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Response to Comments of Enrique Manzanilla, Director – U.S. Environmental Protection Agency, August 31, 2004 
(Letter AF008) 

AF008-1 
Acknowledged. 

AF008-2  
The FRA acknowledges the interagency MOU among cooperating 
federal agencies in this NEPA program environmental process, the 
general framework for the integration of NEPA review and Clean 
Water Act Section 404 issues, and expectations for future steps to 
satisfy NEPA, Section 404 and other permitting requirements. 

AF008-3  
The lead agencies are continuing to cooperate with US EPA to 
address Clean Water Act Section 404 issues.  The Program EIR/EIS 
is based on available data bases and information, and a selection of 
a preferred alignment between the Bay Area and Merced has been 
deferred.  Further study of this area is planned in a separate 
program EIR/EIS considering a broad corridor including Pacheco 
Pass generally in the south and Altamont pass generally in the north 
before identifying a preferred alignment for the proposed HST 
system to connect the Central Valley to the Bay Area.  The 
referenced designation of “aquatic resources of national importance” 
(which is not a statutory designation) occurred in conjunction with 
the approval of the first phase of the extensive Diablo Grande 
residential and commercial development, was based on a broad 
literature review, and was not based on field review of resources in 
the area, parts of which have been in long term ranching and 
grazing use. Please see Standard Response 6.3.1.   

AF008-4  
See response to Comment AF008-12. 

AF008-5  
See response to Comment AF008-13. 

AF008-6  
To represent the potential for direct impact to water and biological 
resources for the System Alternatives (Modal and HST), additional 
GIS analysis has been completed for the approximate footprint of 
the alternatives.  For the HST Alternative this analysis identified and 
quantified potential direct impacts based on the representative Draft 
Program EIR/EIS alignments within the broader GIS envelopes used 
to identify the potentially affected resources.  For the Modal 
Alternative this analysis identified and quantified potential direct 
impacts for the highway improvements only. Airport improvements 
represented a relatively minor portion of the additional right of way 
required and were not included for this additional analysis.  The 
quantifications are representative of the unmitigated potential for 
direct impacts that could occur within the corridor. Subsequent 
project level engineering and environmental studies would focus on 
further avoidance and minimization of potential impacts.  The 
analysis is included in Section 3.14, Section 3.15, Chapter 6, and the 
Summary of the Final Program EIR/EIS. 

AF008-7  
Acknowledged. 

AF008-8  
The FRA acknowledges the regulatory context and expectations for 
future steps to satisfy Clean Water Act Section 404 permitting 
requirements.  The FRA has concurred with the preferred alignments 
and stations and has consulted with the USEPA and USACE regarding 
their concurrence for compliance with the requirements of Section 
404 of the Clean Water Act.  Although no permit is being requested 



California High-Speed Train Program FEIR/EIS Response to Comments 

 

 
CALIFORNIA HIGH SPEED RAIL AUTHORITY 

 
 

U.S. Department 
of Transportation 
Federal Railroad 
Administration 

Page 2-38

 

at this time under the Clean Water Act, FRA has committed to 
obtaining USEPA and USACE concurrence that the selection of the 
preferred corridor and route (alignment) is likely to contain the “least 
environmentally damaging practicable alternative,” consistent with 
the USACE’s permit program (33 CFR Part 320-331) and USEPA’s 
Section 404(b)(1) Guidelines (40 CFR 230 – 233).  The FRA, FHWA, 
EPA, USACE, and FTA executed a memorandum of understanding 
(MOU) outlining roles and responsibilities for preparation of the 
Program EIR/EIS and the integration of Section 404 of the Clean 
Water Act (July 2003 Federal Agency MOU for the California HST 
Program EIR/EIS). 

AF008-9 thru 11  
Please see standard response 6.3.1. 

AF008-12  
First, it should be noted that the length (835,296 linear feet) of 
potential impacted waters in the SR-58/Soledad Canyon Corridor that 
was listed in Section 6.4.1 of the Draft Program EIR/EIS was in 
error.  The correct length of potentially impacted waters for this 
segment (Antelope Valley) is 64,562 linear feet. This has been 
corrected in the Final Program EIR/EIS.  

Based on the data analyzed in the Draft Program EIR/EIS and 
additional footprint analysis described in the Final Program EIR/EIS, 
an alignment option more closely aligned with SR 14 to avoid 
impacts in Soledad Canyon would result in similar levels of direct 
impact to water resources overall.  However, indirect impacts would 
be greater for the Soledad Canyon alignment option due to its 
proximity to the Santa Clara River.  In the Final Program EIR/EIS the 
Authority has recommended that an alignment more closely 
following SR 14 be considered further in subsequent project level 
studies.  Each section of Chapter 3 also outlines specific design 
features that will be applied to the implementation of the HST 
system to avoid, minimize, and mitigate potential impacts. See also 
responses regarding tunnel construction practices (AF008-25) and 
cumulative impacts (AF008-19-22).  

Please also see standard response 3.15.6. 

AF008-13  
The Authority has identified a preferred alignment through the 
Central Valley, which maximizes the use of existing rail corridors, 
which is consistent with the Authority’s stated objectives (see page 
1-4, Draft Program EIR/EIS). The Authority has identified preferred 
alignments that include potential “loop” lines at Stockton, and Castle 
AFB (for a potential Merced HST station).  A new alignment is also 
proposed around Hanford, but no alignment is recommended 
through the city and no station is proposed for Hanford.  Further 
evaluation of these three potential “loop” lines would occur at the 
project level.  Although the Draft EIR/EIS also considered potential 
loop alignments at other Central Valley locations, as EPA has noted, 
the analysis indicated that such alignments would generally result in 
increased noise and visual impacts and increased impacts to water 
resources and agricultural lands, except at Hanford which would 
have only a loop alignment avoiding the town and not two 
alignments (i.e., one through and one around the town).  

The concept of running HST express trains through Stockton was 
considered but rejected as part of the screening evaluation.  As 
noted on page 2-63 of the Draft Program EIR/EIS, “Because of tight 
curves on the existing rail line through downtown Stockton that 
would limit maximum speeds, an express track outside of the urban 
area would be needed to provide high-speed service.”  Such an 
express “loop” would reduce express travel times by over 7 minutes 
as compared to an alignment along the existing rail line through 
downtown Stockton. Due to existing curves and urban land use 
development, express trains on an alignment through downtown 
Stockton would require an impracticable level of new infrastructure 
and rights of way for dedicated service; otherwise, the express 
service would be subject to substantial delays by existing constraints 
and services.   

The Castle AFB station site which has been identified as one of two 
preferred potential station sites to serve the Merced area, is located 
near, but not adjacent to the BNSF rail right-of-way.  Further 
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analysis at the project level would lead to selection of one of these 
two sites for a Merced area station.  In order to serve a potential 
HST station at the Castle AFB station site, a new “loop” alignment 
would (please see Figure 6.3-2B the Draft Program EIR/EIS) serve 
this site.  However, a Castle AFB station option along the BNSF that 
does not include a new “loop” and a downtown Merced station 
option (which does not include a new loop) will also be investigated 
at the project specific level of study.   

The HST alignment between Fresno and Bakersfield would diverge 
from the BNSF alignment on a new alignment around Hanford in 
order to maintain high-speeds because of the tight, speed restricting 
curves south of Laton, through Hanford, and to the south of Hanford 
(see Figure 2.7-6B of the Final Program EIR/EIS).  An alignment 
through Hanford as described would add approximately 11 minutes 
to the estimated express travel time through the Central Valley as 
compared to the new alignment west of Hanford. 

The Draft Program EIR/EIS did evaluate a few potential “loop” 
alignments not intended to maintain high-speeds, but potentially to 
reduce environmental impacts (Fresno, Merced, and Tulare).  The 
Authority has not included these express loops as part of the 
preferred alignment.  Please see standard response 6.20.5 regarding 
the “loop” line concept around Fresno. 

Foreign HST experience (e.g., in France and Japan), the experience 
of the Northeast Corridor (Boston to New York to Washington D.C.), 
HST studies done elsewhere in the U.S., and the Authority’s 
feasibility studies have all shown that to compete with air 
transportation and generate high ridership and revenue, the intercity 
HST travel times between major transportation markets must be 
below 3 hours (please also see standard response 2.9.1 and 
standard response 2.9.2).   In order to operate HST services at high-
speeds, very straight alignments with only mild curves are required.  
In the Bay Area, Sacramento, Los Angeles area and San Diego, 
existing transportation corridors are generally not straight enough 
over long enough distances to permit high-speed operations.  
Moreover, in these areas, there is generally no undeveloped land 
available that would allow for the development of a new “high-

speed” alignment through these areas.  Serving these large urban 
areas is essential to the purpose and need of the HST system, 
therefore “bypassing” these areas is not a viable solution.  New 
corridors through heavily urbanized areas were not considered to be 
practicable alternatives in this Program EIR/EIS.  In California, the 
best opportunities for high-speed operations are primarily through 
the Central Valley, and through the mountain passes (please see 
Figure 4.3-2 in the Final Program EIR/EIS).  Please see the 
Engineering Criteria technical report (January 2004) referenced in 
the Program EIR/EIS for more information regarding HST design 
criteria assumptions.  

As noted, the Authority has identified a preferred alignment that 
maximizes the use of existing rail corridors, based upon the analysis 
in this Program EIR/EIS.  For those few areas of the preferred 
alignment in the Central Valley which include a bypass loop (noted 
above), except for Hanford, further study during project-level (Tier 
2) review would consider additional mitigation measures to reduce 
potential impacts and would consider alignment variations with and 
without bypasses.  If a decision were made to move forward with 
the HST system, the Authority would seek agreements with freight 
operators to utilize portions of the existing rail right-of-way to the 
greatest extent feasible (Final Program EIR/EIS, Summary and 
Chapter 6A). 

AF008-14 
14a.   Both the Program EIR/EIS and the regional technical 
reports identify and describe the sensitive areas in each region and 
corridor as part of the affected environment sections.  The Program 
EIR/EIS includes maps illustrating general resources of concern and 
other sensitive areas.  However, detailed maps depicting sensitive 
areas and specific corridor study widths are not included in the 
Program EIR/EIS due to the impracticality of presenting mapping 
over 2500 miles of HST alignment options and nearly 3000 lane 
miles of highway improvements in the Modal Alternative.  In general, 
sensitive areas were identified and the envelope widths were defined 
to gauge impact potential and sensitivity between alignment options 
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considered at the regional level.  Representative impacts estimated 
using envelops that more closely reflect the actual footprint of the 
infrastructure proposed (as described in Response AF008-6 above) 
are compared in the Final Program EIR/EIS at the regional and 
system-wide level for consistency purposes.  Also refer to response 
to Comment AF007-3 regarding the information included in the 
analysis. 

14b. See Response AF008-6 above.  The analysis of 
representative impacts indicates the approximate level of potential 
direct impacts in relation to the larger area where indirect effects are 
possible.  However, due to the general nature of alignment location 
in this program level analysis it is not possible to quantify anticipated 
indirect impacts.  The Final Program EIR/EIS discusses and describes 
potential direct and indirect impacts to water and biological 
resources in Sections 3.14 and 3.15, respectively, as well as Chapter 
6 and the Summary. 

AF008-15  
See standard response 3.15.7 and standard response 3.15.1. 

AF008-16  
Along the I-215/I-15 alignment option, the HST alignment is 
proposed to be within the median of I-215.  A portion of the Santa 
Margarita Ecological Reserve is located adjacent to the west side of 
the I-215 freeway. The HST alignment would not encroach upon the 
reserve. Potential for noise impacts and indirect impacts would be 
evaluated at the project level.  See Section 3.14 for a description of 
the potential for impact.  The I-215/I-15 alignment option crosses 
the Temecula Creek (an upstream tributary of the Santa Margarita 
River). The sensitivity of this watercourse is acknowledged and will 
be considered in subsequent project level environmental review. 
Thoughtful design practices (as described in Chapter 3 of the Final 
Program EIR/EIS) would avoid impacts to Temecula Creek at the 
crossing.  Potential for wildlife movement would also be considered 
in the design of this crossing. 

AF008-17  
Acknowledged.  The Authority has identified both the Carroll Canyon 
and Miramar Road alignment options as preferred for further project 
level analysis between Mira Mesa and San Diego.  Either the Carroll 
Canyon or Miramar Road options would enable the HST system to 
directly serve downtown San Diego, whereas the I-15 to Qualcomm 
option would terminate about 8-miles from the city center at the 
Qualcomm Stadium (20 minutes by light rail).  The Carroll Canyon 
and Miramar Road options would directly serve Downtown San Diego 
would provide better connections to the regional transit system and 
airport.  SANDAG, NCTD, MTDB, Caltrans District 11, and the City of 
San Diego all support direct HST service to downtown San Diego via 
the Inland Empire (I-215/I-15 Corridor).   

The Carroll Canyon and Miramar Road alignment options would have 
similar potential environmental impacts.  However, the Carroll 
Canyon option could avoid and minimize potential impacts to 
Miramar Naval Air Station as compared to either the Miramar Road 
or I-15 alignment option.  As compared to the I-15 option, the 
Carroll Canyon and Miramar Road options would have less potential 
impacts to parklands, and vernal pools (U.S. Fish & Wildlife Service, 
‘Vernal Pools of Southern California, Draft Recovery Plan”, 1997) and 
less potential for growth-induced impacts, but more potential visual, 
cultural, and floodplains impacts. 

The United States Marine Corps has raised concern regarding the 
Miramar Road option which is directly adjacent to the Miramar 
housing complex and “sensitive habitats” and has noted that any 
efforts related to the proposed HST system that would limit or 
impact on the Marine Corps ability to perform its mission would be 
opposed.  The City of San Diego commented that building the 
alignment below grade should be considered from Old Town to 
Downtown San Diego, which would be considered in subsequent 
project level environmental review.   

Determining the number and location of individual vernal pools and 
larger vernal pool complexes that would be affected by each 
remaining alignment is beyond the scope of this program level 
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environmental process.  Subsequent project level engineering and 
environmental studies would focus on further avoidance and 
minimization of potential impacts to specific vernal pools and larger 
vernal pool complexes. 

AF008-18  
See Standard Response 3.15.8. 

AF008-19 – 22 
Please see standard response 3.17.1.  

AF008-23   
Please see standard response 5.2.1 and Chapter 6B. 

AF008-24 
Please see standard response 5.2.2 

AF008-25 
The co-lead agencies recognize that the mountain crossings, through 
which extensive tunneling is proposed for the HST system, are 
primarily undeveloped and contain many sensitive resources and 
areas.  Therefore the Program EIR/EIS recommends the Authority 
consider the least unobtrusive construction methods suitable and 
available to avoid and/or minimize impacts in these areas.  In 
summary, the strategy for avoiding impacts to resources through 
sensitive mountain areas includes these basic elements: (1) place 
trains in tunnels to avoid resources; (2) design the tunnels so that 
the need for surface access is reduced and consider the placement 
of that access to avoid resources and to be near existing roads; (3) 
build the tunnels using in-line construction techniques to reduce 
surface disturbance and the need for access roads; and (4) use small 
sites (to be restored after use) and helicopter transport of equipment 
for needed geological exploration and small pilot tunnels where more 
extensive subsurface geological information is needed.  Information 
regarding tunneling design features and construction methods has 

been included in the Summary and Sections 3.14.5, 3.15.5 and 
3.18.5, respectively, of the Final Program EIR/EIS. 

AF008-26  
See standard response 3.15.9.  However, project-level 
documentation will be required to show that mitigation would be 
effective to sustain regional wildlife populations and movement 
corridors. 

AF008-27  
Most of the tunnel lengths are in the vicinity of water-bearing ground 
with the potential for high groundwater inflows and pressures in 
localized areas.  The assumption in the Draft Program EIR/EIS that 
the proposed tunneling would “not substantially affect groundwater 
resources” was predicated on application of design features and 
construction methods outlined in the Tunneling Issues Report, 
January 2004.  Measures to control water include inflow grouting, 
waterproof membrane installation, and full concrete lining.  These or 
similar measures would be incorporated in the tunnel design and are 
included in the capital cost estimates.  Design features such as these 
are addressed in the Summary and Section 3.14.5 of the Final 
Program EIR/EIS. 

AF008-28  
See Standard Response 3.15.9. 

AF008-29  
The Authority is no longer considering a station at March Air Force 
Base.  

AF008-30   
Please see standard response 3.4.1.  Identification of anticipated 
noise and vibration impacts to nocturnal and diurnal wildlife would 
require project-level documentation.  



California High-Speed Train Program FEIR/EIS Response to Comments 

 

 
CALIFORNIA HIGH SPEED RAIL AUTHORITY 

 
 

U.S. Department 
of Transportation 
Federal Railroad 
Administration 

Page 2-42

 

AF008-31  
Measures to mitigate potential impacts have been added to the Final 
Program EIR/EIS in each section of Chapter 3: Environmental 
Consequences.  Further clarification and description of the design 
features of the proposed project have been added to the Summary 
of the Final Program EIR/EIS and each section of Chapter 3.  
Discussion of transit-oriented development is found in Chapter 6B of 
the Final Program EIR/EIS. 

AF008-32  
See Standard Response 6.41.1. 
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