersfield and

Palmdale through the Tehachapi Mountains will begin. Environmental clearance is

possible in early 2014, and plans are being developed to move quickly to implement

the improvements to close this critical gap and create the first statewide rail link

between the Bay Area and the Los Angeles Basin.

•

Step 2—Initial High-Speed Rail Operations. Introduction of the state’s (and the
nation’s) first fully operational high-speed rail service will begin. This service can be
operated by a private entity without subsidy, will have the potential to attract private
investment to expand the system from Bay to Basin, and can be completed within a
decade. The service will be blended with regional/local systems. The IOS is achieved
through expansion of the first construction segment into an electrified operating high-
speed rail line from Merced to Palmdale and the San Fernando Valley, accessing the
populous Los Angeles Basin. Following on the work discussed above, the next priority in
implementing the IOS will be closing the rail gap between Northern and Southern
California by crossing the Tehachapi Mountains with new, dedicated high-speed rail
infrastructure. Before completion of the IOS to the San Fernando Valley, this link will tie
the north to the south at Palmdale, where Metrolink commuter rail service can then
provide service and connections throughout Southern California.

Currently, the IOS is defined as extending from Merced to the San Fernando Valley, and
high-speed revenue service would only start once the full IOS is built and operable.
Should ridership and revenue forecasts and financial projections demonstrate that
revenue service compliant with Proposition 1A could begin earlier, with a shorter IOS,
appropriate reviews would occur to consider and implement earlier service, if
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appropriate.

Step 3—The Bay to Basin System. The dedicated high-speed rail infrastructure of the
IOS will be expanded north and west to San Jose, providing HSR service between the
state’s major population centers in the north and south and providing the platform for the
transition to statewide blended operations. At this stage, passengers will be able to take
a one-seat ride between greater Los Angeles (San Fernando Station) and the San
Francisco Transbay Transit Center using blended infrastructure in the north between
San Francisco and San Jose (assuming electrification of the Caltrain corridor by 2020 as
proposed by Caltrain), using dedicated high-speed rail infrastructure between San Jose
and the San Fernando Station, and, in the south, connecting via Metrolink between the
San Fernando Valley Station and the Los Angeles Union Station and on to other points
throughout Southern California.

Step 4—The Phase 1 System. For the blended approach, the dedicated high-speed rail
infrastructure of the Bay to Basin system will be extended from the San Fernando Valley
to Los Angeles Union Station, linking to a significantly upgraded passenger rail corridor
developed to maximize service between Los Angeles and Anaheim while also
addressing community concerns about new infrastructure impacts in a congested urban
corridor that includes a number of established communities that abut the existing right-
of-way. Under a Full Build scenario, dedicated high-speed train infrastructure would be
extended from San Jose to San Francisco’s Transbay Transit Center and from Los
Angeles to Anaheim.

Step 5—The Phase 2 System. Phase 2 will extend the high-speed rail system to
Sacramento and San Diego, representing completion of the 800-mile statewide system.
Travelers will be able to travel between all of the state’s major population centers on
high-speed rail. Phase 2 areas will see improvements in rail service well in advance of
the expansion of the high-speed rail system through the combination of early
investments and blended operations, as described in this Revised Plan.
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There was no comment on this comment card.
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Refer to Standard Response FB-Response-N&V-05.
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When two trains pass by at the same time, the SEL will increase by 3 dBA SEL, but the

Ldn exposure will remain the same.
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Fresno - Bakersfield (July 2012+) - RECORD #365 DETAIL
Status : Unread
Record Date : 10/19/2012
Response Requested : No
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 10/19/2012
Submission Method : Project Email
First Name : Jim
Last Name : Razor
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City : Corcoran
State : CA
Zip Code : 93212
Telephone :
Email : jrazor@jgboswell.com
Email Subscription :
Cell Phone :
Add to Mailing List :
Stakeholder
Comments/Issues :

I have been a lifelong resident of the central San
Joaquin valley and a 23 year resident of Corcoran.  Our community
neither wants or needs HSR running through our town, disrupting our
way
of life.  The proposed alignments, C3 - the BNSF alternative or C1 - the
elevated alternative present negative impacts including noise problems,
health problems, safety issues due to diminished access, and overall
reduction in our quality of life.

I also resent the way this project is being shoved down our throats.
When this project was on the ballot, it was a $33 billion project that
would benefit everyone.  Now it is a $99 billion project that will
probably grow even larger and serve fewer people.  This state is broke
and does not need to squander the limited resources we currently have
on
a project that wouldn't be passed if it was on this year's ballot.
Please, do not ruin the way of life for hundreds of thousands of central
California residents while bankrupting our state in the process.

Sincerely,

Jim Razor Jr.

EIR/EIS Comment :
Official Comment Period : Yes
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I016-1

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

Your opposition to the project is noted.

Three alternatives are proposed in the vicinity of Corcoran: the BNSF Alternative (west

side of BNSF Railway corridor), the Corcoran Bypass Alternative (avoiding Corcoran),

and the Corcoran Elevated Alternative (east side of BNSF Railway corridor). Each

alternative would have its own set of different effects.

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

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

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

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

comparative potential for environmental impacts. The Preferred Alternative balances the

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

constructability constraints of the project alternatives evaluated. The Preferred

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

I016-2

Refer to Standard Response FB-Response-GENERAL-17.
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Refer to Standard Response FB-Response-GENERAL-08.

Environmental and socioeconomic impacts have been thoroughly addressed in Chapter

3 of the EIR/EIS.
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Refer to Standard Response FB-Response-TR-02.

I018-2

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

Exhaust particulate emissions from re-routed machinery are expected to be minimal

compared with the exhaust particulate emissions removed from the atmosphere as a

result of vehicles taken off the road after the HST is operational. The dust minimization

measures listed in Section 3.3.8 of the Final EIR/EIS would further reduce fugitive dust

emissions from additional road travel to a less-than-significant impact. Additionally, the

San Joaquin Valley Air Pollution Control District's Rule 8601 will minimize fugitive dust

emissions from unpaved and paved roads.

I018-3

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

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

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

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

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

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

approximately 1 mile in nearly all locations in the project area. Section 3.11.6 of the

Revised DEIR/Supplemental DEIS  explains that the project design would include

coordination with emergency responders to incorporate roadway modifications that

maintain existing traffic patterns and fulfill response route needs, resulting in negligible

effects on response times by service providers. Section 3.11.5, Safety and Security

Environmental Consequences, of the Revised DEIR/Supplemental DEIS provides

additional detail regarding emergency response time during HST operations.
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I019-1

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

I019-2

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

I019-3

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

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

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

of the HST System are an integral portion of the statewide system that will connect San

Francisco and the Bay Area to Los Angeles and Anaheim.

I019-4

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

Your opposition to the project is noted.

I019-5

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

Your opposition to the project is noted.
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Fresno - Bakersfield (July 2012+) - RECORD #287 DETAIL
Status : Action Pending
Record Date : 10/17/2012
Response Requested : Yes
Stakeholder Type :
Affiliation Type : Individual
Attorney or Law Firm? : No
Interest As : Individual
Submission Date : 10/17/2012
Submission Method : Website
First Name : Kathy
Last Name : Robinson
Professional Title :
County :
Business/Organization :
Address :
Apt./Suite No. :
City : bakersfield
State : CA
Zip Code : 93314
Telephone :
Email : kathyrobinson6174@sbcglobal.net
Email Subscription : Bakersfield - Palmdale
Cell Phone :
Fax :
Comment Type :
Add to Mailing List : Yes
Stakeholder
Comments/Issues :

How can this plan be cost effective to go through the heart of Bakersfield
when there is open areas all the way around our city?
As a buisness owner & resident  in the Rosedale area we have just
endured 3 years of upheaval in our lives with the seperation of grade
project at Allen Rd & Hageman.  This projeect will distroy our
neighborhood and way of life along with our buisness.  A different route
should be considered at the least.........!!!!!!!!!!

Subscription
Request/Response :

URL:
http://sites.activatedirect.com/chsra.gov/pb_commentSubmit.php?fn=Kat
hy&ln=Robinson&em=kathyrobinson6174%40sbcglobal.net&city=bakers
field&state=CA&zip=93314&interest=Individual&sections[]=Bakersfield+-
+Palmdale

Response: *OK*
EIR/EIS Comment : Yes
General Viewpoint on
Project :

In Opposition to CAHST Project

Official Comment Period : Yes
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I020-1

Refer to Standard Response FB-Response-GENERAL-02, FB-Response-SO-03, FB-

Response-SO-06.

As discussed in Section 2.3, Potential Alternatives Considered during the Alternatives

Screening Process, of the Final EIR/EIS, potential alternatives were evaluated against

the project objectives (including providing convenient travel to major urban centers and

improving intercity travel in the Central Valley) and the HST System performance

criteria: travel time, route length, intermodal connections, capital costs, operating costs,

and maintenance costs. Screening also included environmental criteria to measure the

potential effects of the proposed alternatives on the natural and human environments.

After reviewing the substantive comments received during the public and agency review

of the Draft EIR/EIS, the Authority decided to introduce an additional alternative through

the Bakersfield area. The Bakersfield Hybrid Alternative would require reduced speeds

and would affect the overall travel times mandated by the California State Legislature.

However, this alternative would provide the advantage of avoiding the Bakersfield High

School campus and would reduce the number of religious facilities and homes affected

in east Bakersfield. Please refer to Section 3.12, Socioeconomics, Communities, and

Environmental Justice, of the Final EIR/EIS for more detail.
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I021-1

Refer to Standard Response FB-Response-GENERAL-21, FB-Response-GENERAL-13,

FB-Response-GENERAL-12, FB-Response-GENERAL-02.

As discussed in the Revised 2012 Business Plan (Authority 2012a), the California High-

Speed Rail (HSR) Program will depend on a mix of public and private investment, the

latter becoming available after the fundamental economics of the program are

demonstrated.

A phased approach to system development is the prudent course to build a foundation

that allows for greater efficiency in the use of private investment once the initial

segments of the system are in place.

This approach also recognizes current budgetary and funding realities. Among other

things, the phased approach will help ensure the system’s success by introducing

Californians to HSR service and building ridership over time. At the same time,

improvements can be made to regional systems that connect with HSR, resulting in the

conventional and high-speed systems complementing each other.

The goals of Proposition 1A were used to develop the phasing strategy for the statewide

HSR system and were guided by the following key principles:

Divide the statewide high-speed rail program into a series of smaller, discrete projects

that can stand alone, will provide viable revenue service, can be matched to available

funding, and can be delivered through appropriate business models. 

•

Advance sections as soon as feasible to realize early benefits, especially employment,

and to minimize inflation impact.

•

Leverage existing rail systems and infrastructure, including connecting rail and bus

services.

•

Forge a long-term partnership with the federal government for program delivery.•

Develop partnerships with other transportation operators to identify efficiencies through•

I021-1

leveraging state, regional, local, and capital program investments and maximizing

connectivity between systems.

Seek earliest feasible and best-value private-sector participation and financing with

appropriate risk transfer and cost containment.

•

Mitigate against the risk of funding delays by providing decision points for state policy-

makers to determine how and when the next steps should proceed while leaving a fully

operational system and generating economic benefits at each step.

•

The Authority applied these principles, taking into account key factors such as cost,
funding scenarios, and ridership and revenue projections, to develop an implementation
strategy with the following key steps:

Step 1—Early Investments, Statewide Benefits. The first construction of dedicated
high-speed infrastructure for the initial operating system (IOS) will begin in the Central
Valley. As with all of the steps, this initial section is being developed to deliver early
benefits by leveraging other systems—enabling them to operate on the new high-speed
tracks, which can be done without impacts on design or the integrity of the new
infrastructure. Improved passenger rail service would begin on completion of the first
IOS segment by connecting the San Joaquins, ACE, Sacramento Regional Transit, and
the Capitol Corridor (and potentially Caltrain). Through a new, strategic approach, there
is also the opportunity for new or improved travel between Bakersfield and Sacramento,
Oakland, San Jose, and San Francisco. This expanded Northern California Unified
Service could begin operation as early as 2018, with the potential to provide
transportation and economic benefits well before fully operational high-speed rail service
is initiated.

As part of this first step, complementary investments and improvements will be made to
both accelerate benefits and distribute them more widely across the state. These
investments will be made using the $950 million in Proposition 1A connectivity funding,
available Proposition 1A high-speed rail funds, future federal funds, and other sources,
and will include the following:

Investment in the bookends: In Northern California, the long-awaited electrification of

the Caltrain corridor will begin under a collaborative program between Bay Area

agencies and the Authority. Also, consistent with the Southern California MOU,

•
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investments will be made in key rail corridors in the southern part of the state, such as

upgrading the Metrolink corridor from Los Angeles to Palmdale. 

The Northern California Unified Service described above will be initiated.•

As the next step in the IOS, work to close the rail gap between Bakersfield and

Palmdale through the Tehachapi Mountains will begin. Environmental clearance is

possible in early 2014, and plans are being developed to move quickly to implement

the improvements to close this critical gap and create the first statewide rail link

between the Bay Area and the Los Angeles Basin.

•

Step 2—Initial High-Speed Rail Operations. Introduction of the state’s (and the
nation’s) first fully operational high-speed rail service will begin. This service can be
operated by a private entity without subsidy, will have the potential to attract private
investment to expand the system from Bay to Basin, and can be completed within a
decade. The service will be blended with regional/local systems. The IOS will
be achieved through expansion of the first construction segment into an electrified
operating high-speed rail line from Merced to Palmdale and the San Fernando Valley,
accessing the populous Los Angeles Basin. Following on the work discussed above, the
next priority in implementing the IOS will be closing the rail gap between Northern and
Southern California by crossing the Tehachapi Mountains with new, dedicated high-
speed rail infrastructure. Before completion of the IOS to the San Fernando Valley, this
link will tie the north to the south at Palmdale, where Metrolink commuter rail service can
then provide service and connections throughout Southern California.

Currently, the IOS is defined as extending from Merced to the San Fernando Valley, and
high-speed revenue service would only start once the full IOS is built and operable.
Should ridership and revenue forecasts and financial projections demonstrate that
revenue service compliant with Proposition 1A could begin earlier, with a shorter IOS,
appropriate reviews would occur to consider and implement earlier service, if
appropriate.

Step 3—The Bay to Basin System. The dedicated high-speed rail infrastructure of the
IOS will be expanded north and west to San Jose, providing HSR service between the
state’s major population centers in the north and south and providing the platform for the
transition to statewide blended operations. At this stage, passengers will be able to take
a one-seat ride between greater Los Angeles (San Fernando Station) and the San

I021-1

Francisco Transbay Transit Center using blended infrastructure in the north between
San Francisco and San Jose (assuming electrification of the Caltrain corridor by 2020,
as proposed by Caltrain), using dedicated high-speed rail infrastructure between San
Jose and the San Fernando Station, and, in the south, connecting via Metrolink between
the San Fernando Valley Station and Union Station in Los Angeles and on to other
points throughout Southern California.

Step 4—The Phase 1 System. For the blended approach, the dedicated high-speed rail
infrastructure of the Bay-to-Basin system will be extended from the San Fernando Valley
to Los Angeles Union Station, linking to a significantly upgraded passenger rail corridor
developed to maximize service between Los Angeles and Anaheim while also
addressing community concerns about new infrastructure impacts in a congested urban
corridor that includes a number of established communities that abut the existing right-
of-way. Under a Full Build scenario, dedicated high-speed rail infrastructure would be
extended from San Jose to San Francisco’s Transbay Transit Center and from Los
Angeles to Anaheim.

Step 5—The Phase 2 System. Phase 2 will extend the high-speed rail system to
Sacramento and San Diego, representing completion of the 800-mile statewide system.
Travelers will be able to travel between all of the state’s major population centers on
high-speed rail. Phase 2 areas will see improvements in rail service well in advance of
the expansion of the high-speed rail system through the combination of early
investments and blended operations, as described in this Revised Plan.
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Refer to Standard Response FB-Response-GENERAL-21, FB-Response-GENERAL-02,

FB-Response-AVR-01, FB-Response-AVR-02, FB-Response-AVR-03.
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Fresno - Bakersfield (July 2012+) - RECORD #262 DETAIL
Status : Unread
Record Date : 10/14/2012
Response Requested : No
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 10/14/2012
Submission Method : Website
First Name : Susan
Last Name : Ross
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City : Hanford
State : CA
Zip Code : 93230
Telephone : 559-584-9132
Email : suross2000@yahoo.com
Email Subscription :
Cell Phone :
Add to Mailing List :
Stakeholder
Comments/Issues :

We need high speed rail!  It will employ many people and provide better
public transportation in CA which is lacking behind the rest of the
country!  Make it work!!!!

EIR/EIS Comment : Yes
Official Comment Period : Yes
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Submission I023 (Susan Ross, October 14, 2012)
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Refer to Standard Response , FB-Response-GENERAL-09.

Your support for the project is noted.
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Fresno - Bakersfield (July 2012+) - RECORD #264 DETAIL
Status : Unread
Record Date : 10/15/2012
Response Requested : No
Stakeholder Type : CA Resident
Affiliation Type : Individual
Interest As : Individual
Submission Date : 10/15/2012
Submission Method : Project Email
First Name : Susan
Last Name : Ross
Professional Title :
Business/Organization :
Address :
Apt./Suite No. :
City :
State : CA
Zip Code : 00000
Telephone :
Email : suross2000@yahoo.com
Email Subscription :
Cell Phone :
Add to Mailing List :
Stakeholder
Comments/Issues :

We are in favor of the High Speed Rail!  Please continue  working to
make this happen.  If you build a fast train from San Francisco to Los
Angles, people will ride it!  Many of the people in the Central Valley are
very narrow minded.  There are also many of us who believe it is time to
proceed into the future with better public transportation in a state where
rubber companies and car makers ran public transportation in LA into
the ground so people would buy automobiles.  
Keep up your hard work!
Susan Ross

EIR/EIS Comment :
Official Comment Period : Yes
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Refer to Standard Response FB-Response-GENERAL-09.

Your support for the project is noted.
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Refer to Standard Response FB-Response-GENERAL-14, FB-Response-GENERAL-12.

For information on new job creation and the resulting impacts to the regional economy

see EIR/EIS Volume I Section 3.12 Impact SO #13. Also see Section 5.1.2 of the

Community Impact Assessment Technical Report (Authority and FRA 2012h) for more

detailed information on short-term and long-term job creation.
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Fresno - Bakersfield (July 2012+) - RECORD #55 DETAIL
Status : Action Pending
Record Date : 7/26/2012
Response Requested : No
Stakeholder Type : Other
Affiliation Type : Individual
Interest As : Individual
Submission Date : 7/26/2012
Submission Method : Website
First Name : Michael
Last Name : Rysdorp
Professional Title : Structural Engineer
Business/Organization :
Address :
Apt./Suite No. :
City : Brooklyn
State : NY
Zip Code : 11238
Telephone :
Email : mrysdorp@gmail.com
Email Subscription :
Cell Phone :
Add to Mailing List :
Stakeholder
Comments/Issues :

The Fresno Station design should be revised from a 4 track 2 outboard
platform design to a 6 track configuration which allows cross platform
transfers from local and express trains.

Fresno's large population and location in the middle of the central valley
HSR segment makes it a natural location for a transfer station to allow
HSR riders to conveniently transfer between local central valley trains
stopping in most cities to express trains with very limited stops.

Configuring the Fresno station as a 6 track station would allow:
-2 pass through tracks with no platforms for trains not stopping in fresno.
-2 sets of North bound and south bound tracks with an Island platform
between them to allow quick timed transfers between local trains and
express trains.

This configuration would allow local and express trains to share the
track. Local trains would arrive just before the express train pulls into the
opposite track. Passengers can quickly transfer between trains by
crossing the platform. Then the express train would leave, followed by
the local train.

This minor addition to the Fresno station would greatly enhance the
utility and operational flexibility of the fresno segment to allow express
trains to pass local trains, while allowing for transfers, all without having
to build a very long section of high speed passing tracks which would not
allow any transfers.

EIR/EIS Comment : Yes
Official Comment Period : Yes
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Submission I026 (Michael Rysdorp, July 26, 2012)
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Refer to Standard Response FB-Response-GENERAL-02.

The proposed four-track station would allow passengers to transfer from "regional

stopping" high-speed trains to "express" high-speed trains if the trains arrive at intervals.

Passengers could disembark from an "express" high-speed train at a transfer station

and board the next "regional stopping" high-speed train.

Local Central Valley Amtrak trains would not share tracks with the high-speed trains due

to the impracticalities of the speed difference between Amtrak and high-speed trains.
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Fresno - Bakersfield (July 2012+) - RECORD #63 DETAIL
Status : Action Pending
Record Date : 7/30/2012
Response Requested : Yes
Affiliation Type : Individual
Interest As : Individual
Submission Date : 7/26/2012
Submission Method : Project Email
First Name : Brian
Last Name : Rysdorp
Professional Title :
Business/Organization :
Address : 980 Kiely Blvd.
Apt./Suite No. : #213
City : Santa Clara
State : CA
Zip Code : 95051
Telephone : 408-242.5167
Email : bhrysdorp@yahoo.com
Email Subscription :
Cell Phone :
Add to Mailing List :

Stakeholder
Comments/Issues :

I would like to make some comments on 'Section E Station Plans' from
Volume 3 of the Revised Draft EIR / Supplement Draft EIS, Fresno to
Bakersfield Section, dated July 2012. My comments primarily concern
the Fresno station.

Fresno Station - Mariposa & Kern Alternatives

1.) The vertical distance / elevation of concourse crossing the tracks
seems excessive. Is there any way to cross the tracks at a lower
elevation to require less climbing of stairs and waiting on long escalator
runs? If the cross track concourse cannot be lowered have below track
underpass concourses been considered? 

It's important to resolve these issues on the Fresno subsection as they
will set a precedent for the rest of the HSR stations. At HSR stations
shared with Caltrain and Metrolink the large overhead clearance
requirements will become an increased burden for daily commuters. At
those stations passengers are currently used to just taking a short quick
walk after parking their cars or getting of a bus. Underpasses provide a
quick means of crossing tracks compared to the need to climb stairs just
to descend again at the other side. As example it's much easier to cross
the tracks at Caltrain's Santa Clara station (underpass) as compared to
Caltrain's Millbrae station (above track concourse with stairs and
escalator). The first impression of these station designs (Fresno in
particular) is that they seem like a mess of escalators and stairs.

2.) The track configuration should be reviewed based on the expected
service patterns. If timed transfers are expected central platforms may
be a better idea or adding tracks so the main HSR line is never
obstructed when an express and all station stop "local" is stopped in the
station at the same time. The CAHSRA should be looking at proven
examples of HSR stations from Europe and Asia to confirm what works
best for both track configuration and passenger circulation. The
CAHSRA should not just copy what Amtrak does on the NEC since that
is based on a legacy system and not true HSR.

3.) Concessions and Restrooms are only shown on the East side outside
the fare gates. Shouldn't these be distributed throughout the station,
including beyond the fare gates at the waiting areas? Unless passengers
will have a very short wait after passing thru the fare gates they would
expect the same level of services as in an airport terminal.

4.) The Mariposa and Kern Alternatives look to be about equal. The
main advantage of the Kern alternative is that it doesn't crowd over the
historic SP station, however circulation and development around the
East Entry looks more constrained by the adjacent stadium. I would
probably prefer the Mariposa Alternative except for the fact it looks
awkward the way the concourse dwarfs the historic SP station.

5.) The current design looks like it will be an air-conditioned
"greenhouse" with minimal provisions for blocking direct sunlight other
than tinted glass. I believe the CAHSRA should strictly adhere to a
modernist aesthetic for all their stations however there should be
regional climatic adaptations for stations in hot climates such as the
central valley. 

6.) What is the rationale for the proposed architectural design of the
Fresno station? It looks uninspiring, generic and even a bit dated. It
would be easier to accept if the design is solely a response to economic
factors (keeping costs down), however any station of this scale looks like
it would be expensive regardless. I would recommend consulting with
other architects for ideas on improving the appearance to provide a

I027-1
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I027-3

I027-4
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more distinctive and elegant design while maintaining the functional
aspects and/or improving on them where possible.  It looks like a lot of
aesthetic improvements could be made at only moderate additional cost.
I would be surprised if the City of Fresno actually likes this design. I
thought they intended this station to be a part of a revitalized downtown.

7.) I realize the CAHSRA cannot afford to match the extravagant new
European station designs but they can look for guidance to some of the
smaller new European stations such as the Segovia Guiomar HSR
station in Spain. It's a simple and elegant design that would be well
adapted to California. I would expect many other examples from around
the world to be appropriate for California as well. In general I believe the
station designs should be original and unique with refined modern
architectural design in the tradition of many of the original BART
stations. California has a rich history in modern architectural design and
ideally the new HSR stations should reflect that. For the strictly
functional aspects of the stations involving structure and passenger
circulation the CAHSRA should be following the most successful
examples from around the world.

Kings / Tulare and Bakersfield Station Options

These stations share some of the same issues as the Fresno station yet
their design seems more refined. Aesthetically they are more interesting
than the Fresno station. In comparison the Fresno station looks like a
rough draft and very diagrammatic.

Thank you,
Brian Rysdorp

408.242.5167

980 Kiely Blvd. #213
Santa Clara, CA 95051

EIR/EIS Comment : Yes
Official Comment Period : Yes
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Refer to Standard Response FB-Response-GENERAL-11.

The 15% station design plans are preliminary and will be refined and revised during

future project design phases. Although vertical displacement for passengers using

bridges is greater than for tunnels, passenger access to platforms from a pedestrian

overcrossing bridge or an undercrossing tunnel is a function of each station's functional

floor-plan layout. The vertical clearances above the high-speed rail tracks are prescribed

by Authority design standards. Each means of platform access, whether a bridge or a

tunnel, requires high-capacity, efficient, and safe passenger throughput in the form of

stairs, escalators, and elevators that also meet ADA accessibility guidelines. These

means of vertical circulation are placed at each station-to-platform access point in

sufficient quantity to accommodate the projected passenger loads. The decision about

which is the most appropriate method for passenger travel will be finalized during the

next design phase.  These HST stations are designed to best international practices

and, for most part, emulate the concourse and platform configuration design approach of

one of the newest HST systems in Taiwan.

I027-2

As stated in Section 2.3.2, Range of Potential Alternatives Considered and Findings, of

the Revised DEIR/Supplemental DEIS, two Downtown Fresno station alternatives were

carried forward in the Draft EIR/EIS: one at Mariposa Street and the other at Kern

Street. On May 3, 2012, the Authority Board certified the Merced to Fresno Section Final

EIR/EIS and selected the Mariposa Alternative as the Fresno Station location. The

environmental evaluation of the Fresno Station alternatives carried forward in the Draft

EIR/EIS demonstrated that the environmental impacts were similar. Both the Mariposa

and Kern station alternatives would affect a historic structure eligible or already on the

National Register of Historic Places. Other effects include noise that would be mitigated

and temporary impacts on businesses and transportation circulation during construction.

However, due to the City of Fresno’s planning and the orientation of the Downtown

Fresno City Center, the Mariposa Station alternative offers substantially more

opportunities for transit-oriented development.

The station rendering shown on Figure 2-34 of the Revised DEIR/Supplemental DEIS is

conceptual; the actual station design will differ.

I027-3

The Authority is in the process of developing station design sustainability technical

standards. These standards will be applied to station designs when they progress from

the 15% level of development to more detailed design.

I027-4

Station appearances presented in the EIR/EIS document were developed specifically to

the criteria required for environmental clearance. These criteria include visual impacts

from sensitive receptors and physical or visual impacts on historic fabric. The station's

physical massing and bulk responds exclusively to Authority technical functional

requirements that dictate floor-plan layouts and vertical clearances from nearby

roadways, freight tracks, and HST tracks. The station's aesthetic appeal and

presentation will be addressed in subsequent design phases as the station design

progresses from its current preliminary (15%) stage of development.

I027-5

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

Station appearances presented in the EIR/EIS document were developed specifically to

the criteria required for environmental clearance. These criteria include visual impacts

from sensitive receptors and physical or visual impacts on historic fabric. The station's

physical massing and bulk responds exclusively to Authority technical functional

requirements that dictate floor-plan layouts and vertical clearances from nearby

roadways, freight tracks, and HST tracks. The station's aesthetic appeal and

presentation will be addressed in subsequent design phases as the station design is

progressed from its current preliminary (15%) stage of development.  HST station

designs will be further developed in consultation with the cities and communities they

serve.

I027-6

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

Station appearances presented in the EIR/EIS were developed specifically to the criteria

required for environmental clearance. These criteria include visual impacts from
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sensitive receptors and physical or visual impacts on historic fabric. The station's

physical massing and bulk responds exclusively to Authority technical functional

requirements that dictate floor-plan layouts and vertical clearances from nearby

roadways, freight tracks, and HST tracks. The station's aesthetic appeal and

presentation will be addressed in subsequent design phases as the station design

progresses from its current preliminary (15%) stage of development.  HST station

designs will be further developed in consultation with the cities and communities they

serve.
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