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Response to Comments of Zahirah Washington, Attorney Fellow, Natural Resources Defense Council, July 28, 2004  
(Letter O015) 

O015-1 
As the commentor points out, the Program EIR/EIS identifies several 
areas of concern regarding potential traffic impacts, particularly 
around HST station locations.  The Program EIR/EIS traffic analysis 
was completed at a regional level of detail based on regional 
modeling data.  Should the HST program move forward, site-specific 
intersection traffic analysis would be required as part of subsequent 
project level studies.  Should the HST proposal move forward, the 
Authority would work closely with the local governments (cities) and 
others to ensure that adequate and appropriate access 
improvements are identified and considered to minimize and mitigate 
potential traffic impacts.  Detailed traffic studies are not appropriate 
until subsequent project level studies consider designs and locations 
for the proposed stations.    

In the Final Program EIR/EIS, each environmental section of Chapter 
3 has been modified to describe in more detail mitigation strategies 
that would be applied in general for the HST system and further 
refined in 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.  Specific impacts and mitigation measures also will 
be addressed during subsequent project level environmental review, 
based on more precise information regarding location and design of 
the facilities proposed. The more detailed engineering associated 
with the project level environmental analysis will allow the Authority 
to further investigate ways to avoid, minimize and mitigate potential 
impacts.  Once the alignment is refined and the facilities are more 
fully described in project level analysis, and after avoidance and 
minimization efforts have been exhausted, specific impacts and 
mitigation measures will be addressed. 

O015-2 
Section 3.19 of the Final Program EIR/EIS addresses construction 
methods and the potential for construction impacts in general.  In 
addition, each section of Chapter 3 also outlines specific design 
practices and features that will be applied to the project level studies 
and during the implementation of the HST system to avoid, 
minimize, and mitigate potential impacts.  However, construction 
impacts are highly site-specific in nature.  Construction impacts will 
be addressed in more detail during subsequent project level 
environmental review, based on more precise information regarding 
location and design of the facilities proposed and the phasing or 
sequencing of construction. The more detailed engineering 
associated with the project level environmental analysis will allow 
the Authority to further investigate ways to avoid, minimize and 
mitigate potential impacts.   

Section 3.3 of the Final Program EIR/EIS addresses the potential 
impacts to air quality at a regional level and statewide level.  
However, Section 3.3.1.D describes the methodology applied to 
assess localized impacts at this program level of analysis.  Section 
3.3.3 generally addresses impacts in each region of study.  More 
detailed traffic studies (see Response O015-1 above) to be 
completed at the project level of analysis will be preformed to 
identify potential localized air quality impacts and potential additional 
mitigation measures.   

Regarding conventional rail improvements and service on the 
LOSSAN corridor south of Irvine (Orange County), please refer to 
standard response 6.42.1.  

In the Final Program EIR/EIS, each environmental section of Chapter 
3 has been modified to describe in more detail mitigation strategies 
that would be applied in general for the HST system.  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 
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mitigate potential impacts.  Specific impacts and mitigations will be 
addressed during subsequent project level environmental review, 
based on more precise information regarding location and design of 
the facilities proposed. 

O015-3 
The direct energy values presented in Table 3.5-1 are per vehicle 
mile traveled (VMT) while the values presented in Table 3.5-5 are 
per passenger mile traveled (PMT).  As footnoted in Table 3.5-5, 
high speed trains are expected to carry 761 passengers per 16-car 
trainset (63% load factor) while airplanes are expected to carry 
101.25 passengers per airplane (70% load factor).  Table 3.5-4 
shows the expected energy savings for the HST Alternative, which 
would reduce energy consumption by 5.3 million barrels of oil per 
year over the Modal Alternative in 2020.  The general mitigation 
strategies in the PEIR/S would be considered in more detail during 
the project level design stage. Mitigation measures would be 
specified in the project-level studies of HST corridor alignments 
selected during this program environmental review.  See response to 
Comment O015-2 in regards to construction methods and impacts 
which are addressed in the Final Program EIR/EIS. 

O015-4 
Please see standard response 3.15.13 for more information on the 
purpose of the PEIR/S and the subsequent studies.  The PEIR/S has 
been prepared to support the selection of alignment options for the 
proposed HST Alternative rather than to present a detailed 
assessment of project impacts.  Please see standard response 3.15.2 
for a discussion of the future project-level, Tier 2 detailed 
assessment of site-specific project impacts and associated 
mitigations measures.  The Co-lead Agencies acknowledge that HST 
alignments that travel within existing rights-of-way may pose new or 
magnify existing impacts, however, in general it can be said that 
these impacts would be lower than impacts from HST alignments 
placed in corridors without an existing rights-of-way.  It was 
necessary to use this type of analysis to evaluate the large number 
of possible corridor alignments in order to distinguish between them 

and make selections.  The project-level, Tier 2 studies will evaluate 
these types of land use impacts at a site-specific level of detail.  The 
PEIR/S property impacts analysis permits a comparative assessment 
of how adjoining properties may be affected by the alternatives; 
particularly with regard to property acquisition and direct impacts.  A 
study area 100 feet from the centerline was appropriate for 
assessing these impacts at the program level.  The potential 
alternatives may also have indirect impacts farther away from the 
alignment (e.g., noise and visual), the 0.25 mile study area was used 
for those environmental resources.  The Co-lead Agencies completed 
an extensive public involvement and information program for the 
PEIR/S.  This effort included numerous public meetings throughout 
the state, a mailing list of over 10,000 names, presentations before 
many groups, and a website. Display advertisements in community 
newspapers that included readership and distribution in poor and low 
income communities throughout the  study area were utilized for 
notification of all statewide scoping meetings (and initiation of 
studies) and public hearings (as well as availability of the draft 
PEIR). Meetings were also held at sites conveniently located to poor 
and low income communities and CD’s of the Draft Program EIR/EIS 
were made available for free.  The Program EIR/EIS properly 
considered EJ issues relating to the proposed HST system.  Should 
the HST proposal move forward, more detailed project specific 
studies will be required which would include additional community 
outreach. 

O015-5 
The Farmland Mapping and Monitoring Program (FMMP) is the most 
comprehensive, well maintained, consistent across the study area, 
and readily available source of agricultural resources.  It is 
appropriate to use the FMMP data for program level comparisons.  
Subsequent project specific environmental review will also assess 
impacts to farmland resources and grazing lands through parcel 
searches, local studies, and field assessment.  The potential for 
farmland impacts due to growth is discussed in Section 5.2 of the 
Final Program EIR/EIS for each system alternative (No-Project, 
Modal, and HST).  
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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.  Specific impacts and 
mitigations will be addressed in more detail during subsequent 
project level environmental review, based on more precise 
information regarding location and design of the facilities proposed. 

O015-6 
The public utilities impact analysis in this Program EIR/EIS is 
programmatic and appropriately addresses representative utilities; it 
does not address all utilities and does not address local site-specific 
details.  Project-level analysis would address all utilities and local 
issues for the proposed alignments and profiles, at a point when 
facility designs will be more defined.  The more detailed engineering 
associated with the project level environmental analysis will allow 
further investigation of ways to avoid, minimize and mitigate 
potential impacts.  Should the HST proposal move forward, the 
Authority will work closely with the local governments (cities) and 
others to avoid, minimize, and mitigate, where necessary, taking all 
necessary steps to ensure that there will be no disruption to service 
through thoughtful design and best construction practices.  

Each section of Chapter 3 in the Final Program EIR/EIS also outlines 
“design practices” that will be applied to the implementation of the 
HST system to avoid, minimize, and mitigate potential impacts.  
Specific impacts and mitigations will be addressed in more detail 
during subsequent project level environmental review, based on 
more precise information regarding location and design of the 
facilities proposed. 

O015-7 
The potential hazardous materials impacts analysis in this Program 
EIR/EIS is programmatic and does not address site-specific details. 
Potential hazardous materials impacts are highly site-specific in 
nature.  These issues will be addressed in more detail during 
subsequent project level environmental review, based on more 
precise information regarding location and design of the facilities 

proposed and the construction and operation activities that are likely 
to occur near any potentially impacted sites. The more detailed 
engineering associated with the project level environmental analysis 
will allow further investigation of ways to avoid, minimize and 
mitigate potential impacts.  Once the alignment is refined, the 
facilities are more fully defined through project level analysis, 
construction and operational plans are refined, and only after 
avoidance and minimization efforts have been exhausted, specific 
impacts and potential mitigation measures will be addressed in more 
detail. 

O015-8 
Please see standard response 3.15.2 regarding the general level of 
detail in this PEIR/S and the anticipated more detailed project-level, 
Tier 2 studies.  Please see standard response 3.15.13 for more 
information on the purpose of the PEIR/S and the subsequent 
studies.  Rather than presenting a detailed assessment of site-
specific project impacts, this PEIR/S provides and evaluation and 
comparison of potential impacts related to the major project 
alternatives (i.e., No Action vs. Modal vs. HST) and between 
alternative alignment options for the proposed HST network. Future, 
more detailed site-specific environmental analyses with associated 
mitigation measures will be prepared during Tier II, project level 
environmental review.  Additional mitigation measures are described 
in Section 3.14.6 of the Final PEIR/S regarding minimization of 
sediment impacts during construction and potential impacts on 
groundwater.  Section 3.14.5 describes design practice commitments 
to minimize potential impacts to water resources.  Please also see 
standard response 6.42.1. 

O015-9 
It is acknowledged that California’s parks are an important asset to 
the State.  It is important to note that all of the impacts associated 
with the HST and Modal Alternatives are potential impacts.  

The Authority screened a large number of different alignment 
options and alignment combinations throughout the state to develop 
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the HST system analyzed in the Final Program EIR/EIS.  A key 
objective for the overall HST Alternative design is to avoid and/or 
minimize the potential impacts to cultural, park, recreational and 
wildlife refuges.  This objective, along with others, was used to 
eliminate several alignment options that would potentially use 4(f) 
and 6(f) resources. 

If a 4(f) or 6(f) resource is ranked as “high” that indicates that the 
HST or Modal centerline is within 150 feet of a 4(f) or 6(f) resource.  
However, given the conceptual level of analysis performed for this 
programmatic environmental document it is premature to attempt to 
determine specific physical impacts regarding the location of the 
specific rail alignment and its relationship to 4(f) and 6(f) resources.  
The detail of engineering associated with the project level 
environmental analysis will allow further investigation of ways to 
avoid, minimize and mitigate potential use of 4(f) and 6(f) resources.     

At the program level of design, it is premature to develop mitigation 
measures for specific potential effects.  Once the alignment is 
refined through project level analysis and only after avoidance and 
minimization efforts have been exhausted, mitigation measures will 
be addressed in more detail. 

The potentially affected 4(f) and 6(f) resources are identified in the 
regional technical reports that are summarized in Section 3.16.  A 
table summarizing the potential affects to parks for both the 
alternatives is provided in the Final Program EIR/EIS (Appendix 
3.16A).  Please also see response to Comment O051-1 and 
Comment AS004-1. 

O015-10 
See Standard Response 3.17.1. 

O015-11 
The capital cost estimates for the HST Alternative are not based on a 
simulation model.  Instead, the Draft Program EIR/EIS states “To be 
consistent with the definition of the HST Alternative (see Chapter 2, 
Alternatives), the capital and O&M costs associated with the HST 

Alternative comprise the costs associated with only the alignment 
and station options that most closely reflect the “highest return on 
investment system” as presented in the California High Speed Rail 
Authority’s (Authority’s) final business plan (Business Plan) 
(California High Speed Rail Authority 2000).  The O&M costs for the 
HST Alternative were developed based on an operations plan and 
network simulation model that represents the physical characteristics 
of the proposed HST alignment options and the performance of the 
proposed HST equipment.” 

Without knowing the timing and phasing of the proposed system, 
the escalation of costs to specific years would be entirely speculative 
and would not inform the analysis.  Whereas, cost estimates in 
current dollars provide a sound basis for comparison between 
system alternatives as well as alignment and station options.  Should 
the HST project move forward, phasing and financing plans for the 
project would be considered in future studies.  Please see standard 
response 10.1.7.     

For the purposes of comparing the operations and maintenance 
costs of the system alternatives (Modal and HST), cost estimates did 
not include vehicle operations, maintenance of equipment, 
propulsion fuel, and marketing and reservations.  While these costs 
can be estimated for the HST Alternative, they are not available for 
air and highway transportation modes.  It would be an inappropriate 
and inconsistent comparison to include these costs for one 
alternative and not another, since these costs are ultimately born by 
the user regardless of the mode.  However, these estimated costs 
were fully disclosed for the HST Alternative in the Draft Program 
EIR/EIS in Section 4.3.2.  It should also be noted that feasibility 
studies by both the Commission (1993-1996) and the Authority 
(1997-2000) showed that a statewide HST system in California could 
operate at a revenue surplus, including all operations and 
maintenance cost elements. 

O015-12 
The co-lead agencies respectfully disagree with the commenter’s 
contention that the growth projected under the HST Alternative is 
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inconsistent with population trends described for the No-Project 
Alternative, or that it is “vastly underestimated”.  Table 5.3.-1 in the 
EIR/EIS indicates that statewide population will increase by 56% for 
the HST Alternative (as compared to year 2002 population), which is 
greater than the 54% increase expected for the No-Project 
Alternative.  Similarly, Table 5.3-2 indicates that statewide 
employment is higher under the HST Alternative than either the No 
Project or Modal Alternative.  Compared to 2002 population and 
employment, pages 5-9 and 5-10 indicate that the HST Alternative 
may stimulate higher absolute growth than the No Project or Modal 
Alternatives.  These results represent a reasonable gauge of the 
growth inducing potential of each system alternative, recognizing 
that the methodology for assessing economic growth effects and 
indirect impacts was identical for all system alternatives, and the 
scale of investment represented by the HST or Modal Alternative 
(between $25 billion and $82 billion spread over a decade or more) 
would be actually quite modest when compared to California’s multi-
trillion dollar annual gross state product. Please see standard 
response 5.2.3 for comments related to declining water supply.  The 
analysis in the Program EIR/EIS shows that population growth is 
expected in California with or within the proposed HST system.  
However, with the proposed HST system the State would have a 
greater opportunity to influence future growth patterns in areas with 
proposed HST stations (please see Chapter 6B “HST Station Area 
Development”).   

Please see standard response 5.2.2 for comments related to the 
scale of analysis.  Also, it is important to note that potential localized 
impacts and possible mitigation will be assessed in the project level 
analysis when more detailed information about selected stations, 
station locations, station access patterns and potential roadway 
modifications will be known.  The design detail and analytic tools 
needed to assess these issues are neither available nor necessary at 
a program-level.  The growth patterns expected around any HST 
station would largely depend upon local land use and zoning 
regulations and local approvals subject to mitigation conditions, as 
appropriate, to permit such growth.  However, Chapter 6B of the 
Final Program EIR/EIS “HST Station Area Development” discusses 

the Authority’s commitments for selecting HST station sites that 
promote transit oriented development and describes transit oriented 
development guidelines.  At project level review of proposed stations 
and segments of the proposed HST system further analysis of 
potential localized air pollution, traffic, growth and other impacts 
would be provided and would include analysis of mitigation 
measures to address specific locations. 

O015-13 
Section 3.18 of the Final Program EIR/EIS addresses construction 
methods and the potential for construction impacts in general.  In 
addition, each section of Chapter 3 also describes design features 
that will be applied to the project level studies and implementation 
of the HST system to avoid, minimize, and mitigate potential 
impacts.  However, construction impacts are highly site-specific in 
nature.  Construction impacts will be addressed in detail during 
subsequent project level environmental review, based on more 
precise information regarding location and design of the facilities 
proposed and the phasing or sequencing of construction. The more 
detailed engineering associated with the project level environmental 
analysis will allow further investigation of ways to avoid, minimize 
and mitigate potential impacts.  

In the Final Program EIR/EIS, each environmental section of Chapter 
3 has been modified to include mitigation strategies that would be 
applied in general for the HST system.  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.  Specific impacts and mitigations will be addressed 
during subsequent project level environmental review, based on 
more precise information regarding location and design of the 
facilities proposed. 
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O015-14 
Request for Notification:  the National Resources Defense Council 
will be added to the distribution list for the Final DEIS/EIR.  All 
notices and information will be sent to: 

Joel Reynolds 
Senior Attorney 
Natural Resources Defense Council 
1314 Second Street 
Santa Monica, CA  90401 
Phone: 310-434-2300 
Fax: 310-434-2399 
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Response to Comments of Walter N. Smith, General Director Commuter Construction, BNSF, July 29, 2004  
(Letter O016) 

O016-1 
Section 2.5.1 “Modal Alternatives Considered and Rejected” provides 
the explanation as to why conventional rail improvements beyond 
those in the No Project Alternative were not included in the Modal 
Alternative (page 2-17 of the Draft Program EIR/EIS).  Please also 
see standard response 2.9.1 in regards to the rejection of HST 
technologies at speeds below 200 mph.  The Modal Alternative 
consists of future expansions of highways and airports since highway 
and air transportation travel are the predominate modes for intercity 
trips in California (Draft Program EIR/EIS, page 2-15). 

O016-2 
The HST Alternative has been evaluated at a conceptual level of 
design for the program EIR/EIS process.  Should the HST proposal 
move forward, preliminary engineering level of design which would 
further define the HST Alternative would be required as part of 
future project specific studies.  For the program EIR/EIS, it has been 
assumed where the HST alignment was within or immediately 
adjacent to freight rail right-of-way and the HST tracks were at 
existing grade or in a trench, that the adjacent freight tracks would 
have to be grade separated as well.  The cost of grade separating 
the freight tracks in these circumstances was included in the HST 
cost estimates.  This assumption was made since it did not appear 
feasible to only grade separate the HST tracks when at existing 
grade or in a trench.  However, there are some areas (particularly in 
the Central Valley) where in order to permit adjacent freight service 
to continue to serve local industries the HST alignment would need 
to be at a different level than the freight tracks.  In these locations, 
it was assumed that the HST tracks would be on aerial structure to 
avoid impacts to the existing freight operations.  In most cases 
where the HST system is assumed to be on an aerial structure, no 
grade separation improvements for the existing freight tracks are 
assumed for this program EIR/EIS.  The Authority has identified the 

BNSF alignment throughout most of the Central Valley as the 
preferred HST alignment option in part because it offers far more 
opportunities for HST operations at existing grade than the UP 
alignment (please see Chapter 6A, “Preferred HST Alignment and 
Station Locations” of the Final EIR/EIS). 

O016-3 
Acknowledged. 

O016-4 
Acknowledged.  The Authority looks forward to working 
cooperatively with the BNSF should the HST proposal move forward. 

O016-5 
Acknowledged.  At the conceptual level of design for the program 
EIR/EIS, it was assumed that the new HST mainline would be at 25 
foot minimum centers to other tracks.  Determination of the spacing 
between the HST tracks and adjacent freight will require future 
project specific study. 

O016-6 
Acknowledged. 

O016-7 
Please see standard response 6.41.1.   

O016-8 
Acknowledged. 

O016-8A 
Acknowledged.  Should the HST proposal move forward, the 
potential for HST track to carry freight would need to be investigated 
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in detail as part of future project specific studies.  These studies 
would include identifying potential compatibility problems.  The 
potential for freight service assumed at the program level is for 
express package and high value freight for which there would be no 
interchange with conventional freight railroads.  The Authority does 
not believe there would be any issue of competition with existing rail 
freight services and this would be addressed in more detail as part of 
future project specific studies. 

O016-9 
Section 2.5.1 “Modal Alternatives Considered and Rejected” provides 
the explanation as to why conventional rail improvements beyond 
those in the No Project Alternative were not included in the Modal 
Alternative (page 2-17 of the Draft Program EIR/EIS).  Please also 
see standard response 2.9.1 in regards to the rejection of HST 
technologies at speeds below 200 mph.  The Modal Alternative 
consists of future expansions of highways and airports since highway 
and air transportation travel are the predominate modes for intercity 
trips in California (Draft Program EIR/EIS, page 2-15). 

O016-10 
Acknowledged.  Analyzing the possibility that goods distribution 
centers may need to be relocated or additional ones located in new 
areas due to change in where growth occurs is beyond the scope of 
this program level EIR/EIS.  Since population growth has yet to 
occur, goods distribution would be expected to gradually shift and 
grow in any future scenario regardless of which Alternative is 
selected and it would be highly speculative to forecast such shifts.   

The growth inducement analysis included the indirect and induced 
employment growth that would be needed to support increased 
population growth in all geographic areas and business sectors 
(including goods distribution centers).  Section 5.4.1 of the Program 
EIR/EIS discussed indirect transportation impacts from this 
population and employment growth, and hence included the effect 
of potential increases in goods distribution.  Also Page 5-11 and 

Table 5-3.4 in the Program EIR/EIS indicate that the HST Alternative 
is likely to induce disproportionate job growth in the Finance, 
Insurance and Real Estate (FIRE) and services sectors, rather than 
sectors that are freight intensive.  These results suggest that the No 
Project and Modal Alternatives would be more likely to lead to 
changes and increases in goods distribution centers in outlying 
areas. 

O016-11 
The interpretation is not correct.  The figures in the Draft Program 
EIR/EIS (6.3-1, 6.3-2a&b, 6.3-4a&b) show HST design options 
where the HST tracks could transition from one freight corridor to 
another.  The Authority and the FRA have made no assumptions 
(and no cost considerations) for moving or altering conventional 
freight services among different alignments.  The Final Program 
EIR/EIS describes the rail consolidation proposed by the Fresno 
Council of Governments, but does not make any assumption that this 
consolidation would actually occur – and such consolidation is part of 
the HST proposal. 

O016-12 
The Final EIR/EIS references have been changed to note that the 
alignment for the San Bernardino loop between Ontario and 
Riverside is primarily along the BNSF/SCRRA alignment (Chapter 2, 
pages 2-78). The Authority has identified the UP Colton Line 
between Ontario and Riverside as the preferred HST alignment.  The 
HST proposal is not expected to have major impacts to existing rail 
freight services and would incorporate avoidance and minimization of 
any such potential impacts. 

O016-13 
Please see standard response 6.41.1. 
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Comment Letter O017 
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Response to Comments of Randall Jenson, Managing Member, Oak Springs Investments, LLC, August 6, 2004  
(Letter O017) 

O017-1 
Please see standard response 8.1.16, describing the extensive public 
information and involvement program for this Program EIR/EIS.  
Please also refer to Chapter 8 of the Final Program EIR/EIS.  The 
State of California has been investigating potential HST alignments 
through the Soledad Canyon since 1994 (please see the Caltrans 
“Los Angeles-Bakersfield High Speed Ground Transportation 
Preliminary Engineering Feasibility Study Summary Report” dated 
November 1994, the work of the California Intercity HSR Commission 
1994-1996, the Authority’s June 2000 Business Plan, and this 
program EIR/EIS process).  The Draft Program EIR/EIS states, 
“Soledad Canyon refers to a relatively wide corridor area than 
includes both the SR-14 and UPRR alignments between the Antelope 
Valley and Santa Clarita” (page 2-73).  The Program EIR/EIS 
describes conceptual alignment options for the proposed HST 
system.  To determine a more precise alignment through the 
Soledad Canyon future project specific studies will be needed should 
the HST proposal move forward, and those studies will provide more 
detailed analyses of potential impacts to specific properties and 
adjacent land uses and potential mitigation measures.  The City of 
Santa Clarita submitted comments on the Draft Program EIR/EIS.  
The Authority has met with City staff and made presentations in 
Santa Clarita as part of this program process (see Chapter 9) and as 
part of previous feasibility studies. 

O017-2 
The commentor’s concerns regarding potential impacts are 
acknowledged.  Please see response to Comment O017-1. 

O017-3 
The program EIR/EIS has been prepared at a conceptual level of 
detail and would be followed by project level environmental 
documentation that addresses site-specific issues.  Future project 
specific study is needed in order to determine specific alignments 
and potential property impacts associated with specific alignments.  
Should the HST proposal move forward, determining the appropriate 
mitigation for impacts would be part of future project environmental 
reviews. 

O017-4 
Future project specific study is needed in order to determine specific 
alignments and impacts on natural areas.  Should the HST proposal 
move forward, determining the appropriate mitigation for impacts to 
specific properties would be part of future project-level 
environmental reviews. 

O017-5 
Future project specific study is needed in order to determine specific 
alignments and potential impacts on specific properties, including 
any equestrian oriented areas.  Should the HST proposal move 
forward, determining the appropriate mitigation for impacts would 
be part of future project environmental reviews. 
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Response to Comments of Deborah K. Maus, CAE, Executive Director, South Natomas TMA, August 4, 2004  
(Letter O018) 

O018-1 
Acknowledged. 
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Response to Comments of Nancy Teater, Santa Clara Valley Audubon Society, August 10, 2004  
(Letter O019) 

O019-1 
The analysis summarized in the “Economic Growth and Related 
Impacts” Chapter of the Draft Program EIR/EIS (Chapter 5) 
concluded that about 700,000 more residents statewide, 450,000 
more jobs statewide could be expected with the proposed HST 
system, but 2,600 acres less urban area statewide would be likely 
than under the No Project Alternative.  Table 5.3-6 of the Draft 
Program EIR/EIS shows “Year 2035 size of urbanized areas by 
alternative County and Regional Totals”.  This table shows that the 
Northern Central Valley is projected to have 578,250 urbanized acres 
by 2035 with the No Project Alternative, and 573,557 urbanized 
acres by 2035 with the HST Alternative.  For the Southern Central 
Valley, the No Project is projected to have 549,590 urbanized acres 
by 2035 and the HST Alternative would have 559,105 urbanized 
acres by 2035 (pages 5-20 & 5-21). 

The data in Table 5.3-6 in the Draft Program EIR/EIS indicate that, 
in the Central Valley, the HST Alternative may lead to 4,800 
additional acres of urban development compared to the No-Project 
Alternative, and 4,000 fewer acres of urban development compared 
to the Modal Alternative.  On a statewide basis, the HST Alternative 
may lead to 2,600 fewer acres of urban development compared to 
the No-Project Alternative, and 68,000 fewer acres of urban 
development compared to the Modal Alternative.  The number of 
acres of urban development under the HST Alternative can be 
reduced by the Authority working with local governments to increase 
development densities, which it has committed to doing as part of 
the Final Program EIR/EIS (see Chapter 6B). 

O019-2 
Service to the Bay Area (including the Silicon Valley) and the 
Sacramento/Central Valley would both be important to meeting the 
purpose and need of the HST system, and to the economic viability 
of the system. 

O019-3 
Please see standard response 6.3.1.  Pursuant to the requirements 
of the Political Reform Act, Authority Board members and staff file 
annual statement of economic interest forms and would be required 
to disclose conflicts of interest, if any exist.  Federal decision makers 
are subject to disclosure requirements of federal law.  

O019-4 
The Program EIR/S compares how the system alternatives, including 
the proposed HST system, meet the purpose and need addressing 
intrastate intercity travel demand between the state’s major 
metropolitan areas.  Improving the linkage of local transportation 
systems would not meet the purpose and need of the HST proposal. 

O019-5 
Please see standard response 2.18.1. 
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Response to Comments of Frederic A. Reid, Director of Conservation Planning, Ducks Unlimited, August 13, 2004  
(Letter O020) 

O020-1 
Please refer to Responses to Comments AL072-8 and AL072-9 
regarding impacts to the Grasslands Ecological Area and San Luis 
National Wildlife Refuge.  More detailed analysis of potential impacts, 
including potential impacts to wetlands and waterfowl habitat, will be 
prepared as part of the future Central Valley to Bay Area HST 
alignment study and as part of the project-level, Tier 2 
environmental analyses. 

O020-2 
Acknowledged.  Please see standard response 6.3.1.  Please see 
response to Comment O019-1 and Chapter 5 of the Draft Program 
EIR/EIS in regards to the potential for growth inducement for the 
HST, Modal and No Project alternatives.  

O020-3 
See Standard Response 6.3.1. 

O020-4 
The Grasslands Ecological Area is addressed in Section 3.15.2C of 
the Final Program EIR/EIS. 
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